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Executive Summary
The Nampa Development Corporation (NDC) is considering improvements to the Downtown
Nampa traffic pattern to increase redevelopment opportunities and reduce the amount of regional
traffic (e.g. truck traffic) through the area. URS was asked to conduct an analysis of traffic
alternatives and associated roadway improvements specific to the current and future needs of
Downtown Nampa as part of the citywide transportation planning project.
Roadway and intersection capacity needs in Downtown Nampa, based on year 2035 travel
demands, were estimated using the evaluation process developed for the Citywide Transportation
Plan. Demographic forecast were supplied by the Nampa Public Works Department and the
travel demand forecasts provided by the Community Planning Association of Southwest Idaho
(COMPASS). Specific analyses of intersections in the study area under p.m. peak hour (i.e. rush
hour) traffic volumes were conducted using Synchro. Synchro is a software application used to
perform intersection capacity analysis using the industry standard methodologies contained in
the Highway Capacity Manual (Transportation Research Board, 2000).
Approximately 7 miles of arterial roadways would need to be widened by 2035 assuming none
of the traffic alternatives discussed in this report are implemented. Additionally, 26 intersections
would need improvements and/or traffic signals to maintain the current quality of service in
2035. This would impact several of the roadways in and around the pivot block including 11th
Avenue South, 12th Avenue South (SH-45), 2nd Street South and 3rd Street South. The widening
of transportation facilities would likely make the block unattractive to developments catering to a
more urban clientele.
To help identify traffic alternatives, possible transportation solutions were discussed with the
NDC Board at a workshop held in July 2009. To help identify the system priorities for the study
area, a survey was given to board members. The survey asked them to consider the following
comments about Downtown Nampa’s transportation system:
• Make streets more pedestrian and bicycle friendly
• Provide a public downtown circulator
• Reduce congestion
• Remove non-delivery truck traffic
• Connect to a regional, high-capacity transit system
• Facilitate convenient parking
A similar survey was made available to the general public. Overall, the results of the surveys
provided a set of high, moderate, and low transportation priorities for Downtown Nampa.
Specifically the priorities were:
1
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•

•

•

High Priorities
o Facilitate convenient parking
o Make streets more pedestrian and bike friendly
o Connect regional high-capacity transit system.
Moderate Priorities
o Reduce non-delivery truck traffic
o Reduce congestion.
Low Priorities
o Provide a public downtown circulator

By developing a traffic alternative for downtown Nampa, most of the high and moderate
priorities can be achieved. Public transportation in the City of Nampa is provided by Valley
Regional Transit (VRT). Nampa and the NDC Board must work with VRT to specifically
address transit related priorities. However, improving traffic flow in and around Downtown
Nampa would facilitate future improvements to the regional and local transit system.
In an effort to address the identified transportation priorities, twelve alternatives to the existing
traffic pattern were developed with particular attention paid to making downtown more
accommodating to bicyclists and pedestrians. All twelve alternatives are presented in Figures 4
through 15. Several of the alternatives have various options for improving traffic.
Using information collected via the NDC workshop and public surveys, a screening process was
developed to identify the most reasonable traffic alternatives for further analysis and refinement.
The screening process evaluated all the proposed traffic alternatives and their options as well as
the existing pattern (baseline condition). Eleven screening criteria were established representing
five categories:
• Traffic and Freight
• Pedestrian and Bicycle
• Parking
• Cost
• Other
The impacts each alternative and/or option would potentially have on each of the criteria 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 one that could positively affect the criterion. Table 6
displays the results of the screening process and Appendix B documents the logic behind a given
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alternatives score. As a result, Alternative 1 (with options A, B, and C) and Alternative 9 (with
options A and B) were advanced for further refinement and analysis.
Alternative 1 (Figure 4) promotes the use of Northside Boulevard for travel between 12th
Avenue South (SH-45) and I-84 by improving Yale Street and 7th Street South. To make this
alternative route effective, access to adjacent local roadways and driveways would need to be
limited, and key intersections along the route improved. The three improvement options specific
to this alternative are:
• Option A: Cutting through the block on which Albertson’s currently resides.
• Option B: Using 11th Avenue South, 8th Street South, 12th Avenue South (SH-45), and 7th
Street South to create a block-a-bout. The block-a-bout concept utilizes existing
roadways to create more capacity at specific locations (e.g. 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 12th
Avenue South (SH-45) to accommodate an increase in turning traffic volumes. This
includes disconnecting 11th Avenue South from 7th Street South.
Alternative 9 (Figure 12) also uses 7th Street South to route regional traffic around downtown.
Traffic is encouraged to use either Northside Boulevard or 16th Avenue South to access I-84 and
12th Avenue South (SH-45). To facilitate this, a one-way couplet is created along four blocks of
both 11th Avenue South and 12th Avenue South (SH-45) between 3rd Street South and 7th Street
South. There are two options for the one-way couplet:
• 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.
Using Synchro and traffic forecasts provided by the Community Planning Association of
Southwest Idaho (COMPASS), both of these alternatives and their options were analyzed.
Measures of effectiveness (MOEs) were established in order to compare the two alternatives and
their various options. MOEs include:
• Total number of added approach lanes
• Total peak hour delay (measured in seconds per vehicle)
• Average LOS
• Reduction in 2035 Need (measured in 2010 dollars)
The NDC’s Nampa Streetscape Plan was used to refine the concept for each alternative.
Conceptual roadway cross sections for each alternative were produced (Figures 16 through 18)
and the amount of additional right-of-way needed for each alternative option estimated. Based on
3
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the concepts and the capacity needs determined via the Synchro analysis, conceptual cost
estimates specific to each alternative option were developed (Tables 7 and 8). The same
assumptions used to estimate project cost for the Citywide Transportation Plan were used to
develop the estimates provided. Options for Alternative 1 could range between $7.5 million and
$8.3 million to implement. Implementation of Alterative 9 options are estimated cost to range
between $23.6 million and $27.3 million. However, these are planning-level estimates and
require some preliminary design work be completed before they can be refined.
Based on the Synchro analysis, the most effective alternative options were found to be
Alternative 1A and 9B. Simulations of these alternatives were completed using VISSIM
software. VISSIM is a microscopic, behavior-based traffic simulation modeling platform
developed to analyze urban traffic operations. Travel times provided by the traffic simulations
for these alternatives were compared to each other and a 2035 baseline simulation (Table 11).
The VISSIM simulations show that Alternative 1A and 9B are more efficient than the 2035
baseline (existing) pattern at moving traffic. When comparing the travel times of Alternative 1A
and 9B, Alternative 1A provides the shortest simulated travel time between 12th Avenue South
(SH-45) and I-84 (via Northside Boulevard), while the shortest travel time between 12th Avenue
South (SH-45) and I-84 using Alternative 9B remains through downtown via 11th Avenue North.
Thus Alternative 1A may be better suited for routing regional traffic around downtown and
facilitating the pedestrian-friendly environment desired in and around the pivot block.
A summary of the performance of Alternative 1A and 9B is provided by Table 12. Alternative
1A has some distinct advantages over Alternative 9B. For one, it requires fewer total lane-miles
of roadway improvements to accommodate 2035 demand making it potentially less expensive. It
also provides a reasonable travel time between I-84 and 12th Avenue South (SH-45). When just
the impacts to the pivot block are considered, Alternative 1A performs slightly better than 9B.
For these reasons Alternative 1A is recommended.
Once Alternative 1A has been endorsed by the city and the NDC Board, additional work is
needed to refine the concept. An Alternative 1A/9B “hybrid” should be explored. The hybrid
alternative would utilize the route developed by Alternative 1A, but include the one-way couplet
concept used in Alternative 9B. This could improve the performance of Alternative 1A, reducing
delay and improving LOS in Downtown Nampa while allowing for more connectivity.
Additionally, the use of a roundabout (or roundabouts) should be investigated as a method to
transition traffic on/off of 12th Avenue South (SH-45) and off/on to 7th St, South.
One of the next steps would be to conduct an environmental evaluation of the Alternative 1A
route. This will help identify any potential environmental issues. It will also help to refine the
4
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initial conceptual cost estimate by identifying any items not considered or included. An
environmental study satisfying the requirements of the National Environmental Policy Act
(NEPA) would be required should federal funding sources be used to develop and construct the
alternative. An environmental evaluation would help identify the proper type of action (i.e.
environmental impact study, environmental assessment, or categorical exclusion) required.
Concurrent with the environmental study, some preliminary design work would need to be
completed to more accurately identify the amount of right-of-way required. The amount and type
of access along the route would need to be decided. Ideally the only full movement intersection
on 7th Street South between 11th Avenue/12th Avenue South (SH-45) and 3rd Street South would
be at 7th Avenue South. All other driveways, alleyways, and avenues would be limited to rightin/right-out or eliminated.
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Introduction
The Nampa Development Corporation (NDC) is considering improvements to the existing traffic
pattern in Downtown Nampa to increase redevelopment opportunities and reduce the amount of
regional traffic (e.g. truck traffic) through the area. URS conducted an analysis of traffic
alternatives and associated roadway improvements specific to the current and future needs of
Downtown Nampa as part of the citywide transportation planning effort.
This alternatives analysis builds upon the previous work commissioned by the NDC Board of
Directors which identified alternatives using the existing capacity needs for downtown
(Alternatives Development and Screening Technical Memorandum, June 2008). The previous
study included an area that was less than one square mile bordered by:
• Yale Street on the west
th
• 7 Street South on the south
th
• 16 Avenue South on the east
• Front Street on the north
To facilitate the development of alternatives that consider broad, regional needs alongside the
specific traffic concerns of Downtown Nampa, URS expanded the study area. Figure 1 depicts
the expanded study area and several of its current transportation characteristics. It includes the
area south of Interstate 84 (I-84), north of Amity Road/Lake Lowell Avenue, east of Canyon
Street, and west of Chicago Street
Using the same methodologies employed by the Nampa Citywide Transportation Plan, the
existing (2010) and future (2035) roadway and intersection needs in downtown were identified
given the current (baseline) traffic pattern. The NDC Board was asked to provide input on
additional transportation needs in the study area. Based on this information, several traffic
alternatives were proposed. This report details the process by which the proposed alternatives
were developed and evaluated (or screened). It also provides more detailed information on two
“preferred alternatives.” Ultimately, the analysis leads to a recommended alternative for further
development and possible implementation by the City of Nampa and the NDC.

6
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Existing Traffic Conditions
The performance of Downtown Nampa’s existing system of arterial roadways and intersections
was evaluated as part of the citywide transportation planning process. It established planning
thresholds based on a standard user-based performance scale established by the Highway
Capacity Manual (TRB, 2000). “Level of Service” (or LOS) quantifies the operation of a
roadway or intersection using six letter grades “A” through “F”; “A” being the best, least
congested condition and “F” the worst, most congested condition. Planning thresholds for the
City of Nampa were based on the midpoint of this scale, LOS D. For more specific information
on the planning thresholds developed, refer to Tables 1 and 2 of the Nampa Citywide
Transportation Plan Needs Assessment Technical Report (March 2010).

Roadway Capacity
As part of the Nampa Citywide Transportation Plan, the existing roadway capacity needs in
Downtown Nampa were analyzed. 2010 traffic volumes as provided by the Community Planning
Association (COMPASS) travel demand model were compared to planning thresholds specified
in Table 2 of the Nampa Citywide Transportation Plan Needs Assessment Technical Report
(March 2010). Arterial roadways that did not meet the thresholds were identified as existing
roadway capacity needs. Based on this process, none of the arterials in Downtown Nampa
currently need capacity improvements.

Intersection Capacity
The NDC provided URS with the Synchro files and traffic counts used in previous analyses of
the downtown area for use in the analysis. Synchro is a software application used for analyzing
intersection capacity and operations characteristics using methodologies based on the Highway
Capacity Manual 2000 (Transportation Research Board, 2000). URS added several roadways
and eleven intersections to the original Synchro network. These eleven additional intersections
were selected because they are considered primary gateways to the Downtown Nampa roadway
grid system and key intersections in the expanded study area. Figure 2 displays the Synchro
network developed for the downtown alternatives analysis. A list of network and analysis
assumptions is included in Appendix A. The City of Nampa Public Works department provided
additional traffic data as needed to accommodate the expanded Synchro analysis including traffic
counts and signal timing plans to determine existing intersection capacities.
An operating threshold based on LOS D was selected to determine when intersections were
approaching failure. This threshold is consistent with those established for the Nampa Citywide
Transportation Plan. Table 1 lists the downtown intersections currently operating at or below
LOS D as determined by the revised Synchro capacity analysis. Delay refers to the average delay
a vehicle traveling through the intersection may experience during p.m. peak hour conditions.
8
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TABLE 1: INTERSECTION LOS AND DELAY
Intersection
rd

th

3 St. South & 11 Ave. South
Yale St. & Davis Ave.
th

th

7 St. South & 7 Ave. South

Control

LOS

Delay (sec)

Signal

D

44.2

TWSC

1

2

E

41.4

3

D

32.0

AWSC

th

th

Signal

D

47.6

th

th

7 St. South & 12 Ave. South

Signal

D

48.8

11 Ave. North & Garrity Blvd. / Franklin Blvd.

Signal

F

83.1

Signal

D

35.2

7 St. South & 11 Ave. South
th

th

16 Ave. North & Garrity Blvd.

1 – Two Way Stop Controlled Intersection (TWSC)
2 - North/South free movements operate at LOS A. LOS E on Davis Avenue approach only
3 – All Way Stop Controlled Intersection (AWSC)

The intersection of 11th Avenue North/Garrity Boulevard/Franklin Boulevard currently operates
at LOS F due to the heavy traffic volumes. It is an unconventional, skewed five-leg intersection
that serves major regional travel routes, including I-84 and Downtown Nampa.
The Yale Street / Davis Avenue intersection currently operates at LOS E on the Davis Avenue
approaches. The intersection is approximately 100 feet south of the 3rd Street South / Northside
Boulevard intersection. Due to the close proximity of the two intersections, operations at the 3rd
Street South / Northside Boulevard intersection significantly impact the performance of the Yale
Street / Davis Avenue intersection. Queues often back up to Davis Avenue, making movements
into and out of Davis Street and Yale Street very difficult.
Several intersections along the 7th Street South corridor are approaching LOS F. It is assumed
that many travelers use 7th Street South to avoid the one-way couplet of 2nd Street South and 3rd
Street South during the congested peak hours. As a minor arterial, 7th Street South is not
designed to carry large volumes of traffic and the operation of the intersections along the
corridor are an indication that it is nearing capacity during the p.m. peak hour.

9

10

Downtown Traffic Alternatives Analysis

High Accident Locations
A high accident location (HAL) is defined as a location that experiences five or more recorded
collisions in a 12 month period. HALs within Downtown Nampa were identified in previous
work commissioned by the NDC (Existing Conditions Technical Memorandum, December
2007). Three years (2004-2006) of collision data were obtained from the Idaho Transportation
Department (ITD) for the study area and used to identify HALs. Based on accident rates (in
accidents per million vehicles entering), eight intersections in Downtown Nampa were found to
be HALs.
As can be seen in Table 2, based on the rates, collisions at the intersection of 11th Avenue South
and 2nd Street South occurred four times more often when compared to the other locations in
Downtown Nampa. Additionally, the 11th Avenue South corridor includes half of all of the
HALs in the study area. Thus improving the safety on 11th Avenue South was considered a
priority throughout the development and screening of alternatives.
TABLE 2: SUMMARY OF DOWNTOWN HIGH ACCIDENT LOCATIONS
Corridor

Cross Street

Collision
Rate
(Acc/Mveh)

nd

4.31

st

1.22

th

1.20

rd

0.95

rd

1.43

th

0.56

nd

0.76

rd

0.64

2 St. South
11th Ave. South

1 St. South
7 St. South
3 St. South

12th Ave. South
16th Ave. South

3 St. South
7 St. South
2 St. South
3 St. South

Future Traffic Conditions
An assessment of the arterial roadways within the study area was conducted as part of the
citywide transportation planning process. Needed roadway improvements were determined by
comparing traffic volume forecasts to planning thresholds based on LOS D as described in the
Nampa Citywide Transportation Plan Needs Assessment Technical Report (March 2010). The
2035 intersection needs in Downtown Nampa were determined through a detailed capacity
analysis using Synchro.
For the purposes of identifying roadway and intersection needs, COMPASS’ regional travel
demand model was used to forecasts traffic volumes for both average weekday and the p.m. peak
11
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hour conditions in the study area based on regional population growth and land use assumptions.
The Demographics Forecast and Land Use Analysis for the Nampa Study Area and South Study
Area 2007-2030 (June 2008) completed for the Nampa Public Works Department provided the
long-range population and land use data for the COMPASS model to forecast downtown traffic
volumes. It is assumed an additional 87,000 to 89,000 residents and 32,000 to 34,000 housing
units will be added to the City of Nampa’s impact area by 2030.
More specific information on the planning thresholds developed, the COMPASS model
forecasts, and the demographic forecasts used by the COMPASS model is available in the
Nampa Citywide Transportation Plan Needs Assessment Technical Report (March 2010).

