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Kenilworth Avenue Corridor

KENILWORTH AVENUE CORRIDOR STUDY

Executive Summary

Kenilworth Avenue is an important part of
the District’s transportation network. To some
users, it serves as an essential commuter
route, while to others it is a key link to their
neighborhoods. At the same time, it is also
an obstacle, where it prevents easy movement
between residents on either side from such
destination points as the Anacostia River, a
park or recreation area, a school, or a place to
shop.

This study examined these conflicting func-
tions, and explored options for improving
Kenilworth Avenue (between Pennsylvania
Avenue and Eastern Avenue) within the
context of three major goals:

¢ Providing a safer, more pedestrian friendly,
environment;

¢ Creating a more pleasing urban setting for
Kenilworth Avenue; and

¢ Improving access for local neighborhoods.

These overarching goals form the basis for
identifying a vision that lead to individual
projects that, when implemented, can result
in significant improvements to the corridor.
The vision for Kenilworth Avenue addresses
issues related to access, safety, and transporta-
tion for drivers, pedestrians, bicyclists, and
people using public transit.

The individual projects focus on: increasing
safety for travelers driving the avenue, and
for pedestrians and bicyclist crossing it;
improving access to and from local neighbor-
hoods while still preserving the Avenue’s role
as an important route for commuters; and,
helping transform Kenilworth Avenue into
an urban roadway with an enhanced visual
quality for all users.

Vision Statement

Kenilworth Avenue will be transformed into an urban roadway that be enhanced with reduced visual clutter and improved connections

is more pedestrian friendly and more accessible to the adjoining and interchange geometry, enhanced and clearly-identified pedestrian

communities and neighborhoods, and improves community crossings, attractively landscaped medians, and an improved signage

access to public transit, open space, and the Anacostia riverfront. system to identify the entrances to the nation’s capital, adjacent neigh-

Pedestrians, bicyclists, motorists, and people using public transit borhoods, and nearby tourist attractions and sports facilities, including

will be accommodated within a safer environment. The avenue will Kenilworth Aquatic Gardens, RFK Stadium, and Anacostia Park.

.

Figure ES.1: Study Area
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STUDY FINDINGS

Regional Context and Function

Kenilworth Avenue is located within the
Anacostia River watershed, one of the most
densely populated sub-watersheds in the
Chesapeake Bay Regional Watershed.

Kenilworth Avenue is a limited access
freeway that serves as a community access
route; an extension of the ceremonial
entrance route to the nation’s capital; and
a commuter route to the central business
core.

Local Context

The transportation system will be influ-
enced in the future by the proposed
Government Center, the new Parkside
community, and potential transit-oriented
redevelopments adjacent to the Minnesota
Avenue and Deanwood Metrorail Stations.

Along Kenilworth Avenue, the dominant
land use affecting mobility is the CSX
Railroad and Metrorail lines which create
significant barriers to east-west travel.

* Besides Kenilworth Avenue itself, adja-

cent service roads are barriers to mobility
and create a significant obstacle to travel
between adjacent neighborhoods, parks,
and other attractions.

The Anacostia River adds to these obsta-
cles, by limiting movement between neigh-
borhoods and open space to its east and
west to a few existing bridges.

Project Objectives

Urban Design / Quality of Life

GOAL GOAL

Pedestrian Connectivity

Existing Infrastructure and Traffic
Conditions

* Design features of the existing roadway do
not meet current design criteria and will
not support the future needs of the area.

¢ Kenilworth Avenue exhibits a high accident

rate between Benning Road and Eastern
Avenue.

GOAL

Public Transit Access

¢ Interchanges are primarily designed to

serve the daily commuter, and do not serve
local communities well.

The majority of freeway components and
intersections studied in the corridor are
operating at an unacceptable Level of
Service (LOS).

There are many sections of the roadway

with inadequate lighting and guide
signage.

Open Space / Waterfront Connections

GOAL

Public Transportation

* While the area is served well by transit, rail

and transit upgrades could improve system

capacity and attractiveness and, thus,

reduce dependence on automobile trips in

the corridor.

Visual Quality

GOAL

Create a safer and more
pedestrian-friendly environment

Transform Kenilworth Avenue
into an urban roadway, more

Urban Design

Improve access to public transit from
both sides of Kenilworth Avenue

Strengthen connections to open space
and the riverfront

Improve visual quality of Improve vehicular and pedestrian

Kenilworth Avenue for all users safety throughout the corridor.

¢ Visual quality of the freeway varies from
that of a roadway bordered by trees and
parks, creating an open parkway-like
setting in the south, to a more urban
corridor in the north bordered by access
roads and a built environment.

* The corridor does not provide a sense of
orientation to the adjacent neighborhoods
for both the visitor and the local
community.

Pedestrian and Bicycle Experience

e Walking and bicycling are important
modes of travel within the corridor.

e Access to Metrorail Stations is difficult and
the local communities view the routes as
unsafe.
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appropriate to its context

OBJECTIVES

* Improve interchange connectivity
to neighborhoods at key locations
Enhance neighborhood identity

with a unified system of signage

Introduce parkway setting or
parkway elements to the roadway
corridor

Introduce landscaped medians and
shoulders

Incorporate Low Impact
Development into roadway design

Upgrade streetscape treatment

Minimize or reduce the roadway
footprint

OBJECTIVES

Upgrade quality of existing
pedestrian crossings

Introduce new crossings over or
under Kenilworth Avenue

Complete or close gaps at missing
connections

Create new connections to
destination points

Add and clearly mark pedestrian
crossings
Add pedestrian-scale lighting

where appropriate

Enhance informational and
directional signage

Add neighborhood identity signage

OBJECTIVES

* Create safe routes to existing
transit stations/stops

Upgrade quality of existing routes
(paving, lighting, signage and
landscape treatment)

Replace or improve existing
pedestrian bridges connecting to
transit stations/stops

Enhance transit facilities to
accommodate bicyclists

OBJECTIVES

e Upgrade existing, and complete
pedestrian paths
Add way-finding and interpretative
signage

Enhance natural drainage ways
between Anacostia Hills and the
riverfront

Enhance park landscape setting
south of East Capital Street

Create new open space when
feasible

Reduce infrastructure footprint

OBJECTIVES

® Reduce visual clutter throughout
the corridor

Create a parkway setting and
landscaping where appropriate
Upgrade roadway signage

Introduce a consistent streetscape
treatment

Introduce consistent color scheme
for highway elements

Bury overhead utility lines where
possible

Provide landscaped screening along
the CSX railroad and WMATA
Metrorail corridors

KENILWORTH AVENUE CORRIDOR STUDY

OBJECTIVES

Improve functionality of key
intersections

Improve shoulder conditions
for emergency stopping and
emergency vehicle access

Improve lighting for vehicles
and pedestrians

Improve functionality of service
road on- and off-ramps

Provide clearly-marked bicycle
road facilities

Improve pedestrian crosswalks
with clearly-marked signage and
signalization

Provide traffic calming measures
where appropriate




OVERVIEW OF
IMPROVEMENTS

The Kenilworth Avenue Corridor Study
identified three types of improvements:

* Near-term (five proposed projects),

* Mid-term (seven proposed projects), and
¢ Long-term (five proposed projects).

Each project is unique and will raise its own
challenges, whether it is funding, design or

construction phasing. For example, many of
the near-term improvements can be imple-

mented through existing programs or projects

already underway in the Study Area. This is
also true of some of the mid-term improve-
ments; others, however, are complex projects
that require extensive coordination with the

public and other agencies. They and all of the

recommended long-term improvements will

require more extensive environmental evalua-
tion through preparation of an Environmental

Assessment or Environmental Impact
Statement.

The near-term, mid-term, and long-term
improvements are summarized on the
following pages.
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Near-Term Improvements Project [ Title Description Benefits Estimated
No. Cost (2005)
FIV? hear-term lmpr.ovements, def'med as 1 East Capitol Street A new connection is made to allow traffic on westbound East Capitol Street to exit e Urban Design $2,500,000
projects that can be implemented immediately Scenario EC-1 southbound and northbound onto Kenilworth Avenue.
or within three to five years, were identified. - - - -
. 2 Kenilworth Avenue The slip ramps between Kenilworth Avenue and the parallel service road north of e Safety $1,000,000
Generally, these improvements are expected to ; ) . . . . ) .
e . . . Slip Ramps Safety Nannie Helen Burroughs Avenue are consolidated and realigned to improve safety in | ® Visual Quality
have minimal environmental impacts, require . . . . .
.. . Improvements the corridor and improve traffic operations on Kenilworth Avenue.
minimal design effort, and have a low cost.
3 Corridor Landscaping | Generally improves visual quality of the corridor through implementation of a e Urban Design $3,000,000
The near-term improvements primarily corridor wide landscaping, signage, and street furniture program. ® Open Space and
address the visual quality of the corridor, and Waterfront Connections
the pedestrian and bicycle travel conditions. * Visual Quality
Additionally, some connectivity improve- 4 Pedestrian and Bicycle | Generally improves the pedestrian and bicycle throughway, curb ramps, pedestrian | ¢ Pedestrian Connectivity | $1,200,000
ments are made at East Capitol Street, and Improvements roadway, lighting and signal, and bicycle parking through specific projects and as ¢ Public Transit Access
safety issues related to the on- and off-ramps part of area wide programs. e Safety
north of Nannie Helen Burroughs Avenue are 5 Kenilworth Avenue Additional lighting is installed throughout the corridor in locations where lighting e Urban Design $1,500,000
addressed. Lighting and Signage | is lacking and where levels were found to be inadequate. Similarly, signing is * Visual Quality
Improvements upgraded to meet FHWA Standards and to effectively communicate major exits. o Safety

These projects may be implemented in
conjunction with each other or independently,
depending on availability of funding.

Table ES-1: Near-Term Projects

St PROJECT MNO.3
.4 .. Corridor Landscaping

PROJECT NOy]
East Capite] Stroct
" Interchangs

Anamsil River

= PROJECT NO.2
Kenilworth Avenus
Slip Ramps Safety
Im Prl}'i'l!'l'l'h!'T'I“-

Figure ES.3: Near-Term Projects
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Mid-Term Improvements Proj. | Title Description Benefits Estimated
No. Cost (2005)
F}enerally, the seven recommended mid-term 6 East Capitol This scenario builds on ¢ Urban Design $30,000,000
imprc')vements bmtld f;?l the g;oposed nearf- Street Scenario Scenario EC-1, a near-term
erm improvements. They address some o . ;
the missing vehicular connections, upgrade FC2 E;izor‘;::g’ r;l;i eamd;irsl:;le
existing pedestrian connections, and enhance southbound Kenilworth
neighborhood identity. These projects are Avenue to eastbound East
intermediate steps in achieving the full Capitol Street and north-
connections desired, which are generally bound Kenilworth Avenue
addressed in the long-term improvements. to east- and westbound East
Capitol Street.
7 Neighborhood Generally improves ¢ Urban Design $500,000
Identification wayfinding in the corridor | ¢ Visual Quality
Program and contributes to a sense
of place by implementing
a corridor-wide neighbor-
hood identification and
= signage program
y i 5 8 Replace or The existing pedestrian e Pedestrian Connectivity | $2,500,000
; PROJECT NO. & PROJECT MO. & PROJECT ND. 10 * improve bridge to the Minnesota e Public Transit Access
;4 EastCapitol Street e Mt cen . Comprehensive Pedestrian Bridge | Avenue Metrorail Stationis | ¢ Open Space and
Station Pedestrian Eastemn Avenue . .
PROJECT NO.7 | Bridge  r——— at Minnesota replaced. Waterfront Connections
Meighborhood ldantifica- ; ’ Avenue Metrorail * Visual Quality
tion Program Station * Safety
9 Replace The existing pedestrian e Pedestrian Connectivity | $2,500,000
PRD‘IEICT NO.12 o Pedestrian Bridge | bridge at Douglas Street e Public Transit Access
Pedestrian and Bicycle at Douglas that leads to the Deanwood | ¢ Open Space and
PR te pray seFs e Street/Deanwood | Metrorail Station is Waterfront Connections
Metrorail Station | replaced. * Visual Quality
* Safety
10 Comprehensive | This project implements ¢ Urban Design $22,500,000
Eastern Avenue | a number of improve- * Pedestrian Connectivity
: : - W Improvements ments north of Nannie ¢ Public Transit Access
PROJECTNO. 11 % PROJECTNO. 9 Helen Burroughs Avenue [ ¢ Open Space and
1 Befijng Hoad ar, ke | A interchange, including the Waterfront Connections
Interchang e Pedestrian Drdge . X .
| Eastern Avenue Scenario ¢ Visual Quality
EA-2. * Safety
11 Benning Road Scenario BR-1 provides for | ¢ Urban Design $20,00,000
Scenario BR-1 safety improvements to * Safety
the at grade intersection of
Benning Road and north-
bound Kenilworth Avenue.
Figure ES.4: Mid-Term Projects 12 Pedestrian and | Recommendations to e Pedestrian Connectivity | $750,000
Bicycle Related improve the pedestrian e Public Transit Access
Improvements and bicycle network during | ¢ Safety
the mid term build on the
improvements that were
undertaken in the short
term.

Table ES-2 - Mid-Term Projects
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Lon g -Term Improvements Proj. | Title Description Benefits Estimated Cost
No. (2005)
Long-term improv'ements are those improve- 13 East Capitol Either a diamond inter- e Urban Design EC-4
ments that can be 1mp1ement'ed between Street Scenario | change (EC-4) or a single e Pedestrian Connectivity | $89,500,000
tef‘ and twenty years of the final date' of EC-4 or EC-5 point urban interchange * Open Space and
this 1Teport. "{hese 1mpr?vements typically (EC-5) is built to replace Waterfront Connections | EC-5
require ? major expenditure of fu nd's.and the existing interchange, e Safety $94,000,000
are contingent on successfully acquiring the providing for vehicular,
proper environmental permits and completing pedestrian and bicycle
Environmental Assessments or Environmental movement on, off and
Impact Statements. across Kenilworth Avenue.
These projects implement the full vision for 14 Benning Road | This scenario rebuilds the * Urban Design $52,750,000
the corridor, address remaining connectivity Scenario BR-5 | existing Benning Road ¢ Pedestrian Connectivity
and safety issues, and improve the visual bridge into two structures, e Public Transit Access
quality of the entire corridor. one for east- and one * Open Space and .
for westbound traffic, Waterfront Connections
allowing pedestrian and e Safety
bicycle traffic to move
over Kenilworth Avenue
in a safer manner and
il improving traffic opera-
W pROJECTNG. 13 tions on and off Kenilworth
P IIETch;Fm!S“Eﬂ Avenue.
e PROJECT NO.18 15 Extend Olive Depress Kenilworth Avenue | ¢ Urban Design $72,500,000
Street to Ord or | to allow construction of a ¢ Pedestrian Connectivity
Nash Street new connector at either Ord | ¢ Public Transit Access
Street or Nash Street that * Open Space and
will accommodate vehicles, Waterfront Connections
; pedestrians and bicyclist. * Visual Quality
Iworthyhys * Safety
16 Park Road A new Park Road unifies e Urban Design $10,000,000
the many parks and ¢ Pedestrian Connectivity
recreational areas along * Open Space and
the Anacostia River, Waterfront Connections
= : s linking major destinations | ® Visual Quality
PROJECT NO. 14 PROJECTNO. 15 and neighborhoods from
. g . 4 Benming Road ¥ Ord ) Mash Street Eastern Avenue with points
Avenue Pedestrisn- . : Inberc bange r i # south.
Park Road Bridge ¢ R R : - - S o — . -
Rig g : : P o ',1& 5 : 17 Massachusetts | This project provides anew | ¢ Urban Design $15,000,000
'ty : Avenue Park connection for pedestrians, | ® Pedestrian Connectivity
e Road Bridge bicyclist, and possibly * Open Space and
: vehicles using the new Park Waterfront Connections
Road across the Anacostia * Visual Quality
i River.

Figure ES.5: Long-Term Projects Table ES-3 - Long-Term Projects
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IMPLEMENTATION TIMELINE

While the near-term improvements can be
initiated immediately and completed within
five years or less, it is expected that the major
transportation improvements recommended
by this study will be implemented over the
next 20 to 30 years. Some of these improve-
ments are very complex and will require
detailed analysis of the environmental impacts
and careful construction staging.

Generally, the process for implementing any
project will consist of the following steps:

¢ Establish of a purpose and need for the
project;

¢ Identify funding to pay for the improve-
ment;

e Conduct environmental evaluation
(Categorical Exclusion, Environmental
Assessment, or Environmental Impact
Statement);

* Prepare engineering plans;

* Acquire right-of-way (if required);

* Acquire permits and approvals, and

e Undertake the actual construction.

A tentative project timeline is shown in Table
ES-4. It is one scenario for implementing
improvements within the Kenilworth Avenue
Corridor.
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Introduction

1.1 Background

Kenilworth Avenue is an important national
highway providing a link between Interstate
395, Interstate 295, and the Baltimore-
Washington Parkway (see Figure 1.1). It serves
as a major commuter route, carrying over
100,000 vehicles daily between Washington,
DC and its Maryland suburbs.

The corridor, important as it is, has been
neglected and is a barrier between adjacent
communities, and between communities
and the river. It is in need of improvement,
including repair and redesign, to support
the current and future transportation needs
of the area. Current concerns include lack of
connectivity with adjacent neighborhoods,
poor and unsafe roadway geometry, limited
horizontal clearances, inadequate and

substandard pedestrian crossings, deterio-
rated service road conditions, and an overall
unappealing visual character.

This study, the third transportation study
along the Anacostia River, is a major compo-
nent of the District of Columbia’s Anacostia
Waterfront Initiative (AWI). The AWI’s
primary focus is to revitalize the Anacostia
River waterfront and its surrounding
neighborhoods, and envisions an energized
waterfront that unifies diverse neighborhoods
with one of the city’s greatest natural assets,
the Anacostia River. Major goals of the AWI
include revitalization of neglected areas,
enhancement and protection of local parks,
improvement of water quality, and better
accessibility to waterfront destinations.

Anacostia River

1.2 Study Area

The Kenilworth Avenue Corridor Study area
is located in the northeast and southeast
quadrants of Washington, DC (see Figure 1.2).
The Avenue lies east of, and roughly parallel
to the Anacostia River.

The study area includes the Kenilworth
Avenue mainline between Pennsylvania
Avenue to the south and the District
boundary, at Eastern Avenue, to the north.
Access between Pennsylvania Avenue and
Kenilworth Avenue are not included since
the interchange was studied in a previous
study. The ramps connecting Eastern Avenue
and Kenilworth Avenue are addressed in this
study, which also addresses coordination with
the State of Maryland to facilitate improve-
ments to the corridor.

mayfair §

The western boundary of the study area is
parallel to the western bank of the Anacostia
River, between Pennsylvania Avenue and
Benning Road, and approximately one-third
of a mile west of Kenilworth Avenue between
Benning Road and Eastern Avenue. The
eastern boundary follows Minnesota Avenue
and extends approximately one-third of a mile
east of Kenilworth Avenue.

Also included in this study is a corridor for
the potential crossing of the Anacostia River at
Massachusetts Avenue, between Reservation
13 at the western bank of the river and Randle
Circle to the east.
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Communities
Communities along Kenilworth Avenue
within the study area include:

¢ Dupont Park;

¢ Twinning;

* Greenway;

¢ Fort Dupont;

¢ Benning

e River Terrace;

* Mayfair;

e (Central Northeast;
e Eastland Gardens;
e Deanwood; and
e Kenilworth.

Hill East on the east end of Capitol Hill,

near the proposed Reservation 13
development is also included.

Major Roads

Major roads included in the study area are:
¢ Kenilworth Avenue;

¢ Minnesota Avenue;

e Massachusetts Avenue;

* East Capitol Street;

* Benning Road;

¢ Nannie Helen Burroughs Avenue; and

e Eastern Avenue.

Figure 1.1: Regional Context Figure 1.2: Study Area Neighborhoods
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1.3 Goals and Objectives
The Kenilworth Avenue corridor
within the study area was examined
with three overall goals in mind:

¢ To provide a safer, more
pedestrian-friendly, environment;

¢ To create a more urban setting for
Kenilworth Avenue; and

* To improve access to and from
local neighborhoods.

Urban Design / Quality of Life

GOAL

Transform Kenilworth Avenue
into an urban roadway, more
appropriate to its context

OBJECTIVES

e Improve interchange connectivity
to neighborhoods at key locations

¢ Enhance neighborhood identity
with a unified system of signage

¢ Introduce parkway setting or
parkway elements to the roadway
corridor

* Introduce landscaped medians and
shoulders

¢ Incorporate Low Impact
Development into roadway design

e Upgrade streetscape treatment

* Minimize or reduce the roadway
footprint

INTRODUCTION

To further guide this study, a Vision
Statement and specific thematic
goals and objectives were developed
through coordination with stake-
holders, other Anacostia area studies,
and meetings with community
representatives from the study area.

Pedestrian Connectivity

GOAL
Create a safer and more
pedestrian-friendly environment

OBJECTIVES

e Upgrade quality of existing
pedestrian crossings

¢ Introduce new crossings over or
under Kenilworth Avenue

* Complete or close gaps at missing
connections

e (Create new connections to
destination points

¢ Add and clearly mark pedestrian
crossings

¢ Add pedestrian-scale lighting
where appropriate

¢ Enhance informational and
directional signage

* Add neighborhood identity signage

Vision Statement

Kenilworth Avenue will be transformed into an urban roadway that is more

pedestrian friendly and more accessible to the adjoining communities and

neighborhoods, and improves community access to public transit, open space,

and the Anacostia riverfront. Pedestrians, bicyclists, motorists, and people using

public transit will be accommodated within a safer environment. The avenue will

Public Transit Access

GOAL
Improve access to public transit from
both sides of Kenilworth Avenue

OBJECTIVES

¢ Create safe routes to existing
transit stations/stops

e Upgrade quality of existing routes
(paving, lighting, signage and
landscape treatment)

* Replace or improve existing
pedestrian bridges connecting to
transit stations/stops

* Enhance transit facilities to
accommodate bicyclists

Open Space / Waterfront Connections

GOAL
Strengthen connections to open space
and the riverfront

OBJECTIVES

e Upgrade existing, and complete
pedestrian paths

¢ Add way-finding and interpretative
signage

¢ Enhance natural drainage ways
between Anacostia Hills and the
riverfront

* Enhance park landscape setting
south of East Capital Street

* Create new open space when
feasible

* Reduce infrastructure footprint

Visual Quality

GOAL
Improve visual quality of
Kenilworth Avenue for all users

OBJECTIVES

* Reduce visual clutter throughout
the corridor

* Create a parkway setting and
landscaping where appropriate

e Upgrade roadway signage

* Introduce a consistent streetscape
treatment

e Introduce consistent color scheme
for highway elements

¢ Bury overhead utility lines where
possible

* Provide landscaped screening along
the CSX railroad and WMATA
Metrorail corridors

be enhanced with reduced visual clutter and improved connections and interchange
geometry, enhanced and clearly-identified pedestrian crossings, attractively land-
scaped medians, and an improved signage system to identify the entrances to the
nation’s capital, adjacent neighborhoods, and nearby tourist attractions and sports

facilities, including Kenilworth Aquatic Gardens, RFK Stadium, and Anacostia Park.

Safety

GOAL
Improve vehicular and pedestrian
safety throughout the corridor.

OBJECTIVES

* Improve functionality of key
intersections

¢ Improve shoulder conditions
for emergency stopping and
emergency vehicle access

e Improve lighting for vehicles
and pedestrians

¢ Improve functionality of service
road on- and off-ramps

¢ Provide clearly-marked bicycle
road facilities

¢ Improve pedestrian crosswalks
with clearly-marked signage and
signalization

* Provide traffic calming measures
where appropriate

KENILWORTH AVENUE CORRIDOR STUDY
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1.4 Study Process

The study was conducted in three sequential
phases. The first phase, data collection and
analysis, was initiated through an intense
community involvement program that
reached out to civic associations, Advisory
Neighborhood Commissions, and individuals
residing in the study area. Resource areas
documented included land use and zoning
conditions in neighborhoods bordering

the corridor, pedestrian movements along
and across Kenilworth Avenue, safety and
functionality of Kenilworth Avenue, and its
connectivity with the regional transportation
network. Data from existing sources was
supplemented and refined for the study area
through site visits, interviews with District
officials, pedestrian surveys, and traffic
counts. These existing conditions were then
analyzed to identify deficiencies in several
modes of the transportation system, as well
as the physical conditions along the corridor.
These are discussed in Chapter 2 of this docu-
ment.

Following a documentation of key issues,
three options for improving the corridor were
developed, as follows:

* Transform Kenilworth Avenue into a
Boulevard. Integrate the roadway into
adjoining neighborhoods, landscape the
corridor, and provide at-grade signalized
crossings for pedestrians, bicyclists, and
vehicles.

e Transform Kenilworth Avenue into a
four-lane limited access roadway. Reduce
the existing footprint north of East Capitol
Street by eliminating one through-lane in
each direction; improve safety and func-
tionality of the corridor.

e Improve Kenilworth Avenue. Maintain the
existing roadway width while improving
safety, infrastructure, and appearance.
Depress portions of the corridor to improve
connectivity to adjacent neighborhoods.

The preferred alternative is the third option.
This option was then developed further to
improve connectivity at three major inter-
changes along Kenilworth Avenue (East

d.
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Figure 1.3: DC Department of Transportation Studies

| Anacostia Waterfront

Capitol Street, Benning Road, and Eastern
Avenue). Computer-modeling analyzed
delays, travel times, number of stops, and
levels of service (LOS). Travel demand
analysis using the Metropolitan Washington
Council of Government (MWCOG) regional
transportation model was used to project
traffic volumes for year 2030 to assess the
long-term performance of Kenilworth Avenue
under this option. These are discussed in
Chapter 3 of this document.

The final phase of the study was to develop
broad strategy recommendations and identify
individual projects to implement the preferred
option. These are discussed in Chapters 4,

5, 6,7, and 8. Chapter 4 describes the broad
corridor-wide strategies, while Chapters 5, 6,
7, and 8 identify the short-term, mid-term, and
long-term improvement projects, the timeline
for their implementation, and the construction
cost estimates.

1.5 Other Studies

and Projects
Two related studies, the South Capitol Street
and Anacostia Gateway Transportation Study,
and the Middle Anacostia Crossing Study,
were completed within the past year (the
project areas for these two studies are illus-
trated in Figure 1.3). The Kenilworth Avenue
Corridor Study builds on the findings of these
studies.

Several other important projects and studies
that strive to improve the neighborhoods
along the Anacostia River also contributed

to this study. Each of these studies was
coordinated with the current study and their
findings will be referenced where appropriate.
They include:

Anacostia Riverwalk Trail (ARW Trail)
The ARW Trail will provide a safe and
convenient means for visitors to access the
Anacostia waterfront and enjoy Anacostia
Park. This 16-mile trail will extend from the
Potomac River to the Maryland border; a large
portion of the trail lies within the study area.

Reconstruction of Kenilworth Avenue,
NE from Foote Street to Lane Place

The interchange of Nannie Helen Burroughs
Avenue with Kenilworth Avenue is scheduled

to be rebuilt in 2006. Improvements include
rebuilding the bridge to accommodate a wider
Nannie Helen Burroughs Avenue, better pedes-
trian access, realignment of roads to the west of
Kenilworth Avenue to improve safety at difficult
intersections near the entrance to the Kenilworth
Aquatic Gardens, and street light upgrades
between Hayes and Lane Streets.

AWI Transportation Architecture
Design Standards

The AWI Transportation Architecture Design
Standards provide guidelines to unify
transportation architecture for roadway and
transportation-related construction projects
in the Anacostia River area, help preserve
and enhance the unique public realm of
the Anacostia River area, and integrate the
Anacostia River area with the District’s
monumental and historic character.

The urban design standards provide guide-
lines for improving pedestrian underpasses
and overpasses, lighting, signage, architectural
treatment of medians, curbs, gutters, ramps,
and bridges, and landscape treatments.

DC Bicycle Master Plan

The goal of the DC Bicycle Master Plan is to
increase the number of trips made by bicycle
by improving bicycling conditions throughout

the District of Columbia. The final plan
includes a network of bicycle routes, a map
showing bike facilities and streets that are
suitable for bicycling, bicycle facility design
guidelines, and recommended policies for
improving the bicycling climate in the District.

Great Streets Initiative

The Great Streets Initiative is designed to imple-
ment completed and approved plans that
comprehensively highlight new opportunities
to invest strategically in physical development
and public realm improvements along the
District’s major corridors. Streets within the
Kenilworth Avenue Corridor that are part of
the Great Streets Initiative include Minnesota
Avenue, Benning Road, and Nannie Helen
Burroughs Avenue.

Capitol Hill Transportation Study

This study was initiated in response to citizen
concerns about the speed and volume of
vehicular traffic on streets in the Capitol

Hill area. The study examines existing and
projected transportation conditions and
develops recommendations to enhance
mobility, traffic safety, pedestrian safety, and
bicycle safety.

INTRODUCTION [/ 1-3
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Figure 1.4: Public Meetings

Replacement of Kenilworth Avenue
Bridge over AMTRAK and

Beaver Dam Branch

The Maryland State Highway Administration
will advertise a project to reconstruct the
Kenilworth Avenue Bridge over AMTRAK
and Beaver Dam Branch immediately north
of Eastern Avenue. Construction is expected
to begin in 2006 and will include replacing
the existing bridges and adding an accel-
eration lane for traffic entering southbound
Kenilworth Avenue from eastbound New York
Avenue.

Extension of Minnesota Avenue

This project connects the two portions of
Minnesota Avenue that terminate at Sheriff
Road and Meade Street. There is currently no
schedule for construction.

Eastern Avenue Bridge

DDOQT is currently investigating how to
address the vertical clearance issues at the
Eastern Avenue Bridge.

Anacostia Streetcar Project/Transit
Alternative Analysis

These initiatives identify transit needs in
Anacostia, explore how transit can better serve
Anacostia neighborhoods and businesses, and
develop a transit system that provides flexible,
efficient service while supporting neighbor-
hood economic development initiatives.

Minnesota Avenue Station Access
Improvement Study

INTRODUCTION

WMATA completed a study for the Minnesota
Avenue Metrorail Station that developed
concepts for improving pedestrian access and
bus access that would enhance the pedes-
trian environment while meeting future bus
demands.

Combined Sewer System

Long-Term Control Plan (LTCP)

The LTCP focuses on controlling Combined
Sewer Overflow (CSO) discharges to the area
waterways. The LTCP planning effort began
in 1998 and a draft of the LTCP was made
available to the public and submitted to EPA
and the District of Columbia Department of
Health in June 2001.

Anacostia Park

General Management Plan

This plan will guide management of Anacostia
Park, identify future recreational opportuni-
ties for visitors, guide rehabilitation and
development of facilities, and set the course
for protecting and managing the Park’s natural
and cultural resources.

Reservation 13 Master Plan

The Draft Master Plan for Reservation 13
envisions the Reservation as a beautiful edge
to the Hill East neighborhood, linking it to the
waterfront and meeting both District-wide
and neighborhood needs. The plan combines
health, science, recreation, education, civic,
and housing uses. A village square, a neigh-
borhood park, and tree-lined streets connect
the site to a new waterfront park on the

Anacostia River totaling more than 16 acres of
new public parkland.

1.6 Public Involvement

Public Involvement Plan

The public outreach effort for this study

was designed to reach as many stakeholders
as possible. The study was introduced to

the community through meetings with the
Advisory Neighborhood Commissions
(ANCs) and civic associations within the
study area prior to a series of public meetings.

A Technical Assistance Group (TAG) was
formed, comprised of area residents recog-
nized as leaders within the community
through their election to public office (chair-
persons of ANCs) or as heads of local civic
associations. Beginning with the TAG kickoff
meeting held in February 2005, TAG meetings
to provide guidance to the study team were
held periodically during the planning process,
generally two weeks prior to public work-
shops and corridor-wide meetings.

Meeting dates and times were advertised
through newsletters, electronically and
regularly mailed informational flyers, and
local newspapers. A project website provided
comprehensive information including project
mapping, technical data, project schedule,
contact list, and meeting schedules. It also
provided a forum for public comments and

questions. The web site was updated
regularly.

A newsletter was published prior to each public
meeting. The mailing list, which included area
residents, Federal and local agency representa-
tives, and neighborhood and civic associations,
was updated as the project progressed based
on registrants at meetings or on the website.
The newsletter advertised upcoming meeting
times and locations, and provided advance
information to help increase the public’s aware-
ness and understanding of the study.

In addition, young adult residents of Ward 7
were trained by the study team and partici-
pated as data collectors for the pedestrian and
bicycle survey conducted as part of the study.
The information gathered from the survey was
used in the field analysis that formed recom-
mendations for specific pedestrian and bicycle
improvements in the corridor. The survey
served as another public involvement tool to
gather input from corridor stakeholders who
may not have been reached through the other
outreach efforts.

Community Meetings

Between November 2004 and January 2005,
representatives of the study team visited
ANCs within Ward 6 and Ward 7 to introduce
the project to the local community and its
leaders (ANCs 6B, 7A, 7B, 7C and 7C were
visited). In addition, team representatives
attended regularly scheduled meetings with
the Fort Dupont Civic Association, Kenilworth
Resident Council, Eastland Gardens Civic
Association, Marshall Heights Community
Development Corporation, and the River
Terrace Civic Association.

Workshops

Public workshops were held at several locations
across the corridor during March 2005. Due to
the size of the study area and the diversity of
transportation issues, the workshops were held
throughout the corridor.

The first workshop was held on March 8, 2005
at Kenilworth Elementary School; the second
on March 10, 2005 at the Fort Dupont Ice
Arena; and the last one on March 12, 2005 at

River Terrace Elementary School. To maximize
the number of attendees who could partici-
pate, two of the workshops were held during
the weekday evenings and one during a
Saturday morning. Approximately 60 citizens
from most of the study area neighborhoods
attended the workshops.

The workshops were designed to familiarize
participants with the purpose of the study;, its
context within the AWI, the existing condi-
tions and issues identified by the design
team, and the project goals and objectives.
Most importantly, the workshop format was
designed to provide a forum for interaction
in small groups to solicit the public’s concerns
and issues and identify possible solutions.

Corridor-Wide Public Meetings

The first corridor-wide public meeting was
held on May 5, 2005. At this meeting, three
preliminary options for the Kenilworth
Avenue corridor, along with options for a
Massachusetts Avenue crossing and for Park
Road, were presented.

Following the May meeting, the options were
further developed based on public comments,
engineering parameters, and other data. A
second corridor-wide meeting was held on
June 21, 2005, where these refined options
were presented and discussed.

On June 19, 2006, the Draft Plan was circu-
lated to various agencies, ANCs, and Civic
Associations within the study area for
comments. On November 4, 2006, a third public
meeting to review the proposed recommenda-
tions for Kenilworth Avenue was held at River
Terrace Elementary School. Approximately

30 citizens attended the meeting. The public
meeting was designed to showcase the seven-
teen projects proposed for the corridor and

to elicit feedback from participants through
interaction with the study team and through
written comments.

KENILWORTH AVENUE CORRIDOR STUDY




Existing Characteristics

;
eighborhood

Photos 1 and 2: Kenilworth Avenue is a commuter route that borders the Anacostia Park, residential
neighborhoods, and the CSX and Metrorail corridors.

KENILWORTH AVENUE CORRIDOR STUDY

This chapter focuses on understanding the
existing characteristics of the Kenilworth
Avenue Corridor within the study area. These
characteristics influence how the corridor
currently functions, and affect future improve-
ments. Characteristics addressed include:
regional context and function; local context
including the natural environment and land
use; urban design; pedestrian and bicycle
experience; existing infrastructure and traffic
conditions; and public transportation.

Summary of
Existing Characteristics

Regional Context and Function

« Kenilworth Avenue is a commuter route,
an extension of the ceremonial entrance
routes to the nation’s capital, and a
community access route.

« Kenilworth Avenue is located within the
Anacostia River watershed, one of the most
densely populated sub-watersheds in the
Chesapeake Bay Regional Watershed.

Local Context

« Within the study area, the roadway borders
residential neighborhoods, some commer-
ical and industrial uses, the CSX Railroad/
Metrorail corridors, and the Anacostia Park
(see Photos 1 and 2).

» Two Metrorail Stations are located within
the study area. The transportation system
will be influenced in the future by proposed
transit-oriented developments adjacent to
these stations, including the Government
Center and the new Parkside community
near the Minnesota Avenue Station.

Urban Design

» Visual quality along the corridor varies from
an open parkway-like setting in the south to
an urban corridor in the north.

* The corridor does not provide a sense of
orientation to the adjacent neighborhoods
for both the visitor and the local community.

Pedestrian and Bicycle Experience

* Kenilworth Avenue, and the CSX Railroad
and Metrorail lines, create a significant
obstacle to all modes of travel, especially
for east-west movement between
adjacent neighborhoods, schools, parks,
and other attractions. The Anacostia River
further adds to these obstacles, restricting
movement between neighborhoods and
open space to its east and west.

« Safety is a concern when accessing
Metrorail stations and the waterfront from
the adjacent neighborhoods.

Existing Infrastructure and
Traffic Conditions

» Local community connections are poor
as the infrastructure focuses on serving
the commuter population; however, public
input showed that safety is a concern and
increased connectivity may be detrimental.

* The level of service (LOS) is unacceptable
for the majority of intersections within the
corridor. A high accident rate was observed
between Benning Road and Eastern
Avenue.

Public Transport

*  While the area is served well by transit, rail
and transit upgrades could improve system
capacity and attractiveness, thus reducing
dependence on automobile trips in the
corridor.

EXISTING CHARACTERISTICS [/ 2-1



2.1 Regional Context
and Function

Kenilworth Avenue serves three
principal functions:

* a major commuter route, carrying
thousands of vehicles daily
between Washington, DC and
its Maryland suburbs;

* an extension of the northern
entrance routes for visitors to the nation’s
capital; and

e an access route for the
adjacent communities.

Kenilworth Avenue, also known as DC 295,
is part of a system of expressways on the east
side of the Anacostia River that links Indian
Head Highway (MD 210), Interstate 395
(I-395), and Interstate 295 (I-295) to the south,
and the Baltimore-Washington Parkway (MD
295) and US Route 50 (US 50) to the north
(Figure 2.1).

The corridor within the study area is

the southern extension of the Baltimore-
Washington Parkway, the ceremonial entrance
route from the north to the nation’s capital,
and a designated scenic byway in the State

of Maryland. Like the parkway, Kenilworth
Avenue is a limited-access roadway.

Kenilworth Avenue connects to Pennsylvania
Avenue and East Capitol Street, two of
Washington DC’s major thoroughfares
connecting to the U.S. Capitol and the White
House. The Kenilworth Avenue corridor
provides links between neighborhoods via
Benning Road, Nannie Helen Burroughs
Avenue, and Minnesota Avenue, all of which
are part of the Great Streets Initiative, and
Eastern Avenue, which also serves as the DC-
Maryland boundary.
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Figure 2.1: Kenilworth Avenue is a major commuter route between Washington, DC and its Maryland suburbs.
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Photo 3: Kenilworth Avenue is an extension of the BW Parkway, a designated
scenic byway in Maryland.

Photo 4: Eastern Avenue serves as the DC-Maryland boundary and provides
the northern gateway into the District along Kenilworth Avenue.
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2.2 Local Context

2.2.1Environmental Features

The Kenilworth Avenue Corridor is part of the
urban system that affects the health of the
Anacostia River watershed.

The study area includes several wetland areas
adjacent to the roadway, especially in the
vicinity of Eastern Avenue, that will influence
future changes along the corridor.

The corridor is somewhat aligned parallel to
the Anacostia River and below the Anacostia
Hills, that provide a sense of orientation to
commuters.

Anacostia River Watershed

The watershed covers approximately

176 square miles within Maryland and
Washington, DC. The Anacostia River is a
tributary of the Potomac River, which flows
into the Chesapeake Bay approximately 108
miles downstream from the study area.

The watershed has been altered considerably
through the years, mainly due to agriculture
and urbanization. The Nacotchtank Indians, a
semi-agricultural tribe, settled in the juncture
of the Potomac and Anacostia rivers in what
is now Washington, DC. From the first
European settlement to the Civil War, the
Anacostia watershed was progressively defor-
ested for agricultural uses (i.e., tobacco, corn
and cotton). Continuous, heavy agriculture
caused soil erosion and sedimentation, which
led to the creation of “mud flats” that inter-
fered with natural hydrology and shipping.

Today, 70-percent of the Anacostia watershed
is urbanized. It is the most densely populated
sub-watershed in the Chesapeake Bay regional
watershed. Water quality in the watershed is
severely degraded due to stormwater pollu-
tion from point and non-point sources in
Montgomery and Prince George’s Counties,

as well as the combined sewer system in
Washington, DC that overflows into the river
during heavy rains.

Water quality in the District of Columbia is
monitored by the Water Quality Division of
the Department of Health, Environmental
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Figure 2.2: Environmental features adjacent to Kenilworth Avenue.

Health Administration, and is reported to

the US Environmental Protection Agency

and Congress every two years. According to
recent reports for the District of Columbia, the
water quality of the Potomac and Anacostia
Rivers is not deemed safe for primary contact
recreation (i.e., swimming) or for human
consumption of fish or shellfish.

The Chesapeake Bay Agreement and the
Anacostia Waterfront Initiative are two legisla-
tive efforts aimed at making the watershed
safe for aquatic life and human activity.

ot KENILWORTH AVENUE CORRIDOR STUDY
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Wetlands

The DC Department of Health has identi-
fied 13 wetland areas within the Kenilworth
Avenue Corridor. Most of these areas are
concentrated along the eastern banks of the
Anacostia River, and include the Kenilworth
Aquatic Gardens and Beaverdam Creek.
Several wetland areas are also located along
the Watts Branch within Watts Branch Park,

and within Fort Dupont Park (see Figure 2.2).
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Topography

Kenilworth Avenue is located within the
Anacostia River valley between the river and
the Anacostia Hills. To the east, the neighbor-
hoods slope up from the corridor, while to the
west, the land generally falls away towards
the river. This difference in elevation helps

to provide a sense of orientation along the
corridor and contributes to a scenic quality
that offers views of the Anacostia Hills, the
Anacostia River, and portions of Washington,
DC to the west of the river.

Photos 5 and 6: The Anacostia River Watershed
includes urbanized areas (such as Kenilworth

Avenue and adjacent built areas) and open space.
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2.2.2 Land Use

There are 12 adjacent neighborhoods served
by Kenilworth Avenue. These neighborhoods
consist primarily of low-density residences.

Other uses include neighborhood-serving
retail and a regional commercial center
located at the intersection of Benning Road
and Minnesota Avenue. A PEPCO plant is one
notable industrial use within the study area.

Open space, consisting of District and Federal
parks, is a dominant land use adjacent to the
Kenilworth Avenue Corridor.

The area has a predominantly African-
American population, and is generally
economically mixed.

The area has seen development since pre-
colonial times and includes several properties
listed on the National Register of Historic
Places.

———

Planning policies, including the
Comprehensive Plan and District Zoning,
foresee the study area land uses to predomi-
nantly remain similar to existing conditions.

-i:n;-;

The significant land use changes anticipated T
would be higher-density nodes adjacent to the v i
two Metrorail Stations: Minnesota Avenue and g
Deanwood. Therefore, no substantial changes = e
to the traffic volumes are anticipated from the = e e

. } bl Tk =
adjacent neighborhoods. B ey e 2
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Neighborhoods e
Sources used to identify the neighborhood [ LR &
characteristic within the study area include the m r" s ! |:
District of Columbia Existing and Generalized o :"._"” o
Land Use Maps (Office of Planning, 2005), Wi owmimn e w
1998 and 1999 Comprehensive Plan Update, = '2._-..-' = -
District of Columbia Strategic Neighborhood Froa o Bn o
Action Plans (DC Office of Planning, 2003), ; - e mLonE
and A Vision for Growing an Inclusive City — A - t"- =
Framework Plan for the Washington, DC Fmr——e ¥ r e a wa
Comprehensive Plan (Office of Planning 2004). Prfl] G Pt
In addition, site visits to the various neighbor- _ S iy

hoods were conducted to better understand
neighborhood characteristics.

Flgure 2.3: Generalized Land Use within the Study Area (Source: DCOP)
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The study area includes 12 neighborhoods.
Eleven of these neighborhoods are located in
Ward 7 (Dupont Park, Twinning, Greenway,
Fort Dupont, River Terrace, Benning, Central
Northeast, Mayfair, Eastland Garden and
Deanwood). The remaining neighborhood,

EXISTING CHARACTERISTICS

Hill East, is in Ward 6 (see Figure 2.3). These
neighborhoods are covered under six neigh-
borhood clusters as identified by the Office of
Planning.

These neighborhoods predominantly consist
of low-density residential uses including
single- and multi-family homes (see Photo 7).
The Kenilworth Avenue roadway is generally
separated from the adjacent neighborhoods

by either the CSX Railroad tracks, Metrorail
tracks, or service roads that run adjacent to the
mainline.

Commercial and Industrial uses

The area includes neighborhood-serving
commercial uses and one regional commercial
center. Retail uses are spread throughout

the area. The regional commercial center is
located at the intersection of Benning Road
and Minnesota Avenue. The one notable

KENILWORTH AVENUE CORRIDOR STUDY




Clusier

Clustar 26 70% 0% 5% = 16%
{Includes HIN

Cluster 23 3304 - - - BT%

Chuztar 30 40% 10% 13% 4% 13%

Clustar 31 ga% ' % - -

Clustar 34 B7% 4% 1% - 28%

LT Dluuy dlTa \JUULLT.: L/ UUL &UUUJ.

Photo 7: Single-family residences within the

study area
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Figure 2.4: Community Amenities and Attractions

industrial use within the study area is the
PEPCO plant located northwest of the inter-
section of Kenilworth Avenue and Benning
Road. A solid waste transfer station is located
to the west of the PEPCO plant.
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Transportation Facilities

In addition to Kenilworth Avenue, the
dominant transportation land uses within

the corridor are the CSX Railroad and
Metrorail corridor. The CSX main line track
alignment originates to the west of the study
area. It crosses the Anacostia River north of
Pennsylvania Avenue, traverses Anacostia
Park and passes beneath Kenilworth Avenue
just south of East Capitol Street at the Benning
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Road Switching Yard. At that point, it turns
northward and is aligned between Kenilworth
Avenue to the west and the Minnesota and
Deanwood Metrorail Stations to the east. A
branch line, that originates at the Benning
Road Switching Yard, runs southwards to the
east of and parallel to Kenilworth Avenue.

|
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Community Amenities

Including Open Space

Neighborhood residents and visitors from
the larger region have access to a number

of community resources within the study
area, including recreational resources such as
parks, trails, recreation centers, and schools.
These resources are located on either side of
Kenilworth Avenue within the study area
(Figure 2.4).

EXISTING CHARACTERISTICS [/ 2-5



Open space is a significant land use in the
study area. Among the 11 parks within

the study area, six are Federally controlled
(under the administration of the National
Park Service) and the remaining are District
properties. Parks such as Anacostia Park
(including Kenilworth Aquatic Gardens) and
Dupont Park are regional draws and attract
visitors from adjacent neighborhoods as well
as from the District, the region, and beyond.
The Anacostia Park provides continuous open
space along this segment of the Anacostia
River. On the higher elevations of the
Anacostia Hills, several Fort Circle parks, as
well as District parks, provide a ribbon of
linked open spaces.

Recreation centers, such as the River Terrace
Recreation Center and the Benning-Stoddard
Recreation Center, and schools, such as the
Kenilworth Elementary School, primarily
draw residents from the adjacent
neighborhoods.

Connections between riverside and hillside
open spaces are limited. For example, an
urban stream, the Watts Branch, flows from
the Anacostia Hills to the river and extends a
‘green finger” across Kenilworth Avenue. The
Watts Branch is a tributary of the Anacostia
River and extends to the northeastern
boundary of the District and beyond. Within
the District, the stream is accompanied by a
1.5 mile trail within the Marvin Gaye Park.
After years of neglect, the park is undergoing
improvements aimed to re-establish it as an
amenity for adjacent neighborhoods.

Several smaller streams to the east of
Kenilworth Avenue and the CSX Railroad
tracks have been channelized through culverts
that discharge directly to the Anacostia River.

A proposed trail system, the Anacostia
Riverwalk is proposed to improve connec-
tivity to the various parks along the river.

EXISTING CHARACTERISTICS

Figure 2.5: Existing Zoning

Comprehensive Plan

The Comprehensive Plan for the District was
updated in 1998 and 1999 and is in the process
of being updated again. An interim document
that provides direction for the comprehensive
plan amendments called, A Vision for Growing
an Inclusive City, was recently developed by
the District. Both the existing Comprehensive
Plan and the Vision plan indicate that land
uses along the Kenilworth Avenue will remain

largely similar to the current uses as described
above, with a few exceptions.

Consistent with the recommendations of
the Vision plan, a new high-density node

is currently under development near the
Minnesota Avenue Metrorail Station. This
node includes a new government center
that will house the headquarters of the DC
Department of Employment Services, which
is currently under construction to the south
of the station. Another development (called

Parkside), that would include a mix of high-
density offices and residences, is proposed in
the Mayfair neighborhood across Kenilworth
Avenue from the station.

Finally, the Vision plan recommends the

area around the Deanwood Metro Station be
redeveloped as a high-density transit-oriented
neighborhood.

KENILWORTH AVENUE CORRIDOR STUDY —

Zoning

Several zoning districts encompass the area
adjacent to Kenilworth Avenue (see Figure
2.5). These include four residential zones (R-
5-A, R-1-B, R-2, and R-3) and four commercial
zones (C-M-1, C-3-A, C-2-B, and C-2-A). In
addition, several large tracts of land are under
Federal ownership and are not subject to
Washington, DC’s zoning regulations.
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Each of the residential zones permits low-
density housing, including single-family
detached, semi-detached, rowhouses, flats and
apartments with a maximum height of three
stories (forty feet).

The commercial zones permit a variety of
density and uses. The C-M-1 zone located in
several areas along the corridor, including the
Deanwood Metrorail Station, and the PEPCO
plant, allows medium density bulk commer-
cial and light manufacturing uses restricted to
40 feet in height.

The C-2-A zone, located along the intersection
of Minnesota Avenue and East Capitol Street
and portion f Benning Road, allows low-
density retail, office and residential, up to the
height of 50 feet. The C-3-A zone, concentrated
near the intersection of Benning Road and
Minnesota Avenue, allows a higher density
and permits retail, office and residential uses
up to a maximum height of 65 feet. The C-2-B
zone, located adjacent to Kenilworth Avenue
in the Mayfair neighborhood, allows medium-
density development, including office, retail,
housing, and mixed use up to a maximum
height of 65 feet.

Generally, current land uses are consistent
with the existing zoning within the study area.

Socioeconomic Profile

Within the Clusters

The study area overlaps with six neighbor-
hood clusters adjacent to Kenilworth Avenue
(as shown in Figure 2.3 and Table 2.2). With
the exception of Cluster 26, all of these clusters
have a predominantly African-American
population.

The study area is economically mixed. Median
incomes in Cluster 26 and 29, which include
Hill East, Eastland Gardens, and Kenilworth,
are significantly higher compared to the entire
city, whereas the median income in Clusters
30, 31, and 32, (Mayfair, Central Northeast,
Deanwood, Benning, Fort Dupont, Greenway,
and River Terrace) is significantly lower.
Median income in Cluster 34 is comparable to
the city as a whole.

Population % of District Race %) Median Owmnisr
Population Housshold Occupled
INcome: Housing
District 572,009 100 African 343,001 1%
American = 60%
White = 313
Mispanis = 0%
Cluster 26 18.4m 3.2 African 367,835 21.5%
(Includee Hill East) American = $6%
White = 493
Hispanic™ = 3%
Cluster 29 2,243 04 African 354,409 1%
(includes Eastland Gardena Amearisan = 98%
and Kenliworthi White = %%
Hispanic = P
Cluster 30 6,114 11 African 524 022 44%
(Includes MayTair and Cantral American = 99%
Hortheast) White = 1%
Hispanic = 0%
Cluster 31 14,113 25 African 528,729 26%
(Inzludon Doanwood) Amcrian — GRS
White = 13
Hispanic: = 1%
Cluster 32 12,318 2.2 African L EEA | 3%
(Includes Banning, Fort American = 97%
Dupont, Gresnway and River White = 7%
Tarracs) Hispanic = 0%
Clustar 34 14,587 25 African §42.403 40%
(Includes Dupont Park, Amerizan = 95%
Falrigwn, Fort Davie, Penn White = 2%
Branch, Ramndia Highlamds, Hispanic = 1%

Twinimg}

Table 2.2: Socioeconomic profile of neighborhood Clusters that include the study area (Source: DCOP 2003).

The percentage of owner-occupied housing
in Clusters 29 and 30 is in line with overall
rates in Washington, DC. In Cluster 32, the
percentage is significantly lower, while in
Clusters 26, 31 and 34, it is greater.

Historic Features

A goal of the Anacostia Waterfront
Transportation Architecture Design Standards
is to emphasize the history and uniqueness
of the Anacostia watershed area by imple-
menting customized design standards within
designated Special Areas, including the
Kenilworth Avenue Corridor, and integrating
public art in public works projects. The
study area encompasses several historically
significant resources that lend themselves to
interpretation through customized signs and
public art.
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The earliest known residents along the
Anacostia River were the Nacotchtank
Indians. Their agricultural economy focused
on flatlands along the Anacostia and Potomac
Rivers. Subsequently, the area became a part
of Maryland’s Prince Georges County under
a 1632 land grant from King Charles I to
George Calvert, the first Lord Baltimore. The
area, which was mainly rural, saw increasing
development in the late 1800s, which acceler-
ated in the early 1940s with the onset of World
War II.

Three historic forts located within the study
area were part of the defenses that surrounded
Washington, DC during the Civil War. The
fort system was built between 1861 and

1865 when Washington, DC functioned as a
training ground, arsenal, supply depot, and
center for the Union cause. The three forts

(within the study area), Fort Mahan, Fort
Chaplin and Fort Dupont, currently serve as
public parks (see Figure 2.4). These sites are
listed on the National Register of Historic
Places as well as on the DC Inventory of
Historic Sites.

Following the Civil War, freed African-
Americans began to move into the area

and established DePriest Village (Capital
View), Burrville, Bloomingdale, and Lincoln.
Deanwood began as a conglomeration of three
subdivisions: Whittingham, Lincoln (today
known as Lincoln Heights), and Burrville.

By 1910, Deanwood had been developed into a
stable neighborhood of blue- and white-collar
African-American families in the building
trades. They collaborated to increase employ-
ment with a focus on design, construction,
and repair of houses. Deanwood’s African-
American community was also large enough
to establish its own public school system
beginning with Deanwood Elementary School
and the National Training School for Women
and Girls; the latter founded by Nannie Helen
Burroughs in 1909. The National Training
School offered academic classes, religious
instruction, and training in domestic arts

and vocations to young black women and
girls. The original school building was
replaced in 1926. The property, which today
serves as the headquarters of the Progressive
National Baptist Convention, and is listed on
the National Register of Historic Places (see
Figure 2.4).

Due to its distance from the city center,
Deanwood remained a semi-rural area until
after World War II. It was not until the 1950s
that the city government provided vital
infrastructure such as paved streets, sewers,
and minimal sidewalks.

Benning Heights grew slowly (from 25 struc-
tures in 1927 to 50 in 1936) prior to the 1940s,
after which it blossomed as a direct result of
new government jobs created by World War
II. Despite opposition, a low-income housing
complex was built in the early 1940s at Ridge
Road. Development continued in the form

of single—family detached units in Garden
Greenway, Central NE areas, and the Benning
Road area.

DESIGNATED HISTORIC SITES WITHIN THE
STUDY AREA

In addition to the sites already identified, the
study area includes several properties that

are listed on the National Register of Historic
Places. These include Woodlawn Cemetery, a
non-denominational, integrated burial ground
established in 1895. It contains monuments

to many notable African-Americans and
re-interments from earlier cemeteries dating
from 1798. The cemetery was listed on the DC
Inventory of Historic Sites in 1991 and on the
National Register of Historic Places in 1996.

