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I. INTRODUCTION AND SUMMARY 
 
1st Avenue is a major arterial road crossing diagonally from southwest to 
northeast Cedar Rapids.  1st Avenue is one of only a handful of major arterials 
that connects one edge of Cedar Rapids to the other.  The roadway is an 
important commercial and commuter traffic corridor and a major access to 
downtown Cedar Rapids.   
 
 
Executive Summary 
 
 
II.        CORRIDOR CONDITIONS 
 
The study corridor is 1st Avenue (U.S. Bus. 151 / Ia. 922) from 7th Street to 
19th Street (Refer to location map shown in Figure 1).  The study limits are 
approximately 1.35 miles in length. 
 
In addition to the review of previous studies, efforts were made to obtain public 
comment and input on this study.  An open house style public information 
meeting was held on September 18th, 2007. 
 
From the meeting, the following comments were gathered: 

 
• 1st Avenue should be developed as a pleasant and successful “main street” and 

emphasize walking and pedestrian travel 
• No widening of 1st Avenue is acceptable in the vicinity of Coe College 
• Mature trees must be preserved along the corridor 
• On-street parking on 1st Avenue between Coe Road and College Drive, serving 

the Dows Fine Arts Center and the Sinclair Auditorium needs to be retained for 
event parking and pick up/drop off for events 

• Do nothing to 1st Avenue 
• Traffic congestion is limited to a few, short times during the day.  Improvements 

aren’t warranted to accommodate such short traffic events. 
• Aesthetics should be first priority 
• Consider closing College Drive (13th St) at 1st Avenue to reduce traffic on College 

Drive and enhance pedestrian campus atmosphere at Coe College 
• A person representing St. Luke’s Hospital supports widening of 1st Avenue in the 

hospital to relieve severe congestion that adversely affects hospital access and 
operation 

 
A recently formed association of merchants, Coe College, and Moundview 
Neighborhood homeowners has been meeting regularly over the past several 
months with the stated purpose of: 

 
• Building a district “identity” 
• Promoting the district goals and plans 
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The 1st Avenue Corridor Project was presented to the 1st Avenue business group 
at their regular meeting on October 18th, 2007.  Comments from the group were 
recorded as shown.  

 
Good things about 1st Avenue: 
• High Traffic Volume (exposure to business) 
• Good Access to Interstate 380 
• Seen as “Main Street” of Cedar Rapids 
• Existing Trees & Corridor look 
• Businesses  
 
Bad things about 1st Avenue: 
• Traffic Congestion 
• Not Pedestrian Friendly 
• It is the Main Street, there are few alternative routes 
• More Parking Needed 
• High Traffic Speeds 
 
Ideas: 
• Remove some side street connections 
• Additional delay may be okay 
• Improve roadside aesthetics (rather than/or in addition to 

medians) 
• Widen sidewalks 
• Provide Bike lanes/Pedestrian ways 

 
Existing traffic volumes were based on actual traffic counts taken in December 
2006 during the A.M. and P.M. peak commuter periods.  The 1st Avenue study 
corridor currently carries between 21,700 and 29,500 vehicles per day (vpd).  
Traffic volumes on 1st Avenue have fluctuated significantly over the last 40 years.   
 
Vehicular traffic on 1st Avenue dropped when I-380 initially reached downtown 
Cedar Rapids and fluctuated until the interstate pushed all the way through 
Cedar Rapids in about 1984.  After 1984, in spite of a couple downturns, traffic 
volumes have been steadily rebuilding back to the traffic volume levels that 
initially required several downtown streets be converted to one-way operation to 
mitigate intersection and roadway capacity issues. 
 
The Iowa Department of Transportation program Crash Mapping Analysis Tool 
(CMAT) was used to evaluate collision data for 1st Avenue from January 2001 
through December 2005.  During the six-year period, 469 collisions were 
reported on 1st Avenue between 7th Street to 19th Street.  The actual calculated 
crash rates are nearly double the average statewide statistics in almost every 
category analyzed. 



 

I-3 

The most frequent injury type crash is Rear-end type collisions (67) followed by 
Broadside collisions (39).  The major injury collisions were a mixture of 
Broadside, Rear-end and “Non-collision” crashes. 
 
Signalized intersection analyses were performed on the existing traffic and signal 
timing conditions along the Study Corridor.  The analysis methods were based on 
the latest edition of the Highway Capacity Manual.  Reported operational levels 
of Service (LOS), as defined by the Highway Capacity Manual, range from A 
(Best) to F (Worst).  Level of Service (LOS) A is typified by free, unimpeded 
traffic movement, while LOS F represents extreme congestion with long traffic 
queues.  On average, the study corridor operates at reasonable level of service.   
 
Pedestrians are frequent users of the 1st Avenue corridor.  There are numerous 
instances, particularly between Coe College (near 13th Street) past Hy-Vee (at 
16th Street) where 1st Avenue separates origins (housing) and destinations 
(businesses / institutions), creating pedestrian crossing demand across 1st 
Avenue.  
 
7th Street, 8th Street, and A Avenue are important because these roadways 
provide access to and from I-380.  Existing congestion and queuing on 8th Street 
influence congestion and queuing on 1st Avenue.  The A Avenue  
and 8th Street intersection operates at poor LOS E in the P.M. peak, which is the 
worst of the three intersections.   
 
During several of the interactions with the public and with elected officials, it was 
clear that there is a desire to enhance bicycle transportation facilities for 
commuter bicyclists.   
 
Single occupancy vehicles are the predominant mode choice in Iowa (generally 
around 85% of commuters drive their own personal car).  Iowa City is an 
exception:  With its large student population, more than 16% of commuters walk 
or use transit to travel between home to work and back.  However, Linn County 
(Cedar Rapids area) is very typical of other urban Iowa counties that do not 
include a major State University. 
 
There may be several reasons for the lack of bicycle usage as a significant 
transportation mode choice in the Cedar Rapids area: 

  
1. Currently, there are no separate bicycle accommodations on the City 

streets within the Study Corridor.  Commuter bicyclists use the existing 
traffic lanes like all other modes of transportation. 

 
2. The effective season for bicycle usage in Cedar Rapids is limited to about 

7 months out of the year (April through October).  However, Iowa City 
operates in the same climate as Cedar Rapids, and has higher bicycle 
usage. 
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3. Automobile fuel prices are low enough that people still choose to pay for 

gasoline and drive their own vehicle rather than switch transportation 
modes. 

 
4. Cedar Rapids is very spread out, with large distances between residential 

and work origins and destinations.  In contrast, Iowa City has a significant 
downtown student population that lives and works within a mile of travel or 
less. 

 
5. While the Cedar Rapids metro area has a significant recreational trails 

system, with a strong trails advocacy group and trails master plan, there is 
no published commuter bicycle plan for the area. 

 
6. A commuter bicycle route system needs to include end-of-trip facilities 

such as: 
a. Showers / locker rooms 
b. Bicycle Storage (short term and long term) 
c. Multiple facilities that are conveniently located to major employers 

 
At this time, none of the above facilities are available to provide a convenient and 
effective commuter bicycle transportation system. 
 
III.         FUTURE CONDITIONS 
 
Future traffic projections, developed by Corridor MPO, show 1st Avenue operating at 
very poor traffic operational level of service by the Year 2040.  Through traffic volumes 
on 1st Avenue are expected to increase by 30% to 100% over the next 35 years. 
Year 2040 traffic volume projections on 1st Avenue between 8th Street and 
10th Street are similar to the traffic volumes counted in the mid-to late 1970’s 
(25,000 to 30,000 vehicles per day in the late 1970’s versus 27,300 vehicles per 
day expected in 2040). 
 
IV.         IMPROVEMENT ALTERNATIVES 
 
The following are the basic conditions that were analyzed in this study: 
 

1. Do nothing – Make no improvements to the 1st Avenue corridor 
regardless of traffic conditions, pedestrian conditions, etc.  This option 
assumes normal maintenance would continue to keep 1st Avenue more or 
less as it exists today. 

 
2. Add traffic lanes to accommodate future capacity needs – Based on 

the future 2040 traffic projections, lane adjustments are evaluated to 
maintain a minimum vehicle operational level of service (LOS) of overall C 
or better, and no worse than LOS D on specific traffic movements. 
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3. Focus on aesthetic improvements – Evaluate the engineering aspects 
of providing space for aesthetic enhancements and their tradeoff relative 
to capacity, parking, and safety. 

 
4. Focus on bicycle accommodations – Evaluate the engineering aspects 

of providing bicycle lanes on 1st Avenue and their effects on aesthetics, 
capacity, parking, and safety. 

 
5. Focus on pedestrian accommodations- Evaluate the engineering 

aspects of accommodating pedestrians along the 1st Avenue corridor and 
across the 1st Avenue corridor. 

 
Each of the alternatives above were conceptualized and evaluated for their 
impacts on system traffic operations, aesthetics, parking, safety, and costs. It 
should be noted when dealing with cultural issues and community shaping 
policies, there is no “right” answer.  Many of the evaluation results are intended 
to show impacts of the various paths the City may choose to pursue, rather than 
to compare one alternative versus another. 
 
 
V.         CONCLUSIONS AND RECOMMENDATIONS 
 
1st Avenue is jointly owned and operated by the City of Cedar Rapids and the 
Iowa Department of Transportation.  Any plans and concepts must be reviewed 
and approved through both jurisdictions. 
 
The existing 1st Avenue corridor operates generally at good level of service for 
vehicle traffic.  There are no immediate needs for major through lane additions. 
 
Based on the historic traffic data and the efforts by the City to revitalize the 
downtown area, it is reasonable to assume that the future traffic volumes 
projected by Corridor MPO are likely to develop.  The traffic volumes are similar 
to what was experienced on 1st Avenue when downtown Cedar Rapids was a 
vibrant and prosperous economic center. 
 
Traffic operations on the portion of 1st Avenue from 7th Street to 12th Street are 
expected to deteriorate significantly unless lane improvements are made.  A 
letter received from St. Luke’s Hospital (included in the attached appendix) 
supports the lane improvements to ensure maintaining access to the hospital for 
emergency vehicles and hospital staff. 
 
If no lane improvements are made, vehicle transportation system efficiency will 
deteriorate, generating congestion, additional fuel consumption and increased 
greenhouse gases. 
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The intersection of 1st Avenue and 8th Street currently suffers from traffic backups 
from the I-380 ramps.  It appears the geometry (number of lanes) for the 
interchange ramps is insufficient for the traffic loading it experiences.  Therefore 
traffic headed toward the interstate in the evening peak hour spills back across 
the 8th Street and A Avenue intersection (hampering access to St. Luke’s 
Hospital) and continues to 1st Avenue, where traffic frequently queues either on 
1st Avenue or on 8th Street. 
 
The existing roadway facilities (lanes, signals, etc.) on 1st Avenue from 
12th Street to 19th Street are expected to handle existing and projected future 
traffic volumes at a reasonable operational level of service without significant 
lane modifications. 
 
A letter received from Coe College (included in the attached appendix) that is 
opposed to widening 1st Avenue for any of the reasons identified in this study and 
presented at the public information meeting. 
 
The existing right-of-way width on 1st Avenue, in the study corridor, is 120’ wide.  
This should be adequate for roadway purposes. 
 
There is an almost universal opinion (among all of the people that provided 
project input and comments) to enhance the appearance of the 1st Avenue 
corridor. 
 
There was an often stated desire by the public to preserve and maintain existing 
trees along the corridor. 
 
In general, the 1st Avenue corridor is suitable for pedestrian traffic.  However, the 
existing mid-block crossing of pedestrians documented in this study (especially 
between 13th Street to 16th Street) is not a desirable situation.  The signalized 
intersections currently provide pedestrian signal indications for safe crossings 
and should be able to continue to provide that protection in the future. 
 
The 1st Avenue corridor is not suitable for bicycle traffic.  Significant short term 
changes (such as converting on-street parking into bicycle lanes) would have to 
occur to make the corridor reasonably suitable for bicycle traffic.  And even then, 
as traffic volumes rise, the bicycle compatibility would deteriorate to 
unacceptable levels. 
 
As parcels redevelop on 1st Avenue, they are being constructed with off-street 
parking facilities.  There are a few businesses remaining that are still dependent 
on the existing on-street parking.  Any options that remove the on-street parking 
will be resisted by individual businesses on a case by case basis.  In other 
words, the business owners contacted during the course of the study were in 
favor of various improvements along the corridor as long as they weren’t directly 
(negatively) impacted. 



 

I-7 

 
Based on the crash data, it appears mid block driveways and entrances are 
generating a higher number of crashes along the corridor than is typical for a 
similar corridor. 
 
The crash data does not indicate that 11’ wide through lanes and a 12’ wide 
center turn lane is unduly hazardous. 

 
Recommendations 
 
Based on the above discussions and conclusions, the following are 
recommended: 
 

• Using the conceptual widths identified in this study, a streetscape study 
should be performed to determine thematic elements and confirm 
budgetary numbers for a comprehensive streetscape plan for the 
1st Avenue corridor. 

