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THE FOLLOWING TEXT IS EXCERPTED ENTIRELY FROM THE  

FEDERAL HIGHWAY ADMINISTRATION ROUNDABOUT 
GUIDE 

Roundabouts:  An Informational Guide, U.S. Department of Transportation, 
Federal Highway Administration Publication No. FHWA-RD-00-067.  

1.1.1 Scope of the Guide  

Despite the comprehensive nature of this document, it cannot discuss every issue 
related to roundabouts.  In particular, it does not represent the following topics:  

 Roundabouts with more than two entry lanes on an approach.  

While acknowledging the existence and potential of such large roundabouts, the 
guide does not provide specific guidance on the analysis or design of such 
roundabouts.  However, the design principles contained in this document are also 
applicable to larger roundabouts. . . .  The advantages of larger roundabouts are 
their higher capacities that may make them attractive alternatives at sites with high 
traffic volumes.  More intricate design is required to ensure adequate operational 
and safety performance.  Therefore expert operations and design advice should be 
sought and roundabout analysis software should be utilized in such circumstances.  
As users and designers in the United States become more familiar with 
roundabouts, this experience may then be extended to such applications.  p. 3  

Chapter 2.  Policy Considerations  

  Roundabouts have unique characteristics that warrant consideration by developers 
and managers of the road system.  p. 23  

2.1.1  Safety  

  Roundabouts have been demonstrated to be generally safer for motor vehicles and 
pedestrians than other forms of at-grade intersections.  p. 23  

  If achieved by good design, then in principle, lower vehicle speeds should provide the 
following safety benefits:  

-         Reduce crash severity for pedestrians and bicyclists, including older 
pedestrians, children, and impaired persons;  

-         Provide more time for entering drivers to judge, adjust speed for, and 
entire a gap in circulating traffic;  
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-         Allow safer merges into circulating traffic;  

-         Provide more time for all users to detect and correct for their mistakes 
or mistakes of others;  

-         Make the intersection safer for novice users.  p. 24  

  The number of vehicle-vehicle conflict points for four-leg intersections drops from 
thirty-two to eight with roundabouts, a 75 percent decrease.  Fewer conflict points 
means fewer opportunities for collisions. . . .  The severity of a collision is determines 
largely by the speed of impact and the angle of impact.  The higher the speed, the more 
severe the collision.  The higher the angle of impact, the more severe the collision.  
Roundabouts reduce in severity or eliminate many severe conflicts that are present in 
traditional intersections.  p. 25  

  The most severe crashes at signalized intersections occur when there is a violation of 
the traffic control device designed to separate conflicts by time (e.g., a right-angle 
collision due to a motorist running a red light, or vehicle-pedestrian collisions.)  The 
ability of roundabouts to reduce conflicts through physical, geometric features has been 
demonstrated to be more effective than the reliance on driver obedience to traffic 
control devices.  At intersections with more than four legs, a roundabout or pair of 
roundabouts may sometimes be the most practical alternative to minimize the number 
of conflicts.  p. 26  

2.1.2. Vehicle delay and queue storage  

  When operating within their capacity, roundabout intersections typically operate with 
lower vehicle delays than other intersection forms and control types.  With a 
roundabout, it is unnecessary for traffic to come to a complete stop when no conflicts 
present themselves, or else deceleration will avoid a conflict.  When there are queues 
on one or more approaches, traffic within the queues usually continues to move, and 
this is typically more tolerable for drivers than a stopped or standing queue.  The 
performance of roundabouts during off-peak periods is particularly good in contrast to 
other intersection forms, typically with very low average delays.  p. 28  

2.1.5 Environmental factors  

   Roundabouts may provide environmental benefits if they reduce vehicle delay and the 
number and duration of stops compared with an alternative.  Even when there are 
heavy volumes, vehicles continue to advance slowly in moving queues rather than 
coming to a complete stop.  This may reduce noise and air quality impacts and fuel 
consumption significantly by reducing the number of acceleration/deceleration cycles 
and the time spent idling.  
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   In general, if stop or yield control is insufficient, traffic through roundabouts generates 
less pollution and consumes less fuel than traffic at fixed-time signalized intersections.  
p. 29  

2.1.6 Spatial requirements  

   To the extent that a comparable roundabout would outperform a signal in terms of 
reduced delay and thus shorter queues, it will require less queue storage space on the 
approach legs.  If a signalized intersection requires long or multiple turn lanes to provide 
sufficient capacity or storage, a roundabout with similar capacity may require less space 
on the approaches.  As a result, roundabouts may reduce the need for additional right-
of-way on the links between intersections, at the expense of additional right-of-way 
requirements at the intersections themselves. . . .  The right-of-way savings between 
intersection may make it feasible to accommodate parking, wider sidewalks, planter 
strips, wider outside lanes, and/or bicycle lanes in order to better accommodate 
pedestrians and/or bicyclists.  Another space-saving strategy is the use of flared 
approach lanes to provide additional capacity at the intersection while maintaining the 
benefit of reduced spatial requirements upstream and downstream of an intersection.  

   At interchange ramp terminals, paired roundabouts have been used to reduce the 
number of lanes in freeway over- and underpasses.  In compact urban areas, there are 
typically signalized intersections at both ends of overpass bridges, necessitating two 
additional overpass lanes to provide capacity and storage at the signalized 
intersections.  p. 29-30.  

2.1.7  Operation and maintenance costs  

Compared to signalized intersections, a roundabout does not have signal equipment 
that requires constant power, periodic light bulb and detection maintenance, and regular 
signal timing updates.  Roundabouts, however, can have higher landscape 
maintenance costs, depending ton the degree of landscaping provided on the central 
island, splitter islands, and perimeter.  Illumination costs for roundabouts and signalized 
intersections are similar.  Drivers sometimes face a confusing situation when they 
approach a signalized intersection during a power failure, but such failures have 
minimal temporary effect on roundabouts or any other unsignalized intersections, other 
than the possible loss of illumination.  The service life of a roundabout is significantly 
longer, approximately 25 years, compared with 10 years for a typical signal.  p. 30.  

