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Purpose 
This Existing Conditions Summary describes the current land use and transportation environment along and near 
East 30th Avenue and identifies key issues and opportunities. This summary assesses the corridor’s current 
conditions including:  


 How people use the corridor today 
 Connectivity and safety for people walking, bicycling, rolling, and driving  
 Presence of communities that are considered to be transportation-disadvantaged  
 Opportunities for improving the walking, bicycling, and rolling options for people of all ages and abilities  


The findings and observations identified in this document provide a foundation for developing design 
recommendations for the 30th Avenue Active Transportation Plan. 


East 30th Avenue Today  
The primary goal of the 30th Avenue Active Transportation Plan is to identify infrastructure projects that will 
provide comfortable and safe ways for people to walk and bicycle along East 30th Avenue. To better understand 
the corridor’s existing conditions, the project team reviewed the current geographic context, roadway conditions, 
active transportation and transit infrastructure, and traffic-related crash trends along the corridor.  


The project team found that, while the corridor has some active transportation facilities, the current facilities do not 
create a safe or comfortable environment for most people to walk or ride a bicycle, and especially not for people 
of all ages and abilities. This is primarily due to: 


 High traffic volumes and travel speeds 
 Lack of physically separated places for people to walk and bicycle 


  


Key Issues and Opportunities 
The key issues and opportunities identified through this assessment include: 


 The lack of walking and bicycling facilities that are considered comfortable for people of all ages or 
abilities, or even most adults.   


 Connectivity and accessibility gaps regarding the existing walking and bicycling facilities and crossing 
locations that must be addressed to create a safe and continuous active transportation network.  


 The wide, paved shoulder along most of the corridor provide adequate space for people to walk and 
bicycle; however, the current traffic speeds and volumes likely create an unsafe and uncomfortable 
environment for walking or bicycling. Pedestrians and bicyclists need safe and comfortable facilities 
because they are vulnerable road users who are more at risk of being in collisions that are fatal or result 
in life-altering injuries, as compared to drivers.1,2,3  


 


1  Tefft, B.C. 2013. “Impact Speed and a Pedestrian’s Risk of Severe Injury or Death.” Accident Analysis and Prevention, Vol. 
50, pp. 871–878. 
2 Sanders, R., Judelman, B., and S. Schooley. 2019. “Pedestrian Safety Relative to Traffic-Speed Management.” National 
Academies of Sciences, Engineering, and Medicine, Washington, D.C: The National Academies Press. 
3 FHWA. 2019. Bikeway Selection Guide. Federal Highway Administration, Washington, D.C. 
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 The corridor’s wide paved roadway width and painted median suggests that there may be an opportunity 
for flexibility in re-striping or lane reconfigurations to provide designated facilities for people to safely 
drive, walk, and ride a bicycle.  


 Active transportation facilities that provide physical separation from the roadway will be needed to create 
safe and comfortable walking and bicycling conditions. This finding is based on a review of the current 
roadway conditions (e.g., traffic volume, speed limit, and cross section) and variation in topography along 
East 30th Avenue.  


 The corridor is served by five transit routes. To best serve transit riders, this Plan will recommend projects 
to improve transit service by closing first- and last-mile gaps by adding pedestrian and bicycle facilities 
near transit stops.  


 Potential users of future active transportation facilities could include commuters, families and children 
walking or bicycling to school, students or employees commuting to Lane Community College, and 
people traveling between Eugene, Springfield, Interstate-5, and recreation areas like Howard Buford 
Recreation Area and Mount Pisgah Arboretum.  


Additional information is provided in the sections that follow.  


Historic Context 
East 30th Avenue’s current configuration and function in the transportation system is a legacy of midcentury 
modernist planning. In the early to mid-1950s, the street was extended and became a major connection out of 
South Eugene. With the construction of I-5 completed in 1961, the roadway started to serve as a connection to 
the interstate highway system. In a similar timeframe, Eugene voters rejected a levy for the Spencer Butte 
Expressway that would have connected downtown to 30th Avenue, but a highway-like environment is still present 
in the corridor due to roadway width and ramp accesses, both of which facilitate high traffic speeds. 


