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Introduction to the Plan
The multimodal transportation system is integral to many
facets of the City of Kennewick, including land use,
economic development, tourism, and recreation. The City’s
2040 Transportation Systems Plan is the background and
companion document to the Transportation Element of the
City’s Comprehensive Plan. The Transportation Element
establishes the City’s goals and policies for developing the
transportation system within the City. Both the
Transportation Element and Transportation Systems Plan
provide a long-range vision for the City’s transportation
system to guide City decision makers, staff, advisory bodies,
and citizens on transportation priorities and projects over the
next 20 years.
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The Transportation Systems Plan identifies roadway mobility
and accessibility needs, improvements necessary to
enhance safety, bicycle and pedestrian travel characteristics,
and transit service.
The Transportation Systems Plan should be a document that
is regularly reviewed and updated periodically to reflect and
serve as a decision-making tool for transportation policy,
planning, and construction efforts within the City. This should
be accompanied by a regular review and update to the
Municipal Code to ensure that the goals and projects
contained in the Transportation Systems Plan are
implemented.

The Transportation System Plan coordinates and plans for
the development of a balanced, multimodal transportation
system by recognizing the regional nature of the
transportation system and the need for continuing
interagency coordination. The Transportation Systems Plan
is organized into six chapters:
1.
2.
3.
4.
5.
6.

Background and Planning Context
Existing Transportation System
Travel Forecasts and Alternatives Evaluation
Transportation Systems Plan
Finance Program
Implementation Plan

The Transportation Systems Plan is intended to serve as a
guide for making transportation decisions to address both
short- and long-term needs. To meet Growth Management
Act (GMA) requirements, the Transportation Systems Plan
must identify existing transportation system characteristics,
establish standards for levels of service, and identify existing
and future deficiencies based on land use growth
projections.

1
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1 Background and Planning
Context
Kennewick is uniquely situated within the Tri-City
metropolitan area which has experienced some of
Washington’s highest population growth. In full recognition of
emerging growth and economic development forces in
Kennewick, the City has undertaken significant effort to
revise and update its Transportation Systems Plan.

1.1 Vision for Kennewick’s
Transportation System
Since 2005 the City has completed several Plan components
as either updates or amendments, each predicated on the
City’s Vision Statement for the community:
An exceptional quality of life, premier infrastructure,
and sustainable vision make Kennewick an
attractive place to live, do business and visit.
Kennewick is welcoming, safe, family-friendly and
features a variety of housing options, employment
opportunities, and community activities and services.
We are inclusive and value diversity, civic
engagement and community partnerships. We
encourage walkable and bikeable neighborhoods
and convenient access throughout the city.
Kennewick will continue to lead the way in creating a
vibrant community and economy for generations to
come.1
The City has updated its Comprehensive Plan with an Urban
Design Element with emphasis to enhance the public rightsof-way and improve vehicular and pedestrian circulation,
enhance the overall pedestrian environment through

1
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streetscape, lighting and facility improvements, and
encourage better connectivity to the waterfront recreation
areas. The City has also developed its Concurrency
development code in efforts to complete its comprehensive
growth management plan. Further refinements to its
development code and revisions to the City’s street design
standards have provided greater emphasis on pedestrian
and bicycle system features, and improved design linkages
between land use and public transportation. For consistency
with other Plan elements and policy, the Transportation
Element of the Comprehensive Plan is in need of updating.
Kennewick’s transportation system is experiencing
significant change. Emerging and proposed residential,
commercial and work-place developments west of US 395
are expected to place significant pressure on the City’s
arterial street system. To address the combined impacts of
new development, redevelopment and major transportation
improvements, a comprehensive evaluation of the detailed
operations for all aspects of the transportation system is
needed, including motor vehicle, transit, pedestrian, bicycle
and freight mobility (trucking and rail).
This City’s Vision is embodied in the City’s first
comprehensive Transportation Systems Plan, a plan that
seeks to balance the community’s desire to encourage
orderly growth and for a strong local economy, while building
on the City’s history and heritage. The City of Kennewick
undertook this transportation systems planning effort to
identify and adopt a comprehensive set of policies and
improvement projects to effectively manage growth
throughout greater Kennewick. This city-wide planning effort
focused on all modes of transportation and included a
significant agency coordination program.

2017-2037 City of Kennewick Comprehensive Plan
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1.1.1 Background
The City of Kennewick is rich in history, including original
use by early Native American tribes as a gathering place for
winter quartering and as a convenient area for the trading of
goods and food. Kennewick was incorporated in 1904, and
the Northern Pacific Railroad (later to become the Burlington
Northern Santa Fe railroad) expanded to include the
Kennewick area. With the railroad Kennewick became a
significant shipping depot for agricultural products destined
for national markets. At the onset of World War II the
Hanford Project brought significant change to Kennewick,
with increased residential development to house those
Hanford government employees not already fitted in the
newly formed City of Richland. Kennewick has since grown
to become the largest community of the Tri-Cities.
Between the 1960’s and 1980’s, and coupled with the
development of the interstate freeway system and new
Columbia River bridges, the greater Tri-City area has
experienced significant suburbanization. In the last ten years
Kennewick has experienced refocused development to the
south and west, and revitalized development interest in the
downtown core and industrial areas.
The Kennewick transportation system has evolved in the
past century to meet the needs of the area. Today it is a mix
of traditional grid network in and surrounding the core
downtown area, connected by a series of north-south and
east-west arterial and collector street routes to surrounding
residential neighborhoods, commercial and employment
centers. Many of the Kennewick’s streets are lined with
sidewalks serving nearby business, commercial and
residential uses. Some neighborhoods include streets with
well-connected sidewalks; others have limited and often
disconnected sidewalks.
There are a number of major streets which include on-street
bicycle lanes for adults and commuter cyclists. These routes
are partially connected, as there are gaps in the system for

4
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cyclists to access the various sections of Kennewick. For
recreational cyclists, the Columbia riverfront shared-use
path, Sacajawea Heritage Trail, offers excellent service for
recreational cyclists and pedestrians alike. The challenge
exists for Kennewick to locate and build a system of
connected shared-use paths that provide utilitarian service
and access to the Sacajawea Heritage Trail. The completion
of new shared-use paths along the existing canal system will
provide new connections for expanded circulation and
access for a variety of pedestrian and bicycle travelers
throughout the Kennewick urban area.
What were once largely transportation assets, the Burlington
Northern Santa Fe (BNSF) railroad has become, in part,
barriers to local traffic circulation and access between
Kennewick’s downtown, surrounding neighborhoods and the
riverfront and port areas. The recent completion of the
Columbia Center Boulevard grade separation project greatly
enhances access between Kennewick activity centers and
helps eliminate some of the barriers that rail operations
present. The TSP identifies conceptual, grade-separation
connectors of the BNSF at Edison Street and in the
downtown Kennewick area that will better link greater
Kennewick with a variety of waterfront development
opportunities.
Through Ben Franklin Transit’s Three Rivers, Huntington
Street and Dayton Street transit centers, BFT provides
linkages between Kennewick’s many neighborhoods, civic
and commercial centers and neighboring cities via a number
of local bus lines. Throughout its history BFT has expanded
its geographic coverage and frequency to meet the area’s
growing needs.

1.1.2 Need and Purpose for the Plan
Transportation systems plans are typically composed of
policy and facility plans to guide long-term development of a
multi-modal transportation system. The need for the
Kennewick Transportation Systems Plan (TSP) is twofold.
First, to effectively manage growth, the City needs to
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complete a comprehensive examination of traffic operations
and transportation system impact analysis of pending
development in the Southridge and other areas. Second, the
City also needs to complete a long-term plan with projects
and policies that integrate all modes of travel to fulfill the
City’s goals and vision of vibrant neighborhoods, orderly
growth and a strong economy.
Until this plan was prepared, a comprehensive and detailed
examination of transportation impacts of local development
has not been fully evaluated. Generally speaking,
Kennewick’s current street system is designed to meet
current, average traffic levels. Potential capacity and
operations improvements are not yet fully identified to
address the general impacts of growth, both within
Kennewick and throughout the Tri-City urban area. This plan
looked at the cumulative impacts of these developments and
established strategies and implementation plans to most
cost-effectively address the various transportation needs of
the area.
The evaluation of current and future traffic conditions in the
Kennewick TSP was conducted while considering a
cohesive multimodal system, helping the City validate the
ability of the transportation system to support the City’s
vision and identify steps or measures needed to implement
the vision. Once completed, the City can then manage
growth by accurately and equitably conditioning individual
developments for specific transportation system
improvements. The plan for these improvements will be
implemented over the next 20 years and will be used to
supplement and periodically update the City’s Six-Year
Transportation Improvement Program (TIP).
The Kennewick TSP identifies projects, policies and
strategies necessary to support the land use plan and
recommends amendments to the policies of the Kennewick
Comprehensive Plan. It is also a principal component of the
City’s growth management policy. Recommended strategies
include the possible timing and sequencing of needed street,
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traffic control, pedestrian, bicycle and transit-related
improvements.

1.2 Planning Process
The development of Kennewick’s 2040 Transportation
Systems Plan was approved by the City Council to provide
an update to the 2005 update to the City of Kennewick
Transportation Systems Plan. The Kennewick City Council
adopted its previous Transportation Plan in 2008 and was
prepared to meet the requirements of GMA. The purpose of
the 2040 Transportation Systems Plan is to provide an
update to the existing plan by identifying and evaluating the
transportation improvement plans for the City through the
2025 and 2040 horizon years.

1.2.1 Study Area
The Kennewick TSP study area is generally bounded by the
Columbia River on the north and east, the highland bluffs
south of 47th Street to the south, and the City of Richland on
the west.

1.2.2 Study Area Analysis
Before transportation system improvements can be planned
for Kennewick, its current and future travel demands must be
assessed. Those assessments have been made based on
the City’s Comprehensive Plan. Chapter 2 Existing
Transportation System of this document includes a full
description of the current transportation conditions.
Chapter 3 Forecast and Alternatives Evaluation contains
future development plans and travel conditions, and the
various transportation system alternatives tested to meet the
needs for Kennewick’s street system. This effort was
accomplished through use of BFCOG’s regional travel
demand model.
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1.3 Goals, Objectives and
Implementation Strategies
Contained within the Kennewick Comprehensive Plan is a
set of comprehensive goals, objectives and implementation
strategies that guide how transportation system
improvements are to be made in the Kennewick area over
the next 20 years. These policies provide a comprehensive
framework for adoption of more detailed City regulations and
requirements that relate to development, facility design
standards as contained in the TSP and other City
documents. These policies constitute the foundation and
parameters of how transportation planning decisions will be
made by the City of Kennewick.

1.4 Individual TSP Sections
The Kennewick TSP is an assimilation of coordinated plan
sections that deal specifically with each mode of travel, or
aspect, of the entire transportation system. The Plan
includes the following sections as documented in Chapter 4.

1.4.1 Street System
Identifies the needs of the entire street system, assigns each
street a functional classification, and recommends planned
street improvement projects and transportation system
management projects and program of maximizing the
capacity and safety of the existing street system through
traffic engineering and applications of technology.

1.4.2 Pedestrian System
Identifies needed enhancements to the pedestrian system,
including sidewalks, shared-use paths and amenities. It
designates primary and secondary pedestrian routes,
contains policies that encourage walking, and lists planned
pedestrian infrastructure improvements.
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1.4.3 Bicycle System
The Bicycle System section identifies bicycle system needs
and contains policies that encourage bicycle use and safety.
It designates streets as bicycle routes and lists planned
bicycle system improvements.

1.4.4 Transit and Transportation Demand
Management System
The Transit and TDM section describes the City’s role in
supporting the transit system through infrastructure
improvements, particularly pedestrian system enhancements
and traffic control measures, and City land use policies and
codes that help guide transit-supported land sue
developments. This section also contains policies that
encourage and facilitate the use of carpools, vanpools,
flexible work hours, telecommuting, and other alternative
modes that reduce trips and decrease reliance on the singleoccupant vehicle travel, especially for the commute trips.

1.4.5 Freight Mobility, Air and Water
Transportation
Identifies the infrastructure needs for moving goods and
services into, out of and through Kennewick. This chapter
contains policies and planned improvements for designated
truck routes serving the Kennewick urban area, and
important air and water transportation facilities.

1.5 Financial Plan
Chapter 5 Financial Program identifies the financial
resources needed to achieve the level of mobility outlined in
the Kennewick TSP. New options to establish transportation
impact fees are considered and evaluated as part of the
examination of future funding needs, projected revenues
from traditional sources, and unmet future needs. This
chapter also contains policies that guide the City’s funding
strategy for providing transportation services.

City of Kennewick
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1.6 Land Use and Transportation
Planning
The Kennewick TSP has been developed to provide
maximum, multi-modal mobility based on the currently
adopted Comprehensive Plan. Land use and the
transportation system have a cause and effect relationship.
The type, density and design of developments place differing
demands on the transportation system. The continued
development in Kennewick as the center of local
government, commerce and housing will serve as a good
growth management tool for the City.

1.7 Plan Implementation
Chapter 6 summarizes the TSP plan implementation. The
Kennewick TSP will serve as a portion of the Transportation
Infrastructure element of the Kennewick Comprehensive
Plan. The policies and projects contained in the Plan give
the City direction on how to respond to land use and
development proposals, what projects should have priority in
the City’s Six-Year Transportation Improvement Program,
and under what policy framework specific regulations and
standards should be developed.

1.8 Environmental Impact Policy
Kennewick’s Comprehensive Plan titled includes a general
policy-level discussion of the environmental impacts of longrange transportation projects. This is intended to minimize
the negative transportation impact on the natural
environment, air quality, noise quality, and fuel consumption.

7
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1.9 Agency Level of Service Standards
Traffic operations analyses provides quantitative method for
evaluating how the transportation system is functioning. It is
applied to existing and forecast conditions to assist in
identifying issues and potential improvement options. Level
of service is a measure of the quality of traffic flow and
operations. It can be described in terms of speeds, travel
times, delays, convenience, interruptions, and comfort.

1.9.1 Vehicle Level of Service
The Highway Capacity Manual (HCM) (Transportation
Research Board, 2010), provides methodologies for
evaluating level of service (LOS) for transportation facilities
and services. The HCM criteria range from LOS A indicating
free-flow conditions with minimal delays, to LOS F indicating
extreme congestion and long vehicle delays.

State Highway Level of Service Standards
Cities in Washington are required to include the LOS
standards for all state routes in the Transportation Plan of
their local comprehensive plan. I-82, US 395, and SR 240
are state highways serving the City of Kennewick and are
designated as highway of statewide significance (HSS). The
LOS standards for HSS facilities are jointly set by WSDOT
and BFCG. LOS D is standard for facilities in urban areas
and LOS C for facilities in rural areas. All facilities in the City
of Kennewick would be considered urban areas.
WSDOT applies these standards to highway segments,
intersections, and freeway interchange ramp intersections.
When a proposed development affects a segment or
intersection where the LOS is already below the state’s
adopted standard, then the pre-development LOS is used as
the standard. When a development has degraded the level of
service on a state highway, WSDOT works with the local
jurisdiction through the SEPA process to identify reasonable
and proportional mitigation to offset the impacts. Mitigation
could include access constraints, constructing improvements,
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right-of-way dedication, or contribution of funding to needed
improvements.

City Level of Service Standards
The City has established LOS standards to provide for
adequate mobility of traffic at intersections and adjacent
roadways. The official City of Kennewick Level of Service
standards are discussed in Chapter 4.

1.9.2 Non-Motorized and Transit Level of Service
The City of Kennewick has not adopted any specific level of
service standards for non-motorized and transit system
facilities.

City of Kennewick
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1.10 Changes Since Last Plan Update
Since the last plan was completed in 2005, the City of
Kennewick has completed several transportation projects
that were identified in 2005 City of Kennewick Transportation
Systems Plan. The City has also completed several other
transportation planning efforts in subareas and along
corridors.

1.10.1 Completed Projects
The 2005 City of Kennewick Transportation Systems Plan
identified approximately $115 million in transportation
system improvements and maintenance over a 20-year
planning horizon. The following projects identified in that
plan, or identified after the plans adoption, have been
completed:

New Roadways
Bob Olson Parkway Project consisted of a five-lane road
constructed from Steptoe Street/10th Avenue roundabout to
Sherman Street. It also included realignment of 15th Avenue
from Clodfelter Road to Bob Olson Parkway, and the
widening of Hildebrand Boulevard from Sherman Street to
Grant Street with curb/gutter, sidewalk, streetlights, and
landscaping. The projects provide a more direct north-south
connection between SR 240 and development in the
Southridge area, particularly with the completion of the new
SR 240 interchange and roundabout at the northern
terminus of Steptoe Street.

Roadway Widening/Reconstruction
Columbia Park East Bicycle Pedestrian Enhancements
removed physical barriers, altered current pavement
markings and signage, widened the path under the existing
bridge and installed rectangular rapid flashing beacons at
the location of the crosswalk where the path crosses
Columbia Park Trail just east of the existing bridge.
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Edison Street Widening between Canal Drive and
Clearwater Avenue. This project enhanced safety in efforts
to reduce crashes, improve traffic flow and provide
congestion relief along the corridor.
Southridge Boulevard Reconstruction reconstructed
Southridge Boulevard, between Christensen Road and
Ridgeline Drive. The project included water, sewer, storm
drainage, curb and gutter, sidewalk, streetlights and other
miscellaneous improvements.
7th Place/Jean Place Extension
The project includes the extension of 7th Place near the
south end of Jean Place. This will facilitate a new Boys and
Girls club built on the new street.

Crossing Improvements
Pedestrian Crossing Improvements consisted of removing
pedestrian barriers and constructing mid-block crossings
(with ADA pedestrian ramps, rectangular rapid flash beacons
(RRFB), raised median refuge islands, etc.) at:
•
•
•

Volland Street at Nueva Vista apartments on Union
street (across from Winco)
Kellogg Street at TriTech Skills Center
Washington Street at 6th Avenue serving Kennewick
High School

Clearwater Avenue Projects
As part of the Clearwater Access Management Plan, several
projects were identified to improve safety and operations
along the corridor. The following projects have already been
completed:
•
•

US 395 to Huntington Street Safety Improvements
(Partial improvements)
Union Street Area Safety Improvements (Partial
Improvements)
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•
•

Pedestrian Projects

destination with mixed-uses, vibrant public spaces, private
amenities, and a focus on multi-modal access. The
transportation network is envisioned as a permeable grid
with low-speed zones. Circulation, street classifications,
sidewalk standards, and streetscape elements are
mentioned. Traffic-calming treatments are also encouraged.

Between 2010 to 2017, the City of Kennewick have
completed pedestrian-related capital improvements to their
transportation network. These street treatments include:

Bridge to Bridge – River to Railroad Revitalization
(BB/RR) Plan (2015)

•
•

•
•
•

Arthur Street Intersection Improvements
Columbia Center Boulevard Safety Improvements
(Partial improvements)

Annual Pedestrian Ramp Project. This includes
upgrading ramps to meet current ADA Standards.
Accessible Pedestrian Pushbuttons. The City’s
entire signal system uses the latest technology for
APS (Accessible Pedestrian Systems) signals for
crosswalks at signals.
Shared use path. This was installed on Steptoe
Street.
Rectangular Rapid Flashing Beacons (RRFB’s). The
City installed new RRFB’s at several locations over
the past years.
Median Islands for two stage crossings. This is
another important improvement for pedestrian
crossings so that they only have to cross one
direction of traffic at a time. Several locations have
seen these treatments over the past five years.

The Plan is to create a short and long-term strategy for the
BB/RR area and its seven distinct neighborhoods for the
next 20 years. The BB/RR area is between the Blue Bridge
(US 395) and the Cable Bridge and the Columbia River to
the BNSF Railroad mainline tracks. Roadway
reconfiguration, streetscape enhancements, transit route
reconfiguration, and construction of sidewalks, curbs and
gutters are discussed with recommended treatments at
specified location within the BB/RR area.

Clearwater Access Management Plan (2014)
This plan identifies functional and safety improvements
along the Clearwater Avenue corridor that runs from US 395
on the east to I-82 on the west. The plan identifies street
widening, access relocation and consolidation, signal
upgrades and pedestrian crossing improvements that will
improve safety and levels of service along the corridor.

Southridge Sub-Area Plan (2005)

1.10.2 Subarea/Corridor Plans
Subarea and corridor plans provide the footprint for future
capital projects to address capacity and safety
improvements as well as a “sense of place” for subareas and
corridors. In this way, improvements that are both functional
and aesthetically pleasing may be developed.

Vista Field Redevelopment Master Plan (2017)
A collaboration between the Port and City of Kennewick, the
Plan intends to transform the 103-acre former general
aviation airfield into an urban, neighborhood-scaled
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This sub-area spans 2,530 acres in south Kennewick.
Access to this sub-area is from US 395 at Hildebrand
Boulevard and Ridgeline Drive. Land use changes within the
sub-area have substantially increased traffic volumes on US
395.

Hansen Park Sub-Area Plan (2002)
This sub-area reaches approximately 377 acres. It is
generally bounded on the north by the current Kennewick
city limits, on the south by the Highland drainage canal, to
the east by Columbia Center Boulevard, and to the west by
Clodfelter Road. Access roads to the sub-area include
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Columbia Center Boulevard, West 10th Avenue, and
Clodfelter Road via West 10th Avenue and Clearwater
Avenue. Circulation, access and roadway/sidewalk
classifications and standards are addressed in the plan.