2.1.9  Aesthetics  

Roundabouts offer the opportunity to provide attractive entries or centerpieces to 
communities.  However, hard objects in the central island directly facing the entries are 
a safety hazard.  The portions of the central island and, to a lesser degree, the splitter 
islands that are not subject to sigh-distance requirements offer opportunities for 
aesthetic landscaping.  Pavement textures can be varied on the aprons as well. . .  They 
can also be used in tourist of shopping areas to facilitate safe U-turns and to demarcate 
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commercial uses from residential areas.  They have been justified as a spur to 
economic development, conveying to developers that the area is favorable for 
investment in redevelopment.  Some are exhibited as a “signature” feature on 
community postcards, advertisements, and travelogues.  p. 30  

2.1.10 Design for older drivers  

In the United States, there is a trend toward an aging population, as well as individuals 
continuing to drive until an older age. . .   Roundabouts designed for low, consistent 
speeds cater to the preferences of older drivers:  slower speeds, time to make 
decisions, act, and react; uncomplicated situations to interpret; simple decision-making; 
a reduced need to look over one’s shoulder; a reduced need to judge closing speeds of 
fast traffic accurately; and a reduced need to judge gaps in fast traffic accurately.  For 
example, two-way step controlled intersections may be appropriate for replacement with 
a roundabout when a crash analysis indicates that age-related collisions are prevalent.  
p. 31-32  

2.2.5 Emergency vehicles  

Roundabouts provide emergency vehicles the benefit of lower vehicle speeds, which 
may make roundabouts safer for them to negotiate than signalized crossings.  Unlike at 
signalized intersections, emergency vehicle drivers are not faced with through vehicles 
unexpectedly running the intersection and hitting them at high speed.  p. 35  

2.3 Costs Associated with Roundabouts  

   Many factors influence the amount of economic investment justified for any type of 
intersection.  Costs associated with roundabouts include construction costs, engineering 
and design fees, land acquisition, and maintenance costs.  Benefits may include 
reduced crash rates and severity, reduced delay, stops, fuel consumption, and 
emissions. . . .  

   At new sites, and at signalized intersections that require widening at one or more 
approaches to provide additional turn lanes, a roundabout can be a comparable or less 
expensive alternative.  While roundabouts typically require more pavement area at the 
intersection, they may require less pavement width on the upstream approaches and 
downstream exits if multiple turn lanes associated with a signalized intersection can be 
avoided.  The cost savings of reduced approach roadway widths is particularly 
advantageous at interchange ramp terminals and other intersections adjacent to grade 
separations where wider roads may result in larger bridge structures. . . .  

   Recent roundabout projects in the United States have shown a wide range in reported 
construction costs.  Assuming “1988 U.S. Dollars” in the following examples, costs 
ranged from $10,000 for a retrofit application of an existing traffic circle to $500,000 for 
a new roundabout at the junction of two State highways.  National Cooperative Highway 
Research Program (NCHRP) Synthesis 264 reports that the average construction cost 
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of 14 U.S. roundabouts, none being part of an interchange, was approximately 
$250,000.  This amount includes all construction elements, but does not include land 
acquisition.  p. 36  

2.5 Public Involvement  

[A] proposal to install a roundabout may initially experience a negative public reaction.  
However, the history of the first few roundabouts installed in the United States also 
indicates that the public attitude toward roundabouts improves significantly after 
construction.  A recent survey conducted of jurisdictions across the United States 
reported a significant negative public attitude toward roundabouts prior to construction 
(68 of the response were negative or very negative), but a positive attitude after 
construction (73 percent of the responses were positive or very positive).  p. 40    

Chapter 3.  Planning  

3.4.4 Operational Improvement  

   A roundabouts will always provide a higher capacity and lower delays than AWSC (All 
Way Stop Controls) operating with the same traffic volumes and right-fo-way-limitations. 
. . .  A roundabout that operates within its capacity will generally produce lower delays 
than a signalized intersection operating with the same traffic volumes and right-of-way 
limitations.  p. 62    

3.5.3 Signal control alternative  

When traffic volumes are heavy enough to warrant signalization, the selection process 
becomes somewhat more rigorous.  The usual basis for selection here is that a 
roundabout will provide better operational performance than a signal in terms of stops, 
delay, fuel consumption, and pollution emissions.  For planning purposes, this may 
generally be assumed to be the case provided that the roundabout is operating within its 
capacity.  The task then becomes to assess whether any roundabout configuration can 
be made to work satisfactorily.  If not, then a signal or grade separation are remaining 
alternatives.  As in the case of stop control, intersections with heavy left turns are 
especially good roundabout candidates. . . .  As in the case of AWSC (All Way Stop 
Control) operations, some of the most important benefits of a roundabout compared to a 
traffic signal will accrue during off-peak periods.  p. 67-68    

Chapter 4. Operation  

4.5  Computer Software for Roundabouts  

While the procedures provided in this chapter are recommended for most applications 
covered by this guide, models such as ARCADY, RODEL, SIDRA, KREISEL, or 
GIRABASE may be consulted to determine the effects of geometric parameters, 
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particularly for multilane roundabouts outside the realm of this guide, or for fine-tuning 
designs to improve performance.  p. 96  

Chapter 6.  Geometric Design  

6.3.10    Intersection sight distance  

   Intersection sight distance is the distance required for a driver without the right of way 
to perceive and react to the presence of conflicting vehicles. . . .  At roundabouts, the 
only locations requiring evaluation of intersection sight distances are the entries. . . .  
British research on sight distance determined that excessive intersection sight distance 
resulted in a higher frequency of crashes.  This value, consistent with British and French 
practice, is intended to require vehicles to slow down prior to entering the roundabouts, 
which allows them to focus on the pedestrian crossing prior to entry.  If the approach leg 
of the sight triangle is greater than 15 m (49 ft), it may be advisable to add landscaping 
to restrict sight distance to the minimum requirements. . . .  Excessive intersection sight 
distance can lead to higher vehicle speeds and reduce the safety of the intersection for 
all road users (vehicles, bicycles, pedestrians.)  p. 161-163  

Chapter 8.  Systems Considerations  

8.5.3  Wide roads and narrow roads  

   The ultimate manifestation of roundabouts in a system context is to use them in lieu of 
signalized intersections.  Some European cities such as Nantes, France, and some 
Australian cities have implemented such a policy.  It is generally recognized that 
intersections (or nodes), not road segments (or links), are typically the bottlenecks in 
urban roadway networks.  A focus on maximizing intersection capacity rather than 
widening streets may therefore be appropriate.  Efficient, signalized intersections, 
however, usually require that exclusive turn lanes be provided, with sufficient storage to 
avoid queue spillback into through lanes and adjacent intersections.  In contrast, 
roundabouts may require more right-of-way at the nodes, but this may be offset by not 
requiring as many basic lanes on the approaches, relative to signalized arterials.  p. 225 
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I. Introduction 
 

This technical memorandum presents the typical section and design assumptions for all 

alternatives on the Russell Street and South 3rd Street Improvements.  It must be recognized that 

the criteria presented in this memorandum are the design criteria we will strive to achieve; 

however, during the life of the project, physical and/or political features may force deviation 

from the criteria in certain areas of these corridors. 

 

II. Design Assumptions Common to All Build Alternatives 
The following design assumptions are used for all alternatives: 

 

 The existing Russell Street Bridge would be removed and replaced with a four-lane 

bridge to provide adequate capacity for projected traffic volumes. 

 Bicycle lanes would be included to improve multi-modal transportation in the corridors.  

 Sidewalks would be constructed along both sides of each route to improve pedestrian 

comfort and safety.  

 Grade separated pedestrian/bicycle crossings would be provided for the Milwaukee 

Corridor Trail and Bitterroot Branch Trail systems as they cross Russell Street. 

