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INTRODUCTION 

 
As Spokane Valley updates its Comprehensive Plan, an evaluation of existing 
conditions is being performed across a variety of topics from housing, to land use, 
to economic development. This document summarizes the existing state of the 
transportation system. This analysis is a required component of the Transportation 
Element of the Comprehensive Plan and identifies how the transportation network 
and the surrounding land uses influence the way people travel and how convenient 
that travel is for commuting, shopping, recreating, and other needs. Based on this 
analysis and an extensive public outreach component, challenges and 
opportunities for the transportation network are identified that will be addressed 
as part of the ongoing Comprehensive Plan update. 

LAND USES AND KEY DESTINATIONS 

 
Since incorporation in 2003, the City of Spokane Valley has grown significantly, 
with approximately 92,000 residents currently living in the Valley as compared to 
76,800 in 2000. Spokane Valley also added a total of approximately 10,000 jobs 
between 2000 and 2014. Approximately 50,000 people work in Spokane Valley 
today, compared to under 40,000 in 2000. Figure 1 summarizes these trends. 
Despite its reputation as a bedroom community, Spokane Valley has a relatively 
high jobs-to-housing ratio, with about 1.3 jobs per household. This ratio is higher 
than the Countywide average of 1.1, indicating that the Valley is a regional jobs 
center. 
 
The places where people live, work, and play are impacted by how a city and 
surrounding communities guide where development occurs. The Land Use 
Element of this Comprehensive Plan provides the framework for future land use 
growth in Spokane Valley. 
 
Understanding how people currently travel to work is important to help 
accommodate the different modes of transportation in the future. The way people 
commute to work largely depends on where they live, where their job is located, 
and the transportation options available. Figure 2 and Figure 3 highlight the 
existing population and employment density in the Valley. 

As shown in Figure 2, population densities tend to be higher south of I-90 and 

Figure 1 Existing Spokane Valley Job and Population Growth 

 
Source: US Census Bureau, 2015 
 
between Argonne and Sullivan Road. It should be noted that the areas north of I-90 
and east of Sullivan Road have some areas with dense housing as well. The Census 
tracts in these areas are much larger, though, and include parcels of undeveloped 
land, leading to lower population density area-wide.  
 
Employment in the Valley is generally concentrated along I-90, the Spokane 
Business and Industrial Park, the industrial areas adjacent to Felts Airfield, and the 
Spokane Valley Mall, as displayed in Figure 3. The jobs in areas north of I-90 tend to 
be more industrial in nature while south of I-90 commercial and retail are more 
prevalent. 
 
It is important to consider the differences in the retail and industrial areas adjacent 
to I-90 as compared with where the majority of Valley residents live. The I-90 
corridor and areas north of it support a high density of jobs but the residents 
predominantly live in the central and south parts of Spokane Valley. This 
separation of jobs, housing, and retail results in some traffic congestion around the 
I-90 interchanges and limits the viability of people walking and biking to work or 
shopping since people are generally uncomfortable walking or biking along busy 
streets.  
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Figure 2 Existing Population Density 
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Figure 3 Existing Employment Density 
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TRANSPORTATION NETWORK OVERVIEW 

Spokane Valley’s street system carries a variety of transportation modes that move 
people and freight throughout the Valley and surrounding Spokane County. While 
driving a car is the primary way that people get around in Spokane Valley, the 
street network accommodates many modes of travel, including walking, bicycling, 
public transit, and freight. 

A gridded network provides improved connectivity for all forms of transportation, 
particularly walking and biking, by reducing the distance necessary to travel and 
providing alternative routes. In general, the roadway network in central and south 
Spokane Valley is composed of gridded streets, a reflection of the urban form 
typical during Spokane Valley’s early development. Outside the central core, the 
network is primarily connected via principal and minor arterials, with large gaps 
between streets and many unconnected residential cul-de-sacs and loop roads. 
This layout of large blocks creates a less friendly environment for walking, 
bicycling, and public transit since it can greatly increase the distance between a 
home and a destination or transit stop. 