Also listed on the National Register and

the DC Inventory is the Mayfair Mansion
Apartments, one of the city’s earliest garden
apartment complexes. The 500-unit apartment
complex was constructed between 1942 and
1946 and reflected an early effort to provide a
first class affordable housing complex for the
District’s African-American residents during
an era of strict segregation and discrimina-
tion in the housing industry. As stated in the
National Register Listing, “Mayfair Mansions
was the first housing development for
African-Americans that met Federal Housing
Administration (FHA) construction standards
and insurance underwriting criteria.”

Howard University Professor of Architecture
Albert I. Cassell purchased the former
Benning Race Track in 1942 in order to build
the colonial style project he conceived of and
designed. It was listed on the DC Inventory
of Historic Sites and the National Register of
Historic Places in 1989.

The entrance pavilion of the Senator Theater,
located on Minnesota Avenue and designed
by noted theater architect John Jacob Zink, is
listed on the DC Inventory of Historic Sites.

Listed on the National Register and the DC
Inventory, the Kenilworth Aquatic Gardens,
formerly known as the Shaw Lily Gardens,
occupy 14 acres within the 1,200-acre
Anacostia Park. The gardens have been under
the management of the National Park Service
since their transfer to public ownership in
1938.
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2.3 Urban Design

The Kenilworth Avenue Corridor has an
inconsistent edge within the study area that
varies from an open and green setting south of
East Capitol Street to a more urban character
to the north.

Elements that can contribute to creating a
parkway include the following:

« the variety of adjacent land uses, including
buildings, rail corridors, and open space;

» the landscape treatment within the corridor,
including lighting, signage, and planting;

» the amount of paved surface areas of the
roadway, shoulders, and service lanes; and

« the architectural treatment of bridges, walls,
and railings.

These are discussed in detail below.
2.3.1Visual Experience of Motorists

Urban Character

Motorists traveling along Kenilworth Avenue
experience a corridor that has a varied urban
character and inconsistent land use edge.
From a more open and green setting between
Pennsylvania Avenue and East Capitol Street,
the corridor transitions into a more urban
character from East Capitol Street to Eastern
Avenue (see Figure 2.6).

The urban character in the northern portion
is further emphasized by the number of
overhead structures that traverse Kenilworth
Avenue. Between Benning Road and Eastern
Avenue, a 1.5 mile-long segment, motor-

ists pass under two vehicular bridges, two
rail bridges, and four pedestrian bridges.
Conversely, there are no overhead struc-
tures for the two mile distance between
Pennsylvania Avenue and Benning Road (see
Figure 2.9).

These overhead structures vary in design,
their relationship with the roadway, and
condition. Several of these structures are in
need of repair or replacement and add to the
visual clutter experienced by motorists.

EXISTING CHARACTERISTICS

Urban Corridor
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. . . e . . Figure 2.7: Visual character along Kenilworth Avenue (see images below)
Figure 2.6: From an open and green setting to the south, Kenilworth Avenue transitions into a more urban character to the north of East Capitol Street.

Northbound Kenilworth Avenue (Photos 8 to 11)

Southbound Kenilworth Avenue (Photos 12 to 15)
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The neighborhoods adjacent to Kenilworth
Avenue are mostly organized on an orthog-
onal grid of east-west and north-south streets
(see Figure 2.8). This grid is consistent with
the typical street pattern found throughout 2
Washington, DC. The alignment of
Kenilworth Avenue and the adjacent railroad
corridors preceded the neighborhood streets
and was based on existing natural resources
(see Figure 2.9). The avenue is parallel to the
Anacostia River, and is in an alignment that is
roughly diagonal to the local street grid.
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Between Pennsylvania Avenue and East ; (R e
Capitol Street, Kenilworth Avenue’s open \ e
space setting reflects the presence of the adja- F

cent Anacostia Park and landscaped buffers
along the CSX Railroad tracks. The avenue is
flanked by large wooded areas, interspersed ] P =
with open lawns used for recreation purposes f =
along the river.
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North of East Capitol Street, Kenilworth P i - q - t

Avenue is paralleled by service roads with AT vy ; ' = ¥ g l
ramps that provide access to and from the
avenue. Tapered medians incorporating
planting areas are located between the avenue
and the ramps. Additional planting areas are
located at the outer edge of the ramps.

Existing vegetation includes occasional street
trees and deciduous shade trees, as well as _g_,
overgrown shrubs masses within open lawn ?‘:—J
areas. The groundcover is typically turf ";#
grass. Based on the condition of the planting ".,1
and the presence of weedy areas, including Bl
invasive exotic species such as Tree-of-Heaven 1
(Ailanthus altissima), the current level of land- : @N
scape maintenance appears to be minimal. 0 e {* ot e
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Figure 2.9: Historic Roadway Alignments in the Area (1822, 1865 and 1885)
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2.4 Overview of Pedestrian,
Bicycle, and Vehicular
Connectivity

Currently there are nine locations along the
3.5-mile long corridor where pedestrians, bicy-
clists and/or motorists can cross Kenilworth
Avenue.

Access to Anacostia Park

Between Pennsylvania Avenue and East
Capitol Street, nearly a 1.5-mile stretch, the
only access across Kenilworth Avenue is an
informal pedestrian underpass that connects
the neighborhood of Fort Dupont Park and
Twinning with Anacostia Park.

East Capitol Street

East Capitol Street is primarily a vehicular
route that passes underneath Kenilworth
Avenue and the CSX Railroad tracks (Figure
2.10). To the west, it passes adjacent to the
River Terrace neighborhood and across

the Anacostia River on the Whitney Young
Memorial Bridge to connect to Capitol Hill
and Washington, DC’s Monumental Core. To
the east, it passes through the Greenway, Fort
Dupont, and Benning neighborhoods.

Currently, there is no pedestrian access across
Kenilworth Avenue along East Capitol Street.
East Capitol Street is one of the primary

axial streets that extend outwards from the
US Capitol Building, as specified by the
L’Enfant Plan. The National Capital Planning
Commission’s Legacy Plan recommends
strengthening East Capitol Street as a link
between central Washington, DC and commu-
nities across the Anacostia River.

Benning Road

Benning Road crosses over Kenilworth
Avenue and the CSX Railroad tracks. To the
west, the road passes adjacent to the River
Terrace neighborhood and extends across

the Anacostia River to connect to downtown
Washington, DC. To the east, the road
intersects with Minnesota Avenue and extends
beyond through the Benning and Central
Northeast neighborhoods.

At Kenilworth Avenue, the Benning Road
bridge provides access for two lanes of traffic
in either direction along with a narrow

EXISTING CHARACTERISTICS
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Figure 2.10: Kenilworth Avenue traverses four underpasses and eight overpasses.

sidewalk for pedestrians and bicyclists on the
south side of the bridge.

Pedestrian Crossings

There are four pedestrian bridges that cross
Kenilworth Avenue. These are located
between Benning Road and Eastern Avenue.
The bridges were built in the 1960s and show
signs of wear and tear. In each case, pedes-
trians pass through a narrow structure that is
enclosed by an overarching chain link fence.
The bridges are best used during the daytime

since there are no lights on the bridge and
approaches to allow night use.

Nannie Helen Burroughs Avenue
Nannie Helen Burroughs Avenue passes
underneath Kenilworth Avenue and the
adjacent CSX Railroad tracks. Access for
pedestrians and bicyclists is constrained due
to the narrowness of the underpasses. In
addition, there is no night lighting or clear
demarcation of pedestrian paths at street
intersections to encourage walking. This

Fort Bahan Park

Banning Rd,
Metro & Railmad
Criarpass

Fort Chapin Park

interchange is programmed for improvement
and reconstruction in 2007.

Eastern Avenue

Eastern Avenue is a grade-separated crossing
that allows pedestrians, bicyclists, and motor-
ists to cross over Kenilworth Avenue. To the
west, the street terminates at the Kenilworth
Avenue southbound service road. To the east,
it extends past the Deanwood neighborhood.
The bridge is dominated by the roadway and
provides two lanes for traffic in either direc-
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tion, as well as U-turn lanes at the northern
and southern end. There is no vegetation

on the bridge and pedestrian paths, while
demarcated with ladder crosswalk markings,
terminate at median islands or are otherwise
difficult to use. The primary limitation of the
existing interchange is the poor and unsafe
pedestrian environment and lack of land-
scaping and streetscape features. Pedestrians
are forced to cross the corridor on a narrow
concrete median that separates the turning
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traffic on Eastern Avenue from the Kenilworth
Avenue traffic using the U-turns.

2.5 Pedestrian and Bicycle
Experience

Walking and bicycling are common forms
of travel in the Kenilworth Avenue Corridor.
Residents and visitors walk and bicycle for
many reasons, including accessing transit,
going to work and school, shopping, visiting
friends, and exercising.

The fieldwork conducted for this study

found that non-motorized trips were made

in all of the neighborhoods surrounding
Kenilworth Avenue. Particularly high volumes
were observed in the commercial area

on Minnesota Avenue between Benning
Road and East Capitol Street and near the
Minnesota Avenue Metrorail Station.

Many pedestrians also cross Kenilworth
Avenue, CSX Railroad, and Metrorail lines to
access the Minnesota Avenue and Deanwood
Metrorail Stations. Bicyclists frequently ride
along Benning Road because it is one of the
few roads that cross the Anacostia River, CSX
Railroad, and Kenilworth Avenue.

2.5.1Pedestrian and Bicycle Counts

Pedestrian and bicycle counts and intercept
surveys were collected during Fall 2004 to
help quantify non-motorized travel in the
Kenilworth Avenue Corridor. With the excep-
tion of a few intersection pedestrian counts
taken by DDOT between 1999 and 2003, there
was little existing documentation on the
overall amount and patterns of non-motorized
travel in the Corridor (see Appendix B for
more detail).

The information gathered in the fall of 2004
was used to conduct an analysis and suggest
recommendations for pedestrian and bicycle
improvements at specific locations that have
the greatest need for better non-motorized
transportation facilities.

Pedestrians and bicyclists were counted
manually at five locations in the Kenilworth
Avenue Corridor (see Figure 2.11):

Figure 2.11: Location of Pedestrian and Bicycle Counts Conducted

e Minnesota Avenue and Dix Street, NE;

¢ Kenilworth Terrace and Hayes Street, NE;
e Minnesota Avenue and Grant Street, NE;
¢ Benning Road and 36th Street, NE; and

e Kenilworth Avenue and Polk Street, NE.

Counts were taken near two of the four
pedestrian bridges over Kenilworth Avenue.
Counts were not taken at the remaining two
pedestrian bridges, at Lane Place and at Nash
Street, because they were observed to have
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minimal pedestrian activity during the field
observation periods.

The data collectors counted a total of 6,675
pedestrians and bicyclists crossing the
aforementioned intersections between October
20 and October 29, 2004. Observations were
made for a total of 90 hours among the five
sites. Considering nearby land uses, there

Karilworth Aquatic
Gardens

LT} e

o

were consistently high pedestrian volumes at
all of the count locations.

The greatest flows of pedestrians and bicy-
clists occurred at the intersection of Minnesota
Avenue and Dix Street (92.5 pedestrians/bicy-
clists per hour, on average). This location

is close to a major grocery store, small shoe
and clothing stores, several restaurants, and
several one- and two-story office buildings.
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The next highest pedestrian and bicycle
volumes were at the intersections of
Minnesota Avenue and Grant Street and at

the intersection of Kenilworth Terrace and
Hayes Street (see photo 17). Both intersections
are located close to the Minnesota Avenue
Metrorail Station, the former immediately
east and north of the Friendship-Edison
Senior Academy School, and the latter west

of the station and across Kenilworth Avenue.
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Photo 16: Manual counts for pedestrian and Photo 17: View of Minnesota Avenue at Grant Photo 18: Teenagers are the most common group Photo 19: Exit ramps on the west approach to the
bicycle activity were taken with the paid assis- Street; the Minnesota Avenue Metrorail Station is of pedestrians and bicyclists identified in the Benning Road bridge make a safe crossing for Age Range
tance of local Ward 7 residents. to the right. corridor. pedestrians difficult. o . L
Table 2.3 Distribution by age of pedestrians and bicyclists surveyed
Pedestrians and bicyclists can reach the in locations with fewer pedestrians, such as was especially common near the intersections
station by crossing a pedestrian bridge over Kenilworth Avenue and Polk Street, approxi- of Kenilworth Terrace and Hayes Street and
Kenilworth Avenue. mately one pedestrian crossed the intersection Kenilworth Avenue and Polk Street. Both of
per minute during weekday peak periods. these intersections are on routes commonly
The Benning Road location is near a bus stop used by students to go to and from school.
and several retail establishments. To reach The highest numbers of pedestrians and Extra consideration should be given to
this location, the 111 people counted at this bicyclists were observed between 8:00 AM pedestrian facilities and traffic calming near
site needed to cross the on- and off-access and 9:00 AM at Minnesota Avenue and Grant these intersections to provide these students
ramps to Kenilworth Avenue. This count Street, where many groups of students cross with safe routes to school.
is particularly high, given the uncomfort- near the intersection on their way to school.
able pedestrian and bicycle conditions at It is also likely that students who are walking Packages and Assistive Devices E =
this crossing due to the fast-moving traffic and biking after school helped bring counts to Nearly half (45%) of all pedestrians and ] A &=
accessing Kenilworth Avenue. In spite of their highest levels between 3:00 PM and 4:00 bicyclists observed were carrying packages Photo 20: People of all abilities use the corridor. Photo 21: Benning Road bridge presents a narrow
this, pedestrians and bicyclists must rely PM at Minnesota Avenue and Dix Street and (backpacks, briefcases, groceries, bags of sidewalk and an unwelcome experience for
on the Benning Road bridge as it is the only Kenilworth Avenue and Polk Street. merchandise, etc.). Many of these people were pedestrians and bicyclists.
connection across Kenilworth Avenue for the school children, shoppers, and workers. This .
. . . . L . . Benning Road and 36th Street, where they . .
one-mile section between East Capitol Street Fewer pedestrians and bicyclists were observation suggests that people who travel in o . . * narrow sidewalks and traffic lanes on the
. . . . . - . represented 18% of the non-motorized traffic. .
and the pedestrian bridge at Hayes Street. observed at Minnesota Avenue and Dix Street the corridor are not only walking for exercise . . bridge; and
. . . This location was observed on a Saturday,
and Kenilworth Terrace and Hayes Street on or to social activities, but that they rely on Lo .
. . . . . S which is a common day for recreational . .
The intersection of Kenilworth Avenue and Saturday than on the weekdays, but there non-motorized transportation for their daily o . e large numbers of turning vehicles and
. . . . L bike rides. The high count numbers show . . .
Polk Street is located at the east side of a were still between one and two people per business activities and errands. . . multiple lanes at the intersection of
. . . . . . - that Benning Road is a common route used . .
pedestrian bridge that connects the Eastland minute crossing these intersections during the L b Benning Road and Minnesota Avenue.
. . . . . . . . by bicyclists to cross the Anacostia River,
Gardens neighborhood with the Deanwood peak hour. Pedestrian and bicycle activity was During the data collection periods, 115 people . .

. . . . . . . Kenilworth Avenue, and the CSX railroad - . .
Metrorail Station. Nearly all of the pedes- highest during the last Saturday count period (approximately 2% of pedestrians) were noted tracks It is likely that bicycle volumes would increase
trians and bicyclists at this location crossed at the Minnesota Avenue and Dix Street and as using a wheelchair, walker, cane, or other ' in this corridor if conditions were more
the north and east sides of the intersection Benning Road and 36th Street intersections. assistive device (see Photo 20). These observa- . . . . suitable for bicycling. Heavy traffic and large

. . . 1 g Bicyclists use this route despite the following . Lo .
because they were traveling between the tions show that pedestrians with disabilities conditions: numbers of vehicles turning into side streets
Deanwood Metrorail Station and the pedes- Age are a component of the pedestrian traffic in ' and driveways may also be keeping more
trian bridge. People of all ages were observed walking and the Kenilworth Avenue Corridor. . ) . bicyclists from using Minnesota Avenue. In
L . . * high traffic volumes on Benning Road . o, .
bicycling in the Kenilworth Avenue Corridor. order to improve conditions, bicycles should
. ) . . . between 34th and 36th Streets; . . .
Peak-Hour Pedestrian Approximately 5% of the people crossing Bicyclists be given better separation from vehicles on
and Bicycle Observations these streets were estimated to be under age Bicyclists were observed in different parts of the road and conflicts with turning vehicles
. . . . . . ¢ the need to cross on and off ramps to and . .
It was observed that locations with the highest | 10 and approximately 6% were age 60 or older. | the Kenilworth Avenue Corridor, but were 1 should be reduced through intersection
. . . from Kenilworth Avenue; . .. . .

peak-hour counts corresponded generally especially common at the intersection of improvements. This will make it possible for
with the locations with the highest overall Though all ages were represented, teenagers more people to bicycle to reach key destina-
pedestrian and bicycle flows. However, even (ages 10-19) were the most common group tions on this roadway, such as Fort Dupont

of pedestrians and bicyclists. This age group

[l
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Park, the Watts Branch Trail, the businesses
and offices near Dix Street, and the Minnesota
Avenue and Deanwood Metrorail Stations.

2.6 Existing Infrastructure and
Traffic Conditions

2.6.1 Functional Classification and
Importance

Kenilworth Avenue is classified as a freeway
or expressway. Within the study area, it is

a 3.5-mile long limited-access highway with
entry to and from the main route generally
restricted to five main interchanges.

South of Pennsylvania Avenue, Kenilworth
Avenue becomes the Anacostia Freeway.

The five main interchanges that access
Kenilworth Avenue within the study area are
located at the following arterials:

. Pennsylvania Avenue

J East Capitol Street

J Benning Road

J Nannie Helen Burroughs Avenue
. Eastern Avenue

Anacostia Freeway extends southwards to

the 11th Street Bridge and 1-295. To the north,
Kenilworth Avenue connects to the Baltimore-
Washington Parkway and US. Route 50,

both of which are limited access highways.
Access to northbound Kenilworth Avenue in
Maryland (MD 201) is also provided.

Together with the Anacostia Freeway,
Kenilworth Avenue is known as DC 295 and
is the only numbered route within the District
of Columbia that is not an Interstate Highway
or a US Highway. It is part of the National
Highway System (NHS), a system of high-
ways throughout the United States considered
important to the nations” economy, defense
and mobility. This highway is also a desig-

Anacostia River

Figure 2.12: Roadway Classification

nated E-Route, one of twenty-five corridors
radiating from downtown Washington, DC
that serve as emergency event/evacuation
routes.

Throughout the study area, the posted speed
limit is 45 mph. On the north end, the speed
limit on the Baltimore-Washington Parkway is
also 45 mph. On the south end, the Anacostia
Freeway is posted for a speed limit of 50 mph.

KENILWORTH AVENUE CORRIDOR STUDY

Of the other major roads in the Study Area,
Pennsylvania Avenue, East Capitol Street,
and Benning Road are classified as Principal
Arterials; Nannie Helen Burroughs Avenue,
Eastern Avenue and Minnesota Avenue are
classified as Minor Arterials. Massachusetts
Avenue west of the proposed Reservation
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13 development and east of Randle Circle is
classified as a Collector.

Figure 2.12 shows the complete roadway
network and corresponding functional classifi-
cations.

2.6.2 Description of Infrastructure

Within the study area, the roadway pave-
ment conditions vary. Between Pennsylvania
Avenue and East Capitol Street, motorists
drive through a two-lane roadway with a
paved shoulder and a wide median. North of
East Capitol Street, motorists drive through a
three-lane roadway, with a narrow median and
limited or no shoulders. Parallel service roads
north of East Capitol Street provide access to
adjacent neighborhoods.

Within the study area, the roadway pavement
conditions vary, affecting the motorists’ visual
and driving experience along the corridor.

Between Pennsylvania Avenue and East
Capitol Street, motorists drive through a two-
lane roadway, with a paved shoulder, and a
wide median that separates traffic and reduces
the amount of pavement visible to motorists. It
is an open highway section with 12-foot travel
lanes, a 4-foot left shoulder, and a 10-foot right
shoulder. Northbound and southbound traffic
are separated by a concrete barrier (see Photo
22). To the driver’s right, beyond the shoulder,
is typically a grass area protected by a steel
rail barrier.

As the driver approaches the East Capitol
Street interchange, however, there are loca-
tions with wide shoulders and excess pave-
ment (see Photo 23). This additional pavement
area was originally constructed to accom-
modate a future ramp from the Barney Circle
Freeway and is no longer needed.

North of East Capitol Street, motorists drive
through a three-lane roadway, with a narrow
median. In addition, service lanes, merge
areas, and breakdown lanes are located along
one or either side of the corridor.

In this section, the roadway narrows into a
closed roadway with concrete curb and gutter
and 11-foot travel lanes. There are limited or

EXISTING CHARACTERISTICS

Photo 22: Typical cross-section of Kenilworth

Avenue between Pennsylvania Avenue and East

Photo 23: Wide shoulder pavement near East
Capitol Street originally built for additional

Capitol Street roadway connections; those plans have long since
been abandoned
Beginning at Ending at Righit-af= blumber of Shoulders Median
Way Width Trawel Tiresa brne= it
Lanes
Pennsyhania East Capitod Street 120 feet 4 4 left; 20 Barrier
Aveniue righit
E Capitol Street Benning Foad 150 feet L Barrier
Bemnndng, Foad MHE Avenoe 160 feet [ lome Barrier
MNHE Awvenue Eastern Avenue 150 feet L Mome Barrier
Eastern Avenoe Maryland State 140 feet 7 Pehomee Barrier
Line

Table 2.4: Kenilworth Avenue Roadway Characteristics by Segments

no shoulders, and numerous slip ramps in
sections where there are parallel service roads.
There is also a concrete barrier median with
fencing along the top to discourage pedestrian
crossings (see Photo 24).

The parallel service roads north of East
Capitol Street provide access to the residential
communities on the east and west sides of
Kenilworth Avenue (see Photo 25). Generally,
the service roads are one lane one-way facili-
ties; however, at several locations, the facilities
function more as two lane roads in order to
facilitate merging movements onto and off of
Kenilworth Avenue. There is often little or no
acceleration or deceleration distance provided
for these slip ramps.

2.6.3 Roadway Lighting

There are three lighting conditions within

the corridor: locations of adequate lighting;
locations where existing lighting is inadequate;
and, areas where there is no lighting.

AASHTO's Informational Guide for Roadway
Lighting was referenced to determine lighting
levels and uniformity of luminance along

the corridor and at the interchanges within
the study area. According to AASHTO, the
average maintained horizontal illuminance
should be in the range of 0.6 to 0.8 footcandles
for both mainline portions of the roadway and
all ramps.

A review of the lighting fixtures in the
corridor was conducted to determine structure
height, luminaire wattage, locations and
lighting arm lengths (see Photo 26). Based on a
review of these factors, there are three lighting
conditions within the corridor:

* Locations of adequate lighting;

Photo 24: Typical slip ramp entrance between
Nannie Helen Burroughs Avenue and Eastern
Avenue

Photo 26: Typical median lighting throughout the
Kenilworth Avenue Corridor

* Locations where lighting does not meet
AASHTO's criteria and additional lighting
may be required (see Photo 27); and

® Locations where there is no lighting.

2.6.4Guide Signage

Many of the signs along the corridor are in
poor condition.

There is a mix of guide signage in the corridor
that includes bridge-mounted, overhead, and
ground-mounted signs. Many of the signs
are in poor condition and do not effectively
communicate major exits within the corridor
(see Photo 28).

The FHWA'’s Manual on Uniform Traffic
Control Devices (MUTCD) prescribes the use
of multiple advance signs within a corridor.

KENILWORTH AVENUE CORRIDOR STUDY s
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Photo 25: Typical cross-section of Kenilworth

Avenue between Nannie Helen Burroughs Avenue

and Eastern Avenue

-
#

Photo 27: Substandard lighting condition at
Eastern Avenue overpass

Photo 28: Polk Street guide signing illustrates
substandard use of pedestrian bridge; also,
motorist using this exit must follow a circuitous
route to reach their destination
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Along Kenilworth Avenue, there is often
only one sign at any individual exit. It was
also found that in some cases, supplemental
signage has been added to overhead struc-
tures that do not meet MUTCD standards for
distance legibility.

2.6.50perational Characteristics

Kenilworth Avenue serves as a major
commuter route into Washington, DC with over
140,000 vehicles crossing the Maryland State
Line at Eastern Avenue daily. At the southern
limits of the study area, just under 110,000
vehicles per day (vpd) were measured
immediately north of Pennsylvania Avenue.
Between these two points, the majority of
vehicles entering and leaving the corridor do
so at East Capitol Street and Benning Road.

Generally, the configuration of these inter-
changes is designed to accommodate the
demand; however, all five interchanges within
the corridor provide varying degrees of access
(see Figure 2.13).

Pennsylvania Avenue Interchange
Pennsylvania Avenue has been analyzed as
part of the Middle Anacostia Crossing Study.

It provides full interconnectivity between
Pennsylvania Avenue and Kenilworth Avenue,
except for one missing movement: there is no
provision for southbound Kenilworth Avenue
traffic to exit to westbound Pennsylvania
Avenue. For the movements provided, all

are free-flowing except for the eastbound
Pennsylvania Avenue movement to north-
bound Kenilworth Avenue, which requires a
left turn at a signalized intersection.

East Capitol Street Interchange

East Capitol Street is classified as a Principal
Arterial; it extends from downtown
Washington, DC eastward into Maryland.
Within Maryland, the roadway continues as
Maryland Route 214 that continues east to the
Capitol Beltway (Interstate 495). The roadway
is 48 feet wide, divided, with three travel lanes
in each direction. The posted speed limit is

40 mph. The roadway is straight and forms
the eastern axis with the US Capitol per the
L’Enfant Plan.

In terms of traffic volumes, two primary
movements occur at this interchange: south-

1
-1
-
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Figure 2.13: Existing Allowed Movements at Intersections along Kenilworth Avenue

bound Kenilworth Avenue to westbound East
Capitol Street, and eastbound East Capitol
Street to northbound Kenilworth Avenue (see
Figure 2.13). To accommodate these move-
ments, high-speed ramps are provided in both
directions. These ramps are directly related
to the significant change in cross-section that
occurs in Kenilworth Avenue at this inter-
change as a southbound lane is dropped and
northbound lane added to accommodate the
ramp movements.

d.
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In addition to these two movements, through
movement is provided in both directions on
East Capitol Street. Eastbound East Capitol
Street traffic may also exit southbound onto
Kenilworth Avenue.

There are five missing movements at

this interchange. Southbound traffic on
Kenilworth Avenue cannot exit to eastbound
East Capitol Street, northbound traffic cannot
exit westbound or eastbound onto East
Capitol Street, and westbound traffic on East
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Capitol Street cannot exit either southbound
or northbound onto Kenilworth Avenue.

Another significant aspect of this inter-
change is its overall geometric relationship
to Kenilworth Avenue and the adjacent
CSX Railroad tracks. This interchange was
designed to accommodate the now aban-
doned Barney Circle Freeway, a proposed
crossing of the Anacostia River that would
have connected Kenilworth Avenue with
the Southeast-Southwest Freeway (I-395).
As a result, the horizontal alignment for

14
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Kenilworth Avenue south of East Capitol
Street lies further to the west than would
otherwise be required, and there is excess land
isolated between the existing alignment and
the CSX Railroad and excess pavement on
northbound Kenilworth Avenue.

As East Capitol Street passes beneath
Kenilworth Avenue, the right-of-way narrows
to a concrete canyon oriented to automobiles.
This underpass extends beyond Minnesota
Avenue.
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Photo 29: Benning Road exit weaving section

Benning Road Interchange

Benning Road is a Principal Arterial highway
that extends from northeast Washington, DC
to East Capitol Street. It is part of the Great
Streets Initiative. Benning Road traverses
Kenilworth Avenue on a 68-foot wide bridge
with two travel lanes in each direction. The
bridge is high enough to provide adequate
clearance not only for Kenilworth Avenue
but also for the CSX Railroad to the east. The
posted speed limit is 30 mph.

The interchange itself is a complex three-level
facility, as southbound Kenilworth Avenue is
depressed relative to northbound Kenilworth
Avenue to permit an at-grade intersection
with Benning Road. It is substandard in many
respects. Movements are limited and those
that do exist are unsafe.

For example, the exit and entrance ramps
along northbound Kenilworth Avenue are

on the left side. This allows vehicles on
northbound Kenilworth Avenue to exit to
westbound Benning Road and for eastbound
traffic on Benning Road to exit to northbound
Kenilworth Avenue. However, there are often
conflicts between vehicles exiting Kenilworth
Avenue and those entering from Benning
Road due to limited acceleration and decelera-
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tion distance and the requirement for them to
cross paths in order to reach their desired lane
(See Photo 29).

Southbound traffic on Kenilworth Avenue is
able to exit to westbound Benning Road and
also make use of a U-turn at the at-grade inter-
section to return to northbound Kenilworth
Avenue. Eastbound traffic on Benning Road
can exit to southbound Kenilworth Avenue

or use the at-grade intersection to go north-
bound.

Four movements are missing at this inter-
change: southbound and northbound
Kenilworth Avenue traffic cannot exit to
eastbound Benning Road, and westbound
Benning Road traffic cannot exit to north-
bound and southbound Kenilworth Avenue.

Nannie Helen Burroughs Avenue
Nannie Helen Burroughs Avenue is classified
as a Minor Arterial. To the west, it connects to
the main entrance of the Kenilworth Aquatic
Gardens. To the east, it extends as far as
Eastern Avenue. It is one of the designated
streets in the Great Streets Initiative. The
roadway is typically 44 feet wide, undivided,
and generally provides two travel lanes in
each direction.

Photo 30: Cross Section of Nannie Helen Burroughs Avenue under Kenilworth Avenue

At Kenilworth Avenue, Nannie Helen
Burroughs Avenue is divided and the posted
speed limit is 35 mph. At its intersection with
Kenilworth Avenue, the roadway travels
under the avenue and the adjacent CSX
Railroad bridge. As a result, the cross-section
for Nannie Helen Burroughs Avenue is
narrow at this point (see Photo 30).

This interchange is scheduled to be recon-
structed in 2007. It currently allows for

full movement in all directions to and from
Kenilworth Avenue and Nannie Helen
Burroughs Avenue. The reconstruction will
improve traffic safety and provide for better
access through the interchange for pedestrians
and bicyclists.

Eastern Avenue

Eastern Avenue is a Minor Arterial; it

forms the northeastern boundary between
Washington, DC and Maryland. Traveling
west, Eastern Avenue terminates at the exit
ramp to the southbound service road for
Kenilworth Avenue. To the east, it extends as
far as Southern Avenue, connecting to Martin
Luther King, Jr. Highway (MD 704). The
roadway is typically 40 feet wide, undivided,
and it generally provides two travel lanes in

each direction. The posted speed limit is 30
mph.

A gateway portal to the District of Columbia,
the Eastern Avenue interchange is the first
impression many visitors have of the city

as they drive southbound to Kenilworth
Avenue from the Baltimore-Washington
Parkway. Eastern Avenue provides important
access to the Deanwood Metrorail Station,

the Kenilworth Aquatic Gardens, and the
Kenilworth, Eastland Gardens, and Deanwood
neighborhoods. The interchange is three
legged with no western leg; it provides all
movements, including the ability for south-
and northbound traffic on Kenilworth Avenue
to make a U-turn (see Photo 31). This is a
particularly important function for south-
bound traffic, as it allows vehicles to return
north onto an access road to an industrial
park located in the northeast quadrant of the
interchange.

The Eastern Avenue bridge was constructed
in the 1950s. It is unattractive and, due to low
clearance over Kenilworth Avenue, has been
repeatedly struck by trucks and damaged.

2.6.6 Other Major Roadways in the
Study Area

KENILWORTH AVENUE CORRIDOR STUDY —

Photo 31: Eastern Avenue above Kenilworth Avenue

Massachusetts Avenue

Massachusetts Avenue is classified as a
Collector; it traverses the study area in a
generally east-west direction. The roadway

is discontinuous at the Anacostia River,
terminating at 17th Street, NE in Ward 6 and
beginning again just west of Randle Circle in
Ward 7. The roadway is 36 feet wide, generally
undivided, and it provides two travel lanes in
each direction. On-street parking is permitted
in certain locations at selected times of the day.
The posted speed limit is 30 mph.

Minnesota Avenue

Minnesota Avenue, a Minor Arterial, parallels
Kenilworth Avenue to the east. The roadway
is 40 feet wide, generally undivided, and it
provides two travel lanes in each direction.
Minnesota Avenue is discontinuous north of
Nannie Helen Burroughs Avenue. The posted
speed limit is 30 mph.
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With the exception of East Capitol Street,
Minnesota Avenue intersects all of the
discussed roadways as an at-grade inter-
section. At East Capitol Street, however,
Minnesota Avenue is grade separated on an
overpass.

2.6.7 Traffic Counts

At the Maryland state line, Kenilworth Avenue
carries over 140,000 vpd (see Figure 2.14). At
the southern end of the corridor, just north of
Pennsylvania Avenue, the volume is just under
110,000 vpd.

Of the four major arterial highways intersecting
Kenilworth Avenue, the highest daily volumes
were observed on the two main commuter
routes, East Capitol Street and Benning Road.

The majority of traffic in the study corridor
consists of passenger cars, followed by recre-
ational vehicles and trucks. The daily vehicle
composition is fairly consistent throughout the

corridor.
Bnacostia River

The service roads experience a substantial
increase in traffic volumes during the peak
hours.

b - Iﬁ%&:’ﬁ'r_lﬂ:kr:@'!ﬂaﬂ'_-
Vehicle Classifications ; e
At each end of the corridor, vehicle clas-
sification data was collected over a 72-hour

period. The classification data documents the
mix of vehicles in the traffic stream including
passenger cars, buses, and trucks (see Table
2.5).

When considering the 24-hour, three-day
average, the majority of traffic in the study
corridor consists of passenger cars (74% - 79%
for the three-day average). See Table 2.5.
Recreational vehicles (pickups, panels, vans,

and other vehicles such as campers, and motor
homes) make up approximately 15% of the ; ol o iy T o

traffic. Figure 2.14: Average Daily Traffic Volumes on Major Roadways that connect to Kenilworth Avenue
The combined volume and corresponding
percentage of trucks (Classifications 5 through
13) range between 4.9% and 6.3%. Single unit

d.
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Class Type South Portal Morth Portal Class Type South Portal Morth Portal
{at P Jvamia A ) {at Eagtern A ) (at Pennsylvania Avenue) {at Eastern Avenue)
Morfhbouwnd Sowthboaod Nerthbooed Soufhboumd
1 ME 01% 0.1% a1% 01% AMPeak PMPeak AMPeak PMPeak AMPeak PMPeak AMPeak PMPeak
1 MC 0.1% 0.1% 0.1% 0.1% 0.1% 01 0.1% 0.1%
e F 7E.0% TRE% 215 T41%
2 P T7.3% TE. X T7.0% a80.8% E0.0% 42 1% TH.2% T7.2%
3 EV 13.2% 14%% 1458% 15.9%
4 Bues 10% 0.7% 19% 0% 3 R\ 17.7% 15.8% 18.5% 14.8% 14.7% 121% 16.9% 17.2%
4 Bus 0.5% 1.0% 0.7% 0.7 0.9% 1.6% 0.8% 04%
= S () 2.6% &S 2% 3.2%
5 SU 2 24% 2.09% 1% 21% 28% 20% 15% 24%
=1 S (3) 0.6% 0.5%% 02% 0.5%
- S 4) S i} SU 3 0.7% 0.5% 0.6% 04% 0.3% 0.2% 0.4% 0.3%
T S (4) 0.1% 0.0% 0.3% 0.1% 0.0% 0.0% 0.0% 0.0%
E WE (&) 178 0.E%% o.9ag
o WE (3) s = = TiT a WEB (4] 0.8% 23% 0.8% 0.8% 0.7% 1.2% 25% 20%
10 WE i8] 0% 0L1%. a1% 01% b WE (5] 04% 0.5% 0.7% 0.3% 0.5% 04% 0.8% 0.2%
7 WB (5)(2} no% T a0 ans 10 WHB (8) 0.1% 0.5% 0.1% 0.0% 0.1% 01 0.1% 0.0%
11 WE (5)§2) 00% 0.1% 0.0% 0.0 0.0% 0.0% 0.0% 0.0%
12 WE (6)(2) 0.1% 0.0% 0% 0.0%
12 WE {@)2) 0.0% 0.1% 0.0% 0.0% 0.0% 01 0.0% 0.0%
13 WE (T}2) 0.2% 0.1% 01% 01%
13 WEB (TH2) 00% 0.4% 0.2% 0.0 0.0% 01 0.1% 0.1%
3-13 All Trocks ST 30 4.59% 6.3% 3-13 All 4 5% T.2% S3.7% 38% 4 4% 4 1%% T.1% 5.1%
MIC = Motoroycles Trucks
MC = Motonoycles

P =Fassenger Cars

EWV = Eecreational Vehicle [pickups, panels, vans, and vehicles such as campers, and motor
hiommes)

Dus = Dascs

3T (X)) = Single Unit Tracks (MNumber of Axlec)

WE (%) = Wheel Base Trucks [[Mumber of Axles)

WE () () = Wheel Base Trucks (Mumber of Axles)Thamber of Trailers)

FW = Recreational Wehizle (pickups, panels. wans. and wehicles such as campers, and motor homes)
Bus = Buses

SU (X} = Single Unit Trucks (Mumber of Axdes)

WB (X) = Wheel Base Trucks {Number of Axes)

WE (X} (X) = Wheel Base Trucks {Number of Axles){Mumber of Traders)

Table 2.5: 24-Hour Vehicle Classification Summary, Three-Day Average Table 2.6 - Peak-Hour Vehicle Classification Summary, Three-Day Average

in the northbound direction, 5.7 percent of the

trucks (delivery vans, dump trucks, concrete * At Pennsylvania Avenue during the AM
vehicles entering the corridor at Pennsylvania

trucks, etc.) make up approximately 3% of the peak hour, more trucks exit than enter the

vehicle mix. Avenue daily are trucks, while trucks make

up only 4.9% of the vehicles exiting at Eastern
Avenue. The majority of truck traffic also
occurs during off-peak hours.

corridor. At Pennsylvania Avenue during

the PM peak hour, more enter than exit the
The remaining vehicles are tractor-trailer type corridor.
trucks. The majority of the tractor-trailer
trucks are single trailer vehicles and only a e At Eastern Avenue, during the AM and PM

small percentage were multi-trailer trucks. peak hours, more trucks enter the corridor There is a substantial increase in traffic

than leave it. volumes along the service roads during

Table 2.6 summarizes the peak hour vehicle
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classification at the south and north portals of
the corridor. The data is based on a three-day
average.

The daily vehicle composition is fairly
consistent throughout the corridor (Table 2.5).
However, on a daily basis, the total volume
of trucks decreases as one progresses through
the corridor in either direction. For example,
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the peak hours. This can be attributed to
commuters bypassing congestion or choosing
to exit earlier because they perceive this to

be safer. The locations of the slip ramps
encourage commuter travelers to divert from
Kenilworth Avenue onto the service roads
when there is congestion.

2.6.8 Traffic Operations

Kenilworth Avenue operates at LOS F in the

southbound direction during the AM peak hour.

During the PM peak hour, the Avenue func-
tions at LOS F between Pennsylvania Avenue
and Benning Road, and LOS E between
Benning Road and Eastern Avenue, in the
northbound direction.

Capacity Analysis

A Level of Serviec (LOS) capacity study was
conducted for Kenilworth Avenue. LOS
describes the ability of a roadway or inter-
section to accommodate prevailing traffic
volumes. There are six LOS ratings, ranging
from A to F, with A representing the optimum
operating conditions and F representing
congestion (see Table 2.7).

The methodologies for measuring level of
service vary depending on the type of facility
under evaluation. For this study Kenilworth
Avenue was divided into segments, including
the following:

¢ Basic freeway segments of highway not
influenced by ramp or weaving segments.

* Ramp segments including on-ramps (ramp
merges) and off-ramps (ramp diverges).

Lewel of Service Bagic Freeway Merpe and Weaving
Segments Diverge Areas Areas
{pc/mi/In} {pcimifln) [pcimi/ln)
A 0-11 =10 =10
B =11 -18 =>10-1] =10 =20
c >18 - 26 >10—28 >20-2B
i) =26 —35 =18-35 =235
E =35 —-45 =33 »>35-43
F =45 Excesds Capacty =43
pPomiin = Density in Passenger Cars per hiile per Lame
secfreh = Delay in Seconds per Vehicle
Table 2.7: Level of Service Criteria
Freeway Morthboomd Southboond
Slp— AM PM AM PM
Peakc Peak Peakc Peak
Pernsylvania Avenue to D F F F
East Capitol Sirest o C F F D
Benming Epad
Benming Eoad fo c E F B
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MNarmie Helen Burroughs Averme 'S E F &)
to Eastern Asrenme
Eastern Axenmue to D F F E
Maryland State Line

Table 2.8: Levels of Service for Freeway Segments Along Kenilworth Avenue

e Weaving segments created when two or
more traffic streams cross in the same
general direction.

Traffic operations along adjacent or inter-
secting arterial highways were analyzed with
the signalized or unsignalized intersection
methodologies in the HCM.

Analysis of Kenilworth Avenue

Level of Service for basic freeway segments
along Kenilworth Avenue are shown in Table
2.8. Kenilworth Avenue operates at LOS F
throughout the corridor during the AM peak
hour in the southbound direction.

During the PM peak hour in the northbound
direction, Kenilworth Avenue operates at LOS
F between Pennsylvania Avenue and Benning
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Road and north of Eastern Avenue. However,
between Benning Road and Eastern Avenue,
the roadway operates at LOS E.

Most of the north- and southbound ramp
merges and diverges operate at LOS E or LOS
F in the peak direction. Similarly, the peak
direction weaving sections operate at LOS E
or LOSF.

Synchro/SimTraffic Operations Model
Average speeds were observed across the
corridor at various times and days. During the

Siemalized Ungienalized
Intercections Intersections
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Figure 2.15: Average speed along northbound Kenilworth Avenue
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Figure 2.16: Average speed along southbound Kenilworth Avenue
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AM peak hour, vehicle speeds are low at the
northern end of the corridor and increase as
vehicles travel south (see Figure 2.15). During
the PM peak hour, vehicle speeds tended to
decrease as vehicles traveled south to north
(see Figure 2.16). Note that the posted speed
limit (shown by the yellow line) is 45 miles per
hour. Average speeds are high in the non-peak
directions.

2.6.9 Traffic Safety

Crash data for Kenilworth Avenue and five
signalized intersection were collected and
analyzed for a three year period (2001 to
2003). Nearly 65% of crashes along the
corridor occur between the Benning Road and
Eastern Avenue interchanges.

Analysis of Kenilworth Avenue

For this study, Kenilworth Avenue crash data
for the three most recently available years
were reviewed. Over this period, 485 crashes
occurred along the corridor :

Greans -.1.:|. ;

e 129 crashes occurred in 2001;

e 141 crashes occurred in 2002; and

e 215 crashes occurred in 2003.

This represents a 67% increase in crashes
between 2001 and 2003.

Crash rates are an effective tool for measuring Figure 2.17: Crash data for years 2001, 2002 and 2003, between Kenilworth Avenue interchanges and at five signalized intersections adjacent to the corridor.
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safety hazards at a particular location, as they
combine crash frequency with traffic volume. Interoection No. of Crashes "w.:,— . mm of e T
Crash rates are expressed in “crash per Million Year  Year  Year Tol
Vehicle Miles Traveled” (MVMT) for highway R I I
loca.tioni or “crash per Millio.n Enterir}g - - 5 i = % 2 T — — —T Weekdays
Vehicles” (MEV) for intersection locations. Analysis of Intersections MEmEsota Avenue e ot vehice B9 In AM peak hour
During the three-year period, there were neadan 26% In the P peak hour
The highest crash rates occur north of East a total of 292 crashes at the five following Benming Road and 34h 18 10 15 4 EFe ﬂm 5:30 PM and 7:30 AM Weshdays
Capitol Street, and particularly north of signalized intersections: St E ::;ﬂﬂ ﬁ
Benning Road. Figure 2.17 shows the distribu- = " 1 5 ad% AT 630 P and 7-30 AM Vieekays
tion of crashes between the interchanges along ¢ Benning Road and Minnesota Avenue Burroughs Asvemme and Seft furn hit venicic G In the AM peak hour
Kenilworth Avenue. (117); Mimmesota Avenue 12% In the PM peak hour.
MNanmie Helen 7 15 & i A% nr;‘a-end 6:30 PM and 730 AM
angle
Nearly 65% of the crashes occurred between ¢ Benning Road and 34th Street (43); Burroughs Aveme and Rirses i 1% In tha A& prak haie
Benning Road and E A Crash 18% In the P peak hour.
enning Road and Eastern Avenue. Cras = 5 = 53 2 e 6:30 PM and 7-30 AM
locations rema'uned relatively constant over the o Ne.mrue Helen Burroughs Avenue and and Swped 10% I the AM peak hour
three year period. Minnesota Avenue (51); EenlwoTin Avere 13% IN the PM peaK nour
servios road 20% between 1:30 and 4:00 PM
Table 2.9: Summary of Intersection Crash Data
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e Nannie Helen Burroughs Avenue and
Kenilworth Avenue (28); and

¢ Eastern Avenue and Kenilworth Avenue
service road (53).

A review of the crash data is summarized in
Table 2.9.

2.7 Transit Service

There appear to be few transit deficiencies in
the vicinity of the Kenilworth Avenue Corridor
Study Area. Excellent neighborhood-based
collector routes are in place, serving as
feeder/distributor functions to Metrorail
stations, including Deanwood, Minnesota
Avenue, and Benning Road.

Residents of some neighborhoods such as
Central Northeast, that lies between Nannie
Helen Burroughs Avenue and Benning Road/
Central Avenue, must walk about 0.4 mile

to one of the above roads to access transit
service. Transit service on these roads is
quite frequent with 10 minute peak headways
on Route U8. In addition, the Benning Road
Metrorail Station on the Blue Line serves the
neighborhood. Also, some residents of the
western-most portions of the neighborhood
between Minnesota Avenue and Anacostia
Park, south of East Capitol Street may
experience three or four block walks to reach
transit routes on Minnesota Avenue. All other
neighborhoods are served by a bus route or
Metrorail station within a 1/4 mile radius.

2.7.1 Metrorail

The Metrorail Orange Line extends from the
New Carrollton Metrorail Station in Prince
George’s County, Maryland to the Vienna/
Fairfax-GMU Metrorail Station in Fairfax
County, Virginia. Within the study area, the
Orange Line operates at-grade, parallel and
adjacent to Kenilworth Avenue with stops

at Deanwood Metrorail Station, which is
near Eastern Avenue, and Minnesota Avenue
Metrorail Station near Benning Road.

South of the Minnesota Avenue Metrorail
Station, adjacent to Benning Road, the Orange
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Photo 31: Deanwood Metrorail Station

Line is joined by the Blue Line before crossing
the Anacostia River.

Deanwood Metrorail Station

The Deanwood Metrorail Station is located

at ground level along the north side of
Minnesota Avenue, NE, between 48th Street
and Nash Street (see Photo 32). The station has
two elevators and two escalators that connect
the street, mezzanine and platform levels.

Minnesota Avenue Metrorail Station
The Minnesota Avenue Metrorail Station is
located at ground level adjacent to the Amtrak
Northeast Corridor right-of-way between
Minnesota Avenue and Kenilworth Avenue.
The entrance is at Grant Street, NE. The
station has two elevators and two escalators
which connect the street, mezzanine and
platform levels.

2.7.2 Metrobus

Metrobus routes serve the Kenilworth Avenue
Corridor mostly along arterial roads such

as Minnesota Avenue, Benning Road, East
Capitol Street, and Pennsylvania Avenue. A
majority of this service is oriented toward
downtown, mostly along Pennsylvania
Avenue.

Some of the neighborhoods in the study area,
such as Eastland Gardens and Dupont Park,

ot KENILWORTH AVENUE CORRIDOR STUDY
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have limited access to the bus routes due to
natural or man-made impediments, including
Kenilworth Avenue, the CSX and Metrorail
tracks, parks, or the Anacostia River.

Other neighborhoods, like Mayfair Parkside,
Greenway and River Terrace, however, are
well-served by buses: where many destina-
tions can be reached without a transfer,

those that cannot can usually be reached by
connecting to Metrorail. The local network has
excellent interconnectivity with the Metrorail
system, making the entire region accessible by
transit. Generally, there is good local collector/
distributor feeder service in the vicinity of the
corridor and adjoining neighborhoods.

2.7.3 Streetcar and Trolley Service

Though no BRT or streetcar route is in opera-
tion in DC or the region today, both are being
considered as part of the District of Columbia
Transit Alternatives Analysis (DCAA). In addi-
tion to the Anacostia Streetcar line, proposed
for southeast Washington, nine route alterna-
tives, which could be streetcar or BRT routes
but likely will start as Rapid Bus routes, are
recommended by the DCAA. Five of these
have direct impact on the Kenilworth Avenue
Corridor.

The proposed Anacostia Streetcar starter-line
will operate wholly on city streets from a

Photo 32: Metrobus transfer station at Minnesota Avenue Metrorail Station

southern terminus at Bolling Air Force Base
near South Capitol Street and Firth Stirling
Avenue to the Anacostia Metrorail Station.

Several extensions and segments of other
routes operating in common alignment with
the Anacostia Streetcar line are also under
study. As part of the DCAA, the following
routes, which would operate in the vicinity
of the Kenilworth Avenue Corridor, are being
studied and evaluated:

e Minnesota Avenue Metrorail Station to
Bolling AFB

* Georgetown/Crosstown to Minnesota
Avenue Metrorail Station

e Friendship Heights Metrorail Station via
Georgetown/Crosstown to Minnesota
Avenue Metrorail Station

e Georgetown/SW Waterfront to Minnesota
Avenue Metrorail Station

e Friendship Heights Metrorail Station via
Georgetown/SW Waterfront to Minnesota
Avenue Metrorail Station

2.7.4 Bus Rapid Transit/Other Transit
Plans

In addition to these routes, one Rapid Bus
route is under study as part of the DCAA.

This route would operate between Forestville and
Downtown. This rapid bus route would operate
through the Kenilworth Avenue Corridor study
area on Pennsylvania Avenue, SE, intersecting at
Minnesota Avenue.

Alignments, station locations and modes have
not yet been finalized. Future extension of the
Anacostia Streetcar to Deanwood Metrorail
Station could be implemented when the two
discontinuous segments of Minnesota Avenue
are connected. This would provide transit
service along the Anacostia River corridor from
Eastern Avenue to Bolling Air Force Base. Radial
connections would be at Benning Road, East
Capitol Street, and Pennsylvania Avenue within
the Kenilworth Avenue Corridor study area, and
Good Hope Road, Martin Luther King Jr. Avenue,
the Anacostia Metrorail Station, and South
Capitol Street beyond.

Such service would likely increase north-south
mobility in the corridor, as well as provide
opportunities for Transit-Oriented Development
(TOD) at important transfer points and commer-
cial centers. Continuous transit service in the
Anacostia River corridor has not previously been
provided; transit has been oriented radially to
and from downtown. Improved transit service
would likely reduce dependence on the automo-
bile and alleviate congestion in the corridor.
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Options to Enhance the Corridor

How can Kenilworth Avenue be transformed to
function better as a roadway and be an asset
to the surrounding neighborhoods?

Sections 3.1, 3.2 and 3.3 of this chapter
describes three options that were explored to
address this question.

Section 3.4 discusses how each option would
affect the tranportation system in the corridor
and recommends a preferred option. Section
3.5 provides more detailed discussion of the
preferred option.

In addition, this chapter discusses two
potential connections within the study area
that are aimed to improve connectivity across
the Anacostia River: a new crossing aligned
with Massachusetts Avenue, and a new River
Road. Several options that explore alternative
connections for Massachusetts Avenue and
River Road are discussed in Section 3.6.

KENILWORTH AVENUE CORRIDOR STUDY

Three Options to Enhance the Kenilworth Avenue Corridor

Example of Kenilworth Avenue Depressed

Option 1

Kenilworth Avenue as a Boulevard

This option explores transforming Kenilworth
Avenue from a freeway to a Boulevard
between East Capitol Street and Eastern
Avenue. South of East Capitol Street,
Kenilworth Avenue remains a freeway with
enhancements to its appearance and infra-
structure.

Option 2

Kenilworth Avenue as a Four-Lane,
Limited Access Roadway

This option explores maintaining Kenilworth
Avenue as a limited access roadway, but with a
reduced footprint north of East Capitol Street:
four lanes (two in each direction) versus the six
existing lanes (three in each direction). South of
East Capitol Street, Kenilworth Avenue remains
a freeway with enhancements to its appearance
and infrastructure.

Option 3

Kenilworth Avenue with Improved
Infrastructure

This option explores maintaining Kenilworth
Avenue as freeway with enhancements

to safety conditions, infrastructure and

its appearance. This option also explores
depressing portions of the corridor to improve
connectivity across the roadway and between
neighborhoods.

Additional Studies to Enhance Connectivity Across

the Anacostia River Areas

Example of Park Road

Massachusetts Avenue Crossing

Three options for a new Anacostia River

crossing, aligned with Massachusetts Avenue,

are explored:

® Vehicular bridge between Reservation 13
and Randle Circle,

® Pedestrian and bicycle bridge between
waterfront parks, and

¢ Vehicular bridge between waterfront parks.

Park Road

Three connections that would link waterfront

parks on both sides of the river are explored:

® Anacostia Avenue to Eastern Avenue,

* Benning Road to Barney Circle, and

¢ Park Road bridge connection at
Massachusetts Avenue.

OPTIONS TO ENHANCE THE CORRIDOR [/ 3-1
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3.1 Option No. 1
Kenilworth Avenue
as a Boulevard

This concept explores transforming
Kenilworth Avenue into a tree-lined boulevard
street with two distinct segments, as described
below and illustrated in Figure 3.1.

Pennsylvania Avenue to

East Capitol Street

Between Pennsylvania Avenue and East
Capitol Street, the corridor remains a four-lane
roadway as it is today; however, the appear-
ance of the corridor is improved through the
introduction of a landscaped median, and

Figure 3.1: Option 1 - Transforming Kenilworth Avenue into a Boulevard

OPTIONS TO ENHANCE THE CORRIDOR

replacement of the paved shoulders with
reinforced grass shoulders (as illustrated in
Figure 3.3).

In this option, as well as in Options 2 and 3, a
portion of Kenilworth Avenue, to the south of
East Capitol Street, could be realigned to the
east to provide additional parkland adjacent
to the river.

East Capitol Street to

Eastern Avenue

Between East Capitol Street and Eastern
Avenue, the corridor is transformed into a
boulevard where the existing service roads
are removed, and the roadway cross-section
is widened to add tree-lined shoulders and a
tree-lined landscaped median. Owing to the
large volume of traffic on Kenilworth Avenue
north of East Capitol Street, eight lanes of
traffic, four in each direction, are provided
(see Figures 3.2 and 3.4).

Example of a Boulevard

KENILWORTH AVENUE CORRIDOR STUDY




g i | Q Existing Interchanges ¢ Nannie Helen Burroughs Avenue: At Nannie Between these signalized intersections, addi-
i i The interchanges at East Capitol Street, Helen Burroughs Avenue, a new signalized tional intersections could occur right-in and
: Ll 1|3 Benning Road, Nannie Helen Burroughs at-grade intersection replaces the existing right-out turns (see Figure 3.2). To turn left
: Pl : Avenue and Eastern Avenue function as bridge. Nannie Helen Burroughs Avenue onto Kenilworth Avenue from a local street, a
i : : : follows: remains grade-separated at the intersection driver would use a signalized intersection.
Er' B:O’ v | i with the CSX Railroad tracks.
"X-_ | o i * East Capitol Street: Through-traffic on East
| {:'hmh Capitol Street remains below grade as it is * Eastern Avenue: At Eastern Avenue, a new
= | today. A new signalized, at-grade intersec- signalized, at-grade intersection replaces
| ‘E"I""_""" 5 tion west of Kenilworth Avenue allows the existing bridge. A potential new pedes-
..ﬁ...i......_.... ! traffic on Kenilworth Avenue full access to trian path connects the intersection with
i | East Capitol Street. Anacostia Avenue, improving access to the
{'T""E"" ; Kenilworth Aquatic Gardens.
E’, n '}"'"i""‘"- + Benning Road: At Benning Road, through )
it p traffic to Minnesota Avenue remains New Intersection
% Crun elevated over Kenilworth Avenue and the A new signalized intersection is introduced
% =k '5"""“"9' | railroad as it is today. The existing bridges, either at Ord Street or Nash Street, connecting
L _} 5 however, are divided to allow an at-grade to Olive Street near the Deanwood Metrorail
intersection with Kenilworth Avenue to be station.

