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From the outset, the South Willamette Street Improvement Plan sought to use informed
consent to implement a sustainable street design for the South Willamette Street corridor.
Informed by technical analysis, the planning process made use of focus groups, community
meetings, and contact with businesses in the corridor. The project intended to provide
equitable and safe access to transportation for people, support the Climate Recovery
Ordinance in reducing the environmental effects of transportation, and promote an
economically prosperous commercial business district.
In development of the Draft Eugene Transportation System Plan (Draft TSP), the
Transportation Community Resource Group (TCRG) extensively vetted a sustainability
rating system based on a triple‐bottom‐line analysis. The South Willamette Street
Improvement Plan adapted the TCRG sustainability work to develop screening criteria for
qualitative assessment of the roadway alternatives. The results of the sustainability
screening were included in the South Willamette Street Improvement Plan and helped to
inform the recommended street design for the pilot study.
The South Willamette Street Improvement Plan and Pilot Study is fundamentally about
providing people with safer ways to get where they want to go. Access to active
transportation leads to healthier outcomes for people compared to driving cars. By
providing more comfortable places to walk and ride a bike, the pilot study supports a 20minute neighborhood where people can meet their needs of daily living within a relatively
short walk or bike ride. Through public opinion surveys, we learned that support was
strong for restriping the street before the pilot study was implemented and increased after
the restriping. The surveys also showed that opposition decreased and that overall
satisfaction was positive with the three-lane street design.
The City’s Climate Recovery Ordinance set the goal of reducing community fossil fuel use
by 50 percent from 2010 levels by the year 2030. By providing safe and accessible active
transportation options that don’t rely on the automobile, the South Willamette Street Pilot
Study helps the community reach the goal of reduced fossil fuel use. Eugene’s 2035
Transportation System Plan also calls for significant increases in active transportation. The
addition of bike lanes in the corridor provide space for people riding bicycles and greater
separation from automobile traffic for people walking on the sidewalk. The increased
comfort for active transportation promotes more travel in ways that are less dependent on
fossil fuels and their associated environmental effects.
We learned from the business community along South Willamette Street that they felt that
we weren’t doing enough to address their fears of lost revenue. Those fears were based on
the assumption that changing the street design to three lanes would increase congestion,
reduce traffic volumes, and drive customers away. To address those concerns, we engaged
in meaningful conversation and collaborated with business representatives to commission
an economic study of other street reconfiguration projects. In a further attempt to
understand the effects on businesses in the corridor, we included an economic study as
part of the year-long pilot study of a three-lane South Willamette Street. Very limited
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business participation in the economic impact survey resulted in there being no findings
regarding business performance before and after the corridor restriping. Transportation
metrics of traffic volume, intersection delay, and travel time were also estimated and
measured before and after the pilot study.
The South Willamette Street Improvement Plan and Pilot Study worked to balance the
sustainability needs of the community through thoughtful and informed engagement.
Those efforts resulted in a process, plan, and project that support people, our planet, and
community prosperity.
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Executive Summary
The South Willamette Street Improvement Plan recommended
a roadway conversion to improve conditions for walking,
biking, taking the bus, and driving in the eight-block study area
between 24th Avenue and 32nd Avenue.

The pilot project entailed restriping the corridor north of
29th Avenue from four vehicle lanes to three, including north
and southbound travel lanes, a two-way center left-turn lane,
and adding bike lanes. Restriping, road-widening, and updated
traffic signal timings were applied near the 29th Avenue
intersection to maintain southbound capacity. A traffic signal
was also constructed at the Woodfield Station driveway to
improve access and traffic flow.
This memorandum evaluates the effects of the pilot project
against a set of Roadway Performance Measures. In general,
the analysis demonstrated that the pilot project did not
cause significant or unexpected degradation of motor vehicle
performance on the South Willamette Street corridor.

The goal of the pilot project
was to gain acceptance for the
permanent reconfiguration of the
corridor by demonstrating that
the changes do not significantly
degrade motor vehicle travel
or cause other unintended
consequences.
Analysis of this pilot project shows:
ɦɦ Traffic volumes on South Willamette
Street did not decrease.
ɦɦ Speeding was reduced by about 40%.
ɦɦ Overall average travel time through
the corridor changed by less than 10
seconds.
ɦɦ During the AM peak, northbound
corridor travel time increased by 20-30
seconds.
ɦɦ Operations at South Willamette
Street and 29th Avenue were mostly
improved, with decreased overall delay
and improved volume-to-capacity
ratios. About 5-10 seconds of average
additional delay were experienced
during the AM peak.
ɦɦ The traffic signal constructed at the
Woodfield Station driveway operated
with low vehicle delay and resulted in
improved access to Woodfield Station.
ɦɦ Preliminary safety analysis of the
corridor indicates no increase in crash
rates and the potential for reduced
crash severity.
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Project Context

Eugene’s South Willamette Street is a north-south arterial
connecting the central business district with lower density
residential areas in South Eugene. In addition to functioning
as a travel corridor serving about 15,000 average daily vehicle
trips, the section of South Willamette Street between 24th and
32nd Avenues serves as a busy commercial area. Destinations
along this portion of the corridor include the Woodfield
Station shopping plaza and numerous retailers, restaurants
and professional offices that are collectively responsible for a
significant portion of the corridor’s traffic.

South Willamette Street Improvement Plan

Study Area

Corridor Plan
While South Willamette Street is used to reach many popular
destinations, it has long been uninviting to pedestrians,
bicyclists, transit riders and motorists alike. For years, residents
and business owners have recognized the corridor’s poor
walking and cycling conditions and have raised the need to do
something about it. In 2013, the City of
Eugene began the South Willamette
Street Improvement Plan, which
resulted in recommendations
to improve the corridor. City
Council accepted the plan in
May of 2014. In June of 2016, a
pilot project implemented the
roadway conversion portion
of the recommendations to
test impacts for all users of
the corridor.