US 395 I-82 to I-182 Corridor Study (Draft 2017)
WSDOT is developing this study to identify current and
future issues, identify strategies to maintain or enhance
mobility in this corridor, as well as maintain efficient
operations over the next 20 years. The study describes most
of mainline US 395 congestion will continue to get worse
within Kennewick and the Columbia River Crossing. US 395
is expected to serve as the major north-south arterial
accommodating added volumes of future growth from the
expanding Southridge Subarea community. The study
stresses that new traffic controls or interchanges are needed
to serve the Southridge Subarea growth. Improvements at
major existing intersections in the US 395 Corridor within
Kennewick will be needed to accommodate the future
growth.

1.10.3 Annexations and UGA
As areas in the UGA have been annexed the total land area
and number of residents within the City limits has increased
over the years. As of 2016, the City includes approximately
27 square miles and approximately 78,000 residents (20122016 American Community Survey Five-Year Estimates, US
Census). Kennewick’s UGA has been expanded primarily at
the south end.
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1.11 Governing Legislation
The 2037 Transportation Systems Plan and Transportation
Element fulfills the requirements of the Washington State
Growth Management Act (GMA). Other state legislation
requires the Plan include projects that address Healthy
Communities and the Clean Air Conformity Act. Projects
must also comply with the Americans with Disabilities Act
(ADA).

1.11.1 Growth Management Act and
Concurrency
Under the Growth Management Act (RCW 36.70A.070),
referred to herein as the GMA, the Transportation Plan is
required to assess the needs of a community and determine
how to provide appropriate transportation facilities for current
and future residents. The Transportation Plan must contain:
•
•
•
•
•
•
•

Inventory of existing facilities;
Assessment of future facility needs to meet current
and future demands;
Multi-year plan for financing proposed transportation
improvements;
Forecasts of traffic for at least 10 years based on
adopted land use plan;
Level of service (LOS) standards for arterials and
public transportation, including actions to bring
deficient facilities into compliance;
Transportation Demand Management (TDM)
strategies, and;
Identification of intergovernmental coordination
efforts.

Additionally, under GMA, development may not occur if the
development causes the transportation facility to decline
below the City’s adopted level of service standard unless
adequate infrastructure exists, or strategies are identified to
accommodate the impacts of the development are made
within six years of the development. Finally, the element
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must include a reassessment strategy to address how the
Plan will respond to potential funding shortfalls.

1.11.2 Healthy Communities
Recognizing the growing need for physical activity among
residents, the Washington State Legislature amended the
GMA in 2005 with the Healthy Communities Amendment,
ESSB 5186. Comprehensive plans are directed to address
the promotion of Healthy Communities through urban
planning and transportation approaches. The two
amendments to the GMA require that communities:
1. Consider urban planning approaches that promote
physical activity in the Land Use Plan; and
2. Include a bicycle and pedestrian component in the
Transportation Plan.

1.11.3 Clean Air Conformity Act
The Transportation Plan is also subject to the Washington
State Clean Air Conformity Act that implements the
directives of the Federal Clean Air Act. Because air quality is
a region wide issue, the City must support the efforts of
state, regional, and local agencies as guided by WAC 173420-080.

1.11.4 Americans with Disabilities Act (ADA)
The Americans with Disabilities Act (ADA) was enacted on
July 26, 1990 and provides comprehensive civil rights
protections to persons with disabilities in the areas of
employment, state and local government services, and
access to public accommodations, transportation, and
telecommunications. Of the five titles or parts to the ADA,
Title II is most pertinent to travel within the public right-ofway. Part 35, Subpart D – Program Accessibility § 35.150
(d)(3)) of Title II requires local agencies to conduct a SelfEvaluation and Transition Plan.

City of Kennewick
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maximize coordination with other agencies and
organizations.

1.12.1 City of Kennewick Comprehensive Plan
The Transportation Systems Plan is a component of the
Comprehensive Plan and should be consistent with other
sections of the Comprehensive Plan, including the
Transportation Element. An update to the Comprehensive
Plan was adopted in 2017 in conjunction with the 2040
Transportation Systems Plan to provide consistency and
coordination between the two planning efforts.
The Transportation Element goals and policies help guide
implementation of the City’s transportation system and
supports the other Elements of the Comprehensive Plan and
the overall vision for Kennewick. The goals and policies
establish the general philosophy for use of City rights-of-way
and transportation funds. The policies also indicate City
priorities for regional transportation system programs,
including freeways, arterials, non-motorized facilities, bus
and rail transit service and facilities, and transportation
demand management (TDM).

1.12.2 BFCG Active Transportation Plan
The BFCOG 2016 Regional Active Transportation Plan was
adopted in June 2016 and addresses active transportation in
the City of Kennewick. City citizen groups and staff
participated in the creation of the plan.
The Active Transportation Plan provides extension
background on pedestrian and bicycle facilities, planning
efforts, and recommendations. Recommendations from this
plan have been incorporated into the Kennewick TSP.

1.12.3 Ben Franklin Transit Development Plan
Ben Franklin Transit submits a six-year Transit Development
Plan annually. Among other items, the 2017 plan outlines the
goals of the transit agency. The primary objectives of the
agency are to address community growth in the region and
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2 Existing Transportation System
This chapter summarizes key components of the existing
transportation system serving the City of Kennewick that
represent the transportation system in its current condition.
An inventory of transportation facilities is presented through
maps, figures, and descriptions that provide a foundation for
identifying and prioritizing the City’s transportation
improvement projects and programs presented later in the
2040 Transportation Plan.

June 2018
street design standards. The following roadway
characteristics are described in this section:
•
•
•

Travel Lanes
Traffic Signal and Roundabout Locations
Speed Limits

Other important roadway physical characteristics, such as
sidewalks and bike lanes or shy lanes and shoulder widths,
are discussed in Pedestrian and Bicycle System chapters of
this report.

The transportation system within the City of Kennewick
consists of streets and highways, pedestrian and bicycle
facilities, and transit service. Freight and goods, which are
vital to the City’s economic development, are primarily
carried by trucks and rail lines. Following a description of the
street system, subsequent sections describe the existing
multimodal transportation system within the current City
Limits and Urban Growth Area (UGA) for the travel modes
on the City’s transportation system.

2.1 Transportation System Networks
The transportation system inventory identifies key
transportation issues to be addressed in this plan update.
The networks that comprise the transportation system
include the arterial and collector street system, pedestrian
and bicycle facilities, transit service, freight routes, rail lines,
and air facilities. Most travel within the City of Kennewick
occurs on the streets and highways that also provide public
space for other modes.

2.1.1 Roadway Physical Characteristics
The roadway physical characteristics of a City’s street
system provide the basis for the function of the roadway
system and the amount of traffic that can be safely and
efficiently accommodated each day. The roadway physical
characteristics should be directly related to the functional
classification of the roadway and should be reflected in the
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Travel Lanes
Figure 2-1 shows the existing number of travel lanes along
the roadways within Kennewick. The majority of the
roadways in the City of Kennewick have one travel lane in
each direction. Principal and minor arterials often have two
travel lanes in each direction with a center left-turn lane.
Columbia Center Boulevard even has three lanes in each
direction between SR 240 and Quinault Avenue with further
widening proposed all the way to Deschutes Avenue to the
south.

Traffic Signal and Roundabout Locations
The City’s traffic signals that are typically located along
principal and minor arterials, especially in the commercially
zoned areas of the City. There are also four supplementary
flashing intersection control beacons located on the east
side of the City. Where signals or roundabouts are not
shown at intersections, other signage exists to control traffic,
including all-way stops, two-way stops, and yield signs.
The City was one of the early adopters of roundabouts on a
large scale in Washington and currently has 22 roundabouts
located throughout or near the City. A roundabout is
generally considered the first option over a traffic signal
when an intersection upgrade is necessary, unless the
intersection is in the middle of a coordinated network of
signals or sufficient right-of-way is unavailable.

Speed Limits
Posted speed limits within the City range from 60 mph on
state highways to 20 mph on local streets. Most local streets
have speed limits of 25 mph with a select few posted at 20
mph. Collectors such as Kellogg Street, 19th Avenue,
Deschutes Avenue, and Center Parkway have speed limits
in the 30 to 35 mph range. Minor arterials such as 27th
Avenue, Canal Drive, Kennewick Avenue, and Edison Street
have speed limits between 30 and 40 mph. Principal arterials
such as 1st Avenue, Columbia Center Boulevard, and
Clearwater Avenue typically have speed limits that range
between 30 and 45 mph. State highways have the highest
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speed limits, up to 55 mph along US 395 as it enters the City
from the south and 60 mph along SR 240 which borders the
north side of the City.
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2.1.2 Existing Traffic Volumes
Existing weekday daily and peak hour traffic volumes were
collected in October of 2016 as part of the City’s annual
traffic count inventory. Automated tube counts collected daily
traffic information along key arterials and manual turning
movement counts were collected for the PM peak hour at
major intersections throughout the City. Traffic data was also
obtained from WSDOT for locations along US 395 and SR
240. PM peak hour traffic data were collected between the
hours of 4 to 6 PM in the evening.

2016 Weekday Daily Traffic Volumes
As shown in Figure 2-2, City arterials that carry a large
number of daily traffic volumes include Columbia Center
Boulevard south of SR 240 with volumes between 28,000
and 40,000 vehicles per day, Columbia Drive between
Fruitland Street and U.S. 395 with volumes over 26,400
vehicles per day, and Gage Boulevard between Grandridge
Boulevard and Steptoe Street with volumes over 26,000
vehicles per day.
In general, the average daily traffic volumes are higher in the
northern portion of the City. Though traffic has fluctuated up
and down due to development patterns and changes in the
roadway networks, city-wide traffic growth has been about 2
percent over the past five years, although growth rates of 20
to 30 percent have been recorded in rapidly developing
areas.
Weekday daily traffic volumes represent a typical weekday
and don’t always capture seasonal fluctuations or
fluctuations due to events such as concerts or sporting
events. Traffic volumes on some City commercial corridors
such as Columbia Center Boulevard, Clearwater Avenue,
Gage Boulevard, and others experience traffic volume
increases of between 10 to 25 percent during peak shopping
periods such as Thanksgiving through New Years.
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2016 PM Peak Hour Volumes
PM weekday peak hour traffic volumes, as illustrated in
Figure 2-2, account for between 8 to 12 percent of daily
traffic with most major corridors averaging 10 percent of
daily traffic. The roadways with the highest PM peak hour
volumes mirror those described in the previous section.
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2.1.3 Pedestrian Network
The Kennewick pedestrian system consists of sidewalks,
crosswalks, curb ramps, and shared-use paths throughout
the City. The City’s roadways act as the primary facilities to
accommodate pedestrians. Many of these roadways have
sidewalks to accommodate pedestrians.

Sidewalks
Figure 2-3 shows the existing sidewalk, trail, and shared-use
path locations along arterial roadways. Included on the figure
are locations of sidewalks on the collector and local street
systems.
Non-arterial sidewalks generally exist along collector and
local streets where new development has occurred, and
where retail development is close by. An example of this is
near Columbia Center Mall in the northwest portion of
Kennewick. In addition, streets located near public facilities,
such as schools or transit centers, often have sidewalks as
they are utilized heavily by pedestrians.

Trails/Shared-Use Paths
Trails and shared-use paths are facilities which can be used
not only by pedestrians, but also by other non-motorized
vehicles, such as bicycles. There are several of these types
of trails in the City of Kennewick, though the largest shareduse path is the Sacajawea Heritage Trail. This nonmotorized route extends throughout the Tri-Cities area,
including a section bordering the Columbia River in the
northern section of Kennewick. Another major trail in
Kennewick is the Audubon Nature Trail, which runs through
Columbia Park, also located along the Columbia River.

Missing Sidewalks
In general, and over the past 20 years, the City of
Kennewick has been ensuring that sidewalks on arterial
streets are constructed on both sides of new streets. As a
result, newer subdivisions have few missing sidewalks. A
greater number of streets with missing sidewalks are located
within older neighborhoods.

20

Curb Ramps
Over 90 percent of the City’s arterial crosswalks have curb
ramps. The majority of curb ramps constructed in the City of
Kennewick study area are diagonal by design, with a single
ramp oriented to the center of the street intersection.
Perpendicular curb ramps are more often found in downtown
Kennewick along the grid street network where sidewalks
were constructed with sidewalk buffer strips. In recent
growth areas, most new curb ramps have been constructed
to standards with diagonal ramp designs.
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2.1.4 Bicycle Network
Bicycling is an important and growing mode of travel for
people in cities across the country. When appropriately
planned, bicycle routes have a role in reducing congestion,
improving air quality, providing travel choices, encouraging
exercise and recreation, and providing greater mobility for
those without access to a vehicle.
Kennewick’s bicycle system has many excellent features but
is lacking a cohesive and connected system. Older arterial
streets were originally constructed without bicycle lanes, but
many arterial streets now have bicycle lanes. A local citizen
group of bicyclists identified the following areas that present
barriers to greater ridership in the City.
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•

North-south access to the Columbia Park Trail can
be difficult particularly at the Steptoe Street/SR 240
interchange and along the Columbia Center
Boulevard corridor.

•

Access to/from the Columbia Mall can be difficult

•

Tapteal Loop does not feel safe to use

•

Keene Trail ends at Steptoe Street, and could be
extended further east

•

Routes between Old Kennewick and the Cable
Bridge do not feel safe to use. Fruitland Street is
closest viable route but is an indirect route.

•

North-south connectivity is poor between the
Sacagawea Trail (near Blue Bridge) and Kennewick
Avenue.

•

East-west facilities are poor at the Canal
Drive/Edison Street intersection creating a gap in the
system.

•

North-south facilities are poor at the Edison
Street/SR 240 Ramp intersections creating a gap in
the system,

The Kennewick bicycle system has three types of bicycle
facilities illustrated in Figure 2-4, and these facilities are
spread throughout the City. Existing bicycle treatments
include, bicycle lanes, shared lanes, and shared-use trails.

Bicycle Lanes
Bicycle lanes are striped roadway space dedicated for
cyclists and are typically provided on the edge of the
traveled way. Bicycle lanes may be included on both sides of
the roadway or on one side of a sloped roadway where there
is not sufficient space for bicycle lanes in both directions.
They are typically 4 to 6 feet in width (not including vehicle
buffers) and are marked with a wide white stripe or buffer
area.
Bicycle lanes, or shy lanes, are located throughout the City,
mainly on arterials such as Kellogg Street, Union Street,
Vancouver Street, 4th Avenue, 27th Avenue, and Canal
Drive. They are often near transit centers, shopping malls,
and public facilities, though may not be right next to the
facility. These lanes also extend into other jurisdictions,
particularly Richland to the west. Cyclists regularly use US
395 across the Columbia River between Kennewick and
Pasco via the bike trail on the east side of the bridge, though
bicycles are prohibited along the US 395 bridge in the
roadway.

Shared Lanes
While not formal bicycle facilities, roadways with shared lane
markings, or sharrows, can provide connectivity for
experienced cyclists. Shared lane markings are a tool that
can assist cyclists and motorists by indicating appropriate
bicycle positioning on a roadway, increasing safety and
visibility.
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A signed shared lane, or shared use lane, can be on nearly
any City street with the capacity to accommodate bicycles.
Although the City’s bicycle facilities cover most of the City,
there are connections that need to be made and activity
centers that should be served by adequate bicycle facilities.
Clearwater Avenue and Columbia Center Boulevard do not
have many bicycle facilities. Considering the amount of
commercial activity along these corridors, this lack of
connectivity is a large gap in Kennewick’s bicycle system.
Also, as schools often serve as community hubs in addition
to educational facilities, the presence of bicycle facilities near
schools is a priority. Older sectors of Kennewick also have
schools and activity centers disconnected from bicycle
facilities.

Trails/Shared-Use Paths
Trails and shared-use paths are facilities which can be used
not only by pedestrians, but also by other non-motorized
vehicles, such as bicycles. Paved trails are preferred by
many cyclists who also travel on streets, but finely crushed
gravel surfaces may be suitable alternatives.
There are several of these types of trails in the City of
Kennewick, though the largest shared-use path is the
Sacajawea Heritage Trail. This non-motorized route extends
throughout the Tri-Cities area, including a section bordering
the Columbia River in the northern section of Kennewick.
Another major trail in Kennewick is the Audubon Nature
Trail, which runs through Columbia Park, also located along
the Columbia River.
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2.1.5 Transit Network
This section describes current and potential new public
transportation services and facilities affecting the City of
Kennewick. Included in the description is a summary of
current fixed routes and service levels, as of January 2018.
Transit and public transportation facilities in the Kennewick
area are operated by Ben Franklin Transit (BFT). The transit
services available include bus transit, vanpooling, park-andrides lots, taxi feeder services, and dial-a-ride service.
Figure 2-5 shows the bus routes within the City, as well as
transit centers, park-and-ride lots, transfer points, and other
transit facilities. The infrastructure of the transit system is
described below.

Bus Routes
The BFT route network is extensive, with service provided in
all major areas of the City. There are ten bus routes that
regularly run within the City of Kennewick. These include
four routes that operate exclusively within Kennewick (routes
41, 42, 47 and 48), four routes that provide service between
Kennewick and Richland (routes 110, 120, 123, 126) as well
as two routes that run between Kennewick and Pasco
(routes 150 and 160). All routes operate with either half hour
headways (Routes 42, 47, 48, 120, 123, 126, 150 and 160)
or hour headways (Routes 41, 110). All transit routes
operate between the hours of 6:00am and 8:00pm Monday
through Friday and 7:00am to 7:00pm on Saturdays.
Ridership data for Kennewick bus routes was obtained from
Ben Franklin Transit. In 2016, Ben Franklin Transit provided
a total of 3,632,286 unlinked passenger trips, an 8.2%
decrease from 2015.

Figure 2-5 Annual Passenger Trips on Ben Franklin Transit

As shown above, annual ridership has decreased each year
from 2009 to 2016. As highlighted in Table 2 1,
approximately 67 percent of passengers using BFT are
served by Fixed Route Transit, with the remaining 33
percent served by vanpool, dial-a-ride and taxi services.
Table 2-1 BFT Passenger Trips by Service Mode

Route Mode

Annual Ridership

Percent

Fixed Route
Vanpool
Dial-A-Ride
Taxi Services
Total

2,419,818
709,319
380,207
122,942
3,632,286

67%
20%
10%
3%

Park & Rides/Transit Centers
There is one dedicated transit center located in Kennewick:
Three Rivers Transit Center off Okanogan Place, as well as
the “Dayton Transfer Point” which serves as a transit hub.
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These centers function as points for riders to easily change
routes within the transit system.
Three Rivers Transit Center is made up of a series of bus
shelters where buses can layover, riders can transfer
between buses, and where public restrooms are available.
Three Rivers is not a park and ride location, as there is no
dedicated public parking for transit riders. Nine transit routes
serve Three Rivers Transit Center, making it the largest
transit hub in Kennewick.
Also within the City is Dayton Transfer Point, which is
located on Dayton Street between 1st Avenue and
Keewaydin Drive. This point is for riders to transfer buses
but does not have facilities typically associated with transit
and is aesthetically more like a regular bus stop.

insurance in one fee. This fee is collected by the driver of the
van, who is also responsible for refueling the van; in return
the driver is able to ride free. A typical cost for a BFT
vanpool rider is $64 per month, though the cost varies by the
number of riders and the mileage of the total trip.

Dial-A-Ride
BFT also provides Dial-A-Ride service, which is a sharedride, door-to-door transportation service for people with a
disability that cannot use customary transit service.
Customers call the Dial-A-Ride number between 8:00am and
5:00pm at least one day prior to their trip to request a pick up
time. For trips other than those to medical appointments, a
return time must also be scheduled. The operation hours are
consistent with BFT’s regular routes: 6:00am to 8:00pm
Monday through Friday and 7:00am to 7:00pm on
Saturdays.

Taxi Feeder Service
BFT provides assistance for people who need to take a bus,
but may not be located close enough to a transit stop to walk
there. Certain areas are defined within the City to assist
these people and are known as Taxi Feeder Service Areas
(TFSAs). People from these areas can call the designated
cab company to be picked up at a certain time at a specified
stop that serves the designated TFSA. The call must be
placed 30 minutes prior to pick-up time. The cab then takes
the person to the nearest bus stop, where the person then
rides the bus, paying once he or she boards. To call a cab
for the return trip, riders notify the bus driver and a cab is
called that will wait at the designated stop to take the rider to
the original TFSA pick-up/drop-off location. This service
costs $1 for rides up to 4 miles, and $3 for rides longer than
4 miles. Seniors (65+) with a Senior ID card are eligible for
free taxi feeder service.

Vanpooling
Another service BFT offers is vanpooling. This transit service
offers commuters an opportunity to share a ride in one of
BFT’s 7-,12-, or 15-passenger vans, with each person
helping pay for fuel, maintenance, car payment, and
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Transit Fares
The different services provided by BFT have different costs
associated with them. BFT offers the general public the
option of purchasing monthly transit passes that enable the
rider with unlimited amount of use of the system. Also
offered are 10-day tickets for those that do not use transit
frequently. Daily cash fares are collected for users without a
prepaid ticket or pass.
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2.1.6 Freight, Air, and Water Facilities
Other transportation infrastructure includes freight corridors,
water transport facilities, and air transport facilities.