 Curb and gutter would be included to improve storm water management. 

 Street lighting would be included to improve aesthetics and safety. 

 Landscaped boulevards would be constructed on both sides of Russell Street and South 

3rd Street between the curb and sidewalk to improve aesthetics and provide snow storage. 

 Bus pullouts would be incorporated into the final design along Russell Street north of 

South 3rd Street, and along South 3rd Street from Russell Street to Reserve Street.  The 

transit system currently does not serve Russell Street south of South 3rd Street, so no 

pullouts are currently planned for that portion of the corridor. (Possible Future 

Expansion)  

 On-street parking within the City right-of-way is currently prohibited along Russell Street 

and South 3rd Streets.  Parking restrictions would be perpetuated in these areas for the 

proposed designs. 

 Longstaff Street would be restricted to a right-in and right-out only connection with 

Russell Street. 

 Lawrence Street would be realigned to a right-angle intersection with Russell Street. 

 Access to Russell Street from Harlem Street and Kern Street on the east side of Russell 

Street would be restricted to a right-in and right-out only connection. 

 Addison Street would be realigned to a right-angle intersection with Russell Street 

opposite from South 8th Street.  Addison Street and South 8th Street would be restricted 

to right-in and right-out only connections with Russell Street. 

 River Road would remain in its current configuration and would be restricted to a right-in 

and right-out connection with Russell Street.  In addition, right-of-way would be 

purchased for the construction of a new link between River Road and Idaho Street that 

would become part of the future River Road connection to Russell Street via Wyoming 

Street.  The future connection would include a newly constructed section of road running 

north-south adjacent to the western boundary of Mobile City Trailer between existing 
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River Road and Idaho Street.  It would also include reconstructed sections of Idaho Street 

between the new River Road and Catlin Street; Catlin Street between Idaho Street and 

Wyoming Street; and Wyoming Street between Catlin Street and Russell Street.   

 

III. Typical Sections for the Russell Street Alternatives 
 

Table 1 outlines the standard section widths 

 

Table 1. Russell Street Standard Section Widths 
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Alternative 2 12‘ N/A 4‘ N/A 12‘ 2‘ 7’ 5’ 

 3 12’ N/A 4’ 12’ 12‘ 2’ 7’ 5’ 

 4 12’ 11’ 4’ 12’ 12‘ 2’ 7’ 5’ 

 5 12’ 11’ 4’ 12’ 12‘ 2’ 7’ 5’ 

 5 Refined 12’ 11’ 4’ 12’ 12‘ 2’ 7’ 5’ 

-Includes Alignment Shift in Southern Portion 

 

Alternative 1 – No Build Option 

 

The No-Build Alternative would provide no improvements to Russell Street.   
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Alternative 2 – 2+ Lanes with Roundabouts 

 

Alternative 2 is very similar to the existing condition in lane configuration but includes the use of 

roundabouts at select intersections and limited use of raised medians to control through traffic 

and increase the functionality of the intersections and roundabouts.   

 

Figure 2-5 illustrates the major features of this alternative, and the following provides a 

summary. 

 

Lane Configuration: 

 Two travel lanes from Mount Avenue/South 14
th

 Street to South 5
th

 Street 

 Four travel lanes from South 5
th

 Street to South 3
rd

 Street 

 Two travel lanes from South 3
rd

 Street to Wyoming Street 

 Four travel lanes from Wyoming Street to West Broadway Street 

  

Intersection Control: 

 Two-Lane Roundabouts at:  

Mount Avenue/South 14
th

 Street 

South 5
th

 Street  

South 3
rd

 Street 

Wyoming Street  

 Single-Lane Roundabouts at: 

South 11
th

 Street 

 Signal Control at: 

West Broadway Street (existing)  

All other streets intersecting Russell Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

 The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The alignment of Russell Street in the southern portion of the corridor would shift to the east to 

minimize the impact on historic and recreational properties protected under Section 4(f) of the 

U.S. Department of Transportation Act, as discussed in Chapter 5 of this document.
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Residential Impacts under Alternative 2 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1508 5th St. 521 Russell St. 1431 3rd St. 1427 2nd St. W 1501 S. 7th St. 

1445 5th St. 1425 5
th

 St. 1436 4th. St. W 1510 S. 5th St. 915 Russell St. 

1501 5th St. 802 Russell St. 1501 4th St. W 1439 5th St. 1500 8th St. W 

1509 5th St. 738 Russell Street 1439 4th St. W 1502 6th St. W 1501 9th St. W 

824 Russell St.  1500 11th St. W 1501 6th St. W 1135 10th St. W 

1000 Russell St.   808 Russell St. 1501 S. 10th St. 

1010 Russell St.   1500 7th St. W 1501 11th St. 

935 Kern St.   820 Russell St. 1501 Russell St. 

941 Kern St.   1016 Kern St.  

Commercial Impacts under Alternative 2 

Full Acquisition* 
Less than 5 feet 

from structure 

5 to 10 feet from 

structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1500 Broadway St. 
1407 River Rd. 

1427 W. Broadway 

St. 

1540 Broadway 

St. 
1417 3

rd
 St.  

1440 Broadway St. 

 

1503 Montana St. 

(Previously 1503 

Russell St.) 

1451 Broadway St. 215 Russell St. 1440 Russell St. 

1400 Wyoming St. 140 Russell St. 1120 Russell St. 1007 Mount Ave.  

1515 Wyoming St. 

Mount and Russell 

St. 
   

121 Russell St.     

403 Russell St.     

500 Russell St.     

501 Russell St.     

1440 5th St.     

1035 Ronan St.     

Montana Rail Link     

1204 Mount Ave. 

(Previously 1208 Mount 

Ave.) 

  

 

 

1520 Russell St.     
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Alternative 3 - 2+/4 Lanes with Roundabouts 

 

Alternative 3 is similar to Alternative 2 in terms of lane configuration and intersection control 

but includes twice the length of raised median as compared to Alternative 2, and adds a median 

between  Mount Avenue to South 8
th

 Street.  Figure 2-6 illustrates the major features of this 

alternative, and the following provides a summary. 

 

Lane Configuration: 

 Two travel lanes from Mount Avenue/South 14
th

 Street to South 5
th

 Street 

 Four travel lanes from South 5
th

 Street to South 3
rd

 Street 

Two travel lanes from South 3
rd

 Street to Wyoming Street 

 Four travel lanes from Wyoming Street to West Broadway Street 

  

Intersection Control: 

 Two-Lane Roundabouts at:  

Mount Avenue/South 14
th

 Street 

South 5
th

 Street  

South 3
rd

 Street  

Wyoming Street   

 Single-Lane Roundabouts at: 

  South 11
th

 Street 

 Signal Control at: 

West Broadway Street (existing)  

All other streets intersecting Russell Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

 The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The alignment of Russell Street in the southern portion of the corridor would shift to the 

east to minimize the impact on properties protected under Section 4(f).
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Commercial Impacts under Alternative 3 

Full Acquisition* 
Less than 5 feet 

from structure 

5 to 10 feet from 

structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1500 Broadway St. 1120 Russell St.  1427 W. Broadway St. 