 
 A median should be constructed on 1st Avenue at least from 13th Street 

through 16th Street to address mid-block pedestrian crossings.  Ideally, the 
median should discourage mid-block crossing and encourage pedestrians 
to use the signalized intersections.  The concept plans in this report 
should be advanced into a capital improvement project for detail design. 

 
• Bump outs at the corner radii at each intersection should be advanced for 

further design and evaluation (particularly on their effect  on storm 
drainage).  The bump outs improve the pedestrian “friendliness” of the 
area and provide opportunities for landscape and aesthetic 
enhancements. 

  
 In order to maintain safe access to St. Luke’s Hospital, the City should 

plan on adding traffic lanes on 1st Avenue from 7th Street through 
12th Street, according to the concept plans provided in this report 
(Figure 21).  This planning effort should include: 

 
o Requiring any necessary minor right-of-way dedications (primarily 

corners at the major intersections) from properties as they 
redevelop 

 
o Requiring new developments or redevelopments to include off-

street parking so they are not as dependent on on-street parking 
(which would be converted to the additional traffic lanes) 

 
o As properties redevelop, or as sidewalks need to be replaced, 

move the sidewalks back to within 2’ of the right-of-way 
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o Do not plant new trees in the areas that may be subject to 
pavement widening or would be within the new clear zone limit of a 
widened pavement section 

 
 A study of I-380 and the 7th Street / 8th Street interchange should be 

conducted (either as part of a comprehensive study of the whole I-380 
corridor or as a stand alone study) to develop solutions that alleviates 
congestion at the interchange that spills back onto 1st Avenue and 
reduced emergency access to St. Luke’s Hospital. 

 
 A commuter bike route study for the Cedar Rapids metro area should be 

conducted to identify corridors suitable for commuter bike routes.  This 
study should include a basic skeletal system, secondary and tertiary 
systems that are more robust, and end of trip facilities needs and 
locations.  The study should also lay out a plan for implementation of the 
initial system along with estimated budgets and schedule. 

 
 Consideration should be given to building a new 16th Street alignment 

from 1st Avenue and 16th Street at the Hy-Vee to 2nd Avenue and 
17th Street.  This connection will: 

 
o Help to bring pedestrians to the signalized intersection of 

1st Avenue and 16th Street for safe crossing 
 

o Reduce circuitous travel across 1st Avenue along the 
16th/17th Street corridor 

 
o Joins the Northeast side of Cedar Rapids more firmly to the 

Southeast side of Cedar Rapids. 
 

 
Miscellaneous Recommendations 
 

 A minor study of 1st Avenue and 15th Street could determine if a mast arm 
signal is needed at that intersection rather than the existing pedestal 
signals. 

 
 Add pedestrian actuated pushbuttons to 12th and 13th Street to make the 

signals run more efficiently.  
 

 Study A Avenue and 8th Street to determine why redlight running seems to 
be elevated.
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II. CORRIDOR CONDITIONS 
 
The study corridor is 1st Avenue (U.S. Bus. 151 / Ia. 922) from 7th Street to 
19th Street (Refer to location map shown in Figure 1).  The study limits are 
approximately 1.35 miles in length. 
 

A. Previous Studies 
 

Downtown Cedar Rapids has been the 
subject of revitalization discussion for 
the last decade and a half or longer.  A 
series of studies by different entities 
(City of Cedar Rapids, Downtown 
District, and Coe College) have been 
completed in areas adjacent to the 
study corridor identifying ideas and 
improvement concepts.  The following is 
a synopsis of the most recent studies: 
 
Downtown District Development…  
The Downtown Development Strategy 
(DDS) was intended to provide vision for 
the future of downtown Cedar Rapids.  
This study, completed in 1990, helped 
direct downtown redevelopment into 

manageable pieces.  The City and Downtown District have been 
conscientiously working to implement these recommendations.  
Streetscaping is one of the recommendations from the study that the 
City has been implementing.  The study also promotes development 
of residential space in the downtown and accommodation for 
pedestrians. 
 
In 2003 the DDS 
was updated to 
reflect current 
objectives.  The 
update is one of the 
first studies to 
suggest 1st Avenue 
be considered the City’s “Great Avenue” with a boulevard design 
including decorative medians.  The update also reverses the 
original findings of the 1990 DDS by recommending conversion of 
Second and Third Avenue to two-way traffic operation from their 
existing one-way operation.  The physical limits of the conversion 
and traffic impacts to adjacent streets are not addressed in this 
update.   
 
 

Figure 1 
Location Map 

19th Street 

7th Street 
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Vision Cedar Rapids…  Vision Cedar Rapids is a plan, completed 
in 2007, to “help direct development decisions in the future”.  The 
plan calls for a downtown framework plan of seven improvement 
themes: 
 

1. Riverfront Park 
2. Downtown Housing 
3. Neighborhood Restoration 
4. Walkable Downtown 
5. Streets and Parking 
6. Mays Island 
7. Sinclair Site 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
Out of these themes, the elements that most impact 1st Avenue 
from 7th Street to 19th Street include: 
 

• Converting 2nd Avenue and 3rd Avenue from one-way 
streets into two-way streets, from the river through 10th 
Street at least. It should be noted that the written public 
input received on this concept was 50% in favor and 50% 
against changing 2nd and 3rd Avenue operations. 
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• Maintain east-west traffic connections through the 
downtown, but reassign existing excess traffic capacity 
(lanes) at some locations for 
other purposes (parking, 
streetscape, pedestrian space, 
etc.) 

 
• Streetscaping improvements 

including boulevards and 
medians with canopy trees and 
lighting to encourage pedestrian 
activity. 

 
• Keep / expand on-street parking 

 
• Accommodation of bicycles and 

pedestrians and connect major 
destinations with alternative 
modes of transportation. 

 
The report is a visioning document to be used to help guide future 
development decisions.  As such, the Vision Cedar Rapids report 
acknowledges that some of the above recommendations are based 
on “casual observation” rather than any analyses, which are 
normally beyond the scope of a visioning document. 
 
Coe College and Moundview Neighborhood Association…  The 

main focus of the study was to establish vision to 
revitalize the Moundview Neighborhood.  The 
Moundview Neighborhood includes the area of 
Coe College campus, 1st Avenue from Coe Road 
to 21st Street NE, the residential area northerly of 
First Avenue to about Regis Middle School/Mount 
Mercy College, and continues westerly to Daniels 
Park.  The study identified four main areas of 
improvement for neighborhood revitalization: 
 
 

1. Increase Home Ownership 
2. Increase Actual and Perceived safety/security (primarily 

crime prevention) 
3. Define the limits of Coe College campus (including future 

expansion 
4. Enhance and expand retail and commercial (primarily along 

1st Avenue) 
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Of the above identified actions, the elements identified in the report 
that are pertinent to 1st Avenue corridor from 7th Street to 19th Street 
include:   
 

• Promote a stronger neighborhood association 
 
• Promote an improved neighborhood identity 

 
• Crime Prevention Through Environmental Design (CPTED) 

primarily related to walkable communities concepts, lighting, 
etc. 

 
• Coe College Expansion and traffic circulation 

 
• Streetscaping along 1st Avenue and improved pedestrian 

access / crossing ability 

 
• The concept of 1st Avenue as a Boulevard (median divided 

roadway with trees, plantings, and landscaping) appears in 
this report 

 
• A defined retail district with gateway areas to help identify 

the segment as a specific retail zone along 1st Avenue 
 

• Reduced speeds on 1st Avenue 
 

• Development of a Business Group for political representation 
and influence for this area of 1st Avenue 

 
Comparisons of the Reports…  Reviewing 
and comparing the above reports and 
recommendations reveal some common 
threads and some disparities between the 
reports.  Some examples of elements in 
common include: 
 

• Improve Pedestrian Access and 
Mobility 
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• Enhance the area with streetscape improvements 
• Two of the studies promote a boulevard (divided roadway with 

decorative median) section on 1st Avenue. 
• Promote / encourage / support residential development / 

redevelopment / infill throughout the downtown area. 
 

The primary disparity between the reports is the emphasis of 1st Avenue 
as a major corridor for vehicular traffic (Vision Cedar Rapids and DDS 
Update 2003) versus a de-emphasis of 1st Avenue as a major through 
vehicle traffic route (Moundview Neighborhood Study) 

 
B. Public Input  

 
In addition to the review of previous studies, efforts 
were made to obtain public comment and input on 
this study.  The input was solicited through three 
approaches:    
 

1. Open House  
2. Focused Liaison with 

Local 
Merchants/Neighborhood 
Group 

3. Informal (Non-scientific) 
Survey of Public Opinion 
 
 
Public Informational Meeting…  An open house style public 
information meeting was held on September 18th, 2007 on the Coe 
College campus.  Members of the public were invited to view 
available data about the 1st Avenue study corridor and different 
alternative improvement concepts for 1st Avenue.  The meeting was 
publicized through newspaper advertisements, a front page story in 
the Cedar Rapids Gazette, and postings on the City’s website.   
 
In spite of the significant advance public notification, only thirteen 
members of the public (mostly from Coe College) attended the 
open house.  As such, the input from this meeting was limited, and 
not likely to be representative of a broader spectrum of public 
opinion.  However, the input probably does accurately reflect the 
opinions of Coe College administration. 
 
From the meeting, the following comments were gathered: 
 
• 1st Avenue should be developed as a pleasant and successful 

“main street” and emphasize walking and pedestrian travel 
• No widening of 1st Avenue is acceptable in the vicinity of Coe 

College 
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• Mature trees must be preserved along the corridor 
• On-street parking on 1st Avenue between Coe Road and College 

Drive, serving the Dows Fine Arts Center and the Sinclair 
Auditorium needs to be retained for event parking and pick 
up/drop off for events 

• Do nothing to 1st Avenue 
• Traffic congestion is limited to a few, short times during the day.  

Improvements aren’t warranted to accommodate such short  traffic 
events. 

• Aesthetics should be first priority 
• Consider closing College Drive (13th St) at 1st Avenue to reduce 

traffic on College Drive and enhance pedestrian campus 
atmosphere at Coe College 

• A person representing St. Luke’s Hospital supports widening of 1st 
Avenue in the hospital to relieve severe congestion that adversely 
affects hospital access and operation 

 
Focused Liaison with Local Merchants / Neighborhood 
Group…  A recently formed association of merchants, Coe 
College, and Moundview Neighborhood homeowners has been 

meeting regularly over the past several months with the 
stated purpose of: 
 

• Building a district “identity” 
• Promoting the district goals and plans 

 
The 1st Avenue Corridor Project was presented to the 
1st Avenue business group at their regular meeting on 
October 18th, 2007.  Comments from the group were 
recorded as shown.  
 
 

Good things about 1st Avenue: 
• High Traffic Volume (exposure to business) 
• Good Access to Interstate 380 
• Seen as “Main Street” of Cedar Rapids 
• Existing Trees & Corridor look 
• Businesses  
 
Bad things about 1st Avenue: 
• Traffic Congestion 
• Not Pedestrian Friendly 
• It is the Main Street, there are few alternative routes 
• More Parking Needed 
• High Traffic Speeds 
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Ideas: 
• Remove some side street connections 
• Additional delay may be okay 
• Improve roadside aesthetics (rather than/or in addition to 

medians) 
• Widen sidewalks 
• Provide Bike lanes/Pedestrian ways 
• Restrict turn movements at alternating blocks for median 

Pedestrian refuge areas 
 
Results of Informal Survey of Public Opinion…  Several 

questions were presented to the public at the public 
information meeting and at the focused liaison 
meeting with the 1st Avenue business group as an 
informal (non-scientific) questionnaire (a copy of 
the questionnaire is included in the appendix of this 
report).  Only 10 questionnaires were returned with 
comments.  Again, public input sample size is small 
relative to the number of users of 1st Avenue 
(20,000 to 30,000 vehicles per day). 
 
The intent of the questionnaire was to get some 
indication of public opinion in four areas:   

 
1. Tolerance to increased traffic delay, if that delay were in 

exchange for other features / amenities (such as bicycle 
lanes, streetscaping, etc.)  

2. Public interest in commuter bicycle accommodations 
3. Public perception of the parking supply along the study 

corridor 
4. Ranking of relative importance of major corridor features 

(aesthetics, congestion, parking, etc.) 
 
Figure 2 shows the survey results with respect to acceptable 
additional delay over what is typically experienced today on 
1st Avenue.  As can be seen in the figure, most respondents were 
willing to accept additional delay (2 to 3 times what they experience 
today) even if no changes were made to 1st Avenue.   
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Public Acceptance of Delay in Exchange for:

 
Figure 2 also 
shows the volume 
of the graphic 
cones shifts to the 
right (indicating an 
even higher 
tolerance for more 
vehicle delay) if 
streetscaping and 
corridor 
beautification were 
the reason for the 
additional delay.   
In other words, 
using available 
right-of-way space for streetscape enhancements (trees, medians, 
etc.) rather than for traffic capacity improvements (lanes, turn lane 
storage, etc.) was acceptable. 
 
The second survey question focused on strength of support or non-
support of various issues concerning bicycle accommodations.  
Figure 3 summarizes the results.    
 