Freight Corridors
The Washington State Freight and Goods Transportation
System (FGTS) classifies highways, county roads, and city
streets according to the average annual gross truck tonnage
they carry. Truck tonnage values are derived from actual or
estimated truck traffic count data that is converted into
average weights by truck type.
The FGTS uses five truck classifications, T-1 through T-5,
depending on the annual gross tonnage the roadway carries.
Yakima has roadways or roadway segments that fall into
every classification level.
•
•
•
•
•

T-1: more than 10 million tons per year
T-2: 4 million to 10 million tons per year
T-3: 300,000 to 4 million tons per year
T-4: 100,000 to 300,000 tons per year
T-5: at least 20,000 tons in 60 days and less than
100,000 tons per year

Corridors with the highest annual gross tonnage, T-1 and T2 routes, are also identified as Strategic Freight Corridors.
The I-82 and US 395 corridors are classified as T-1 corridors
as shown on Figure 2-6. Portions of SR 240, SR 397,
Columbia Center Boulevard, and Columbia Drive are
classified as T-2 corridors.
SR 240 is a major regional roadway that connects US 395 in
Kennewick to I-182 in Richland and then continues on to the
Hanford Nuclear Reservation. SR 240 allows for movement
of goods and freight between ports in the City of Richland
and ports in the City of Kennewick and important economic
centers such as the Columbia Center Mall.
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Columbia Drive is an important five-lane link between the SR
240/US 395 interchange and SR 397. Columbia Drive serves
a vital economic section of the City and facilitates the
movement of freight and goods between port and rail
facilities in Kennewick and other regional roadways.
Columbia Drive also forms a connection between two major
bridges across the Columbia River.
I-82 is a four-lane freeway that extends from I-90 near
Ellensburg, Washington, to I-84 near Hermiston, Oregon. I82 is the only route across the Columbia River into Oregon
in all of Southeast Washington.

At Grade Crossings
At grade railroad crossings in the City, illustrated in Figure 26 are points of friction between rail traffic and vehicular,
pedestrian, and bicycle traffic. Currently there are at least 11
at-grade rail crossings in the Kennewick urban area on
active rail lines including crossings of the following
roadways:
•
•
•
•
•
•
•
•
•
•
•

Leslie Road west of Clearwater Avenue,
Kellogg Street south of Deschutes Avenue,
Edison Street north of Metaline Avenue,
Edison Street south of Yellowstone Avenue,
Fruitland and Benton Streets north of Canal Drive,
Washington Street north of Canal Drive and south of
Bruneau Avenue,
1st Avenue west of SR 397,
Gum Street west of SR 397, and
SR 397 east of Gum Street.
3rd Avenue east of SR 397
10th Avenue west of SR 397

"
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Delays for vehicular traffic and trucks are increased when
trains are crossing the roadway. Buses are required to stop
and check for rail traffic at railroad crossings before
proceeding even when no warnings are active causing
delays for motorists behind them. At grade rail crossings can
be hazardous for pedestrians and cyclists because of the
uneven nature of the roadway.

Air Transport
The closest commercial airport to Kennewick is the Tri-Cities
Airport, located in the City of Pasco and operated by the Port
of Pasco. It is located just north of the junction of US 395
and I-182. Four major airlines operate in this airport.
The region also has two other airports: the Richland Airport,
and the Prosser Airport. Along with the Tri-Cities Airport in
Pasco, these three airports are part of the Federal Aviation
Administration (FAA) National Plan of Integrated Airport
Systems (NPIAS). This inclusion enables these facilities to
receive funding through the federal Airport Improvement
Program (AIP).

Marine/Water Transport
Kennewick sits along the Columba-Snake River System
(CSRS), which extends 465 miles from the Pacific Ocean
into North America. Eight dam and lock complexes are in the
system, allowing barge lines to transport goods to various
destinations along the river. The Port of Kennewick owns
several sites along the CSRS, including the Hover site just
southeast of the City.
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Table 2-2 Existing (2016) Intersection LOS

Performance of the transportation system includes an
evaluation of all modes based on City standards and
available analysis tools. The existing performance results
contained in this section will set the stage for the evaluation
of the forecast (2040) transportation system. The following
sections describe vehicular operations at intersections and
on corridors, non-motorized operations, and transit service
operations.

#

Intersection

Control

LOS1

1

Steptoe St / Gage Blvd

Signal

D (E)*

2

Columbia Center Blvd / Quinalt Ave

Signal

C (E)*

3

Columbia Center Blvd / Grandridge Blvd

Signal

C (E)*

4

Columbia Center Blvd / Deschutes Ave

Signal

C (F)*

5

Edison St / Canal Dr

Signal

C (D)

6

Kellogg St / Metaline Ave

Stop Sign

(C)

2.2.1 Intersection Operations

7

Kellogg St / Deschutes Ave

Stop Sign

(C)

Intersection traffic operations evaluate the performance of
signalized, stop-controlled and roundabout intersections
according to the industry standards set forth in the HCM
2010. PM peak hour traffic operations were evaluated at 23
study intersections using Synchro version 9.1 and Sidra. The
PM peak hour intersection operations were selected due to
the higher typical traffic volumes occurring during that time
period for a single hour between 4 and 6 p.m.

8

Kellogg St / Clearwater Ave

Signal

D (E)*

9

Columbia Center Blvd / 10th Ave

Signal

C (E)*

10

Kellogg St / 10th Ave

Signal

C (D)

11

Union St / 10th Ave

Signal

C (C)

12

Union St (Southridge Blvd) / 27th Ave

Roundabout

A (B)

13

Olsen St / 27th Ave

Stop Sign

(C)

14

Fruitland St / Columbia Dr

Signal

B (D)

15

Gum St / 10th Ave

Stop Sign

(C)

16

Edison St / SR 240 WB Ramps

Signal

D

17

US 395 / Clearwater Ave

Signal

D

18

US 395 / Kennewick Ave

Signal

C

19

US 395 / 10th Ave

Signal

D

20

US 395 / 27th Ave

Signal

D

21

US 395 / Hildebrand Blvd

Signal

C

22

SR 397 / Columbia Dr

23

SR 397 / Gum St

Existing (2016) Intersection LOS
City of Kennewick LOS standards are identified in this
Comprehensive Plan for roadways within the City and are
discussed in Chapter 4. Existing levels-of-service at key
intersections in City of Kennewick are shown in Table 2-2
and Figure 2-8. The results of the LOS analysis indicate that
seven City intersections and one State intersection have
operations in the PM peak hour that do not meet LOS
standards.

Signal

B

Stop Sign

(F)*

Source: Transpo Group 2018
1. Overall Level of Service shown for signals. Worst approach LOS is
shown in parenthesis for City intersections only or stop-sign controlled
intersections. [*] indicates intersection is not meeting LOS standard.
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2.3 Traffic Safety

2.3.3 Roadway Safety Analysis

Traffic safety is an important factor in determining priority
projects for future project planning. For the City of
Kennewick, traffic safety was evaluated for major roadways
and intersections over a five-year period, from January 1,
2012 to December 31, 2016 within the City limits. An
evaluation of the location and severity of reported collisions
was completed to identify potential safety issues for vehicles,
pedestrians, and cyclists. Data was obtained from City Staff
and WSDOT and only contains information for those
collisions reported to the City and State Highway Patrol. The
following safety data are discussed in this section:

Roadway segment crash rates were calculated based on the
number of accidents per million vehicle miles (MVM)
traveled. The results of the roadway segment analysis are
summarized in Table 2-5. A 5-year average crash rate of
8.00 was selected in order to focus on the locations that
have the highest rates. The crash rates do not include
crashes that occur at intersections of collectors or arterials
with other collectors or arterials.

•
•
•
•
•

Fatalities
Intersection Safety Analysis
Roadway Safety Analysis
Pedestrian Safety
Bicycle Safety

2.3.1 Fatalities
During the five-year period from 2012 and 2016, 13 fatalities
occurred within the City. Seven (7) occurred at intersections,
including two in 2012, one in 2014, and four in 2016, as
illustrated in the Table 2-2. Six (6) fatalities occurred at nonintersection related locations, including one in 2013, two in
2014, two in 2015, and one in 2016, as illustrated in Table 23. Five (5) of the 13 fatalities between 2012 and 2016
involved pedestrians.

2.3.2 Intersection Safety Analysis

Table 2-3 Intersection Fatalities 2012-2016

Primary St
S Olympia St
W Clearwater Ave
W Canal Dr
W 36th Ave
W Canal Dr
SE Columbia Dr
W Kennewick Ave

Secondary St
W 45th Ave
N Union St
Carmichael Dr
S Vancouver St
N Kent St
Columbia Park Tr
S Conway Pl

Year
2012
2012
2014
2016
2016
2016
2016

Table 2-4 Non-Intersection Fatalities 2012-2016

Primary St
SR 240
W 27th Ave
W Gage Blvd
S Columbia Center Blvd
S Washington St
W Clearwater Ave

Year
2013
2014
2014
2015
2015
2016

The method for analyzing intersection safety was to review
the five-year (2012 to 2016) crash data. The crash rate
calculated for intersections was based on the average
number of accidents per million entering vehicles (MEV).
Crash rates above 0.75 MEV are shown in Table 2-4.
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Table 2-5 Intersection Average Crash Rates 2012-2016

North/South Street

East/West Street

Table 2-6 Roadway Segment Average Crash Rates, 2012-2016

Average
Crash Rate
1.38

Roadway

Center Parkway

Gage Blvd

4th Ave

Union St

1.18

Canal Dr

1.05

Morain Street

Clearwater Ave

Columbia Center
Blvd
Union St

1.05

Yelm Street

Gage Blvd

Steptoe St

1.05

Olympia Street

4th Ave

Olympia St

1.00

Hildebrand Blvd

Southridge Blvd

0.99

Columbia Center
Blvd
Grandridge Blvd

Quinault Ave

0.94

Young St

0.92

Canal Dr

Edison St

0.91

4th Ave

Vancouver St

0.84

Clearwater Avenue

45th Ave

Olympia St

0.82

10th Ave

Vancouver St

0.81

Columbia Center
Blvd.
Gage Boulevard

Clearwater Ave

Columbia Center
Blvd
Deschutes Ave

0.80

Metaline Ave

0.78

Young St

0.78

Columbia Center
Blvd
Edison St
Canal Dr

Metaline Avenue

Union Street
Columbia Center
Blvd.
Hildebrand Blvd

Canal Drive
0.79
Edison Street
Vista Way
Gage Boulevard
Morain Street
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Segment
Volland St. to Edison
St.
Clearwater Ave. to
Hood Ave.
US-395 to Canal Dr.

Average
Crash
Rate
14.64
14.28
14.18

4th Ave. to Kennewick
Ave.
4th Ave. to Clearwater
Ave.
Quinault Ave. to Canal
Dr.
Plaza Way to
Southridge Blvd.
Union St. to Edison St.

13.68

Clearwater Ave. to
Deschutes Ave.
Grandridge Blvd. to
Steptoe St.
Grandridge Blvd. to
Columbia Center Blvd.
Canal Drive to SR-240

8.35

Kennewick Ave. to US395
Center Parkway to
Grandridge Blvd.
10th Ave. to 4th Ave.

8.04

11.82
9.02
8.92
8.53

8.22
8.16
8.04

8.01
8.01

City of Kennewick
2040 Transportation System Plan

2.3.4 Pedestrian Safety Conditions
Pedestrian conflicts with other transportation modes,
particularly automobiles, are an important concern within the
pedestrian system. This concern exists in Kennewick just as
it does in other cities. Table 2-6 shows pedestrian crash data
within the City of Kennewick between 2012 and 2016. The
total number of pedestrian-related collisions during this time
period was 77.
In order to enhance pedestrian safety, transportation modes
should be separated as much as possible. For nonmotorized users of the transportation network, especially
pedestrians, facilities that enforce modal separation are keys
to safety. The pedestrian system inventory’s focus on
arterials enables the City to see where the addition of new
pedestrian facilities or the improvement of existing
pedestrian facilities could help improve pedestrian safety.
The pedestrian system inventory also laid the groundwork
for the project recommendations discussed in the next
section.

June 2018
One way to improve safety conditions for cyclists is to
ensure that the transportation network allows for the
appropriate separation of modes. For cyclists, modal
separation along high volume arterials could improve safety
and increase the efficiency of the non-motorized
transportation system. Some recommendations for these
types of improvements are discussed in the later sections.
Table 2-8 Bicycle Collisions 2012-2016

Type
Fatalities
Injuries
No Injuries
Total

Number
0
41
1
42

Table 2-7 Pedestrian Collisions 2012-2016

Type
Fatalities
Injuries
No Injuries
Total

Number
7
67
3
77

2.3.5 Bicycle Safety Conditions
Cyclist conflicts with other vehicles, or even with
pedestrians, are a major issue in any urban transportation
network. Busy arterials, sometimes not designed or
constructed with non-motorized users in mind, can be
dangerous. In Kennewick between 2012 and 2016, there
were a total of 42 automobile collisions involving bicycles. Of
these collisions there was no fatalities.
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3 Travel Forecasts and
Alternatives Evaluation

2040 traffic forecasts. City, County, and State transportation
improvement projects likely to be funded and built by 2025 or
2040 were included in the respective future models.

In addition to addressing existing needs, the City must
develop its transportation system to accommodate forecast
growth. The GMA requires that the transportation planning
horizon be at least ten years in the future. For this current
update effort, the City decided to use 2040 as the long-range
horizon. The longer-range horizon year allows the City to
better plan for and scale transportation facilities that are
needed as the City changes over the next two decades.

Land use in the BFCOG model is based on population
forecasts in the region. The historical population growth rate
for between 2005 and 2015 was 2.1 percent annually. The
future population growth rate for the City is expected to be
1.6 percent annually between 2015 and 2040. The forecast
was developed by Washington Office of Financial
Management (2016). Figure 3-1 shows the forecasted city
population in 5-year increments.

The following provides an overview of the travel demand
model used to create the forecasts and evaluate
alternatives. The alternatives evaluations are presented,
resulting in the development of the framework for the
Transportation Systems Plan and improvement projects,
which are presented in Chapter 4.

Figure 3-1 Forecast City Population Growth (2015 to 2040)

3.1 Development of the Travel
Forecasts
The Benton-Franklin Council of Governments (BFCOG)
regional model was developed to assist in defining future
transportation system needs. The model uses the TransCAD
software package and forecasts weekday PM peak hour
traffic volumes based on the 2025 and 2040 land use
forecasts. The weekday PM peak hour typically has the
highest overall travel demands and therefore, provides the
basis for determining overall transportation improvement
needs to support growth. The model covers all of the
surrounding urban areas, including the Cities of Richland,
Pasco, and West Richland. The model interfaces directly
with BFCOG land use to account for growth from locations
external to the City. All major transportation corridors in the
region are included in the model.
The model was calibrated to match existing base year traffic
volumes (2015) and then used to develop the 2025 and

Source: Washington Office of Financial Management, 2016

3.2 Vehicle Forecast Conditions
The travel forecasts were used to identify and evaluate the
necessary long-term transportation improvement projects
needed to support the TSP. The identification of future
needs included the analysis of future baseline traffic
volumes, an assessment of existing and future level of
service (LOS) deficiencies, and the development of future
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traffic volumes assuming the identified transportation
improvement projects are in place.

intersections have a WSDOT LOS of LOS D for overall
average operations.

3.2.1 Baseline Travel Forecasts

Table 3-1 Growth on Selected Corridors

Year 2025 and 2040 PM peak hour volumes were generated
by the City of Kennewick travel demand model for baseline
conditions. Future baseline traffic volumes are based on the
assumption that only capital improvements which are
currently programed are accounted for when developing the
travel forecasts. Based on the analysis of baseline
conditions, improvement projects are then identified to
address and further issues and future LOS deficiencies.
Table 3-1 shows the baseline forecasts for 2040 for selected
corridors. The growth on City corridors correspond to areas
of the City that are expected to see the most land use
growth. The areas in the southwest section of the City are
expected to see substantial growth due to the Southridge
and related developments. US 395 and Steptoe Street are
the major access routes to these areas. The northwest
section of the City will see growth in the Entertainment
District and Vista Field areas. This will increase traffic
volumes along Columbia Center Boulevard, Kellogg Street,
Edison Street, and other roadways in the area. The
northeast sections of the City area not anticipating major
changes in land use except in spot locations north of the
railroad corridor. The southeast section of the city will
continue to have moderate growth as residential areas are
developed.

3.2.2 Assessment Future Deficiencies
An LOS evaluation was performed for major intersections
within the City to identify future LOS deficiencies. The LOS
analysis was performed for the average weekday PM peak
hour in the City of Kennewick. Deficiencies were determined
based on the City’s adopted LOS standard, which is LOS D
at approaches to signalized intersections or roundabouts,
and LOS E for stop-controlled intersections. State-owned
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Corridor Location
Columbia Center Blvd
north of Deschutes Ave
Edison St
north of Clearwater Ave
Clearwater Ave
west of US 395
US 395
south of 27th Ave
Columbia Dr
east of Fruitland St
10th Avenue
west of SR 397
Source: Transpo Group 2018

2005
ADT
24,800

2016
ADT
25,600

2040
ADT
39,700

Annual
Rate
(20162040)
1.8%

15,100

16,100

28,200

2.4%

21,000

21,500

26,600

0.9%

15,000

21,700

46,900

3.3%

18,200

20,400

20,700

0.1%

3,700

4,100

6,300

1.8%

Table 3-2 and Figure 3-1 show the LOS results at study
intersections under future baseline conditions. During 2025
Baseline conditions ten (10) of the 23 study intersections
would not meet LOS standards. During 2040 Baseline
conditions 17 of the 23 study intersections would not meet
standards. All 17 of these deficient intersections have had
planned improvements identified that could address the
deficiencies, which have been included in the TSP project
list.
The project list shown in Chapter 4 also includes projects to
address capacity bottlenecks or to improve safety on City
roadways. Section 3.5 provides more information on
framework used to create the TSP and related project list.
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Table 3-2 Future 2025 and 240 Baseline Intersection LOS

#

Intersection

3.3 Non-Motorized Forecast Conditions

2025
LOS1

2040
LOS1

1

Steptoe St / Gage Blvd

D (E)*

E (F)*

2

Columbia Center Blvd / Quinalt Ave

D (E)*

F (F)*

3

Columbia Center Blvd / Grandridge Blvd

C (E)*

D (F)*

4

Columbia Center Blvd / Deschutes Ave

C (E)*

D (E)*

5

Edison St / Canal Dr

C (D)

E (F)*

6

Kellogg St / Metaline Ave

(E)

(F)*

7

Kellogg St / Deschutes Ave

(E)

(F)*

8

Kellogg St / Clearwater Ave

D (E)*

D (E)*

9

Columbia Center Blvd / 10th Ave

C (D)

C (D)

10

Kellogg St / 10th Ave

C (D)

C (D)

11

Union St / 10th Ave

C (D)

C (D)

12

Union St (Southridge Blvd) / 27th Ave

B (B)

D (F)*

13

Olsen St / 27th Ave

(F)*

(F)*

14

Fruitland St / Columbia Dr

B (D)

C (D)

15

Gum St / 10th Ave

(D)

(F)*

16

Edison St / SR 240 WB Ramps

D

D

17

US 395 / Clearwater Ave

D

F*

18

US 395 / Kennewick Ave

C

D

19

US 395 / 10th Ave

E*

F*

20

US 395 / 27th Ave

E*

F*

21

US 395 / Hildebrand Blvd

F*

F*

22

SR 397 / Columbia Dr

B

C

23

SR 397 / Gum St

(F)*

(F)*

The non-motorized transportation network within the City of
Kennewick and its UGA serves pedestrians, cyclists, and
other types of non-motorized users. The future nonmotorized transportation network contained in the
Transportation Systems Plan builds upon previous planning
efforts that have identified future routes for bicyclists and
pedestrians. These plans identify future pedestrian and
bicycle routes for the City of Kennewick through a
combination of on-street facilities and off-street pathways
provide the core network for walkers, cyclists, and other nonmotorized users to travel.
The City of Kennewick will continue to develop pedestrian
and bicycle facilities as part of its transportation system
improvements. The TSP identifies the desired pedestrian
and bicycle systems plans, which will guide the development
and implementation of improvement projects throughout the
City. The non-motorized systems plans include facilities on
arterials, collectors, and local streets, as well as multi-use
trails. The bicycle and pedestrian systems plans are
discussed in Chapter 4.

3.4 Transit Forecast Conditions
In order to provide a comprehensive transportation system,
the City of Kennewick recognizes the importance of transit.
As growth and density is encouraged in the downtown core
and near the Vista Field development, a frequent and
reliable transit system can help move people efficiently
without the use of a personal vehicle. The City’s transit
system plan is discussed in Chapter 4.

Source: Transpo Group 2018
1. Overall Level of Service shown for signals. Worst approach LOS is
shown in parenthesis for City intersections only or stop-sign controlled
intersections. [*] indicates intersection is not meeting LOS standard.
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3.5 Plan Framework

3.5.4 Facilitate Economic Development

Based on the forecasts of future travel in the City, the Plan
Framework was established for creating its long-range
multimodal street network. The framework builds from the
City’s prior Comprehensive Plan and Subarea Plans, as well
as other agency transportation improvement programs.
Below are the key themes used to create the Transportation
System Plan and project list.

The transportation system can be a major component in
development of economic growth in the area. The Vista Field
area, Southridge, and Downtown Kennewick areas will
provide added economic and populations growth to the city.
In addition, a well-functioning arterial street system will
promote existing and future commercial development.

3.5.1 Maintain Connected Networks

3.6 Emerging Transportation Trends

The Transportation Systems Plan specifically identifies the
primary and secondary routes for each of the major travel
modes within the city. When layering these separate network
plans together, urban corridors were classified as “Auto
Priority”, “Bike/Ped Priority”, or “Shared Priority”. This allows
project funding resources to be targeted to the best types of
improvements that would complete the overall system. In
addition, maintenance dollars could also be prioritized based
on the anticipated street functions.