Roadway Needs
To develop the list of identified roadway needs, traffic volume forecasts were compared to the
LOS D thresholds. Comparisons were made using forecasts for arterial roadway segments given
the analysis years of 2010 [Base Year], 2015, 2020, 2025, 2030, and 2035. When a segment
volume exceeded the established threshold, the number of lanes (lane configuration) needed to
meet the forecasted 2035 demand was estimated and recommended for implementation. Figure 3
presents the forecasted roadway deficiencies in 2035 if no improvements are made to the
arterials in the downtown area. The largest deficiencies are forecasted to occur on:
•
•
•

11th Avenue North between 4th Avenue South and Garrity Boulevard
16th Avenue North between 3rd Avenue South and Garrity Boulevard
7th Street South between Yale Street and 16th Avenue South

Two of these roadways provide access to interchanges with I-84 by way of grade-separated
railroad crossings. 7th Street South provides east-west connectivity to Downtown Nampa and acts
as a local alternate to the 2nd Street South /3rd Street South one-way couplet. In order to meet the
forecasted demand given the established LOS thresholds, all of the roadways identified as over
capacity would need to be widened.

12

13

Downtown Traffic Alternatives Analysis

Table 3 displays the identified Downtown Nampa roadway needs for each analysis year. Cost
estimates were developed as part of the Nampa Citywide Transportation Plan based on the
assumptions provided in Appendix C. Alternatives to the current traffic pattern may help to
relieve forecasted congestion on one or more of these roadways.
TABLE 3: DOWNTOWN NAMPA ROADWAY IMPROVEMENT NEEDS
Roadway

Location

Current

Needed

Year

Estimated

length

# of

# of

of

2010 Cost

(miles)

lanes

lanes

need

(millions)

rd

16 Ave. North to Sugar St.

0.70

2

5

2025

$3.6

th

7 St. South

th

Yale St. to 16 Ave. South

0.80

3

5

2030

$4.2

Lone Star Rd.

Canyon St. to Greenleaf St.

0.25

2

5

2020

$1.5

Greenleaf St. to 1st St. South

0.60

2

3

2030

$2.2

Garrity Blvd. to I-84

1.00

2

3

2035

$3.8

3 St. North

th

7 Ave. South
th

11 Ave. North

th

Segment

th

3 St. South to Garrity Blvd.

0.90

5

6

2020

$5.7

th

16 Ave. South/North

Roosevelt Ave. to Garrity Blvd.

1.70

4

5

2025

$8.8

Garrity Blvd.

Franklin Blvd. to Sugar St.

1.00

5

6

2020

$5.5

11 Ave. South

rd

Intersection Needs
To develop a list of intersection needs for Downtown Nampa, an analysis was conducted using
the 2035 COMPASS model, WinTurns, and Synchro. Travel demand in 2035 was estimated
using the p.m. peak hour COMPASS model. Existing turning movement counts provided by the
City of Nampa were used to forecast the 2035 turning movements at the key intersections using
WinTurns. WinTurns is a software tool that forecasts turning volumes using the techniques
described in NCHRP 255 (Highway Traffic Data for Urbanized Area Project Planning and
Design). It forecasts turning movements using an iterative approach which alternately balances
the inflows and outflows of a given intersection until the results converge. This approach
provides a more precise growth factor to be estimated for the intersection by accounting for both
the changes in trip productions and attractions. Finally, a Synchro model of the existing
downtown area was developed with the 2035 forecasted travel demand assuming no capacity
improvements were made to downtown.
The Synchro network configuration and assumptions for the 2035 analysis were the same as
those used to analyze the existing traffic conditions. Figure 2 shows the 2035 Synchro network
developed for the needs assessment.
The results of the 2035 Synchro analysis showed that several improvements are needed in the
downtown area to accommodate 2035 demand at LOS D. Table 4 displays the intersections that

14
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need improvements by 2035, their corresponding LOS, and average vehicle delay during the
p.m. peak hour.
TABLE 4: 2035 INTERSECTION NEEDS
Intersection

LOS

Delay (sec)

11th Ave. North & Garrity Blvd.

F

> 200

th

nd

F

> 200

th

rd

F

> 200

th

th

F

75.5

th

th

F

125.8

th

nd

F

177

th

rd

F

166.5

th

th

F

115.8

th

rd

E

60.2

11 Ave. South & 2 St. South
11 Ave. South & 3 St. South
11 Ave. South & 4 St. South
11 Ave. South & 7 St. South
12 Ave. South & 2 St. South
12 Ave. South & 3 St. South
12 Ave. South & 7 St. South
16 Ave. North & 3 St. North
th

16 Ave. North & Garrity Blvd.

F

120.1

th

st

F

55.3

th

rd

F

90.9

16 Ave. South & 1 St. South
16 Ave. South & 3 St. South
2

nd

th

E

71.5

nd

St. South & 16 Ave. South
th

F

> 200

nd

th

F

> 200

nd

th

F

> 200

nd

th

2 St. South & 5 Ave. South
2 St. South & 7 Ave. South
2 St. South & 8 Ave. South
2 St. South & 9 Ave. South

F

> 200

rd

th

F

> 200

rd

th

3 St. South & 10 Ave. South
3 St. South & 13 Ave. South

F

> 200

rd

th

F

> 200

rd

th

F

> 200

rd

th

3 St. South & 5 Ave. South
3 St. South & 7 Ave. South
3 St. South & 9 Ave. South

F

> 200

th

F

> 200

rd

Northside Blvd.& 3 St. South

F

> 200

Yale St. & Davis St.

F

> 200

Yale St. & High St.

F

> 200

th

7 Ave. South & 7 St. South

Based on the forecast travel demand, almost every key intersection in Downtown Nampa would
need to be improved by 2035. The estimated cost of improving these intersections to provide
LOS D is near $28.4 million. Larger intersections are less desirable for bicyclists and
pedestrians, as they become more difficult to cross. Wider intersections also require additional
right-of-way, reducing the amount of space available for patios and sidewalks in downtown.
Therefore an alternative to the current traffic pattern might better serve those traveling between
15
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I-84 and 12th Avenue South (SH-45) while also preserving opportunities to make Downtown
Nampa more accommodating to pedestrians and bicyclists.

Development of Traffic Alternatives
Workshops and Surveys
A workshop was held on July 8, 2009 with the NDC Board to identify priorities and collect ideas
regarding their visions of the future transportation system connecting Downtown Nampa with the
rest of the region. The results of this exercise were used to develop the alternative traffic
concepts for Downtown Nampa.
To help identify the system priorities, a survey was given to board members. The survey asked
them to consider the following comments about improving the Downtown Nampa transportation
system:
• Make streets more pedestrian and bicycle friendly
• Provide a public downtown circulator
• Reduce congestion
• Remove non-delivery truck traffic
• Connect to a regional, high-capacity transit system
• Facilitate convenient parking
The NDC Board members were asked to compare each statement against each of the others, one
“pair” at a time, selecting the statement that they preferred given the two. The survey results are
provided in Table 5. Of the six priorities, two were identified as “high,” three as “moderate” and
one “low.” The score represents how many times the priority statement was chosen on the five
surveys completed by the board members. Results from this exercise were reported at the end of
the workshop and used to guide the development of traffic alternatives.
TABLE 5: SUMMARY OF NDC BOARD PAIRED COMPARISON SURVEY
Priority

High

Moderate
Low

Statement

Make streets more pedestrian and bicycle friendly
Provide a public downtown circulator
Reduce congestion
Facilitate convenient parking
Remove non-delivery truck traffic
Connect to a regional, high-capacity transit system
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Following the survey, board members were instructed to choose two of four transportation mode
categories and sketch their concepts for system improvements on maps of the study area. The
mode choices were:
• Transit
• Bicycle/Pedestrian
• Roadways/Intersections
• Truck (freight)
The results of this exercise were also used to develop the traffic alternatives for Downtown
Nampa and provide recommendations for inclusion in the Citywide Transportation Plan.
A survey was also posted on the project website, made available at the Nampa Public Library,
and placed at a downtown coffee shop. It asked participants to consider the same comments
about the Downtown Nampa transportation system and identify the one (or ones) that best
represented their priorities. 217 surveys were completed and returned. Based on the results, the
general public’s priorities for downtown were:
• High Priorities
o Facilitate convenient parking
o Make streets more pedestrian and bike friendly
o Connect regional high-capacity transit system
• Moderate Priorities
o Reduce non-delivery truck traffic
o Reduce congestion
• Low Priorities
o Provide a public downtown circulator
Both the NDC Board and the general public place a high priority on making downtown streets
more pedestrian and bicycle friendly. Improving the flow of traffic in and around downtown
would help this to happen. It would also facilitate the development of future parking structures
and help reduce congestion. Thus, the results of the survey support the need for traffic
alternatives in Downtown Nampa.
Public transportation in the City of Nampa is provided by a regional transit authority; Valley
Regional Transit (VRT). The city must work through the VRT Board to address any transit
related priorities. For this reason they are not specifically included in the alternatives developed
for downtown. However, improving traffic flow in and around Downtown Nampa would
facilitate future improvements to the regional and local transit system.
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Alternatives
Using all of the information collected, twelve traffic alternatives were developed for Downtown
Nampa. Particular attention was paid to making the heart of Downtown Nampa (the pivot block
between 2nd Street South and 3rd Street South and 11th Avenue South and 12th Avenue South)
more accommodating to bicyclists and pedestrians by reducing forecasted traffic volumes, the
use of one-way traffic flows, and limiting roadway and intersection widening in downtown.
Specifically, the conceptual alternatives include:
th
th
• Alternative 1: Northside – 7 – 12
o This alternative connects Northside Boulevard to 12th Avenue South (SH-45) by
improving Yale Street and 7th Street South.
th
• Alternative 2: Northside – 12 Direct
o This alternative connects Northside Boulevard to 12th Avenue South (SH-45) via
a new roadway.
th
th
• Alternative 3: Garrity – 16 – 12
o This alternative connects Franklin Boulevard to 12th Avenue South (SH-45) by
improving 16th Avenue from Garrity Boulevard to East Roosevelt Avenue
Roosevelt would then be improved from 12th Avenue South to 16th Avenue South.
th
• Alternative 4: New 7 Avenue Railroad Crossing
o Regional traffic could be given several options to get from I-84 to 12th Avenue
South (SH-45) by connecting 7th Avenue South to 7th Avenue North via a new
railroad overpass.
th
th
• Alternative 5: 11 – 12
o This alternative utilizes the existing traffic patterns on 11th Avenue North and 12th
Avenue South (SH-45) with an improved transition between 11th Avenue North
and 12th Avenue South (SH-45).
th
th
th
• Alternative 6: 11 – 12 – South of 7 Street
o This alternative utilizes more of 11th Avenue South than the current traffic pattern
does. It transitions traffic to 12th Avenue South at 7th Street South instead of at the
2nd Street South and 3rd Street South couplet.
th
th
• Alternative 7: New One-Way Couplet 11 – 16
o 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.
th
• Alternative 8: New South Connection – 11
o This alternative widens 11th Avenue South, south of 3rd Street South. At the
intersection of 11th Avenue South and 13th Street South, a new roadway would
connect 12th Avenue South to 11th Avenue South.
th
th
th
• Alternative 9: 11 – 12 One-Way North of 7 Street South
18
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This alternative would utilize the existing connections of Northside Boulevard to
12th Avenue South via Yale Street and 7th Street South and to Garrity Boulevard
via 16th Avenue and 7th Street South. However, to encourage northbound traffic to
use 7th Street South, a one-way couplet would be created using four blocks of 11th
Avenue South and 12th Avenue South.
Alternative 10: New Railroad Crossing at 22nd Avenue
o Regional traffic could be directed to I-84 via Garrity Boulevard with a new
railroad overpass connecting 22nd Avenue South to 3rd Street North.
Alternative 11: Garrity – 16th – 7th – 12th
o This alternative improves portions of the existing roadway network to make 16th
Avenue more attractive to traffic than 11th Avenue The improvements include,
but are not necessarily limited to, widening 16th Avenue and 7th Street South and
controlling access along the route to preserve favorable travel times between I-84
and 12th Avenue South (SH-45).
Alternative 12: Midland – Greenhurst – Happy Valley
o This alternative improves several miles of arterial roadway surrounding most of
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 and still provide
connectivity between 12th Avenue South (SH-45) and I-84.
o

•

•

•

These conceptual alternatives are depicted in Figures 4 through 15. Areas noted in each figure
as access controlled are not based on any current City of Nampa or ITD policy. Instead they
represent a need to improve travel time and safety by limiting turning movements. The more
access (intersections or driveways) along a given roadway, the greater the negative impact on
travel time. Before any of the conceptual alternatives can be advanced, the amount and type of
access will need to be determined for these areas.
Several of the conceptual alternatives include options for improving traffic. For example, some
of the alternatives utilize a “block-a-bout” operational option (Alternatives Development and
Screening Technical Memorandum, June 2008). It shifts traffic from one arterial to another by
changing two-way streets to one-way streets, utilizing existing roadways to create more capacity.
This option is often compared to ones that include larger signalized intersections or new roadway
connections that “cut through” a parcel.
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Alternatives Screening
A qualitative evaluation process was developed to identify the possible impacts each
alternative could have on Downtown Nampa and its arterial roadway network. Screening
criteria in several categories were established based on the transportation priorities defined via
the survey given to the NDC Board, library patrons, and the general public. By applying the
screening criteria and scoring system, the most favorable alternatives were identified.

Screening Process
Conceptual alternatives developed to address downtown traffic patterns were evaluated using a
criteria-based process. Evaluation criteria were designed to estimate each alternative’s impacts
to traffic, amount of future funding needed for implementation, downtown economic
development, and the state highway system. Alternatives and their various options were
evaluated using these criteria and those with relatively low impacts (best performing) were
identified.
As previously discussed COMPASS maintains a regional travel demand model that forecasts
traffic volumes in the study area. The model uses demographic and transportation system data
to estimate travel demand based on the amount of trip producers (i.e. residences) and trip
attractors (i.e. employment centers) in the region. Each alternative was evaluated using the
COMPASS model and demographics representing the year 2035. The 2035 demographic
assumptions were developed as previously described by the City of Nampa (Demographics
Forecast and Land Use Analysis for the Nampa Study Area and South Study Area 2007-2030,
June 2008).
For screening purposes, it was assumed that the improved roadways included in each
alternative would be principal arterials with three travel lanes in each direction and have a
posted speed of 40 miles per hour. In addition, each alternative was assumed to only have full
movement intersections at specific locations to limit vehicle conflicts and improve travel time.
For comparison purposes, the current traffic pattern that utilizes 11th Avenue South and 12th
Avenue South to accommodate regional travel was included as a “13th” or baseline alternative.

Screening Criteria
Five categories of screening criteria were established. The five categories are:
• Traffic and Freight
• Pedestrian and Bicycle
• Parking
• Cost
• Other
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The screening criteria identify potential impacts using readily available data, the baseline
alternative, and forecasts of future travel demand and needs. 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.
To evaluate the alternatives consistently, the downtown core area was defined as the area
bounded by Northside Boulevard, 16th Avenue South, 4th Street South, and Front Street This
area corresponds to the area included in the Nampa Streetscape Plan (July 2009).
Several of the criteria rely upon a comparison between the alternative and the current regional
(baseline) route. The baseline route is defined as:
• Starting at the Garrity Boulevard Interchange with I-84
th
• Continuing on Garrity Boulevard (I-84 Business Loop) to 11 Avenue North
nd
• Using 2 Street South and 3rd Street South to access 12th Avenue South
th
• Continuing on 12 Avenue South
• Ending at Roosevelt Avenue
This route was chosen as the baseline because it is currently the preferred regional traffic and
freight route designated by ITD. Other routes connecting I-84 to Roosevelt Avenue exist, but
neither the Franklin Boulevard nor Northside Boulevard interchange provides access directly to
12th Avenue South (SH-45).

Traffic & Freight Category
Criterion 1 - Change in forecast traffic volumes at HALs
This criterion measures the change in forecast traffic volume at specific HALs by comparing
the 2035 forecasted traffic volumes of the baseline network to the alternative network. It is
assumed that the accident rates at the HALs remain consistent between 2010 and 2035. For
example, if there is a forecasted traffic volume reduction at a HAL, it is assumed the number of
accidents at the location would be reduced given the same accident rate. Similarly, if the
forecast traffic volumes increase, it is assumed the number of accidents would increase.
The change in forecast traffic volumes is provided by COMPASS’ model forecasts for the
various alternatives. If the forecast traffic volumes entering the HALs increase by more than
10%, then the impact is considered HIGH. If the forecasted traffic volumes entering the HALs
do not change significantly (+/- 10%), the impact is considered MEDIUM. If the forecast
traffic volumes entering the HALs decrease by more than 10%, then the impact is considered
LOW. Because 1st Street South is not included in the COMPASS model, traffic forecast were
not available for the intersection of 11th Avenue South and 1st Street South. Thus this HAL was
not included in the evaluation.
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Criterion 2 - Regional Traffic & Freight Movement
This criterion measures whether the alternative route guides regional traffic and truck freight
around the downtown core area instead of through it.
If the alternative designates a regional traffic route through the downtown core then the impact
is considered HIGH. If the alternative designates a regional traffic route that travels partially
through the downtown core then the impact is considered MEDIUM. If the alternative
designates a regional traffic route that does not travel through the downtown core then the
impact is considered LOW.
Criterion 3 - Direct Routing between 12th Avenue South (SH-45) and I-84
This criterion measures how direct the alternative route is between 12th Avenue South (SH-45)
and I-84. The baseline route currently requires four (4) turns to travel either northbound or
southbound between 12th Avenue South (SH-45) and I-84.
If the alternative requires more turning movements than the baseline route then the impact is
considered HIGH. If the alternative has the same number of required turning movements as
the baseline route then the impact is considered MEDIUM. If the alternative has fewer
required turning movements than the baseline route then the impact is considered LOW.