South Willamette Street Improvement Plan

Goals

Within an eight-block study area between 24th and 32nd
Avenues, the Plan envisions a complete street design that
can be adopted and advanced as a capital improvement
project for construction. Goals of the South Willamette
Street Improvement Plan:
1. Support existing businesses and the commercial
district’s vitality
2. Create a balanced multi-modal transportation system
3. Further City planning efforts to identify compact
growth and redevelopment opportunities
4. Foster a well-informed and involved community
supportive of the plan
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Pilot Project

The pilot project implemented changes to the roadway that were recommended by the South Willamette Street Improvement
Plan. The goal of the pilot project was to gain acceptance for the permanent reconfiguration of the corridor by demonstrating
that the changes between the curbs do not significantly degrade motor vehicle travel or cause other unintended consequences.

Corridor Lane Reconfiguration
Prior to the pilot project, South Willamette Street was
comprised of two travel lanes in each direction between 24th
Avenue and near 28th Avenue, with no left-turn lanes or bike
lanes. The roadway widened to 5 lanes near 29th Avenue before
narrowing to 3 lanes to the south.
The pilot project reconfigured the existing paved area into one
northbound and one southbound vehicle lane with a center
two-way turning lane and a curbside bicycle lane in each
direction.
Near the intersection of 29th Avenue, one northbound motor
vehicle lane was replaced by bike lanes, while both southbound
vehicle lanes were maintained to support PM peak direction
travel. A traffic signal was constructed at the Woodfield Station
driveway north of 29th Avenue and the signal timing at the
29th Avenue intersection was updated to improve access and
traffic flow.
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Signal Improvements near 29th Avenue
As part of the pilot project, traffic signal timing at 29th Avenue
was updated and a portion of the roadway north of the
Woodfield Station driveway was widened to extend available
vehicle queuing capacity for southbound travelers. A new traffic
signal was also constructed at the intersection with Woodfield
Station to improve safety for people crossing Willamette
Street between bus stops, traffic circulation, and access to this
shopping plaza. Nearby driveways were consolidated or closed
to reduce turning conflicts near the new traffic signal.

BEFORE
the pilot project

AFTER
the pilot project

Stop
Control at
Woodfield
Station
2 NB Lanes
2 SB Lanes
Existing
Center Turn
Lane
Existing
Signal

New Signal
at Woodfield
Station
New Center
Turn Lane
1 NB Lane
2 SB Lanes

Signal
Timing
Updated

Roadway Performance Evaluation
This study evaluates the results of the pilot project by comparing motor vehicle and safety performance data from before and
after implementation. The pilot project’s impacts on motor vehicles were evaluated in terms of traffic volumes, travel time, vehicle
speeds, intersection operations, travel patterns and safety. Related impacts on active transportation modes and economic health
are addressed in separate evaluations on the following pages.
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Roadway Performance Measures Explained
Traffic Volume

Intersection Operations

Traffic volume counts reflect the level of motor vehicle use at
a given location. Counts may be collected during peak periods
or for daily (24-hour) demand. Counts may also be collected
on roadway segments (directional volume) or at intersections
(as turn movements). Traffic counts generally vary by some
amount from day to day.

The two primary measures used to evaluate intersection traffic
operations are average delay and volume-to-capacity ratio.
These measures account for motor vehicle delay only but it
is important to note that intersection operations must also
provide access for people who walk or use bicycles.

Travel Time
How long does it take to drive through a given distance? Travel
times are measured in seconds or minutes. Shorter travel times
are generally more desirable. Consistency or reliability of travel
time on a given roadway segment is also important.

Traffic Speed

Average Delay: The average waiting time experienced
by drivers at an intersection. The delay results from the
intersection control such as a traffic signal or stop sign and
depends on the volume of through traffic and turn movements
at the intersection.
Delay is typically measured in number of seconds. The delay
can also be reported as Level of Service (LOS). LOS is a “report
card” rating (A through F) based on average delay thresholds.

Vehicle speed data is analyzed to determine compliance with
posted speed limits. This is a key determinant for roadway
safety. Excessive speeds result in hazardous conditions and
higher probability of serious injury. Very low speeds can
indicate congestion or poorly performing intersections.

Volume-to-capacity (V/C) ratio: A decimal representation
(between 0.00 and 1.00) of the proportion of capacity that
is being used at the study intersection. A lower ratio indicates
smooth operations and minimal delays. As the ratio approaches
1.00, congestion increases and performance is degraded.

Speed data was evaluated by average speed as well as
percentage of people that exceed the posted speed limit. The
90th percentile speed was also analyzed - this reflects the speed
that the fastest 10 percent of vehicles exceed. This measure
is important because the highest speed vehicles may be more
likely to contribute to severe injuries. The posted speed limit
on South Willamette Street is 25 mph.

Travel Patterns
One way to evaluate performance is examining user choices. If
a roadway becomes less desirable due to increased travel times
or decreased reliability, travelers may opt to use competing
travel routes or other modes. Evaluating volumes on parallel
routes may provide an indirect indication of satisfaction with
the study corridor by indicating potential for traffic diversion.

Safety
Crash data, particularly for serious (injury) crashes and
fatalities, is tracked by local police departments and ODOT.
This data is used to evaluate roadway safety and to identify
appropriate safety strategies to reduce crashes.

THE LIMITATIONS OF DATA
It is important to recognize that the fidelity of the analysis is limited by available data. In some cases the data was collected
on a single day or on a few select days (e.g., traffic volume data). In other cases the data is limited by sample size (e.g., crash
history). Despite the limitations, available data are generally considered to be representative of trends in typical weekday
travel conditions, except where noted otherwise.
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Analysis & Findings

The following sections describe the outcomes of the pilot project in terms of each of the identified performance measures. In
general, evaluation of these measures demonstrated that the pilot project did not cause significant or unexpected degradation of
motor vehicle performance on the South Willamette Street corridor. Data and analysis summaries for each measure are included
in the Technical Appendix.

