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FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY

Executive Summary
Fairview Avenue between Linder Road and
Orchard Street is an important regional eastwest corridor that connects the cities of Boise
and Meridian. The Ada County Highway
District (ACHD) has completed a number of
projects to improve transportation conditions
along Fairview Avenue and many more future
projects are identified in ACHD’s Capital
Improvement Plan (CIP). However, the high
cost of these projects requires them to be
incrementally phased over a long period of
time.
Between 2007 and 2011, ACHD and the cities
of Boise and Meridian set out to develop a
plan to improve transportation operations and
safety on Fairview Avenue. This approach,
which was centered on access management,
grew out of a desire to be more responsive in
addressing growing travel safety and
operational problems. With no clear solutions
identified from the effort, the ACHD
Commission and the Boise and Meridian City
Councils determined that the plan should take
a new approach.
The Fairview Avenue Corridor Management
Strategy is a new approach. The key elements
of this effort include reaffirming the project
need and goals, involving stakeholders more
closely, and using data-driven decision making
to align priority issues with effective solutions.

A Project Management Team (PMT) and a
Stakeholder Committee (SC) guided the
project through the major steps illustrated in
Figure 1. The PMT was comprised of staff
from ACHD and the cities of Boise and
Meridian. The SC included staff from ACHD,
the cities of Boise and Meridian, and Valley
Regional Transit (VRT), in addition to
corridor business and property owners, a local
neighborhood association, and Republic
Services. Broader public input was obtained
through a public open house and a project
website with a comment map feature.
In response to stakeholder requests, the
resulting plan includes a diverse set of
solution types to better address corridor needs
rather than relying solely on access
management. These solutions do not replace
the need for larger-scale capacity-related
projects such as those in the CIP. Rather, they
complement those projects while providing
improvements to safety and maximizing the
efficiency of the existing roadway.
This report outlines the strategy for
improving the safety and efficiency of travel
along Fairview Avenue between Linder Road
and Orchard Street. The recommendations
are conceptual in nature. As improvements
are advanced for implementation, a detailed
design effort will be required and further
involvement with affected stakeholders will be
essential to resolve potential property impacts
and refine project designs.

Figure 1: Steps for Developing the Fairview Avenue Corridor Management Strategy
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Recommended Improvements
The PMT and SC reviewed the recommended
improvement types and provided input on
which should be implemented and how they
should be bundled into phases. The PMT
placed a high priority on improvements that
would address safety issues. The SC was also
interested in improving safety, but remained
concerned about the potential for negative
economic impacts, preferring an incremental
approach where lower cost projects with less
potential to impact businesses are tried first
and only followed by additional improvement
types if not found to be successful in
achieving objectives. These groups agreed on
many solutions, but most notably had
differing opinions on the following.
Removing access conflicts near
intersections: The PMT recognized the
removal of access conflicts near
intersections to be a high priority for
improving safety. The SC was not
interested in removing these conflicts
because the impacts to business access are
uncertain at this time.
Constructing frontage/service roads:
The PMT considered the construction of
frontage/service roads an important
strategy for enhancing connectivity and
ultimately minimizing direct access to
Fairview Avenue. However, they
recognized that constructing such
roadways would be challenging
considering the presence of existing
development. Therefore, it was envisioned
that frontage/service road construction
would occur incrementally over a long
period of time as opportunities arise. The
SC was very concerned about potential
property and business impacts associated
FEBRUARY 2014

with frontage/service roads and preferred
that strategy be deferred as long as
possible.
Constructing non-traversable medians
with U-turns: The PMT recognized the
importance of making the construction of
medians a high priority due to the
potential for significantly reducing
crashes. The PMT also recognized that
case studies and feedback from a similar
project on Eagle Road showed that local
businesses were generally happy with the
improvements after they were
constructed. The SC found the case
studies and experience from Eagle Road
less convincing, and preferred that the
medians be deferred to later phases and
only constructed if other improvements
are unable to reduce crashes.
Constructing bus pullouts: The PMT
was interested in constructing bus pullouts
following further coordination with VRT,
but considered this a secondary priority.
The SC was not interested in bus pullouts.
Following consideration of PMT and SC
input, as well as public comments of the draft
plan both in writing and at the adoption
hearing, the ACHD Commission adopted the
following recommended phases for
implementing improvements. An approach to
implementation that bundled as many
improvement types as feasible was preferred
because of the desire to respond quickly and
effectively to proven safety issues, the
potential to reduce project costs, and the
concern over continuously impacting
businesses with construction activity by
revisiting an area repeatedly.

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY
Due to business and public concerns
regarding the installation of non-traversable
medians, the Commission directed that midblock medians not be installed on Fairview
Avenue without further Commission approval
and then not until all other items within each
phase have been installed and assessed for
effectiveness in addressing the mobility and
safety considerations. Medians to remove
access conflicts at intersections, as well as all
other proposed strategies, will proceed
according to the phasing plan shown herein.
The recommended phases of improvements
are described in Figures 2 to 4 and Tables 1 to
4. Note that for Phase 1, the segment of the
corridor from Five Mile Road to Orchard
Street was the focus for most improvements
because this area was identified as having the
most significant needs. The segment from
Meridian Road to Locust Grove Road was
identified as the focus area for Phase 2, with
the remainder of the corridor being addressed
in a third phase.
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Reduce Number of Driveways
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B1 Update Coordinated E-W Signal Timing
- B5 Balance Lane Utilization - Refine and Implement Concept

- B7 Change of Protected-Permissive Left-Turn Phasing to
Protected Only (pending evaluation)
- B8 Install Reflectorized Borders on Signal Backplates
- C2 Bus Pullouts
- D3 Pedestrian Crossing Enhancements
- Planned Improvements to the Cole Road Intersection (2016/2017)
Figure

- B6 Improved Street Lighting (pending lighting analysis)

Phase 1 Project Recommendations

Code/Policy Amendments Applicable to Corridor
- A1 Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
- A2 Create Shared Driveways and Inter-parcel Circulation (voluntary driveway consolidation will occur as part of phase improvements)
- A5 Frontage/Service Roads

2

No Scale

Fairview Avenue Corridor
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Table 1: Phase 1 Improvements (see Figure 2)
Strategy	
  

Notes	
  

Est.	
  Cost	
  

Linder	
  Road	
  to	
  Locust	
  Grove	
  Road	
  AND	
  Records	
  Way	
  to	
  Liberty	
  Street	
  

	
  	
  

	
  	
  

A	
  

B1 Update	
  Coordinated	
  E-‐W	
  Signal	
  Timing	
  
	
  	
  

Can	
  be	
  fully	
  implemented.	
  

	
  	
  

Linder	
  Road	
  to	
  Orchard	
  Street	
  

Locust	
  Grove	
  Road	
  Intersection	
  
B6	
   Improved	
  Street	
  Lighting	
  
Evaluate	
  Change	
  of	
  Protected-‐Permissive	
  Left-‐Turn	
  Phasing	
  to	
  
B7	
   Protected	
  Only	
  

	
  

	
  

Cole	
  Road	
  Intersection	
  
-‐	
   Reconstruct	
  and	
  widen	
  intersection	
  

	
  	
  

	
  	
  

$20,000	
  	
  

	
  	
  

	
  	
  

	
  	
  

	
  	
  

Phase	
  1	
  includes	
  lighting	
  analysis	
  to	
  verify	
  needs	
  and	
  construction	
  of	
  lighting	
  improvements.	
  
Evaluate	
  trade-‐offs	
  between	
  potential	
  crash	
  reduction	
  and	
  capacity	
  reduction.	
  Implement	
  changes	
  if	
  recommended	
  
(could	
  be	
  limited	
  to	
  specific	
  times	
  of	
  day).	
  

	
  	
  

Shamrock	
  Avenue	
  Intersection	
  
D3	
   Pedestrian	
  and	
  Bicycle	
  Crossing	
  Enhancements	
  

	
  	
  

Phase	
  1	
  includes	
  lighting	
  analysis	
  to	
  verify	
  needs	
  and	
  agreements	
  on	
  city/ACHD	
  cost	
  share.	
  Phase	
  1	
  does	
  not	
  include	
  
construction.	
  

	
  	
  

	
  	
  

	
  	
  

	
  	
  

B6	
   Improved	
  Street	
  Lighting	
  
	
  	
  

$55,000	
  

	
  	
  

$5,000	
  
$5,000	
  

	
  	
  

	
  

	
  	
  
Construct	
  crossing	
  improvements	
  according	
  to	
  the	
  West	
  Bench	
  Neighborhood	
  Pedestrian	
  and	
  Bicycle	
  Plan.	
  

	
  
$75,000	
  

	
  

	
  

	
  
Reconstruct	
  and	
  widen	
  intersection	
  to	
  8	
  lanes	
  for	
  the	
  Fairview	
  Avenue	
  approaches	
  and	
  7	
  lanes	
  for	
  the	
  Cole	
  Road	
  
approaches	
  (lane	
  count	
  includes	
  turn	
  lanes),	
  as	
  well	
  as	
  curb,	
  gutter,	
  sidewalk,	
  and	
  bike	
  lanes	
  on	
  all	
  approaches.	
  
Includes	
  reducing	
  the	
  number	
  of	
  driveways	
  and	
  removal	
  of	
  access	
  conflicts	
  near	
  the	
  intersection	
  with	
  the	
  use	
  of	
  raised	
  
medians.	
  Project	
  extends	
  from	
  Westland	
  on	
  the	
  west	
  to	
  Eldorado	
  on	
  the	
  east.	
  

	
  

	
  	
  

Five	
  Mile	
  Road	
  to	
  Orchard	
  Street	
  (To	
  be	
  designed	
  as	
  two	
  sub-‐phases	
  –	
  Five	
  
Mile	
  to	
  Westland	
  and	
  Eldorado	
  to	
  Orchard)	
  
	
  	
  
Reductions	
  made	
  on	
  a	
  voluntary	
  basis.	
  May	
  not	
  be	
  able	
  to	
  close	
  many	
  during	
  phase	
  1.	
  Most	
  improvements	
  will	
  occur	
  
incrementally	
  over	
  time	
  through	
  land	
  use	
  process.	
  	
  
A1	
   Reduce	
  Number	
  of	
  Driveways	
  

$5,120,000	
  
	
  

	
  
NA	
  

A3	
   Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  

As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  

$150,000	
  

A4	
   Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  

Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians.	
  May	
  include	
  additional	
  medians	
  on	
  
north-‐south	
  streets	
  near	
  intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  

$125,000	
  

B5	
   Balancing	
  Lane	
  Utilization	
  

Refine	
  concept	
  for	
  improving	
  lane	
  utilization	
  on	
  Fairview	
  Avenue	
  eastbound	
  to	
  the	
  I-‐184	
  eastbound	
  on-‐ramp	
  east	
  of	
  
Curtis	
  Road.	
  Implement	
  if	
  acceptable	
  improvement	
  is	
  found.	
  

$10,000	
  

Evaluate	
  Change	
  of	
  Protected-‐Permissive	
  Left-‐Turn	
  Phasing	
  to	
  
B7	
   Protected	
  Only	
  

Evaluate	
  trade-‐offs	
  between	
  potential	
  crash	
  reduction	
  and	
  capacity	
  reduction	
  at	
  the	
  intersections	
  with	
  Liberty	
  Street	
  
and	
  Orchard	
  Street.	
  Implement	
  changes	
  if	
  recommended	
  (could	
  be	
  limited	
  to	
  specific	
  times	
  of	
  day).	
  

$10,000	
  

B8	
   Installation	
  of	
  Reflectorized	
  Borders	
  on	
  Signal	
  Backplates	
  

Implement	
  at	
  the	
  intersections	
  with	
  Cole	
  Road	
  and	
  Curtis	
  Road.	
  If	
  found	
  to	
  be	
  beneficial,	
  consider	
  implementation	
  at	
  
additional	
  locations	
  in	
  Phase	
  2.	
  

$5,000	
  

C2	
   Bus	
  Pullouts	
  

Construct	
  pullouts	
  where	
  determined	
  needed	
  through	
  ACHD/VRT	
  coordination.	
  Explore	
  ability	
  to	
  pass	
  Yield	
  to	
  Bus	
  
law.	
  

D1	
   Complete	
  Bike	
  Lane	
  Gaps	
  

Can	
  be	
  fully	
  implemented.	
  	
  

D2	
   Complete	
  Sidewalk	
  Gaps	
  

Can	
  be	
  fully	
  implemented.	
  	
  

D3	
   Pedestrian	
  and	
  Bicycle	
  Crossing	
  Enhancements	
  

Construct	
  crossing	
  improvements	
  at	
  Allumbaugh	
  according	
  to	
  the	
  West	
  Bench	
  Neighborhood	
  Pedestrian	
  and	
  Bike	
  
Plan.	
  

FEBRUARY 2014
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Table 1: Phase 1 Improvements (see Figure 2)
D4	
   Bike	
  Lane	
  Enhancements	
  
	
  	
  

	
  	
  

Five	
  Mile	
  Road	
  to	
  Curtis	
  Road	
  

	
  

A6 Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  	
  
	
  	
  

	
  	
  

Code/Policy	
  Amendments	
  Applicable	
  to	
  Corridor	
  

Can	
  be	
  fully	
  implemented.	
  	
  

$10,000	
  

	
  	
  

	
  	
  

	
  

	
  

To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  are	
  implemented	
  and	
  
assessed	
  for	
  effectiveness.	
  An	
  economic	
  impact	
  analysis	
  to	
  forecast	
  the	
  effect	
  of	
  medians	
  on	
  businesses	
  along	
  
Fairview	
  is	
  also	
  to	
  be	
  completed	
  in	
  cooperation	
  with	
  the	
  Fairview	
  Business	
  Coalition	
  and	
  the	
  Chamber	
  of	
  Commerce.	
  
	
  	
  

$200,000	
  
	
  	
  

	
  	
  
	
  

A1	
   Reduce	
  Number	
  of	
  Driveways	
  

Make	
  needed	
  local	
  code	
  amendments	
  to	
  improve	
  access	
  decisions	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  
consolidation	
  with	
  the	
  phase	
  improvements.	
  

NA	
  

A2	
   Create	
  Shared	
  Driveways	
  and	
  Inter-‐Parcel	
  Circulation	
  

Make	
  needed	
  local	
  code	
  amendments	
  to	
  establish	
  shared	
  driveways	
  and	
  inter-‐parcel	
  circulation	
  through	
  land	
  use	
  
process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  Intent	
  of	
  inter-‐parcel	
  circulation	
  is	
  to	
  connect	
  
parking	
  lots	
  of	
  adjacent	
  properties	
  to	
  allow	
  for	
  low	
  speed	
  travel	
  between	
  neighboring	
  businesses.	
  Improvements	
  will	
  
occur	
  incrementally	
  over	
  time	
  through	
  land	
  use	
  process.	
  	
  

NA	
  

A5	
   Frontage/Service	
  Roads	
  

Make	
  needed	
  local	
  code	
  amendments	
  to	
  facilitate	
  establishment	
  of	
  future	
  frontage/service	
  roads.	
  