With construction of Lane Community College (LCC) in 1968, 30th Avenue was widened, and the half cloverleaf 
at Gonyea Road was constructed to provide uninterrupted travel along the trunk line, while allowing for greater 
access to the campus. This modernist transportation infrastructure design was in line with the modernist campus 
planning and architecture of LCC. The grade-separated crossing of Spring Boulevard constructed in the late 
1980s or early 1990s continued this design philosophy of prioritizing through travel and maintenance of speed, 
rather than transitioning the roadway as it approached a more urban context. These design choices stand today 
and have created the issues that this study seeks to address.  


The project team has not identified any documented instances of population displacement as a result of the 
construction or expansion of East 30th Avenue. The project team will continue to explore this topic through public 
outreach.  


Geographic Context 
This section provides an overview of the geographic context of the corridor, including the corridor’s extents, 
topography, zoning, land use, and key destinations.  


Corridor Extents and Topography 
Located in Lane County, East 30th Avenue is an important corridor that connects South Eugene to Lane 
Community College and links Eugene and Springfield. For this 30th Avenue Active Transportation Plan, the project 
focus area encompasses a 2.6 mile stretch of East 30th Avenue between Agate Street in South Eugene and the 
McVay Highway, near the Interstate 5 corridor. The project area included in this assessment spans a wider 
project area to ensure that recommendations proposed in the Plan account for conditions in a wider study area, 
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which includes Hilyard Street to Agate Street in Eugene and the McVay Highway from East 30th Avenue to the 
junction with Franklin Boulevard in Lane County and Springfield. 


Figure 1 shows the extents of the project focus area and overall project area.  


The corridor has varying topography, both horizontally and longitudinally, with a steeper longitudinal slope from 
Gonyea Road, west to the Eugene Urban Growth Boundary. Refer to Appendix A: Existing Landslide Conditions 
Assessment, which provides a geotechnical level one literature review, for more details about the corridor’s 
geology, topography, and landslide risk. 


The change in topography along East 30th Avenue indicates that adequate separation between roadway users is 
needed to account for the different operating speeds of pedestrians, bicyclists, and drivers. While pedestrians and 
bicyclists will need to be separated from drivers along the length of the corridor, in some areas, bicyclists and 
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pedestrians may also need separate facilities. A more in-depth assessment of topography and grade-related 
constraints will be completed as part of developing the design concept alternatives in Task 5.   


Zoning, Land Use, and Key Destinations 
The zoning and land uses along the corridor are influenced by the Eugene Urban Growth Boundary, proximity to 
the McVay Highway and Interstate 5, and presence of open space. Much of the corridor runs through a semi-rural 
area intermixed with single-family homes, industrial areas, and forest land. West of Agate Street, the corridor 
becomes more urban, with a denser street network and higher density of single-family homes (see Figure 2).  


Some sections of the corridor are owned by Lane County while other sections are owned by the City of Eugene. 
The Oregon Department of Transportation (ODOT) owns the land from the junction with Interstate 5 to southern 
border of the City of Springfield, north of the project area. In the Lane County-owned section of the corridor, which 
extends from McVay Highway to just east of Spring Boulevard, the specific zoning includes impacted forest, rural 
residential, exclusive farm use, public facility, and neighborhood commercial (see Figure 3). Along the City-owned 
section, which extends from Hilyard Street to approximately Spring Boulevard, the zoning includes high density 
residential; low density residential; parks and recreation, and open space. Along the ODOT-owned section, the 
zoning includes commercial and industrial.  


The key destinations along the corridor include schools and parks. Camas Ridge Elementary School is located at 
the western edge of the corridor, between Harris Street and University Street. Lane Community College and Oak 
Hill School sit at the eastern end of the corridor. The corridor also serves as a popular connection between 
Eugene, Springfield, Lane Community College, Interstate-5, and recreation areas such as Susan B. Arlie Park 
and the Mount Pisgah Arboretum. Laurelwood Golf Course, Ribbon Trail, Moon Mountain-area, Coryell Ridge, 
and Bloomberg City Park are located near the corridor, but there is currently no direct access to the golf course 
and limited access, with the exception of the Ribbon Trail, to City of Eugene park lands from East 30th Avenue.  
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Figure 1. Project Area Map 
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Figure 2.  Project Corridor Aerial View 
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Figure 3. Zoning along East 30th Avenue in Lane County (Source: Lane County. lcmaps.lanecounty.org) 







Existing Conditions Summary | Page 10 


 


Roadway Conditions  
This section provides an overview of the corridor’s roadway conditions, including functional class, cross section, 
and traffic speed and volumes. 


