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The City of Eugene has in place various plans and
policy documents that guide decisions about
transportation. The Arterial and Collector Street
Plan (ACSP) provides specific direction on transportation policies as they apply to Eugene’s major
streets. This adopted version of the ACSP reflects
recommendations of the Eugene Planning Commission. During the Planning Commission’s review of
the ACSP, several common themes emerged from
the comments and questions. The following
statements respond to those themes by conveying
the main intent of the ACSP and defining the role it
plays in relationship to other key plans and documents:

What does the Arterial and Collector
Street Plan (ACSP) do?
Clarifies and implements existing City policy
related to the design of Eugene’s major
(arterial and collector) streets
Eugene’s street design practices are based on
policies set forth in the regional transportation plan
(TransPlan), the Growth Management Study, and
other adopted plans. These policies address broad
issues such as mobility, safety and accommodation
of various modes of travel. The ACSP provides
specific direction and greater clarity to help
implement these policies on Eugene’s major streets,
where the greatest amount of travel takes place.

Establishes a comprehensive framework for
the creation of a multi-modal street system
that accommodates bicycles, pedestrians,
transit vehicles, automobiles, and trucks
A long-standing policy of the City is to promote
the use of alternative modes of transportation and
to design and build streets that can be used for all
modes of travel. The ACSP identifies and classifies
Eugene’s major street system and establishes
guidelines and standards for creating a network of
major streets that accommodates all users.

Establishes street classifications for
Eugene’s existing and planned arterial and
collector streets
The street classification map included in the ACSP
is based on both existing and planned use of the

city’s street network. Most streets serve multiple
purposes, but it is helpful to identify a particular
street’s primary function in relation to other streets
and the city as a whole. The ACSP lists the criteria
used to establish appropriate street classifications.

Clarifies the process for making decisions
that affect existing arterials and collectors
The ACSP recognizes the concerns that residents
and property owners may have about the impacts
of street improvements to existing streets and
neighborhoods. The plan differentiates between
those projects that involve minor improvements
and those that involve major improvements. On
minor improvement projects, the design standards
in the ACSP would be considered “desirable” but
would not be mandated; flexibility and creativity in
adapting the street design to desired or existing
conditions would guide the design process.
On major improvement projects, including street
reconstruction projects involving major widening
or upgrading to City standards, the design standards would need to be followed unless a design
exception were found to be warranted. These
types of projects, as well as projects involving the
addition of bicycle lanes and potential loss of
parking on an existing street, would have to be
included in the adopted TransPlan in order to be
implemented. They would normally require a
major public involvement process as part of the
development of the final design of the project.

Suggests design guidelines for all major
streets and mandates minimum design
standards for new arterials and collectors
The ACSP includes street design guidelines as well
as design standards. The guidelines are general
statements about factors that should influence the
design of the street and are intended to be used as
a basis for deciding what to emphasize where
design options are evident or when constraints lead
to conflicts among the various design elements.
The guidelines should prove especially useful on
minor improvement projects where the street
design standards are not mandated.
The design and construction of new streets would
be considered a major improvement, as would the
reconstruction of existing streets in established
neighborhoods. Street design standards in the
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ACSP would be considered the minimum acceptable standard for these types of projects, unless the
criteria for an exception could be met.

Identifies goals, objectives and planning
principles for the design of arterial and
collector streets to guide street planning
decisions related to livability
The goals, objectives and planning principles
address the many functions provided by arterial
and collector streets: moving traffic and enhancing
general mobility; promoting choice of travel mode;
providing for efficient emergency vehicle response;
and supporting adjacent businesses and promoting
economic vitality. Arterial and collector streets
also play a major role in defining the identity and
character of neighborhoods. The goals, objectives,
and planning principles provide guidance for the
design of new streets and for reconstruction of
existing streets.

Clarifies how traffic calming techniques will
be used on arterial and collector streets
The City’s current street standards provide guidance for traffic calming techniques to be used on
local residential streets but do not address their use
on major streets. The ACSP recognizes that a
majority of our major streets go through residential
and business areas. On many of these streets, both
residences and businesses would benefit from
slower moving (calmed) traffic. The ACSP identifies which traffic calming devices are appropriate
on which type of street.

What does the Arterial and Collector
Street Plan NOT do?
The Arterial and Collector Street Plan DOES
NOT establish a project list for new construction or street improvement projects.
Project lists for new street construction and upgrades of existing streets to City standards are
contained in the draft TransPlan, not the Arterial
and Collector Street Plan. The ACSP provides
guidance for how those projects will be implemented once the project lists are adopted in
TransPlan.
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The Arterial and Collector Street Plan
DOES NOT mandate minimum design
standards for existing streets which are
already constructed to City standards
and adequate width.
The majority of Eugene’s arterial and collector
streets already have been improved to City
standards with curbs, sidewalks and other
essential features. Most of these streets are not
under consideration for a major widening project
in TransPlan. Therefore, the most likely situation
for these streets in the foreseeable future is no
change whatsoever (other than routine maintenance of the street), or at most a minor project
such as resurfacing or perhaps a traffic calming
improvement. In those cases where a major
reconstruction or widening project is proposed
(in TransPlan), design decisions will be determined through a public process at the time the
project is designed.

The Arterial and Collector Street Plan
DOES NOT mandate replacement of onstreet parking with bicycle lanes on existing arterial and collector streets.
The ACSP is not the document that regulates the
placement of bicycle lanes on existing, improved
city streets. That decision will be made through
the adoption of TransPlan. The draft ACSP
contains the proposed design guidelines and
standards for bicycle lanes that are constructed
on major streets, or are added to existing streets.
If the adopted TransPlan identifies a bicycle lane
addition to an existing street, the ACSP requires
“major citizen involvement” in the street design
process. Citizen participation would be encouraged through a design charrette or similar
process. Design standards in the document
would be used as desirable guidelines rather than
requirements. The process would focus on
reaching consensus on the optimum design for
safety, mobility, and neighborhood livability.

Answers to Frequently Asked Questions
As a resident or owner of property along a
major street, what does the Street Classification Map and the Arterial Collector
Street Plan mean to me?
The ACSP describes the function and intended
purpose of each street type identified on the Street
Classification Map. Those who own property,
operate a business, or live on an identified arterial
or collector street should be able to look to the
adopted ACSP for information about:
• the typical range of traffic volumes on streets
like theirs;
• the types of traffic calming techniques that
might be appropriate for their street;
• the likelihood of their property being affected
by a need for additional street right-of-way at
some point in the future; and

I live on an older existing street in the city one designated as an arterial (or collector)
street. Does the Arterial and Collector
Street Plan require my street to be widened
or on-street parking removed to add bike
lanes?
No. As explained above, decisions of this sort will
be made by the City Council through the TransPlan
adoption process. The adopted TransPlan addresses
the “major street system” (arterials and collectors)
and will identify which major streets will be:
• constructed to accommodate growth and
new development;
• widened for capacity increases;
• improved to add bicycle lanes; and/or
• improved to urban standards.

• the sorts of design features (such as curbs or
sidewalks) that might be included in an
eventual improvement project on their street.

I live in the Crest Drive neighborhood. What
effect does the Arterial and Collector
Street Plan have on street classifications
or street design in that neighborhood?
The ACSP will have no effect on the Crest Drive
neighborhood at the present time. The Planning
Commission is recommending to the City Council
that a separate transportation study be undertaken
for the Crest Drive neighborhood to determine
appropriate classifications and street design
standards for that neighborhood. Until that study is
completed, no classifications or standards are
proposed for Crest Drive area streets, and no street
reconstruction or street design projects will be
initiated in this area.
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Purpose
The primary purpose of the Arterial and Collector
Street Plan is to provide the City of Eugene with an
updated and adopted street classification map that
identifies the community’s major streets, and with
appropriate street design standards and guidelines
to apply to construction, reconstruction and improvement of these streets.
The Arterial and Collector Street Plan, along with
the companion Local Street Plan adopted in 1996,
focuses on the continued development of a multimodal street system for the City of Eugene that
accommodates all users of the transportation system
and supports compact urban growth. Together,
these two plans provide an essential set of tools to
help the city implement key aspects of the transportation-related policies contained in the Eugene
Growth Management Study and the EugeneSpringfield Transportation System Plan (TransPlan).
These policies promote community livability by:
• maintaining and enhancing mobility for all
modes of surface transportation, including
automobiles, bicycles, pedestrians, transit
vehicles, emergency responders, and freight
vehicles;
• seeking to create a transportation-efficient land
use pattern; and
• achieving a better balance between all modes
of transportation.
This document deals with the city’s major streets;
that is, those streets that function as arterials or
collectors. Typically, arterial and collector streets
carry significant amounts of traffic, much of it
having longer trip distances and therefore requiring
somewhat higher speeds and less land use access
than local streets. Arterials and collectors carry
higher volumes of traffic than local streets, and
require special design considerations and a high
degree of inter-connectivity. At the same time,
arterials and collectors must provide for public
transit, bicycle and pedestrian travel, usually at a
higher level than local streets. Arterials and collectors should be designed to accommodate these
users, and to provide for their safety, comfort, and
convenience.

Many of the region’s major streets will experience
considerable growth in traffic volumes over the next
20 years. The City’s ability to expand street capacity
to accommodate increased traffic volumes is very
limited. Preserving the traffic movement and mobility
functions of the community’s existing arterials and
collectors is a crucial aspect of efforts to maintain
community livability. The recently adopted Eugene
Local Street Plan recognized this and states:
“For an interconnected local street system to work
successfully...arterial and collector streets must
function effectively to collect and distribute traffic
throughout the community, allowing local streets to be
used for local traffic. If collector or arterial streets are
congested, drivers may cut through local neighborhood
streets despite local street designs to discourage
such traffic, resulting in higher traffic volumes and
speeds and impacting neighborhood livability.”

Street Classification:
Eugene’s arterial and collector streets are part of a
larger system of Eugene-Springfield metropolitan
major streets. A classification scheme for this street
system has been in use for a number of years to
comply with federal and state requirements for
transportation planning. In 1992, the Metropolitan
Policy Committee (MPC) adopted this classification
system for the metropolitan area. The City’s adopted
long-range transportation plan, TransPlan, incorporates this system of arterial and collector streets and
includes a list of proposed improvements to a
number of those streets. Various adopted neighborhood refinement plans also contain street classification maps (some adopted, others merely descriptive)
for the area included in each plan. The Arterial and
Collector Street Plan builds upon these existing
plans and proposes adoption by the City Council of
a city-wide network of arterial and collector streets,
classified according to criteria which are included
in this document.
Street classification is an important and useful
planning tool in efforts to create a comprehensive,
understandable transportation system. The classification of streets serves several purposes. The
classification map:
• Allows city officials to clearly communicate
the functional purpose of a street to the general

9

public in the context of the overall transportation
system;
• Facilitates understanding of the functional and
operational differences between the different
types of streets;
• Facilitates understanding of the jurisdictional
responsibility for various streets and roads, and the
methods of financing roadway improvements; and
• Serves as a guide and reference to design and
operational decisions that may be made concerning the future improvement of any given
street segment.

Street Design
The Arterial and Collector Street Plan provides
direction for designing multi-modal improvements
to the City’s major streets. The document contains
design guidelines and standards for streets, sidewalks, bikeways, and transit facilities to provide for
the safe and efficient operation of each facility type
for all users, and to ensure that public space is used
judiciously and appropriately.
The street design concepts included in this plan
attempt to maintain mobility and help ensure neighborhood livability, by providing for through travel on
arterials and collectors that connect major destinations. The concepts also attempt to balance the
mobility and accessibility functions of major streets
by (1) providing for access from local areas to nearby
activity centers, (2) improving bicycle, pedestrian,
and transit facilities on major streets, and (3) offering
an array of design approaches suitable to the complex and varied conditions found on those streets.
These guidelines and standards directly address
other livability factors by prescribing appropriate
street designs that promote maintenance and
improvement of neighborhood character. Major
streets serve a development pattern that ranges from
low-density residential neighborhoods to more
densely developed commercial centers and corridors. A “one standard fits all” approach to street
design is inconsistent with attempts to maintain
livability under these conditions. On the other
hand, good design will not always be able to
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completely mitigate the negative impacts of increased traffic levels on major streets—especially
those that abut residential neighborhoods. In each
situation, the design process will need to achieve a
balance among competing objectives.
Most situations involving street construction or
improvements will require a degree of flexibility in
applying the design standards. For both new and
existing streets, there may be trees, buildings, rightof-way limitations or other features which may cause
a narrower street to be constructed or may require
“custom fitting” of certain design features. Public
input from residents along the street and users of the
street will need to be coupled with technical expertise, to create a street design that is sensitive to the
specific needs and features of each situation.
Street designs must consider the needs of people
with disabilities, such as visually impaired pedestrians and people in wheelchairs. Efforts must be
made to locate street hardware away from pedestrian locations, provide a continuous route of travel,
and provide a surface free of bumps and cracks
which create safety and mobility problems. Designs
need to provide for access ramps where they are
required. Major streets also need to accommodate
emergency vehicles and some level of usage by
large vehicles such as garbage trucks and moving
vans. All designs must conform to the 1991 Americans with Disabilities Act rules and regulations and
to the City’s standard specifications and drawings.
Figure 1 illustrates elements which are typically
incorporated in the transportation right-of-way such
as sidewalks, planting strips, parking spaces, onstreet bicycle lanes, and vehicle travel space which
may include left turn lanes and median islands. The
width, size, and design of the elements may differ
depending on whether the roadway is classified as a
local, neighborhood collector, major collector, minor
arterial, or major arterial street. In addition, the exact
number and width of travel lanes, bicycle and
pedestrian facilities, landscaping, and other design
features will need to be determined through a design
process involving public input and review, prior to
final construction plans being developed.
The Arterial and Collector Street Plan is a policy
implementation and design standards document.
No specific projects are proposed in this plan.

Projects involving construction, reconstruction or
improvement to arterial and collector streets are
proposed and adopted in TransPlan, as well as
various neighborhood refinement plans, including
the Central Area Transportation Study (CATS). More
discussion can be found in later sections of this
document on the relationship of this plan with other
adopted plans and policies.
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The ACSP document contributes to the ongoing
process of improving Eugene’s transportation system. It
is considered a refinement of TransPlan and contains a
street classification map and design standards for
arterial and collector streets that will guide the implementation of policies and projects in TransPlan.

Central Area
Transportation Study
Boundaries

AGATE ST.

As indicated by the goals and objectives discussed
earlier, the ACSP focuses on developing a transportation system that balances mobility and access
needs, provides for integration of land use and
transportation systems, and provides for choices in
modes of travel. Those goals and objectives are
consistent with the goals, objectives, and policies of
both the current and updated versions of TransPlan.

The CATS boundaries are roughly aligned with
Lincoln Street on the west, 19th Avenue on the south,
Walnut Street on the east, and the Willamette River
to EWEB on the north, then westerly along 4th and 5th
Avenue back to Lincoln Street. (See Figure 2)

PATTERSON ST.
HILYARD ST.

TransPlan is currently being updated, with public
review and adoption of the plan occurring during
1999/2000. The Arterial and Collector Street Plan
must be consistent with the existing adopted
TransPlan because that plan will be in effect until
the updated TransPlan is adopted. At the same time,
the ACSP should also be consistent with the proposed policy direction of the updated TransPlan.

CATS is a policy and strategy document that directs
the City of Eugene to increase the use of alternative
modes of transportation, and to improve central
Eugene streets and parking facilities. It was not
designed to discourage or inhibit the use of the
automobile on City streets, but rather to integrate
the use and share the public right-of-way with
transit, bicycles, and pedestrians.

PEARL ST.
HIGH ST.

TransPlan is a multi-jurisdictional document affecting Lane County, Lane Transit District, and the cities
of Eugene and Springfield. The Arterial and Collector Street Plan (ACSP) , on the other hand, is specific to the City of Eugene and will not be adopted
by other agencies.

The original Central Area Transportation Study
(CATS) was completed in 1987 and focused on traffic
flow, parking supply and air quality. An update was
published in 1993 which included the City Council’s
strong emphasis on the need to increase the use of
alternative modes of transportation. The 1993 CATS
update proposed policies (which were ultimately
adopted by the City Council), suggested strategies to
implement policy, and identified future projects
deemed necessary to maintain or improve the
operation of the transportation system.

WILLAMETTE ST.

The Eugene-Springfield Metropolitan Area Transportation Plan (TransPlan) is the metropolitan area’s
long-range transportation plan. TransPlan was
adopted in 1986 and contains projects and policies
to guide the development of the region’s freeway,
arterial, and significant collector street systems. It
also addresses the principle modes of transportation
used within the region including automobiles, buses,
bicycles and walking. The policies contained in
TransPlan are fairly general in nature, and, along
with the TransPlan projects, are designed to support
the adopted land use patterns and goals of the Metro
Plan, to help reduce automobile demand, and to
increase the use of alternative transportation modes.

Relationship to the Central Area
Transportation Study

LINCOLN ST.

Relationship to TransPlan

Most of the strategies and many of the implementation actions set forth in the CATS study have been
implemented, including the following:
• The Transportation Rule Implementation
Project (TRIP);
• a downtown shuttle feasibility study conducted by Lane Transit District;
• a sidewalk priority study and sidewalk infill
project which has resulted in the construction of
many missing segments of sidewalk;
• several street design standards documents prepared by Eugene Public Works Department, and
• numerous specific street improvement projects
in the CATS area.
Proposals in the Arterial and Collector Street Plan
would result in some minor changes to the functional classification of several street segments within
the CATS area. However, no new projects are
proposed or anticipated. The design standards
proposed by this draft Plan could be applied to
future street improvements within the CATS boundaries. (Those standards have been revised to reflect
the special characteristics and constraints of central
city streets.) Street improvements within the CATS
area would still be governed by the adopted CATS
document; any other changes to CATS-area streets
beyond minor operational and safety projects
would require an amendment to that document.

Relationship to the Eugene Growth
Management Study (GMS)
Growth Management Study policies have been
adopted by the Eugene City Council. Among those
policies are four that are specific to the transportation system.

GMS Policy 10
Encourage the creation of a transportation-efficient
land use pattern and implementation of nodal
development concepts.

Nodal development is based on a concept of higherdensity, mixed-use development centered around a
commercial core that is adjacent to a frequently

serviced transit stop. Nodal developments are
intended to support the use of alternative modes of
transportation. The street system that serves the node,
and development within the node, must stimulate
and support pedestrian, transit, and bicycle use.
The ACSP does not directly implement the nodal
development concept. However, it does contain
classifications and design standards for streets that
will abut, or, in some cases, intersect future nodal
development sites. Future nodes are invariably
located on streets that are classified as either major
or minor arterials. Arterial streets are, typically,
primary transit routes.
The document contains Transit Facility Design Guidelines and Standards that provide guidance for development of transit facilities on major streets. Those
standards address bus stop locations, turning radius
requirements, turnout requirements, transit amenity
requirements, and bus stop and shelter design standards. These standards and guidelines would be
applied within nodal development areas unless more
specific requirements are developed as part of a future
nodal development implementation process.
Consideration for maximizing the use of alternative
modes on all major streets, including those abutting
or within nodal development areas, is addressed in
the discussion of Policy 11, below.

GMS Policy 11
Increase the use of alternative modes of transportation by improving the capacity, design, safety, and
convenience of the transit, bicycle, and pedestrian
transportation systems.

The Arterial and Collector Street Plan is not a
project document - it is a policy document. The
capacity of the street system is addressed in documents like the TransPlan Update that identify
specific projects to maintain or enhance capacity
throughout the system. General design, safety, and
convenience factors are addressed in the Arterial
and Collector Street Plan document but the specific
design treatment of any project must be considered
at the project level.
Alternative mode use is encouraged, in a general
sense, by insuring that:
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• Streets that are appropriate for direct, higherspeed bicycle travel have bicycle lanes included
in the design;
• Standards for bicycle design elements promote
safe and efficient use of the bicycle (bicycle lane
widths, etc.);
• Transit facility design factors including bus
stop locations, bus turnout requirements, bus
shelter design, turning radius requirements, and
transit amenities are addressed (Design Standards and Guidelines for Transit Facilities);
• Pedestrian travel is made safer and more
comfortable by:
a) specifying setback sidewalks in the design
of city streets;
b) creating standards for median pedestrian
refuges;
c) including adequate minimum sidewalk
widths; and
d) requiring pedestrian-friendly design of
curb returns (corners at intersections), ramps,
and pedestrian crossing features.
e) minimizing the number and length of
driveways cutting across sidewalks.

