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This memorandum summarizes the development of draft alternatives for the South Willamette Street
Improvement Plan and includes a preliminary evaluation (Tier 1 Screening) of six proposed alternatives. The
analysis is focused on conceptual cross‐sections that illustrate alternative uses of the available right‐of‐way. The
memorandum also presents a variety of design treatments for consideration, as the alternatives are further
refined.

Overview
The South Willamette Street Improvement Plan will explore options for people to easily and safely walk, bike,
take the bus, or drive in an eight‐block study area from 24th Avenue to 32nd Avenue. The goal of the study is to
help South Willamette Street become a vibrant urban corridor accessible by bicycle, foot, car, and bus. Six
conceptual alternatives have been developed to illustrate potential configurations for the available right‐of‐way.
Also identified are alternative design elements that may be incorporated into alternatives as they are further
refined in subsequent tasks.
Alternatives will be evaluated using a two‐tier process. Tier 1 screening is a qualitative assessment based on
criteria and scoring methodology identified in Technical Memorandum #1 (South Willamette Street
Improvement Plan – Evaluation Criteria). This screening evaluates community priorities and identifies broad
level tradeoffs that exist within a constrained right‐of‐way. The Tier 1 screening process will be used to identify
up to three alternatives to be considered and further evaluated in the Tier 2 screening. Tier 2 screening
assessments will include more detailed description and rigorous analysis of the facility design. Traffic analysis
and multimodal measures will be included in the Tier 2 screening. Traffic operations will be evaluated for the
2018 horizon year.
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Corridor Segments
The study area can be separated into three segments of Willamette Street (Figure 1). The north corridor
segment, from 24th Avenue to near 29th Avenue, has a 60 foot right‐of‐way consisting of four travel lanes and no
dedicated bike lanes. The “transition zone” is a short segment near 29th Avenue where the right‐of‐way widens
to 75 feet. This segment currently has five travel lanes to accommodate left‐turn lanes at the 29th Avenue
intersection, and no dedicated bike lanes. The south corridor segment begins south of 29th Avenue. The right‐of‐
way returns to approximately 60 feet, with three travel lanes and bike lanes available in both directions. Figures
2a, 2b, and 2c illustrate the existing cross‐sections for the three Willamette Street segments.

Figure 1 – Study Corridor Segments

Figure 2a: 4‐Lane Cross‐section (north corridor segment)
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Figure 2b: 5‐Lane Cross‐section (transition zone)

Figure 2c: 3‐Lane Cross‐section (south corridor segment)

Alternative Cross-Sections
The six proposed alternatives are illustrated via conceptual cross‐sections and overhead plan views (Figures 3
through 9). Although the three study corridor segments differ in existing design and surrounding land use
characteristics, the alternative cross‐section concepts attempt to create a foundation for a continuous and
cohesive corridor while balancing needs and broad objectives.
The north segment of the corridor has the widest variety of possible configurations and the most influence on
the overall corridor design due to length, proximity to commercial areas, and the availability of parallel travel
routes. While all six alternatives may be considered for the north corridor segment, Alternatives 1, 2, and 5
would not apply to the south corridor segment because they do not included any dedicated bicycle facilities and
no parallel facilities are available near Willamette Street, south of 30th Avenue.
The transition segment near 29th Avenue will be designed to be as consistent as possible with the north and
south sections, while taking into consideration multi‐modal needs across the corridor. Differences may exist in
roadway configurations in the north segment and south segment for alternatives. The north corridor segment
generally has a 42 foot curb‐to‐curb width, while the south corridor segment is 41 feet wide, resulting in some
differences in how space may be allocated, particularly if curbs are not reconstructed as part of the alternative.
Each corridor segment will be further detailed in the Tier 2 screening process for selected facility design
alternatives.
The proposed alternatives are focused on developing a design for short term improvements; while also
supporting a long‐term corridor vision. To facilitate development of a design plan that can be adopted and
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implemented in the short‐term, an effort was made to minimize the costs related to right‐of‐way acquisition and
curb reconstruction. Because any alternative that maintains the existing right‐of‐way cannot provide optimal
facilities for all modes and design for all elements, priorities and tradeoffs must be carefully considered in
selecting how space is allocated. Each of the conceptual cross‐sections maintains existing right‐of‐way and only
two of the six cross‐sections would require curbs to be relocated.
Other design treatments identified later in this memorandum may include curb relocation and right‐of‐way
expansion. These general design treatments are not associated with specific alternative cross‐sections, but may
be incorporated into their final design, as alternatives are refined. Right‐of‐way expansions may require
property acquisition. Property acquisition and construction costs should be considered as part of the tradeoffs
and priorities associated with each of the alternatives considered. The following section identifies each of the six
proposed cross‐section alternatives along with alternative‐specific considerations for key elements of the facility
design.