LR

built between them, improving conditions
for pedestrians and bicyclists.
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Figure 3.2: Typical Plan for a boulevard (tree-lined shoulders and median)
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Figure 3.3: Typical Cross-Section Between Pennsylvania Avenue and East Capitol Street
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Figure 3.4: Typical Cross-Section Between East Capitol Street and Eastern Avenue
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3.2 Option No. 2 —
Kenilworth Avenue as a
Four-Lane Avenue

This concept explores transforming
Kenilworth Avenue from a six-lane to a four-
lane limited-access roadway with two distinct
segments, as described below and illustrated
in Figure 3.5.
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Pennsylvania Avenue to

East Capitol Street

Similar to Option 1, between Pennsylvania
Avenue and East Capitol Street, the corridor
remains a four-lane roadway. The corridor’s
appearance is improved through the introduc-
tion of a landscaped median, and replacement
of the paved shoulders with reinforced grass
shoulders (as illustrated in Figure 3.7). In this
option, as well as in Options 1 and 3, a portion
of Kenilworth Avenue, to the south of East
Capitol Street, could be realigned to the east
to provide additional parkland adjacent to the
river.

ix-lane to a four-lane limited-access roadway

East Capitol Street to

Eastern Avenue

Between East Capitol Street and Eastern
Avenue, Kenilworth Avenue is reduced

to four lanes (two in each direction) versus
the six lanes (three in each direction) that
currently exist. These improvements are
aimed to increase safety, provide traffic
calming, and add landscaping to enhance the
corridor’s visibility (see Figure 3.6).

Between East Capitol Street and Benning
Road, in addition to the proposed four
through lanes, an acceleration-decceleration
lane is provided in each direction to accom-
modate traffic to and from the East Capitol
Street interchange.

KENILWORTH AVENUE CORRIDOR STUDY —




The on- and off-ramps north of Nannie Helen Existing Interchanges

Burroughs Avenue are either eliminated The interchanges at East Capitol Street,

or consolidated. The service roads north of Benning Road, Nannie Helen Burroughs
Nannie Helen Burroughs Avenue are made Avenue and Eastern Avenue function are
narrower and curb extensions are added to reconstructed as described under Section 3.4.

delineate parking areas and to provide refuge
for pedestrians crossing the street.

The reduced roadway cross-section provides
space for a wider, landscaped median and
additional green space between Kenilworth
Avenue and the service roads (see Figure 3.8).

Under this option, the existing pedestrian
bridges at Hayes Street leading to the
Minnesota Avenue Metrorail Station and

at Douglas Street leading to the Deanwood
Metrorail Station are upgraded and improved.
The pedestrian bridges at Lane Place and
Nash Street are removed.

| e B o | i By iy i pE B rw e Sy | j:: | i g B |_

Figure 3.6: Typical Plan for a four-lane roadway (landscaped medians and reinforced green shoulders) Figure 3.7: Typical Cross-Section Between Pennsylvania Avenue and East Capitol Street (landscaped median and reinforced

grass shoulders)
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Figure 3.8: Typical Cross-Section Between East Capitol Street and Eastern Avenue (Four-lane roadway with landscaped
median and reinforced grass shoulders)
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3.3 Option No. 3 —
Kenilworth Avenue with
Improved Infrastructure

This option explores maintaining Kenilworth
Avenue as freeway with enhancements

to safety conditions, infrastructure and

its appearance. This option also explores
depressing portions of the corridor to improve
connectivity across the roadway and between
neighborhoods. Infrastructure improve-
ments are made in two distinct segments, as
described below and illustrated in Figure 3.9:

Pennsylvania Avenue to

East Capitol Street

Similar to Options 1 and 2, between
Pennsylvania Avenue and East Capitol Street,
the corridor remains a four-lane roadway. The
corridor’s appearance is improved through

replacement of the paved shoulders with rein-
forced grass shoulders (as illustrated in Figure
3.11). In this option, as well as in Options 1
and 2, a portion of Kenilworth Avenue, to

the south of East Capitol Street, could be
realigned to the east to provide additional
parkland adjacent to the river.

East Capitol Street to

Eastern Avenue

Between East Capitol Street and Eastern
Avenue, the existing infrastructure is
improved and portions of Kenilworth Avenue
are depressed to create opportunities for local
street connections between neighborhoods on
either side (see Figure 3.12). Six lanes of traffic,
three in each direction, are maintained (as it is

today); however, the existing on- and off-
ramps are either eliminated or consolidated.

In this option, the service roads on either side
of Kenilworth Avenue remain, but mostly
function as local roads between the neighbor-
hoods. This option includes upgrading the
two existing pedestrian bridges at Hayes
Street (leading to Minnesota Avenue Metrorail
Station) and at Douglas Street (leading to the
Deanwood Metrorail Station). The pedestrian
bridge at Lane Place and Nash Street are
removed.

the introduction of a landscaped median, and

Example of a Kenilworth Avenue Depressed
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Figure 3.9: Option 3 - Maintain Kenilworth Avenue as a freeway with enhancements and depressing portions to allow connections across the corridor.
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Existing Interchanges

The interchanges at East Capitol Street,
Benning Road, Nannie Helen Burroughs
Avenue and Eastern Avenue are reconstructed
as described under Section 3.4.

New Connections

Lowering Kenilworth Avenue allows for

a new vehicular, pedestrian, and bicycle
crossing at either Ord Street or Nash Street,
permitting the removal of two existing
pedestrian bridges immediately south of Ord
Street, and improving access to the Deanwood
Metrorail Station.
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Figure 3.11: Typical Cross-Section Between Pennsylvania Avenue and East Capitol Street

Figure 3.10: Typical Plan (Option 3 - Depressing portions of Kenilworth Avenue)
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Figure 3.12: Cross-Section Between East Capitol Street and Eastern Avenue (Kenilworth Avenue depressed to provide

new connection)
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3.4 Screening Analysis of
Options 1, 2 and 3

An analysis of existing and future condi-
tions was performed for each of the options.
This evaluation of the mainline portion of
Kenilworth Avenue was completed indepen-
dent of individual intersections along the
corridor. Each option was first tested with
year 2004 traffic volumes. Next, future year
2030 traffic volumes were developed and each
option was evaluated using those projections.

Summary of Analysis

This corridor study first evaluated existing
conditions using Year 2004 volumes. A
Synchro model was developed for the corridor

and calibrated with field-observed travel times.

An examination of the three options with year
2004 traffic volumes indicated:

* Option 1 is not feasible due to potential
queuing and unacceptable LOS; therefore,

it was eliminated from further consideration.

* Option 2 is feasible to implement in the
near-term; this option would improve
current safety issues but will impact traffic
operations. This option is not feasible
following improvements along southbound
MD 295 in Maryland, which will shift
congestion from the north into the study
area.

*  Option 3 was found to be feasible and was
considered for year 2030.

3.4.1 Overview of Analysis

The three mainline options described in
Sections 3.1, 3.2 and 3.3 were first evaluated
using Year 2004 traffic data.

Analysis of Option 1 - Boulevard
Option 1 was analyzed as a roadway with
signalized intersections at East Capitol Street,
Benning Road, Nannie Helen Burroughs
Avenue and Eastern Avenue. This type of
roadway is typically analyzed for a Level

of Service (LOS) based on the traffic delay
measured in seconds that occurs at each
signal. To accomplish this, peak hour traffic

OPTIONS TO ENHANCE THE CORRIDOR

volumes under Option 1 were determined and
an analysis was conducted using Synchro and
SimTraffic.

Table 3.1 shows the results of the analysis

at the four proposed intersections along
Kenilworth Avenue. Under this option, with
current traffic volumes, all of the signalized
intersections would operate at LOS F.

SimTraffic was also used to determine north-
and southbound travel times throughout

the corridor. Under Option 1, average travel
speeds are low throughout the corridor.
During the AM peak hour, southbound
vehicles average less than 12 mph between
Eastern Avenue and East Capitol Street. In the
PM peak hour, northbound vehicles typically
travel slower than 15 mph. This is a signifi-
cant degradation in travel time compared to
existing conditions (see Figures 2.14 and 2.15).

The analysis also showed southbound queues
on Kenilworth Avenue extending over one
mile into Maryland during the AM peak hour.
These queues would impact the operations not
only at the Baltimore-Washington Parkway,
MD 201, and US 50 interchange, but adjacent
interchanges as well. PM peak hour queues
are also long but do not extend to or beyond
Pennsylvania Avenue.

Option 1 creates a section of highway with
traffic signals between two freeway sections.
This generates safety hazards as vehicles at
either end of the study area enter a lower-
speed roadway with queued vehicles at
freeway speed.

Even though Option 1 provides for pedes-
trian movements at the four intersections
considered, the width of Kenilworth Avenue
under this option has to be more than 100 feet
because of the number of lanes required to
carry the traffic volumes. To cross Kenilworth
Avenue, pedestrians must seek refuge on the
median and most likely need two traffic signal
cycles to complete the crossing.

Intersection AM Pealk Hour PM Peak Hour
LOS Dealay LOS Drelay
East Capitol Street E 202 F 54
Renning Brad F ea B F 9
Manmie Helen Burronghs Asrenue F 387 F e
Eastern Averoe E 352 F 726
Mote: Delay measored in seconds.
Table 3.1: Intersection LOS Analysis for Option 1
Improvement Soenario AM Peak Hour P Peal: Hour
Southbound Northbound  Sowthbound — MNorthbound

Ewmisting 2002 Condition 360 = bl My 02
Option 2 + Scenario 1 1051 342 424 1.088
Orption 2 + Scenario 2 1240 330 566 1.000
Orption 2 + Scenario 3 1099 341 01 1,023
Option 2 + Scenado 4 1478 339 521 1.007

Note: Trawel Times measured in seconds.

Table 3.2: Travel Times for Option 2 under the Four Scenarios

Analysis of Option 2 -

A Four-Lane Avenue

Under Option 2, Kenilworth Avenue func-
tions much as it does today, as a limited
access freeway with interchanges at East
Capitol Street, Benning Road, Nannie Helen
Burroughs Avenue and Eastern Avenue. The
analysis for this type of roadway is very
different than that performed for the signal-
ized roadway analyzed under Option 1. For
freeways, travel times and speeds, combined
with the capacity of the freeway measured by
the density of vehicles in the travel lanes, are
used to measure effectiveness.

Because Option 2 reduces the number of
through lanes on Kenilworth Avenue north
of East Capitol Street, and because of the
large volume of traffic that enters and leaves
the study area at the Maryland state line, it
was important for the analysis to take into
consideration the improvements proposed by
the Maryland State Highway Administration
immediately north of Eastern Avenue.

These improvements, the reconstruction of the
Kenilworth Avenue bridge over AMTRAK and

Beaver Creek, will have an affect on the flow
of vehicles along the freeway. SimTraffic was
used to determine travel times through the
corridor for four scenarios, all related to the
proposed improvements. These scenarios are:

e Scenario 1: the proposed SHA improve-
ments are not implemented;

e Scenario 2: the proposed SHA improve-
ments are implemented as planned;

e Scenario 3: the proposed SHA improve-
ments are not implemented; however,
improvements are made to the northbound
Kenilworth Avenue ramp to eastbound US
50; and

e Scenario 4: the proposed SHA improve-
ments and improvements to the north-
bound Kenilworth Avenue ramp to
eastbound US 50 are implemented.

The results of the SimTraffic analysis for
Option 2 and the different scenarios are
shown in Table 3.2. The travel time shown is
the time required to travel Kenilworth Avenue

KENILWORTH AVENUE CORRIDOR STUDY —
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between US 50 and Pennsylvania Avenue in
either the southbound or northbound direc-
tion.

Under all scenarios, travel time in the peak
direction (southbound in the AM peak hour
and northbound in the PM peak hour) is
increased considerably when compared to
existing conditions. In the non-peak direction,
there is little or no impact on travel times.

Typically, in the AM peak hour, southbound
travel speeds are low at the north end of the
corridor (beginning at US 50 in Maryland)
and increase as vehicles travel south along the
corridor. South of East Capitol Street, speeds
return to existing averages which can be
expected as Kenilworth Avenue south of East
Capitol Street has two lanes and a significant
number of vehicles exit at Benning Road and
East Capitol Street.

The analysis shows that the proposed
improvements by SHA to the southbound
Kenilworth Avenue ramp from eastbound US
50 (Scenario 2) cause the greatest increase in
congestion and travel time along Kenilworth
Avenue. These impacts to traffic extend as
far south as Nannie Helen Burroughs Avenue
before dissipating.

During the PM peak hour, travel times north
of East Capitol Street increase under all
scenarios, although the deterioration is not
as significant as experienced by southbound
traffic in the AM peak hour.

With the improvement assumed in Scenarios

3 and 4, speeds are still slow entering the
corridor from either direction; however,
during the PM peak hour, speed and queuing
improvements are observed in the northbound
direction north of Nannie Helen Burroughs
Avenue.

In general, Option 2 leads to a substantial
increase in peak direction travel time in both
the AM and PM peak hours, and a small travel
time increase in the non-peak directions.

A small improvement takes place if SHA
improves the northbound Kenilworth Avenue
exit ramp to eastbound US 50, as this move-
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ment currently backs up from Maryland into
Washington, DC.

The freeway LOS was also evaluated for
Option 2. With the removal of a through-lane
in both directions north of East Capitol Street,
the majority of basic freeway, weaving and
ramp segments operate at a LOS F.

Given the above analysis, Option 2 should
only be considered for implementation after
discussions with the Maryland State Highway
Administration regarding their planned
improvements.

NEAR-TERM IMPLEMENTATION OF
OPTION 2

The planned re-construction of the Nannie
Helen Burroughs Avenue interchange requires
a long-term lane closure of Kenilworth
Avenue in both directions. This provides

an opportunity to evaluate whether or not
Option 2 can be implemented as a near-term
improvement through observation of real-time
traffic conditions during reconstruction of the
bridge. Conditions can then be compared to
the modeled analysis described above.

As part of the reconstruction project, a Smart
Work Zone is proposed. As part of the Smart
Work Zone, portable data collection systems
will collect speed, volume and lane occupancy
information, which can be uploaded from the
field via a cellular connection to a website
that will summarize the raw data (by minute)
as well as hourly data throughout the course
of the project. An analysis of the data will
determine queuing time and distance prior to
the work zone in both the north- and south-
bound directions.

The final recommendation as to whether
Option 2 can be implemented is contingent
upon the evaluation of traffic conditions
resulting from the temporary lane closures
at Nannie Helen Burroughs Avenue after
analysis of the Smart Work Zone data.

The reconstruction of the Nannie Helen
Burroughs Avenue interchange is being
coordinated with the Maryland State Highway
Administration’s project to reconstruct the

Improvement Scenario Al Peal: Hour Ph Peak: Hour
Southbound Morthbound  Sowthbound  MNorthboumd
Ewmisting 2004 Comdition 357 i k| 6 565
Option 3 + Scenario 1 &75 311 478 nr
Option 3 + Scenario 2 23 319 I74 611
MNote: Travel Times measured im seconds.
Table 3.3: Travel Times for Option 3 under the Two Scenarios
Beginning at Ending at Obeerved MModeled Violume Percent
2004 Pl i Difference  Difference
Violumes Volumes
Penmsylvania East Capitol 109,336 107,560 {L.77E) (1.6%)
Aveuoe Stre=t
East Capitol Berming Road 122,147 122,863 716 0L6%
Szeet
Benming Eoad INHB Avene 121,740 129,349 7.609 6.3%
NHE Asrernae Eastern Arrenue 125,990 134,066 8,096 6.4%
Eastern Avenue  MMaryland State 141 268 159,503 18,535 13.1%
Line

Table 3.4: Kenilworth Avenue Traffic Characteristics by Segment

MD 201 (Kenilworth Avenue) bridge over
the AMTRAK railroad in order to minimize
construction activity.

Furthermore, Option 2 should not be consid-
ered suitable for year 2030 conditions.

Analysis of Option 3 - Improve Existing
Infrastructure

The analysis methods for Option 3 are the
same as those used for Option 2. Under
Option 3, Kenilworth Avenue continues to
function as a limited access freeway with
interchanges at East Capitol Street, Benning
Road, Nannie Helen Burroughs Avenue and
Eastern Avenue and travel times and speeds,
combined with the capacity of the freeway
measured by the density of vehicles in the
travel lanes, are used to measure effectiveness.

For Option 3, the improvements proposed by
the Maryland State Highway Administration
immediately north of Eastern Avenue are

used to determine travel times through the
corridor for two scenarios:

e Scenario 1: safety improvements are
implemented along Kenilworth Avenue to
consolidate the existing on- and off-ramps
and improve acceleration and deceleration

distances; and

e Scenario 2: the safety improvements in
Scenario 1 are combined with improve-
ments to the northbound Kenilworth
Avenue ramp to eastbound US 50.

SimTraffic was used to determine travel times
for Option 3 under both scenarios. The results
are presented in Table 3.3 which shows the
time required to travel Kenilworth Avenue
between US 50 and Pennsylvania Avenue in
either the southbound or northbound direc-
tion. In both scenarios, peak period average
travel times for the north- and southbound
directions increase, however, not as substan-

assumed implemented. SimTraffic was then

d.
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tially as in Option 2. In the non-peak direction

there is little or no difference compared to
existing conditions.

Under Option 2, improving the northbound
Kenilworth Avenue to eastbound US 50
merging movement (Option 2, Scenario

3) did not result in significant operational
advantages; however, under Option 3, this
improvement (Option 3, Scenario 2) makes a
significant improvement when compared to
Option 3, Scenario 1 (see Table 3.3).

Option 3 results in a moderate increase in
peak direction travel time during both peak
hours. There is also a relatively small travel
time increase in the non-peak directions
during both peak hours.

3.5 Summary of Options

An analysis of the three options indicates that
Option 1 should not be considered further for
implementation. Unacceptable intersection
LOS, queuing, and impacts to travel time
throughout the corridor make it an unfeasible
option.

The evaluation of Option 2, Scenario 1 or
Option 2, Scenario 3 indicates that there
would be an immediate improvement to
safety within the corridor. However, this
option under either scenario will have an
adverse impact on peak period travel times.
This option is only viable prior to the planned
Maryland State Highway Administration’s
implementing improvements to the bridge
north of Eastern Avenue. After those improve-
ments are made, under this option, there
would be significant increases in congestion
and travel times throughout the corridor.

Option 3, however, is a practical long-term
improvement. Under this option, improve-
ments planned by Maryland, together with
safety improvements within the corridor, can
be implemented. If northbound improve-
ments at the ramp to eastbound US 50 are
also built (Option 3, Scenario 2), there would
be minimal impacts on travel times in the
corridor.

The following section further develops this
option and evaluates it and the No Build
condition using projected 2030 traffic volumes.
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3.6 Further Development of
Option 3

The analysis of Option 3 for Year 2004 indi-
cates that this option has the greatest poten-
tial for achieving the goals and objectives
discussed in Chapter 1. With this in mind,
further study and evaluation was undertaken
that would help achieve the following objec-
tives:

e Improve interchange connectivity to neigh-
borhoods at key locations

e Improve functionality of key intersections

¢ Introduce parkway setting or parkway
elements to the roadway corridor

¢ Introduce landscaped median and shoul-
ders

e Upgrade quality of existing pedestrian
crossings

e Introduce new crossings over or under
Kenilworth Avenue

e Complete or close gaps at missing connec-
tions

e (Create new connections to destinations
points

¢ Create safe routes to existing transit
stations/stops

¢ Improve functionality of service road on-
and off-ramps

OPTIONS TO ENHANCE THE CORRIDOR

3.6.1 Interchange Concepts for Option 3

Under Options 3, the existing interchanges
were studied to improve safety and access to
adjoining neighborhoods for vehicular traffic,
pedestrians and bicyclists. The interchanges
that are proposed for improvement are:

¢ East Capitol Street;

* Benning Road; and

¢ Eastern Avenue.

Current plans to improve the Nannie Helen
Burroughs Avenue interchange remain
unchanged. A discussion of these improve-

ments is included for information only; no
other modifications were considered.

3.6.2 East Capitol Street Interchange

Five scenarios were developed for the East
Capitol Street Interchange under Option 3.
Each scenario provides varying degrees of
improvements to safety, access to and from
adjoining neighborhoods, and pedestrian and
bicycle movements through the interchange
and across Kenilworth Avenue.

Each scenario differs in cost. The more
advanced scenarios provide the greatest
benefits, require the greatest amount of new
construction, and are the most expensive.

Each scenario includes variations to provide
additional access to points east for south- and
northbound Kenilworth Avenue traffic, and
to points west for northbound Kenilworth
Avenue traffic. Also explored are improve-
ments that allow westbound traffic on

East Capitol Street to go north or south on
Kenilworth Avenue.

Scenarios EC-1, EC-2 and EC-3 maintain

the existing Kenilworth Avenue alignment.
Scenario EC-1 and EC-3 do not require
modifying the existing bridges over East
Capitol Street. EC-2 requires modifying the
northbound bridge. Scenarios EC-4 and EC-5
require realignment of Kenilworth Avenue to
the east to make it parallel to the CSX Railroad
and recapture approximately 15 acres of open
space.

Existing Conditions

The existing interchange is difficult to use.

It only provides access from southbound
Kenilworth Avenue to westbound East Capitol
Street and from eastbound East Capitol Street
to northbound or southbound Kenilworth
Avenue. The interchange has excess pave-
ment on northbound Kenilworth Avenue

that was provided to accommodate a future
connection to the Barney Circle Freeway, a
connection that will not be built. The align-
ment of Kenilworth Avenue immediately
south of East Capitol Street was also built
westward to accommodate this future freeway
connection, resulting in excess land isolated
between the existing alignment and the CSX
Railroad (see Figure 3.13).

As East Capitol Street passes beneath
Kenilworth Avenue, the right-of-way narrows
and there are no sidewalks for pedestrians or
bicyclists; the passageway is like a concrete
canyon that is oriented to automobiles. This
canyon-like underpass extends past Minnesota
Avenue.

Scenario EC-1

In this scenario, a new connection is made

to allow traffic on westbound East Capitol
Street to exit southbound and northbound
onto Kenilworth Avenue by building a new
connector just west of Kenilworth Avenue,
perpendicular to East Capitol Street. This new
connector intersects and crosses the existing
exit ramp for eastbound East Capitol Street
to northbound Kenilworth Avenue. After
crossing the exit ramp, the new connector
merges with the southbound ramp from east-
bound East Capitol Street (see Figure 3.14).

This scenario requires the widening of East
Capitol Street just west of Kenilworth Avenue
to accommodate two left turn lanes onto the
new connector. It also requires new traffic
signals at the connector’s intersection with
East Capitol Street and its intersection with
the existing northbound exit ramp from east-
bound East Capitol Street. Minor modifica-
tions are required to the existing southbound
and northbound ramps to accommodate the
new connector.

This scenario does not provide for full
movement at the interchange. Northbound
Kenilworth Avenue traffic would not have
access to East Capitol Street and southbound
Kenilworth Avenue traffic would only be
able to exit to westbound East Capitol Street.
No pedestrian or bicycle improvements are
included in this scenario.

Scenario EC-2

This scenario is similar to Scenario EC-1;
however, three additional movements are
provided: southbound Kenilworth Avenue
to eastbound East Capitol Street, and
northbound Kenilworth Avenue to east- and
westbound East Capitol Street.

To achieve this, a new northbound ramp for
Kenilworth Avenue is constructed between the
existing bridge over East Capitol Street and

KENILWORTH AVENUE CORRIDOR STUDY —
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the CSX Railroad bridge. At the base of the
ramp, traffic is permitted to turn left (west-
bound) or right (eastbound) onto East Capitol
Street. The new ramp requires modifying the
existing bridge and removing the excess pave-
ment along the eastern edge of Kenilworth
Avenue (see Figure 3.15). It also requires
lowering approximately 1,100 feet of a 15 foot
by 10 foot storm sewer on the south side of
East Capitol Street.

To connect southbound Kenilworth Avenue to
eastbound East Capitol Street, a new ramp is
built to connect the existing southbound ramp
to westbound East Capitol Street. At the base
of the ramp, traffic is permitted to turn left
(eastbound) onto East Capitol Street.

In addition to the two new signals required
for the new connector as under Scenario EC-1,
this scenario requires signals at the base of

the two new ramps from Kenilworth Avenue
where they intersect East Capitol Street. This
scenario may require modifying the existing
abutments to gain additional sight distance
for traffic using the new ramps. It may also
require taking right-of-way from CSX Railroad
to accommodate the new northbound ramp.

This scenario allows full movement at this
interchange; however, no pedestrian or bicycle
improvements are included.

Scenario EC-3

This scenario is a variation on Scenario EC-2.
Instead of building a new northbound ramp
allowing a right exit to East Capitol Street, this
scenario has a left exit ramp from northbound
Kenilworth Avenue that passes underneath
southbound Kenilworth Avenue to the new
connector for westbound traffic on East
Capitol Street (see Figure 3.16).

Under this scenario, the new connector ramp
is a two-way road with a four-leg intersection
at the northbound ramp from eastbound East
Capitol Street to northbound Kenilworth
Avenue, and a T-intersection at East Capitol
Street.

This scenario requires building a new bridge
to allow the new northbound exit ramp to
pass underneath southbound Kenilworth
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Figure 3.14: Scenario EC-1 (Completes all movement for traffic on East Capitol Street)
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Figure 3.13: Existing Conditions at the East Capitol Street Interchange
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Figure 3.15: Scenario EC-2 (Permits full movement at the East Capitol Street interchange)
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Figure 3.16: Scenario EC-3 (Permits full movement at the East Capitol Street interchange)

OPTIONS TO ENHANCE THE CORRIDOR

Avenue. Signal timing at the two new
intersections will have to accommodate the
new movements introduced by adding the
northbound ramp.

This scenario allows for all vehicular move-
ments; however, no pedestrian or bicycle
improvements are included.

Scenario EC-4

This scenario involves a complete reconstruc-
tion of the existing interchange. Kenilworth
Avenue is realigned and a new diamond
interchange is constructed to replace the
existing bridge (see Figure 3.17).

The new diamond interchange allows full
movement in all directions for traffic on East
Capitol Street and Kenilworth Avenue. As part
of the reconstruction, East Capitol Street is
widened and sidewalks and dedicated bicycle
ways are added through the interchange.

Pedestrians and bicyclist are able to cross the
on- and off-ramps to Kenilworth Avenue at

a perpendicular crossing, which improves
safety and introduces a shorter and friendlier
crossing experience (see Figure 3.17)

This scenario requires two new bridges
carrying Kenilworth Avenue and the CSX
Railroad over a widened East Capitol Street.
It also requires relocating a storm sewer by
approximately 1,500 feet along the south side
of East Capitol Street. It requires new signals
at the intersection of the on- and off-ramps to
Kenilworth Avenue with East Capitol Street.

This scenario allows for all vehicular move-
ments to occur and pedestrian and bicycle
traffic to safely cross underneath Kenilworth
Avenue and the CSX Railroad; a movement
not possible today. The new alignment for
Kenilworth Avenue creates approximately 15
acres of additional open space and parkland
to the west of Kenilworth Avenue along the
Anacostia River.
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Figure 3.17: Scenario EC-4 (Provides for all traffic movements and for east and west pedestrian and bicycle movements beneath

ments beneath Kenilworth Avenue)
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Figure 3.18: Scenario EC-5 (This SPUI scenario provides for all traffic movements and for east and west pedestrian and bicycle move-
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Scenario EC-5

This scenario is similar to Scenario EC-4,

but instead of a diamond interchange, a
Single Point Urban Interchange (SPUI) is
built. A SPUI handles turning movements
differently from a diamond interchange. In a
SPUI, opposing left turning movements (for
example, east- and westbound East Capitol
Street to north- and southbound Kenilworth
Avenue, respectively) are allowed to occur
simultaneously, whereas in a diamond
interchange, they occur separately (see Figure
3.18).

A SPUI requires a longer bridge span across
East Capitol Street to accommodate turning
movements. This scenario allows for all
vehicular movements to occur and pedestrian
and bicycle traffic to safely cross underneath
Kenilworth Avenue and the CSX Railroad,

a movement not possible today. The new
alignment for Kenilworth Avenue creates
approximately 15 acres of additional open
space and parkland to the west of Kenilworth
Avenue along the Anacostia River.

3.6.3 Benning Road Interchange

Five scenarios for the Benning Road inter-
change are considered. All maintain through
traffic to Minnesota Avenue on an elevated
structure over Kenilworth Avenue and the
CSX Railroad, as it is today. However, the
various scenarios explore how southbound
and northbound traffic on Kenilworth Avenue
can access points to the east and west on
Benning Road and how traffic on Benning
Road can go north or south on Kenilworth
Avenue.

Safety improvements at the intersection of
Benning Road and Kenilworth Avenue and
access improvements to River Terrace are
important elements of each of these scenarios.
Improvements to pedestrian and bicycle safety
and movement are also explored since this is
an important crossing point for non-vehicular
traffic.

The existing vertical clearance between south-
bound Kenilworth Avenue and the at-grade
Benning Road intersection with northbound
Kenilworth Avenue is substandard; only 14'-
3”. The existing clearance for Benning Road
over the CSX Railroad is 25’-0”.

Existing conditions

The Benning Road-Kenilworth Avenue inter-
change is constrained by the CSX Railroad
to the east of Kenilworth Avenue and the
WMATA tracks on the north side of Benning
Road. These constraints make it difficult to
provide the southbound Kenilworth Avenue
to eastbound Benning Road movement
without taking property in the southwest
quadrant. Further constraining this intersec-
tion are the CSX Railroad tracks connecting
to the PEPCO power plant just north of the
interchange (see Figure 3.19).

KENILWORTH AVENUE CORRIDOR STUDY

BENNING ROAD INTERCHANGE
EXISTING CONDITION

Figure 3.19: Benning Road Existing Conditions Along Kenilworth Avenue (below Benning Road Bridge)

The Benning Road interchange with
Kenilworth Avenue is substandard in many
respects. Movements are limited and those
that do exist are unsafe given the volume of
traffic that passes through the interchange.

It is a three-level interchange as southbound
Kenilworth Avenue is depressed lower than
northbound Kenilworth Avenue to permit an
at-grade intersection with traffic to and from
Benning Road. Through traffic on Benning
Road crosses over Kenilworth Avenue on a
bridge high enough to provide adequate clear-
ance not only for Kenilworth Avenue but also
to clear the CSX Railroad to the east.

Southbound traffic on Kenilworth Avenue
can exit to westbound Benning Road and also
make use of a U-turn at the at-grade intersec-
tion to return to northbound Kenilworth
Avenue. Eastbound traffic on Benning Road
can exit to southbound Kenilworth Avenue
or use the at-grade intersection to go north-
bound.

The intersection allows vehicles on north-
bound Kenilworth Avenue to exit to west-
bound Benning Road and eastbound traffic
on Benning Road to exit to northbound
Kenilworth Avenue. The exit and entrance
ramps along northbound Kenilworth Avenue

are on the left side. There are often conflicts
between vehicles exiting Kenilworth Avenue
and those entering from Benning Road due to
limited acceleration and deceleration distance.

Pedestrians are able to cross Kenilworth
Avenue along the south side of the Benning
Road bridge using a narrow sidewalk. To
access the sidewalk, pedestrians must cross
the non-signalized exit ramp from Benning
Road to southbound Kenilworth Avenue.
Many bicyclist use Benning Road to cross
Kenilworth Avenue, typically within the travel
lanes.
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Scenario BR-1

This scenario improves the safety of the at-
grade intersection of Benning Road and north-
bound Kenilworth Avenue by lengthening the
exit ramp for northbound Kenilworth Avenue
and providing a traffic signal.

The alignment of northbound Kenilworth
Avenue is maintained as it is today; however,
to accommodate the lengthened exit ramp,
southbound Kenilworth Avenue is shifted

to the west. This scenario requires that

the existing bridge deck over southbound
Kenilworth Avenue, which partially supports
the at-grade intersection with northbound
Kenilworth Avenue, be replaced (see Figure
3.20).

This concept does not add any new move-
ments to the existing interchange, nor does it
improve pedestrian and bicycle access to or
across the Benning Road bridge.

Scenario BR-2

This scenario is similar to Scenario BR-1
except that a new connection is made between
the southbound Kenilworth Avenue ramp
to eastbound Benning Road and the west-
bound Benning Road ramp to southbound
Kenilworth Avenue. This new connection
allows southbound traffic coming from the
Kenilworth Avenue service road to exit to
southbound Kenilworth Avenue (see Figure
3.21). Currently, to make this movement,
vehicles make an illegal U-turn on Benning
Road at 34th Street to access the eastbound
Benning Road ramp.

Two alignments for the service roads were
considered. The first alignment squeezes the
service road through the extension between
the existing Benning Road bridge abutment
and the existing southbound Kenilworth
Avenue lanes. The second alignment is behind
the bridge abutment. Both alignments require
lowering the existing southbound lanes of
Kenilworth Avenue by approximately eight
feet to allow for the required vertical clearance
between the service road and the existing
Benning Road bridge.

This concept does not add any new move-

ments to the existing interchange, nor does it
improve pedestrian and bicycle access to or

OPTIONS TO ENHANCE THE CORRIDOR

across the Benning Road bridge. However, it
does allow traffic on the southbound service
road to access southbound Kenilworth
Avenue.

Scenario BR-3

This scenario addresses some of the missing
movements at Benning Road and Kenilworth
Avenue. A new center-leg ramp connects
Kenilworth Avenue and the Benning Road
bridge, replacing the existing at-grade
intersection. This new connection is situated
south of the Benning Road bridge between
the southbound and northbound lanes of
Kenilworth Avenue. It allows traffic to exit
from northbound Kenilworth Avenue to
either east- or westbound Benning Road, and
allows traffic traveling east- or westbound
on Benning Road to exit to southbound
Kenilworth Avenue (see Figure 3.22).

This scenario requires widening the Benning
Road bridge to allow for the turning move-
ments at the intersection of the new ramp with
the existing bridge. It also requires realigning
both the south- and northbound lanes of
Kenilworth Avenue in order to accommodate
the new ramp south of the bridge.

This scenario allows all movements except
from southbound Kenilworth Avenue to east-
bound Benning Road, and from westbound
Benning Road to northbound Kenilworth
Avenue. Minor improvements in pedestrian
and bicycle access to or across the Benning
Road Bridge are made as movements on some
of the ramps on the west approach are moved
to a signalized intersection on the bridge.

Scenario BR-4

This scenario focuses on improving safety for
vehicular traffic, pedestrians, and bicyclists.
The existing Benning Road bridge is rebuilt
into two structures, one for eastbound and
one for westbound traffic. The exit ramps to
Kenilworth Avenue are realigned between
the two bridges (see Figure 3.23). This allows
pedestrian and bicycle traffic to move over
Kenilworth Avenue between 34th Street and
Minnesota Avenue on new sidewalks and an
uninterrupted path with no need to cross exit
ramps to Kenilworth Avenue as is the case
today.
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Figure 3.20: Scenario BR-1 (Provides for safety improvements at the eastbound Benning Road at-grade intersection with northbound Kenilworth Avenue)
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Figure 3.21: Scenario BR-2 (New connection from southbound Kenilworth Avenue to eastbound Benning Road, and westbound Benning Road to southbound
Kenilworth Avenue
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Flgure 3.23: Scenario BR-4 (Benning Road Bridge reconstructed as a split structure to improve vehicular, pedestrian and bicycle safety)
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Figure 3.24: Scenario BR-5 (Allows for all movements through a new interchange located south of the existing bridge)

Safety improvements to the at-grade inter-
section of Benning Road and northbound
Kenilworth Avenue are similar to those
described in Scenario BR-1; however, the exit
ramp from northbound Kenilworth Avenue

is from the right lane rather than the left lane.
This requires depressing the northbound lanes
of Kenilworth Avenue. A traffic signal at the
top of the ramp with Benning Road controls
movement at the new intersection.

This concept does not add any new move-
ments to the existing interchange; however, it
makes major improvements to vehicle safety
and to pedestrian and bicycle access to and
across the Benning Road bridge.

Scenario BR-5

Scenario BR-5 provides for all currently
missing movements at Benning Road and
Kenilworth Avenue. This is accomplished
by introducing a new interchange south of
the existing Benning Road bridge. This new
interchange is built over the depressed lanes

of southbound and northbound Kenilworth
Avenue and makes a new connection to
Benning Road west of the existing bridge. This
new connection requires additional right-of-
way, and calls for the acquisition of approxi-
mately 12 houses and commercial property

in the southwest quadrant of the existing
interchange (see Figure 3.24).

The new interchange allows movement from
east- and westbound Benning Road to south-
bound and northbound Kenilworth Avenue.
The existing at-grade intersection beneath the
Benning Road bridge is no longer needed.

This scenario provides full movement between
Benning Road and Kenilworth Avenue. Minor
improvements in pedestrian and bicycle
access to or across the Benning Road are made
as the existing ramp movements are moved to
signalized intersections.
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3.6.4 Nannie Helen Burroughs Avenue
Interchange

The reconstruction of the Nannie Helen
Burroughs Avenue interchange (see Figure
3.25) includes the following improvements.

® Reconstructing the bridge providing a
wider section for Nannie Helen Burroughs
Avenue beneath Kenilworth Avenue that
allows for an additional lane and wider
sidewalks for pedestrians and bicyclist.

e Making safety improvements for the exit
ramp to Nannie Helen Burroughs Avenue
and reconfiguring the exit ramp and
service road on southbound Kenilworth
Avenue, north of Nannie Helen Burroughs
Avenue.

¢ Eliminating the exit ramp immediately
before Benning Road and reconfiguring the
remaining on- and off-ramps to improve
safety on southbound Kenilworth Avenue,
south of Nannie Helen Burroughs Avenue.

¢ Signalizing the new ramp connection and
service road where they intersect with
Nannie Helen Burroughs Avenue, and
providing traffic signal systemization
along Nannie Helen Burroughs Avenue to
Minnesota Avenue.

e Improving lighting along Kenilworth
Avenue between Foote Street and Lane
Place.
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Figure 3.25: Proposed interchange at Nannie Helen Burroughs Avenue
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3.6.5 Eastern Avenue Interchange

Two scenarios are considered for improving
the gateway interchange at Eastern Avenue,
the border between Washington, DC and
Maryland. Important elements of each
include:

e creating a visual gateway into Washington,
DC for southbound drivers on Kenilworth
Avenue;

¢ adding a connection between Anacostia
Avenue and Eastern Avenue to provide a
new link to Kenilworth Aquatic Gardens,
Anacostia Park, and the waterfront;

* eliminating the existing U-turns; and

¢ redesigning the intersection to better
accommodate pedestrian traffic.

Existing Conditions

A gateway portal to the District of Columbia,
the Eastern Avenue interchange may be the
first impression many visitors have of the

city as they drive southbound to Kenilworth
Avenue from the Baltimore-Washington
Parkway. Eastern Avenue also provides
access to the Deanwood Metrorail Station,

the Kenilworth Aquatic Gardens, and the
Kenilworth, Eastland Gardens and Deanwood
neighborhoods. The interchange has three-
legs with no western leg; it provides all move-
ments including a U-turn for southbound and
northbound traffic on Kenilworth Avenue (see
Figure 3.26).

The primary limitation of the existing inter-
change is the poor pedestrian environment
and lack of landscaping and streetscape
features. Pedestrians are forced to cross
the corridor on a narrow concrete median
that separates the turning traffic on Eastern
Avenue from the Kenilworth Avenue traffic
using the U-turns.

The bridge itself is visually unappealing with
a design that dates to the 1950s. Because

of substandard clearances over Kenilworth
Avenue, the Eastern Avenue bridge has been
repeatedly hit by over-height vehicles.
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Figure 3.26: Eastern Avenue Existing Conditions

Scenario EA-1

This scenario eliminates both U-turn ramps
and reuses the space for landscape improve-
ments, including new crosswalks and pedes-
trian-level lighting. Reconstruction of the
bridge is not required (see Figure 3.27).

A new pedestrian/bicycle connection between
the end of Anacostia Avenue and Eastern
Avenue provides additional access to the
Kenilworth Aquatic Gardens, the Anacostia
Park, and the Anacostia waterfront for neigh-
borhoods to the east of Kenilworth Avenue.

— KENILWORTH AVENUE CORRIDOR STUDY
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Scenario EA-2

This scenario maintains both U-turn ramps,
but relocates them further from the intersec-
tion to provide space for pedestrian and land-
scape improvements, including pedestrian
lighting. This scenario requires reconstruction
of the bridge to create a wider bridge deck
(see Figure 3.28).

As in Scenario EA-1, a new pedestrian/bicycle
connection between the end of Anacostia
Avenue and Eastern Avenue provides
additional access to the Anacostia waterfront
and the surrounding neighborhoods and
attractions.

Figure 3.27: Scenario EA-1 (Existing U-turn ramps are removed and replaced with landscaped areas and improved

pedestrian amenities)
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3.6.6 Analysis of Option 3 for Year 2030

Travel demand analysis was performed using
the MWCOG regional transportation model
to project 2030 traffic volumes. Several
scenarios for Option 3 were evaluated:

* No-Build (includes MAC improvements and
refinements)

» Scenario S: No-Build + safety improve-
ments

» Scenario 1: No-Build + full movement at
East Capitol Street Interchange

» Scenario 2: No-Build + full movement at
Benning Road Interchange

» Scenario 3: Maximum improvement
including full movement at East Capitol
Street and Benning Road, a new
Massachusetts Avenue River Crossing, and
a new Park Road between Barney Circle
and Benning Road on the west side of the
Anacostia River

A traffic analysis of year 2030 conditions
found that demands on Kenilworth Avenue
are growing as a result of traffic into and

out of Maryland, and that under the various
scenarios evaluated, operations will degrade
substantially in the future. Implementing a
full movement interchange at East Capitol
Street provides the lowest increase in travel
time throughout the corridor as demands to
enter/exit Kenilworth Avenue become more
dispersed. If the year 2030 traffic projections
are realized and DDOT does not provide
additional capacity on Kenilworth Avenue,
DDOT must pursue travel demand manage-
ment options to reduce peak hour traffic.

Programmed Capital Improvements
There are several programmed improvements
within the study area that were included in
the future condition analysis (year 2030). Each
is described below.

e Nannie Helen Burroughs Avenue
Interchange: The reconstruction of the
Kenilworth Avenue bridge over Nannie
Helen Burroughs Avenue is anticipated to
be complete by 2009. These improvements
are described in Section 3.6.4.
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* Replacement of Kenilworth Avenue
Bridge over AMTRAK and Beaver Dam
Branch: The Maryland State Highway
Administration will advertise a project to
reconstruct the Kenilworth Avenue bridge
over AMTRAK and Beaver Dam Branch
immediately north of Eastern Avenue.
Construction is expected to begin in 2006.
As part of this project, the following
improvements will be implemented: The
existing bridges in both directions will be
replaced, with the southbound structure
widened; and an acceleration lane will be
constructed for the eastbound New York
Avenue to southbound Kenilworth Avenue
ramp and extended to Eastern Avenue.
This acceleration lane will improve opera-
tions along the ramp and improve queuing
along eastbound New York Avenue.

e Minnesota Avenue: Minnesota Avenue
terminates north of Nannie Helen
Burroughs Avenue where it becomes
Sheriff Road. A portion of Minnesota
Avenue also exists between Meade Street
and Eastern Avenue. The project connects
these two pieces of Minnesota Avenue.
There is no schedule for construction.

¢ Eastern Avenue Bridge Replacement:
Design of the reconstruction of the Eastern
Avenue bridge over Kenilworth Avenue
is currently underway. As part of this
improvement, the intersection will be
replaced and upgraded for pedestrian
and traffic safety improvements and
Kenilworth Avenue lowered to improve
vertical clearance beneath the new struc-
ture.

2030 Travel Demand Forecasting for
Option 3

REGIONAL TRAVEL DEMAND MODEL

A travel demand analysis was performed for
Option 3 using the Metropolitan Washington
Council of Government (MWCOG) regional
transportation model. The model is subdi-
vided into about 2,900 Traffic Analysis Zones
(TAZs), estimates the number trips between
TAZs, and distributes the trips over the
transportation network.

The analysis is a four-step process:

e Trip Generation — estimating the number
of trips produced by and attracted to each
TAZ;

e Trip Distribution — estimating the numbers
of trips traveling between each TAZ;

* Mode Choice - splitting these trips into
their respective modes of travel; and

e Network Assignment — assigning the
generated trips to the transportation
network and estimating the traffic volumes
on network segments.

BASE YEAR (2004) MODEL VALIDATION AND
ADJUSTMENT

To investigate the performance of the
MWCOG model within the context of the
study area, a base year (2004) model run was
performed and validated against observed
data. Validation of the base year model
involved:

* Reviewing network coding in the study
corridor;

¢ Examining zoning and land use data in the
study area; and

e Comparing the traffic assignment results
with observed traffic count data on major
arterials.

Based on the validation of the base model
results, a number of corrections and refine-
ments were made to the model network.
These included:

¢ Adding the service roads and the associ-
ated slip ramps on both sides of Kenilworth
Avenue between Nannie Helen Burroughs
Avenue and Eastern Avenue;

¢ Correcting turning movements at the
Benning Road and East Capitol Street inter-
changes on Kenilworth Avenue to reflect
actual conditions;

Iullrnmmtﬂmuin AM Peal: Hour PMi Peak Hour
Southboumd [Northboomd  Sowthbound — Meorthbound

Existing 2002 Condition 357 ok ] 346 5E8
Io-Baxld 2030 1298 33z 35 1.286
Option 3 + Scenario 3 1384 30 933 o7
Orption 3 + Scenario 1 1368 311 BET 732
COrption 3 + Scenario 2 1392 314 556 54
Orption 3 + Scenario 3 1,500 e 400 BX2

IMote: Trawsl Times measared in mimates.

Table 3.5: Travel Times for the No-Build and Option 3 Scenarios

¢ Adding turn penalties for some movements
at the intersection of Minnesota Avenue
and Massachusetts Avenue; and

* Refining the network coding at the intersec-
tion of East Capitol Street and Minnesota
Avenue.

In addition, the link attributes of some
highway segments were adjusted to reflect the
actual conditions as well as to obtain assign-
ment results reasonably close to observed
data.

TRAFFIC FORECASTS FOR 2030

In order to develop traffic forecasts consistent
with the results from the Middle Anacostia
River Crossing (MAC) Study; this study
included the highway improvement proposed
in the MAC Study including;:

® 11th Street Bridge improvements;
* Barney Circle improvements; and

e Elimination of the Southeast-Southwest
Freeway segment between the 11th Street
Bridge and the John Phillip Sousa Bridge.

EVALUATION OF THE NO BUILD
CONDITION

The No Build condition consists of the current
geometry, including programmed roadway
improvements. Analysis of the No Build
condition aims to understand potential future
operations if no other additional improve-
ments are made by 2030.
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SimTraffic was used to determine travel
times and speeds throughout the corridor.
Travel speeds are low and typically increase
as vehicles travel through the corridor in the
southbound direction. Travel speeds increase
as vehicles travel north during the AM peak
hour, however, the northbound movement is
near gridlock between Pennsylvania Avenue
and Benning Road during the PM peak hour.

LOS were also determined for the No Build
condition. Without additional improvements,
the majority of basic freeway, weaving and
ramp segments operate at an unacceptable
LOSE.

EVALUATION OF THE BUILD CONDITION

The Build Condition was analyzed using
several variations in order to determine the
best combination of improvements that might
be implemented. The variants are based on
the interchange layouts discussed above and
consist of:

* Safety Improvements

¢ East Capitol Street Interchange
Improvements

¢ Benning Road Interchange Improvements

¢ East Capitol Street and Benning Road
Interchange Improvements

The Eastern Avenue Interchange was not
included in the analysis as the proposed
improvements for that interchange do not
impact the traffic analysis.

[t.




As discussed above, for each interchange
studied (East Capitol Street, Benning Road;
and Eastern Avenue), multiple layouts were
developed. For the analysis of the Build
Condition, however, only the layout that
provided full interchange movements was
considered. This simplified the analysis and
provided the worse-case condition for Year
2030. Each is described in more detail below.

SAFETY IMPROVEMENTS

Various safety improvements are incorpo-
rated into Option 3 throughout the corridor.
These safety improvements do not involve
any improvements to the interchanges that
would add new movements. They consist

of consolidating on- and off-ramps and
providing adequate acceleration and decelera-
tion distances for existing ramps to improve
the safety for traffic entering and exiting
Kenilworth Avenue (see Figure 3.29). For the
Benning Road interchange, the analysis also
considered right entrance/exits.

EAST CAPITOL STREET INTERCHANGE
IMPROVEMENTS

These improvements incorporated a full-
movement interchange at East Capitol Street.
The full movement interchange is provided
via right entrance and exit ramps.

BENNING ROAD INTERCHANGE
IMPROVEMENTS

This improvement provides for a full-move-
ment interchange at Benning Road. The full
movement interchange is via right entrance
and exit ramps.

EAST CAPITOL STREET AND BENNING
ROAD INTERCHANGE IMPROVEMENTS

This improvement incorporates a full move-
ment interchange at both East Capitol Street
and Benning Road as discussed above.

The proposed safety and interchange
improvements were coded in the model
network and an analysis was performed, the
results of which were compared to the No-
Build Option.
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Figure 3.29: Proposed Safety Improvements

3.6.7 Evaluation of Option 3 with Safety
and Interchange Improvements

An analysis of the safety and interchange
improvements was completed using
SimTraffic. Table 3.5 compares the travel
times under each combination of improve-
ments evaluated.

There is no major reduction in travel time
when implementing any of the combination
of safety or interchange improvements as
compared to the future No-Build condi-
tion. Travel times are high and speeds low
throughout the corridor under all of the 2030
Build conditions.

L]
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A close analysis of the results indicates a pref-
erence for the full-movement interchange at
East Capitol Street without any improvements
at Benning Road. There is no appreciable
difference in travel times between the future
No Build condition and Option 3 built with
the East Capitol Street Interchange improve-
ment. However, that improvement combined
with a full-movement interchange at Benning
Road results in significant increases in travel
time within the corridor.

Based on the Year 2030 analysis of the

various improvements identified, operations
will degrade substantially in the future.
Implementing a full movement interchange at

East Capitol Street provides the lowest travel
time throughout the corridor as demands to

enter and exit Kenilworth Avenue become
more dispersed.

If the year 2030 traffic projections are realized
and additional capacity on Kenilworth Avenue
is not provided, travel demand management
options to reduce peak hour traffic volumes
will be needed.
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3.6.8 Traffic Management Alternatives

The analysis indicates that demand

on Kenilworth Avenue is growing as a

result of traffic into and out of Maryland.
Coordination with the Maryland Department
of Transportation and its various modal
administrations should continue to pursue the
following opportunities:

¢ Extend Metrorail and provide additional
Metrorail parking capacity for rail lines
into and out of Maryland;

e Coordinate with the Maryland State
Highway Administration for the construc-
tion of additional park-and-ride lots and/or
additional capacity at existing lots along
US 50 and the Baltimore-Washington
Parkway.

e Pursue potential commuter rail connections
with existing MARC lines and/or new lines
into Maryland.

¢ Consider re-constructing Kenilworth
Avenue with a reversible lane system that
would provide four lanes for the peak
direction.

e Consider re-constructing Kenilworth
Avenue and I-295 between both Maryland
State lines to provide two lanes in each
direction, as well as reversible managed
lanes to encourage carpools and travel
outside of the traditional peak hours.

e Implement High Occupancy Vehicle (HOV)
lanes in one of the three lanes in the north-
bound and southbound directions.

The least expensive and most readily imple-
mented travel demand management option

is to designate one northbound and one
southbound lane as High Occupancy Vehicle
(HOV) lanes. Concurrent HOV lanes exist on
several major arteries as well as several streets
in the District of Columbia. Because of their
widespread use in the area, HOV lanes can be
implemented quickly on Kenilworth Avenue
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with limited need for a public awareness or
education campaign.

Implementation of HOV lanes on Kenilworth
Avenue, however, will be challenging due to
the absence of adjacent facilities to the north
and south of the corridor. Complicating
implementation of HOV on Kenilworth
Avenue are frequent left and right entrance
and exit ramps. In addition, HOV could not
be supported on the reduced four-lane cross
section south of East Capitol Street.

Two HOV options are feasible in the near-
term:

e HOV Option 1, Left-Lane HOV: The left-
most lane in both directions is converted
to an HOV lane between Eastern Avenue
and East Capitol Street. This configura-
tion is typical of expressways or freeways,
and could be striped with a wider lane line
and/or with diamond pavement markings.
Regulatory signs can be installed on the
median barrier. Weaving from the HOV
lane to certain exits may be a problem in
certain directions due to the high peak
hour volumes, such as the southbound exit
to East Capitol Street (AM peak) and the
northbound exit to eastbound US 50 (PM
peak). The lack of shoulders would make
enforcement challenging.

e HOV Option 2, Right-Lane HOV: The
right-most lane is converted to HOV in
both directions between Eastern Avenue
and East Capitol Street. This configura-
tion is not typical, but would simplify
the weaving between the HOV lanes and
key exits; however, more weaving may be
introduced for traffic from on- and off-
ramps which must make two lane changes
to enter or exit Kenilworth Avenue.

HOV Option 1 provides the best operation.
However, in order to eliminate the resultant
weaving, directional ramps will have to be
constructed. Reconstructing Kenilworth
Avenue with a reversible HOV lane system
that provides up to four lanes for the peak

direction along the entire corridor is another
possibility. A five-lane section would provide
three lanes in the peak direction.

It may be worthwhile to consider re-
constructing Kenilworth Avenue and I-295
between both Maryland State lines to provide
HOV lanes for the entire corridor. This would
require additional capacity in both directions
of I-295. Since the Maryland State Highway
Administration and the Virginia Department
of Transportation are both investigating

the use of managed lanes, DDOT could

also consider reversible managed lanes to
encourage carpools and travel outside of the
traditional peak hours.

3.6.9 ITS Alternatives

There are a number of ITS (Intelligent
Transportation System) initiatives that
DDOT is implementing throughout the city.
Several of these should be considered for the
Kenilworth Avenue corridor as they have the
potential for improving traffic operations and
providing useful information to travelers.
These alternatives are discussed below. It
should be noted that these alternatives are
not exclusive and may be combined with any
of the projects planned for short-, near- and
long-term implementation.

* Dynamic Message System (DMS): A perma-
nent Dynamic Message system should be
considered for the corridor that would
extend to points north and south in order
to provide adequate real-time information
for travelers. A DMS, used in conjunc-
tion with a Highway Advisory Radio
System, would greatly enhance capabili-
ties for communicating with the traveling
public and provide information related to
incidents (crashes), construction activities,
congestion, travel times, and road
conditions.

e Highway Advisory Radio (HAR): Highway
Advisory Radio transmitters currently have
limited use in the city. Given the critical
aspect of this corridor as a commuter route
and the high incidence crashes that occur
(in some locations up to three times the
national average), a dedicated HAR system
for this corridor should be implemented
and extended into Maryland along the BW
Parkway, New York Avenue and Route 50.
A dedicated HAR would provide travelers
with incident information and construc-
tion-related impacts.

¢ Closed-Circuit Television (CCTV) System:
A CCTYV system installed along the corridor
would provide real-time information
on traffic conditions and aid in incident
management. Currently, CCTV is installed
at major signalized intersections on either
side of the corridor but none are oriented
along the Kenilworth Avenue mainline.
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* Road Weather Information System
(RWIS): This provides critical information
regarding real-time road temperatures and
is useful during cold weather months for
anticipating freezing conditions that lead to
ice accumulation on bridges and roadway
pavement. This system should be used
in conjunction with a HAR and DMS to
convey information to travelers.

¢ SpeedInfo Speed Sensor System: SpeedInfo
provides real-time information on traffic
speeds. As a supplement to a CCTV
system, SpeedInfo can provide data over a
navigation system, cell phone, HD radio,
satellite radio, or on the web.
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3.7 Additional Study Areas

In addition, to the interchange improvements
discussed above, two additional improve-
ments within the corridor were studied and
analyzed.