NA	
  

	
  	
  
	
  	
  
*The	
  cost	
  for	
  bike	
  lanes	
  and	
  sidewalks	
  is	
  calculated	
  assuming	
  improvements	
  are	
  made	
  in	
  a	
  manner	
  that	
  would	
  preserve	
  as	
  much	
  existing	
  sidewalk	
  as	
  feasible.	
  	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.
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-

A1
A3
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Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B1 Adaptive Signal Timing
- B6 Improved Street Lighting (pending lighting analysis)

Corridor-wide (Linder Road - Orchard Road)

Figure

- B8 Install Reflectorized Borders on Signal Backplates (at select locations if found to be beneficial in Phase 1)
- A5 Frontage/Service Roads (small segments as opportunities allow)

3

Phase 2 Project Recommendations
No Scale

Fairview Avenue Corridor
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Table 2: Phase 2 Improvements (see Figure 3)
Strategy	
  
Linder	
  Road	
  to	
  Locust	
  Grove	
  Road	
  AND	
  Records	
  Way	
  to	
  Liberty	
  Street	
  
A	
  
B2
Adaptive	
  Signal	
  Timing	
  

Notes	
  
	
  	
  
Will	
  require	
  evaluation	
  of	
  currently	
  planned	
  projects	
  and	
  further	
  concept	
  development	
  and	
  design.	
  	
  

	
  	
  

	
  	
  

	
  	
  

Linder	
  Road	
  to	
  Orchard	
  Street	
  
A5	
   Frontage/Service	
  Roads	
  
B8	
   Installation	
  of	
  Reflectorized	
  Borders	
  on	
  Signal	
  Backplates	
  

	
  	
  
Seek	
  opportunities	
  to	
  complete	
  parallel	
  roadways	
  that	
  enhance	
  circulation	
  and	
  provide	
  alternate	
  access.	
  
	
  If	
  found	
  to	
  be	
  beneficial	
  following	
  Phase	
  1,	
  implement	
  at	
  select	
  locations	
  during	
  Phase	
  2.	
  

	
  	
  

	
  	
  

	
  	
  

Meridian	
  Road	
  to	
  Locust	
  Grove	
  Road	
  

	
  	
  

A1	
  
A3	
  

Reduce	
  Number	
  of	
  Driveways	
  
Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  

A4	
  

Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  

A6	
  
D1	
  
D2	
  
D4	
  

Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  
Complete	
  Bike	
  Lane	
  Gaps	
  
Complete	
  Sidewalk	
  Gaps	
  
Bike	
  Lane	
  Enhancements	
  

	
  	
  
Reductions	
  made	
  on	
  a	
  voluntary	
  basis.	
  May	
  not	
  be	
  able	
  to	
  close	
  many	
  during	
  phase	
  2.	
  Most	
  improvements	
  will	
  occur	
  
incrementally	
  over	
  time	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  
As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  
Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians.	
  May	
  include	
  additional	
  medians	
  on	
  
north-‐south	
  streets	
  near	
  intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  
To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  are	
  implemented	
  and	
  
assessed	
  for	
  effectiveness.	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Can	
  be	
  fully	
  implemented.	
  	
  

	
  	
  

	
  	
  

Cloverdale	
  Road	
  to	
  Orchard	
  Street	
  
	
  	
  
B6	
   Improved	
  Street	
  Lighting	
  
Phase	
  2	
  includes	
  implementation	
  of	
  improved	
  lighting	
  based	
  on	
  Phase	
  1	
  findings/agreements.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
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-

A1
A3
D1
D2
D4

Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B6 Improved Street Lighting (pending lighting analysis)
Figure

4

Phase 3 Project Recommendations
No Scale

Fairview Avenue Corridor
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Table 3: Phase 3 Improvements (see Figure 4)
Phase	
  3	
  
Linder	
  Road	
  to	
  Meridian	
  AND	
  Locust	
  Grove	
  Road	
  to	
  Five	
  Mile	
  Road	
  
Reductions	
  made	
  according	
  to	
  opportunity.	
  Most	
  improvements	
  will	
  occur	
  incrementally	
  over	
  
A	
  
time	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  	
  
A1
Reduce	
  Number	
  of	
  Driveways	
  
A3	
   Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  
As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  
Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians	
  within	
  the	
  
intersection	
  project	
  limits.	
  May	
  include	
  additional	
  medians	
  on	
  north-‐south	
  streets	
  near	
  
intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  
A4	
   Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  
To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  
are	
  implemented	
  and	
  assessed	
  for	
  effectiveness.	
  
A6	
   Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  
D1	
   Complete	
  Bike	
  Lane	
  Gaps	
  
Can	
  be	
  fully	
  implemented.	
  	
  
D2	
   Complete	
  Sidewalk	
  Gaps	
  
Can	
  be	
  fully	
  implemented.	
  	
  
D4	
   Bike	
  Lane	
  Enhancements	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Linder	
  Road	
  to	
  Cloverdale	
  Road	
  
B6	
   Improved	
  Street	
  Lighting	
  
Phase	
  3	
  includes	
  implementation	
  of	
  improved	
  lighting	
  based	
  on	
  Phase	
  1	
  findings/agreements.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
  
	
  
	
  

Table 4: Incremental and Long Range Improvements
Long-‐Range	
  and	
  Incremental	
  Improvements	
  
Linder	
  Road	
  to	
  Orchard	
  Street	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
consolidation.	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
A2	
   Create	
  Shared	
  Driveways	
  and	
  Inter-‐Parcel	
  Circulation	
   participation.	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
participation.	
  
A5	
   Frontage/Service	
  Roads	
  
B3	
   Red	
  Light	
  Running	
  Photo	
  Enforcement	
  
Implement	
  if	
  successful	
  passing	
  necessary	
  laws.	
  
Requires	
  further	
  coordination	
  between	
  ACHD	
  and	
  VRT	
  and	
  would	
  consider	
  results	
  of	
  pilot	
  
project	
  on	
  State	
  Street.	
  
C1	
   Transit	
  Signal	
  Priority	
  
E1	
   Traveler	
  Information	
  
Implement	
  if	
  selected	
  as	
  a	
  pilot	
  project	
  for	
  the	
  region.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
  	
  	
  
	
  
	
  
A1	
  

Reduce	
  Number	
  of	
  Driveways	
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Implementation
The implementation of each phase of
construction will include the following fivestep process:
§

Step 1: Preliminary Design & Public
Involvement

§

Step 2: Present Preliminary Design to
ACHD Commission for Approval

§

Step 3: Final Design

§

Step 4: Project Construction

§

Step 5: Monitoring and Evaluation

A key element of this process includes the
integration of extensive public involvement
into the preliminary design process and the
requirement to obtain ACHD Commission
approval to move to final design and
construction. These steps were added because
the strategies in this plan are still conceptual
in nature. For each implementation phase,

FEBRUARY 2014
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Step 1 will seek active involvement with the
ACHD Project Team from property and
business owners within the boundaries of the
project, chambers of commerce, and other
appropriate stakeholders. Continued
discussions with corridor property and
business owners will be essential for making
appropriate refinements to concept designs.
Another key element is a three-year
monitoring and evaluation process that will
follow each phase of construction. The results
of the evaluation process will be made
available to the public, with findings used to
refine following design phases. Subsequent
phases cannot be constructed until the
evaluation process of the preceding phase is
complete. Exceptions to this requirement can
be made for improvements that do not affect
property access or right-of-way needs.
For a complete description of the monitoring
and evaluation process, see Section 8.
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Section 1. Introduction
Fairview Avenue between Linder Road and
Orchard Street is an important regional eastwest transportation corridor that connects the
cities of Boise and Meridian. It also serves a
busy commercial district and provides access
to many surrounding neighborhoods. The
high demand for travel along Fairview
Avenue has resulted in significant safety and
operational problems that are expected to
worsen over time.

the Boise and Meridian City Councils
determined that the plan should move
forward, but another approach should be
taken.

ACHD has completed a number of projects
to improve transportation conditions along
Fairview Avenue. Many more projects are
identified in ACHD’s Capital Improvement
plan that would add turn lanes at intersections
and increase the capacity of the corridor.
However, the high cost of these projects
makes funding uncertain and requires them to
be incrementally phased over a 20-year period.

The Fairview Avenue Corridor Management
Strategy is the continuation of this effort,
providing direction to help improve and
manage Fairview Avenue from Linder Road
to Orchard Street. The corridor’s needs were
reaffirmed through a comprehensive
evaluation of existing and future conditions,
which informed the selection of a range of
appropriate strategies. Rather than focusing
on one type of solution, a comprehensive set
of lower cost management strategies, outlined
later in this plan, is recommended to improve
the near-term safety and efficiency of Fairview
Avenue. These strategies are compatible with
long-range plans and will maximize the
potential benefits of past and future
investments in the corridor.

For near-term relief, ACHD, in collaboration
with the cities of Boise and Meridian, set out
to develop a plan to improve the safety and
efficiency of travel along Fairview Avenue,
primarily through access management.
Between 2007 and 2011, a draft study and
public outreach yielded valuable information,
but no clear solutions or phasing.
Consequently, the ACHD Commission and

Recommended improvements have been
organized into a phasing plan to guide
implementation. Project phases were selected
based on a needs prioritization and input
from project committees comprised of
ACHD, Boise, and Meridian staff, as well as
stakeholders. At this stage, improvements
remain conceptual in nature and will require
refinement through subsequent design efforts.
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Section 2. Project and Stakeholder Outreach Process
Development of the Fairview Avenue
Corridor Management Strategy occurred over
a nine-month period from February 2013 to
October 2013. The process, including major
milestones and public involvement efforts, is
illustrated in Figure 5. The project’s key
principles include:
§

Reaffirming the project’s need and goals

§

Listening to local stakeholder concerns
through continued public involvement

§

Considering a broad range of potential
solution strategies and ensuring a nexus
between selected improvements and
demonstrated needs

§

Using a data-driven decision-making
process

Figure 5: Project Process
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The project was guided by input provided at
key milestones by a project management team
(PMT) and a stakeholder committee (SC). The
PMT was comprised of staff from ACHD and
the cities of Boise and Meridian. The 12member SC included staff from ACHD, the
cities of Boise and Meridian, and VRT, in
addition to corridor business and property
owners, a local neighborhood association, and
Republic Services (waste collection and
transfer).
Broader public input was obtained through a
project website with a comment map feature
for the public and a public open house (see
appendix for a summary of the public
comments).
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Section 3. Existing and Future Conditions
Study Area

Unsignalized Intersections:

The study area for this project extends from
Linder Street in Meridian to Orchard Street in
Boise, and is shown in Figure 6. Note that the
roadway is designated as Cherry Lane to the
west of Meridian Road and Fairview Avenue
to the east. For the purposes of this study, the
entire corridor is referred to as Fairview
Avenue. Eighteen signalized intersections
along the corridor have been identified as
“study” intersections. The unsignalized
intersection at Steelwood Avenue, which is
intended to be signalized in the future as a
part of the neighboring site development, is
also identified as a study intersection.

Fairview Avenue/Steelwood Avenue1

The 19 study intersections are listed below.

Signalized Intersections:
Fairview Avenue/Linder Road
Fairview Avenue/8th Street
Fairview Avenue/Meridian Road
Fairview Avenue/Main Street
Fairview Avenue/Lakes Place
Fairview Avenue/Locust Grove Road
Fairview Avenue/Hickory Avenue
Fairview Avenue/Eagle Road
Fairview Avenue/Records Way
Fairview Avenue/Cloverdale Road
Fairview Avenue/Five Mile Road
Fairview Avenue/Mitchell Street
Fairview Avenue/Maple Grove Street
Fairview Avenue/Milwaukee Street
Fairview Avenue/Cole Road
Fairview Avenue/Liberty Street
Fairview Avenue/Curtis Road
Fairview Avenue/Orchard Street

Land Use and Zoning
Land use designations along Fairview Avenue
range from low- to medium-density
residential, limited office, general commercial,
service commercial and light-industrial uses.
In general, the land use along the corridor is
characterized by commercial and industrial
uses immediately adjacent to Fairview Avenue
that are flanked by residential uses to the
north and south. This mix of commercial and
residential uses creates a demand for travel
along Fairview Avenue by a diverse range of
users.
There are several undeveloped parcels of land
along Fairview Avenue that are designated as
residential or commercial uses that will
support future growth. These parcels are
generally located between Five Mile Road and
Linder Road, with the largest pockets between
Locust Grove Road and Cloverdale Road.
With significant commercial development in
the corridor, there is high demand for
property access. Considerable commercial
development across varying lot sizes has
resulted in many closely spaced driveways on
Fairview Avenue, with an average of nearly 60
access points per mile between Linder Road
and Orchard Street.

Fairview Avenue is uncontrolled and Steelwood
Avenue is stop sign controlled.
1
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Existing Facilities
Fairview Avenue is classified as a principal
arterial and is under the jurisdiction of
ACHD. Within the study area, Fairview
Avenue is generally a five-lane roadway,
consisting of two travel lanes in each direction
and a center two-way left-turn lane, with the
exception of the segment between Eagle Road
and Records Way where there are three travel
lanes in each direction. The posted speeds on
the corridor range from 35 miles per hour
(mph) to 40 mph. Figure 7 shows the number
of travel lanes and the posted speed limits on
Fairview Avenue.

Bicycle and Pedestrian Facilities
Fairview Avenue generally has sidewalks on
both sides of the street. Sidewalks are missing
along several segments adjacent to
undeveloped sites and older developed sites.
Crosswalks are provided on all four legs of
the 18 signalized intersections. These 18
locations provide the only controlled crossing
opportunities for pedestrians and bicyclists on
Fairview Avenue. On an average, the
signalized intersections are spaced about half a
mile apart, making for infrequent crossing
opportunities.

The recently improved segment of Fairview
Avenue between Hickory Avenue and
Records Way (which includes the Eagle Road
intersection) is the only stretch of Fairview
Avenue that has bike lanes. The newly
installed bike lanes meet ACHD standards for
minimum bike lane width. There are many
sections of the corridor that have paved
shoulders wide enough to accommodate
bicycles. However, there are locations where
there are gaps in shoulders or the paved
shoulder is not clearly defined.
The gaps in sidewalks and shoulders, long
crossing distances across multi-lane roads,
infrequent crossing opportunities, absence of
bike lanes, and heavy traffic volumes create
significant barriers to walking and bicycling
along Fairview Avenue.
Figure 8 shows the corridor’s sidewalk gaps
and Figure 9 shows the existing bike lane
locations.

Figure 7: Travel Lanes and Posted Speeds along Fairview Avenue
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Figure 8: Gaps in Sidewalks along Fairview Avenue

Figure 9: Bike Lanes along Fairview Avenue
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Transit Service
VRT serves Ada County and Canyon County
through the ValleyRide service.
Route 7 runs from downtown Boise to
Towne Square Mall and travels along Fairview
Avenue from Orchard Street to Cole Road.
The route includes nine stops in each
direction along Fairview Avenue. The route
runs with 40-minute headways on weekdays
and with 60-minute headways on Saturdays.
Additionally, routes 8 and 8x (downtown
Boise –Towne Square Center – Hewlett
Packard), and route 10 (downtown Boise –
Capital High School – Towne Square Center)
run along north-south streets and serve stops
on Fairview Avenue.
There are a total of 24 bus stops along
Fairview Avenue (12 per direction). The bus
stops generally do not meet VRT's guidelines

for bus stop elements such as convenient
ADA landing pads, seating, convenient
pedestrian crossings, signage, shelters,
lighting, and landscaping. Majority of the bus
stop locations along Fairview Avenue do not
offer shelters, seating, or convenient
pedestrian crossings.
There are no transit stops along Fairview
Avenue to the west of Five Mile Road.
However, a future secondary service route
(“neighborhood service” with 30- to 60minute headways and frequent stops) is
planned along Fairview Avenue between
Eagle Road and Milwaukee Street. The
implementation timeline of this new service
route is currently unknown and is dependent
upon the source of funding.
Figure 10 shows the existing transit routes and
stop locations in the study corridor.