Summary of Roadway Performance Measures
Performance
Measure

Volume

Measure

Corridor

Before

After

Change

Percent
Change

Average Daily
Traffic (vehicles)

South Willamette Street

14,126

14,768

642

5%

PM Peak Period
(vehicles)

Woodfield Station driveway

433

541

108

25%

26

22

-4

-14%

33

29

-4

-13%

49%

29%

-20%

-40%

South Willamette Street
(Northbound)

163

169

6

4%

(Southbound)

171

169

-2

-1%

AM Peak
Hour

0.77

0.72

-0.05

-7%

PM Peak
Hour

0.85

0.81

-0.04

-5%

AM Peak
Hour

32

38

6

20%

PM Peak
Hour

55

44

-11

-20%

South Willamette Street

0.2

0.2

–

–

Average Speed
(mph)

Speed

(average over
all hours)

90th Percentile
Speed (mph)

South Willamette Street
(South of 27th Avenue)

Percent Exceeding
Speed Limit
(25 mph)

Travel Time

(average over
all hours)

Seconds

V/C Ratio

Intersection
Operations
Delay (sec)

Safety

Crashes/Month

South
Willamette
Street / 29th
Avenue

South
Willamette
Street / 29th
Avenue
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Traffic Volume

Did the pilot project deter traffic from using the corridor or Woodfield Station?

There was no significant
diversion of traffic away from
South Willamette Street.
Daily vehicle traffic volume was collected along South
Willamette Street, just south of 27th Avenue. The data was
collected on various dates between 2013 and 2016, with results
showing variance from day to day. The counts indicate an
approximately 5 percent increase in average traffic volumes
after the pilot project was implemented. It does not appear
that the pilot project resulted in significant diversion away
from the South Willamette Street corridor.

Access at the Woodfield Station
shopping center improved.
Peak hour vehicle volumes were also collected at the 29th
Avenue and Woodfield Station driveway intersections. While
total intersection volumes remained consistent (within 5
percent), some turn movements indicate more significant
changes. Traffic volume on the Woodfield Station driveway
increased by 35 percent during the AM peak hour and 25
percent during the PM peak hour. This indicates that traffic
circulation changed as a result of the pilot project.

BEFORE AFTER
the pilot project the pilot project
+5%

average traffic volumes

May Nov. March Feb
2013 2014 2015 2016

July Aug.
2016 2016

Aug. Sept.
2016 2016

16000
14000
12000
10000
8000
6000
4000
2000
0

+35% am
+25% pm

overall traffic volumes

After the roadway conversion and the addition of the signal
at the Woodfield Station driveway, eastbound left volumes
exiting the driveway increased by 20 percent in the AM peak
hour and 57 percent in the PM peak hour. A corresponding
11 percent decrease in eastbound left turns from 29th Avenue
occurred in the PM peak, indicating that improved access at
the Woodfield Station driveway may have contributed to
better traffic circulation in the area.
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Travel Time

Did the pilot project increase the time needed to drive along the corridor?

The project did not significantly
impact travel times along the
corridor during most hours of the
day.
Travel time data along South Willamette Street was collected
using Bluetooth detectors installed for the pilot project. Travel
time was measured between 24th Avenue and 32nd Avenue and
analyzed for both northbound and southbound trips. Travel
times reflect averages over six-month periods before and after
the pilot project. On average, the project did not significantly
impact travel times. The changes in average travel time were
less than 10 seconds in either direction.

AFTER
the pilot project
Northbound

Southbound

+6
-2

sec.
change in average delay

sec.
change in average delay

Travel times for northbound
travel increased by 20 to 30
seconds during the AM peak.
Travel times changes varied depending on time of day and
direction of travel. During peak periods, most changes
were generally smaller than 15 seconds on average. The
most significant change was an increase of 23 seconds in
the northbound direction during the AM peak period. This
14 percent increase reflects the reduction in number of
northbound motor vehicle lanes near 29th Avenue combined
with peak northbound traffic demand. The changes in travel
time were generally less than the expected 30 second increase
in each direction identified in the South Willamette Street
Improvement Plan.

AFTER
the pilot project
AM Peak
12-1PM
PM Peak

average change in
seconds of delay
North
bound

South
bound

+23
-3
+8 +14

-6 -10
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Traffic Speed

Intersection Operations

Average speeds decreased by
10-15%. Vehicles exceeding the
speed limit decreased by 40%.

The project did not significantly
impact operations at the 29th
Avenue intersection.

Did the pilot project reduce speeding along the
corridor?

Speed data was collected for vehicles traveling along South
Willamette Street, just south of 27th Avenue. This data was
collected in November 2014, before the pilot project and again
in September 2016 after the pilot project.
Both the average vehicle speed and the speed exceeded by the
top 10 percent of vehicles decreased after the pilot project by
about 13 percent. The percentage of vehicles exceeding the
posted speed limit of 25 mph dropped from 49 percent to 29
percent after the project.
The data reflect an approximately 40 percent reduction in the
incidences of speeding at this location. Reducing vehicle speeds
was an expected outcome from the roadway conversion as
passing opportunities for speeding vehicles were reduced by
the lane reconfiguration.

AFTER
the pilot project

BEFORE
the pilot project

25.8
33.2
mph

mph

average
speed

10% of
vehicles
exceed

22.3
28.9
mph

mph

Did the pilot project increase the time needed to
move through the 29th Avenue intersection?