Figure 3 indicates a strong support of the respondents for a City-
wide commuter bicycle route plan.  In the vicinity of the study area, 
it appears that there is more support for commuter bicycle routes 
on streets parallel to 1st Avenue, rather than on 1st Avenue itself. 
 

Figure 3
Public Opinion on Bicycle Accommodations

60

80

30

20

10

80

10
10

0 20 40 60 80 100 120

Add Commuter
Bike Lanes on

1st Ave

No Bike Lanes on
Any Streets

Develop City
Wide Commuter

Bike Plan

Strongly
Agree
Agree

Disagree

Strongly
Disagree
Don't
Know



 

II-9 

Figure 4 shows the results of the survey related to parking along 
1st Avenue.  In general, most (70%) of respondents agreed or 
strongly agreed that there is adequate existing parking on 
1st Avenue between 7th Street and 19th Street.  Similarly, most 
respondents did not see a need for the City to provide additional 
off-street parking at this time. 
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Figure  4
Public Perception of Adequacy of Existing Parking

Adequate Parking on 1st Avenue City Should Provide Off-Street Parking
along 1s t Ave. between 7th St. and 16th St.
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The last survey question asked respondents to rank, in their own 
order of preference, the relative importance of the following 
roadway features along 1st Avenue: 
 
 

• Corridor Appearance (landscaping, green space, etc.) 
• Minimize traffic congestion and delay 
• Public parking (on-street and off-street) 
• Bicycle Facilities (bike lanes, bike parking, etc.) 
• Pedestrian Facilities (at least 6’ wide sidewalks, medians 

for crossing 1st Avenue, etc.) 
• Other (respondent can write in other feature) 

 
 



 

II-10 

Public preference rankings, as shown in Figure 5, identify corridor 
appearance as the highest ranked issue.  Corridor Appearance was 
most frequently ranked number one (most important), and has the 
lowest average ranking.   
 
Bicycle and Pedestrian Accommodations are in a tie for the number 
two position.  Similarly, Traffic Congestion and Parking are solidly 
ranked number four.   
 
It should be reiterated that the survey had a very small sample size 
(10 respondents) comprised mostly of people that live or have a 
significant interest in the study corridor. 
 
 

 
 

C. Existing Traffic  
 

Traffic Volumes…  Existing traffic volumes 
were based on actual traffic counts taken in 
December 2006 during the A.M. and P.M. 
peak commuter periods.  Mechanical traffic 
count data was collected in October and 
November 2006 by the Consultant using 
automated traffic counters.  See Figure 6 
and Figure 7 for peak hour movements and 
daily traffic count summaries.   
 
The 1st Avenue study corridor currently carries between 21,700 and 
29,500 vehicles per day (vpd).  Typical cross streets such as Coe 
Road (12th Street) carries 5,300 vpd and 19th Street carries 
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Figure 5
Statistical Summary of Issue Rankings (1 - Most Important to 5 - Less Important)

Average 2.22 4.00 4.00 3.00 2.60

Std. Dev. 1.56 0.87 1.00 2.11 1.65

Mode 1 4 4 1 2

Occurences 5 3 4 4 5

Appearance Congestion Parking Bicycle Pedestrian

8th Street looking west 
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11,200 vpd.  The observed peak weekday commuter periods 
occurred as follows: 
 
A.M. Peak Hour 7:00 a.m. - 8:00 a.m. 
P.M. Peak Hour 4:30 p.m. - 5:30 p.m. 
 
The vehicle mixture includes a percentage of trucks (approximately 
2% during the A.M. peak, and about 4% during the P.M. peak). 
Graphs and tables in Appendix A summarize the existing 24-hour 
traffic counts.   
 

D. Traffic Patterns  
 
Historic Traffic Patterns…  Traffic volumes on 1st Avenue have 
fluctuated significantly over the last 40 years.  Figure 8 summarizes 
the traffic volumes on 1st Avenue between 8th Street and 10th Street 
at two to four year intervals from 1969 through 2006.   
 
As seen in Figure 8, vehicular traffic on 1st Avenue dropped 
significantly when I-380 initially reached downtown Cedar Rapids 
and fluctuated until the interstate pushed all the way through Cedar 
Rapids in about 1984.  After 1984, in spite of a couple downturns, 

Figure 8
1st Avenue: 8th St to 10th St
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traffic volumes have been steadily rebuilding back to the traffic 
volume levels that initially required several downtown streets be 
converted to one-way operation to mitigate intersection and 
roadway capacity issues. 
 

E. Right-of-Way and Roadway 
 
Existing Right-of-Way…  The right-of-way on 1st Avenue, between 
7th Street and 19th Street is mostly 120’ wide.  In some sections of 
1st Avenue the right-of-way extends up to existing buildings.  See 
Figure 9 on the next page for a diagram of existing right-of-way on 
1st Avenue.  
 
Existing Roadway Widths…  The 1st Avenue roadway varies in 
width from 73’ to 86’, measured from back of curb to back of curb 
on each side.  1st Avenue typical section is urban with curb and 
gutter and storm sewer intakes.  There are sidewalks along both 
sides and some street trees are also present.  In many cases, 
existing building faces are constructed up to the right-of-way line. 
 

 
 
Streets crossing 1st Avenue typically line up 
across 1st Avenue from 7th Street until 
16th Street.  At 16th Street, and through 
17th Street, and 18th Street, the streets are 
not aligned across 1st Avenue.  For example, 
drivers desiring to cross 1st Avenue and stay 
on 16th Street must make a series of right 
and left turns onto and off of 1st Avenue.  
Misalignment between streets causes 
excess traffic turning and circulation.   Also, 

1st Ave and College Drive 
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Serpentine path 
across 1st Avenue 

Opposing lefts create 
head-on conflict. 

in the example, potential left turning vehicles on 1st Avenue, 
traveling in opposite directions conflict with each other, creating a 
head-on collision situation (refer to the diagram below). 
 

 
 
 
Existing On-Street Parking…  1st Avenue has on-street parking  
on both sides throughout most of the length of the study corridor.  
Parking time restrictions vary with most parking allowed for only an 
hour and no overnight parking.  Figure 10 shows the limits and 
parking restrictions within the study corridor. 
 
Some businesses along 1st Avenue have small, off-street parking 
lots.  Others have little or no off-street parking, and rely on the on-
street parking for business operation.   
 

F. Safety Data  
 
Collision Data…The Iowa Department of Transportation program 
Crash Mapping Analysis Tool (CMAT) was used to evaluate 
collision data for 1st Avenue from January 2001 through December 
2005.   
 
Collision data were reviewed and analyzed for: 
 

• Number and type of collisions 
• Crash rate relative to the amount of traffic on 1st Avenue 
• Personal injuries / fatalities 
• Property damage.   
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During the six-year period, 469 collisions were reported on 
1st Avenue between 7th Street to 19th Street.  Of those crashes, two 
included fatalities and 177 resulted in personal injuries.  Property 
damage for the collisions totaled near $2 Million or about $4,000 
average cost per crash. 
 
Total number of crashes on 1st Avenue is only part of the picture.  
To get a more complete picture, crash rates (number of crashes 
divided by the length of the roadway segment and the number of 
vehicles traveling on the segment) need to be calculated.   
 
For example, 100 collisions in a year on a 5 mile segment of I-380 
may be cause for concern, but the same 100 collisions in a year on 
a single block of a residential street would be alarming.  This 
exaggerated example points out in both cases the number of 
crashes was the same, but the difference is the distance traveled 
the type of facility, and the amount of traffic. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Figure 11, above shows a comparison between the calculated 
crash rates for the 1st Avenue Study Corridor with Statewide rates 
published by the Iowa DOT. 
 
The statewide average crash rates for similar type facilities are 
published by the Iowa DOT Office of Traffic and Safety in “Crash 
Rates per 100 Million Vehicle Miles of Travel by Road System and 
Severity, 4-year Averages: 2002-2005.”  From IDOT statistics for 
municipal, primary roadways, the statewide average for streets 

Figure 11
Comparison of Crash Statistics

Rates are Crashes per Hundred Million Vehicle Miles

305 1.19 6.96 96

567 2.43 12.2 176.7

All
Crash Rate

Fatal
Crash Rate

Major Injury
Crash Rate

All Injury
Crash Rate

IDOT Statis tics 1st Ave Statis tics
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similar to 1st Avenue is about 305 crashes per hundred million 
vehicle miles of travel (HMVMT). 
 
As can be seen In Figure 11, the actual calculated crash rates are 
nearly double the average statewide statistics in almost every 
category analyzed. 
 
The crash data indicates that pedestrian/bicyclist collisions 
occurred in August 2002 with one person killed and one seriously 
injured and in June 2005 with a bicyclist killed.  In July 2005 a 
vehicles collided with two bicyclists with injuries unknown.  The 
August 2002 incident occurred near 18th Street, and the June 2005 
fatality occurred near 16th Street.  Both fatal incidents occurred with 
the drivers under the influence of alcohol/drugs/medication.  As 
such, the fatality rate is probably not correctable through roadway 
design modifications. 
 
Figure 12 summarizes the injury and fatality crash experience on 
1st Avenue by type, severity, and frequency.  As can be seen in 
Figure 12, the most frequent injury type crash is Rear-end type 
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Figure 12
2001 - 2005 Injury/Fatality Crash Experience by Type , Severity, and Frequency

Angle, oncoming 7 8

Broadside 4 12 23

Head-on 1

Non-collision 2 6 14 11

not reported 1 9

Rear-end 1 22 44

Sideswipe, oppo 1

Sideswipe, same 2 8
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Fatal          Major          Minor          Poss/Unk       



 

II-20 

collisions (67) followed by Broadside collisions (39).  The major 
injury collisions were a mixture of Broadside, Rear-end and “Non-
collision” crashes. 
 
Further investigation of the “Non-collision” crashes show one 
incidence of hit and run, so the collision type couldn’t be 
determined, one was a motorcycle striking a median.  Among the 
other similar crashes, one was driving under the influence of 
alcohol and struck a tree, and the remaining three were not specific 
except to say fixed objects along the roadside were not involved. 
 
Again, looking at all crashes (Property Damage Only (PDO) and 
injury/fatality crashes), the most common crash type was Rear End, 
followed by Broadside collisions.  Figure 13, below, summarizes the 
crash frequency over the analyzed 5 year period. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
In addition to looking at the corridor as a whole, the crash data 
were also evaluated on an intersection by intersection basis.  
Figure 14 (next page), shows crash frequency by intersection.  As 
seen in the figure, the intersection of 19th Street with 1st Avenue has 
the most reported crashes.  7th Street and 15th Street intersection 
follow closely behind with 44 crashes and 41 crashes, respectively. 
 
Similar to the overall corridor crashes, just looking at numbers of 
intersection crashes only provides a partial picture of the 
intersection crash experience.  Once again, crash rates are 
calculated on an intersection by intersection basis and are 
summarized in Figure 15.  Intersection crash rates are calculated 
differently than route segment crash rates.  However, Iowa DOT 
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publishes 
comparative 
statistics for 
intersections 
that can 
again be 
used to 
evaluate the 
observed 
crash history 
on 1st Avenue 
intersections 
relative to 

statewide averages for comparable intersections. 
 
 
Figure 15 shows the calculated intersection crash rates and the 
statewide average intersection crash rate (0.9 crashes per million 
entering vehicles (MEV)).  As can be seen from the figure, the 
crash rates are generally less than the statewide average, and, at 
even the highest locations, crash rates are not significantly higher 
than average.  Note in 2005 intersection improvements were 
completed at 19th Street.  Therefore, the calculated crash rate for 
19th Street is not necessarily accurate going forward.     
 

Figure 15
Intersection Crash Rates (2001-2005)
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Crashes on 1st Avenue by Intersection (2001- 2005)
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It is interesting to note that, while the intersections appear to 
experience average collision rates, the corridor segment 
experiences nearly twice the average crash rates compared to 
statewide averages.  One explanation is the traffic levels are such 
on 1st Avenue that the driveways and alleys between the major 
intersections are contributing significantly to the high crash rates.  
 

G. Adjacent Street Network  
 
The 1st Avenue corridor has numerous access driveways to 
businesses and residents.  Eight major cross streets in the study 
corridor (8th Street, 10th Street, etc.) are signalized.  While 
1st Avenue has regional significance as a Major Arterial roadway, 
there are several side streets and parallel streets that have similar 
importance in the overall system operation. 
 
7th Street and 8th Street…  The one-way pair of 7th Street and 
8th Street provides a connection to and from Interstate 380 from 
1st Avenue.  The one-way traffic flow operation of 7th Street and 
8th Street provide the most efficient use of the available width and 
length between I-380 and First Avenue.   
 
10th Street … 10th Street from A Avenue to 8th Avenue is dense 
with medical offices and clinics and is anchored on each end by 
St. Luke’s Hospital and Mercy Hospital.  This street is the Cedar 
Rapids medical corridor.  10th Street north of 1st Avenue is a direct 
path into the middle of St. Luke’s Hospital campus.  10th street is a 
key link to providing emergency vehicles access to 1st Avenue.  
Efficient and quick access to 1st Avenue in an emergency is 
essential.   
 