Functional Class 
Currently, the roadway is primarily designed for vehicular travel. The entire length of East 30th Avenue within the 
project area is classified as a Minor Arterial by the City of Eugene and Lane County. Three Neighborhood 
Collectors, including Harris Street, Agate Street, and Spring Boulevard intersect East 30th Avenue. Gonyea Road 
(a Major Collector) and Hilyard Street (a Minor Arterial) also intersect with East 30th Avenue (see Figure 4).    


There are four signalized intersections along the corridor which are located at the following locations: 


 McVay Highway and Franklin Boulevard 
 McVay Highway on-ramps 
 Eldon Schafer Drive which provides access to Lane Community College and Oak Hill School 
 Hilyard Street which provides access to Amazon Park and Albertsons 


 


 
Figure 4. Street Functional Class (Source: City of Eugene. mapping.eugene-or.gov)   


 


 


 


 


 







Existing Conditions Summary | Page 11 


 


Roadway Cross Section  
From McVay Highway to Spring Boulevard, East 30th 
Avenue has two motor vehicle travel lanes in each 
direction (see Figure 5)Error! Reference source not 
found.. From Spring Boulevard to Alder Street, East 30th 
Avenue has two eastbound motor vehicle travel lanes 
and one westbound motor vehicle travel lane. From 
Alder Street to Hilyard Street there are two motor vehicle 
travel lanes in each direction. East 30th Avenue also has 
dedicated turn lanes at each intersection in the study 
area.  


Motor vehicle lane widths are approximately 12 feet, with 
some variation throughout the corridor. Shoulder widths 
vary from eight to ten feet through most of the corridor. 
Between Hilyard Street and University Street there are 
no shoulders. The width of the painted median ranges 
from eight feet to twelve feet for most of the corridor, 
however there are some areas, particularly in the 
western section of the corridor where the median 
narrows to six feet, and is then replaced by center turn 
lanes between University Street and Hilyard Street. The 
two cross sections presented in Figure 6 present 
examples of two of the different roadway cross sections 
along East 30th Avenue and the transition from four travel 
lanes down to three. The wide roadway widths along the 
majority of East 30th Avenue indicate a potential for future 
lane reconfiguration projects. 


The East 30th Avenue structure over I-5 creates a constraint 
for continued pedestrian and bicycle facility connection via 
30th Avenue east of McVay Highway. The existing width of 
the structure is approximately 30’ between curbs and does 
not provide sufficient width to provide a safe and comfortable 
facility for people walking and bicycling. 


Along McVay Highway, near Bloomberg Road, roadway 
widths are approximately 36 feet with two travel lanes and 
paved shoulders on both sides. The structure across I-5 
creates a constrained section with a width of approximately 
30 feet between the curbs. The existing width is inadequate 
to provide a safe and comfortable facility for people walking 
and bicycling. McVay Highway maintains two travel lanes for 
the entire length of the project area. Beginning just south of 
Timberline Lane and McVay Highway, the shoulders along 
McVay Highway mostly disappear for the remainder of the 
project area. Travel lane widths along McVay Highway area 
approximately 12 to 13 feet in the project area.  


Figure 5. East 30th Avenue between Gonyea Road and East 
38th Avenue, Facing East (top) and Facing West (bottom) 
(Google Street View)  


Figure 6. Cross sections for East 30th Avenue east of Forest 
Boulevard (top) and east of University Street (bottom) 
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As noted above, both the McVay bridge over I-5 and the East 30th Avenue bridge over I-5 create significant 
constraints that preclude the feasibility of a continuous, safe and comfortable pedestrian and bicycle facility 
between East 30th Avenue and the City of Springfield.  


Traffic Speed and Volumes 
Traffic speed and volume are a key indicator of roadway safety and comfort. Traffic counts conducted along the 
corridor indicate that the average daily traffic volume is relatively high, and ranges from 14,000 to 20,000 vehicles 
per day. Lane County’s Transportation System Plan (TSP) forecasts an increase in traffic volumes in the area in 
the coming years due to anticipated population growth in the region. The TSP also notes that the intersection of 
East 30th Avenue and McVay Highway will likely fail to accommodate the forecasted traffic volumes during the 
average weekday peak hour.  