Based on 2011 data from the US Census Bureau’s Longitudinal Employer-
Household Dynamics (LEHD) survey, about 38,800 people commute into Spokane 
Valley for work. Approximately 22,800 city residents commute out of the Valley for 
work, while about 13,800 residents stay in the Valley for work. These data are 
summarized in Figure 4. 

Figure 4 Commute Flow 

 

 

 

In addition to collecting information on where Valley residents work, the Census 
Bureau also tracks how Spokane Valley residents travel to work—a statistic known 
as mode share. As shown in Figure 5, 80.4% of Spokane Valley residents drove to 
work alone while an additional 10.7% carpooled. 3.1% of Spokane Valley workers 
rode transit to work. Of the remaining 5.8% of workers who reside in Spokane 
Valley, most worked from home while others walked, biked, took taxis, rode 
motorcycles, or used other means. These mode shares are typical for an auto-
oriented suburban community. 

Figure 5 Commute Mode to Work 
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FUNCTIONAL CLASSIFICATION OF ROADWAYS 

Streets function as a network. The efficiency of a street network is dependent upon 
how the streets are able to complement each other to serve different trip types. 
Functional classification is the process by which streets and highways are grouped 
into classes, or systems, according to the character of service they are intended to 
provide. A proper balance of classes is necessary to effectively serve a mix of land 
uses and modes of travel.  

Spokane Valley currently classifies its roadways into principal arterials, minor 
arterials, collector arterials, and local streets, as shown in Table 1. Functional 
Classification of Roadways are displayed in Figure 6. Additionally, there are state 
and federal highways within the Valley. Examples of each roadway type and their 
major characteristics are described below.  

Table 1 Functional Classification of Roadways 

Roadway 
Type 

Description / Purpose Example 

Interstate/ 
Highway 

Provide high speed, free flow travel between 
regional destinations. 

I-90 

Principal 
Arterial 

A roadway that serves through trips and 
connects Spokane Valley with the rest of the 
area. 

E Trent Ave 
Pines Rd / SR 27 
E Sprague Ave 

Minor 
Arterial 

Minor arterial streets provide inter-
neighborhood connections, transit access, 
and serve both local and through trips. Can 
accommodate pedestrian and bicycle travel if 
there are sidewalks and bike lanes/paths. 

E Broadway Ave 
S Evergreen Rd 
E 16th Ave 

Collectors 
Arterial 

Collectors distribute trips between local 
streets and arterials. Can be good for 
pedestrian and bicycle travel if there are 
sidewalks and bike lanes/paths. 

Vista Rd 
E 4th Ave 
E 24th Ave 

Local 
Streets 

Local streets provide circulation and access 
within residential neighborhoods. Good for 
bicycle and pedestrian travel. 

E Valleyway Ave 
Long Rd 

Figure 6 Roadway Network and Functional Classification 
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EXISTING PEDESTRIAN FACILITIES 

Residents and visitors in Spokane Valley walk as part of their daily travel for many 
reasons. Children attending school, commuters taking the bus or connecting with a 
carpool to get to work, and senior citizens making midday trips all require safe 
pedestrian amenities. Sidewalks, crosswalks, curb ramps, and small curb radii are 
all key features in creating a safe and welcoming environment for people to walk. 
Buffers between sidewalks and lanes of traffic, such as landscaping or on-street 
parking, can also increase safety and comfort for pedestrians, particularly on 
arterial streets. Figure 7 shows examples of sidewalks and trails in Spokane Valley.  

Sidewalks are present on both sides of most principal and minor arterials in 
Spokane Valley as well as some collectors, as shown in Figure 8. The Valley has 
also prioritized providing sidewalks near schools, libraries, transit locations, and 
trailheads. While quiet residential streets may not require sidewalks for a safe 
pedestrian environment (with the exception of key routes to schools), some 
arterials lack sidewalk coverage, such as Mission Ave, 4th Ave, and Adams Rd. Plans 
for adding to the sidewalk network generally focus on filling existing gaps on 
arterials.  
 