Coe Road and College Drive … Coe Road (12th Street) and 
College Drive (13th Street) are a one-way pair at 1st Avenue that 
connects into the northeast side of Cedar Rapids via Center Point 
Road and Oakland Road.  These two streets are an important local 
alternative to using I-380.  Coe College also relies on both of these 
streets for campus access for visitors, students, and deliveries.   
 
16th Street … 16th Street provides a link between the northeast 
side of Cedar Rapids and the southeast side Cedar Rapids.  On the 
northeast side, 16th Street connects with I-380 at H Avenue and 
connects with Wenig Road via Shaver Road and J Avenue.  On the 
southeast side, 16th Street connects to Grand Avenue and Bever 
Avenue via Forest Drive, Woodland Drive or Park Drive.   
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19th Street …  19th Street is the beginning of one-way operation for 
2nd Avenue and 3rd Avenue into and out of Downtown Cedar 
Rapids.  In the morning commuter peak, traffic headed into 
downtown turn left from 1st Avenue, onto 19th Street, and make a 
right turn onto 2nd Avenue.  The reciprocal movement can be 
observed during the evening commuter peak hour when traffic from 
the downtown travels up 3rd Avenue, turns left onto 19th Street and 
makes a subsequent right turn onto 1st Avenue.    
 
2nd Avenue and 3rd Avenue…  2nd Avenue and 3rd Avenue are 
a one-way pair that provide an alternative route, parallel to 
1st Avenue, into and out of the Downtown.  Both 2nd and 3rd 
Avenues have bridges across the Cedar River, so they are also 
important links to the southwest side of Cedar Rapids.    
 
A Avenue…  A Avenue is a two-way roadway parallel to 
1st Avenue.  It connects into downtown, but is broken between Coe 
Road (12th Street) and 14th Street.  The discontinuity of A Avenue 
discourages its use as a major parallel route to 1st Avenue. 
 

H. Intersection Capacity 
 
Existing Conditions… 
Signalized intersection 
analyses were performed 
on the existing traffic and 
signal timing conditions 
along the Study Corridor.  
The analysis methods were 
based on the latest edition 
of the Highway Capacity 
Manual.  Reported 
operational levels of 
Service (LOS), as defined 
by the Highway Capacity 
Manual, range from A 
(Best) to F (Worst).  Level 
of Service (LOS) A is 
typified by free, unimpeded 
traffic movement, while 
LOS F represents extreme 
congestion with long traffic 
queues. 
 

LOS Delay Longest Queue
7th Street

Existing AM B 17.0 140 (SBT)
Existing PM B 10.9 140 (SBL)
8th Street

Existing AM B 11.6 162 (WBT)
Existing PM B 19.4 271 (WBT)
10th Street
Existing AM B 16.5 285 (WBT)
Existing PM C 20.3 256 (NBT)
12th Street
Existing AM A 9.1 173 (EBT)
Existing PM A 8.0 304 (EBT)
13th Street
Existing AM B 15.1 258 (WBT)
Existing PM B 14.2 404 (WBT)
15th Street
Existing AM A 6.8 102 (NBT)
Existing PM B 12.6 513 (EBT)
16th Street
Existing AM B 13.0 300 (WBT)
Existing PM A 10.1 330 (WBT)
19th Street
Existing AM B 12.4 262 (WBT)
Existing PM B 10.5 408 (EBT)

1st Avenue Corridor

TABLE 1
SUMMARY OF EXISTING DELAY AND 

QUEUING
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On average, the study corridor operates at reasonable level of 
service.  Table 1 summarizes the capacity analyses results for the 
1st Avenue Study Corridor. 
 
As can be seen in Table 1, the A.M. and P.M. peak hour LOS for 
each intersection is overall good LOS B.  Detailed tabulations of the 
capacity analyses by intersection are located in the attached 
appendix and do show individual turning movement capacities, 
queuing and delay.  It should be noted that 12th and 13th Street do 
not have pedestrian actuated pushbuttons.  Therefore enough time 
is allotted during each phase for pedestrians to cross, even if there 
are not pedestrians needing to cross.  The extra used when 
pedestrians are not present creates additional delay and queuing 
for these two intersections.     
 
Looking at the 1st Avenue Corridor system as a whole, existing 
vehicle system delay for the study corridor intersections total over 
50 hours of delay for the A.M. peak hour, and 70 hours of delay for 
the P.M. peak hour.  These total hours of delay do not include any 
off-peak delay from the rest of the day.  

 
I. Other Identified Issues and Concerns 

 
Pedestrians…  Pedestrians are frequent users of the 1st Avenue 
corridor.  There are numerous 
instances, particularly between Coe 
College (near 13th Street) past Hy-
Vee (at 16th Street) where 
1st Avenue separates origins 
(housing) and destinations 
(businesses / institutions), creating 
pedestrian crossing demand across 
1st Avenue.  As can be seen in the 

photos at 
right and 
below, 
pedestrians 
are often 
observed 
crossing 1st Avenue at mid-block (between 
intersections) in areas that are not designed, 
intended, marked, or controlled for such 
crossings.  Such behavior creates a safety 
concern, as is shown in the photos.   
 

Pedestrian crossing 1st Ave near Hy-vee 

Pedestrian crossing 1st Ave with 15th St 
signal in background 
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Looking at the aerial photo on the next page, it is easier to see 
some of the causes for pedestrians crossing at locations other than 
the existing cross walks at the signalized intersections.  Park Street 
tees into 1st Avenue about 100’ southwesterly of 16th Street.  
Pedestrians walking along Park Street, headed for the Hy-Vee, 
would need to walk about 100’ northeasterly, along 1st Avenue, 
away from their destination, to the signalized intersection at 16th 
Street in order to cross at the signal.   
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Hy-Vee 

Coe College 

McDonalds 

Rd Ranger 

Wendy’s 

Misalignment of Park St. 
and 16th St. encourages 
mid-block crossing 

Residences on SE side 
and businesses on NE 
side create pedestrian 
crossing demand 

Coe Campus on NE side and 
business on SE side create 
pedestrian crossing demand 

N 
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In general, pedestrians will attempt to travel in a straight, line-of-
sight path, toward their destination.  They only travel out of that 
path when physical barriers or extreme safety concern forces them 
from that path. 
 
Another example shown in the aerial photo is at Coe College.  
Several sidewalks on the Coe campus can be seen intersecting the 
1st Avenue sidewalk at several mid-block locations.  There are 
businesses (destinations) patronized by Coe students and staff that 
are on the opposite side of 1st Avenue from the college campus.   
 
Once again, crossing demand is generated by the location of 
origins and destinations on opposite sides of 1st Avenue, and mid-
block crossing is encouraged by the layout of the sidewalk 
alignments. 
 
Congestion at 7th and 8th Street and A Avenue…  7th Street, 
8th Street, and A Avenue are important because these roadways 
provide access to and from I-380.  Existing congestion and queuing 
on 8th Street 
influence 
congestion and 
queuing on 
1st Avenue.  
The A Avenue  
and 8th Street 
intersection 
operates at poor 
LOS E in the P.M. 
peak, which is the 
worst of the three 
intersections.  
As volumes on 
1st Avenue and 
I-380 increase so 
will congestion 
and queuing on 7th Street, 8th Street, and A Avenue.     
 
Conversion of 2nd Avenue and 3rd Avenue from one-way pair to 
two-way operation…  As discussed earlier, several studies and 
recent discussions have suggested converting 2nd Avenue and 
3rd Avenue from one-way operation (as a one-way pair into, 
through, and out of the downtown) to two way operation.  The major 
reasons cited for the conversion are: 
 

• Improve pedestrian “friendliness” of downtown Cedar 
Rapids.   

• Reduce confusing vehicle circulation patterns. 

8th Street – Back of queue  
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• With lower traffic volumes in the downtown due to loss of 
economic activity in the 1980’s, the one-way system is no 
longer necessary. 

 
While this study is on the 1st Avenue corridor, the study corridor 
operation is closely linked with the 2nd and 3rd Avenue one-way 
pair.  However, a detailed study of the operation of 2nd and 3rd 
Avenues is beyond the scope of this study, so only generalities are 
discussed here. 
 
In general, a one-way pair system, versus 2 two-way streets, will 
increase vehicle capacity of the system by 10% to 20%.1  The one-
way system on 2nd and 3rd Avenues was designed to reduce 
congestion in the downtown during the 1970’s and 1980’s.  Due to 
economic downturn, those traffic levels are not observed in the 
downtown today.  Therefore, it may be true the one-way system is 
not currently necessary.  However, considerable community 
interest in revitalizing the downtown may be successful, which 
would presumably increase traffic, and once again create the need 
for one-way system. 
 
In general, one-way streets simplify and improve the safety of 
pedestrian crossings as they reduce the number of potential conflict 
points between pedestrians and turning traffic, and pedestrians 
have fewer approaches to check for oncoming traffic.2  Also, one-
way street systems can have the following advantages3: 
 

• Improved traffic signal progression from one signal to the 
next 

• Number and severity of crashes is reduced by eliminating 
head-on crashes and reducing intersection conflicts. 

• It may be easier to retain on-street parking if sufficient traffic 
lanes can be maintained for capacity purposes (as opposed 
to accommodating two directions of travel plus turn lanes, 
which may not leave enough room for parking). 

 
Disadvantages include: 
 

• Travel speed is often higher with improved capacity and 
good traffic signal progression. 

                                           
1Walker, G. Wade, Kulash, Walter M., McHugh, Brian T., “Downtown Streets:  Are We Strangling 
Ourselves on one-Way Networks?”, Transportation Research Board, E-Circular EC019, 2000. 
2 Zegeer, Charles V., et al, “Pedestrian Facilities Users Guide – Providing Safety and Mobility”, 
Federal Highway Administration Report No. FHWA-RD-01-102, 2001, pp. 57. 
3 American Association of State Highway and Transportation Officials (AASHTO), “A Policy on 
Geometric Design of Highways and Streets, 2004”, pp. 492. 
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• Travel distances may be greater since destinations may only 
be reached through “around-the-block” maneuvers. 

• One-way street systems can be confusing to drivers 
unfamiliar with the area. 

 
The limits of the conversion of 2nd and 3rd Avenues from one-way 
operation to two-way operation are not specifically detailed in any 
of the previous studies.  It may be that converting 2nd and 3rd 
Avenues back to two-way operation within the first 3 to 5 blocks 
from the river might not have a significant impact on overall traffic 
operations if the ultimate destinations for much of the traffic are 
within that vicinity.  However, completely converting 2nd and 3rd 
Avenues from one-way to two-way from the river to 19th Street 
probably would shift some traffic back onto 1st Avenue.  It is not 
clear what the traffic operational impacts of that conversion would 
be.  A more detailed analysis of existing and future traffic origins 
and destinations is needed. 
 
Misalignment of 16th Street at 1st Avenue…  In addition to the 
pedestrian mid-block crossing issues identified previously, the 
misalignment of 16th Street across 1st Avenue creates a 
transportation barrier between the Northeast and Southeast sides 

Connection to NE 
Cedar Rapids via 

Oakland Rd, Center 
Point Rd, and J Ave. 

Connection to SE 
Cedar Rapids via 

Grande Ave. 

Discontinuity of 16th 
Street across 1st Ave. 
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of Cedar Rapids.  As can be seen in the graphic (see previous 
page), 16th Street is the only roadway along 1st Avenue, between 
13th Street and Cottage Grove Road, that connects to significant 
roadways on both the Northeast (Oakland Road, Center Point 
Road, J Avenue, Wenig Road) and Southeast (Grand 
Avenue/Bever Avenue) sides of Cedar Rapids.  The continuity of 
the alignment of 16th Street to 17th Street/Grand Avenue across 
1st Avenue could provide a stronger transportation link between 
these two sides of the City. 
 
Bicycle Accommodations…  During several of the interactions 
with the public and with elected officials, it was clear that there is a 
desire to enhance bicycle transportation facilities for commuter 
bicyclists.  Commuter biking is different than recreational biking 
(which tends to use the recreational trail system).  Commuter 
bicycling is highly origin/destination oriented with Home-Work and 
Work-Home based trip profiles.   
 
Figure 16, below, is a summary of commuter transportation mode 
choice for seven Iowa counties with major metropolitan areas. 
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As can be seen in the Figure, by far, single occupancy vehicles are 
the predominant mode choice in Iowa (generally around 85% of 
commuters drive their own personal car).  Iowa City is an 
exception:  With its large student population, more than 16% of 
commuters walk or use transit to travel between home to work and 
back.  However, Linn County (Cedar Rapids area) is very typical of 
other urban Iowa counties that do not include a major State 
University.  In general, about 85% of commuters drive, on average 
about 10% carpool, around 2% - 3% walk to and from work, and 
most of the remainder use public transit. 
 
Table 2 shows a breakdown of the data by percentages for each 
county.  In Linn County (Cedar Rapids area), less than 1% of 
commuters use a bicycle as a regular means of transportation to 
and from work.  
 