Alternative 1: 4-Lane
Alternative 1 maintains the existing (curb‐to‐curb) roadway configuration for the north corridor segment (Figure
3). Sidewalks would be expanded to their maximum width (approximately nine feet) within the existing right‐of‐
way. Alternative 1 is not being considered for the south corridor segment because it does not include any
dedicated bicycle facilities and no parallel facilities are available near Willamette Street, south of 30th Avenue.
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Alternative 1 Considerations
Maintains existing four travel lanes
Left‐turning vehicles block travel lanes
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width1
Sidewalk width is not sufficient to support active commercial streetscape2
No on‐street bike lanes
Improved bike access would occur via parallel route improvements and
crossing enhancements (see Figure 10)
Bike sharrows possible on curbside lanes
Maintains eleven‐foot outside travel lane for buses
Relatively low cost to maintain current cross‐section

Minimum width defined for curbside sidewalks in pedestrian‐oriented commercial areas.
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999.
2
A concept for the “Heart of the Walkable Business District” characterized by a “Safe, Attractive Pedestrian Experience for Business,
Shopping and Entertainment” was identified in the South Willamette Area Draft Concept Plan, City of Eugene, October 2012.
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Figure 3 – Alternative 1 Concept
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Alternative 2: 4-Lane with Center Left-turn Lane
Alternative 2 maintains four travel lanes in the north corridor segment, with one of the northbound lanes
converted to a two‐way center left‐turn lane (Figure 4). The roadway would include two southbound through
lanes, one northbound through lane, and a two‐way center left‐turn lane.
Sidewalks would be expanded to their maximum width (approximately nine feet) within the existing right‐of‐
way. Alternative 2 is not being considered for the south corridor segment because it does not include any
dedicated bicycle facilities and no parallel facilities are available near Willamette Street, south of 30th Avenue.
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Alternative 2 Considerations
Four total travel lanes maintained (2 Southbound, 1 Northbound, and 1
center turn lane)
Provides center left‐turn lane
Southbound capacity increased
Northbound capacity reduced
Northbound buses stopped in a single through lane will have impact on
northbound travel
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width3
Sidewalk width is not sufficient to support active commercial streetscape4
No on‐street bike lanes
Improved bike access would occur via parallel route improvements and
crossing enhancements (see Figure 10)
Bike sharrows possible on curbside lanes
Maintains eleven‐foot outside travel lane for buses
Improves motor vehicle access during PM period, when commercial
traffic is highest
Center turn lane improves access for turning vehicles
Does not significantly change accessibility for transit and bicycle modes
Relatively low cost to convert lane direction north of 29th Avenue
Intersections and traffic signals would need to be reconfigured north of
29th Avenue