¢ anew Park Road between Barney Circle
and Benning Road on the west side of the
Anacostia River; and

* anew Massachusetts Avenue crossing of
the Anacostia River.

3.7.1 A New Park Road

In keeping with the Anacostia Framework
Plan and the intent of unifying the many
parks and recreational areas along the
Anacostia River, a Park Road is proposed that
links major destinations and neighborhoods
from Eastern Avenue with points south.

The Park Road will connect all of the
waterfront’s major destinations: the National
Arboretum, Kenilworth Aquatic Gardens, RFK
Stadium, Hill East Meadows, the Kingman
Island Nature Center, the new Recreation
Center in Twining Park, the playing fields in
the Fairlawn section of the Anacostia Park,
and the Poplar Point Cultural Park. The Park
Road will be twenty feet wide, with parallel
parking lanes along selected portions.

B riaooer B P

This is a park-type road, not a commuter
road, intended to enhance access to parkland
and the river front. Within the context of the
Kenilworth Avenue Corridor Study, three
areas were studied and options developed to
address linkages and missing connections.

Anacostia Avenue to Eastern Avenue
Connection

A new connection between the terminus
of existing Anacostia Avenue and Eastern Figure 3.30: Park Road Alignment
Avenue is built, providing a new access point
to the park for pedestrians, bicyclists and
vehicles. This new connection completes the
Eastern Avenue intersection, creates a new
entrance to Kenilworth Aquatic Gardens, and
provides an opportunity to define a gateway
to the city. Itis also the northernmost gateway
to a new Park Road, a contiguous route
through the park to points south.
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Benning Road to Barney Circle
Connection

To continue Park Road, a new connection

is proposed at Benning Road on the west
bank that follows the river to the proposed
Reservation 13 Circle and continues to Barney
Circle. This new connection provides access
to the west bank park for pedestrians and
vehicles, and a continuation of the road
through the park.

Park Road Connection (at Massachusetts
Avenue)

The new Park Road makes a connection across
the river to join the segment from Benning
Road and Barney Circle on the west bank with
the parkland on the east bank.

The new connection, the proposed
Massachusetts Avenue Park Road bridge,
connects the proposed and existing Park Road
system but does not connect to local streets. It
serves as a connection for pedestrians, bicy-
clists, and vehicles using the new Park Road.
This would also provide access for National
Park Service maintenance vehicles.
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3.7.2 Analysis of Park Road Options

The three options for Park Road are not mutu-
ally exclusive. Each of these options may

be implemented independently of the other
with the goal that a new Park Road link major
destinations and neighborhoods from Eastern
Avenue with points south. The basis for this
evaluation is discussed below.

Urban Design

All three options establish new connections.
The most important connections are created
by the Anacostia Avenue to Eastern Avenue
connection and the Park Road connection.

The Anacostia Avenue to Eastern Avenue
connection completes the fourth leg of the
interchange at Eastern Avenue and provides
for a new entrance to Kenilworth Aquatic
Gardens and the opportunity to create a true
gateway setting for the city.

The Benning Road to Barney Circle connec-
tion, at Benning Road, creates a less prominent
connection to the waterfront that is more
functional in purpose.

While all three options contribute to estab-
lishing an enhanced street grid, the Park Road
connection (at Massachusetts Avenue) is rated
higher in this regard as it extends a signifi-
cant avenue, that currently lacks continuity
both visually and physically. This option is
also rated higher for both the experience it
provides to pedestrians and bicyclist using
the facility and for the connectivity it provides
between two neighborhoods.

Land Use

The Anacostia Avenue to Eastern Avenue
connection enhances connectivity between
neighborhoods and completes the fourth

leg of an important intersection in the city.
Surrounding land use would be enhanced by
this option, particularly given the proximity
of the Deanwood Metrorail Station. The other
two connections have no significant impact on
surrounding land use.

Pedestrian/Bicycle Conditions

The quality of existing pedestrian and bicycle
conditions improves under all options,
primarily because of the creation of new
connections.

The Benning Road to Barney Circle connec-
tion and the Park Road connection (at
Massachusetts Avenue) are rated higher

than the Eastern Avenue connection owing

to the direct connection to parkland. These
two connections are also rated higher for the
experience they provide to pedestrians and
bicyclist using the facility, with the Benning
Road to Barney Circle connection better in
this respect than the Park Road connection (at
Massachusetts Avenue). All options reduce the
number of conflicts with vehicles.

Compatibility with Great Streets
None of the options make a gesture to, or
detract from, the Great Streets Initiative.

Connectivity to Neighborhoods

All options enhance connectivity to neigh-
borhoods. All three provide access between
neighborhoods for pedestrians and bicyclists,
with the Eastern Avenue connection being
slightly better owing to the direct connection
provided. The other two options enhance
connectivity to open space.

Access to River
All options enhance access to the Anacostia
River for pedestrians, and bicyclists.

Access to Transit

Access to transit facilities and transit routes
for vehicles, pedestrians, bicyclists, and
transit users is unchanged in each of the three
options.

Traffic
None of the options affects traffic in any
significant way:.

Safety
Traffic safety remains unchanged under all
three options.

Construction Costs
In gross order of magnitude, the Eastern
Avenue connection is the least expensive to

implement. The Benning Road to Barney
Circle connection and the Park Road connec-
tion (at Massachusetts Avenue) are more
expensive as they require construction of
significant infrastructure.

Construction Impacts

The Eastern Avenue connection potentially
impacts designated wetlands and possibly
requires occupying parkland.

The Benning Road to Barney Circle connec-
tion and the Park Road connection (at
Massachusetts Avenue) require occupying
parkland, with the latter having an impact
within the Anacostia River.

Potential Environmental Impacts

The Eastern Avenue connection may have
significant impacts on designated wetlands
and requires careful design to minimize such
impacts. It might also reduce parkland and
open space and may affect natural resources,
land uses and neighborhood character.
Community services, such as fire and police
response, are not affected.

The Benning Road to Barney Circle connec-
tion and the Park Road connection (at
Massachusetts Avenue) occur directly in
parkland and open space but are intended to
enhance park access. They may affect natural
resources. Community services, such as fire
and police response, remain unchanged under
these options.

All options have minimal impact on commu-
nity and recreational facilities, and on historic
and cultural resources.

Both the National Park Service and the neigh-
boring community have expressed concern
that any of these options may have adverse
impacts on accessibility to the park and the
potential for increased commuter traffic.

Recommendations

A vehicle connection between Anacostia
Avenue and Eastern Avenue is problematic
due to the presence of designated wetlands
west of the Eastern Avenue intersection.
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However, a pedestrian or bicycle connection
at this location greatly enhances connectivity
for park users and those wishing to access

the Deanwood Metrorail Station. Options for
making a multi-use trail connection between
Anacostia Avenue and Eastern Avenue, that is
sensitive to the natural environment, could be
explored further.

The Benning Road to Barney Circle connec-
tion enhances access on the west bank of the
Anacostia River, and, in conjunction with

the Park Road connection (at Massachusetts
Avenue), provides continuity to the existing
Park Road system. The Park Road connection
(at Massachusetts Avenue), which provides a
new connection for pedestrians and bicyclists
and a limited connection for vehicles using
the park, together with the Benning Road to
Barney Circle connection, could be studied
further because of this improved connectivity.

Any of these options will only be possible
with support and approval of the National
Park Service which has jurisdiction over the
land required to make the access improve-
ments.
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3.7.3 A New Massachusetts Avenue
Crossing

Massachusetts Avenue is a grand boulevard
that is interrupted by Reservation 13 prior to
the Anacostia River in Ward 6, and by the CSX
railroad spur and Kenilworth Avenue in
Ward 7.

Due in part to the historical location of the
D.C. General Hospital and the District Jail at
Reservation 13, Massachusetts Avenue has
long terminated at 19th Street. A preliminary
study of this area, now referred to as the

Hill East waterfront, recommends extending

a neighborhood-scale street grid to the
Anacostia River and creating a vibrant, mixed-
use waterfront neighborhood. Massachusetts
Avenue will provide a vital lifeline to this new
mixed-use development, the success of which
depends on strong connections to the rest of
the city.

The extension of Massachusetts Avenue across
the river via Park Road bridge can provide an
excellent pedestrian and bicycle route between
parks and neighborhoods on both sides of

the river. According to the Hill East plan,
Massachusetts Avenue will extend through
the site to end in a traffic circle at the water-
front, connecting to the Park Road system.
From there, travelers along the Riverwalk or
the Park Road will have the option of heading
southwest towards the Near Southeast
neighborhoods and more urban portions of
the waterfront, northeast towards the upper
reaches of the Anacostia River, or across the
river on the new Massachusetts Avenue Park
Road bridge.

The proposed Massachusetts Avenue Park
Road bridge will create a much needed
connection across the river for pedestrians and
cyclists who seek to travel through the park
system on either bank of the river. This study
explores three options that either physically,
or symbolically, connect the two end of
Massachusetts Avenue.
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Figure 3.31: Reservation 13 to Randle Circle Connection

¢ Under one option, a two-lane bridge
connects Reservation 13 in Ward 6 to
Randle Circle in Ward 7;

* Under another, a pedestrian and bicycle
crossing, aligned with Massachusetts
Avenue, connects the two waterfront parks
on either bank of the Anacostia River; and

e Finally, a two-lane vehicular, pedestrian
and bicycle crossing was considered that
connects the two waterfront parks on either
bank of the Anacostia River.

Reservation 13 to Randle Circle
Connection

Under this option, a new bridge connects
Massachusetts Avenue at Reservation 13

in Ward 6 with Massachusetts Avenue at
Randle Circle in Ward 7. This bridge spans the
Anacostia River, the parkland on either bank,
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the CSX Railroad tracks on the east bank, and
Kenilworth Avenue (see Figure 3.31).

This bridge provides the required vertical
clearances over the railroad tracks. Under this
option, there is no connection to Kenilworth
Avenue as the purpose of this option is
primarily to serve local traffic.

Park-to-Park Pedestrian Connection
This option provides a new connection
across the Anacostia River that is restricted
to pedestrians and bicyclists. It is aligned
with Massachusetts Avenue and connects
the federal parkland on either bank of the
Anacostia River.

Open space connectivity is enhanced due to
new connections to existing or proposed trails
for pedestrians and bicyclists. National Park
Service vehicle could use the bridge for main-

tenance purposes. There is no public vehicular
connection to local streets (Figure 3.32).

Park Road Connection

The Anacostia Waterfront Initiative
Framework Plan proposes a new Park
Road that crosses the Anacostia River at
Massachusetts Avenue. As described in
the Framework Plan, a new Massachusetts
Avenue would extend through proposed
redevelopment at the Reservation 13 site to
end in a traffic circle at the waterfront.

The proposed Massachusetts Avenue crossing
connects to the proposed and existing Park
Road system only, and not to local streets,
thus preventing regional traffic from using
the bridge as a shortcut. The bridge would
also serve as a connection for pedestrians

and bicyclists and for National Park Service
maintenance vehicles.

3.7.4 Analysis of Massachusetts Avenue
Crossing Options

The three options for a new Massachusetts
Avenue crossing of the Anacostia River were
evaluated as discussed below.

Urban Design

Due to the need to span across Kenilworth
Avenue and the CSX railroad tracks, a bridge
as described in the Reservation 13 to Randle
Circle connection establishes a substantial
presence along the waterfront. This is a
deviation from existing bridges that cross
the Anacostia River within the District of
Columbia. This option also creates a substan-
tial barrier at the eastern end, where the
bridge connects to Massachusetts Avenue in
the Randle Circle neighborhood.
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By comparison, the bridges in the Park-to-
Park Pedestrian connection and the Park
Road connection only connect the existing
banks of the Anacostia River. A bridge under
these options could be designed to fit into the
typology established by existing river cross-
ings.

Land Use

The bridge considered under the Reservation
13 to Randle Circle connection would include
structural elements, such as support piers, that
could have a significant impact on existing
parkland. The bridge and a new road connec-
tion creates a through connection in a location
where the avenue currently dead-ends and
increases traffic in the Randle Circle neighbor-
hood.

The Park-to-Park Pedestrian connection

and the Park Road connection are not
anticipated to result in a significant impact on
surrounding land uses.

Pedestrian/Bicycle Connectivity

All options improve the quality of pedestrian
and bicycle connections, and create a new
connection across the river.

The Park-to-Park Pedestrian connection and
the Park Road connection provide a direct
connection between parkland on either bank
of the river. The Reservation 13 to Randle
Circle connection provides a connection
between neighborhoods along Massachusetts
Avenue on either side of the river, but not
between the waterfront parks.

The experience of pedestrians and bicyclists is
anticipated to be best under the Park-to-Park
Pedestrian connection, where the crossing is
designed specifically for them. Under the Park
Road connection, the connection is designed
for low speed and single lane vehicular traffic,
as well as for pedestrians and bicyclists. This
connection is also anticipated to provide

a positive experience for pedestrians and
bicyclists. Both the Park-to-Park Pedestrian
connection and the Park Road connection
reduce the number of conflicts with vehicles
relative to the Reservation 13 to Randle Circle
connection.
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Figure 3.32: Park-to-Park Connection

Vehicular Movement and Connectivity
The Reservation 13 to Randle Circle connec-
tion enhances vehicular connectivity between
neighborhoods across the Anacostia River.
This is not the case under the Park-to-Park
Pedestrian connection and the Park Road
connection, since access is limited between the
waterfront parks.

Under the Reservation 13 to Randle Circle
connection, new traffic movements are added,;
however, Level of Service measurements at
key intersections are expected to deteriorate
on both approaches to the bridge, partially
negating this enhancement. The Park-to-Park
Pedestrian connection and the Park Road
connection do not provide for any significant
new traffic movements.

Construction Costs and Impacts

In gross order of magnitude, the Reservation
13 to Randle Circle connection results in a
substantial bridge structure and is the most
expensive to implement. The Park-to-Park

Pedestrian connection, which consists of a
shorter pedestrian bridge, is the least expen-
sive. The Park Road connection, is designed
to carry two lanes of park traffic, is moder-
ately expensive.

The Reservation 13 to Randle Circle connec-
tion results in the most construction-related
impact, since it can only be implemented by
occupying parkland and taking property in
the Randle Circle neighborhood. The Park-
to-Park Pedestrian connection and the Park
Road connection have relatively minimal
construction impacts; however, parkland will
be required to build both structures.

Potential Environmental Impacts

The Reservation 13 to Randle Circle connec-
tion significantly affects parkland and open
space, and may have an impact on natural
resources, land uses, and neighborhood
characteristics. Community services, such as
fire and police response, are enhanced owing
to a new connection across the river.

The Park-to-Park Pedestrian connection and
the Park Road connection have minimal
impact on parkland and open space; however,
there may be an impact on natural resources
due to new construction. No impacts on land
uses and neighborhood characteristics are
expected. Community services, such as fire
and police response, are anticipated to be
unaffected.

All options are anticipated to have minimal
impact on community and recreational facili-
ties, and historic and cultural resources.

The Reservation 13 to Randle Circle connec-
tion may impact air quality and noise. This
would occur to a lesser extent under the
Park-to-Park Pedestrian connection and the
Park Road connection.

Recommendations

Both the Park-to-Park Pedestrian connection
and the Park Road connection, where a new
connection for pedestrians and bicyclists,
and a limited connection for vehicles (under
the Reservation 13 to Randle Circle connec-
tion) should be studied further because they
improve connectivity between communities
and the waterfront.

The Reservation 13 to Randle Circle connec-
tion should be eliminated from further
consideration because it would likely result in
negative affects on the viewshed and adjacent
neighborhoods.

The construction of the proposed
Massachusetts Avenue Park Road bridge
could only be possible with support and
approval of the National Park Service which
owns or has jurisdiction over the land
required to build the crossing.
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Kenilworth Avenue Corridor Plan .

As discussed in Chapter 3, recommendations
under Option 3 would be pursued to improve
the corridor; where, Kenilworth Avenue
would remain a limited access highway.
Safety improvements would be made to
portions of the corridor, and some portions
would be depressed to improve connectivity
across the roadway. Infrastructure improve-
ments would be made across the corridor
including at the key interchanges at East
Capitol Street, Benning Road and Eastern
Avenue, to improve the aging infrastructure,
its visual character, and the vehicular, pedes-
trian and bicycle circulation systems (see
Figure 4.1)

Once the improvements are in place, the
Kenilworth Avenue corridor will continue to
function as a limited-access roadway, the char- . T
acter of which will vary between a parkway Eastland Gandén® -

and a tree-lined expressway. s, Al Ao, W I Rie
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Figure 4.1: Corridor Plan
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4.1 Urban Design

The aim of this plan is to establish Kenilworth
Avenue as an attractive urban corridor that
threads through several of the District’s
distinct neighborhoods east of the Anacostia
River, and extends the visual character estab-
lished by the Baltimore Washington Parkway
to the north to connect with the Anacostia
Freeway to the south. The design decisions
and implementing strategies that provide a
framework to achieve the beautification of the
corridor are described below.

Strengthen the Parkway Setting between
Pennsylvania Avenue and East Capitol
Street

Between Pennsylvania Avenue and East
Capitol Street, Kenilworth Avenue borders a
park on one side and a wide vegetated buffer
area on the other. The corridor itself is a two-
lane roadway with paved shoulders, land-
scaped edges and a median that varies from
a narrow jersey barrier to wider vegetated
areas. Also, nearly one-third of the corridor
consists of an elevated structure. There is no
pedestrian access along this segment of the
roadway.

The following strategies are recommended
to emphasize the parkway setting along this
portion of the corridor:

e Improve maintenance of existing vegeta-
tion including removal of exotic and inva-
sive species;

e Plant new vegetation at strategic loca-
tions to reinforce the landscape buffer,
and to provide openings that frame views,
including those of the Anacostia Park, the
Anacostia Hills and portions of the City
that are visible to the west of the river.
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* Replace the paved shoulder on the outside
of the roadway with a grass shoulder and
a mountable curb, and replace the paved

shoulder on the inside with a green median

to reduce the amount of visible pavement

along the corridor and to improve the envi-

ronmental footprint of the roadway.

e Continue the architectural treatment, such
as embossed concrete walls, along the

elevated or narrow portions of the corridor,
similar to the recently improved New York

Avenue crossings.

Revitalize the Corridor between East
Capitol Street and Eastern Avenue with
Streetscape Improvements

This stretch of the corridor has a more urban
and inconsistent character. Neighborhoods
abut the roadway on one side, with CSX rail-
road tracks and a buffer area, as well as some
commercial development, on the other. The
corridor is a three-lane roadway with limited

shoulders and includes service lanes on either

side for a significant portion of this stretch.
This stretch of the corridor is also traversed
by several bridge structures. Also, there are

sidewalks that line the service lanes along this

segment of the corridor.

The following strategies are recommended to
establish a more consistent and aesthetically
pleasing streetscape along this portion of the
corridor:

e Add turf, shrubbery, and trees (where

appropriate) between the service lanes and

the mainline where the service lane width
is reduced for traffic calming or safety

purposes. This would reduce the amount of

visible pavement and impervious surfaces
along the corridor. Where there is space
within the road right-of-way, add a green
shoulder with a mountable curb at the
outside of the mainline.

d.

e Add new street trees at the outer edge of
the road right-of-way to establish a consis-
tent edge along the corridor. Extend the
character/type of street trees that currently
exists along the adjacent neighborhood
streets to the new plantings.

¢ Introduce a planted median on the inside
of the roadway to reduce the amount of
visible pavement.

e Extend the existing landscaping character
(or that proposed under the Great Streets
Initiative) of roads crossing Kenilworth
Avenue.

Establish a Unified Theme
along the Corridor

While the corridor currently has two distinct
segments within the study area, a unified
theme of plantings and structural materials
should be pursued throughout the corridor.
These include the following strategies:

e Adopt a unified pattern of plantings,
median design, shoulder design, lighting,
signage, cross bridges, and elements, such
as walls at the edge of elevated structures,
that is carried through the entire corridor.
Work with Maryland to extend this pattern
to the Route 50 interchange to the north.

e Atinterchanges with cross streets, as well
as along the corridor, introduce unique
design elements or signage that promotes
community identity by highlighting adja-
cent neighborhoods.

¢ Explore opportunities for public art
throughout the corridor. Encourage school-
age children and area residents to partici-
pate in creating art pieces that highlight the
character and history of the area.
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Figure 4.3: Proposed Kenilworth Avenue between Pennsylvania Avenue and Figure 4.4: Proposed Kenilworth Avenue between East Capitol Street and

South Capitol Street (Two-lane roadway with green shoulder and landscaped Eastern Avenue (Three-lane roadway with landscaping between the mainline
median. The green shoulders could be designed to retain stormwater during and service lanes, and a landscaped median.)

storm events.)
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Figure 4.5: Cross-Section located between Pennsylvania Avenue and East Capitol Street
(Two lane Kenilworth Avenue with green shoulder and landscaped median. The median and green shoulders could be
designed to retain stormwater during storm events.)
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Figure 4.6: Cross-Section located between South Capitol Street and Eastern Avenue
(Three lane Kenilworth Avenue with landscaping between the mainline and service lanes,

and a landscaped median.)
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4.2 Vehicular Circulation

Kenilworth serves an important role as a
commuter link between the Maryland suburbs
and the Washington, DC business core.
However, the corridor does not serve the
adjacent communities well. Neighborhoods
on either side are isolated by the roadway
which provides only limited access to or from
them. Reflected in the age of the facility are
substandard features which make driving the
roadway and navigating some of the inter-
changes and ramps unsafe.

Improve Safety along the Corridor

The corridor, and in particular, those sections
between East Capitol Street and Eastern
Avenue, have higher-than-average accident
rates owing in part to the large number of
vehicles entering and exiting Kenilworth
Avenue combined with the large volume of
through commuter traffic. Merge and diverge

distances are inadequate and do not meet Legond

current design standards. Acceleration and M Adtrrial Paviment
. . e Licgl PavEmeil

deceleration lanes are too short and average L' Madia s

speeds are in excess of the posted limits,
contributing to unsafe conditions.

Figure 4.7: Vehicular Circulation Framework Plan

Reducing the infrastructure footprint of
Kenilworth Avenue to two lanes in each
direction will allow the above deficiencies to
be corrected and will have a calming affect
on traffic. However, this could substantially
increase travel times through he corridor.
The re-construction of the Nannie Helen
Burroughs interchange requires a long-term
lane closure in both directions of Kenilworth
Avenue and provides a unique opportunity to
evaluate whether or not a two-lane solution
can be implemented as a near-term improve-
ment through observation of real-time traffic
conditions during reconstruction of this
bridge.

Kenilworth Avenue was designed with a
number of short on- and off-ramps not neces-
sarily associated with a particular interchange
but used to access the parallel service roads.
To improve safety, these ramps will be
consolidated or combined with traffic move-

d.
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ments to and from the existing interchanges.
The adjacent service roads will be narrowed
and bulb-outs, or curb extensions, introduced
to reduce the roadway width, protect on-street
parking, and reduce crossing distances for
pedestrians. Improving signage will also
improve safety.

At Benning Road, major safety improve-
ments will be undertaken in two phases.
Interchange modifications will improve safety
for vehicles exiting Kenilworth Avenue to
westbound Benning Road and for eastbound
Benning Road traffic entering northbound on
Kenilworth Avenue.

The ultimate configuration for Benning Road
will divide the existing structure into two
independent bridges, and depress the north-
bound lanes of Kenilworth Avenue similar to
the way the southbound lanes are depressed.
This will allow Benning Road to pass over the
northbound lanes before intersecting with the
on- and off-ramps from Kenilworth Avenue.
These ramps would become right-lane move-
ments, thereby creating a safer condition for
drivers exiting or entering the corridor from
Benning Road.

Dividing the bridge will allow traffic move-
ments to and from Benning Road to move to
the interior lanes and allow a safer crossing for
pedestrians and bicyclists using the bridges to
travel from 34th Street to Minnesota Avenue.

Improve Accessibility to Neighborhoods
along the Corridor

There is limited access along the corridor

to and from adjacent neighborhoods and

to destinations beyond. Access across the
corridor is also limited. Where access is
provided, the ability to access directions
northbound and southbound on Kenilworth
Avenue is not always available and from the
east, very limited. Where access is provided,
it is primarily focused on moving vehicles
between points to the west and points to the
north. Several interchange improvements are
proposed in this plan to enhance connectivity.

At East Capitol Street and Kenilworth
Avenue, movements are limited to and from
Kenilworth Avenue to eastbound and south-
bound traffic. Several improvements will
gradually enhance access for westbound and
northbound traffic which can be implemented
through three projects.

For westbound traffic, interchange improve-
ments will allow vehicles to enter Kenilworth
Avenue and go southbound or northbound.
With implementation of additional enhance-
ments which build on the previous effort,
northbound traffic will have the ability to go
eastbound or westbound and southbound
traffic will be able to go eastbound.

With implementation of the third improve-
ment, all of the above movements will be
implemented and enhanced accessibility for
pedestrians and bicyclist will be added to the
interchange.

Beginning in the vicinity of Benning Road,
Kenilworth Avenue will be depressed to allow
for improved connections across the corridor.
The ultimate build-out for the Benning Road
interchange will include a depressed north-
bound Kenilworth Avenue and new cross
corridor connections for Benning Road.

Kenilworth Avenue will be depressed just
north of Nannie Helen Burroughs Avenue

as far north as Douglas Street to allow for a
new cross-corridor connection at Nash Street.
The new Nash Street crossing will initially
connect the two service roads and improve
access to and from the neighborhoods west

of Kenilworth Avenue. As part of any transit
oriented development between Polk Street, the
CSX Railroad, and Kenilworth Avenue, extend
Olive Street south and complete the connec-
tion to the new Nash Street crossing.

KENILWORTH AVENUE CORRIDOR STUDY

Improve Accessibility to the Anacostia
Parks and Riverfront

There is limited access throughout the corridor
to parkland west of Kenilworth Avenue.
Enhancements throughout the corridor will
improve access to these recreational areas and
a new Park Road will allow drivers to traverse
the parkland from north to south.

At Eastern Avenue, there is potential for a
new pedestrian and bicycle access point at
the western leg of the intersection. This new
connection could extend west from the inter-
section and connect to Anacostia Avenue.

West of the river, a new Park Road could
connect Benning Road and Barney Circle and
provide new access to parkland along the
west bank of the Anacostia. This new Park
Road would be parallel to the riverfront and
also connect to the JFK Access Road and,
depending on the final alignment, connect to
the Reservation 13 Circle.

A new connection across the river could

be built along an extended Massachusetts
Avenue alignment. The new bridge could
provide access across the river for pedestrians,
bicyclist, and National Park Service vehicles
used to maintain the park. It might also
provide access for public vehicles using the
new Park Road.
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4.3 Pedestrian and Bicycle
Circulation

Several factors play a key role in determining
how well an area functions for pedestrians
and bicyclists. These include the location of
destinations, quality of sidewalks and other
facilities, safety and comfort relative to motor
vehicles, security from crime, and physical
barriers to pedestrian and bicycle access.

To influence and improve the pedestrian

and bicycle circulation system within the
Kenilworth Avenue Corridor study area, the
following strategies are recommended:

Improve Pedestrian and Bicycle
Connectivity Across Kenilworth Avenue

Kenilworth Avenue is a significant obstacle to
east-west pedestrian and bicycle movement,
with access limited to five locations along

the 4.5 mile corridor. Improving pedestrian
and bicycle circulation in the area requires
upgrading the quality of existing cross-

ings and adding new connections across
Kenilworth Avenue.

Under the current plan, the existing cross-
ings at East Capital Street, at Benning Road,
at Hayes Street adjacent to the Minnesota
Avenue Metrorail Station, at Nannie Helen
Burroughs Avenue, and at Eastern Avenue,
are proposed to be improved. In addition,
three new pedestrian crossings are proposed
across Kenilworth Avenue: a new connec-
tion is proposed below Kenilworth Avenue
to connect the Twinning neighborhood and
Anacostia Park; a new interchange design is
recommended between East Capitol Street
and Kenilworth Avenue that will provide
pedestrian access below Kenilworth Avenue;
and, a new street connection is proposed at
Nash or Ord Street, where Kenilworth Avenue
would be depressed, to allow an at-grade
pedestrian, bicycle and vehicular crossing.

Of the three pedestrian bridges located
between Nannie Helen Burroughs and Eastern
Avenue, the two southern bridges do not get
much use and need further study to determine
whether these should be replaced or removed.
The third pedestrian bridge, at Douglas Street
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Figure 4.8: Pedestrian and Bicycle Circulation Framework Plan

adjacent to the Deanwood Metrorail Station,
is proposed to be replaced with an improved
crossing.

Improve Pedestrian and Bicycle Safety,
Security, and Access to Key Destinations

The study area includes several key destina-
tions that are located near the Kenilworth
Avenue Corridor. These include the Anacostia
waterfront, including the Anacostia Park and
Kenilworth Aquatic Gardens; the Minnesota
Avenue and Deanwood Metrorail Stations;
elementary, middle and high schools; federal

and city managed parks; and the commercial
area along Minnesota Avenue.

A survey of current pedestrians and bicyclists
established that heavy traffic, fast moving
traffic, and difficult street crossings were

the most significant barriers to walking and
bicycling in the corridor. Maintenance issues
such as pot holes, sidewalk cracks, faded
street lines and crosswalks, were also cited as
obstacles to pedestrian/bicycle circulation.

To improve these conditions, the following
recommendations are proposed within the
study area:

e Construct the Anacostia Riverwalk Trail
and provide safe and convenient pedes-
trian and bicycle access to the trail by
making connections, such as extending
the Watts Branch Trail under Kenilworth
Avenue to meet the Riverwalk Trail.

e Provide continuous pedestrian and bicycle

access through neighborhoods and along
major streets by improving sidewalks,

adding bicycle lanes on key roadways, and

improving bike route signage.

KENILWORTH AVENUE CORRIDOR STUDY s
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Improve the safety and convenience of
roadway crossings by marking crosswalks
clearly, installing and reconstructing curb
ramps, providing pedestrian signal heads
and push buttons, and adding traffic
calming measures, such as curb extensions
and median crossing islands.

Improve the security of pedestrians and
bicyclists by adding more lights and
providing a greater law enforcement pres-
ence around bridges and tunnels.
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4.4 Summary of Projects

Improvements to the Kenilworth Avenue
Corridor will take place over time through the
implementation of a series of projects aimed
to achieve the policies and actions described
in this chapter. A summary of these projects

is illustrated on Figure 4.4 and categorized
based on the anticipated time, planning and
budget that will be required to undertake
these. Chapters 5, 6 and 7 provide a detailed
explanation of these projects.
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Figure 4.9: Summary of Projects (Short-term - white; Mid-term - yellow; Long-term - orange)

Note: Project numbers correspond to projects discussed in Chapters 5, 6 and 7.
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Near-Term Improvements

PROJECT NO. 2
* Corridor Landscaping

PROJECT NG.4
Padestrian and Bicycle
i Improvements

PROJECT NO. 5

Lighting and Signage
Improvements

iy

|
51 Introduction Proj. | Title Description Benefits Estimated
No. Cost
Near-term improvements are generally This chapter, therefore, recommends several (2005)
those that can be funded through existing different types of physical changes to improve 1 East Capitol A new connection is made to allow | ® Urban Design | $2,500,000
departmental programs, do not require NEPA the quality of the local environment for Street Scenario | traffic on westbound East Capitol
documentation, and cost less than 5 million pedestrian and bicycle travel. EC-1 Street to exit southbound and north-
dollars. bound onto Kenilworth Avenue.
The near-term improvement projects may 2 Kenilworth The slip ramps between Kenilworth | e Safety $1,000,000
A central goal of the Kenilworth Avenue be implemented in conjunction with each Avenue Slip Avenue and the parallel service road | ¢ Visual Quality
Corridor Study is to provide safe and conve- other or independently, depending on avail- Ramps Safety | north of Nannie Helen Burroughs
nient pedestrian and bicycle access throughout ability of funding. Projects are summarized Improvements | Avenue are consolidated and
the neighborhoods of the Kenilworth Avenue in Table 5.1 and discussed in detail on the realigned to improve safety in the
Corridor. Since these types of improvements following pages. corridor and improve traffic opera-
can be implemented quickly at little cost, they tions on Kenilworth Avenue.
tend to be the .predomlnant rgcommenqatlons 3 Corridor Generally improves visual quality e Urban Design | $3,000,000
for near-term improvements in the corridor. Landscapin, of the corridor through implementa- | ¢ Open
pmg ghimp P
tion of a corridor wide landscaping, Space and
signage, and street furniture Waterfront
program. Connections
* Visual Quality
4 Pedestrian Generally improves the pedestrian * Pedestrian $1,200,000
and Bicycle and bicycle throughway, curb ramps, Connectivity
Improvements | pedestrian roadway, lighting and e Public Transit
- : signal, and bicycle parking through Access
: iy specific projects and as part of area [ ¢ Safety
| PROJECT NOL1 PROJECT NO.2 wide programs.
ol East Capitol Stroct Kenilworth Avenus - — - — K
interchange slip Ramps Safety 5 Kenilworth Additional lighting is installed e Urban Design | $1,500,000
Improvements Avenue throughout the corridor in locations | ® Visual Quality
1 Lighting where lighting is lacking and where | e Safety
and Signage levels were found to be inadequate.
Improvements | Similarly, signing is upgraded to
meet FHWA Standards and to effec-
L Sy tively communicate major exits.
"ﬂTﬁm haty Table 5.1: Summary of Near-Term Improvements

Figure 5.1: Near-term Improvements
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5.2 Improvement Projects
Project No. 1: East Capitol Street Scenario EC-1

Categories of Improvement
e Urban Design

Description

A new connection is made to allow traffic

on westbound East Capitol Street to exit
southbound and northbound onto Kenilworth
Avenue. A new connector is constructed just
west of Kenilworth Avenue at a 90° angle

to East Capitol Street. This new connector
intersects and crosses the existing exit ramp
for eastbound East Capitol Street to north-
bound Kenilworth Avenue. After it crosses
the northbound exit ramp, it merges with
the southbound ramp from eastbound East

e
e

: 7 : IL :
o %& gl
A \/ Z e - i
i @-\.\‘ ~ERE
- "}}" e

Capitol Street. Propoesad signalized |-

Intersections [
This project requires that East Capitol Street ' > g st S g .Nr\“‘\' Lo ,a_\J :
be widened just west of Kenilworth Avenue to s : i i \' \"‘/\ & KS:‘} g 52‘?;3}1};

allow construction of two left-turn lanes onto _ f

Proposed Yield
Sign

Proporsed Lefl
Turn Lanes (2} to
Kenilworth fvenue

the new connector. It also requires new traffic
signals at the connector intersection with East

A
) . : B A s T
Capitol Street, and at the intersection of the : Q{;%.Nféﬁ\“%“ oS
new connector with the exiting northbound Yl ._,5'\::_;.\;'\”\’{;7}.
exit ramp from eastbound East Capitol Street. L 8k ‘j&

el /\Q o
Minor modifications are required to the “% Y A
existing southbound and northbound ramps

to accommodate the new connector.

This project is an intermediate step to
providing full movement at this interchange.
After Scenario EC-1 is complete, building
Scenario EC-2 completes the interchange

Proposed Ramp
to Southbeund and
Mrarthbrnnd Keribaorth Avenoe

to allow all movements. No pedestrian or i . LEGEMND F
bicycle improvements are included. . == e =
Y P - — | [l New Connector |
i =3 ~ | B3 New Green Space | |
: B =
——— — = o I Traffic Signal 1§
e — 7Y Ty "1_'5’3"_ Ih\“ T B g T B fitl]
; /::.\'1 :?‘;Q \“i,.- ix W‘\\ i -/"."'E\J:‘E‘E;xﬁ/k‘?{. S —emm— T,s}//“‘?.\_& e TR TS
- : R, A A i
e e R T AT i g g i SR i S
TN NGy 20NN “<’<g>ﬁ S0 LASTCAPITOLST.  INTLRCHANGL
(}_\':_‘:\\ %}é’%/ :a\\{/{}gf]\_ -Q\K}& %\} jﬁ {;\‘%& \\;:;’:} ki 'a/::,_f; e (\;‘\ '--:‘n):é& /’/'>v' E{' 1
A %—_;}4:")“3/“% {255: i i i iy “&V e v/.'}';:%‘\\« “‘%\"'ﬁ) el ,yfi“ )

Figure 5.2: East Capitol Street Scenario EC-1
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Project No. 2: Kenilworth Avenue Slip Ramps Safety Improvements

Categories of Improvement
* Safety
e Visual Quality

Description ; 6 B, . b
The on- and off-ramps between Kenilworth * 0 ) e

Avenue and the parallel service road north of : ’, "

Nannie Helen Burroughs Avenue are consoli- - . :
dated and realigned to improve safety in the % i f gk
corridor and improve traffic operations on “

Kenilworth Avenue. -

-

{LEGEND »
Concurrent with this project, a program to B On Ramp |
monitor traffic conditions during the re- B Of Ramp |
construction of the Nannie Helen Burroughs 1 |
interchange which require a long-term lane
closure in both directions of Kenilworth
Avenue will be implemented. This provides
a unique opportunity to evaluate whether or

not a two-lane reconstruction of Kenilworth

Existing Ramp Configuration

Avenue is a viable option through observa- o g s . W T e e T 4 Fn - ~h o W cietP || .
. . . oy N L . L] ] . = I L ™y - '] . A
tion of real-time traffic conditions. The final P o, | e o e e .l - = S W R
recommendation as to whether or not Option & ¥ b R A = o Y £ . B i o & : 1
2 (as discussed in the study) can be imple- - L o, oy o,y - & % 4 « T &, 4 -
mented will be contingent upon that analysis. : e T " & T T A iy, G A : & f o e | o=
s i S e el A £ [ & = & S — '-'!F =
L ot o * - . £ i % o -':_. - I = | i
y : o F : - ¢ 3 . T o I__ -
A r | o ’ by L% " 11 i Il =1
1 malr:. . s = = p bR | Il p's

. — L \ S AL EGEND = » Heg
- B COn Ramp
: F B Cff Ramp

Proposed Ramp Configuration

Figure 5.3: Plan between Nannie Helen Burroughs Avenue and Eastern Avenue

¥,

Project No. 2| "%, 2

Location Map
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Project No. 3: Corridor Landscaping

Categories of Improvement

e Urban Design

® Open Space and Waterfront Connections
e Visual Quality

Description

This project meets the long-term goal of
improving the visual experience along the
corridor. The landscape improvements unify
the corridor and visually link the various
areas and land uses. A consistent style and
pattern of landscaping, signage, and street
furniture shall be implemented along the
entire corridor consistent with the Anacostia
Waterfront Transportation Architectural
Design Standards. In addition, distinct char-
acter areas shall be identified and developed
with additional design treatments that will
highlight the corridor’s unique areas.

This project will strengthen the existing
landscape buffers along the corridor by
improving maintenance and installing
additional plantings that are consistent with
the overall landscape vision for the corridor.
This project also provides buffers between
areas of conflicting use or character, such

as between Pennsylvania Avenue and East
Capitol Street and between the CSX Railroad
and Kenilworth Avenue.

The landscape improvement program should
focus on the following areas along the
Kenilworth Avenue Corridor:

¢ Landscape Treatment and Maintenance:
Planting areas currently include wooded
areas, park-like expanses of lawn with
shade trees, buffer planting strips, grassy
medians with minimal if any trees or
shrubs, and sidewalk tree boxes for street
trees. In addition, there are areas where
street trees conflict with overhead utility
lines, as well as some poorly-maintained
areas where invasive exotic species, such
as tree-of-heaven (Ailanthus altissima), have
been allowed to grow. Current mainte-
nance appears to be limited primarily to
mowing. Landscaping projects should
focus on developing an overall landscape

NEAR-TERM IMPROVEMENTS
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Figure 5.4: Cross Section A
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concept to enhance the park-like setting,
streetscape, and gateway areas along
Kenilworth Avenue. Maintenance will be
reduced by replacing turf with appropriate
low-maintenance groundcover where
possible.

Lighting: The Kenilworth Avenue
Corridor has multiple types of single- and
double-fixture pole and fixture types. Poles
are located either on the perimeter of the
roadway or in the median barrier. In order
to unify the corridor and provide adequate
lighting that is appropriate to the segment,
consistent pole and fixture types should be
chosen in accordance with the Anacostia
Waterfront Transportation Architectural
Design Standards. In addition, it should be
determined if the number of poles can be
reduced by relocating and replacing single-
fixture poles with double-fixture poles.

Public Art: At select locations, public art
that highlights the character of the local
area should be introduced, either as indi-
vidual improvements or as part of a larger
project.

Barriers and Guard Rails: Metal and
concrete barriers of various types and

sizes installed on medians, retaining walls,
and overhead structures contribute to the
visual clutter along the Kenilworth Avenue
corridor. A system of railings and barriers
consistent with the Anacostia Waterfront
Transportation Architectural Design
Standards will streamline and simplify the
corridor.

Bridges: Existing vehicular, railway, and
Metrorail bridges are of inconsistent mate-
rials, colors, and design, and are in poor
condition, and contribute to a cluttered,
confusing, and intimidating feeling for
motorists and pedestrians. Improvements
should focus on developing a consistent
system of aesthetic treatment for railings
and lighting with similar materials, colors,
and fixtures to the George Washington
Memorial Parkway, New York Avenue,

Pennsylvania Avenue, or the Baltimore-
Washington Parkway.

Signage: Existing signage is poorly
located, inappropriately sized, and poorly
distributed. Commercial signage adds to
the visual clutter and makes wayfinding
difficult. Improvements should focus on
developing a consistent system of signs
to identify gateways, neighborhoods, and
local destinations. The number of signs
should be reduced by integrating infor-
mation in highway sign system and use
median planting to screen commercial
signs where appropriate.

Gateways: There are three major gate-
ways to the District of Columbia along
Kenilworth Avenue within the study area:
East Capitol Street, Pennsylvania Avenue
and Eastern Avenue. Currently, these are
not identified or celebrated as gateways.
Improvements should create a welcoming
and greener look by enhancing the gate-
ways with attractive landscaping, lighting,
signage, and railing finishes similar to the
treatments of the New York Avenue and
Pennsylvania Avenue bridges over the
Anacostia River.

Overhead Utilities: Overhead power

and telecommunication lines clutter the
views and the public sidewalk areas on the
eastern edge of the corridor north of East
Capitol Street. Overhead powerlines often
conflict with street trees, which have been
inappropriately pruned to accommodate
the wires. Overhead utility lines should
ideally be buried and street trees and
medians replanted.

KENILWORTH AVENUE CORRIDOR STUDY
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Project No. 4: Pedestrian and Bicycle Improvements

Categories of Improvement
e Pedestrian Connectivity
e Public Transit Access

e Safety

The pedestrian and bicycle improvement
recommendations aim to improve the pedes-
trian and bicycle throughways, curb ramps,
pedestrian roadways, lighting, signaling, and
bicycle parking as described under general
guidelines below. These improvements have
been identified by location, as illustrated in
Figure 5.7 on the following page and summa-
rized under project locations. Additional
details are provided in Appendix F. Where
appropriate, these improvements will be
coordinated with the Great Streets Initiative.

General Guidelines

PEDESTRIAN AND BICYCLE
THOROUGHFARES

The pedestrian and bicycle throughways
include sidewalks, marked crosswalks,
shared—use paths, and bicycle pavement
markings such as bike lanes. These facilities
help separate non-motorized users from the
cars, trucks, and buses that use the roadway,
and to remind drivers that they must yield to
pedestrians and bicyclists. Improvements are
recommended in six categories:

¢ Sidewalks: Sidewalks should be provided
on both sides of streets within the corridor,
unless pedestrians are prohibited or the
street does not provide a logical connec-
tion to any destination. Eliminate gaps
to provide continuous pedestrian access
through neighborhoods. Sidewalks are not
meant for primary bicycle use due to the
number of driveways, which are a hazard
to bicyclists.

e Marked Crosswalks: Safe and convenient
roadway crossings are essential to pedes-
trian circulation. Special pavers or bricks
could be used to mark the crosswalks and
enhance the character of the main pedes-
trian areas.

Crosswalks should be marked with high-visibility

thermoplastic markings like those striped across
44th Street at Gault Street, NE.

e Bike Lanes: Bike lanes designated are
parts of the roadway that are designated by
striping, signing, and pavement markings
for the preferential or exclusive use of bicy-
clists. They shall be a minimum of five-feet
wide and be provided on both sides of the
roadway (except one-way streets). Install
bicycle lanes in accordance with the DC
Bicycle Master Plan.

® Shared-Use Paths: Shared-use paths,
such as the Watts Branch Trail and future
Anacostia Riverwalk Trail, are an important
component of the bicycle and pedestrian
transportation system in the corridor and
need improvement.

e Wide Sidewalks: Wide sidewalks provide
additional comfort for pedestrians and can
provide bicyclists with the opportunity to
ride along a road without being in traffic.
These facilities are typically installed
within the roadway right-of-way.

CURB RAMPS

Two types of curb ramp improvements are
recommended to provide access between side-
walks and the crosswalks in the Kenilworth
Avenue Corridor:

Adding median islands at several important cross-

walks can reduce motor vehicle speeds and make
it easier for pedestrians to cross one direction of
traffic at a time (right).

® Construct New Curb Ramps: Accessible
curb ramps should be provided at every
intersection, however, a number of inter-
sections in the corridor are missing one or
more curb ramps. Provide a curb ramp for
each crosswalk extending from a corner
rather than a single curb ramp pointing
into the center of the intersection.

* Reconstruct Existing Curb Ramps: Curb
ramps are present at most crosswalks in
the corridor, however, a large number of
these ramps do not meet ADA Accessibility
Guidelines.

PEDESTRIAN ROADWAY

Roadway design improvements include
modifications to roadways between the curbs.
Recommended roadway design improve-
ments in the corridor include

® Curb Extensions: Curb extensions increase
the visibility of pedestrians waiting to cross
the roadway, reduce pedestrian crossing
distances, reduce motor vehicle speeds,
and improve pedestrian safety.

Intersection lights should be of a pedestrian scale
and illuminate all crosswalks at an intersection.

® Pedestrian Crossing (Median) Islands:
Pedestrian crossing islands allow pedes-
trians to cross one direction of motor
vehicle traffic at a time.

LIGHTING AND SIGNAL

Lighting improvements make walking safer
between important destination points within
the corridor. Properly designed pedestrian
countdown signals help in crossing busy
roadways and make for a safer experience.
Improvements include:

* Roadway Lighting: Improving roadway
lighting reduces nighttime pedestrian
crashes and shall illuminate all pedestrian
crosswalks and be of a pedestrian scale.

® Pedestrian Signals: Provide pedestrian
signals heads at all intersections that have
traffic signals so as to indicate clearance
time for pedestrians to complete crossing
the street.

U-shaped bicycle racks provide short-term bicycle

parking at train stations, bus stops, stores, parks,
schools, and other locations.

BICYCLE PARKING

Improvements to accommodate bicycle
transportation needs include:

* Bicycle Racks: Bicycle racks provide short-
term bicycle parking in locations that are
convenient to stores, parks, bus stops, and
transit stations. Bike racks are currently
provided at the Minnesota Avenue and
Deanwood Metrorail Stations; however,
they are not within view of the station
manager. Coordinate with WMATA to
study relocating bicycle racks inside both
of the stations to help deter bicycle theft.
Install small bicycle racks at bus stops,
schools, parks, and store entrances in
the corridor (requires coordination with
WMATA, the National Park Service, and
retail businesses.

* Bicycle Lockers: Bicycle lockers are used for
longer-term bicycle parking and provide
greater protection for bicycles. Currently,
there are several lockers available at the
Minnesota Avenue Metrorail Station.
Coordinate with WMATA to evaluate
the demand for additional bike lockers
at the Minnesota Avenue and Deanwood
Metrorail Stations. Study the need for bike
lockers at select schools within the corridor.
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Project Locations

See Appendix for more details on the
following projects

Benning Road Reconstruction

* At the intersection of Minnesota Avenue
and Benning Road, add pedestrian signals,
new crosswalks, reduce turning radii, add
and median islands.

* At the crossings of 36th Street and
Kenilworth Avenue Freeway service roads,
make geometric improvements, traffic
signal improvements, and stripe new cross-
walks to provide safer crossings.

* At the Fort Circle Trail at Benning Road
(Benning Road and 42nd Street), improve
pedestrian and bicycle crossings, including
trail crossing warning signs and directional
signage, for trail users.

Nannie Helen Burroughs Bridge

Reconstruction

* At the Nannie Helen Burroughs Avenue
and Kenilworth Avenue Interchange,
provide pedestrian/bicycle access under
freeway; connect Watts Branch Trail to
Kenilworth Aquatic Gardens; add cross-
walks and curb ramps at intersection
of NHB and Kenilworth Terrace; stripe
crosswalks at intersection of NHB and
Minnesota Avenue.

Anacostia Trail, Phase I

* At the Anacostia Road crossings between
River Terrace and Anacostia Trail, add new
crosswalks and curb ramps between River
Terrace and the trail.

Minnesota Avenue Safety

Improvements, Phase I

¢ At the Minnesota Avenue Crossing on
the east side of Minnesota Avenue Metro
Station, provide median islands, new cross-
walk, and possibly new pedestrian signals
between school and Metro Station.

Pedestrian Bridge and

Tunnel Rehabilitation

¢ Work with WMATA /private developer
at Parkside to improve pedestrian bridge
across from Minnesota Avenue Metrorail
Station. Improve bridge and tunnel
lighting.
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Figure 5.7: Pedestrian and Bicycle Related Improvements

Pedestrian Bridge and

Tunnel Rehabilitation

e Work with WMATA to improve pedestrian
bridge structure along Douglas Street, and
improve lighting on bridge and in tunnel.

Kenilworth Avenue Access Road/Slip

Ramp Safety Improvement Project*

¢ Along the Kenilworth Avenue Access
Roads, stripe 11- to 12-foot wide travel lane
to slow traffic and make driver movements
more predictable, improve pedestrian
crossings, and add traffic calming measures
such as curb extensions to reduce traffic
speeds.

— KENILWORTH AVENUE CORRIDOR STUDY

Sidewalk, Curb, and Alley

Maintenance Program

¢ Establish a program to maintain sidewalks,
curbs, and alleys throughout the corridor.
Provide missing sidewalks, add curb
ramps, and meet ADA requirements for all
sidewalks and curb ramps. Improve side-
walks near the Deanwood Avenue Metro
Station and curb ramps at the Pennsylvania
Avenue interchange, as well as areas with
high levels of pedestrian activity
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Crosswalk Striping

Maintenance Program

¢ Establish a program to maintain cross-
walk striping throughout the corridor.
Stripe crosswalks at intersections where
necessary, especially along Nannie Helen
Burroughs Avenue and 44th Street, in areas
with high levels of pedestrian activity.

Pedestrian Signal Maintenance Program

¢ Establish a program to add and maintain
pedestrian signals along the corridor. Add
pedestrian countdown signals at Sheriff
Road at 45th Street and in areas with high
levels of pedestrian activity.

Lighting Improvement Maintenance

Program

¢ Establish a program to add and maintain
pedestrian scale lighting at all intersec-
tions, especially in areas with high levels of
pedestrian activity.
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Project No. 5: Roadway Lighting and Signage Improvements

Categories of Improvement
e Urban Design

e Visual Quality

e Safety

Lighting

AASHTO'’s An Informational Guide for Roadway
Lighting was referenced to determine lighting
levels and uniformity of luminance along

the corridor and at the interchanges within
the study area. According to AASHTO, the
average maintained horizontal illuminance
should be in the range of 0.6 to 0.8 footcandles
for both mainline portions of the roadway and
all ramps. A review of the lighting fixtures

in the corridor was conducted to determine
structure height, luminaire wattage, loca-
tions and lighting arm lengths. Based on
these factors, three lighting conditions were
determined within the corridor:

* locations of adequate lighting;

* locations where additional lighting is
required; and

* locations where there is no lighting.

In the Near-Term, additional lighting will

be installed throughout the corridor in the
locations where lighting is lacking and where
levels were found to be inadequate. This
includes providing lighting under Kenilworth
Avenue at Nannie Helen Burroughs Avenue.
Lighting would also be installed for the
weaving section under Benning Road. The
proposed light pole locations are shown on
Figure 5.8.

Signing

There is a mix of guide signing in the corridor
that includes bridge-mounted, overhead and
ground-mounted signs. Many of the signs
are in poor condition and do not effectively
communicate major exits within the corridor.
Signing upgrades are proposed throughout
the corridor as a Near Term Improvement.
All signing will be upgraded to meet FHWA's
Manual on Uniform Traffic Control Devices
(MUTCD) standards. New overhead guide

NEAR-TERM IMPROVEMENTS
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signs will be installed and consolidated

where necessary for all exits to Pennsylvania
Avenue, East Capitol Street, Benning Road,
Nannie Helen Burroughs Avenue, and Eastern
Avenue. All existing exit signs for minor
streets (i.e., Hayes Street) will be removed.
Bridge mounted signs will be removed and

replaced with overhead structures. Additional
speed limit and lane merge warning signs are
proposed throughout the corridor. At Benning
Road the yield sign on the southbound Service
Road will be removed. The existing R2-1 Yield
sign at Benning Road will be replaced with a
R1-1 STOP sign to control vehicles desiring to

enter northbound Kenilworth Avenue at the
Benning Road weaving section. Near Term

signing improvements are shown in
Figure 5.8.
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Mid-Term Improvements

|
. Proj. | Title Description Benefits Estimated
6.1 Introduction No. Cost (2005)
. L . . . 6 East Capitol This scenario builds on Scenario e Urban Design $30,000,000
A central goal of the Kenilworth Avenue existing pedestrian connections, and improve P . . &
. . L. . . . . . Street Scenario EC-1, a near-term improvement,
Corridor Study is to provide improved neighborhood identity. They are intermediate .
.. . . L. . . EC-2 and adds the three missing move-
access and connectivity to neighborhoods steps in achieving the full connections desired, .
. . . ments; southbound Kenilworth
along Kenilworth Avenue. Generally, the addressed in the long-term improvements. .
. . Avenue to eastbound East Capitol
mid-term improvements recommended S i et e
here build on initial efforts achieved by the reet anc norbotne Beniwor
. Avenue to east- and westbound
near-term improvements, address some of .
- . . East Capitol Street.
the missing vehicular connections, upgrade
7 Neighborhood Generally improves wayfinding e Urban Design $500,000
Identification in the corridor and contributes to ® Visual Quality
Program a sense of place by implementing
a corridor-wide neighborhood
identification and signage program
8 Replace or The existing pedestrian bridge to ® Pedestrian Connectivity | $2,500,000
improve the Minnesota Avenue Metrorail ® Public Transit Access
Pedestrian Station is replaced. * Open Space and
Bridge at Waterfront Connections
Minnesota ® Visual Quality
Avenue Metrorail * Safety
Station
9 Replace The existing pedestrian bridge at ® Pedestrian Connectivity | $2,500,000
Pedestrian Douglas Street that leads to the ® Public Transit Access
Bridge at Deanwood Metrorail Station is * Open Space and
PROJECT NO. 7 Douglas replaced. Waterfront Connections
Nelghbarhood kdentifica- Street/Deanwood ® Visual Quality
tion Program Metrorail Station e Safety
ROIECT MG 13 10 Comprehensive | This project implements a ¢ Urban Design $22,500,000
N Eastern Avenue | number of improvements north of | ¢ Pedestrian Connectivity
Pedestridn and Bicycle
Helated improvements Improvements Nannie Helen Burroughs Avenue ® Public Transit Access
interchange, including the Eastern | ¢ Open Space and
: Avenue Scenario EA-2. Waterfront Connections
N i * Visual Quality
ne E e Safet
£0 i mprahab S 3 , , . L
e 11 Benning Road Scenario BR-1 provides for safety e Urban Design $20,000,000
- = % Scenario BR-1 improvements to the at grade e Safety
- el THn,
A e § il intersection of Benning Road and
: northbound Kenilworth Avenue.
12 Pedestrian and Recommendations to improve the | ¢ Pedestrian Connectivity | $750,000

Figure 6.1: Mid-Term Improvements
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Bicycle Related
Improvements

pedestrian and bicycle network
during the mid term build on the
improvements that were under-
taken in the short term.

e Public Transit Access
* Safety

Table 6.1: Summary of Mid-Term Improvements
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6.2 Improvement Projects

Project No. 6: East Capitol Street
Scenario EC-2

Categories of Improvement
e Urban Design

DESCRIPTION

This scenario builds on Scenario EC-1, a
near-term improvement, and adds the three
missing movements; southbound Kenilworth
Avenue to eastbound East Capitol Street and
northbound Kenilworth Avenue to east- and
westbound East Capitol Street.