Figure 10: Transit Routes and Stops in the Study Corridor
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Existing Traffic Volumes
Based on historical counts, average daily
traffic volumes along Fairview Avenue range
from a high of 35,650 vehicles west of Maple
Grove Road to a low of 13,280 vehicles just
west of Orchard Street (a typical five-lane
arterial can effectively serve 40,000 to 45,000
vehicles per day before significant queuing
and congestion begin to develop). In general,
volumes are lower at the east and west ends of
the corridor and higher in between.
Fairview Avenue’s weekday daily traffic
profiles (Figure 11) generally show an AM
peak period in the 6:00-8:00 AM range,
followed by a gradual increase in traffic
through the afternoon with local midday
(noon hour) and PM (about 4:00-6:00 PM)
peaks. This is representative of a combination
of commuter and commercial travel patterns.
The directional AM peak is typically in the
eastbound direction and the PM peak in the
westbound direction. The midday peak may
be attributed to trips made for dining,
shopping, and business within the commercial
land uses along the corridor. The weekday PM
Peak period generally has the highest volume
of the day and lasts for approximately two
hours (4 PM to 6 PM).

FEBRUARY 2014
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Daily weekend traffic volumes are generally
lower than on weekdays. On the east end of
the corridor near Curtis Road and Cole Road,
Saturday daily volumes are generally 5 to 10%
lower than weekday volumes and Sunday
volumes are as much as 30% lower than
weekday volumes. However, near Eagle Road
the daily Saturday volumes are up to 10%
higher than the weekday volumes due
primarily to the high concentration of retail
businesses. Saturday peak hour volumes near
Eagle Road are also 5 to 10% higher than
weekday peak volumes. Sunday daily volumes
near Eagle Road are 20 to 25% lower than
weekday volumes.
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Figure 11: Average Weekday Daily Traffic at Three Locations on Fairview Avenue
(Data Recorded in June 2011)
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Existing Traffic Operations
Field Observations
Summarized below are key observations from
the field:
§

§

§

§

§

§

Cycle lengths for a majority of the 18
signalized intersections in the corridor
range from 140 seconds to 200 seconds
A recent project has widened the corridor
to three through lanes from Hickory
Avenue, through Eagle Road, to Records
Way. It was observed at these locations
that fewer vehicles tend to use the outside
lane compared to the two middle lanes. In
particular, at the Fairview Avenue/Eagle
Road intersection, very few vehicles used
the outside lane on the westbound and the
northbound approaches
There is significant eastbound lane
imbalance on Fairview Avenue at Curtis
Road during the PM peak period, with
heavy right lane overloading due to trips
destined for the I-184 on-ramps and I-84
It was observed at some locations that the
close proximity of driveways to
intersections limits the saturation flow rate
of certain traffic movements. In particular,
the driveways on Cole Road north of the
Fairview Avenue/Cole Road intersection
(Papa Murphy’s, Axiom Fitness) affect the
northbound traffic that was in the outside
lane, reducing the capacity of that
movement
There were a significant number of
instances of red-light running at the
Fairview Avenue/Cole Road intersection
during the weekday PM peak period
During the weekday PM peak hour, as
reflected by the turn movement counts,
the westbound direction experiences the

FEBRUARY 2014
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higher directional volume. Significant
queuing was observed in the westbound
direction at several locations. The
westbound queuing at the Fairview
Avenue/Five Mile Road intersection
appeared the most severe, with queues
extending past Hampton Road (1300 feet)
on two occasions and up to Mitchell
Street (2600 feet) on one occasion. The
westbound queue at the Mitchell Street
intersection extended up to Linda Vista
Lane (700 feet) on one occasion and up to
Kimball Street (1300 feet) on one
occasion
There were several instances at
intersections throughout the corridor
when the left turn queues extended past
the available storage bays. Such queues
can block through movements and
through movements can block upstream
intersections. The result is an increased
potential for rear-end collisions and a
significant loss in system capacity

Intersection Operations
Intersection operation is an important
consideration because it measures how freely
vehicle traffic can move to its intended
destination. In general, roadway systems have
their highest degree of conflicts and
associated congestion at intersections.
Therefore, the performance of a system is
often defined by how well the intersections
perform.
The existing year (2013) weekday PM peak
hour intersection operations were evaluated
using methodologies from 2000 and 2010
Highway Capacity Manuals. The traffic
volumes, traffic control, lane configurations,
and detailed analysis results can be found in
the appendix.
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Table 5 below summarizes the existing year
weekday PM peak hour intersection
operations.
Table 5: Existing Year (2013) Weekday
PM Peak Hour Intersection Operations
Intersection
LOS
Fairview	
  Avenue	
  /Linder	
  Road	
  
D
Fairview	
  Avenue	
  /8th	
  Street	
  
A
Fairview	
  Avenue	
  /Meridian	
  Road	
  
D
Fairview	
  Avenue	
  /Main	
  Street	
  
C
Fairview	
  Avenue	
  /Lakes	
  Place	
  
B
Fairview	
  Avenue	
  /Locust	
  Grove	
  
D
Road	
  
Fairview	
  Avenue	
  /Hickory	
  Avenue
C
Fairview	
  Avenue	
  /Eagle	
  Road	
  
E
Fairview	
  Avenue	
  /Records	
  Way
Fairview	
  Avenue	
  /Cloverdale	
  
Road	
  
Fairview	
  Avenue	
  /Steelwood	
  
Avenue
Fairview	
  Avenue	
  /Five	
  Mile	
  Road	
  
Fairview	
  Avenue	
  /Mitchell	
  Street	
  
Fairview	
  Avenue	
  /Maple	
  Grove	
  
Road	
  
Fairview	
  Avenue	
  /Milwaukee	
  
Street	
  
Fairview	
  Avenue	
  /Cole	
  Road	
  
Fairview	
  Avenue	
  /Liberty	
  Street	
  
Fairview	
  Avenue	
  /Curtis	
  Road	
  
Fairview	
  Avenue	
  /Orchard	
  Street	
  

C
D
B/	
  F**
D
C
D
D
E
B
D
C

*Bold and shaded values exceed the mobility standard
allowing for congestion at no worse than LOS D.
** Unsignalized intersection; LOS B for the left turn from the
major street (Fairview Avenue); LOS F for the left turn from
the minor street (Steelwood Avenue).
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LOS is a simple “report-card” (A through F)
representation of travelers’ perceptions of the
quality of service provided by a facility,
measured by the delay experienced. LOS A
represents the best operating conditions from
the traveler’s perspective and LOS F the
worst.
Using ACHD’s policy requiring a maximum
of Level of Service (LOS) D for intersections
on principal arterials, the analysis results show
that nearly all study intersections currently
provide the desired level of service. The
intersections at Eagle Road and Cole Road are
currently operating at LOS E, which indicates
there is more congestion than desired.
Additionally, congestion at the intersections
with Meridian Road, Five Mile Road, and
Curtis Road can also be substantial. Note: the
intersection at Meridian Road is currently
being improved and other improvements are
planned for the Cole Road and Curtis Road
intersections.
The minor street approach (southbound) on
the Fairview Avenue/Steelwood Avenue
intersection operates at LOS F, indicating that
long delays are experienced. Today, there is
little traffic using this approach, but it is
difficult to turn left onto Fairview Avenue
without the help of a traffic signal. It is
expected that the intersection will be
signalized when the adjacent land is
developed.

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY

queuing and unanticipated turns may
be an issue on the corridor.

Safety
The corridor’s safety conditions were
evaluated based primarily on crash records
from 2007 through 2011. These records were
examined for trends indicating where crashes
most commonly occur and the types and
severities of the crashes.
The following key findings for Fairview
Avenue between Linder Road and Orchard
Street include the highest priority issues
affecting corridor safety and will be the focus
of strategies developed to enhance safety
along Fairview Avenue.

Characteristics of Crashes
§

ACHD tracks crash activity at
intersections in the county on an annual
basis and ranks intersections according to
characteristics such as crash frequency and
severity. The study corridor of Fairview
Avenue between Linder Road and
Orchard Street has 13 intersections rated
in the top 100 for most crashes
experienced in the entire county. Only
Eagle Road (Highway 55) has more
intersections (15) within the top 100. This
demonstrates that Fairview Avenue
has proven to be one of Ada County’s
worst corridors for crashes in recent
history

§

Nearly 400 crashes occur in the study
corridor every year

§

Approximately 40% of the crashes that
occur in the study corridor happen at the
signalized intersections, while the
remaining 60% happen in the roadway
segments between intersections

§

The most common crashes are rear-end
and turning crashes (54% and 28%,
respectively). This indicates that
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§

On average, crashes in the study corridor
are of low severity, with 85% resulting in
only minor injury or property damage

§

There were four fatal crashes in five years
in the study corridor, but no apparent
trend in location or cause

As might be expected, the rate of crashes that
occur varies by time of year, day of week, and
time of day. However, many crash trends
follow similar trends in traffic volume changes
previously shown in Figure 11. Figure 12
illustrates these trends in a “crash calendar”
that summarizes the temporal patterns of
crashes that occurred in the study corridor
from 2007 through 2011. Key findings
include:
§

Crashes are evenly distributed among the
seasons of the year

§

There are far more crashes on weekdays
than on weekends, which is generally
consistent with the changes in traffic
volumes. There are only two-thirds as
many crashes on Saturdays compared to
average weekdays and only one-third as
many on Sundays

§

Typically, more crashes occur on Fridays
than any other day of the week. However,
these crashes tend to be of lower severity

§

The frequency of crashes generally
increases after noon, peaks between 5 PM
and 6 PM, and drops considerably
thereafter
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Figure 12: Fairview Avenue Crash Calendar (2007-2011)
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Locations and Types of HighPriority Crashes
Figures 13 and 14 provide more insight into
where crashes are most frequently occurring.
These graphics show the relative rate of
crashes2 occurring at signalized intersections
and along the roadway segments in between
them. Figure 13 accounts for all crashes, while
Figure 14 shows only the most severe3
crashes.
The intersections on Fairview Avenue with
Eagle Road, Cole Road, Curtis Road, and
Orchard Street experience more crashes than
would be expected given the level of traffic
being served. It is recommended that these
intersections be considered priority locations
for implementing safety improvement
strategies. Key observations related to
intersection crashes include:
§

§

§

Eagle Road: Recent improvements that
removed right-turn slip lanes may have
addressed many of the past crash
problems
Cole Road: Red-light running and
conflicts between vehicles passing through
the intersection and vehicles slowing to
enter nearby driveways were observed4
Orchard Street: Northbound and
eastbound left-turning crashes were
prevalent, which often result in higher
severity injuries. The protected/

2 Crash rates differ from the frequency of crashes by
accounting for the level of exposure to traffic. More
crashes would be expected at a location with higher
traffic volumes. Therefore, one location with the same
amount of crashes as another location would have a
higher crash rate if it served fewer cars during the day.
3 Severe crashes include those resulting in fatalities and
incapacitating injuries.
4 ACHD has an improvement project at this location
currently in design.
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permissive left-turn phasing may be
contributing factor
While the rate of crashes that occurred
was lower, the intersection at Locust
Grove Road experienced a high number
of nighttime crashes, which often resulted
in higher severity injuries. Inadequate
roadway lighting may be a contributing
factor and performing a lighting analysis
of this intersection will be a first step in
this evaluation

The segment of Fairview Avenue from
Five Mile Road to Curtis Road
experiences the highest rate of crashes in
the corridor.5 It is recommended that this
area be considered a priority for implementing
safety improvement strategies. Key
observations include:
§
§

§

Approximately 35% of crashes in this
segment are related to driveways
The Hampton Road intersection, between
Five Mile Road and Mitchell Street,
experienced more crashes than any other
unsignalized intersection in the corridor.
The intersections at Fairmeadow Drive,
Allumbaugh Street, and Eldorado Street
also experienced high numbers of crashes
The crash severity was relatively low,
which may be an indication that crashes
are congestion-related

The segment crash rate includes crashes at mid-block
locations and at unsignalized intersections, which is
different than the intersection crash rate.
5
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Figure 13: Rate of Crashes on Fairview Avenue (2007-2011)

Figure 14: Rate of Severe Crashes on Fairview Avenue (2007-2011)
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The segment of Fairview Avenue between
Meridian Road and Locust Grove Road also
experienced a relatively high rate of crashes
and had the second-greatest number of highseverity crashes in the corridor.
Many crashes occurring along Fairview
Avenue could be related to the long queues of
cars observed to be extending well in advance
of traffic signals, which could cause
slowing/stopping of traffic at locations along
Fairview Avenue that drivers do not expect.
Furthermore, these queues conflict with
access points and the corresponding turning
movements.
Pedestrian and Bicycle Crashes
There were 14 recorded crashes in the
Fairview Avenue corridor involving
pedestrians over a five-year period, which is
approximately three pedestrian crashes per
year. During this same time period, there were
72 crashes involving bicycles. The intersection
at Meridian Road experienced eight bicycle
crashes, which is twice as many as any other
intersection. The intersections at Linder Road,
Cole Road, and Curtis Road each experienced
four bicycle crashes.
There were many different actions associated
with the pedestrian and bicycle crashes in the
corridor, but collisions with right turning
vehicles was by far the most prevalent.
Collisions between cars and bicycles while
bicyclists attempted to cross intersections in
crosswalks were also very common.
While crashes involving pedestrians and
bicycles make up a relatively small percentage
of the overall number of crashes that occur in
the corridor (about 4%), these crashes tend to
result in more severe injuries.
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Crashes Related to Access Points
Every access point (driveways and
intersections) along Fairview Avenue presents
the potential for conflicts between motor
vehicles, bicycles, and pedestrians. With more
than 450 access points in the study corridor
from Linder Road to Orchard Street and
posted speeds ranging from 35 to 40 mph,
drivers on average will pass by approximately
one access point every two seconds while
traveling on Fairview Avenue.
While maintaining adequate access is
important for business vitality and overall
street network connectivity, the current access
condition has been a significant factor in the
crashes that have occurred in the corridor.
The crash data from 2007 to 2011 shows that
approximately 31% of all crashes that
occurred in the roadway segments between
the signalized intersections were related to
movements into or out of driveways. An
additional 12% were related to movements to
and from unsignalized side streets. Therefore,
crashes related to driveways and
unsignalized intersections account for
approximately 26% of all crashes in the
corridor. The locations of access-related
crashes often align with the locations in the
corridor with the highest overall rates of
crashes.
Unsignalized	
  
Intersec0ons	
  
7%	
  
Driveways	
  
19%	
  

Signalized	
  
Intersec0ons	
  
40%	
  

Non-‐access	
  
Related	
  
34%	
  

Inﬂuence	
  of	
  Access	
  on	
  	
  
Fairview	
  Avenue	
  Crashes	
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Future Conditions
Roadway Network Assumptions
The Fairview Avenue corridor’s future year
2035 volumes were projected based on the
regional travel demand model provided by
ACHD. This model is consistent with the
ACHD 2012 CIP and accounts for the
planned transportation improvements in the
surrounding area that are reasonably expected
to be funded and constructed by the year
2035. The CIP includes significant roadway
widening and intersection capacity projects
along Fairview Avenue and north-south
streets intersecting Fairview Avenue. Future
plans include widening Fairview Avenue from
Meridian Road to Curtis Road to seven lanes
between years 2017 and 2031. This includes
the intersections along Fairview Avenue at
Linder Road, Locust Grove Road, Eagle
Road, Cloverdale Road, Cole Road, and Curtis
Road that are planned to have signal
improvements and widened approaches to
add capacity.