AFTER
the pilot project
AM Peak
Hour

PM Peak
Hour

+2 +10
-4 -17

to
sec.
change in delay, on average

to
sec.
change in delay, on average

Intersection traffic operations were evaluated at the 29th
Avenue and the Woodfield Station driveway intersections
based on traffic counts collected before and after pilot project
implementation. The counts were collected during AM and PM
peak periods on two dates before the project and three dates
after. Performance measures including volume to capacity
ratios, level of service and average delay for each date are
presented in the Technical Appendix.
A traffic signal was constructed at the Woodfield Station
driveway intersection as part of the pilot project. The
intersection operates with relatively minimal delay (less than 12
seconds vehicle delay on average) during peak periods. Before
the traffic signal was installed vehicles turning left from the
driveway could experience averages of 30-40 seconds of delay.
At the 29th Avenue intersection, average vehicle delay
decreased slightly during the PM peak but increased slightly
during the AM peak. On average, the pilot project resulted
in PM peak hour drivers experiencing approximately 11 fewer
seconds of delay. In contrast, AM peak hour drivers experienced
approximately 6 additional seconds of delay on average.
These changes reflect updated signal timing at the 29th
Avenue intersection, as well as the expansion of available
storage capacity in the southbound direction near the
Woodfield Station driveway. Time savings during the PM peak
hour correspond to when southbound traffic is heavier. During
the AM peak, when northbound traffic is heavier, the effect of
having one fewer northbound through lanes contributes to
increased delay.
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Travel Patterns

Safety

Significant shifts in travel
patterns or route choice are not
reflected in the data.

Preliminary data indicate no
increase in crash rate and the
potential for reduced crash
severity.

Did the pilot project cause shifts in traffic from
the corridor to other roads?

Did the pilot project impact safety along the
corridor?

Average daily traffic volumes were collected on parallel streets
that could be used as alternative routes. Counts were taken
in the spring (April/May) and fall (October/November) both
before and after the conversion. Vehicle volumes are presented
in the chart below.

Corridor crash data covering 2012 through 2017 was analyzed
to measure the impact the project had on safety along South
Willamette Street. The data, provided by the City of Eugene
Police Department, indicated that there were 6 on-street
crashes in the Corridor in the 30 months before the pilot project
and 3 crashes in 14 months after. This indicates no significant
change in crash frequency on the corridor (approximately 1
crash was reported every 5 months on average).

While available data indicated that volumes on South Willamette
Street increased slightly (5 percent) after the project, volumes
on nearby parallel routes showed more variation depending
on the date. Relative to counts taken before the pilot projects,
counts collected in October of 2016 generally showed a
decrease while counts collected in April of 2017 generally
showed an increase. In aggregate the traffic counts on parallel
roadways showed an increase of about 10 percent.

There were no serious injuries after the pilot project was
implemented and only 1 of the 3 crashes (33 percent) resulted
in a potential injury. The other crashes were property damage
only (PDO). Prior to the project, 4 of 6 crashes (67 percent)
resulted in potential injuries. This offers some limited indication
that injury-causing crashes may be less likely with the roadway
conversion in place. Fewer injuries would be consistent with
expectations for lower vehicle speeds.

Although the available traffic data do not illustrate a clear
trend for changes in traffic patterns, the relatively small shifts
in motor vehicle volumes and relatively small changes in travel
time reported previously indicate that significant shifts in
travel patterns or route choice are not likely to have occurred
because of the pilot project. It is possible that traffic volumes
on parallel routes are growing faster than volumes on South
Willamette Street. Alternatively, the available counts may
reflect higher variance or unusual traffic volumes collected
those days.

While analysis of the initial crash data does not offer definitive
evidence of changes to corridor safety, it is important to note
that the data sample size is limited. The long-run expectation
remains that corridor safety will be improved as a result of
the roadway conversion and that lower vehicle speeds will
contribute to fewer injuring crashes on the corridor.

Daily Vehicle Volume Counts on Neighboring Streets
16000
14000

BEFORE
the pilot project

10000

AFTER
the pilot project

8000
6000
4000

Volume (veh)

12000

Lincoln Street

South of 27th Ave.

Jefferson Street

South of 27th Ave.

29th Avenue
(east)

East of Mill St.

Amazon Parkway
South of 27th Ave.

Hilyard Street

South of 27th Ave.

4/26/2017

10/10/2016

4/29/2015

4/26/2017

10/10/2016

4/29/2015

11/4/2014

4/26/2017

10/10/2016

4/29/2015

11/4/2014

4/26/2017

10/10/2016

4/29/2015

4/26/2017

10/10/2016

4/29/2015

11/4/2014

4/26/2017

10/10/2016

4/29/2015

11/4/2014

2000
0

29th Avenue
(west)

East of Charnelton St.
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Summary
The South Willamette Street Improvement Plan describes improvements to South
Willamette Street, including options for people to safely walk, bike, take the bus,
or drive in an eight-block study area of Willamette Street from 24th Avenue to
32nd Avenue. The City evaluated several alternative roadway configurations
(South Willamette Street Improvement Plan)1 to serve this purpose. From this
evaluation, the City concluded the best configuration would include two oneway lanes, one two-way, left-turn lane, and two one-way bike lanes (called “3automotive lanes”). Some businesses along South Willamette, however,
expressed concern that the proposed configuration would harm their customer
base and thereby their revenues and profits.
The City hired ECONorthwest to evaluate how the proposed South Willamette
reconfiguration might affect businesses and property owners along South
Willamette. The most important aspects of research design were oriented around
collecting high frequency and high-resolution business receipts (or monthly
gross revenues) for as many businesses in the corridor as feasible. In the end,
very low participation on the part of business establishments prevented any
meaningful comparisons between traffic conditions, business visitations, and
revenues. Approximately 88 businesses were asked to participate in the
Economic Impact Study. As of July 12, 2017, fewer than 10 business reported any
revenue, visitation or revenue percent change data for the 35-month project
period.
In light of the very limited business participation what follows is a set of
descriptive findings relating to 1) the economic impact survey, 2) the bike and
pedestrian count program, 3) transit boarding and alightings in the corridor, and
the intercept surveys conducted in 2015 and 2017.
1. Very limited business participation in the economic impact survey resulted in
there being no findings regarding business performance before and after the
corridor restriping.
2. The bike and pedestrian counts in the corridor were conducted for a week in
March and a week in May during both 2015 and 2017. Single day counts, as
compared with an average condition observed over many days, are expected
to have errors between 24% and 40%2. A comparison of means found no
statistically significant differences for bike and pedestrian counts between
2015 and 2017 (months of January through July) even when all locations in
the corridor are pooled.

