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Various options and cost comparisons should be analyzed. If appropriate, equivalent uniform annual cost
should be computed for the expected life of the proposed options.
Key Number

Project Number

TBD

TBD

Location

Seg. Codes: 2042 (MP 57.64 to 59.07), 2040 (MP 57.94 to 59.07), 2160 (MP 27.29 to 27.65)
Local Roadways: 7th Street South, Yale Street, 11th Avenue South, 7th Avenue South.

Description:
The City of Nampa has identified an alternative alignment for SH-45 after conducting a robust evaluation
and alternatives analyses process. Currently SH-45 ends/begins in downtown Nampa and connects to the
I-84 Business Route (I-84B) at 2nd Street South. A proposed new alignment would use an existing local
roadway corridor that already connects to SH-45 at 7th Street South and would connect directly to I-84 via
Northside Boulevard. This proposal has the potential to render I-84B from Garrity Boulevard to Northside
Boulevard obsolete, allowing ITD the opportunity to reduce lane miles on their system and giving the city
greater control over roadways in their primary urban renewal district (12th Avenue South, 11th Avenue
South, 2nd Street South and 3rd Street South).
The attached report documents the solutions considered by the City of Nampa, their impacts/costs, and a
recommendation for a realignment of SH-45.
No design has been completed for this project and no design exceptions are anticipated at this time.
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Proposed Design Exceptions
Describe and Justify All Design Exceptions:

None have been identified at this time. However some design exceptions may be identified during preliminary
design.

District Engineer Approval/Recommended

Date

Design Exception Committee Approval

Title

FHWA Approval (Required for NHS)

Design Exception No.

ITD 0758, Alternate Solutions and Costs (2-08)
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ITD 0758

Alternate Solutions and Costs
The City of Nampa and its urban renewal agency, the Nampa Development Corporation (NDC), have
investigated ways to improve traffic flow and decrease delay in their downtown. These investigations
are documented in the Downtown Traffic Alternatives Analysis (November 2010), and the One‐way
Traffic Analysis Technical Report (November 2012). This report (ITD 0758 Form) summarizes these
previous studies and identifies a preferred alternative for a realignment of State Highway 45 (SH‐45) in
Nampa, Idaho.
Background
The arterial network and intersections in and around downtown Nampa will need to be expanded and
improved as the city continues to grow. By 2035 many of the arterials will operate at LOS F as will almost
every key intersection in downtown Nampa. Thus capacity improvements (i.e. widening) are needed to
provide level of service (LOS) D. Each of the capacity improvements in downtown Nampa will require
additional ROW to construct, impacting adjacent properties, pedestrian facilities, and the potential for
continued economic development.
Possible Solutions
A traffic analysis that considered alternative routes between SH‐45 and Interstate 84 (I‐84) (Downtown
Traffic Alternatives Analysis) was conduct as part of the citywide transportation planning process. The
goal of the analysis was to identify options that would better accommodate increased travel demand in
downtown while also increasing redevelopment opportunities and reducing the amount of regional
traffic (e.g. truck traffic) through the area. Figure 1 depicts the area within which alternative routes were
considered. It includes the area south of I‐84, north of Amity Road/Lake Lowell Avenue, east of Canyon
Street, and west of Chicago Street. Alternatives that circumvent the heart of downtown Nampa
(approximately 7th Avenue South to 16th Avenue South and Front Street to 4th Street South) were
included in the analysis.
The current alignment of SH‐45 connects to I‐84 via an I‐84 Business Loop (I‐84B). I‐84B is owned and
operated by ITD and utilizes four principal arterials in the heart of downtown; 2nd Street South, 3rd Street
South, 12th Avenue South, and 11th Avenue South. Widening these roadways and their intersections to
meet future demand would require valuable right‐of‐way (ROW) that would better serve the economic
redevelopment goals of the city.
Additionally, truck traffic cannot be restricted on state highways. SH‐45 is a crucial facility for regional
mobility and agribusiness in southwestern Idaho. Thus truck traffic cannot be restricted in downtown
given its current alignment.
Possible solutions were discussed with the NDC Board at a workshop held in July 2009. Overall, the
results of the workshop provided a set of transportation‐related priorities for downtown Nampa.
Specifically the priorities are:
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Facilitate convenient parking
Make streets more pedestrian and bike
friendly



Connect to a regional high‐capacity
transit system
 Reduce non‐delivery truck traffic
 Reduce congestion
Most of these priorities can be achieved by developing an alternative route of SH‐45 to I‐84. Re‐routing
SH‐45 so that it does not utilize 2nd Street South, 3rd Street South, 12th Avenue South, and/or 11th Avenue
South in downtown Nampa would give the city and NDC greater control over design decisions. Thus, the
city could decide to make downtown more pedestrian/bike friendly, more convenient for parking, and
less inviting to truck traffic.
Initial Alternatives Considered
Twelve alternatives to the existing alignment of SH‐45 were developed with particular attention paid to
making downtown more accommodating to bicyclists and pedestrians. Alternatives were developed to
reduce future traffic volumes using one‐way traffic flows and limit roadway and intersection widening in
downtown. All twelve alternatives are presented in Figures 2 through 13 and include:


Alternative 1: Northside – 7th – 12th
This alternative connects Northside Boulevard to SH‐45 by improving Yale Street and 7th Street
South (Figure 2).



Alternative 2: Northside – 12th Direct
This alternative connects Northside Boulevard to SH‐45 via a new roadway (Figure 3).



Alternative 3: Garrity – 16th – 12th
This alternative connects Franklin Boulevard to SH‐45 by improving 16th Avenue from Garrity
Boulevard to East Roosevelt Avenue (Figure 4). Roosevelt would then be improved from SH‐45
to 16th Avenue South.



Alternative 4: New 7th Avenue Railroad Crossing
Regional traffic could be given several options to get between I‐84 and SH‐45 by connecting 7th
Avenue South to 7th Avenue North via a new railroad overpass (Figure 5).



Alternative 5: 11th – 12th
This alternative utilizes the existing state facilities (I‐84B and SH‐45) with an improved transition
between 11th Avenue North and 12th Avenue South (Figure 6).



Alternative 6: 11th – 12th – South of 7th Street
This alternative moves SH‐45 onto 11th Avenue South at 7th Street South instead of at the 2nd
Street South (Figure 7).
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Alternative 7: New One‐Way Couplet 11th – 16th
11th Avenue North and South would become a one‐way roadway carrying southbound traffic
while 16th Avenue North and South would become a one‐way roadway carrying northbound
traffic (Figure 8).



Alternative 8: New South Connection – 11th
This alternative shifts SH‐45 from 12th Avenue South onto a widened 11th Avenue South by
building a new roadway connection at 12th Avenue near Roosevelt Avenue (Figure 9).



Alternative 9: 11th – 12th One‐Way North of 7th Street South
This alternative utilizes the existing connection of Northside Boulevard and Garrity Boulevard (I‐
84B) to SH‐45 via Yale Street/7th Street South and 16th Avenue/7th Street South. However, to
encourage northbound traffic to use 7th Street South instead of 11th Avenue South and 12th
Avenue South, a one‐way couplet would be created using four blocks of 11th Avenue South and
12th Avenue South (Figure 10).