 
Although this 1st Avenue Corridor Study public opinion survey 
indicates there is a strong desire to develop commuter bicycle 
master plans, commuter bicycling is   hardly utilized as a 
transportation mode in this community. 
 
There may be several reasons for the lack of bicycle usage as a 
significant transportation mode choice in the Cedar Rapids area: 
 

TABLE 2 – COMMUTER TRIPS BY MODE CHOICE* 
County 
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SINGLE 86.0% 70.0% 85.5% 85.1% 84.1% 88.3% 82.5% 
CARPOOL 8.2% 11.8% 10.5% 10.7% 12.9% 8.8% 13.6% 
TRANSIT 0.7% 5.7% 0.9% 1.9% 0.5% 0.7% 0.7% 
BICYCLE 0.5% 1.6% 0.3% 0.1% 0.2% 0.2% 0.1% 
WALK 4.6% 10.9% 2.8% 2.2% 2.3% 2.0% 3.0% 
*Data derived from “American Community Survey: 2005 Transportation Profile”, U.S. 
Department of Transportation, Federal Highway Administration. 
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1. Currently, there are no separate bicycle accommodations on the 
City streets within the Study Corridor.  Commuter bicyclists use 
the existing traffic lanes like all other modes of transportation. 
 

2. The effective season for bicycle usage in Cedar Rapids is 
limited to about 7 months out of the year (April through 
October).  However, Iowa City operates in the same climate as 
Cedar Rapids, and has higher bicycle usage. 

 
3. Automobile fuel prices are low enough that people still choose 

to pay for gasoline and drive their own vehicle rather than switch 
transportation modes. 

 
4. Cedar Rapids is very spread out, with large distances between 

residential and work origins and destinations.  In contrast, Iowa 
City has a significant downtown student population that lives 
and works within a mile of travel or less. 

 
5. While the Cedar Rapids metro area has a significant 

recreational trails system, with a strong trails advocacy group 
and trails master plan, there is no published commuter bicycle 
plan for the area. 

 
6. A commuter bicycle route system needs to include end-of-trip 

facilities such as: 
 

a. Showers / locker rooms 
b. Bicycle Storage (short term and long term) 
c. Multiple facilities that are conveniently located to major 

employers 
 

At this time, none of the above facilities are available to provide 
a convenient and effective commuter bicycle transportation 
system. 

 
Based on the Cedar Rapids Metro Area Trails Guide (Spring, 2007) 
there is no existing designated trail within the 1st Avenue Study 
Corridor nor is there a planned trail in the Study Corridor.  
Depending on City vision for this corridor, the lack of recreational 
trails may be appropriate.  At no time during the course of this study 
was there any mention, by the public or by City officials, of a desire 
to add a trail to the 1st Avenue corridor. 
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Aesthetic Treatments…  
Aesthetics for 1st Avenue has 
become a recurring theme 
whenever the corridor is studied.  
Based on the published studies, 
meetings, letters, and other 
correspondence received during 
this study, aesthetics is a 
concern for the Downtown 
District, Coe College, 
Moundview Neighborhood, 
St. Luke’s Hospital, 1st Avenue 
business group, the general 
public, and others.  All of these 
groups and individuals believe 
1st Avenue would benefit from 
some sort of aesthetic treatment.   
 

Currently, the City of Cedar Rapids 
has a downtown streetscape theme 
that includes tree wells, decorative 
lighting, paver brick highlights, street 
furniture (waste receptacles, etc.), 
and some individual art pieces at 
various locations in the downtown.  
Along 1st Avenue, the “cutoff” for the 
downtown streetscape theme has 
been 10th Street. 

 
From 10th Street to 19th Street, there 
is no unified streetscape theme 
apparent along 1st Avenue.  There are 
a few minor enhancements around 
the Coe College campus (such as 
inlaid bricks in the sidewalk as shown 
at left).  Also, a few individual 
businesses have on site landscaping. 

 

Sidewalk along College 
Drive on Coe Campus 

Treatments on 1st Ave near 10th Street 
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III. FUTURE CONDITIONS 
 

The 1st Avenue Corridor Study was initiated as an engineering study because future 
traffic projections, developed by Corridor MPO, show 1st Avenue operating at very poor 
traffic operational level of service by the Year 2040.  Figure 17, below shows the model 
output for the 1st Avenue study corridor. 
 

FIGURE 17- CORRIDOR MPO MODEL OUTPUT 
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Figure 17 shows 1st Avenue from 12th Street to 13th Street and north of 
19th Street operating at very poor LOS F.  Other segments are predicted by the 
Corridor MPO model to operate at LOS D and E.  The model results are based 
on future traffic projections and rough roadway capacity estimates of the existing 
roadway system under future traffic loading.   
 
To develop more detailed analyses of the arterial capacity, the projected traffic 
volumes generated by the Corridor MPO model were compared to existing traffic 
volumes counted along the 1st Avenue study corridor.  From these comparisons, 
average annualized traffic growth rates were calculated and applied to the peak 
hour traffic volumes shown in the previous section of this report. 
 
Figures 18 and 19 (next pages) show the estimated peak hour turning movement 
traffic volumes for each of the intersections in the Study Corridor for Year 2040.  
As can be seen from the figures, through traffic volumes on 1st Avenue are 
expected to increase by 30% to 100% over the next 35 years.  Referring back to 
the historic traffic volumes on 1st Avenue shown in Figure 8, it can be seen the 
Year 2040 traffic volume projections on 1st Avenue between 8th Street and 
10th Street are similar to the traffic volumes counted in the mid-to late 1970’s 
(25,000 to 30,000 vehicles per day in the late 1970’s versus 27,300 vehicles per 
day expected in 2040). 
 
The growth projections provided by Corridor MPO do not assume a significant 
amount of redevelopment / revitalization in the downtown area.  Rather, it 
appears some of the modeled traffic increases on 1st Avenue may be due to 
extreme congestion anticipated on I-380, and traffic diverting to 1st Avenue as a 
bypass.   
 
If the congestion on I-380 does occur, and redevelopment of the downtown 
further increases traffic levels, the traffic projections could be understated.  
However, it is anticipated an effort by Iowa DOT will get underway to review the 
I-380 corridor for capacity improvements, which could reasonably be 
implemented in the next 20 to 30 year time period. 
 
A. FUTURE PLANNED REDEVELOPMENT 
 

The following materials are taken from the City of Cedar Rapids’ recent 
(2007) Request for Developer Qualifications for downtown housing and 
show locations expected to redevelop in the immediate to medium range 
time frame. 
 
Potential sites either owned or influenced by the City include: 
 

Central Park Plaza 
 10 acre site generally bounded by 1st Street, 4th Avenue, 3rd Street, 

and 7th Avenue SE. 
 Site developed with City library and Ground Transportation Center 

(GTC). 
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 River Place Apartments located above the GTC is in the process of 
being converted to condominiums. 

 The site is directly north of the future Federal Courthouse (2012) 
development and is northwest of the existing downtown YMCA 
facility. 

 
1st Street Parkade 

 1.03 acre site fronting the river between 2nd Avenue and 3rd Avenue SE. 
 Currently developed with a circa 1960’s parking structure that is 

slated for removal in 2008. 

 
West Side Area – Lot 20 

 3.8 acre site located along the west bank of the river fronting 
1st Street SW. 

 Currently used as surface parking administered through the City’s 
Parking System. 

 The site is directly north of the City’s Public Safety facility. 
 

West Side Area – City & County Property 
 7.1 acre site located along the west bank of the river fronting 

8th Avenue and Diagonal Drive SW. 
 With the exception of two privately held parcels, this site is owned 
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by either Linn County or the City of Cedar Rapids for a future “civic 
center” site. 

 The majority of the site is vacant with about four remaining 
structures used for limited warehousing. 

 
Park/Ride Lot 

 12.8 acre site located along the east bank of the river between 
8th Avenue and 12th Avenue SE. 

 The site was acquired and developed as a downtown ‘park & ride” 
lot in the late 1990’s funded in large part through Federal Urban 
Mass Transit Grant.  An expected increase in downtown 
employment did not materialize and this parking area is generally 
underused. 

 
 
Non-Municipal Anticipated/Approved Future Development…  
St. Luke’s Hospital is growing and has property on both sides of 
1st Avenue.  St. Luke’s has continued to expand its campus on the 
westerly side of 1st Avenue and uses properties on the east side for staff 
parking.     

 
Coe College has expressed their interest to expand from 14th Street, the 
current edge of Coe’s campus, to 15th Street between A Avenue and 
C Avenue.  The College has already begun the process of purchasing 
existing residential property in the target area.  At some point, Coe 
College may ask the City of Cedar Rapids to vacate the side streets that 
currently serve these residential properties.  This will allow Coe to expand 
the campus into a contiguous piece of ground.  
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IV. IMPROVEMENT ALTERNATIVES 
 
There are several improvement options for 1st Avenue available to the City.  
Some options may be combined with other options (for example aesthetic 
enhancements combined with median dividers), but some options are mutually 
exclusive (such as roadway widening versus not widening). 
 
The following are the basic conditions that were analyzed in this study: 
 

1. Do nothing – Make no improvements to the 1st Avenue corridor 
regardless of traffic conditions, pedestrian conditions, etc.  This option 
assumes normal maintenance would continue to keep 1st Avenue more or 
less as it exists today. 

 
2. Add traffic lanes to accommodate future capacity needs – Based on 

the future 2040 traffic projections, lane adjustments are evaluated to 
maintain a minimum vehicle operational level of service (LOS) of overall C 
or better, and no worse than LOS D on specific traffic movements. 

 
3. Focus on aesthetic improvements – Evaluate the engineering aspects 

of providing space for aesthetic enhancements and their tradeoff relative 
to capacity, parking, and safety. 

 
4. Focus on bicycle accommodations – Evaluate the engineering aspects 

of providing bicycle lanes on 1st Avenue and their effects on aesthetics, 
capacity, parking, and safety. 

 
5. Focus on pedestrian accommodations- Evaluate the engineering 

aspects of accommodating pedestrians along the 1st Avenue corridor and 
across the 1st Avenue corridor. 
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EVALUATION OF ALTERNATIVES 
 
Each of the alternatives above were conceptualized and evaluated for their 
impacts on system traffic operations, aesthetics, parking, safety, and costs. It 
should be noted when dealing with cultural issues and community shaping 
policies, there is no “right” answer.  Many of the evaluation results are intended 
to show impacts of the various paths the City may choose to pursue, rather than 
to compare one alternative versus another. 
 
Alternative 1 - Do Nothing 
 

a. Traffic Operations…  Capacity analyses of the existing 
transportation network were performed using the 2040 traffic 
projections.  The analyses results are shown in Table 3 (along 
with existing conditions for comparison purposes).  As can be 
seen from the table, if no capacity improvements are made to 
the street network, delay in the overall street network system 
will increase between 300% to 400% over the existing delay 
experienced by the driver today.  In other words, it will take 3 to 
4 times as long to travel 1st Avenue from 7th Street to 19th Street 
than it does today. 

 
TABLE 3 - SUMMARY OF COMPUTERIZED TRAFFIC OPERATIONS SIMULATION  

1st Avenue from 7th Street to 19th Street 
      

  AM Peak PM Peak 

Scenario 

System 
Delay 
(hr) Stops 

Fuel 
Used 
(Gal) 

System 
Delay 
(hr) Stops 

Fuel 
Used 
(Gal) 

              
Existing Conditions 16.2 1778 336.3 35.1 3134 520.2 
            
Year 2040 - Do Nothing 46.8 3353 571.5 147.2 5516 867.6 
            
Year 2040 - Lane Improvements 33.2 3106 542.0 75.5 5165 774.2 

 
In addition to delay, the number of stops vehicles are expected 
to make if no lane improvements are made are estimated to 
increase by about 75% to 90%.  So, a driver in the study 
corridor could expect to stop about twice as often as they do 
today. 
 
Similarly, fuel consumption (and thereby greenhouse gas 
emissions) will increase by about 70% versus existing 
conditions today. 
 
Detailed, intersection by intersection tabulations of intersection 
capacity analyses results are included in the attached appendix.  
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Table 4 shows a summary of the overall intersection 
performances from the tables in the attached appendix. 

 
For comparative purposes, the results of the existing conditions 
analyses (from Table 1) are repeated in Table 4. 
 
On an intersection level, Table 4 shows certain intersections will 
suffer significantly heavier delays under the Do Nothing option 
versus existing conditions.  For example, the intersections of 
1st Avenue with 12th Street and with 16th Street will deteriorate 
from overall LOS A in the P.M. peak to LOS E with overall 
intersection delays increasing by a factor of about 8.  13th Street 
will go from LOS B to LOS D and a corresponding increase in 
delay of 255%. 
 
Although not technically part of the 1st Avenue Corridor, the 
intersection of 8th Street and A Avenue was evaluated as well 
because frequent backups of traffic from the ramp onto I-380 
was observed to impact 1st Avenue operations even today.  As 
can be seen in Table 4, this bad situation (LOS E) is expected 
to worsen (LOS F) with the longest queue length of vehicles 
nearly doubling. 