The speed limit ranges for 30th Avenue are shown in Table 1 below. A speed study conducted in 2020 at East 30th 
Avenue and Forest Boulevard found that travel speeds are often much higher than the posted speed along the 
corridor. The study noted an 85th percentile speed of 73 mph and a 50th percentile speed of 64 mph. The speed 
limit changes from 55 mph to 35 mph through a key part of the project area, however, there are few roadway 
design features to encourage drivers traveling westbound to change their behavior and slow their travel speeds 
before entering the slower speed zones.  


The school zone for Camas Ridge Elementary School extends along East 30th Avenue from just east of University 
Street to Harris Alley. For both eastbound and westbound drivers, the school zone requires driver to reduce their 
speeds from 35 mph to 20 mph when school is in session.  


 


Table 1. Variation in Speed Limit along East 30th Avenue  


Segment Extents Speed Limit 


Hilyard Street to Onyx Avenue* 35 mph 


Onyx Avenue to Spring Boulevard 45 mph 


Spring Boulevard to McVay Highway 55 mph 


McVay Highway, approaching Timber Lane 40 mph 


*This segment includes a school zone for Camas Ridge Elementary school. 


 


Active Transportation Conditions, Connectivity, Safety, and Comfort 
The key purpose of the East 30th Avenue Active Transportation Plan is to provide opportunities for people to walk 
and bicycle along the corridor and to improve connections to transit. Currently, the corridor does not have 
comfortable walking or bicycling facilities. This section discusses the corridor’s active transportation facilities, 
network connectivity, transit service, and safety and comfort trends.  


Existing Bicycle and Pedestrian Facilities  
Today, East 30th Avenue is not a comfortable place for people of all ages and abilities to walk and bicycle. 
Bicyclists using the corridor must ride on a paved shoulder for most of the corridor; from Agate Street to University 
Street, bicyclists can ride on an eight-foot wide sidewalk path on the south side of East 30th Avenue (see Figure 
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7). This path does not meet recommended widths for shared walking and bicycling facilities and may not be 
comfortable for people walking or bicycling when both types of travelers are present. 


Regarding nearby bikeways, a narrow bicycle lane is located on Gonyea Road which intersects with the corridor; 
this bicycle lane connects to Lane Community College. University Street, which intersects East 30th Avenue near 
the western end of the corridor is a designated bike route.  There are no designated bikeways along the McVay 
Highway from East 30th Avenue to the junction with Franklin Boulevard. 


Figure 8 illustrates the existing bicycle network on and surrounding East 30th Avenue.  


The Ridgeline and Ribbon Trails connect to Spring Boulevard on the northern side of the corridor. Only the 
western leg of the trail, which connects East 30th Avenue to Central Boulevard and Laurelwood Golf Course, is 
open to bicyclists, the other segments that connect with the corridor are only open to hikers. 
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Currently, the corridor does not 
have sidewalks on either side, with 
the exceptions of: 


 The sidewalk path on the 
south side between Agate 
Street and University Street 
(see Figure 7Error! 
Reference source not 
found.) 


 The sidewalks on both sides 
of the street between 
University Street and 
Hilyard Street  
 


The corridor has several designated 
crossings, some of which are not comfortable for people of all ages and abilities. The following is an overview of 
the crossings moving west to east. Figure 9 presents photo examples of each crossing. 


 The signalized intersection at Hilyard Street has crosswalks, pedestrian signals, pedestrian push buttons, 
and curb ramps at all corners. It lacks tactile warning strips and median refuge islands. 


 The intersection at Alder Street has a Rectangular Rapid Flashing Beacon, pedestrian push buttons, 
high-visibility crosswalk markings, tactile warning strips, advance pedestrian crossing warning signs, and 
a median refuge island. 


 A pedestrian overpass is located in the middle of the block between University Street and Potter Street. It 
is only accessible via stairs. 


 The intersection with University Street has a pedestrian hybrid beacon, curb ramps, tactile warning strips, 
pedestrian signals and push buttons, and a high-visibility crosswalk on the western leg of the intersection. 


 The signalized intersection at Eldon Schafer Drive has pedestrian signals and pedestrian push buttons, 
as well as crosswalk markings on two legs, but lacks median refuge islands and tactile warning strips. 