In addition to sidewalks and crosswalks along streets, Spokane Valley also has 
paved shared-use paths for pedestrians and bicyclists. The Centennial Trail 
provides a dedicated east-west connection along a shared-use path. The trail is 
part of a regional connection through Spokane and to the Washington-Idaho state 
border. The new Appleway Trail provides an additional east-west corridor for 
pedestrians and bicyclists along the former Milwaukie Railroad right-of-way. The 
Valley is actively working on extending the Appleway Trail. Spokane Valley has also 
identified more opportunities for shared use paths along former and active rail 
lines. 
  
 
 
 
 
 
 
 
 

Typical of communities built in the post-World War II era, Spokane Valley has a 
well-developed grid of arterial streets spaced roughly a half-mile apart. While this 
system is efficient for vehicle travel, crossing major streets like Sprague Avenue or 
Pines Road can be difficult on foot or bike since signalized crosswalks are spread far 
apart. Additionally, crossings of I-90 and Trent Avenue are limited and are often 
located at busy interchanges or intersections. These gaps in safe crossing locations 
isolate areas of the Valley and lead to people driving for short trips that they could 
typically make on foot or via transit. 

Figure 7 Existing Pedestrian Facilities in Spokane Valley 
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Figure 8 Existing Pedestrian Facilities   
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EXISTING BICYCLE FACILITIES  

Similar to sidewalks, bicycle facilities are an important element in the 
transportation network that provide a safe and identifiable bicycling environment. 
Bicyclists in the City of Spokane Valley can utilize a variety of facilities, including 
shared-use paths, bike lanes, and bike friendly routes to reach their destination as 
shown in Figure 9. However, gaps in the network create a less safe environment in 
which cyclists must navigate through vehicle traffic or difficult arterial crossings to 
complete their journey. While the Valley has trails and bike lanes that form a spine 
of north-south and east-west connections, some of these facilities are not 
continuous and require bicyclists to merge in and out of traffic.  

The existing roadway geometry in many parts of Spokane Valley includes wide 
lanes, on-street parking, and a high number of driveways, which make many 
bicyclists feel uncomfortable riding in the street. Some corridors, such as Sprague 
Ave and Mission Ave, have striped bike lanes but also high vehicle speeds and 
volumes.  

 

 

 

 
 

PUBLIC TRANSIT 

Public transit, provided by Spokane Transit Authority (STA) via buses and vans, 
serves as a key component of the transportation network that connects residents 
with employment centers, public places, and regional destinations. Many Spokane 
Valley residents and employees use public transit for trips around and outside of 
the Valley. Figure 10 highlights the route and stop coverage of STA in Spokane 
Valley. Additionally, the map highlights the Pence-Cole Valley and Mirabeau Point 
transit centers and park-and-rides that provide links to the regional transit system.  

Spokane Transit Authority operates one frequent bus route between Downtown 
Spokane and Spokane Valley that runs every 15 minutes during weekday peak and 
day times. This route, number 90, is the second busiest route that STA operates, 
with nearly 3,300 passengers on an average weekday. STA also has five basic 
routes serving Spokane Valley and providing connections to Spokane, Millwood, 
and Liberty Lake. Two express routes provide direct, high-speed connections 
between Downtown Spokane, the Valley Transit Center, and Mirabeau Point Park–
and-Ride.  
 
These routes serve 7,000 riders per day during the week and cover most of 
Spokane Valley’s major destinations, including the Mall, the University Shopping 
Center, the Valley Hospital Medical Center, the Argonne Village Shopping Center, 
the Spokane Industrial Park, and many area schools. 
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Figure 9 Existing Bicycle Facilities 
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Figure 10 Existing Transit Facilities 
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GOODS MOVEMENT 
 
Freight and goods movement is a vital element of the transportation network. 
Everyone is directly impacted by how goods are delivered to distribution centers, 
stores, and homes. Spokane Valley is center to a high volume of freight movement 
owing to the Valley’s major retail and industrial properties. Trucks move millions of 
tons of freight via I-90 and Trent Ave throughout the region and across the state. 
Several arterials in Spokane Valley also support high levels of freight, including 
Argonne Rd, and portions of Sprague Ave, Appleway Blvd, Sullivan Rd, Fancher 
Way, and Broadway Ave.  
 