GMS Policy 12
Encourage alternatives to the use of single-occupant
vehicles through demand management techniques.

“Demand management” techniques are intended to
change travel behavior in order to improve performance of transportation facilities and to reduce the
need for additional road capacity. Examples of
demand management methods include:
• expanding the use of flex-time, and of bus pass
and ridesharing programs,
• implementing transportation pricing strategies,
• increasing parking fees,
• establishing maximum allotments for parking,
• lowering minimum parking requirements, and
• provision of transit shuttle service for large events.
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It is not the purpose of this document to address the
application of Transportation Demand Management
(TDM) techniques. In staff’s view, the Arterial and
Collector Street Plan is not the appropriate venue
for discussion of TDM approaches. The Planning
Commission has concurred with this view.
While the document does not directly address
TDM, neither does it conflict with the application of
TDM techniques in the community following the
adoption of TransPlan TDM policies. Further, design
of multi-modal streets will complement future
efforts to implement more effective TDM measures.
For example, employer-based efforts to encourage
more bicycling or transit trips to work sites will be
more successful where safe bikeways, sidewalks
and bus routes have been provided.

GMS Policy 13
Focus future street improvements on relieving
pressure on the City’s most congested roadways
and intersections to maintain an acceptable level of
mobility for all modes of transportation.

The policy points to the need to maintain mobility on
major streets (arterials and collectors) Addressing the
balance between mobility and access is one of five
street classification criteria proposed in the ACSP.
Purpose statements and design standards proposed
for major streets are based, in part, on recognition
that effective implementation of alternative modes
programs, especially transit system programs,
depends on maintaining mobility on those streets.
The Arterial and Collector Street Plan continues the
direction established in the Local Street Plan. That
direction emphasizes maintaining a higher degree
of mobility on major streets than on local streets.

Relationship to the Right-of-Way Map
When the City adopts transportation plans, including specific proposals for improving certain major
streets, staff also estimate the needs for additional
right-of-way generated by those proposed projects
— in other words, the amount of width that is likely
to be needed to accommodate the roadway itself
plus the other street components including sidewalks and planting areas. Chapter 9 of the City

Code includes a table of required street widths for
various types of streets, and specific right-of-way
requirements for arterial and collector streets are
designated on an adopted right-of-way map.
In 1993, the City council adopted a new Street
Right-of-Way Map and updated code revisions, to
reflect the anticipated needs for street right-of-way
based on the adopted TransPlan and other official
transportation plans and policies. The Street Rightof-Way map is used to determine setbacks for
development along designated streets, as well as
additional right-of-way to be acquired by the city or
dedicated by property owners when they develop
their property adjacent to certain streets.
This Arterial and Collector Street Plan includes
design standards that will affect the right-of-way
needs on some streets. The Appendix to this document contains a list of major streets for which rightof-way requirements would change. The changes to
the code and Street Right-of-Way Map will be
adopted along with final adoption of the Arterial
and Collector Street Plan.

Applicability of ACSP to County and
State Roads
Some of the roads and streets within the Eugene
urban growth boundary are under the jurisdiction of
Lane County or the State of Oregon. The street
classification, right-of-way, and design standards
included in this Arterial and Collector Street Plan
are intended to apply to City of Eugene streets and
roadways, and they have limited applicability to
State or County roads, as follows:
• Street classifications and right-of-way needs
are intended to be in agreement with those
adopted by Lane County and the State of Oregon. In case of any difference between the
classification or right-of-way needs shown on
the maps in the ACSP and those adopted by
other agencies, the agency with jurisdiction over
a particular road will have the final authority.
• The design standards and guidelines included
in the ACSP are to be considered advisory only
rather than mandatory in their application to
improvements on any County
or State road.
• The role of the City in
reviewing proposed development, access, or improvements on County and State
roads is governed by separate
intergovernmental agreements. Adoption of the
Eugene Arterial and Collector
Street Plan is not intended to
alter any such agreement.

Available street right-of-way helps determine how the street is designed and used
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State and Federal Mandates
There are several federal and state laws and regulations pertaining to transportation that have some
relationship to the city’s Arterial and Collector Street
Plan. While some of these regulations are addressed
at least in part by inclusion in this document, others
have been, or will be satisfied through other
adopted plans, policies, or codes — but are still
referenced or acknowledged in the Arterial and
Collector Street Plan. Following is a listing of the
pertinent federal and state requirements.

Street Classification
Federal transportation legislation known as ISTEA
(Intermodal Surface Transportation Efficiency Act),
and the state Transportation Planning Rule (TPR),
require a functional classification system of streets,
roads and highways as a major component of the
regional Transportation System Plan, which, for the
Eugene-Springfield area is TransPlan. The updated
TransPlan, when adopted, should incorporate as part
of that regional street and roadway network, the City
of Eugene’s adopted street classification system.

Americans with Disabilities Act (ADA)
This document supports provision of facilities for
people with disabilities, in all street improvement
and construction projects. The design standards in
the Plan are general in nature, addressing items
such as street width, location and design of sidewalks, etc. More specific standards related to ADA
features and requirements ( for example, dimensions and slope of curb ramps) are included in the
City’s standard plans and specifications. The standards are applied to each specific project, to
achieve the best possible fit with existing conditions
and still meet or exceed ADA requirements.
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Provision of Facilities for
Bicycles & Pedestrians
Both ISTEA and TPR, along with State legislation
and administrative rules, require that when major
collectors or arterials are constructed or reconstructed, bikeways and sidewalks be provided as
part of the street improvements within the right-ofway. The city’s adopted Design Standards, along
with policies in TransPlan, the Local Street Plan,
and language in the city code include essentially
these same requirements. The Arterial and Collector
Street Plan incorporates, and in some instances
strengthens these standards.
Under state law, bicyclists are allowed on all
streets, and every street must accommodate bicyclists safely. To ensure the safety of cyclists, both
Federal and State legislation require that when
major collectors or arterials are constructed or
reconstructed, bikeways and sidewalks must be
provided as part of the street improvements within
the right-of-way.
For purposes of this document, "bikeway" is defined
as on-street provision for bicycles, including striped
lanes or shared use of lanes by motor vehicles and
bicycles where traffic characteristics allow such
use.

Facilities for Transit
The TPR also requires that the city provide for transit
passengers and bus operations on major streets. The
Arterial and Collector Street Plan incorporates design
standards and guidelines for transit facilities on major
streets, to address this requirement.

Reduction in Vehicle Miles of Travel (VMT)
A reduction in per-capita VMT is not directly
required as a component of this document. This
mandate is discussed here because people frequently ask about it when reviewing transportation
planning documents. The TPR requires that the
long-range regional Transportation System Plan
(TransPlan, for the Eugene-Springfield area) demonstrate measures to help achieve a reduction in VMT
per capita in the region, over a specified time
period. The Arterial and Collector Street Plan
acknowledges this policy mandate by striving to
plan, design and improve its street system in ways
that lead to greater use of alternative modes of

transport and reduce reliance on the automobile.
On the other hand, the document itself is not
required to address the quantitative standard
contained in the TPR.

Transit-Bike-Pedestrian Friendly
Development Standards
The TPR also requires cities of over 25,000 population to adopt land use code amendments that
require improving bicycle parking, pedestrian
facilities, transit accommodations, and so on, to
help further the goal of reduced reliance on the
automobile. Eugene adopted a set of such code
amendments in 1993 as part of the Transportation
Rule Implementation Project (TRIP) process. The
current document incorporates those elements of
the TRIP standards that relate to design of public
streets — primarily, provision of sidewalks and
bikeways and appropriate transit features along
collectors and arterials.

Transit oriented development standards, adopted in TRIP code
amendments create pedestrian and transit-friendly environments
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Citizen Involvement
A staff team consisting of staff from the Eugene Public
Works Department, Eugene Planning and Development
Department, Eugene Fire Department, Lane Transit
District, and Lane County Public Works Department
developed proposals for the Arterial and Collector
Street Plan with input from various citizen, neighborhood, and special interest groups.
Earlier efforts to update the City’s street classification
map in 1992-93 resulted in a certain degree of controversy, primarily regarding traffic and livability issues on
residential collector streets in older neighborhoods. As a
result the City Council did not adopt a new classification map, but directed staff to reevaluate the collector
street classification and related issues in conjunction
with the TransPlan update.
In January 1997 staff began the collector street
evaluation with the dual intentions of (1) preparing
a revised Street Classification Map, and (2) incorporating the map and classification structure into the
TransPlan update process. The map revision process
included an evaluation of the function and design
of collector streets; that evaluation has resulted in
several proposals that would respond to public
input by recommending the following changes to
collector street classification and design.
• Separating the former collector street classification into two distinct types of collectors:
a) Neighborhood Collector streets, which
carry low to moderate traffic volumes at low
speeds, serving mainly single-family residential areas by connecting the local street system
with other collector and arterial streets.
b) Major Collector streets, which carry higher
traffic volumes; serve commercial, industrial
and multifamily land uses; and also serve
single-family residential neighborhoods
where a combination of auto-volumes,
transit, and/or bicycle and pedestrian usage
suggest a higher classification of street.
• Providing a wider array of design options for
collector streets. In particular, the narrower and
more flexible design choices developed earlier
for the Local Street Plan have been adapted and
carried over in this document to apply to many
Neighborhood Collectors.
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The first draft of this document (entitled Eugene
Street Classifications and Design Standards was
released in August 1997. Notice of the process was
mailed to interested parties and presentations were
scheduled with neighborhood groups and other
affected parties. In September and October 1997, a
series of public information meetings on the draft
plan were held throughout the city.
The Planning Commission held a public hearing on
the August 1997 Draft Eugene Street Classifications
and Design Standards on November 4, 1997. The
Planning Commission received 26 pieces of testimony on the draft plan, including comments and
letters received in advance of the hearing, oral and
written testimony submitted on the evening of the
hearing, and additional comments and letters
received following the hearing prior to the close of
the public record. Some of the letters included
petitions, so the commission actually heard from
more than 230 people.
After reviewing the testimony, the Planning Commission directed staff to address issues raised at the
public hearing. In February and March, 1998 staff
returned to the Planning Commission with a number
of recommendations for revising the plan to address
those issues. The Commission then directed staff to
prepare the revised Arterial and Collector Street Plan
for a second public hearing on the document.
The Planning Commission held its public hearing
on the second draft of the ACSP in June 1998. The
extensive testimony was reviewed in several work
sessions by the commission during fall of 1998,
which culminated in a third draft (April 1999). The
Commission forwarded the April 1999 draft to the
City Council with a recommendation to adopt.
The City Council met a total of four times to review,
discuss and/or receive testimony on the April 1999
draft of the ACSP:
• At a Council work session on May 12
• A public hearing held on June 14
• A second work session on September 27, and
• A Council meeting to consider adoption of a
revised version of the ACSP, November 22
The revisions in the final (November 1999) version
of the plan are extensive, resulting from public
testimony and City Council direction to staff during
the May-September 1999 period.

Goals, Objectives, and Planning Principles
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Goals and Objectives for Streets
That Enhance Community Livability

Street design affects the character and form of the city and its neighborhoods

The design of a city’s streets has, for better or worse,
a significant effect on community livability. Streets
typically occupy from 25 - 35% of the usable land in
any given city. More than any other single element of
the urban infrastructure, streets determine the
physical form and the character of the city and its
neighborhoods. They are an ever-present, and evernecessary element in city building and city design.
Street design has a direct influence on many factors
that, collectively, help define our sense of livability.
Street design influences how well the transportation
system works and has an immediate effect on economic vitality; on the time it takes to get from here to
there; and on the cost of travel and distribution of
goods. Street design can affect our personal safety and
security, as well as our level of convenience, efficiency, comfort and welcome in using the street. It
can influence the speed of traffic, the amount of air
pollution generated by vehicles, and the noise levels
experienced in adjacent homes and businesses. Street
design can influence the behavior of drivers causing
them to drive either faster or slower, and with either
greater abandon or more alertness and caution. Street
design influences our choice of travel mode - either

restricting or expanding our ability to walk, use a bicycle,
or take the bus for personal trips. Street design affects our
heart rate, blood pressure and overall stress levels, and
increases or decreases our perception of travel time (ugly
and poorly designed streets increase our perception of
travel lengthened time). All of these things, and more, are
affected by the design of our streets.
America is a mobile nation, and mobility - the
ability and freedom to move about - is a central and
cherished value of American culture. In Eugene, as
in most cities, local mobility is achieved through
travel on the public streets. The Arterial and Collector Street Plan is intended to result in the design and
construction of streets that enhance, rather than
detract from community livability.
The following goals for the design of major public
streets support a livable Eugene.
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Goal 1:
Define a major street system of arterial and collector streets that balances mobility and access needs
appropriate to the function of the street and to the
land uses served by those streets.

1.1 Objective: Develop a street classification map
that is based on the appropriate function of
major streets within the City of Eugene.
1.1 Explanation: The street classification map is an
essential tool for defining a comprehensive,
transportation system that’s understandable to city
staff and to the public. The map should reflect the
functional differences between the various street
types found in Eugene, and should serve as an
initial guide for designing those streets.
1.2 Objective: Provide for through travel on major
routes that connect major destinations.
1.2 Explanation: Arterials and collectors should
provide for through travel on routes that connect
major destinations throughout the region,
including employment centers, industrial areas,
parks, schools, and commercial centers. They
should also provide access from local areas to
nearby regional or community-scale activity
centers. Travel to and between these areas
should be direct and efficient.
1.3 Objective: Provide for the orderly, efficient, and
safe movement of people, goods, and services.
1.3 Explanation: All users of the transportation
system benefit from order, safety, security, and
efficiency that (1) allows relatively rapid and
economical movement of people, goods, and
services, (2) minimizes risk of harm to people and
property, and (3) allows people to feel secure in
their chosen transportation mode. Mobility, ease
of movement, and personal safety are important
livability factors. The arterial and collector street
system should be designed to help people using
any mode of travel to feel confident that these
values will be acknowledged.

Goal 2:
Identify a major street network that provides for an
integrated transportation and land use system.

2.1 Objective: Develop design concepts and
standards for major streets that are consistent
with and provide for future implementation of
nodal development concepts.
2.1 Explanation: Nodal development is based on a
concept of higher-density, mixed-use development centered around a commercial core that is
adjacent to a frequently serviced transit stop. The
nodal development concept is built around the
notion that land use and transportation decisions
should be fully integrated to ensure transportation-efficient development. The concept is
intended to support compact urban growth and
the use of alternative modes of transportation. The
street system that serves the node, and development within the node, must stimulate and support
pedestrian, transit, and bicycle use. Future nodes
are typically located on streets that are classified
as either major or minor arterials.
2.2 Objective: Develop street design standards and
guidelines for lower-volume major streets in residential areas that are more appropriate for residential
environments than the existing standards.
2.2 Explanation: Street design is a major factor in
residential livability. The development of Neighborhood Collector design standards that provide
options for narrower paving and right-of-way
widths are intended to result in slower speeds,
less traffic - related noise, reduced crashes, and
reduced street construction-related environmental
impacts in residential areas.

Goal 3:
Develop a multi-modal street system that supports
choices in modes of travel.

3.1 Objective: Develop design concepts and
standards for multi-modal streets that fully integrate automobile, emergency responder, public
transit, pedestrian, bicycle, and freight needs.
3.1 Explanation: In order to implement existing
plans and policies, Eugene’s major streets must
serve all modes of travel. This requires careful
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attention to the task of balancing the competing
needs of cars, trucks, buses, pedestrians and
bicyclists. Each mode of travel must be accommodated in a way that is not detrimental to any
of the other modes.

3.2 Objective: Promote accessibility for pedestrians, transit users, and bicyclists.
3.2 Explanation: Attaining both State mandates
and community goals to decrease reliance on
automobiles requires enhanced facilities for
alternative modes. Making bicycling, walking
and bus-riding safer, easier, and more efficient
will promote the choice of alternative modes
throughout the population while also offering
greater mobility to those whose age or physical
limitations require alternatives to the automobile.

Goal 4:
Develop design concepts and standards for major
streets that enhance livability, economic opportunity, safety, and quality of life.

4.1 Objective: Provide for the safety, security,
physical comfort and convenience of pedestrians, bicyclists and transit users.

4.1 Explanation: Consideration of comfort and
convenience factors for pedestrians, bicyclists and
transit users is fundamental to livability and requires
attention to human sensory experience. Street
conditions that discourage walking and bicycling
diminish livability and sense of community. Correcting these conditions involves reducing travel
distances; increasing land use flexibility; eliminating
pedestrian barriers; assuring continuity of travel;
providing protection from rain, noise and pollution;
eliminating conflicts; and increasing character,
visual diversity, and amenity. The single greatest
disincentive for walking, playing in the front yard,
and other livability factors is excessive speed. The
impacts of excessive speeds can be reduced through
appropriate design. It is also essential to reduce or
eliminate frequent braking and acceleration, and
higher speed turning movement.
4.2 Objective: Support economic vitality of
the region.
4.2 Explanation: Well-designed arterial and
collector streets are essential to the health of the
community’s economy. These streets provide for
a level of mobility for the movement of goods
and accessibility to services unmatched by other
(local) streets. They should be designed to fully
integrate and balance automobile, public
transportation, bicycle, pedestrian and freight
needs to maintain economic vitality.

Setback sidewalks, generous planting strips, and onstreet parking enhance livability on this collector street
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4.3 Objective: Provide orientation and identity to
and within city neighborhoods.
4.3 Explanation: Arterial and collector streets are
major determinants of urban form, neighborhood identity, and community character. The
street system is also used by many people to
orient themselves to where they are in the city.
Arterial and collector streets are important
markers in an individual’s “mental map” of the
community. Well-designed and attractive streets
that support and complement adjacent land uses
can enhance neighborhood identity and help
users know where they are.

4.4 Objective: Provide high quality of construction and design.
4.4 Explanation: High quality street design and
construction enhances livability in numerous
ways: it improves the quality of the physical
environment, it supports human comfort and
safety, it can enhance the status and economic
value of adjacent properties, it can provide
identity to the street, and it provides a setting for
increased public social activity.

Street reconstruction provides opportunities to rebuild
the street to address current goals and objectives
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Planning Principles for the Design
of Arterial and Collector Streets
Arterial and collector streets are the backbone of
the regional transportation system. They provide for
the movement of significant volumes of traffic and
freight. The majority of Eugene’s arterial and collector street system, as depicted on the Street Classification Map, has been built, but several of these
streets have not yet been constructed. Over time,
the arterial and collector street system will require
reconstruction and adaptation to meet future
demands for mobility and access for all modes of
travel. These principles are intended to guide City
of Eugene staff in making planning and design
decisions on new and reconstructed streets.
The order in which the planning principles are listed
is not intended to imply an order of importance.
1) Collector and arterial streets carry proportionately larger volumes of traffic than local streets;
the design and location of arterials and collectors should facilitate movement of traffic and
enhance mobility throughout the region.
2) Collectors and arterials should be designed as
multi-modal streets to promote a choice of travel
mode for all residents and all users of the street
system. These streets should be designed to meet
the needs of bicyclists, pedestrians and transit
users, to encourage the use of public transit, and
to promote walking and bicycling as viable
transportation modes.
3) Major streets serve as primary emergency
vehicle response routes. Arterial and collector
streets should be designed to efficiently and
safely accommodate emergency fire and medical service vehicles.

arterials adjacent to commercial areas should be
designed to support and complement local
businesses and to encourage pedestrian activity.
6) Arterial and collector streets help determine
the form, identity, and character of neighborhoods. Street designs should help foster a
positive neighborhood identity and character,
help orient the user to where they are in the
region, and should consider individual characteristics of neighborhoods. Gateway treatments
and unifying themes in landscaping help define
unique neighborhood characteristics.
7) Future nodal development sites are invariably
located on streets that are identified as either
arterials or collectors. Street designs within and
adjacent to nodal development areas should be
consistent with the overall purpose and intent of
nodal development concepts.
8) Arterial and collector streets should incorporate high quality construction and design to
promote livability, enhance the quality of the
physical environment, support human comfort
and safety, and enhance the status and economic value of adjacent properties.
9) The design and geographic arrangement of
major streets should constitute an overall system
of collectors and arterials that, together with
local streets, provides the desired levels of
mobility and access for all modes of travel.