Pedestrian and Bicycle
Criterion 1 - Change in forecast traffic volumes around the Pivot Block
This criterion measures the change in forecast traffic volumes on the streets that make up the
pivot block. Increased traffic volumes would create more congestion and more conflicts
between vehicles, pedestrians, and bicycles in the downtown core area.
The change in forecast traffic volumes can be measured using the forecasts provided by the
COMPASS model for the various alternatives. If the forecast traffic volumes on the pivot block
streets increase by more than 10%, then the impact is considered HIGH. If the forecast traffic
volumes on the pivot block streets remain the same (+/- 10%), the impact is considered
MEDIUM. If the forecast traffic volumes on the pivot block streets decrease by more than
10%, then the impact is considered LOW.
Criterion 2 - Change in number of through lanes in the downtown area
This criterion measures the change in the number of travel lanes needed along 2nd Street South,
3rd Street South, 11th Avenue South, 12th Avenue South (SH-45), and 16th Avenue South within
the downtown core area. This criterion is based on the 2035 needs of the current route verses
the 2035 needs associated with the alternative route. The methodologies used to determine the
needed number of lanes is based on planning level thresholds developed for the citywide plan.
Some alternatives may require additional travel lanes while others may reduce the number of
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needed travel lanes. When existing two-way streets are converted to one-way streets expanded
pedestrian and bicycle facilities can be developed at a lower cost within the existing right-ofway.
The change in the needed number of travel lanes on arterial roadways is measured using the
2035 forecasted traffic volumes for each alternative and the existing 2035 need. If the needed
number of travel lanes (based on the planning level thresholds used for the citywide plan) on
the arterial roadway increases, the impact is considered HIGH. If the needed number of travel
lanes on the arterial roadway remains the same, the impact is considered MEDIUM. If the
needed number of travel lanes on the arterial roadway decreases, the impact is considered
LOW.

Parking
Criterion 1 - Change in downtown on-street parking availability
This criterion measures the change in on-street parking availability between 11th Avenue
South, 12th Avenue South, 1st Street South, and 4th Street South in the downtown core area. It is
assumed no on-street parking would be allowed along the preferred alternative as on-street
parking can create safety and travel time deficiencies. Given the nature of the alternatives and
the fact that much of 11th Avenue South and 12th Avenue South are ITD facilities, it is assumed
that they are the only facilities that have the potential to see changes in on-street parking
policies. Some alternatives may require expansion or changes in 11th Avenue South and 12th
Avenue South that would not allow on-street parking.
If the on-street parking availability along 11th and 12th Avenue South has the potential to
remain the same or decrease, then the impact is considered HIGH. If the on-street parking
availability along 11th or 12th Avenue South remains the same, the impact is considered
MEDIUM. If the on-street parking availability along 11th or 12th Avenue South has the
potential to increase, the impact is considered LOW.

Cost
Criterion 1 - Required right-of-way
This criterion estimates the need for additional right-of-way to develop an alternative. If rightof-way is needed to develop new roadways for the alternative, then the impact is considered
HIGH. If right-of-way is needed to widen an existing roadway for the alternative, the impact is
considered MEDIUM. If negligible amounts of right-of-way are needed to support minor
improvements to roadways and intersections, the impact is considered LOW.
Criterion 2 - Impacts to homes and businesses
This criterion measures the impacts to homes and businesses to develop an alternative. If the
additional right-of-way needed to develop the alternative could require the relocation of homes
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and/or businesses, then the impact is considered HIGH. If the additional right-of-way needed
to develop the alternative impacts adjacent homes and businesses but would likely not require
relocation, it is considered MEDIUM. If the additional right-of-way needed to develop the
alternative would not significantly impact adjacent homes or businesses (e.g. within existing
right-of-way), it is considered LOW.
Criterion 3 - Need for new structures
This criterion measures the need for new structures to implement the alternatives. If new large
structures are needed to implement the alternative, such as new railroad crossings, then the
impact is considered HIGH. If new small structures are needed to implement the alternative,
such as new canal crossings, the impact is considered MEDIUM. If no new structures are
needed for an alternative, the impact is considered LOW.

Other
Criterion 1- Potential for changing the state system
Because Nampa does not control State (ITD) roadways, it is difficult for the NDC and city to
influence transportation decisions in downtown. Approximately 3.7 centerline miles of ITD
roadways currently exist within the study area boundary. An additional 1.8 centerline miles of
ITD roadway connect 11th Avenue North to the Garrity Boulevard interchange. This criterion
considers the potential for the city to negotiate future transfers in responsibility as a function of
route center line miles. The existing ITD centerline miles used for comparison purposes
represents what currently exists in the study area (3.7 miles) plus the additional 1.8 miles of the
I-84 Business Loop.
If the alternative increases the amount of centerline miles needed to connect I-84 and the I-84
Business Loop to 12th Avenue South (SH-45) beyond what currently exists, then the impact is
considered HIGH. If the alternative maintains the current amount of centerline miles (+/- 10%)
needed to connect I-84 and the I-84 Business Loop to 12th Avenue South (SH-45), the impact
is considered MEDIUM. If the alternative decreases the centerline miles needed to connect
12th Avenue South (SH-45) to the I-84 and the I-84 Business Loop, the impact is considered
LOW. For the purposes of this screening process, one way couplets are treated as one facility.
Thus centerline miles are assessed for each one-way roadway.
Criterion 2 – Neighborhood Compatibility
This criterion assesses the potential impacts to existing neighborhoods in the existing study
area. It does this by relying on COMPASS’ 2035 roadway functional classification Map and
assumes that the alternatives under consideration are classified as principal arterials. The
functional classification of a roadway is based on the roadway function within the context of
adjacent properties.
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If the alternative creates a new principal arterial(s) where there currently is not a road, or
changes the classification of collector and/or local roadways to a principal arterials, then it is
considered to have a HIGH impact to existing neighborhoods. If the alternative changes the
functional classification of minor arterials to principal arterials, then it is considered to have a
MEDIUM impact on existing neighborhoods. If the alternative uses existing roadways
currently identified as principal arterials, then it is considered to have a LOW impact to
existing neighborhoods.

Scoring Alternatives
A tiered scoring system was used. The first scoring tier identifies the alternatives with overall
low impacts from those with overall medium and high impacts. This was done by comparing
all of the scores for each criterion to develop a median score for a given alternative. For
example, if an alternative was estimated to have 5 low impacts, 4 medium impacts, and 2 high
impacts, the median score would be:
5 lows – 2 highs = 3 lows
4 medium – 3 lows = 1 medium
Thus, overall the alternative was considered to have a MEDIUM score.
Another example; if an alternative had 2 low impacts, 3 medium impacts, and 6 high impacts,
the median score would be:
6 highs – 2 lows = 4 highs
4 highs – 3 medium = 1 high
This example results in an overall score of HIGH. Alternatives with a LOW median score
were preferred over those with a median score of MEDIUM or HIGH.
The second tier only evaluated those alternatives with a LOW score from the first tier. It
compared an alternative’s total number of low impacts to its total number of high impacts. For
example, if an alternative was estimated to have 8 lows, 1 medium and 2 highs, it was given a
second tier score of 8 – 2 = 6. The higher the second tier score, the better because this means
the alternative had more positive aspects than negative ones.

Results
Twelve proposed alternatives for Downtown Nampa and the baseline condition (Alternative
13) were evaluated and scored using the screening process. Table 6 summarizes the outcome
of the process. A detailed description of the scoring for each alternative is presented in
Appendix B.
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Based on the screening evaluation, seven (7) alternatives were dismissed based on a tier one
(median) score of MEDIUM or HIGH. The dismissed alternatives include:
• Alternative 3
• Alternative 5
• Alternative 6
• Alternative 7
• Alternative 8
• Alternative 11
• Alternative 12
Two of the six options under Alternative 4 were also eliminated based on their median score.
Maintaining and improving the baseline (existing) route will always exist as an option, despite
the fact it received a median score of MEDIUM. Within the context of the screening process,
this means more attractive traffic alternatives exist for Downtown Nampa than the one
currently being employed.
Five (5) alternatives received a median score of LOW. They include:
• Alternative 1
• Alternative 2
• Alternative 4 (all three N1 options and the N2-S3 option)
• Alternative 9
• Alternative 10
Of these 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 the construction of a new overpass
in addition to impacting a significant number of homes. Overpass increases the cost and thus
decrease the likelihood of an alternative would be implemented given current transportation
funding forecasts. Therefore, Alternative 1 (Northside Boulevard – 7th – 12th) and Alternative 9
(11th and 12th One-Way N. of 7th Street S.) were advanced for further refinement and analysis.
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TABLE 6: ALTERNATIVE SCREENING RESULTS
Criteria
A - Traffic
Criterion 1 Change
in forecast traffic
volumes HALs

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

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

E - Other
Criterion 2
Neighborhood
Compatibility

Median
Score

2nd Tier
Score

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

Criterion 2 Regional
Traffic Route Use

Criterion 1 Required
right-of-way

Criterion 1 Potential
change in ITD Route

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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Refinement of Advanced Alternatives
Alternative 1: Northside Boulevard to 7th Street South to 12th
Avenue South
This alternative (Figure 4) promotes the use of Northside Boulevard for travel between
12th Avenue South (SH-45) and I-84 by improving Yale Street and 7th Street South. To
make this alternative route attractive to travelers, access to adjacent local roadways and
driveways would need to be limited, and key intersections along the route improved. There
are three improvement options specific to the intersections of 7th Street South at 12th
Avenue South and 7th Street South at 11th Avenue South, including:
• Option A: Cutting through the block on the southwest quadrant of the existing
intersection of 7th Street South and 12th Avenue South.
• 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 specific locations (e.g. 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 12th
Avenue South to accommodate an increase in turning traffic volumes. This includes
disconnecting 11th Avenue South from 7th Street South.

Current Adjacent Land Uses
Northside Boulevard connects to Yale Street by crossing the one-way couplet of 2nd Street
South and 3rd Street South. This couplet serves as the principal east-west arterial
connecting Downtown Nampa to the rest of the city. Currently, the land adjacent to
Northside Boulevard is primarily commercial, while Yale Street is transitioning from
primarily residential uses to more office and commercial. Yale Street connects to 7th Street
South at High Street Land adjacent to 7th Street South is primarily used for single-family
homes or office buildings.

Current Level of Access
Access to adjacent properties along Northside Boulevard south of I-84 is only allowed at
three locations:
st
• 1 Street North Extension
th
• 4 Street North Extension, and
th
• Shannon Drive/6 Street North Extension
Each of these intersecting roadways is classified as a collector. Left turns are limited along
much of Northside Boulevard to openings in the raised, landscaped median. However,
south of 3rd Street South access to the route becomes plentiful. Homes and offices front
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onto Yale Street and have direct access to the roadway. There are no alleyways serving
adjacent parcels along this portion of the route but there are several local roads intersecting
Yale Street controlled with STOP signs. A two-way left turn lane (TWLTL) separates the
travel lanes which allows motorists to make left turns anywhere along the roadway.
Similarly, access onto 7th Street South is plentiful with some properties having access both
to a mid-block alley and the arterial. There are some residents whose only current driveway
access is via 7th Street South. There are several local roads intersecting 7th Street South
controlled with STOP signs and a TWLTL allows motorists to make left turns anywhere
along the roadway.

Current Traffic Conditions
Current weekday traffic volumes, based on the most current information available, are
approximately:
• Northside Boulevard – 21,000 vehicles per weekday (vpd)
• Yale Street – 12,800 vpd
• 7th Street South – 12,500 vpd
On-street parking is allowed on Yale Street but is not allowed on 7th Street South or
Northside Boulevard Truck traffic is allowed on Northside Boulevard but not on Yale
Street or 7th Street South.

2035 Traffic Forecasts and Capacity Needs
Using growth forecasts provided by the City of Nampa for the Citywide Transportation
Plan and the COMPASS model, 2035 traffic conditions were forecast given the currently
funded transportation system. The 2035 traffic forecasts for Northside Boulevard, Yale
Street, and 7th Street South are:
• Northside Boulevard – 35,500 vpd
• Yale Street – 14,600 vpd
• 7th Street South – 17,750 vpd
As growth in the area continues, travel demand will increase resulting in more traffic and
an increasing number of vehicle conflicts at intersections and private driveways along the
route. Based on the travel demand forecasts above, if an alternative is not implemented for
Downtown Nampa:
• 7th Street South from Yale Street to 16th Avenue South would need to be widened.
• The intersections of 7th Street South at 11th Avenue South and 7th Street South at
12th Avenue South would need to be widened.
• The intersection of 7th Street South and 7th Avenue South would require a traffic
signal and possible widening.
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•

•

•

The intersection of Yale Street and High Street would either need to be:
o Widened and a traffic signal added, or
o Removed by disconnecting High Street from Yale Street (preferred)
The intersection of Yale Street and Davis Street would either need to be:
o Widened and a traffic signal added, or
o Removed by disconnecting Davis Street from Yale Street (preferred)
The intersections of Northside Boulevard at 2nd Street South and Northside
Boulevard at 3rd Street South would need to be widened.

2035 Concepts for Alternative 1
The concept for Alternative 1 is to improve the route along Yale Street and 7th Street South
to 12th Avenue South (SH-45) and include design features that facilitate the use of it by
regional traffic. The route would be changed from its current classification as a minor
arterial and designated as a principal (or major) arterial. Access on this route would be
limited to preserve the efficiency and function of the facility. This includes eliminating or
limiting access to Yale Street and 7th Street South and designing an adequate transition
to/from 7th Street South and 12th Avenue South.
Proposed typical sections for each roadway type are shown in Figure 16. This route would
conform to the specifications of a “Major Arterial – 5 Lane (A-5)” as outlined in the
Citywide Transportation Plan. The route is not currently included in the Nampa
Streetscapes Plan (July 2009) but some of the elements presented in the “Parkway”
streetscape could be incorporated. The total proposed width of the route is 100 feet
between proposed right-of-way lines. Bicycle lanes and on street parking are not
recommended as the route needs to operate at higher speeds and volume relative to the
adjacent collectors and local roadways. On street parking and bicycle lanes can reduce the
speeds and capacity of a roadway.
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All travel lanes should be a minimum of 12 feet wide with a 14 foot median. Other design
features include:
• Detached sidewalk, 5 feet in width
• Curb and gutter
• Irrigated 8 foot landscaped planter (park strip) separating the sidewalk from the
back of the curb
No widening of Northside Boulevard north of 2nd Street South is needed to accommodate
the future demand associated with this alternative. Therefore reconstruction of the railroad
overpass is not part of the concept. However, should the overpass need to be reconstructed
due to structural deficiencies prior to 2035, it should be built to accommodate three lanes of
traffic in each direction (6 total lanes) due to travel demand beyond the 2035 planning
horizon.
Additionally, no improvements are necessary for the intersections of Northside Boulevard
at 2nd Street South and at 3rd Street South should Alternative 1 be implemented. The
improvements identified in the Citywide Transportation Plan are only needed if the existing
traffic pattern using 11th Avenue South and 12th Avenue South is encouraged.
Yale Street and 7th Street South would be widened to accommodate two travel lanes in each
direction. Prior to implementation, the access management policy for this route will need to
be determined. Given the number of local road accesses along the route, it is recommended
that a median similar to the one on Northside Boulevard be used to eliminate left turns at
non-signalized intersections. The only locations left turns would be allowed along the route
would be:
• Yale Street at 2nd Street South
• 7th Street South at 7th Avenue South
• 7th Street South and 12th Avenue South
This amounts to roughly ½ mile spacing of full movement intersections. U-Turns at these
locations could then be used to access the intersecting local roads.
The Nampa Streetscapes Plan does not address the desired roadway section for 11th
Avenue South and 12th Avenue South south of 5th Street South. However, the plan does
indicate that a “Neighborhood” type of treatment is preferred. While this treatment is
reasonable for 11th Avenue South south of 3rd Street South, it is not appropriate for 12th
Avenue South. The traffic volumes forecasted for 2035 on 12th Avenue South between 7th
Street South and 3rd Street South would require the existing two lanes of traffic in each
direction (4 total lanes) to operate at LOS D.
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With the implementation of Alternative 1, 12th Avenue South north of 7th Street South no
longer needs to be classified as a principal arterial. This allows the design elements from
the Nampa Streetscapes Plan to be applied to this roadway. To discourage regional traffic
from using this portion of 12th Avenue South for anything but access into downtown,
design elements should be applied to help slow traffic and announce to drivers that they are
entering an area where more pedestrians and bicyclists will be present. To this end, posted
speeds should be lower than those on the alternative route. On-street parking could be
allowed on 12th Avenue South from 7th Avenue South to 3rd Street South. To encourage
truck traffic to use the new route around downtown, both 11th Avenue South and 12th
Avenue South would not allow heavy truck traffic and this would be communicated to
drivers via signs and/or pavement markings.
On 12th Avenue South between 3rd Street South and 4th Street South, the “Urban Historic”
cross section needs to be modified to allow for 4 lanes of travel (2 in each direction). To do
this, additional right-of-way would be needed to accommodate the proposed 21 foot
sidewalks. Access along this segment of 12th Avenue South should be controlled using a
raised curb or median, effectively making driveways and alleyways “right-in/right-out”
only.
Between 4th Street South and 7th Street South, 12th Avenue South transitions to a minor
arterial. As such, the roadway should have sidewalks wider than the standard 5 foot
identified in the citywide specifications and on-street parking could be allowed to help
buffer pedestrians from the roadway and calm traffic. These features are consistent with the
“Business Gateway” or “Village Gateway” types identified in the Nampa Streetscapes
Plan. Four travel lanes with a center curb or median are required to eliminate mid block
left turns to meet capacity needs.