Future Traffic Operations
ACHD’s policy requiring intersections to
operate at LOS D or better still applies to the
improved Fairview Avenue conditions
expected in 2035. At this time, even after
several planned capacity improvements, most
signalized intersections will be congested and
will fail to comply with ACHD mobility
policy.6 This shows that the congestion in
the corridor will be significantly worse
than the existing conditions even with the
planned improvements in place.
Table 6 below summarizes the future year
weekday PM peak hour intersection
operations. The traffic volumes, traffic
control, lane configurations, and detailed
analysis results can be found in the appendix.

Future Traffic Volumes
Future-year traffic projections indicate that
the combined eastbound and westbound
traffic on Fairview Avenue would increase in
the PM peak hour by values ranging from
1500 to 2600 vehicles at different locations.
These increases correspond to average annual
growth rates ranging from 3% to 4%. This
translates to traffic volumes approximately
doubling during the 22-year period from
2013 to 2035. In addition to growth during
the peak hour, future traffic demand is likely
to spread to adjacent time periods and create a
longer “peak” demand as a result of
congestion on the system.
Ada County Highway District Policy Manual, Section
7106.4.1, as updated May 1, 2013.
6
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Table 6: Future Year (2035) Baseline
Weekday PM Peak Hour Intersection
Operations (including planned
improvements)
Intersection
LOS
Fairview	
  Avenue	
  /Linder	
  Road	
  
E
Fairview	
  Avenue	
  /8th	
  Street	
  
Fairview	
  Avenue	
  /Meridian	
  Road	
  
Fairview	
  Avenue	
  /Main	
  Street	
  

C
E
E

Fairview	
  Avenue	
  /Lakes	
  Place	
  
Fairview	
  Avenue	
  /Locust	
  Grove	
  
Road	
  

C

Fairview	
  Avenue	
  /Hickory	
  Avenue
Fairview	
  Avenue	
  /Eagle	
  Road	
  
Fairview	
  Avenue	
  /Records	
  Way

D
F

Fairview	
  Avenue	
  /Cloverdale	
  Road	
  
Fairview	
  Avenue	
  /Steelwood	
  
Avenue
Fairview	
  Avenue	
  /Five	
  Mile	
  Road	
  
Fairview	
  Avenue	
  /Mitchell	
  Street	
  
Fairview	
  Avenue	
  /Maple	
  Grove	
  
Road	
  
Fairview	
  Avenue	
  /Milwaukee	
  
Street	
  
Fairview	
  Avenue	
  /Cole	
  Road	
  
Fairview	
  Avenue	
  /Liberty	
  Street	
  
Fairview	
  Avenue	
  /Curtis	
  Road	
  
Fairview	
  Avenue	
  /Orchard	
  Street	
  

F

* Bold and shaded values exceed the mobility standard
allowing for congestion at no worse than LOS D.
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Section 4. Problem Statement, Goals, and Objectives
The project Problem Statement was drafted to
describe why action is being taken to improve
Fairview Avenue. The Goals and Objectives
that follow were developed in coordination
with the PMT and SC to guide the formation
of appropriate actions.

Need

Problem Statement

Safety

Fairview Avenue provides an important
connection between the cities of Meridian and
Boise, serving commuters, freight, and
shoppers. Along this segment, there are nearly
400 crashes per year and several intersections
rank among the County’s worst for crash
frequency. ACHD has planned to widen
sections of Fairview Avenue, including select
intersections, to add capacity that would
better serve future demands. Even with this
added capacity, congestion is anticipated and
safety conditions may worsen. The ability to
safely and efficiently access land uses adjacent
to Fairview Avenue is a significant concern.
ACHD, the City of Meridian, and the City
of Boise are developing the Fairview
Avenue Corridor Management Strategy to
identify and evaluate strategies for
maintaining safe and efficient access
along Fairview Avenue through
improvements that complement the longrange plans for the corridor.

The corridor’s conditions include:

The Fairview Avenue Corridor Management
Strategy identifies and evaluates the existing
and future safety and operational conditions
that should be addressed on Fairview Avenue
between Linder Road and Orchard Street.

§

§

§
§

Operations
The corridor:
§

§

Purpose
The purpose of the Fairview Avenue Corridor
Management Strategy is to develop a
cooperative plan that prioritizes safety,
operations, and capacity improvements along
Fairview Avenue that primarily manages
access to this principal arterial.
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The second greatest number of “highcrash” intersections among street
corridors in Ada County
An average of 20 crashes per year that
result in debilitating injuries or
fatalities
A high density of access points that
are related to 26% of all crashes
Frequent conflicts with cars and
bicycles at intersections related to
right-turn movements and bicycles in
crosswalks

§

Serves up to 35,000 vehicle trips per
day, and is forecast to serve as many
as 63,000 vehicle trips per day in 2035
Is projected to be significantly
congested by 2035, with peak hour
demand exceeding capacity at 10 of
the 19 study intersections, and 12 of
the 19 intersections failing to meet the
LOS D standards even after planned
capacity improvements
Has a mix of users, including
commuters, shoppers, and freight
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§

§

§

§

Serves a variety of modes, including
cars, trucks, buses, bikes, and
pedestrians
Has an average of nearly 60 access
points per mile serving adjacent land
uses
Has many gaps in the sidewalk system
and bicycle lanes/shoulders are not
consistently provided
Has available transit east of Five Mile
Road only
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§
§
§
§

Objective C. Maintain convenient
access for emergency vehicles
Objective D. Maintain/enhance street
connectivity
Objective E. Complete pedestrian
and bicycle systems
Objective F. Support improved transit
service

Goal 2: Social and Economic

Goals and Objectives
Specific goals were developed for the Fairview
Avenue corridor that address transportation,
social and economic development, and
community planning. Note that numbers and
letters associated with goals and objectives do
not imply prioritization.

Goal 1: Transportation

Support the economic viability of the region
and business along Fairview Avenue; protect
the livability and integrity of the residential
areas; provide cost-effective projects that align
with reasonable funding expectations
§
§

Photo: fhwa.gov

Provide a transportation corridor from
Meridian to Boise that meets existing and
future safety and mobility needs for users of
all forms of transportation
§
§

Objective A. Improve safety for
pedestrians, bicyclists, motor vehicles,
Objective B. Maintain/enhance motor
vehicle/freight mobility and traffic
flow
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§
§
§
§

Objective A. Provide convenient
access to businesses
Objective B. Support freight
movement throughout the corridor
Objective C. Minimize impacts to
private properties
Objective D. Provide safe and
efficient access to neighborhoods
Objective E. Avoid diversion of
traffic through neighborhoods
Objective F. Enhance multiple forms
of transportation to provide
accessibility to all members of the
community

34

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY
§

§

§

Objective G. Minimize disruption to
the community resulting from
roadway construction
Objective H. Maximize the cost
effectiveness of transportation system
investments
Objective I. Identify improvements
that can be funded in the near-term or
implemented in fundable phases

Goal 3: Community Planning

Photo: fhwa.gov

Be consistent with the adopted long-range
goals and policies of the community and the
region
§

Objective A. Provide consistency with
adopted state, county, regional and
local policies
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Section 5. Evaluation Criteria
Draft evaluation criteria were prepared for use in assessing and comparing improvement strategies.
The criteria provide consistency between project recommendations and the project's purpose, need,
goals, and objectives. Each criterion evolved from PMT and SC input and was used to help
prioritize potential strategies. See Section 7 (Recommended Phasing Plan) for more information on
how the evaluation criteria were applied.

Transportation
§
§
§
§
§
§
§
§
§
§
§
§
§

Reduces motor-vehicle crash potential
Addresses bicycle-motor vehicle conflict areas at intersections
Reduces transit-motor vehicle conflicts
Reduces motor vehicle delay
Does not significantly impact emergency vehicle response times
Maintains turn movements at unsignalized intersections
Creates new streets that enhance circulation
Completes pedestrian facilities along Fairview Avenue
Completes bicycle facilities along Fairview Avenue
Improves crossing opportunities of Fairview Avenue
Provides bicycle and pedestrian access to existing transit stops within 1/2-mile
Provides bicycle and pedestrian access to future transit stops within 1/2-mile
Improves transit travel times

Social and Economic
§
§
§
§
§
§
§
§
§
§
§
§

Minimizes out of direction travel (should be no more than 1/2 mile or one minute during
non-peak periods)
Makes business access clearly visible or intuitive
Reduces motor vehicle delay (duplicated in Transportation Goals)
Provides freight access for businesses
Avoids impacts to private property
Improves safety at unsignalized intersections acting as key gateways to neighborhoods
Maintains turn movements at unsignalized intersections (duplicated in Transportation Goals)
Does not result in diversion of traffic into residential neighborhoods
Enhances multiple forms of transportation to provide accessibility to all members of the
community (duplicated in Transportation Goals)
Minimizes traffic disruption through phased or mitigated construction
Provides substantial benefit compared to cost
Identifies projects or phases of projects that are fundable in near-term
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Community Planning
§
§
§
§
§
§
§
§

Consistent with the ACHD Complete Streets Policy
Consistent with the ACHD Livable Streets Design Guide
Consistent with the ACHD Master Street Map
Consistent with the ACHD Roadways to Bikeways Bicycle Master Plan
Consistent with the ACHD Pedestrian-Bicycle Transition Plan
Consistent with the City of Boise Comprehensive Plan “Blueprint Boise”
Consistent with the City of Meridian Comprehensive Plan
Consistent with Communities in Motion 2035 (COMPASS)7

7 Communities in Motion 2035, Regional Long – Range Transportation Plan, September 2010; Community Planning
Association of Southwest Idaho (COMPASS); Report No. 16-2010 adopted by the COMPASS Board on September 20,
2010; Resolution No. 15-2010.
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Section 6. Strategy Development and Evaluation
This section presents a menu of potential
strategies that could help meet the goals and
objectives identified in the previous section.
Preferred strategies, presented in the
Recommended Phasing Plan later in this
report, were identified in response to specific
safety and operational issues for all modes of
travel and input provided by the PMT and SC.
For strategies that provide potential safety
benefits, a rough estimate of the economic
value of the safety benefits (dollar amount of
savings to the public) is provided. See
Technical Memorandum #3 in the
Appendix for assumptions. Technical
Memorandum #3 also includes for each
strategy a general definition, a description
of the issues addressed by the strategy, a
summary of its potential benefits, a
description of how it may apply to the
study area, and a discussion on the efforts
needed to implement the strategy.

Access Management Strategies
Reduce the Number of
Driveways

driveway or by relocating driveways to side
streets. This would require a joint access
agreement between private property owners.
Every access point (driveways and
intersections) along Fairview Avenue is a
potential conflict point for motor vehicles,
bicycles, and pedestrians. With more than 470
access points located between Linder Road
and Orchard Street (most being driveways), a
motorist traveling at 35 mph will, on average,
pass an access every two seconds. This
presents a high level of potential conflicts,
which reduces the efficiency and safety of
travel. Movements into and out of driveways
contribute to approximately one-fifth of all
crashes in the corridor (or about 75 every
year).
Research shows a strong relationship between
the frequency of access points along a
roadway and the number of crashes that
occur. Because the frequency of access points
on Fairview Avenue is currently very high
(nearly 60 access points per mile), even
modest reductions can have meaningful
impacts on corridor safety. For every five
driveways per mile that are removed, the
crash rate is reduced by approximately 4%
(rear-end crashes, which were the most
common type in the corridor, drop by
3%). This equates to approximately six
crashes per year and an annual public benefit
of up to $360,000.

Create Inter-parcel Circulation
Reducing the number of driveways could
occur by replacing multiple driveways serving
individual properties with one shared
FEBRUARY 2014

Establishing inter-parcel circulation connects
adjacent developments through on-site
roadways or parking lots. This allows drivers
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to make short trips between properties
without using the adjacent arterial.
When access is provided to allow vehicles to
pass between adjacent properties without
using the arterial, unnecessary conflicts are
removed. Using the arterial for crosscirculation between adjacent properties can be
hazardous since drivers can go the wrong way
in travel lanes and use small gaps to cross
traffic. Providing access between adjacent
properties offers delivery vehicles more
circulation options and supports opportunities
for multiple properties to share access. Care
should be taken not to encourage highvolume and high-speed cut-through traffic
over adjacent properties. The intent is to
connect parking lots so one driveway can be
used to access multiple properties.

Reconstruct Driveways to
Current ACHD Standards
Reconstructing existing driveways that do not
conform to current ACHD design standards
can improve safety. Reasons for noncompliance could be surface type (e.g., dirt or
gravel), width (e.g., overly wide or too
narrow), steep grades, or design that does not
meet Americans with Disability Act
requirements.
Driveways that are improperly designed can
lead to unnecessary conflicts where right-ofway for exiting and entering vehicles is
unclear. Where driveways are too wide or too
narrow, turning vehicles may drive faster or
slower than desired, resulting in the slowing
of following traffic on the roadway and the
potential for conflicts with pedestrians,
bicyclists, and other drivers on site. Loose
surface material, such as gravel, dirt, or
broken asphalt reduces roadway friction,
FEBRUARY 2014

which affects acceleration and braking rates.
Many older styles of driveway design include
cross slopes that are difficult for people with
mobility devices to traverse.

Remove Access Conflicts near
Intersections
Improve the safety and capacity of signalized
intersections by removing potential conflicts
within the intersection functional area where
the driver’s attention is primarily focused on
the traffic signal indications and the presence
of other drivers, cyclists, and pedestrians. This
can be accomplished by either removing
driveways within the functional area of
signalized intersections or by restricting turn
movement to allow only right-in and right-out
movements. This may include the use of
raised medians within the intersection project
limits.
Driveways that are too close to major
intersections introduce turning conflicts that
can have significant impacts to the safe and
efficient operation of the corridor. They can
encourage improper use of center left-turn
lanes (e.g., wrong way driving), create
additional conflicts that many drivers are not
expecting when traveling through traffic
signals, and may not be visible to drivers
turning around corners. There were
observations on Fairview Avenue where
drivers slowing to enter driveways just beyond
intersections stopped the flow of traffic,
reducing the capacity of the signal and
creating a rear-end collision hazard.

Frontage/Service Roads
A frontage road is a smaller road that parallels
a major road and is located between the major
road and abutting building sites. When these
smaller roads run behind abutting properties
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rather than in front (as shown in the picture
below), they are referred to as service roads.
Frontage/service roads are publically owned
and maintained and provide access to major
roads at regular intervals. Speeds and traffic
volumes on frontage/service roads are
typically moderate to low, making them better
suited for accommodating a large number of
access points.