Minimum width defined for curbside sidewalks in pedestrian‐oriented commercial areas.
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999.
4
A concept for the “Heart of the Walkable Business District” characterized by a “Safe, Attractive Pedestrian Experience for Business,
Shopping and Entertainment” was identified in the South Willamette Area Draft Concept Plan, City of Eugene, October 2012.
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Figure 4 – Alternative 2 Concept
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Alternative 3: 3-Lane with Bike Lanes
Alternative 3 would provide one northbound through lane, one southbound through lane, a two‐way center left‐
turn lane, and a bike lane in each direction (Figure 5). This configuration would convert the north corridor
segment from four motor vehicle lanes to three, while adding two bike lanes. Three travel lanes would be
maintained in the south segment of the corridor with one of the southbound lanes converted to a two‐way
center left‐turn lane.
Sidewalks would be expanded to the maximum available width within the remaining right‐of‐way. Sidewalk and
lane widths may vary across the corridor depending on the existing curb‐to‐curb width.
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Alternative 3 Considerations
Reduces number of travel lanes from four to three, north of 29th Avenue
Capacity reduced and travel time increased for through‐traveling vehicles
Ten‐foot travel lanes are narrow for trucks and less than the eleven‐foot
standard width5
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width6
Bike lanes provide separation from motor vehicle lanes
Sidewalk width is not sufficient to support active commercial streetscape7
Includes six‐foot bike lanes
Ten‐foot travel lanes are narrow for buses
Potential conflicts with bike lanes
Center turn lane improves access for turning vehicles
Improved bicycle access
Moderate cost to provide center left‐turn lane and bike lanes
Intersections and traffic signals would need to be reconfigured

Minimum travel lane width on Minor Arterials is 11 feet
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999
6
Minimum width defined for curbside sidewalks in pedestrian‐oriented commercial areas.
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999.
7
A concept for the “Heart of the Walkable Business District” characterized by a “Safe, Attractive Pedestrian Experience for Business,
Shopping and Entertainment” was identified in the South Willamette Area Draft Concept Plan, City of Eugene, October 2012.
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Figure 5 – Alternative 3 Concept
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Alternative 4: 3-Lane with Buffered Bike Lanes
Alternative 4 would include one northbound through lane, one southbound through lane, a two‐way center left‐
turn lane, and a buffered bike lane in each direction (Figure 6). The roadway would need to be reconstructed to
expand curb‐to‐curb width to 47 feet. The alternative may apply to the north and/or south corridor segment.
Sidewalks would be expanded to the maximum available width within the remaining right‐of‐way. However,
with the 47 foot curb‐to‐curb width, sidewalk width would be limited to approximately six and one‐half feet on
both sides of the street, unless additional right‐of‐way is acquired.
Motor Vehicle Mobility
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Alternative 4 Considerations
Reduces number of travel lanes from four to three, north of 29th Avenue
Capacity reduced and travel time increased for through‐traveling vehicles
Maintains eleven‐foot outside travel lanes
Sidewalks only 6.5 foot in width
Curbside sidewalks far narrower than ten‐foot standard width8
Buffered Bike lanes provide separation from motor vehicle lanes
Sidewalk width is not sufficient to support active commercial streetscape9
Includes five‐foot bike lanes with two‐foot buffers
Bike lanes painted green to distinguish from motor vehicle lanes
Maintains eleven‐foot travel lanes for buses
Potential conflicts with bike lanes
Center turn lane improves access for turning vehicles
Improved bicycle access
Higher cost for reconstruction to expand existing curb‐to‐curb width
With reconstruction, utilities should be relocated for ADA compliance
Intersections and traffic signals would need to be reconfigured
Center left‐turn lane offers opportunities for design elements including
raised median treatments (e.g., landscaping, pedestrian refuge, access
management)
Sidewalk and right‐of‐way width may be widened with redevelopment
(i.e., as a condition of development approval)
Narrow width limits sidewalk design treatments (e.g., landscaping,
lighting)