Alternative 10: New Railroad Crossing at 22nd Avenue
Regional traffic is directed to I‐84 via Garrity Boulevard (I‐84B) with a new railroad overpass
connecting 22nd Avenue South to 3rd Street North (Figure 11).



Alternative 11: Garrity – 16th – 7th – 12th
This alternative improves portions of the existing roadway network to make 16th Avenue more
attractive to traffic than 11th Avenue. Conceptual improvements include widening 16th Avenue
and 7th Street South and controlling access along the route to preserve favorable travel times
between I‐84 and SH‐45 (Figure 12).



Alternative 12: Midland – Greenhurst – Happy Valley
This alternative improves several miles of arterial roadway outside of the defined study area
using several arterials surrounding the current city limits. The overall concept is to create a “ring
road” that allows regional traffic to bypass the dense roadway grid of downtown while still
providing connectivity between SH‐45 and I‐84 (Figure 13).
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The 12 conceptual alternatives were evaluated using a criteria‐based screening process. Eleven criteria
were designed to qualitatively estimate each alternative’s impacts on regional traffic patterns,
downtown economic development, and the likelihood the project could be funded (amount of future
funding needed). The 11 criteria include:












Change in forecasted traffic volumes at HALs
Change in forecasted traffic volumes around Pivot Block (block where the “Library Square”
redevelopment project is being constructed)
Change in regional and heavy vehicle travel routes
Number of turns needed to access I‐84 (measure of how direct the route is)
Number of lanes needed in downtown Nampa to accommodate future traffic
Change in on‐street parking ability/availability
Amount of ROW estimated to build the alternative
Impacts to existing homes and businesses
Need for new structures (i.e. overpasses, bridges)
Change in centerline miles needed to connect SH‐45 to I‐84
Impacts to adjacent neighborhoods

For screening purposes, it was assumed that the roadways in each alternative would be principal
arterials with the same number of travel lanes, same posted speed, and same level of access control.
Some criteria required comparisons to the current alignment of I‐84B and SH‐45. In these cases, it was
assumed improvements would be made to the current alignment to accommodate future travel
demands.
Impacts were aggregated into three levels: HIGH, MEDIUM, and LOW. A HIGH level impact is one with a
negative effect on the criterion. A MEDIUM level impact is one with insignificant or neutral effect on the
criterion. A LOW impact is positive.
A two‐tiered scoring system was used to identify the alternative(s) with overall low impacts. The first
scoring tier identified alternatives with overall low impacts from those with overall medium and high
impacts. The second tier only evaluated those alternatives with a LOW tier one score. It compared an
alternative’s total number of LOW (positive) impacts to its total number of HIGH (negative) impacts.
More detailed information on the criteria used and the scoring of alternatives can be found in the
Downtown Traffic Alternatives Analysis (Nampa, 2010).
Table 1 summarizes the outcome of the initial screening process. Based on the tier one scoring
evaluation, seven alternatives were dismissed including:





Alternative 3
Alternative 4 (options N2‐S2 and N2‐S3
only)
Alternative 5
Alternative 6
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Alternative 7
Alternative 8
Alternative 11
Alternative 12
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TABLE 1: ALTERNATIVE SCREENING RESULTS (from Downtown Traffic Alternatives Analysis, Nampa 2010)
Criteria
A - Traffic
Criterion 1 Change
in forecast traffic
volumes HALs

Criterion 2 Regional
Traffic Route Use

B - Pedestrian and Bicycle
Criterion 3 Direct
Criterion 1 Change in
Routing from 12th
forecast traffic
Avenue South (SH-45) volumes around the
to I-84
Pivot Block

Criterion 2 Change in
number of through
lanes in the DCA

D - Cost

C - Parking
Criterion 1 Change in
downtown on-street
parking availability

Criterion 1 Required
right-of-way

Criterion 2 Impacts to
Criterion 3 Need for
homes and
new structures
businesses

E - Other

Criterion 1 Potential
change in ITD Route

Criterion 2
Neighborhood
Compatibility

Total Low

Total
Medium

Total High

A

7

2

2

5

B

7

4

0

7

C

7

4

0

7

A

6

1

4

2

B

6

2

3

3

5

4

2

na

N1-S1

6

1

4

2

N1-S2

6

1

4

2

N1-S3

6

1

4

2

N2-S1

5

1

5

na

N2-S2

5

2

4

na

N2-S3

6

1

4

2

A

2

5

4

na

B

2

3

6

na

A

2

5

4

na

B

2

3

6

na

A

4

5

2

na

B

3

4

4

na

4

2

5

na

A

6

3

2

4

B

6

3

2

4

A

6

1

4

2

B

6

1

4

2

Alternative 11 Garrity 16th
7th-12th

4

6

1

na

Alternative 12 Midland Greenhurst-Happy Valley

4

5

2

na

Alternative 13 Existing
System

1

9

1

na

Alternatives

Alternative 1 Northside 7th-12th

Option

Median
Score

2nd Tier
Score

Alternative 2 Northside 12th Direct

Alternative 3 Garrity -16thRoosevelt-12th

Alternative 4
New 7th
Ave. R.R. Crossing

Alternative 5
12th

11th -

Alternative 6
11th 12th
South of 7th St.

Alternative 7
One-way
Couplet 11th & 16th

Alternative 8
new
Connection 11th

Alternative 9
11th 12th One-way N. of 7th St.
S.

Alternative 10
New R.R.
Crossing at 22nd Ave.
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Five alternatives were advanced into the second tier scoring evaluation. They included:




Alternative 1
Alternative 2
Alternative 4 (all three N1 options and
the N2‐S3 option)




Alternative 9
Alternative 10

Of these five alternatives, Alternative 1 and Alternative 9 were considered to have more positive aspects
(i.e. more LOW scores) than negative aspects (i.e. HIGH scores). Alternative 2 did not perform as well in
the second scoring tier because of the high number of likely impacts to homes along the route.
Alternatives 4 and 10 would require construction of a new overpass impacting a significant number of
homes. Overpasses also increase project costs and thus decrease the likelihood of implementation given
transportation funding forecasts.
Evaluation of Advanced Alternatives
Both Alternative 1 (Northside Boulevard – 7th – 12th) and Alternative 9 (11th and 12th One‐Way North of
7th Street South) were refined and evaluated using the traffic operations software Synchro® and traffic
simulation software VISSIM®. Synchro® is used for analyzing intersection capacity and operations
characteristics based on Highway Capacity Manual methodologies. VISSIM® is a microscopic, behavior‐
based traffic simulation modeling platform developed to analyze urban traffic operations using several
variables such as lane configuration, traffic composition, traffic signal controls, and speed limits.
Alternative 1 assumes SH‐45 is realigned in 2035 by widening 7th Street South/Yale Street. Three
operational options for Alternative 1 were considered. They include:
 Option A: Cutting through the block on the southwest quadrant of the existing intersection of 7th
Street South and SH‐45. The block is currently occupied by an Albertson’s store.
 Option B: Using 11th Avenue South, 8th Street South, 12th Avenue South, and 7th Street South to
create a block‐a‐bout. The block‐a‐bout concept utilizes existing roadways to create more
capacity at one or more intersections by changing two‐way streets to one‐way streets.
 Option C: Improving the existing signalized intersection at 7th Street South and SH‐45 to
accommodate increased turning traffic volumes. This includes disconnecting 11th Avenue South
from 7th Street South.
Alternative 9 assumes 7th Street South, Yale Street, and 16th Avenue are widened in 2035 to
accommodate regional traffic. Two one‐way traffic options were considered for Alternative 9:
 Option A: 11th Avenue South is northbound only while 12th Avenue South is southbound only.
 Option B: 11th Avenue South is southbound only while 12th Avenue South is northbound only.
Synchro® was used to evaluate all the options associated with Alternatives 1 and 9. Measures of
effectiveness (MOEs) were selected to find the best performing alternative/option combinations. MOEs
included:

June 2014

19

ITD 0758




Needed number of approach lanes for LOS D given a 2035 design year.
Total delay (in seconds per vehicle) for intersections in a specific geography or category given a
2035 design year.
Average LOS in 2035 for all of the intersections in a given area.

Results of the MOE analysis were aggregated into specific geographies and/or categories. The
geographies/categories were:







The Study Area – includes intersections within the study area.
Downtown Core Area – includes those intersections in the area bound by Northside Boulevard,
16th Avenue South, 4th Street South, and Front Street. This area corresponds to the area included
in the Nampa Streetscape Plan.
HALs – Includes eight intersections within downtown Nampa with five or more recorded
collisions in a 12 month period.
Pivot Block (or Library Square) – Intersections adjacent to the block defined by 11th Avenue
South, 12th Avenue South, 2nd Street South, and 3rd Street South.
Key Intersections – These are intersections common to all the previous groups. They are 2nd
Street South at 11th Avenue South, 3rd Street South at 11th Avenue South, and 3rd Street South at
12th Avenue South.

Table 2 shows the results of the Synchro® evaluation for Alternatives 1 and 9. More detailed
information on the Synchro® analysis can be found in the Downtown Traffic Alternatives Analysis
(Nampa, 2010). Alternative 1A outperformed the other Alternative 1 options and produced the least
amount of delay at high accident intersections. Alternative 9B outperformed Alternative 9A in almost
every MOE category and/or geography. Therefore Alternatives 1A and 9B were simulated using
VISSIM®.
VISSIM® simulations provided estimates of future travel times and videos which allowed stakeholders to
see what the two alternatives could look like. Travel times for three key routes in each VISSIM® network
were measured. The key routes identified were:




SH‐45 at Roosevelt Avenue to/from Northside Boulevard,
SH‐45 at Roosevelt Avenue to/from Garrity Boulevard, and
SH‐45 at Roosevelt Avenue to/from 11th Avenue North/Franklin Boulevard.
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TABLE 2: RESULTS OF SYNCHRO ANALYSIS

Total Number of
Added Approach
Lanes*
Option A
Alternative
Option B
1
Option C
Alternative Option A
9
Option B
Total Peak Hour
Delay (sec/veh)*
Option A
Alternative
Option B
1
Option C
Alternative Option A
9
Option B
Average LOS*

Alternative
1

Option A
Option B
Option C

Study
Area

Downtown
Core Area

HALs

Pivot
Block**

Key
Intersections

28
24
28
31
24

7
7
6
9
4

12
8
11
14
9

3
6
5
6
2

3
6
5
6
2

660
700
640
810
640

240
330
260
250
220

270
340
300
410
260

140
220
190
180
150

110
180
170
180
120

D

D

D

D
D
D
D
D
D
Worse
Worse
Alternative Option A
than D
D
than D
9
Option B
D
D
D
*
Bold indicates the best performing alternative/option.
**
Now referred to as Library Square

Better
than D
Worse
than D
D

Worse than D
Worse than D

D
D

Worse than D
D

D

Table 3 presents the simulated travel times for Alternative 1A, 9B, and the 2035 baseline. It shows both
Alternative 1A and 9B are more efficient than the existing condition at moving traffic between SH‐45
and I‐84 (or Garrity Boulevard). Alternative 1A has a slightly shorter travel time between SH‐45 and
Northside Boulevard while Alternative 9B has slightly shorter travel times between SH‐45 and Garrity
Boulevard. Therefore, Alternative 1A provides the shortest travel time between SH‐45 and I‐84 without
using I‐84B.
Conceptual estimates of construction cost were developed for both Alternative 1A and 9B based on
2010 dollars. Alternative 9B was initially estimated to cost over $23 million due to the widening needed
on 7th Street South, Yale Street, and 16th Avenue between 7th Street South and Garrity Boulevard.
Alternative 1A was initially estimated to cost over $8 million not including the ROW needed where
Albertson’s grocery store is currently located. However neither of these estimates includes enough
detail regarding specific ROW needs or potential relocations to be accurate. Therefore they should only
be used for order of magnitude comparisons.
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TABLE 3: VISSIM® ANALYSIS RESULTS
Regional Route

SH-45 to Northside Blvd.
Northside Blvd. to SH-45
SH-45 to Garrity Blvd.
Garrity Blvd. to SH-45
12th Ave. South to 11th Ave. North
11th Ave. North to 12th Ave. South

Route
Distance
(mi)
1.35
1.83
1.32

Average Travel Time (min/veh)
Alternative
1A

Alternative
9B

2035
Baseline

4.0
4.3
5.9
5.7
4.1
4.5

4.7
4.3
5.7
5.6
4.0
4.1

7.4
9.1
8.7
6.9
4.8
5.8

Alternative 1A was identified as the preferred realignment alternative for SH‐45 in the Downtown Traffic
Alternatives Analysis because it performed the best in all the screening analyses and had the smallest
potential cost. The NDC accepted the recommendation in November of 2010 and the Nampa City
Council accepted the recommendation shortly thereafter.
In 2012 the city evaluated changes to their one‐way/two‐way roadway network in downtown as part of
the One‐way Traffic Analysis Technical Report (November 2012). Each one‐way scenario was evaluated
using current (2012) and future (2035) traffic forecasts that included the realignment of SH‐45
(Alternative 1A). One of the scenarios evaluated, a one‐way couplet using 11th Avenue South and 12th
Avenue South, was found to improve existing (2012, pre‐realignment) conditions. It also was found to
improve a realigned SH‐45 by improving signal timing and requiring smaller intersections in downtown
and along 7th Street South (i.e. fewer lanes). For these reasons it was recommended that a new one‐way
couplet accompany the realignment of SH‐45. On May 3, 2013 the Nampa City Council approved the
couplet for portions of 11th Avenue South and 12th Avenue South surrounding the Library Square
development project. It is anticipated the couplet will be extended to 7th Street South at some time
before 2035, prior to the construction of the SH‐45 realignment.
Roadway Widening Alternatives
Three primary widening alternatives were identified and evaluated for the conceptual realignment of
SH‐45 along 7th Street South/Yale Street:




Widen equally along the existing 7th Street/Yale Street centerline,
Widen to the west (or left) of centerline, and
Widen east (or right) of centerline.