These corridors are all rated at T1 or T2 based on the annual freight tonnage they 
support. Enough freight travels over many other arterials and some collectors to  
 
 

qualify them as T3 freight corridors. These classifications are based on the 
following amount of goods: 
 

• T-1: More than 10 million tons per year 
• T-2: 4 to 10 million tons per year 
• T-3: 300,000 to 4 million tons per year 

 
The Burlington Northern Santa Fe Railway (BNSF) and Union Pacific Railroad (UP) 
operate the primary rail lines within the City of Spokane Valley. Both companies 
have connections to the Washington-Idaho border while BNSF’s route represents 
the company’s main transcontinental line connecting the West Coast to Chicago 
and the Midwest. These rail lines help form the industrial corridor north of I-90 that 
supports many jobs in Spokane Valley, in addition to the UP line that runs north of 
Sprague and along Dishman-Mica Rd south through the City limits. Figure 11 
displays the freight network. 
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Figure 11 Existing Freight Corridors 
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MOTOR VEHICLES 

Most Spokane Valley residents (about 90%) use motor vehicles as their primary 
mode of transportation to work. Moreover, many non-resident travelers pass 
through the Valley via I-90, or park at the Pence-Cole Valley Transit Center or 
Mirabeau Point Park-and-Ride and take public transit into Spokane. 

Analysis of Spokane Valley’s congestion for motorists is based on traffic counts 
collected in 2014. Each of the major roadways in Spokane Valley was evaluated 
based on its ability to accommodate PM peak hour demand with its existing width 
and lane configuration. Figure 12 displays annual average daily traffic counts. 

The corridors were scored into one of six level of service (LOS) categories based on 
the volume of traffic they support during the PM peak hour compared to typical 
volume thresholds for urban arterial roadways. Levels from LOS A to LOS F 
correspond to a range of completely uncongested to highly-congested conditions. 
Table 2 describes the LOS definitions laid out in Chapter 16 of the Highway 
Capacity Manual (HCM) (Transportation Research Board, 2010), which is the 
methodology applied to Spokane Valley’s transportation network. 

Table 2 Level of Service Definitions 
Level of Service Description 

A Free-flowing conditions. 

B Stable operating conditions. 

C Stable operating conditions, but individual motorists are 
affected by the interaction with other motorists. 

D High density of motorists, but stable flow. 

E Near-capacity operations, with speeds reduced to a low but 
uniform speed. 

F Over capacity, with long delays. 

Source: 2010 Highway Capacity Manual. 

 

 

 

 

The LOS standards for the City of Spokane Valley are as follows:  

• LOS D for signalized intersections 
• LOS E for unsignalized intersections 

As highways of statewide significance (HSS), I-90, Pines Rd (SR 27), and Trent Ave 
(SR 290) have LOS standards set by the Washington State Department of 
Transportation. The Valley’s LOS standards do not apply to these state facilities. 

While the Valley’s LOS standards are based on intersection operations, it is 
impractical to calculate intersection LOS for the hundreds of intersections around 
the City. Therefore, as is typical for many Comprehensive Plan Transportation 
Elements, LOS is summarized at the street-segment level. In general, the 
intersections along the street segments can be expected to operate at the same 
LOS as the segment. Figure 13 shows the calculated LOS on Spokane Valley’s 
major streets during the PM peak hour.  