Minimum width defined for curbside sidewalks in pedestrian‐oriented commercial areas.
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999.
9
A concept for the “Heart of the Walkable Business District” characterized by a “Safe, Attractive Pedestrian Experience for Business,
Shopping and Entertainment” was identified in the South Willamette Area Draft Concept Plan, City of Eugene, October 2012.
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Figure 6 – Alternative 4 Concept
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Alternative 5: 3-Lane with Wide Sidewalks
Alternative 5 would convert the roadway from four motor vehicle lanes to three, north of 29th Avenue (Figure 7).
The roadway would be reconstructed to expand sidewalks, resulting in a narrower curb‐to‐curb width (34 feet
instead of the current 41 to 42 foot width.) No new bike lanes would be included on Willamette Street.
Sidewalks would be expanded to the maximum available width within the remaining right‐of‐way. With the 34‐
foot curb‐to‐curb width, sidewalks could be extended up to 13‐feet. Alternative 5 is not being considered for the
south corridor segment because it does not include any dedicated bicycle facilities and no parallel facilities are
available near Willamette Street, south of 30th Avenue.
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Alternative 5 Considerations
Reduces number of travel lanes from four to three, north of 29th Avenue
Capacity reduced and travel time increased for through‐traveling vehicles
Maintains eleven‐foot outside travel lanes
Provides wide (13‐foot) sidewalks to facilitate a transformative pedestrian
environment including design treatments (e.g., storefront displays, café
seating, landscaping)
No on‐street bike lanes
Improved bike access would occur via parallel route improvements and
crossing enhancements (see Figure 10)
Bike sharrows possible on curbside lanes
Potential to provide raised bike facility if additional right‐of‐way acquired
for sidewalk widening and reconstruction
Maintains eleven‐foot travel lanes for buses
Center turn lane improves access for turning vehicles
Wide sidewalks provide opportunities for design treatments to support
commercial development, aesthetic treatments, and walkability
Higher cost to reconstruct curbs to expand/reconstruct sidewalks
Intersections and traffic signals would need to be reconfigured
Center left‐turn lane offers opportunities for design elements including
raised median treatments (e.g., landscaping, pedestrian refuge, access
management)
Wide sidewalks support “Green Street” design treatments
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Figure 7 – Alternative 5 Concept
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Alternative 6: 2-Lane with Bike Lanes, Median & Roundabouts
Alternative 6 would convert the corridor to two motor vehicle lanes with bike lanes in each direction (Figure 8).
A raised median would be constructed in the middle of the roadway, with roundabouts at intersections. The
curb‐to‐curb roadway width would not need to be modified outside of intersections. Sidewalks would be
expanded to the maximum available width within the remaining right‐of‐way. Sidewalk and lane widths may
vary across the corridor depending on the existing curb‐to‐curb width.
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Alternative 6 Considerations
Reduces number of travel lanes from four (or three) to two
Capacity reduced and travel time increased for through‐traveling vehicles
Median would restrict turns at many driveways to right‐in‐right‐out
Intersections with roundabouts would provide opportunities for U‐turns
Maintains eleven‐foot outside travel lanes
Medians and roundabouts would greatly improve corridor safety
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width10
Bike lanes provide separation from motor vehicle lanes
Wide median provides opportunities for pedestrian crossing refuges
Sidewalk width is not sufficient to support active commercial streetscape11
Includes six‐foot bike lanes
Maintains eleven‐foot travel lanes for buses
Potential conflicts with bike lanes
Right‐in‐right‐out limits motor vehicle access to driveways
Improved bicycle access
Very high cost to construct medians and roundabouts
Property acquisition needed to construct appropriately‐sized roundabouts
Raised median offers opportunities for streetscape design elements (e.g.,
landscaping, pedestrian refuge, access management)
Impact on properties near intersections due to constructing roundabouts
More consistent cross‐section throughout the corridor

Potential right‐of‐way expansions may be necessary to construct roundabouts at intersections on Willamette
Street. The potential impacts would be most significant at 29th Avenue, which has traffic volumes that would
likely necessitate a multi‐lane roundabout. At other key intersections (e.g., 24th Avenue, 25th Avenue), single
lane roundabouts may provide effective traffic control, however the right‐of‐way impacts of the roundabouts
has yet to be determined. Due to concerns regarding right‐of‐way impacts, the 29th Avenue intersection could
be traffic signal controlled, while roundabouts could be provided at other key intersections. The appendix
includes a report 12 excerpt that provides illustrations and a general discussion of roundabout types.
10