A new northbound ramp for Kenilworth
Avenue is constructed between the existing
bridge over East Capitol Street and the CSX
Railroad bridge. For southbound Kenilworth
Avenue, a new ramp is constructed between
the existing southbound ramp to westbound
East Capitol Street and the existing bridge.

At the base of both ramps, traffic is permitted
to turn left or right onto East Capitol Street.

These turns are controlled by two new signals.

This scenario allows full movement for
vehicles at this interchange, however, no

' = 2

- . =

! P 3%
- a 'i' e =]

risl:::l.

MID-TERM IMPROVEMENTS

Ay == — S - e R T == ] EATCAFITOL BT,

- E— e
= - = T M e 8 EC-2

INTERLCH ANGE

KENILWORTH AVENUE CORRIDOR STUDY

d.




Project No. 7: Neighborhood Identification Program

improvements for pedestrian or bicycle traffic
are included.

Categories of Improvement
e Urban Design
e Visual Quality

DESCRIPTION

Kenilworth Avenue currently lacks a sense

of identity that distinguishes it from other
roadway corridors in the region. Establishing
a signage program, that would highlight both
the neighborhoods, and distinct community
resources that are located adjacent to the
corridor, would provide a sense of place for
motorists driving along the corridor.

As part of the program, the eleven neigh-
borhoods that border Kenilworth Avenue
(Dupont Park, Twinning, Greenway, Fort
Dupont, River Terrace, Mayfair, Benning,
Central Northeast, Eastland Gardens,
Deanwood and Kenilworth) should be
highlighted with unique signs in accordance
with the Anacostia Waterfront Transportation
Architecture Design Standards. Each sign
should be designed with the help of the resi-
dents who reside in the individual neighbor-
hoods. In addition, signs that announce access
to unique features such as the Anacostia Park,
Kenilworth Aquatic Gardens and the Fort
Circle parks (Fort Mahan Park, Fort Dupont
Park, etc.), should be incorporated along the
corridor.

Signs along the corridor could be free standing
along the road or the service lanes, embossed
on the retaining walls in the depressed
portions, and across bridges that cross the
roadway. Figure 6.3 provides examples of
signs, which have been used elsewhere in
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Project No. 8: Replace or Improve the Pedestrian Bridge at Minnesota Avenue Metrorail Station

the District of Columbia and other cities, that
could be applied along the corridor.

Categories of Improvement

e Pedestrian Connectivity

e Public Transit Access

e Open Space and Waterfront Connections
e Visual Quality

e Safety

DESCRIPTION

Figure 6.4: Examples of Pedestrian Bridges that could be applicable

This project replaces or improves the the
existing pedestrian bridge over Kenilworth
Avenue that connects the Mayfair and
Parkside neighborhoods with the Minnesota
Avenue Metrorail Station. This would be a
precursor to other long-term improvements
meant to upgrade the area to make it safer and
more pedestrian friendly.

This project may be done concurrently and
in conjunction with the proposed develop-
ment at Parkside. The new design will

take into account the study performed by
WMATA to improve pedestrian access to the
Minnesota Avenue Metrorail Station, as well
as the results of the Anacostia Waterfront
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Figure 6.6: Concept Plan for the proposed

Existing Pedestrian Bridge that spans

Parkside Development

Kenilworth Avenue near the Minnesota Avenue .
Minnesota Avenue

Metrorail Station =,

Metrorail Station

TETing |

Figure 6.7: Concept Illustration of the proposed

Figure 6.5: Location of Pedestrian Bridge across Minnesota Avenue Metrorail Station

Minnesota Avenue Government Center
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Project No. 9: Replace Pedestrian Bridge at Douglas Street/Deanwood Metrorail Station

Corporation’s design competition initiated in
Fall 2006.

Categories of Improvement

e Pedestrian Connectivity

e Public Transit Access

e Open Space and Waterfront Connections
e Visual Quality

e Safety

DESCRIPTION Figure 6.8: Potential new pedestrian bridge at Douglas Street

Replace the existing pedestrian bridge over
Kenilworth Avenue at Douglas Street and 47th
Street. This is an important connection to the
Deanwood Metrorail Station and would be a
precursor to other long-term improvements
meant to upgrade the area to make it safer
and more pedestrian friendly. At the time

of design, consideration should be given to
spanning the bridge across the service roads
on either side of the main avenue (see Project
Number 15).

Deanyvoo'd
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Existing Pedestrian Bridge that spans
Kenilworth Avenue at Douglas Street

Figure 6.9: Location of Pedestrian Bridge at Douglas Street
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Project No. 10: Comprehensive Eastern Avenue Improvements

Categories of Improvement

e Urban Design

e Pedestrian Connectivity

e Public Transit Access

e Open Space and Waterfront Connections
e Visual Quality

e Safety

DESCRIPTION

A number of improvements are recommended
for the Eastern Avenue area north of Nannie
Helen Burroughs Avenue interchange.

EASTERN AVENUE SCENARIO EA-2

Announce arrival into Washington, DC at
the Eastern Avenue gateway by developing
a unique theme including a new gateway
sign along the northern facade of the Eastern
Avenue bridge.

Eastern Avenue is a key link that provides
access to the Anacostia Waterfront area

for residents who live on the east side of
Kenilworth Avenue. Since the Eastern Avenue
Bridge is planned to be replaced in the
immediate future, ensure that the new bridge
is designed for better pedestrian and bicycle
movement. Add vegetation and clearly
demarcate pedestrian paths across the bridge.

CONSOLIDATE ON- AND OFF-RAMPS

If not undertaken under Near-Term
Improvements, consolidate the existing slip
ramps between Nannie Helen Burroughs
Avenue and Eastern Avenue as follows:

¢ Eliminate the four existing ramps (two
off- and two on-ramps) and replace with

e _ e s
i Project No. 10| % 2%
rﬁf?}: I':::I 'E} ..Ir-j!f".l-‘l' J cirmdee | X
L. e B A AN

Figure 6.10: Proposed improvements to slip ramps near Eastern Avenue
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an off-ramp immediately north of Nannie
Helen Burroughs Avenue and an on-ramp
immediately south of Eastern Avenue. This
eliminates weaves on Kenilworth Avenue.

¢ Eliminate the four existing slip ramps (two
off- and two on-ramps) and replace with
an off-ramp immediately north of Nannie
Helen Burroughs Avenue and an on-ramp
immediately south of Eastern Avenue. This
eliminates weaves on Kenilworth Avenue.

RESTRIPE SERVICE ROADS

Restripe the service roads on the east and
west sides of Kenilworth Avenue. A lane line
should be striped 11 to 12 feet to the right

of the left curb to designate a single travel Wishineinm. A
lane and a parking area on the right side of .
the road. This narrower lane helps decrease
the incidence of unsafe vehicle merging and
passing on each service road and can help
reduce motor vehicle speeds, improving safety
for pedestrians crossing the service roads.

¥
PEDESTRIAN SAFETY IMPROVEMENTS >
Figure 6.11: Simulated view of a ‘gateway’ sign at the Eastern Avenue Bridge
Implement pedestrian safety improvements
along both Kenilworth Avenue service roads
by installing:

¢ Curb extensions to calm traffic and provide
better access for pedestrians crossing the
service roads.

* Missing sidewalks, crosswalks, and curb
ramps.

e Upgraded existing curb ramps to make
them ADA compliant.

* At the Eastern Avenue intersection, provide
curb extension, new crosswalks, curb
ramps, and advance warning signs.

LIGHTING IMPROVEMENTS

Install or upgrade lighting on the pedestrian
bridge over Kenilworth Avenue and along the
roadways and tunnels that lead between this
bridge and the Deanwood Metrorail Station.

Figure 6.12: Proposed improvements at the Eastern Avenue Bridge

d.
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Project No. 11: Benning Road Scenario BR-1

Categories of Improvement
e Urban Design
e Safety

DESCRIPTION

This primarily provides for safety improve-
ments to the at-grade intersection of Benning
Road and northbound Kenilworth Avenue.
The exit ramp for northbound Kenilworth
Avenue is lengthened and a traffic signal is
introduced at the at-grade intersection with
Benning Road. The alignment for northbound
Kenilworth Avenue is maintained as it is
today; however, the southbound Kenilworth
Avenue alignment must be shifted to the
west south of the Benning Road bridge. Also,
the existing bridge deck over southbound
Kenilworth Avenue, which partially supports
the at-grade intersection with northbound
Kenilworth Avenue, is replaced.

This scenario does not add any new move-
ments to the existing interchange; however,

it makes major improvements to vehicle
safety. It does not make any improvement in
pedestrian and bicycle access to and across the
Benning Road bridge.
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Project No. 12: Pedestrian and Bicycle Related Improvements

Categories of Improvement
e Pedestrian Connectivity
e Public Transit Access

e Safety

Pedestrian and bicycle circulation related
improvements would continue during the
mid-term as described below. See Appendix
F for additional details of each proposed
improvement. Where appropriate, these
improvements will be coordinated with the
Great Streets Initiative.

ANACOSTIA TRAIL, PHASE II

Provide access from Anacostia Trail to East
Capitol Street Bridge by adding a new curb
ramp and wider opening from bridge side-
walk to River Terrace neighborhood street, as
well as adding stairs between the bridge and
the trail.

Provide access to Anacostia Park and
Anacostia Trail from G Street & Bayley Street,
SE neighborhood by constructing a new
shared-use path under Kenilworth Avenue
freeway:.

FORT CIRCLE TRAIL IMPROVEMENTS
(POTENTIAL JOINT DDOT/NPS PROJECT)

Improve pedestrian and bicycle crossing at
the Fort Circle Trail at East Capitol Street
(East Capitol Street and 41st Street). This
would include adding crosswalks, trail
crossing warning signs, pedestrian signals (if
warranted), and directional signage for trail
users.

Extend Fort Circle Trail to Watts Branch Trail
by adding a wide sidewalk on the west side
of 42nd Street (some sections of sidewalk may
be constructed through sidewalk and alley
improvement program).

PEDESTRIAN BRIDGE EVALUATION:
REHABILITATION/REMOVAL*

Conduct final evaluation of pedestrian bridges
at Nash Street and Lane Place to determine if
they should be rehabilitated or removed.
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Figure 6.14: Proposed pedestrian and bicycle related improvements

WARD 7 SAFE ROUTES TO
SCHOOL PROGRAM*

Create a secure environment for walking
and bicycling to school by improving side-
walks and crosswalks near existing schools,
including the Brown Middle School and
Houston Elementary School, in Ward 7

KENILWORTH AVENUE CORRIDOR STUDY

MINNESOTA AVENUE SAFETY
IMPROVEMENTS, PHASE II*

Improve the visibility of sidewalks across
driveways, and improve crosswalks across
Minnesota Avenue between East Capitol Street
and Benning Road.

Along Minnesota Avenue, add median
crossing islands and/or curb extensions to
improve crossings to the Metro station.

Watts Branch
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PFort Circle Trail
Improvements

KENILWORTH AVENUE CORRIDOR
PEDESTRIAN WAYFINDING*

Improve signage near Metro Stations, Parks,
Anacostia Trail, and Schools to direct pedes-
trians and bicyclists to key destinations in the
corridor.
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Street Rehabmtaﬂo*
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MINNESOTA AVENUE AND DEANWOOD
METRO STATIONS

Provide bicycle racks within Metro station
areas (within view of station manager).
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Long-Term Improvements

Figure 7.1: Long-Term Improvements
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7.1 Introduction Proj. | Title Description Benefits Estimated
No. Cost (2005)
Long-term improvements are defined as 13 | East Capitol Either a diamond interchange Urban Design EC-4
those improvements that can be implemented Street Scenario | (EC-4) or a single point Pedestrian $89,500,000
between ten and twenty years of the final EC-4or EC-5 | urban interchange (EC-5) is Connectivity
date of this report. These improvements built to replace the existing Open Space EC-5
typically require a major expenditure of funds interchange, providing for and Waterfront $94,000,000
to accomplish and are contingent on success- vehicular, pedestrian and Connections
fully acquiring the proper environmental bicycle movement on, off and Safety
permits including completing Environmental across Kenilworth Avenue.
Assessments or Environmental Impact 14 Benning Road | This scenario rebuilds the Urban Design $52,750,000
Statements. Scenario BR-5 | existing Benning Road bridge Pedestrian
into two structures, one for Connectivity
east- and one for westbound Public Transit Access
traffic, allowing pedestrian Open Space
and bicycle traffic to move and Waterfront
over Kenilworth Avenue in a Connections
safer manner and improving Safety
traffic operations on and off
PROJECT MO,13 Kenilworth Avenue.
; 15 Extend Olive Depress Kenilworth Avenue Urban Design $72,500,000
PROJECT NOQ.16 Street to Ord or | to allow construction of a new Pedestrian
Park Road Nash Street connector at either Ord Street Connectivity
e . or Nash Street that will accom- Public Transit Access
R "1':-"'" X ; modate vehicles, pedestrians Open Space
C g ﬁ:l e J**‘ and bicyclist. and Waterfront
- e | | ¥ b3 Connections
U Wittt 0 L] & b g n e g 5 - Visual Quality
[ "= =% F L Safety
# 05, : ﬁb “r d't T : 16 Park Road A new Park Road unifies the Urban Desi $10,000,000
oo o e . gn ,UUU,
: -ty . s SRR X e L A : many parks and recreational Pedestrian
e F . 3 -. : areas along the Anacostia River, Connectivity
: i bk L it A " g linking major destinations and Open Space
. E PROJECT MO, 17 PROJECT NO. 14 ! PROJECT NO.15 v neighborhoods from Eastern and Waterfront
: Barinirg Hoad " W Ord [ Nash Street - Avenue with pOil"ltS south. Connections
Avenus virtar intarchange Visual Quality
Park Hoasd Hridge s X X X X
. 17 Massachusetts | This project provides a new Urban Design $15,000,000
] Avenue Park connection for pedestrians, Pedestrian
. Road Bridge bicyclist, and possibly vehicles Connectivity
F using the new Park Road across Open Space
the Anacostia River. and Waterfront
Connections
Visual Quality

KENILWORTH AVENUE CORRIDOR STUDY

Table 7.1: Summary of Long-Term Improvements
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7.2 Improvement Projects

Project No. 13: East Capitol Street
Scenario EC-4 or EC-5

Categories of Improvement

e Urban Design

e Pedestrian Connectivity

e Open Space and Waterfront Connections
e Safety

DESCRIPTION

These two scenarios are very similar, one a
diamond interchange (EC-4) and one a single
point urban interchange or SPUI (EC-5). Both
scenarios provide for full movements at this
interchange and provide for pedestrian and
bicycle traffic across Kenilworth Avenue

on sidewalks and dedicated bicycle ways
added through the underpass. In this regard,
Scenario EC-4 is better for pedestrians and
bicyclist than Scenario EC-5 as the crossings
are more square (at 90°) with the intersecting
ramps from Kenilworth Avenue, introducing a
shorter and friendlier crossing experience.

These scenarios require complete reconstruc-
tion of the existing interchange. Kenilworth
Avenue is realigned and approximately 15
acres of additional open space and parkland

]
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Figure 7.2: East Capitol Street Improvement Scenario EC-4

Figure 7.3: East Capitol Street Improvement Scenario EC-5
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Project No. 14: Benning Road Scenario BR-5

to the west of Kenilworth Avenue along the / "

Anacostia River is recaptured for public use. \ ; 4

Categories of Improvement ""-..I ’ q‘ e,

e Urban Design \ Y ;

e Pedestrian Connectivity ; "-,‘I

e Public Transit Access e . ml:-ﬁll Hl:nm 1 I . .

o d Waterfront Connections | & gt hhres Shgnaiizec

Open Space an | Ramp o River e :

e Safety | Ferace Neighborhood n Inbewsm tivn "-“T e

| Realigned Southbaund | L Banwnng Rioged Tralf
Henilreith Avenie
DESCRIPTION 3

| Aormiexted P S
| Benring Aoad Bridge |

This scenario focuses on improving safety

for both traffic and pedestrians and bicyclist. -LEGENDI |
In this scenario, the existing Benning Road V. = r;-'":ﬂ'ﬂam Fload |
bridge is rebuilt into two, split structures, .-"' B Mew Ramgs I
one for eastbound and one for westbound 3 . e e —
traffic. The exit ramps to Kenilworth Avenue . and Bieways

are moved to the interior, between the split Miw Norhoound Ext |
bridges, while the through traffic, currently Ramp

on the inside, is moved to the outside onto I Depressed Nortbound
the split bridges. This allows pedestrian Lanes

and bicycle traffic to move over Kenilworth % T I Hew Traffic Signal |
Avenue between 34th Street and Minnesota 1 . ﬁq,\ b ;
Avenue on new sidewalks and an uninter- =aN =l b L

rupted path with no need to cross exit ramps e ] Fuesalicyrsed Beorthtsoring L r""""r““"""' v

to Kenilworth Avenue as exists today. Exll B 1o L ! ﬂwﬂiﬂ”“ | ||| “I;L SRyt "&”1:‘ 1

Bennirg Ruad

‘. *" ‘i J Y | HR:S

Safety improvements, to the at-grade inter-
section of Benning Road and northbound
Kenilworth Avenue, are similar to those
described in Scenario BR-1; however, the exit
ramp from northbound Kenilworth Avenue i R — e T
is from the right lane rather than the left lane. L A /.| Project No. 14 | M
This requires depressing the northbound lanes | | = " .. AR :

of Kenilworth Avenue in order to make the P
connection. A traffic signal at the top of the ' :
ramp with Benning Road controls movement
at the new intersection.

This scenario requires that the rebuilding of T i B : AL Tl
the northbound lanes of Kenilworth Avenue,

and reconstruction of the at-grade intersection
with Kenilworth Avenue.

This concept does not add any new move-
ments to the existing interchange; however, it

d.
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Project No. 15: Extend Olive Street to Nash or Ord Street

makes major improvements to vehicle safety
and to pedestrian and bicycle access to and
across the Benning Road bridge.

Categories of Improvement

e Urban Design

e Pedestrian Connectivity

e Public Transit Access

e Open Space and Waterfront Connections
e Visual Quality

e Safety

DESCRIPTION

Depress Kenilworth Avenue between Meade
Street and Douglas Street to allow construc-
tion of a new connector at either Ord or Nash
Street for vehicles, pedestrians and bicyclist.

1
l.
i

Access across the corridor in proximity of

the Deanwood neighborhood is difficult and
not a straight-forward path for all modes of
travel. Depressing Kenilworth Avenue and
constructing a new crossing establishes a
logical connection between the residential
neighborhoods to the west and the transit
station and potential development to the east.

o, . . L-_"_f: e . o e L 1 A — |~ = == S

In addition to strengthening the pedestrian —— _|_-__|__—|._:,_: o it LEGEMND r‘J] r

connection between the Deanwood Metrorail — e, o LT 0 Depressed | |

Station and the Kenilworth and Eastland ______:_-— ___‘-_—-_—:___ — — ¥ e e — — Kanibworth Averus LII.-J |
- e S e I — .

Gardens neighborhoods, it makes an impor- e — — e Ty 5 g I M Bridig @ Mash h‘E
— e e S e S e e S e e L)

tant connection to the recreational areas along = e Ty ]

the Anacostia River waterfront as well.

In conjunction with the construction of the
Ord/Nash Street Plaza, extend Olive Street
to the new crossing to allow redevelopment
of the area around the Deanwood Metrorail
Station. This will encourage improved land
use along Kenilworth Avenue and improve
the visual quality of the corridor.

In addition, this would provide an opportu-
nity to daylight the existing stream between

Figure 7.6: New Connector at either Nash Street or Ord Street

d.
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Project No. 16: Park Road

the railroad tracks and Kenilworth Avenue
strengthening the open space connection
across the corridor.

Categories of Improvement

e Urban Design

Pedestrian Connectivity

e Open Space and Waterfront Connections
e Visual Quality

DESCRIPTION

A new Park Road would unify the many parks
and recreational areas along the Anacostia
River, linking major destinations and neigh-
borhoods from Eastern Avenue with points
south. This would be a park-type road, not a
commuter road, intended to enhance access

to parkland and the river front. Within the
context of the Kenilworth Avenue Corridor
Study, three areas were studied to address
linkages and missing connections.

Benning Road to

Barney Circle Connection

A Park Road connection at Benning Road on
the west bank of the Anacostia River would
follow the river to the Reservation 13 circle
and continues to Barney Circle. This new
connection would provide access to the west
bank park for pedestrians and vehicles; and
provides a continuation of the road through
the park.

Park Road Connection

(at Massachusetts Avenue)

The new Park Road could make a connec-
tion across the river to join the segment from
Benning Road and Barney Circle on the west
bank with the parkland on the east bank. The
new connection, the proposed Massachusetts
Avenue Park Road bridge, would connect the
proposed and existing Park Road system but
would not connect to local streets. It would

d.
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serve as a connection for pedestrians, bicy-
clists, vehicles and for National Park Service
maintenance vehicles.

Pedestrian-Bicycle Connection
(Anacostia Avenue to

Eastern Avenue Connection)

A new connection between the terminus

of existing Anacostia Avenue and Eastern
Avenue could provide a new access point to
the park for pedestrians and bicyclists. This
new connection would complete the Eastern
Avenue intersection and creates the opportu-
nity to define a gateway to the city.
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Project No. 17: Massachusetts Avenue Park Road Bridge

National Park Service Coordination
Any of these options will only be possible
with support and approval of the National
Park Service which has jurisdiction over the
land required to make the access improve-
ments.

Categories of Improvement

e Urban Design

¢ Pedestrian Connectivity

e Open Space and Waterfront Connections
e Visual Quality

DESCRIPTION Pl

This project provides a new connection for
pedestrians, bicyclist, and possibly vehicles
using the new Park Road across the Anacostia
River. It is on the same alignment as
Massachusetts Avenue and connects the two
riverbanks and parkland on either side of the
Anacostia River.

It enhances open space connectivity and PROFAE
provides a connection between parts of the
park for National Park Service maintenance
vehicles.

Figure 7.8: Massachusetts Avenue Connection

The proposed Massachusetts Avenue Park
Road bridge connects only to the proposed
and existing Park Road system and not to local
streets, thus preventing regional traffic from
using the bridge as a shortcut.

d.
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Implementation Plan

8.1 Introduction

The near-term improvements identified

in this study can be initiated immediately

and completed within five years. The major
transportation improvements (mid-term and
long-term improvements) will take longer,
and could be implemented over a 20 to 30 year
time frame. Some of these proposed improve-
ments are complex, and in order to implement
successfully, will require additional analyses
associated with environmental impacts and
construction staging.

Generally, the process to implement a project
will follow these basic steps:

¢ Establish the purpose and need for the
project;

¢ Identify and acquire funding for the
improvement;

¢ Conduct environmental evaluation,
which would be dependent on the project
and could vary between a Categorical
Exclusion, Environmental Assessment, or
Environmental Impact Statement;

® Prepare engineering plans;

* Acquire right-of-way (if required);

* Seek permits and approvals; and

e Undertake the actual construction.

Each of the projects identified in this study is
unique and will have its own considerations

KENILWORTH AVENUE CORRIDOR STUDY

and challenges, whether related to funding,
design, or construction phasing of the

project. For example, many of the near-term
improvements could be implemented through
existing programs or projects that are already
underway within the study area.

This is also true for some of the mid-term
improvements; however, there are other
projects that are more complex and will
require extensive coordination with the public
and other agencies. These complex projects
and all of the recommended long-term
improvements will require a more extensive
environmental evaluation process potentially
resulting in an Environmental Assessment or
an Environmental Impact Statement.

The near-term, mid-term, and long-term
improvements are summarized below, along
with a description of the anticipated timing
of the project, coordination and phasing to be
undertaken, and issues to consider for future
development.

8.2 Near-Term Improvement
Projects

Near-term improvements are defined as those
improvements that can be funded through
DDOT'’s existing programs, can generally be
completed with minimum NEPA documenta-
tion (at the level of a Categorical Exclusion),
and have a project cost of less than $5,000,000.

The near-term projects are summarized

in Table 8.1 and their implementation is
discussed in detail on the following pages.
These five near-term projects (shown in Table
8.1) can be implemented fairly easily once
funding is in place. Very little coordination
between the individual projects is required,
and several of the improvements can be
implemented through existing projects or
programs.

The implementation of each is discussed
below:

Project No. 1: East Capitol Street
Scenario EC-1

This project provides an immediate improve-
ment for neighborhoods east of the corridor.
Due to the improvements to the interchange,
westbound traffic on East Capitol Street
would gain access to southbound and north-
bound Kenilworth Avenue. This project can
be implemented within two to five years after
the completion of project engineering. No
new structures are required and all improve-
ments can be accomplished though modifica-
tions to the existing infrastructure. Because
of the high volume of traffic on westbound
East Capitol Street during the morning and
afternoon peak hours, a careful analysis of the
construction phasing will be required in order

to build the two left turn lanes proposed for
East Capitol Street.

Project No. 2: Kenilworth Avenue Slip
Ramps Safety Improvements

This project can be implemented immedi-
ately using existing contracts and programs
that DDOT currently has in place. The
proposed changes to the slip ramps north

of Nannie Helen Burroughs Avenue will
provide much-needed safety improvements
for vehicles entering and exiting Kenilworth
Avenue, will provide traffic calming measures
on the service roads adjacent to neighbor-
hoods, and will provide a safer experience
for pedestrians and bicyclists who need to
move along or cross over Kenilworth Avenue.
This project can be implemented as part of
the Nannie Helen Burroughs Avenue Bridge
Reconstruction Project or independently
though DDOT'’s on-call contracts. A public
education program should be part of the
implementation plan.

Project No. 3: Corridor Landscaping
Through this project, a landscaping program
incorporating elements from the Anacostia
Waterfront Transportation Architectural
Design Standards is initiated for the entire
length of the corridor. The program will
enhance the visual quality for drivers and
the traveling experience for pedestrians and
bicyclists. It can be initiated immediately
with a design contract and development

of a comprehensive streetscape plan for

the corridor. Actual implementation of the
landscape improvements can be programmed
over the following two to five years as

funds become available and opportunities
present themselves through new contracts,
programmed DDOT improvements, and
private development.

Project No. 4: Pedestrian and Bicycle
Improvements

The pedestrian and bicycle improvements are
categorized in to five general areas needing
improvement:

e Pedestrian and bicycle thoroughfare;
e Curb ramps;

¢ Pedestrian roadway;

¢ Lighting and signal; and

* Bicycle parking.

Many of these improvements can be imple-
mented through existing projects, including
the Benning Road Reconstruction Project,
the Nannie Helen Burroughs Avenue
Bridge Reconstruction Project, Phase I of the
Anacostia Trail (Anacostia Riverwalk), and
the Kenilworth Avenue Slip Ramps Safety
Improvements.

Other elements of the improvements can be
incorporated into ongoing planning studies
for projects to be implemented within the
next five years. These include the Minnesota
Avenue Safety Improvements (Phase I) as part
of WMATA'’s study for pedestrian improve-
ments to the Minnesota Avenue Metrorail
Station, and the Minnesota Avenue Metrorail
Station Redevelopment Project as part of the
Parkside private development.

Lastly, DDOT has existing programs for
improving pedestrian pathways where the
proposed improvements could be incorpo-
rated. The existing programs include the
Sidewalk, Curb, and Alley Maintenance
Program, the Crosswalk Striping Maintenance
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Project Number

1 2 3 4

Urban Design / Quality of
Life

Pedestrian Connectivity

Public Transit
Access

Open Space / Waterfront
Connections

Goals

Visual Quality

Safety

Environmental Evaluation

Community Involvement

Impacts

Cost

Proj. | Title Description Benefits Estimated
No. Cost
(2005)
1 East Capitol A new connection is made to allow e Urban Design | $2,500,000
Street Scenario | traffic on westbound East Capitol
EC-1 Street to exit southbound and north-
bound onto Kenilworth Avenue.
2 Kenilworth The slip ramps between Kenilworth | e Safety $1,000,000
Avenue Slip Avenue and the parallel service road | ® Visual Quality
Ramps Safety | north of Nannie Helen Burroughs
Improvements | Avenue are consolidated and
realigned to improve safety in the
corridor and improve traffic opera-
tions on Kenilworth Avenue.
3 Corridor Generally improves visual quality e Urban Design | $3,000,000
Landscaping | of the corridor through implementa- | ¢ Open
tion of a corridor wide landscaping, Space and
signage, and street furniture Waterfront
program. Connections
* Visual Quality
4 Pedestrian Generally improves the pedestrian * Pedestrian $1,200,000
and Bicycle and bicycle throughway, curb ramps, Connectivity
Improvements | pedestrian roadway, lighting and e Public Transit
signal, and bicycle parking through Access
specific projects and as part of area | ® Safety
wide programs.
5 Kenilworth Additional lighting is installed e Urban Design | $1,500,000
Avenue throughout the corridor in locations | ® Visual Quality
Lighting where lighting is lacking and where | e Safety
and Signage levels were found to be inadequate.
Improvements | Similarly, signing is upgraded to
meet FHWA Standards and to effec-
tively communicate major exits.

Table 8.1: Summary of Near-Term Improvements
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Key to Impacts

Low or minor impacts
Moderate Impacts
High Impacts

Table 8.2: Summary of Implementation Goals and Impacts for Near-Term Improvements
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Program, the Pedestrian Signal Maintenance
Program, and the Lighting Improvement
Maintenance Program.

Project No. 5: Kenilworth Avenue
Lighting and Signage Improvements
This project can be implemented immedi-
ately through existing design contracts for
engineering services. This will finalize the
program and properly site the location of the
proposed signs and lighting for the corridor.
Implementation of this project will require

a decision by DDOT on the type of signage
desired for the corridor: traditional green
highway signs or brown parkway-like signs
similar to the Baltimore-Washington Parkway.

The potential degree of impacts associated
with each project is summarized in Table 8.2.
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8.3 Mid-Term Improvement
Projects

A central goal of the Kenilworth Avenue
Corridor Study is to improve access and
connectivity to neighborhoods along
Kenilworth Avenue. Generally, the mid-term
improvements recommended build on initial
efforts of the near-term improvements,
address some of the missing vehicular
connections at existing interchanges, upgrade
existing pedestrian connections, and improve
connections to adjacent neighborhoods. These
mid-term improvements are intermediate
steps that build towards achieving the
improvements identified as long-term in this
study.

Mid-term improvements are defined as those
improvements that will need specific funding
to be identified, and will require completion

of a more extensive environmental evaluation.

While some may be accomplished through
minimum NEPA analysis (at the level of a
Categorical Exclusion), most will require an
Environmental Assessment or Environmental
Impact Statement, as well as an extensive
community involvement program. Generally,
these projects are estimated to cost more than
$5,000,000.

The mid-term projects are summarized in
Table 8.3 and implementation is discussed in
detail on the following pages. These seven
mid-term projects will require extensive plan-
ning and coordination, including decisions on
timing of improving each of the three inter-
changes that are relatively close to each other.
Each will also require a well-informed public
involvement process, as well as coordination
with Maryland, especially in the case of the
Eastern Avenue project.

The implementation of each of the seven
projects is discussed below.

Project No. 6: East Capitol Street
Scenario EC-2

This project builds on the improvement at this
interchange made in the near-term program.
Completion of this project will provide for

all vehicular movements at his interchange.
Although this project could be accomplished
through a Categorical Exclusion, it will require
an extensive public involvement plan and
coordination with agencies within the District,
as well as others such as CSX Railroad. The
existing structures at Kenilworth Avenue
could be affected by the improvements and
will require the construction of new retaining
walls. This will result in considerable impacts
on traffic during construction; which should
be mitigated through careful phasing of the
work.

Project No. 7: Neighborhood
Identification Program

This project creates a neighborhood signage
program for the 11 neighborhoods that border
Kenilworth Avenue (Dupont Park, Twinning,
Greenway, Fort Dupont, River Terrace,
Mayfair, Benning, Central Northeast, Eastland
Gardens, Deanwood, and Kenilworth). The
design of the signs will incorporate elements
from the Anacostia Waterfront Transportation
Architecture Design Standards, and will be
designed in consultation with the neighbor-
hood residents. The project will likely require
minimum NEPA analysis (potentially at the
level of a Categorical Exclusion).

Project No. 8: Replace or Improve
Pedestrian Bridge at Minnesota Avenue
Metrorail Station

This project replaces the existing pedestrian
bridge leading to the Minnesota Avenue
Metrorail Station with a new structure
designed to meet current standards.
Construction of the bridge must be coor-
dinated with the traffic operations along
Kenilworth Avenue. The replacement will
likely require minimum NEPA analysis (at
the level of a Categorical Exclusion). Since the
planned improvements for private develop-
ment at Parkside is dependent on, and poten-
tially enhanced by access to the Minnesota
Avenue Metrorail Station, a financial contribu-
tion from the developer towards replacement
of the bridge is anticipated.
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Close coordination with WMATA will be
required to implement this project since the
current bridge connects to a tunnel under
the jurisdiction of WMATA. If elevators are
introduced as part of the program, mainte-
nance agreements with the developer and
WMATA will need to be executed in order
to clearly define future responsibilities. This
is an important connection for the existing
communities west of Kenilworth Avenue.
Maintaining access during construction of the
new structure is critical; a successful public
involvement program will ensure that the
location and access to any future structure is
acceptable to all stakeholders.

Project No. 9: Replace Pedestrian Bridge
at Douglas Street/Deanwood

Metrorail Station

This project is similar to Project No. 8 but
involves the replacement of the existing pedes-
trian bridge at Douglas Street that connects

to the Deanwood Metrorail Station. Similar

to the previous project, a new structure will

be designed to meet current standards, and
construction of the bridge will have to be
coordinated with the traffic operations along
Kenilworth Avenue. The replacement will
likely require minimum NEPA analysis (at

the level of a Categorical Exclusion). Since
development activity in Ward 7 has become
very active in recent years, DDOT should
explore opportunities to advance this project
in conjunction with a private development
project if appropriate.

This facility does not directly impact WMATA;
however, coordination with that agency is
desirable since the bridge is an important
connection between the Deanwood Station
and existing communities west of Kenilworth
Avenue. Maintaining this access during
construction of the new structure is critical
and a successful public involvement program
will ensure that the location and access to any
future structure is acceptable to all stake-
holders.

Project No. 10: Comprehensive Eastern
Avenue Improvements

While this project affects a wide area between
Nannie Helen Burroughs Avenue and Eastern
Avenue, the primary focus will be the imple-
mentation of Eastern Avenue Scenario EA-2.
This scenario improves pedestrian access
across Kenilworth Avenue through streetscape
and landscaping improvements. Under this
project, the existing Eastern Avenue bridge is
replaced which will be a major undertaking
for a highway as busy as Kenilworth Avenue.
Careful phasing of the work is required in
order to minimize traffic disruptions for the
140,000 vehicles per day that pass beneath the
existing structure.

Coordination with the Maryland State
Highway Administration (SHA) is critical
for the success of this project. At this time,
Maryland is planning a major reconstruc-
tion of the Kenilworth Avenue bridge over
AMTRAK and Beaver Dam Branch immedi-
ately north of Eastern Avenue. That project
is likely to be complete before this project

is initiated, which may extend the period of
inconvenience for daily commuters.

This project also includes traffic calming
improvements for the service roads on either
side of Kenilworth Avenue, lighting improve-
ments, and other safety and ADA-related
improvements in the adjoining neighbor-
hoods, particularly on routes leading to the
Deanwood Metrorail Station.

The local neighborhoods that rely on the
Eastern Avenue interchange and the service
roads to connect to Kenilworth Avenue will be
severely affected by the construction activi-
ties. Alternate routes to and from Kenilworth
Avenue will need to be identified and vetted
through a community involvement process.

Given the level of potential community
impacts, this project may require an
Environmental Assessment prior to imple-
mentation.

Project No. 11: Benning Road

Scenario BR-1

The mid-term Benning Road improvements
primarily provide safety improvements

to the at-grade intersection of Benning

Road and northbound Kenilworth Avenue.
Extensive reconstruction of the retaining walls
supporting northbound traffic on Kenilworth
Avenue and the existing bridge deck over
southbound Kenilworth Avenue is required.
A detailed engineering analysis and careful
phasing of the planned work will be needed.
Southbound traffic will be affected by the
construction activity. Construction should
minimize traffic and community impacts.

This project is adjacent to the East Capitol
Street interchange, requiring close coordina-
tion with EC-2. Likewise, the Eastern Avenue
improvements, while further north along the
corridor, should also be closely coordinated if
occurring simultaneously with this project.

Public involvement will be important, as there
will be changes to the access between the
River Terrace community and southbound
Kenilworth Avenue. The changes are rela-
tively minor; however, those modifications,
combined with the safety improvements for
northbound traffic, will warrant special atten-
tion to the concerns of all stakeholders.

This project is a precursor to full reconstruc-
tion of this interchange as a long-term
project. Given the level of potential commu-
nity impacts, this project may require an
Environmental Assessment prior to imple-
mentation.
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Project Number

8 9 10 11 12

Urban Design /
Quality of Life

Pedestrian
Connectivity

Public Transit
Access

Open Space /
Waterfront
Connections

Goals

Visual Quality

Safety

Environmental
Evaluation

Community
Involvement

Impacts

Cost

Proj. | Title Description Benefits Estimated
No. Cost (2005)
6 East Capitol This scenario builds on Scenario e Urban Design $30,000,000
Street Scenario EC-1, a near-term improvement,
EC-2 and adds the three missing move-
ments; southbound Kenilworth
Avenue to eastbound East Capitol
Street and northbound Kenilworth
Avenue to east- and westbound
East Capitol Street.
7 Neighborhood Generally improves wayfinding e Urban Design $500,000
Identification in the corridor and contributes to * Visual Quality
Program a sense of place by implementing
a corridor-wide neighborhood
identification and signage program
8 Replace or The existing pedestrian bridge to ® Pedestrian Connectivity | $2,500,000
Improve the Minnesota Avenue Metrorail e Public Transit Access
Pedestrian Station is replaced. * Open Space and
Bridge at Waterfront Connections
Minnesota * Visual Quality
Avenue Metrorail * Safety
Station
9 Replace The existing pedestrian bridge at ® Pedestrian Connectivity | $2,500,000
Pedestrian Douglas Street that leads to the * Public Transit Access
Bridge at Deanwood Metrorail Station is * Open Space and
Douglas replaced. Waterfront Connections
Street/Deanwood * Visual Quality
Metrorail Station * Safety
10 Comprehensive | This project implements a ¢ Urban Design $22,500,000
Eastern Avenue | number of improvements north of | ¢ Pedestrian Connectivity
Improvements Nannie Helen Burroughs Avenue ® Public Transit Access
interchange, including the Eastern | ¢ Open Space and
Avenue Scenario EA-2. Waterfront Connections
* Visual Quality
* Safety
11 | Benning Road | Scenario BR-1 provides for e Urban Design $20,000,000
Scenario BR-1 | safety improvements to e Safety
the at grade intersection of
Benning Road and northbound
Kenilworth Avenue.
12 Pedestrian and | Recommendations to improve [ e Pedestrian $750,000
Bicycle Related | the pedestrian and bicycle Connectivity
Improvements | network during the mid term | ¢ Public Transit Access
build on the improvements e Safety
that were undertaken in the
short term.

Table 8.3: Summary of Mid-Term Improvements
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Key to Impacts

Low or minor impacts
Moderate Impacts
High Impacts

Table 8.4: Summary of Implementation Goals and Impacts for the Mid-Term Improvements

Project No. 12: Pedestrian and Bicycle
Improvements

The mid-term pedestrian and bicycle improve-
ments are a continuation of the near-term
improvements and can be implemented
through existing programs or planned
projects.

The Anacostia Riverwalk, through Phase II of
the Anacostia Trail project, will provide access
from the River Terrace community to the East
Capitol Street bridge. It will also provide
access from the Twinning neighborhood to the
Anacostia Park and waterfront by providing

a new shared-use path under Kenilworth
Avenue. Other improvements include new
sidewalks, crosswalks, and wayfinding
signage. Some of these projects will require
coordination with the National Park Service
(NPS), as they impact access to and from the
Fort Circle parks under the jurisdiction of
NPS. It is anticipated that most, if not all, of

these improvements will be well-received by
the neighborhood community.

One important improvement will be the
conclusion of the evaluation as to whether the
pedestrian bridges at Nash Street and Lane
Place should be rehabilitated or removed.
These bridges get little or no activity but not
all members of the community have had

an opportunity to fully participate in the
decision to remove them. The Nash Street
bridge will ultimately be replaced with a new
road connection when Kenilworth Avenue is
depressed in Project No. 15 (discussed under
long-term improvements). The Lane Place
bridge does not provide access to any business
or community destination point and termi-
nates at the service road east of Kenilworth
Avenue.

The potential degree of impacts associated
with each project is summarized in Table 8.4.
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8.4 Long-Term Improvement
Projects

Implementation of the long-term improve-
ments will complete the transformation of
Kenilworth Avenue into a pedestrian- and
bicycle-friendly environment that is safer for
drivers, and provides a pleasant visual and
physical environment.

Long-term improvements are defined as
those improvements that can be implemented
by DDOT between 10 and 20 years from the
final date of this report. These improvements
typically require a major expenditure of funds
to accomplish and are contingent on success-
fully acquiring the proper environmental
permits, including completing Environmental
Assessments or Environmental Impact
Statements.

Generally, these projects cost in excess of
$10,000,000.

The long-term projects are summarized in
Table 8.5. Their implementation is discussed in
detail on the following pages. Each of the five
long-term projects is challenging and complex.
Each requires extensive reconstruction of

the existing infrastructure and will have a
significant impact on traffic. Asin the mid-
term projects, difficult decisions are required
as to timing of these projects, as three (Nos. 13,
14 and 15) are located relatively close to each
other. These projects, including Nos. 16 and
17, will most likely require an Environmental
Impact Statement and a well-informed public
involvement process.
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Project No. 13: East Capitol Street
Scenario EC-4 or EC-5

This project finalizes the improvements for
this interchange by building on the improve-
ments made in the near- and mid-term.
Completion of this project will provide for all
vehicular, pedestrian, and bicycle movements
at this interchange.

The final configuration, either a diamond
interchange (EC-4) or a single point urban
interchange or SPUI (EC-5), will be made
though further engineering design and
analysis.

Both scenarios require complete reconstruc-
tion of the existing interchange, a complicated
proposition given the complex movements
and large volumes of traffic. This project will
require advanced environmental evaluation,
potentially at the level of an Environmental
Impact Statement.

Due to the potential disruption in movements
for the adjacent communities and commuters,
an extensive public involvement plan and
coordination with agencies within the District,
as well as others such as CSX Railroad, will be
necessary.

Project No. 14: Benning Road

Scenario BR-5

The long-term Benning Road improvements
rebuild the existing Benning Road bridge

as two structures, one for east- and one for
westbound traffic, improving pedestrian and
bicycle safety, as well as improving traffic
operations on and off Kenilworth Avenue.
Northbound Kenilworth Avenue will also be
lowered, and the Benning Road intersection
will be moved to the east side of Kenilworth
Avenue at the intersection of two new ramps
for exiting and entering traffic.

This is a complex project that will require
advanced engineering and construction
phasing. Depressing Kenilworth Avenue
will not be an easy undertaking due to the
constrained site.

This project is adjacent to the East Capitol
Street interchange, and close coordination
with that project will be required. Similarly,

depressing Kenilworth Avenue to build the
new extension of Olive Street at Ord or Nash
Street will also need to be closely coordinated
with improvements at the Benning Road
interchange.

Public involvement will be important, as
there will potentially be significant impacts to
the River Terrace community and to motor-
ists, pedestrians, and bicyclists who use the
Benning Road bridge.

Project No. 15: Extend Olive Street to
Ord or Nash Street

Under this project, Kenilworth Avenue is
depressed to allow construction of a new
connector at either Ord Street or Nash Street
that will connect to Olive Street and will
accommodate vehicles, pedestrians, and
bicyclists. This project will require careful
engineering design and construction phasing.

Project No. 16: Park Road

A new Park Road would unify the many parks
and recreational areas along the Anacostia
River; however, since most of this road would
be Federal property, NPS will need to be a
cooperating partner in this endeavor.

The three proposed connections - Anacostia
Avenue to Eastern Avenue, Benning

Road to Barney Circle, and Park Road at
Massachusetts Avenue - each met with some
opposition at the public meetings and work-
shops held during the course of the study.
Advancing these projects will require addi-
tional study, including potentially preparing
an Environmental Impact Statement, and
support from NPS.

Project No. 17: Massachusetts Avenue
Park Road Bridge

This project provides a new connection for
pedestrians, bicyclists, and park maintenance
vehicles across the Anacostia River. This
project met with some opposition at the
public meetings and workshops held during
the course of the study. Advancing this
project will require support from the NPS, the
National Capitol Planning Commission, and
the Commission of Fine Arts.
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Project Number

13

14

15 | 16

17

Urban Design /
Quality of Life

Pedestrian
Connectivity

Public Transit
Access

Open Space /
Waterfront
Connections

Goals

Visual Quality

Safety

Environmental
Evaluation

Community
Involvement

Impacts

Cost

Road Bridge bicyclist, and possibly vehicles Connectivity
using the new Park Road across [ ¢ Open Space
the Anacostia River. and Waterfront
Connections

* Visual Quality

Proj. | Title Description Benefits Estimated
No. Cost (2005)
13 East Capitol Either a diamond interchange e Urban Design EC-4
Street Scenario | (EC-4) or a single point e Pedestrian $89,500,000
EC-4 or EC-5 urban interchange (EC-5) is Connectivity
built to replace the existing ¢ Open Space EC-5
interchange, providing for and Waterfront $94,000,000
vehicular, pedestrian and Connections
bicycle movement on, off and * Safety
across Kenilworth Avenue.
14 Benning Road | This scenario rebuilds the * Urban Design $52,750,000
Scenario BR-5 | existing Benning Road bridge * Pedestrian
into two structures, one for Connectivity
east- and one for westbound e Public Transit Access
traffic, allowing pedestrian * Open Space
and bicycle traffic to move and Waterfront
over Kenilworth Avenue in a Connections
safer manner and improving e Safety
traffic operations on and off
Kenilworth Avenue.
15 Extend Olive Depress Kenilworth Avenue e Urban Design $72,500,000
Street to Ord or | to allow construction of anew | e Pedestrian
Nash Street connector at either Ord Street Connectivity
or Nash Street that will accom- | ¢ Public Transit Access
modate vehicles, pedestrians * Open Space
and bicyclist. and Waterfront
Connections
* Visual Quality
e Safety
16 Park Road A new Park Road unifies the e Urban Design $10,000,000
many parks and recreational ¢ Pedestrian
areas along the Anacostia River, Connectivity
linking major destinations and | ¢ Open Space
neighborhoods from Eastern and Waterfront
Avenue with points south. Connections
* Visual Quality
17 Massachusetts | This project provides a new * Urban Design $15,000,000
Avenue Park connection for pedestrians, e Pedestrian

Table 8.5: Summary of Long-Term Improvements

Construction within the Anacostia River will
require careful analysis and preparation in
order to minimize impacts to the ecosystem.
Coordination with the Park Road project and
the proposed Anacostia Riverwalk will be
essential.

Key to Impacts

Low or minor impacts

Moderate Impacts

High Impacts

Table 8.6: Summary of Implementation Goals and Impacts for the Long-Term

Improvements
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8.5 Implementation Timeline
for Project Improvements

2007
2008
2009
2010
2011

2012
2013
2014
2015
2016
2017
2018
2019
2020
2021
2022
2023
2024
2025
2026
2027

A tentative project timeline was developed
(Table 87) to provide one seenario for imple. - —1—————@—1 ¢ @7 7 [ | [ | [ | [ | [ ]
menting improvements within the Kenilworth Identify

Avenue Corridor. Funding

Environmental
Evaluation
Engineering
Plans

Acquire Right-
of-Way
Permits and
Approvals
Construction
of Projects
Identify
Fundin
Environmental
Evaluation
Engineering
Plans

Acquire Right-
of-Way
Permits and
Approvals
Construction
of Projects
Identify
Funding
Environmental
Evaluation
Engineering
Plans

Acquire Right-
of-Way
Permitsand
Approvals
Construction
of Projects

Near-Term Projects

Table 8.7: Tentative Project Timeline
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A1 PUBLIC INVOLVEMENT

Public Involvement Plan

Public outreach was designed to reach as
many stakeholders as possible using a
variety of strategies. The project was
introduced to the community through the
community meetings with the Advisory
Neighborhood Commissions (ANCs) and
civic associations prior to a series of public
meetings scheduled throughout the study.

Meeting dates and times were advertised
through newsletters, electronic and
conventionally mailed informational flyers,
local newspapers, and the project web site
(www .kacstudy.com).

The web site provided comprehensive
information including project mapping,
technical data, project schedule, contact list,
and meeting schedule. It also provided a
forum for public comment and questions.
The web site was updated during the course
of the study to allow visitors to be kept up-
to-date on progress if they were unable to
attend the public meetings.

A newsletter was published prior to public
meetings. The mailing list, which included
area residents, federal and local agency
representatives, and neighborhood and civic
associations, was updated as the project
progressed based on registrants online or at
public meetings. The newsletter advertised
upcoming meeting times and locations and
provided advance information and discussion
to help increase the public’s awareness and
understanding of the study.

A Technical Assistance Group (TAG) was
formed comprised of area residents

recognized as leaders within the
community either through their election
to public office (Chairpersons of ANCs)
or as heads of local civic associations.
Beginning with the TAG kickoff meeting
held in February 2005, TAG meetings to
provide guidance to the study team were
held periodically during the planning
process, generally two weeks prior to
public workshops and corridor-wide
meetings.

Community Involvement in Data
Collection

In addition, seven young adults in the
Marshall Heights Community
Development Organization (MHCDO)
Workforce Program collected pedestrian
and bicycle data for the Kenilworth
Avenue Corridor Study. These
individuals were hired as a way of
involving local community members in
the project and providing work
experience to local residents. Several of
the data collectors are students at the
University of the District of Columbia. All
seven are lifetime residents of Ward 7.

This data was conducted to gather
information on non-motorized activity in

the Kenilworth Avenue corridor. Before
beginning work in the field, the data
collectors participated in a two-hour
training session to learn about
pedestrian and bicycle counting and
survey techniques.

The information gathered via the survey
was used in the field analysis that
formed recommendations for specific
pedestrian and bicycle improvements in
the corridor. The survey served as
another public involvement tool to gather
input from corridor stakeholders who
may not have been reached through the
other outreach efforts.

Community Meetings

Beginning in November 2005,
representatives of the study team visited
ANCs within Ward 6 and Ward 7 to
introduce the project to the local
community and its leaders. Between
November and January, ANCs 6B, 7A,
7B, 7C and 7C were visited. In addition,
team representatives attended regularly
scheduled meetings with the Fort Dupont
Civic Association, Kenilworth Resident
Council, Eastland Gardens Civic
Association, Marshall Heights
Community Development Corporation,
and the River Terrace Community
Organization.

Workshops

Public workshops were held throughout
the corridor the second week of March
2005. Due to the size of the study area
and the diversity of transportation issues
the workshops were held within the
corridor at geographically dispersed
locations.

The first workshop was held Tuesday
March 8, 2005 at Kenilworth Elementary
School, the second on Thursday evening
March 10, 2005 at the Fort Dupont Ice
Arena, and the last one on Saturday
morning March 12, 2005 at the River
Terrace Elementary. Approximately 60
citizens attended the three days of
workshops. They represented a wide
variety of neighborhoods within the study
area including geographic areas from
both sides of the river. These meetings
were designed to familiarize participants
with the purpose of the study, its context
within the AWI initiative, the existing
conditions and issues identified by the
design team, and the project goal and
objectives.

Most importantly, the workshop format
was designed to provide a forum for
interaction in small groups to solicit the
public’s concerns and issues and identify
possible solutions.

Corridor-Wide Public Meetings

The first corridor-wide public meeting
was held on Thursday May 5, 2005. At
this meeting the public was shown three
preliminary options for the Kenilworth
Avenue corridor, along with options for a
Massachusetts Avenue crossing and for

Park Road. The proposals were
illustrated and explained to the public in
order to elicit their comments and input.

Following the May meeting, the design
team continued to develop the options
based on public comments and
engineering parameters and other data.
At the second corridor-wide meeting held
on Tuesday June 21, 2005, refined
options were presented and discussed.

Following completion of the draft report
in June 2006, advance copies were
circulated to the various agencies,
Advisory Neighborhood Commissions
and civic associations within the study
area prior to the final public meeting.
Subsequently, the final public meeting
was held on Saturday, November 4,
2006 which showcased the seventeen
proposed projects.




A.2 PUBLIC WEB SITE

A public web site, www.kacstudy.com, was
maintained for the duration of the project. A
screen shot of the opening page is shown at

3l Kenilworth Avenue Corridor Study - Detailed Maps - Microsoft Internet Explorer

rlght' File  Edit ‘“iew Favortes  Tools  Help '?,.
Navigating links included: Qe - © - [ B & S search SpFavoies €8 (-l - | J§
Home Address |@ bittye: ey kacsite. combkacstudy V| Go | Links *
Gcogle |G,v W | Go 0@ ﬁ - ‘i:? Bookmarks» S]Dblocked ‘5‘ Check = % Autolink « ‘,-_, Ao BSend tow @SeﬂinQSv
What's New
Study Basics EREIERYEICTiI8 Kenilworth Avenue Corridor Study
What & Why
Home Welcome
What's Mew
When
Study Basics
Where iih at & Wirhy
%Zrne Amacostia | As part of the Anacostia Waterfront Initiative, a corridor study is | What's New
Study Details Study Details :”:I": I':"‘:':: being conducted for Kenilworth Avenue in the District of Columbia. gﬁgi!ﬁi;?:;””e Corridar Study
Traffic Mags mata The study, which began in Decerber 2004 will evaluate traffic Hald:® aturd 2y Notembiersl 2005
: and safety issues and consider improvement options. g sham=tialam
. Alternatives River Terrace Elemantary
Pedestrian Data Stakeholder Involvernent il Bl i G
Publie & Agencies Yisit this web site for the most current information about the
Alternatives Public Meetings project as it develops.
Contact Us
inks u 23l une raft Report
Stakeholder Involvement Litles: & oty Teats June 2006 Draft B
Study Team
H H Related Links
PUbIIC & AqenCIeS June 2006 Draft Report
Public Meetings
Contact Us

Links & Study Team

Study Team
Related Links

As the project advanced, the web site was
updated to reflect progress and as a means of
keeping the public aware of the meeting
schedule. As data was collected and various
options developed, information describing each
was posted on the site, typically in a &] pore @ Internet
compressed format to allow for easy viewing
and downloading. Slideshow presentations
given at each meeting were also posted for
those who were not able to attend.

. e




A.3 ANC AND CIVIC MEETINGS

December 2004 and January 2005
Information Sheet

AUERSERIEICHIE Kenilworth Avenue Corridor Study

Information Sheet
December 2004

The Kenilworth Avenue Corridor Study is the third of threa projects by the DC Department of Transpertation
(DDOT) fo look at transporiation improvements within the context of the Anacostia Waterfront Initiative
Framewark Plan developed by the DC Office of Planning. In this study, DDOT will examine the section of
Kenilworth Avenue between Pennsylvania Avenue and Eastem Avenue with three goals in mind:

«  Providing a safier, more pedestrian friendly, almosphere;
« [Giving Kenilworth Avenue a more urban setting; and
|mproving access for local neighborhoods.

Public Participation
Bedause of the length of the corridor (nearly four miles) an extensive public involvement program has been
inifizted. This program will have as its foundation, outreach to local groups such as Advisory Neighborhood
Commissions and civic  associalions
reptesenting neighborhoods  adjeining  the
corfidor, It is intended to ensure that
stakeholders are heard and that their ideas,
concerns and questions are forwarded to the
appropriate person for further consideration.

| Friendship-Edison PCS/Woodson Senior Academy
River Crossings 4095 Minnesota Avenue NE

Major upper Anacostia River crossings lo be Washington, DC 20019

studied include a new crossing at (Acrass from the Minnesota Avenue Metro stop)
Magsachusetts Avenus, and the East Capitdl
Stréet and Benning Road Bridges.