The purpose of these roads is to provide
lower-speed access to commercial sites along
a major roadway and to separate business
traffic from higher-speed through
traffic. With business access removed from
the major roadway and relocated to the
frontage/service road over the long term,
congestion and safety can be improved on the
major roadway.

Non-Traversable Medians with
U-Turns

Non-traversable medians are most commonly
seen as raised concrete islands in the centerFEBRUARY 2014
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turn lanes of roadways. Where cost-sharing
agreements can be established, decorative
treatments can be applied to add aesthetic
value, such as landscaping or stamped and
colored concrete. Non-traversable medians
can include openings at intersections and
driveways to allow for intermittent access and
can include provisions for U-turns. Where the
center-turn lane is needed as a left-turn pocket
at a signalized intersection, a non-traversable
median may just be a narrow barrier (18
inches or less) over the yellow painted stripe
separating the left-turn lane from opposing
traffic.
Approximately 26% of all crashes in the
corridor (or about 515) are related to
movements into or out of driveways and
unsignalized intersections. These crashes
result in roughly $5.4 million of average
annual damages to the public.
Non-traversable medians have a significant
effect on safety compared to two-way leftturn lanes (TWLTL) because they control
where turning conflicts occur, resulting in a
more orderly and predictable pattern of turn
movements. A substantial amount of research
has been conducted to evaluate the impacts of
constructing non-traversable medians on
urban arterials. It has been consistently found
that safety is improved when a TWLTL is
replaced by a non-traversable median, with
expected crash reductions of at least 23%
(although in many cases the reductions have
been much higher). Such a reduction in
access-related crashes on Fairview Avenue
could equate to an annual savings of
approximately $1.2 million to the public.
Non-traversable medians also improve
pedestrian safety and connectivity by
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providing a refuge for crossings. Reductions
in crashes involving pedestrian crossings have
been found to be as high as 40% when nontraversable medians are constructed.
Many studies have also been conducted to
determine the effects of non-traversable
medians on motorist delay. When considered
together, the results are somewhat
inconclusive, with some studies showing
TWLTLs operating more efficiently and
others showing non-traversable medians
operating more efficiently. In any case, the
positive or negative impacts on delay that
might result from replacing the TWLTL with
a non-traversable median are likely to be
relatively minor and would be far outweighed
by the benefits gained in crash prevention.
While limiting turning movements by
constructing non-traversable medians is very
effective at reducing crashes, a balance should
be sought between safety improvement and
maintaining accessibility to businesses and
neighborhoods along the corridor. The
construction of full non-traversable medians
between signalized intersections would create
a significant amount of out of direction travel
and would force many U-turning movements
to the traffic signals, which would worsen
congestion.
Therefore, directional openings in the nontraversable median allowing left turns and Uturns to be made from Fairview Avenue
should be provided as needed where there are
access and circulation benefits. On average,
the traffic signals in the corridor are spaced
approximately one-half mile apart. Therefore,
a typical segment of Fairview Avenue may be
able to accommodate up to two directional
openings per direction of travel between
FEBRUARY 2014

signals. This means that most customers
would have to travel less than 1,000 feet out
of direction to reach a business. According to
the 2009 National Household Trip Survey,
this would add about 3% to the average
shopping trip length. The location of
directional openings should align with highuse driveways or intersections where space
allows.
Creating U-turn movements are often thought
to be less safe than just allowing left turns
from a TWLTL. However, research has
shown that replacing direct left turn
movements from driveways with right turns
followed by U-turns eliminates many potential
conflicts and can reduce crashes by 20%.
The primary concern raised with any nontraversable median in a commercial area is the
potential for loss of business if customers
cannot make direct turns into and out of
driveways. This issue has been studied in
many areas around the country were nontraversable medians have been installed.
The way in which changes in access could
affect a business also depends on the type of
business – drive-by or destination. "Drive-by
businesses" are those that customers frequent
more on impulse or while driving by, such as
convenience stores, gas stations, or fast food
restaurants. "Destination businesses" are
businesses that customers plan to visit in
advance of the trip. Examples include
electronics stores, most offices, major
retailers, insurance agencies, sit-down
restaurants, etc.
Customers of drive-by businesses generally
expect to get in and out easily and may be less
tolerant of out of direction travel. Visibility,
signage, and convenient access are all
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important for drive-by-businesses. These
businesses can be more affected by the
construction of non-traversable medians.
However, a perception of heavy congestion or
unsafe conditions can have a similar effect on
a customer’s choice to visit a drive-by
business even where full access is provided.
Where non-traversable medians are installed,
close proximity to median openings is
important.
Customers of destination businesses typically
plan their trips in advance. Convenience of
access is generally of less importance than
avoiding congested or unsafe corridors that
may actually intimidate them from making the
trip. Most customers will have driven several
miles to their destination, so a little out of
direction travel has a negligible effect on the
length of their trip. These businesses are often
unaffected by the construction of nontraversable medians and may even benefit by
an increased market area where the medians
improve safety and congestion, making the
trip more desirable to a broader customer
base.
There have been a number of documented
case studies assessing the economic impacts
of access management applications, and
specifically the construction of nontraversable medians, in states such as Texas,
Florida, Minnesota, Iowa, Georgia, Kansas,
and Utah. In most cases, it has been found
that the majority of businesses do well or
better than before the non-traversable median
was constructed.
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Signalized Intersection
Operation and Safety Strategies
Update Coordinated East-West
Signal Timing

Outdated coordinated signal timings limit the
operational efficiency of a roadway, which can
result in unnecessary congestion, increased
delay, and longer travel times. Signal timing is
a process to allocate “green time” to specific
movements (motor vehicles, pedestrians, and
bicycles) at signalized intersections with the
goal of optimizing the travel. Signal
coordination is a process to synchronize the
signal timings of multiple intersections along a
corridor to allow for a platoon of vehicles to
travel together through the intersections with
minimal or no stopping. The goal of signal
coordination is to have multiple traffic signals
operate as a group to minimize the travel time
and delay of vehicles traveling the corridor.
Optimizing the coordinated signal timing
throughout the Fairview Avenue corridor
could reduce vehicle delay and travel times,
while potentially improving intersection safety
at low cost. Improved signal timing and
coordination could also reduce vehicle stops,
which could lessen rear-end collision
frequency–one of the primary problems noted
for the corridor.
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Operational analysis indicates that preliminary
modifications to the existing signal timings at
intersections along Fairview Avenue would
result in improved motor vehicle operations
with reductions in average signal delay of 20
to 25%. However, in improving east-west
travel, delays on some north-south routes
increase. Therefore, a broader discussion of
route priority at different times of the day is
needed. Furthermore, the actual effectiveness
of signal timing improvements on corridor
throughput will be limited if many disruptions
to smooth vehicle progression are present,
such as frequent driveways and unsignalized
intersections.

Adaptive Signal Timing
In contrast to traditional coordinated signal
timing plans, which are predetermined timing
plans based generally on average conditions,
adaptive signal timing systems respond to
varying traffic conditions, such as seasonal
fluctuations, holiday peak conditions,
detoured traffic, special events, lane closures,
collisions, and many other factors, in real
time. Adaptive signal timing systems are more
flexible to varying traffic conditions
throughout an hour, day, or year.
The installation of adaptive signal timing
could better manage traffic flow during
varying traffic conditions that don’t fit average
“time of day” timing plans, such as when
crashes occur that block lanes and
unexpectedly restrict traffic flow. Studies have
reported the following benefits of adaptive
signal control systems:
§
§
§

Improved travel times by 9 to 19%
Increased average speed by 7 to 22%
Improved intersection LOS
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§
§
§

Reduced fuel consumptions by 2 to
7%
Reduced pollution emissions by up to
17%
Benefit-cost ratios ranging from a low
of 1.6 to 1, to a high of 6 to 1 (i.e., a
rate of return of 60% to 600%)

However, as previously noted, the actual
effectiveness of any signal timing
improvements on corridor throughput will be
limited if many disruptions to smooth vehicle
progression are present, such as frequent
driveways and unsignalized intersections.

Red Light Running Photo
Enforcement

Red light cameras are an effective technique
to reduce red light running. While red light
cameras reduce the number of angle crashes
at intersections, they often increase the
number of rear-end crashes. However, red
light cameras are effective at reducing the
severity of collisions as angle crashes are
typically more severe than rear-end crashes.
Red light running cameras reduce intersection
collision severity and the frequency of angle
crashes. It has been proven that their use can
reduce angle and fatal red light running
collisions by 25% and 24%, respectively. This
could potentially save the public up to
$132,000 annually.
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Photo enforcement cameras will also help
reduce the frequent red light running that has
been observed in the corridor. The addition
of photo enforcement cameras to traffic
signals has been proven to be effective at
reducing red light running at urban signalized
intersections by 86%.
Currently, there are no laws or programs in
Idaho that permit the operation of red light
running cameras. Statewide or local legislation
would have to be passed in order to approve
the use of these devices.

Red Light Extensions
All-red clearance intervals can be briefly
extended when vehicles are detected entering
the intersection during the onset of a red light,
potentially avoiding a collision.
Crashes at intersections account for about
40% of all crashes along Fairview Avenue.
Angle crashes are typically the most severe of
intersection related crashes with red light
running being a common cause.
Approximately 9% of all intersection crashes
on Fairview Avenue are angle crashes. A red
extension strategy can potentially reduce angle
crashes by 36%, resulting in an annual savings
to the public of approximately $290,000.

Balancing Lane Use
In some locations the use of the travel lanes
can be unbalanced, resulting in unused
capacity. Lane configuration modifications
can often result in more balanced lane use for
each movement. Traffic control devices such
as variable lane-use signs, signing, and striping
are also useful tools for modifying the lane
configuration at desired locations.
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There are locations along Fairview Avenue
where the use of the travel lanes for a specific
movement is unbalanced. This leads to long
vehicle queues at many signalized
intersections that block access to driveways
and turn lanes and spill back to other
intersections, thereby reducing the effective
capacity of the system. The benefit of
balancing lane use is decreased vehicle delay
and travel time through the corridor.

Improved Street Lighting
Upgrading poor or installing new street
lighting can significantly improve nighttime
safety. With improved street lighting,
motorists are better able to see conflicting
pedestrians/bicyclists and read regulatory
signs. Improved street lighting also helps alert
motorists of downstream driveways and
intersections, especially unsignalized
intersections.
Improved street lighting increases safety for
all modes of transportation. Research shows
that on average improved street lighting
creates a 27% reduction in nighttime
collisions resulting in injuries and a 32%
reduction in nighttime property-damage-only
collisions. Considering the history of
nighttime crashes along Fairview Avenue
where no lighting was present, the addition of
more lighting could result in an annual savings
to the public of approximately $75,000 from
avoided collisions.
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Change of Protected-Permissive
Left-Turn Phasing to Protected
Only

mobility. A better option might be to limit
protected only left turn phasing during
specific times of the day when the left turn
crash potential is the greatest.

Installation of Reflectorized
Borders on Signal Backplates

While protective-permissive phasing generally
provides more capacity than protected-only
phasing, the potential for left-turn crashes is
greater. For intersections where gaps are few
for permitted left turns, the number of
opposing lanes is greater than three, and/or
the number of left-turn collisions is high, it is
recommended to consider removing the
permissive phasing.
Changing from a protected-permissive leftturn to a protected only reduces left-turn
collisions by as much as 48%. There are eight
intersections throughout the corridor yielding
58 collisions involving a left-turning
movement. By changing from protectedpermissive left-turn phasing to protected only,
the number of collisions could be cut in half,
saving the public a potential of $360,000 per
year in damages.
ACHD is currently in the process of installing
flashing yellow arrows allowing for permissive
left turns where feasible with the goal to
increase mobility. Therefore, further
investigation should be conducted at any
candidate location for the use of protected
only left turn phasing to determine the tradeoffs between improved safety and improved
FEBRUARY 2014

Backplates are commonly applied to traffic
signal heads to improve the visibility of the
illuminated face by introducing a contrasting
background. To further improve visibility,
backplates can be framed with a reflective
border. Adding reflective borders to existing
signal backplates involves a simple application
of 3-inch yellow strips of reflective sheeting.
Fairview Avenue has the second greatest
“high-crash” intersections in Ada County and
approximately 40% of all corridor crashes
occur at traffic signals. Frequent red light
running has been observed in the corridor.
The addition of reflectorized backplates to
traffic signals has been proven to be effective
at reducing unintentional red light running
and reducing the overall number of crashes at
urban signalized intersections by 7 to 15%. If
applied to all signalized intersections in the
corridor, this could result in a reduction of
approximately 24 crashes per year and a
potential annual savings of $1.32 million to
the public.
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Transit Strategies
Transit Signal Priority

Transit Signal Priority (TSP) is a traffic signal
operations strategy that helps to minimize bus
delay at signalized intersections. TSP systems
use sensors to detect approaching transit
vehicles and alter signal timings to improve
transit performance by minimizing bus delay
and number of stops. The signal timing
adjustments for buses typically consist of
extra green time for the bus movement either
at the beginning of the phase “early green” or
at the end of the phase “green extension.”
TSP is a cost-effective strategy that would
help support and enhance the quality of
transit services along the Fairview Avenue
corridor by improving the transit travel times
and service reliability, thereby increasing the
attractiveness of transit as an alternative to
motor vehicle travel. Studies report the
following benefits of deploying TSP:
§
§

Increases transit ridership by up to
25% depending on the route
Improves the average transit running
time by 15 to 25%

Bus Pullouts
Bus pullouts are widened areas of the roadway
shoulder that allow transit vehicles to pick up
and drop off passengers outside the traveled
FEBRUARY 2014
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way and are generally provided on highvolume and/or high-speed roadways. They
are frequently constructed at bus stops with a
high number of passenger boardings, such as
large shopping centers, office buildings, and
factories.
By removing stopped buses from travel lanes,
traffic delays are considerably reduced. They
also help better define bus stop locations, can
be used for bus layovers, and create a more
relaxed environment for loading and
unloading.
Disadvantages of bus pullouts can include
difficulty of reentering traffic leading to transit
delays and the need for additional right-ofway. New statutes requiring other vehicles to
yield to buses re-entering the travel lane
would be a good complementary strategy for
bus pullouts.

Pedestrian and Bicycle
Strategies
Complete Bike Lane Gaps

Bike lanes are lanes that have been marked on
the road for exclusive bicycle use (bicycle
rider decal on pavement). Bike lanes separate
bicyclists from the motor vehicle space and
significantly improve cyclist safety.
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Currently, the majority of Fairview Avenue
does not provide bike lanes or clearly defined
shoulders for bicyclists. Bicycle facilities are
an integral part of providing a balanced
transportation corridor that serves all users.
Filling bike lane gaps improves connectivity
and would provide safe access to existing and
future transit stops for cyclists. Research
indicates that major streets with bike lanes
present about a 50% lower risk of injury to
cyclists than major streets without bike lanes.

Complete Sidewalk Gaps
Sidewalks remove pedestrians from the motor
vehicle space. Good sidewalks are continuous,
accessible to everyone (including ADA
features), provide adequate travel width and
feel safe. ACHD policy requires arterials to
provide sidewalks that are at least 7 feet wide
if located adjacent to the curb, or 5 feet wide
if located 6 feet or more behind the curb.
Gaps in the sidewalk system force pedestrians
to walk over uneven or muddy surfaces. Many
such gaps are not passable by pedestrians with
disabilities. As a result, some pedestrians
choose to travel along the side of the roadway
or are deterred from walking at all. Filling
sidewalk gaps improves the connectivity of
the pedestrian network and provides safe
access to existing and future transit stops.