4) Collector and arterial streets should accommodate the movement of goods and the exchange of services that are essential to the
economic vitality of the city and the region.
5) The physical appearance of the street, the
volume of traffic, and the speed of traffic dictate
the success of businesses along major streets.
High speeds and excessive traffic volumes reduce
access to businesses and create an unpleasant
environment for pedestrians. Collectors and
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Street Classification
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Street Classification Types
The following section describes the function of the
various arterial and collector street types found in
Eugene.

Arterial Streets
The primary function of arterial streets is to provide a
high degree of vehicular mobility; however, they
may also serve a minor role to provide land access.
The nature of arterial streets dictates that their
designs typically limit property access and on-street
parking to improve traffic capacity for through traffic.
Arterial streets are used as primary bicycle, pedestrian, emergency response routes and transit routes.
There are two classifications of urban arterial streets:
major arterial and minor arterial. Because the
function of both types is similar, the designs of major
and minor arterials are usually also similar. Exceptions to this rule are freeways and expressways.
While freeways and expressways are typically
classified as major arterials, they have unique
geometric criteria that control their design, and
highly regulated access controls that limit access to
adjacent land uses.

Major Arterials
On a statewide level, the most important highways and roads that connect cities to one another
are usually designated as major arterials (or
sometimes principal arterials). Within Oregon, the
principal arterials comprise the Interstate Highways and a number of other State Highways.
Major arterials continue through cities and towns,
and become the primary “arteries” for intra-urban
movement within the larger cities, as well as
providing for through traffic and for travel from
the city to outside destinations. One of the key
characteristics of urban major arterials is therefore
the high degree of connectivity they provide
within the urban area. These streets and highways
typically connect various parts of the region with
one another and with the “outside world,” and
serve as major access routes to regional destinations such as downtowns, universities, airports,
regional shopping centers, and similar major focal
points within the urban area.
Within Eugene-Springfield, most of the State
Highways function as major arterials. The state
routes are augmented by a few city and county
roads which provide a similar level of mobility

Franklin Boulevard is an
example of a Major Arterial
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and connectivity, such as Delta Highway, River
Road and Coburg Road. In Eugene, major
arterials typically have four or more lanes and,
with the exception of freeways and expressways,
typically have sidewalks and planting strips,
striped bicycle lanes, and raised median islands
or two-way left turn lanes.

Minor Arterials
Minor arterials connect the nearby rural areas to
cities and function within cities as conduits for a
large proportion of intra-urban trips. These
streets provide the next level of urban connectivity below major arterials. Minor arterials sometimes provide a fairly high degree of intraregional connectivity; in most cases their main
role tends to be serving intra-city mobility.
Examples of minor arterials include Hilyard and
Patterson streets, South Willamette, 18th Avenue,
Barger, Royal, Cal Young and Harlow Roads. In
Eugene a typical minor arterial contains two lanes
plus a center turn lane, with bike lanes, planting
strips (in some cases), and sidewalks. Some minor
arterials are wider and contain up to 4 lanes plus
turn lanes or median islands.

Cal Young Road is an example
of a Minor Arterial
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Collector Streets
The primary function of collector streets is to assemble traffic from the interior of an area and deliver
it to the closest arterial street. Collectors provide for
both mobility and access to property and are designed to fulfill both functions. They usually serve
shorter trip lengths and have lower traffic volumes
than arterial streets. Collector streets are also used as
important emergency response routes and are
frequently used as transit routes.
There are two classifications of collector streets:
major collector and neighborhood collector. While
the function of both types is essentially the same,
the neighborhood collector classification is applied
only in residential neighborhoods. Standards for
neighborhood collectors provide for design flexibility to preserve the livability and character of residential areas.

Major Collectors
Major collector streets can be found in residential,
commercial and industrial areas. Typically, major
collectors have greater right-of-way and paving
widths, and wider traffic lanes than neighborhood
collectors. Major collectors frequently have
continuous left turn lanes and are normally
provided with sidewalks, planting strips, and
striped bike lanes; provision for on-street parking
varies by location. Major collectors may be
designed with raised medians to reduce conflicts,
provide a pedestrian refuge, restrict turning movements, limit land access, or to furnish an aesthetic
separation between traffic lanes. Examples of
major collectors include Arthur Street from 13th
to 18th, First Avenue from Seneca to Bertelsen,
Oak Patch Road, and Willakenzie Road from Cal
Young to Coburg Road.

Arthur, north of 18th is an example of a Major Collector

31

Neighborhood Collectors
Neighborhood collectors are found only in
residential neighborhoods and provide a high
degree of access to individual properties. This
street type does not apply to commercial and
industrial areas, nor to most multifamily residential areas. As a rule, both right-of-way and
paving widths are narrower than major collectors. Left turn lanes are only infrequently used on
neighborhood collectors, and then only at
intersections with higher volume streets. Neighborhood collectors are required to have sidewalks and planting strips. A great deal of flexibility exists for on-street parking on this street type.
On most neighborhood collectors, bicycles
share the travel lane with other motor vehicles,
eliminating the need for striped bicycle lanes.
Exceptions to this can occur in situations where
traffic volumes or speeds, roadway geometry, or
other factors suggest that striped lanes will
provide a safer design. Examples of neighborhood collectors include Harris Street from 18th to
30th, Taney Street from Barger to Marshall,
Brittany Street from 18th to 25th, Jeppesen Acres
Road from Gilham to Coburg Road, and Monroe
Street from 13th to 8th.

Monroe St. is an example of a
Neighborhood Collector
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Process and Criteria for
Determining Street Classification
General Concepts
At its most fundamental level, the classification of a
system of urban streets is based on the concept of the
degree of mobility provided by a street as compared to
the amount of access the street provides. For example,
Interstate freeways and other state highways provide
the highest level of inter-urban mobility, and extend
into and through urban areas to provide the most
important routes for urban travel, usually at the highest
speed—providing the best “level of service” to
vehicular traffic. Freeways provide the least direct
access to adjacent land, since by definition all access
is permitted only at interchanges.
At the other end of the spectrum, local streets are
designed to provide nearly continuous land access,
with driveways at every home. Local streets are
meant to serve traffic that has its origin or destination on that particular street. They should be
designed to discourage through (i.e. non-neighborhood) traffic whenever possible, to promote greater
safety and livability in neighborhoods.
Between the extremes of freeways and local streets
are urban arterials and collectors, which provide a
mixture of mobility and land access. The relationship of street classification to the provision of access
versus mobility is illustrated by Figure 3.

Figure
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Street Classification and Level
of Public Interest
There is a fundamental relationship between the
primary function of a street and the level of interest in
that street—that is, in the potential changes or outcomes that could come about on any particular
section of street. Taking an example from one end of
the classification range: the design and day to day
operation of a residential cul-de-sac is of concern only
to the residents living there and the limited number of
people who come to visit, make deliveries, and so
forth – as long as basic access needs and the needs of
fire and emergency service vehicles are satisfied.
At the other end of the spectrum, an Interstate
highway is a road of great interest and importance
to thousands of people on a daily basis. Therefore
the Interstate system is highly regulated as to design,
access, and overall operations. Decisions about
changes to the Interstate do involve public input,
but the range of options is limited because of the
high-level functional requirements of the roadway.
Proposals to widen the highway or reconstruct an
interchange are likely to be widely debated
throughout the community and region because of
the high level of interest and importance that most
people attach to an Interstate highway.
This document concerns the streets that lie in between these two extremes: streets that are more
important to the city and the region than purely local
streets, but which also serve an important role of
access and neighborhood mobility for the homes and
shops along those streets. Design and operation of
collector and arterial streets is challenging and often
publicly contentious because these streets must serve
several purposes which sometimes seem at odds with
one another. Livability is important to the people
along these streets, as is mobility for the people who
travel on them. For example, a major construction
project on a collector or arterial street must incorporate the desires of local residents, while at the same
time addressing broader community goals and needs
for a good transportation system. One of the primary
jobs of the city, in responding to its citizens, is to
balance the neighborhood livability aspects of our
streets with the mobility needs of the community.
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Criteria Used to Determine
Street Classifications
The determination of the appropriate classification
for each street in a city requires a process that
examines the relative role each street plays as part
of the entire system. Because it is not possible to
measure directly the proportion of “mobility” and
“access” that each street segment provides, the
process involves an evaluation of several important
criteria that correlate strongly with those primary
attributes of mobility and access. These criteria
have been adapted from national guidelines, to be
applicable to Eugene in terms of our community’s
size, geographic form, and certain transportationrelated characteristics such as a higher-than-average
use of non-auto modes of travel.

auto modes, including walking, bicycling, and
transit use. The number of modes of travel using
a street is telling of a street’s importance in the
city’s network; the more modes using a street,
the more users that street serves, and the more
important that street is to the movement of
people, goods, and services throughout the city.
In the staff analysis, the presence of sidewalks
for pedestrians, bicycle lanes, and/or the presence of transit service was considered one
important factor in evaluating the appropriate
classification for each street.

Typical Traffic Volume Ranges

The five criteria used for determining street classification are described as follows:

Average Daily Traffic (ADT). Generally speaking,
the higher the volume is, the higher the demand
is for use of that street. On streets with higher
traffic volumes, the demand for traffic mobility is
more likely to outweigh the need for access to
abutting land. Conversely, where volumes are
lower the access function of the street will
generally be more important than mobility for
traffic. On arterial streets with commercial land
use, such as West 11th Avenue, the land access
function of the street is still very important.
However, since considerable through traffic (i.e.
traffic not stopping at a destination along the
street, but continuing to a destination elsewhere)
uses West 11th, the proportion of traffic using the
street for local access is relatively small compared to a local street or a collector. Figure 4
shows the typical ranges of traffic volumes that
correspond to various classifications. These
volumes do not in themselves define or determine the classification; additional criteria
described below are also taken into account.
Use by non-auto modes of travel. The ADT
criterion described above provides an easilyobtained measure of the number of vehicles
using a given street. While ADT is an important
yardstick, another very significant feature of
Eugene’s streets is the accommodation of non-
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Figure

4

Street
Classification

Average
Daily Traffic

Major Arterials

20,000 ADT and Up

Minor Arterials

7,500 to 20,000 ADT

Major Collector

2,500 to 7,500 ADT

Neighborhood
Collector

1,500 to 2,500 ADT

Local Streets

Less than 1500 ADT

Length of Street is another important criterion to
consider in a street’s classification. The longer a
street is, the more likely it is that the street will
function at a higher classification. This is due to
the fact that longer (continuous) streets allow
travelers to move between distant attractors with
a limited number of turns, stops, and other
distractions that discourage them from using
streets of lower classification. Length of a given
street segment, while not the same as trip length
for the average trip using that street, is seen as
strongly correlated with trip length—which is
itself an indicator of the extent of mobility provided by the street. To illustrate, state highways
that traverse Eugene—including Highway 99 and
Highway 126 (via 6th-7th and West 11th) are long,
continuous streets that carry proportionately
longer trips than a street like 5th Avenue or Valley
River Drive. Therefore these longer streets generally supply a higher level of mobility as compared
to other streets that are providing more access.
Spacing of Streets is another criterion that
relates to provision of mobility and/or access.
Streets of higher classification usually have larger
traffic carrying capacity and fewer impediments
to travel. Fewer facilities are needed to serve the
traffic mobility demands of the community due to
their efficiency in moving traffic. Generally, this
means that there are fewer streets of higher
classification so there will be larger distances
between them. Therefore, the further a street is
from a higher classification street, the more likely
it is that the street will function at a similar
classification (if the street length, degree of
connectivity, and design allow it to serve that
purpose.) Streets of lower classification are
needed to provide access to abutting land. In
order to do this, they must be spaced more
closely and there must be many more of them. It
is considered most desirable to have a network of
multiple lower classification streets feeding into
progressively fewer higher classification streets.

the ease of movement perceived by travelers
who desire to make that connection. For example, state highways are generally interconnected with one another, to provide a continuous network of high-order roadways that can be
used to travel into and through urban areas.
Urban minor arterials provide a similar interconnected network at the city-wide level. By contrast, collector streets often connect local neighborhood streets with one or two arterial streets,
thus helping provide connectivity at the neighborhood scale rather than a city-wide level.
Local streets also provide a degree of connectivity as a necessary component of property access.
However, the street lengths, traffic control, and/
or street geometry are usually composed so that
anyone but local travelers would consider the
route inconvenient, except for access to the
immediate neighborhood.

Eugene Street Classifications
Appendix C includes the Street Classification Map,
along with a tabular listing of each street section.
Appendix D is the Street Classification Matrix,
containing the numerical ratings for the five criteria
discussed above, for each street segment. Appendix
E summarizes the process by which these five criteria
have been used to develop a proposed Street Classification Map for Eugene.

Connectivity is the final attribute used to determine street classification. Streets that provide
easy connections (or connectivity) to other roads
of higher classification are likely to function at a
similar classification. This can be attributed to
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Current Conditions
and Future Changes

Amendments to the
Classification Map

The proposed street classifications represent both
the existing and anticipated future function of each
street. Most of the major streets in Eugene have
operated as such for many years. It is important to
recognize that the current pattern of major streets
has evolved over many decades— very little of the
system has actually been master-planned. The
proposed classifications are based on a combination of historical, present, and future travel patterns.
Again, with regard to the future it bears repeating
that with only a few exceptions, travel in the region
20 years from now will occur on the same major
streets that are on the ground today.

The street classifications and design standards
proposed in this document are intended to be
applied to Eugene’s street system into the indefinite
future. The review and adoption process for this
document should be used to reach agreement on the
function of specific street segments throughout the
city. Should those street segments be identified for
improvements in the future, the design standards in
this document would guide that improvement. In the
interest of consistency and effectiveness, street
function and standards should not change periodically in the absence of a change in policy or without
evidence that the existing classification and standards are inappropriate.

Traffic volume is one of five criteria that have been
used in the determination of each street’s classification. For purposes of the current recommendations,
current (i.e. recently measured, within the past two
to four years) traffic volumes were used. In cases
where a street does not yet exist, or where it is
partially constructed or the adjacent area is mostly
undeveloped, an assessment was made of future
volume in order to compare the street with other
streets of similar function.
Another criterion used in the recommended classification is the usage by and provision for alternative
modes on each street segment. Staff based the rating
in this area on existing use, but adjusted the numbers upward in those cases where sidewalks,
bicycle facilities, or transit routes are anticipated to
be added to the street, based on adopted plans and
policies. This has the effect of influencing the
determination of classification by looking at the
intended or expected use of the street.
The length and spacing criteria are generally based
on existing conditions; however, where street extensions or new streets are planned, these future conditions are taken into account. The final criterion, that
of connectivity is treated in a similar fashion. That is,
existing conditions are used unless there are planned
changes in the network or individual streets that
would change the rating for this criterion.
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Any necessary changes to street classifications
resulting from major shifts in street function, new or
updated refinement plans, large-scale new development not anticipated in adopted plans, or other
unusual situations could lead to amending the
adopted Street Classification Map. The Eugene code
provides for adoption and amendments of the Street
Classification Map and specifies that map amendments “shall be by ordinance”. This provision would
mandate a level of citizen involvement in future
discussions about street classifications and design
consistent with adoption of any new ordinance.

Relationship of Classification to
Design and Operational Decisions
Classification does not, by itself, determine the
design of new streets or improvements to existing
streets. The classification of a street provides a basic
indication of how that street functions as part of the
overall street network. Since streets of like classification often have very different characteristics in
terms of overall width, number of lanes, adjacent
land use, and other key features, the classification
itself only provides a starting point for the design of
a new street, or improvements to an existing street.
The actual design is influenced by a number of
factors, discussed more fully in the Design Standards and Guidelines section of this document.
Citizens are frequently concerned about potential
changes that might occur on the street they live on,
own a business on, or use as a driver, bicyclist,
walker or bus rider. There are a number of plans,
policies and ongoing practices that affect whether
and how a given street might undergo a change of

some sort, or conversely whether and how a
decision might be made not to implement a change.
The types of changes or decisions that are made
regarding arterial and collector streets range from
regulation of access, to various sorts of improvements to enhance use by different modes of travel,
to major expansion or construction of new street
segments. There is a relationship between the
street’s classification and these actions or decisions,
but many other factors are important in determining
the particular outcome for each specific situation.
The following chart (Figure 5) provides a summary
of the priority or the likelihood of several specific
kinds of outcomes on various street types. The text
following the chart is intended to amplify and
provide further explanation for each type of action,
and the general process that the City follows in
implementing various actions.

Priority for Improvement or Regulation by Type of Street

Figure

5

Class

New
Adding Upgrade
Major
Urban
Street
Bike
Corridor
Regulate Traffic Adding
Access Calming Sidewalks Lanes Standards Improvements Mileage

Freeways/Expressways

Very High

N/A

N/A

N/A

N/A

High

Very Low

Urban Major Arterials

High

Low

High

High

High

Medium

Low

Minor Arterials

High

Medium

High

High

High

Medium

Low

Major Collectors

Medium

Medium

High

Medium

Medium

Low

Medium

Neighborhood Collectors

Low

High

Medium

Very Low Low

N/A

Medium

Local Streets

Very Low

High

Low

N/A

N/A

High

Very Low
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Discussion and Examples
Regulating Access
The city seeks to regulate access (private driveways
and intersecting streets) on major streets to help
achieve safety and mobility goals. In most cases,
every lot is legally entitled to at least one access to
the adjacent street, but multiple, closely-spaced
accesses can present safety and operational problems. Generally speaking, arterials are the most
highly regulated and local streets are minimally
regulated with regard to new accesses or changes in
existing access. For example, the “very high” for
freeways and expressways reflects the fact that
access to these facilities is only allowed at interchanges or major, signalized intersections. “High”
for urban arterials reflects the city’s practice of
seeking to balance high mobility needs with the
need for some access on these streets. The “medium” level of access control for major collectors
recognizes that these streets frequently play a role
of providing access to both homes and businesses
on the street, as well as carrying moderate volumes
of traffic. “Low” and “very low” indicate the need
for a high level of access on neighborhood collectors and local streets.

Process:
The City’s Traffic Engineer has authority to limit the
number, spacing, and design of driveways on major
streets. Review of development proposals involves a
determination about number and spacing of driveways and intersections on major streets. Also, when
major construction occurs, staff looks for opportunities to consolidate multiple accesses into fewer
driveways, particularly on commercial frontage along
arterials. Recent examples include the improvement
projects on Highway 99 North and West 11th Avenue.

Traffic Calming
The city’s highest priorities for traffic calming are on
local streets and neighborhood collectors. Major
collectors and arterials are also candidates for traffic
calming, particularly when design and construction
of other improvements takes place on these streets.
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Process:
City staff and the Neighborhood Leaders Council
jointly agree on criteria for ranking traffic calming
proposals. City staff (including the Fire Department/
EMS) then work with local residents to apply the
most appropriate type of traffic calming to each
street. Funding for this program has been severely
constrained during the past three years; nevertheless, staff and neighborhood representatives are
continuing to refine specific proposals for a few
high-priority locations, along with the process for
determining priorities and potential funding sources.

Adding Sidewalks
On streets that have curbs and gutters, but lack
sidewalks, the city uses a priority ranking method
adopted by the City Council to prioritize segments of
streets for sidewalk retrofit. Generally the major and
minor arterials are the highest ranking sections
because of the safety implications of pedestrians
trying to walk along these streets without continuous
sidewalks. In some cases, though, a collector street
or even a local street can be ranked higher based on
key factors such as a nearby school or shopping area.