LOS Delay Longest Queue LOS Delay Longest Queue LOS Delay Longest Queue
7th Street

Existing AM B 17.0 140 (SBT) B 18.2 236 (SBT) A 7.6 135 (EBT)
Existing PM B 10.9 140 (SBL) B 15.1 209 (SBL) B 10.9 256 (EBT)
8th Street

Existing AM B 11.6 162 (WBT) B 13.3 318 (WBT) A 9.9 136 (WBT)
Existing PM B 19.4 271 (WBT) C 31.1 603 (WBT) B 17.2 397 (WBR)
10th Street
Existing AM B 16.5 285 (WBT) B 17.6 206 (NBT) B 12.3 278 (WBT)
Existing PM C 20.3 256 (NBT) C 21.0 668 (EBT) B 18.7 304 (EBT)
12th Street
Existing AM A 9.1 173 (EBT) C 25.0 549 (SBR) B 17.6 475 (SBT)
Existing PM A 8.0 304 (EBT) E 64.8 551 (SBT) C 25.3 516 (SBT)
13th Street
Existing AM B 15.1 258 (WBT) C 24.4 253 (WBT) C 20.0 637 (WBT)
Existing PM B 14.2 404 (WBT) D 36.2 368 (WBT) C 34.5 663 (WBT)
15th Street
Existing AM A 6.8 102 (NBT) A 8.9 178 (NBT) A 8.5 133 (NBT)
Existing PM B 12.6 513 (EBT) B 15.7 231 (SBT) B 9.1 238 (SBT)
16th Street
Existing AM B 13.0 300 (WBT) C 29.9 300 (WBT) B 13.9 409 (WBT)
Existing PM A 10.1 330 (WBT) E 66.7 373 (EBL) B 14.6 594 (WBT)
19th Street
Existing AM B 12.4 262 (WBT) B 15.9 380 (WBT) B 13.6 401 (WBT)
Existing PM B 10.5 408 (EBT) B 17.1 412 (EBT) B 17.7 589 (EBT)

A Ave & 8th Street
Existing AM A 7.7 64 (NBT) C 24.6 153 (EBT) B 12.3 92 (NBT)
Existing PM E 61.6 493 (EBL) F 83.5 704 (NBT) C 29.0 480 (WBR)

EXISTING CONDITIONS

TABLE 4 - SUMMARY OF INTERSECTION DELAY AND QUEUING

2040 - LANE IMPROVEMENTS2040 - DO NOTHING
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b. Aesthetics…  Under this alternative, it is assumed no additional 
space is made for aesthetic treatments. 

 
c. Parking…  Under this alternative, on-street parking is assumed 

to remain as it is today. 
 

d. Safety…  The safety issues with pedestrians crossing at mid-
block locations are not addressed under this alternative.  

 
e. Costs…  For the “Do Nothing” alternative, it is assumed only 

regular annual maintenance costs are incurred to keep the 
existing facilities in reasonable working order.  As such, no 
estimated construction costs over and above regular 
maintenance were calculated for this option. 

 
 
Alternative 2 - Add traffic lanes to accommodate future capacity needs 
 
Under this alternative, lane improvements were made on 1st Avenue between 
7th Street to 13th Street.  For discussion purposes, 1st Avenue will be considered 
to run east-west and all side streets will be considered to run north-south. 
 
Going eastbound on 1st Avenue, an additional through lane was added beginning 
at 7th Street, continuing to the 12th Street intersection, and terminating as one of 
the double left turn lanes at 13th Street.  Westbound, the additional through lane 
begins between 12th Street and 10th Street, continues through 10th Street 
intersection, and terminates as a right-turn only lane at 8th Street.  Refer to Figure 
20 for a concept plan.  
 
For this study, three widening options were considered: 
 

1. 81’ wide roadway typical section (4 – 11’ wide through lanes, 2 – 12.5’ 
wide curb lanes, and a 12’ wide center turn lane yields 81’ at a bare 
minimum – design exceptions would be needed).   

2. 85’ would get the interior through traffic lanes to 12’ wide, which is 
desirable to prevent side swipe accidents and crowding (particularly with 
heavy trucks and buses). 

3. The standard design roadway width is 91’ (6-12’ wide through lanes, 14’ 
wide center turn lane, and 2.5’ wide curbs and gutters).  The 2.5’ wide 
curbs and gutters provides additional space for storm water runoff to 
accumulate next to the curb but not extend too far into the curb travel 
lanes during a rain event to make driving hazardous. 

 
Applying a context sensitive solutions approach, based on the public opinions 
received during the study, if a widening solution is selected, the minimum amount 
of widening possible is recommended.  Because there is not a preponderance of 
sideswipe accidents along the corridor with the current 11’ wide lanes, that lane 
width can be successfully implemented on this corridor.  Also, storm sewer intake 
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spacings can be decreased to collect water into the underground storm drainage 
system more frequently and thereby reduce the amount of storm water spread 
into the curb travel lane. 
 
Another consideration with widening on 1st Avenue is available snow storage.  
The less widening that is done leaves more available space to store snow 
throughout the winter.  An 81’ wide street leaves about 10’ – 12.5’ of space 
between the back of curb and the edge of the sidewalk, which is about the 
minimum amount of space needed to store snow on an arterial roadway.  If a 
wider roadway section is used, snow would probably have to be loaded and 
trucked off of this section of 1st Avenue. 
 
Based on the above analysis, Figure 20 shows an 81’ wide roadway section 
(where widening is on both sides) to accommodate the extra travel lanes.  This 
option sacrifices the existing on-street parking and converts that space into travel 
lanes.  With the existing 73’ wide roadway, widening to 81’ represents increasing 
the curb lanes by 4’ on each side of 1st Avenue. 
 
 

a. Traffic Operations…  Capacity analyses of the transportation 
network were performed using the 2040 traffic projections along 
with roadway capacity improvements (additional traffic lanes).  
Both a network simulation was performed as well as detailed, 
intersection capacity analyses.  The network analyses results 
are shown in Table 3, and the intersection summaries are 
shown in Table 4. 

 
Compared to existing conditions, the lane improvements will 
maintain overall intersection operations at good operational 
level of service C or better (refer to Table 4).  In looking at the 
detailed intersection capacity analyses (Tabulations 19 through 
27 in the attached appendix), it can be seen that generally, all 
intersection movements (turning and through movements) 
operate at the target goal of LOS D or better.   
 
Out of the 74 possible movements at the 9 analyzed 
intersections, only 3 movements are at LOS E:  13th Street 
Northbound through traffic; eastbound left turn from 1st Avenue 
onto 13th Street; and the westbound left turn from 1st Avenue 
onto 19th Street. 
 
Looking at overall system statistics (refer back to Table 3), the 
lane improvements described will keep delay increases in the 
50% - 75% range over existing conditions (significantly less than 
the 300% - 400% under the Do Nothing option).  Also, fuel 
consumption would be about 17% less with lane improvements 
than under the Do Nothing option. 
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b. Aesthetics…  With the widening beyond the existing parking 
lanes, the existing trees between the roadway and the sidewalk 
would need to be removed.  This alternative does not leave any 
space for tree plantings within the existing right-of-way.  
However, as has been done on some of the St. Luke’s 
properties and on Coe College, landscaping enhancements 
could be incorporated into the corridor on private property rather 
than on public property. 

 
The City could develop a streetscape theme for the corridor, 
and as properties redevelop, require the developer to implement 
the thematic landscape elements into their site plan.  The City 
can supply street furniture, decorative pavements/bricks, and 
other elements on the right-of-way to tie the corridor together 
from property to property. 

 
c. Parking…  Under this alternative, on-street parking is removed 

in the areas that are used for the additional lanes.  Converting 
the on-street parking to traffic lanes in the blocks between 
7th Street and 13th Street minimizes the amount of actual 
pavement widening needed, which was a concern of property 
owners along the corridor. 
 
All of the properties between 10th Street and 12th Street have 
off-street parking and are thereby not affected or minimally 
affected by this change.  Similarly, on the southerly side of 
1st Avenue, between 7th Street and 10th Street have off-street 
parking. 
 
On the northerly side of 1st Avenue (St. Luke’s side), three of the 
buildings mid-block between 8th Street and 10th Street appear to 
use the on-street parking.  The aerial shows some parking off 
the alley to the rear of the buildings, but clearly these properties 
would be losing parking they currently use. 
 
Referring back to Figure 20, it can also be seen that as 
properties redevelop, driveways are generally relocated off of 
1st Avenue and onto the side streets, and off-street parking and 
landscape buffers are being required.  If this trend is continued, 
by the time 1st Avenue may need to be widened, the properties 
in question may have already redeveloped. 

 
d. Safety…  While some safety benefit is expected by reducing 

congestion (which improves flow and continuity and reduces 
crashes) pedestrians will have to walk across more traffic lanes 
than exist today.  Since the pedestrians already cross the 
parking lanes, the actual distance crossed will not increase very 
much (only 8’ total).  There also will be an increase in 
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pedestrian signal clearance time by about 6 seconds per signal 
cycle that a pedestrian call is received (24’ traveled at an 
average walking speed of 4 feet per second). The extra green 
time needed for the pedestrian crossing affects available green 
time for vehicles by about 6% (for a 100 second signal cycle 
length as modeled under this scenario). 
 
The safety issues with pedestrians crossing at mid-block 
locations are not addressed under this alternative, but could be 
addressed if a median were constructed on 1st Avenue between 
15th Street and 17th Street.  Refer to the Pedestrian discussion 
under alternative 5 below.  

 
e. Costs…  For this alternative, the costs were assumed to be 

widening only, not replacement cost of the entire street, or even 
the normal maintenance costs of the existing street that are 
normally done in conjunction with a project like this such as 
patching, overlay, etc.  Also, it was assumed the project would 
be constructed entirely on existing right-of-way. 

 
The construction and engineering for the above treatment 
(as shown in Figure 18) is roughly estimated at $1.8 million.  
This estimate includes a streetscape budget, decorative street 
lighting allowance, and assumes the existing traffic signals at 
7th Street, 8th Street, and 10th Street will require significant 
modification.  The cost is based on 2008 dollars, and includes a 
20% contingency for design.  No inflation factor is included. 

 
Alternative 3 - Focus on aesthetic improvements 
 
Figure 21 shows a conceptual layout for 1st Avenue that emphasizes aesthetic 
treatments.  This study does not provide specific aesthetic treatments.  Rather, 
this study focuses on the effects of making room for various, typical aesthetic 
treatments that are usually included in streetscape type projects.   
 
The desirable distance from the edge of the through traffic lane to a fixed object 
(such as a tree or decorative light post) is 10’ – 14’4.  The existing parking lane 
along 1st Avenue provides 8.5’ of the distance.  As such, it is not uncommon to 
see trees and power poles within 3’ to 5’ of the existing curb today. 
 
One of the comments received from the public, during the course of the study, 
was trees enhance the aesthetic environment and existing trees should be 
preserved. 
 

                                           
4 American Association of State Highway and Transportation Officials (AASHTO), 2002, 
“Roadside Design Guide”, pp.3-6. 
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Another theme that was commonly presented in previous studies is the 
Boulevard concept on 1st Avenue.  A boulevard is typified by a median divided 
roadway in which the medians are usually wide enough to accommodate 
decorative features such as plantings, trees, and perhaps even art. 
 
Figure 21 is based on combining the above concepts of a Boulevard roadway 
section, new tree corridor, and existing tree preservation.  Figure 22, below, 
shows a concept for a typical section with the bare minimum width decorative 
median. 
 

FIGURE 22 – MEDIAN TYPICAL SECTION 

 
 

a. Traffic Operations…  This alternative is assumed not to make 
any significant capacity improvements.  Therefore, the traffic 
operations are expected to be very similar to the operations of 
the Do Nothing alternative.   
 
Some minor improvements could be made to lane widths if the 
existing parking lanes are converted to aesthetically treated 
areas.  A few feet of the old parking lanes could be used to 
increase the travel lanes from 11’ wide to 12’ wide.  Based on 
the Highway Capacity Manual, traffic lane widths account for 
approximately 3%-4% of intersection capacity per foot of lane 
width. 
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Removing parking from 1st Avenue could improve lane capacity 
between 3% to 10%, depending on the amount of turnover in 
the parking lanes.  Currently it is estimated that parking 
operations have about a 1% to 2% effect on intersection 
capacity.  As traffic volumes on 1st Avenue increase, the impact 
of the parking operations will increase. 

 
b. Aesthetics…  The aesthetic treatments typically encountered in 

a streetscape project include: 
 

• Decorative pavements 
• Decorative medians 
• Additional green space* 
• Space for Street Furniture 
• Nodes for Gateways, Entry Monuments, and features 

 
*The term “Green Space” will be used generically for additional 
space that could be used for plantings, or a combination of 
plantings and decorative pavements. 
 
The above list by no means is exhaustive, and is merely a 
starting point.  A study of the corridor by streetscape 
professionals should be conducted to develop themes, 
materials, and treatment palettes to be carried forward into 
actual design. 
 