Draft South Willamette Street Improvement Plan. October 2013. http://www.eugeneor.gov/index.aspx?NID=2055
1

2

NCHRP Report 797: Guidebook on Pedestrian and Bicycle Volume Data Collection

ECONorthwest
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3. Lane Transit District provided transit boardings and alightings for bus
service on both the east side (E/S) and west side (W/S) of Willamette St. in the
corridor study area between June 2014 and July 2017. This time period covers
the points in time when bike and pedestrian counts were performed as well
as spans the before and after corridor restriping. Weekday boardings and
alightings in the corridor (taking into account seasonality) were very similar
over the entire study period.
4. The customer intercept surveys designed by the CSC were implemented
between May and August 2015 and between April and June 2017. Each
survey round included 400 responses and was designed to capture responses
from pedestrians, bicyclists, bus patrons and drivers that had trip
destinations in the South Willamette Street corridor. Each round of surveys
asked questions about number of businesses visited, spending patterns,
perceptions of safety and traffic congestion and opinions about the restriping
project.


The shares of respondents that accessed the corridor by various different
transportation modes was similar in 2015 and 2017.



On average survey respondents indicated that they were spending just
over $36 per visit. A comparison of means found no statistically
significant differences for average spending per visit between 2015 and
2017.



Survey respondents were asked to rate their perceptions of how safe the
they felt using their chosen travel mode. Altogether, perceptions of safety
were improved in 2017 as compared with 2015. The differences are
statistically significant and are positive for all modes of travel and most
notable in the case of respondents traveling by bicycle.



Respondents were also asked about their perceptions of congestion in the
corridor. Altogether, perceptions of congestion were improved in 2017 as
compared with 2015. The differences are statistically significant and are
once again observed for respondents independent of mode of travel.



The 2015 and 2017 surveys also included questions asking respondents to
indicate their opinions regarding the restriping of the corridor. Support
for the corridor restriping plan increased substantially between the 2015
survey responses and the 2017 responses, and opposition declined.

1. Background
The South Willamette Street Improvement Plan describes improvements to South Willamette
Street, including options for people to safely walk, bike, take the bus, or drive in an eight-block
study area of Willamette Street from 24th Avenue to 32nd Avenue. The Plan developed a
complete street design plan for an active transportation corridor (providing for walking, biking,
transit access, motoring and business access).
The City evaluated several alternative roadway configurations (South Willamette Street
Improvement Plan)3 to serve this purpose. From this evaluation, the City concluded the best
configuration would include two one-way lanes, one two-way, left-turn lane, and two one-way
bike lanes (called “3-automotive lanes”). Some businesses along South Willamette, however,
have expressed concern that the proposed configuration would harm their customer base and
thereby their revenues and profits. The City hired ECONorthwest to evaluate how businesses
have fared following similar road-reconfiguration projects elsewhere and judge, to the extent
possible, how the proposed South Willamette reconfiguration might affect businesses and
property owners along South Willamette.
The 0.8 mile portion of South Willamette sees 16,500 average daily trips4 (ADT) by motor
vehicle with an average end-to-end travel time of 2.5 minutes. This portion of road has 5.2
collisions per million vehicle miles compared to the statewide average of 2.9 for urban minor
arterial streets. More than 15% of motor vehicles on this stretch travel more than 5 mph above
the 25 mph posted speed limit. Local traffic, those making a stop on this portion of Willamette,
accounts for 63% of the traffic. The other 37% are through travelers that make no stop on this
portion of Willamette. There are currently over 70 driveways over the 0.8 mile stretch.
The South Willamette Street Improvement Plan included a comparative analysis of the six
alternatives for South Willamette. These alternatives included







keeping the current 4-automotive lanes configuration;
4-automotive lanes with one of the center lanes dedicated to left-turns;
3-automotive lanes plus 2 bike lanes;
3 lanes with 2 buffered bike lanes;
3 lanes with wide sidewalks,
2-lanes with 2 bike lanes, medians, and roundabouts.

The South Willamette Street Improvement Plan recommends a redesign of South Willamette
Street that provides one northbound through lane, one southbound through lane, a center twoway center turn lane within the 42-foot curb-to-curb width (widening to four lanes at 29th
Avenue with an additional southbound through lane), adds bike lanes in each direction,
improves drainage system, improves sidewalk accessibility to meet ADA standards, improves
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Draft South Willamette Street Improvement Plan. October 2013. http://www.eugene-or.gov/index.aspx?NID=2055

As noted in the South Willamette Street Improvement Plan this traffic count is from 2010; post 2010 volumes have
been somewhat lower on average.
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sidewalk surface, widens narrower sidewalks in some locations to 9-feet wide within the
existing right-of-way, and adds a traffic signal at the Woodfield Station driveway on Willamette
Street.
Some business and property owners along South Willamette expressed concern that the
proposed configuration might compromise business access, thus decreasing the number of
customers, revenues, and profits. The City hired ECONorthwest to evaluate how businesses
have fared following similar road-reconfiguration projects elsewhere and to judge, to the extent
possible, how the proposed South Willamette reconfiguration might affect businesses and
property owners along South Willamette. That initial study resulted in a review of the
literature.
The literature about the broad effects of street reconfigurations is extensive. ECONorthwest’s
review of the professional literature focused on the studies most relevant to the question of the
effects of reconfigurations on nearby businesses. While the empirical evidence of the effects of
street reconfigurations on traffic and safety have been systematically documented, relatively
few studies documented the economic effects of road reconfigurations on nearby businesses.
These studies are largely inconclusive regarding business impacts. In cases where evidence
exists the results were mixed, generally with modest positive or no discernable effects on
nearby businesses.
In May 2014, the Eugene City Council voted to conduct a test of restriping South Willamette
Street from four lanes of automotive traffic to two through lanes of automotive traffic, a center
turn lane, and outside bike lanes.
The purpose of the test was to understand the impacts on automotive traffic on South
Willamette, including economic impacts on businesses. While the test measured changes in
bicycle and pedestrian traffic, the changes to South Willamette Street that support increases to
bicycle and pedestrian traffic (new sidewalks and improvements to bicycle lanes) were not in
place during the test.
As part of the test, the city was also interested in the economic impacts of the modifications on
businesses in the corridor, as well as perceptions of individuals that use the corridor.