Process:
During the past five years, city staff has proposed a
list of high-priority sidewalk construction segments
for Council approval. Property owners have been
notified and given time to hire a contractor to
complete their particular sections of sidewalk. If
necessary, the city has then hired a contractor to
finish any remaining segments, with the cost being
assessed to the property owner. This sidewalk
program is under review and may be modified by the
City Council to address issues of prioritization, cost
and equity.
The addition of sidewalks to streets that have not
yet been improved to city standards (that is,
lacking curbs and gutters) generally follows the
process described below under “Upgrading Streets
to Urban Standards."

Adding Bicycle Lanes
The city’s policy is to require bicycle lanes on all
arterial streets and on all major collectors. Generally, the highest priority is placed on adding bicycle
lanes to arterials because of the need to provide a
safe means of bicycling on these streets. Bicycle
lanes are only infrequently provided on neighborhood collectors, and almost never on local streets.
Because of the lower traffic volumes and slower
speeds of auto traffic on these kinds of streets,
bicyclists are able to share the space with cars
safely. Occasionally, particular conditions on a
neighborhood collector or local street might call for
striping bicycle lanes, for example to designate a
safe area for cyclists in locations where a great deal
of transition is occurring due to turn movements or
cross streets, or on streets that feature sharp curves
and turns.

Process:
Bicycle lanes are normally included in any new
construction or reconstruction of major streets
(major collectors or higher types) to urban standards. This process is described below. The city’s
priorities for adding bike lanes on streets that
already have curb and gutter is determined by
TransPlan and/or the city’s Bikeway Master Plan.

Upgrading Streets to
Urban Standards
The city’s policy is that all public streets have
minimal paved travel width, curbs, gutters, and
sidewalks. In practice, the highest priority is placed
on retrofitting arterials and major collectors to
urban standards, for reasons of safety and provision
of facilities for alternative modes of travel.

Process:
New streets, whether locals or major streets, are
required to be built to urban standards. Existing
local streets are normally improved only when the
property owners submit a petition indicating a
desire for the improvement and willingness to pay an
assessment. The priorities for upgrading existing
collectors and arterials to urban standards are set
in TransPlan (general phasing and priority) and
further determined by the city’s Capital Improvement
Program, updated every two years.

Major Corridor Improvements
The number of street segments that are likely to
undergo major improvements is a small proportion of
total street mileage. Generally, widening projects and
other major improvements are more likely to occur on
arterials, with a few examples on major collectors.

Process:
Similar to upgrading to urban standards, decisions
about other major improvements are made initially in
the adoption of TransPlan, and subsequently in the
adoption of the city CIP. Many of these projects will
require further "corridor studies" to determine the
scope of the improvements.

New Street Mileage
A very small number of new arterial street segments
is planned, along with a larger mileage of major
collectors. Most new street mileage is built by private
developers, and is generally local street mileage.
Some neighborhood and major collectors are also
expected to be built as part of new developments.

Neighborhood collectors generally have a lower
priority for upgrading, although each street is
evaluated on a case-by-case basis when the city’s
Capital Improvement Program (CIP) is updated.
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Process:
TransPlan identifies anticipated new arterial and
collector street mileage. As stated above, most new
streets (generally, local streets and some collectors) are built by private developers, with city review
and approval.

Non-auto modes are used for transporting goods as well as people
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Arterial and Collector Street Design Elements
• Design Guidelines
• Design Standards
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Introduction

Application of Design Standards

This chapter provides guidelines and standards for
city staff, public agencies, private developers, and
others for use in designing and building multimodal streets that conform to the Goals, Objectives,
and Planning Principles for design of arterial and
collector streets.

The Arterial and Collector Street Plan is intended to
provide a city-wide street classification map and a
set of design standards and guidelines for the city’s
arterial and collector streets. While several miles of
new arterial and collector streets will be built
during the next 15 to 20 years, most of the arterials
and collectors already exist. Much of this existing
major street mileage will not be altered in any
significant way during the next 20 years, although
some existing streets will be candidates for various
major or minor improvement projects, ranging from
traffic calming, to intersection redesign, to major
reconstruction of the roadway. Unlike new streets,
existing streets will present many constraints to
being retrofitted with new standards, due to features
like mature trees and narrow rights-of-way.

Design Guidelines are general statements about
factors that should influence the design of the street.
They are presented as general design considerations
to be used as a basis for deciding what to emphasize
where design options are evident, or when constraints lead to conflicts among the various design
elements. Design guidelines are not mandatory and
are qualified by “should” or “may” statements.
Design Standards are more specific and are intended to produce desirable outcomes for arterial
and collector street improvements. For minor
projects where the street design is not being significantly altered (described as Minor Projects in the
next section), the design standards in this document
are to be regarded as highly preferred, but not
mandatory. For more major street improvements
(described below as Major Projects), these design
standards are to be interpreted as required standards. Even so, there will be situations on major
street projects where it is not feasible to achieve the
minimum standard. In these cases a design exception may be considered.

Minor Projects
Because of this wide range of circumstances, these
design standards must be applied with a certain
amount of flexibility and creativity. Many improvements to existing streets involve only minor changes
to the existing conditions. Projects or activities such
as the following occur frequently on arterial and
collector streets:
• resurfacing or partial reconstruction of the
pavement (preservation projects)
• installation of traffic calming features
• intersection improvements such as traffic
signal changes, turn lanes, etc.
• reconstruction of existing features that results
in only minor, incidental widening or minor
increases in capacity.
• retrofitting existing streets with bicycle lanes
and/or sidewalks.
For purposes of applying the design standards, these
types of improvements to existing streets will be
designated Minor Projects, for which these design
standards are regarded as desirable or preferred
standards rather than absolute requirements. In
many instances these standards will not be attainable, and design exception will not normally be
required in these cases.
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Major Projects
In contrast to Major Projects, there are a number of
activities that involve more significant modification
of existing arterial and collector streets, and construction of new street mileage. The following kinds
of improvements are considered Major Projects:
• construction of new street mileage
• major reconstruction of existing streets, e.g.
upgrade to city standards
• major widening of existing streets, resulting in
an increase in capacity by addition of one or
more through travel lanes
For Major Projects, these design standards are
regarded as minimum requirements.
Where a proposed design doesn’t meet the minimum standard a design exception shall be considered. (Specific situations requiring an exception,
and the process and criteria for granting an exception, are discussed below.)

Public Involvement in Street Improvement
Projects
Type of
Project

Must project Degree of public
be included in involvement in
adopted
design of project
TransPlan?

Minor Projects:
• Preservation and
minor safety/
operational
improvements
• Improvement of
an intersection
• Traffic calming
• Adding bicycle
lanes to existing
improved streets
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Minor Projects: resurfacing or reconstruction of
the roadbed without widening, intersection improvements or traffic calming projects: projects
that involve preservation or minor improvements
are usually at a scale that does not require the
project to be listed separately in TransPlan. Public
involvement can be adjusted to fit the level of
interest or controversy. For example, resurfacing
projects usually include public notice but not major
citizen involvement in the design process, while
traffic calming projects can entail a significant
degree of citizen involvement in the design, timing
and/or location of the project. Design standards in
the ACSP are regarded as desirable but not mandatory for all of these projects.
Bicycle lane added to existing street: the draft
TransPlan proposes adding bicycle lanes to 11th

How Design Standards Apply to Street
Improvement Projects
Type of
Project

Adopted
standards in
this plan are:

Process for
considering
exceptions:

Minor Projects:

No

Generally
minor

No

Significant input/review
by affected neighborhood and other
interested citizens

Yes

Major Projects:
• New collector
or arterial streets
• Major
reconstruction,
upgrading to city
standards
• Major widening
of existing
arterial/collector
(adding new,
through travel
lanes)

The following examples illustrate how different
kinds of projects will be implemented:

Yes

Yes

Yes

Decision-maker is
part of overall land
use process
Significant input/
review by affected
neighborhood and
other interested parties
Advisory committee of
citizens assists with
“corridor study” to
explore alternatives,
recommend design
concept

• Preservation and
minor safety/
operational
improvements
• Improvement of
an intersection
• Traffic calming
• Adding bicycle
lanes to existing
improved streets

Since design
standards are not
preferred/
mandatory for
desirable. Not Minor Projects,
required as a there is no need
for exceptions to
standard.
the standards.
Highly

Major Projects:
• New collector
or arterial streets
• Major
reconstruction,
upgrading to city
standards
• Major widening
of existing
arterial/collector
(adding through
travel lanes)

Required

Required

Exceptions (and appeals)
considered as part of
overall land use process

Exceptions considered
as part of overall
design process.
Appeals follow
administrative process
(City Code).

and 13th avenues, from Lincoln Street to Chambers
Street. If the Council decides to include this project
in the adopted TransPlan, staff would work with
residents, property owners and the neighborhood
association to conduct a design charrette or similar
process for citizen input. Various options would be
evaluated for implementing the bike lanes while
retaining and enhancing the maximum amount of
on-street parking, and addressing other city and
neighborhood goals. Design standards in the ACSP
would be used as desirable guidelines—for example, width of bicycle lanes and parking areas,
etc. The process would focus on reaching consensus on the optimum design for safety, mobility and
livability.
Major Projects: New streets: Generally, new
arterial or collector streets are built as part of new
residential, industrial or commercial developments.
When these developments proceed without significant controversy relating to site factors, type of use,
etc. the street construction is not likely to generate
widespread public interest. A recent example is
Legacy Street, a collector street constructed in 1998
in northwest Eugene in conjunction with a new
middle school and city park, and adjacent new
residential development. In that example the
immediate land owners, developers, school district,
and other affected individuals and agencies were all
involved in the location, design and timing of the
street project. Normal city land development review
processes were followed, and there was no apparent need for a separate public process regarding the
street design. ACSP standards will be considered
design requirements for these types of street
projects.

Improvement District by the City Council, whereby
adjacent property owners participate in the funding
of the project. This process requires a certain level
of notification and involvement on the part of
property owners and residents, and public hearings
by the City Council.

Major Projects: Major widening of existing, already
improved streets to add capacity, are few in number and are listed separately in TransPlan as proposed “corridor studies” which will include citizen
advisory/design committees or other forms of public
participation in a planning and design process. The
draft TransPlan proposes corridor studies to evaluate
18th Avenue, Chambers Street and several parallel
south-Eugene streets (Willamette, Hilyard, Amazon
Parkway), to address capacity, safety, non-auto
modes, and other issues. These corridor studies are
not necessarily expected to result in recommendations to widen the streets—other options will be
examined including intersection improvements, bus
priority techniques, traffic calming, etc.

Major Projects: Major reconstruction of existing
streets to upgrade them to city standards (with
curbs and sidewalks, for example), is another type
of project defined as a Major Project in the ACSP.
Examples include proposed reconstruction of Ayres
Road, Garden Way, and Bethel Drive to provide a
safer, better-maintained road surface and safe
facilities for bicycles and pedestrians. These kinds
of projects typically entail major citizen input, using
design charrettes or other techniques to evaluate
various options and achieve a consensus. These
projects also involve the formation of a Local
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Citizen Involvement
in Street Design
The adopted classification of a given street segment
will be used as a starting point for determining the
design standards to use on any major improvement
project for that street. Existing and/or planned
conditions (such as current or planned development, existence of on-street parking, local factors
such as slopes, vegetation, etc.) will be considered
in a preliminary staff assessment of the range of
possible street widths and other variables that might
be feasible for a specific location.
Any project defined earlier as a Major Project, and
some Minor Projects, will include a citizen involvement program. There will usually be an initial
public meeting or scoping session to identify major
issues and determine the best method for incorporating public input into the design of the project. In
some cases a preliminary design will be developed
by staff and taken back out to the neighborhood for
feedback and revisions. For some projects, a citizen
design team will be formed to develop the design,
following the design standards and guidelines in
this document and applying them to the particular
circumstances of each particular street project to
reach agreement on the best design for that street.
This process of using a citizen design team could
apply, for example, to a number of the street
reconstruction projects proposed in TransPlan, as
well as projects like addition of bicycle lanes or
other special lanes (such as turn lanes), where the
proposal would be likely to result in loss of onstreet parking. Design of traffic calming features
could also follow this process.
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Arterial and Collector Street
Design Standards and Guidelines
The typical design elements found within the rightof-way for arterial and collector streets are: vehicle
lanes, bicycle lanes (with some exceptions), drainage and curbs, planting strips, street lighting,
sidewalks, and utilities. Optional features include
median islands and on-street parking. All of these
design elements are specified within a designated
paving width and right-of-way width for each
particular street, based on the specific needs and
setting of that street.

Design Standards
Design standards in this chapter are required for
the following types of street improvement projects
in Eugene (unless otherwise specified in the wording of the particular standard):
• Newly constructed arterial and collector
streets.
• Major reconstruction of existing arterial and
collector streets, to upgrade the street to urban
standards through reconstruction of the roadbed
and addition of curbs, gutters and sidewalks.
• Major widening of existing improved arterial
and collector streets that results in adding one or
more through vehicular travel lanes.
For all other types of street improvement projects,
these standards are to be considered as desirable
design guidelines but are not mandatory.

The standards are not intended to apply to construction of or improvements to freeways and expressways.

Design Guidelines
In addition to spelling out the minimum design
standards for arterial and collector streets, this plan
also provides a set of Design Guidelines to help
design professionals and the general public reach a
consensus on the best possible design for any
particular street improvement project. While the
Design Standards can be regarded as specifying a
set of “minimum tolerable” conditions for certain
attributes of arterial and collector streets, the Design
Guidelines found in this chapter are to be used as a
working manual of best design practices for constructing, reconstructing, and improving Eugene’s
major street network.

Criteria for Exceptions
Design standards in this chapter must be met except
when an exception can be justified through consideration of the following:
1) Topography or slope constraints;
2) Significant trees or other vegetation;
3) Other natural resource constraints, including
wetlands, wildlife habitat, etc.;
4) Historic resources;
5) Insufficient right-of-way, and inability
to obtain additional right-of-way at
reasonable cost and within a reasonable
time frame for the project;
6) Adopted Council policies, including
those found in neighborhood plans.

Design exceptions might be considered
for streets with topographic, vegetation,
or right-of-way constraints like this
street in the South Hills
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Pavement and
Right-of-Way Widths
Design Guidelines
1) Determination of total pavement width should
balance consideration of the available right-ofway; pedestrian, transit, emergency responder,
and bicyclist needs; overall street function, and
traffic capacity needs.
2) Wide streets can present an impediment to
pedestrian crossings. Pedestrian refuge medians
and/or landscaped medians with pedestrian
refuges should be designed into arterial and
collector street intersections with more than
three travel lanes, whenever possible, to reduce
crossing distances and improve safety and
comfort for pedestrians and motorists.
3) As an alternative to widening streets in builtup areas with right-of-way constrictions, consider creating paired, one-way street designs
where the street layout permits.
4) Where needed, right-of-way width may be
increased to accommodate high-occupancyvehicle (HOV) lanes or exclusive transit lanes, as
indicated in adopted plans.
5) Utility manhole covers and other infrastructure access elements should not be place within
bicycle lanes on new streets.
6) An initial determination of required Right-ofWay and pavement widths for new street construction and street reconstruction projects will
be made by City of Eugene staff.

Wide streets can present an impediment
to pedestrian crossings
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Pavement and Right-of-Way
Width Design Standards
1) Depending on the projected traffic volumes
and any circumstances unique to the location,
curb-to-curb pavement widths for major arterial
streets typically range from 68' to 94' with total
right-of-way widths ranging from 100' to 120'.
(See Figure 37 on page 94).
2) Curb-to-curb pavement widths for minor
arterial streets typically range from 46' to 70'
with total right-of-way widths ranging from 75'
to 100'. (See Figures 38 and 39 on page 96).
3) Pavement widths on major collector streets
typically range between 32' and 44' with total
right-of-way widths ranging between 60' and
75'. (See Figures 41 and 42 on page 98).
4) Pavement widths for Neighborhood Collector
streets range from 20' to 43' with total right-of-way
widths ranging from 40' to 55' depending on a
number of factors, including availability of onstreet parking, need for shared use of travel lanes
with bicycles, and use of the street by transit
vehicles. (See Figures 44 through 52 on pages 100
through 105).
5) Utility placement and design of curbs and
drainage facilities shall be in accordance with
adopted Local Street Design Standards.

Vehicle Travel Lane Widths
Design Guidelines
1) Travel lane width is a function of the use of
the lane, the type of vehicle served, and the
speed of the vehicle. All of these factors, as well
as whether the lane is an “inside” lane or an
“outside” lane should be considered in determining travel lane width.

c) Major Collectors. Travel lane widths are
typically 11' wide on Major Collector streets,
although wider lane widths may be required
for industrial areas or other areas with significant amounts of large truck traffic. (See
Figures 41 and 42 on page 98).

2) Lane widths should be wider on higher-speed
streets than on lower-speed streets.

d) Neighborhood Collectors. Typical travel
lane widths on Neighborhood Collector
streets range from 10' to 14'. The design
width shall be determined by the use of the
street: narrower lane widths are permitted on
streets used only by motor vehicles; wider
lane widths may be needed on streets which
are used by a mix of motor vehicles, bicycles,
and/or transit vehicles. (See Figures 44
through 52 on pages 100 through 105).

3) Outside lanes may require a wider width to
accommodate turning trucks and buses, and to
reduce the effects of adjacent obstructions like
parked cars. If a bicycle lane is present, outside
lanes need to be wide enough to provide for
safety and comfort of bicyclists adjacent to those
lanes.
4) Typical travel lane widths:
a) Major Arterials. Travel lanes are typically
12' wide on major arterial streets. (See Figure
37 on page 94).
b) Minor Arterials. Travel lanes are typically
11' wide on minor arterial streets. (See
Figures 38 and 39 on page 96).

Vehicle Travel Lane Width
Design Standards
1) The minimum travel lane width on Major and
Minor Arterial streets is 11'.
2) The minimum travel lane width on Major Collector
and Neighborhood Collector streets is 10'.
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Sidewalks
Design Guidelines
1) Sidewalks and other pedestrian improvements
are vital to the function of arterial and collector
streets designed for multi-modal use. Walking can
serve as a sole transportation mode or function as
a link in a multi-modal trip. Sidewalks promote
transit use by providing the link from home to bus
(and vice versa). Sidewalks provide critical access
to all properties; commercial, residential, industrial and public.

5) Sidewalks should be located on both sides of
arterial and collector streets. Where sidewalks
exist on only one side of the street, access to
transit is difficult and pedestrian safety as well as
motorist comfort is compromised by requiring the
pedestrian to cross the street to gain access to a
sidewalk. This is particularly true on arterial and
collector streets that have higher traffic volumes
that move at higher speeds.

2) Sidewalks and other pedestrian improvements
are essential components of all new street
projects as well as major reconstruction projects.
3) Setback sidewalks on both sides of the street
are the preferred pedestrian design choice for
arterial and collector streets. Setback sidewalks:
a) provide for physical separation of pedestrians from vehicle traffic, an important consideration where pedestrians must walk next to
higher speed traffic,
b) provide a safe and comfortable environment for pedestrians,
c) provide a safe and comfortable environment for motorists by fully separating pedestrians from vehicles,
d) provide for compatibility with Americans
with Disability Act requirements for curb
ramps and driveway aprons,
e) provide space between the sidewalk and the
curb for street trees, and landscaping plantings,
f) provide a distinct green edge to the street,
further distinguishing the different uses of the
street and contributing to traffic calming by
presenting a more attractive area of travel,
4) Alternating setback and curbside sidewalks or
meandering sidewalks are an acceptable design
alternative in areas where constraints (like
significant trees and other natural features) and
right-of-way limitations exist. In such places, onstreet parking or bicycle lanes mitigate the
negative impacts of curbside sidewalks.
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Missing sidewalk segment makes access to transit
difficult

6) To promote pedestrian use and access to
transit, sidewalks should be continuous along all
arterial and collector streets. Existing gaps in the
pedestrian system should be closed.
7) Sidewalks should be designed with adequate
width to accommodate all existing or anticipated
uses, including loading and unloading of people
from on-street parking, walking traffic, window
shopping traffic, bicycle parking, and use of
street furniture.