It should also be noted there is some annual maintenance cost 
(more than just street maintenance) that is required to keep 
aesthetic elements in good condition.  Oftentimes, streetscape 
features that are in disrepair or poorly maintained look worse 
than no streetscape enhancements at all. 

 
c. Parking…  Under this alternative, much of the on-street parking 

in the corridor is assumed to be converted back to green space 
to be used for aesthetic treatments.  As properties redevelop 
over the years, off-street parking can be provided by the 
developer and on-street parking converted to green space.  
With that being said, if there are still a few properties that have 
no off-street parking available to them, either the City could look 
at public off-street parking locations, or on-street parking could 
be incorporated into the aesthetic design on a case by case 
basis. 

 
d. Safety…  Several safety aspects are enhanced with the 

aesthetic treatments: 
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Medians on 1st Avenue, with breaks only at the major 
intersections eliminate left turns into and out of mid-block 
driveways.  This results in fewer potential conflicts between 
driveway traffic and traffic on 1st Avenue.  Based on the data 
previously presented in this report (Page II-18), about 20% of 
the total corridor crashes are not related to intersections. 
 
Removing parking from 1st Avenue will have some beneficial 
safety components as it reduces vehicles stopping in traffic to 
parallel park, or vehicles pulling into traffic from a parking space. 
 
The safety issues with pedestrians crossing at mid-block 
locations could easily be addressed under this alternative, by 
combining a decorative median on 1st Avenue between 
15th Street and 17th Street with the median concepts discussed 
under Alternative 5, below. 
 
Incorporating decorative features into the median creates safety 
concerns.  Any object placed in the median could potentially be 
hit by a vehicle.  As such, trees, street lights, raised artwork, etc. 
would need to be breakaway design (or small caliper trees) to 
minimize damage and injury potential. 
 
The other concern with elements placed in the median is their 
maintenance.  Replacing items that have been hit by vehicles, 
or just regular maintenance (pruning, leaf removal, etc.) requires 
maintenance personnel occupy the roadway for some period of 
time.  Performing work in the roadway increases the risk of 
injury for both workers and the traveling public. 

 
e. Costs…  For this alternative, the costs were assumed to include 

pavement removals, curb reconstruction, storm drainage 
modifications, and rough budgets for decorative pavements and 
plantings.   

 
No replacement cost of the entire street, or normal maintenance 
costs of the existing street that are normally done in conjunction 
with a project like this such as patching, overlay, etc. were 
included.  Also, it was assumed that the project would be 
constructed entirely on existing right-of-way 
 
The construction and design costs for the aesthetic 
improvements is $3.6 Million.  This cost includes a 5% annual 
maintenance cost, over an assumed 20 year life span, brought 
back to a present value cost, assuming a 4% inflation factor on 
the maintenance costs only.  The maintenance budget is 
assumed to include maintenance of plantings, replanting 
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annuals, cleaning beds, pruning and removal of vegetation, and 
so forth. 

 
 
Alternative 4 - Focus on bicycle improvements 
 
Similar to the aesthetic improvements, bicycle improvements on 1st Avenue 
would likely include removing the existing parking and using the space for bicycle 
lanes.  As an alternative, routes other than 1st Avenue may be better candidates 
for bicycle lanes and enhancements. 
 

a. Traffic Operations…  This alternative is similar to the Aesthetic 
Improvements alternative in that no significant vehicle traffic 
capacity improvements are proposed.  The argument that an 
increase in bicycle ridership will decrease vehicle demand on 
the system is valid during most of the year.  However, during 
about 40% of the year (Winter months) bicycles are not a 
practical nor preferred mode of transportation.  As such, the 
traffic demand would be the same as the Future 2040 traffic 
volume projections at least during the Winter. 
 
An assessment of Bicycle Compatibility was developed for the 
1st Avenue Study Corridor based on the methods outlined by the 
Federal Highway Administration5.  The goal of the United States 
Department of Transportation is to double the number of trips 
made by bicycling and walking, and simultaneously reduce the 
number of pedestrians and bicyclist killed or injured in traffic 
crashes by 10%.   
 
The Bicycle Compatibility Index (BCI) is intended to help identify 
routes that are compatible candidates for bicycle use.  The 
index is calculated from a multivariate equation that 
incorporates common roadway features that affect the comfort 
level of bicyclist.  These features include: 
 

• Presence or absence of a bicycle lane 
• Width of a bicycle lane (if present)’ 
• Curb lane width for vehicles 
• Curb lane volume of vehicular traffic 
• Other lane volume if more than one lane in the same 

direction 
• Traffic Speed 
• Presence or absence of on-street parking 
• Type of area (residential or other) 
• Truck, Parking turnover, and right turn Adjustment 

                                           
5 “The Bicycle Compatibility Index: A Level of Service Concept, Implementation Manual”, FHWA-
RD-98-095, Federal Highway Administration. 
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Table 5 shows the BCI for the 1st Avenue Corridor under 
existing conditions and for various alternative scenarios.  As can 
be seen in the table, 1st Avenue, as it exists today is 
inhospitable to bicycle traffic with a BCI of 5.79 and 
corresponding Level of Service (LOS) F. 

 

TABLE 5 

Bicycle Compatibility Index and Level of Service Computations  

BCI Model Variables Results 

Location B
L 

B
LW

 

C
LW

 

C
LV

 

O
LV

 

SP
D

 

PK
G

 

A
R

E
A

 

A
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B
C

I 

Le
ve

l o
f 

Se
rv

ic
e 

Bicycle 
Compatibility 

Level 
1st Avenue - 7th 
Street to 8th 
Street 

0 0 12 578 578 45.2 1 0 0.6 5.79 F Extremely Low 

Option 1 - 
Remove Parking 0 0 12 578 578 45.2 0 0 0.4 5.09 E Very Low 

Option 2 - 
Remove Parking - 
Add 5' Bike Lane 

1 5 12 578 578 45.2 0 0 0.4 3.50 D Moderately Low 

Option 3 - 
Remove Parking - 
Add 6' Bike Lane 

1 6 12 578 578 45.2 0 0 0.5 3.47 D Moderately Low 

Option 4 - 
Remove Parking - 
Add 7.5' Bike 
Lane 

1 7.5 12 578 578 45.2 0 0 0.5 3.28 C Moderately High 

Option 4 Plus 
2040 Traffic 1 7.5 12 1155 1155 45.2 0 0 0.5 4.67 E Very Low 

 
BL - Presence (1) or Absence (0) of Bicycle Lane 
BLW - Bicycle Lane Width (ft) 
CLW - Curb Lane Width (ft) 
CLV - Curb Lane Volume (Vehicles per hour) 
OLV - Other Lane Volume (vph) 
SPD - 85th %-ile or Operating Speed (mph) 
PKG - Presence (1) or Absence (0) of Parking 
AREA - Residential (1) or Other (0) 
AF - Adjustment Factor for Trucks, Right Turns, and Parking Turnover 
 
Formula: 
BCI = 3.67 - 0.966*BL - 0.125*BLW - 0.152*CLW + 0.002*CLV + 0.0004*OLV 
+0.035*SPD + 0.506*PKG - 0.264*AREA + AF 
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Options 1 through 4 make modifications to improve the bicycle 
compatibility of 1st Avenue.  Essentially, converting the existing 
on-street parking to a dedicated bicycle lane would create 
conditions conducive to using 1st Avenue as a bicycle corridor.  
However, applying the expected traffic growth on 1st Avenue to 
Option 4 quickly deteriorates the bicycle compatibility down to 
LOS E. 
 
In a short term, 1st Avenue could theoretically accommodate 
bicycle traffic at the expense of all on-street parking.  But, 
1st Avenue cannot sustain that compatibility for a long term.  
This conclusion suggests 1st Avenue is not the best corridor for 
a commuter bicycle route.  Instead, alternative, parallel routes 
should be examined (such as A Avenue, 2nd Avenue, 
3rd Avenue, etc.).  Unfortunately, such an examination is 
beyond the scope of this study. 
 
In addition to bicycle lanes, a comprehensive commuter bicycle 
route plan should include a review of “End of Trip Facilities”.  
These facilities include: 
 

• Bicycle storage (both secure and non-secure) 
• Locker rooms and shower facilities conveniently located 

relative to employment areas 
• Intermodal terminals where bicyclists can transfer to 

other modes such as bus or other transit. 
 

The complete picture for a successful bicycle commuting 
system needs to consider not only routes but the above 
infrastructure elements.  Some of these elements may already 
be in place (such as YMCA facilities, private gyms and health 
clubs, etc.) that could be coordinated to focus some of their 
services towards bicycle commuters. 

 
b. Aesthetics…  Under this alternative, it is assumed no additional 

space is made for aesthetic treatments. 
 

c. Parking…  Under this alternative, on-street parking was 
assumed to either be converted to bicycle lanes, or bicycle 
routes would be located on other, adjacent roadway corridors. 

 
d. Safety…  The safety issues with pedestrians crossing at mid-

block locations are not addressed under this alternative.  
However, identifying and improving separate bicycle corridors 
could enhance overall bicycle commuting safety. 
 

e. Costs…  As previously stated, even in municipalities where 
bicycle commuting is a common transportation mode choice, 
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bicycles constitute only about 1% - 3% of the commuting traffic 
total.  As such it becomes increasingly difficult to justify 
significant expenditures in commuter bicycle systems versus the 
economic value of other roadway commodities such as parking 
space or congestion reduction. 

 
With that being said, there are alternative routes near and 
parallel to 1st Avenue that could accommodate commuter 
bicycles at a very little or no additional cost.  Similarly, the City 
could partner with local health club facilities to incorporate 
bicycle storage facilities near existing club locations.  Also, the 
City could provide incentives for a health club to locate near or 
at a specific site to provide convenient access to a major 
employer or an employment district (possibly as part of the 
Sinclair Site or River Front redevelopments, for example).  
There are a number of low cost items to collect the so called 
“low hanging fruit” in developing a basic commuter bicycle 
system. 

 
Alternative 5 - Focus on pedestrian improvements 
 

a. Traffic Operations…  Similar to the bicycle compatibility, a 
qualitative pedestrian level of service model was used on the 
1st Avenue corridor to determine the effects of various 
alternative treatments on pedestrian suitability.  Table 6, below, 
summarizes the results. 

TABLE 6 
Pedestrian Level of Service Calculations 

Location W
id

th
 o

f O
ut

si
de

 L
an

e 
(W

ol
) f

ee
t 

O
n-

St
re

et
 P

ar
ki

ng
 

(y
/n

) 

%
 O

n-
St

re
et

 P
ar

ki
ng

 
(O

SP
) 

B
uf

fe
r 

W
id

th
 (W

b)
 

Si
de

w
al

k 
Pr

es
en

ce
 

C
oe

ff
ic

ie
nt

 (f
sw

) 

W
id

th
 o

f S
id

ew
al

k 
(W

s)
 fe

et
 

A
D

T 

To
ta

l N
um

be
r 

of
 T

hr
ou

gh
 

La
ne

s 
on

 R
oa

dw
ay

 (L
) 

Sp
ee

d 
(S

PD
) m

ph
 

Pe
de

st
ri

an
 L

O
S 

Sc
or

e 

Pe
de

st
ri

an
 L

O
S 

1st Avenue: 7th Street to 
19th Street (Existing) 12 y 0.9 15 4.5 5 22000 4 40 2.26 B 

Option 1 - Remove On-
Street Parking 12 n 0 24 4.5 5 22000 4 40 1.92 B 

Option 2 - Widen to 6' 
Sidewalks 12 y 0.9 15 4.2 6 22000 4 40 2.22 B 

Option 3 - Existing 
Conditions + 2040 Traffic 12 y 0.9 15 4.5 5 42000 4 40 2.42 B 

Option 4 - Remove Parking 
and add Traffic Lanes 12 n 0 15 4.5 5 42000 6 40 2.84 C 
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The Pedestrian Level of Service Model is taken from research 
through the Transportation Research Board.6  The model is 
based on an empirical model derived from multivariate analyses 
of 1250 observations.  As opposed to a physical capacity model, 
as outlined in the Manual on Uniform Traffic Control Devices, 
this model is premised on pedestrian perceptions of: 
 

1. Personal Safety (relative to crashes) 
2. Personal Security (threat of assault) 
3. Architectural interest 
 

To model the above perceptions, the following variables were 
used: 
 

• Presence of a sidewalk 
• Lateral separation from motor vehicle traffic 
• Barriers and buffers between pedestrians and motor 

vehicle traffic 
• Motor vehicle volume 
• Effects of motor vehicle speed 
 

As can be seen in Table 6, the existing conditions are 
conducive to a good pedestrian environment.  The combination 
of a relatively wide grassy buffer (with some trees) plus adjacent 
parking provide a good expected LOS B. 
 
Under Option 1, the parking is converted to green space (as 
would happen in the Aesthetic Focus Alternative described 
previously).  Because the corridor already has good pedestrian 
characteristics, the marginal increase in pedestrian LOS is 
minor (about a 15% increase, but same overall letter grade 
LOS). 
 
Similarly, under Option 2, just varying the sidewalk width by a 
foot does not significantly improve the perception of the corridor 
as a better walking area. 
 