Figures 14, 15, and 16 show the possible impacts associated with each of the widening alternatives using
the 100’ roadway section initially identified by the Downtown Traffic Alternatives Analysis for
Alternative 1A. It was determined, based on the 100’ section, widening the route equally along the
existing roadway would result in the least amount of impact to individual adjacent property owners and
the least number of potential relocation/demolitions. However widening along the existing centerline
will result in the greatest number of impacted parcels (i.e. less land needed from more owners). If
widening occurred primarily to one side or the other, more homes/businesses would require
relocation/demolition, making it more expensive to construct.
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To reduce ROW impacts associated with the realignment of SH‐45, the roadway section was reduced
from 100’ to 80’ by shrinking sidewalk width from 15’ on each side to 5’. Five‐foot sidewalks are more
consistent with those on Northside Boulevard. By doing this, impacts to adjacent property owners are
reduced. Figure 17 shows the estimated impacts associated with the realignment of SH‐45 assuming an
80’ roadway section (back of sidewalk to back of sidewalk) and equidistant widening. It also shows the
impacts associated with two curves proposed for the route and footprints for three full‐movement
intersections.
Frontage/backage roads were considered as part of the access management strategy for the SH‐45
realignment. They are not needed along 7th St. South due to the high degree of local roadway
connectivity in the area. However, a backage road will be needed on both sides of Yale St. to preserve
property access. A city‐owned alleyway currently parallels the east side of Yale St. which could be
converted to a backage road for the purposes of this project. Backage road needs on the west side of
Yale St. are dependent upon the right‐of‐way acquisition strategy and the level of access restriction for
the highway. Many of the existing properties on the west side of Yale St. have their primary access
located on the roadway. If buildings on these properties are allowed to remain, they will require
construction of new accesses located in the rear of the parcel. If the buildings are removed, new access
will be required for redevelopment to occur. A more detailed discussion on access is provided in Section
8.
Intersection Alternatives
Three full‐movement intersections are proposed for the new alignment of SH‐45; 7th Street South/11th
Avenue South, 7th Street South/7th Avenue South, and Yale Street 3rd Street South. Improvements to
these intersections are needed to allow for the larger turning radii of the preferred design vehicle (WB‐
67) and include the turn lanes needed to provide LOS D (or better) in 2035. The 7th Street South/7th
Avenue South intersection is currently a 4‐way STOP controlled intersection.
At each of these locations, two types of designs were considered; roundabouts and signals. Synchro®
and Highway Capacity Software (HCS) were used to evaluate both signalized intersections and
roundabouts along the corridor. A memo documenting the evaluation of roundabouts at these locations
is provided in Section 3.
Roundabouts were found to provide an unacceptable LOS at the intersection of Yale Street/3rd Street
South and at the intersection of 11th Avenue South/SH‐45. Constructing one roundabout at 7th Street
South/7th Avenue South would not offer a consistent set of expectations for users and would make
signal coordination more challenging. Therefore signal controlled intersections were selected as the
preferred concept for the realignment of SH‐45.
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Intersection layouts are provided in Figures 18, 19, and 20. Layouts for each of the intersections were
developed using turning radii for a WB‐67. Cost estimates for each of the intersections were included
into the overall project costs. Costs specific to each intersection are provided with the ITD 1150 form
reference materials and do not include right‐of‐way costs.
Impacts to adjacent property owners could be reduce by restricting truck (WB‐67) traffic on local
roadways (7th Avenue South and the south leg of 11th Avenue South). Less ROW would be needed to
accommodate the movements of a smaller design vehicles turning onto 7th Avenue South or 11th Avenue
South. Given the number of buildings in close proximity to these two intersections, a few feet of ROW
could mean the difference between relocation and a site improvement. However, until some
preliminary design is complete the impacts to buildings adjacent to these intersections will not be
known.
Drainage Alternatives
An increase in impervious roadway surface will result in an increase in stormwater runoff that must be
managed. Currently, stormwater in the vicinity of 7th Street South and Yale Street is managed by a series
of inlets, subsurface trunk lines, and laterals of mixed sizes and material types (ranging from steel to un‐
reinforced concrete). Stormwater eventually empties into the Elijah Drain and/or the Phyllis Canal west
of the project.
The proposed conceptual drainage alternative includes installing seepage beds under the new sidewalks
and replacing existing inlets, trunk lines, and laterals. The existing system of trunk lines and laterals will
be reconstructed to more efficiently handle the current amount of stormwater generated by existing
impervious surface. Seepage beds will be designed and installed in key locations to accept the increase
in stormwater volume generated by an increase in impervious surface and will provide emergency
stormwater storage capacity to satisfy 25‐year storm events.
Pavement Alternatives
Two types of pavement sections, flexible (asphalt) and rigid (concrete), were considered in a life cycle
cost analysis (LCCA) developed for the Phase I Geologic Reconnaissance Report (Section 6). The LCCA
indicated lower first cost and slightly lower equivalent uniform annual cost for flexible pavement.
Therefore the realignment of SH‐45 is assumed to have an asphalt pavement section. However, the use
of rigid pavement for specific intersections, in particular the 7th Street South/11th Avenue South and
Yale Street/3rd Street South, should receive further evaluation during preliminary design.
Bicycle and Pedestrian Options
The proposed realignment alternative will include a sidewalk for pedestrians. However the width of the
sidewalk depends on the typical section used for the highway. An 80 foot section with 5 foot‐wide
sidewalks is proposed for the SH‐45 realignment concept. Sidewalks along the new route will be
designed to include pedestrian ramps meeting current AASHTO and ADA standards. Signalized
intersections will be designed to include ADA compliant crossings.
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A wider outside travel lane could accommodate bicyclists. However dedicated bicycle lanes are not
included as part of the concept. As a policy, the City of Nampa does not include dedicated bicycle
facilities on principal arterials. Therefore bicyclists will be encouraged to use one of the lower‐volume
local roadways parallel to the realigned highway. Designating a bicycle route separate from the highway
will reduce vehicle/bicycle conflicts and bicycle/pedestrian conflicts.
Recommended Build Alternative
The preferred SH‐45 realignment alternative is an 80’ section (back‐of‐walk to back‐of‐walk) constructed
along the centerline of 7th Street South and Yale Street from SH‐45 to 3rd Street South at Northside
Boulevard. Figure 17 displays the foot print of the preferred alternative and highlights conceptual ROW
needs (80’ plus 2’ additional each side). Table 4 provides a conceptual cost estimate summary for the
proposed “build” alternative. ITD’s 2839 (Right‐of‐Way Cost) and 1150 (Project Cost) forms are attached
for two right‐of‐way acquisition scenarios. Detailed right‐of‐way and project cost assumptions used to
complete the attached ITD forms are provided with each set of forms.