1540 Broadway 

St. 1417 3
rd

 St. 

1440 Broadway St. 1407 River Rd. 1451 Broadway St. 215 Russell St. 1516 12th St. 

1400 Wyoming St. 

 

1503 Montana St. 

(Previously 1503 

Russell St.) 

Mount and Russell St. 

 

1427 2nd St. W 

 

1500 Russell St. 

 

1515 Wyoming St. 140 Russell St.  1440 Russell St.  

121 Russell St.   1007 Mount Ave.  

403 Russell St.     

500 Russell St.     

501 Russell St.     

1440 5th St.     

1035 Ronan St.      

Montana Rail Link      

1204 Mount Ave. 

(Previously 1208 Mount 

Ave.)     

1520 Russell St.     

 

 

Residential Impacts under Alternative 3 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1508 5th St. 1016 Kern St. 1431 3rd St. 1510 S. 5th St. 1501 S. 7th St. 

1445 5th St. 521 Russell St. 1436 4th. St. W 1439 5th St. 915 Russell St. 

1501 5th St. 1425 5
th

 St. 1501 4th St. W 1502 6th St. W 1500 8th St. W 

1509 5th St. 802 Russell St. 1439 4th St. W 1501 6th St. W 1501 9th St. W 

824 Russell St.  738 Russell St. 808 Russell St. 1135 10th St. W 

1000 Russell St.  915 Kern St. 1500 7th St. W 1501 S. 10th St. 

1010 Russell St.  1500 11th St. W 820 Russell St.  

935 Kern St.   1012 Kern St.  

941 Kern St.   1501 11th St.  
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Alternative 4 - 4+ Lanes with Signals 

 

Russell Street would have four travel lanes (two southbound and two northbound) plus a center 

turn lane or raised median throughout the corridor.  Major intersections would be controlled by 

signals. 

 

Figure 2-7 illustrates the major features of this alternative, and the following provides a 

summary. 

 

Lane Configuration: 

 Four travel lanes from Mount Avenue/South 14
th

 Street to West Broadway Street 

  

Intersection Control: 

 Two-Lane Roundabouts at:  

none  

 Single-Lane Roundabouts at: 

none 

 Signal Control at: 

Mount Avenue/South 14
th

 Street (existing) 

South 5
th

 Street (existing) 

South 3
rd

 Street (existing)  

Wyoming Street  

West Broadway Street (existing)  

All other streets intersecting Russell Street would be controlled by stop signs  

 

Raised median / Center turn lane: 

The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The alignment of Russell Street in the southern portion of the corridor would shift to the 

east to minimize the impact on properties protected under Section 4(f).
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Residential Impacts under Alternative 4 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

521 Russell St. 820 Russell St. 1439 4th St. W 1431 3rd St. 915 Russell St. 

1445 5th St. 1436 S. 4
th

 St 738 Russell St. 1501 4th St. W 1501 1500 ½ 7
th 

St. 

802 Russell St.  808 Russell St. 1502 6th St. W 1501 9th St. W 

824 Russell St.  1501 11th St. 1501 6th St. W 1135 10th St. W 

1000 Russell St.   1500 7th St. W 1501 Russell St. 

1010 Russell St.   1500 8th St. W 1500 14th St. W 

915 Kern St.   1501 10th St. 

1516 & 1516 1/2 

12th 

935 Kern St.   1500 11th St. W  

941 Kern St.   1501 5th St.  

1012 Kern St.     

1016 Kern St.     

 

 

Commercial Impacts under Alternative 4 

Full Acquisition* 
Less than 5 feet 

from structure 

5 to 10 feet from 

structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1440 Broadway St. 1407 River Rd. 1427 W. Broadway 403 Russell St. 140 Russell St. 

1500 Broadway St. 

1503 Montana St. 

(Previously 1503 

Russell St.)  1440 Russell St. 1417 S. 3
rd

 St. 

1400 Wyoming St. 121 Russell St.  

1540 W. 

Broadway 100 Russell St. 

500 Russell St. 1515 Wyoming  1437 1
st
 St. W 1520 Russell St. 

501 Russell St. 1451 W. Broadway  1007 Mount Ave. 1427 2nd St. 

1440 S. 5
th

 St. 

Mount and Russell 

St.    

1120 Russell St. 1440 S. 5
th

 St.    

1035 Ronan St.     

Montana Rail Link     

1204 Mount Ave. 

(Previously 1208 Mount 

Ave.)     
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Alternative 5 - 4+ Lanes with Roundabouts 

 

Alternative 5 is identical to Alternative 4 in terms of lane configuration (two southbound and two 

northbound, with raised medians and center turn lanes) on Russell Street.  However, the major 

intersections would be controlled by roundabouts instead of traffic signals.  The West Broadway 

Street intersection would remain signalized.  Like Alternative 4, raised medians would be used 

throughout the Russell Street corridor to enhance the flow of through traffic.  Figure 2-8 

illustrates the major features of this alternative, and the following provides a summary. 

 

Lane Configuration: 

 Four travel lanes from Mount Avenue/South 14
th

 Street to West Broadway Street 

  

Intersection Control: 

 Two-Lane Roundabouts at:  

Mount Avenue/South 14
th

 Street 

South 5
th

 Street 

South 3
rd

 Street  

Wyoming Street 

South 11
th

 Street 

 Single-Lane Roundabouts at: 

none 

 Signal Control at: 

West Broadway Street (existing)  

All other streets intersecting Russell Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

 The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The alignment of Russell Street in the southern portion of the corridor would shift to the 

east to minimize the impact on properties protected under Section 4(f).



ALTERNATIVES RUSSELL/SOUTH 3
RD

 ST. TECHNICAL 

MEMORANDUM 

 

15 

Residential Impacts under Alternative 5 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1508 5th St. 808 Russell St. 1431 3rd St. 1439 4th St. W 1405 S. 5th St. 

1439 5th St. 738 Russell St. 1436 4th. St. W 1510 S. 5th St. 1500 7th St. W 

1445 5th St. 521 Russell St. 1501 4th St. W 1502 6th St. W 915 Russell St. 

1501 5th St.  1501 S. 10th St. 1501 6th St. W 1500 8th St. W 

1509 5th St.   1501 Russell St. 1501 9th St. W 

802 Russell St.    1135 10th St. W 

820 Russell St.     

824 Russell St.     

1000 Russell St.     

1010 Russell St.     

915 Kern St.     

935 Kern St.     

941 Kern St.     

1012 Kern St.     

1016 Kern St.     

1520 11th St.     

1500 11th St. W     

1501 11th St.     
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Commercial Impacts under Alternative 5 

Full Acquisition* 
Less than 5 feet 

from structure 

5 to 10 feet from 

structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1500 Broadway St. 1407 River Rd. 1427 W. Broadway St. 