Options 3 and 4 are a comparison of the “Do Nothing” 
alternative versus the “Lane Improvements” alternative.  Again, 
because of the significant existing buffering, the doubling of 
traffic on 1st Avenue does not have a major effect on the 
qualitative aspects of the corridor relative to pedestrian 
perception.  However, converting the parking lanes to traffic 

                                           
6 Landis, Bruce W., et al., “modeling The Roadside Walking Environment: A Pedestrian Level Of 
Service”, Transportation Research Board TRB No. 01-0511. 
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lanes would be expected to decrease the overall LOS from 
Good LOS B to Acceptable C. 

 
b. Aesthetics…  This concept can lend itself to aesthetic features 

and enhancements discussed previously.  Additional green 
space and medians go hand in hand with streetscape type 
improvements.   

 
c. Parking…  On-street parking can improve the buffer distance 

between pedestrians and adjacent traffic.  However, in this 
particular situation, where sufficient buffering already exists, the 
presence or absence of parking has little effect on the 
pedestrian LOS (Refer back to Table 6). 

 
d. Safety…  The primary safety issue that could be addressed 

under this alternative would be the mid-block crossing issues 
identified earlier in this report.  Two basic approaches can be 
taken: 

 
1. Construct a median that can act as a refuge for 

pedestrians crossing mid-block 
2. Construct a median that is a barrier to pedestrians and 

forces them to cross at the signalized intersections. 
 

An example of approach 1 was rendered in Figure 22, back in 
the Aesthetics section of this report.  It is simply a raised median 
that provides an area for a pedestrian to wait, in the middle of 
1st Avenue, until they judge a sufficient gap in traffic to proceed 
to the other side.  The advantages of this approach include: 
 

• Barrier medians often include fixed object in the roadway 
that can be struck by vehicles, require 
maintenance/replacement, etc.  A simple raised median 
does not have these issues. 

• Simple raised medians do not force pedestrians out of 
their travel path. 

• Adding simple raised medians to a paved roadway can 
be very inexpensive if it is just dowelled onto the 
pavement. 

 
Disadvantages of simple raised medians include: 
 

• The median area can be entered by a vehicle, so it is not 
an ideal location for pedestrians 

• Pedestrians crossing mid-block violate drivers’ 
expectations of where they might encounter pedestrians.  
As such there is some increased risk for 
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vehicle/pedestrian crashes at uncontrolled mid-block 
locations. 

 
Approach 2 is more proactive in directing pedestrians to the 
signalized intersections where they can cross with the signal.   
 
Figure 23 shows one option for barrier type median. 
 
 

FIGURE 23 – BARRIER MEDIAN WITH DECORATIVE FENCING 
 

 
 
 
The fencing needs to be heavy enough to discourage all but 
determined pedestrians from attempting to cross the street mid-
block.  At the same time, the fencing needs to be light enough to 
be considered “break away”.  Also, being able to see through 
the fence is important to prevent a perception of separating one 
side of the street from the other. 
 
Issues with a fence barrier include end treatments of the fence 
where the median narrows for turn bays, litter and trash can 
collect along the fence and become an eyesore, and fence 
repair and maintenance after vehicles or pedestrians/vandals 
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damage the fence.  Also, at locations where the median 
narrows, snow storage in the median might damage the fence. 
 
Another concern with a fence is the perception of separate one 
side of the City from the other.  While this is clearly not the 
intent, public perception may construe otherwise. 
 
Figure 24, below shows a planting alternative of the same 
barrier concept shown in Figure 23.  As can be seen in the 
figure, while not as effective as a fence, dense shrubs can be 
used to deter most casual efforts of pedestrians to cross mid-
block. 

 
FIGURE 24 – BARRIER MEDIAN WITH SHRUBBERY 

 
 
Advantages of a shrubbery barrier include: 
 

• Shrubs and bushes are less hazardous for vehicles to 
strike than a fence 

• While bushes can collect trash, the debris is usually less 
visible than along a fence 
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• Shrubs are less likely to generate the perception of 
dividing the City like a fence could. 

• Grassed medians with plantings have less paved area 
and are therefore less expensive than building 
decorative pavements in the interior of the median. 

 
Disadvantages include: 
 

• Shrubs take time to establish 
• There may be significant maintenance (irrigating, 

pruning, etc.) required with shrubs 
• Some varieties may be vulnerable to salts and road 

deicers 
• Shrubs and hedges are natural objects and therefore 

aren’t always uniform in their coverage and efficacy as a 
barrier. 

• To accommodate plantings in the median, the pavement 
under the median needs to be removed to allow 
vegetation access to the subsoils below.  

 
Under all of the raised median alternatives, the medians will 
restrict mid-block driveway access to right-in/right-out only.  
This will be a concern of the property owners along 1st Avenue. 
 

If parking remains on 
1st Avenue, some simple corner 
radius “bump outs” could be 
easily added to: 
1) define the limits of the 
parking areas;  
2) shorten the distance 
pedestrians cross on street 
paving; and 
3) allow pedestrians to safely 
wait at the edge of the traveled 
way of 1st Avenue while waiting 
to cross, which improves 
visibility of pedestrians to 
drivers and vice-versa.   
An example of a corner bump 
out is shown at left with an 
aesthetic enhancement 
conceptualized on the 

approaches to the bump out. 
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e. Costs…  Costs to construct the barrier medians from 13th Street 

through 17th Street (the vicinity of the heaviest mid-block 
crossings) are as follows: 

 
1. Raised median with decorative fencing:  $450,000 

 
2. Raised median with vegetation barrier:  $400,000 

 
3. Raised median with no barrier (Pedestrian Refuge):  

$380,000 
 

4. Corner Radius Bump Outs (all corners from 7th Street 
through 19th Street):  $850,000 

 
The costs shown in Approaches 1, 2, and 3 are mutually 
exclusive (select one or the other).  The cost for Item 4 is 
additive to either Approaches 1, 2 or 3. 
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V. CONCLUSIONS AND RECOMMENDATIONS 
  
The level of interest in this project and the wide variation in opinions of what the 
1st Avenue corridor should look like creates difficulty in recommending a single 
preferred solution.  Because of some of these diametrically opposed opinions, 
one thing that is very clear is regardless of the choices made, there will be 
segments of the public that will not be satisfied with the decisions. 
 
The following conclusions and recommendations are based on the data, input, 
and engineering best practices developed through this study.  However, rather 
than being the traditional “answers”, the results included here are intended to be 
used to help the City develop policies and enhance the previous Visioning efforts 
to date. 
 
Conclusions 
 
1st Avenue is jointly owned and operated by the City of Cedar Rapids and the 
Iowa Department of Transportation.  Any plans and concepts must be reviewed 
and approved through both jurisdictions. 
 
The existing 1st Avenue corridor operates generally at good level of service for 
vehicle traffic.  There are no immediate needs for major through lane additions. 
 
Based on the historic traffic data and the efforts by the City to revitalize the 
downtown area, it is reasonable to assume that the future traffic volumes 
projected by Corridor MPO are likely to develop.  The traffic volumes are similar 
to what was experienced on 1st Avenue when downtown Cedar Rapids was a 
vibrant and prosperous economic center. 
 
Traffic operations on the portion of 1st Avenue from 7th Street to 12th Street are 
expected to deteriorate significantly unless lane improvements are made.  A 
letter received from St. Luke’s Hospital (included in the attached appendix) 
supports the lane improvements to ensure maintaining access to the hospital for 
emergency vehicles and hospital staff. 
 
If no lane improvements are made, vehicle transportation system efficiency will 
deteriorate, generating congestion, additional fuel consumption and increased 
greenhouse gases. 
 
The intersection of 1st Avenue and 8th Street currently suffers from traffic backups 
from the I-380 ramps.  It appears the geometry (number of lanes) for the 
interchange ramps is insufficient for the traffic loading it experiences.  Therefore 
traffic headed toward the interstate in the evening peak hour spills back across 
the 8th Street and A Avenue intersection (hampering access to St. Luke’s 
Hospital) and continues to 1st Avenue, where traffic frequently queues either on 
1st Avenue or on 8th Street. 
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The existing roadway facilities (lanes, signals, etc.) on 1st Avenue from 
12th Street to 19th Street are expected to handle existing and projected future 
traffic volumes at a reasonable operational level of service without significant 
lane modifications. 
 
A letter received from Coe College (included in the attached appendix) that is 
opposed to widening 1st Avenue for any of the reasons identified in this study and 
presented at the public information meeting. 
 
The existing right-of-way width on 1st Avenue, in the study corridor, is 120’ wide.  
This should be adequate for roadway purposes. 
 
There is an almost universal opinion (among all of the people that provided 
project input and comments) to enhance the appearance of the 1st Avenue 
corridor. 
 
There was an often stated desire by the public to preserve and maintain existing 
trees along the corridor. 
 
In general, the 1st Avenue corridor is suitable for pedestrian traffic.  However, the 
existing mid-block crossing of pedestrians documented in this study (especially 
between 13th Street to 16th Street) is not a desirable situation.  The signalized 
intersections currently provide pedestrian signal indications for safe crossings 
and should be able to continue to provide that protection in the future. 
 
The 1st Avenue corridor is not suitable for bicycle traffic.  Significant short term 
changes (such as converting on-street parking into bicycle lanes) would have to 
occur to make the corridor reasonably suitable for bicycle traffic.  And even then, 
as traffic volumes rise, the bicycle compatibility would deteriorate to 
unacceptable levels. 
 
As parcels redevelop on 1st Avenue, they are being constructed with off-street 
parking facilities.  There are a few businesses remaining that are still dependent 
on the existing on-street parking.  Any options that remove the on-street parking 
will be resisted by individual businesses on a case by case basis.  In other 
words, the business owners contacted during the course of the study were in 
favor of various improvements along the corridor as long as they weren’t directly 
(negatively) impacted. 
 
Based on the crash data, it appears mid block driveways and entrances are 
generating a higher number of crashes along the corridor than is typical for a 
similar corridor. 
 
The crash data does not indicate that 11’ wide through lanes and a 12’ wide 
center turn lane is unduly hazardous. 
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Recommendations 
 
Based on the above discussions and conclusions, the following are 
recommended: 
 

• Using the conceptual widths identified in this study, a streetscape study 
should be performed to determine thematic elements and confirm 
budgetary numbers for a comprehensive streetscape plan for the 
1st Avenue corridor. 

 
 A median should be constructed on 1st Avenue at least from 13th Street 

through 16th Street to address mid-block pedestrian crossings.  Ideally, the 
median should discourage mid-block crossing and encourage pedestrians 
to use the signalized intersections.  The concept plans in this report 
should be advanced into a capital improvement project for detail design. 

 
• Bump outs at the corner radii at each intersection should be advanced for 

further design and evaluation (particularly on their effect  on storm 
drainage).  The bump outs improve the pedestrian “friendliness” of the 
area and provide opportunities for landscape and aesthetic 
enhancements. 

  
 In order to maintain safe access to St. Luke’s Hospital, the City should 

plan on adding traffic lanes on 1st Avenue from 7th Street through 
12th Street, according to the concept plans provided in this report 
(Figure 21).  This planning effort should include: 

 
o Requiring any necessary minor right-of-way dedications (primarily 

corners at the major intersections) from properties as they 
redevelop 

 
o Requiring new developments or redevelopments to include off-

street parking so they are not as dependent on on-street parking 
(which would be converted to the additional traffic lanes) 

 
o As properties redevelop, or as sidewalks need to be replaced, 

move the sidewalks back to within 2’ of the right-of-way 
 

o Do not plant new trees in the areas that may be subject to 
pavement widening or would be within the new clear zone limit of a 
widened pavement section 

 
 A study of I-380 and the 7th Street / 8th Street interchange should be 

conducted (either as part of a comprehensive study of the whole I-380 
corridor or as a stand alone study) to develop solutions that alleviates 
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congestion at the interchange that spills back onto 1st Avenue and 
reduced emergency access to St. Luke’s Hospital. 

 
 A commuter bike route study for the Cedar Rapids metro area should be 

conducted to identify corridors suitable for commuter bike routes.  This 
study should include a basic skeletal system, secondary and tertiary 
systems that are more robust, and end of trip facilities needs and 
locations.  The study should also lay out a plan for implementation of the 
initial system along with estimated budgets and schedule. 

 
 Consideration should be given to building a new 16th Street alignment 

from 1st Avenue and 16th Street at the Hy-Vee to 2nd Avenue and 
17th Street.  This connection will: 

 
o Help to bring pedestrians to the signalized intersection of 

1st Avenue and 16th Street for safe crossing 
 

o Reduce circuitous travel across 1st Avenue along the 
16th/17th Street corridor 

 
o Joins the Northeast side of Cedar Rapids more firmly to the 

Southeast side of Cedar Rapids. 
 

 
Miscellaneous Recommendations 
 

 A minor study of 1st Avenue and 15th Street could determine if a mast arm 
signal is needed at that intersection rather than the existing pedestal 
signals. 

 
 Add pedestrian actuated pushbuttons to 12th and 13th Street to make the 

signals run more efficiently.  
 

 Study A Avenue and 8th Street to determine why redlight running seems to 
be elevated. 

 
 