 The signalized intersection at McVay Highway on- and off-ramps includes crosswalk markings on three 
legs, pedestrian signals, and pedestrian push buttons, but lacks tactile warning strips and a safe or 
comfortable place for pedestrians to wait at each corner.  


 The signalized intersection of McVay Highway and Franklin Blvd has a crosswalk on two of the three legs. 
There are no sidewalks (or curb ramps), nor are there tactile warning strips. There are pedestrian signals 
and pedestrian push buttons across all crosswalks, but there are no safe or comfortable places for 
pedestrians to wait at each corner.  


None of the crossings in the project area have crossing treatments for bicyclists, such as signal detection, 
signage, or pavement markings to help bicyclists cross East 30th Avenue.  


Planned Bicycle and Pedestrian Facilities  
Looking ahead, the City of Eugene’s 2035 Transportation System Plan (TSP) recommends constructing a shared 
use path in the short-term along East 30th Avenue from Agate Street to Hilyard Street, and north on Spring 
Boulevard from East 30th Avenue to East 29th Avenue. The TSP also provides a longer-term recommendation to 
construct a shared use path on East 30th Avenue from Agate Street to Gonyea Road, and from East 30th Avenue 
north to Moon Mountain Drive. The existing conditions assessment completed as part of Lane County’s 
forthcoming Bicycle Master Plan identified East 30th Avenue as a corridor with high potential demand for bicycling 
which underscores the importance of providing comfortable bikeways on this corridor. 


Figure 7. East 30th Avenue and Agate Street, facing West (Source: Google 
Street View) 
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Figure 8. Active Transportation Facilities   
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F. Approaching McVay Highway 


E. Approaching 30th Avenue from Eldon Schafer Drive 
A and B. Approaching Alder and Hilyard Streets  


D. Approaching University Street  


C. Between University Street and Potter Street  


Figure 9. Pedestrian Crossing Locations along East 30th Avenue (Source: Google Street View) 


F 


A B C D 


E 


G. Along McVay Highway, Approaching Franklin Boulevard 


G 
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Transit Service 


The corridor is served by five transit routes operated by Lane 
Transit District, including Route 81 LCC (Lane Community 
College)/Hilyard, Route 82 Eugene Station, Route 85 
Springfield Station, Route 92 Lowell/LCC, and Route 98 
Cottage Grove/Eugene Station (see 


Figure 10. Eastbound Bus Stop near Alder Street 
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Figure 11). These transit routes provide service to several locations along the western end of the project area, 
Lane Community College, and Bloomberg Road along the McVay Highway. Stops near Alder Street and 
University Street have amenities (see Figure 10). None of the transit stops along the County-owned section of the 
corridor have amenities like bus shelters, benches, trash receptacles, pedestrian-scale lighting, or bicycle parking.  


In this area and regionally, transit plays a crucial role in helping people reach nearby destinations and beyond. 
Public transit is often more suitable than walking or bicycling when people are traveling longer distances (e.g., 
over three to five miles). Integrating bicycling and walking facilities near transit stops provides critical first- and 
last-mile connections to where people are coming from and where they need to go. This is especially important 
along East 30th Avenue which is a long corridor that is used for both local and regional travel. Also, per community 
input, Lane Community College is a key regional destination for people who may not have access to a motor 
vehicle.  
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Figure 11. Transit Routes and Stops along East 30th Avenue (Source: Lane Transit District. ltd.org) 







Existing Conditions Summary | Page 20 


 


Safety and Comfort  
A primary purpose of the 30th Avenue Active Transportation Plan is to provide safe and comfortable walking and 
bicycling facilities for people of all ages and abilities. This is highlighted by the Plan’s draft Equity and Safety and 
Comfort goals. Many factors contribute to a person’s willingness to ride a bicycle or walk – a major factor is a 
person’s perception of safety and comfort. In general, people often feel uncomfortable when walking or bicycling 
adjacent to high-traffic and high-speed roadways or crossing high-traffic intersections with little or no separation 
from vehicles. In addition, pedestrians and bicyclists range from children to older adults and each age has 
different cognitive abilities, walking/bicycling speeds, and reaction times. All of these factors contribute to a 
person’s level of safety and comfort. 