2. Methods
In late May/early June 2016 the City of Eugene restriped South Willamette Street from four
lanes of automotive traffic to two through lanes of automotive traffic, a center turn lane, and
outside bike lanes. It contracted with the Community Service Center (CSC) and ECONorthwest
to understand the economic impacts of modifications on businesses in the corridor, perceptions
of individuals that use the corridor, and the mode split of people using the corridor before and
after the restriping.
Isolating impacts of policy in a real world setting presents specific challenges, and many
experiments remain hypothetical because there is no legally, politically, or economically feasible
experiment. Regression discontinuity methods can be used to estimate how a policy change
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affects outcomes in the absence of a randomized controlled trial. Methods that identify
treatment effects in the absence of an experiment are known as quasi-experimental methods.
A primary approach to understanding effects from the lane restriping would be in the form of
impact analysis. Impact analysis involves the development and execution of impact regression
models with measures of business performance as left-hand side variables. Traffic volumes and
other measures of corridor performance would be employed as explanatory factors influencing
business performance. This approach is the most direct means of estimating impacts from the
lane restriping, but other econometric techniques could be employed as well to explore the data
relationships.
As is described below, data limitations prevent the estimation of impact models in the case of
the restriping of South Willamette Street. Specifically, there were an insufficient number of
business that successfully participated in the Economic Impact Survey. Without information
about business performance the impact models are impossible to estimate. Other data
limitations limit the usefulness of bike and pedestrian counts in the corridor. In the end the
most useful data regarding the “performance” of the corridor restriping experiment comes from
the customer intercept surveys.

Economic Impact Survey
Approximately 88 businesses were asked to participate in the Economic Impact Study. As of
July 12, 2017, fewer than 10 business reported any revenue, visitation or revenue percent change
data for the 35-month project period.
History of Business Contact and Response
November 2014 – CPW compiled a list of emails of all the businesses on the corridor.




110 businesses exist within 2 blocks or are adjacent to South Willamette Street
88 businesses have a storefront adjacent (i.e. front) to South Willamette Street from 24th
Avenue to just south of 29th Avenue, including Woodfield Station
58 of these (fronting) businesses focus more on “drop-in” customers, i.e. restaurants,
grocery stores, bakeries or personal care. As such their monthly revenue is more likely to
be affected

November 20 – 24, 2014 We used a multi-faceted approach for outreach, insuring each business
was contacted at least twice and asked to participate. Initially, CSC sent a blanket email to the
majority of the businesses in the corridor, describing the details of the study and including a
link to sign up electronically. For those businesses we did not have email addresses for, a paper
flyer was distributed to their location. This was the first step of outreach. In the second step we
called each business in the study area. After introducing ourselves, we asked if they received
the email or flyer, if they had any questions, and if they would like to participate. In summary:



70 businesses were sent an initial, and follow up, email
Flyers were dropped off at the remaining 18 businesses
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88 businesses received a follow up call to the email or flyer

Response as of December 8, 2014 Out of 88 businesses that front S. Willamette Street:




22 businesses have agreed to submit financial information
10 businesses have declined to participate, and 4 have forwarded the request to their
corporate office
50 businesses did not respond

3/18/15: CPW sent the first email to businesses asking them to provide the financial data for the
first survey round for the Economic Impact Study.
4/16/15 – 5/15/16: Each business was called and asked about the status of the survey.
5/15/15: Follow-up email was sent to all businesses reminding them of the round one survey.
Beginning of July 2015: Follow-up via email was sent to targeted businesses. Round one closes.
10/27/15: City of Eugene mailed a letter to all businesses along South Willamette urging them to
participate in the study.
11/3/15: Email was sent to all businesses along South Willamette for round two of the survey
asking them to input economic data.
6/1/16: Email was sent to all businesses along South Willamette for round three of the survey.
November 2016: Email was sent to all businesses for economic survey.
Late June 2017: A survey was sent to all businesses who have never responded, personalized
emails were sent to businesses who had previously participated in the survey.

Bike/Pedestrian Counts
Bicycle and pedestrian counts were conducted at two different times during spring of 2015: one
week in March and one week in May (we were not able to get all the needed data in May, so we
did a few counts in August) and at two different times during spring of 2017. To count bicycles,
the CSC intern sits at one corner of the assigned intersection and records the number of people
on bicycles that pass through the intersection on a form provided by the CSC. The direction of
the cyclist is recorded on the form. For pedestrian counts, the CSC intern records the number of
pedestrians that pass through their general view at an assigned location and records the
information on a form provided by the CSC.
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Key information
Where?

The intersections of Willamette and 24th, 26th, 27th, 29th, and the traffic signal at
Woodfield Station for bicycle counts. The intersections of Willamette and 24 th
and the traffic signal at Woodfield Station for pedestrian counts.

When?