In addition to formal transportation analysis and forecasting,
long-range planning also includes anticipating emerging
transportation trends that may change basic assumptions
concerning how people travel and how transportation
systems operate. Transportation-related technology has
advanced quickly over the past decade, will continue to
accelerate, and will create major shifts in transportation
within the City of Kennewick. This section describes some of
these technology-related trends and the potential impacts on
Kennewick’s transportation system.

3.5.2 Provide Capacity on Key Corridors

3.6.1 Autonomous Vehicles (AVs)

The review of the travel demand model volume forecasts
and intersection operations analysis indicated that the
Principal Arterials will continue to be the core vehicle routes
throughout the City. Principal Arterials should provide
maximum vehicle capacity with 5 lanes, or if 5 lanes are not
feasible, 4 lanes with greater access control. Arterial-arterial
intersections should have traffic signals with separate leftturn lanes, and if necessary dual left-turn lanes and/or rightturn lanes.

There is a great deal of uncertainty for communities planning
for autonomous vehicles. Potential outcomes carry a wide
range of possibilities. Over the next 15 years, a portion of the
vehicles on the City’s streets and highways could be
operating without drivers. It is possible that 30 to 40 years
from now all, or nearly all, vehicles will be driverless or will
have driverless capabilities in certain situations. The
implementation of some of these technologies may be within
the 2040 planning horizon, and thus the City should consider
the ramifications of these technologies on its transportation
network. A few key issues rise to the top of what local
agencies should contemplate while preparing long-range
plans.

3.5.3 Bridge Non-Motorized Gaps
A review of the existing pedestrian and bicycle facilities
shows that there are still gaps in the overall system. While all
roads should accommodate all users, the Transportation
Systems Plan focuses on projects that help bridge the
existing gaps in the system.

Roadway Capacity and Safety
AVs will be able to space themselves closer together,
effectively increasing the capacity of streets and highways.
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This is especially true if AVs travel in narrower lanes with
smaller vehicles (assuming AV-only lanes and/or AV-only
urban areas). This implies that some long-range roadway
capacity improvements to accommodate more vehicles
could be postponed as the potential of AVs becomes
realized. In addition, AVs may reduce many common
accident risks.

Transit Service
Over half of the cost of operating buses is related to the
driver. In the future, replacing the driver with AV technology
may enable transit operators to offer more service for the
same cost. Technology that clears lanes when buses
approach may allow them to avoid the same congestion they
now face. This would also increase service as buses will be
able to run routes faster. Such technology may reduce the
need for investments in rail transit infrastructure as buses
may operate with close to the same freedom that trains do
on dedicated rights-of-way.

On-Demand or Shared Ride Regulations
The demand for shared ride services such as Lyft and Uber
may likely increase as the economics improve without
drivers. Public agencies would likely need to address
regulations regarding these types of services, especially
those that offer pooling options for two, three or more people
to ride together.

employment or residential areas, but would increase the
demand for curbside areas set aside for loading/unloading
activities.

3.6.3 Connected Vehicles
Although it is not yet clear what the demand for vehicle-toinfrastructure may ultimately look like, cities might look
ahead to providing infrastructure as efficient reference
points. For example, light poles could become hubs of
wireless communication to/from vehicles. Connected vehicle
technology has the potential to optimize traffic flow as
computer systems communicate with vehicles to moderate
flow. Cities should monitor technologies to prepare for
phased implementation of such systems.

3.6.4 Teleworking
Advances in technology and communication infrastructure
would facilitate the exponential growth of teleworking in the
next decade and beyond. According to recent Census data,
“not traveling at all” accounts for more than two percent of
the overall national mode split and is increasing at a greater
rate than all other modes. Factors that are fueling this
change include: improving communications and
collaboration technologies; increased high-speed broadband
availability; and the proliferation of web-based applications.

AVs will provide independent mobility for low-income and
disabled populations, reducing the need for conventional
demand response services.

The land use and transportation implications of this trend are
wide ranging including: reduced vehicle-miles traveled,
reduced roadway congestion; reduced greenhouse gas
emissions; and, greater number of employees choosing to
live further from job sites.

3.6.2 Parking Demand Shifts

3.6.5 Transportation Funding Methods

It is likely that the economics of transportation will
dramatically change with widespread use of on-demand or
shared ride services. Car ownership in urban areas may
further decrease if on-demand travel (with or without
driverless vehicles) becomes a legitimate alternative. This
would reduce the need for off-street parking at places of

The traditional transportation funding method of taxing fuels
has become unsustainable as transportation technology
changes. The emerging funding trends point to user fees in
the form of facility tolling or pay-per-mile taxes. These “user

Human Services Transportation
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fees” would directly impact commuting costs and incentivize
less frequent or shorter vehicle trips.

3.6.6 Emerging Trends Takeaways
It remains unclear whether these new technologies (or
others) will be implemented by agencies, vehicle
manufacturers, and related industries. The shifts may be
relatively quick (within a decade) or take much longer to
develop. The following list highlights the emerging trends
takeaways as the City of Kennewick plans for the future.
•

Growth in commute vehicle trips is likely to decline
over time as teleworking technology improves.

•

Agencies can play a major role in how connected
vehicle infrastructure gets implemented, which can
lead to better traffic management.

•

Growth in car ownership is likely to continue to
decline due to on-demand services and commuting
costs. This would likely increase demands for nonmotorized and transit modes. This would also
decrease the need for off-street parking.

•

Demand for curb space for loading/unloading for AV
and on-demand services would likely increase
dramatically. This could impact on-street parking or
the design of standard street cross-sections.
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4 Transportation Systems Plan
The Transportation Systems Plan provides the blueprint for
improvement projects and programs to meet the multimodal
transportation needs of the community. Each mode has a
separate system plan that harmonize together to build the
overall City plan. The Transportation Systems Plan is based
on the evaluation of existing system deficiencies and
forecasts of future travel demands. The improvement
projects and programs must be balanced with the availability
of funding, as discussed in Chapter 5.

June 2018
facilities, and rideshare programs. The City will continue to
coordinate with WSDOT, BFCOG, and adjacent cities
develop a comprehensive multimodal transportation system
for the Kennewick area.

The Transportation Systems Plan is organized and
presented by travel mode to provide an overview of key
components of each element. However, the Plan is
integrated to create a multimodal transportation system. For
example, improvements along arterial streets and highways
also incorporate appropriate non-motorized improvements.
The non-motorized systems were defined to support access
to transit, and to provide alternatives to automobile travel
within the City. As improvement projects move toward
implementation, the City will conduct detailed design studies,
supported with project-level environmental review, and input
from the public and other stakeholders.
A key implementation tool of the Transportation Systems
Plan is a defined network classification system. Network
classifications include the Roadway Functional
Classification, the Travel Context Classification, and the
Truck Route Classification. These classifications directly
influence the street cross-section design standards as City
streets are reconstructed, improved, or enhanced.
Each of the mode plans illustrate how the City of
Kennewick’s transportation system supports, and relies on,
transportation facilities and programs provided by other
agencies. These include new or improved interchanges with
US 395, consistency of the arterial and collector road
system, connectivity of trails and non-motorized
transportation systems, enhanced transit service and
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4.1 Network Classifications
Network classifications are one of the key implementation
tools of the Transportation System Plans by establishing
priorities. It is unreasonable and uneconomical to build each
street to accommodate every function and user and so
priorities must be set. The Functional Classification identifies
whether mobility or access is a priority for each street. The
Travel Context Classification identifies whether auto, bikes,
or pedestrians are the priority for each street. The Truck
Route Classification identifies routes that should be
designed to accommodate regular truck activity.
The following sections provide more details on these
network classifications.

City of Kennewick
2040 Transportation System Plan
Likewise, it is desirable to have parks, schools, and
residential homes located along collector or local streets due
to lower traffic volumes and a high degree of access.
The functional classification or roadways within a City may
change over time as the City expands and land uses
change. The City of Kennewick is expected to experience
growth in the next 20 years that will require that new
roadways be built and that the classifications of some
existing roadways be changed. Figure 4-2 illustrates the
roadway functional classification within the City.

4.1.1 Street Functional Classification
Roadways within a network are often grouped, or classified,
with other roadways sharing similar characteristics of
purpose, design, and function. Cities create functional
classifications to ensure that roadways are built and
maintained in accordance with their relationship to the
surrounding land use and that adequate connectivity exists
between roadways with lower capacities and more local
access to roadways with higher capacities and greater
circulation.
Kennewick Municipal Code 13.04.010 outlines four roadway
classifications that are appropriate for the City of Kennewick.
The four classifications include Principal Arterial, Minor
Arterial, Collectors, and Local Streets. Table 4-1 provides
descriptions of the City’s functional classifications and
corresponding characteristics.
As can be seen in Figure 4-1 a hierarchy exists in the
functional classification structure that is based on a direct
relationship between the function of the roadway and the
surrounding land uses and the relationship between mobility
and access. For example, commercial developments will
generally locate along arterials or collectors due to a high
amount of mobility with certain restrictions on access.
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Figure 4-1 Functional Classification Relationship between
Mobility and Access
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Table 4-1 Functional Classification Definitions

Functional
Classification

Definition

Interstates are the highest classification of
roadways with primary purpose of traffic
Interstate
movement over large areas. Access is highly
controlled and operating speeds are 60 mph
or higher.
Expressways are similar to interstates with a
primary purpose of traffic movement over
Expressway
large areas. Access is highly controlled and
operating speeds are typically 45 mph or
higher.
Principal arterials have the primary purpose
for traffic movement between and through
communities. Their general characteristics
Principal Arterial
include moderate to high speeds that are
generally 35 to 55 mph, high traffic
generators, and no on-street parking.
Minor arterials have the primary purpose for
traffic movement between and through
communities and secondarily for land access.
Their general characteristics include moderate
Minor Arterial
speeds (30 to 40 mph) and moderate to high
traffic volumes (1,500 to 16,000 vehicles per
day), some restriction on traffic movements,
controlled driveway spacing and on-street
parking is generally prohibited.
Collectors are streets that their primary
function is to collect and distribute traffic
between the local street system and the
arterial street system. Collectors also provide
for land access and inter-neighborhood traffic
Collectors
movement. Their general characteristics
include low speeds (25 to 30 mph), low to
moderate traffic volumes (500 to 5,000
vehicles per day), limited regulation of access
control, and limited on-street parking
Locals are streets that primarily serve direct
land access with the secondary function of
traffic movement. Their general characteristics
Local Road
include: low speeds (25 mph), low
traffic volumes (less than 1,500 vehicles per
day), few access controls, and parking is
generally permitted.
Source: Kennewick Municipal Code 13.04.010
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Other Jurisdiction Classifications
Three other jurisdictions manage roadways that tie into or
pass through the City of Kennewick including the City of
Richland, Benton County, and WSDOT. All existing interjurisdictional routes are consistent in classification.

Access Management and Vehicle Capacity
The term access management relates directly to the
functional classification. Higher mobility means that greater
access control is necessary, meaning better management of
streets and driveways accessing the street. That access
control on City streets is call Access Management. Many
Principal Arterials within the city have a high number of
access points (driveways and streets) which inherently limit
mobility, and ultimately vehicle capacity. In other words,
better aligning the functional classification and access
management will improve vehicle capacity on the arterial
street corridors.

City of Kennewick
2040 Transportation System Plan
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4.1.2 Travel Context Classification
The Transportation System Plan was developed using
traditional planning techniques to establish a foundation with
key connection and facility types added to develop a holistic
vision of a safe and attractive motorized and non-motorized
transportation system. The City of Kennewick will continue to
develop pedestrian and bicycle facilities as part of its
transportation system improvements, in addition to
expanding vehicle capacity at key intersections and streets.
The type and size of pedestrian, bicycle, and vehicle
facilities is dependent on the travel context of the street. The
Travel Context Classification along with the Functional
Classification should be referenced in designing the City’s
street network. For example, Bike/Ped Priority streets may
be allowed to have narrower traffic lanes, slower posted
speeds, and more frequent crosswalks.
The following describes the three Travel Context
Classifications that are shown in Figure 4-3.

Auto Priority Classification
The Auto Priority class emphasizes automobile mobility over
other modes. Pedestrian and bicycle facilities are focused on
facilitating local access, however overall non-motorized
travel would be more comfortable on alternate parallel
routes. Posted speed limits are typically higher at 35 to 45
mph, and the number of vehicle lanes are higher.

Bike/Ped Priority Classification
The Bike/Ped Priority class emphasizes bicycle and
pedestrian mobility over other modes. Posted vehicle speeds
would typically be 30 mph or lower and the number of
vehicle lanes would be minimized. The travel context along
these routes would be to provide comfortable experience for
pedestrians and cyclists.

Shared Priority Classification
The Shared Priority class represents corridors were vehicle
mobility is balanced with non-motorized travel comfort. This

50

City of Kennewick
2040 Transportation System Plan
type of street has been referred to as a “complete street”,
though all streets should have basic facilities or
accommodations for each mode. Posted speeds would be
typically 30 to 35 mph.

CO
LU
M

B IA

PA RK

PASCO
Colum

TRL

bia Riv

er

FRUITLAND ST

U

NEEL ST

H

E
AV

YELM ST

D

C
ES

S
TE

VOLLAND ST

CE
NT
ER

PK
W

Y

B

E
DRIDG
G RA N

CANAL DR

EDISON ST

LV

D

KEL LOGG ST

RICHLAND

STEPTOE ST

GAGE BLVD

KENNEWICK AVE

COLUMBIA DR

CHE

M

4TH AVE

A
IC

ONE

DR

GUM ST

36TH AVE

SO

UT
HR
ID
G

VD
BL

27TH AVE

WASHINGTON ST

A ND B LV D
E

HILDEB R

EK S
T

OLYMPIA ST

B

Y

VANCOUVER ST

CRE

BO

O L SON P K W

ELY ST

LE
S

UNION ST

L IE

RD

GARFIELD ST

DR

MORAIN ST

L

10TH AVE

45TH AVE

LEGEND

Auto Priority
Bike/Ped Priority
Shared Priority

Travel Context Classification
Kennewick Citywide Transportation Plan

M:\17\1.17118.00 - Kennewick Citywide Transportation Plan\GIS\Maps\MXD\Figures\DRAFT_Fig 4-3 Travel Context Class.mxd

0

0.5

Miles
1

FIGURE

4-3

City of Kennewick
2040 Transportation System Plan

June 2018

4.1.3 Truck Route Classification

4.1.4 Other Street Classifications

The City of Kennewick has a significant level of truck activity.
With increased commercial and employment growth forecast
through 2040, the level of truck activity will also increase. In
order to systematically address the needs of future truck
travel, the City has adopted a defined system of truck routes.

The following classifications are included as reference.
Federal and state classification systems serve different
purposes from the City classifications, particularly as it
relates to funding.

Federal Functional Classification
The safe and efficient movement of freight and goods is vital
to the economy of the region and to the City of Kennewick.
The geographic area in which Kennewick is located is a
major source of agricultural commodities which must be
shipped by rail, water, air, or truck to loading and unloading
facilities, ports, and processing plants in Kennewick and
across the world. Much of the produce and agricultural
products are perishable and must be moved quickly to avoid
spoilage. A large portion of freight is shipped by rail or by
barge to ports located up and down the Snake and Columbia
Rivers. The roadways that provide access to these ports are
vitally important to the successful movement of freight.
Pressure to remove some of the dams on the Snake River,
lawsuits to restrict dredging in regional waterways, and an
increasing financial burden on companies that operate short
rail lines could place ever higher demands on truck routes to
move goods and freight in the future,
As shown in Figure 4-4, the Truck Route system generally
provides north-south and east-west regional connections
through the City of Kennewick. The Truck Route also
connects freight generating areas within the City, such as
the commercial areas near Columbia Center Boulevard,
Clearwater Avenue, and Downtown.
As mentioned in Chapter 2, WSDOT’s Freight and Goods
Transportation System (FGTS) classifies state highways,
county roads, and city arterials according to average annual
gross truck tonnage. The T-1 and T-2 corridors shown in
Figure 2-6 in the greater Kennewick area are designated as
part of a Strategic Freight Corridor.
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The Federal Functional Classification system provides a
hierarchy of roadways as defined by the Federal Highway
Administration (FHWA). This classification system defines
the role of travel through a network of roadways, rather than
focusing on individual roadways. As a result, the Federal
Functional Classification may differ from the City’s
Functional Classification.
Changes to the Federal Functional Classification may be
submitted through the Washington State Department of
Transportation (WSDOT).

National Highway System
The National Highway System (NHS) includes the Interstate
Highway System as well as other roads important to the
nation’s economy, defense, and mobility as defined by the
Federal Highway Administration (FHWA). Both I-82 and US
395 and are classified as NHS facilities.

Highways of Statewide Significance
WSDOT designates interstate highways and other principal
arterials that are needed to connect major communities in
the state as Highways of Statewide Significance (HSS). This
designation assists with the allocation of some state and
federal funding. These roadways typically serve corridor
movements having travel characteristics indicative of
substantial statewide and interstate travel.
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4.2 System Plans by Travel Mode
The Kennewick Transportation System Plan combines the
system plans from three different travel modes: vehicles,
pedestrians, and bicycles. The following sections highlights
detail included in each of the system plans: Highway and
Street System Plan, Pedestrian System Plan, and Bicycle
System Plan.

4.2.1 Street and Highway System Plan
The streets within a city are like the blood vessels in a living
organism. Like the arteries that facilitate the movement of life
sustaining blood in a living organism, the arterials and
streets of a city facilitate the movement of freight,
pedestrians, bicyclists, motorists, and passengers. A healthy
arterial and roadway network allows laborers to travel to and
from work, grocery store shelves to be re-supplied, children
to be transported to and from school, and emergency
services to reach those that desperately need them. A street
system that is inadequate or poorly maintained can retard
the growth of a city and decrease the livability of the
community.
Figure 4-5 highlights the highway and street system
envisioned for the City of Kennewick. This map shows the
ultimate number of lanes for each of the roadways in the
system assuming the TSP is built to completion. In other
words, this map is meant to show the ultimate size and
configuration of area roadways. This aids City staff in
determining frontage needs for new development and other
related decisions.
Columbia Center Boulevard is anticipated to have 3 lanes in
each direction, with center left-turn lanes and raised
medians, to facilitated expected traffic volumes in the area.
US 395 is anticipated to remain at 2 lanes in each direction
at most locations within the City of Kennewick. At the
southern end of the City, auxiliary lanes may be added in the
future associate with the new Ridgeline Interchange.

54

Other roadways that are or will be 5-lane facilities are
Clearwater Avenue, Steptoe Street, Gage Boulevard, Canal
Drive, Edison Street, Bob Olson Parkway, Kennewick
Avenue, Columbia Drive and SR 397. In addition, the new
Center Parkway associated with the new I-82 Center
Parkway interchange is expected to be 5 lanes.
Roadways that are shown are 4-lane facilities are typically
streets where widening to 5 lanes is unfeasible. Streets with
only 4 lanes include Edison Street, Canal Drive, 10th
Avenue, Kennewick Avenue, and Washington Street. In
some cases, 4-lane street corridors may be good candidates
for “road diets” where streets are converted to 3-lane
facilities (one lane in each direction, with center left-turn
lane). These are done primarily to improve safety along the
corridor without major reductions in vehicle capacity.
However, no road diets have been identified for Kennewick
in this TSP.
The remaining arterials and collectors are shown to have 2
or 3 lanes.

Street Design Guidelines
Street standards are created based on roadway functional
classification and travel context classification to ensure that
the function of the roadway is reflected in the design of the
roadway. Street standards ensure that street design is
consistent with the look and feel of the surrounding land use,
meets user expectations for the area through which they are
traveling, and meets the safety requirements of the City and
other agencies. Street standards also incorporate design
principles that account for the safe movement of pedestrians
and cyclists. The City of Kennewick provides street design
guidelines in separate engineering documents.
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4.2.2 Pedestrian System Plan
In developing the Pedestrian System Plan, an emphasis was
placed on the importance of providing connecting facilities.
This can only be accomplished by building sidewalks where
they are not currently in place, especially along major streets
where pedestrian activity exists or likely to occur and where
transit operates. To help provide this comprehensive
network of well-maintained pedestrian facilities, the
Pedestrian System element of the Kennewick TSP contains
a priority system plan for the City, as shown in Figure 4-6.
The two classifications are:
•

Primary pedestrian routes indicate those corridors
that have the highest priority for establishing a
completely connected sidewalk and trail network.

•

Secondary pedestrian routes indicate the arterials
and collector streets that also should have basic
pedestrian facilities.

The street design standards will indicate the type of
pedestrian facilities based on the Functional Classification
and Travel Context Classification of the street segment.
Most of the additional pedestrian facilities will be constructed
as part of associated roadway projects. These may be
constructed as part of developer frontage requirements or as
part of a capital project by the City of Kennewick or another
agency. In some corridors, pedestrian facilities will be
provided through development of multiuse trails separated
from the travel lanes.

Sidewalk Construction
In implementing the TSP pedestrian element, several
methods of providing sidewalks or shared-use pathways are
currently available to the City:
•

Private Development of Properties and Subdivisions.
All new streets are required to have sidewalks. Most
developing properties are required to construct
sidewalks on abutting street frontages as part of the
building permit process. The majority of new
sidewalks are constructed in this manner.

•

City-funded Street Improvement Projects. The City
will typically construct sidewalks as part of a street
improvement project that brings a street up to urban
standards. City- and grant-funded shared-use path
improvements including trail connections between
the various parks and along canal rights-of-way.

•

Assessed Projects. An assessed project involves the
direct financial participation of abutting or nearby
property owners to fund the construction of public
improvements. This is implemented through the
creation of an assessment district called a Local
Improvement District. Individual properties can also
be assessed for the improvements required along
their own frontage.