Minimum width defined for curbside sidewalks in pedestrian‐oriented commercial areas.
Design Standards and Guidelines for Eugene Streets, Sidewalks, Bikeways and Accessways, City of Eugene, November 1999.
11
A concept for the “Heart of the Walkable Business District” characterized by a “Safe, Attractive Pedestrian Experience for Business,
Shopping and Entertainment” was identified in the South Willamette Area Draft Concept Plan, City of Eugene, October 2012.
12
NCHRP Report 672 ‐ Roundabouts: An Informational Guide, 2nd Edition, National Cooperative Highway Research Program, 2010.
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Figure 8 – Alternative 6 Concept
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Alternative Facility Design Treatments
This section describes design concepts that can be incorporated into many or all of the six conceptual cross‐
section alternatives previously described. The design concepts are intended to better balance comfort, safety,
and appeal for all users. The design elements aim to improve service for cars, trucks, buses, bikes and/or
pedestrians.

Bike Facilities
Figure 9 illustrates potential bicycle facility improvements nearby, connecting to, and crossing Willamette Street.
These improvements may be combined with bike lanes on Willamette Street or considered independently. The
improvements could include improved bicycle access on local streets, with a variety of bike boulevard
treatments applied. Crossing improvements could be provided such as intersection priority areas (i.e., “Green
Boxes”) or rider‐activated push‐button signals for crossing at intersections with traffic signals.

Figure 9 – Bicycle Facility Improvements
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Sidewalk Widening
Existing sidewalks on Willamette Street are generally narrow with numerous obstructions and no separation
from travel lanes. Each of the alternatives presented assumes sidewalks will be widened to construct the
maximum allowable width within the existing right‐of‐way. Wider sidewalks that extend beyond the existing
right‐of‐way may be constructed incrementally as properties redevelop.
Widening sidewalks will provide a more comfortable pedestrian environment that is accessible to more users
and offers substantially greater support for the success of future businesses as the area redevelops. Wider
sidewalks may also provide opportunities for landscaping, vegetation, storm water/drainage elements (e.g.,
bioswales), café seating, overhead signing, decorative lighting, bike parking, etc.

Figure 10 – Bioswales
Source: OTAK

Figure 11 – Vegetation/Landscaping
Source: OTAK

Figure 13 – Café Seating
Source: OTAK
Figure 12– Decorative Lighting

Alternatives Development and Tier 1 Screening
January 17, 2013
Page 18 of 23

Utility Relocation
Utilities (poles, hydrants, pedestals, etc.) currently
located along the sidewalks result in an
inconsistent and obstructed pedestrian
environment. Relocating the utilities underground
would improve the sidewalk environment by
removing some barriers to pedestrian access and
making the corridor more aesthetically pleasing.
Similar opportunities, as were identified for
widened sidewalks, would become available with
utility relocation, since the available sidewalk space
would be increased.
Figure 14 – Utilities In Sidewalk Example

Pedestrian Crossings
A variety of design treatments can be implemented to enhance the pedestrian environment for crossings along
Willamette Street.


Signing and striping: pedestrian
accessibility may be emphasized through
signing or striping near intersections



Modified pavement surface: physical
differences such as raised pavement or
textured crosswalks provide a visual signal
to drivers to watch for pedestrians.



Median pedestrian crossing refuges (i.e.,
island): pedestrians may cross a roadway in
stages when a median pedestrian refuge is
available. This is especially beneficial for
users who require more time for crossings.