Cost Estimate
The cost estimate is based on the methods and assumptions used to develop the cost
estimates for the Citywide Transportation Plan (provided in Appendix C). At several
intersections negligible amounts (i.e. less than 0.1 acres) of additional right-of-way are
needed. Specific assumptions made to estimate costs associated with each option include:
• Option A: Assumes additional right-of-way for and construction of 528 feet of new
5-lane roadway. Approximately 4 acres of additional right-of-way would be needed
where Albertson’s is currently located. The estimates do not include any costs
associated with relocating Albertson’s. Estimating these costs would be difficult
and likely require negotiations. However, should Albertson’s move from the
location at some point in the future, it may be possible to acquire the property
without having to relocate the store.

45

Downtown Traffic Alternatives Analysis

•

•

Option B: Assumes approximately ½ acre of right-of way would be needed to
extend 8th Street South to connect 11th Avenue South and 12th Avenue South. The
intersections of 11th Avenue South and 12th Avenue South at 8th Street South would
require traffic signal installations.
Option C: Assumes additional turn lanes (beyond those identified in the Citywide
Transportation Plan) would be needed at the intersection of 7th Street South and 12th
Avenue South. It also includes costs for disconnecting 11th Avenue South from 7th
Street South.

Table 7 presents the cost estimates for Alternative 1. These estimates (in 2010 dollars) are
for planning purposes only and should be refined during the project development process.

TABLE 7: ALTERNATIVE 1 CONCEPTUAL COST ESTIMATES
Additional

Construction

ROW Cost

Cost

Estimate

Estimate

(2010 $)

(2010 $)

Total

$ 395,000

$ 1,820,000

$ 2,215,000

7 St. South

$ 247,000

$ 2,614,000

$ 2,861,000

Disconnect Davis St.

Negligible

$ 10,000

$ 10,000

Disconnect High St.

Negligible

$ 10,000

$ 10,000

$ 153,000

$ 848,000

$ 1,001,000

$ 722,000

$ 1,477,000

$ 2,199,000

$ 297,000

$ 2,744,000

$ 3,041,000

$ 350,000

$ 1,022,000

$ 1,372,000

Option A Cost Estimate

$ 1,517,000

$ 6,779,000

$ 8,296,000

Option B Cost Estimate

$ 1,092,000

$ 8,046,000

$ 9,138,000

Option C Cost Estimate

$ 1,145,000

$ 6,324,000

$ 7,469,000

Yale St.

Roadway

th

Improve 7th St. South at 7th Ave.
South
Option A: CutIntersections

Through
th

11 Ave. South
and 12th Ave.
South at 7th St.
South

Option B: Blocka-bout
Option C:
Improve 12th Ave.
South, disconnect
11th Ave. South
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Challenges
The biggest challenges to the implementation of Alternative 1 (other than funding) include:
• Access Management: The success of the alternative is dependent upon less
connectivity to 7th Street South and Yale Street. The traffic entering and exiting
local side streets impede through traffic flow, reducing travel time along the
corridor. By limiting access to these local side streets and alleyways to three or four
specific locations traffic flow can be maintained and a reliable travel time
established. However, limiting access would reduce the connectivity of adjacent
neighborhoods. Specific to Option C, 11th Avenue South would need to be
disconnected from 7th Street South due to its proximity to the large intersection of
7th Street South and 12th Avenue South.
• Right-of-Way Acquisition: In order to widen the roadway, more right-of-way
would be needed. Along Yale Street, most of the right-of-way needed is currently
the front lawns of homes and businesses. However, along 7th Street South, the rightof-way needed is currently side yards of homes. There are some locations where
residents could be significantly impacted. The exact number and types of impacts to
adjacent properties will need to be identified during project development. Specific
to Option A, an entire block of currently commercial property would need to be
acquired.
• Potential Impacts to Cultural Resources: A cultural resources analysis would be
required to determine if some of the structures along Yale Street and 7th Street
South could be eligible for the National Register of Historic Places.
• Traffic Operations at the intersections of 11th Avenue South and 12th Avenue South:
Specific to Option A, identifying the specific design needs for the intersections of
7th Street South at 11th Avenue South and 12th Avenue South (SH-45) will require
additional analysis. At issue is how to configure the two intersections to provide the
desired traffic flow at LOS D and minimize disruptions to connectivity. It is
possible that connectivity to 11th Avenue South would need to be eliminated and
connectivity to 12th Avenue South altered. Thus, maintaining the current level of
access to Downtown Nampa could be challenging if Option A is implemented.

Alternative 9: 11th Avenue South and 12th Avenue South OneWay Couplet North of 7th Street South
Alternative 9 encourages traffic to use either Northside Boulevard or 16th Avenue South to
travel between I-84 and 12th Avenue South (SH-45) through the use of a one-way couplet
created along four blocks of both 11th Avenue South and 12th Avenue South between 3rd
Street South and 7th Street South. This alternative is shown in Figure 12. There are two
options for the one-way couplet:
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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.

Current Land Use
As previously described, the land adjacent to Northside Boulevard is primarily commercial
while the land along Yale Street is transitioning from primarily residential uses to more
office and commercial. Land adjacent to 7th Street South is primarily being used for singlefamily housing or offices. On 7th Street South east of 12th Avenue South there is a large
church that occupies most of the land adjacent to northern side of the roadway.
The land adjacent to 16th Avenue South is primarily residential with several houses fronting
onto the roadway. Traveling north from the intersection of 2nd Street South and 16th
Avenue South the area transitions from residential to primarily commercial uses with many
businesses fronting onto 16th Avenue Three blocks north of the railroad tracks, the land
adjacent to 16th Avenue North transitions back to residential. 16th Avenue North terminates
at Garrity Boulevard, providing access to Lakeview Park, one of the City’s largest and
oldest parks.

Current Level of Access
Access is controlled along Northside Boulevard via a raised, landscaped median as
previously described. Access to Yale Street becomes frequent as homes and offices front
onto the roadway directly. There are several local roads intersecting Yale Street controlled
with STOP signs. A TWLTL separates the travel lanes on Yale Street
Accesses onto 7th Street South are frequent. There are several local roads intersecting 7th
Street South controlled with STOP signs and a TWLTL allows motorists to make left turns
anywhere along the roadway. Between 12th Avenue South and 13th Avenue South, left
turns into driveways along 7th Street are prohibited through the use of a concrete curb in
the median. Access along the remainder of 7th Street South (from 14th Avenue South to 16th
Avenue South) is similar to that west of 11th Avenue South with direct access to homes and
alleyways. STOP signs control the “T” intersections created at 14th Avenue South and 15th
Avenue South. The large church adjacent to the north side of 7th Street South has one
painted crosswalk at 14th Avenue and six uncontrolled, full-movement driveways
connecting their parking lots to 7th Street South. One of these driveways is approximately
80 feet from the intersection of 7th Street South and 16th Avenue South.
Access to 16th Avenue South between 7th Street South and 1st Street South is also frequent
with each house or business having its own connection to the roadway. There are alleyways
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parallel to 16th Avenue South serving the adjacent properties along this portion of the route
and there are several local roads intersecting 16th Avenue South controlled with STOP
signs. The intersections with 7th Street South, 3rd Street South, and 2nd Street South are
controlled using traffic signals. There is no TWLTL on 16th Avenue South which creates
travel delay as traffic must either stop or slow to a crawl as left-turning vehicles wait for a
break in opposing traffic to maneuver onto local roadways, collectors, and driveways.
North of the 16th Avenue railroad overpass there are frequent accesses given to the adjacent
properties. Each home and business fronting 16th Avenue North has direct access to the
roadway. There are no alleyways serving adjacent parcels and no TWLTLs. With the
exception of the intersection at 3rd Street North, intersecting roads are controlled with
STOP signs. In addition to two park access roads, three small surface parking lots exist
adjacent to 16th Avenue North between 7th Street North and Garrity Boulevard No
TWLTLs or acceleration/deceleration lanes accompany the access to these parking lots.

Current Traffic Conditions
Weekday traffic volumes, based on the most recent information available, are
approximately:
• Northside Boulevard – 21,000 vpd
• Yale Street – 12,800 vpd
• 7th Street South (West of 12th Avenue South) – 12,500 vpd
• 7th Street South (East of 12th Avenue South) – 8,900 vpd
• 16th Avenue South (South of 2nd Street South) – 19,000 vpd
• 16th Avenue (at the railroad overpass) – 23,000 vpd
• 16th Avenue North – 15,000 vpd
On-street parking is allowed on Yale Street but is not allowed on Northside Boulevard or
on 16th Avenue Parking is also not allowed on 7th Street South from Yale Street to 14th
Avenue South. Beyond 14th Avenue South on-street parking is allowed. Truck traffic is
currently allowed on Northside Boulevard and 16th Avenue but not on Yale Street or 7th
Street South.

2035 Traffic Forecasts and Capacity Needs
Using growth forecasts provided by the City of Nampa for the Citywide Transportation
Plan and the COMPASS model, 2035 traffic conditions were forecast given the currently
funded transportation system:
• Northside Boulevard – 35,500 vpd
• Yale Street – 14,600 vpd
• 7th Street South (West of 12th Avenue South) – 17,750 vpd
• 7th Street South (East of 12th Avenue South) – 13,000 vpd
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16th Avenue South (South of 2nd Street South) – 16,000 vpd
16th Avenue (at the railroad overpass) – 42,000 vpd
16th Avenue North – 30,000 vpd

Additional capacity is needed along 7th Street South and 16th Avenue to accommodate 2035
travel demand even if no changes to the current traffic pattern are made. In addition to the
needs previously identified along Yale Street, Northside Boulevard, and 7th Street South:
• The intersection of 16th Avenue North and Garrity Boulevard would need to be
widened.
• 16th Avenue North and South from Roosevelt Avenue to Garrity Boulevard would
need to be widened to accommodate a TWLTL. The railroad overpass would not
require widening.
• The intersections of 16th Avenue South at 2nd Street South and at 3rd Street South
would need to be widened.
• The intersection of 16th Avenue North at 3rd Street North would need to be widened.

2035 Concept for Alternative 9
The objective of Alternative 9 is to improve 16th Avenue, 7th Street South, and Yale Street
and include design features that facilitate the regional movement of people and goods
around Downtown Nampa instead of directly through it. 16th Avenue, 7th Street South, and
Yale Street would be changed from their current classification as minor arterials and
designated as principal (or major) arterials. Access on these routes would be limited and/or
restricted to preserve its efficiency and functionality. This includes eliminating or limiting
side street access to the route. A key feature of this alternative is the use of a one-way
couplet to facilitate the redistribution of regional traffic from 11th Avenue and 12th Avenue
to 7th Street South and Northside Boulevard or 16th Avenue South.
Proposed typical sections for each roadway type critical to the alternative are shown in
Figures 17 and 18. The entire route would need to conform to the specifications of a
“Major Arterial – 5 Lane (A-5).” At a minimum the route would conform to a 5-lane (A-5)
arterial. However some sections of the route may need to accommodate six lanes of travel.
Specific to Option A, the possible 6-lane sections include:
• 7th Street South between 7th Avenue South and 16th Avenue South
• 16th Avenue South between 7th Street South and 2nd Street South
Specific to Option B, the possible 6-lane sections include:
• 7th Street South between 7th Avenue South and 12th Avenue South
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16th Avenue South between 3rd Street South and 2nd Street South

As part of Alternative 9, the intersection of 7th Street South and 16th Avenue South would
need to be improved to account for the additional number of travel lanes on 7th Street
South.
No widening of the Northside Boulevard or 16th Avenue railroad overpasses would be
needed to accommodate the additional demand associated with this alternative. Therefore
reconstruction of these structures is not part of the concept at this time. However, should
either of these overpasses need to be reconstructed due to structural deficiencies prior to
2035, they should be built to accommodate three lanes of traffic in each direction (six total
lanes) due to the travel demand beyond the 2035 planning horizon.
As with Alternative 1, no improvements would be necessary to the intersections of
Northside Boulevard at 2nd Street South and at 3rd Street South. The improvements
identified in the Citywide Transportation Plan would only be needed if the existing traffic
pattern using 11th Avenue South and 12th Avenue South is encouraged.
Prior to implementation, the access management policy for this route would need to be
determined. Given the number of local roads accessing the route, it is recommended that a
landscaped median be used to eliminate left turns at non-signalized intersections. Thus, the
only locations left turns would be allowed are:
• Yale Street at 2nd Street South
• 7th Street South at 7th Avenue South
• 7th Street South at 11th Avenue South
• 7th Street South at 12th Avenue South
• 7th Street South at 16th Avenue South
• 16th Avenue South at 2nd Street South
• 16th Avenue South at 3rd Street North
This amounts to roughly 1/3 mile spacing of full movement intersections. U-Turns at these
locations would then be used to access intersecting local roads.
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The route is not currently included in the Nampa Streetscapes Plan but it can incorporate
some of the elements of the “Parkway” streetscape identified in the plan. Bicycle lanes and
on street parking are not recommended because of the potential detrimental impacts they
have on the route’s travel speed and capacity. All travel lanes should be a minimum of 12
feet wide with a 14 foot median. Other design features include:
• Detached sidewalk, 5 feet in width
• Curb and gutter
• Irrigated 8 foot landscaped planter (park strip) separating the sidewalk from the
back of the curb
The Nampa Streetscapes Plan does not address the desired roadway section for 11th
Avenue South and 12th Avenue South, south of 5th Street South. However, from 5th Street
South to 4th Street South, the plan assumes a “Neighborhood” streetscape. This type closely
resembles the specifications for a 2-lane collector with on-street parking (C-2-P).
Alternative 9 creates a one-way couplet with 11th Avenue South and 12th Avenue South to
which the “Neighborhood” streetscape could be applied. Forecasted traffic volumes on the
couplet suggest two lanes on each roadway would function at LOS D or better.
Because of these lower forecasted volumes 12th Avenue South could be reclassified as a
minor arterial or collector. 11th Avenue South south of 3rd Street South is already classified
as a collector. Ultimately the two roadways would function as a couplet and should have
the same classification.
In order for Alternative 9 to perform optimally, 11th Avenue South should also be a oneway roadway south of 7th Street South. The one-way configuration on 11th Avenue South
could end at 8th Street South or continue as far as West Roosevelt Avenue

Cost Estimate
Table 8 presents the cost estimates for Alternative 9. These estimates are for planning
purposes only and will be refined during the project development process.
All of the cost estimates (in 2010 dollars) are based on the methods and assumptions used
to develop the estimates for the Citywide Transportation Plan (provided in Appendix C).
At several intersections negligible amounts (i.e. less than 0.1 acres) of additional ROW are
needed. Specific assumptions made to estimate costs include:
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TABLE 8: ALTERNATIVE 9 COST ESTIMATES

Yale St.

Roadway

Construction

ROW Cost

Cost

Estimate

Estimate

(2010 $)

(2010 $)

Total

$395,000

$1,820,000

$2,215,000

7th St. South

2035 Need

$359,000

$3,802,000

$4,161,000

(Yale St. to 16th

Option A Widening

$359,000

$3,213,000

$3,572,000

Ave. South)

Option B Widening

$200,000

$1,787,000

$1,987,000

16th Ave. South

2035 Need

$193,000

$2,041,000

$2,234,000

(7 St. South to

Option A Widening

$201,000

$1,796,000

$1,997,000

Garrity Blvd.)

Option B Widening

$35,000

$314,000

$349,000

$449,000

$4,752,000

$5,201,000

th

16th Ave. North
Disconnect Davis St.

Negligible

$10,000

$10,000

Disconnect High St.

Negligible

$10,000

$10,000

$153,000

$848,000

$1,001,000

Improve 7 St. South at 11 Ave. South

$203,000

$848,000

$1,051,000

Improve 7th St. South at 12th Ave. South

$199,000

$1,002,000

$1,201,000

Improve 16th Ave South at 3rd St. South

$153,000

$1,002,000

$1,155,000

Improve 16th Ave South at 2nd St. South

$199,000

$848,000

$1,047,000

$153,000

$1,002,000

$1,155,000

$266,000

$1,002,000

$1,268,000

$179,000

$667,000

$846,000

Option A Cost Estimate

$3,282,000

$23,996,000

$27,278,000

Option B Cost Estimate

$2,870,000

$20,753,000

$23,623,000

th

th

Improve 7 St. South at 7 Ave. South
th

Intersections

Additional

th

th

rd

Improve 16 Ave South at 3 St. North
Improve 7th St.
South at 16th
Ave. South

Option A (125 ft x
140 ft)
Option B (112 ft x
112 ft)
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Option A: As previously described, several sections of the route would likely need
to be six lanes in order to meet the LOS D threshold established by the Citywide
Transportation Plan. Therefore the cost estimates for this option reflect the
additional right-of-way and construction needed to build a 6-lane roadway
assuming a 5-lane roadway already exists (see Figure 4). Based on the City’s street
cross section requirements, a 6-lane arterial (A-7) would be 25 feet wider than a 5lane arterial (A-5). This option also requires the footprint of 7th Street South at 16th
Avenue South to be larger to account for two legs with at least 5 approach lanes and
three receiving lanes.
Option B: This option needs fewer sections of 6-lane roadway. As a result the
footprint for the intersection of 7th Street South at 16th Avenue South would not
need to be as large. It is assumed that this intersection would be 112 feet by 112 feet
and cost 33% less than Option A to construct.