1540 W. 

Broadway 215 Russell St. 

1440 Broadway St. 

 

1503 Montana St. 

(Previously 1503 

Russell St.) 

1451 Broadway St. 

 

1440 Russell St. 

 

1437 1st St. W 

 

1400 Wyoming St. 140 Russell St. Mount and Russell St.  1427 2nd St. W 

1515 Wyoming St. 121 Russell St.   100 Russell St. 

403 Russell St. 1425 5
th

 St.   1007 Mount Ave. 

500 Russell St. 1516 12
th

 St.    

501 Russell St.     

1440 5th St.     

1120 Russell St.     

1035 Ronan St.     

Montana Rail Link     

1204 Mount Ave. 

(Previously 1208 Mount 

Ave.)     

1520 Russell St.     
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Alternative 5 – Refined 

 

The following modifications were made to Alternative 5 on Russell Street. 

 

 To reduce the right-of-way requirements and costs associated with building a 

roundabout, the existing traffic signal would be left in place at Mount 

Avenue/South 14
th

 Street.   

 In order to minimize impacts to surrounding properties protected by Section 

4(f), the proposed roundabouts at South 5
th

 Street and South 3
rd

 Street were 

reduced in size as compared to previous alternatives.  

 Considerable time was spent investigating the potential of installing a 

roundabout at the South 11
th

 Street/Knowles Street intersection.  Due to the 

constraints of surrounding development, including properties protected by 

Section 4(f) of the Transportation Act, design modifications were necessary 

that hindered the ability of the roundabout intersection to provide optimal 

operation.  Therefore, the intersection would remain a stop-controlled 

condition under this alternative. 

 A traffic signal was selected for Wyoming Street because of the substantial 

right-of-way that would need to be acquired with a roundabout, and the 

potential operational issue of having a roundabout in close proximity to the 

signal at West Broadway Street.   

 Improvements to the Russell Street and West Broadway Street intersection are 

limited to those turning movements on West Broadway Street that are affected 

by the Russell Street improvements such as double left-turn lanes westbound 

on West Broadway Street turning south onto Russell Street and one 

westbound right-turn lane north onto Russell Street.  Other improvements to 

the West Broadway Street portion of the intersection are not part of this 

project at this time. 
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Residential Impacts under Alternative 5 Refined 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1439 4th St. W 1431 3rd St. 1427 2
nd

 St. W 1501 5th St. 

1501 &1500 1/2 S. 

7th St. 

1445 5th St. 1436 4th. St. W 1508 5th St. 1502 6th St. W 915 Russell St. 

824 Russell St. 1439 5th St. 808 Russell St. 1501 6th St. W 1501 9th St. W 

1000 Russell St. 738 Russell St. 1500 11th St. W 1500 7th St. W 1501 Russell St. 

1010 Russell St. 802 Russell St. 1501 11th St. 1500 8th St. W 1500 14th St. W 

915 Kern St. 820 Russell St. 521 Russell St. 1135 10th St. W  

935 Kern St.   1501 S. 10th St.  

941 Kern St.   

1516 & 1516 1/2 

12th  

1012 Kern St.     

1016 Kern St.     

 

Commercial Impacts under Alternative 5 Refined 

Full Acquisition* 
Less than 5 feet 

from structure 

5 to 10 feet from 

structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

Russell Street     

1500 Broadway St. 1407 River Rd. 1427 W. Broadway St. 

1540 W. 

Broadway 140 Russell St. 

1440 Broadway St. 1515 Wyoming St. 1451 Broadway St. 1437 1
st
 St. W 100 Russell St. 

1503 Montana St. 

(Previously 1503 Russell 

St.) 

121 Russell St. 

 

501 Russell St. 

 

1007 Mount Ave. 

 

1417 3rd St. 

 

1400 Wyoming St. 

Mount and Russell 

St. 1440 Russell St.  1520 Russell St. 

500 Russell St.     

1425 5
th

 St.     

1440 5th St.     

1120 Russell St.     

1035 Ronan St.     

Montana Rail Link     

1204 Mount Ave. 

(Previously 1208 Mount 

Ave.)     
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IV. Typical Sections for the South 3
rd

 Street Alternatives 

 
Alternative A – No Build  

 

Alternative A is the No-Build Alternative and would provide no improvements to South 3
rd

 

Street.  Routine maintenance would continue in accordance with City and State policies.  The 

following provides a summary of the major features: 

 

Lane Configuration: 

 Two travel lanes from Reserve Street to Russell Street 

  

Signalized Intersection Control at: 

Reserve Street 

Russell Street   

All other streets intersecting South 3
rd

 Street are, and would be controlled by stop signs.   

 

There are no raised medians or center turn lanes. 
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Alternative B - 2 Lanes with Roundabouts 

 

Alternative B has the same lane configuration as Alternative A (existing conditions/No Build), 

but includes bicycle lanes, boulevards, sidewalks, and roundabouts at select intersections.   

 

Lane Configuration: 

 Two travel lanes from Reserve Street to Russell Street  

  

Intersection Control: 

 The intersection control at Russell Street would be determined by the selection of one of 

Alternatives 1 through 5.   

 

Two-Lane Roundabouts at:  

None 

 Single-Lane Roundabouts at: 

  Schilling Street/Curtis Street 

  Johnson Street 

  Catlin Street 

 Signal Control at: 

Reserve Street (existing) 

  

All other streets intersecting South 3
rd

 Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

None included in this alternative. 

 

Alignment: 

The existing alignment would be shifted to accommodate one-lane roundabouts at Curtis 

Street/Schilling Street, Johnson Street, and Catlin Street.  The shift in alignment would 

minimize impacts on adjacent properties. 
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Residential Impacts under Alternative B 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

2204 3rd St. 1701 3rd St. 2415 3rd St. 1701  3rd St. 1701 3rd St. 

 2601 3rd St.  417 Curtis St.  

   1602 Grant St.  

 

Commercial Impacts under Alternative B 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

1939 3rd St. 2340 3rd St. 1301 3rd St. 1318 3rd St. 2207 3rd St. 

2135 3rd St.  2600 3rd St. 

1655 3rd St. 

 

1819 3rd St. 

 

3210 3rd St. W 

 

1616 3rd St.  2539 3rd St. 1855 3rd St. 2316 3rd St. W 

520 Shillings St. 

(Previously 2140 4
th

 St.)   

2115 3rd St. 

 

2422 3rd St. 
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Alternative C - 2+ Lanes with Roundabouts 

 

Alternative C includes two travel lanes (one in each direction), roundabouts at select 

intersections, and the use of raised medians through a majority of the corridor to control through 

traffic and increase the functionality of the intersections and roundabouts.   

 

Lane Configuration: 

 Two travel lanes from Reserve Street to Russell Street  

  

Intersection Control: 

 The intersection control at Russell Street would be determined by the selection of one of 

Alternatives 1 through 5.   