Pedestrian and Bicycle Crossing
Enhancements
Pedestrian and bicycle crossing enhancements
provide crossing opportunities at intersections
and midblock locations. Intersection crossing
enhancements include:
§

Warning signs for pedestrian crossings
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§

§
§

Elimination of the permissive phase
for protected-permissive operation
intersections when the pedestrian
phase is active
Improved illumination
Modified pedestrian phasing, such as
providing a leading pedestrian interval
(i.e., providing the “WALK” signal
prior to giving green lights to
conflicting vehicle movements)

Midblock crossing enhancements include:
§
§
§
§
§

High-intensity activated crosswalk
(HAWK) beacons
Pedestrian traffic signals
Street lighting
Refuge medians
Warning signs and striping

A general examination of motor vehicle and
pedestrian volumes and speeds, crossing
distances along different locations on the
corridor, and comparison to the criteria for
considering pedestrian enhancements suggest
that crossing treatments that show a red signal
indication to the motorist are best suited for
Fairview Avenue. The red signal devices have
a high compliance rate and include HAWK
signal beacons and pedestrian traffic signals.
HAWK
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A pedestrian hybrid beacon or HAWK uses a
yellow-red lens configuration (two red lenses
on top and a yellow lens on bottom) to
provide a signalized midblock pedestrian
crossing. This device is designed to require
traffic to stop for the pedestrian-walk interval
(steady red) and to allow traffic movement
during the flashing “don’t walk” stage of the
pedestrian crossing (flashing red). The
pedestrian hybrid beacon also provides
flashing yellow and solid yellow warning
indication to traffic that indicates the
upcoming “walk” stage/steady red.
Pedestrian Traffic Signal: A pedestrian
traffic signal is a traffic signal used to control
traffic at midblock crosswalks or locations
with high pedestrian volumes that do not
warrant a full traffic signal. Signals remain
“resting” in green until a pedestrian actuates a
push button on either side of the crossing.
These devices provide the pedestrian an
opportunity to cross at a controlled crosswalk
during a steady red pedestrian walk interval.
Currently, the 18 signalized locations provide
the only crossing opportunities for
pedestrians and bicyclists along Fairview
Avenue. On average, the signalized
intersections are spaced about one-half mile
apart making for infrequent crossing
opportunities. This encourages unprotected
midblock crossings, the use of the continuous
two-way left-turn lane as a refuge, and acts as
a barrier by discouraging crossings altogether.
Under future year conditions, Fairview
Avenue is expected to experience significant
increases in motor vehicle traffic volume (and
possibly road widening) that will reduce the
ability for pedestrians to cross safely.
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Benefits could include:
§

§
§

Increases pedestrian safety and
provides more accessible north-south
travel route options
Provides safe access to existing and
future transit stops
HAWK signals have proven to help
reduce all crashes by 29% and
pedestrian crashes by 69% at crossing
locations

Bike Lane Enhancements

Bike lane enhancements include painted
bicycle lanes and widened bicycle lanes.
Painted bicycle lanes help remind motorists to
check for bicyclists when crossing the bicycle
lane. It is often the case that bicycle lanes are
designed to the minimum required width.
Widening bicycle lanes along higher speed
facilities (e.g., 5-foot bike lanes with 3-foot
painted buffers separating bicycles from
motor vehicles where the speed limit is greater
than 35 mph) increases bicyclists’ comfort and
safety.
Colored bike lanes at signalized intersections
have been proven to help reduce collisions
between right turning vehicles and bicycles by
up to 39%. This could potentially reduce one
to two vehicle/bicycle collisions per year at
signalized intersections, saving the public an
estimated $73,000 per year in damages.
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Intelligent Transportation
System (ITS) Strategies
Traveler Information

§
§
§
§

Traveler information can come in many
forms, including dynamic message signs,
highway advisory radio, websites, and
smartphone applications. Traveler
information can notify drivers of adverse
weather conditions, travel times to
destinations, incidents, construction activities,
and other pertinent information.
Today’s society has become accustomed to
having up-to-date information at their
fingertips. Providing traveler information
using a variety of technologies (whether
publicly or privately managed) allows travelers
to make informed decisions about trip
departure times, routes, and travel mode.
Traveler information systems can alert
travelers of incidents, special events, and
congestion, which may avoid secondary
crashes and help divert traffic around the
congested location.
Benefits could include:
§
§

Reduces incident-related delays by up
to 22%
Reduces incident-related traffic queues
by up to 50%
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Increases safety by improving drivers’
situational awareness
Potentially improves travel time
reliability
Provides information for travelers to
make informed choices
Increases traveler satisfaction with the
transportation network

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY

Evaluating Strategies
An evaluation matrix (see appendix) was
created to ensure that the goals and objectives
are considered when selecting corridor
strategies. Within the matrix, each strategy has
been scored according to how well it aligns
with project objectives and evaluation criteria
listed earlier in Section 5 (only objectives are
shown in the matrix for simplicity). The
intended use of this matrix is not to select
strategies purely based on the resulting
scores, but to better understand how
strategies affect the corridor and to use
the scores to stimulate a discussion about
which strategies may be favorable and
why.
Strategies for key areas of need in the corridor
that best aligned with the evaluation criteria
are shown in Table 7. At this stage where
recommended strategies remain conceptual in
nature, any scoring against the evaluation
criteria must be based on assumptions related
to how and where actual implementation
would occur. Therefore, it is important to
reevaluate strategies as they are refined
through further design and public outreach to
ensure they continue to align with the values
and interests of project stakeholders.
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Table 7: Strategies for Targeting Corridor
Needs that Best Align with Evaluation
Criteria
Safety
Motor
Vehicle

§

Bicycle

§

§

§
§
Pedestrian

§
§

Transit

§

Mobility
Motor
Vehicle

§

Coordinated Signal
Timing

Bicycle

§

Complete Bike-Lane
Gaps
Pedestrian and Bicycle
Crossing Enhancements
Complete Sidewalk
Gaps
Pedestrian and Bicycle
Crossing Enhancements
Transit Signal Priority

§
Pedestrian

§
§

Transit
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Non-Traversable
Medians with U-Turns
Remove Access
Conflicts near
Intersections
Complete Bike-Lane
Gaps
Pedestrian and Bicycle
Crossing Enhancements
Bike Lane
enhancements
Complete Sidewalk
Gaps
Pedestrian and Bicycle
Crossing Enhancements
Bus Pullouts

§
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Section 7. Recommended Phasing Plan
This section lays out the plan’s
recommendations for the Fairview Avenue
corridor. It includes a discussion of the
process that led to the recommendations,
considerations that informed how strategies
were prioritized and phased, and information
on how and when strategies should be
implemented on the corridor.

Developing the Recommended
Strategies
The process of developing recommendations
involved working with the PMT and the SC
to:
§

§

§

Evaluate the likely effectiveness of
strategies in achieving the project’s goals
and objectives
Combine strategies where possible to
minimize implementation costs and
impacts and identify locations and
strategies that achieve the greatest return
on investment
Craft a phasing plan that tailors strategies
to specific locations on the corridor

These three steps used to create the phasing
plan, prioritization, packaging, and
recommendation, are discussed below.

Prioritization: Selecting the Best
Strategies
Strategies laid out in the Strategy
Development section of this plan were
assessed and prioritized using the established
evaluation criteria, with input from the PMT
and the SC.
Consultant Review of Strategies
Prior to meeting with the PMT and the SC,
consultant staff reviewed all of the potential
strategies developed for this project and
evaluated them according to the criteria listed
in Section 5 of this plan. The resulting
evaluation matrix was used to ensure that
consideration be given to the goals and
objectives when selecting strategies. In this
initial staff evaluation, the following strategy
groups fared best under each goal area:
§

§

§
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Transportation. Access management,
pedestrian/bicycle, and ITS strategies
appeared to do the most to meet the
existing and future safety and mobility
needs for all users. Intersection operations
and safety strategies also fared well under
this goal area
Social and Economic. Intersection
operations and safety strategies fared well
under this goal area, as did pedestrian and
bicycle strategies
Community Planning. Pedestrian and
bicycle strategies were judged to be the
most consistent with adopted long-range
goals and policies
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PMT Review of Strategies

Pedestrian and Bicycle

Consultant staff’s draft evaluation of the
potential strategies was shared with the PMT,
whose members provided additional
perspectives on how well each strategy
addressed the project’s goals and objectives.
The PMT emphasized safety in its review of
the strategies, as the group felt mobilityrelated upgrades (e.g., adding lanes to
Fairview Avenue and major intersections) had
already been addressed in other project
programming.

§
§
§

Also, the consultant team shared information
from case studies where non-traversable
medians had been implemented, showing that
the response of local businesses after
construction was generally positive or that
negative business impacts did not occur. The
PMT found this information compelling,
along with feedback from businesses along
Eagle Road, where a similar access
management project was recently
implemented. Given this additional
information, the PMT was comfortable
moving forward with non-traversable medians
as a high-priority strategy.

Complete sidewalk gaps
Complete bike lane gaps
Implement bike lane enhancements

SC Review of Strategies
The SC also reviewed the draft strategy
evaluation, providing their own input on how
well different strategies satisfied the goals and
objectives. The committee agreed with the
PMT on the inclusion of driveway reduction
and shared driveways as high-priority
strategies.
The consultant team shared information from
the case studies and the nearby Eagle Road
project with the SC. While the PMT felt this
information sufficiently addressed its
concerns about business impacts from nontraversable medians, the SC was not
comfortable that the findings were applicable
to the context of this corridor. The SC did not
support non-traversable medians as a highpriority strategy, as they felt they lacked
assurance regarding potential economic
impacts.

Access Management

The stakeholders included several intersection
operations and safety strategies as high
priorities and ranked pedestrian and bicycle
strategies as lower priority. Intersection
strategies preferred by the SC included:

§

§

The PMT identified eight high-priority
strategies, focused on the access management
and pedestrian/bicycle areas:

§
§
§
§

Construct non-traversable medians with
U-turns
Reduce number of driveways
Remove access conflicts near intersections
Develop frontage/service roads
Create shared driveways and inter-parcel
circulation
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§
§
§
§

Update coordinated east-west signal
timing
Implement adaptive signal timing
Implement red light running photo
enforcement
Balance lane utilization
Install reflectorized borders on signal
backplates
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PMT and SC input was documented and
carried forward to the packaging step of the
process. A summary of the PMT and SC
preferences is provided in the appendix.

highest priority segment, with most
deficiencies and potential for improvement in
the near-term. Deficiencies include:
§

Packaging: Combining and
Phasing Strategies
Once strategies were prioritized, the next step
was to package strategies together with an eye
toward minimizing costs and traffic
disruptions while maximizing benefits. The
following were key considerations during this
step in the process:
§

§

§

Although a strategy may have been
identified as high priority, it may not
occur in the short or medium term due to
phasing requirements or prerequisites (i.e.,
legal or policy changes)
Opportunities to combine strategies
should be sought to minimize
construction costs and avoid repeated
construction impacts to neighborhoods
and businesses
Costs should be considered so that nearterm phases have a reasonable chance of
being funded

As in the prioritization step, PMT and SC
input was key in helping clarify the timing and
location of strategies carried into the
recommendation.
Priority Segment: Five Mile Road to
Orchard Street
As part of the packaging exercise, previous
analysis was reviewed to identify a segment
where new strategies would be anticipated to
do the most to improve conditions. The
section of Fairview Avenue from Five Mile
Road to Orchard Street (shown in Figure 1 in
the executive summary) was identified as the
FEBRUARY 2014

§

§

Safety. The majority of crashes (58%)
documented along the study corridor
occurred in this segment, even though it
comprises about 40% of the corridor’s
length
Traffic. This segment features the highest
traffic volumes along the corridor (up to
35,000 vehicle trips per day) and includes
the intersections with the most delay
Access Spacing. Driveways and other
access points are more closely spaced in
this segment than in the rest of the
corridor (70 access points per mile
compared to the corridor average of 59
access points per mile)

Given the above conditions, the Five Mile
Road to Orchard Street segment was targeted
for near-term improvements as part of the
phasing.
Phasing Structure
Recommended strategies and locations were
categorized into three phases. Each phase
includes strategies that are applicable to a
specific location, such as an intersection or
segment, and strategies that are applicable to
the entire project area. In addition to projects,
the phasing plan also recommends
amendments to local code or statewide laws
to facilitate the implementation of certain
projects in later phases.
The timeline for the recommended strategies
includes:
§

Phase 1. These are near-term
improvements that target the most critical
segment: Five Mile Road to Orchard

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY

§

§

Street, in the City of Boise. Note that
Phase 1 focused on a set of improvements
that ACHD could potentially implement
as part of its Integrated Five-Year Work
Plan. To ease construction and
coordination with stakeholders, Phase 1
will be designed and constructed in two
parts with the Cole Road intersection
improvement project being the dividing
point.
Phase 2. This medium-term phase
focuses on key segments and locations
within the City of Meridian (primarily
Meridian Road to Locust Grove Road)
Phase 3. In the longer term,
improvements are focused on the
remaining segments between Linder Road
and Meridian Road, and between Locust
Grove Road and Five Mile Road

In addition to projects that fall under the
three phases, long-range projects have been
identified that are either continuous
incremental improvements or improvements
that require significant legal and/or policy
changes or further coordination with other
agencies.
Complementary Strategies
Focusing on segments and locations for each
phase means that certain strategies can be
coordinated at implementation, resulting in
cost savings and fewer impacts to the
community. Examples of this kind of
packaging include:
§
§

Driveway reconstruction: can be
implemented as sidewalk gaps are filled
Removal of access conflicts near
intersections: can be implemented when
non-traversable medians are constructed
or when sidewalk gaps are filled
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Furthermore, there may be opportunities in
the future to include recommended strategies
from this plan in other construction projects
along Fairview Avenue to advance them
sooner and more cost effectively.

Recommendation: A Plan for
Implementing Strategies
Through coordination with the PMT and the
SC during the prioritization and packaging
steps, a final list of phased strategies was
developed, tailored to specific segments and
locations on the corridor. The phases and
strategies are detailed in the remainder of this
section and include key considerations as
implementation is undertaken.
Note that in organizing the strategies into
phases, the SC asked for an incremental
implementation approach that started with
strategies with the least potential impact to
businesses (deferring construction of nontraversable medians, for example), and was
followed by a higher-impact strategy only if
the lower-impact one did not improve
conditions. Due to concerns raised by the
businesses along the corridor, the ACHD
Commission directed that mid-block nontraversable medians be held to the end of each
phase after all other strategies have been
implemented and evaluated for their impact.
If the other strategies implemented do not
produce a desirable outcome, the Commission
will consider installation of mid-block nontraversable medians at that time. It is
recognized that this approach precludes
packaging of all improvements and increases
potential construction impacts over the long
term.
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Phasing Plan
Phase 1
Figure 15 and Table 8 show the
recommended projects and locations for the
first phase, selected through technical review
and close consultation with the PMT and the
SC. Cost was a key consideration for Phase 1,
as this phase focuses on a set of
improvements that ACHD could potentially
implement as part of its Integrated Five-Year
Work Plan. Because of this constraint,
planning-level cost estimates were developed
where feasible and are shown in the Phase 1
table.