Refreshmants and buffet dinner served

Araas of Focus

« Randie Circle as it relales lo the proposed Massachusetts Avenue crossing
[East Capitol Streel and pedeslrian access

« Benning Road interchange with Kenilworth Avenue

« Minnesota Avenue Metro Station and access across Kenilworth Avenue

+ Nannie Helen Buroughs Avenue and access under Kenilwerth Avenue

« Easten Avenue and access across Kenilworth Avenue

Tha study will also focus on neighborhood identification and access to and from these neighborhoods onto
and across the corridor. A final report is expected October 2005.

For more information contact:
Allen Miller, Project Manager
Anacostia Waterfront Initiative
District Department of Transportation
64 New York Avenue, NE
Washington, DC 20002
(202) 6714710 - allen miller@de.gov - hitp:/iwww kacstudy.com

Distriet of Columbia
District Department of Transportation
M STV Incorporated

AGEROSERNEIClionid Kenilworth Avenue Corridor Study

Information Sheet
Jamary 2005

The Kenilworth Avenue Corridor Study is the third of three projects by the DC Department of Transportation
(DDOT) fo leok at transportation improvements within the context of the Anacostia Waterfront Initialive
Framework Plan developed by the DC Office of Planning. In this study, DDOT will examing the section of
Keniworth Avenue between Pennsylvania Avenue and Eastern Avenue with three goals in mind:

« Providing a safer, more pedestrian friendly, atmosphere;
= Giving Kenilworth Avenue a mare urban setting, and
« |mproving access for local neighborhoods.

Public Participation
Because of the length of the corridor (nearly four miles) an extensive public involvement program has been
initiated. This program will have as its foundation, outreach to local groups such as Advisory Neighborhood
Commissions and civic  associations
representing neighborhoods  adjoining  the
corfidor. It is intended to ensure that
slakeholders are heard and that their ideas,
concamns and questions are forwarded to the
appropriate person for further consideration.

Friendship-Edison PCS/Woodson Senior Academy

River Crossings 4095 Minnesota Avenue NE
Major upper Anacostia River crossings lo be ) Washingten, DC 20019
studied include the East Capitol Street and ifvarass fram e Winnasala’ Aranibe hete: $iop)
Benning Road Bridges, and a new crossing at
Massachusetts Avenue, 0
Refreshments served
Areas of Focus

Randle Circle as it relates to the proposed Massachusstts Avenue crossing
East Capitol Street and pedestrian access

Benning Road interchange with Kenilworth Avenue

Minnesota Avenue Metro Station and access across Kenilworth Avenue
Mannie Helen Burroughs Avenue and access under Kenilworth Avenue
Eastem Avenue and access across Kenilworth Avenue

Tha sludy will also focus on neighborhood identification and access lo and from these neighborhoods onto
and across the corridor. A final report is expected October 2005.

For more information contact:
Allen Miller, Project Manager
Anacostia Waterfront Initiative
District Department of Transportation
64 New York Avenue, NE
Washington, DC 20002
(202) 671-4710 - dllen. miller@de gov

Visit our web site at http:/fwww.kacstudy.com

District of Columbia
District Depanment of Transportation
2 STV Incorporated

P




December 2004 and January 2005 Meeting
Handout

Kenilworth Avenue
st Corridor Study
d.

Desrrcr D or Transeomamms

For more information contact:

Al Miller

Project Manager

District Department of Transportation
Anacostia Waterfront Initiative

64 New York Avenue, NE

ACTIVITY SCHEDULE
Washington, D.C. 20002

Decernber 2004 — Septernber 2005
Dec Jon Feb Mor Apr Moy Jun Jul Aug Sep

Phone: (202) 671-4710
Public Involvernent . B .

M STV
Existing Conditions [ ]
Alternatives ]
Findings .
. Aol SeAntiipated Public Meeting
d. PUBLIC INVOLVEMENT PROCESS
o D T B -STV B Neighbarheod Study Areas Corridot

@)

o ) O

@

COMMUNICATION
¢ Information Meetings
+ Community Workshops
+ Newsletters
¢ Mailings
* Web Site




Kenilworth Avenue Corridor Study

December 2004 and January 2005 Meeting
Boards

A - Public Involvement Material




A.4 PUBLIC WORKSHOPS

March 2005 Newsletter

(Clield Kenilworth Avenue Corridor Study

Volume 1. Number 1

March 2005

DDOT Kicks OFr PusLic WORK SHOPS FOR
KENILWORTH AVENUE

What is 1t?

Tha Horshworth Avesuse Corridor Siudy is the fd of
thieo prosects by e Deind Depatment ol
Trareportaion (D0OT) o look & Navegonaion
rprovaments witin the conted of the Anacostia
Walnrfront Feamowork Plan deveicped by the DG
Offica of Flaring In 1hés Sy we wil examine the
secton of Kendworh Avanue batesen Ponsyhana
Fernesn and Eastom Annue wit 1hioo goaks: n ming

- Prondng & sake, mom  pecestnian  fendly
amiphenn

« Croang @ more whan sating for Kendworth
Hocisiish, 3

« Improving acoess ko lecal neghborhonds

Why the Study?

¥ oniworth Avenue 15 3 maan highway provdng a ik
between Inerstane 305 (1.36%), Ineretale 296 (1295
and the Bafimere- Washngion Parkeay. T senes &
an rpoian comuer rode, campg several
ihousand vofwcles  daly bobweon  Manjand and
Washigton, DG

Tha putpcss of Bs projec 5 1 mprove Tha satoly and
acosstly of KEPBROIT Aveni 17 the Resghtonng
i

an urban roacway which & mone pedectan hiondy
4 the adanng, and

nesgioorhoods. Thnough Tee processs. we will addess
accnss, safoty, and for

VRS, pidesinans DaoyChSIE and pecpie Lsing pubic
et

District of Colamsia

Déstrict Dwpartment of Transporation
¥ STV Incomaornted

_ Fort Dupant lce Arena
3779 Ely Place, SE, Washington, DC 20019

NE,
20019

March 10 - £:30 - 8:30 PM

March 12 - AM =12 Noon

420 34t Strost, NE. Washingion. DC 20019

 Redreshaments witl s served

Page 1

Hemidwarth Avene Coericor Study

What Areas are Affected?

The mas of tho Kenilworh Awsous Coimdor Study edond
from Pennsybvana Avence in fhe soulh 1o Eastern Averug n
e norf and inclode both sxces of (e Anacoens Faser 25 far
rodhs a5 e Bgnning Rond crosting. 1 nchudies the Upper
Anacoet@ Crossings of Eset Caplol Sveet and Benning

Slip Ramps to be Examined

The s fmps on Kenbeorh Awvenue noth of
Bennng Road, partcularly betenen Marne Heken
Burroughs Avenus and Eastern Averue, e an
culchied desgn thal i unsafle and nadequale

= Agooents @ong ths pant of the comidor cocur al
rearty twica the national avrage

= Tha sk ramps Fowe imised st detances and
mege engrs

»  They allow traffc to et Kendworh Avenus @
Fagh speeds onio local slieets wilh pedsinan
croes fraffic

The study wil exarmine options for elminating the sip
rarmps and rocoricuing B Senice foads I mprove
A by ol neghtamonds

Benning Road Intersection

Barring Road i an mponant e in tha oty at
diracts buge velumes o valle A dwngeos
stuahon OEvelops 3 1he mtersacton with Kendworth
Bt o oo moyng Irafic MU mege wit
gh-gpeed ¥afic

+  Acexdents poow & ifvs infeesection Al neary
twice 1he raticnal average

Fead and @ potental new cossing ot Mg
i

How Long Wil the Study Last?

The study began m Ocicber 2004 and wil st oo year 15
epoctod a gt fral mpot wil bo avaisble N bee
September 2005 For & shece schoduls of everts lading
o commpketion of s 160, piedrse See the poec caendy
on tha back of thes newsbelion whch fsts dies for publc and

agency = o

2
]
District of Colembia
District Department of Transportation
STV Incorparated

¥ 00 macequsn aige
Pk

+ 15 an mporant crossng o pedesinans and

W will be looking & ways 10 mprove 1he miersection
St

o i)
make f more invitng and easier for pecistnans i
o

Fage

Hendvwarth Avenus Comider Study

March 2005

Pedestrian Improvements

Many peopie in tha Study area walk of Dacycle 10 shop,
lo wiork, %o nan amands, and % gal So school. Yl the
Kerdworth Averun Cortidk  net a hendy piace 1o
wakk o 1ida 8 bycle.

There ave liled places lo cross Kendworth
e £ §001 o by Bicycle.

The existing pedeesrian idges & in poct repar
and ave AfSCUl 10 USe

= The pedesinan brages ana nol lccaled n sak
[phaces, %0 Lsa tham, pecpka Must CI0sS Siroats
“wrfy bigh-sgavecd tralf:

o EwEing cloesings ane uninencly and don meet
cuman design gucings.

Impreving the Visual Guality

Kiniwerih Avenus i LPRVEN in appearance and gwes
corfcing messages fo dvers who uss i 15k a
frooway? An Inberstate haghwayT A road 10 provice

Kerdworlh Averus can be mone ‘greer and we
wil consider pariway Cross-sections and desgn
st

o We wil kok @ the AW Trarsportation
Aechinciun Stardwds and Fow ey might work
intha Comior

«  Encouags betier ways 1 deal wih dranage and
funalfl

A New River Crossing

Massachusells Avenue & a grand streel thal encs af
Fanworth Averwo in Wird 7 and o Resanvation 13in
W5 But the two s ae ot connected What
weoukd it mean ta complata this connection? Tha study
e will b locking A thiee ways 10 physically o
connect § parts of the Averug

= Reservation 13 with Randle Circle - A crossng
13ar

carry hocal rafic bt woukd nal conned 1o
Hordwodh  Awonus. B woud connect 1o
Maeachusets: Averud i i€ cmert Memings n
Fissanvation 13, span 1he Iver and parkiand on
the east bank of the rver, and cross. Kendworth
Awenue and e esting CSX Ralicad iracks
beforeconnacting 1o Randia Circla

+  Parkio-Park - A cormoction botwoen the two

NPS manienarce verickes bul Dere woukd no
CONMRChons 10 loca sineats:

= A Third Amernative - W hat are your ceas? Can
we develp 3 Ihed e thal combines
elaments of the sbove two and e desgned 1o
provd access 1o packiand yol stil hav some
el of senvica for local Fafic ¥

A New Park Road

W wil contirun the work of the: Mictie Anacoetia
Fiver Cocesng Stady and axaming alemdives for
wdending Fvir Road om Barney Crcia lo Benning
Fioaa #ong e weet tank of he Anacosta Rver The
willbe a park-type road, ot @ commutor 1cad, nfanded
1o enfance acoess o parkiand and e rivor kot

i
-

District of Columbia
Distric Dapartment of Transpartation

STV Incomuorated

e ——

Schedule




March 2005 Workshop Handout

Kenitworth Avenue Corridor Study March 2005

KENILWORTH AVENUE
PuBLIC WORK SHOPS

Participant Handout

Pleasze Indicate Which Workshop You Altended

March 8 - 6:30 — 8:30 PM

Kenilworth Elementary School Auditorium
1300 44th Sireet, NE

Washington, DC 20019

March 10 - 6:30 — 8:30 PM
Fort Dupont lce Arena
3774 Ely Place, SE
Washingten, DC 20019

March 12 - 9:00 AM - 12 Noon

River Terrace Elementary Scheol Auditorium
420 34th Street, NE

Washington, DC 20019

[ !
Destrict of Cokemibéa
Dintrict Deparement of Transparation
STV Incorporated Page

Kenitworth Averue Corridor Study March 2005
Randle Circle | Massachusetts Avenue Crossing
East Capitol Street

District of Cotamibéa

Cintrict Department of Transportation

MSTV Incorporated Page?

Kenitworth Avisnie Comidar Study Masch 2005

Benning Road Interchange

Narth of Nannie Helen Burroughs Avenue | Slip Ramps | Eastern Avenue

i
[ ]
Disirket of Colemibia
District Depariment of Transpartation
STV Incorporased Paced

n
w
o

Kenitworth Avesue Corridor Study March 2005

Questions.

What do you think is the most imporant pedestrian or bicycle improvernent that can be made
in the cormidor?

Wihat do you thirik is the most imponant traffic or highway improvement that can be made in
the comidor?

D you favor & new crossing at Massachusetts Avenue, and if so, what type of eressing do you
support?

Do you favor eliminating the slip ramps north of Nannie Halen Burrcughs Avanue if it would
improve safely for drivers and pedestrians?

D you faver depressing Kenilworth Avenue if it would imps for
bicyciist and traffic batween nelghborhoods?

Other Comments
L
District of Golamibia
Department of Trans portation

Dintrict
STV Incorporated Paged




March 2005 Workshop Findings

Findings from the workshops were
compiled for use by the study team in
developing options for the corridor.
These comments have been taken
directly from the workshop handouts
distributed at each public workshop and
collected at the end of each or mailed in
to the study team.

Public Workshop on March 8, 2005

Kenilworth Avenue and Eastern
Avenue Intersection:

« Need good lighting

o Ramp off — Parkway is a
problem , Traffic on Kenilworth
Avenue backs up to eastern
avenue

« MD 201/ US 50 Interchange in
Maryland is very dangerous ,
there are always motor vehicle
crashes due to difficult slip
ramps

« Difficult turning movements
o Frequent U-turns is a concern
« Traffic claiming — Service roads

e Crossing from Kenilworth
Avenue to Eastern Avenue —
control access to local streets
for people on Westside to get
to east side.

Eastern Avenue to Nannie Helen
Burroughs Avenue:

o Pedestrian would like plaza for
the walk to be more safer

o Traffic at Deanwood Metro is
very bad — People drive all way
around to get to Metro

+ Make 47th Avenue more safe

e Likes the pedestrian
connections across Kenilworth
Avenue but not the motor
vehicle connections

« Traffic is very bad and always
vehicle thefts at Dean wood
neighborhood.

Kenilworth Avenue is not inviting and
always speeding vehicles and bad
pedestrian connections

Possible park at Kenilworth Avenue
and Douglas street Intersection

Too fast for N Bound ramp at
Kenilworth Ave and Lane PI
intersection

Extend Deanwood Pedestrian bridge
across the slip ramps — so that
people would rather walk by
residential Westside than Industrial
East side

Extend Anacostia avenue
connecting to eastern avenue

No proper lighting to access dean
wood metro

Bicycles go circuitous route to cross
at Eastern avenue though Dean
wood metro

Dean wood Metro Access and safety
concerns — Some will drive a
significant distance rather than walk

Eastern Avenue and Nannie Helen
Burroughs Avenue has major
drainage problems

If Kenilworth is depressed, keep it
more lit with adequate spaces

Proposing for a Pedestrian/Bike
Bridge connecting Nannie Helen and
Anacostia Avenue (bike connection
between Watts Branch Trail and
Anacostia Trail)

Add sidewalk at the slip ramp ,
where Kenilworth going south to
Nannie Helen and fix the stop sign

Nannie Helen Burroughs is always
flooded

To go from East Gardens north on
parkway — must go through Nannie
Helen Burroughs which is a difficult
intersection

Nannie Helen Burroughs to Benning
Road:

Improve Benning Interchanges

North of Kenilworth Avenue to
Benning — Drainage problems

Dangerous Pedestrian concerns at
Benning Road and Minnesota
Avenue intersection

Move the bus shelters on Benning
Road at Minnesota Avenue to the
Minnesota Metro Station

Concerns about more traffic on
Minnesota Avenue

East Capitol to Pennsylvania Avenue

If Reservation 13 includes a hospital
or another destination use then a
vehicular access would be good

Improve drainage conditions at East
capitol interchange

Massachusetts avenue — limited
vehicular (time restricted)

Park to Park connections across
Anacostia River — Only pedestrian
and bike bridge but not for vehicles

Missing ramp at Pennsylvania
Avenue Interchange.

Public Workshop on March 10, 2005

Kenilworth Avenue and Eastern Avenue
Intersection:

« Concerns Traveling south from MD
like appearance of road in Maryland
prior to entering DC and also visual
clutter like bill board traveling north

« Difficulty in making eastern Avenue
exit

« Signage at route 50 east bound and
295 S

« Liked the idea if reconnecting
surface streets over a depressed
Kenilworth Avenue

« Pedestrian and bike — difficult to
cross Kenilworth to go to Aquatic
gardens

e Proposing a plaza at pedestrian
bridge at 42nd street and Kenilworth
avenue

Nannie Helen Burroughs to Benning
Road:

« Dangerous Interchange

« Improve slip ramps on Kenilworth
Avenue going south to Benning
road

« Improve pedestrian bridges at
Kenilworth terrace

« Improve ramps (curves) on Benning
Interchange

« Traffic and Pedestrian concerns on
Benning Road and Minnesota
Avenue Intersection

« Benning Road at Fort Mahan park —
Concerns regarding Median refuge,




on street parking, dark cross walks,
curb extensions, traffic calming

Traffic concerns on Minnesota
Avenue at Metro station

Pedestrian Level of Service analysis
at Benning and Minnesota
intersection

Nannie Helen Burroughs to
Kenilworth Avenue to go left onto
Benning

In Short term projects , include to
accommodate safe U turn on
Benning

East of freeway , access from
Kenilworth to Benning road area
must be careful so that we will not
add more cut though traffic to
Nannie Helen Burroughs

East Capitol to Pennsylvania Avenue:

Depressing Kenilworth Avenue at
East Capitol Street Interchange

Liked the idea of bridge connecting
over or under Kenilworth Avenue
connecting the two parks across
Anacostia River but want access
only for pedestrians and bikes but
not for motor vehicles except for
maintenance vehicles

Favored — Full Massachusetts
Avenue crossing desirable to
connect parks on both sides for
additional relief of traffic

Favor slip ramps as an acceptable

trade off for the ability to reconnect

streets and add connections across
the corridor

No vehicle bridges at Massachusetts
avenue

Like the idea to connect the
communities but no commuters

Speeding on Massachusetts
Avenue to be controlled

Bad congestion on
Pennsylvania interchange

Public Workshop on March 12, 2005

Eastern Avenue to Nannie Helen
Burroughs Avenue:

No Marked crossings for pedestrians
at Eastern Avenue

Lots of Truck traffic on Eastern
Avenue so if slip ramps are
eliminated we can divert the traffic
on to service roads

No lights on Eastern Avenue , poor
signage

Confusing Eastern Avenue
Intersection

Unsafe access across Kenilworth ,
too fast traffic , too dark, not at all

inviting

Intersection of Eastern Avenue to
park — keep traffic off of residential
streets

Unclear access to dean wood metro

Increased street connection
desirable

Traffic concerns in neighborhoods

Slip ramps are poorly designed and
confusing

If corridor is depressed there will be
fewer slip ramps

Kenilworth Avenue should be more
like GW parkway

Green barriers between community
and highway would be good

At Dean wood Metro — poor signage
that show how to lead to Anacostia
River or Aquatic gardens

Improve all pedestrian bridges

Provide a bridge across service road
at Douglas street and Kenilworth
avenue

Cars ranin to people’s yard 3 times
at intersection of Kenilworth Avenue
and 42nd Street

Connection to Eastern Avenue for
Anacostia connection — Pedestrian
/Bike only but not cars

Nannie Helen Burroughs to Benning
Road

Traffic to access metro are important

More streets crossings — would
reduce the need to take pedestrian
bridges

Difficult pedestrian crossings at
Benning road

If Benning road bridge across
Kenilworth avenue is improved for
pedestrians then people would be
willing to walk from river terrace to
Minnesota avenue to metro

Do not close river terrace across
Kenilworth avenue , river access
road will take away parkland

Dirt roads are better than paved
ones in parks

Nannie Helen Burroughs
interchange is always flooding

Difficult pedestrian crossings —
Benning road and 34th and 36th
streets

Provide connection between Mayfair
and Metro

Dangerous- resident access from
Northbound 295 to Nannie Helen
Burroughs Avenue

e Pedestrian Bridges are mostly used
by people who take metro are ugly
and dark

e Benning and 34th street — no
median, very hazardous, people take
U — turns, and access to commercial
node

« Improve sighage
o Dedicated lane for frontage road

« Move the bus shelters on Benning
Road at Minnesota Avenue to the
Minnesota Metro Station

« Benning and 36th street — Traffic
congestion due to PEPCO
employees, so conflicts with
pedestrian access

East Capitol to Pennsylvania Avenue:

« [East Capitol interchange are
confusing and dangerous

« Texas Avenue at East capitol street
is dangerous

o Pedestrian/Bike bridge 100’ to 200’
south of East capitol street and 100’
to 200’ north of Sousa bridge

e No visual impact at Massachusetts
avenue

« Questions about light rain at
Massachusetts avenue

« Proposing for low bridge connecting
the parks across the Anacostia River
only for pedestrian and bikes but not
for traffic

o Park road (Mt. Vernon trail) more as
nature preserve access road — no
vehicles other than maintenance
vehicles

« Park Road — favorable for a Z-lan




March 2005 Workshop Evaluation

Public Workshop on
March 8, 2005

AERSERIEIChield Kenilworth Avenue Corridor Study

Fuldic Wirksbop Evalustion Summary

PUBLIC WORKSHOP - MARCH 8, 2005
Response Tally

Overal, hiw would you rae lonight's public workshop?

Vi the presentation understandable?

How would you rate the question and answer porbion of the meeting?
Herwi would you rate the smal groun portion of the meating?

e =

| Question

Evaluation Comments

1. Qveral, how would you rate fonight’s public workshop?
= Everyone was open and honest

2 Was the presentation understandable?
*  Verydear

3 How would you rate the question and answer portion of fe meeling™
*  Pleased fat soenething is planned for the most heawily raveled cormidor in the oy

4. How would you rate the small group portion of the meeting?
AddSonal comments

+  Great faciktators: (Bob. Brian Fasal)

*  Bener advertisement needed 19 impeove Rameut

6. How did you hear about ioday's meeting?

District of Columbia
Diistrict Department of Transportution
g‘_l“_ﬂlm

Public Workshop on
March 10, 2005

P ERUE Gl Kenilworth Avenue Corridor Study

Pubilic Warkshop Evalustbon Sammurs

PUBLIC WORKSHOP - MARCH 10, 2005

Response Tally

v, how would you rale banight's public workshop?
Wis the presentation Lderstandabie?
Hew would you rate the question and answer portion of e meeting®
How would you rate the emall group portion of the meating?

PRy

Public Workshop on
March 12, 2005

EAEAEAEY |

o ea|ra =
Y P P Y

Evaluation Comments

1. Overal, how would you rale tonight's public workshop?
«  Altendants were concemed and interesied
= More motice neads o ba ghwen for community parbeipation

2 Was tha presentation understandabla?
= Tom did o good job with his presentation

3 How would you rate the queston and answes porlon of he meating?
= Thera was a chanca 1o expreds ideas
= Defing slatement

4 How would you rate the small group parion of the meeling?

5 Addbonsl comments
= Derveiop & survey lood for neighborhoods.

= More nalice mesting

District of Colunhin
District Department of Transportation
Lmoseamninmia i)y

e ERIEICpd Kenilworth Avenue Corridor Study

Public Warksbop Evaluation Sammsary PUBLIC WORKSHOP - MARCH 12, 2005

Responsa Tally

1. Overal, how would you rate tonighf's publc workshop?

2 Was the presentation understandable?

3 How would you rate the question and answer portion of e meeting?
4. How would you rate the small group portion of the meeting?

Question

10~ oo | oo

Evaluation Commants

1. Overall, how would you rate tonight's public workshop?
*  Was very informed
«  Very informative
*  The workshop was sxcellent, very inspirational
*  llied that the anncuncements were maled for those who don't have e-mal
2 Was the presentation understandable?
= Very infonmative

3. How would you rate the question and answar poetion of the meeting?
= Encefent Great bo have the community imvoheed in the study
= Very imlormative
4 How would you rate the small group portion of the meating?
5 Additional commants
= Eweryone involved with this prosect is doing @ great job. Very informative. [t deels great I be involved in my
own community and 1o inpud my own ideas:
= | would hope that wa ane kept informed of any updaie

6. How did you hear about today’s meeting?

District of Columbia
District Department af Transportation
E‘—--__u:m




A.4 PUBLIC MEETINGS

April 2005 Newsletter

IGEMRIENNEICTIGhE Kenilworth Avenue Corridor Study

Volume 1, Number 2 April 2005

PusLic MeeTINg SET FOR MAY 5, 2005
PRESENTATION OF ALTERNATIVES FOR KENILWORTH AVENUE

What is It?

The Kenilworth Avenue Cormdor Study s the third of
theee projects by the District Deparment of
Transporation (DDOT) fo look af Wansporation
improvements within the corlext of the Anacostia
Waterfront Framework Plan developed by the DC
Office of Planning In thes study, we will examine the
section of Kenilworlh Avenue between Pennsyhvania
Avenue Avenue with three goais in mnd

+ Providng @ safer, more  pedestran  fnendly,
almosphere,

» Crealing a more wban safing for Kenitworth
Awvenue, and

» Improving access for local neighborhoods:

Public Involvement Process

Kenitworih Avenue is a mage highway providing a bnk
between Irterstate 395 (L305), Interstate 255 (1-296)
and the Baltmaore-Washingfon Parkway. Il serves as
an mpodent commuler foue, camying  several
thousand  wehicies  daly  Detween Maryland and
Washngton, DC

The purpose of this protect s 1o mprove the salety and
acoessioiity of Kenlworlh Avenue for the nesghbonng
communities.  This  project  will
recommendations 1o iransfom Kenilworth Avenue inlo
an whan foacdway which is more pedastrian friendy
and mong accessible for the adaning commundes and
neighborhoods. Through this process, we will address
issues related to access, salefy, and transporiation for
drivers, pediesirians, bicychsis, and people using public
transt

.d'.
i
District of Columbia
District Department of Transportation
M STV Incorporated

: v School
1100 50th Place, NE

Washington, DC 20019

Rofreshments will be served

Visit our web site at
www. kacstudy.com

Page1

Kenilworth Avenuwe Corridor Study

Alternative No. 1 - Boulevard Cross Section

April 2005

Overall Concept

In this concept, Kenitworth Avenue will be ransfomedinto a
boulevard batween Eas! Capiiol Strest and Easiem Avenue.
The easting senvice roads wil be removed 1o allow a wider

cross section that a boulevard-type strest design requines

Exigting interchanges will be replaced with signaicted

intersections al

« East Capitol Street

+ Berning Road

» Nannie Helen Burroughs Avenue, and
» Easlern Averus

Bacause of the large volume of traffic Kenilworh Avenue
camies, four lanes of raffic will be providad in each drection
(southbound and norhbcund). |n themedian, ef fum Enes

will be providedal each signal

Local streets that infersect Kendworh Avenue between the
sxgnats will have night-n tumns and nghl-out turns caly. To
um left onlo Kendworth Avenus, you will need 1o wea

sagnaized nlersection

The existing feeway section between Pennsylvania Averwe
and Easl Caplol Streat will rermain, howeved, Kenilwoith
fverue wil be fesligned futher east near Easi Cepdol
Sirest 10 provide addtional parkland A wider median wil

provide addtional green space

District of Columbia
District Department of Transportation

MSTV Incorporated

at East Capitol Street

Through traffic on East Capitol Street will reman
below grade & il 5 1oday. A new sgnaleed algrade
intersection west of Kendworh Avenue will allow
traffic on Kenilworth Avenue full acoess east and west
on East Capitol Streel

at Benning Road

A Benneng Road, through traffic 1o Minnesola
HAvrenue will nemain gievalied over Kentworh Avenue
and the raioad a5 f is lodey. However, The existing
bridges will be spif to alow an al-grade intersection
wilh Kenilworth Avenue 1o be bull between them
This will imgrove accommodaions for pedestrians
and bcychs!

at Nannie Helen Burroughs Avenue

A Nannie Helan Bumcughs Avenua a new
signaized, algrade intersection will replace the
eting bedpe

at Eastern Avenue
Al Easlern Avenus, a new signalzed, akgrade
intersection will replace the eusting bndge A

connection to Anacostia Avenue will provide a naw
access point for the park

Page 2

Kenilworth Avenue Corridor Study

April 2005

Alternative No. 2 - Four- and Six- Lane Corridor

TWO-LANE ROADWAY WITH WIDE

Qverall Concepts

[y
=

I this concept, Kendworth Avenue wil be reduced 1o o
lanes between Banning Road and Eastemn Avenue. The
enting sip ramps will be edher eliminated o combined
1o rexiuce their numibes

The service road will remain bul will be narowed and
cub eensions added fhat will better define parking
areas and provide refuge for pedestrians crossing the
street

Aoy space gained by namowing Kendworth Averue will
be used 10 povide a wider, greener medan and
addilonal green space botween Kenilworth Avenue and
Ihe seviea road

The pedestnan crossing al Minnesola Avenue will be
upgradad and improved

Threa lanes will be maintained betwesn East Capiol
Streetl and Benning Road 1o accommodale acceleration
and deceleration lanes for iraffic 1o and from East Capdol
Streat

The exsing heeway sschon belween Pennsylvana
Avenue and East Capitcl Streal will remain, however,
Kaniworth Avenue will be palignad eastward 1o provide
addlicnal pakiand near East Capiol Streal A widar
mecan will provide addtional green space

District of Columbia
Disirici Department of Transporiation

WSTV Incorporated

at East Capitol Street

Aternatives al East Capilol Streed will be introcuiced to
determine if addbional Acoess 10 points eas! and west
East Captol Street from Keniworh Avenue can be
aucommodaled.  Within this contexd, mprovements (o
peciestnian acosss and mobilly will be made

at Benning Road

A Benning Road, through traffic b Minnesola Averug
remains elevaled over Kenlworlh Avenue and the
rairoad to accommodate pedestrians: and Dcyclist. The
existing bridges will be =pit to slow an algrade
intersecticn with new edf ramps fom  norhbound
Kenitworth Avenue fo improve safsty

at Nannie Helen Burroughs Avenue

The current plans for mprowng the Nannie Helen
Burroughes Avenue interchange will remain

at Eastern Avenue

A Easlern Avenue, 3 visual gateway info the Distrct wil
ba crealad for southbound diivers on Kenitworth Avenue
A connection 1o Anacostia Avenue will provide anew
access point for the park.  The existing Ukiurns will be
eimnaled and the miersechon redesigned fo betier
accommodate padasivians

Page 3




April 2005 Newsletter (continued)

oS EANEICih® Kenilworth Avenue Corridor Study

Volume 1, Number 2

1 Kenilworth Avenue

DEFRESSED WITH SHOULDERS
Overall Concepts
I thes concept, Kersworh Avenue will be depressed
create opporunihies for local street connections between
communities and neghbxrhoods

Threa lanes of traffic wil b

o) @ e ._r‘.|

at Benning Road

Al Benning Rosd, through traffic & Minnesola Avenus
temaing  elevated over Kenitworh Avenue and the
radnoad to accommodate pedestrians and bcycist. The
exigting bridges will be spiit to aflow an algrade

however, the existing ship ramps wil be ather eliminaled
or comibined 10 reduce their number. The senvica road
will function and act more as a local road batwaen
neighborhoods:

In some places, however, existing stream crossing, such
as Watis Branch, physically constrain our abity to
dapress the roadway

The pedestnan crossing al Minnesola Avenue will be
upgradad and improved

The existng freeway section between Pennsybvana
Avenue and East Capilol Street will remain, however,
Keniworth Avenue will be saligned sastward fo provde
addfional parkiand near East Capfiol Streel A widar
meeckan will provide addiional grean space

at East Capitol Street

Alernatives al East Capaol Streel will be introduced 1o
datermne il addiional access 1o points east and wes!
from Kenilwonh Avenue can be accommodated and o
make mprovements 10 padesirian access and mobdty

=

District of Columbia
District Department of Transportation
M STV Incorporated

wih new eol amps from nodhbound
Kenitworth Avenue fo improve salaty

at Nannie Helen Burroughs Avenue

The current plans for mproving the Mannie Helen
Burroughs Avenue interchange will remain

at Ord Streetand Nash Street

A new sireel connection for vehices and pedestrians

2crss Kendworh Avenue will be bull that will replxe

1he exisling pedesirian bridges. This will Improve access

1o Dearwood Metro Station and crede opporfuniies for
lop in previousty isc 3

at Eastern Avenue

At Easlern Avanua, a visual galeway into the District wil
be created for southbound divers: on Keniworh Avenue
A connaction 1o Anacostia Aveniue will provide anew
access point for the park.  The existing L-ums will be
eimnaled and the intersecion redesigned 1o betler
accomn md!a::e@as rians

Faged

GEHENIEICehE Kenilworth Avenue Corridor Study

Volume 1, Number 2

April 2005

M h He A

Alternatives for a
River Crossing

Massachusalts Avenua is a grand boullevard thal ends al
Keniworth Avenus in Ward 7 and al Reservation 13 in
Ward & bul the two parts are nol connected.  Three
allernalves will ba considerad thal edhes physicaly o
symbolcally connects these two parts of the Avenue.

Reservation 13 to Randle Circle
Connection

= connect Resarvation 13.and Rande Crcle

» span the river and parkiand, andcross tha C5X
railrcad tracks and Kenitworh Avenue before
connecting 1o Randie Gircle

« carmes local raffic but will net connac to Kenitworin
Avanue

« will baa hghievel crossing in order 1o provida the
requred clearances

Park-to-Park Connection

= connect the tworiverbanks of the Anacostia River

« provide access fof pedestrians and bicyclists

« provide connections to existing and proposed tralls

. mection for NPS vehicles
= Noconmections 1o local streels

Park Road Connection

= connect the proposed east bank Park Read with
exsting wesst bank park roads

« provide access fof pedestrans and bacyclists

- provida connections to exisling and propesed trals

= sefve as acomnection for NPS mantenance vehicles

« connect 10 local streets where appropriate
(Resenabion 13crcle)

il
)

District of Columbia
District Department of Transportation
MSTV Incorporated

Alternatives for Park Road

In keepung with the Anacostia Framework Plan and the
intent of unifying the many parks and recreational afeas
along the Anacostia River, a Park Ricad is proposed that
will ink major destmalions and naghborhoods from
Eastem Avenue with points south. This will be a park-
1ype road, not a commiter road, intendad 1o enhance
access |o parkland and the meer ot Within ihe conteod
of the Keniworth Avenue Comider Sudy, three areas
were sludad and aliematives were daveloped 10 address
lirkages and conmectivily.

Anacostia Avenue to Eastern Avenue
Connection
« provide access 1o the park for pedestrians and
vehiclss
« compiste the Eastern Avenus mlerseclion asa
gateway 1o the city
« provick a contiguous route Through the park

Benning Road to Barney Circle Connection

» connect Benning Road with Reservation 13 and
Bamey Circle

= vide access to the park for pedestrians and vehicles

« provece a coniguons route through the park

Park Road C tion (at M: husetts
Avenue)

» connect the proposed east bank Park Road with
existing west bank park roads

provic for p an st

provide conneclions 1o exesting and prog

serve as a connection for NPS mainfenance vehicles
connact to local streets where appropriate
[Resenvation 13cirche)

Fage 5

Kenﬂwarlh Avenue Corridor Study

Schedule

[Cata Collection m lop Concepts
e

Community Mestings

AG Mestings lz-w I ang l ae
Area Mestihgs & Worshops l 28, 3/{0. In2
errdor Pyblic Mestings l (5]

ntermediaty Reports

Dec Jan Feb Mar Apr May

Kanlworth Averue Cormidor Study
cfoMr Steve Lee

Justice § Sustanabdity Assocates, LLC
1920 L Streel MW, Suile 500
Washingion, DC 20038

202 610.0005

studyleamkacsiudy com
WA kacstudy com

TO:

District of Columbia
District Department of Transpariation
M STV Incorporated

Refne Concepts

Jun

&2

Jul

l'r?l

Aug

Sep
=

Page &




May 2005 Public Meeting Handout

Kenilwarth Avenue Carmidor Study May 2005

KENILWORTH AVENUE
PuBLIC MEETING

Kenitwarth Avesne Cormidar Study March 2005

Participant Handout

™ ive No. 3 - Dep d Kenilworth Avenue

May 5-7:00 - 9:00 PM

Charles E. Houston Elementary School
1100 50th Place, NE
Washington, DC 20019

Massachusetts Avenue Crossing

Kenitwacth Avenue Corridor Study May 2005 Kenitwocth Awenue Corridor Study May 2005

d
=
District of Columbia Park Road
. Depirtment Alternative No. 1 - Boulevard Cross Section

District of Colemibia
Dintrict Department of Transporation
HSTY Incorporated Paged

Questions

What do you think s the most important pedestrian of bicycle improvement that can be made
in the cori

Alternative No. 2 - Four- and Six-Lane Corridor

What do you think is the mast important traffic or highway improvem ent that can be made in
the corridor?

D yoi faviar & new crossing &l Massachuselts Aveniie. and If 36, what type of erossing do you
support?

Do you faver eliminating the skp ramps nerh of Nannie Helen Burroughs Avenue if it would
p—— = improve safaty for drivers and pedestrians?

Da you favor depressing Kenilwerth Avanue i # would improve connections fof pedestrians,
bicyclist and traffic between neighborhocds?




June 2005 Public Meeting Handout

Kenitwarth Avenue Corridor Study June Ha5

KENILWORTH AVENUE
PuBLIC MEETING

Participant Handout

June 21. 2005 - 7:00 — 9:00 PM

Young Elementary School
820 26th Street NE
Washington, DC

i
Dintrict of Colembia
Désttict Department of Transporatien
HETV Incomaorbed Page 1

Kenitworth Avenue Cormridor Study

June 2005

Optien 3 - Scenario A - East Capitol Street Interchange

Optign 3 - Scenario B - Benning Road Interchange

Kenitworth Avenue Cormidar Study June 2005

Optien 3 - Scenario C - East Capitol Street [ Benning Road Interchanges

Massachusetts Avenue Crossing

District of Colemibia
Dintrict Department of Transporation
HSTY Incorporated Paged

Kenitworth Avenue Cormridor Study June 2005

Park Road

Questions

What do you think ks the most important pedestrian of bicycle improvement that can be made
in the cori

What do you think is the mes! important traffic of highway improvement that can be made in
the corridor?

D yoi faviar & new crossing &l Massachuselts Aveniie. and If 36, what type of erossing do you
support?

Do you faver eliminating the skp ramps nerh of Nannie Helen Burroughs Avenue if it would
improve safaty for drivers and pedestrians?

Da you favor depressing Keniborth Avenue i ? would improve connections fof pedestrians,
bicyclist and traffic between neighborhocds?




June 2005 Meeting Evaluation

IAE R ERIEIClicehid Kenilworth Avenue Corridor Study

Fubilic Meeting Comment und Evalustion Summary
Bune 21, 2005

pant Moating E: ponse Tally

3 How would you rate the question and answer portion of the meeting?
o would you rate the Open House porion ol the: meeting?

-

i

helhalt-dhd i

wn

e hedpful was e faciitation?
Great

B Any suggestions that could help improve future meetings?

Evaluation Comments

o Overall, you rate tonight's public P
. Tz pr upgrades

I¥striet of Columbia
[Hstrict Department of Transpartation
Ay s acoms ()

P~




November 2006 Paricipant

Handout

Hanihwrth Aorvss Cormidor Stady

KENILWORTH AVENUE CORRIDOR STUDY

PusLIC MEETING
Participant Handout
Hanlworth Awursa Cormidor Stety Movamsar 2008
Project No. 1 - East Capitel Strest
November 4, 2006 - 9:30 — 11:30 AM
Project No. 2 - Kenitworth Avenue Ramp Safety Improvemesis
River Terrace Elementary School
420 34th Street, NE
Washington, DC 20019
Hanlbwariis Avares Carridor Shedy Wovembar 2008
Project No. 3 - Corridar Landszaping
Project No. T - Neighborhood identification Program
Project No. & - Pedestrian and Bilcycls improvemants
Project No. 8 - Replacs Pedsstrian Bridge at Minnesota Avenus Metrorail Station
i
—— Proect No. 5- Roadway Lighting snd Signing
g—!'rm\-'lnm-pu-fmd Page ! Progact No. 0 - Replecs Pedestrian Bridge st Deugles StrestiDeanwood Metrorall Station
Project No. 6 - East Capitol Street
Preject No. 10 B Eastern
il
-
Qistrict of Columbia Preject No. 11 - Beaning Road
Disirict Deparinent of Trassporiaion
W STV Incorported Paged
Projact No. 12 - Padestrian and Bicycls improvemants
i
|
Distriet of Celurisia
I:g%f Inww\:led Fage 3

Kanfiworsh dvamss Comidor Stedy

Praject No. 13 - East Capitcl Strest

Projact No. 44 - Benning Road

Pregact No. 15 - Extand Qlive Streat to Nish Strest

Project No. 16 - Park Riaad

Projact No. 17 - Massachusedis Awenee Bridge

Othor Commants

m:cpﬂ-ﬂdm
W STV Incorporated Fage d

e



November 2006 Public Meeting Boards

U Necar - Term (1-3 Years) [N

PROJECT NO. 1:

L\ Term (1-3 Vears) S

PROJECT NO. 2: Kenilworth Avenue Ramp

N Near - Term (1-3 Vears) S

PROJECT NO. 3:

East Capitol Street Safety Improvements Corridor Landscaping

ena TR g <
Caegories of improvement Description of improvement Categovies af Improvement Description of improvement

+ Lrkown Domsigny Wi connecian fa s inefic wes bound on Bl Capdsl i i of larclacining, g

St 1 1M Bcuthtanas S nerthbound oris Maskesrh
dramrim

Categarias of ingravement Descriplion of mprovement

Exxi Cingribol Sirmet wirtaned! i sl conirscion of o
o1 tun s e B e Erresy

On-and oF-ETES Botween Nenfsorih Avenus o 1
paraliel Benvicn rmad h of Marnis Haien Riamsghy
Framsim mrm cornmolicnind rd realigned o mprove salety
In s cossicor s improvs irefic opeeaBons o= Kankeork

[ P i i

- L e ] Foow ¥ st an e mew ersaion with Exsi Capivs
Bror

T 0
with the LU

PROJECT NO. 5:
Roadway Lighting and Signing

PROJECT NO. 6:
East Capitol Street

PROJECT NO. 4:
Pedestrian and Bicycle Improvements

Catogories of lmgrovesment ® Fivie Bkt Suminaghe Badgs Fecmsludaon. e
BUCUSS dnd LIRS Iy iGN o S| ki ane
= Pudenkian Cormecily iyolia, comphule Yeains Branss Tad Cafegaries af improvemmam Dascrpiion of mprovamaent
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Description of Improvement Wrnasain iraarim Moo Shrscr, prodsm nadin + Venund Qusly
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+ ety S arne
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-
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November 2006 Public Meeting Boards

L, Term (3-10 Years) SN L\ Torm 3-10 Years) [ L, Term (-10 Years) S
PROJECT NO. 7: PROJECT NO. 8: Improve Pedestrian Bridge PROJECT NO. 9: Improve Pedestrian Bridge at
Neighborhood Identification Program at Minnesota Avenue Metrorail Station Douglas Street / Deanwood Metrorail Station

Cafegaries of mprovemani Description of mprovemert
Cafegaries of kmprovement Description of knprovesent
* Frtasstan Connacmey ITpeTed the pdsting [slesinan tiags af e Minresoin
" a Aroeam Wetnipd Sirkon : Sver
Categories of Improvemend Description of improvement « Pubi Trarmi Accams Pofisbier sy e T
+ lirban Dissign Ty bt ey L0hS e OF KDty [ S A — LT x + Pubbc Tramed Aocess
haiaguishas i 1o Dier spachety COmian i the regkie ; s 2
 Vinend Chanify . % e =l | e

= Ewtaish o signage program i highghe the eghion
Feaen s b the eoTe

= Sigm wl e I RCCoITnGE i e S0 Trasposton
Auchilaciurs Design Siacdars s desgred wih e heig
of local renidasta

= Elran nagssrbit e borter Kardazoh i sl

PROJECT NO. 10: Comprehensive PROJECT NO. 11: PROJECT NO. 12: Pedestrian and Bicycle

Eastern Avenue lmpm\aements Bl:llllillg Road Related Impmvements
Categories of bmgrovemeni Description of improvement
+ Lt Chirign | et Esmis v i by &1
" Pubie Trand hscase Vhiaisngion, B2
B Bpace Watorfrond Coneections i Pacisirmn Oridge Evalenbon: Conduct svshoriion
D sodta e [ ot s s e b e Categarfes of improvesnent Deseriplion of Mmprovemst Cetagiorti SV bt rwf ity el o
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6 e ssmaakes: v o ke 1 e Word
Dascription af Impravansant .
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November 2006 Public Meeting
Feedback

At the November 2006 public meeting,
comments were received from the partici-
pants using the handouts that were distrib-
uted to each attendee. The handout was
designed to solicit comments regarding
the seventeen proposed projects. A total
of nine handouts were returned with com-
ments, however, each typically addressed
only a few of the proposed projects. Those
comments are summarized below:

Project No. 01 - East Capitol Street

+ Participant 06 - Need to improve safety.

Project No. 02 - Kenilworth Avenue Ramp
Safety Improvements

+ Participant 01 - Highest priority. Minimize
noises from traffic.

* Participant 06 - Good idea.

+ Participant 08 - Need slip from Benning
Road to Kenilworth Avenue.

Project No. 03 - Corridor Landscaping

+ Participant 01 - Second highest priority
Need trees, signage and lighting.

* Participant 02 - It seems that the Kenil-
worth Avenue Corridor Study and Great
Street Project need to work together and
combine funds so one is not undoing or
redoing what the other project is planing.

+ Participant 05 - Corridor landscaping will
help mark an immediate changes to this
community.

 Participant 06 - Great Street Project?
Need this through out DC streets.

* Participant 07 - Good idea but not nece-
ssary. Project No. 14 is needed more.

Project No. 04 - Pedestrian and Bicycle Im-
provements

 Participant 06 - Good idea. Avoid duplica-
tion with Great Street project.

Project No. 05 - Roadway Lighting and Sign-
ing

» Participant 02 - t seems that the Kenil-
worth Avenue Corridor Study and Great-
Street Project need to work together.

 Participant 06 - Greatly needed as the
history in the DC area is great.

* Participant 07 - Incorporate this project in
Project No. 14

Project No. 06 - East Capitol Street
* Participant 06 - Good idea.

* Participant 07 - Project No. 14 would in-
corporate some of these improvements.

Project No. 07 - Neighborhood Identification
Program

 Participant 01 - As you complete con-
struction, please mark the area we would
like signage along Kenilworth area that
states Eastland Gardens from Ord Street
to the 4-way stop.

 Participant 05 - Use various planting
along with signage to distinguish a par-
ticular community.

* Participant 06 - This would be a great
source for visitors that travel through
Washington as tourists.

* Participant 07 - | notice many neighbor-
hoods are investing in sighage, however,
Project 14 needs to supersede signage.

Project No. 08 - Replace Pedestrian Bridge
at Minnesota Avenue Metrorail Station

 Participant 01 - High priority. Eliminate

crime pocket. Need lighting and cover-
age to assiast with hazards of ice during
cold.

 Participant 06 - Excellent idea.

Project No. 09 - Replace Pedestrian Bridge
at Douglas Street/Deanwood Metrorail Sta-
tion

« Participant 01 - This needs to be well lit
and pleasing to the eyes. Please elimi-
nate crime possibilities and environmen-
tal hazards of slipping on ice.

* Participant 06 - Art work and bridges im-
provement is needed.

Project No. 10 - Comprehensive Eastern
Avenue Improvements

 Participant 01 - This should be clearly
mark the gateway to the city - Begin light-

ing.

* Participant 06 - Great idea. | would like to
have defined departments work together
to combine cost dollars to get projects
completed earlier.

* Participant 07 - Good idea. Improvements
are needed.

Project No. 11 - Benning Road

* Participant 02 - This should be moved
to Near-Term Project since it's nickname
the “weave of death” you realize it's dan-
ger-ous and need to be addressed more
quickly.

* Participant 04 - Please move this project
to “Near-Term Project”.This is a very dan-
gerous interchange.

* Participant 06 - Longer pedestrian walk
signals for bus traffic pedestrians at Pep-
co plant.

* Participant 07 - Project No. 14 should be
considered ahead of this project or incor-

porated together, especially since Project
No. 14 will address most of these issues.

* Participanr 08 - We really didn’t need the
ramps extended. The problem is getting
over and under the bridge.

Project No. 12 - Pedestrian and Bicycle Im-
provements

 Participant 06 - Coordinate with Great
Street Project so more of DDOT’s funds
can go toward roads work.

+ Participant 07 - This issue don’t super-
sede the issues of Project No. 14.

Project No. 13 - East Capitol Street
* Participant 06 - Good idea.

Project No 14 - Benning Road

« Participant 06 - Safety, traffic, bridge and
lighting is a must.

+ Participant 07 - Like to see changes fast
due to the amount of cars.

* Participant 08 - Traffic signals will cause
more traffic problem.

Project No. 15 - Extend Olive Street to Nash
Street

* Participant 06 - Good idea.

« Participant 07 - Any improvements to this
area will be a plus.

Project No. 16 - Park Road

 Participant 03 - Strongly oppose need
to build a road to get access to the park
for pedestrians. Strongly opposed to any
park road. A waste of money! ($1- mil-
lion)

* Participant 06 - Good idea.
« Participant 07 - Project No. 14 first.

* Participant 08 - Spending too much mon-
ey for bridge. Let pedestrians connect
with East Capitol.

+ Participant 09 - AWCGB has strongly op-
posed a through traffic bridge. However,
we’re open to the idea that is designated
in a way to prevent its use by commuter
traffic.

Other Comments

+ Participant 03 - The DC government con-
tinues to legitimately be interested in eco-
nomic development. Cities like Portland
Oregon and Bolder Colorado, which are
seen attractive places to live because of
their natural amenities, are attractive be-
cause they don’t do things like build roads
right next to their rivers, or unnecessary,
costly bridges in the middle of a pleas-
ant river vista. Wouldn’t the city be better
off with a genuine use of parkland, with-
out cars and bridges as a way to attract
people to the Anacostia and as the kind
of signature parkland that helps econom-
ic development? And isn’'t there a better
way to use $25 million?

 Participant 06 - All projects are good.
Try to get the most of top priorities done:
safety. Traffic can be coordinated to move
smoothly on Benning Road with all traffic
coming from Maryland and Virginia. Also
when there are accidents on 295, we get
the overflow of traffic and it becomes a
bottle neck in this area of Benning Road
and Minnesota Avenue.
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Kaenilworth Avenue Corridor Study
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SATERTaeNT River Terrace Elementary School
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EVALUATION FORM

Please write your comments on this form and leave it at the registration table,
You may also fax the evaluation form to 202-610-4471. Thank you!

1. How would you rate this moming's meeting, overali?

| Excelient Satisfactory | | Poer
Rating: 1 2 3 4 5

Comments:

2, Wese the presentations and posters understandable?

Excellent Satisfactory | Poor
Rating: 1 2 3 4 5

Comments:

3. How would you rate the question and answer portion of the meeting?

| Excellent | Salisfactory | | Poor
Rating: 1 2 3 4 5

Comments:

4. How did you hear about today's mesting?

Newspaper Fiyer  Postcard | Emall sleri | Other

5. Do you have any additional commenta? Please wrile them on the back of the page,

P— * k *
d Dl 0o E—
Anthony A Willams, Mayor
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B.1 SUMMARY OF FINDINGS

Counts and surveys taken for this study
provided valuable information about
pedestrian and bicycle activity in and
around the Kenilworth Avenue Corridor:

« Walking and biking are common
modes of transportation in the
Kenilworth Avenue Corridor.

« The highest volume of pedestrians
occurs along Minnesota Avenue
between East Capitol Street and the
Minnesota Avenue Metrorail Station.

« While some people walk or bicycle in
the Kenilworth Avenue Corridor for
recreation or exercise, a majority of
the non-motorized activity is
transportation-related.

e Over 60% of survey respondents
made at least one non-motorized trip
per week for shopping, and more
than half made at least five walking
and biking trips for work each week.

o People on foot or bicycle in the
Kenilworth Avenue Corridor
represent a range of ages and
abilities.

e 2.0% of the pedestrians used
assistive devices, such as canes,
walkers, and wheelchairs.

« Kenilworth Avenue, the Anacostia
River, and the CSX Railroad and
Metrorail lines create a significant
obstacle to all modes of travel.

Benning Road and 36th Street, NE
showed the highest amount of
bicycle use with one bicyclist every
15 minutes.

Survey respondents identified the
most significant barriers to walking
and bicycling in the corridor to be:

= heavy traffic (60.9%),

= fast traffic (50.0%), and

= (difficult street crossings
(35.5%)

Specific roadways that were
perceived as being difficult to cross
or walk along included:

= Minnesota Avenue

= Benning Road

=  Kenilworth Avenue

= East Capitol Street, and

= Nannie Helen Burroughs
Avenue.

Maintenance issues, such as pot
holes, sidewalk cracks, faded street
lines and crosswalks, and the
presence of rocks, sand, dirt and
dead animals in the streets were
cited as potential problems.

B.2 PEDESTRIAN AND
BICYCLE COUNTS

Pedestrians and bicyclists were counted
manually at five locations in the corridor:

+ Minnesota Avenue and Dix Street,
NE;

« Kenilworth Terrace and Hayes
Street, NE;

« Minnesota Avenue and Grant Street,
NE;

o Benning Road and 36th Street, NE;
and

o Kenilworth Avenue and Polk Street,
NE.

Figure B.1. Manual counts for pedestrian and bicycle
activity were taken with the assistance of local Ward 7
residents.

The counts were taken on several
weekdays and one weekend day. Each
pedestrian and bicyclist was counted
when they crossed a leg of the

intersection. This included people
crossing within a crosswalk as well as
people crossing the street at mid-block
locations on all sides of the intersection.
Any person crossing a mid-block location
between the study intersection and the
crosswalk of the adjacent intersection
was counted.

At higher-volume intersections
(Minnesota Avenue and Dix Street,
Minnesota Avenue and Grant Street, and
Kenilworth Terrace and Hayes Street)
the data collectors counted each
pedestrian or bicyclist once, regardless
of the number of times or different
directions that the person crossed. At
the lower volume intersections, people
were counted each time they crossed in
a different direction. Adjustments were
made to the lower-volume intersection
counts to ensure a consistent
methodology.

In addition to raw counts, the data
collectors observed weather conditions,
surrounding land use characteristics,
time of day, and the following pedestrian
characteristics:

« estimated age;
e gender;

« if the person is carrying packages
larger than a purse;

« the type of assistive device the
person is using, if any (wheelchair,
cane, walker, bicycle, in-line skates,
other).

The data collectors counted a total of
6,675 pedestrians and bicyclists crossing
the aforementioned intersections
between October 20 and October 29,
2004 (see Table B.1). Observations
were made for a total of 90 hours among
the five sites. Considering nearby land
uses, there were consistently high
pedestrian volumes at all of the count
locations.

The greatest flows of pedestrians and
bicyclists occur at the intersection of
Minnesota Avenue and Dix Street (92.5
pedestrians/bicyclists per hour, on
average, see Table B.2). This location is
close to a major grocery store, small
shoe and clothing stores, several
restaurants, and several one- and two-
story office buildings.

Figure B.2. View of Minnesota Avenue at Grant Street;
the Minnesota Avenue Metrorail Station is to the right.

The next highest pedestrian and bicycle
volumes were at the intersections of
Minnesota Avenue and Grant Street and
at the intersection of Kenilworth Terrace
and Hayes Street. Both intersections are
located close to the Minnesota Avenue




Metrorail Station, the former being
immediately east and north of the
Friendship-Edison Senior Academy
School and the latter being west of the
station and across Kenilworth Avenue.
Pedestrians and bicyclists can access
the station by crossing a pedestrian
bridge over Kenilworth Avenue.

The Benning Road location is near a bus
stop and several retail establishments.
The 111 people counted at this site
needed to cross the on- and off-access
ramps to Kenilworth Avenue at the
Benning Road. This count is particularly
high, given the uncomfortable pedestrian
and bicycle conditions at this crossing
due to the fast-moving traffic accessing
Kenilworth Avenue. Pedestrians and
bicyclists must rely on the Benning Road
bridge to cross Kenilworth Avenue as this
is the only connection across Kenilworth
Avenue for the one-mile section between
East Capitol Street and the pedestrian
bridge at Hayes Street.

