4‐Lane
Alternative 1 maintains the existing (curb‐to‐curb) roadway configuration north of 29th Avenue.
Sidewalks would be expanded to their maximum width (approximately nine feet) within the existing
right‐of‐way. Alternative 1 is not being considered south of 29th Avenue because it does not include
any dedicated bicycle facilities and no parallel facilities are available near Willamette Street, south of
30th Avenue.
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Alternative 1 Considerations
Maintains existing four travel lanes
Left‐turning vehicles block travel lanes
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width
Sidewalk width is not sufficient to support active commercial
streetscape
No on‐street bike lanes
Bike sharrows possible on curbside lanes
Maintains eleven‐foot outside travel lane for buses
Relatively low cost to maintain current cross‐section

DRAFT Alternatives Cross‐Sections

4‐Lane with
Center Left‐turn Lane
Alternative 2 maintains four travel lanes north of 29th Avenue, with one of the northbound lanes
converted to a two‐way center left‐turn lane. The roadway would include two southbound through
lanes, one northbound through lane, and a two‐way center left‐turn lane.
Sidewalks would be expanded to their maximum width (approximately nine feet) within the existing
right‐of‐way. Alternative 2 is not being considered south of 29th Avenue because it does not include
any dedicated bicycle facilities and no parallel facilities are available near Willamette Street, south of
30th Avenue.
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Alternative 2 Considerations
Four total travel lanes maintained (2 Southbound, 1 Northbound,
and 1 center turn lane)
Provides center left‐turn lane
Southbound capacity increased
Northbound capacity decreased
Northbound buses stopped in a single through lane will increase
northbound travel time
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width
Sidewalk width is not sufficient to support active commercial
streetscape
No on‐street bike lanes
Bike sharrows possible on curbside lanes
Maintains eleven‐foot outside travel lane for buses
Improves motor vehicle access during PM period, when commercial
traffic is highest
Center left‐turn lane improves access for turning vehicles
Does not significantly change transit and bicycle accessibility
Relatively low cost to convert lane direction north of 29th Avenue
Intersections and traffic signals would need to be reconfigured
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3‐Lane with
Bike Lanes
Alternative 3 would provide one northbound through lane, one southbound through lane, a two‐way
center left‐turn lane, and a bike lane in each direction. Sidewalks would be expanded to the maximum
available width within the remaining right‐of‐way. Sidewalk and lane widths may vary across the
corridor depending on the existing curb‐to‐curb width.
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Alternative 3 Considerations
Reduces number of travel lanes from four to three
Travel time increased for through‐traveling vehicles
Ten‐foot travel lanes are narrow for trucks and less than the
eleven‐foot standard width
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width
Bike lanes provide separation from motor vehicle lanes
Sidewalk width is not sufficient to support active commercial
streetscape
Includes six‐foot bike lanes
Ten‐foot travel lanes are narrow for buses
Potential conflicts with bike lanes
Center let‐turn lane improves access for turning vehicles
Improved bicycle access
Moderate cost to provide center left‐turn lane and bike lanes
Intersections and traffic signals would need to be reconfigured
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3‐Lane with
Buffered Bike Lanes
Alternative 4 would include one northbound through lane, one southbound through lane, a two‐way
center left‐turn lane, and a buffered bike lane in each direction. The roadway would need to be
reconstructed to expand the curb‐to‐curb width to 47 feet.
Sidewalks would be expanded to the maximum available width within the remaining right‐of‐way.
However, with the 47 foot curb‐to‐curb width, sidewalk width would be limited to approximately six
and one‐half feet on both sides of the street, unless additional right‐of‐way is acquired.
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Alternative 4 Considerations
Reduces number of travel lanes from four to three
Travel time increased for through‐traveling vehicles
Maintains eleven‐foot outside travel lanes
Sidewalks only 6.5 foot in width
Narrow width limits sidewalk design treatments (e.g., landscaping,
lighting)
Curbside sidewalks far narrower than ten‐foot standard width
Buffered Bike lanes provide separation from motor vehicle lanes
Sidewalk width is not sufficient to support active commercial
streetscape
Includes five‐foot bike lanes with two‐foot buffers
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Maintains eleven‐foot travel lanes for buses
Potential conflicts with bike lanes
Center left‐turn lane improves access for turning vehicles
Improved bicycle access
High cost for reconstruction to expand existing curb‐to‐curb width
With reconstruction, utilities should be relocated (ADA compliance)
Intersections and traffic signals would need to be reconfigured
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3‐Lane with
Wide Sidewalks
Alternative 5 would convert the roadway from four motor vehicle lanes to three, north of 29th Avenue.
The roadway would be reconstructed to expand sidewalks, resulting in a narrower curb‐to‐curb width
(34 feet instead of the current 41 to 42 foot width.) No new bike lanes would be included on
Willamette Street.
Sidewalks would be expanded to the maximum available width within the remaining right‐of‐way. With
the 34‐foot curb‐to‐curb width, sidewalks could be extended up to 13‐feet. Alternative 5 is not being
considered for the south of 29th Avenue because it does not include any dedicated bicycle facilities and
no parallel facilities are available near Willamette Street, south of 30th Avenue.
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Alternative 5 Considerations
Reduces travel lanes from four to three
Travel time increased for through‐traveling vehicles
Maintains eleven‐foot outside travel lanes
Provides wide (13‐foot) sidewalks to facilitate a transformative
pedestrian environment including design treatments (e.g.,
storefront displays, café seating, landscaping)
No on‐street bike lanes
Bike sharrows possible on curbside lanes
Maintains eleven‐foot travel lanes for buses
Center left‐turn lane improves access for turning vehicles
Wide sidewalks provide opportunities for design treatments to
support commercial development, aesthetic treatments, and
walkability
High cost to reconstruct curbs to expand/reconstruct sidewalks
Intersections and traffic signals would need to be reconfigured
Wide sidewalks support “Green Street” design treatments
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2‐Lane with Bike Lanes,
Median & Roundabouts
Alternative 6 would convert the corridor to one motor vehicle lane and a buffered bike lane in each
direction. A mountable median would be constructed in the middle of the roadway, with roundabouts
at intersections. The curb‐to‐curb roadway width would not need to be modified outside of
intersections. Sidewalks would be expanded to the maximum available width within the remaining
right‐of‐way.
Potential right‐of‐way expansions may be necessary to construct roundabouts at intersections on
Willamette Street. Due to concerns regarding right‐of‐way impacts, the 29th Avenue intersection could
be traffic signal controlled, while roundabouts could be provided at other key intersections.
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Alternative 6 Considerations
Reduces number of travel lanes from four to two
Travel time increased for through‐traveling vehicles
Median would restrict turns at many driveways to right‐in‐right‐out
Intersections with roundabouts provide opportunities for U‐turns
Maintains eleven‐foot outside travel lanes
Medians and roundabouts would greatly improve corridor safety
Consistent nine‐foot sidewalks
Sidewalks narrower than ten‐foot standard width
Buffered Bike lanes provide separation from motor vehicle lanes
Median provides opportunities for pedestrian crossing refuges
Sidewalk width is not sufficient to support active commercial
streetscape
Includes five‐foot bike lanes with two‐foot buffers
Maintains eleven‐foot travel lanes for buses
Potential conflicts with bike lanes
Right‐in‐right‐out limits motor vehicle access to driveways
Improved bicycle access
Very high cost to construct medians and roundabouts
Property acquisition may be needed to construct roundabouts
Possible impacts to properties near intersections due to
constructing roundabouts
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