Wider sidewalks accommodate more intensive
pedestrian traffic in areas where pedestrian volumes are
higher
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Sidewalk Design Standards
1) Setback sidewalks with a minimum width of 5
feet (see Figure 6) are the standard except for
the following situations:

Setback Sidewalk

Figure

b) Sidewalks in commercial areas shall be
designed to provide adequate space for
pedestrian travel, street furniture, and related
uses. Curbside sidewalks in pedestrianoriented commercial areas shall be a minimum of 10 feet wide, and shall incorporate
tree wells in lieu of landscaped planter strips.
2) Sidewalks shall not have obstructions such as
mailboxes, signs or utilities that reduce the
usable width of the sidewalk below 5'.

Right-of-Way

a) Alternating setback and curbside or
meandering sidewalks shall be permitted in
areas where constraints (like significant trees
and other natural features) and right-of-way
limitations exist.

Curb &
Gutter

6"

Varies
6' Min.
Planting
Strip

5' Min. 1'
Sidewalk Reserve
Strip

3) Sidewalks shall be continuous along the full
frontage of a development.
4) All driveway entrances and other curb cuts
shall be constructed flush with the adjacent
street surface.

Setback sidewalks are the preferred pedestrian design
choice for Eugene's streets
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6

Maximum 15'

Bikeways
These standards address on-street bicycle facilities. See Appendix A and B for off-street bicycle
path and accessway facility requirements.

Curb Inlet

Figure

Design Guidelines
1) Striped bicycle lanes are the preferred bikeway
design choice for arterial and major collector
streets to provide a high level of mobility for
bicyclists. A shared roadway generally is sufficient
for Neighborhood Collector streets.
2) An interconnected street system is an important factor in providing convenience and continuity of travel for bicyclists.
3) On-street bicycle lanes and off-street paths
will be constructed in those locations indicated
in adopted plans.*
4) Bicycle signing and pavement markings
should be consistent throughout the bikeway
system per the 1995 Oregon Bicycle and Pedestrian Plan guidelines.
5) Curb inlets are the preferred design option for
storm water facilities. Where installation of curb
inlets is not possible, catch basins with approved
bike-proof covers are an acceptable alternative.
(See Figure 7 )

6) Avoid designing continuous right turn lanes
on major streets with bicycle lanes.

* Striped bicycle lanes will be added to existing
arterial and major collector streets which are
already improved to urban standards only in
cases where such bike lane projects on specific
streets are included in the adopted TransPlan.

On-street bike lanes
provide a high level of
mobility for bicyclists
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7

Bicycle Lane Design Standards
1) Striped bicycle lanes are required on Major
and Minor Arterial streets and Major Collector
streets when those streets are newly constructed,
are constructed to urban standards, or are
widened for major vehicular capacity increases.*
(These situations are defined elsewhere in this
document as Major Projects, and are considered
projects which may be initiated by the City if
they have been included in the adopted
TransPlan.)
2) Bicycle lanes shall be a minimum of 5’ wide
and shall be free from obstacles such as drainage
grates and utility covers.

* On Neighborhood Collector streets, bicycles
generally share the travel lane with motor
vehicles, therefore, striped bicycle lanes are not
usually required on these streets. Exceptions to
this standard may occur on particular Neighborhood Collector streets, if specified in cityadopted plans or policies.
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On-Street Parking
Design Guidelines
1) Appropriate levels of on-street parking should
be provided on certain streets to:
a) increase pedestrian comfort and safety by
buffering pedestrians from automobile traffic;
b) support increased economic activity by
increasing the visibility of storefronts and
signage to motorists parking on the street;
c) support increases in development density
and reduction of development costs for small
business by reducing the need for on-site
parking;
d) support traffic calming efforts on a street
by introducing “friction” and narrowing the
perceived width of the street;
e) provide spaces for on-street passenger and
freight loading and unloading in intensively
developed areas;
f) provide space for visitor parking in residential areas; and
g) reduce speeding by reducing the width of
overly-wide streets.

2) On-street parking decreases the capacity of
the adjacent travel lanes between 3% and 30%
depending on the number of lanes and the
frequency of parking maneuvers. Balance the
demand for through-traffic movements, with
local access requirements, and with the attributes listed in On-Street Parking Guideline #1,
when deciding where to provide on-street
parking.
3) Parallel parking is the preferred parking layout
for on-street parking on Eugene’s streets. Onstreet diagonal parking can be considered as an
option in certain circumstances and on a caseby-case basis. Optimal circumstances for
provision of diagonal parking include adequate
overall street width and low volume, low speed
vehicular traffic.
4) To avoid expensive retrofits, provide for onstreet parking based on the planned, rather than
the existing, land use pattern and densities.
5) Parking lanes on arterial streets may need to
be wider than other streets to provide an extra
margin of safety between parked cars and
adjacent bicycle lanes or vehicle travel lanes.
6) On-street parking may be provided on major
arterial streets only after a
parking demand and supply
study has been completed and
the desirability and feasibility of
on-street parking has been
verified. A parking study shall

Parking bays, like this one on 5th
Avenue, allow on-street parking
while reducing overall street width
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consider, among other factors, the nature of
adjacent land uses, the degree to which the
street is nearing design capacity, and the presence of bicycle lanes on the street.
7) As a general rule, parking lanes should be
marked at 7' to encourage motorists to park
closer to the curb.
8) When parking is permitted on arterial or
collector streets, it may be provided in parking
bays which are interspersed with curb extensions and planting strips. The parking areas shall
alternate with the planting strip areas as shown
in Figure 8.
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On-Street Parking Standards
1) Parking lane widths on
arterial and collector streets
shall be a minimum of 7' in
width.

Major arterial streets, like Coburg Road, are designed with no on-street parking

Alternating Parking/Planting Strip

Planting Strip

7' Minimum

Figure

8

Planting Strips
Should be a Minimum
of 200 Square Feet
to Allow Adequate
Tree Root Growth

Alternate Parking Bays with
Cross-Street Planting Strips
Parking
7'
Min. Bays
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Planting Strips and Street Trees
Design Guidelines
1) Street trees should be provided along all
arterial and collector streets to:
a) Separate and define the boundaries between pedestrian areas and vehicle use areas.
This separation reduces the impacts of traffic
volumes and speeds on pedestrians and
adjacent land uses;
b) Provide tranquility on the street, slowing
the pace and intensity of street activity and
enhancing the well being of pedestrians and
motorists;
c) Provide shade in the summer and allow
sunlight in the winter;
d) Reduce the automobile scale of major
streets to human scale;
e) Provide the motorist with a vertical wall,
helping motorists to gauge their speed;

Planting strips allow for planting of large-scale,
high- canopy street trees on major streets
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f) Create an outdoor room which helps
provide a sense of enclosure and security;
g) Reduce air pollution;
h) Provide identity to the street, orientation of
the street within the system of streets within a
city, and provide a status and prestige to
addresses along the street;
i) Reinforce the design and hierarchy of the
arterial and collector street system; and
j) Intercept rainfall and absorb stormwater runoff.
2) Provide continuous, uniformly and closely
spaced tree plantings to create a continuous
canopy along the length of and across the width
of the street. Tree spacing should connect to
form a continuous tree canopy over the street. A
minimum spacing as low as 10 feet is possible
depending on the tree species. Closer tree
plantings can be achieved when the diameter of
the tree trunk will remain relatively narrow.

Motorists and bicyclists on the
approach to a street must be
able to clearly see between
trees.
3) Street trees should be
planted within center medians. Trees planted within the
median reduce the perceived
width of the street. This
guideline does not apply when
there is a strong terminating
view, or in downtowns areas
where strong architectural
features should be allowed to
dominate the streetscape.
4) Plant street trees in planting
strips in areas with less intensive pedestrian and commercial activity, or in
tree wells with or without tree grates in areas
with more intensive pedestrian and commercial
activity.

Trees planted within median islands reduce the perceived
width of the street.

5) Street trees should be of mixed rather than
uniform species to reduce the potential for
disease killing off whole populations of trees
along a street.

Tree grates are sometimes
used in more urban settings
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6) Large-scale, deciduous, canopy trees are
preferred for street tree plantings
7) Select tree species whose canopies do not
encroach into pedestrian headroom or into tall
curbside vehicles such as buses.
8) Preserve existing mature trees through flexible
street designs, where possible.
9) Encourage agreements with private developers and landowners to plant and maintain trees
and other right-of-way plantings.
10) Ensure proper sight distance and other safety
considerations in designing and landscaping
planting strips. Maintenance of street trees
within planting strips and medians should be
ensured to avoid reduction of sight distance.
Certain trees with small trunk diameters can be
brought forward, especially in conjunction with
the use of curb extensions.
11) Consider the potential for utilizing planting
strips and medians for stormwater treatment
purposes.
12) The width of a planting strip between curb and
sidewalk should be based on the cross section
drawings (Figures 36-56 in this document). The
minimum planting strip widths shown in these
figures shall be regarded as strongly preferred. Total
width will be determined by available (or obtainable) right-of-way, other design features, and sitespecific constraints.
13) Generally, street trees shall be spaced at
intervals between 10 and 50', depending on the
species. The average spacing of street trees is 30'.
14) Trees at the ends of medians should be
maintained with a high canopy to maintain sight
distance and permit space for traffic control
devices on the median nose. Median tree
planting should be extended to the intersection if
median widths permits and the median is not
required for traffic control devices.
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Routine tree maintenance is necessary to ensure
healthy street trees

15) Along Minor Arterial, Major Collector and
Neighborhood Collector streets, planting strips
and parking lanes may be constructed within the
same area, as depicted in Figure 8.
16) Street trees should be planted a minimum of
35’ from the midpoint of the tangent of the curb
radius at any intersection.

Planting Strip and Street Tree
Design Standards
1) Planting strips at least 6 feet wide, measured
from face of curb to near edge of sidewalk, are
required on both sides of arterial and collector
streets.
2) Planting strips shall be used for the placement
of street trees, signs, street furniture, and, to a
limited degree, utilities.
3) Street trees shall be planted within the planting strip on arterial and collector streets. The
planting of street trees is governed by standards
and specifications in Public Works Administrative Rule R-7.280 which:
a) establishes policies and requirements for
planting and establishment of street trees;
b) establishes application procedures;
c) establishes Street Tree Plan requirements;
d) establishes standards and procedures to be
utilized in development of a Street Tree Plan,
including standards for tree selection; tree
quality; tree size; tree condition; planting
location; planting procedures; establishment
requirements; and tree trimming, pruning and
removal; and
e) identifies trees that are permitted to be
planted within the street right-of-way.
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Raised Medians
Design Guidelines
1) Arterial and collector streets may have a
raised median area to decrease the potential for
accidents, restrict turning movements, limit land
access, furnish an aesthetic separation between
opposing traffic, encourage lower vehicle
speeds, provide a refuge area for pedestrians or
vehicles, increase the efficiency and capacity of
the street, and provide space for tree and landscape plantings.

number of travel lanes in each direction, or the
width of the lanes.
7) Medians should be used in conjunction with
major driveway consolidations.

2) Medians can be used as part of an overall
corridor access management strategy to reduce
vehicle conflicts, increase capacity, and reduce
accidents.
3) Ensure that U-turns can be negotiated at
downstream intersections or median breaks
when medians are used for access management.
4) Wide streets can present an impediment to
pedestrian crossings. Pedestrian refuge medians and/
or landscaped medians with pedestrian refuges
should be designed into arterial and collector street
intersections with more than three lanes, whenever
possible, to reduce crossing distances and improve
safety and comfort for pedestrians.

Medians can be relatively narrow and still provide
their intended function

5) Medians that function to limit turns, limit land
access, or reduce mid-block accidents can be
relatively narrow and still provide the necessary
channelization.

8) Medians should be used for access management on main corridors and on streets with
heavy traffic volumes to improve capacity and
distribute traffic to side streets and to parking.

6) On streets with constrained right-of-way
where it is desirable to provide a median for
access management, pedestrian refuge, or
aesthetic purposes, consider reducing the

9) Coordinate placement and design of medians
to accommodate maintenance operations (such
as street light maintenance, utility work, etc.)
and to insure adequate operating space for fire
and emergency medical equipment.
10) Medians at critical intersections can have a
specialized dropped, low curb where emergency
responders require specialized access.
11) Landscaped medians are used to provide an
aesthetic separation between travel lanes and
must provide adequate room for tree root
growth. The width of landscape medians is
variable, depending on the varieties of trees and
shrubs planted in the median. (See Figure 11)

A landscaped median on Terry Street
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Raised Median Design Standards
1) Standards for raised medians are the same for
both arterial and collector streets.
2) The preferred raised median width is 10'
when used to limit land access or control turning
movements. The minimum width of medians
used for this purpose shall be 4'. (See Figure 9).

Channel Median

Figure

4) The preferred raised median width for provision of turning bays is 14'; the minimum width
for this type of median is 12'.
5) Raised medians shall be designed at standard
(6") curb height.

9
Landscaped Median

Figure

11

4'
Minimum

3) Medians used as a pedestrian refuge shall be
a minimum of 6' in width to enhance pedestrian
safety. (See Figure 10). Medians used as a
pedestrian refuge or to facilitate pedestrian and
bicycle movements shall be designed with atgrade cuts at all intersections.

Varies

Pedestrian Refuge

Figure

10

6' Minimum
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Left Turn Lanes
Design Guidelines
1) Arterial and collector streets may have a
continuous two-way left turn lane to channelize
and remove turning traffic from through traffic
lanes, or to provide additional separation
between traffic moving in opposite directions.
2) Continuous two-way left turn lanes are most
useful on streets where driveways and intersections are frequent.
3) The preferred width for provision of a painted
continuous two-way left turn lane is 12 feet.
4) Left turn lanes at intersections and continuous
left turn lanes may be required on major collector streets in commercial, industrial, and multifamily residential areas.
5) Neighborhood collector streets shall not be
designed with continuous left-turn lanes but left turn
lanes at intersections with higher volume streets
may be required.

A center turn lane on River Road
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Left Turn Lane Design Standards
1) All left turn lanes on collector and arterial streets
shall be a minimum of 10' in width.

Mid-block Crossings
Design Guidelines
1) The preferred location for pedestrian crossings
is at intersections. However, mid-block pedestrian crossings can be considered and installed
under certain conditions. Decisions to install
mid-block crosswalks and refuges should be
based on appropriate traffic “warrants” to
minimize potential adverse effects of inappropriately placed crossings.

b) provide pedestrians reasonable crossing
places when there are long distances between signalized intersections;
c) meet the needs of pedestrians crossing
between high pedestrian generators, such as
a parking lot on one side of the street serving
an office complex or hospital on the other
side of the street;
d) provide visual cues that
allow approaching motorists to anticipate pedestrian
activity and unexpected
stopped vehicles;
e) help channel pedestrians to the nearest available
crossing point;
f) help facilitate access to
and use of public transit;
g) help motorists identify
important school crossings; and
h) make pedestrian behavior more predictable.

This mid-block crossing improves pedestrian safety on
Willakenzie Road near Sheldon High School

4) Generally, an engineering evaluation will be used
to determine the need for mid-block crossings
on major streets where one or more of the
following conditions exist:

2) Mid-block crossings may be used to provide
street-crossing points for pedestrians on major
streets in areas with infrequent intersection
crossings or where the nearest intersection
crossing creates substantial out-of-direction travel.

a) protected intersection crossings are spaced
greater than 600 feet, or so that crosswalks are
located more than 400 feet apart in high pedestrian volume locations, or areas with frequent
elderly and school pedestrian traffic, and

3) Where warrants are met, mid-block crossings
can be used to:

b) speeds on the roadway are 40 m.p.h. or
less with pedestrian crossing volumes (for
peak four hours) exceeding 25 on streets with
average daily traffic (ADT) volumes exceeding 10,000. At locations where significant
numbers of pedestrians are children, elderly,
or disabled, minimum crossing thresholds are
10 pedestrians per hour (peak four hours) on
streets with average daily traffic (ADT)

a) provide pedestrians with reasonable
opportunities to cross streets during periods
of heavy traffic, and when there are few
naturally occurring gaps in the approaching
traffic streams;
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volumes exceeding 10,000. An engineering
investigation to determine adequate sight
distance, traffic speeds, gap availability and
pedestrian volumes shall determine the
applicability of the above criteria.
5) Where right-of-way, travel lane, and bike lane
configuration allow for their construction, curb
extensions and/or raised median islands should
be provided at mid-block crossings to increase
pedestrian and driver visibility, and to reduce
pedestrian crossing distances. ( See Figure 12).
6) Mid-block crossings should be marked with
ladder-style (continental) markings to increase
visibility.

7) The need for mid-block pedestrian crossings
will be evaluated by the City of Eugene Public
Works Transportation Division. A determination
of the need for a mid-block crossing will be
issued by the Division and will be based on
relevant factors established by the Manual on
Uniform Traffic Control Devices (MUTCD)
including sight distance, vehicle speed, accident
records, illumination, traffic volumes, type of
pedestrian, nearby pedestrian generators, and
other factors that are used to satisfy a warrant.
Mid-block crossings may be provided with
pedestrian-activated signals and appropriate
advance warning devices upon a finding, based
on traffic engineering study, that the location
satisfies warrants established in the Manual for
Uniform Traffic Control Devices. Established
school crossings are high-priority locations for
such studies.

Mid-Block Crossing

At-Grade
Median Cut

Center Refuge

Curb Extension

ADA-Compliant
Curb Ramp
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Figure

12

8) Mid-block crossings will be illuminated.
9) Where mid-block crossings penetrate raised
medians, the median will be provided with atgrade cuts or with Americans with Disabilities
Act ADA-compliant wheelchair ramps. (See
Figure 12)
10) Crossing points shall be supplemented with
advance crosswalk warning signs for vehicle traffic.

Ladder-style markings increase driver awareness of pedestrian crossing areas
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Intersections
Design Guidelines
1) Intersection design should consider the tradeoffs between increasing vehicle capacity, transit
needs, and improving pedestrian and bicycle
mobility and safety in situations where conflicts
are evident.

refuges should be designed into arterial and
collector street intersections with more than three
lanes, whenever possible, to reduce crossing
distances and improve safety and comfort for
pedestrians.

2) Multi-modal intersection design should
consider and accommodate appropriate level of
service, design speed, and types of traffic.

6) Generally, provide striped crosswalks at stop
controlled intersections when the minimum hourly
pedestrian crossing volume (for peak four hours)
exceeds 25 on streets with average daily traffic
(ADT) At locations where a significant number of
pedestrians are children, elderly, or disabled,
minimum crossing thresholds are 10 pedestrians per
hour on streets with average daily traffic (ADT)
identified in the above cited references. Use this
guideline as long as the basic criteria governing
sight distance speeds, etc. are met. For details
regarding this guideline, see references cited in the
Mid-Block Crossing section.

3) All modes of travel should be accommodated
in multi-modal intersections. Intersection widening for additional turn lanes to relieve congestion should provide for and encourage transit
movements, as well as safe pedestrian and
bicycle movements.
4) The preferred location for pedestrian crossings
is at intersections. However, mid-block pedestrian crossings can be installed if warrants are
met. (See Mid-Block Crossing Standards).
5) Wide streets can present an impediment to
pedestrian crossings. Pedestrian refuge medians
and/or landscaped medians with pedestrian

7) Median signal heads and pushbuttons should
be considered for placement on unusually wide
intersections.
8) Provide right lanes at intersections for buses to
use for “queue jump” operations. The lane may
be exclusive to transit or could include other
vehicles sharing the right turn
lane. Additional widening on
the far side of the intersection
should be considered for farside bus stops and bus merge
areas.
9) Avoid intersection designs
with dual right-turn lanes,
particularly with one of the
lanes being a shared throughright turn lane.