§

Key Considerations for Phase 1
The Phase 1 table includes notes on how
different projects and other strategies may be
combined and whether any preliminary steps
are needed, such as interagency coordination
or local code amendments. In addition, the
following are key considerations regarding
projects included in Phase 1.
§

§

Cole Road Intersection. Reconstruction
of the Cole Road intersection will be the
first focus for implementation. As of the
date of this Plan, this project is
programmed for construction in 2017.
The project will widen the intersection to
eight lanes for the Fairview Avenue
approaches and seven lanes for the Cole
Road approaches (includes turn lanes), as
well as curb, gutter, sidewalk, and bike
lanes on all approaches. The project
includes reducing the number of
driveways and removal of access conflicts
with the use of raised medians at the
intersection.
Sidewalk Infill and Bike Lane Costs.
The ultimate design for much of Fairview
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§

§

Avenue includes a five to seven-lane
cross-section. In the near-term, ACHD
will explore as to the location of the
sidewalks and bike lanes in a manner that
would fit the long term desired
configuration. The decision on the
ultimate lane configuration will be made
by the ACHD Commission prior to the
completion of design. The installation of
bike lanes and sidewalks is a high priority
for the Commission for Phase I.
Non-Traversable Medians with UTurns. At the direction of the ACHD
Commission, mid-block non-traversable
medians will be considered only after all
other strategies in the phase have been
employed and evaluated. As part of that
evaluation, ACHD will work with
stakeholders on the corridor to complete
an economic impact analysis of the
expected impact of medians on businesses
in the corridor.
Reduction of Driveways and Cross
Access Consolidation. While the work
of removing driveways and creating cross
access is most easily handled through the
land use development process, ACHD
will work with land owners along the
corridor to identify opportunities for
voluntary driveway consolidation and the
establishment of cross access between
parcels.
Lighting at Fairview Avenue/Locust
Grove Road. This intersection was
identified as a candidate location for
lighting analysis based on the high
nighttime crash history at this location. At
the time of this Plan, ACHD has funding
in 2016 for a pilot project for street
lighting on parts of the corridor.

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY
§

Evaluation of Protected Left Turn
Phasing. Three intersection locations
were targeted for potential replacement of
protected-permissive left turn phasing
with only protected left turn phasing
(Locust Grove Road, Liberty Street, and
Orchard Street). These intersections were
identified based on their high frequency of
left-turn collisions. However, because the
current protected-permissive left turn
phasing is more efficient, the trade-offs
between potential crash reduction and less
delay must be carefully considered. One
approach to balancing these benefits may
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55
be to limit the restriction of permissive
left turns to only certain times of the day
Pedestrian and Bicycle Crossing
Enhancements. New treatments to help
pedestrians and bicyclists cross Fairview
Avenue safely are included at Shamrock
Avenue and Allumbaugh Street. These
improvements were recommended as part
of the West Bench Neighborhood
Pedestrian and Bicycle Plan. The type of
crossing treatment was not identified and
will be determined as Phase 1 is advanced
to design. The Shamrock Avenue crossing
will support the use of a planned northsouth bikeway
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Reduce Number of Driveways
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B1 Update Coordinated E-W Signal Timing
- B5 Balance Lane Utilization - Refine and Implement Concept

- B7 Change of Protected-Permissive Left-Turn Phasing to
Protected Only (pending evaluation)
- B8 Install Reflectorized Borders on Signal Backplates
- C2 Bus Pullouts
- D3 Pedestrian Crossing Enhancements
- Planned Improvements to the Cole Road Intersection (2016/2017)
Figure

- B6 Improved Street Lighting (pending lighting analysis)

Phase 1 Project Recommendations

Code/Policy Amendments Applicable to Corridor
- A1 Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
- A2 Create Shared Driveways and Inter-parcel Circulation (voluntary driveway consolidation will occur as part of phase improvements)
- A5 Frontage/Service Roads

15

No Scale

Fairview Avenue Corridor
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Table 8: Phase 1 Improvements (see Figure 15)
Strategy	
  

Notes	
  

Est.	
  Cost	
  

Linder	
  Road	
  to	
  Locust	
  Grove	
  Road	
  AND	
  Records	
  Way	
  to	
  Liberty	
  Street	
  

	
  	
  

	
  	
  

A	
  

B1 Update	
  Coordinated	
  E-‐W	
  Signal	
  Timing	
  
	
  	
  

Can	
  be	
  fully	
  implemented.	
  

	
  	
  

B6	
   Improved	
  Street	
  Lighting	
  
	
  	
  

	
  	
  

Locust	
  Grove	
  Road	
  Intersection	
  

	
  	
  

	
  	
  

	
  	
  

	
  	
  

	
  	
  

Phase	
  1	
  includes	
  lighting	
  analysis	
  to	
  verify	
  needs	
  and	
  construction	
  of	
  lighting	
  improvements.	
  

Evaluate	
  Change	
  of	
  Protected-‐Permissive	
  Left-‐Turn	
  Phasing	
  to	
  
B7	
   Protected	
  Only	
  

Evaluate	
  trade-‐offs	
  between	
  potential	
  crash	
  reduction	
  and	
  capacity	
  reduction.	
  Implement	
  changes	
  if	
  recommended	
  
(could	
  be	
  limited	
  to	
  specific	
  times	
  of	
  day).	
  

	
  	
  

Shamrock	
  Avenue	
  Intersection	
  
D3	
   Pedestrian	
  and	
  Bicycle	
  Crossing	
  Enhancements	
  
	
  

	
  

Cole	
  Road	
  Intersection	
  
-‐	
   Reconstruct	
  and	
  widen	
  intersection	
  

	
  	
  

	
  	
  

	
  	
  
Phase	
  1	
  includes	
  lighting	
  analysis	
  to	
  verify	
  needs	
  and	
  agreements	
  on	
  city/ACHD	
  cost	
  share.	
  Phase	
  1	
  does	
  not	
  include	
  
construction.	
  

B6	
   Improved	
  Street	
  Lighting	
  

	
  	
  

$55,000	
  

	
  	
  

Linder	
  Road	
  to	
  Orchard	
  Street	
  

	
  	
  

$20,000	
  	
  
$5,000	
  
$5,000	
  

	
  	
  

	
  

	
  	
  
Construct	
  crossing	
  improvements	
  according	
  to	
  the	
  West	
  Bench	
  Neighborhood	
  Pedestrian	
  and	
  Bicycle	
  Plan.	
  

	
  
$75,000	
  

	
  

	
  

	
  
Reconstruct	
  and	
  widen	
  intersection	
  to	
  8	
  lanes	
  for	
  the	
  Fairview	
  Avenue	
  approaches	
  and	
  7	
  lanes	
  for	
  the	
  Cole	
  Road	
  
approaches	
  (lane	
  count	
  includes	
  turn	
  lanes),	
  as	
  well	
  as	
  curb,	
  gutter,	
  sidewalk,	
  and	
  bike	
  lanes	
  on	
  all	
  approaches.	
  
Includes	
  reducing	
  the	
  number	
  of	
  driveways	
  and	
  removal	
  of	
  access	
  conflicts	
  near	
  the	
  intersection	
  with	
  the	
  use	
  of	
  raised	
  
medians.	
  Project	
  extends	
  from	
  Westland	
  on	
  the	
  west	
  to	
  Eldorado	
  on	
  the	
  east.	
  

	
  

	
  	
  

Five	
  Mile	
  Road	
  to	
  Orchard	
  Street	
  (To	
  be	
  designed	
  as	
  two	
  sub-‐phases	
  –	
  Five	
  
Mile	
  to	
  Westland	
  and	
  Eldorado	
  to	
  Orchard)	
  
	
  	
  

$5,120,000	
  
	
  

	
  

A1	
   Reduce	
  Number	
  of	
  Driveways	
  

Reductions	
  made	
  on	
  a	
  voluntary	
  basis.	
  May	
  not	
  be	
  able	
  to	
  close	
  many	
  during	
  phase	
  1.	
  Most	
  improvements	
  will	
  occur	
  
incrementally	
  over	
  time	
  through	
  land	
  use	
  process.	
  	
  

A3	
   Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  

As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  

$150,000	
  

A4	
   Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  

Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians.	
  May	
  include	
  additional	
  medians	
  on	
  
north-‐south	
  streets	
  near	
  intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  

$125,000	
  

B5	
   Balancing	
  Lane	
  Utilization	
  

Refine	
  concept	
  for	
  improving	
  lane	
  utilization	
  on	
  Fairview	
  Avenue	
  eastbound	
  to	
  the	
  I-‐184	
  eastbound	
  on-‐ramp	
  east	
  of	
  
Curtis	
  Road.	
  Implement	
  if	
  acceptable	
  improvement	
  is	
  found.	
  

$10,000	
  

Evaluate	
  Change	
  of	
  Protected-‐Permissive	
  Left-‐Turn	
  Phasing	
  to	
  
B7	
   Protected	
  Only	
  

Evaluate	
  trade-‐offs	
  between	
  potential	
  crash	
  reduction	
  and	
  capacity	
  reduction	
  at	
  the	
  intersections	
  with	
  Liberty	
  Street	
  
and	
  Orchard	
  Street.	
  Implement	
  changes	
  if	
  recommended	
  (could	
  be	
  limited	
  to	
  specific	
  times	
  of	
  day).	
  

$10,000	
  

B8	
   Installation	
  of	
  Reflectorized	
  Borders	
  on	
  Signal	
  Backplates	
  

Implement	
  at	
  the	
  intersections	
  with	
  Cole	
  Road	
  and	
  Curtis	
  Road.	
  If	
  found	
  to	
  be	
  beneficial,	
  consider	
  implementation	
  at	
  
additional	
  locations	
  in	
  Phase	
  2.	
  

$5,000	
  

C2	
   Bus	
  Pullouts	
  

Construct	
  pullouts	
  where	
  determined	
  needed	
  through	
  ACHD/VRT	
  coordination.	
  Explore	
  ability	
  to	
  pass	
  Yield	
  to	
  Bus	
  
law.	
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Table 8: Phase 1 Improvements (see Figure 15)

D1	
   Complete	
  Bike	
  Lane	
  Gaps	
  
D2	
   Complete	
  Sidewalk	
  Gaps	
  

Can	
  be	
  fully	
  implemented.	
  	
  
Can	
  be	
  fully	
  implemented.	
  	
  

D3	
   Pedestrian	
  and	
  Bicycle	
  Crossing	
  Enhancements	
  

Construct	
  crossing	
  improvements	
  at	
  Allumbaugh	
  according	
  to	
  the	
  West	
  Bench	
  Neighborhood	
  Pedestrian	
  and	
  Bike	
  
Plan.	
  

D4	
   Bike	
  Lane	
  Enhancements	
  

Can	
  be	
  fully	
  implemented.	
  	
  

	
  	
  

	
  	
  

Five	
  Mile	
  Road	
  to	
  Curtis	
  Road	
  

	
  

A6 Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  	
  
	
  	
  

	
  	
  

Code/Policy	
  Amendments	
  Applicable	
  to	
  Corridor	
  

$400,000*	
  	
  
$75,000	
  
$10,000	
  

	
  	
  

	
  	
  

	
  

	
  

To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  are	
  implemented	
  and	
  
assessed	
  for	
  effectiveness.	
  An	
  economic	
  impact	
  analysis	
  to	
  forecast	
  the	
  effect	
  of	
  medians	
  on	
  businesses	
  along	
  
Fairview	
  is	
  also	
  to	
  be	
  completed	
  in	
  cooperation	
  with	
  the	
  Fairview	
  Business	
  Coalition	
  and	
  the	
  Chamber	
  of	
  Commerce.	
  
	
  	
  

$200,000	
  
	
  	
  

	
  	
  
	
  

A1	
   Reduce	
  Number	
  of	
  Driveways	
  

Make	
  needed	
  local	
  code	
  amendments	
  to	
  improve	
  access	
  decisions	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  
consolidation	
  with	
  the	
  phase	
  improvements.	
  

NA	
  

A2	
   Create	
  Shared	
  Driveways	
  and	
  Inter-‐Parcel	
  Circulation	
  

Make	
  needed	
  local	
  code	
  amendments	
  to	
  establish	
  shared	
  driveways	
  and	
  inter-‐parcel	
  circulation	
  through	
  land	
  use	
  
process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  Intent	
  of	
  inter-‐parcel	
  circulation	
  is	
  to	
  connect	
  
parking	
  lots	
  of	
  adjacent	
  properties	
  to	
  allow	
  for	
  low	
  speed	
  travel	
  between	
  neighboring	
  businesses.	
  Improvements	
  will	
  
occur	
  incrementally	
  over	
  time	
  through	
  land	
  use	
  process.	
  	
  

NA	
  

A5	
   Frontage/Service	
  Roads	
  
Make	
  needed	
  local	
  code	
  amendments	
  to	
  facilitate	
  establishment	
  of	
  future	
  frontage/service	
  roads.	
  
	
  	
  
	
  	
  
*The	
  cost	
  for	
  bike	
  lanes	
  and	
  sidewalks	
  is	
  calculated	
  assuming	
  improvements	
  are	
  made	
  in	
  a	
  manner	
  that	
  would	
  preserve	
  as	
  much	
  existing	
  sidewalk	
  as	
  feasible.	
  	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
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Total	
  	
   $6,990,000	
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Phase 2
Figure 16 and Table 9 show the
recommended projects and locations for the
second phase of implementation. Projects and
locations were selected based on technical
review and close consultation with the PMT
and the SC. Planning-level costs are not
included in this table, as cost constraints were
considered only for Phase 1.
Key Considerations for Phase 2
The Phase 2 table includes notes on
implementation similar to those included for
Phase 1. The following are key issues to
consider as Phase 2 projects are implemented.
§

Reflectorized Borders on Signal
Backplates and Improved Street
Lighting. Further implementation of
these two strategies in Phase 2 depends on
whether they are found to have overall
benefit in Phase 1

FEBRUARY 2014

§

§

Adaptive Signal Timing. This
improvement could help alleviate
congestion during nonrecurring events,
such as when crashes or other incidents
occur. However, it should not be
implemented until ACHD has completed
a pilot project to evaluate the effectiveness
of adaptive signal timing
Frontage/Service Roads. Implementing
this strategy in Phase 2 depends on
completion of city code amendments in
Phase 1. These amendments are needed to
help preserve right-of-way and complete
individual segments of roadway as land
redevelops. The intent is not to construct
roads over existing development, but to
acquire right-of-way in key areas where
land has not yet developed and construct
short segments of roads that would
complete connections between two or
more streets

FAIRVIEW AVENUE CORRIDOR MANAGEMENT STRATEGY
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Primary Project Area
-

A1
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D4

Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B1 Adaptive Signal Timing
- B6 Improved Street Lighting (pending lighting analysis)

Corridor-wide (Linder Road - Orchard Road)

Figure

- B8 Install Reflectorized Borders on Signal Backplates (at select locations if found to be beneficial in Phase 1)
- A5 Frontage/Service Roads (small segments as opportunities allow)

16

Phase 2 Project Recommendations
No Scale

Fairview Avenue Corridor
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Table 9: Phase 2 Improvements (see Figure 16)
Strategy	
  
Linder	
  Road	
  to	
  Locust	
  Grove	
  Road	
  AND	
  Records	
  Way	
  to	
  Liberty	
  Street	
  
A	
  
B2
Adaptive	
  Signal	
  Timing	
  

Notes	
  
	
  	
  
Will	
  require	
  evaluation	
  of	
  currently	
  planned	
  projects	
  and	
  further	
  concept	
  development	
  and	
  design.	
  	