•

Inclusion in Current Transportation Improvement
Program. The TIP should be updated with
transportation system projects (sidewalk, multi-use
path, bicycle lane and shared travel lane
improvements) as prioritized in the TSP. Within the
TIP Kennewick should define a new section titled
“Pedestrian Improvements and ADA Compliance
Sidewalk Repair and Rehabilitation.

•

State Coordination. Coordination with WSDOT and
BFCOG is essential to assure that adequate
pedestrian facilities are included in all WSDOT
improvements to SR 240 and US 395.

Safe Routes to Schools
The Pedestrian System is meant to provide a backbone of
pedestrian facilities throughout the City of Kennewick.
However, it is also recognized that safe routes to schools on
neighborhood streets would also be a priority. The
Pedestrian System Plan is meant to be complement rather
than compete with safe-routes-to-school travel networks.
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Pedestrian Crossings
Pedestrian crossings play a critical role in creating a
connected pedestrian system. High-volume arterials can
present barriers to pedestrian mobility even when sidewalks
or trails are included on sides of the street. Pedestrians need
to cross the street to reach destinations such as schools,
transit stops, or other community locations.
Traffic signals and roundabouts provide safe opportunities
for pedestrian crossings. However, often the most
convenient crossing location is not aligned with an
intersection traffic signal or roundabout. Therefore, specific
pedestrian crossing facilities are used along arterials to
provide a safe location for crossing. These facilities include:
•
•
•

Crosswalk with rapid flashing beacons
High-Intensity Activated Crosswalk (HAWK) beacons
Pedestrian-actuated traffic signal

The City has identified the following corridors as priority
corridors for additional pedestrian crossings. These include:
•
•
•
•
•
•
•

Clearwater Avenue
10th Avenue
Columbia Drive
Steptoe Street
Ely Street
Washington Street
Olympia Street

Pedestrian crossings improvements are typically funded as
part as an annual safety improvement program. Potential
new crossings will be evaluated on a regular basis to
determine the next improvement location. In addition to new
crossings, existing pedestrian crossing facilities may also
need to be upgraded to safety standards. The City will
consider existing and new locations as part of the
improvement program.
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4.2.3 Bicycle System Plan
The bicycle system plan provides a comprehensive network
of attractive bicycle facilities between the City’s residential
neighborhoods, the transit system, employment areas,
schools, and parks. The bicycle system plan is intended to
serve both recreational cyclists as well as cyclists using the
system as a means of transportation to work, school, or
shopping destinations.
In developing the Bicycle System Plan, a continuous bicycle
network was developed as shown in Figure 4-7. The two
classifications shown are:
•

Primary bicycle routes indicate those corridors that
have the highest priority for establishing a
completely connected bicycle facility network.

•

Secondary bicycle routes indicate the arterials and
collector streets that also should have a priority to
have basic bicycle facilities.

Of these designated routes, multi-use trails, protected bike
lanes, buffered bike lanes, bike lanes, bike routes with
sharrows, and bicycle boulevards on lower volume roadways
are recommended. Coloring the pavement within the
facilities, particularly at intersections, helps to increase
bicyclist visibility, identify conflict zones, reinforce priority for
bicyclists on the road. Double buffered bike lanes may also
be recommended in street segments where on-street
parking is present and where roadway widths permit. The
type of bicycle facility will be dependent on the Functional
Classification and Travel Context Classification of the
streets.
High-quality modal separation, such as protected and/or
buffered bike lanes are appropriate on roads with higher
volumes, higher speeds and wide shoulders. Bike routes
with sharrows and bike boulevards are appropriate facilities
on low speed, low volume roads that provide continuous
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routes. Specific project level planning and engineering
studies are still required to determine feasibility on a projectby-project basis.Bicycle facilities would be along most key
arterials, excluding most Principal Arterials due to high
vehicle and truck volumes and limited right-of-way.
The main east-west bicycle corridors, from north to south,
would be:
• Columbia Park Trail
• Canal Drive
• 4th Avenue
• 10th Avenue
• Bob Olson Parkway/Hildebrand Boulevard
The main north-south bicycle corridors, from east to west,
would be:
• Olympia Street
• Ely Street
• Volland Street
• Kellogg Street
• Steptoe Street
Direct connections to the following multi-use trails with bike
paths are also provided:
• Columbia Park Trail
• Steptoe Street
• Sacagawea Heritage Trail
• Spirit of America Trail
Chapter 2 mentioned barriers to bicycle travel in the City.
The City of Richland is considering concepts for a nonmotorized bridge across SR 240 connecting the Columbia
Center Mall area to the Sacagawea Heritage Trail. Related
to this, the City of Kennewick is considering an extension of
the Keene Trail to the Columbia Center Mall area. Both of
these concepts would remove existing barriers to bike travel
in the northwestern part of the city.
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The following section provides high-level planning guidance
related to bicycle system planning for the City of Kennewick.
This material is included in the Transportation System Plan
to help future City staff, elected officials, and citizens
understand the various elements of Bicycle system planning.

Bicycle Friendly Community
The League of American Bicyclists promotes guidance to
make bicycling a real transportation and recreation option for
all people. It is called the “5 E’s for a Bicycle Friendly
America”2 and contain the following points:
•

Engineering: Create safe and convenient facilities
to ride and park a bicycle

•

Education: Give people of all ages and abilities the
skills and confidence to ride

•

Encouragement: Create a strong bike culture that
welcomes and celebrates bicycling

•

Enforcement: Ensure that roads and trails are safe
for all users

•

Evaluation/Planning: Plan for bicycling to be a safe
and viable transportation option.

This TSP document addresses two of the E’s with
engineering and evaluation/planning. The Bicycle System
Plan creates a safe and convenient network. The next
section also discusses how bicycle facilities should be
engineered to address all bicycle user groups. The following
section then discusses types of facilities that can be
implemented to create a safe and viable transportation
option.

2

See League of American Bicyclists, www.bikeleague.org, accessed 2018
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Bicycle User Groups
There are a variety of bicyclists traveling within the study
area, depending on their skills, confidence and preferences.
This Plan proposes bicycle facilities that aim to entice more
people to cycle, and to improve the safety, comfort and
convenience for people on bicycles. In order to plan facilities
that accomplish these goals, it is useful to examine the
market for bicyclists and potential bicyclists. Roger Geller
from the City of Portland, Oregon, has defined the bicycling
market in a way that many planners across the United States
now use. Geller suggests that bicyclists and potential
bicyclists fall into the following categories3:
Strong and Fearless: These are expert riders that will ride
on just about any street anywhere whether any designated
bikeway exists or not. This category likely represents a very
small portion of the people. Geller estimates that this group
is less than 1% of the population.
Enthused and Confident: These cyclists want to ride more.
They prefer riding on paths, streets with bike lanes or quiet
residential streets. They will bicycle more as more bike lanes
and paths are put in. This is likely to be a small population,
but much larger than the Strong and Fearless. Geller
estimates this group to be about 7% of the population.
Interested but Concerned: These people like the idea of
bicycling, but only feel comfortable on paths, and bike lanes
with a higher level of separation from motor vehicle traffic
than basic bike lanes. This is likely the majority of people.
Surveys have shown many women to fall into this category.
Geller estimates this group to be about 60% of the
population.

3

Jennifer Dill, Nathan McNeil, “Four Types of Cyclists”, Working Paper,
Portland State University, 2012
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No Way, No How: These people aren’t interested in
bicycling under any conditions. With excellent facilities and
enough people bicycling to create a strong culture of
bicycling for every day needs, some of these people may
reconsider. But they are the last on the market for bicycling.
Geller estimates this group to be about 33% of the
population.
Given these bicyclist types, the City of Kennewick aims to
improve facilities for the Enthused and Confident, but will
also concentrate efforts on the Interested but Concerned. At
the same time, the City doesn’t want to create situations
where the Strong and Fearless feel impeded. Their right to
use any street should remain.
In order to attract more people to bicycling, the City needs to
expand beyond basic bike lanes and bike routes. For
instance, implementing higher quality facilities such as multiuse trails, protected bike lanes, buffered bike lanes, and
bicycle boulevards should go a long way to get the Enthused
and Confident to ride more. Bike routes with sharrows,
preferably greenback sharrows, is recommended where
installation of a bike lane is not possible. These types of
bicycle facilities are discussed below.

Bicycle Facilities
The City of Kennewick can begin more proactive planning for
bicycle facilities by first clarifying the definitions of the
various bicycle facilities, especially for the on-street bicycle
system. Figure 4-8 illustrates the basic forms of bikeway
facilities as defined by:
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•

American Association of State Highway and
Transportation Officials (AASHTO) Guide for the
Development of Bicycle Facilities, 2012

•

National Association of City Transportation Officials
(NACTO) Urban Bikeway Design Guide, 2014

•

Federal Highway Administration’s (FHWA)
Separated Bike Lanes Planning & Design Guide,
2015

•

NACTO Designing for All Ages & Abilities (2017)

•

FHWA Manual on Uniform Traffic Control Devices
(MUTCD), 2009 (Pavement markings and signing
guidance)

Consistent with these guidelines, the following are definitions
of terms concerning bicycle facilities:
Bikeway is a generic term for any road, street, path that in
some manner is specifically designated for bicycle travel,
regardless of whether such facilities are designated for the
exclusive bicycle use or are to be shared with other travel
modes.
Bicycle Facilities is a general term denoting improvements
and provisions that accommodate or encourage bicycling,
including parking and storage facilities, and shared
roadways not specifically defined for bicycle use.
Multi-use paths/trails should generally be designed as
separated facilities away from parallel streets. They are
commonly planned along rights-of-way such as waterways,
utility corridors, railroads, and the like that offer continuous
separated riding opportunities. Users may include
pedestrians (including skaters, users of manual and
motorized wheelchairs, and joggers) and other authorized
motorized and non-motorized users.
Protected bike lanes, sometime called “separated bike
lanes” or “cycle tracks” provide a physical barrier between
the bike lane and the adjacent travel lanes, parking lanes,
and sidewalks. They are most effective in attracting users
who are concerned about conflicts with motorized traffic.
Protected bike lanes may be one-way or two-way. They may
also be at the level of the street, at the level of the sidewalk,
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or between the two. If they are at the sidewalk level, different
pavement colors and textures separate the bike lanes from
the sidewalks. If at the street level, they can be separated
from the travel lanes by physical barriers. If there is on-street
parking they are placed between the sidewalk and parking.
Bicycle lanes are a portion of the roadway designated for
preferential use by bicyclists; they have been designated by
striping, signage, and pavement markings. Bike lanes run
adjacent to the travel lanes and flows in the same direction
as motor vehicle traffic. Bike lanes are typically on the right
side of the street, between the adjacent travel lane and curb,
road edge, or parking lane.
Buffered bike lanes provide a painted divider between the
bike lane and the adjacent travel lane. This additional space
can improve the comfort of cyclists, as they don’t have to
ride as close to motor vehicles. Buffered bike lanes can also
be used to narrow travel lanes, which slows traffic. Buffered
bike lanes are most appropriate on wide, busy streets. They
can be used on streets where physically separating the bike
lanes with protected bike lanes is undesirable for cost,
operational, or maintenance reasons.
Shy lanes, similar to bicycle lanes, have lane striping that is
typically at a distance of 4-6 feet from the face of the curb.
The area is usable by cyclists but is not designated for their
exclusive use and thus generally do not have any associated
pavement markings or signage. In addition, shy lanes may
be utilized by vehicles briefly while exiting driveways or
minor streets to improve sight distance, by the City to store
snow after a winter storm, and as a buffer area adjacent to
sidewalks. These lanes may have intermittent obstacles
such as utility vaults, manholes, or storm drain grates that
would be cost prohibitive for the City to repair. A few
locations also experience a narrowing to less than 4 feet for
short distances where roadway width is briefly constricted, or
might even be dropped in favor of a turn lane at larger
volume intersections.
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Bicycle routes are typically simple signed routes along
street corridors, usually local streets and collectors. With
proper route signage, design, and maintenance, bike routes
can be effective in guiding bicyclists along a route suited for
bicycling that does not have enough roadway space for a
dedicated bike lane.
Sharrows. Bike routes can be designed in a manner that
encourages bicycle usage, convenience, and safety by
incorporating sharrows (officially known as “shared lane
markings”). Sharrows indicate to bicyclists the proper
position to ride within the travel lane and assist with
wayfinding. They also alert motorists that the travel lane is to
be shared with bicyclists.
Bicycle boulevards are designated to offer priority for
bicyclists over motor vehicle traffic. Bicyclists share the
same roadway space as motorists that operate at similar
speeds. Residential streets that offer convenient low-street
access to commercial corridors, schools, and other local
destinations are the most common candidates for bicycle
boulevards. Combinations of diversions, access
management and traffic calming for motorists off the bicycle
boulevards are generally included to reduce motor vehicle
operating speeds and volumes on these facilities.
Pavement coloring is useful for a variety of applications in
conjunction with bicycle facilities. They are used to highlight
conflict areas between bicycle lanes and turn lanes,
especially where bicycle lanes merge across motor vehicle
turn lanes.

Additional Guidance on Bicycle Design Features
Bikeway design and construction should take into account
vertical requirements and the impacts of maintenance and
emergency vehicles on shoulders. They should also be
designed with adequate width for street sweeping to ensure
that debris will not accumulate.
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Though not included in this section, guidance on additional
bicycle design features can referenced in the AASHTO,
NACTO and FHWA manuals mentioned above. These may
include (but not limited to) additional guidance on:
•
•
•
•
•
•

Bikeway symbols, markings and signing
Wayfinding and directional signing
Bicycle parking
Intersection design
Multi-use path crossings
Bicycle signals and detection

Figure 4-8 Bicycle Facilities
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4.3 Air and Water Transport
Several non-automobile facilities serve Kennewick’s
transportation needs. These facilities do not serve
passenger transportation, but they do play an important role
in Kennewick’s economic vitality.

4.3.1 Aviation
The closest commercial airport to Kennewick is the Tri-Cities
Airport, located in the City of Pasco and operated by the Port
of Pasco. It is located just north of the junction of US 395
and I-182. The Tri-Cities Airport is the largest in the region
with major airlines operating daily at this airport.
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and land use plans, programs and policies that help reduce
(single-occupant) vehicle miles traveled (VMT) per capita,
resulting in lower vehicle emissions. Transit is a key modal
element of Kennewick’s TSP, and will become an
increasingly more important mobility option for Kennewick
residents. Transportation demand management (TDM)
measures, combined with the growing role for transit in
Kennewick and the Tri-City area, will also help to reduce
vehicle emissions growth. Both the transit and TDM
elements of the TSP are described below.

4.4.1 Transit

The region also has two other airports: the Richland Airport,
and the Prosser Airport. Along with the Tri-Cities Airport in
Pasco, these three airports are part of the Federal Aviation
Administration (FAA) National Plan of Integrated Airport
Systems (NPIAS). This inclusion enables these facilities to
receive funding through the federal Airport Improvement
Program (AIP).

Kennewick and the surrounding Tri-City area have
historically supported public transportation through flexible
and fixed-route, bus transit services. Ben Franklin Transit is
the primary bus operator in the Tri-Cities, but there are
additional forms of public transportation available to
Kennewick residents. While the City does not directly own
and operate public transit, there are many ways in which it
supports transit through multi-modal system operations and
project and program development.

4.3.2 Marine/Water

4.4.2 Transportation Demand Management

Kennewick sits along the Columba-Snake River System
(CSRS), which extends 465 miles from the Pacific Ocean
into North America. Eight dam and lock complexes are in the
system, allowing barge lines to transport goods to various
destinations along the river. The Port of Kennewick owns
several sites along the CSRS, including the Hover site just
southeast of the City.

Transportation Demand Management (TDM) is a general
term for various strategies that increase transportation
system efficiency. TDM treats mobility as a means to an end,
rather than an end in itself. It emphasizes the movement of
people and goods, rather than motor vehicles, and so gives
priority to more efficient modes (such as walking, cycling,
ridesharing, public transit and telecommuting), particularly
under congested conditions.

4.4 Transit and Transportation Demand
Management
As the costs of fuel and street projects increase there will be
greater demand and emphasis on public transportation
services to address the mobility needs of Kennewick’s
residents. Local planning efforts will likely be encouraged
and perhaps required to further emphasize transportation

The City of Kennewick has established several strategies to
reduce transportation demand, and thereby addressing the
City’s transportation congestion. The aim of transportation
demand management (TDM) programs is to reduce the
number of vehicles on the area’s roads, which will reduce
the demand on the existing transportation network. The
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City’s policies for TDM are provided in the 2017
Comprehensive Plan.

4.5 Level of Service Standards

LOS C: Stable traffic flow operations. However, ability to
maneuver and change lanes may be more restricted than in
LOS B, and longer queues, adverse signal coordination, or
both may contribute to lower than average travel speeds.

Level of service (LOS) standards measure the performance
of the transportation system and establish the basis for
the concurrency requirements in the Growth Management
Act (GMA), while also being used to evaluate impacts as
part of the State Environmental Protection Act (SEPA).
Agencies are required to “adopt and enforce ordinances
which prohibit development approval if the development
causes the level of service on a transportation facility to
decline below the standards adopted in the transportation
element of the comprehensive plan, unless transportation
improvements or strategies to accommodate the impacts of
development are made concurrent with development.” (RCW
36.70A.070(6)(b)). Therefore, setting the LOS standard is an
essential component of regulating development and
identifying planned improvements for inclusion in the
Transportation Systems Plan.

LOS D: Small increases in traffic flow may cause substantial
increases in approach delays and, hence decreases in
speed. This may be due to adverse signal progression, poor
signal timing, high volumes or some combination of these
factors.

4.5.1 Level of Service Definitions

4.5.2 Level of Service Standard

Level of service (LOS) is both a qualitative and quantitative
measure of roadway operations. Level of service, as
established by the Highway Capacity Manual uses an “A” to
“F” scale to define the operation of roadways and
intersections as follows:

The City typically applies the LOS standards to weekday PM
peak hour conditions for its arterials and collectors within the
City. However, evaluation of other time periods may be
required based on the type and location of development and
the existing conditions of the local transportation network. As
areas are annexed, the City’s standards are applied. The
following summarizes the current minimum LOS standards
established by the City.

LOS A: Primarily free flow traffic operations at average travel
speeds. Vehicles are completely unimpeded in their ability to
maneuver within the traffic stream. Control delays at
signalized intersections are minimal.
LOS B: Reasonably unimpeded traffic flow operations at
average travel speeds. The ability to maneuver within the
traffic stream is only slightly restricted and control delays at
signalized intersections are not significant.
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LOS E: Significant delays in traffic flow operations and lower
operating speeds. Conditions are caused by some
combination of adverse progression, high signal density,
high volumes, extensive delays at critical intersections, and
poor signal timing.
LOS F: Traffic flow operations at extremely low speeds.
Intersection congestion is likely at critical signalized
intersections, with high delays, high volumes, and extensive
vehicle queuing.

•

LOS D - Major approaches at signalized
intersections and roundabouts.

•

LOS E - For all minor street approaches at
unsignalized intersections or driveways.

•

LOS F – May be acceptable at unsignalized
intersections or driveways when a second access
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point is within ¼ mile operating at LOS D or better
and which is controlled by a traffic signal or
roundabout. An LOS F may also be acceptable in
situations where the side street volumes are low and
no adverse impact on safety is expected.
If expected funding for improvements to meet future
transportation needs is found to be inadequate and the City
will not be able to meet their adopted LOS standard, then the
City may pursue one or more of the following options:
•

Lower the LOS standard for the system or for
portions of the system that cannot be improved
without a significant expenditure;

•

Revise the City’s current land use element to reduce
density or intensity of development so that the LOS
standard can be met; or;

•

Phase or restrict development to allow more time for
the necessary transportation improvements to be
completed.
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The term “concurrent with the development” is defined to
mean that improvements or strategies are in place at the
time of development, or that a financial commitment is in
place to complete the improvements or strategies within sixyears of development.
To ensure that future development will not cause the City’s
transportation system performance to fall below the adopted
LOS, the jurisdiction must do one or a combination of the
following: modifying the land use element, limiting or
“phasing” development, requiring appropriate mitigation, or
changing the adopted standard.

4.6.1 Concurrency Requirements
The City has adopted concurrency requirements as part of
Chapter 4.12 of the Kennewick Municipal Code. A finding of
concurrency is necessary as a condition of development.
Concurrency approval is required for the following types of
permit applications:
(a) Preliminary plat (subdivision of ten or more
residential lots);

4.6 Concurrency

(b) Site plans designated as Tier 2 or Tier 3;

The concurrency provisions of the GMA require local
governments to have a concurrency management program
to monitor and identify future facility and service needs
based on its LOS standards. Concurrency is a policy to
determine whether adequate public facilities are available to
serve new developments. “Local jurisdictions must adopt
and enforce ordinances which prohibit development approval
if the development causes the level of service on a
transportation facility to decline below standards adopted in
the transportation element of the comprehensive plan,
unless transportation improvements or strategies to
accommodate the impacts of development are made
concurrent with the development”. (RCW 36.70A.070).

(c) Any other land use that generates 50 or more
peak hour trips per day (based upon the latest ITE
Trip Generation Manual or other data, as approved
by the City’s traffic engineer).
Tier 2 permits are projects that exceed 1,500 sq. ft. but are
not greater than 4,000 sq. ft., requires less than 20 parking
spaces and do not require grading/excavation of 500 cubic
yards or more. Tier 2 permits exclude all new commercial
and industrial buildings or additions that exceed 50% of the
assessed value of the improvements on the site.
Tier 3 permits are projects that exceed 4,000 sq. ft., and/or
require 20 parking spaces or more, and/or require
grading/excavation of 500 cubic yards or more. Tier 3
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permits include all new commercial, industrial buildings,
multi-family dwellings (3 dwelling units and greater), and
additions that exceed 50% of the assessed value of the
existing improvements
on the site.