Challenges
The biggest challenges to the development of this alternative include:
• Access Management: As with Alternative 1, the success of Alternative 9 is reliant
upon less connectivity to the route in favor of moving traffic. The volumes of traffic
entering and exiting the route from local side streets impede through traffic flow,
reducing travel time. By limiting access to these local side streets and alleyways,
traffic flow can be maintained and a reliable travel time established.
Implementation of Alternative 9 would require left turns be limited to specific, full
movement intersections located approximately every 1/3 of a mile on 16th Avenue
South and 16th Avenue North. This could present a problem for those wanting to
access the surface parking lots near Lakeview Park. It could also adversely impact
the neighborhoods adjacent to the route by reducing their connectivity.
• Right-of-Way Acquisition: In addition to the impacts previously described with
Alternative 1, right-of-way would be needed along 16th Avenue South and 16th
Avenue North. Option A would require more right-of-way along 16th Avenue South
than does Option B. Therefore, many residents along 16th Avenue South could be
significantly impacted with the implementation of Option A. The exact number and
types of impacts to adjacent properties will be identified during project
development.
• Potential Impacts to Cultural Resources: A cultural resources analysis would be
required to determine if some of the structures along the route could be eligible for
the National Register of Historic Places.
• Parking at Lakeview Park: Traffic accessing the surface parking lots directly
adjacent to 16th Avenue North would create delay and conflict along the route.
Also, the parking lots located on the east side of 16th Avenue South across from the

56

Downtown Traffic Alternatives Analysis

park would encourage pedestrians to cross the roadway, usually at the midblock. To
implement this alternative, the Lakeview Park parking lots on the eastside of 16th
Avenue North should be closed.

Analysis of Conceptual Alternatives
To identify the best performing alternative options, measures of effectiveness (MOEs)
related to the initial screening of alternatives were selected. The three MOEs selected
include:
• Needed number of approach lanes – This MOE highlights those intersections that
are more manageable for pedestrians. The fewer number of lanes there are to cross,
the more pedestrian friendly the alternative.
• Total delay (in seconds per vehicle) – This MOE relates to how effective the
alternative option is at improving travel time in the peak hour. It is the aggregate
estimated delay for all of the intersections in a specific geography or category.
• Average LOS – Estimate of the traffic flow during the peak hour on average for all
of the intersections in a given area. LOS D or better was identified by the Nampa
Citywide Transportation Plan as the threshold for the transportation system.
Intersection LOS was determined for each option of Alternative 1 and Alternative 9
using the Highway Capacity Manual (HCM) methodologies.
To evaluate each of the MOEs the Synchro analysis tool was used in conjunction with 2035
COMPASS p.m. peak hour model forecasts. Synchro networks for the analysis of
Alternatives 1 and 9 were based on the 2035 COMPASS model network and the
improvements identified in the Nampa Citywide Transportation Plan Needs Assessment
Technical Report (March 2010). Traffic signal timing was optimized using the algorithms
within the Synchro model to represent future conditions. COMPASS model assumptions
include a 40 mph posted speed for the regional route in each alternative, Nampa-specific
2035 growth forecast, and roadway network assumptions as previously described.
Table 9 provides the comparison of the MOEs for each option. The results for each
intersection included in the Synchro analysis were aggregated into specific geographies and
categories. The geographies/categories are defined as:
• 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.
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Pivot Block – 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 9: COMPARISON OF ALTERNATIVE MOEs
Study

Downtown

Pivot

Key

Area

Core Area

HALs

Block

Intersections

Option A

28

7

12

3

3

Option B

24

7

8

6

6

Option C

28

6

11

5

5

Alternative

Option A

31

9

14

6

6

9

Option B

24

4

9

2

2

Option A

660

240

270

140

110

Option B

700

330

340

220

180

Option C

640

260

300

190

170

Alternative

Option A

810

250

410

180

180

9

Option B

640

220

260

150

120

Total Number of
Added Approach
Lanes*
Alternative
1

Total Peak Hour
Delay (sec/veh)*
Alternative
1

Average LOS*
Better
Alternative
1

Alternative
9
*

Option A

D

D

D

than D

D

Worse
Option B

D

D

D

than D

Worse than D

Option C

D

D

D

D

Worse than D

Worse

Worse

Option A

than D

D

than D

D

Worse than D

Option B

D

D

D

D

D

Bold indicates the best performing alternative/option.

Network adjustments were made to the alternative options in order to represent an access
controlled route. Specific to Alternative 1A, the model connectivity around the area of 7th
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Street South and 12th Avenue South was modified. The link representing 7th Street South
was broken between 11th Avenue South and 12th Avenue South and a link was added
connecting 12th Avenue South to 11th Avenue South at 7th Street South. North of the new
connection, 12th Avenue South was modeled as a one-way street for northbound traffic
only. Figure 19 shows how Alternative 1A was represented for traffic forecasting
purposes.
All of the Alternative 1 options performed well in the study area and downtown core area.
Alternative 1B had the most intersection delay of all the alternatives in the downtown core
area. However, it had the fewest number of approach lanes at the HALs, potentially making
them easier and safer for bicyclists and pedestrians to cross. Option A produced the least
amount of delay at the HAL intersections. When considering the pivot block and key
intersections, Alternative1A outperformed all other options.
In every case, Alternative 9B outperformed Alternative 9A. Alternative 9B scored high in
three of the five geographies/categories when considering the number of approach lanes
and in total peak hour delay for the downtown core area. The average LOS for the
intersections analyzed was D regardless of the geography or intersection category
considered. Alternative 9A requires 6-travel lanes on 16th Avenue South to accommodate
demand. Given the number of houses that front onto 16th Avenue South, it is possible that
several households may need to be relocated if Alternative 9A is implemented.
As part of the Synchro analysis of each alternative, 2035 intersection needs were reevaluated based on how the alternatives performed. If an intersection performed well above
the LOS D threshold in 2035, its existing configuration was considered sufficient for the
alternative option. Table 10 notes the intersections that may not need to be improved by
2035 if a given alternative option is implemented. An estimated cost associated with the
possible reduction in need is provided using the same methodology employed for the
Citywide Transportation Plan and the assumptions detailed in Appendix C. Similar to the
results of the MOE comparisons, both Alternatives 1A and 9B provide the greatest
reduction to the needed improvements in the study area.
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TABLE 10: POSSIBLE REDUCTION IN 2035 NEEDS
Alternative
Intersection
Improvement

1A

1B

1C

9A

9B

Not Needed

Needed

Needed

Needed

Not Needed

Needed

Not Needed

Not Needed

Needed

Needed

Needed

Needed

Needed

Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Not Needed

Needed

$ 3,609,000

$ 3,405,000

$ 3,405,000

$ 2,357,000

$ 3,704,000

2nd St. South &
12th Ave. South
2nd St. South &
16th Ave. South
3rd St. South & 11th
Ave. South
3rd St. South & 12th
Ave. South
3rd St. South & 16th
Ave. South
Reduction in Need
(in 2010 $)

VISSIM Simulation of Alternatives
Based on the analysis of Alternatives 1 and 9 options using Synchro, Alternative 1A and
9B were selected for simulation and travel time analysis using VISSIM modeling software.
VISSIM is a microscopic, behavior-based traffic simulation modeling platform developed
to analyze urban traffic operations. The program can simulate traffic operations under
many different constraints such as lane configuration, traffic composition, traffic signal
controls, speed limits, etc. This versatility makes VISSIM very useful in evaluating various
alternatives. It also provides 3-dimentional representations and animations of how traffic
may operate under given conditions. This feature is very useful in presenting alternatives
and describing each alternative’s performance.
Three VISSIM networks were created corresponding to the Synchro networks used to
identify existing and future capacity needs: a 2035 baseline network, Alternative 1A
network, and Alternative 9B network. They include all of the principal and minor arterials
in the study area. Existing collector roadways and intersections were added to the networks
as needed to adequately simulate traffic flow and travel times in the area. The intersection
configurations constructed in each simulation are based on those needed in order to meet
the LOS D threshold established by the Citywide Transportation Plan given 2035 p.m. peak
hour demand.
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The focus of the VISSIM simulation networks was on regional routes in and around
downtown. Therefore, driveways,
parking lot access, and alleyways were
not included in any of the simulations.
However, the 2035 traffic forecasts did
include vehicles with downtown origins
and destinations. Therefore some
vehicles are routed to and from multiple
points along the few collectors in the
network.
Vehicles were routed through the
VISSIM Simulation of Alternative 1A
network, originating and terminating at
the boundary roadways of the study
area. Based on the study area, the
following roadways were considered major roadways that carry most of the traffic into and
out of the downtown:
• Caldwell Boulevard
• Northside Boulevard
• Franklin Boulevard
th
• 11 Avenue North
th
• 16 Avenue (via Garrity Boulevard)
• Victory Road
• Holly Street
• Lone Star Road
th
• 12 Avenue South (SH-45)
The VISSIM simulations are based on
COMPASS’ travel demand forecast model
and calibration of the 2035 baseline
simulation was necessary to ensure it
accurately represented the forecasted
conditions along each alternative. Traffic
signal timing plans were optimized to 2035
conditions using the algorithms within the
VISSIM Simulation of Alternative 9B;
Synchro model. Traffic was then loaded onto
7th Ave. South at 7th St. South
each network and distributed using
percentages based on the turning movement forecasts developed for the Synchro analysis.
To ensure that traffic being loaded onto and distributed through the 2035 baseline
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simulation was representative of the 2035 COMPASS p.m. peak hour travel demand
forecast, traffic volumes were counted at various locations within the simulated network.
When the peak hour traffic counts output by VISSIM for the 2035 baseline simulation were
within 20% (+/- ) of the 2035 COMPASS peak hour travel demand model forecasts, the
simulation was considered calibrated. The calibrated baseline simulation was then used to
develop the simulations for Alternatives 1A and 9B. More information regarding the
development of the VISSIM networks is provided in Appendix D.
Besides allowing stakeholders to see what the two alternatives could look like and how
they might operate, VISSIM simulations can also provide estimates of future travel times.
Travel times for three key routes in each VISSIM network were measured. The key routes
identified were:
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from Northside Boulevard
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from Garrity Boulevard, and
th
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from 11 Avenue
North/Franklin Boulevard
Table 11 presents the simulated
travel times for Alternative 1A,
9B, and the 2035 baseline for
comparison purposes. Average
travel time measurements were
taken four times during the
simulation representing each 15
minute increment. When the
traffic simulation begins,
vehicles do not instantaneously
appear in the network. Rather,
Pivot Block Represented in VISSIM Simulations
vehicles load onto empty
in Alternatives 1A and 9B
roadways and traffic builds over
the simulated peak hour. Therefore, the traffic conditions in the first 15 minute increment
are light and not representative of p.m. peak hour conditions. After enough simulation time
was provided to load the network, more representative travel times were produced.
Therefore, the travel times in Table 11 are the average of the last three simulation
intervals.
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TABLE 11: SIMULATED TRAVEL TIMES
Regional Route
12th Ave. South to Northside Blvd.
Northside Blvd. to 12th Ave. South
12th Ave. South to Garrity Blvd.
Garrity Blvd. to 12th Ave. South
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

The simulated travel times show that both Alternative 1A and 9B are more efficient than
the 2035 baseline at moving traffic. If neither of the alternatives is implemented, the
shortest travel time between 12th Avenue South (SH-45) and I-84 would continue to be
through the middle of Downtown Nampa via 11th Avenue. This translates to higher speeds
and larger intersections in the pivot block, making the area less attractive for bicyclists and
pedestrians.
When comparing the travel times of Alternative 1A and 9B, Alternative 1A has a slightly
shorter simulated travel time between 12th Avenue South and Northside Boulevard
Alternative 9B has slightly shorter travel times between 12th Avenue South and Garrity
Boulevard and between 12th Avenue South and 11th Avenue North. Alternative 1A
provides the shortest simulated travel time between 12th Avenue South and I-84 (via
Northside Boulevard), while the shortest travel time between 12th Avenue South and I-84
using Alternative 9B remains through downtown via 11th Avenue North. Thus Alternative
1A may be better suited for routing regional traffic around downtown and facilitating the
pedestrian-friendly environment desired in and around the pivot block.

Recommendations
The capacity of the existing Downtown Nampa roadways and intersections is limited.
However demand for these facilities is projected to increase between 2010 and 2035,
resulting in an eventual failure of the system during peak travel times. Traffic volumes on
11th Avenue South and 12th Avenue South (SH-45) will continue to grow, increasing
congestion and delay around the pivot block. To accommodate the increase in demand,
roadways and intersections in the area need to be improved and widened or an adequate
alternative route needs to be established. An alternative route would make it possible to
create a more pedestrian friendly environment in Downtown Nampa while continuing to
provide the connectivity needed. By rerouting travelers destined for I-84 or 12th Avenue
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South (SH-45) around downtown instead of through it, a more pedestrian friendly
environment can be achieved on 11th Avenue South and 12th Avenue South (SH-45). The
scale of the roadways and intersections in downtown could then potentially be smaller,
facilitating travel speed reductions and more contextually sensitive roadway designs.
Therefore, it is recommended that the City of Nampa, in conjunction with the NDC Board,
identify and begin developing an adequate alternative for regional traffic to facilitate
Downtown Nampa redevelopment efforts.
Based on an analysis of 12 distinct alternative routes and the existing (or baseline) traffic
pattern, Alternatives 1A and 9B were found to perform the best. Alternative 1 has some
distinct advantages over Alternative 9. For one, it requires fewer total lane-miles of
roadway improvements to accommodate 2035 demand making it potentially less
expensive. It also provides a reasonable travel time between I-84 and 12th Avenue South
(SH-45) while at the same time reducing the amount of delay experienced at the
intersections adjacent to the pivot block. A complete summary of all the MOEs developed
for this analysis is provided by Table 12.
TABLE 12: SUMMARY OF ALTERNATIVE PERFORMANCE
Measure of Effectiveness
Study Area
Total Number of Added
Downtown
Approach Lanes
Pivot Block
Study Area
Total Peak Hour Delay
Downtown
(sec/veh)
Pivot Block
Study Area
Average LOS
Downtown
Pivot Block
Cost Estimate (2010 $)

Alternative 1A
28
7
3
660
240
140
D
D
Better than D
$8.3 million

Alternative 9B
24
4
2
640
220
150
D
D
D
$23.6 million

Possible Reduction in Need (2010-2035)

$3.6 million

$3.7 million

Fastest Travel Time (min/veh); Route

4.0;
7th Ave. South via
Northside Blvd.

4.0;
via 11th Ave.

The performance of Alternative 9B would require developing a one-way couplet using 11th
Avenue South and 12th Avenue South (SH-45). In doing this, the roadways and
intersections along these corridors would not require widening and signal timing could be
improved, reducing delay. When just the impacts to the pivot block are considered,
Alternative 1A performs slightly better than 9B. It also is estimated to cost less and provide
regional traffic with a faster way to access I-84 that doesn’t involve 11th Avenue. For these

65

Downtown Traffic Alternatives Analysis

reasons Alternative 1A is recommended to the City of Nampa and the NDC for further
development.

Next Steps
Once an alternative has been endorsed by the city and the NDC Board, additional work
needs to be done to refine the concept. As part of the refinement process, an Alternative
1A/9B “hybrid” should be explored. The hybrid alternative would utilize the route
developed by Alternative 1A but include the one-way couplet concept used in Alternative
9B. This could improve the performance of Alternative 1A, reducing delay and improving
LOS in Downtown Nampa while allowing for more connectivity. One of the concerns with
Alternative 1A is the distance between the intersections of 12th Avenue South (SH-45) and
11th Avenue South on 7th Street South. Utilizing the one way couplet provided by
Alternative 9B would help these two intersections perform better.
Additionally, the use of a roundabout (or roundabouts) should be investigated as a method
to route traffic between of 12th Avenue South (SH-45) and 7th Street South. Roundabouts
offer less delay, fewer vehicle conflicts, and less sever impacts when compared to other
intersection designs, improving the safety of the alternative. A roundabout would also
provide the city with an opportunity to develop a gateway feature on the south end of
downtown.
The City of Nampa and the NDC Board should also consider conducting an environmental
evaluation of the recommended alternative. This will help identify any potential
environmental justice issues and cultural resource impacts the alternative may have along
the alignment. It will also help to refine the initial “ball-park” cost estimate by identifying
any issues not considered or included. Should the development and possible construction of
the alternative utilize federal funding sources an environmental study satisfying the
requirements of the National Environmental Policy Act (NEPA) will be required. An
environmental evaluation will help identify the proper type of action (i.e. environmental
impact study, environmental assessment, or categorical exclusion) required.
Concurrent with the environmental study, some preliminary design work needs to be
completed to more accurately identify the amount of right-of-way required. It is possible
the alternative would require the removal of some dwelling units along 7th Street South.
However this cannot be determined until more detailed design work is complete. The storm
water collection and drainage needs of the alternative would also be identified during
preliminary design.
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As part of the concept refinement process, the amount and type of access along the route
will need to be decided. Ideally the only full movement intersection on 7th Street South
between 11th Avenue/ 12th Avenue South (SH-45) and Northside Boulevard would be at
7th Avenue South. All other driveways, alleyways, and avenues would be limited to rightin/right-out or eliminated. The amount and type of access along the route should be decided
prior to starting the preliminary design process.
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Appendix A: Synchro Network Assumptions
•

Software Used – Synchro version7

•

Existing p.m. peak hour (4 to 6 p.m.) turning movements provided by the City of
Nampa and the NDC were input into the Synchro network model and used to
analyze existing conditions

•

Signalized intersection assumptions:
1. Detector Type – Actuated Coordinated
2. Existing Cycle Lengths – Generally, 80 seconds during p.m. peak hour or
as per the signal timing plan sheets provided by the city.
3. Yellow Time – as per the signal timing plan sheets provided by the city
4. All Red Time – as per the signal timing plan sheets provided by the city

•

Peak Hour Factors (PHF) were calculated using intersection count data provided
by the city and the NDC

•

Some traffic count data included Percent of Heavy Vehicles (%HV) that was used
in the analysis. Several intersection counts did not include a %HV measurement.
Therefore, %HV was assumed to be 2% per the original analysis.