TABLE 4: BUILD ALTERNATIVE COSTS
Scenario
Low
Number of
Relocations
High
Number of
Relocations

Development

Construction

$1,146,000

$10,797,000

$1,146,000

$10,797,000

Right of Way

Mob &
Contingencies

$660,000

$6,064,000

$6,347,000

$25,014,000

$660,000

$7,675,000

$6,347,000

$26,625,000

Utilities

Total Cost

Access along the proposed route will be restricted using a landscaped median. Additionally some local
roadways intersection will be permanently closed to increase the distance between potential conflicts
with turning vehicles. Backage roads will be needed on both sides of Yale Street to provide access to
adjacent properties that currently have their access located off of the arterial.
Future Activities
This project, realigning SH‐45 along 7th Street South and Yale Street, will likely require federal funding to
construct. As a result an environmental evaluation satisfying the National Environmental Policy Act
(NEPA) will be required. The environmental scan completed as part of this concept report (Section 5)
identified three key concerns for a future NEPA evaluation; cultural resources (built environment), noise,
and environmental justice. This concept report needs to be updated once the NEPA process for this
project is complete.
Some public involvement related to the development of conceptual alternatives and the screening
process occurred in 2010 as part of the Citywide Transportation Plan. However more input is needed
from property owners adjacent to the realignment route before design begins. As part of the
environmental evaluation, more public outreach/involvement will be conducted which could change the
preferred “build” alternative and this concept report.

June 2014
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Date:

27-228070-2
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Right of Way Cost Estimate

August 21, 2013

No. of parcels requiring acquisitions:

Key No:
Project No:
Project Name:
96

NA
NA
SH-45 Realignment Concept - Low # of ReLos

Number of parcels requiring relocations:

19

New Alignment:

1.00 miles

Basic R/W Width:

60' - 80'

ft.

Existing Alignment:

1.00 miles

Additional R/W Width:

30' to 4'

ft.

DIRECT ACQUISITION COSTS:
A. Land only
Agriculture
Irrigated
Dry
n/a
Graze
Irrigated
Dry
Timber

Income Producing
Harvestable
Non-Harvestable
Residential
Developed
Undeveloped
Commercial\IndustrialDeveloped
Undeveloped
Damages Anticipated
Miscellaneous
B. Site Improvements
No. of Structures
Agriculture
Residential
No. of Structures
Commercial\IndustrialNo. of Structures
Damages Anticipated
Miscellaneous
Buy Access Rights
C. Relocation
Developed AgricultureNo. Expected
Developed Residential
Single Family
No. Expected
Multi-Family
No. Expected
Developed Comm\IndNo. Expected
Miscellaneous
INDIRECT ACQUISITION COSTS:
No. Expected
Appra./Imp.Agri.
Appra./Imp.Resid.
No. Expected
2685
No. Expected
2288
No. Expected
B&A
Appra./Imp.Com.-Ind. No. Expected
No. Expected
Appraisals/Land
Negotiations
No. Expected
No. Expected
Demolitions

0.00
0.00
0.00
0.00
0.00
0.00
0.00
0.00
0.00
3.06
0.00
0.67
0.00

0
42
0

acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @

@
@
@

$0
$0
$0
$0
$0
$0
$0
$0
$0
$185,130
$0
$185,130
$0

$0
$10,000
$0

/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre

=
=
=
=
=
=
=
=
=
=
=
=
=
=
=

$0
$0
$0
$0
$0
$0
$0
$0
$0
$566,330
$0
$124,741
$0

(average)
(average)
(average)

=
=
=
=

$0
$420,000
$0
$1,092,000
$500,000

0

@

$0

(average)

=

$0

18
0
1

@
@
@

$100,000
$0
$100,000

(average)
(average)
(average)

=
=
=
=

$1,800,000
$0
$100,000

0

@

$0

(average)

=

$0

18
0
0
1
77
96
19

@
@
@
@
@
@
@

$500
$0
$0
$4,000
$3,000
$1,000
$30,000

(average)
(average)
(average)
(average)
(average)
(average)
(average)
Sub-Total

=
=
=
=
=
=
=

$9,000
$0
$0
$4,000
$231,000
$96,000
$570,000
$5,513,070

INCIDENTALS:
Estimated as a percentage of overall costs.
10.00 %
(Includes Title Costs, Admin. Settle., Legal Settle., Attorney & Court Costs, Property Mngmnt. & Misc.)
Total Estimated Project R/W Costs:
Proposed R/W Plans Approval Date
Projected R/W Expenditure Years
Contruction Year(s)
TBD
TBD
TBD
Estimtd. By: Bob Jones/Jay Witt

Title: URS

Date:

$551,307
$6,064,377

8/20/2013

ITD-2839

Date:

27-228070-2

Sheet 1 of 1

Right of Way Cost Estimate

August 22, 2013

No. of parcels requiring acquisitions:

Key No:
Project No:
Project Name:
96

NA
NA
SH-45 Realignment Concept - High # of ReLos

Number of parcels requiring relocations:

35

New Alignment:

1.00 miles

Basic R/W Width:

60' - 80'

ft.

Existing Alignment:

1.00 miles

Additional R/W Width:

30' to 4'

ft.

DIRECT ACQUISITION COSTS:
A. Land only
Agriculture
Irrigated
Dry
n/a
Graze
Irrigated
Dry
Timber

Income Producing
Harvestable
Non-Harvestable
Residential
Developed
Undeveloped
Commercial\IndustrialDeveloped
Undeveloped
Damages Anticipated
Miscellaneous
B. Site Improvements
No. of Structures
Agriculture
Residential
No. of Structures
Commercial\IndustrialNo. of Structures
Damages Anticipated
Miscellaneous
Buy Access Rights
C. Relocation
Developed AgricultureNo. Expected
Developed Residential
Single Family
No. Expected
Multi-Family
No. Expected
Developed Comm\IndNo. Expected
Miscellaneous
INDIRECT ACQUISITION COSTS:
No. Expected
Appra./Imp.Agri.
Appra./Imp.Resid.
No. Expected
2685
No. Expected
2288
No. Expected
B&A
Appra./Imp.Com.-Ind. No. Expected
No. Expected
Appraisals/Land
Negotiations
No. Expected
No. Expected
Demolitions

0.00
0.00
0.00
0.00
0.00
0.00
0.00
0.00
0.00
3.06
0.00
0.67
0.00

0
26
0

acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @
acres @

@
@
@

$0
$0
$0
$0
$0
$0
$0
$0
$0
$185,130
$0
$185,130
$0

$0
$10,000
$0

/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre
/acre

=
=
=
=
=
=
=
=
=
=
=
=
=
=
=

$0
$0
$0
$0
$0
$0
$0
$0
$0
$566,330
$0
$124,741
$0

(average)
(average)
(average)

=
=
=
=

$0
$260,000
$0
$676,000
$500,000

0

@

$0

(average)

=

$0

34
0
1

@
@
@

$100,000
$0
$100,000

(average)
(average)
(average)

=
=
=
=

$3,400,000
$0
$100,000

0

@

$0

(average)