4.6.2 Monitoring Concurrency
The City of Kennewick may require a traffic impact study
(TIS) for developments that impact the transportation
system. The TIS guidelines are located in Title 13-08 of the
Kennewick Administrative Code. The purpose of a TIS report
is to document the purpose, procedure, findings, conclusions
and recommendations of the transportation analysis
performed to support the proposed development. The report
is used by City staff to evaluate the proposed development
with respect to appropriate land use approval criteria and
establish conditions of approval and any transportation
mitigation measures. The review also identifies whether
concurrency has been achieved. City staff also use
information in the report to track those locations that are
approaching the City’s LOS standard and where
concurrency might be triggered in the future. The City Traffic
Engineer will generally determine when a Traffic Impact
Study is required.

4.7 Maintenance
Maintenance is vitally important to the function, life-span,
quality, and long-term user costs of roadways, intersections,
and other infrastructure components. Poorly maintained
roadways costs more to fix in the long run and degrade
safety. Poorly maintained traffic signs and signals can
increase the frequency of crashes and increase delay.
Maintenance costs cover such things as channelization,
striping, sign replacements, vegetation removal, pothole
repair, crack seals, chip seals, or overlays, and roadway or
bridge reconstruction.
Maintenance can also improve conditions for pedestrians
and cyclists as cracks and upheavals in sidewalks are
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repaired and the shoulders of roadways are swept and kept
clear of debris. More pedestrians and/or cyclists are likely to
use roadways and sidewalks that are properly maintained,
safe, and attractive thereby reducing vehicular traffic. The
City should continue to allocate annual budget resources to
maintain and preserve the existing infrastructure in a costeffective manner.

4.8 Transportation System
Management
Transportation System Management (TSM) programs are
designed to increase the usefulness and efficiency of
existing facilities and systems through short range, low cost
improvements. TSM programs involve all modes of
transportation. Examples of TSM programs include transit
programs, Intelligent Transportation Systems (ITS), traffic
signal timing programs, and road diets. ITS and traffic signal
timing programs are discussed in this section.

4.8.1 Intelligent Transportation Systems (ITS)
ITS are used to gather and/or disseminate information
regarding performance of the transportation system (usually
in real-time) in an effort to increase capacity, safety, and
efficiency for all system users. ITS data are frequently used
to solve transportation problems and aid in transportation
planning activities. Data gathering ITS include weigh-inmotion devices that collect and classify information regarding
heavy vehicle travel while data disseminating systems
include variable message signs that warn motorists of
congested roadways and recommend alternative routes. ITS
systems have also been used to warn motorists of
hazardous conditions such as snow and ice.
Data gathering equipment and variable message signs were
added to the Columbia River Bridge (Blue Bridge) on US 395
to alert motorists to roadway conditions, hazards, and
crashes. Other such ITS measures may be useful along
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SR 240 and further south on US 395 to allow motorists and
heavy vehicle operators to plan their routes through
Kennewick in the event of congestion or crashes that may
impede or delay their travel.

4.8.2 Traffic Signal Timing Programs
Traffic signal systems must be retimed or upgraded
periodically as growth occurs or travel patterns change to
ensure optimal operations at intersections, improve safety,
meet City standards, and refresh or replace software. The
City of Kennewick has planned city-wide traffic signal system
upgrades, communications upgrades, and retiming of
intersections throughout the City. The signal system upgrade
and retiming plan will reduce delay, improve operations, and
increase safety. Improvements resulting from the upgrade
plan can directly impact local streets where through traffic
has been a problem thereby reducing the maintenance costs
of those roadways. Reduced delay will also save motorists
time, reduce fuel consumption, and reduce pollution and
harmful particulate matter. Improvements to the
communication equipment will aid traffic operations and
vehicle detection. The City of Kennewick should continue to
review signals and signal timing plans and put in place a
plan where by signals are evaluated on a regular basis.

4.9 Transportation Projects &
Programs
The evaluation of existing and forecast traffic volumes as
well as traffic operations, safety, functional classification,
roadway physical characteristics, and connectivity issues
has generated a recommended list of projects and programs
to improve the overall safety and efficiency of the City’s
transportation system. Figure 4-9 illustrates the location of
each the proposed projects. A complete list of these projects
is shown in Table 4-2. The projects are organized into the
following categories:
•

June 2018
•
•
•
•
•
•

Roadway Widening/Reconstruction
Intersections
Pedestrian/Bicycle
Studies
Monitoring/Operations/Programs
Other Agency Improvements

In addition, planning level cost estimates were prepared
based on typical unit costs for other projects that were
recently completed in the City. All costs are in 2017 dollars.
The cost estimates account for projected costs of right-ofway, typical infrastructure consistent with the City street
standards, construction labor, and engineering and design
costs. Adjustments were made to cost estimates where
environmental issues, railroad or canal crossings, and
structural or bridge construction were identified. All costs
contain a large contingency factor to account for unknown
design details to be evaluated when the projects are
integrated into the City’s 6-year Transportation Improvement
Project (TIP) list.

4.9.1 New Street Construction
A large portion of growth in the City of Kennewick is
expected to occur in the west and south sectors of the City.
As growth occurs, new roadways will be needed to provide
connectivity, support development, and facilitate the local
economy.
Most the new street construction is in the Southridge area
with Ridgeline Drive, Montana Street, Center Parkway,
Colorado Street. Two new interchanges are planned in the
area with I-82 interchange with Center Parkway or Georgia
Street, and US 395 interchange with Ridgeline Drive.
Other new construction projects are the Edison Street
railroad crossing project (north central area), Morain Street
extension (central area), and the Cascade Street extension
in the southeast area of the City.

New Street Construction
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June 2018

4.9.2 Roadway Widening/Reconstruction
Roadway widening and reconstruction projects were
selected based on the need to maintain current
infrastructure, relieve congestion, support anticipated
growth, upgrade to urban standards set by the City of
Kennewick, increase safety, and facilitate non-motorized
forms of transportation.
Many roadways are planned to be reconstructed to urban
standards or widened to accommodate growth. The following
lists these types of projects:
•
•
•
•
•
•
•
•

Columbia Center Boulevard (completing three lanes
each direction)
Ridgeline Drive (east and west ends of the corridor)
10th Avenue (west ends of the City corridor)
Metaline Avenue
Kennewick Avenue
Vancouver Street
45th Avenue
27th Avenue

4.9.3 Intersections
Not all corridor improvements require roadway widening and
reconstruction to reduce congestion and increase safety.
Intersection improvements can reduce delay at cross-roads
to relieve queuing and congestion and improve safety.
These spot locations are located throughout the city and
involve adding a traffic signal, a roundabout, or additional
turn lanes.

4.9.4 Pedestrian/Bicycle
Most new street construction, roadway widening,
reconstruction, and intersection projects will incorporate
pedestrian and bicycle facilities as part of the overall
improvement. This category of project refers to projects that
primarily benefit non-motorized users.
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The pedestrian/bicycle projects are focused on improving
sidewalks or trails on certain corridors, or providing better
crossing facilities near schools and other public facilities.

4.9.5 Studies
Some projects are classified as studies, in that the specific
infrastructure improvement has yet to be identified or
finalized. The study is meant to supplement analysis work
completed as part of this TSP update.
The only study in this TSP is the Downtown Railroad Grade
Separation Study. This study is meant to provide more clarity
on where and how the railroad in downtown will be crossed,
given the mobility problems associated with the increases in
railroad freight operations.

4.9.6 Monitoring/Operations/Programs
Projects related monitoring and operations relate to
improving traffic operations through better monitoring,
managing, and implementing new mobility tools. In many
cases, new technology may provide operational benefits at a
more cost-effective manner than traditional transportation
improvement projects. The

4.9.7 Other Agency Improvements
Many regional improvements have been planned that will
also benefit the Kennewick area. Most of the regional
improvements benefiting Kennewick will occur along US 395
or I-82 at new interchanges and intersections. The City of
Richland also has several projects associated with Tapteal
Drive in the northwest corner of the City.
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Total Cost
($1,000's)
$480

Grants/
Other
Funds
(1000s)
$0

$2,310

$0

$2,310

Short 20182025

$1,110

$0

$1,110

Short 20182025

$510

$0

$510

Short 20182025

$1,425

$0

$1,425

Short 20182025

$580

$0

$580

Construct NBR slip lane

$500

$0

$500

Short 20182025
Short 20182025

Intersection

Upgrade traffic signal poles and equipment.

$330

$0

$330

Intersect Washington Street / Columbia Drive Improvements

Intersection

Add an eastbound right-turn lane.

$580

$0

$580

T-10

Intersect Kellogg Street / Deschutes Avenue Traffic Signal

Intersection

Install signal

$510

$0

$510

Medium
2026-2035

T-11

Intersect Hood Avenue / Neel Street Roundabout

Intersection

Construct a one-lane roundabout.

$1,380

$0

$1,380

Medium
2026-2035

T-12

Intersect Olsen Street / 27th Avenue Signal

Intersection

Install a traffic signal.

$530

$0

$530

Medium
2026-2035

T-13

Intersect Gum St / 10th Avenue Traffic Signal

Intersection

Install traffic signal

$550

$0

$550

Medium
2026-2035

T-14

Intersect SR 397 / Gum Street Traffic Signal

Intersection

Install traffic signal

$510

$0

$510

Medium
2026-2035

T-15

Intersect Kellogg Street / Clearwater Avenue Turn Lane

Intersection

Add second southbound left-turn lane

$1,130

$0

$1,130

Medium
2026-2035

T-16

Intersect Deschutes Avenue / Columbia Center Blvd

Intersection

Add westbound right-turn lane

$580

$0

$580

Short 20182025

Plan ID
T-1

Type
Project Name
Intersect Clearwater Avenue / Utah Street Improvements

Project Limits
Intersection

T-2

Intersect Steptoe Street / Gage Boulevard Turn Lanes

Intersection

T-3

Intersect Center Parkway / Deschutes Avenue Roundabout

Intersection

Construct small diameter roundabout.

T-4

Intersect Kellogg Street / Metaline Avenue Traffic Signal

Intersection

Install signal

T-5

Intersect Canal Drive / Edison Street Improvements

Intersection

T-6

Intersect 10th Avenue / Morain Street Traffic Signal

Intersection

Construct 2nd eastbound left-turn lane (widen both east and west legs). Access
reconstructions sidewalk improvements, frontage improvements, signal modification,
APS and ADA improvements.
Construct traffic signal.

T-7

Intersect 27th Avenue / Southridge Boulevard Improvements

Intersection

T-8

Intersect Kennewick Avenue / Yelm Street Signal Improvements

T-9

5/30/2018

Project Description
Widening for eastbound and westbound right-turn lanes (modify permanent pavement
markings, permanent traffic control signing, and storm drainage modifications).
Remains stop-controlled intersection.
Construct 2nd left turn lane on all approaches and add right turn lanes on all
approaches (where not existing). Remove split phasing.

Local Funds
(1000s) Draft Timing
$480
Short 20182025

Short 20182025
Short 20182025
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Plan ID
N-1

N-2
N-3
N-4

N-5
N-6

N-7
N-8

Type
Project Name
New
Ridgeline Drive Extension (Phase 3)
Construct

New
Construct
New
Construct
New
Construct

Project Limits
Center Pkwy to Sherman St

Project Description
Construct new 3-lane standard street (curb, gutter, sidewalk, storm drainage,
illumination, controlled intersection). Right-of-way by developer donation.

Montana Street Extension

10th Ave to Ridgeline Dr

Colorado Street Construction

Bob Olson Pkwy to Ridgeline Dr

Zintel Way, Ridgeline Drive, and Bofer Canyon Road
Realignments

Area east of Ridgeline Dr and US
395 intersection

Construct new 3-lane standard street (curb, gutter, sidewalks, illumination, storm
drainage, traffic control devices, channelization, signage).
Construct new standard street (curb, gutter, sidewalks, illumination, storm drainage,
traffic control devices, channelization, signage).
Construct new Zintel Way alignment. Reconstruct Ridgeline Dr. Realign Bofer Canyon
Rd to the East. Construct roundabout. All standard streets (sidewalks, curb and gutter,
illumination, storm drainage). Prepare for future US 395 interchange.

New
Cascade Street Extension
Construct
New
Ridgeline Drive Extension (Phase 4)
Construct

New
Center Parkway Extension (Phase 1)
Construct
New
Morain Street Extension
Construct

45th Ave to Highland Dr
Clodfelter Rd to Center Pkwy

Bob Olson Pkwy to Ridgeline Dr
10th Ave to 19th Ave

N-9

New
Center Parkway Extension (Phase 2)
Construct

Ridgeline Dr to I-82

N-10

New
Construct
Reconst/
Widen
Reconst/
Widen
Reconst/
Widen
Reconst/
Widen
Reconst/
Widen

Edison Street Railroad Grade Separation

Intersection (near Metaline Ave)

Ridgeline Drive Reconstruction

Sherman St to Southridge Blvd

R-1
R-2
R-3
R-4
R-5

Sherman Street Reconstruction
10th Avenue Widening (Phase 1)
10th Avenue Widening (Phase 2)
Metaline Avenue Widening

Construct new standard street from Highland Dr to 45th Ave. Roundabouts at 45th Ave
and Highland Dr..
Construct new 3-lane standard street (curb, gutter, sidewalk, storm drainage,
illumination, controlled intersection). Right-of-way by developer donation.

Construct new 3-lane standard street (curb, gutter, sidewalk, illumination).
Roundabouts at Bob Olson Parkway and Ridgeline Drive.
Construct new standard street (curb, gutter, sidewalks, illumination, storm drainage,
traffic control devices, channelization, signage). Construct Kennewick Irrigation District
bridge/culvert.
Construct standard street (curb, gutter, sidewalk, illumination) and grade separation
crossing at I-82. Access to I-82 will be a separate project. Interchange justification
report.
Railway crossing grade separation (BNSF Line)

Reconstruct to 3-lane standard street (curb, gutter, sidewalk, illumination, intersection
control). Right-of-way by developer donation.
Bob Olson Pkwy to Ridgeline Dr
Reconstruct to 3-lane standard street (curb, gutter, sidewalk, illumination, intersection
control). Right-of-way by developer donation.
Clearwater Ave to Bob Olson Pkwy Widen to 3-lane standard street (curb, gutter, sidewalks, illumination, shy lanes).
Roundabout or signal at Clearwater Ave and 10th Ave
Joliet St to Columbia Center Blvd Widen south side of 10th Ave (Bike lane, curb, gutter, illumination, sidewalk, center
turn-lane.)
Kellogg St to Edison St
Reconstruct and widen to standard street (curb, gutter, sidewalk, storm drainage,
illumination).

Total Cost
($1,000's)
$3,630

Grants/
Other
Funds
(1000s)
$0

$7,470

$0

$7,470

$2,700

$0

$2,700

$1,100

$0

$1,100

$2,610

$0

$2,610

$10,010

$0

$10,010

$4,460

$0

$4,460

$4,410

$0

$4,410

$14,190

$0

$14,190

Long 20362040

$17,670

$0

$17,670

$1,010

$0

$1,010

$2,960

$0

$2,960

$5,690

$0

$5,690

$2,585

$0

$2,585

$1,475

$1,276

$199

Long 20362040
Short 20182025
Short 20182025
Short 20182025
Short 20182025
Short 20182025

Local Funds
(1000s) Draft Timing
$3,630
Short 20182025

Short 20182025
Short 20182025
Short 20182025

Short 20182025
Medium
2026-2035

Medium
2026-2035
Medium
2026-2035

R-6

Reconst/ 45th Avenue Widening
Widen

Ely St to Olympia St

Reconstruct to standard street (curb, gutter, sidewalks, illumination, storm drainage,
replace AC water lines, traffic control devices, channelization, signage).

$2,230

$0

$2,230

Short 20182025

R-7

Reconst/ 27th Avenue Reconstruction
Widen
Reconst/ Ridgeline Drive Reconstruction
Widen
Reconst/ Columbia Center Blvd Widening
Widen

Washington St to Dayton St

Reconstruct to standard street (curb, gutter, sidewalks, illumination, and shy lanes).

$2,980

$0

$2,980

Clearwater Ave to Clodfelter Rd

Reconstruct to 3-lane standard street (curb, gutter, sidewalk, illumination, intersection
control).
Widen and reconstruct street. Construct an additional travel lane in each direction (NB
and SB), curb & gutter, sidewalk, storm drainage, illumination, signal modifications. At
Quinault Ave: construct 2nd EBL lane, rechannelize WB approach, and remove split
phasing. At Grandridge: add WBR and 2nd EBL. Remove split phasing

$210

$0

$210

$7,325

$0

$7,325

Short 20182025
Medium
2026-2035
Medium
2026-2035

$3,850

$0

$3,850

R-8
R-9

R-10

5/30/2018

Reconst/ Kennewick Avenue Widening
Widen

Quinault Ave to Deschutes Ave

Union St to Morain St

Reconstruct and widen to 3-land standard street (curb, gutter, sidewalk, storm
drainage, illumination).

Medium
2026-2035
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Plan ID
R-11

R-12
B-1
B-2

Type
Reconst/
Widen
Reconst/
Widen
Ped/Bike
Only
Ped/Bike
Only

Project Name
Vancouver Street Reconstruction

Cascade Street Reconstruction
East Columbia Park Bicycle Improvements – Phase 2 Columbia Park Trail
Hawthorne Elementary School Crossing Improvements Neel Street

Total Cost
Project Description
($1,000's)
Widen and reconstruct to standard street (curb, gutter, sidewalk, illumination, left-turn
$4,650
lanes, and shy lanes).
Highland Dr to 27th Ave
Reconstruct to standard street (curb, gutter, sidewalk, illumination, storm drainage).
$4,250
Roundabout at 27th Ave/Washington St.
SR240 entrance to 1900 feet west The project will construct pavement widening for dedicated bicycle lanes. The project
$228
includes permanent pavement markings and signage.
John Day Avenue to 400 feet
Construct a new crossing at the intersection of Neel & John Day, construct a median
$174
north
refuge at the existing crossing at mid-block, extend the school zone on Neel Street to
encompass both crosswalks, install RRFB at both crossings.
15th Ave to 27th Ave
Construct a 12-foot wide shared use (ped/bike) facility. The project includes paving the
$250
staging/parking area at the south termini, pavement markings and signage.

Project Limits
36th Ave to 45th Ave

B-3

Ped/Bike Spirit of America Trail Improvements
Only

B-4

Ped/Bike Canal Drive Non-motorized Improvements
Only

US 395 to Hartford Street

Construct new sidewalks. Minor widening & curb construction.

B-5

Ped/Bike Cascade Elementary School Sidewalk
Only

Lyle St to Cascade St

B-6

Ped/Bike Washington Elementary School Crossing Improvements
Only
Ped/Bike Amistad Elementary School Crossing Improvements
Only

Intersection

Construct approximately 3,700 linear feet of new curb, gutter and sidewalk from Lyle St
to Cascade St. Project includes a crossing of Highland Dr with a pedestrian activated
Rectangular Rapid Flash Beacon (RRFB).
Install rectangular rapid flash beacon and associated signage and channelization.

B-8

B-9

B-7

Grants/
Other
Funds
(1000s)
$0

$0
$207
$174

Local Funds
(1000s) Draft Timing
$4,650
Medium
2026-2035
$4,250
Long 20362040
$21
Short 20182025
$0
Short 20182025

$225

$25

Short 20182025

$500

$200

$300

Short 20182025

$886

$806

$80

Short 20182025

$50

$0

$50

Kennewick Avenue between Ione Install Rectangular Rapid Flash Beacon (or similar) and associated signage.
Street to Intersection project

$85

$85

$0

Short 20182025
Short 20182025

Ped/Bike Washington Street / 6th Avenue Pedestrian Safety
Only
Improvements

Intersection

The project will install a pedestrian activated rectangular rapid flash beacon (RRFB) to
improve recognition and warning, especially for southbound. Construction of a center
median to provide a pedestrian shelter at the mid-point of the crossing and existing
curb ramps reconstructed to current ADA standards. Crosswalk blocks will be installed
to define the safe walking route; Washington Street channelization will be removed and
reinstalled to utilize the existing width to the fullest advantage (lanes will be narrowed
to provide traffic calming through the intersection).

$250

$225

$25

Short 20182025

Ped/Bike 10th Avenue Non-motorized Improvements
Only

SR 397 to Oak St

Construction of new sidewalks.

$250

$200

$50

Short 20182025

Downtown Railroad Crossing Study

Downtown Vicinity

Study to address at-grade crossing improvements in downtown area. Explore
technology to address congestion related to prolonged gate down time and safety.

$100

$0

$100

Short 20182025
Ongoing
Short 20182025
Short 20182025
Short 20182025
Short 20182025

S-1

Study

P-1
P-2

Program
Program

City Arterial Pavement Preservation
Citywide Traffic Signal System Upgrade/Retiming

City Wide
City-wide

Infrastructure preservation on city arterials: Planned $1,650,000 annually.
New signal system software, communications equipment, and retiming.

$40,000
$3,400

$8,304
$0

$31,696
$3,400

P-3

Program

Citywide Intersection & Corridor Safety Program

City-wide

City-wide signal modifications & retiming for Flashing Yellow Left-turns.