•

Saturation Flow Rate was assumed to be 1,900 vehicles per hour

•

It is assumed that the parking lots/driveways between intersections will add or
remove traffic from the network, so traffic volumes are not balanced in the
network
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Appendix B: Scoring Results for All Conceptual Alternatives
Alternative 1
Option A: Median Score – LOW, Second Tier Score – 5
Options B &C: Median Score – LOW, Second Tier Score – 7
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
Based on the COMPASS model two intersections were estimated to have
volume reductions greater than 10% percent. Specifically, the intersection
of 11th Avenue South and 3rd Street South has a 12% reduction and 16th
Avenue South at 3rd Street South has an 11% reduction. Additionally,
since Option A eliminates the intersection of 11th Avenue at 7th Street
South, a significant reduction in volume was assumed. Thus, the overall
score for all three alternative options is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area. The score for all three alternative options is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
Option A would require one turn, Option B would require three turns, and
Option C would require two turns to connect SH-45 and I-84. The current
route requires four turns. The score for all three alternative options is
LOW.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, four intersections were estimated to have
volume reductions greater than 10% percent while two intersections have
volume increases of greater than 10%. Thus, the score for all three
alternative options is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, the existing route will need the same
number of lanes as the alternative. Therefore the overall score for all three
alternative options is MEDIUM.
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Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts regional traffic off of 12th Avenue South at 7th Street South
to the Northside Boulevard interchange. This may allow for an increase in onstreet parking along 12th Avenue South. Thus the score for all three alternative
options is LOW.

Cost Criteria
•

Criterion 1 – Required Right-of-Way (ROW)
Alternative 1 will require the widening of Yale Street and 7th Street South.
Additionally Option A will require a new roadway where a current
commercial building exists (Albertson’s). Thus, Option A has a score of
HIGH, and Options B and C have a score of MEDIUM.

•

Criterion 2 – Impacts to Homes and Businesses
Alternative 1 will require the widening of Yale Street and 7th Street South
impacting surrounding homes and business. Additionally, Option A will
require the relocation of one business. Thus, Option A has a score of
HIGH, and Options B and C have a score of MEDIUM.

•

Criterion 3 – Need for New Structures
This alternative is not anticipated to require any new overpasses or
bridges. Because the route widens an existing roadway, only changes to
minor drainage structures (i.e. culverts) are anticipated. Thus, the score for
all three alternative options is LOW.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
Currently, there are 5.5 centerline miles of ITD roadway within the study
area. This alternative would allow for a direct connection of SH-45 to I-84
resulting in a reduction of 3.5 centerline miles in the state system. Thus,
the score for all three alternative options is LOW.
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•

Criterion 2 – Neighborhood Compatibility
This alternative changes the current roadway classification on 7th Street
South and Yale Street from a minor arterial to a principal arterial. Thus,
the score for all three alternative options is MEDIUM.

Alternative 2
Option A: Median Score – LOW, Second Tier Score – 2
Option B: Median Score – LOW, Second Tier Score – 3
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
Based on the COMPASS model three intersections were estimated to have
volume reductions greater than 10% percent. Specifically, the intersection
of 11th Avenue South at 7th Street South has a 41% reduction, 16th Avenue
South at 2nd Street South has an 11% reduction, and 16th Avenue South at
3rd Street South has a 10% reduction. All other HALs forecast traffic
volume changes of less than 10%. Thus, the score for both alternative
options is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route completely around the
downtown core area. Thus, the score for both alternative options is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
This Alternative would require 1 turn to connect SH-45 and I-84. The
current route requires 4 turns. Thus, the score for both alternative options
is LOW.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, five intersections were estimated to have
volume reductions greater than 10% percent and one intersection has a
volume increase of greater than 10%. Thus, the score for both alternative
options is LOW.
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•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, this alternative forecasts no change in
number of through lanes needed in the downtown core area. Thus, the
score for this alternative is MEDIUM.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative relocates SH-45 and shifts regional traffic to the Northside
Boulevard interchange. This may allow for an increase in on-street
parking along 12th Avenue South. Thus, the score for both options is
LOW.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 2 will require the construction of a new roadway between
Roosevelt Avenue and Yale Street that will require new ROW. Thus, the
score for both options is HIGH.

•

Criterion 2 – Impacts to Homes and Businesses
Alternative 2 will require the construction of a new roadway between
Roosevelt Avenue and Yale Street where there are currently homes and
businesses. Thus, the score for both options is HIGH.

•

Criterion 3 – Need for New Structures
Option A of this alternative utilizes an elevated roadway to connect SH-45
to Yale Street. This will require the construction of a large bridge. Option
B does not require any new bridges. Thus, Option A has a score of HIGH
and Option B has a score of MEDIUM because it would likely require
new culverts and possibly minor bridges.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
Currently, there are 5.5 centerline miles of ITD roadway within the study
area. This alternative shifts SH-45 to I-84 via the Northside Boulevard
interchange and would reduce the ITD centerline by 3.3 centerline miles.
Thus, the score for both alternative options is LOW.
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•

Criterion 2 – Neighborhood Compatibility
This alternative requires the construction of a new principal arterial that
would require the relocation of several homes and business, and it would
also change the current roadway classification on Yale Street from a minor
arterial to a principal arterial. Thus, the score for both alternative options
is HIGH.

Alternative 3
Median Score – MEDIUM, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HAL
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs two are part of the alternative and not evaluated.
Based on the COMPASS model, the two HALs were estimated to have
volume reductions greater than 10% percent. Specifically, the intersection
of 12th Avenue South at 3rd Street South has a 30% reduction and 12th
Avenue South at 7th Street South has a 19% reduction. 11th Avenue South
at 7th Street South is forecast to have a traffic volume increase of 14%.
Two HALs are forecast to have traffic volume changes of less than 10.
Thus, the score for this alternative is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area. Thus, the score for this alternative is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
This Alternative would require 4 turns to connect SH-45 to I-84 and the
current route requires 4 turns. Thus, the score for the alternative is
MEDIUM.
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Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, five intersections were estimated to have
volume reductions greater than 10% percent and one intersection has a
volume increase of greater than 10%. Thus, the score for this alternative
is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, this alternative forecasts no change in
current number of through lanes in the downtown core area. Thus, the
score for this alternative is LOW.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic off of 12th Avenue South at Roosevelt
Avenue and onto 16th Avenue South. This may allow for an increase in
on-street parking along 12th Avenue South. Thus, the score for this
alternative is LOW.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 3 utilizes existing roadways. However, Roosevelt Avenue and
16th Avenue South will require widening and additional ROW. Thus, the
score for this alternative is MEDIUM.

•

Criterion 2 – Impacts to Homes and Businesses
Alternative 3 utilizes existing roadways. However, Roosevelt Avenue and
16th Avenue South will require widening that is anticipated to impact
surrounding homes and business. Thus, the overall score for this
alternative is MEDIUM.

•

Criterion 3 – Need for New Structures
This alternative uses the 16th Avenue South Bridge over the railroad. It is
assumed that the bridge is not capable of accommodating six travel lanes
and will need to be rebuilt. Thus, the overall score for this alternative is
HIGH.
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Other Criteria
•

Criterion 1 – Potential for Changing the State System (ITD)
This alternative shifts SH-45 to I-84 via 16th Avenue South and would
increase the ITD centerline miles by 0.5 miles. Thus, the score for this
alternative is HIGH.

•

Criterion 2 – Neighborhood Compatibility
This alternative changes the current roadway classification on Roosevelt
Avenue from a minor arterial to a principal arterial. Thus, the overall
score for this alternative is MEDIUM.

Alternative 4
Option N1-S1: Median Score – LOW, Second Tier Score – 2
Option N1-S2: Median Score – LOW, Second Tier Score – 2
Option N1-S3: Median Score – LOW, Second Tier Score – 2
Option N2-S1: Median Score – MEDIUM, Second Tier Score – NA
Option N2-S2: Median Score – MEDIUM, Second Tier Score – NA
Option N2-S3: Median Score – LOW, Second Tier Score – 2
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs:
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs two are part of the alternative and not evaluated.
Based on the COMPASS model, all evaluated HALs were estimated to
have volume reductions greater than 10% percent. Thus, the score for all
six alternative options is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route completely around the
downtown core area. Thus, the score for all six options for this alternative
is LOW.
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•

Criterion 3 – Direct Routing Between SH-45 and I-84
This Alternative has six options. The following table summarizes the
number of turns and their corresponding score for each of the six route
options:
Table B-1: Direct Routing Score
Option

# of Turns

Score

S1-N1

4

Medium

S1-N2

2

Low

S1-N3

3

Low

S2-N1

6

High

S2-N2

4

Medium

S2-N3

3

Low

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, all intersections were estimated to have
volume reductions greater than 10% percent. Thus, the score for all six
options is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, this alternative forecasts no change in
current number of through lanes in the downtown core area. Thus, the
score for all six options is MEDIUM.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic off of 12th Avenue South at 7th Street South
and onto 7th Avenue South. This may allow for an increase in on-street
parking along 12th Avenue South. Thus, the overall score for all six
options is LOW.

Cost Criteria
•

Criterion 1 – Required ROW
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Additional ROW is needed with all six options for Alternative 4. Each
option requires the construction of a new bridge over the railroad at 7th
Avenue South. Thus, the score for all six options is HIGH.
•

Criterion 2 – Impacts to Homes and Businesses
There are impacts associated with all six options for Alternative 4. All of
which require either the construction of a new roadway or significant
widening of current roadways. Thus, the overall score for all six options is
HIGH.

•

Criterion 3 – Need for New Structures
All of the options associated with this alternative will require the
construction of a new bridge over the railroad at 7th Avenue South. Thus,
the score for all six options is HIGH.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
All options for this alternative connect SH-45 to I-84 via Northside
Boulevard or Franklin Boulevard and would decrease the ITD centerline
miles in the range of 0.1 to 2.1 centerline miles. Thus, the score for all six
options is LOW.

•

Criterion 2 – Neighborhood Compatibility
Each option for this alternative changes the current roadway
classifications of 7th Avenue South from a local roadway to a principal
arterial. Thus, the score for all six options is HIGH.

Alternative 5
Option A: Median Score – MEDIUM, Second Tier Score – NA
Option B: Median Score – HIGH, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
80

Downtown Traffic Alternatives Analysis

by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs four are part of the alternative and not evaluated.
Based on the COMPASS model, the intersection of 16th Avenue South at
2nd Street South has a 12% reduction in traffic volume, and the
intersection of 11th Avenue South at 7th Street South has a 24% increase in
traffic volume. The intersection of 16th Avenue South at 2nd Street South
has a forecasted traffic volume change of less than 10%. Thus, the score
for both alternative options is MEDIUM.
•

Criterion 2 – Regional Traffic Route
This alternative does not provide a regional travel route around the
downtown core area. Thus, the score for both alternative options is HIGH.

•

Criterion 3 – Direct Routing Between SH45 and I-84
The current route requires 4 turns. Option A requires 4 turns, and Option
B requires 2 turns. Thus, the score for Options A and B are MEDIUM
and LOW, respectively.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, three intersections were estimated to
have volume reductions greater than 10% percent and five intersections
have a volume increase of greater than 10%. Thus, the score for both
options is HIGH.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, the existing route will need five lanes on
12th Avenue South between 2nd Street South and 4th Street South. This
alternative assumes six lanes are needed for the same section of roadway.
Due to this increase in needed lanes, the score for both options is HIGH.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
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This alternative uses the existing SH-45 to I-84 connection. Therefore,
there will be no change in on-street parking. The score for both options is
MEDIUM.

Cost Criteria
•

Criterion 1 – Required Right-of-Way (ROW)
Alternative 5 requires the widening of 11th Avenue South and 12th Ave
South which may be accomplished with little or no new ROW. However,
Option B constructs a new roadway that will require the purchase of
significant ROW. Thus, the scores for Options A and B are LOW and
HIGH, respectively.

•

Criterion 2 – Impacts to Homes and Businesses
Widening 11th Avenue South and 12th Ave South will impact homes and
businesses. Option A uses existing roadways and likely will not require
relocation of homes or businesses. Option B constructs a new roadway
that will require the relocation of businesses. Thus, the scores for Options
A and B are MEDIUM and HIGH, respectively.

•

Criterion 3 – Need for New Structures
This alternative uses the 11th Avenue South railroad underpass. The
current bridge is not capable of accommodating six travel lanes. Thus, a
new railroad bridge will be needed. Thus, the score for both options is
HIGH.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
This alternative uses the existing SH-45 to I-84 connection. Therefore,
there will be no change in the State System. The score for both options is
MEDIUM.

•

Criterion 2 – Neighborhood Compatibility
This alternative uses the existing principal arterials. Therefore, there will
be no change in street classification. The score for both options is LOW.
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Alternative 6
Option A: Median Score – MEDIUM, Second Tier Score – NA
Option B: Median Score – HIGH, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs four are part of the alternative and not evaluated.
Based on the COMPASS model, the intersection of 16th Avenue South at
2nd Street South has a 12% reduction in traffic volume, and the
intersection of 12th Avenue South at 3rd Street South has a 93% increase in
traffic volume. The intersection of 16th Avenue South at 3rd Street South
has a forecast traffic volume change of less than 10%. Thus, the score for
both options is MEDIUM.

•

Criterion 2 – Regional Traffic Route
This alternative does not provide a regional travel route around the
downtown core area. Thus, the score for both options is HIGH.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires 4 turns, Option A requires 4 turns and Option B
requires 2 turns. The score for Options A and B are MEDIUM and
LOW, respectively.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block.
Based on the COMPASS model, two intersections were estimated to have
volume reductions greater than 10% and five intersections have volume
increases of greater than 10%. Thus, the score for both options is HIGH.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
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Based on the COMPASS model, the existing route will need five lanes on
12th Avenue South between 2nd Street South and 4th Street South. This
alternative assumes there will be six lanes for the same section of
roadway. Therefore, the score for both options is HIGH.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic off of 12th Avenue South and onto 11th
Avenue South at 7th Street South. The potential to increase on-street
parking on 12th Avenue South will be offset by the reduction of on-street
parking on 11th Ave South between 7th Street South and 3rd Street South.
Therefore, there will be no change in on-street parking. The overall score
for both options is MEDIUM.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 6 will require the widening of 11th Avenue South and 12th
Avenue South requiring little or no new ROW. However, Option B
constructs a new roadway that will require additional ROW. Thus, the
scores for Options A and B are LOW and HIGH, respectively.

•

Criterion 2 – Impacts to Homes and Businesses
Alternative 6 will require the widening of 11th Avenue South and 12th
Avenue South impacting homes and businesses. Option A uses existing
roadways and will not require relocation of homes or businesses, while
Option B constructs a new roadway that will require the relocation of
businesses. Thus, the scores for Options A and B are MEDIUM and
HIGH, respectively.

•

Criterion 3 – Need for New Structures
This alternative uses the 11th Avenue South railroad underpass. It is
assumed that the current railroad bridge is not capable of accommodating
six travel lanes. Therefore, a new railroad bridge will need to be
constructed resulting in a score for both options of HIGH.
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Other Criteria
•

Criterion 1 – Potential for Changing the State System
Although the transition between SH45 and I-84 Business Route is shifted
to 7th Street South, this alternative uses existing roadways to connect SH45 to I-84. Therefore, the score for both options is MEDIUM.

•

Criterion 2 – Neighborhood Compatibility
This alternative uses the existing principal arterials. Therefore, there will
be no change in street classification. The score for both options is LOW.

Alternative 7
Option A: Median Score – MEDIUM, Second Tier Score – NA
Option B: Median Score – MEDIUM, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs six are part of the alternative and not evaluated. The
7th Street South and 11th Avenue South intersection is the only HAL
evaluated. Based on the COMPASS model, this intersection has a 21%
increase in traffic volume. Thus, the score for both options is HIGH.

•

Criterion 2 – Regional Traffic Route
This alternative does not provide a regional travel route around the
downtown core area. Thus, the score for both options is HIGH.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns, and both options require four turns.
Thus, the score for both options is MEDIUM.