=

$0

34
0
0
1
61
96
35

@
@
@
@
@
@
@

$500
$0
$0
$4,000
$3,000
$1,000
$30,000

(average)
(average)
(average)
(average)
(average)
(average)
(average)
Sub-Total

=
=
=
=
=
=
=

$17,000
$0
$0
$4,000
$183,000
$96,000
$1,050,000
$6,977,070

INCIDENTALS:
Estimated as a percentage of overall costs.
10.00 %
(Includes Title Costs, Admin. Settle., Legal Settle., Attorney & Court Costs, Property Mngmnt. & Misc.)
Total Estimated Project R/W Costs:
Proposed R/W Plans Approval Date
Projected R/W Expenditure Years
Contruction Year(s)
TBD
TBD
TBD
Estimtd. By: Bob Jones/Jay Witt

Title: URS

Date:

$697,707
$7,674,777

8/20/2013

SH-45 REALIGNMENT CONCEPT
Right-of-Way Assumptions
Assumptions and Methods Used to Estimate Existing Right of Way:





The 2012 tax map was used to define roadway centerlines, cross streets, and alley
locations.
Distances were offset from adjacent property lines to establish the apparent existing
centerlines for Yale Street, 7th Street South, and 12th Avenue South.
o Offsets of 40 feet each side were used to establish the existing right-of-way limits
for 7th Street South.
o Offsets of 30 feet each side were used to establish the existing right-of-way limits
for Yale Street.
o Offsets of 60 feet were used to establish the existing right-of-way limits for the
cross streets. This distance matched the 2012 tax map locations.
o Offsets of 20 feet were used to establish the existing right-of-way limits for
alleyways. This distance matched the 2012 tax map locations.
The 2007 and the 2012 electronic tax maps were reviewed to check for changes and/or
inconsistent areas between the two tax maps.
o Discrepancies between the 2007 tax map and the 2012 tax map were found on the
south side of 7th Street South just southeast of the Yale Street junction. This looks
like a location on the maps that didn’t get registered correctly.

Assumptions Used to Estimate Right-of-Way Needs:
 An 84 foot roadway section was aligned with the existing centerline (estimated) and
compared to existing right-of-way boundaries.
o The proposed section is 80 feet back of sidewalk to back of sidewalk. However,
an additional 4 feet (2 feet on each side) was included for possible easements.
 Intersection needs were estimated using design year (2035) capacity needs and turning
radii of the selected design vehicle (WB67).
 96 parcels were identified as impacted by the proposed realignment.
o 2.17acres of right-of-way are needed based on the 84 foot conceptual footprint.
o An additional 0.41 acres of right-of-way are needed to modify access on the west
side of the transition (curve) between 7th Street South and Yale Street.
o Extent of the impacts will vary based on additional right-of-way width actually
needed based on design and the proximity of the acquisition to
buildings/driveways.
 Impacts to existing buildings (i.e.: houses, buildings, garages) were estimated using aerial
photos and parcel boundaries as identified on the 2012 tax map.
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Additional right-of-way impacts were estimated by applying ITD Type IV Access
Control standards to the route.
o 70 private and commercial driveways were identified along the corridor.
 It is assumed a maximum of 60 driveways will need to be improved or rebuilt.
o 19 total local streets and alleyways intersect with 7th Street South and Yale Street.
Access to all of the alleyways will be closed. Access to local roadways will be
closed or limited to right-in right-out only.
o More buildings than those impacted by roadway/intersection widening alone may
require modification or relocation, depending on the access restrictions applied to
the route.
o Two right-of-way impact scenarios were developed based on the level of access
control applied to provide a cost range for the proposed project. One scenario
(“Low”) assumes a minimum number of relocations (i.e. buy-outs). The other
assumes a “high” number of relocations.
o Right-of-way needed to develop frontage/backage roads was estimated using
Google Earth and a 24 foot-wide section.
 A 24 foot-wide section was assumed for backage roads because they only
provide access to adjacent residential properties.
 It is estimated 50,700 ft2 (1.16 acres) of additional right-of-way are needed for
frontage/backage roads.
 It is assumed no additional right-of-way will be needed for retaining stormwater.
Stormwater will be managed using infiltration basins located under the
sidewalk/roadway section.

Assumptions Used to Estimate Cost of Needed Right of Way:
 Right-of-way Costs; $ 4.25 per ft2/ $185,130 per acre (from city of Nampa experience
on Amity Rd. project)
 Site Improvements (reconstruct property access and driveways); $10,000.00 each.
The number of site improvement locations correlates to closures of direct access to
7th Street South/Yale Street (local roadways, alleyways, and private driveways).
 Damages to adjacent properties assumed to cost $26,000 per site improvement based
on a lump sum estimate provided by ITD District 3.
 Acquisition of access rights; $50,000 total (estimate based on professional judgment)
 Relocations; $100,000 each. Number of relocations varies on how access control is
implemented along the corridor.
 Appraisals; Land = $3,000 each, Residential = $500 each, Industrial/Commercial =
$4,000. Number/type of appraisals dependent upon how access control is
implemented along the corridor.
 Negotiations; $1,000 each parcel (96).
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Demolition Cost: $30,000 per building (estimate based on professional judgment). It
is assumed each re-location of a building will result in a demolition. It is also
assumed the Albertson’s building (commercial/industrial building) will be
demolished.
Incidentals = 10%
Minimum (or Low) Relocation Scenario:
o Assumes 19 buildings will be impacted by the project, one of which is Albertsons.
The other 18 are assumed to be single family houses. The majority of the
relocations occur near signalized intersections (7th Avenue South and 11th Avenue
South) or the curve transitioning from 7th Street South to Yale Street.
o Frontage/backage roads will be needed along Yale Street to ensure access to every
impacted parcel.
o The change in property access locations prompts the need for 42 site
improvements. These improvements are assumed to consist of new driveways
accessing the back or side of the parcel.
 70 private and commercial driveways are located along the route. Assume 60
driveways will require modifications or improvements.
 It is assumed no site (i.e. driveway) improvements are needed to fullyacquired parcels involving relocations. Therefore 60 driveways -18
relocations = 42 remaining site improvements.
 Future site (i.e. driveway) improvements to the 18 acquired sites will be
made by those redeveloping them.
High Relocation Scenario:
o Assumes 35 buildings will be impacted by the project, one of which is Albertsons.
The other 34 are assumed to be single family houses.
 The same 19 buildings in the “low” scenario are included.
o Frontage/backage roads may still be needed along Yale Street to ensure access to
every impacted parcel.
o Changes in property access location prompt the need for 26 site improvements.
These improvements are assumed to consist of new driveways accessing the back
or side of the parcel.
 70 private and commercial driveways are located along the route.
Assume 60 driveways will require modifications or improvements.
 It is assumed no site improvements (i.e. driveways) are needed to fullyacquired parcels involving relocations. Therefore 60 driveways – 34
relocations = 26 site (driveway) improvements.
 Future driveways on the 34 acquired sites will be constructed by those
eventually redeveloping them.
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Project Cost Summary Sheet

ITD 1150 (Rev. 3-08)

Round Estimates to Nearest $1,000
Key Number

Project Number

TBD

TBD

Date

8/20/2013

Location

District

SH-45 and I-84B in Nampa; 7th St. South and Yale St. to Northside Blvd. (Low ROW)