  

	
  	
  

	
  	
  

	
  	
  

Linder	
  Road	
  to	
  Orchard	
  Street	
  
A5	
   Frontage/Service	
  Roads	
  
B8	
   Installation	
  of	
  Reflectorized	
  Borders	
  on	
  Signal	
  Backplates	
  

	
  	
  
Seek	
  opportunities	
  to	
  complete	
  parallel	
  roadways	
  that	
  enhance	
  circulation	
  and	
  provide	
  alternate	
  access.	
  
	
  If	
  found	
  to	
  be	
  beneficial	
  following	
  Phase	
  1,	
  implement	
  at	
  select	
  locations	
  during	
  Phase	
  2.	
  

	
  	
  

	
  	
  

	
  	
  

Meridian	
  Road	
  to	
  Locust	
  Grove	
  Road	
  

	
  	
  

A1	
  
A3	
  

Reduce	
  Number	
  of	
  Driveways	
  
Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  

A4	
  

Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  

A6	
  
D1	
  
D2	
  
D4	
  

Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  
Complete	
  Bike	
  Lane	
  Gaps	
  
Complete	
  Sidewalk	
  Gaps	
  
Bike	
  Lane	
  Enhancements	
  

	
  	
  
Reductions	
  made	
  on	
  a	
  voluntary	
  basis.	
  May	
  not	
  be	
  able	
  to	
  close	
  many	
  during	
  phase	
  2.	
  Most	
  improvements	
  will	
  occur	
  
incrementally	
  over	
  time	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  
As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  
Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians.	
  May	
  include	
  additional	
  medians	
  on	
  
north-‐south	
  streets	
  near	
  intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  
To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  are	
  implemented	
  and	
  
assessed	
  for	
  effectiveness.	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Can	
  be	
  fully	
  implemented.	
  	
  

	
  	
  

	
  	
  

Cloverdale	
  Road	
  to	
  Orchard	
  Street	
  
	
  	
  
B6	
   Improved	
  Street	
  Lighting	
  
Phase	
  2	
  includes	
  implementation	
  of	
  improved	
  lighting	
  based	
  on	
  Phase	
  1	
  findings/agreements.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
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Phase 3 and Additional
Strategies
Figure 17 and Table 10 in the executive
summary show the recommended projects
and locations for the third phase of
implementation. This phase includes the
remainder of the corridor not addressed by
Phases 1 and 2. As with the Phase 2 table,
planning-level costs are not included, as cost
constraints were considered only for Phase 1.

Two additional projects, transit signal priority
and traveler information, require long-term,
regional coordination.
Strategies Removed from
Consideration
Through discussion with the PMT and the
SC, two strategies were removed from further
consideration.
§

Longer Range Strategies
These strategies, shown in Table 11, include
strategies that are likely to be continuous and
incremental, depending on individual
improvements constructed as redevelopment
occurs. These types of strategies include
driveway reduction, creation of shared
driveways and inter-parcel circulation, and
frontage/service roads.

FEBRUARY 2014

§

Red light extension was not carried
forward as a viable strategy due to
concerns that it may enable or reward redlight running, which has been noted as an
issue in the corridor
Automated speed enforcement was not
carried forward as speeding was not noted
as an issue during this process, and
automated enforcement would have
significant regulatory hurdles and public
acceptance challenges
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Reduce Number of Driveways (voluntary driveway consolidation will occur as part of phase improvements)
Reconstruct Driveways to ACHD Standards
Complete Bike Lane Gaps
Complete Sidewalk Gaps
Bike Lane Enhancements

- A4 Remove Access Conflicts Near Intersections
Install Narrow Left Turn Medians
- A6 Mid-Block Non-Traversable Medians with U-Turns
(mid-block medians will only be built after all other phase
improvements are implemented and evaluated. Requires
future ACHD Commission approval before installation.)
- B6 Improved Street Lighting (pending lighting analysis)
Figure

17

Phase 3 Project Recommendations
No Scale

Fairview Avenue Corridor
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Table 10: Phase 3 Improvements (see Figure 17)
Phase	
  3	
  
Linder	
  Road	
  to	
  Meridian	
  AND	
  Locust	
  Grove	
  Road	
  to	
  Five	
  Mile	
  Road	
  
Reductions	
  made	
  according	
  to	
  opportunity.	
  Most	
  improvements	
  will	
  occur	
  incrementally	
  over	
  
A	
  
time	
  through	
  land	
  use	
  process	
  and/or	
  voluntary	
  consolidation	
  with	
  the	
  phase	
  improvements.	
  	
  
A1
Reduce	
  Number	
  of	
  Driveways	
  
A3	
   Reconstruct	
  Driveways	
  to	
  Current	
  ACHD	
  Standards	
  
As	
  needed	
  during	
  construction	
  of	
  sidewalk	
  infill.	
  
Will	
  be	
  partially	
  implemented	
  through	
  construction	
  of	
  non-‐traversable	
  medians	
  within	
  the	
  
intersection	
  project	
  limits.	
  May	
  include	
  additional	
  medians	
  on	
  north-‐south	
  streets	
  near	
  
intersections.	
  Priority	
  areas	
  for	
  removing	
  conflicts	
  will	
  be	
  within	
  length	
  of	
  painted	
  directional	
  
left	
  turn	
  lanes	
  approaching	
  signals.	
  
A4	
   Remove	
  Access	
  Conflicts	
  near	
  Intersections	
  
To	
  be	
  constructed	
  only	
  with	
  prior	
  Commission	
  approval	
  and	
  after	
  other	
  strategies	
  in	
  this	
  phase	
  
are	
  implemented	
  and	
  assessed	
  for	
  effectiveness.	
  
A6	
   Non-‐Traversable	
  Medians	
  with	
  U-‐Turns	
  
D1	
   Complete	
  Bike	
  Lane	
  Gaps	
  
Can	
  be	
  fully	
  implemented.	
  	
  
D2	
   Complete	
  Sidewalk	
  Gaps	
  
Can	
  be	
  fully	
  implemented.	
  	
  
D4	
   Bike	
  Lane	
  Enhancements	
  
Can	
  be	
  fully	
  implemented.	
  	
  
Linder	
  Road	
  to	
  Cloverdale	
  Road	
  
B6	
   Improved	
  Street	
  Lighting	
  
Phase	
  3	
  includes	
  implementation	
  of	
  improved	
  lighting	
  based	
  on	
  Phase	
  1	
  findings/agreements.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
  
	
  
	
  

Table 11: Incremental and Long Range Improvements
Long-‐Range	
  and	
  Incremental	
  Improvements	
  
Linder	
  Road	
  to	
  Orchard	
  Street	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
consolidation.	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
A2	
   Create	
  Shared	
  Driveways	
  and	
  Inter-‐Parcel	
  Circulation	
   participation.	
  
Continuous,	
  incremental	
  improvements	
  made	
  through	
  land	
  use	
  actions	
  and/or	
  voluntary	
  
participation.	
  
A5	
   Frontage/Service	
  Roads	
  
B3	
   Red	
  Light	
  Running	
  Photo	
  Enforcement	
  
Implement	
  if	
  successful	
  passing	
  necessary	
  laws.	
  
Requires	
  further	
  coordination	
  between	
  ACHD	
  and	
  VRT	
  and	
  would	
  consider	
  results	
  of	
  pilot	
  
project	
  on	
  State	
  Street.	
  
C1	
   Transit	
  Signal	
  Priority	
  
E1	
   Traveler	
  Information	
  
Implement	
  if	
  selected	
  as	
  a	
  pilot	
  project	
  for	
  the	
  region.	
  
A	
  
Reference	
  number	
  used	
  to	
  identify	
  strategies	
  by	
  category.	
  See	
  Technical	
  Memorandum	
  #3:	
  Corridor	
  Strategies	
  for	
  further	
  information.	
  	
  
A1	
  

Reduce	
  Number	
  of	
  Driveways	
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Section 8. Implementation & Evaluation
The recommended phasing plan lays out a set
of corridor strategies that can be implemented
over the short, medium, and long time frames.
This section outlines the recommended
process for advancing each phase from
concept to construction.
Step 1: Preliminary Design & Public
Involvement
Strategies recommended as part of Step 1 will
be refined from the concepts included in this
plan. The result will be detailed (preliminary)
design drawings (up to 30% design). These
designs will be sufficient to assess right-ofway impacts, environmental impacts, utility
impacts, property access impacts, and other
key opportunities and constraints that would
impact feasibility of implementation and
construction cost. Cost estimates will be
updated based on the refined designs. As
costs are better understood, changes to
recommended phases that could include the
removal of strategies or application of
strategies over smaller areas may be made to
keep projects within budget targets.
Where strategies that affect property access
are included (e.g., driveway consolidation),
measures to offset those impacts will be
described in detail. These include, but are not
limited to:
Figure 18: Process for Advancing Project Phases
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§

§
§
§

The physical ability of vehicles to make Uturns and their impact on corridor safety
and congestion
Turn lane storage adequacy where U-turns
are recommended
Emergency vehicle accessibility
Descriptions of how vehicles would be
required to reroute to continue accessing
properties

The development of preliminary designs must
include continued public involvement to
better inform decisions made and to allow for
further public comment. It is recommended
that public involvement efforts minimally
include:
§

§
§

A project website and phone hotline so
interested stakeholders can stay informed
of the project status
Open House meetings in the project
corridor at preliminary and final design
Invitations for one-on-one or small group
meetings for all property and business
owners and the respective Chamber of
Commerce in the project limits where
access may be impacted

Preliminary designs must be evaluated for
continued consistency with the project goals
and objectives using the evaluation criteria
developed as part of this plan.
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Step 2: Present Design to ACHD
Commission for Approval
Before finalizing the design, the proposed
design will be presented to the ACHD
Commission for approval to advance to final
design and construction. This step has been
added to the process to provide the public
another opportunity to comment on the
project after concepts have been refined and
the potential impacts are better understood.
Step 3: Final Design
Following ACHD approval, the preliminary
designs will be further developed to provide
final designs that are ready for construction.
Final designs would be consistent with
preliminary designs and would not include
substantial changes affecting earlier findings
regarding potential property impacts. If
changes are made following ACHD approval
that would result in greater impacts to
property access than previously assessed (or
that would affect number/location of parking
stalls, type of access to property, location of
access) notification to affected stakeholders
will be provided.
Step 4: Project Construction
This step completes the implementation and
construction of the strategies included in the
phase. Special attention will be given to
maintaining business access during
construction.
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Step 5: Monitoring and Evaluation
Following the construction of each phase, the
performance resulting from the
improvements made will be monitored over a
period of at least three years. The results of
the monitoring effort will be evaluated prior
to beginning the next phase (which would
start at Step 1). Any changes made in the
corridor, and nearby corridors, that are not
related to this plan, should be documented
and accounted for in the evaluation. The
purpose of the monitoring and evaluation
process is to gain information about how the
strategies affect the corridor, help refine the
design of the subsequent phase of
improvements, and identify strategies that
may be appropriate for other corridors in the
county.
Subsequent phases cannot be initiated until
the evaluation process of the preceding phase
is complete. Only after this information is
available for each phase, will the ACHD
Commission consider the installation of midblock non-traversable medians. Exceptions to
this requirement can be made for
improvements that do not affect property
access or right-of-way needs, such as some
pedestrian and bicycle improvements.
The following performance measures are
recommended for use in the evaluation
process. Performance measures should be
selected based on the anticipated impacts of
the strategies included in the project.
Safety
Impacts to safety in the project area will
be measured by analyzing crash data from
before and after project construction. This
comparison must include data from at
least three years following completion of
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construction and data spanning the same
number of years immediately before
construction began. Analysis should not
only include the segment of the corridor
where improvements where made, but
should include the remainder of the
corridor as well to provide a control for
comparison purposes. The analysis of
crash data should include comparison of
crash rates, crash types, and crash
severities. The data required for this
comparison is continuously archived, so
no advanced data collection is needed
prior to construction.
Congestion
Impacts on congestion will be evaluated
by comparing travel times measured
between points in the corridor from
before and after project construction.
Data should be collected through the
project limits for the given phase as well
as through the entire study corridor (i.e.,
Linder Road and Orchard Street) to
provide a control for comparison
purposes. Recommended data collection
times include:
§
§
§

Three months before construction
One year after construction is
complete
Three years after construction is
complete

Travel time data should be collected
concurrently with traffic volume data so
potential relationships between the two
performance measures can be identified.
Compare mean travel time for all hours of
the day from 6AM to 8PM, with special
focus on the peak period from 4PM to
6PM.
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Care should be taken to include only
“through” trips that did not make a stop
in the corridor between data collection
points. This can be estimated by
conducting several “floating car” travel
time runs during the data collection period
to help gauge the approximate duration of
a through trip and allowing for a small
variance in the data (keep in mind that
stopping for gas takes about five minutes
and would no longer qualify as a through
trip).
Diversion
Traffic volume data on Fairview Avenue
will be collected periodically to assess if
improvements have driven traffic away
from or attracted more trips to the
corridor. Traffic volume data should
include 24-hour tube counts with
directional volumes, as well as vehicle
classification to note any changes in truck
volumes. Data should be collected at the
same times and locations as the travel
time data described above, and should be
collected at the same time of year when
feasible.
Neighborhood associations in the area
where improvements were made should
be surveyed following construction to
help identify local streets experiencing
cut-through traffic. Surveys should be
issued three months after construction is
complete. Where surveys show no
diversion of traffic has occurred, surveys
can be discontinued. Where it is felt that
traffic through neighborhoods has
increased due to drivers diverting around
improvements on Fairview Avenue,
ACHD should investigate further and
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establish a new monitoring plan for those
areas as appropriate.
Business Impacts
Impacts of roadway improvement projects
on businesses are difficult to evaluate due
to the many factors that affect the
financial success of a business. After
construction of a given phase of
improvements, potential impacts to
businesses will be evaluated through
property/business owner surveys and
inventories of storefronts to identify
turnover and vacancy rates.
Surveys should be sent to all business and
property owners in the project corridor, as
well as to all other business and property
owners in the Fairview Avenue corridor
from Linder Road to Orchard Street. This
allows for comparison of changes
between the affected area and unaffected
areas. Surveys should ask questions that
probe about perceived positive, as well as
perceived negative impacts of the project.
Surveys should also ask questions
regarding number of employees, increases
or decreases in rent, and other businessrelated questions. Surveys should be
issued according to the following
schedule:
§
§

One year after construction is
complete
Three years after construction is
complete

Storefront inventories should identify the
business name and land use type for all
properties in the project corridor, as well as to
all other business and property owners in the
Fairview Avenue corridor from Linder Road
to Orchard Street. Inventories should be
FEBRUARY 2014
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taken immediately prior to construction and
then annually upon completion of
construction for the duration of the three-year
evaluation period.
The results of the evaluation of corridor
performance over the three-year period will
be documented in a Fairview Avenue
Corridor Management Evaluation Report,
which will be made available to the public.
Findings from the report should be used to
refine concept designs in following phases of
construction.