Areas with multiple curb cuts increase accident potential
and reduce the efficiency of the street
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10) Reduce crossing widths at intersections by
either providing curb extensions into the street
equal to the width of on-street parking (but not
interfering with bicycle lanes) or reduce curb
return radius to the maximums stated under the
curb return radius section. Exceptions include
narrow streets with short crossings, intersections
with exclusive right turn lanes, or intersections
with a high volume of right turning trucks and
buses. (See Figure 13).
11) Extend bicycle lanes up to intersection stop
bars or crosswalks. Where bicycle lanes cross
through intersections, “skip” markings shall be
used to delineate the lane.
12) At intersections with exclusive right-turn
lanes, the bicycle lane should be placed to the
left of the right-turn lane.
13) Provide bicycle crossing intervals at signalized
intersections to accommodate a 10 m.p.h. crossing.
14) Design of any curb return should consider its
“effective” radius provided by the presence of

bicycle lanes, parking, and other details before
increasing radius size to accommodate bus or
truck use.
15) The design of curb return radii should take
into account the width of the two intersecting
streets, the design vehicle (such as an LTD bus),
lane widths, presence of bicycle lanes or onstreet parking, etc. In each case, LTD staff and
Transportation Division staff shall be consulted
to determine the smallest acceptable radius for
the benefit of pedestrian and bicycle movement,
that adequately provides for bus and truck turns
at the intersection. (See Figure 26 in Transit
Facilities section of Design Standards and
Guidelines).
16) Design of channelized right turn islands (slip
lanes) can be considered in locations where
street crossing distances, traffic volumes or traffic
speeds jeopardize pedestrian safety or comfort.
(See Figure 15).
17) Striped crosswalks are to be used:

Curb Extensions

Figure

13

Crosswalks
Curb Extensions
Parking Bay
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a) at all signalized pedestrian crossings
b) at all intersections on designated school
routes
18) Avoid striping crosswalks at unsignalized
intersections with inadequate sight distance.
Either mitigate the inadequate sight distance or
direct pedestrians to alternative crossing locations. Minimum intersection sight distance is
based on local, state, or AASHTO guidelines.
19) If a raised median nose extends into the
crosswalk, provide an ADA-compliant channel
through the median.
20) Use local, state, or AASHTO guidelines to
determine decision and stopping sight distance
triangles at uncontrolled and stop controlled
intersections before striping a crosswalk.

Curb ramps improve street access for those
who use wheelchairs

21) Provide illumination for intersections with
striped crosswalks.
22) Signal timing for pedestrians shall be based
on MUTCD standards.

23) Provide signal heads (Walk/Don’t Walk) at
all signalized intersections, except where
pedestrian movements are prohibited.
24) Provide pedestrian pushbuttons at all vehicle
activated signals except where pedestrian
movements are prohibited.
25) Provide pedestrian pushbuttons and signal
heads on median refuges at signalized intersections where median refuges are used.
26) Provide ADA-compliant wheelchair ramps
(two per corner) at all intersections.
27) Install bicycle detectors at traffic-actuated
intersections. Provide pavement markings

Push buttons at signalized crossings improve
conditions for pedestrians
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Curb Return Radii Design
Effect of Corner Radii on
Pedestrian Crossing Distances
Figure

Setback Sidewalk
Sidewalk with planting strip

6' planting strip
5' wide sidewalk

14

Centerline
of crosswalk

identifying the location of the detector. If bicycle
detectors cannot be installed, provide pedestrian
pushbuttons accessible from bicycle lanes.
28) Curb return radii and the configuration of
medians must be designed to facilitate pedestrian
crossings, while accommodating bus and major
freight movement. Primary design consideration
shall be for pedestrian movements. (See Figure 14).

15' R
25' R
50' R
26' wide street

Radius

Crossing
Distance

Increase
Crossing

Percent
Increase

15 feet

26 feet

+0 feet

0%

25 feet

36 feet

+10 feet

38%

50 feet

65 feet

+39 feet

150%

Curbside Sidewalk
Sidewalk at back of curb

6' wide sidewalk

Centerline
of crosswalk

Right Turn Slip Lane Design

15' R
25' R

Figure

50' R
26' wide street

Radius

Crossing
Distance

Increase
Crossing

Percent
Increase

15 feet

37 feet

+11 feet

42%

25 feet

50 feet

+24 feet

92%

50 feet

89 feet

+53 feet

203%

Cut through medians and
islands for pedestrians
Crosswalk

15

112º
visibility
25' to 40'
radius
depending
on design
vehicle
20º
50º to 60º
visibility 20º angle between
vehicle flows
Vehicle speeds 14 to
18 mph, good visibility
of pedestrians
Bicycle Lane

71

Adjacent Land Use
Design Guidelines
1) Site planning and design of buildings adjacent
to arterial and collector streets can significantly
contribute to the creation of environments that
support walking, bicycling, and transit use. Site
and building design is an opportunity to redirect
private investment to support multi-modal
transportation and increase transit ridership.

Design Standards
1) To minimize the visual and circulation impacts of extensive sections of fencing along
major streets, bicycle and pedestrian accessways
or street connections shall be provided at
intervals not to exceed 600 feet.

2) Buildings should face the street in all transit
oriented development and nodal development
areas within the city. Orienting the front entrance of buildings to the street is fundamental to
increasing regional and local accessibility to
transit, walking and bicycling. It also facilitates
pedestrian access and supports pedestrian
activity on the street.
3) Discourage residential fencing along arterial
and collector streets that isolates the development from the street. Encourage residential
building orientation to the street by providing for
on-street parking wherever possible, and by
encouraging on-site parking access via alleys.
4) Attempts should be made, wherever possible,
to consolidate multiple driveways on arterial
streets into single access points.

Residential fencing that isolates development from the street is discouraged in the plan
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Traffic Calming
Design Guidelines
1) Traffic calming techniques should be applied
on selected arterial and collector streets throughout the city, as funding and opportunity permits,
to address a variety of quality of life and traffic
operations concerns. Traffic calming devices can
be used on major streets to:
a) Keep traffic flowing at a reasonable level
of service;
b) Reduce traffic speeds;
c) Reduce traffic-related noise levels;
d) Reduce traffic volumes in selected areas;
e) Ensure fair and appropriate distribution of
traffic throughout a neighborhood;
f) Improve safety and travel conditions for
motorists, pedestrians and bicyclists;
g) Improve traffic circulation;
h) Reduce the need for traffic regulation and
heightened law enforcement in problem area;

i) Reduce air pollution levels; and
j) Provide increased opportunities for neighborhood revitalization.
2) Traffic calming techniques should not be
applied in isolation. Neighborhood-wide traffic
calming studies should guide the placement and
choice of traffic calming devices.
3) Traffic calming devices used on major streets
should not significantly reduce emergency
response times or impede delivery of transit
services.
4) All new major street projects and major street
reconstruction projects should be evaluated for
potential application of traffic calming devices
and techniques to those streets.
5) All traffic calming devices should be planned
and designed in keeping with sound engineering
and planning practices, and with careful consideration of long-term, cost-effective maintenance.
6) All traffic calming devices should be planned
and designed with significant input by residents
and businesses in the affected areas.

A narrow median, curb
extensions, and recessed
parking calm traffic on E.
Broadway, a downtown
collector street
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7) The following table (Figure 16) should be
used as a guideline for initial evaluation of
appropriate traffic calming strategies for various
types of streets.

Traffic Calming on Major Streets
Traffic Calming Device

Major
Arterial

Figure

Minor
Arterial

Roundabouts
Traffic Circles
Raised Crosswalks
Curb Extensions
Parking Bays
Chicanes
Street Closure
Half Diverter
Diagonal Diverter
Star Diverter
Raised Median
Pavement Surface Modification
Speed Actuated Signing
Speed Humps
Speed Tables
Landscaped Roadway
Midblock Neckdown

Yes

Yes

No
No

Angled Slow Point with Median
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Major
Collector

16

Neighborhood
Collector

Yes

Yes

No

No

Yes

No

Yes

Yes

No

Yes

Yes

Yes

Yes

Yes

Yes

Yes

No

Yes

Yes

Yes

No

No

No

No

No

No

No

No

No

No

No

No

No

No

No

No

Yes

Yes

Yes

Yes

Yes

Yes

Yes

Yes

No

No

No

No

No

No

No

No

No

No

No

Yes

Yes

Yes

Yes

Yes

No

No

Yes

Yes

No

No

Yes

Yes

Street Lighting and
Streetscape Features
Design Guidelines
1) The streetscape is defined as the built and
planted elements of a street which define the
street’s character.

2) Provide continuity of streetscape features
along the length of any street identified as a
specific district or area.
3) Provide street lighting on arterial and collector streets to:
a) Enhance safety for all modes of travel.
b) Illuminate the street and sidewalks but
minimize unwanted spillover light.
c) Enhance the overall safety and appearance
of the street and its immediate environment.
4) Provide pedestrian-scale lighting, where
appropriate, to provide a separation from street
traffic and spatial definition that is human scale.
Pedestrian-scale street lights should be lower
than conventional street lights, should be spaced
more closely, and should provide more illumination of the sidewalk. To provide identity to
certain districts, consider special light standards
such as antique replicas.
5) Provide kiosks, benches, newspaper racks,
trash cans, bus shelters, cafe tables, hanging
flower baskets and chairs to increase the number
of opportunities for people to socialize and
spend leisure time outdoors along public streets.

Street design features such as these light fixtures
along 5th Ave. help define the street’s character

6) Provide opportunities for “stationary” pedestrian activities. Stationary activities are either
standing or sitting, where people choose to stay
in a place to observe or participate in public
outdoor activities. Seating can be either primary
(chairs and benches, such as those found at a
cafe or transit stop), or secondary seating (low
walls, steps, or fountain edges, where people
spontaneously collect).

Design Standards
1) Street lighting shall be provided on arterial
and collector streets, in accordance with standards of the Illumination Enginnering Society of
North America (IES).
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Streetscape Features
Design Guidelines
1) Transitions occur in areas where land use
type, right-of-way width, or street type change.
Transitional areas provide opportunities for
gateways or other design treatments that mark or
signify change.
2) Street transition treatments should be located
at intersections or at the boundaries of significant changes in land use.

3) Use transitional treatments to improve unattractive “leftover” areas, and to provide identity
and continuity to street design.
4) Use curb extensions as a landscaped transition from wider streets to narrower streets. (See
Figure 17).

Street Design Transitions

Figure

Parking

Bicycle Lanes

Parking

Transition
Use curb extensions as a landscape transition
from a wider street to a narrower street
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Design of Transit Facilities
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Transit Facilities
Standards and guidelines in this chapter were
developed by and for the local transit authority,
Lane Transit District (LTD). The LTD Service Planning and Marketing Department is responsible for
reviewing developments which affect public transit.

Purpose of Standards and Guidelines
There are several purposes for developing these
standards and guidelines:
• To facilitate the planning and design phase of
development in which the inclusion of transit
facilities is either mandated or encouraged.
These standards should help avoid costly and
time consuming delays resulting from the
inclusion of transit amenities in developments.

Vehicle Dimensions for Transit Buses
Lane Transit District currently owns standard 30, 35,
and 40 foot buses. Special consideration needs to
be given when designing facilities which will be
used by transit buses. Compared to automobiles
and most other types of vehicles, transit buses have
longer wheelbases, more overhang, are wider,
longer, and taller, have slow acceleration and
deceleration rates, and have a wider turning radius.
Figure 16 presents the basic composite vehicle
specifications for the largest dimensions for buses in
the current LTD fleet. Vehicles in the current fleet,
with different specifications for these items, will
operate within these guidelines.

• To ensure that transit facilities are built in such
a way that provides safe and accessible areas for
transit riders, and other pedestrians.
• To ensure that transit facilities are built in such
a way that provides safe and convenient operation of transit and other vehicles.
• To encourage use of transit by providing highly
visible, convenient areas for riders.

Arterial and collector
streets are primary routes
for transit vehicles
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Bus Dimensions

Figure

18

Length

40 feet (future bus purchases will
consider articulated buses. The
current standard length for
articlated buses is 60 feet.

Width

8 feet, 6 inches for the body and a
total width of up to 11 feet when
the mirror extension is included.

Wheelchair Lift
Extension From Bus

5 feet, 8 inches.

Height

11 feet with open roof ventilators.

Weight

Heaviest axle weight of a full bus is
25,000 lbs.

Doors

Distance from front of bus to
middle of front door: 3 feet.
Distance from front of bus to
middle of rear door: 16 feet for 30
foot bus; 20 feet for 35 foot bus;
26 feet for 40 foot bus

Design Guidelines
Bus Stop Locations
1) A transit or bus stop is a designated place
along a transit route where a public transit
vehicle stops to load and/or unload passengers.
General decisions about where to locate a stop
are based on the following criteria:
a) Distance Between Stops. The standard
distance between bus stops on a standard
local route is 800 feet. Lane Transit District
can operate service most effectively by
balancing customer convenience and accessibility to the service with the need to retain
operational speed and efficiency.
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b) Safety for Passengers. Stops are placed in
areas where passengers can have safe and
direct access to sidewalks, walkways, and
waiting areas. It is important for disabled
passengers, especially those who use wheelchairs, to have an accessible route to and
from the bus door.
c) Convenient Access. In order for public
transit to be effective, passengers must be
able to access service that is close to major
passenger destinations. It should also be easy
for passengers to transfer from one bus to
another, either at the same bus stop or to one
on a nearby cross street.
d) Operational Characteristics. A properly
developed bus stop allows for safe movement
by the bus into and out of the traffic flow
with a minimum of delay. If the stop is on a
heavily used transit corridor, there may be a
need to accommodate two or possibly more
buses using the stop at the same time. Turnouts may be desirable in some cases (see the
section on turnouts, next page).
2) The actual position of a bus stop from a street
intersection can depend on transit operations,
safety, bus riders’ needs, traffic flow, parking,
physical roadside constraints (trees, poles, driveways, etc.) and property concerns. There are three
basic types of bus stop locations along a street:
far-side, near-side, and mid-block bus stops.

Far-Side Bus Stop. A bus stop that is located
immediately following an intersection. Recommended for use when:
a) Traffic in the direction the bus is traveling
is heavier approaching the intersection than
leaving the intersection.
b) There is a high demand for right turns in
the direction the bus is traveling.
c) The crossing street is a one-way street
where traffic flows from left to right.

Near-Side Bus Stop. A bus stop that is located
immediately before an intersection. Recommended for use when:
a) Traffic in the direction the bus is traveling
is heavier leaving the intersection than
approaching the intersection.
b) The cross street is one-way where traffic
flows from right to left.
c) The location is one that offers a clear
advantage for transit riders by providing
improved access to a major destination or to
other intersecting bus routes.

4) Operating convenient, safe, and efficient
transit service means that there must be sufficient amounts of curb space for bus stops.
Aligning a bus parallel to a curb or street edge is
important for loading and unloading riders,
especially those who use wheelchairs or who
have other disabilities. Figures 18, 19, 20, and
21, on the following pages, show the location of
the different types of bus stops in relation to
nearby intersections and the length of clear-curb
space buses need at a bus stop for pull-ins,
alignment, and pullout.

Mid-Block Bus Stop. A bus stop that is generally
located 100 feet or more before or beyond an
intersection. Recommended for use when:
a) Traffic or physical street characteristics
prevent siting a stop close to an intersection.
b) The distance between intersections far
exceed the standard for bus stop spacing.
c) The bus stop serves large businesses,
housing developments or other significant trip
generators. Generally, activity is limited to the
bus stop side of the street. If there is a midblock crosswalk, the stop should be placed on
the far side of the crosswalk so motorists and
pedestrians can have clear sight lines.
3) Even if a chosen bus stop location fits a
recommended description for one of the types
than others, both LTD and local jurisdiction
planners need to consider the advantages and
disadvantages in their location decision. Common advantages and disadvantages of each type
are listed in Figure 17 (Bus Stop Locations).
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Bus Stop Locations

Figure

19

Advantages and Disadvantages of Location Relative to Street Intersections

Near-Side

Far-Side

Advantages

Disadvantages

Advantages

Minimizes
interferences when
traffic is heavy on
the far side of the
intersection.

Conflicts with right
turning vehicles are
increased.

Minimizes conflicts
between right
turning vehicles and
buses.
Provides additional
right tum capacity
by making curb lane
available for traffic.

Passengers access
buses closest to
crosswalk.
Intersection
available to assist in
pulling away from
curb.

Stopped buses may
obscure curbside
traffic control
devices and
crossing
pedestrians.

No double stopping.

Sight distance is
obscured for
crossing vehicles
stopped to the right
of the bus.

Buses can service
passengers while
stopped at a red
light.

The through lane
may be blocked
during peak periods
by queuing buses.

Provides driver with
opportunity to look
for oncoming traffic
including other
buses with potential
passengers.

Increases sight
distance problems
for crossing
pedestrians.
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Minimizes sight
distance problems
on approaches to
intersection.
Encourages
pedestrians to cross
behind the bus.
Requires shorter
deceleration
distances for buses.
Gaps in traffic flow
are created for
buses re-entering
the flow of traffic at
signalized
intersections.

Disadvantages

Mid-Block
Advantages

Disadvantages

Intersections may
be blocked during
peak periods by
queuing buses.

Minimizes sight
distance problems
for vehicles and
pedestrians.

Requires additional
distance for noparking restrictions.

Sight distance may
be obscured for
crossing vehicles.

Passenger waiting
areas experience
less pedestrian
congestion.

Increases sight
distance problems
for crossing
pedestrians.
Stopping far side
after stopping for a
red light interferes
with bus operations
and all traffic in
general.
May increase
number of rear-end
accidents since
drivers do not
expect buses to
stop again after
stopping at a red
light.

Encourages patrons
to cross street at
midblock
(jaywalking).
Increases walking
distance for patrons
crossing at
intersections.

Ideal Bus Stop Location

Figure

20

Bus Goes Straight Through Intersection
A = 60' minimum for approach speed less than 20 mph.
B = For one standard bus - 40' to 50'

C = 5' minimum from edge of crosswalk or curb return
(Add 30' or more if stopped bus will block view of
a corner traffic control sign)

For an articulated bus - 60'

D = 50' minimum for pull out maneuver at 10 mph to

C = For when two or more buses that stop at the same

rejoin traffic, depending on lane width and traffic
volume

time - 40' + 65' (x-1), X = number of buses
(Add 20' to far side stop if free right turns can be
made by other vehichles)

Curb

Curb Return
or Crosswalk

Direction
of Travel
A

B

C

B

Sidewalk

D

Sidewalk

Bus
Stop Sign

Bus
Stop Sign

Near-Side Bus Stop

Far-Side Bus Stop

(Parking Prohibited)

(Parking Prohibited)

Ideal Bus Stop Location

21

Bus Makes Right Turn at Intersection

A = 50' minimum from
corner apex.