The Kenilworth Avenue and Polk Street
location is at the east side of a
pedestrian bridge that connects the
Eastland Gardens neighborhood with the
Deanwood Metrorail Station. Nearly all
of the pedestrians and bicyclists at this
location crossed the north and east sides
of the intersection because they were
traveling between the Deanwood
Metrorail Station and the pedestrian
bridge.

Counts were taken near two of the four
pedestrian bridges over Kenilworth
Avenue. Counts were not taken at the
remaining two pedestrian bridges, at
Lane Place and at Nash Street, because
they were observed to have minimal
pedestrian activity during the field
observation periods.

Table B.1 - Count Locations and Time Periods

Total

Location Date Weekday Time Period Te@r;g Weather P?ﬁlze %
Minnesota & Dix 10/20/04 Wednesday 7:00 AM to 6:00 PM 50 Drizzle % 133.3
Minnesota & Dix 10/23/04 Saturday 7:00 AM to 6:00 PM 55 Sunny 700 63.6
Minnesota & Dix 10/27/04 Wednesday 7:00 AM to 6:00 PM 60 Sunny 887 80.6
Kenilworth & Hayes 10/20/04 Wednesday 7:00 AM to 1:00 PM 50 Drizzle 261 435
Kenilworth & Hayes 10/20/04 Wednesday 2:00 PM to 6:00 PM 50 Drizzle 439 109.8
Kenilworth & Hayes 10/23/04 Saturday 7:00 AM to 1:00 PM 55 Sunny 485 80.8
Kenilworth & Hayes 10/23/04 Saturday 2:00 PM to 6:00 PM 55 Sunny 316 79.0
Kenilworth & Hayes 10/27/04 Wednesday 4:00 PM to 6:00 PM 60 Sunny 191 95.5
Kenilworth & Hayes 10/29/04 Friday 4:00 PM to 6:00 PM 60 Cloudy, rainy 285 1425
Minnesota & Grant 10/20/04 Wednesday 2:00 PM to 6:00 PM 50 Drizzle 284 71.0
Minnesota & Grant 10/27/04 Wednesday 7:00 AM to 1:00 PM 60 Sunny 451 75.2
Minnesota & Grant 10/28/04 Thursday 1:00 PM to 6:00 PM 65 Sunny 389 77.8
Minnesota & Grant 10/29/04 Friday 8:00 AMto 11:00 AM 60 Cloudy, rainy 202 67.3
Benning & 36" 10/23/04 Saturday 9:00 AM to 5:00 PM 55 Sunny 157 19.6
Kenilworth & Polk 10/27/04 Wednesday 11:00 AM to 6:00 PM 60 Sunny 162 23.1

Total (over a 90 hour period): 6,675 74.2

Table B.2 - Count Summary by Location (row percentages)

Location Hours Side of Intersection Crossed Crc%iqs P(%ke Ped/Bike
Observed North South East West (See Note) Count per Hour

Minnesota & Dix 33 (1gﬁ1%) (18%3;/0 ) (?1);1_552 ) (23_1& ) 2,979 3,053 925

Kenilworth & Hayes 24 (61_302/0 ) (12_1170/0 ) (3;%2% ) (3?‘59% ) 1,971 1977 82.4

Minnesota & Grant 18 (2;22%) (3222% ) (33.22%4 ) p ﬁ‘%) 756 1,326 73.7

Benning & 36" 8 y _5% ) (3:3_(7)% ) (61_121% ) (0_8% ) 173 157 19.6

Kenilworth & Polk 7 ( 4;%%/0) (3?%) ( eih ) (0.8% ) 204 162 23.1

Total (90 hours): 6,173 6,675 742

Note: Some data collection entries did not include the side of the intersection that was crossed. In addition, pedestrians and bicyclists were counted
each time they crossed a different leg of the Benning Road and 36th Street and Kenilworth Terrace and Polk Street intersections (as shown in the

Total Crossings column), but these people were considered only once in the final count (as shownin the Total Ped/Bike Count column).
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B.3 PEAK-HOUR PEDESTRIAN
AND BICYCLE OBSERVATIONS

Weekday and weekend peak-hour
pedestrian and bicycle volumes are
shown in Figures B.3 and B.4.

It was observed that locations with the
highest peak-hour counts corresponded
generally with the locations with the
highest overall pedestrian and bicycle
flows. However, even in locations with
fewer pedestrians, such as Kenilworth
Avenue and Polk Street, approximately
one pedestrian crossed the intersection
per minute during weekday peak periods.

The highest numbers of pedestrians and
bicyclists were between 8:00 AM and
9:00 AM at Minnesota Avenue and Grant
Street where many groups of students
cross near the intersection on their way
to school. lItis also likely that students
who are walking and biking after school
helped bring counts to their highest
levels between 3:00 PM and 4:00 PM at
Minnesota Avenue and Dix Street and
Kenilworth Avenue and Polk Street.

Fewer pedestrians and bicyclists are
observed at Minnesota Avenue and Dix
Street and Kenilworth Terrace and Hayes
Street on Saturday than on the
weekdays, but there were still between
one and two people crossing these
intersections per minute during the peak
hour. Pedestrian and bicycle activity was
highest during the last Saturday count
period at the Minnesota Avenue and Dix
Street and Benning Road and 36th Street
intersections.

Age

People of all ages were observed
walking and bicycling in the Kenilworth
Avenue Corridor. Approximately five
percent of the people crossing these
streets were estimated to be under age
10 and approximately six percent were
age 60 or older.

Though all ages were represented,
teenagers (ages 10-19) were the most
common group of pedestrians and
bicyclists. This age group was
especially common near the
intersections of Kenilworth Terrace and
Hayes Street and Kenilworth Avenue
and Polk Street. Both of these
intersections are on routes commonly
used by students to go to and from
school. Extra consideration should be
given to pedestrian facilities and traffic
calming near these intersections to
provide these students with safe routes
to school.

Table B.3 - Age of Pedestrians and Bicyclists (row percentages)

Figure B.5. Teenagers (ages 10-19) are the most
common group of pedestrians and bicyclists identified
in the corridor.

Total
Location 0-9 10-19 20-29 30-39 40-49 50-59 60-69 70+ Ped/Bike
Count*
Minnesota Avenue 212 706 494 486 564 341 168 32 3.003
and Dix Street (7.1%) (23.5%) (16.5%) (16.2%) (18.8%) (11.4%) (5.6%) (1.1%) ’
Kenilworth Avenue 99 509 462 472 239 81 62 39 1963
and Hayes Street (5.0%) (25.9%) (23.5%) (24.0%) (12.2%) (4.1%) (3.2%) (2.0%) ’
Minnesota Avenue 6 415 159 193 105 35 53 14 976
and Grant Street (0.6%) (42.5%) (16.3%) (19.8%) (10.8%) (3.6%) (5.4%) (1.4%)
Benning Road and 0 19 43 36 37 21 15 0 171
36th Street (0.0%) (11.1%) (25.1%) (21.1%) (21.6%) (12.3%) (8.8%) (0.0%)
Kenilworth Avenue 8 132 46 26 54 21 5 0 292
and Polk Street (2.7%) (45.2%) (15.8%) (8.9%) (18.5%) (7.2%) (1.7%) (0.0%)
Totals 325 1,781 1,204 1,213 999 499 303 85 6,405
(5.1%) (27.8%) (18.8%) (18.9%) (15.6%) (7.8%) (4.7%) (1.3%) (100.0%)
Age Distribution
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Figure B.6| Age distribution.
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Gender

In all except one location, there was a
relatively even balance between men
and women. At the Benning Road and
36th Street intersection, there was a very
significant imbalance between male and
female pedestrians and bicyclists (83.7%
male). This could be evidence that the
local businesses have more male
patrons or that there is significant crime
in the area, which women may be
especially sensitive.

Conditions in the roadway environment
around Benning Road and 36th Street
are also unpleasant which may
contribute to the imbalance between
male and female pedestrians and
bicyclists. The freeway entrance and exit
ramps between the intersection and the
Benning Road bridge over Kenilworth
Avenue serve many vehicles moving at
high speeds. It can often be difficult to
discern whether vehicles from Benning
Road are going to break out of the heavy
traffic flow on Benning Road onto
entrance ramp. Further, the sidewalk on
the bridge is only wide enough for two
people to walk shoulder-to-shoulder, and
it is hemmed in by a jersey barrier on one
side and a chain-link fence on the other.

Figure B.7. Exit ramps on the west approach to the
Benning Road bridge make a safe crossing for
pedestrian difficult.

Figure B.8. Benning Road bridge presents a narrow
sidewalk and an unwelcome experience for crossing
pedestrians.

Table B.4 - Gender of Pedestrians and Bicyclists

Location Male Female
Minnesota Avenue 1397 1491
and Dix Street (48.4%) (51.6%)
Kenilworth Avenue 1081 883
and Hayes Street (55.0%) (45.0%)
Minnesota Avenue 480 485
and Grant Street (49.7%) (50.3%)
Benning Road and 144 28
36th Street (83.7%) (16.3%)
Kenilworth Avenue 139 154
and Polk Street (47.4%) (52.6%)
Totals 3,241 3,041

(51.6%) (48.4%)

Total Ped/Bike

Count*

2,888
1,964
965
172

293

6,282
(100.0%)

Note: Calculations of percentages are based on the total for the row.

=9

Packages and Assistive Devices

Nearly half (45.5%) of all pedestrians
and bicyclists that were observed were
carrying packages (backpacks,
briefcases, groceries, bags of
merchandise, etc.). Many of these
people are school children, shoppers,
and workers. This observation shows
that people who travel in the corridor are
not only walking for exercise or to social
activities; they rely on non-motorized
transportation for their daily business
activities and errands.

During the data collection periods, 115
people (approximately two percent of
pedestrians) were noted as using a
wheelchair, walker, cane, or other
assistive device. These observations
show that pedestrians with disabilities
are a component of the pedestrian traffic

in the Kenilworth Avenue Corridor.

Figure 2.9. People of all abilities use the corridor.

Table B.5 - Pedestrians and Bicyclists with Packages and Assistive Devices

Camying | Gount considermg | USINg Assistive | cownt coniderng
Location Packages packages* Devices assistive devices*
Minnesota & Dix (5157 % ) 3,053 (221% ) 3,053
Kenilworth & Hayes (22_92?, ) 1,581 ( 1_3’7”; " 1,977
Minnesota & Grant (42%2%) 644 (1 _129%) 811
Benning & 36" (427_2%) 172
Kenilworth & Polk ( 4;_4231% ) 295
Overall ( fé‘_;;% ) 5,745 p _1917?% ) 5,841




Bicyclists

Bicyclists were observed in different
parts of the Kenilworth Avenue Corridor,
but were especially common at the
intersection of Benning Road and 36th
Street where they represent 18.0% of the
non-motorized traffic. This location was
observed on a Saturday, which is a
common day for recreational bike rides,
however, it had a much greater
percentage of bicyclists than the other
Saturday data collection locations. The
high count numbers show that Benning
Road is a common route used by
bicyclists to cross the Anacostia River,
Kenilworth Avenue, and the CSX
Railroad.

Bicyclists use this route despite the
following conditions:

« high traffic volumes on Benning

Road between 34th and 36th Streets;

« the need to cross on and off exit
ramps for Kenilworth Avenue;

« narrow sidewalks and traffic lanes on
the bridge; and

e large numbers of turning vehicles
and many lanes to cross at the
intersection of Benning Road and
Minnesota Avenue.

Figure B.10. A bicyclist navigates Minnesota Avenue at
Dix Street.

It is likely that bicycle volumes would
increase in this corridor if conditions
were more suitable for bicycling. Heavy
traffic and large numbers of vehicles
turning into side streets and driveways
may also be preventing more bicyclists
from using Minnesota Avenue. In order
to improve conditions, bicycles should
be given better separation from vehicles
on the road and conflicts with turning
vehicles should be reduced through
intersection improvements. This will
make it possible for more people to
bicycle to reach key destinations on this
roadway, such as Fort DuPont Park, the
Watts Branch Trail, the businesses and
offices near Dix Street, and the
Minnesota Avenue and Deanwood
Metrorail Stations.

Table B.6 - Bicyclist Counts

Location Bicyclists Total Ped/Bike Count*
Minnesota & Dix (0.141% ) 3,053
Kenilworth & Hayes (0.161% ) 1977
Minnesota & Grant “ _g%) 811
Benning & 36" p 8?}1)% ) 172
Kenilworth & Polk (0_8% ) 295
Overall p o ) 6,308




B-4 PEDESTRIAN AND BICYCLE
INTERCEPT SURVEY

An intercept survey was administered
during late October and early November
2004. It was offered on several different
weekday mornings and afternoons and
throughout the daytime hours on a
Saturday. It was offered to pedestrians
and bicyclists in different parts of the
Kenilworth Avenue Corridor to get
responses from a variety of residents.
Surveyors intercepted respondents in the
vicinity of the following intersections:

+« Minnesota Avenue and Nelson
Place, SE;

« Minnesota Avenue and Dix Street,
NE;

« Minnesota Avenue and Grant Street,

Survey Participation

The surveyors recorded the total number
surveys offered and refused; out of the
466 people who where invited to
participate, 110 (23.6%) provided
responses. All of the participants were
pedestrians. Though bicyclists were
eligible to participate, no person making
a bicycle trip completed a survey.

Approximately half of all respondents
were female (50.9%) and half were male
(49.1%). People from age 17 to age 79
participated with representation from all
age groups.

Nearly half (46.8%) of all survey
respondents indicated that no one in
their household owns or normally
operates a motor vehicle. This
percentage is much lower than the

Table B-8 - Age of Respondents

Responses
Age Range (Per:cent)
10-19 years old 10 (9.3%)
20-29 years old 24 (22.2%)
30-39 years old 25 (23.1%)
40-49 years old 29 (26.9%)
50-59 years old 6 (5.6%)
60-69 years old 11 (10.2%)
70 or more years old 3 (2.8%)
Total 108 (100%)

Table B.9 - Number of Motor Vehicles

Number of Motor Responses
Vehicles in Household (Percent)

0 motor vehicles 44 (46.8%)

1 motor vehicle 20 (21.3%)

2 motor vehicles 17 (18.1%)

3 or more motor vehicles 13 (13.8%)

Trip Purpose

Survey participants were asked the
purpose of their current walking trip.
Work was the most common trip
purpose, followed by shopping, school,
and exercise. While the percentage of
people surveyed on Saturday who
walked for shopping (47.8%) was higher
than reported during the weekday, work
(56.5%) was still the most common trip
purpose on Saturday. Analysis of the
responses also showed that the majority
of shopping trips (59.3%) were reported
by respondents near the corner of
Minnesota Avenue and Dix Street. This
location is at the center of a cluster of
retail stores.

Though the respondents were not asked
to provide more than one trip purpose,
20 (18.2%) of the respondents reported

common purpose cited was to go
shopping or run errands (64.8% of
respondents made at least one shopping
trip on foot or bicycle per week).
Analysis also revealed that many of the
survey respondents walk regularly,
especially for work. Over half of the
respondents made at least five walking
or biking trips to work per week.

The survey participants were not asked if
the purpose of their trip included
accessing transit. However, large
crowds at bus stops and crowded buses
along Minnesota Avenue suggest that
many of the pedestrians in the
Kenilworth Avenue corridor walk to
access transit. In addition, the
Washington Area Metropolitan Transit
Authority (WMATA) surveyed Metrorail
riders on two weekdays in Spring 2002
and found that approximately 31% of the

NEr o national average (10.3%) but slightly Total 94 (100%) multiple trip purposes. This indicates train riders at the Minnesota Avenue
»an higher than, but similar to, the Census that many pedestrians are making linked Metrorail Station and approximately 38%
, 2000 data for neighborhoods in the trips between their homes and multiple of the train riders at the Deanwood
»  Keniworth Avenue and Quarles corridor. Another fifth (21.3%) of the destinations within the corridor. Station traveled to or from the station as
Street, NE. respondents had only one motor vehicle pedestrians.
in their household. Less than one-third Respondents also estimated the number
(31.9%) of respondents have two or of walking and biking trips they make for Table B-10 - Trip Purpose
more motor vehicles in their household. each purpose per week. The most Responses”
Trip Purpose
(Percent)
Reported Trip Purposa To Work 54 (37.8%)
e Ao To Shopping/Errands 27 (18.9%)
Table B.7 - Survey Response Summary o To School 25 (17.5%)
Tom Response For Exercise Only 24 (16.8%)
. - . >mp # # P To Visit Friends, Go to o
Location Date Weekday Time Period (°F) Weather | completed | Refused Rate the Gym, efc 13 (9.1%)
Minnesota & Nelson | 10/20/04 | Wednesday | 2:00 p.m. to 5:30 p.m. 50 Drizzle 13 43 23.2% FoE R o Total 143 (100%)
389
Minnesota & Dix 10/21/04 | Thursday | 9:00 a.m.to 1:00 p.m. 60 Cloudy 44 17.0%
Minnesota & Dix 10/21/04 | Thursday | 9:00 a.m. to 12:00 p.m. 60 Cloudy 4 32 11.1%
Minnesota & Dix 10/23/04 | Saturday | 12:00 p.m.to 4:00 p.m. 60 Sunny 23 37 38.3%
Kenilworth & Quarles | 10/26/04 Tuesday 2:00 p.m. to 6:00 p.m. 60 Sunny 7 9 43.8% To Sehucl
Kenilworth & Quarles | 10/26/04 Tuesday 3:45 p.m. t0 6:00 p.m. 60 Sunny 3 17 15.0%
Minnesota & Dix | 10/27/04 | Wednesday | 2:00 p.m.to6:00 pm. | 60 Sunny 14 37 27.5% s
Minnesota & Dix 10/27/04 | Wednesday 4:00 p.m. to 6:00 p.m. 60 Sunny 3 13 18.8%
Minnesota & Grant | 10/28/04 | Thursday | 2:00 p.m.t06:00 pm. | 65 Sunny 1 27 28.9% Figure B.11. Trip Purpose
Minnesota & Grant | 10/29/04 | Friday | 9:00am.to500pm. | 55 o 10 49 16.9%
Minnesota & Grant | 10/29/04 | Friday | 2:00p.m.t05:30 pm. | 56 Gl 13 48 21.3%
Total Responses: 110 356 23.6%




Trip Origin and Destination

Respondents provided information about
the origin and destination of their trips.
Their responses were not specific to

Improvements to bridges, tunnels,
overpasses, underpasses, and other
crossing facilities can help increase
walking, bicycling, and other types of
trips between both sides of Kenilworth

Barriers to Walking and Bicycling

Survey participants were presented with
a list of potential barriers to walking and
bicycling and asked to identify the

Table B.12 - Barriers to Walking and Bicycling

walking or biking trips, so the origins and Avenue and the Anacostia River. o ) Reason Cited Number of Percent of
destinations that were listed could have ,gb\:/(aear;[j:tgs::ilggf '”Ttlfl‘s rlgggt"vgc?r:?non TEESOn RS Respondents ~ Respondents
been reached by any mode, including There were a smaller number of people barriers are listed in Table B.12. Heavy traffic 67 60.9%
driving a motor vehicle or taking public surveyed at the Minnesota Avenue and Fast traffic 55 50.0%
transportation. Nelson Street site, but the responses in Maintenance of streets and sidewalks Difficult street crossings 39 35.5%
those sections of the corridor showed a was not included in the list of barriers on Crime 30 27.3%
l\rll]ore tthan hflf of the people ?urveyed at similar pattern of origins and the survey, but maintenance-related Not enough:
wo sites were coming from or ot ; ) e

:i‘ze 0 (I)of:aﬁznseoi ft?e eagst soi deoof the destinations to the east of Kenilworth issues were cited as a problem by 16.4% Sidewalks 28 255%
going Avenue. The respondents at the of the survey respondents in their open- i 9
Kenilworth Avenue. 67.4% of the ; y resp P Street Lights 27 24.5%

= wenue. of.47 Kenilworth Avenue and Quarles Street ended responses. suagesting a need for . .
origins/destinations listed by people at site did not provide enough useful regular strzet clea!mingg road\?va surface olke Lanes/Bike Pains 20 Zao%
Minnesota Avenue and Dix Street and 9 9 y Places to Walk or Bike 26 23.6%

75.9% of the origins/destinations listed
by people at Minnesota Avenue and
Grant Street were east of Kenilworth
Avenue.

These activity patterns are evidence that
Kenilworth Avenue, the CSX Railroad
and Metrorail lines, and the Anacostia
River together create a significant
obstacle to travel between

information about their origins and
destinations to identify a spatial pattern.

repair, and sidewalk repair in the
corridor.

Note: Percentages based on 110 respondents.

Barriers to Walking and Bicycling in the Kenilworth Corridor

Heavy traffic

neighborhoods east of the Kenilworth
Avenue Corridor and the remainder of
the District. Fast traffic
Table B.11 - Pedestrian and BicyC|e Difficult street crossings
Trips Per Week by Purpose

. At least 5 5 =

Trio P Valid least 1 “Hrips £
~Mp Furpose Responses | trip per ips & _
week per Not enough sidewalks
e week
105 66 54
To Work (62.9%) (51 .4%) Not enough street lights
To 105 68 28
Shopplng/Erra nds 105 (6422%) (261;%) Mot enough bike lanes/bike paths
To School
(23.8%) | (17.1%)
For Exercise Onl 105 44 28 Not enough plap_es nearby to
y (41 _9%) (26.7%) walk/bike to

g%\t/(;st':]grg;ris’ 105 36 16 u 1Iu zlu 30 40 =0 80 70 20
etc. ' (34'3%) (15'2%) Number of Responses

Figure B.12. Barriers to walking and bicycling.




Locations Difficult to Walk and Bike

Survey participants were asked to
identify specific locations where they
would like to see conditions for walking
and bicycling improved. The most
common roadway corridors identified as
being difficult to cross are listed in Table
B.13.

It is important to note that many of the
participants completed the survey near
Minnesota Ave within one-half mile of
Benning Road. This area has some of
the highest levels of pedestrian activity in
the Kenilworth Avenue Corridor, which
made it a prime area for distributing
surveys. The survey responses below
show that many parts of these two
roadways, especially the intersection of
Minnesota Avenue and Benning Road
have difficult conditions for pedestrians
and bicyclists. However, since most
participants filled out the survey near
Minnesota Avenue and Dix Street or

near the Minnesota Avenue Metrorail
Station, they may have been less familiar
with the north and south parts of the
corridor. This may have caused fewer
people to identify roadways such as
Eastern Avenue as pedestrian and
bicycle barriers.

All of these streets carry high volumes of
traffic. Many of them, especially the
Kenilworth Avenue service roads, serve
high-speed traffic when they are not
congested. All of the roads cited as
being difficult to cross, except Ridge
Road and Grant Street, have at least four
travel lanes for pedestrians and bicyclists
to negotiate while crossing. Most parts
of Minnesota Avenue and Benning Road
lack a median for pedestrians and
bicyclists to use as a refuge for crossing
one direction of traffic at a time.

Specific intersections were identified by
participants as being difficult to walk or
bike across. Not surprisingly, many of

the intersections mentioned by
respondents as being difficult to cross
have also experienced pedestrian
crashes. The greatest number of survey
participants cited the intersection of
Minnesota Avenue and Benning Road
as difficult to cross. This location
experienced more pedestrian crashes
than any other location in the District of
Columbia between 1998 and 2002.

The roadways in Table B.14 were cited
as being difficult to walk and bicycle
along. Minnesota Avenue and Benning
Road have sidewalks on both sides, but
both streets have many intersections
with cross-streets and driveways where
turning vehicles cross the path of
pedestrians and bicyclists. Nannie
Helen Burroughs Avenue has missing
sections of sidewalk and very narrow
sidewalks on the north side of the road
where it passes under Kenilworth
Avenue.

Additional Survey Comments

Open-ended responses to the survey
included several other suggestions for
improving non-motorized travel in the
Kenilworth Avenue Corridor. Several
comments recommended better
pedestrian facilities, emphasizing better
lighting, pedestrian signals, and
sidewalks.

Table B.13 - Difficult Roadways to Cross

Rosduay Cieo el e
Minnesota Avenue 50 45.5%
Benning Road 31 28.2%
Kenilworth Avenue 14 12.7%
East Capitol Street 11 10.0%
Pennsylvania Avenue 9 8.2%
NHB Avenue 8 7.3%
Ridge Road 4 3.6%
Grant Street 4 3.6%
Eastern Avenue 3 2.7%

Note: Percentages based on 110 respondents.

Table B.14 - Difficult Roadways to Walk Along

Roadway Cited Respondonis  Respondents
Minnesota Avenue 11 10.0%
NHB Avenue 6 5.5%
Benning Road 6 5.5%
Kenilworth Avenue 4 3.6%
Sheriff Road 2 1.8%

Note: Percentages based on 110 respondents.
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Pedestrian and Bicycle Count Sheet and

Survey Intercept Forms

Kenilworth Avenue Corridor Study Pedestrian and Bicycle Count Sheet

Location of Counts: ]
Observer Name:
Date:
Day of Week:
Time of Day of Observation Period:
‘Weather Conditions (sunny, cloudy, rainy, etc. )k
Intersection control (2-way stop sign, traffic signals, etc.)| |
Unigue Ch f Count L
Piaaze greap. Mark & Ine Beker
Ctmeranon ; s
1 MfFlPiB]Y (N
2 M FIP/B]Y /N
3 M/FlPiBIY /N
4 MfFlP/iB]Y /N
5 M FIP/B]Y /N
— EREI N BRI
7 MiF|lPiB|Y /N
] M/IFIPsiB]Y /N
9 MIFlPpiB|Y [N
i M/iFlPrB]Y /N
11 MfF|lP/B|Y /N
12 M/FlPIiBlY [N
13 MIiFlPiB|Y [N North / South [ East [ West
14 M{F|P/B]JY /N MNarth | Seath [ East [ West
15 MiFlPIBlY [N Morth  South [ Esst | West
16 M/FlPIB]Y /N Nerth / South | Esst [ West
17 M/{FIlP/iB]Y /N Morth | South [ East [ West
18 M/FlPiBlY [N Morth | South | Esst | West
19 M/{FlP/BJY /N MNorth / Sowth [ East [ \West
20 MfFlrpsBlY /N Nath [ South [ Emst [ West
21 M/iFlPiBIY [N Nerth | Soath | Esst [ Vvest
22 M/fFlPIB]Y /N North / South [ Easst [ West
23 M/FlP/B]Y /N Morth | South [ East [ West
24 MJ/FElpPpiBlY N Morth | South | Easst | West
25 M/FlPpsBY /N North | South [ East [ West
26 M/iFlPsiBlY [N Narth [ South [ East [ West
27 M/FlrpiBlY /N North |/ South [ Esst | West
28 M/FIlP/BJY /N Morth § Sowth [ Easst [ West
29 M/F]lP/IiB]JY /N North / South [ Emst [ West
30 M/FlP/B|Y /N MNorth | South [ East [ West
31 MiFlria|YIN Morth | South | East | West
32 MiFlrpiB|Y [N Morth [/ South [ East | West
33 M/IFlPiBlY N Narth [ South [ East [ West

KENILWORTH AVENUE CORRIDOR PEDESTRIAN AND BICYCLE SURVEY

Help make it safer to walk and bicycle in Ward 7! We need just 1 minute of your time to complate this survey.

This survey i spansared by the District of Columbia Department of Transportation. Your response will be used anly for the
purposes of this profect  If you have any questions, please call Bob Schneider of Tooke Design Group at 301-362-1600.

1. What is the PRIMARY purpose of your walk or bike ride today? (check ane)
OTowork [To shoppingfemands [ To school [ To wisit friends, go to the gym, etc. [JFor exercise only

2. How many TIMES PER WEEK do you walk or bike for the Rollowing purposes? (write number in aach blank)
Gotworkk  Gotoschool:  Goshopping or run ermands:
Go o visit friends, go o the gym, etc.: _ Getexercise (net go to a destination):

3. Think of all the neighborhoods within a 5 to 10 minute walk of Kenilworth Avenue. Please tell us where the three
most difficulkt places to walk or bike across streets are (please circle them on the map on the back or list them here
1)

2}

3)

4, Think of all the neighborhoods within a 5 to 10 minute walk of Kenilworth Avenue. Please tell us where the three
maost difficult places to walk or bike beside the street are (citle them on the map on the back or list them here}
1)

2)

3),

5. What are the greatest barriers to walking/biking near Kenilworth Avenue? (check as many as you would like )
[OHeavy taffic [JFast raffic [JDifficult street crossings [] Not enough sidewalks ] Not encugh bike lanes/bike paths
[CCrime [CINot encugh street Bghts [Not enough places nearby to walk/bike to JOther

&, Please tell us where you started your walk/bike ride: Location?
K of P 0. Horm, Cnarverred Mo, Sl |
On what street?_ Tear what inbersection?

Tt iara (8. BewrgRd) Tirsacng S 6, 4 Gre)

7. Please tell us the destination of your walk/bike ride: Location?
b of w08, o, Coarparned Wero, Salres |
On what street? Teear what intersection?_

Tt o La_ Bewwg R Trwsecang Greet § o, 40 Sraat)

8, What is your age?: 9, What is your gender?: [ Female T Male
10. How many motor vehicles do you have in your housshold?;

11. Please tell us if you have any other comments (places you wich it were easier to walk/bike to, ideas for making it bether
for waking and bicycling in the neighbarhoods near Kenilworth Avenua):

Thank you for completing this survey!

d.

Dt Departracs of Traportuter

This survey was developed by Toole Design Group/STV Incorporated for the District Department of Transportation

-1 I A WY AP | -

Kenilworth Avenue Corridor
Pedestrian and Bicycle Survey
d.
1) mmwmmmkﬂmh
poople to walk or blke across strects

Z) Pleasa cirdle the three most dificult places for
people to walk or bloycle beside the street

h LY

Legend
4/ Ralline  Busang
D Resschwary | Kardworth Corridor Sty s
Maryard Roscwey [ 0C Beurcery
Mt Rad Siakon g
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C.1 METRORAIL

The Metrorail Orange Line extends from the
New Carrollton Metrorail Station in Prince
George’s County, Maryland to the
Vienna/Fairfax-GMU Metrorail Station in Fairfax
County, Virginia. Within the Study Area, the
Orange Line operates at-grade, parallel and
adjacent to Kenilworth with service to
Deanwood Metrorail Station at the
northernmost end near Eastern Avenue and
Minnesota Avenue Metrorail Station near
Benning Road.

Railroad tracks frame both sides of the
Metrorail right-of-way at both stations. On one
side is an active CSX freight line, on the other
is an active Norfolk Southern freight line.
Service on this portion of the Orange Line
began on November 20, 1978. Service
frequency on the Orange Line is less than 10
minutes during weekday peak hours, 12
minutes mid-day, 12 minutes Monday through
Thursday evenings, 10-20 minutes Friday
evening, 12-15 minutes on Saturday and 17-20
minutes on Sunday.

South of the Minnesota Avenue Metrorail
Station, adjacent to Benning Road, the Orange
Line turns westward and is joined by the Blue
Line before crossing the Anacostia River on
common track. The next stop inbound on both
lines is at the Stadium-Armory Metrorail
Station, located just west of the Study Area.

Deanwood Metrorail Station

The Deanwood Metrorail Station is located at
ground level along the north side of Minnesota
Avenue, NE, between 48th Street and Nash
Street. Passengers board and alight from an
island platform beneath a gull-wing roof. The
entrance is at the center of the platform. Two

elevators — one from the street to the
mezzanine level and one from the mezzanine
level to the platform level — are available as well
as two escalators from the street to the
mezzanine level and two escalators from the
mezzanine level to the platform level. A small
parking lot of 194 spaces is accessed from
Minnesota Avenue. Rates are $3.50 per day or
$45.00 reserved monthly and is collected upon
entry from 5:00 AM to 2:00 PM.

The station opens at 4:58 AM, with the first train
departing for New Carrollton at 5:36 AM and for
Vienna/Fairfax-GMU at 5:08 AM. Trains leave
starting at 7:00 AM on Saturdays and Sundays.
The last train departs for New Carrollton at
12:27 AM and for Vienna-Fairfax at 11:44 PM.
On Friday and Saturday nights, trains leave
exactly three hours later. Travel to Metro
Center, 5.99 miles distant, takes 19 minutes and
costs $2.00 (regular fare). Average weekday
ridership at Deanwood is xxx inbound boardings
and xxx outbound boardings.

The Deanwood station is served by Metrobus
routes R12, V14, V15, V7, V8, and W4. More
information concerning these routes is
contained in the following section on Metrobus.

Minnesota Avenue Metrorail Station

The Minnesota Avenue Metrorail Station is
located also at ground level adjacent to the
Amtrak Northeast Corridor right-of-way between
Minnesota Avenue and Kenilworth Avenue. The
entrance is at Grant Street NE. Passengers
board and alight from a center platform with
design similar to that at Deanwood Metrorail
Station. Two elevators — one from the street to
the mezzanine level and one from the
mezzanine level to the platform level — are
available as well as two escalators from the
street to the mezzanine level and two escalators

from the mezzanine level to the platform level. A
333-space parking lot is adjacent to the station.
Twenty short-term parking spaces are also
available. Rates are $2.50 per day or $45.00
reserved monthly and is collected upon entry from
5:00 AM to 2:00 PM.

The station opens at 5:00 AM, with the first train
departing for New Carrollton at 5:34 AM and for
Vienna/Fairfax-GMU at 5:10 AM. Trains leave
starting at 7:00 AM on Saturdays and Sundays.
The last train departs for New Carrollton at 12:25
AM and for Vienna-Fairfax at 11:46 PM. On
Friday and Saturday nights, trains leave exactly
three hours later. Travel to Metro Center, 5.21
miles away, takes 17 minutes and costs $1.35
(regular fare). Average weekday ridership at
Minnesota Avenue Metrorail Station is xxx
inbound boardings and xxx outbound boardings.

The Minnesota Avenue Metrorail Station is served
by Metrobus routes U2, U4, U5, U6, U8, V7, V8,
X1, X3, and X2. More information concerning
these routes is contained in the following section
on Metrobus.
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C.2 METROBUS

Although there is a significant amount of
transit service in the vicinity of the
corridor, most of it is on arterial roads
such as Minnesota Avenue, Benning
Road, East Capitol Street, and
Pennsylvania Avenue. A majority of this
service is oriented toward downtown and
most of the fixed routes bus service
operates over Pennsylvania Avenue
because this is a major direct access
route to downtown Washington, DC.

Many residential neighborhoods within
the corridor and abutting Kenilworth
Avenue are situated such that line-haul
bus service would not be possible.
Several neighborhoods such as Eastern
Gardens and Dupont Park are
completely surrounded by natural or
man-made impediments such freeways,
railroads, parks, or the Anacostia River,
making access for transit service, or to
transit service, complicated.

However, neighborhoods like Mayfair
Parkside, Greenway and River Terrace
are served by bus Routes U4, U5 and
U6. One of the purposes of this study is
to transform the Kenilworth Avenue
Corridor into a more pedestrian-friendly
environment. However, present transit
conditions confirm the difficulty of
accessibility to some of the
neighborhoods.

Table C.1 shows the 32 Metrobus routes
that serve the Kenilworth Avenue
Corridor. This information is useful for a
number of reasons but chiefly because it
documents three characteristics of the
bus route network:

Table C.1 — Metrobus Routes

Route From
32 Friendship Heights

34 Friendship Heights
35 Friendship Heights
36 Friendship Heights
96 Capitol Heights

97 Capitol Heights
A11 Capital Plaza

B2 Rhode Island Avenue/34th Street
D51 Congress Heights M
E32 Eastern High School

J11 Forestville

J13 Forestville

K11 Potomac Avenue/14th Street, SE M
M6 Bradbury Heights

R12 New Carrollton

S35 Branch Avenue/Randle Circle

u2 Minnesota Avenue

U4 Eastern Avenue/S heriff Road

us Minnesota Avenue

ué Mayfair

us Capitol Heights M
V7 Deanwood

\VZ:] Deanwood

V9 Benning Heights
V11 Addison Road/Seat Pleasant Road M

V12 Addison Road/Seat Pleasant Road M
V14 Penn Mar Shopping Center

V15 Penn Mar Shopping Center

W4 Capital Plaza

X1 Minnesota Avenue
X2 Minnesota Avenue
X3 Minnesota Avenue

To

Southern Avenue

Naylor Road

Naylor Road

Naylor Road

Duke Ellington Br.

Columbus Place

Federal Triangle

Anacostia

Duke Ellington H.S.

Benning Road

Addison Rd/Seat Pleasant Road
Federal Triangle

Branch Avenue

Potomac Avenue

Deanwood

Sousa Middle School

Anacostia

River Terrace

Lincoln Heights /Marshall Heights
Lincoln Heights /Marshall Heights
Benning Heights

C & 14th Streets, SW

9th Street/Constitution Avenue
C & 14th Streets, SW

Potomac Avenue/14th Street, SE
Suitland

Deanwood

Deanwood

Anacostia

Potomac Park/State Department
Lafayette Square

McLean Gardens

=

Via
Wisconsin Avenue, Pennsylvania Avenue M MM

Wisconsin Avenue, Pennsylvania Avenue M MM

=

Wisconsin Avenue, Pennsylvania Avenue

Wisconsin Avenue, Pennsylvania Avenue MVMMM
East Capitol Street, Union Station, New Jersey Avenue

East Capitol Street MMMM
MLK Jr. Highway, Pennsylvania Avenue

Bladensburg Road, Potomac Avenue

Alabama Avenue, Pennsylvania Avenue, Wisconsin Avenue

Independence Avenue, East Capitol Street, Ridge Road, G Street M
Marlboro Pike, Larchmont Avenue, Central Avenue

Marlboro Pike, Pennsylvania Avenue, Constitution Ave M
Pennsylvania Avenue, Silver Hill Road, Allentown Road, Auth Road M
Pennsylvania Avenue

Princess Garden Parkway, Greenbelt Metrorail Station, Kenilworth Avenue M
Branch Avenue, Southern Avenue, Ridge Road

Minnesota Avenue

Sheriff Road, Minnesota Avenue, Benning Road

Minnesota Avenue, 37th Street, Texas Avenue, East Capitol Street

Jay Street, Minnesota Avenue, 37th Street, Texas Avenue, East Capitol Street M
Nannie Helen Burroughs Avenue, Minnesota Avenue, Benning Road M
Kenilworth Avenue service road, Minnesota Avenue, Pennsylvania Avenue, Navy Yard M MM
Minnesota Avenue, Pennsylvania Avenue, Navy Yard, Archives M MM
Alabama Avenue, Ridge Road, Minnesota Avenue, Minnesota Avenue, Pennsylvania Avenue, Navy Yard M M
Addison Road, Pennsylvania Avenue

Addison Road, Pennsylvania Avenue, Suitland Road

Mason Street, Gateway Boulevard, Suffolk Avenue, Central Avenue, Hill Road, Seat Pleasant Drive, Addison Road M

Mason Street, Gateway Boulevard, Suffolk Avenue, Central Avenue, Hill Road, Seat Pleasant Drive, Addison Road M

Kenilworth Avenue, Eastern Avenue, Benning Road, Alabama Avenue, South Capitol Street MMVM
Benning Road, Constitution Avenue M

Benning Road, H Street, 16th Street, | Street M MM
Benning Road, Florida Avenue, U Street, Calvert Street, Woodley Road, Wisconsin Avenue MM

Source: Washington Metropolitan Transit Authority (WMATA)




« the extensive coverage of area bus Table C.2 — Metrobus Route

routes and the range of destinations Headways
that can be reached with a one-seat
ride from a location within the Peak Weekday
. Route Headway Service
corridor,; (minutes) Span
« the interconnectivity of the Metrorail 32 N/A N/A
and Metrobus networks; and 34 N/A N/A
35 N/A N/A
« the radial orientation of the transit 36 N/A N/A
network. 96 18m 4:45 AM-3:27 AM
o , 97 14 m 6:00 AM-9:24 PM
Many dest_lnat_lons can be reached with a a1 NA NA
one-seat ride in such an extensive
network. Those that cannot can usually B2 1m 4:32 AM-3:26 AM
be reached by connecting to Metrorail D51 N/A N/A
and the local network has excellent E32 N/A N/A
interconnectivity with the Metrorail J11 26m 5:30 AM-6:49 PM
system. This means that with a J13 N/A N/A
connection to Metrorail access can be K11 N/A N/A
galned. to most anywhere in thfa region. M6 17m 521 AM-3:49 AM
There is go_od Ipcal co!le_c_tor/dlstrlbutor R12 30m 458 AM-10:31 PM
feeder service in the vicinity of the
corridor and adjoining neighborhoods. S35 NA NA
Service of this kind includes Routes U4, U2 26m 5:59 AM-10:17 AM
U5, U6, U8, V9, V14, and V15. There u4 12m 4:42 AM-3:52 AM
are a few neighborhoods such as us N/A N/A
Twining and Penn Branch that do not us 12m 4:34 AM-4:05 AM
have such service. us 10m 4:25 AM-3:57 AM
. . , ) V7 26m 4:39 AM-3:48 AM
However, the |nformat|on lcontalned in V8 N/A N/A
Table C.1 can be misleading. Many of
the routes serving the corridor operate Vo 26m 5:00 AM-7:16 PM
only limited service — some only when vii NIA NIA
Metrorail is out of service, some on V12 23m 4:55 AM-12:59 AM
weekends only, some only one trip per V14 20m 5:45 AM-7:37 PM
day for specialized trips, etc. V15 N/A N/A
Nonetheless, there are a sizeable W4 13m 5:03 AM-3:26 AM
number of routes with service and the X1 18 m 3-40 AM-9:12 PM
fact remains that accessibility to X2 8m 4-18 AM-3:22 AM
Metrorail and the region either by direct
X3 30m 3:34 AM-9:07 PM

access or feeder bus is good. Table C.2
shows average peak hour headways for Source: WMATA
routes in the corridor. This table also

shows the routes which do not operate

regular schedules. It shows that 13 of

the 32 routes operating in the corridor do

not operate regularly scheduled

weekday peak service.




C.3 BUS RAPID TRANSIT (BRT)
AND STREETCAR SERVICE

Short term proposals for streetcar and
BRT projects have emerged from the
DC’s Transit Future project. Two
initiatives constitute this project:

« Anacostia Streetcar Project

o District of Columbia Transit
Alternatives Analysis (DCAA)

Though no BRT or streetcar route is in
operation in DC or the region today, both
are being considered as part of the 18-
month DCAA which is now underway. In
addition to the Anacostia Streetcar line,
which is being proposed for southeast
Washington, nine “premium transit” route
alternatives, which could be streetcar or
BRT routes but likely will start as Rapid
Bus routes, are recommended by the
DCAA. Five of these have direct impact
on the Kenilworth Avenue Corridor and
are discussed below.

The proposed Anacostia Streetcar
“starter-line” would operate wholly on city
streets from a southern terminus at
Bolling Air Force Base near South
Capitol Street and Firth Stirling Avenue
to the intersection of Pennsylvania
Avenue SE and Minnesota Avenue SE.
Intermediate stops have been tentatively
identified for Suitland Parkway,
Anacostia Metro station, Martin Luther
King Jr. Avenue, and 16th Street.

The proposed street alignment was
selected after negotiations on an earlier
route along the Shepard Industrial Spur
CSX right-of-way failed to reach a
satisfactory agreement. The present
alignment will serve the neighborhoods
of Fairlawn, Anacostia, and Barry Farm.

Several extensions and segments of
other routes operating in common
alignment with the Anacostia Streetcar
line are also under study. As part of the

| Hia

DCAA the following “premium transit”
routes which would operate in the vicinity
of the Kenilworth Avenue Corridor are
being studied and evaluated:

Minnesota Avenue Metrorail Station to
Bolling AFB

This “premium transit” route would
operate from the Minnesota Avenue
Metro station over Minnesota Avenue
NE to Pennsylvania Avenue, wherupon it
would connect with or join the Anacostia
Streetcar line. If the latter alternative is
selected this line would in effect be an
extension of the Anacostia Streetcar line.

Georgetown/Crosstown to Minnesota
Avenue Metrorail Station

This “premium transit” route would begin
at Georgetown University, go east down
Canal Street and M Street NW, turn
south on Wisconsin Avenue NW, and
east on K Street NW. At Mt. Vernon
Square, the alignment would head
southeast on Massachusetts Avenue
NW, turn east on H Street NW/NE,
merge onto Benning Road NE, and turn
north on Minnesota Avenue, terminating
at the Minnesota Avenue Metrorail
station. If Light Rail is selected, this line
would operate in conjunction with the
Anacostia Streetcar line between the
Minnesotat Avenue Metrorail station and
Pennsylvania Avenue SE.

Friendship Heights Metrorail Station
via Georgetown/Crosstown to
Minnesota Avenue Metrorail Station

This “premium transit” route follows the
same route as described in the
preceeding bullet, except that it
would begin at Friendship Heights
Metro station and travel the length of
Wisconsin Avenue NW before turning
east on K Street NW and then following
the route above to the Minnesotat
Avenue Metrorail station.

Georgetown/SW Waterfront to
Minnesota Avenue Metrorail Station

This “premium transit” route would begin
at Georgetown University, go east down
Canal Street and M Street NW, turn
south on Wisconsin Avenue NW, and
east on K Street NW. At Washington
Circle, the alignment would turn south
onto 23rd Street NW, then east on
Independence Avenue SW, south on
12th Street SW, southeast onto Maine
Avenue SW, and east onto M Street
SW/SE. The route would then turn north
onto 11th Street SE, right on K Street
SE, northeast on Potomac Avenue SE,
and north on 19th Street SE/NE past DC
General Hospital and RFK Stadium.
Finally, the alignment would turn east on
Benning Road NE and north on
Minnesota Avenue, terminating at the
Minnesota Avenue Metrorail station.

FortStanton

Park

Friendship Heights Metrorail Station
via Georgetown/SW Waterfront to
Minnesota Avenue Metrorail Station

This “premium transit” route follows the
same route as that described in the
immediately foregoing bullet, except that
it would begin at Friendship Heights
Metro station and travel the length of
Wisconsin Avenue NW before turning
east on K Street NW and then following
the route above to the Minnesotate
Avenue Metrorail station.

In addition to these “premium transit”
routes, one Rapid Bus route is under
study as part of the DCAA. This route
would operate from Forestville to
Downtown. This rapid bus route would
operate through the Kenilworth Avenue
Corridor Study Area on Pennsylvania
Avenue SE, intersecting Minnesota
Avenue at Pennsylvania Avenue SE.

All of these routes are under study.
Alignments, station locations and modes
have not been selected. These
attributes will become clearer as the
Alternatives Analysis proceeds towards
its conclusion in 2006.

Future extension of the Anacostia
Streetcar to Deanwood Metro station
could be implemented when the two
discontinuous segments of Minnesota
Avenue are connected. This would
provide transit service along the
Anacostia River corridor from the DC
City Limits at Eastern Avenue to Bolling
Airforce base with radial connections at
Benning Road, East Capitol Street, and
Pennsylvania Avenue within the
Kenilworth Avenue Corridor Study Area
and Good Hope Road, Martin Luther
King Jr. Avenue, the Anacostia Metrorail
station, and South Capitol Street beyond.
Service such as that just described could
result in tremendous continuity and
north-south mobility in the Corridor as
well as heighten the potential for TOD at
important transfer points and commercial
centers. At no time in the past has there
been continuous transit service in the
Anacostia River corridor because most
service in the Study Area is oriented
radially toward Downtown Washington.
In addition, to providing north-south
continuity in the Corridor and increasing
the potential for development in the area,
improved transit service would reduce
dependence on the automobile and
modestly alleviate congestion in the
Corridor.




C.4 SUMMARY

Bus service operates on all of the major
roadways over or under Kenilworth
Avenue, including Nannie Helen
Burroughs Avenue, Benning Road, East
Capitol Street, and Pennsylvania
Avenue. This service provides mobility
from the east to the west side of
Kenilworth Avenue and helps to create
more cohesiveness and a sense of
community and unity among
neighborhoods, hence, helping to
achieve one of the goals of the
Kenilworth Avenue Corridor Study.

Although Kenilworth Avenue carries no
bus service, the Kenilworth Avenue
service road does. Routes V7 and V9
operate on both the eastern and western
Kenilworth Avenue service roads
between Eastern Avenue and Nannie
Helen Burroughs Avenue, whereupon
the routes cross under Kenilworth
Avenue on Nannie Helen Burroughs
Avenue and continue operating south on
Minnesota Avenue. The Kenilworth
Avenue service road carries no transit
routes south of Nannie Helen Burroughs
Avenue.

The other major north-south arterial in
the area is Minnesota Avenue which
carries numerous bus routes; however,
no bus route serves the street from end
to end. The road is discontinuous with
one section in place between Eastern
Avenue and Meade Street and another
between Sheriff Road and Good Hope
Road in Anacostia.

Bus routes R12, V7, V8, V14, V15, and
W4 operate over Minnesota Avenue
between Eastern Avenue and Deanwood
Metrorail Station. Along Minnesota
Avenue, south of Sheriff Road,
numerous bus routes, including U2, U4,
U5, U6, V7, V8, and V9 operate along
various portions of Minnesota Avenue.
Only Routes V7 and V9, which operate
on Minnesota Avenue south of Nannie

Helen Burroughs Avenue, continue for
the full length of the arterial roadway
within the Study Area, which ends at
Pennsylvania Avenue and the John
Philip Sousa Bridge.

In addition to peak headways, Table C.2
shows the weekday span of service.
Approximately one-third of the routes
operate well past midnight and past the
hours of operation of Metrorail.

There appear to be few transit
deficiencies in the vicinity of the
Kenilworth Avenue Corridor Study Area.
Excellent neighborhood-based collector
routes are in place, serving as
feeder/distributor functions to Metrorail
stations, including Deanwood, Minnesota
Avenue, and Benning Road.

Residents of some neighborhoods such
as Central Northeast that lie between
Nannie Helen Burroughs Avenue and
Benning Road/Central Avenue must
walk about .4 mile to one of the above
roads to access transit service but, once
there, transit service on these roads is
quite frequent with 10 minute peak
headways on Route U8. In addition, the
Benning Road Metrorail Station on the
Blue Line is an option. Also, some
residents of the westernmost portions of
the neighborhood between Minnesota
Avenue and Anacostia Park, south of
East Capitol Street may experience
three or four block walks to reach transit
routes on Minnesota Avenue. No other
neighborhood appears to lack accessible
transit service, i.e. a bus route or
Metrorail station within 1/4 mile.

Overall, transit coverage is good in the
Study Area. However, additional
assessment of possible rail and transit
improvements that could improve system
capacity and attractiveness and, thus,
reduce dependence on automobile trips
in the corridor are discussed in Chapter
9 — Future Opportunities.

Some “bunching” of buses has been
observed in the Study Area. There may
be several reasons for this. One is that
the bridges across the Anacostia River,
especially the John Philip Sousa Bridge,
carry many transit routes that converge
from all over Prince George’s County.
Roads that feed the bridges and the
bridges themselves are “throats” for
automobile and bus traffic. Bus
congestion tends to emulate automobile
traffic in the same environment.
Although transit schedules may dictate
certain headway, peak period operations
in busy corridors, with many routes
feeding a common trunk, bunching
cannot be avoided. A solution would be
the construction of bus-only bridges or
exclusive transit lanes on existing
roadways. Neither of these alternatives,
however, represents a simple,
inexpensive solution.

In addition, some “bunching” of buses at
rail stations may be desirable. Feeder
bus operations are intended to drop
riders off at rail stations within a certain
window — usually five minutes -- of train
arrival and leave for distribution of
passengers within a certain window —
usually five minutes -- after train
departure. This means that there is
frequently a “pulse” phenomenon at rail
stations and other transfer centers
similar to what is seen today at hub
airports. This “bunching” or pulse
scheduling in this context is a good
thing, i.e. it increases interconnectivity,
passenger convenience and overall
mobility while reducing travel time. It
does, however, place additional demand
on roads leading to and from the rail
station and can contribute to congestion
and “bunching” of buses.
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D.1 ROADWAY
CLASSIFICATIONS

Kenilworth Avenue, also known as DC
295, is an expressway on the east side
of the Anacostia River providing a link
between Interstate 395 (I-395), Interstate
295 (1-295), and the Baltimore-
Washington Parkway (MD 295). It
serves as a major commuter route,
carrying several thousand vehicles daily
between Maryland and Washington, DC.
Throughout the study area, the posted
speed limit is 45 mph; however, the
speed limit south and north of the study
area is posted higher. Figure D.1 shows
the roadway network and corresponding
functional classifications in the study
area (summarized below).

Roadways with a Freeway Classification:
o Kenilworth Avenue.

Roadways with an Arterial Classification:
« Pennsylvania Avenue;

« East Capitol Street;

« Benning Road;

« Nannie Helen Burroughs Avenue;
and

« [Eastern Avenue.

im

UETH A ERLETC (0118 Kenitworth Avenue Comidor Stucdy
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Table D.1 — Kenilworth Avenue Characteristics by Segment

Beginning at

Pennsylvania
Avenue

E. Capitol Street
Benning Road
NHB Avenue

Eastern Avenue

Ending at

East Capitol Street
Benning Road
NHB Avenue
Eastern Avenue

Maryland State Line

Right-of-Way Number of
Width Travel Lanes
120 4
150 6
160 6
190 6
190 7

Shoulders

4' left
10' right

None
None

None

Median
Treatment

Barrier

Barrier
Barrier
Barrier

Barrier




D.2 TRAFFIC COUNTS

Traffic counts were conducted
throughout the study area in October
and November of 2004. Additional
counts were also collected in February of
2005. Twenty-four hour continuous
mechanical counts were conducted to
obtain average daily traffic (ADT)
volumes and manual intersection counts
were made at select locations to
supplement the data and obtain traffic
information on local streets as shown in
Figures D.2 through D.5.

Continuous Mechanical Counts

Continuous machine vehicle counts in
hourly intervals over a 72-hour period
were conducted during a typical week
from Tuesday through Thursday.
Counts were performed at twenty-four
(24) interchange ramps, ten (10) slip
ramps and five (5) mainline locations
(northbound and southbound) along the
corridor. Data collected at each location
included vehicle classification using
FHWA's thirteen (13) vehicle types,
speed and volume.

Counts were made at the following
interchange locations:

« Kenilworth Avenue and
Pennsylvania Avenue (6 ramps, 6
lanes);

« Kenilworth Avenue and East Capitol
Street (3 ramps, 3 lanes);

« Kenilworth Avenue and Benning
Road (8 ramps, 9 to 10 lanes);

« Nannie Helen Burroughs Avenue (3
ramps, 5 lanes); and

o Eastern Avenue (4 ramps, 4 lanes).
at the following mainline locations:

e Pennsylvania Avenue and East
Capitol Street (4 lanes);

« East Capitol Street and Benning
Road (5 lanes);

« Benning Road and Nannie Helen
Burroughs Avenue (6 lanes);

« Nannie Helen Burroughs Avenue
and Eastern Avenue (6 lanes); and

« north of Eastern Avenue (6 lanes).

at the following northbound slip ramp
locations:

e 44th Street (1 lane on ramp);

« Meade Street (1 lane off ramp);

«  47th Street (1 lane on ramp); and
e 47th Street (1 lane off ramp).

and at the following southbound slip
ramp locations:

« Baker Street (1 lane off ramp);

« Hayes Street (2 lane off ramp);

o Burnharn Place (1 lane on ramp);
e Lane Place (1 lane on ramp);

«  44th Street (1 lane off ramp); and

e Ord Street (1 lane off ramp).

Manual Intersection Counts

Manual traffic turning movement counts
were taken at ten (10) intersections over
a twelve-hour period between 7:00 AM
and 7:00 PM. Counts were performed
mid-week on a Tuesday, Wednesday or
Thursday of a typical week.

Counts included pedestrian and bicycle
activity and were made at the following
locations:

« Randle Circle at Minnesota Avenue
and Massachusetts Avenue (4
locations);

« Kenilworth Avenue, Kenilworth
Terrace and Nannie Helen
Burroughs Avenue (1 location);

e Minnesota Avenue and Benning
Road (1 location);

e Kenilworth Avenue and Nannie
Helen Burroughs Avenue (1
location);

« Minnesota Avenue and Nannie
Helen Burroughs Avenue (1
location); and

« Kenilworth Avenue service road and
Eastern Avenue (2 locations).
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Kenilworth Avenue Corridor Study

Existing Traffic Volumes

At the Maryland state line, Kenilworth
Avenue carries over 140,000 vehicles
per day (vpd), as shown in Figure D.6.
At the southern end of the corridor, just
north of Pennsylvania Avenue, the
volume is just under 110,000 vpd.