Tuesday, Wednesday, and Saturday. Two shifts per day: 7-9 am, 4-6 pm
weekdays; and 10 am–noon and 3-5 pm on Saturday

2015 Counts

March 3-7: Tuesday, Wednesday, and Saturday, Two shifts: 7-9 am, 4-6 pm on
the weekday, 10 am–noon and 3-5 pm on Saturday.
May 19 - 23: Tuesday, Wednesday, and Saturday, Two shifts: 7-9 am, 4-6 pm on
the weekday, 10 am–noon and 3-5 PM on Saturday.
Wednesday, August 5th, 7-9 am, Saturday, August 8th, 3-5 pm, Saturday,
August 15th pm (we did these because we had a few holes in the May data)

2017 Counts

March 13 – 19: Tuesday, Wednesday, and Saturday, Two shifts: 7-9 am, 4-6 pm
on the weekday, 10 am–noon and 3-5 pm on Saturday.
May 8-14: Tuesday, Wednesday, and Saturday, Two shifts: 7-9 am, 4-6 pm on
the weekday, 10 am–noon and 3-5 pm on Saturday.

Transit Riders
The City of Eugene worked with Lane Transit District to collect the needed Transit Riders data.
CSC was not be involved in this process.
Key information
Where?

Data collected for nine stops total; those between 24 th and 29th on both sides of
Willamette.

When?

Boardings and alightings were collected and then averaged to obtain a daily
ridership level. Data covers the same weeks bicycle and pedestrian counts are
done so that we have a “point in time” measurement to correspond with the
same timeframe for other users. The number of transit riders will not exactly
correlate to the number of pedestrians using the corridor, but can help further
understand pedestrian behavior.

2015 & 2017 Counts

2015 – week of March 3, and May 20-30
2017 – March 13 – 19, May 8-14
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Intercept Surveys
Student consultants at the CSC targeted pedestrians, cyclists, drivers, and public transportation
users to participate in anonymous intercept surveys from May – August 2015 and from April to
June 2017. The CSC team attempted to intercept users of the corridor during peak hours of use
along the corridor, either around lunch or later in the evening for a nightly commute.
Initially, the CSC team hoped to collect information from an equal number of cyclists,
pedestrians, drivers, and public transportation users, however this proved difficult when trying
to keep the integrity of the data in mind. Instead, the team collected a sample that is more
representative of the demographic currently using South Willamette that was produced by
randomly selecting users to participate in the survey regardless of transportation mode.
Key Information
Where?

Woodfield Station: We collected surveys on the public sidewalks in
Woodfield Station.
Willamette Square: We walked along the plaza and asked for surveys at the
bicycle racks.
Capella Market: We stood outside of Capella Market after getting approval
from the manager.
*You may also ask people at bike racks and bus stops along the street, as well
as pedestrians walking to or from a business. We asked Arriving by Bike if we
could be there for two-hour slots and were granted permission to do so.

When?

We let the student consultants collect surveys at different times on different
days. They did not follow a strict schedule, rather they had to fill a specific
quota per month.

2015 Surveys

We collected 400 surveys from May to August 2015. (107 bicyclists, 69
pedestrians, 185 drivers, 30 bus riders, and 9 other)

2017 Surveys

We collected 400 surveys during April, May and June 2017. (87 bicyclists, 106
pedestrians, 146 drivers, 36 bus riders, and 1 other)
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3. Findings
The corridor restriping was intended as a test that would provide additional information about
the likely effects of a permanent road redesign. A test affords a unique opportunity to gather
data regarding a number of performance characteristics of the corridor before and after the
restriping. One issue of particular interest to businesses, city planners, and other stakeholders is
the potential influence that the road redesign could have on both traffic within the corridor and
visitors and sales at local business establishments. The research design included methods for
collecting data about both business performance and traffic conditions such that relationships
between these phenomena can be better understood.
The general analytic approach is one that attempted to correlate data about traffic volumes in
the corridor with a variety of measures of local business visitation and performance both before
and after lane restriping. The primary design parameters involved a number of inter-related
issues including the periodicity and duration of data collection. The most important aspects of
research design were oriented around collecting high frequency and high-resolution business
receipts (or monthly gross revenues) for as many businesses in the corridor as feasible. In the
end, very low participation on the part of business establishments prevented any meaningful
comparisons between traffic conditions, business visitations, and revenues.
What follows is a set of descriptive findings relating to 1) the economic impact survey, 2) the
bike and pedestrian count program, 3) transit boarding and alightings in the corridor, and the
intercept surveys conducted in 2015 and 2017.

Economic Impact Survey
Very limited business participation in the economic impact survey results in there being no
findings regarding business performance before and after the corridor restriping. We report no
descriptive statistics regarding business economic performance since the sample size is
insufficient to yield any reliable results. No impact regressions can be estimated without the
business performance data that would be the dependent variable in such an analysis.

Bike/Pedestrian Counts
The bike and pedestrian counts in the corridor were conducted for a week in March and a week
in May during both 2015 and 2017, count days were Tuesday, Wednesday and Saturday during
both the morning and afternoon (Table 1 through Table 4). As a result, for any given count
location, there are just a hand full of count observations. Single day counts, as compared with
an average condition observed over many days, are expected to have errors between 24% and
40%5. The potential measurement error associated with a limited number of counts is larger
than the differences observed between the before (2015) and after (2017) periods of the corridor
restriping experiment.

5

NCHRP Report 797: Guidebook on Pedestrian and Bicycle Volume Data Collection
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A comparison of means found no statistically significant6 differences for bike and pedestrian
counts between 2015 and 2017 (months of March through August) even when all locations in
the corridor are pooled.
Table 1: 2015 Bike Counts
Tuesday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
112
143
30
39
49
95
138
145
31
50

Wednesday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
127
156
43
57
48
67
133
164
27
53

Saturday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
96
92
12
68
68
58
131
88
25
49

Source: Community Service Center and ECONorthwest

6

Comparison of means test fails to reject the null hypothesis of no difference in means at the 95% confidence level.