 

Two-Lane Roundabouts at:  

None 

 Single-Lane Roundabouts at: 

  Schilling Street/Curtis Street 

  Johnson Street 

  Catlin Street 

 Signal Control at: 

Reserve Street (existing) 

  

All other streets intersecting South 3
rd

 Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The existing alignment would be shifted to accommodate one-lane roundabouts at Curtis 

Street/Schilling Street, Johnson Street, and Catlin Street.  The shift in alignment would 

minimize impacts on adjacent properties.  
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Residential Impacts under Alternative C 

Full Acquisition 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

2204 3rd St. 1701 3rd St. 1701  3rd St. 417 Curtis St. 1701 3rd St. 

 2601 3rd St. 1602 Grant St.  1910 3rd St. 

  2415 3rd St.  2224 3rd St. 

    2422 3rd St. 

 

Commercial Impacts under Alternative C 

Full Acquisition 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

1939 3rd St. 

 

520 Shillings St. 

(Previously 2140 4
th

 

St.) 

1301 3rd St. 

 

1290 3rd St. 

 

1920 3rd St. 

 

2135 3rd St.  2340 3rd St. 1819 3rd St. 1541 3rd St. 2002 3rd St. 

1318 3rd St. 2600 3rd St. 1855 3rd St. 1655 3rd St. 2310 3rd St. 

1616 3rd St.  2539 3rd St. 2115 3rd St. 2316 3rd St. 

   2207 3rd St.  
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Alternative D - 3+ Lanes with Signals 

 

Alternative D would include one eastbound lane, but two westbound lanes due to the close 

proximity of the proposed traffic signals.  The length of the additional lanes and tapers for the 

proposed signals at the Curtis Street/Schilling Street, Johnson Street and Catlin Street 

intersections on South 3
rd

 Street overlapped, thus becoming efficient to convert the overlapping 

tapers into a second westbound travel lane between Reserve Street and Russell Street. 

 

Lane Configuration: 

 Three travel lanes from Reserve Street to Russell Street  

  

Intersection Control: 

 The intersection control at Russell Street would be determined by the selection of one of 

Alternatives 1 through 5.   

 

Two-Lane Roundabouts at:  

None 

 Single-Lane Roundabouts at: 

  None 

 Signal Control at: 

Reserve Street (existing) 

Schilling Street/Curtis Street 

  Johnson Street 

Catlin Street 

  

All other streets intersecting South 3
rd

 Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The proposed alignment would generally follow the centerline of the existing alignment. 
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Residential Impacts under Alternative D 

Full Acquisition 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

 1701 3rd St. 1701 3rd St. 1701 3rd St. 1701 3rd St. 

 2601 3rd St. 1602 Grant St. 417 Curtis St. 2422 3rd St. 

  1910 3rd St. 2224 3
rd 

St.  

  2204 3rd St. 2213 3rd St.  

  2415 3rd St.   

  2539 3rd St.   

 

Commercial Impacts under Alternative D 

Full Acquisition 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

1318 3rd St. 1939 3rd St. 1301 3rd St. 1290 3rd St. 2002 3rd St. 

1819 3rd St. 2207 3rd St. 1855 3rd St. 1541 3rd St. 2249 3rd St. 

2135 3rd St.  2340 3rd St. 1920 3rd St. 2115 3rd St. 2310 3rd St. W 

 

2600 3rd St. 

 

1616 3rd St. 

 

520 Shillings St. 

(Previously 2140 4
th

  

St.) 

2316 3rd St. 

 

   2221 3rd St. 1655 3rd St. 



ALTERNATIVES  

 

South 3
rd

 Street Alternative E 

RUSSELL/SOUTH 3
RD

 ST. TECHNICAL 

MEMORANDUM 

 

30 



ALTERNATIVES  

 

South 3
rd

 Street Alternative E 

RUSSELL/SOUTH 3
RD

 ST. TECHNICAL 

MEMORANDUM 

 

31 

Alternative E - 2+ Lanes with Signals 

 

Alternative E includes two travel lanes (one in each direction), the use of raised medians and 

center turn lanes, and signalized intersections. 

 

Lane Configuration: 

 Two travel lanes from Reserve Street to Russell Street  

  

Intersection Control: 

 The intersection control at Russell Street would be determined by the selection of one of 

Alternatives 1 through 5.   

 

Two-Lane Roundabouts at:  

None 

 Single-Lane Roundabouts at: 

  None 

 Signal Control at: 

Reserve Street (existing) 

Schilling Street/Curtis Street 

  Johnson Street 

Catlin Street 

  

All other streets intersecting South 3
rd

 Street would be controlled by stop signs.   

 

Raised median / Center turn lane: 

The locations of raised medians and center turn lanes are conceptual and subject to 

change during final design. 

 

Alignment: 

The proposed alignment would generally follow the centerline of the existing alignment.   
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Residential Impacts under Alternative E 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

 1701 3rd St. 1701 3rd St. 1701 3rd St. 1701 3rd St. 

  1602 Grant St. 417 Curtis St. 1910 3rd St. 

 2601 3rd St. 2415 3rd St.  2204 3rd St. 

  2539 3rd St.  2422 3rd St. 

 

 

Commercial Impacts under Alternative E 

Full Acquisition* 
Less than 5 feet  

from structure 

5 to 10 feet 

from structure 

10 to 15 feet 

from structure 

15 to 20 feet 

from structure 

South 3
rd

 Street     

1318 3rd St. 1939 3rd St. 1301 3rd St. 1290 3rd St. 1601 3rd St. 

1819 3rd St. 2207 3rd St. 1616 3rd St. 1541 3rd St. 1655 3rd St. 

2135 3rd St.  2340 3rd St.  2115 3rd St. 1855 3rd St. 

 2600 3rd St.  2221 3rd St. 1920 3rd St. 

   

520 Schillings St. 

(Previously 2140 4
th

  

St.) 2002 3rd St. 

    2249 3rd St. 

    2310 3rd St. W 

    2316 3rd St. 
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RIGHT-OF-WAY IMPACTS 
Alternative 1 has no impacts as a No Build Option. The impacts of the other alternatives 
are listed in the tables below. 
Table 3. Russell Street Right-of-Way Impacts 
 Yellow Depicts Section 4(f) Properties 
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Table 4. South 3rd Street Right-of-Way Impacts 
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Darryl James

From: Lloyd, Miki [mlloyd@mt.gov]
Sent: Monday, February 01, 2010 12:30 PM
To: 'Gregg Wood'; Kilcrease, Susan; Darryl James; Odegard, Phil
Subject: FW: 4128 Russell/3rd St PM-10, Take 3
Attachments: Tom-Martin-MDT-RussellSt-3rdSt-DEIS-letter-1-26-10.pdf; 4128ENAIRHW3.pdf

EPA concurs for PM10. 
 