Of the four major arterial highways
intersecting Kenilworth Avenue
throughout the corridor, the highest daily
volumes were observed on East Capitol
Street and Benning Road, largely
because they are commuter routes.

P~

-
-
-

Appendix D - Traffic Data
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Service Road Counts

Continuous machine vehicle counts in
hourly intervals over a 72-hour period
were conducted during a typical week
from Tuesday through Thursday on the
service (or frontage) roads between
Nannie Helen Burroughs Avenue and
Eastern Avenue.

Figure D.7 summarizes those counts for
the morning and evening peak hour.

Existing Turning Movements

Manual traffic turning movement counts
were taken at ten (10) intersections over
a twelve-hour period between 7:00 AM
and 7:00 PM. Counts were performed
mid-week on a Tuesday, Wednesday or
Thursday of a typical week.

Figure D.8 (page D-9) summarizes the
morning and evening peak hour counts.

CUETHIE TERYELH G (]11® Kenilworth Avenue Corridor Study
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Vehicle Classifications

At each end of the corridor, vehicle
classification data was obtained over a
72-hour period. The classification data
document the mix of heavy vehicles in
the traffic stream including passenger
cars, buses, and trucks. The
classification data conform to the Type F
Vehicle Classification Scheme, originally
developed by the Maine Department of
Transportation.

When considering the three-day
average, it can be seen from Table D.2
that the majority of traffic in the study
corridor is comprised of passenger cars
(74 - 79% for the three-day average).
Next, recreational vehicles (pickups,
panels, vans, and other vehicles such as
campers, and motor homes) comprised
approximately 15% of the traffic.

For the three-day average, the combined
volume and corresponding percentage of
trucks (classifications 5 through 13)
ranges between 4.9% and 6.3%. Of the
overall truck percentage total, single unit
trucks (delivery vans, dump trucks,
concrete trucks, etc.) made up
approximately 3% of the vehicle mix.

The remaining percentage comprised
tractor-trailer type trucks. The majority of
the tractor-trailer trucks were single
trailer vehicles. Small percentages of
multi-trailer trucks were counted. Multi-
trailer trucks were observed in the field
on more than one occasion.

Table D.3 summarizes the peak hour
vehicle classification at the south and
north portals of the corridor. The data is
based on a three-day average.

At the south portal of the corridor, a
higher percentage of trucks exit (are
headed southbound) than enter (are
headed northbound) during the AM peak
hour. However, during the PM peak
hour, a higher percentage of trucks enter

(are headed northbound) than exit (are
headed southbound). Tractor-trailer
truck percentages are also higher in the
northbound direction during the PM peak
hour.

At the north portal of the corridor, during
both peak hours, a higher percentage of
trucks enter (are headed southbound)
than exit (are headed northbound).
Tractor-trailer truck percentages are also
higher in the peak direction.

The daily vehicle composition was fairly
consistent throughout the corridor on a
percentage basis, as shown in Figure
D.9. However, when considering the
total volume of trucks (applying the
percentage versus the varying ADT), the
total daily number of trucks entering the
corridor from the north side is
significantly different. On a daily basis,
the total volume of trucks decreases as
they progress through the corridor in
either direction. Or in other words, once
trucks enter the corridor from either end,
more trucks are exiting from Kenilworth
Avenue than entering. Figure D.9 also
illustrates the entering and exiting truck
volume on a peak hour basis. With the
exception of the northbound direction
during morning peak hour, the total
volume of trucks generally decreases as
they progress through the corridor during
the peak hours. It should be noted that
the majority of truck traffic also occurs
during off-peak hours.

Figure D-7 shows traffic volumes along
the frontage roads. It can be seen that
there is a substantial increase in traffic
volumes in the peak direction. This can
likely be attributable to commuters
bypassing congestion or choosing to exit
earlier because they perceive greater
safety. The locations of the slip ramps
encourage commuter travelers to divert
from Kenilworth Avenue and onto the
service roads when there is congestion.

Anacostia Waterfront

Kenilworth Avenue Corridor Study

-'-All Heavy Vehlcles
‘Daily Count I AM Peak I PM Peak
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Table D.2 - 24-Hour Vehicle Classification Summary, 3-Day Average

Table D.3 - Peak-Hour Vehicle Classification Summary, 3-Day Average

South Portal North Portal
Class Type (at Pennsylvania Avenue) (at Eastern Avenue)
Northbound Southbound Northbound Southbound

1 MC 0.1% 0.1% 0.1% 0.1%
2 P 78.0% 79.8% 79.1% 74.1%
3 RV 15.2% 14.4% 14.8% 18.9%
4 Bus 1.0% 0.7% 1.2% 0.6%
5 SU (2) 2.6% 2.6% 2.7% 3.2%
6 SU (3) 0.6% 0.5% 0.4% 0.5%
7 SuU (4) 0.1% 0.3% 0.0% 0.0%
8 WB 4) 12% 0.8% 0.9% 2.0%
9 WB (5) 0.6% 0.7% 0.6% 0.4%
10 WB (6) 0.2% 0.1% 0.1% 0.1%
11 WB (5)(2) 0.0% 0.0% 0.0% 0.0%
12 WB (6)(2) 0.1% 0.0% 0.0% 0.0%
13 WB (7)(2) 0.2% 0.1% 0.1% 0.1%

5-13 All Trucks 5.7% 5.0% 4.9% 6.3%

MC = Motorcycles

P = Passenger Cars

RV = Recreational Vehicle (pickups, panels, vans, and vehicles such as campers, and motor homes)
Bus = Buses

SU (X) = Single Unit Trucks and Number of Axles

WB (X) = Wheel Base Trucks and Number of Axles

WB (X) (X) = Wheel Base Trucks and Number of Axles and Trailers

Summary of Table D.2

e A majority of traffic in the study
corridor is comprised of passenger
cars.

o Recreational comprise the next
highest percentage of vehicles.

« These two classifications account for
nearly 95% of the vehicles using
Kenilworth Avenue.

=

South Portal North Portal
Class Type (at Pennsylvania Avenue) (at Eastern Avenue)
Northbound Southbound Northbound Southbound
AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak
1 MC 0.1% 0.1% 0.1% 0.1% 0.1% 0.1% 0.1% 0.1%
2 P 77.3% 76.2% 77.0% 80.8% 80.0% 82.1% 75.2% 77.2%
3 RV 17.7% 15.6% 16.5% 14.6% 14.7% 12.1% 16.9% 17.2%
4 Bus 0.5% 1.0% 0.7% 0.7% 0.9% 1.6% 0.8% 0.4%
5 SuU (2) 24% 2.9% 3.1% 21% 2.8% 2.0% 3.5% 2.4%
6 SU (3) 0.7% 0.5% 0.6% 0.4% 0.3% 0.2% 0.4% 0.3%
7 SU 4) 0.1% 0.0% 0.3% 0.1% 0.0% 0.0% 0.0% 0.0%
8 WB (4) 0.8% 2.3% 0.8% 0.9% 0.7% 1.2% 2.5% 2.0%
9 WB (5) 0.4% 0.5% 0.7% 0.3% 0.5% 0.4% 0.6% 0.2%
10 WB (6) 0.1% 0.5% 0.1% 0.0% 0.1% 0.1% 0.1% 0.0%
11 WB (5)(2) 0.0% 0.1% 0.0% 0.0% 0.0% 0.0% 0.0% 0.0%
12 WB (6)(2) 0.0% 0.1% 0.0% 0.0% 0.0% 0.1% 0.0% 0.0%
13 WB (7)(2) 0.0% 0.4% 0.2% 0.0% 0.0% 0.1% 0.1% 0.1%
5-13 All Trucks 4.5% 7.2% 5.7% 3.8% 4.4% 4.1%% 71% 5.1%

MC = Motorcycles

P = Passenger Cars

RV = Recreational Vehicle (pickups, panels, vans, and vehicles such as campers, and motor homes)
Bus = Buses

SU (X) = Single Unit Trucks and Number of Axles

WB (X) = Wheel Base Trucks and Number of Axles

WB (X) (X) = Wheel Base Trucks and Number of Axles and Trailers

Summary of Table D.3

« At Pennsylvania Avenue during the
AM peak hour, more trucks exit than
enter the corridor. At Pennsylvania
Avenue during the PM peak hour,
more enter than exit the corridor.

« At Eastern Avenue, during the AM
and PM peak hours, more trucks
enter the corridor than leave it.




D.3 TRAFFIC OPERATIONS

Capacity Analysis

The Highway Capacity Manual (HCM)
describes procedures that assign letter
grades to define the ability of a roadway
or intersection to accommodate
prevailing traffic volumes. This capacity
analysis compares the peak hour traffic
volumes with the capacity of a roadway
or intersection to arrive at a Level of
Service classification.

Level of Service (LOS) is defined as a
qualitative measure of the operating
condition at any given roadway or
intersection. It is a function of a number
of factors including volume, geometry
and traffic control. From the viewpoint of
the driver, lower volumes provide higher
levels of service, while higher volumes
provide a lower level of service.

Six Levels of Service, ranging from A to
F, with A representing the optimum
operating conditions and F representing
congestion, are defined to represent
operating conditions.

The methodologies for measuring level
of service vary depending on the type of
facility under evaluation. Traffic
operations along Kenilworth Avenue are
comprised of connected segments
consisting of basic freeway segments,
ramp segments, and weaving segments.

Table D.4 - Levels of Service Measurements

« Basic freeway sections of highway
are not influenced by ramp or
weaving segments.

« Ramp segments include either on-
ramps (ramp merges) or off-ramps
(ramp diverges).

« Weaving segments are created
when two or more traffic streams
cross in the same general direction.

Traffic operations along adjacent or
intersecting arterial highways are
analyzed with the signalized or
unsignalized intersection methodologies
in the HCM.

Table D.4 illustrates the LOS criteria for
the roadway facilities evaluated for this
study.

Analysis of Kenilworth Avenue

Figure D.10 and Tables D.5 and D.6
illustrates the LOS along Kenilworth
Avenue as well as at specific ramp
junctions and weaving sections.

During the AM peak hour in the
southbound direction, Kenilworth Avenue
operates at LOS F throughout the
corridor.

During the PM peak hour in the
northbound direction, Kenilworth Avenue
operates at LOS F between
Pennsylvania Avenue and Benning Road
and north of Eastern Avenue. However,
between Benning Road and Eastern
Avenue, the roadway operates at
capacity, or LOS E.

Most of the north- and southbound ramp
merges and diverges operate at LOS E
or LOS F in the peak direction. Similarly,
the peak direction weaving sections also
operate at LOS E or LOS F.

Basic Freeway

Segments
(pc/mi/ln)

0-11
>11-18
>18-26
>26-35
>35-45
F >45

Level of Service

moow >

Merge and Weaving
Diverge Areas Areas
(pc/mi/In) (pc/mi/ln)
<10 <10
>10-20 >10-20
>20-28 >20-28
>28-35 >28-35
>35 >35-43
Exceeds Capacity >43

Signalized Unsignalized
Intersections Intersections
(sec/veh) (sec/veh)
<10 0-10
>10-20 >10-15
>20-35 >15-25
>35-55 >25-35
>55-80 >35-50
>80 >50

pc/mi/in = Density in Passenger Cars per Mile per Lane
sec/veh = Delay in Seconds per Vehicle

Table D.5 - Levels of Service for Freeway Segments Along Kenilworth Avenue

Freeway
Segments

Pennsylvania Avenue
to
East Capitol Street

East Capitol Street
to
Benning Road

Benning Road to
Nannie Helen Burroughs Avenue

Nannie Helen Burroughs Avenue
to Eastern Avenue

Eastern Avenue
to
Maryland State Line

Northbound Southbound
AM PM AM PM
Peak Peak Peak Peak
D F F F
C F F D
C E F D
C E F D
D F F E

Table D.6 — Levels of Service at Interchange Ramps, AM (PM) Peaks

Direction of Travel Eastbound
Eastbound to -
Westbound to -
Northbound to -
Southbound to Free Flow

Direction of Travel Eastbound
Eastbound to -
Westbound to -
Northbound to -
Southbound to -

Direction of Travel Eastbound
Eastbound to -
Westbound to -
Northbound to X(Y)
Southbound to F (D)

Direction of Travel Eastbound
Eastbound to -
Westbound to -
Northbound to C (F)
Southbound to F (D)

East Capitol Street Interchange

Westbound Northbound Southbound
- Free Flow F (F)
Benning Road Interchange
Westbound Northbound Southbound
- C (E) Free Flow
C (D) - -
F (D) - -
Nannie Helen Burroughs Avenue Interchange
Westbound Northbound Southbound
- C(E) F (C)
- C(E) F (C)
X (Y) - -
F (D) - -
Eastern Avenue Interchange
Westbound Northbound Southbound
- X(Y) F(C)
C (F) - -
F (D) - -

Movements not possible are indicated by '-'
'Free Flow' indicates traffic has a dedicated lane, no merge is required
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Synchro/SimTraffic Operations Model

Evaluation of the corridor was made by
creating a Synchro model. Synchro
models operations at signalized and
unsignalized intersections using the
methodologies from the Highway
Capacity Manual. Though Synchro is
typically used to evaluate arterial
highways with multiple traffic signals,
freeway applications can be evaluated
with the model.

SimTraffic is a macroscopic traffic
simulator that models traffic conditions
defined in Synchro and records a variety
of measures of effectiveness (MOE).
The selected MOE from SimTraffic
include delay, vehicle stops, travel time,
emissions and queues.

The mainline freeway geometry (number
of through lanes, acceleration and
deceleration lanes at ramp segments),
the lane configurations, turn lane
lengths, traffic signal timing and phasing
for adjacent arterial highways, and peak
hour volumes were input into Synchro.
Traffic signal timing was provided by
DDOT’s Traffic Signal Section.

The Synchro model was animated in
SimTraffic and the resultant MOE (delay,
travel times, vehicle stops and queues)
were compared with actual field-
observed conditions. The Synchro and
SimTraffic models were then calibrated.
The calibration process included
adjusting various network speeds,
vehicle and driver characteristics and re-
running the model until the results
closely matched those observed in the
field. The calibration was completed to
predict with a high degree of confidence
changes in delays and queuing resulting
from various improvements.

The largest MOE utilized for comparison
purposes in the model calibration
process was travel time. In order to
document travel time, several real-time

travel runs were made in both directions
between Suitland Parkway and
Annapolis Road (MD 450) in Maryland.

Figure D.11 illustrates the observed
travel times during each peak in the
northbound direction. Figure D.12
illustrates the observed travel times
during each peak in the southbound
direction. Note that the posted speed
limit (shown by the yellow line) is 45
miles per hour.

During the morning rush, travel times
and accompanying vehicle speeds are
low at the northern end of the corridor
and increase as vehicles travel south.
Likewise, during the afternoon rush
vehicle speeds tended to slow as
vehicles traveled south to north. Travel
times and speeds were high in the non-
peak directions.
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Table D.7 summarizes the existing Table D-7 - Existing Intersection Level of Service

intersection LOS. Several intersections

are at or exceed capacity in one or both AM Peak Hour PM Peak Hour

peak hours. The intersection of Intersection Cycle Dela Cycle Dela

Minnesota Avenue and Benning Road as Length LOS —ysec Length LOs —Ysec

well as Randle Circle and sec Set

Massachusetts Avenue operates at LOS Minnesota Avenue and Benning Road 120 F 108.2 120 D 443

F du_rlng the AM peak. The mte'_‘seCtlon Minnesota Avenue and Burroughs Avenue 120 E 745 120 F 138.8

of Minnesota Avenue and Nannie Helen

Burroughs Avenue operates at LOS F Minnesota Avenue and Randle Circle East 80 C 27.6 80 B 11.4

during the PM peak. Minnesota Avenue and Randle Circle West Unsig A 5.6 Unsig C 16.5
Randle Circle and Massachusetts Avenue Unsig F 80.0 Unsig A 1.5
Randle Circle and Branch Avenue Unsig A * Unsig A *
Eastern Avenue and Northbound Kenilworth Avenue 120 D 42.0 120 B 17.3
Eastern Avenue and Southbound Kenilworth Avenue 120 Cc 31.2 120 D 40.9
Burroughs Avenue and Kenilworth Terrace Unsig E * Unsig E *
Burroughs Avenue and Northbound Kenilworth Avenue 120 B 12.7 120 C 23.2
Benning Road and 34th Street 100 E 62.6 100 C 222




Intersection LOS Diagram D.13
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Kenilworth Avenue Corridor Study

D.4 TRAFFIC SAFETY

Automobile crash data for Kenilworth
Avenue was acquired from the Traffic
Safety Branch for the District Department
of Transportation. Data for the mainline,
on- and off-ramps, and service roads
was collected the period of January 1,
2001 to December 31, 2003. Additional
data was also collected at the following
intersections:

« Benning Road and 34th Street;

« Benning Road and Minnesota
Avenue;

¢ Nannie Helen Burroughs Avenue
and Kenilworth Avenue;

« Nannie Helen Burroughs Avenue
and Minnesota Avenue; and

« Eastern Avenue and Kenilworth
Avenue service roads.

During the three-year period (2001,
2002, and 2003) there were a total of
485 reported crashes along Kenilworth
Avenue and its service roads

P~

-
-
-

Data Collection

The original data, known as Freeways,
Bridges and Interstate (FBI) crash data,
was derived from District of Columbia
Metropolitan Police Department Accident
Reports. These reports were reviewed,
summarized for selected criteria, and
coded in a database. Types of data
recorded included:

« Date of Accident

. Time

o Day of Week

« Type of Accident

« Location

« Type of Collision

« Road Type

« Road Condition

« Light Condition

o Weather

o Contributing Circumstances

Summary of Findings

Findings of a review of the Kenilworth
Avenue crash data for the three most
recent years are discussed below.

485 crashes occurred along the corridor
over the three year period studied:

o 129 occurred in 2001;

« 141 occurred in 2002; and

e 215 occurred in 2003.

This represents a 67% increase in

crashes between 2003 and 2001; a three
year period.

Crash rates are an effective tool for
measuring safety hazards at a particular
location as they combine crash
frequency with the traffic volume. Crash
rates are expressed as “crashes per
Million Vehicle Miles Traveled” (MVMT)
for highway locations or "crashes per
Million Entering Vehicles" (MEV) for
intersection locations. In terms of crash
rate, the highest rates occur north of
East Capitol Street, and particularly
north of Benning Road. Figure D-14
shows the crash history in terms of crash
rate between the existing interchanges
along Kenilworth Avenue.

Nearly 60 - 70% of all of the reported
crashes occurred between Benning
Road and Eastern Avenue. The location

Appendix D - Traffic Data

of crashes has remained relatively
constant over the past three years.




2001 - 2003 Crashes Classified By Severity

Fatal
0% Injury
35% O Fatal
B Injury
Propert O Property Damage

Damage
65%

2001-2003 Crashes Classified By Crash Type

Others
7%

Ran Off

Roadway
3%

O Rear End
Fixed Object B Side Swiped
12% . .
Rear End O Fixed Object
Side Swipe 54% 0O Ran Off Roadway
24% B Others

2001-2003 Crashes Classified By Time

07:30 - 09:30
10% B07:30 - 09:30
09:30 - 11:30

6% B 09:30 - 11:30

11:30 - 13:30 an . 1a.
18:30 - 07:30 . 011:30 - 13:30
% 013:30 - 16:00

13:30 - 16:00

18% | 16:00 - 18:30
16:00 - 18:30 @18:30 - 07:30

15%

Figure D.15

The Traffic Safety Branch did not
provide the fatal crash history for the
corridor and as a result, the data does
not represent the history of fatal
crashes.

Injury crashes typically accounted for
approximately 35% of the crashes,

however, injury crashes peaked at
42% in 2002.

Figure D.16

The most frequent types of crashes
were:

e rear-end;

« side swiped; and

« fixed object collisions.

In the last three years, the frequency of
side swiped and fixed object collisions
has decreased; however, rear-end
crashes have increased.

Figure D.17

The majority of the crashes occurred
between 6:30 PM and 7:30 AM.

Approximately 10% (48 crashes)
occurred during the AM peak hour.

15% (73 crashes) occurred during the
PM peak hour.

The number of crashes occurring
during the AM peak hour has
decreased over the past three years.

2001- 2003 Crashes Classified By Day
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12% Sunday m Monday
Friday 17% O Tuesday
— M
14% ?é]gfy O Wednesday
B Thursday
Thursday .
14%  Wednesday TU?;:/’E‘Y O Friday
14% ° ® Saturday

O January
B February
O March
February O April
9% B May

March O June

9% | July
O August
B September

2001-2003 Crashes Classified By Month

December J
anuary
November 6% 11%

10%

October
9%

September

4% Apiil
10%
August July June May @ October

7% 8% 9% 8%

O November

O December
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Frontage Road
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Ramp
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Figure D.18

The majority of crashes occur during
the weekday.

During the past three years, the
number of crashes that occurred
during the weekday has increased
12%.

Figure D.19

The majority of crashes occur during
the months of January, April and
November.

January and April have shown the
greatest increases in crashes over the
past three years.

Figure D.20

Just over 70% of the crashes occurred
along the mainline travel lanes for
Kenilworth Avenue.

Approximately 20% of the crashes
occurred on ramps and the remaining
10% occurred on the service roads.

Between 2002 and 2003, the number
of crashes on the mainline increased
14%.




Analysis of Intersections

During the three-year period, there were
a total of 385 crashes at the six adjacent
signalized intersections:

e Benning Road and Minnesota
Avenue

« Benning Road and 34th Street

« Nannie Helen Burroughs Avenue
and Minnesota Avenue

« Nannie Helen Burroughs Avenue
and Kenilworth Avenue

« Eastern Avenue and Kenilworth
Avenue service road

A review of the crash data for the most
recent three years is summarized in
Table D.8.

=

Table D.8 — Intersection Analysis

Intersection

Benning Road and
Minnesota Avenue

Benning Road and
34th Street

Nannie Helen
Burroughs Avenue
and
Minnesota Avenue
Nannie Helen
Burroughs Avenue
and
Kenilworth Avenue

Eastern Avenue
and
Kenilworth Avenue
service road

No. of Crashes

Year Year Year
2001 2002 2003
53 36 28
18 10 15
15 18 18
7 15 6
23 13 17

Total

117

43

51

28

53

Percent of Total Crashes

Involving Injury

60%

60%

84%

46%

42%

Most Common Types of Crashes

rear-end
side swiped
left turn hit vehicle
head on

rear-end
side swiped

rear-end
right angle
left turn hit vehicle

rear-end
right angle
side swiped

rear-end
side swiped

Times Most Crashes Occur

6:30 PMand 7:30 AM

8% in AM peak hour
26% in the PM peak hour

6:30 PMand 7:30 AM

12% in AM peak hour
23% in PM peak hour
6:30 PMand 7:30 AM

6% in the AM peak hour

12% in the PM peak hour.

6:30 PM and 7:30 AM

11% in the AM peak hour

18% in the PM peak hour.

6:30 PMand 7:30 AM

10% in the AM peak hour
13% in the PM peak hour

20% between 1:30 and 4:00 PM

Days Most Crashes

Occur

Weekdays

Weekdays

Weekdays

Weekdays

Weekends

Source: District Department of Transportation
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E.1 PEDESTRIAN IMPROVEMENTS

Introduction

Non-motorized transportation improvements are
needed in many parts of the Kenilworth Avenue
Corridor. Critical locations for improvement include
intersections with high numbers of reported
pedestrian and bicycle crashes, major shared-use
path access points, crossings near Metrorail
stations and schools, and other places with unsafe
conditions for walking and bicycling. While the
entire set of recommendations from this study will
be made over time, improving conditions at high-
priority locations in the short-term can be beneficial
to large numbers of pedestrians and bicyclists.

Tables E.1 and E.2 are improvements that can be
improved as a part of a currently programmed
DDOT project. Tables E.3, E.4 and E.5 are new
projects that will be programmed as part of this
project. Lastly, Table E.6 represents improvements
that can be implemented as part of ongoing
construction and maintenance programs.

Prioritization is based on pedestrian and bicycle
demand in the corridor and how the project will
improve the convenience and safety of non-
motorized travel.




Table E.1 — Current Projects — High Priority

Project/Program Name

Benning Road Reconstruction

Nannie Helen Burroughs Avenue
Bridge Reconstruction

Anacostia Trail, Phase |

Location(s)

Crossings of 36th Street and Kenilworth
Avenue service roads

Minnesota Avenue and Benning Road

Fort Circle Trail at Benning Road (Benning
Road and 42nd Street)

Nannie Helen Burroughs Avenue and
Kenilworth Avenue interchange area

Access from Anacostia Trail to East Capitol
Street Bridge

Anacostia Avenue crossings between River
Terrace and Anacostia Trail

Recommended Improvement(s)

Make geometric improvements, traffic signal improvements,
and stripe new crosswalks to provide safer crossings

Add pedestrian signals, new crosswalks, reduced turning radii,
and medianislands to intersection

Provide pedestrian and bicycle crossing improvements,
including trail crossing warning signs and directional signage
for trail users

Provide pedestrian/bicycle access under Kenilworth Avenue
Connect Watts Branch Trail to Kenilworth Aquatic Gardens
Add crosswalks and curb ramps at intersection of NHB
Avenue and Kenilworth Terrace

Stripe crosswalks at intersection of NHB Avenue and
Minnesota Avenue

Provide new curb ramp and wider opening from bridge
sidewalk to River Terrace neighborhood street and add stairs
from bridge to provide direct access to trail for pedestrians

Add new crosswalks and curb ramps between River Terrace
and trail

Widen sidewalk along Anacostia Avenue

Resurface existing portion of Anacostia Trail

Reference Plan Sheets

Benning Road Reconstruction, Sheets 3-A and 3-B

Benning Road Reconstruction, Sheet 3-C

Benning Road Reconstruction, Sheet 3-D

Nannie Helen Burroughs Avenue Bridge Reconstruction, Sheets

17-A,17-Band 17-C

Anacostia Trail, Phase |, Sheets 1-A

Anacostia Trail, Phase |, Sheets 1-A and 1-B

Table E.2 — Current Projects — Medium Priority

Project/Program Name

Anacostia Trail, Phase I

FY 2004 Budgeted Active Street
Rehabilitation (East Capitol
Street from Minnesota Avenue to
53rd Street)

FY 2005 Budgeted Active Street
Rehabilitation (Minnesota Avenue
from Nash Street to Eastern
Avenue)

Location(s)

Access to Anacostia Park and Anacostia Trail
from 40th Street and Jay Street

Access to Anacostia Park and Anacostia Trail
from G Street and Bayley Street, SE
neighborhood

Fort Circle Trail at East Capitol Street (East
Capitol Street and 41st Street)

Minnesota Avenue near Deanwood Metro
Station

Recommended Improvement(s)

Construct new sidewalks along 40th Street
Upgrade shared-use trail crossing to meet ADA Accessibility
requirements

Construct new shared-use path under Kenilworth Avenue to
connect neighborhood and park

Add pedestrian and bicycle crossing improvements including
crosswalks, trail crossing warning signs, pedestrian signals (if
warranted), and directional signage for trail users

Add median crossing islands and/or curb extensions to
improve crossings to the Deanwood Metrorail Station

Reference Plan Sheets

Anacostia Trail, Phase |l, Sheet 2-A

Anacostia Trail, Phase Il, Sheet 2-B

FY 2004 Budgeted Active Street Rehabilitation, Sheet 7

FY 2005 Budgeted Active Street Rehabilitation, Sheets 8-A and 8-B




Table E.3 — New Projects — High Priority
Project/Program Name Location(s) Recommended Improvement(s) Reference Plan Sheets

Minnesota Avenue Safety
Improvements, Phase | (Benning
Road to Nannie Helen Burroughs
Avenue)

Minnesota Avenue on east side of Minnesota
Avenue Metrorail Station

e Provide median islands, new crosswalk, and new pedestrian
signals between school and Metrorail Station

Minnesota Avenue Safety Improvements, Phase |, Sheet 15

Table E.4 — New Projects — Medium Priority

Project/Program Name

Fort Circle Trail Improvements
(Joint DDOT/NPS project)

Pedestrian Bridge Evaluation:
Rehabilitation/Removal

Ward 7 Safe Routes to School
Program

Minnesota Avenue Safety
Improvements, Phase Il (East
Capitol Street to Benning Road)

Minnesota Avenue Metrorail
Station Redevelopment Project
(Joint DDOT/Developer project)

Location(s)

Extension of Fort Circle Trail to Watts Branch
Trail

Pedestrian bridges at Nash Street and Lane
Place

Brown Middle School and Houston Elementary
School area; other school areas in Ward 7

Minnesota Avenue between East Capitol Street
and Benning Road

Kenilworth Avenue southbound service road;
Minnesota Avenue Metrorail Station pedestrian
bridge; new development area

Recommended Improvement(s)

Add wide sidewalk on west side of 42nd Street (some sections of
sidewalk may be constructed through sidewalk and alley
improvement program)

Conduct final evaluation of pedestrian bridges for rehabilitation or
removal

Improve sidewalks and crosswalks near schools to improve
environment for walking and bicycling to school

Improve the visibility of sidewalks across driveways and improve
crosswalks across Minnesota Avenue

Improve sidewalks, crosswalks, and lighting in and around the
development west of the Minnesota Avenue Metrorail Station

Reference Plan Sheets

Fort Circle Trail Improvements, Sheets 9-A and 9-B

Pedestrian Bridge Evaluation: Rehabilitation/Removal, Sheet 12

Ward 7 Safe Routes to School Program, Sheet 20

Minnesota Avenue Safety Improvements, Phase Il, Sheets 16-A
and 16-B

Minnesota Avenue Metrorail Station Redevelopment Project,
Sheets 14-A and 14-B

Table E.5 — New Projects — Low Priority

Project/Program Name

Kenilworth Avenue Corridor
Pedestrian Wayfinding

Location(s)

Signage near Metrorail Stations, parks,
Anacostia Trail, schools

Recommended Improvement(s)

Improve signage to direct pedestrians and bicyclists to key
destinations in the corridor

Reference Plan Sheets

None




Table E.6 — Maintenance Projects

Project/Program Name

Sidewalk, Curb, and Alley
Maintenance Program

Crosswalk Striping
Maintenance Program

Pedestrian Signal
Maintenance Program

Lighting Improvement
Maintenance Program

Location(s)

Sidewalks near the Deanwood Metrorail Station and
curb ramps at the Pennsylvania Avenue interchange;
other locations with missing/inaccessible sidewalk
segments or curb ramps, especially in areas with high
levels of pedestrian activity

Nannie Helen Burroughs Avenue and 44th Street;
other deficient locations, especially in areas with high
levels of pedestrian activity

Sheriff Road at 45th Street; other signalized
locations, especially in areas with high levels of
pedestrian activity

Lighting at all intersections, especially in areas with
high levels of pedestrian activity

Recommended Improvement(s)

Construct sections of missing sidewalk, add missing curb ramps,

and make all sidewalks and curb ramps meet ADA guidelines

Stripe crosswalks at intersections where striping is missing or
has worn away

Add pedestrian countdown signals

Add pedestrian-scale lighting

Reference Plan Sheets

Sidewalk, Curb, and Alley Maintenance Program

Crosswalk Striping Maintenance Program

Pedestrian Signal Maintenance Program

Lighting Improvement Maintenance Program
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Appendix F

Kenilworth Avenue Corridor, Option 3

East Capitol Street to Nannie Helen

Burroughs Avenue .............ocoiiiiiiiiiiiiiinee, F-1
Nannie Helen Burroughs Avenue

to Eastern Avenue ...........cccoeviiiiiiiiiiiinec F-1
Ord/Nash Street Plaza ...............ccceevviiiiinneee. F-2

East Capitol Street Interchange

East Capitol Street Scenario EC-1.................... F-3
East Capitol Street Scenario EC-2..................... F-3
East Capitol Street Scenario EC-3..................... F-4
East Capitol Street Scenario EC4 .................... F-4
East Capitol Street Scenario EC-5.................... F-5

Benning Road Interchange

Benning Road Scenario BR-1........c.c.oocoeviiii. F-6
Benning Road Scenario BR-2..............ccoeie F-6
Benning Road Scenario BR-3................coooeean. F-7
Benning Road Scenario BR-4..............cccoeee. F-7
Benning Road Scenario BR-5..............ccceie. F-8

Eastern Avenue Interchange

Eastern Avenue Scenario EA-1 ......cccevvienanen. F-9

Eastern Avenue Scenario EA-2 .........ccceevneene. F-9
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Preliminary Cost Estimate Preliminary Cost Estimate
Kenilworth Avenue Option 3 (Depressed) Kenilworth Avenue Option 3 (Depressed)
East Capitol Street to Nannie Nannie Helen Burroughs
Helen Burroughs Avenue Avenue to Eastern Avenue
STA. 59+00 TO STA. 146+00 STA. 146+00 TO STA. 193+16
Item Description Unit Quantity Unit Price Extension ltem Description Unit Quantity Unit Price Amount
1| COMMON EXCAVATION CcYy 425975 $12.00 $5,111,699 1_|COMMON EXCAVATION cY 213,931 $12.00 $2,567,172
2 | STRUCTURAL EXCAVATION cy 56,429 25.00 1,410,733 2 |STRUCTURAL EXCAVATION cY 31,547 25.00 788,667
3 | BORROW STRUCTURAL BACKFILL cY 28,253 12.00 339,035 3 |BORROW STRUCTURAL BACKFILL cY 2,116 12.00 25,389
4 | PERVIOUS BACKFILL cY 9,418 18.00 169,517 4 |PERVIOUS BACKFILL cy 4,227 18.00 76,093
5 | AGGREGATE BASE COURSE cYy 24,184 17.00 411,128 5 |AGGREGATE BASE COURSE cYy 14,453 17.00 245,707
6 | PAVEMENT sY 96,736 50.39 4,874,527 6 |PAVEMENT SY 57,813 50.39 2,913,214
7 | RETAINING WALL SF 254,276 40.00 10,171,040 7  |RETAINING WALL SF 114,140 40.00 4,565,600
8 BRIDGE AND TUNNEL SF 300,600 225.00 67,635,000 8 |BRIDGE AND TUNNEL SF 98,136 225.00 22,080,600
9 PAVEMENT MARKINGS LF 103,925 0.75 77,944 9 |PAVEMENT MARKINGS LF 108,439 0.75 81,329
10 | DEMOLITION OF HOUSES LS 1 100,000 100,000 10_|INSTALLATION OF STORM WATER PIPE LF 350 8,500.00 2,975,000
11 | TRAFFIC SIGNS LS 1 100,000 100,000 11_|DEMOLITION OF HOUSES LS 1 30,000 30,000
SUB-TOTAL | $90,400,623 12 |TRAFFIC SIGNS LS 1 32,000 32,000
13 |NASH STREET EXTENSION 1,031,872
12 | MOBILIZATION 4% OF SUB-TOTAL $3,616,025 SUB-TOTAL | $37,412,643
13 | STORM DRAINAGE 10% OF SUB-TOTAL 9,040,062
14 | UTILITY WORKS 10% OF SUB-TOTAL 9,040,062 14 |MOBILIZATION 4% OF SUB-TOTAL $1,496,506
15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 904,006 15 |STORM DRAINAGE 10% OF SUB-TOTAL 3,741,264
16 | LANDSCAPING 5% OF SUB-TOTAL 4,520,031 16 _|UTILITY WORKS 10% OF SUB-TOTAL 3,741,264
TOTAL CONSTRUCTION COST | $117,520,810 17 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 374,126
18 |LANDSCAPING 5% OF SUB-TOTAL 1,870,632
17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $29,380,202 TOTAL CONSTRUCTION COST |  $48,636,435
18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 11,752,081
19 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 35,256,243 19 |PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $12,159,109
TOTAL PROJECT COST | $193,909,336 20 |CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 4,863,644
21 |CONTINGENCIES 30% OF TOTAL CONSTR. COST $14,590,931
NOTE: COST OF THE FOLLOWING ITEMS ARE NOT INCLUDED TOTAL PROJECT COST | $80,250,119
1. ACQUISITION OF HOUSES.
2.RIGHT OF WAY OF CSX PROPERTY (12 ACRES). NOTE: COST OF THE FOLLOWING ITEMS ARE NOT INCLUDED
3.RIGHT OF WAY OF PROPERTY (1.5 ACRE). 1. ACQUISITION OF HOUSES.
2. RIGHT OF WAY OF PROPERTY (2 ACRES).




Preliminary Cost Estimate
Kenilworth Avenue Option 3 (Depressed)
Ord/Nash Street Plaza
STA. 175+00
ltem Description Unit Quantity Unit Price Amount
1 |STRUCTURAL EXCAVATION CY 3,554 $25.00 $88,845
2 |AGGREGATE BASE COURSE CY 1,369 17.00 23,281
3 |PAVEMENT SY 6,092 50.39 306,987
4 |PAVEMENT MARKINGS LF 5,752 0.75 4,314
5 |TRAFFIC SIGNS LS 1 10,000 10,000
6 |DEMOLITION OF PROPERTIES LS 1 20,000 20,000
SUB-TOTAL $453,427
7 |MOBILIZATION 4% OF SUB-TOTAL $18,137
8 |STORM DRAINAGE 10% OF SUB-TOTAL 45,343
9 |UTILITY WORKS 10% OF SUB-TOTAL 45,343
10 |TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 60,000
11 |[LANDSCAPING 5% OF SUB-TOTAL 22,671
TOTAL CONSTRUCTION COST $644,920
12 |[PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $161,230
13 |[CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 64,492
14 |[CONTINGENCIES 30% OF TOTAL CONSTR. COST 193,476
TOTAL PROJECT COST $1,064,118




Preliminary Cost Estimate Preliminary Cost Estimate
East Capitol Street Interchange East Capitol Street Interchange
Scenario EC-1 Scenario EC-2
ltem Description Unit Quantity Unit Price Amount Item Description Unit Quantity Unit Price Amount
1 COMMON EXCAVATION CY 9,393 $12.00 $112,711 1 COMMON EXCAVATION CY 29,156 $12.00 $349,867
2 STRUCTURAL EXCAVATION CY 2,385 25.00 59,630 2 STRUCTURAL EXCAVATION CYy 7,441 25.00 186,019
3 AGGREGATE BASE COURSE CY 1,022 17.00 17,378 3 BORROW STRUCTURAL BACKFILL CY 4,856 12.00 58,267
4 PAVEMENT SY 17,964 50.39 905,228 4 PERVIOUS BACKFILL CYy 1,619 18.00 29,133
5 PAVEMENT MARKINGS LF 20,780 0.75 15,585 5 AGGREGATE BASE COURSE CYy 3,189 17.00 54,211
6 | TRAFFIC SIGNS LS 1 10,000 10,000 6 | PAVEMENT sY 23,676 50.39 1,193,011
SUB-TOTAL $1,120,532 7 RETAINING WALL SF 43,700 40.00 1,748,000
8 INSTALLATION OF STORM WATER PIPE LF 1,200 8,500 10,200,000
7 MOBILIZATION 4% OF SUB-TOTAL $44,821 8 PAVEMENT MARKINGS LF 28,880 0.75 21,660
8 STORM DRAINAGE 10% OF SUB-TOTAL 112,053 9 TRAFFIC SIGNS LS 1 10,000 10,000
9 UTILITY WORKS 10% OF SUB-TOTAL 112,053 SUB-TOTAL $13,850,168
10 TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 80,000
11 LANDSCAPING 5% OF SUB-TOTAL 56,027 10 MOBILIZATION 4% OF SUB-TOTAL $554,007
TOTAL CONSTRUCTION COST $1,525,486 11 STORM DRAINAGE 10% OF SUB-TOTAL 1,385,017
12 UTILITY WORKS 10% OF SUB-TOTAL 1,385,017
12 PLANNING AND ENGINEERING 25% OF TOTAL CONSTR.COST $381,372 13 TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 160,000
13 CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR.COST 152,549 14 LANDSCAPING 5% OF SUB-TOTAL 692,508
14 CONTINGENCIES 30% OF TOTAL CONSTR. COST 457,646 TOTAL CONSTRUCTION COST $18,026,716
TOTAL PROJECT COST $2,517,052
15 PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $4,506,679
16 CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,802,672
17 CONTINGENCIES 30% OF TOTAL CONSTR. COST 5,408,015
TOTAL PROJECT COST $29,744,082
d




Preliminary Cost Estimate

East Capitol Street Interchange

Scenario EC-3

Preliminary Cost Estimate

East Capitol Street Interchange (Diamond)

Scenario EC-4

ltem Description Unit Quantity Unit Price Amount Item Description Unit Quantity Unit Price Amount

1| COMMON EXCAVATION cY 8,519 $12.00 $102,228 1| COMMON EXCAVATION cY 186,005 $12.00 $2,232,060

2 | STRUCTURAL EXCAVATION cY 6,546 25.00 163,657 2 | STRUCTURAL EXCAVATION % 28,389 25.00 709,722

3 | BORROW STRUCTURAL BACKFILL cY 15,248 12.00 182,978 3 | BORROW STRUCTURAL BACKFILL cY 10,924 12.00 131,091

4 | PERVIOUS BACKFILL cY 980 18.00 17,633 4 | PERVIOUS BACKFILL cY 3,641 18.00 65,545

5 | AGGREGATE BASE COURSE cY 2,806 17.00 47,694 5 | AGGREGATE BASE COURSE cY 12,167 17.00 206,833

6 | PAVEMENT sy 24,276 50.39 1,223,245 6 | PAVEMENT SY 48,667 50.39 2,452,313

7 | RETAINING WALL SE 19,550 40.00 782,000 7 | RETAINING WALL SF 98,318 40.00 3,932,720

8 | BRIDGE SE 5,000 225.00 1,125,000 8 | BRIDGE SF 14,400 225.00 3,240,000

9 | PAVEMENT MARKINGS LF 29,180 0.75 21,885 9 | BRIDGE OVER RAILWAY SF 38,400 450.00 17,280,000

10 | TRAFFIC SIGNS LS 1 10,000 10,000 10 | BRIDGE DEMOLITION OVER RAILWAY SF 19,200 70.00 1,344,000

SUB-TOTAL $3,676,321 11| INSTALLATION OF STORM WATER PIPE LF 1,200 8,500 10,200,000

12 | PAVEMENT MARKINGS LF 53,200 0.75 39,900

11| MOBILIZATION 4% OF SUB-TOTAL $147,053 13 | TRAFFIC SIGNS LS 1 20,000 20,000

12 | STORM DRAINAGE 10% OF SUB-TOTAL 367,632 SUB-TOTAL $41,854,185
13 | UTILITY WORKS 10% OF SUB-TOTAL 367,632

14 | TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 160,000 14 | MOBILIZATION 4% OF SUB-TOTAL $1,674,167

15 | LANDSCAPING 5% OF SUB-TOTAL 183,816 15 | STORM DRAINAGE 10% OF SUB-TOTAL 4,185,418

TOTAL CONSTRUCTION COST $4,902,454 16 | UTILITY WORKS 10% OF SUB-TOTAL 4,185,418

17 | TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 160,000

16| PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $1,225614 18 | LANDSCAPING 5% OF SUB-TOTAL 2,092,709

17 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 490,245 TOTAL CONSTRUCTION COST $54,151,899
18 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 1,470,736

TOTAL PROJECT COST $8,089,050 19 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $13,537,975

20 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 5,415,190

21 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 16,245,570

TOTAL PROJECT COST $89,350,633

d




Preliminary Cost Estimate
East Capitol Street Interchange (SPUI)

Scenario EC-5

ltem Description Unit Quantity Unit Price Amount
1 COMMON EXCAVATION CcY 186,005 $12.00 $2,232,060
2 STRUCTURAL EXCAVATION CcY 25,278 25.00 631,944
3 BORROW STRUCTURAL BACKFILL CcY 10,924 12.00 131,091
4 PERVIOUS BACKFILL CcY 3,641 18.00 65,545
5 AGGREGATE BASE COURSE CY 10,833 17.00 184,167
6 PAVEMENT SY 43,333 50.39 2,183,567
7 RETAINING WALL SF 98,318 40.00 3,932,720
8 BRIDGE SF 25,600 225.00 5,760,000
9 BRIDGE OVER RAILWAY SF 38,400 450.00 17,280,000
10 | BRIDGE DEMOLITION OVER RAILWAY SF 19,200 70.00 1,344,000
11 INSTALLATION OF STORM WATER PIPE LF 1,200 8,500 10,200,000
12| PAVEMENT MARKINGS LF 47,200 0.75 35,400
13 | TRAFFIC SIGNS LS 1 20,000 20,000
SUB-TOTAL $44,000,494
14 | MOBILIZATION 4% OF SUB-TOTAL $1,760,020
15 | STORM DRAINAGE 10% OF SUB-TOTAL 4,400,049
16 | UTILITY WORKS 10% OF SUB-TOTAL 4,400,049
17 | TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 160,000
18 | LANDSCAPING 5% OF SUB-TOTAL 2,200,025
TOTAL CONSTRUCTION COST $56,920,637
19 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $14,230,159
20 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 5,692,064
21 CONTINGENCIES 30% OF TOTAL CONSTR. COST 17,076,191
TOTAL PROJECT COST $93,919,051
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Preliminary Cost Estimate

Benning Road Interchange

Scenario BR-1

Preliminary Cost Estimate

Benning Road Interchange

Scenario BR-2

ltem Description Unit Quantity Unit Price Amount Item Description Unit Quantity Unit Price Amount

1 COMMON EXCAVATION CcY 77,845 $12.00 $934,146 1 COMMON EXCAVATION CcY 77,998 $12.00 $935,978
2 STRUCTURAL EXCAVATION CcY 34,486 25.00 862,141 2 STRUCTURAL EXCAVATION CcY 34,619 25.00 865,480
3 BORROW STRUCTURAL BACKFILL CcY 3,843 12.00 46,120 3 BORROW STRUCTURAL BACKFILL CcY 3,843 12.00 46,120
4 PERVIOUS BACKFILL CcY 1,281 18.00 23,060 4 PERVIOUS BACKFILL CcY 1,281 18.00 23,060
5 AGGREGATE BASE COURSE CY 14,780 17.00 251,252 5 AGGREGATE BASE COURSE CY 14,837 17.00 252,226
6 PAVEMENT SY 59,118 50.39 2,978,967 6 PAVEMENT SY 59,347 50.39 2,990,507
7 RETAINING WALL SF 34,590 40.00 1,383,600 7 RETAINING WALL SF 34,590 40.00 1,383,600
8 BRIDGE AND TUNNEL SF 11,000 225.00 2,475,000 8 BRIDGE AND TUNNEL SF 12,500 225.00 2,812,500
9 PAVEMENT MARKINGS LF 59,197 0.75 44,398 9 PAVEMENT MARKINGS LF 59,675 0.75 44,756
10 | BRIDGE DEMOLITION SF 8,500 35.00 297,500 10 | BRIDGE DEMOLITION SF 8,500 35.00 297,500
11 TRAFFIC SIGNS LS 1 10,000 10,000 11 TRAFFIC SIGNS LS 1 10,000 10,000
SUB-TOTAL $9,306,184 SUB-TOTAL $9,661,727
12 | MOBILIZATION 4% OF SUB-TOTAL $372,247 12 | MOBILIZATION 4% OF SUB-TOTAL $386,468
13 | STORM DRAINAGE 10% OF SUB-TOTAL 930,618 13 | STORM DRAINAGE 10% OF SUB-TOTAL 966,173
14 | UTILITY WORKS 10% OF SUB-TOTAL 930,618 14 | UTILITY WORKS 10% OF SUB-TOTAL 966,173
15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 93,062 15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 96,617
16 | LANDSCAPING 5% OF SUB-TOTAL 465,309 16 | LANDSCAPING 5% OF SUB-TOTAL 483,086
TOTAL CONSTRUCTION COST $12,098,039 TOTAL CONSTRUCTION COST $12,560,245
17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $3,024,510 17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $3,140,061
18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,209,804 18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,256,024
19 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 3,629,412 19 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 3,768,073
TOTAL PROJECT COST $19,961,765 TOTAL PROJECT COST $20,724,404

d.




Preliminary Cost Estimate

Benning Road Interchange

Scenario BR-3

Preliminary Cost Estimate

Benning Road Interchange (Ramp)

Scenario BR-4

ltem Description Unit Quantity Unit Price Amount Item Description Unit Quantity Unit Price Amount

1 COMMON EXCAVATION CcY 82,093 $12.00 $985,119 1 COMMON EXCAVATION CcY 66,575 $12.00 $798,905
2 STRUCTURAL EXCAVATION CcY 35,096 25.00 877,390 2 STRUCTURAL EXCAVATION CcY 34,594 25.00 864,861
3 BORROW STRUCTURAL BACKFILL CcY 4,177 12.00 50,120 3 BORROW STRUCTURAL BACKFILL CcY 45,437 12.00 545,240
4 PERVIOUS BACKFILL CcY 1,392 18.00 25,060 4 PERVIOUS BACKFILL CcY 2,237 18.00 40,273
5 AGGREGATE BASE COURSE CY 15,041 17.00 255,697 5 AGGREGATE BASE COURSE CY 14,826 17.00 252,045
6 PAVEMENT SY 60,164 50.39 3,031,658 6 PAVEMENT SY 59,305 50.39 2,988,368
7 RETAINING WALL SF 37,590 40.00 1,503,600 7 RETAINING WALL SF 67,830 40.00 2,713,200
8 BRIDGE SF 12,300 225.00 2,767,500 8 BRIDGE SF 69,100 225.00 15,547,500
9 PAVEMENT MARKINGS LF 59,725 0.75 44,794 9 PAVEMENT MARKINGS LF 62,684 0.75 47,013
10 | BRIDGE DEMOLITION SF 11,800 35.00 413,000 10 | BRIDGE DEMOLITION SF 24,350 35.00 852,250
11 TRAFFIC SIGNS LS 1 10,000 10,000 11 BRIDGE DEMOLITION OVER RAILWAY SF 24,000 70.00 1,680,000
SUB-TOTAL $9,963,938 12 | TRAFFIC SIGNS LS 1 10,000 10,000
SUB-TOTAL $26,339,656

12 | MOBILIZATION 4% OF SUB-TOTAL $398,558
13 | STORM DRAINAGE 10% OF SUB-TOTAL 996,394 13 | MOBILIZATION 4% OF SUB-TOTAL $1,053,586
14 | UTILITY WORKS 10% OF SUB-TOTAL 996,394 14 | STORM DRAINAGE 10% OF SUB-TOTAL 2,633,966
15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 99,639 15 | UTILITY WORKS 10% OF SUB-TOTAL 2,633,966
16 | LANDSCAPING 5% OF SUB-TOTAL 498,197 16 | TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 120,000
TOTAL CONSTRUCTION COST $12,953,119 17 _| LANDSCAPING 5% OF SUB-TOTAL 1,316,983
TOTAL CONSTRUCTION COST $34,098,156

17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $3,238,280
18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,295,312 18 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $8,524,539
19 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 3,885,936 19 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 3,409,816
TOTAL PROJECT COST $21,372,647 20 | CONTINGENCIES 30% OF TOTAL CONSTR.COST 10,229,447
TOTAL PROJECT COST $56,261,957

d.




Preliminary Cost Estimate

Benning Road Interchange

Scenario BR-5

ltem Description Unit Quantity Unit Price Amount
1 COMMON EXCAVATION CcY 84,715 $12.00 $1,016,582
2 STRUCTURAL EXCAVATION CcY 22,561 25.00 564,027
3 BORROW STRUCTURAL BACKFILL CcY 22,561 12.00 270,733
4 PERVIOUS BACKFILL CY 2,452 18.00 44,143
5 AGGREGATE BASE COURSE CcY 9,669 17.00 164,373
6 PAVEMENT SY 47,443 50.39 2,390,642
7 RETAINING WALL SF 66,214 40.00 2,648,560
8 BRIDGE SF 66,720 225.00 15,012,000
9 PAVEMENT MARKINGS LF 52,689 0.75 39,517
10 | BRIDGE DEMOLITION SF 24,350 35.00 852,250
11 BRIDGE DEMOLITION OVER RAILWAY SF 24,000 70.00 1,680,000
12 | TRAFFIC SIGNS LS 1 10,000 10,000
SUB-TOTAL $24,692,826
13 | MOBILIZATION 4% OF SUB-TOTAL $987,713
14 | STORM DRAINAGE 10% OF SUB-TOTA 2,469,283
15 | UTILITY WORKS 10% OF SUB-TOTAL 2,469,283
16 | TRAFFIC LIGHTING/SIGNAL SYSTEMS LS 120,000
17 | LANDSCAPING 5% OF SUB-TOTAL 1,234,641
TOTAL CONSTRUCTION COST $31,973,746
18 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $7,993,436
19 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 3,197,375
20 | CONTINGENCIES 30% OF TOTAL CONSTR. COST 9,692,124
TOTAL PROJECT COST $52,756,680




Preliminary Cost Estimate

Eastern Avenue

Scenario EA-1

Preliminary Cost Estimate

Eastern Avenue
Scenario EA-2

ltem Description Unit Quantity Unit Price Amount
1 COMMON EXCAVATION CcY 4,849 $12.00 $ 58,193
2 STRUCTURAL EXCAVATION CcY 5,263 25.00 131,574
3 BORROW STRUCTURAL BACKFILL CcY 837 12.00 10,041
4 PERVIOUS BACKFILL CcY 367 18.00 6,614
5 AGGREGATE BASE COURSE CY 2,256 17.00 38,344
6 PAVEMENT SY 8,711 50.39 438,953
7 RETAINING WALL SF 7,531 40.00 301,240
8 BRIDGE SF 32,400 225.00 7,290,000
9 PAVEMENT MARKINGS LF 9,724 0.75 7,293
10 | BRIDGE DEMOLITION SF 14,875 35.00 520,625
11 TRAFFIC SIGNS LS 1 10,000 10,000
SUB-TOTAL $8,812,878
12 | MOBILIZATION 4% OF SUB-TOTAL $352,515
13 | STORM DRAINAGE 10% OF SUB-TOTAL 881,288
14 | UTILITY WORKS 10% OF SUB-TOTAL 881,288
15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 88,129
16 | LANDSCAPING 5% OF SUB-TOTAL 440,644
TOTAL CONSTRUCTION COST $11,456,741
17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $2,864,185
18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,145,674
19 | CONTINGENCIES 30% OF TOTAL CONSTR.COST 3,437,022
TOTAL PROJECT COST $18,903,623

d.

Item Description Unit Quantity Unit Price Amount
1 COMMON EXCAVATION CcY 21,885 $12.00 $ 262,620
2 STRUCTURAL EXCAVATION CcY 6,532 25.00 163,307
3 BORROW STRUCTURAL BACKFILL CcY 1,263 12.00 15,152
4 PERVIOUS BACKFILL CcY 421 18.00 7,576
5 AGGREGATE BASE COURSE CY 2,800 17.00 47,592
6 PAVEMENT SY 10,887 50.39 548,602
7 RETAINING WALL SF 15,197 40.00 607,880
8 BRIDGE SF 32,400 225.00 7,290,000
9 PAVEMENT MARKINGS LF 11,900 0.75 8,925
10 | BRIDGE DEMOLITION SF 14,875 35.00 520,625
11 TRAFFIC SIGNS LS 1 10,000 10,000
SUB-TOTAL $9,482,279
12 | MOBILIZATION 4% OF SUB-TOTAL $379,291
13 | STORM DRAINAGE 10% OF SUB-TOTAL 48,228
14 | UTILITY WORKS 10% OF SUB-TOTAL 948,228
15 | TRAFFIC LIGHTING/SIGNAL SYSTEMS 1% OF SUB-TOTAL 94,823
16 | LANDSCAPING 5% OF SUB-TOTAL 474,114
TOTAL CONSTRUCTION COST $12,326,963
17 | PLANNING AND ENGINEERING 25% OF TOTAL CONSTR. COST $3,081,741
18 | CONSTRUCTION MANAGEMENT 10% OF TOTAL CONSTR. COST 1,232,696
19 | CONTINGENCIES 30% OF TOTAL CONSTR.COST 3,698,089
TOTAL PROJECT COST $20,339,488
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