Bicycle and Pedestrian Criteria
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•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, eight intersections were estimated to
have volume reductions greater than 10% percent and two intersections
have a volume increase of greater than 10%. Thus, the score for both
options is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, the existing route will need three oneway lanes on 3rd Street South between 12th Avenue South and 16th Avenue
South. This alternative forecasts that four one-way lanes are needed for
the same section of roadway (an increase in number of lanes). However,
due to the nature of the proposed one-way couplet, 11th Avenue South and
12th Avenue South between 2nd Street South and 3rd Street South only
require three-one way lanes instead of the five lane two-way roadway that
are currently needed in 2035 (a reduction in number of lanes). Because
there is an overall reduction in the number of needed lanes, the score for
both options is LOW.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative provides a one-way couplet using 11th Avenue South and
16th Avenue South. There is no current on-street parking along this route.
Therefore, the score for both options is MEDIUM.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 7 will widen Roosevelt Avenue requiring little additional
ROW. However, Option B constructs a new roadway that will require the
purchase of ROW. Thus, the scores for Options A and B are LOW and
HIGH, respectively.

•

Criterion 2 – Impacts to Homes and Businesses
The widening of Roosevelt Avenue will impact homes and businesses.
Option A uses existing roadways and will not require relocation of homes
or businesses, while Option B constructs a new roadway that will require
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the relocation of businesses. Thus, the scores for Options A and B are
MEDIUM and HIGH, respectively.
•

Criterion 3 – Need for New Structures
This alternative converts 11th Avenue South and 16th Avenue South to one
way streets. Because of this the railroad crossings and will not require
widening and the score for both alternative options is LOW.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
The alternative has 5.5 centerline miles of ITD roadway, therefore. The
score for both options is MEDIUM.

•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of Roosevelt Avenue from a
minor arterial to a principal arterial. Therefore, the score for both options
is MEDIUM.
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Alternative 8
Median Score – MEDIUM, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs three are part of the alternative and not evaluated.
Based on the COMPASS model, 12th Avenue South at 3rd Street South,
12th Avenue South at 7th Street South, 16th Avenue South at 2nd Street
South, and 16th Avenue South at 3rd Street South all have traffic reductions
of 10% or greater. Therefore, the score for this alternative is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative does not provide a regional alternate route around the
downtown core area. Therefore, the score for this alternative is HIGH.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns, and this alternative requires two
turns. Thus, the score for this alternative is LOW.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, five intersections were estimated to have
volume reductions greater than 10% percent and three intersections have a
volume increase of greater than 10%. Therefore, the score for this
alternative is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
The COMPASS model forecasts the need to add one lane on 11th Avenue
South and the reduction of two lanes on 12th Avenue South. The result of
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this alternative forecast is an overall reduction in travel lanes. Therefore,
the score for this alternative is LOW.
Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic onto 11th Avenue South at Roosevelt Avenue.
This decreases the potential for on-street parking along 11th Avenue South,
however, the potential for on-street parking increases on 12th Avenue
South. This creates an offsetting effect. Therefore, the score for this
alternative is MEDIUM.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 8 widens 11th Avenue South and constructs a new roadway.
This will require the acquisition of new ROW. The score for this
alternative is HIGH.

•

Criterion 2 – Impacts to Homes and Businesses
Alternative 8 will require the widening of 11th Avenue South that will
impact homes and businesses. However, a new roadway will also be
needed requiring the relocation of homes and businesses. Therefore, the
score for this alternative is HIGH.

•

Criterion 3 – Need for New Structures
This alternative uses the 11th Avenue South railroad underpass. It is
assumed that the bridge is not capable of accommodating six travel lanes.
Thus, a new bridge will be needed resulting in a HIGH score for this
alternative.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
This alternative has 5.5 centerline miles of ITD roadway. Therefore, the
score for this alternative is MEDIUM.
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•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of 11th Avenue South from a
local roadway to a principal arterial. Therefore, the score for this
alternative is HIGH.

Alternative 9
Option A: Median Score – LOW, Second Tier Score – 4
Option B: Median Score – LOW, Second Tier Score – 4
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs six are part of the alternative and not evaluated. Based
on the COMPASS model, the intersection of 11th Avenue South at 2nd
Street South has a traffic reduction of less than 10%. Because there is not
a significant volume reduction at this HAL, the impact to the intersection
is considered neutral to the alternative. Since the other six HALs will be
improved by the alternative, the alternative’s overall impact is considered
LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area. Therefore, the score for this alternative is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns, and this alternative requires four
turns. Thus, the score for this alternative is MEDIUM.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, five intersections were estimated to have
volume reductions greater than 10% percent and there are no intersections
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that have a volume increase of greater than 10%. Therefore, the score for
this alternative is LOW.
•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, this alternative forecasts the need for
three lanes on 11th Avenue South between 2nd Street South and 4th Street
South and two lanes on 12th Avenue South between 2nd Street South and
4th Street South. To balance the number of one-way lanes on 12th Avenue
South and 11th Avenue South, 12th Avenue South would likely need to be
three lanes, despite the volume-based need. Thus, a reduction of two lanes
is anticipated on 11th Avenue South and 12th Avenue South. Although this
alternative includes a widening of 16th Ave to six lanes, there is a
reduction in travel lanes as a result of the alternative. Therefore, the score
for this alternative is LOW.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic onto 7th Street South, increasing the potential
for on-street parking along 11th Avenue South and 12th Avenue South. The
score for this alternative is LOW.

Cost Criteria
•

Criterion 1 – Required ROW
Alternative 9 widens 7th Street South, Yale Street, and 16th Avenue South.
This will require additional ROW. Thus, the score for this alternative is
MEDIUM.

•

Criterion 2 – Impacts to Homes and Businesses
The widening will impact homes and businesses but relocations are
unlikely. Therefore, the score for this alternative is MEDIUM.

•

Criterion 3 – Need for New Structures
This alternative uses the 16th Avenue South railroad overpass. The bridge
is not capable of accommodating six travel lanes and a new bridge will
need to be constructed. Therefore, the score this alternative is HIGH.
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Other Criteria
•

Criterion 1 – Potential for Changing the State System
This alternative increases the centerline miles of ITD roadway by 0.5
miles. Therefore, the score for this alternative is HIGH.

•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of 7th Avenue South and Yale
Street from a minor arterial to a principal arterial. Thus, the score for this
alternative is MEDIUM.

Alternative 10
Option A: Median Score – LOW, Second Tier Score – 2
Option A: Median Score – LOW, Second Tier Score – 2
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs two are part of the alternative and not evaluated.
Based on the COMPASS model, the intersections of 12th Avenue South at
3rd Street South and 16th Avenue South at 2nd Street South are the only
HALs with traffic reductions of 10% or greater. All other HALs have
forecasted traffic volume changes less than 10%. Therefore, the overall
score for both alternative options is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area and the score for both options is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns, and Option A and Option B require
seven and eight turns, respectively. The score for both options is HIGH.
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Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, three intersections were estimated to
have volume reductions greater than 10% percent and there are no
intersections that have a volume increase of greater than 10%. Thus, the
score for both options is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on COMPASS model forecasts, this alternative reduces the number
of lanes needed on 12th Avenue South between 4th Street South and 2nd
Street South. Therefore, the score for both options is LOW.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
Option A shifts traffic onto 7th Street South and Option B shifts traffic
onto Roosevelt Avenue increasing the potential for on-street parking along
11th Avenue South and 12th Avenue South. Therefore, the score for both
options is LOW.

Cost Criteria
•

Criterion 1 – Required ROW
Both options widen several roadways within the study area and require the
construction of a new railroad crossing. Thus, large amounts of additional
ROW will likely be needed. The score for both options is HIGH.

•

Criterion 2 – Impacts to Homes and Businesses
Both options widen several roadways within the study area, and require
the construction of a new railroad crossing impacting many homes and
businesses. It is likely relocation of some homes and businesses will be
required. Therefore, the score for both options is HIGH.

•

Criterion 3 – Need for New Structures
This alternative requires the construction of a new railroad overpass at
22nd Avenue South. Thus, the score for both options is HIGH.
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Other Criteria
•

Criterion 1 – Potential for Changing the State System
The alternative reduces the centerline miles of ITD roadway by 0.9 miles.
Therefore, the score for both options is LOW.

•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of several roadways from
minor arterials to principal arterials. The score for this alternative is
MEDIUM.

Alternative 11
Median Score – MEDIUM, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in Forecast Traffic Volumes at HALs
It is assumed that this alternative will increase traffic volumes at the HALs
located along the proposed route. It is also assumed that as part of the
alternative, the HAL intersections along the out are improved to reduce the
accident rate. Thus, traffic increases at HALs along the route will be offset
by intersection improvements and will not be considered in the scoring of
this criterion.
Of the seven HALs four are part of the alternative and not evaluated.
Based on the COMPASS model, the intersection of 11th Avenue South at
2nd Street South is the only HAL with a traffic reduction greater than 10%.
Also 12th Avenue South at 3rd Street South is the only HALs with a traffic
increase greater than 10%. All other HALs have forecasted traffic volume
changes of less than 10%. Therefore, the score for this alternative is
MEDIUM.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area. Therefore, the score for this alternative is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns and this alternative requires four
turns. Thus, the score for this alternative is MEDIUM.
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Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block.
Based on the COMPASS model, seven intersections are estimated to have
volume reductions greater than 10% percent. There are no intersections
that have a volume increase of greater than 10%. The score for this
alternative is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
This alternative reduces the needed number of lanes on 12th Avenue South
between 4th Street South and 2nd Street South. However, 16th Avenue
South would need to be six lanes wide to accommodate future traffic
volumes. Therefore, the score for this alternative is MEDIUM.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic onto 7th Street South and onto 16th Avenue
South increasing the potential for on-street parking along 11th Avenue
South and 12th Avenue South. Therefore, the score for this alternative is
LOW.

Cost Criteria
•

Criterion 1 – Required Right-of-Way (ROW)
This alternative widens 7th Street South and 16th Avenue South, additional
ROW acquisition. Therefore, the score for this alternative is MEDIUM.

•

Criterion 2 – Impacts to Homes and Businesses
This alternative widens 7th Street South and 16th Avenue South impacting
homes and businesses. However, relocations are not likely. Therefore, the
score for this alternative is MEDIUM.

•

Criterion 3 – Need for New Structures
This alternative uses the 16th Avenue South railroad overpass. It is
assumed that the bridge is not capable of accommodating six travel lanes
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and a new bridge will need to be constructed. Therefore, the score this
alternative is HIGH.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
The alternative reduces the centerline miles of ITD roadway by 1.5 miles.
Therefore, the score for this alternative is LOW.

•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of 7th Street South from a
minor arterial to a principal arterial. Thus, the overall score for this
alternative is MEDIUM.

Alternative 12
Median Score – MEDIUM, Second Tier Score – NA
Traffic & Freight Criteria
•

Criterion 1 – Change in forecast traffic volumes at HALs:
Based on the COMPASS model, this alternative forecasts a traffic
reduction of 10% or greater at six of the seven HALs in the study area.
The overall score for this alternative is LOW.

•

Criterion 2 – Regional Traffic Route
This alternative provides a regional travel route around the downtown core
area. The score this alternative is LOW.

•

Criterion 3 – Direct Routing Between SH-45 and I-84
The current route requires four turns and this alternative requires four
turns. The score for this alternative is MEDIUM.

Bicycle and Pedestrian Criteria
•

Criterion 1 – Change in Traffic Forecast Around the Pivot Block
Based on the COMPASS model, seven intersections are estimated to have
volume reductions greater than 10% percent and there are no intersections
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that have a volume increase of greater than 10%. Therefore, the score for
this alternative is LOW.

•

Criterion 2 – Change in Number of Through Lanes in the Downtown Core Area
Based on the COMPASS model, this alternative forecasts no change in
current number of through lanes in the downtown core area. Thus, the
score for this alternative is MEDIUM.

Parking Criteria
•

Criterion 1 – Change in Downtown On-Street Parking
This alternative shifts traffic onto Greenhurst Road and onto either
Midland Road or Happy Valley Road increasing the potential for on-street
parking along 11th Avenue South and 12th Avenue South downtown.
Therefore, the overall score for this alternative is LOW.

Cost Criteria
•

Criterion 1 – Required ROW
This alternative widens Greenhurst Road, Midland Road and Happy
Valley Road for several miles requiring additional ROW. The score for
this alternative is MEDIUM.

•

Criterion 2 – Impacts to Homes and Businesses
This alternative widens Greenhurst Road, Midland Boulevard and Happy
Valley Road for several miles impacting homes and businesses. However
relocations are unlikely. Thus, the score for this alternative is MEDIUM.

•

Criterion 3 – Need for New Structures
This alternative uses the Karcher Road interchange to the west. However,
to the east there is an at-grade railroad crossing on Happy Valley Road
that would require grade separation. Therefore, the score for this
alternative is HIGH.

Other Criteria
•

Criterion 1 – Potential for Changing the State System
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The alternative increases the centerline miles of ITD roadway by 6.5
miles. Therefore, the score for this alternative is HIGH.

•

Criterion 2 – Neighborhood Compatibility
This alternative requires the reclassification of Midland Road and Happy
Valley Road from minor arterials to principal arterials. Therefore, the
score for this alternative is MEDIUM.

Existing System – 2035 Needs (Alternative 13)
Median Score – MEDIUM, Second Tier Score – NA
The 2035 Existing System Needs represents the baseline conditions for evaluating all of
the other alternatives. Because of this, only two criteria received a score other than
MEDIUM. For the Regional Traffic Route Use criterion, the existing system scores a
HIGH because it does not offer a route around the downtown core area. For the
neighborhood compatibility criterion, the existing system scores a LOW because it uses
existing principal arterials as the primary route. Therefore, this alternative has an overall
score of MEDIUM.
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Appendix C: Cost Estimate Assumptions
Right-of-Way Cost Assumptions:
2
• Right-of-way cost (in 2010 dollars) is $4.25 per ft (or $185,130 per acre). This
estimate was provided by city staff and is based on the Amity Avenue project, the
Franklin Road at Star Road project, and ITD’s State Highway (SH) 16, SH-44 to
US 20/26 project.
• The amount of existing right-of-way for both roadway (width in feet [ft]) and
intersection (area in acres) projects were estimated by city staff.
• The amount of needed right-of-way for roadway capacity projects was based on
the total recommended Nampa street cross-sections for 6-lane principal arterials
(125 ft), 5-lane principal arterials and minor arterials (100 ft), and collectors (80
ft). More detailed information on the recommended cross-sections is located in
Table 10 of the Nampa Citywide Transportation Plan; Needs Assessment
Technical Report (March 2010).
o The difference between the total recommended right-of-way amount and
the existing right-of-way estimate was multiplied by the length of the
project (in ft) and then multiplied by the unit cost ($4.25 per ft2) to arrive
at a right-of way cost estimate.
• The amount of needed right-of-way for signalized intersection projects was based
on the applicable roadway cross-sections and an additional 12 ft per turn lane
needed.
o Based on the arterial and collector roadway cross-sections, one turn lane is
already included at each leg of the intersection.
o It was assumed that the right-of-way needs extend 500 ft from the stop
bar on all legs of the intersection.
o The needed cross section width (in ft) was subtracted from an assumed
existing cross-section width (in ft) provided by the city for each leg of the
intersection.
o The differences were then multiplied by 500 ft in distance for each leg to
provide the area (in acres) needed to improve the intersection.
o This area estimate was then multiplied by $185,130 per acre to estimate
the cost (in 2010 dollars) associated with right-of-way purchases for the
improvement project.
• The amount of right-of-way needed to build a roundabout at a given location was
based on estimate developed by URS and ACHD for the South Meridian
Transportation Plan (September, 2009).
o It is assumed to replace a deficient, STOP-controlled intersection with a
single-lane roundabout requires about 1.2 additional acres of right-of-way.
o To replace a deficient, STOP-controlled intersection with a dual-lane
roundabout requires about 2.5 additional acres of right-of-way.
o Right-of-way estimated to build a roundabout was multiplied by the
assumed cost per acre ($185,130).
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Using these methods to estimate right-of-way needs for each project, it appears that some
roadways and intersections do not require much additional land. However, it is likely that
small amounts (ex. less than 0.1 acres) of additional right-of-way will be needed.
Therefore, more accurate methods of right-of-way determination are needed to estimate
costs during project development.
Estimated ROW Needs
Replace a 2 x 2 stop controlled intersection with a single lane roundabout*
1.2 acres
Replace a 2 x 2 stop controlled intersection with a dual lane roundabout*
2.5 acres
Expand a single lane roundabout to a dual lane roundabout*
1.3 acres
*Estimated from South Meridian Transportation Plan ROW need estimates
2

Principal Arterial
Roadway
Widen to 3 lanes
Widen to 5 lanes
Widen to 6 lanes
3
Intersection Legs
3 lane arterial w/ additional turn lane
5 lane w/ additional turn lane
5 lane w/ 2 additonal turn lanes
6 lane w/ additonal turn lane
6 lane w/ 2 additonal turn lanes

ROW Width (feet)

Minor Arterial
Roadway
Widen to 3 lanes
Widen to 5 lanes
Intersection Legs
3 lane arterial w/ additional turn lane
5 lane w/ additional turn lane
5 lane w/ 2 additonal turn lanes

ROW Width (feet)

Collectors

ROW Width (feet)

Roadway
Widen to 3 lanes
Intersection Legs
3 lane w/ additional turn lane
3 lane w/ 2 additonal turn lanes

100
100
125
100
112
125
125
140
2

100
100
100
112
125
2

80
92
105

2

Total ROW widths based on City of Nampa standard drawings for 3-lane collectors and 5-lane arterials
and 12' turn lanes.
3
Assumes that one turn lane already exists at each intersection.
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Construction Cost Assumptions:
The construction cost assumptions used for Nampa roadway and intersection projects
were developed using several sources including cost estimates from pervious city
projects, ACHD’s South Meridian Transportation Plan (September, 2009), and
engineering judgment. The assumed unit costs do not include major utility work such as
relocations. However, they do include a surface rebuild down to the sub-grade and
construction of new curb, gutter, and sidewalk. The exception to this was for
reconfiguring a 5-lane arterial to a 6-lane arterial. In this instance, it was assumed that
there would be no changes to the existing curb, gutter, and sidewalk as there should be
sufficient road surface to reconfigure the arterial using the center median/two-way left
turn lane (TWLTL), existing lanes, and shoulders.