Figure 15 – Median Pedestrian Crossing Refuge

Leading pedestrian interval: pedestrians at signalized intersections could be provided with a three‐ to
four‐second head start for entering into the crossing, before parallel traffic is given a green light. Leading
pedestrian intervals allow for pedestrians to be more visible to turning vehicles.
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Mid‐block crossings: Opportunities for pedestrian crossings outside of existing intersections may be
provided at mid‐block crossing locations. Mid‐block crossings improve pedestrian access by decreasing
the distance between destinations that require crossing the roadway. A variety of design treatments
exist for mid‐block crossings including rectangular rapid flashing beacons and overhead flashing
beacons.

Figure 16 – Overhead Flashing Beacon

Figure 17 – Rectangular Rapid Flashing Beacon

Driveway Consolidation
There are currently over 70 driveways on Willamette Street from 24th Avenue to 32nd Avenue. This creates
numerous conflict points for motor vehicles, pedestrians and bicyclists. Managing access points along the
corridor requires finding an appropriate balance between safety, mobility, and access. Consolidating driveway
access points will be considered as part of each alternative if there are safety benefits that result. Reducing
conflict points is likely to result in fewer accidents along the corridor. Those alternatives where a raised median
may be included will need to carefully consider interaction between driveway access and the roadway design.
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On-Street Parking
On‐street parallel parking provides convenient access for adjacent businesses and a buffer between pedestrians
and motor vehicles. On‐street parking would likely have a very favorable benefit to the pedestrian environment.
On‐street parking may have a small impact to roadway capacity as parking maneuvers occur.
To provide on‐street parking along Willamette Street, either travel lanes will need to be eliminated, or the right‐
of‐way will need to be expanded to relocate sidewalks further from the roadway travel lanes. On‐street parallel
parking spots are typically eight feet wide. Figure 18 illustrates one concept regarding how on‐street parking
may be incorporated into the corridor. The concept effectively swaps off‐street private parking for on‐street
public parking. This strategy may be applied along the length of the corridor or along individual blocks.

Figure 18 – Conceptual Illustration of On‐Street Parking on Willamette Street
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Bus Stops
Two bus routes currently provide service along Willamette
Street. Improving bicycle and pedestrian access to transit
stops would support transit usage along the corridor. If
sidewalks are expanded there may be space available for
improved bus stop amenities such as covered benches
(shelters), real‐time arrival information, or other transit stop
amenities.
Buses currently stop on the street and block the curbside
travel lane during passenger boardings. Constructing bus
pullouts would remove stopped vehicles from travel lanes, but
would likely require right‐of‐way acquisition and would also
require buses in the pullouts to pull back into the traffic
stream.

Figure 19 – Bus Shelter

50’
70’

Figure 20 – Bus Pullout Illustration
Source: LTD Standards and Design
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Evaluation of Alternatives
The following section provides Tier 1 screening evaluation of the six proposed alternative cross‐section
concepts. The alternatives were scored using the evaluation criteria and methodology previously detailed in
Technical Memorandum #1 (South Willamette Street Improvement Plan – Evaluation Criteria). Evaluation
criteria were established to assess the potential of alternatives to best meet the transportation needs of the
users of Willamette Street. The criteria are based on the goals and objectives in the Draft Eugene Transportation
System Plan.
Individual criteria were scored as 1, 0, or ‐1 representing improvement, no change, or degradation, respectively.
The scoring weighs all criteria equally, with the total evaluation score representing the sum of the individual
criteria scores. Figure 21 documents the results of the scoring evaluation. Alternatives 3 and 7 provide the two
highest scores while Alternatives 1 and 2 have the lowest scores. The same result occurs whether equal
weighting is given to the eight goal categories or the 23 individual criteria. Criteria and scoring for each
alternative are further detailed in the appendix.

Next Steps
The preliminary evaluation of alternatives (Tier 1 screening) and all information included in this memorandum
will be distributed to project stakeholders and presented to the community. The Tier 1 screening process will be
used to identify up to three alternatives to be considered and further evaluated in the Tier 2 screening. Tier 2
screening assessments will include more detailed description and rigorous analysis of the facility design.
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FIGURE 21 – Evaluation Criteria Scoring
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