$1,650

$0

$550

P-4

Program

Citywide Sidewalk/ADA Improvements Program

City-wide

City-wide signal sidewalk and ADA-related improvements

$2,500

$0

$2,500

X-1

Other
Agency

US 395 / Ridgeline Drive Interchange

Interchange

Construction of a grade separated interchange. Includes improvements on SR395 and
the Hildebrand Blvd intersection (US 395 Aux lanes, RT lanes on Hildebrand Blvd)

$18,000

$12,000

$6,000

X-2

Other
Agency
Other
Agency

Adair Road Extension

End of county road (Adair Rd) to
Christensen Rd
Intersection

Build approximately 1.1 miles of new roadway. Surface would be hot-mix asphalt.
[BENTON CNTY TIP LIST]
Realign Tapteal Dr and Steptoe St by constructing new intersection. Includes sidewalk,
street lights, signalized/gated at-grade RR crossing, storm drainage. [CITY OF RICHLAND
TIP LIST]

$755

$755

$0

$1,380

$1,380

$0

X-3

5/30/2018

Steptoe Street / Tapteal Drive

Short 20182025
Short 20182025
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Plan ID
X-4

X-5

Type
Other
Agency
Other
Agency

Project Name
Center Parkway Extension

Project Limits
Gage Blvd to Tapteal Dr

WSDOT US 395 Noise Walls

19th Ave Vicinity

X-6

Other
Agency

US 395 / 10th Avenue Improvements

Intersection

X-7

Other
Agency
Other
Agency

Columbia River Bridge Traffic Operations Improvements

Columbia River Bridge

US 395 / Hildebrand Blvd

Intersection

Steptoe Street / Canyon Street Traffic Signal

Intersection

Center Parkway / Tapteal Drive Traffic Signal

X-8

X-9
X-10
X-11

X-12
X-13
D-1

5/30/2018

Other
Agency
Other
Agency
Other
Agency
Other
Agency
Other
Agency
Other

Total Cost
Project Description
($1,000's)
Extend Center Parkway from Gage Boulevard to Tapteal Drive. 3-lane Street with
$3,203
signalized at-grade RR crossing [CITY OF RICHLAND TIP LIST]
Install noise walls. This project will install noise walls in the vicinity of West 19th Ave to
$2,089
reduce the highway noise for adjacent homes and
properties.
Construct dual southbound left-turn lane.
$1,060

Grants/
Other
Funds
(1000s)
$3,203

$2,089

Local Funds
(1000s) Draft Timing
$0
Short 20182025
$0
Short 20182025

$636

$424

Short 20182025

$0

$0

$0

$300

$0

$300

Short 20182025
Short 20182025

New signalized intersection

$520

$520

$0

Intersection

New signalized intersection

$510

$510

$0

US 395 / Clearwater Avenue Improvements

Intersection

Construct dual eastbound left-turn lanes, and dual northbound left-turn lanes.
Construct new eastbound and westbound right-turn lanes.

$2,970

$1,782

$1,188

Yelm Street / US 395

Intersection

Add a second westbound left-turn lane with receiving lane on Yelm Street.

$0

$0

$0

Center Parkway Interchange

Interchange

$10,730

$6,438

$4,292

Bob Olsen Parkway Debt Service

New Corridor

Construct on/off ramps to grade-separated crossing (separate project), traffic control
devices, channelization, signage.
Build new corridor (already completed)

$2,610

$0

$2,610

Install monitoring equipment, signs and communications on the Blue Bridge on US 395
across the Columbia River that connects Pasco and Kennewick
Add EB and WB duel left-turn lanes. Add WB right-turn lane. Finish constructing EB rightturn lane.

Medium
2026-2035
Medium
2026-2035
Medium
2026-2035
Medium
2026-2035
Long 20362040
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5 Financing Program
This chapter provides an overview of the financial
assumptions driving the Kennewick TSP. It identifies the
estimated costs of the transportation system improvements
and programs, and summarizes the existing and potential
future financial resources to pay for the improvements. The
financing program provides a general policy guideline for
funding the transportation investments to support the City’s
adopted Comprehensive Plan.

5.1 Introduction
The Kennewick TSP financial analysis offers the City a
better understanding of its fiscal constraints with regards to
short- and long-range transportation revenues. Financial
forecast estimates were developed to assist in TSP project
prioritization and planning, but are not intended here to be
precise forecasts. Exact funding levels are difficult to predict
given the uncertainties of funding sources, predicted versus
actual growth, and unforeseen needs such as emergencies.
The revenue figures used in this chapter are intended to be
used for planning purposes; as actual revenues are highly
sensitive to local, state, and federal policy decisions;
personal choices of residents; and other market forces.
Estimated future revenues have been projected for the
Transportation Plan’s 2017-2040 planning horizon, in current
year (2017) dollars, in two categories:
•
•

Existing Revenue Projections
Other Possible Funding

5.1.1 Existing Revenue Projections
These revenue estimates are based on existing revenue
sources. Estimates in this category rely on recent historical
revenue trends and the current policy context of each
revenue source. While based on past revenue collections
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and City’s past policy decisions, this analysis uses
conservative financial assumptions.
Many of the revenue sources presented in this section may
be used for maintenance and operations of existing
transportation capital facilities and construct new
transportation capital facilities. In addition, several of the
revenue sources can also be directed to other nontransportation capital facility expenses. However, as the cost
of maintenance and operations of existing facilities increase
faster than inflation, the City is confronted with difficult
decisions regarding whether to fund maintenance and
operations costs at the expense of building new capital, or to
lower level of service standards.

5.1.2 Other Possible Funding
The revenues in this category may be available via policy
changes. These are primarily changes in tax policy, some of
which may require voter approval.
In reality, transportation funding may comprise any number
of combinations of available funding or other funding due to
policy changes. These possible funding sources are
presented to show the options that the City has in creating
the necessary funding mix to respond to the transportation
needs of Kennewick’s citizens. In addition to making policy
changes to increase revenues, this can involve putting more
resources in pursuing grants, shifting funds from nontransportation uses, and spreading costs across time
through financing and project phasing.

5.1.3 Chapter Structure
This chapter addresses estimated revenues from a variety of
sources, and includes a detailed description of each revenue
source and projections for future revenue dollars. Following
the revenue projections, costs for capital projects are
identified, along with expected maintenance and operations
costs. As mentioned, in some cases revenues may only be
used for capital purposes, and in other cases revenues may
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be used for capital or maintenance purposes. The decisions
on where to allocate revenues is ultimately the responsibility
of City staff and Council members.

5.2 Revenue Projections
5.2.1 State Grants
Grants are an important funding source for transportation
capital projects; however, these funds are distributed in a
competitive process making it difficult to determine future
grant funding levels. For this analysis, recent historical grant
revenue trends were reviewed since the passage of Initiative
7474.
Because Washington jurisdictions have property tax
revenues capped at a 1.0% increase, which is lower than
expected inflation (3.0%), inflation-adjusted revenues are
declining each year. This impacts transportation spending in
two ways. First, property tax funds that are collected for
transportation spending are able to purchase less annually.
Second, property tax funds that are non-restricted and are
used for other municipal necessities are also declining.
Jurisdictions face competing demands on ever-decreasing
fund, pulling the non-restricted funds that were going
towards transportation projects towards other immediate
needs, creating a greater need for grant funding.
There have been increases in the state fuel tax rate in recent
years. However, much of these additional state funds were
earmarked for specific large projects, although local
jurisdictions did receive some funding from the increase. The
Transportation Partnership Act (TPA) of 2005 provided

4 Although Initiative 747 was determined unconstitutional by the State
Supreme Court in 2007, a similar law was immediately passed by the State
Legislature, keeping the cap on property taxes effectively the same.
5 The Transportation Partnership Act of 2005, Saving Lives, Moving People,
Delivering Goods. Passed by the Washington State Legislature, April 25,
2005.
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additional funds to the Transportation Improvement Board
(TIB) and the County Road Administration Board (CRAB), for
a total of $80 million to be disbursed to local jurisdictions as
grants over a 16-year period. However, these increases in
funds are very small relative to demand, with requests to the
TIB overreaching available funds5 and TPA collections has
been almost 20 percent lower than the original 2005 TPA
projections.6

Who Pays/Who Benefits
State grants are primarily funded with the state-levied portion
of the Motor Vehicle Fuel Tax, which is paid by anyone
purchasing fuel for vehicles within the state. Therefore, road
users are the largest funding source for grant-funded
improvements, and road users are the primary beneficiaries
as well.

Assumptions for Revenue Projections
Grant revenues are project-specific and competitive; as
such, grant funding can exhibit large swings year-to-year.
For example, between 2003 and 2005, Kennewick received
several grants that were larger than typical to fund specific
projects. This analysis estimates revenues on a per capita
basis, assuming that over time the City will receive its “fair
share” of available state grant revenues. Over the last ten
years, Kennewick received $19.74 per capita in state grant
revenues in 2017 dollars, but that per capita amount varied
each year from $1.79 to $41.36. Because fluctuations in
grant funding are typical, and future revenues are projected
on a constant trend, they are likely to overstate revenues in
some years and understate them in others.

6

Washington State Department of Transportation, Gray Notebook, Ed. 67,
September 2017, p 67
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Figure 5-1 shows historic per capita revenues to the left of
the dotted line and estimated future per capita state grant
funds to the right. These revenues are project-specific as
can be seen in the peaks and valleys of the historical data.
Estimates are best understood as the sum across years;
estimates for specific years are very likely going to be
incorrect.
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Figure 5-1 Estimated Local Per Capita State Grant Funds
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5.2.2 Federal Grants

Who Pays/Who Benefits

Similar to State grants, Federal grants are also an important
funding source for transportation capital projects. As
discussed previously, grant funding is difficult to project
because it is awarded on a competitive basis and is projectbased. However, recent historical trends and information
regarding the context of federal grant revenue sources can
inform the assumptions that are made about available future
grant dollars.

Similar to state grants, federal grants are primarily funded by
the Motor Vehicle Fuel Tax. This tax is paid by all who
purchase gas within the United States. Drivers are therefore
the largest funding source for improvements paid by federal
grants and the primary beneficiaries. However, the pool of
contributors is nationwide, and the grants are distributed
nationwide. This means that each year all states contribute
to grant revenues, but depending on that year’s grant
awards, any given state may receive more or less in funding
than it contributed.

Federal transportation grants are primarily funded through
the federal portion of the Fuel Excise Tax. The federal gas
tax rate has fluctuated between $0.184 and $0.183 per
gallon of gasoline since 1994; while diesel has fluctuated
between $0.243 and $0.244 over the same period. The
majority of these funds are deposited into the Federal
Highway Trust Fund and disbursed to the states through the
Highway and Mass Transit Accounts.

Assumptions for Revenue Projections
As with state grants, recent historical federal grant revenue
trends were reviewed for this analysis, and similar to state
grants, future revenues have been estimated based on per
capita revenues staying constant in the future and only
growing due to changes in population. It is likely that this
trend will continue into the future, and may worsen over time
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Figure 5-2 Estimated Local Per Capita Federal Grant Funds
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as gas prices and vehicle fuel efficiency are both expected to
continue to increase, reducing the per capita gallons of gas
purchased per year.
Figure 5-2 shows historical and estimated future per capita
federal grant funds. Future projections are based on per
capita revenues staying constant in today’s dollars and
growing at an assumed rate of inflation of 1.88% in year of
expenditure dollars. The inflation rate is based on the annual
change in the Bureau of Labor Statistics’ (BLS) Consumer
Price Index for the previous 20-years for all urban
consumers in Western United States size class B/C cities.
The BLS defines size class B/C as cities with populations
less than 2.5 million. These revenues are also largely
project-specific as can be seen in the peaks and valleys of
the historical data. Estimates are best understood as the
sum across years; estimates for specific years are very likely
going to be incorrect.

June 2018

5.2.4 Sales Tax
The City of Kennewick has used sales tax primarily to fund
street construction in the past, but as the revenue source
has grown over time, the uses of the funds have broadened
in response to increasingly diversified needs for other capital
improvements. Sales tax is also used to pay for annual
electrical costs for street lighting, debt service payments on
a new police facility and the Toyota Center/Three Rivers
Complex, economic development activities, and other
infrastructure costs. Sales tax has not been used to fund
transportation capital projects since 2015.

5.2.3 Transportation Development Fees
Up until the passage of the transportation impact fee
program in 2015, developers paid the City transportation
fees for specific transportation improvement projects
necessary due to new development. These funds were
collected through the State Environmental Policy Act (SEPA)
process, which requires review of the impacts of proposed
projects on multiple environmental elements, including
transportation. Since the City’s implementation of Growth
Management Act transportation impact fees, the City does
not anticipate SEPA transportation fees to be a significant
source of revenue, and any collection of SEPA
transportation fees will be ad-hoc and likely not focused on
system improvements identified in the TSP. For that reason,
no revenues are projected for transportation development
fees in the 2040 TSP.
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Figure 5-3 Estimated per Capita Sales Tax Revenue Available for Transportation Infrastructure

Who Pays/Who Benefits
All residents and visitors who make retail purchases within
the city limits contribute to this revenue stream. The
beneficiaries of the transportation improvements are those
who use the City roads.

Assumptions for Revenue Projections
Although the City has not used sales tax revenues for
transportation projects since 2015, this is a policy decision
as part of those funds could be used for transportation
projects. Sales tax revenue available to the City has been
increasing at an annual rate of 3.8% since 2007, while the
annual per capita sales tax revenue has been increasing at
an average rate of 1.7% since 2007, in line with the relatively
slower population growth rate compared to the taxable retail
sales growth rate.
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For this analysis, revenue data was included for 2007 to
2016, a period of time that appeared to capture a full cycle of
the City’s retail sales tax revenue. The selected period spans
the recession, including a year immediately prior to the
beginning, the low in revenues in 2009, and the recovery
period through 2016. The average annual per capita
increase over this period of time was 1.7%. This rate was
continued into the future, projecting an increase in year of
expenditure dollars, but a slow decline in inflation-adjusted,
2017 dollars.
Figure 5-3 illustrates the historical per capita sales tax
revenues that were spent on transportation infrastructure,
and the estimated future revenues available for these
expenditures based on the reduced rate of use in 2013 and
2014. The historic revenues can be seen to the left of the
dotted line, and the expected decrease in real dollars is clear
in the navy line to the right.
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transportation impact fees, the extent to which sellers are
able to pass this cost along to buyers is dependent on
market conditions, such as strength of demand, availability
of credit, and building cycle. For REET revenues used for
transportation purposes, users of City roads are the
beneficiaries of the capital improvements, although property
owners recoup some of the REET costs through increased
capitalized property values.

5.2.5 REET
Cities and counties in Washington are authorized to levy two
separate 0.25% real estate excise taxes on the sales of all
real estate. The first quarter percent of the tax receipts must
be used on capital projects included in the capital facilities
element of the City’s Comprehensive Plan. This restriction is
in place for cities with populations greater than 5,000 or
planning under the Growth Management Act (GMA). The
second 0.25% (REET II) must be spent on transportation
capital projects as defined in RCW 82.46.035(5) which
includes streets, roads, sidewalks, traffic signals, bridges,
and street and road lighting systems. Currently, Kennewick
levies the full 0.5% on all sales of real estate within the city
limits, but only uses 0.25% on transportation capital projects.

Assumptions for Revenue Projections
The City began using REET II revenue for transportation
projects in 2012. The City estimates future REET revenue
for their Capital Improvement Program using a 2% annual
increase. Projections for the 0.25% transportation capital
project REET II are shown in Figure 5-4 for the years 2017
to 2040. The City’s 2% annual increase assumption was
continued forward in the analysis for the years 2023 to 2040.

Who Pays/Who Benefits
REET is collected from the property seller, but the property
buyer is liable if the tax is not paid. Similar to GMA
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Figure 5-4 Estimated per Capita REET Revenue for Transportation Capital Projects
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5.2.6 Transportation Impact Fees
Impact fees are a financing tool that provides a mechanism
for new development to pay a portion of the costs associated
with infrastructure improvements that are “reasonably
related” to that development. The Washington State Growth
Management Act (GMA) allows jurisdictions to develop and
implement a transportation impact fee program to help fund
some of the costs of transportation facilities needed to
accommodate growth. State law (Chapter 82.02 RCW)
requires that impact fees are:
•
•
•
•

Related to improvements to serve new development
and not existing deficiencies.
Assessed proportional to the impacts of new
development
Allocated for improvements that reasonably benefit
new development
Spent on facilities identified in the Capital Facilities
Plan (CFP)

Legally, financing for improvements that will serve the new
development must provide a balance between impact fees
and other sources of public funds, and the fees must be
structured in a manner that ensures that funds collected do
not exceed a proportionate share of the costs of
improvements reasonably related to new development.
The statutes enacting the impact fee laws leave room
for interpretation regarding the issue of improvements being
“reasonably related to the new development.” However, in
the decision of The City of Olympia v. John Drebick et al.,
the Washington State Supreme Court supported the idea
that an individual development does not need to be tied to a
specific improvement project.

Who Pays/Who Benefits
Although it is developers who initially pay for the
transportation improvement projects, some portion of these
costs is passed on to the home buyers and commercial
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tenants of the developed property. The extent to which home
buyers pay this fee in increased costs is an issue of regular
debate, but is dependent on economic conditions, such as
the availability of credit and local market demand.
All users of the road system benefit, since these specific
improvement projects are necessary to retain the current
level of service after the development has been built. Also,
the developers and property owners in particular benefit by
being able to develop in the area

Assumptions for Revenue Projections
The City has adopted a transportation impact fee (TIF)
program defined in Chapter 13.16 (Transportation Impact
Fees) of the City’s Municipal Code. The TIF is based on the
TSP projects and cost estimates, and the anticipated growth
through 2040. The total project costs considered eligible to
include in the transportation impact fee program is
anticipated to be $73.5 million. Based on the project costs
and the expected growth in trips, the maximum TIF rate was
determined to be $2,720 per net-new PM peak hour trip
generated. The maximum trip rate was then reduced by 60%
to be consistent with surrounding jurisdictions resulting in a
fee of $1,088 per PM peak hour trip.
Based on the reduced TIF rate, the TIF is expected to
generate approximately $29 million in revenues between
2017 and 2040. The actual TIF revenues will be directly tied
to the level of growth that occurs each year. The TIF will
allow the City to match funding for growth-related
improvements to the pace of growth.
The City will not actually collect all of the TIF funds because
developers will be asked to construct some of the projects.
Where a developer is conditioned to construct all or a portion
of TIF project, the City will provide credits, consistent with
GMA requirements.
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between 2007 to 2010. Independent of economic conditions,
MVFT revenues are expected to decrease as vehicle fuel
efficiency increases. Over the long-term, the Washington
Department of Transportation is working on alternative
approaches to funding roadway usage needs. These
changes could change or replace the MVFT, in which case
the assumptions used here will need to be updated.

5.2.7 Motor Vehicle Fuel Tax
Gas tax funds are a large portion of the revenues that
support the City of Kennewick’s transportation maintenance
program. Currently, the City uses all gas tax funds received
from the State for maintenance. In keeping with this policy
decision, future MVFT revenues are assumed to be used
exclusively by the City for maintenance costs.

Assumptions for Revenue Projections

Counties and cities receive a portion of the State Motor
Vehicle Fuel Tax (MVFT) based on a reimbursement
formula. These funds decreased on a per capita basis for the
City of Kennewick at an average annual rate of
approximately 2.1% in real dollars from 2007 to 2016.

As vehicle fuel efficiency increases, the number of gallons
consumed has increased at an average rate of 1% over the
past six years, likely due to statewide population growth.
Historically, per capita MVFT funds used for maintenance
have been fairly steady in nominal terms, declining at an
average annual rate of less than 1.0% since 2006. The City
may see some growth in total revenues due to increases in
population, but real per capita revenues are likely to remain
constant, and have been projected with that assumption. Per
capita year of expenditure revenues are therefore expected

Motor vehicle fuel tax revenues are sensitive to overall
economic conditions because people tend to drive more
when the economy is stronger. The sensitivity of MVFT
revenues to economic conditions is demonstrated by the dip
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Figure 5-5 Estimated per Capita State MVFT
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to continue to increase slowly in the future at an average
annual rate of 1.9%. Figure 5-6 illustrates historic per capita
State MVFT revenues received by the City of Kennewick,
and the estimated future per capita revenues through 2040.

caused an immediate increase in total assessed real
property value; even without these annexations, property
value in real dollar terms does seem to have outpaced
inflation for the study period.

5.2.8 Property Tax

In 2009, Kennewick created a stormwater fund. As
stormwater has its own utility fund, property tax is not used
for stormwater maintenance. Since that change, property tax
revenues for transportation maintenance have been lower.
To account for the decrease in property tax applied to
transportation maintenance, projections use the average real
per capita property tax revenue from 2010 to 2016 to project
estimated revenues going forward.

Property tax is deposited into the City’s General Fund, and is
available for any municipal purpose, including transportation
spending. The City of Kennewick transfers property tax
funds from the General Fund for transportation maintenance,
as needed. Property tax revenues are used to make up for
any funding shortfalls.

Assumptions for Revenue Projections
In year of expenditure and 2017-dollar terms, total assessed
property value has increased annually throughout the 2007
to 2016 period. During this period, the City of Kennewick
annexed areas in 2009, 2010, 2014, 2015, and 2016 that
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Figure 5-6 Estimated per Capita Property Tax Funds to be Used for Transportation Maintenance
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Since the passage of Initiative 7477 in 2001, property tax
increases on existing properties are restricted to 1.0% of the
previous year’s revenues. In inflation-adjusted terms,
revenues from property tax are actually declining, since the
1.0% allowed increase does not keep pace with inflation
(which has averaged 1.9% in Kennewick over the past 20years), or population growth. Because of the cap, all
Washington State jurisdictions that collect property tax are
seeing declining purchasing power in their property tax
revenues.
To be conservative and account for the expected continuing
decline in ability to raise real property tax revenues, property
tax real revenues were held steady at their current rate of
$4.42 per capita. Figure 5-7 shows the estimated per capita
property tax funds to be used for transportation
maintenance.