Bicycle Level of Comfort 


Research has found that a large percentage of the American population is interested in bicycling for transportation 
but does not currently do so because they feel unsafe or uncomfortable. In fact, most people in the U.S. (between 
50 and 60 percent) have little tolerance for interacting with motor vehicle traffic unless volumes and speeds are 
very low (see Figure 12Error! Reference source not found.).4 This group of bicyclists is referred to as 
“Interested but Concerned,” reflecting both their interest in bicycling for transportation as well as concerns about 
safety and comfort when interacting with motor vehicle traffic. Interested but Concerned riders feel safest and 
most comfortable riding on low-traffic, low-speed streets or on separate paths or other facilities that provide 
protection or physical separation from fast-moving traffic.5 Unfortunately, these facilities are oftentimes 
nonexistent, inconvenient, or indirect. 


 
4 Studies, such as the one referenced below, show that approximately one third of the adult population is not currently 
interested in bicycling or able to bicycle. 
5 Source: Dill, J. McNeil, N. “Revisiting the Four Types of Cyclists: Findings from a National Survey” Transportation Research 
Board 95th Annual Meeting, 2016. 


Figure 12. Bicycle Comfort Typology and Tolerance for Traffic Stress 
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As part of the County’s Bicycle Master Plan, Lane County used this framework of Bicycle Comfort Typologies and 
level of traffic stress to assess streets throughout the county. The Plan’s existing conditions assessment identified 
East 30th Avenue as a High Stress corridor. This indicates that only strong and fearless bicyclists would feel 
comfortable riding along East 30th Avenue today. 


Crash Analysis 


The project team reviewed police-reported crash data tracked by the Oregon Department of Transportation. The 
data indicates that there is a high prevalence of crashes involving motor vehicles along the corridor and very few 
crashes involving people walking or bicycling. The crash analysis included all crashes that occurred within 500 
feet of the project area between 2014 and 2018. Figure 13 shows the locations and injury-severity level of all 
crashes that occurred along East 30th Avenue between 2014 and 2018, excluding crashes that did not result in an 
injury.  


Table 2 shows the number and severity of all crashes reviewed as part of the analysis. Between 2014 and 2018 
there were no crashes involving bicyclists along the corridor; however, there was one moderate-injury crash 
involving a pedestrian at Hilyard Street and East 30th Avenue. Between 2010 and 2018 there were three crashes 
involving pedestrians and six crashes involving bicyclists in the project focus area. Of these nine crashes, all 
resulted in injuries and three resulted in the death of a pedestrian or bicyclist.  


The lack of crashes involving pedestrians or bicyclists is likely an indicator that there are very few people who feel 
comfortable walking or bicycling along the corridor. The existing transportation facilities along this corridor, 
coupled with the high traffic volumes and speeds, indicate that this corridor is likely uncomfortable for most road 
users, regardless of whether people are driving, walking, or bicycling.  


Between 2014 and 2018 there were seven crashes with animals. Six of the seven crashes resulted in property 
damage only, and the seventh crash resulted in a minor injury. The prevalence of crashes involving wildlife will be 
further explored through public outreach to gain a better understanding of whether the crash data may be 
underestimating crashes involving wildlife along East 30th Avenue.  


Table 2. Number and Severity of Crashes Involving All Road Users within 500 feet of 30th Avenue 


Crash Severity Number of Crashes  Percentage of Crashes 


Major Injury 5 3% 


Moderate Injury 25 13% 


Minor Injury 70 35% 


Property Damage Only 98 49% 


Total 198 100% 


Source: Oregon Department of Transportation, 2014-2018 
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Figure 13. Crash Locations,  2014 – 2018 
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Transportation-Disadvantaged Populations along East 30th Avenue 
Transportation infrastructure, including walking and bicycling facilities, impacts a person’s ability to access basic 
services and needs such as food, jobs, schools, transit, parks and other places for recreation and activity. A main 
goal of the 30th Avenue Active Transportation Plan is ensuring that all people, no matter their race, ethnicity, 
gender, or income, have access to safe and comfortable transportation options. A key step towards achieving this 
goal is to focus investments on bicycle and pedestrian infrastructure in underserved communities to improve 
access and connectivity to transportation and destinations. Recommendations that are developed with an equity 
lens provide an opportunity to address the impacts of historical inequities such as underinvestment in 
marginalized communities. 