Spokane Valley’s roadways generally operate with moderate congestion on some 
arterials during the PM peak hour. I-90 can be congested during the peak hour, and 
some motorists may choose to take city streets instead of I-90 to avoid congestion. 
This overflow can lead to congestion on roadways that serve interchanges, such as 
Argonne/Mullan Rd, Pines Rd (SR 27), Sprague Ave, Sullivan Rd, and Barker Rd. 
Except for these few instances of more severe congestion, most roadways operate 
within Spokane Valley’s LOS standards. 

These congestion levels around the Valley are fairly common for suburban arterials 
during the PM peak hour. The delay will be disruptive for a brief portion of the day, 
but is also indicative of a well-used roadway network. Principal arterials that 
operate at LOS A through C during the peak period may be a sign of an overbuilt 
system, which can be costly for a community to construct and maintain. These 
large, underutilized streets also can be a deterrent for other modes because of high 
speeds, perceived safety concerns, and difficulty crossing. 
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Figure 12 Annual Average Daily Traffic 
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Figure 13 Auto LOS 
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CHALLENGES AND OPPORTUNITIES 

In the spring of 2015, Spokane Valley hosted a series of public meetings to solicit 
feedback from the public on a variety of topics, including the performance of the 
transportation system. During this public feedback period, the project team 
collected considerable feedback on what parts of the transportation system is 
working well, transportation problems/concerns, and what the Valley’s 
transportation future should look like.  

This feedback, combined with the results of the existing conditions analysis, 
highlights challenges and opportunities for the transportation system, as listed 
below. 

CHALLENGES 
 

• Many local/residential streets do not have curb, gutter, or sidewalks (a relic of 
development prior to Spokane Valley’s incorporation). While some streets are 
low-volume and may not need these features, key access routes to schools, 
transit stops, and civic buildings could benefit from enhancements. 

• Long blocks and high traffic speeds can make it difficult to cross major streets 
like Sprague or Sullivan. This makes traveling by transit difficult, 
walking/biking to stores, or traveling to parks and schools difficult. 

• Transit service is minimal in parts of the Valley, requiring that people drive to 
reach their destinations. Several members of the public expressed a desire for 
more extensive transit coverage. 

• The region’s position on a major freight rail corridor increases the risk of train 
collisions and delays caused by at-grade crossings. 

• Several members of the public identified the Valley’s “streetscape,” which 
includes landscaping, building frontages, medians, etc. as unattractive and 
lacking in character. Suggestions to improve the streetscape included more 

street trees, building frontage improvements/more private landscaping, and 
“gateway” features in medians and public spaces on the side of streets. 

• The public identified concerns over traffic congestion in some corridors, 
including Argonne, Pines, Sullivan, and Barker, particularly around the I-90 
interchanges. 

OPPORTUNITIES 
 

• Compared to other cities in the region, residents highlighted the good state of 
repair with respect to street maintenance. This results in lower overall costs to 
reconstruct streets and more opportunities to invest in other city priorities. 

• Despite some traffic congestion around freeway interchanges, many residents 
consider the Valley’s LOS policy to be working well – successfully balancing 
traffic congestion, access needs, and costs to build and maintain the system. 

• The city has a robust grid of major streets and can support a considerable 
amount of additional economic development. 

• Good connections to the national freeway and railway network which support 
economic development opportunities. 

• Spokane Valley has a strong pedestrian and bicycle plan and has been 
aggressively expanding the trail network by leveraging regional and federal 
funding. 

NEXT STEPS 

The next stage in updating the Transportation Element of the Comprehensive Plan 
involves forecasting future transportation network needs, defining updated goals 
and policies, and identifying a fiscally balanced long-term transportation project 
list. As we move forward, the challenges and opportunities identified above will 
serve as guideposts to ensure that we are addressing current concerns and 
leveraging existing assets. 

 


	Introduction
	Land Uses and Key Destinations
	Transportation Network Overview
	Functional Classification of Roadways
	Existing Pedestrian Facilities
	Existing Bicycle Facilities
	Public Transit
	Goods Movement
	Motor Vehicles

	challenges and Opportunities
	ChallEnges
	Opportunities
	Next Steps