5.2.9 Total Estimated Revenue
Table 5-1 shows the estimated revenue available for
transportation projects for the planning time period of 2017
to 2040 in 2017 dollars.
There are significant differences between the revenue
projections from the 2007 Transportation Systems Plan and
this update to the Transportation Systems Plan. Comparing
the performance of the 2007 projections with the actuals
from the past ten years, the methodologies used in 2007
were found to not accurately represent what had been
collected and spent in the past 10 years. The revenue and
expenditure projections contained in this update reflect
methods that better represent the City’s past experiences. In
addition to the change in methodologies, this plan includes a

June 2018
greater increase in population and a slightly longer planning
horizon (2007-2025 versus 2017-2040).
Table 5-1 Total Estimated Available Funds (2017-2040)

Estimated Available Funds

(2017 $)

Capital Funds
State Grants

$47,327,000

Federal Grants

$69,128,000

REET II (0.25%)

$33,945,000

Transportation Impact Fees

$29,425,000

Subtotal Capital Funds
Estimated Debt Service (-)
Total Available Capital Funds

$179,826,000
($7,883,000)
$171,943,000

Optional Capital Funds
Sales Tax (optional)

$91,282,000

REET I (0.25%) (optional)

$33,945,000

Total Optional Capital Funds

$125,227,000

Maintenance and Operations Funds
State Motor Vehicle Fuel Tax

53,817,000

Property Tax

10,842,000

Total Maintenance & Operations Funds

$64,659,000

Note: All values rounded to the nearest $1,000. Optional Capital Funds are
currently used for different purposes by the City of Kennewick, but could be
used for transportation capital projects.
Sources: City of Kennewick, 2017; OFM, 2007-2017; BERK, 2018.

While the sales tax revenue projection came out lower than
the 2007 estimate, most of the revenue projections were
significantly higher in this update. The City uses sales taxes
as needed for transportation purposes and has not used any
sales tax revenues for transportation project since 2015.

7 Although Initiative 747 was determined unconstitutional by the State
Supreme Court, a similar law was immediately passed by the State
Legislature, keeping the cap on property taxes effectively the same.
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Given this uncertainty, it is impossible to estimate how much,
if any, sales tax revenues the City will use for transportation
projects in the future.

5.3 Other Possible Funding
This section outlines additional funding sources that may
apply to transportation spending but would require changes
to current policy and, in some cases, voter approval. These
changes include updates to existing tax policies.
For example, the City previously used a portion of collected
sales tax to fund street construction, but since 2015, the City
has used this revenue source for other needs. In addition,
the City could use REET I funds for transportation projects
as part of their capital improvement program.
Similarly, property tax revenue is deposited into the General
Fund and is available for any municipal purpose, including
transportation. The City has used property tax revenue for
transportation maintenance on an as-needed basis, but the
City has the option to dedicate more funds to transportation
needs.
In addition to these policy changes, there are several other
revenue sources available to the City of Kennewick,
including establishing a Transportation Benefit District. Table
5-2 shows revenue sources available for cities in
Washington State for transportation purposes.
Some revenue sources are not discussed. Specifically, the
following revenue sources are available but unlikely to be
used by the City for transportation:
•
•
•
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Franchise fees are entered into on an as-needed
basis with utility providers and other jurisdictions;
Property tax levy lid lifts require ballot measures;
Short-term debt funding tools, such as anticipation
notes, loans, and lines of credit that are meant to
cover temporary liquidity issues; and

•

Tolling on state highway portions which would
require designation by the Washington State
Legislature.
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Table 5-2 Other Possible Funding Sources

Funding Source

Funding Source and Description and Applicable Restrictions

General Obligation Bonds
RCW 39.36.015 and Article 8,
Section 6 of the Constitution of
the State of Washington

Cities, Transportation Benefit Districts, and Local Improvement Districts may issue general obligation bonds, by special
election or council decision, to finance projects of general benefit to the city or district. TBDs must use the revenue to finance
projects specific to transportation. In addition to the principal and interest costs of issuing debt, there are usually costs
associated with issuing bonds, including administrative time, legal and underwriting costs, and insurance costs. The
Washington State Constitution limits the amount of debt municipalities can incur to 5.0% of the City’s assessed value of
taxable properties; the Washington State Legislature has statutorily limited the debt carrying capacity further to 2.5% of the
assessed value.

Limited Tax General
Obligation (LTGO)
RCW 36.36

Limited tax general obligation bonds, sometimes referred to in Washington as "councilmanic" bonds, do not require voter
approval and are payable from the issuer's general tax levy and other legally available revenue sources. LTGO bonds can be
used for any purpose, but funding for debt service must be made available from existing revenue sources. There are
constitutional and statutory limits on a municipality's authority to incur non-voted debt. Total debt is limited to 2.5% of the
assessed value of taxable properties; maximum LTGO debt is then 2.5% minus unlimited tax general obligation bonds.

Unlimited Tax General
Obligation (UTGO)
RCW 84.52.056 and Article 7,
Section 2 of the Constitution
of the State of Washington

These bonds require 60% voter approval with a minimum voter turnout of 40% of voters who cast ballots in the last general
election within the district. When voters of a jurisdiction vote for a bond issue, they are being asked to approve: (a) the
issuance of a fixed amount of general obligation bonds and (b) the levy of an additional tax to repay the bonds, unlimited as
to rate or amount. Once voter approval is obtained, a municipal corporation is still restricted by constitutional and statutory
debt limits with these bonds. Councilmanic debt is limited to 1.5% of the assessed value of taxable properties.

Public Utility Tax
RCWs 35.21.870, 35.22.280(32),
and 82.16.020

Local governments have the authority to levy Public Utility Taxes, which are a form of Business and Occupation tax. These
revenues contribute to a municipality’s General Fund and may be used for many city expenses, including capital
improvements. Washington State sets the maximum rate of tax on electrical, natural gas, steam energy, and telephone
businesses at 6.0%, unless a higher rate is approved by voters. There is no tax rate limit on other utilities such as water,
sewer, and garbage services.
Currently, Kennewick has an 8.50% tax on natural gas, electricity, telephone and steam energy businesses. To increase this
rate would require voter approval. For water, sewer, and garbage services, Kennewick currently charges a 15.5% tax. In
addition, the city charges a 7% tax on cable and solid waste businesses and a 1% tax on emergency services and
stormwater businesses. These rates could be increased without voter approval to generate further revenues.

Local Improvement District
(LID) and Road Improvement
District (RID) Formation
RCW 35.43-35.56

Allows cities to carry out public improvements, including transportation improvements through mechanisms that assess those
costs to benefitted property owners.

Levied by Transportation
Benefit Districts (TBDs)
RCW 36.73

TBDs are independent taxing districts that can impose an array of fees or taxes to fund transportation improvements. TBDs
can be established in jurisdictions ranging from a city to multi-county area. TBDs are intended to finance the construction of,
and operate, improvements to roadways, high capacity transportation systems, public transit systems, and other
transportation management programs.

Sales and Use Tax
RCW 82.14.0455

Cities can authorize local TBDs that provide up to a 0.2% local sales and use tax with voter approval. This tax may not be
in effect longer than 10 years unless reauthorized by voters.

Motor Vehicle Excise Tax
(MVET)
RCWs 81.100 and 81.104

TBDs can levy up to a $100 fee for each new vehicle weighing less than 6,000 pounds registered in its jurisdiction. $20 of
this fee can be leveraged without a public vote.
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5.4 Funding Strategy for Capital Needs
The financial analysis performed for the Kennewick TSP is
aimed at providing the City with information to help answer
two main questions:
•
•

What transportation improvement projects can the
City reasonably afford to build in the next 20+ years?
What would the City have to do to augment available
revenue for transportation infrastructure in order to
increase the number of projects it is able to build?

June 2018
Table 5-3 Summary of Transportation Capital Project Costs
(2017-2040)

Estimated Costs by Project Type

$13,015,000

Reconstruction / Widening

$68,250,000

Intersection

$39,215,000

Pedestrian / Bicycle
Annual Programs
Studies
Subtotal

Notably, this chapter is not intended as the singular finance
plan and does not require the City to commit to a specific
funding plan. Instead, it is meant to provide information so
that the City’s policy-makers are able to make informed
decisions regarding the balance between building necessary
transportation infrastructure and the opportunities and efforts
required in raising the revenue needed to pay for it.

5.4.1 Capital Project Costs
Table 5-2, in the previous chapter, summarizes the list of
transportation improvement projects. Planning level cost
estimates are provided for each project. The cost estimates
were developed based on typical unit costs from the City’s
Transportation Improvement Program (TIP) and recent
construction costs in the region. However, the cost estimates
should be refined and updated as each project moves into
design and implementation.
Projects were combined into seven project type categories
as summarized in Chapter 4. Table 5-3 summarizes the
estimated costs of the projects in 2017 dollars. Costs are
only shown for projects within the City of Kennewick’s
jurisdiction. The summary also includes estimated costs of
projects along WSDOT maintained highways such as US
395. It is assumed costs will be shared between the City and
WSDOT as improvements to state highways are completed
in the future.

(2017 $)

New Street Construction

WSDOT / City Joint Projects*
Total Project Costs

$2,673,000
$47,550,000
$100,000
$170,803,000
$33,060,000
$203,863,000

Note: All values rounded to the nearest $1,000. Costs in 2017 dollars.
Sources: City of Kennewick and Transpo Group, 2018.
* Costs to be shared between the City and WSDOT

5.4.2 Capital Revenues
Table 5-4 summarizes the total revenues available to capital
projects over the study period. The revenues are displayed
in 2017 dollars. A total of approximately $172 million in
revenue is projected. However, the “real” revenues decrease
in value over time as project costs increase.
Table 5-4 Summary of Available Transportation Capital
Revenues (2017-2040)

Estimated Available Revenues

(2017 $)

State Grants

$47,327,000

Federal Grants

$69,128,000

REET II (0.25%)

$33,945,000

Transportation Impact Fees

$29,425,000

Total Revenues
Estimated Debt Service
Total Capital Available Funds

$179,826,000
$7,883,000
$171,943,000

Note: All values rounded to the nearest $1,000.
Sources: City of Kennewick, 2017; OFM, 2007-2017; BERK, 2018.
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5.4.3 Summary
The funding analysis identifies approximately $204 million in
capital improvement projects over the study period, and
approximately $172 million in estimated available revenues.
In order to fully fund the transportation capital projects, the
City would need approximately $32 million in additional
revenue (in 2017 dollars) between 2017 and 2040 to
address the gap.
One way to address the gap between estimated revenues
and costs is to work closely with WSDOT and local
legislators to obtain a greater contribution from the State to
fund improvements along the state highways within the City,
such as US 395. If additional State funds are obtained for
the purpose of implementing the capital projects along the
state highways, the expected funding shortfall would be
addressed.
If State funding is not able to be obtained, the City will need
to make policy decisions regarding implementation of the
capital projects in terms of utilizing other available revenue
sources or evaluating new funding options, and decide which
is most politically feasible. These decisions will affect the
level of transportation capital improvements that can be
funded. Decisions will need to be made regarding the
balance of expected revenue and the timing of projects,
including what projects get pushed beyond the study period
to a future plan and what projects are foregone entirely.

5.5 Funding Strategy for Maintenance
and Operations Needs
It is equally important to estimate the resources needed to
maintain existing and newly created transportation
infrastructure. Certainly, it is not sustainable to invest in new
capital projects if the resources do not exist to maintain them
properly, or if in doing so, it requires pulling revenues from
other municipal priorities.
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Transportation maintenance spending is directly related to
level of service standards, which are typically set at the
discretion of the jurisdiction. Therefore, jurisdictions must
continually make decisions regarding available funds,
desired level of service, and other financial priorities.
In an attempt to help the City of Kennewick make informed
investment decisions, Maintenance and Operations (M & O)
trends were analyzed. In doing so, historical M & O revenue
and expenditure streams were studied and projected based
on knowledge about how these expenses and revenues are
likely to change in the near future.
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The assumption in cost inflation has a significant effect on
the resulting cost projections for maintenance and the overall
funding need. Any marked difference in the inflation
assumption will change estimated future costs. In order to
project transportation maintenance costs in the future,
current costs were analyzed on a cost-per-center-line-mile
basis. This allows for the consideration of additional center
line miles in the future through the construction of new
roads. A separate, lower maintenance cost per center-line
mile was used for the added roads to account for expected
delated maintenances costs associated with new
construction.

5.5.1 Maintenance Costs
According to the WSDOT Highway Construction Cost Index,
road construction costs have been increasing at an average
annual rate of 4.2% over the past 10 years.8 Figure 5-8
shows the annual percentage change in highway
construction costs since 1990, taken from the WSDOT
Highway Construction Cost Index. The volatility of costs from
year over year is clear in the hills and valleys of the chart.
To estimate cost projections for transportation maintenance
through 2040, this analysis assumes increases of 4.2%
annually, the same average rate seen historically over the
past ten years.

Assumptions for Cost Projections
As discussed, road construction costs have been increasing
at an average annual rate of 4.2% over the past ten years.
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Sources: City of Kennewick, 2017; WSDOT 1990-2017; BERK 2018.

Figure 5-7 Annual Percentage Change in Highway Construction Costs as represented by the WSDOT
Construction Cost Index (1990-2016)

8

The Washington State Department of Transportation discontinued the Construction Cost Index as of June 2016. The Construction Cost Index covered the past
study period used in this plan, but will not be available for future updates.
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Figure 5-9 City of Kennewick Historic Transportation Maintenance Expenditures (2003-2016, Year of Expenditure)
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Sources: City of Kennewick, 2017; OFM 2007-2017; U.S. Bureau of Labor Statistics, 1996-2016; BERK 2018.

Figure 5-8 Estimated Future Road Maintenance Costs
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To estimate cost projections over the next 20 years, this
analysis assumes a continuation of this 4.2% average
annual rate. However, the City’s spending on maintenance
has increased at rate of 1.9% between 2003 and 2016
(Figure 5-10), similar to the 20-year CPI inflation rate.
Both the CPI and CCI inflation rates were used to project
costs for comparison in the analysis. Also included in this
analysis are assumptions regarding the creation of new
roads. New roads are expected to be constructed at an
average rate of 1.7 center-line miles per year. Maintenance
of new roads are expected to cost approximately 50% of
existing roads since they are new and should need minimal
upkeep for a period of time.
The total costs to maintain the transportation system over
the course of the study period is estimated at $86,277,000.

5.5.3 Summary
The funding analysis identifies approximately $86 million in
maintenance costs over the study period, and approximately
$65 million in estimated available revenues. In order to fully
fund the transportation maintenance and operations, the City
would need approximately $21 million in additional revenue
(in 2017 dollars) between 2017 and 2040 to address the
gap.
The solution that will work best for the City to address the
transportation maintenance financing gap will have to be
determined by those in the position to make related policy
decisions, and may be some combination of the options
discussed below.
•

Lower Maintenance Standards. The City may
choose to reduce the level of service to which they
maintain the road system. This will thereby reduce
the per-center-line-mile required maintenance
funding.

•

Dedicate more General Funds to transportation
maintenance. More funds may be transferred from
the City’s General Funds (including property tax) to
the Street Fund for transportation maintenance. This
clearly involves a tradeoff, reducing funds available
for other City expenses.

•

Construct fewer new projects. The new
transportation capital projects will increase the
necessary maintenance costs by adding center line
miles within the City. Similarly, annexing new area to
the City will require the City to pay for maintenance
on the added roads. Reducing or postponing new
projects and annexations is one way to reduce
maintenance costs

5.5.2 Maintenance Revenues
The City currently uses two primary funding sources for
maintenance of transportation infrastructure; State motor
vehicle fuel tax and property tax. The expected total
revenues available for maintenance and operations from
2017 to 2040 can be found in Error! Reference source not
found.. The revenues are displayed in 2017 dollars. A total
of approximately $65 million in revenue is projected.
Table 5-5 Summary of Available Maintenance and Operations
Revenues (2017-2040)

Estimated Maintenance and
Operations Funds
State Motor Vehicle Fuel Tax
Property Tax
Total Maintenance & Operations Funds

(2017 $)
53,817,000
10,842,000
$64,659,000

Note: All values rounded to the nearest $1,000.
Sources: City of Kennewick, 2017; OFM, 2007-2017; BERK, 2018.
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6 Implementation
Once developed, a plan is just a collection of words and
good intentions. It has no effectiveness unless its goals,
objectives, and policies are adopted as a foundation for
decision-making. Its recommended projects and programs
will not be undertaken unless designed and financed. In
essence, a plan is only as good as the actions taken to
implement it.

6.1 Legal Basis of the Kennewick
Transportation Systems Plan
Implementing the Kennewick Transportation Systems Plan
begins with the establishment of its legal standing through
adoption. The Kennewick Transportation Systems Plan will
be adopted by City Council as an element of the Kennewick
Comprehensive Plan. The Kennewick Transportation
Systems Plan is considered a detailed component of the
Comprehensive Plan; and, therefore, has the same weight,
or legal standing, as the Comprehensive Plan. The goals,
objectives, policies, maps and projects contained in both the
Comprehensive Plan and Transportation Systems Plan are
legally adopted and binding.
When new studies or neighborhood plans develop
recommendations that would improve upon the Kennewick
Transportation Systems Plan, the Plan can be amended to
reflect those changes. Amendments to the Plan require a
public hearing and vote of approval by City Council.

6.2 Policy Foundation for DecisionMaking
The Kennewick Transportation Systems Plan provides the
policy foundation for City decision-makers, Staff, advisory
bodies, and citizens. The goals, objectives, and policies of
the Plan are to be considered in all decision-making
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processes that impact, or are impacted by, the transportation
system. Specifically, the Plan is to guide decisions involving:

6.3 The Function and Location of
Streets
The Plan describes, through the use of maps and
descriptions the classification, or function, the public streets
within the Kennewick planning area. It also describes the
approximate alignment of planned arterial and collector
streets.

6.4 Land Use Development
The Plan contains policies and recommendations that
require new development to provide adequate accessibility
for all travel modes within the development, and system
coordination with existing and planned development. The
Plan also guides the development of new street system
elements as development occurs.

6.5 Transportation Programs
This Plan identifies measures and programs to be
undertaken to increase mobility for all travel modes.

6.6 Capital Investments
The project and program recommendations contained within
the Plan form the basis from which projects are placed into
the Six-Year Transportation Improvement Program (TIP), the
Metropolitan Planning Organization (MPO) and Regional
Transportation Planning Organization (RTPO)
Transportation Improvement Program (MPO/RTPO TIP),
The State of Washington STIP, and annual City budget.

6.7 Funding Priorities
The projects and programs recommended in the Plan are
prioritized based on need and general timeframe. These
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priorities should be considered when preparing funding
scenarios and measures. It is understood that priorities may
change over time, and other factors need to be considered
when preparing funding and construction priorities.

6.8 Relationship with the Kennewick
Six-Year Transportation
Improvement Program
The City of Kennewick Six-Year Transportation Improvement
Program (TIP) is a six-year implementation plan for the
City’s capital construction and operations projects. The
major transportation-related projects contained in future
TIP’s will be derived, in part, from the projects and needs
identified in the Kennewick Transportation Systems Plan. All
transportation projects contained in the TIP, whether major
or minor, must be consistent with the goals, objectives,
policies, and needs identified in the Kennewick
Transportation Systems Plan.

6.9 Relationship with Land Use Actions
and Development Review
In accordance with requirements contained in the Kennewick
Municipal Code, the adopted goals, objectives, policies,
projects and maps of the Kennewick Transportation Systems
Plan must be considered and applied in the review and
approval of land use actions and development applications.

6.10 Component of Regional
Transportation Plans
The Kennewick Transportation Systems Plan has been
developed in relation to the MPO/RTPO TIP for Benton,
Franklin and Walla Walla Counties, which makes
recommendations for local plan development for the City of
Kennewick and other jurisdictions in the region. The
MPO/RTPO TIP is updated and adopted by the BentonFranklin Council of Governments (BFCOG).
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6.11 MPO/RTPO Transportation
Improvement Program
Just as the Kennewick TIP is the primary implementing
document for the Kennewick Transportation Systems Plan,
the MPO/RTPO TIP is the implementing mechanism for the
Metropolitan Transportation Plan. The MPO/RTPO TIP
contains all projects of regional significance from each of the
region’s jurisdictions. Projects requiring the use of state or
federal funds must also be included in the MPO/RTPO TIP.
Project priorities and the assignment of federal funds are
reviewed by the regional Technical and Policy Advisory
Committees of the Regional Transportation Planning
Organization (RTPO), which consists of elected officials from
each participating local jurisdiction, and the Washington
State Department of Transportation. Some of the projects
and programs identified in the Kennewick Transportation
Systems Plan will constitute a significant portion of the
MPO/RTPO TIP.

6.12 Amending the Kennewick
Transportation Systems Plan
With the detailed elements of the 20-year plan and the
broader principles contained in the long-range strategy, the
Kennewick TSP is designed to be relevant for the 20 year
planning horizon. However, like all plans, circumstances
change, assumptions become modified, and new priorities
are developed. As a living document, the Kennewick TSP
has been prepared for an efficient amendment process to
address ongoing transportation issues.