3

Segment Code

Begin Mile Post

End Mile Post

Length in Miles

2160

27.23

NA

1
Previous ITD 1150 Initial or Revise To

1. Preliminary Engineering

$1,146,000

2. Right-of-Way: Number of Parcels 96
3. Utility Adjustments:

Work

Materials

$6,064,000

Number of Relocations 19
By State

$660,000

By Others

4. Earthwork

$1,200,000

5. Drainage and Minor Structures

$1,981,000

6. Pavement and Base

$3,192,000

7. Railroad Crossing:

None

Grade/Separation Structure

NA

At-Grade Signals

No

Yes

8. Bridges/Grade Separation Structures:
None

New Structure
Location

NA

Length/Width

NA
None

Repair/Widening/Rehabilitation
Location

NA

Length/Width

NA

9. Traffic Items (Delineators, Signing, Channelization, Lighting, and Signals)
10. Construction Traffic Control (Sign, Pavement Markings, Flagging, and Traffic
Separation)

$114,000

11. Detours

TBD

12. Landscaping

$100,000

13. Mitigation Measures
14. Other Items (Roadside Development, Guardrail, Fencing, Sidewalks, Curb and
Gutter, C.S.S. Items)

TBD
$3,175,000

15. Cost of Constructions (Items 3 through 14)

$11,457,000

16. Mobilization 11 % of Item 15

$1,260,000

17. Construction Engineer and Contingencies

$1,035,000

40 % of Items 15 and 16

$5,087,000

18. Total Construction Cost (15 + 16 + 17)

$17,804,000

19. Total Project Cost ( 1 + 2 + 18)

$25,014,000

20. Project Cost Per Mile
Prepared By:

#VALUE!

$25,014,000

Project Cost Summary Sheet

ITD 1150 (Rev. 3-08)

Round Estimates to Nearest $1,000
Key Number

Project Number

TBD

TBD

Date

8/20/2013

Location

District

SH-45 and I-84B in Nampa; 7th St. South and Yale St. to Northside Blvd. (High ROW)

3

Segment Code

Begin Mile Post

End Mile Post

Length in Miles

2160

27.23

NA

1
Previous ITD 1150 Initial or Revise To

1. Preliminary Engineering

$1,146,000

2. Right-of-Way: Number of Parcels 96
3. Utility Adjustments:

Work

Materials

$7,675,000

Number of Relocations 35
By State

$660,000

By Others

4. Earthwork

$1,200,000

5. Drainage and Minor Structures

$1,981,000

6. Pavement and Base

$3,192,000

7. Railroad Crossing:

None

Grade/Separation Structure

NA

At-Grade Signals

No

Yes

8. Bridges/Grade Separation Structures:
None

New Structure
Location

NA

Length/Width

NA
None

Repair/Widening/Rehabilitation
Location

NA

Length/Width

NA

9. Traffic Items (Delineators, Signing, Channelization, Lighting, and Signals)
10. Construction Traffic Control (Sign, Pavement Markings, Flagging, and Traffic
Separation)

$114,000

11. Detours

TBD

12. Landscaping

$100,000

13. Mitigation Measures
14. Other Items (Roadside Development, Guardrail, Fencing, Sidewalks, Curb and
Gutter, C.S.S. Items)

TBD
$3,175,000

15. Cost of Constructions (Items 3 through 14)

$11,457,000

16. Mobilization 11 % of Item 15

$1,260,000

17. Construction Engineer and Contingencies

$1,035,000

40 % of Items 15 and 16

$5,087,000

18. Total Construction Cost (15 + 16 + 17)

$17,804,000

19. Total Project Cost ( 1 + 2 + 18)

$26,625,000

20. Project Cost Per Mile
Prepared By:

#VALUE!

$26,625,000

SH-45 REALIGNMENT CONCEPT
Assumptions for Cost Calculations
Unit Costs:




Unit costs were estimated using bid averages reports from ACHD (September 2011
through July 2013) and ITD (10-1-11 through 9-30-12). The unit costs are not taken
directly from the report nor are they calculated averages. Instead they are estimates made
using engineering judgment after reviewing the range of applicable unit costs for the
various projects. The table below provides the unit costs applied.
Item

Unit Costs

Unit

Removal of Obstructions
Removal of Existing curb, gutter
Removal of Sidewalk
Excavation of Unsuitable Material (remove
existing pavement and base)
Additional Earthwork/Excavation

$57,000.00
$16.50
$26.00
$16.00

Mile
LF
SY
CY

$11.50

CY

Fill
Base
Sub‐Base
Pavement

$15.00
$18.50
$14.00
$100.00

CY
TN
TN
TN

Curb/Gutter
Sidewalk

$20.00
$32.00

LF
SY

Concrete Median (cast in place)
Drainage (Infiltration, etc.)

$650.00
$203.00

CY
LF

Driveways

$150.00

CY

Costs specific to drainage needs were estimated based on the project’s conceptual
drainage design and unit costs from the Eagle Road (SH-55) at McMillian Road
intersection improvement project.
o The table below provides the unit costs applied for drainage. Unit costs for
manholes and sediment basins were converted to a cost per linear foot using
quantity estimates.
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Drainage Materials
Item
Unit
Infiltration (seepage beds)
LF
Manhole covers
Each
Trunk lines (concrete pipe)
LF
Laterals (pvc pipe)
LF
Sediment basins
Each



A minimum amount of traffic items were assumed for each intersection. Unit costs were
estimated using an ACHD materials price list dated 3-14-12. The costs are not taken
directly from the list, but instead based on the values given by the list, engineering
judgment, and inflated to include labor. The table below shows the unit costs used for the
assumed traffic items needed:
Pole
Mast arm
Luminaire
Signal Head
Pedestrian Signals
Cabinets
Video Detection



Unit Cost
$5.00
$2,900.00
$100.00
$21.00
$4,600.00

Signal Materials
$10,000.00
per direction of travel
$7,500.00
per direction of travel
$2,000.00
per pole
$2,500.00
per lane
$25,000.00
per intersection
$14,000.00
per intersection
$8,000.00
per direction of travel

All prices are assumed to include labor/installation costs.

Project Quantities:




The total length of the project is estimated (using Google Earth) to be approximately 1.32
miles.
o From 8th Street South at SH-45 to 3rd Street South along 7th Street South and Yale
Street is approximately 1 mile (5,280 feet).
o Project length estimates include the curve from 12th Avenue South to 11th Avenue
South, the rebuilt south leg of the 12th Avenue South/7th Street South intersection
(375 feet), 600 feet of 11th Avenue South (300 feet each side of 7th Street South), and
700 feet of 7th Avenue South (350 feet each side of 7th Street South).
o 5280 feet + 375 feet + 600 feet + 700 feet = 6,955 feet of roadway construction or
approximately 1.32 miles.
Total width of the new road project is assumed to be 84 feet; 80 feet back of walk to back
of walk:
o Sidewalks assumed to be 5 feet wide
o Curb and gutter assumed to be 2 feet wide
o Curb, gutter, and sidewalk assumed to be on both sides of the roadway.
o Pavement width assumed to be 66 feet wide (lip of gutter to lip of gutter); 69 feet face
of curb to face of curb.
Page 2 of 5