To better understand the communities that live near the corridor, the project team conducted an analysis of 
populations living within one quarter mile of the corridor. The project team compared this data to the households 
and individuals living in the City of Eugene and Lane County. This analysis was conducted using Census block 
group data from the American Community Survey (Five-year Estimates, 2015-2019).  


The results of this analysis are presented in Table 3. The demographic and socio-economic metrics listed in Table 
3 align with the target populations identified as “transportation-disadvantaged communities” in the project’s equity 
framework. Typically, these target populations are more likely to lack consistent access to a motor vehicle and 
may be more likely to be dependent on walking, bicycling, and riding transit compared to the average person. The 
project team’s analysis indicates that, in general, households living within close proximity (one quarter mile) to the 
corridor are less likely to be transportation-disadvantaged than the average household in the City of Eugene or 
Lane County. However, households living near the corridor may be slightly more likely to be living below the 
Federal Poverty Level or to not speak English or have limited English-speaking proficiency compared to the 
average household in Eugene or Lane County.  


While not listed in Table 3, students who use transit to access Lane Communtiy College are also a key target 
population for this Plan. In 2019, Lane Community College surveyed 371 staff, faculty, administrators, and 
students about their travel to the LCC campus on East 30th Avenue.6 Responses to the survey indicate the 
following key travel patterns: 


 Trip frequency: More than have of respondents travel to campus at least 5 days a week. 
 Trip distance: 10 percent of respondents travel 1 to 3 miles to campus (one way); none of the 


respondents travel less than a mile to campus and 42 percent travel 3 to 9 miles. The remaining 
respondents travel more than 9 miles to get to campus. 


 Travel mode: 20 percent of respondents travel by bus, one percent travel by bicycle, one percent by 
motorcycle or scooter, the remaining 77 percent travel by car. 


Open-ended responses at the end of the survey indicated that some respondents would like to ride a bike to 
campus if there were more comfortable bike facilities. Some respondents also noted that they use a combination 
bicycling and bus riding to get to campus. The specific barriers to mobility for students, as well as other 
transportation-disadvantaged populations, will be further explored and assessed through community engagement.   


The analysis presented here is useful, however, it is likely that the majority of people who use East 30th Avenue 
do not live along or even near the corridor, but travel along it. Therefore, the Plan’s community engagement will 
play a critical role in understanding the needs and desires of the people who regularly travel on East 30th Avenue.   


 


 
6 Lane Community College. Transportation Survey Results – Main Campus. 2019. 
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Table 3. Demographic and Socio-economic Characteristics of People Living near 30th Avenue Compared to the City of 
Eugene and Lane County, Oregon 


Description Study Area** City of Eugene  Lane County 


Total Population 21,315 168,302 373,340 


Youth (under 18) 15.2% 17.1% 18.6% 


Older Adults (65 and over) 14.7% 16.0% 18.8% 


People of Color 16.0% 22.1% 18.2% 


People living below the Federal 
Poverty Level 


27.4% 25.2% 22.3% 


People living below 200% of the 
Federal Poverty Level 


40.1% 38.9% 36.7% 


People with a disability 10.8% 14.0% 16.9% 


Median Household Income* $58,745 $50,962 $52,426 


Per Capita Income* $32,817 $31,021 $29,705 


Employment Ratio 62.9% 58.0% 55.7% 


Unemployment Rate 6.0% 7.0% 6.9% 


Households with no English or 
limited English-speaking 
proficiency 


14.9% 13.2% 10.1% 


Households without access to a 
vehicle 


8.2% 11.2% 8.3% 


* Study area value is a population-weighted average. 
** Includes households living within one-quarter mile of the study area. 
Source: American Community Survey, Five-year Estimates, 2015-2019 
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Needs Analysis 
In order to work towards the vision of encouraging walking, bicycling, and transit ridership on East 30th Avenue 
through a comfortable and safe roadway design, the needs and constraints of the East 30th Avenue Active 
Transportation Plan must be considered and addressed where possible. The needs of this project include: 


 Lowered motor vehicle speeds 
 A safe and continuous route for people walking 
 A safe and continuous route for people bicycling 
 Safe crossings for multimodal travel 
 Improved walking and bicycling conditions at on- and off-ramps 


The constraint of the existing street grade must also be acknowledged during the project. 