ECONorthwest

8

Table 2: 2015 Pedestrian Counts
Tuesday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
91
73
147
87

Wednesday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
74
75
91
61

Saturday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
87
96
137
118

Source: Community Service Center and ECONorthwest

Table 3: 2017 Bike Counts
Tuesday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
89
176
75
72
71
92
52
104
104
148

Wednesday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
94
132
35
84
52
91
37
52
65
192

Saturday

24th
26th
27th
29th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
49
53
41
22
29
40
34
18
41
24

Source: Community Service Center and ECONorthwest
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Table 4: 2017 Pedestrian Counts
Tuesday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
40
78
133
106

Wednesday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
59
79
163
152

Saturday

26th
Woodfield

March
May/August
Morning and Afternoon Morning and Afternoon
72
79
73
191

Source: Community Service Center and ECONorthwest

Transit Ridership
Lane Transit District provided transit boardings and alightings for bus service on both the east
side (E/S) and west side (W/S) of Willamette St. in the corridor study area between June 2014
and July 2017. This time period covers the points in time when bike and pedestrian counts were
performed (March and May 2015 and 2017) as well as spans the before and after corridor
restriping (Figure 1 and Figure 2).
Figure 1: Average Weekday Boardings

Source: Lane Transit District and ECONorthwest
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Figure 2: Average Weekday Alightings

Source: Lane Transit District and ECONorthwest

A comparison of means found no statistically significant7 differences for boardings and
alightings between 2015 and 2017 (months of January through July)8. Weekday boardings and
alightings in the corridor (taking into account seasonality) were very similar over the entire
study period.

Intercept Surveys
The customer intercept surveys designed by the CSC were implemented between May and
August 2015 and between April and June 2017. Each survey round included 400 responses and
was designed to capture responses from pedestrians, bicyclists, bus patrons and drivers that
had trip destinations in the South Willamette Street corridor. Each round of surveys asked
questions about number of businesses visited, spending patterns, perceptions of safety and
traffic congestion, and opinions about the restriping project.
Figure 3 displays the percent of visitors by mode of travel in 2015 and 2017. Figure 4 and Figure
5 show the average number of reported visits per week and the average number of reported
businesses patronized per visit for 2015 and 2017.

7

Comparison of means test fails to reject the null hypothesis of no difference in means at the 95% confidence level.

These months were selected for the comparison of means test in order to eliminate holiday and summer travel in the
before and after striping periods.
8
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Figure 3: Survey Responses with Destinations in the Corridor

Source: Community Service Center and ECONorthwest

Figure 4: Reported Frequency of Corridor Visitation
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Source: Community Service Center and ECONorthwest

Figure 5: Reported Number of Businesses Patronized
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Source: Community Service Center and ECONorthwest

ECONorthwest

12

Survey respondents were also asked how much they were spending in total for the visit to the
corridor on the day of the survey. On average survey respondents indicated that they were
spending just over $36. The distribution of spending in 2015 and 2017 is displayed in Figure 6
below. And average spending per trip by mode is displayed in Figure 7. A comparison of
means found no statistically significant9 differences for average spending per visit between 2015
and 2017.
Figure 6: Frequency of Amount of Spending Reported in 2015 and 2017.
140
120
100
80
60
40
20
0

2015

2017

Source: Community Service Center and ECONorthwest

9

Comparison of means test fails to reject the null hypothesis of no difference in means at the 95% confidence level.
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Figure 7: Average Reported Spending Per Visit by Mode of Travel
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Source: Community Service Center and ECONorthwest

Survey respondents were asked to rate their perceptions of how safe the they felt using their
chosen travel mode on a scale of 1-5 (5 being the safer). Average responses by mode of travel
from before restriping (2015) and after restriping (2017) are displayed in Figure 8 below.
Figure 8: Average Reported Perceptions of Safety by Mode

Source: Community Service Center and ECONorthwest

Altogether, perceptions of safety were improved in 2017 (mean score of 4.3) as compared with
2015 (mean score of 3.8). The differences are statistically significant10 and are positive for all
modes of travel and most notable in the case of respondents traveling by bicycle.
Respondents were also asked about their perceptions of congestion in the corridor. Responses
were on a scale of 1-3 (1 = low, 2 = medium, 3 = high). Average responses by mode of travel
from before restriping (2015) and after restriping (2017) are displayed in Figure 9 below.

10

Comparison of means test fails to reject the null hypothesis of no difference in means at the 95% confidence level.
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Figure 9: Average Reported Perceptions of Congestion by Mode
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Source: Community Service Center and ECONorthwest

Altogether, perceptions of congestion were improved (lower scores) in 2017 (mean score of 1.6)
as compared with 2015 (mean score of 1.8). The differences are statistically significant11 and are
once again observed for respondents independent of mode of travel.
The 2015 and 2017 surveys also included questions asking respondents to indicate their
opinions regarding the restriping of the corridor. The two surveys asked questions with slightly
different wording. In 2015, the question related to support for the restriping plan, while in 2017
the question related to whether they thought the corridor should retain the new operational
design or be returned to its original operating conditions after the restriping experiment was
concluded. In each case, the respondents could indicate support for the plan, opposition to the
plan, or neutrality. Respondents could also indicate that they did not know if they supported or
opposed the plan. In the cases where respondents indicated they “did not know” they were
presented with corridor design schematics (see Figure 10 below) both with (A) and without (B)
the restriping.

11

Comparison of means test fails to reject the null hypothesis of no difference in means at the 95% confidence level.
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Figure 10: Corridor Design Schematic

Source: South Willamette Street Improvement Plan; OTAK

Respondents who indicated approval of the restriping schematic were combined with the
respondents that indicated support for the restriping plan, and those that opposed the design
were combined with those that indicated opposition to the plan. Support, opposition, and
neutrality to the plan is displayed in Figure 11 below from both the 2015 and 2017 survey.
Figure 11: Support and Opposition to the Restriping Program

Source: Community Service Center and ECONorthwest
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Support for the corridor restriping plan increased substantially between the 2015 survey
responses and the 2017 responses, and opposition declined. In the 2017 survey, respondents
were also asked to indicate their overall level of satisfaction with the corridor reconfiguration.
These responses are displayed in Figure 12 below.
Figure 12: Overall Satisfaction with the Corridor Reconfiguration (2017)

Source: Community Service Center and ECONorthwest

.
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