Near-Side Bus Stop
Before Right Turn

B = For one standard bus - 40' to 50'
For an articulated bus - 60'
For when two or more buses that stop at the same time 40' + 65' (x-1), X = number of buses

C=

Figure

(Parking Prohibited)

20' minimum from edge of crosswalk or curb return
(Add 15' or more if stopped bus will block view or a
corner traffic control sign or if there is a heavy
right hand movement

Bus
Stop Sign

Sidewalk
Path of Bus

C

B

E

Path of Bus
Curb

Far-Side Bus Stop
After Right Turn

D = 50' minimum for pullout manuever at 10 mph to rejoin

Bus
Stop Sign

Sidewalk

(Parking Prohibited)

A

traffic, depending on lane width and traffic volume

E=

60' minimum for approach speed less than 20 mph

B
C
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Ideal Bus Stop Location

Figure

22

Bus Makes Left Turn at Intersection
Far-Side Bus Stop
After Left Turn

Near-Side Bus Stop
Before Left Turn
* Not Recommended *

(Parking Prohibited)

(See diagram for mid-block bus stop)
Bus
Stop Sign

Bus stop located 300' or
more from intersection

Sidewalk
C

B

Sidewalk
A

Path of Bus

Curb

For an articulated bus - 60'
For when two or more buses that use the stop at the
same time - 40' + 65' (x-1), X = number of buses

C = 40' minimum for pullout maneuver at 10 mph to rejoin
traffic, depending on lane width and traffic volume

Path of Bus

A = 35' minimum
B = For one standard bus - 40' to 50'

Ideal Bus Stop Location

Figure

Bus Stops in Mid-Block
(Parking Prohibited)

Direction of Travel

A

B

C
Bus
Stop Sign

A = 60' minimum for approach speed less than 20 mph
B = For one standard bus - 55'
For an articulated bus - 65'
For when two or more buses that use the stop at the
same time - 55' + 65' (x-1), X = number of buses

C = 40' minimum for a pullout maneuver of 10 mph
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Curb

23

Bus Turnouts
5) A turnout is a specialized bus stop where a
transit vehicle can load or unload passengers in
an area separated from the traffic lanes. Turnouts
are appropriate in certain conditions. A properly
marked turnout also serves as a reminder of the
availability of transit service.
6) It is important that turnouts be properly
designed with sufficient length to allow for easy
and safe flow by the bus in and out of traffic. If
there is a high traffic volume on the road,
efficient bus operation may require that the
timing of nearby traffic signals be designed to
ensure that there will be sufficient gaps in the
traffic to allow the bus to pull back into the
traffic flow.
7) Safety and traffic flow are important considerations in deciding whether to install a turnout.
Turnouts may be helpful on roads that function
with higher speeds (over 40 miles per hour)
because there is less risk of rear-end collision
while the bus is stopped to load or unload
passengers. A stopped bus also will not impede
traffic flow, which could be a significant advantage for traffic operation on a high speed road,
particularly if the stop time is long due to high
passenger activity or boardings by persons in
wheelchairs.
8) Installing turnouts on roads that function with
speeds of 40 miles per hour or less should be
approached with caution. If there is a high
volume of traffic (exceeding 250 vehicles per
hour) for all or part of the day, with few gaps in
the traffic, it may take an extended amount of
time for the bus to safely enter the travel lane after
a stop, resulting in longer travel time for transit
riders and higher operational costs. This could be
mitigated by the use of traffic control signals, or
queue jumpers at a nearby intersection.

Passenger Amenities
9) Basic passenger amenities at bus stops, where
they are required as part of the development
review process, may include:
a) Bus stop sign and pole
b) Bench
c) Shelter
d) Information display unit
e) Trash can
f) Concrete boarding pad
g) Lighting
h) Bicycle rack
10) Transit stations are located at major rider
activity points and typically include sheltered
areas, benches, passenger information displays,
lighting, telephones, drinking fountains, clocks,
and landscaping.

Turning Radius
11) At some intersections, LTD buses have
difficulty, or are unable to turn due to tight
corner curb returns. In some instances, buses
must encroach on the adjacent lane, or use the
bicycle lane or parking lane in order to complete
the turn. Properly designed corner curb radius
will minimize conflicts among buses, cars,
bicycles and pedestrians at intersections. Standards for turning radius can vary depending on
the effective radius such as whether a bicycle
lane or parking lane is available or if traffic
volumes are so low as to allow transit vehicles to
make full use of either or both of the departure
or receiving lanes. Curb radius should be
designed to accommodate bus movements
where appropriate. The City shall coordinate
with LTD on designing intersections and streets
to ensure that bus movements can be accommodated. (See Intersection section of this chapter).
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Transit Facility Design Standards
Turning Radius

Bus Stop Location
1) Process:
All bus stop locations must be approved by Lane
Transit District and the City of Eugene Public
Works Department.

2) Figure 22 shows a minimum turning radius
for buses in the Lane Transit District fleet. It is
anticipated that future buses will meet this
standard, even if they are the longer (60 foot)
articulated buses. LTD buses need a minimum
effective turning radius of 25 feet. (See Intersection Design Standards).

Minimum Recommended
Turning Radius
Path of Left Front
Body Overhang

Figure

24

45 o

90o
Path of Left
Front Wheel

For vehicles turning into
a single 12 foot traffic lane
without encroachment
into opposing traffic.

R=28'
R=43'
R=Longest
R=48'
radius of
compound
curve

Beginning
of Curve

135o
Path of Right
Rear Wheel

Smaller "lift" vehicles are
less restrictive in terms
of size and weight.
Minimum turning radius
is 20 feet.

41'

8'-6"
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180o

3) Figure 23 shows various turning radius
templates for intersections used by transit
vehicles. These templates shall be used to guide
curb radius decisions within these intersections.
4) The 25' turning radius standard is designed for
making a safe right turn at ten miles per hour or
less. Higher speed turns would require a larger
turning radius. The design radius may also be

inadequate due to insufficient lane width, the type
of movements by other vehicles or pedestrians, or
the presence of obstructions, such as signs. To be
certain of meeting bus turning requirements, it is
useful to test a simulated version of a proposed
street or driveway design. The City of Eugene shall
coordinate with LTD on intersection design to
ensure that adequate turning radii are provided to
accommodate bus movements.

Intersection Design
for Transit Turns

• Designers should plan for an effective
radius of 28' (right rear wheel)
• Transit vehicles are assumed to be 41' by 8'6"
• Assumes no encroachment into opposite lanes
• Assumes parking is prohibited within 20' of
end of curb return
• These are examples, appropriate curb radii must
be determined on a case by case basis by Eugene
Public Works Transportation and Lane Transit District

12'

12'

Figure

25

Case 2

7'

• Turn into one lane
• Parking lane before and after turn

Case 1
• Turn into one lane

R=25'

R=20'

• No parking or bicycle lanes
7'

12'

12'

10'

12'
5'

Case 3
• Turning from one 10 foot lane to
another 10 foot lane

7'

R=30'

• No parking or bicycle lanes

R=
15'
10'

12'

5'

7'

Case 4
• Turn into one lane
• Bicycle and parking lanes
before and after turn
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Turnouts
5) Process:
Turnouts must be approved by Lane Transit
District and the City of Eugene Public Works
Department.

6) The design standard for a bus turnout is
shown in Figure 28. Design flexibility for the
taper of the curb inset may be necessary to
adjust to the specific characteristics of the street.

Typical Turnout Dimensions

Figure

26

A
Bus
Stop Sign

8:1

10' Minimum

8:1

Curb

Edge of Travel Lane

Direction of Travel

A = For one standard bus - 40' to 50'
For an articulated bus - 60'
For when two or more buses that use the stop at the
same time - 50' + 65' (x-1), X = number of buses

Note: Taper can vary on ingress and egress depending on
road speed and other road characteristics. Design requires
approval of LTD and City of Eugene Pubic Works

Passenger Amenities
7) Process:
The developer is required to contact Lane Transit
District to coordinate the purchase and installation of passenger amenities. The developer is
required to obtain approval from the City of Eugene
Public Works and Lane Transit District on location
of amenities.
8) Lane Transit District staff shall review permits for
developments that meet the criteria in Figure 25.
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Amenity Criteria

Figure

27

Type of
Development

Number of Average
Peak Hour Traffic Trips

Residential

25 or More

Office

50 or More

Commercial
Industrial

100 or More

Institutional
Public Facility

100 or More

9) Upon review of a development permit, Lane
Transit District staff may recommend the inclusion
of passenger amenities. Conditions, such as
additional right-of-way or easements to accommodate amenities, inclusion of designated park and
ride areas, and provisions for on-site transit vehicle
circulation may also be recommended by LTD.
10) When a developer is required to provide a
passenger shelter or other passenger amenity, he
or she pays the initial cost of construction and
installation. Lane Transit District is responsible
for maintenance. A developer can choose to:

a) Construct his or her own shelter, with
plans subject to review and approval by LTD,
b) Contact with the manufacturer of Lane
Transit District’s standard transit shelter for
construction and installation, or
c) Pay Lane Transit District to provide the
shelter.
11) The typical passenger shelter design is
shown in Figures 30, 31, 32 and 33.
12) Lane Transit District will use the following
criteria to make recommendations for the
provision of transit amenities.

Amenity Applications
Number of Average Peak Hour Traffic Trips
Developments with less than 9 dwelling units per acre
that generate 25 to 49 trips
Developments with 9 or more dwelling units per acre
that generate 25 to 49 trips
Developments that generate 50 to 99 trips
100 to 199 trips
200 or more trips

Figure

28

Amenities Which May Be Required
Concrete boarding pad for bus stop, lighting, bench
Shelter, concrete boarding pad, lighting
Shelter, concrete boarding pad, lighting
Shelter, concrete boarding pad, lighting, bus turnout
Shelter, concrete boarding pad, lighting, bus turnout, on-site
circulation

Office Develpments
50 to 199 trips
200 or more trips

Shelter, concrete boarding pad, lighting
Shelter, concrete boarding pad, lighting, bus turnout

Retail / Industrial /
Institutional / Public Facilities
100 to 249 trips
250 to 499 trips
500 or more trips

Shelter, concrete boarding pad, lighting
Shelter, concrete boarding pad, lighting, bus turnout
Shelter, concrete boarding pad, lighting, bus turnout, on-site
circulation
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13) Figure 26 reflects the maximum transit
amenities that may be required by the city.
Determination of specific requirements will be
made on a case by case basis for each development by weighing the following factors:
a) Expected transit ridership generated by a
development.
b) Level of existing or planned service
adjacent to the development. Planned service
is defined as service which will be established within 5 years after the completion of
the development.
c) Location of existing transit facilities.
d) Proximity of other transit ridership generators.
e) Maintenance cost
f) Site constraints
14) Amenities for developments which are being
built in phases may be required at the phase of
completed development that will generate enough
peak hour traffic trips to meet the requirements.

Bus Stop and Shelter Layout
15) While a 3 foot distance is desirable, bus stop
sign poles shall be located a minimum of 1 foot
6 inches (1'-6") from the curb face to assure both
visibility and clearance from passing vehicles.
16) Passenger shelters are generally placed in
bus stop locations where there are 20 or more
boardings per day. Passenger shelters shall be
designed in conformance with standards depicted in Figures 27, 28, 29, and 30, on the
following page.
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New transit shelter at Oakway Center

Standard Bus Shelter

29
28

Side Elevation

Front Elevation
9'-9" Maximum
9'-6" Minimum
Ridge Beam
46" x 76" Glazing

Figure

3'-9

1/2"
Open

46" x 76" Glazing
7'-3" Maximum
7'-0" Minimum
Joist

6'-4 1/2"

34" x 76"
Glazing
TYP

34" x 76"
Glazing
TYP

34" x 76"
Glazing
TYP

8"

34" x 76"
Glazing
TYP

1'-5" Maximum
1'-2" Minimum
Finished Elevation
Top of Bench
7 1/2" Maximum
4 1/2" Minimum
0'-0" Maximum
Finished Grade Varies
per Site Condition

Typical Bus Stop Boarding Area

Figure

with Setback Sidewalk (Plan View with Shelter)

30

15'
6"

9'-6"

Boarding
Pad

3'-6"

4'-6"

Bus Stop
Shelter
6"

Sidewalk 6'

Bus Stop Sign
(minimum 3'
behind curb)

5' minimum

Planting Strip 7'

Curb

6"

No Parking Zone

Direction of Travel

Street

• Pad dimension of 8' x 15' varies by site (may include sidewalk)
• Shelter plan view dimension of 9'-6" x 3'-6"
• See LTD for pad and shelter layout site details
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Typical Bus Stop Boarding Area

Figure

31

Figure

32

with Curbside Sidewalk (Plan View with Shelter)
15'
6"

9'-6"

Boarding
Pad

3'-6"

4'-6"

Bus Stop
Shelter
6"

Sidewalk 7' Minimum

Curb

6"

No Parking Zone

Direction of Travel

Street

Typical Bus Stop Boarding Area
with Setback Sidewalk and Bicycle Racks
(Plan View with Shelter)
15'

5'
6"

9'-6"

Boarding
Pad

3'-6"

4'-6"

Bus Stop
Shelter
6"

Bike Hoops

Sidewalk 5'

Bus Stop Sign
(minimum 3'
behind curb)

Planting Strip
Width Varies

5' minimum

Curb

No Parking Zone

Direction of Travel
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Street

6"

17) Bus stop poles shall be a minimum of 3 feet
from utility poles, street signs, and other vertical
elements within the right-of-way.

20) Bus stop pads shall be designed so that no
signposts, street furniture, foliage or other
objects block use of the bus wheelchair lift.

18) Bus stop pads shall be designed to fit the
particular areas in which they are located, but
must meet the minimum American with Disabilities Act (ADA) requirement of 5 feet wide by 8
feet deep for safe loading and unloading of
riders using wheelchairs.

21) Typical layouts for bus stops that do not have
shelters are shown in Figures 31 and 32.

Bus Stop Lighting

19) Bus stop pads typically connect with (or are
incorporated into) sidewalks. If there is a curb
but no sidewalk, a wheelchair ramp must
connect the pad to the street.

22) The provision of adequate lighting at bus
stops is important for safety reasons and to make
sure that customers waiting at the bus stop are
visible to the bus operator. A standard lighting
level of 0.4 footcandles is required at bus stops.

Typical Bus Stop Boarding Area

Figure

with Setback Sidewalk (No Shelter)

33

Boarding Pad
(minimum 8' L x 5' W,
may include sidewalk)

Sidewalk 6'

Bus Stop Sign
(minimum 3'
behind curb)

5' minimum

Planting Strip 7'

Street
Curb

6"

No Parking Zone

Direction of Travel
Street
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Street Design for Bus Loads
23) Streets identified as future transit routes
using large buses are to be built to accommodate transit vehicles with a Gorss Vehicle
Weight of 40,000 lbs. (front-axle: 15,000 lbs.;
rear-axle: 25,000 lbs.; wheelbase: 23’3”) Estimates of expected trasit trips per day will be
provided by LTD on a case-by-case basis.
24) Streets identified as future transit routes
using small buses are to be built to accommodate transit vehicles with a Gross Vehicle
Weight of 34,000 lbs. (wheelbase: 11’6”).
Estimates of expected transit trips per day will be
provided by LTD on a case-by-case basis.

Typical Bus Stop Boarding Area

Figure

with Curbside Sidewalk (No Shelter)
Suggested addition of small triangles
(B&H = 2'-6") for aesthetic concerns

34

Boarding Pad
(minimum 8' L x 5' W,
may include sidewalk)

5'

Bus
Stop Sign

Sidewalk 6'

8' minimum

Curb

6"

No Parking Zone

Direction of Travel
Street
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Lane Transit District Boarding Pad
Requirements for Curbside Sidewalks
New construction +/or re-construction:
minimum pad size is 8' Long x 5' wide

Street Design Types (Cross Section Drawings)
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Arterial Streets

Note:
The purpose of the following street crosssection drawings in this chapter is to (1)
establish maximum right-of-way widths for the
various street types, and (2) to provide illustrative examples of the ways that various design
elements can be combined to respond to the
variety of constraints and circumstances of
any particular street. Please refer to the
section Application of Design Standards on
page 41 for a more complete explanation as to
how the standards are used in various situations.

Arterial streets primarily function to serve a high
degree of vehicular mobility. They may also serve a
minor role in providing land access. The functional
nature of arterial streets dictates that typical design
standards limit parking and land access to improve
traffic capacity for through vehicles.

Arterial Street Subclassifications
There are two subclassifications of urban arterial
streets in Eugene: major arterials and minor arterials. Because of similarities between how the two
streets function, their design standards are similar.

Example Arterial Street Dimensions

Figure

35

Type of Street

ROW *
Width

Paving
Width

Setback
Planting
Typical
Sidewalks Strip
Medians Bike Lanes ADT **

Major Arterials

100' to 120'

68' to 94'

2 @ 5'
Minimum

2 @ 9'-6"
Minimum

Varies

2 @ 5'
Minimum

> 20,000

Minor Arterials

65' to 100'

34' to 70'

2 @ 5'
Minimum

2 @ 8'-6"
Minimum

Varies

2 @ 5'
Minimum

7,500 to
20,000

* Right-of-Way

Example Major Arterial

5'
9'-6" Bike
6' Planting Lane
Sidewalk* Strip**

23' to 34'
2 to 3
Vehicle Lanes

12' to 16'
Median

68' to 94'
Curb to Curb

23' to 34'
2 to 3
Vehicle Lanes

** Average Daily Traffic

Figure

36

5'
Bike 9'-6"
Lane Planting 6'
Strip** Sidewalk*

100' to 120'
Right-of-Way
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(Some arterial roadways are freeways or expressways and have unique geometric criteria for their
design. Because their distinctive characteristics
necessitate separate design standards, freeways and
expressways are not addressed in this document).

Figure 35 contains a summary of the typical range
of widths for arterial street rights-of-way, travel
lanes, sidewalks, planting strips, and bike lanes.

Example Minor Arterial

Figure

37

with No On-Street Parking

5'
8'-6" Bike
6'
Plant Lane
Sidewalk* Strip**

12' to 23'
1 to 2
Vehicle Lanes

12' to 14'
Median

12' to 23'
1 to 2
Vehicle Lanes

46' to 70'
Curb to Curb

5'
Bike
Lane

8'-6"
6'
Plant
Strip** Sidewalk*

75' to 100'
Right-of-Way

Example Minor Arterial

Figure

38

with On-Street Parking

5'
8'-6" Bike
6' Parking Lane
Sidewalk* & Plant
Strip**

12' to 23'
1 to 2
Vehicle Lanes

12' to 14'
Median

46' to 70'
Curb to Curb

12' to 23'
1 to 2
Vehicle Lanes

5'
Bike 8'-6"
Lane Parking 6'
& Plant Sidewalk*
Strip**

75' to 100'
Right-of-Way
* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Minor Arterial

Figure

38a

2 Lanes
Parking on One or Both Sides

5'
9'-6" Bike
6' Parking Lane
Sidewalk* Lane &
Plant
Strip

12'
12'
Vehicle Lanes

34'
Curb to Curb

5'
Bike 9'-6"
Lane Parking 6'
Lane & Sidewalk*
Plant
Strip

65'
Right-of-Way
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Collector Streets
Collector streets can be found in residential, commercial and industrial areas. The primary function of the
collector is to assemble traffic from the interior of the
areas and deliver it to the closest perimeter arterial
street. Collectors typically must deal with overflow
parking which cannot be accommodated on nearby
local streets. There are frequently more pedestrians
using collector streets than use local streets; this
necessitates an adequate sidewalk and greater separation from traffic than is found on a local street. The
collector should be designed to standards intermediate
between the local streets and arterial streets and its
appearance should convey this meaning.

and are usually narrower than major collectors.
Major collectors typically have striped bike lanes
while bicycles may share the travel lane with other
vehicles on neighborhood collectors. Major collectors are often designed with continuous left turn
lanes or medians while neighborhood collectors
have them only infrequently. In most other respects,
design elements found on major and neighborhood
collectors are very similar.
Figure 39 contains a summary of the typical range of
widths for Major Collector street rights-of-way, travel
lanes, sidewalks, planting strips, and bike lanes.

Collector Street Subclassifications
There are two classifications of collector streets in
Eugene: major collectors and neighborhood collectors. Major collectors serve all types of development
and typically have wider right-of-way and paving
widths than do neighborhood collectors. Neighborhood collectors are found only in residential areas

Example Major Collector Street Dimensions

Figure

Type of Street

ROW *
Width

Curb to
Curb Width

Setback
Sidewalks

Planting
Strip

Major Collector

60' to 75'

32' to 44'

2 @ 5'
Minimum

2 @ 8' to
9'-6" (Varies) Varies

Medians

* Right-of-Way

100

39

Bike
Lanes

Typical
ADT **

2 @ 5'
Minimum

2,500 to
7,500

** Average Daily Traffic

Example Major Collector

Figure

40

2 Lanes
No Parking

5'
8'
Bike
6'
Plant Lane
Sidewalk* Strip**

11'
11'
Vehicle Lanes

5'
8'
Bike
6'
Lane Plant
Strip** Sidewalk*

32'
Curb to Curb
60'
Right-of-Way

Example Major Collector

Figure

41

3 Lanes
Parking on One or Both Sides

5'
9'-6" Bike
6' Parking Lane
Sidewalk* Lane &
Planting
Strip**

11'
Vehicle
Lane

12'
Median
or Center
Turn Lane
44'
Curb to Curb
75'
Right-of-Way

11'
Vehicle
Lane

5'
Bike 9'-6"
Lane Parking 6'
Lane & Sidewalk*
Planting
Strip**

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Major Collector
2 Lanes
Parking on One or Both Sides

5'
8'
Bike
6' Parking Lane
Sidewalk* Lane &
Plant
Strip

11'
11'
Vehicle Lanes

32'
Curb to Curb
60'
Right-of-Way
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5'
8'
Bike
Lane Parking 6'
Lane & Sidewalk*
Plant
Strip

Figure

41a

Figure 42 contains a summary of the typical range
of widths for Neighborhood Collector street rightos-way, travel lanes, sidewalks, and planting strips.