Needs 


Lowered Motor Vehicle Speeds 


High speeds create unsafe walking and bicycling conditions on East 30th Avenue. A speed evaluation noted an 
85th percentile speed of 73 mph and a 50th percentile speed of 64 mph, much higher than the posted speeds 
throughout the corridor. This creates uncomfortable conditions for people walking and bicycling due to the 
proximity of the current facilities to the travel lanes. The existing roadway design and the rolling topography 
contribute to high travel speeds. To address this need, roadway designs should include elements that have been 
proven to reduce vehicular speeds. Lower speeds will create a safer environment for all roadway users, in 
particular people who walk, ride a bicycle, or access transit, on East 30th Avenue. Even with speeds lower than 
what currently exists, there is a need to provide separation from motor vehicles for pedestrians and bicyclists 
because of the high speeds.  


Safe and Continuous Route for People Walking 


To achieve the vision of the project, a safe and continuous route for people walking is necessary. Current walking 
conditions lack sidewalks for the majority of the route, except for two small segments. Continuous sidewalks that 
meet ADA best practices are recommended to create safe walking conditions. These conditions should be 
addressed to create safer pedestrian conditions for people walking or accessing transit. Due to the high volume 
and speed of motor vehicles through the corridor, there is a need to provide a pedestrian facility that is separated 
from motor vehicles.  


Safe and Continuous Route for People Bicycling 


Current bicycling conditions along East 30th Avenue do not meet recommended guidelines for a safe bicycle 
route. A paved shoulder exists, but it is not wide enough to provide a comfortable facility that is separate from 
automobiles, nor is it wide enough when both a pedestrian and bicyclist meet and need to pass. The existing 
shoulder has varying widths along the corridor, with drainage grates and vegetation encroaching in some areas. 
Due to the high volume and speed of motor vehicles through the corridor, there is a need to provide a bicycle 
facility that is separated from motor vehicles. Additionally, there is scant warning signage alerting motor vehicles 
to the presence of bicycles along the route. A bicycling route that is more formalized and intentionally designed to 
separate bicycles from traffic and serve the bicycling needs of all ages and abilities, is important to meet the key 
purpose of the project. 


Safe Crossings for People Walking and Bicycling 


There are few crossing opportunities along East 30th Avenue, and fewer that have safe crossing infrastructure. 
The lack of safe crossings creates the perception that East 30th Avenue is a barrier when traveling by walking or 
bicycling. Wide turning radii at local street crossings increase the crossing distance and exposure to turning 
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vehicles. Safe crossings are important to provide access to destinations on both sides of E 30th Avenue, including 
local schools. Not all existing crossings meet ADA best practices and the existing treatments do not provide 
crossing treatments to aid bicyclists in crossing. Crossings near centers of activity and at transit stops should be 
strongly considered. 


There is also a lack of safe places for pedestrians to wait to cross. For example, the intersection with Eldon 
Schafer Dr is next to LCC and in between bus stops but there does not appear to be ADA accessible places for 
pedestrians to wait to cross to access the bus stop or connect to LCC 


Improved Walking and Bicycling Conditions at On- and Off-ramps. 


Addressing pedestrian and bicycling conditions at ramps is important to create safe multimodal facilities. As 
people driving prepare to join traffic on East 30th Avenue, motor vehicle speed typically increases. With increasing 
speeds, reaction time decreases for people driving. To exit the corridor to join a local street, people driving may 
not reduce their speeds enough in time to see people walking or bicycling across the ramp. Currently, there is no 
signage at the entrance or exit ramps to warn drivers of the possibility of people crossing the ramps. Safe and 
comfortable pedestrian and bicycles access and connectivity through the ramp areas need to be provided. 


Constraints 


Street Grade 


The topography of East 30th Avenue varies greatly, and steep grade is usually a deterrent for people interested in 
walking or bicycling. The elevation change from University Drive and Interstate 5 is approximately 400 feet. A 
significant grade can be a constraint for some users walking or bicycling, particularly when considering the needs 
of people of all ages and abilities. Project design is limited in addressing street grade; however, street grade 
should be taken into consideration when designing and evaluating alternatives. 


Bridge Width 


The existing width of both the McVay and East 30th structures over I-5 is inadequate to accommodate separated 
pedestrian and bicycle facilities. Additional study would be necessary to determine the potential for bridge 
widening or replacement or a new separate pedestrian and bicycle crossing over I-5. 
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Appendix A: Landslide Conditions Assessment 
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