‐‐‐‐‐Original Message‐‐‐‐‐ 
From: Russ.Tim@epamail.epa.gov [mailto:Russ.Tim@epamail.epa.gov]  
Sent: Monday, February 01, 2010 12:16 PM 
To: Helm, Cora 
Cc: Kaufman, Gene; 'Ann Cundy'; 'Mamie Colburn'; Merchant, Eric; Lloyd, Miki; Kilcrease, 
Susan; Steve King (SKing@ci.missoula.mt.us); Potts.Stephen@epamail.epa.gov; Martin, Tom; 
lloyd.rue@dot.gov; Lebow‐Aal.Deborah@EPA.gov; Eisele.Adam@epamail.epa.gov 
Subject: Re: 4128 Russell/3rd St PM‐10, Take 3 
 
 
Cora, 
 
Thank you for MDT's reply provided below in response to our letter of January 26, 2010 (.pdf 
file attached below). 
 
Our January 26, 2010 letter requested additional information with respect to an aspect of the 
1993 version of EPA's conformity rule (ref. 
40 CFR 93.131(d) and 58 FR 62250, November 24, 1993)).  We had requested that MDT address the 
issue which is whether the subject project has essentially identical vehicle and roadway 
emissions and dispersion characteristics to the roadway system where PM10 violations have 
been monitored.  EPA has reviewed the additional intersection information that was provided 
in Tom Martin's letter of January 29, 2010 (see .pdf file attached below), and finds that MDT 
has sufficiently addressed the intersection comparison issue.  Therefore, EPA concurs that a 
PM10 qualitative hot spot analysis is not required for this project. 
 
We also appreciate you clarifying information with regard to the data that appears in our Air 
Quality System (AQS), with respect to the PM10 exceedance of 164µg/m3 in 2000, and will look 
to resolution of the exceptional event question between our Monitoring personnel and MDEQ. 
Please note, whether this exceedance is or is not a reflection of an exceptional event, does 
not affect our concurrence as stated above for the PM10 hot spot analysis. 
 
Please let me know if there are any questions. 
 
 
(See attached file: 
Tom‐Martin‐MDT‐RussellSt‐3rdSt‐DEIS‐letter‐1‐26‐10.pdf) 
 
Tim 
 
 
Tim Russ 
Environmental Scientist 
USEPA Region 8 
Air Program 
1595 Wynkoop Street (8P‐AR) 
Denver, CO 80202‐1129 
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Ph. (303) 312‐6479 
Fax (303) 312‐6064 
e‐mail:  russ.tim@epa.gov 
 
 
                                                                                              
  From:       "Helm, Cora" <cohelm@mt.gov>                                                    
                                                                                              
  To:         Tim Russ/R8/USEPA/US@EPA                                                        
                                                                                              
  Cc:         'Mamie Colburn' <Colburnm@ho.missoula.mt.us>, "Kaufman, Gene" <a0403@mt.gov>, 
Stephen Potts/MO/R8/USEPA/US@EPA, "Lloyd, Miki"     
              <mlloyd@mt.gov>, "Kilcrease, Susan" <skilcrease@mt.gov>, "Merchant, Eric" 
<EMerchant@mt.gov>, 'Ann Cundy'                         
              <acundy@co.missoula.mt.us>, "Steve King (SKing@ci.missoula.mt.us)" 
<SKing@ci.missoula.mt.us>, "Martin, Tom" <tomartin@mt.gov>     
                                                                                              
  Date:       01/29/2010 01:56 PM                                                             
                                                                                              
  Subject:    4128 Russell/3rd St PM‐10, Take 3                                               
                                                                                              
 
 
 
 
 
Tim, 
 
Here is our follow‐up to your January 26 letter.  Please note that no hard copy will be 
arriving in the mail and we have asked a quick turnaround, if at all possible. 
‐Cora 
Cora G. Helm, P.G. 
Montana Department of Transportation 
Environmental Services 
P.O. Box 201001 
Helena, MT  59620‐1001 
ph: 406‐444‐7659 
fax: 406‐444‐7245 
cohelm@mt.gov 
 
 
 (See attached file: 4128ENAIRHW3.pdf) 













































Russell Street / South 3rd Street 
Advisory Council Meetings Summaries  

 
November 29, 2000 
Missoula City Council Chambers 
 
ABSTRACT 
 
Thirty-eight members were in attendance.  During this first meeting Dick Weaver gave an overview of the project 
and gave an entire rough budget estimate of $12 million.  Kelly Harris led a discussion on the Roles and 
Responsibilities of the Advisory Council.  Dick Weaver then discussed membership, the decision making process, 
and roles of the Advisory Committee, Interdisciplinary Team, Public Works and City Council, the Federal Highway 
Administration, and Skillings-Connolly, Inc.  Kelly Harris presented the preliminary project schedule.  Purpose and 
Need Discussion was led by Kris Lee in order to establish criteria, look at concerns, and issues regarding the Russell 
Street project. 
 
December 14, 2000 
Missoula City Council Chambers 
 
ABSTRACT 
 
Thirty-four members were in attendance.  This meeting began with a public comment forum where Kelly Harris 
talked about the notification and participation of the people north of 3rd.  A Mr. Comstock had emailed him a note 
expressing his concerns on this issue.  The Advisory Committee then discussed the rules for how they would 
function and a consensus approved of the Rules of Order.  Next, Kris Lee presented an overview of the EIS 
procedure; during this time discussion, impactions and the advisory committee’s role was laid out.  The Discussion 
of Alternatives was developed into three sections, 3rd Street, Russell from 3rd to Broadway, and then Russell from 3rd 
Street South.  Alignments, bike lanes, the ROW, lane configuration, and the Russell Street Bridge were all subjects 
during this time.  The meeting ended with discussion on the Priority Matrix. 
 
 
January 11, 2001 
Missoula City Council Chambers 

 
ABSTRACT 
 
Thirty-three members of the Advisory Council were in attendance.  This meeting discussed bicycle lanes, the 
Summary of Alternatives, Purpose and Needs Statement, Alternative Development, and a Public Involvement 
Section.  Bicycle lanes were discussed because of a public comment which suggested total bicycle/car segregation.   
The Summary of Alternative talked about Russell from Broadway to 3rd and from 3rd to Mount.  The Purpose and 
Needs Statements suggested wording: “Provide a safe and efficient transportation system while conserving of 
enhancing the environmental, scenic, historical, and community resources.”  Various changes were proposed to the 
statement by members of the council.  Alternative Development discussed the breakdown of corridors into sections 
as well as lane configuration.  Finally, the Public Involvement discussed the public kickoff event on February 2 and 
the open house on April 12.   
 
 
January 18, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
 
Twenty-eight members of the Advisory Council were in attendance.  Bob Giordano gave a presentation on different 
ways of doing bikeways with a separation with examples from Montreal and Europe.  Kelly Harris then talked about 
Alternative Development and presented slides showing various lane configurations with specifications on lane 
width.  Kris Lee handed out a new checklist as a draft for starting the process of looking at each alternative and 



seeing if it meets the 6 Purpose and Needs Statements.  Kelly Harris then gave and explanation of the completed 
analyses including, lane alternatives and design speed.  Thad Dickson talked about Public Involvement and 
suggested that flyers be posted.  The media had also showed interest on the project.  Lastly, the schedule was firmed 
to have another meeting on February 1. 
 