Roadway Project

$/mile

$/lane mile

$/per linear
foot

Rebuild from 2 lane to 3 lane1
Rebuild from 2 lane to 5 lane1
Rebuild from 4 lane to 5 lane1
Rebuild from 4 lane to 6 lane3
Rebuild from 5 lane to 6 lane3

$3,168,000
$4,752,000
$4,752,000
$5,280,000
$5,016,000

$1,056,000
$950,400
$950,400
$880,000
$836,000

$600
$900
$900
$1,000
$950

Reconfigure 5 lane to 6 lane3
$792,000
$792,000
$150
Estimated from ACHD's South Meridian Transportation Plan cost estimates
2
Estimated costs from Project Engineering Consultants for similar City of Nampa projects
3
Estimated using URS Engineering Judgment
1

Intersection Project

Design
Cost

Replace a 2 x 2 stop controlled intersection with a single lane roundabout2

$110,000

$733,000

$843,000

Expand a single lane roundabout to a dual lane roundabout2

$55,000

$553,000

$608,000

Replace a 2 x 2 stop controlled intersection with a dual lane roundabout3
Replace a 2 x 2 stop controlled intersection with a 3 x 3 Signalized
Intersection2
Replace a 2 x 2 stop controlled intersection with a 5 x 5 Signalized
Intersection3

$137,500

$1,009,500

$1,147,000

$70,000

$778,000

$848,000

$141,333

$1,438,333

$1,579,667

Expand a 2 x 2 signalized intersection to a 5 x 5 Signalized Intersection2

$118,000

$1,179,000

$1,297,000

Expand a 4 x 4 signalized intersection to a 5 x 5 Signalized Intersection3

$118,000

$884,250

$1,002,250

3

Construction
Cost

$59,000
$589,500
Expand a 2 x 5 stop controlled intersection
1
Estimated from ACHD's South Meridian Transportation Plan cost estimates
2
Estimated costs from Project Engineering Consultants for similar City of Nampa projects
3
Estimated using URS Engineering Judgment

Total

$648,500
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Appendix D: VISSIM Simulation Technical Memo
Project: Nampa Citywide Transportation Plan Task A1-Downtown
Nampa Alternatives Analysis
To: Beth Ineck – City of Nampa Economic Development
Clair Bowman – City of Nampa Public Works
From: Jay Witt, P.E. – URS
Date: August 10, 2010
Subject: Downtown Nampa Traffic Simulations Using VISSIM

Background
VISSIM is a microscopic, behavior-based traffic simulation modeling platform developed
to model urban traffic operations. The program can analyze traffic operations under
many different constraints such as lane configuration, traffic composition, traffic signal
controls, speed limits, etc. This versatility makes VISSIM very useful in evaluating
various alternatives based on transportation engineering and planning measures of
effectiveness (MOEs).
As per the Alternatives Development Memo (November 2009), 12 traffic flow alternatives
were evaluated for the City of Nampa downtown area. Through methodologies identified
in the Alternatives Screening Report (April 2010) two alternatives were advanced for
consideration: Alternative 1A (Northside Boulevard – 7th – 12th) and Alternative 9B (11th
and 12th One-Way N. of 7th Street S.). The next step in the evaluation of these
alternatives is to simulate them using VISSIM.
Assumptions
The Community Planning Association of Southwest Idaho (COMPASS) regional travel
demand model was used to forecast PM peak hour traffic volumes for the 2035 baseline
condition and each alternative. Growth forecasts completed by the Nampa Public Works
Department (Demographic Forecast and Land Use Analysis for the Nampa Study Area
and South Study Areas 2007-2030; July 2008) were input into the COMPASS model and
used to forecast downtown traffic volumes. In addition, the following assumptions were
made:
•

Roadway and intersection configurations were based on the capacity needs of
each alternative. Intersection capacity was based on Level of Service (LOS) D
and evaluated using SYNCHRO, a less sophisticated capacity analysis tool.
Roadway capacity thresholds based on LOS D were established as part of the
Nampa Citywide Transportation Plan.
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•

All current signal timing plans provided by the City of Nampa were optimized for
the 2035 traffic conditions corresponding to an analysis of each alternative using
SYNCHRO.

•

Default VISSIM driver behavior inputs represent Canyon County drivers.

•

The roadway features of each alternative will be comparable to those identified in
the Downtown Alternatives Analysis Conceptual Alternatives Report (May 2010).

•

All heavy vehicles (ex. trucks, RVs, etc.) will use the alternative route.

VISSIM Network
Three VISSIM networks were created: 2035 Baseline, Alternative 1A, and Alternative
9B. The VISSIM networks are based on the SYNCHRO networks used to identify
existing and future capacity needs. They include all of the principal and minor arterials in
the study area. Existing collector roadways and intersections were added to the networks
as needed to adequately simulate traffic flow and travel times in the area. For more
detailed information regarding the development of the SYNCHRO network, reference the
Downtown Nampa Alternative Analysis Existing Conditions Reevaluation Memo (May
2009).
It must be noted that the focus of the Downtown Alternatives Analysis is to evaluate
traffic flow alternatives that provide regional routing around the heart of the downtown
area (defined as the blocks between 2nd Street South and 3rd Street South, and 11th
Avenue South and 12th Avenue South). Therefore, the VISSIM networks primarily focus
on traffic flowing through the network and not on driveways accessing parking lots, alley
ways, businesses, and residences. However, the 2035 traffic forecasts include vehicles
with downtown origins and destinations. Local traffic is routed to and from multiple
points along collectors within the network.
2035 Baseline Network
The 2035 Baseline VISSIM network consists of the 2008 (existing conditions)
SYNCHRO network as described in the Downtown Nampa Alternative Analysis Existing
Conditions Reevaluation Memo (May 2009). Combined with 2035 COMPASS’ peak
hour travel demand forecast, it represents the 2035 baseline traffic condition.
Alternative 1A Network
Alternative 1A consists of a regional traffic route connecting Northside Boulevard to 12th
Avenue South (SH-45) by improving Yale Street and 7th Street South and limiting access
along the route. The route would be changed from its current classification as a minor
arterial and be designated as a principal (or major) arterial. The proposed concept for this
alternative route is described in greater detail in the Downtown Alternatives Analysis
Conceptual Alternatives Report (May 2010).

103

Downtown Traffic Alternatives Analysis

The Alternative 1A network includes modified intersection configurations based on the
2035 traffic forecasts. Once the 2035 peak hour traffic conditions were forecasted,
minimum intersection configurations were determined to accommodate the traffic
forecasts to LOS D or better using SYNCHRO software. To determine these needs,
turning movements were forecasted using the existing 2008 traffic counts provided by the
city, the Alternative 1 COMAPSS peak hour travel demand model, and WINTurns
software. WINTurns is a software tool that forecasts turning volumes using the
techniques described in NCHRP 255 (Highway Traffic Data for Urbanized Area Project
Planning and Design, Chapter 8). It forecasts turning movements using an iterative
approach which alternately balances the inflows and outflows of a given intersection until
the results converge.
It must be noted that all traffic signal timings were optimized using the algorithms within
the SYNCHRO model to represent future conditions. Intersection configurations for this
alternative are provided in Attachment D-1.
Alternative 9B Network
Alternative 9B consists of a regional traffic route connecting 12th Avenue South (SH-45)
to Northside Boulevard, via improvements to 7th Street South and Yale Street, and to
Garrity Boulevard, via improvements to 7th Street South and 16th Avenue. To encourage
traffic to use these routes, a one-way couplet is created using four blocks each of 11th
Avenue South and 12th Avenue South between 3rd Street South and 7th Street South. The
proposed concept for this alternative route is described in greater detail in the Downtown
Alternatives Analysis Conceptual Alternatives Report (May 2010).
This network also consists of intersection configurations based on the specific needs of
the alternative associated with 2035 peak hour traffic forecasts. The needs were
determined using the same process used to assess Alternative 1A. Intersection
configurations for this alternative can be referenced in Attachment D-1.
Calibration
All vehicles were routed through the network, originating and terminating at the
boundary roadways of the study area. Based on the study area, the following roadways
were considered major roadways that carry the majority of the traffic into and out of the
downtown:
• Caldwell Boulevard
• Northside Boulevard
• Franklin Boulevard
• 11th Avenue North
• 16th Avenue (Assuming 16th Avenue represents Garrity Boulevard)
• Victory Road
• Holly Street
• Lone Star Road
• SH-45 (12th Avenue)
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Since the VISSIM model is based on travel demand forecasted by the COMPASS model,
calibration of the VISSIM model is necessary to ensure it is accurately representing the
forecasted conditions.
Calibration of the VISSIM model consisted of three primary tasks:
1. Loading (or adding traffic to) the Model
Inbound traffic, or traffic entering the study area, was loaded onto the 2035
VISSIM baseline network using the boundary roadways shown above.
2. Traffic Distribution
Traffic was distributed though the 2035 VISSIM baseline network using
percentages based on turning movement forecasts. Turning movements for 2035
were forecasted using the existing 2008 turning movements provided by the city,
the 2035 COMPASS peak hour travel demand model, and WINTurns software.
3. Validation
In order to determine that the traffic being loaded onto and distributed through the
VISSIM baseline network is representative of the 2035 COMPASS peak hour
travel demand forecast, traffic volumes were counted at the following locations
within the network:
• 11th Avenue - North of 1st Street South
• 16th Avenue - North of 1st Street North
• 7th Street South - West of 11th Avenue
• 12 Avenue - South of 3rd Street
• Yale Street - South of Davis Street
• 2nd Street South - West of 11th Avenue
• 3rd Street South - West of 11th Avenue
The peak hour traffic counts output by the 2035 VISSIM baseline network were
then compared to the 2035 COMPASS peak hour travel demand model. Once the
simulated VISSIM baseline network traffic volumes were within 20% (+/- ) of the
2035 COMPASS peak hour travel demand model forecasts, the 2035 VISSIM
baseline network was considered calibrated. The 20% performance measure is
similar to the one COMPASS uses when calibrating minor arterials in the regional
travel demand model.
Once the baseline network was calibrated, demand forecasts for each alternative were
routed through their representative network using the following process:
•

COMPASS model volumes were input in to the boundary roadways
entering and exiting the roadways in the VISSIM network. Traffic
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entering the downtown area did not equal the traffic exiting. This
discrepancy represents trips that are either destined for or originating from
within the study area.
•

Percentages based on the total traffic entering and exiting the network
along each boundary roadway were calculated and used for routing traffic
through the network. Tables D-1 and D-2 show the regional routing
percentages, based on the 2035 COMPASS peak hour travel demand
forecasts for Alternative 1A and 9B respectively. For our simulations, it
was assumed all traffic entering or exiting Garrity Boulevard uses 16th
Avenue to get to their destination
Table D-1: Alternative 1A Regional Routing Percentages

Regional Facility
Caldwell Blvd.
Northside Blvd.
Franklin Blvd.
11th Ave North.
16th Ave.
Victory Rd.
Holly St.
12th Ave. South (SH) 45
Lone Star Rd.

Entering
2097
1919
1360
589
1433
603
564
1352
819

Exiting
2257
1540
1043
574
959
455
816
1816
1181

% Entering
20%
18%
13%
5%
13%
6%
5%
13%
8%

% Exiting
21%
14%
10%
5%
9%
4%
8%
17%
11%

.

Table D-2: Alternative 9B Regional Routing Percentages
Regional Facility
Caldwell Blvd.
Northside Blvd.
Franklin Blvd.
11th Ave. North
16th Ave.
Victory Rd.
Holly St.
12th Ave. South (SH-45)
Lone Star Rd.

Entering
2073
2018
1294
644
2019
716
451
1320
603

Exiting
2151
1557
987
575
1489
565
533
1824
941

% Entering
19%
18%
12%
6%
18%
6%
4%
12%
5%

% Exiting
20%
15%
9%
5%
14%
5%
5%
17%
9%

106

Downtown Traffic Alternatives Analysis

Evaluation
Using the VISSIM model the performance of the two alternatives were evaluated using
simulated travel times along three key routes through the area:
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from Northside Boulevard
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from Garrity Boulevard, and
th
th
• 12 Avenue South (SH-45) at Roosevelt Avenue to/from 11 Avenue
North/Franklin Boulevard
Table D-3 presents the simulated travel times for each alternative, and for comparison
purposes, the 2035 baseline network (representing a “no build” condition). When a
VISSIM simulation begins, traffic does not instantaneously appear in the network.
Rather, vehicles load onto empty roadways and traffic builds over the simulated peak
hour. Average travel time measurements were taken four times during the simulation
representing each 15 minute increment. Since the traffic conditions in first 15 minute
increment are light and not representative of peak hour conditions, the average travel
times for that period were artificially shorter. Where traffic had had enough simulation
time to load the network, more realistic travel times were calculated. Thus, the first 15
minute increment travel times were not included in the results shown in Table 3. The
travel times in Table 3 are the average of the 15-30 minute, 30-45 minute, and 45-60
minute simulation intervals.

Table D-3: Regional Travel Times
Alternative 1A
Regional Route

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

Route
Distance
(mi)
1.35
1.83
1.32

Alternative 9B

2035 Baseline

Average Travel Time (min/veh)
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

The results of the travel time analysis show that both alternatives will are more efficient
than the 2035 baseline at moving traffic in the north and south directions.
When comparing the travel times of Alternative 1A and 9B, the results show that
Alternative 1A has slightly shorter simulated travel times between SH-45 (12th Avenue
South.) and Northside Boulevard and slightly longer travel times between SH-45 and 11th
Avenue North, and SH-45 and Garrity Boulevard Alternative 1A has slightly longer
simulated travel times between SH-45 and 11th Avenue North. Alternative 9B has slightly
shorter travel times between SH-45 and Garrity Boulevard
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ATTACHMENT D-1:
Intersection Configurations for Alternative VISSIM Networks

1st St. South &
11th Ave.

2nd St. South &
12th Ave. (SH45)

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
1
1
1
sh
sh
1
1
1
1
sh
sh
1
1
2
2
sh
sh
1
1
2
2
sh
sh

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
0
0
0
0
0
0
sh
0
3
3
sh
sh
1 + sh
1 + sh
1
1
0
sh
0
0
1
0
sh
1

Mvmt
EBL
EBT
EBR
WBL
WBT
3rd St. South &
11th Ave.
WBR
NBL
NBT
NBR
SBL
SBT
SBR
Difference in Configuration

Configuration
Alt 1A
Alt 9B
2
1 + sh
3
3
sh
sh
0
0
0
0
0
0
0
0
2
0
sh
0
1
1
2
2
0
0

2nd St. South
& 11th Ave.

2nd St. South
& Northside
Blvd.

3rd St. South &
12th Ave.
(SH45)

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
0
0
0
0
0
0
sh
sh
2
2
2
2
1
1
2
2
0
0
0
0
2
2
sh
sh

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
0
0
0
0
0
0
sh
sh
3
3
1
1
1
1
2
2
0
0
0
0
2
2
1
1

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
sh
sh
3
3
sh
sh
0
0
0
0
0
0
0
0
2
2
sh
sh
sh
0
2
0
0
0
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sh = shared Lane with the through movement

3rd St. South &
Northside Blvd.

7th St. South &
11th Ave.

7th St. South &
16th Ave.

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
sh
sh
3
3
sh
sh
0
0
0
0
0
0
0
0
2
2
1
1
1
1
2
2
0
0

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
0
2
3
sh
1
1
1
2
3
sh
sh
1
0
1
0
sh
0
sh
1 + sh
1
1
1
1

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
1
1
1
sh
1
1
1
1
1
sh
sh
1
1
2
2
sh
sh
1
1
2
2
sh
sh

7th St. South &
7th Ave. South

7th St. South &
12th Ave.
(SH45)

16th Ave. &
2nd St. South

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
1
2
2
sh
sh
2
2
2
2
sh
sh
1
1
1
1
sh
1
1
1
1
1
sh
sh

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
2
2
2
2
sh
NA
2
2
1
0
0
0

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
0
0
0
0
0
0
1
sh
1
2
sh
sh
1
1
2
2
sh
sh
1
1
2
2
1
1
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Difference in Configuration
sh = shared Lane with the through movement

16th Ave. &
3rd St. South

16th Ave. &
Garrity Blvd.

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
2
2
1
1
sh
sh
0
0
0
0
0
0
0
0
2
2
sh
sh
1
1
2
2
0
0

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
1
2
2
sh
sh
1
1
2
2
sh
sh
1
1
1
1
sh
sh
sh
sh
1
1
sh
sh

16th Ave. &
3rd St. North

Mvmt
EBL
EBT
EBR
WBL
WBT
WBR
NBL
NBT
NBR
SBL
SBT
SBR

Configuration
Alt 1A
Alt 9B
1
1
1
1
sh
sh
1
1
1
1
sh
sh
1
1
2
2
sh
sh
1
1
2
2
sh
sh

Difference in Configuration
sh = shared Lane with the through movement
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