Example Neighborhood Collector Street Dimensions
Type of Street
Neighborhood Collector
with No Bike/Transit
Facilities

Setback
Sidewalk

Planting
Strip

1 @ 6'

2 @ 7'

27'(7/10/10)

2 @ 6'

2 @ 9'

27'(7/10/10)

1 @ 6'

2 @ 7'

45'

2 @ 6'

1 @ 6'
1 @ 7'

46'

34'(7/10/10/7) 2 @ 6'

2 @ 7'

ROW No
Width Park
40'

20' (10/10)

50'

20' (10/10)

40'

Neighborhood Collector
with Bike Route Only

45'

24'(12/12)

45'
50'

Park One
Side

31'(7/12/12)
24'(12/12)

50'

31'(7/12/12)

50'

Neighborhood Collector
with Bike Route and
Transit Facilities

55'
55'
55'

28'(14/14)
35'(7/14/14/)

Park Two
Sides

1 @ 6'

2 @ 7'-6"

1 @ 6'

1 @ 7'
1 @ 8'

2 @ 6'

2 @ 7'

2 @ 6'

2 @ 7'

38'(7/12/12/7) 2 @ 6'

2 @ 7'

2 @ 6'

2 @ 7'-6"

2 @ 6'

1 @ 7'
1 @ 8'

43'(7/14/14/7) 2 @ 6'

Figure

42

(ADT)
1,500 to
2,500

1,500 to
2,500

1,500 to
2,500

2 @ 7'-6"

A. Parking bays alternate with planning strip on Neighborhood Collectors. See Figure 25 on page 29.
B. Sidewalks on one side of the street are allowed only if the design qualifies as an exception.
C. Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk.
D. Planting strip dimension includes 6" curbs.
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Example Neighborhood Collector

Figure

No Parking

43

No Special Bike or Transit Facilities

10'

10'

10'

20'
6'
Sidewalk*

9'
Planting
Strip**

10'
20'

Travel Lane
20' Pavement

9'
Planting
Strip**

6'
Sidewalk*

6'
Sidewalk*

7'
Planting
Strip**

7'
Planting
Strip**

Travel Lane
20' Pavement

50'
Right-of-Way

40'
Right-of-Way

Sidewalks on Both Sides

Sidewalks on One Side

Example Neighborhood Collector

Figure

No Parking

44

Bike Route (No Striped Lane)

12'

12'

12'
24'

24'
6'
Sidewalk*

7'
Planting
Strip**

Travel Lane

50'
Right-of-Way
Sidewalks on Both Sides

12'

7'
Planting
Strip**

6'
Sidewalk*

6'
Sidewalk*

7'-6'
Planting
Strip**

Travel Lane

7'-6"
Planting
Strip**

45'
Right-of-Way
Sidewalks on One Side

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Neighborhood Collector
No Parking

Figure

45

Shared Bike/Transit Facilities

14'

14'
28'

6'
Sidewalk*

7'-6'
Planting
Strip**

Travel Lane

7'-6"
Planting
Strip**

6'
Sidewalk**

55'
Right-of-Way
Sidewalks on Both Sides

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Neighborhood Collector

Figure

Parking on One Side

46

No Special Bike or Transit Facilities

27'
Pavement
10'

27'
Pavement
10'

10'

10'

20'
7'
Parking
6'
&
Sidewalk* Planting
Strip**

20'
6'
Planting
Strip**

Travel Lane

6'
Sidewalk*

7'
Parking
6'
&
Sidewalk* Planting
Strip**

7'
Planting
Strip**

Travel Lane

45'
Right-of-Way

40'
Right-of-Way

Sidewalks on Both Sides

Sidewalks on One Side

Example Neighborhood Collector

Figure

Parking on One Side

47

Bike Route (No Striped Lane)

31'
Pavement
12'

31'
Pavement
12'

12'

24'
7'
Parking
6'
&
Sidewalk* Planting
Strip**

Travel Lane

12'
24'

7'
Planting
Strip**

6'
Sidewalk*

7'
Parking
6'
&
Sidewalk* Planting
Strip**

Travel Lane

50'
Right-of-Way

45'
Right-of-Way

Sidewalks on Both Sides

Sidewalks on One Side

8'
Planting
Strip**

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Neighborhood Collector
Parking on One Side

Figure

48

Shared Bike / Transit Facilties

35'
Pavement
14'

14'
28'

7'
6' Parking
&
Sidewalk* Planting
Strip**

Travel Lane

8'
Planting**
Strip

6'
Sidewalk*

55'
Right-of-Way
Sidewalks on Both Sides

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Neighborhood Collector

Figure

49

Figure

50

Parking on Both Sides
No Special Bike or Transit Facilities

34'
Pavement
10'
7'
6' Parking
&
Sidewalk* Planting
Strip**

10'

20'
Travel Lane

7'
Parking 6'
&
Planting Sidewalk*
Strip**

46'
Right-or-Way
Sidewalks on Both Sides

Example Neighborhood Collector
Parking on Both Sides
Bike Route / No Striped Lane

38'
Pavement
12'
7'
6' Parking
&
Sidewalk* Planting
Strip**

12'

24'
Travel Lane

7'
Parking 6'
&
Planting Sidewalk*
Strip**

50'
Right-of-Way
Sidewalks on Both Sides
* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example Neighborhood Collector
Parking on Both Sides

Figure

51

Shared Bike / Transit Facilities

43'
Pavement
14'
7'-6"
6' Parking
&
Sidewalk* Planting
Strip**

14'
28'
Travel Lane

7'-6"
Parking 6'
&
Planting Sidewalk*
Strip**

55'
Right-of-Way
Sidewalks on Both Sides
* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Existing Streets in Older
Developed Areas
In many areas surrounding downtown, streets were
often platted within a 66' right-of-way. These
streets typically have mature canopy trees planted
within wide planting strips along the full length of
the street; the trees and planting strips help define
the character of the street and are highly valued by
residents of these streets. They generally have
separate parking lanes adjacent to the planting
strips; in many areas on-street parking fulfills a
critical parking need where off-street parking is at a
premium. Some of these streets have on-street
bicycle lanes; others do not. While most are
designed for two-way circulation, some are designed for one way traffic flow. This section provides several design options that may be used when
older streets are being improved, or where bicycle
lanes are proposed on these streets.

One option would apply to existing streets in older
neighborhoods around downtown. This option
would apply to streets that might be reconstructed
at some future time, but where no design changes
or other improvements are anticipated. Those
streets contain two travel lanes 10 - 11 feet in
width, with two 7' wide on-street parking lanes,
and setback sidewalks with 9 to 10 foot planting
strips on both sides. This option would be applied
to the vast majority of streets in the older neighborhoods. (See Figure 52)
Another option would apply to existing streets
where on-street bike lanes are to be added based
on the adopted TransPlan project list, and which
necessitate some rearrangement or removal of
existing on-street parking. These streets would
include two travel lanes 10-11' in width, one 7'

Example 66' Street

Figure

52

with On-Street Parking

9'-10'
6'
Planting
Sidewalk* Strip**

7'
Parking

10'-11'
10'-11'
Vehicle Lanes

7'
Parking

9'-10'
6'
Planting
Strip** Sidewalk*

34'-36'
Curb to Curb
66'
Right-of-Way

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb

110

wide parking lane for parking on one side of the
street only, and two 5' bicycle lanes. Widening of
the pavement to accommodate the addition of
bicycle lanes could be accomplished by removal
of parking on one side of the street and reduction
of the planting strip width. (See Figure 53)
A third option would allow the addition of onstreet bicycle lanes and retention of parking on
both sides of the street by reducing lane widths to
10' and reducing planting strips widths on both
sides of the street. This option could only be used
where the existing street trees were small enough
to survive damage to the root system or where the
existing trees would be replaced with other trees.
(See Figure 54)

Example 66' Street

Figure

53

with On-Street Parking
and Striped Bike Lanes

10'-11'
10'-11'
5'
5'
Vehicle Lanes
7' Bike
Bike 9'-10'
5'-7' Park Lane
6'
Lane Planting
6' Plant
Strip** Sidewalk*
Sidewalk* Strip**
37'-39'
Curb to Curb
66'
Right-of-Way
* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example 66' Street

Figure

54

with On-Street Parking
and Striped Bike Lanes

5'
6' Plant
Sidewalk* Strip**

5'
7'
Bike
Park*** Lane

10'
10'
Vehicle Lanes

5'
7'
Bike
Lane Park*** 5'
6'
Plant
Strip** Sidewalk*

44'
Curb to Curb

66'
Right-of-Way

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
*** Parking bays may help reduce impact of bike lane addition to existing strees
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One-Way Streets
One-way streets differ little in design from other
roadway sections that operate as two-way streets.
Basic design continuity must be maintained when
converting from one to the other to avoid reconstruction costs if the street is converted back to its
former pattern. On the other hand, the design
standard for one-way streets needs to be somewhat
flexible with regard to location of on-street parking
and bicycle lanes. Striped bicycle lanes are typically located on only one side of the street; which
side must be determined on a case-by-case basis.
On-street parking could be located on one or both
sides of the street, depending on right-of-way
width, traffic volumes, location of bus stops,
adjacent land uses, and numerous other factors.
Typical one-way street designs are illustrated in
Figures 55 & 56.

Example 66' One Way Street

Figure

55

Parking One Side and Striped Bike Lane

10'
6' Planting
Sidewalk* Strip**

7'
Parking

11'
11'
Vehicle Lanes

34'
Curb to Curb

5'
10'
Bike
6'
Lane Planting
Strip** Sidewalk*

66'
Right-of-Way

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb
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Example 66' One Way Street

Figure

56

Parking Both Sides
and Striped Bike Lane

7'-10'
6' Plant
Sidewalk* Strip**

7'
Park

10'-11'
10'-11'
Vehicle Lanes

39'-40'
Curb to Curb

5'
Bike
Lane

7'
Park

7'-10'
Planting 6'
Strip** Sidewalk*

66'
Right-of-Way

* Setback sidewalk dimension includes 5' paved sidewalk and 1' reserve strip behind the walk
** Planting strip dimension includes 6" curb

114

Appendices

Appendix A
Bicycle/Pedestrian Paths
Bicycle/pedestrian paths are facilities that are
physically separated from motorized traffic by an
open space or barrier and serve a mixture of users
such as cyclists and pedestrians as shown in Figure
57. Paths shall be a minimum of 12' wide with 2'
wide unpaved shoulders on each side.
Concrete is the preferred surfacing, with saw cuts for
expansion. Asphaltic concrete may be used, depending on soil or other conditions, such as projected use
by maintenance or emergency vehicles. Shoulders
will be constructed of 1/4" crushed rock. Pavement
and sub base depth shall be determined following an
engineering analysis of the design variables and shall
meet design criteria established by the City Engineer.
Paths should have 3' of shy distance from the edge of
the path to any fixed object.

Paths shall be lit and shall comply with IES standards.
Paths shall be designed to minimize motorized
traffic. Bollards are not the preferred option and
should be used only if warranted. If used, bollards
should be painted with white reflective paint, and
should be placed in the center of the path and
pavement guide separators shall be placed a
minimum of 20' in front of the bollards.
The AASHTO Guide for Development of Bicycle
Facilities shall be followed for other standards for
bicycle path construction such as super-elevation,
overhead clearance minimum radii, lighting and
sight distances.

Example Bike Path Dimensions

Bike Path-12' Minimum
2' Shoulders
20' Right-of-Way

Figure

57

Appendix B

Access Way Dimensions
Pedestrian and Bicycle
Access Ways
Access ways are interconnecting paved walkways
which provide pedestrian and bicycle passage such
as between two cul-de-sacs or between subdivision
plats. Access ways shall be a minimum of 10' wide
on a 10' right-of-way. They shall be constructed of
Portland cement concrete with a typical depth of 5"
concrete over a 1" base of crushed rock. The dimensions for the pavement and crushed rock are based
upon the heaviest vehicle which will use the access
way and the native soil conditions. Final pavement
and base design shall be determined following an
engineering analysis of the design variables.
Access ways which function as a secondary fire
access shall be constructed to support 55,000 pound
vehicles. Fire access ways shall be paved a minimum
of 20' wide on a 20' right-of-way unless a narrower
width is approved by the City Manager or designee.
Access ways shall be designed to minimize motorized traffic. Bollards are not the preferred option and
should be used only if warranted. If used, bollards

Figure

58

Pavement
Width

Total
Rightof-Way

Type

Description

Access
Way

Not a Fire
Access

10'

10'

Access
Way

Fire Access

20'

20'

should be painted with white reflective paint, and
should be placed in the center of the path.
Access way surfaces shall be designed to drain
water to the side or sides of the access way. Drainage systems which collect surface water along the
centerline of the access way (similar to paved
alleys) are not permitted.
Adequate vision clearance shall be provided at the
ends of public access ways as required in Chapter 9
of the Eugene Code. Access ways shall be straight
with no angles or corners.

Example Access Ways
for Pedestrians and Bikes

Bike Path-10' Minimum
10' Right-of-Way

Figure

59

Appendix G
Historical Influences
What alternatives have been proposed in
the past for different street systems?
In the 1960’s the state highway department and
local planners and engineers developed preliminary
plans for very extensive freeway and expressway
networks. The interconnected system of major
highways envisioned in the 1965 ESATS (EugeneSpringfield Area Transportation Study) Plan would
have resulted in a network that was largely superimposed on the existing urban pattern, with existing
arterial streets playing a much less important role in
carrying traffic. The “freeway revolt” of the late 60s
and early 70s led to rejection of the ESATS Plan and
development of a new regional transportation plan
known as the T-2000 Plan. This plan, adopted in
1978, signaled a major departure from earlier
proposals. The two most important features of the T2000 Plan were its reliance on much greater use of
alternative modes of travel to lessen the need for
roadway capacity increases, and its emphasis on
improving existing streets and roadways rather than
building extensive new roadway mileage.
There were several areas in Eugene where the T2000 Plan did propose new corridors:
• the Chambers Connector, to provide a safe
and effective connection from central and west
Eugene to the River Road area, via a new
railroad overpass and connection to 6th and 7th
avenues;
• the 6th-7th Extension, later renamed the West
Eugene Parkway, to complete the connection of
State Highway 126 between the 6th - 7th couplet
and West 11th, west of Beltline (this corridor was
selected as a replacement for the formerly
proposed Roosevelt Freeway); and
• an extension of Roosevelt Boulevard, to
connect Highway 99 with Beltline for truck and
industrial traffic in west Eugene (utilizing the
former Roosevelt Freeway corridor).
The Chambers Connector and Roosevelt Boulevard
were successfully completed in the 1980s, while the
West Eugene Parkway is still awaiting completion of
supplemental environmental and alignment studies.

Other than these three facilities, most of the T-2000
projects in Eugene were to be improvements to
existing major streets. In a few cases, refinement
studies contained proposals for other major projects,
or even new corridors. The most ambitious of these
was the Downtown Westside Study of the late 1970s,
which proposed a Lincoln Boulevard and new I-105
ramp connections that would have relocated the
traffic now using Washington and Jefferson Streets
several blocks eastward. That proposal was rejected
primarily based on the impact to the neighborhood
immediately west of downtown Eugene.
The T-2000 Plan was updated in the 1980s, resulting in
the adoption of TransPlan in 1986. TransPlan continued
the emphasis on use of existing streets and increasing
use of alternative modes. The most significant new
corridor proposed in TransPlan is the Valley River
Bridge. This proposed new Willamette River crossing
would connect River Road near its south end with the
Valley River/Goodpasture Island area and Delta
Highway. One of the main purposes of this bridge
would be to reduce out-of-direction travel between
these areas on either side of the river, and in turn to
reduce the resulting congestion on the WashingtonJefferson and Beltline bridges and their approaches.

What factors (geographic and other)
and past decisions have been made that
shaped the current street system?
General Influences
The origin of street systems throughout the west can
be traced back to wildlife trails that were followed
by Native Americans who inhabited the area. In the
early 1800’s “military roads” were constructed to
connect the existing trails, most of which followed
the natural terrain and lay of the land. During the
1840’s and 1850’s, when gold prospecting led to
immigration of settlers and establishment of the
Oregon Territory, many of the Military Roads were
improved as Territorial Roads.
Congress enacted the homestead act, providing
land for settlers in the emerging states and territories
in the west, and communities which had grown out
of the exploration for minerals became centers for

the agricultural commerce that formed the basis of
Oregon’s first fifty years of existence. The timber
industry emerged as an equal, if not greater, economic engine driving the development and population of the state. In 1913 the Oregon Highway
Department was established and their motto was to
“get Oregon out of the mud” by building a system
of graveled and paved highways that connected the
many communities around the state, including the
“Skinner’s mudhole” now know as Eugene.

Historic Influences in the Eugene Area
Since many of the early communities in Oregon
were established near rivers and major streams, it
was very common to have privately operated
ferries, but the operation and maintenance costs of
these were high and they were unreliable, particularly during high water periods. One of the major
efforts in the early days of the state highway department was the construction of bridges to replace
many of these inadequate, inefficient ferries. In the
Eugene area, the early bridges into and out of the
area which are still in place include the Franklin
Street bridge and the Ferry Street bridge over the
Willamette River, and the Coburg Road bridge over
the McKenzie River. The early growth of Eugene
from the downtown area slowly outward, along
with the geography of the river and the early bridge
locations, contributed to the radial pattern of
roadways that came to make up most of the city’s
major arterial network
During the 1920’s and 30’s, the 36 counties in the
state established a market road system, designed to
enable farmers to transport their produce and
livestock from farm to market before it spoiled or
died. This network formed the backbone of our
existing rural highway and principal county road
system, most of which still exists today. Examples of
farm access roads that later evolved into arterials
include Harlow Road, Cal Young Road, and Garden
Way in the Willakenzie area.

Recent History
After World War II, the number of registered automobiles expanded rapidly, particularly in Western
Oregon. In the 1950’s, the Interstate and Defense
Highway system was developed and throughout the

next two decades freeway construction dominated
the northern and western portions of the state.
Many of the U.S. Highway routes became Oregon
routes as the interstates were completed and several
communities which had developed around the
highway now found themselves “bypassed” by this
new, limited access facility. Often the U.S. or
Oregon route through a community was their Main
Street, and frequently contained much of the
primary commercial district. Eugene’s Highway 99
North is an example of a state highway that was
originally built as a bypass itself (replacing River
Road as the main north-south route through Eugene), only to be bypassed later by Interstate 5.
During the 1970’s, throughout the state of Oregon,
a move toward legislation of land use planning and
a growing concern for protecting the area’s diminishing natural resources, altered or interrupted
much of the future road system that had been
envisioned over those previous two decades. In
Eugene, the connection of Interstate 105 to 6th/7th
Avenue at Jefferson and Washington streets, which
had been considered temporary, became permanent. The construction of Delta Highway and
Beltline Road by Lane County were the last limited
access freeway-type facilities built in the Eugene
area. The adoption of the T-2000 Plan in the late
1970’s marked a significant policy decision to place
greater reliance on alternative transportation modes
to reduce the need for adding roadway capacity,
and to emphasize improvements to existing streets
rather than construction of new corridors. The
resulting pattern of major streets during the past 20
years has remained essentially unchanged, with
incremental additions to the network rather than
extensive new roadways.