o An additional left turn lane is needed on the east leg of the intersection of 7th Street
South at 7th Avenue South. Dual left-turn lanes are needed based on traffic volume
forecasts.
 The additional lane is assumed to be 12 feet wide x 350 feet long.
Construction quantities were estimated when possible using an Inroads model of the
proposed roadway section.
o An Inroads model was developed for the project using assumed elevations from
Google Earth. No survey data were available for the modeling.
o Flexible pavement section assumed to be 3.25 feet based on Phase I geotechnical
report. (0.5 feet pavement, 0.75 feet base, 2 feet sub-base).
 Material densities used for cost calculations came from Phase I report.
o Improvements to 11th Avenue South and 7th Street South were not modeled using
Inroads. Therefore the quantities for these improvements were estimated using a ratio
of modeled project length (1.0 mile) to estimated total project length including local
roadway improvements (1.32 miles).
 The local roadways (11th Avenue South and 7th Avenue South) were assumed to
not include a median.
o Fill material is needed for curb, gutter, and sidewalks based on the assumed
elevations of adjacent properties. A 4:1 toe slope was assumed for the adjacent
properties.
o Additional base material was added to account for the base material needed
underneath the curb, gutter, and sidewalk. This material was not calculated using
Inroads. It was assumed to be 5 inches deep x 7 feet wide along both sides of the
roadway for the total length of the project (1.32 miles).
The amount of curb, gutter, and sidewalk to be removed is assumed equal to the new
curb, gutter, and sidewalk constructed. This is a conservative estimate given there will
likely be more new curb, gutter, and sidewalk installed than old material removed.
No conceptual design for the median has been established. For the purposes of estimating
costs, it is assumed to be cast-in-place concrete with dimensions of 14 feet wide x 1.5 feet
high. The length of the median is estimated to be 3,830 feet based on the distance
between intersections.
It is assumed 60 new driveways will be constructed as part of the project at 12 feet wide x
80 feet long each. 80 feet was assumed because it represents the depth of most parcels
along 7th Street South and Yale Street.
Costs associated with individual intersections and frontage/backage roads are estimated
using lane-mile quantities.
o Intersection construction was included in total project cost estimate and broken out
individually after the fact using project based lane-mile costs.
o Frontage/backage roads were not modeled for this estimate. Instead their costs were
assumed to be proportional to (75% of) lane-mile costs associated with the
construction of the highway realignment project.
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o Total construction costs for the project are divided by the number of lane-miles the
project would create to provide a cost per lane mile.
o Lane miles are estimated for the project by multiplying the roadway width by the
length of the segment and dividing by 12 feet (assumed width of one lane).
 The new roadway is estimated to be 6.667 lane-miles.
 The new configuration of 7th Street South at 12th Avenue South is estimated to be
0.14 lane-miles.
 The intersection of 11th Avenue South at 7th Street South is estimated to be 0.68
lane-miles.
 The intersection of 7th Street South at 7th Avenue South is estimated to be 1.19
lane-miles.
 Therefore, total lane-miles estimated for the project is 8.68.
Possible frontage/backage roads were estimated for two right-of-way scenarios; a
minimum (low) relocation scenario and a high relocation scenario.
o Distances for possible frontage/backage roads were estimated using Google Earth and
based on “Type IV – restrictive” access (see access management discussion in
Section 8).
o Number of lanes for frontage/backage roads is assumed to be 2.
o Width is assumed to be 24 feet (2 lanes x 12 feet per lane, no curb, gutter, sidewalk,
or shoulders).
o No curb, gutter, or sidewalk associated with frontage/backage roads.
o Lane-miles estimated by multiplying length (in miles) by number of lanes.
Traffic item quantities are estimated based on number of lanes and/or direction of travel.
o Signal poles, mast arms, and video detection are estimated per direction of travel.
o Signal heads are estimated per lane.
o Signing and striping cost are estimated per leg.
o Luminaires, pedestrian crossings, and controller cabinets are estimated per
intersection.
Drainage quantities were estimated as follows:
o Manhole covers and sediment basins were assumed to be located every 300 feet
along both sides of the project. This assumption equates to 46 manhole covers and
sediment basins.
o Each lateral was assumed to be 100 feet long and located every 300 feet along the
project.
o Infiltration (seepage) beds were assumed to be located on both sides of the
roadway.
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Project Cost:












Quantity estimates are multiplied by the unit cost estimates to provide project cost
estimates.
Two cost estimates are provided, based on two right-of-way scenarios (low and high).
o Right-of-way cost estimates are calculated separately per ITD’s 2839 form.
Preliminary engineering assumed to be 10% of construction costs.
Utilities assumed to be $500,000 per mile.
Due to uncertainties with the conceptual drainage design, the initial cost estimate for
drainage was increased by 40%.
Due to the uncertainties with intersection design, the initial cost estimate for traffic items
was increased by 40%.
Construction traffic control assumed to be 11% of the traffic items.
Landscaping is assumed to be a lump sum of $100,000.
“Other” Items on the ITD 1150 form includes curb, gutter, sidewalk, concrete median,
driveways, and frontage/backage roads.
Mobilization is assumed to be 11% of the construction costs.
Construction engineering and contingencies assumed to be 40% of the construction cost
and mobilization.
o 40% was selected due to uncertainties associated with the project’s design. Once the
project is designed, the amount of uncertainty will decrease, reducing the need for
such a high contingency percentage.
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Dist. (mi)
0.7

Davis‐Smith Backage Road
Smith‐Hudson Backage Road
Hudson Delaware Backage Road
Greenleaf Frontage Road

0.12
0.18
0.1
0.05

24
24
24
24

2
2
2
2

Lane‐miles
1.4
0.24
0.36
0.2
0.1

East‐side Alleyway Improvements

0.25

24

2

0.5

Frontage/Backage Roads

Width (ft) Lanes

Estimate
ROW (sq. ft.)
Frontage/Backage Needs
$706,665
50,688

Intersection Cost Assumptions
Excavation/Construction1
7th ST. South at 12th Ave. South
Intersection will not be signalized
West leg of existing intersection will be removed
375' of the south leg will be rebuilt to 2 lanes
7th ST. South at 11th Ave. South
Intersection will remain signalized
300' of the north and south legs will be widened to
four and three lanes, respectively.
5 lanes will be constructed on the east and west legs,
but will fit within the 84' width.
7th ST. @ 7th Ave. South Intersection
Intersection will change from 4‐way stop to signalized
All four legs will be widened; 6 lanes on the east leg, 5
lanes on the west leg, 4 lanes on the south leg, and 4
lanes on the south leg.
Additional right of way, earthwork, and roadway
materials are needed to accommodate dual lefts of
the east leg.
Intersection assumed to be 350' of each leg.
Yale St. at 3rd St. South
Only one leg impacted. No turn lanes needed.
Existing signal will remain.
Earthwork/Construction included as part of roadway.
1

Does not include right‐of‐way needs.

1

Conceptual Estimate

Signing/Striping

Signal

$102,000

$5,000

NA

$107,000

$490,000

$20,000

$267,000

$777,000

$894,000

$20,000

$320,000

$1,234,000

NA

$5,000

$102,000

$107,000