 
February 1, 2001 
Council Groves Apartments 
 
ABSTRACT 
 
Twenty-three members of the Advisory Council were in attendance.  Dick Weaver clarified that the Advisory 
Council is a recommending body not a decision-making body and urged members to be respectful during meetings.  
Changes were proposed on the Purpose and Need Statement to which a consensus for changed was achieved on only 
one of the 3 motions.  Preliminary alternatives of 3rd and Russell Street were discussed, as wells as common features 
to all alternatives.  It was suggested to add illumination, pedestrian crossing facilities (ADA Compliant), and 
landscaping.  The checklist was applied to each of the alternatives to comply with the Purpose and Need Statement 
and the meeting was adjourned. 
 
March 1, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
 
Thirty-four members of the Advisory Council were in attendance.  A public comment was made by Jim McGrath on 
the Walkable Communities workshop and the actual abilities of the Advisory Council.  Viable Alternatives were 
clarified and the features common to all alternatives were reiterated, but it was stressed that all options are still on 
the table and any issue can be revisited.  A Traffic Engineering “Class” was then given to the members; it talked 
about basic concepts in traffic engineering in order to clarify questions raised about design speed.  The NEPA 
process was discussed and it was suggested that the matrix will help to look at alternatives i.e. lane widths regarding 
environmental consequences.     
 
March 8, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
 
 
Twenty-five members of the Advisory Council were in attendance.  The first item discussed was the Alternative 
Matrix which will be used is the recommendation process.  A presentation was given on how information was 
gathered in order to develop the matrix itself.  Members were then asked to rank alternatives on a variety of criteria.  
An open discussion brought up the EIS, the Walkable Communities Workshop, and the need for something to be 
done on Russell.  The meeting concluded with the following items being tabled:  Design Speeds, Capacity, LOS, On 
Street Parking, Roundabouts, Decisioning tools for subcategories, and the Charrette Report.  
 
 
May 10, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
  
Thirty members of the Advisory Council were in attendance.  Public comments from Dave Durnford and Kate 
Whitlock who were both concerned about Russell losing its residential character and informed the council that 
people are becoming frustrated with the contradictory information they are getting from different authorities.  The 
tabled items from the previous meeting were discussed and then the summaries from the alternative matrix were 



handed out.  An open comment section brought up the ideas about accessibility of meetings to public and fixed 
income resident relocation. 
 
 
May 16, 2001 
Wells Fargo Bank Conference Room 
 
ABSTRACT 
 
Thirty members of the Advisory Council were in attendance.  The Purpose and Need was again discussed and Dick 
Weaver again stressed that the Advisory Council needs to give input to the process.  The Summary of Impacts was 
discussed next and many questions arose about pedestrian safety in all alternatives offered.  The Council now went 
on to discuss the matrix and the alternatives.  In summary, most intersections approaches current operate at an 
acceptable LOS, but there are certain movement, generally left-hand turns from the minor street onto the major 
street, which to not achieve required levels.  The Committee the moved for an open comment period during which 
time summer project involvement and pedestrian transit were again discussed, following that the meeting was 
adjourned. 
 
 
February 20, 2002 
Missoula City Council Chambers 
 
ABSTRACT 
 
 Thirty-two members of the Advisory Council were in attendance.  A public comment was made by Michael 
Kustudia who suggested using materials from a community workshop put on by Dan Burden.  A project update 
stated that the Scope of Work and Cost Proposals were prepared and a notice to proceed received.  Survey data, 
preliminary design, and Air-Noise studies were all in progress.  The floor was then open for questions.  A power 
point presentation summarizing the matrix was given by Kris Lee.  From this exercise overall conclusions showed 
which alternatives were favored by the advisory council.  Neighborhood Councils then voiced there opinions to the 
process.  An Open Committee Discussion talked about the Walkable Communities Report, roundabouts, turn 
signals, EIS drafts, and design speed changes.  A quick schedule overview was given and the meeting was 
adjourned. 
 
October 8, 2002 
Missoula City Council Chambers 
 
ABSTRACT 
 
Thirty-two members of the Advisory Council were in attendance.  Kelly Harris updated the council on the project 
process at the current time.  All of the EIS work is being done by Herrera Environmental.  The schedule of progress 
was reviewed and the City of Missoula will meet on October 17, 2002 to choose their preliminary preferred 
alternative.  The council expressed its concern for public education on roundabouts.  It was again stressed that 
alternatives can be blended to create a desired outcome.  Steve King then spoke to the Advisory Council on the trip 
taken by transit officials to Denver to see the implementation of roundabouts first-hand.  Cost Estimates were 
reviewed and the meeting was adjourned.   
 
 



Russell Street / South 3rd Street 
Interdisciplinary Team Meetings Summaries  

 
December 15, 2000 
Missoula City Council Chambers 
 
ABSTRACT 
 
Twenty-three members of the ID Team were in attendance.  Kelly Harris introduced the meetings purpose as 
looking at the roadways and talk about alternative presently posted.  The team then discussed its roles and 
responsibilities.  Purpose and Needs Discussion talked about setting boundaries for alternatives.  Topics discussed 
were possible lane configurations and Russell Street Capacity (current and projected).  Alternatives discussion also 
brought up lane configuration and capacity as well as pedestrian transport, bridge widening, and the EIS.  Schedule 
was discussed and the meeting adjourned.   
 
 
January 19, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
 
Twenty-three members of the ID Team were in attendance.  Kris Lee first handed out the draft fo the Purpose and 
Need Statement that the Advisory Council agreed upon.  Gerald  Dorn from HNTB came in and gave a talk about 
bridge and flood design.  Draft Alternative Development was discussed by Kelly Harris and mainly talked about 
lane configuration, closure notices, bridge design considerations, and design speed.  Talked about schedule and 
adjourned.   
 
 
May 2, 2001 
Missoula City Council Chambers 
 
ABSTRACT 
 
Twenty-three members of the ID Team were in attendance.  A brief update was given on the Advisory Council’s 
decisions mainly including Purpose and Need, alternative designs, and use of the alternatives matrix.  3 alternatives 
were then presented to the ID team to study in depth.  And Intersection traffic control –traffic signals or 
roundabouts- was also looked at.  The team then discussed preliminary drawings of the project.  The Fire 
Department adamantly opposed roundabouts at any location on Russell or 3rd because they are major cross-town 
routes.  Also brought up was storm water catch basins and police concerns with roundabouts.  Gerry Dorn again 
talked about the bridge.  The EIS progress was then presented by Kris Lee, additionally the ID Team went over the 
Alternative Matrix.  The schedule and public involvement was discussed and the meeting was adjourned. 
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