Umatilla County

Board of County Commissioners

AGENDA
UMATILLA COUNTY BOARD OF COMMISSIONERS

Meeting of Wednesday, February 15, 2017 at 9:00 a.m.
Umatilla County Courthouse, 216 SE 4" St., Room 130, Pendleton, OR
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A. CALL TO ORDER

B. TEXT AMENDMENT, #T-16-070, co-adopt City of Weston Transportation System
Plan. The city of Weston requests the county co-adopt their existing Transportation
System Plan (TSP) and TSP update. The TSP will apply to development within the
Weston Urban Growth Area. The criteria of approval are found in UCDC 152.750-
152.754 and the Joint Management Agreement between the City and County.

C. TEXT AMENDMENT, #T-16-071, co-adopt City of Pilot Rock Transportation
System Plan. The City of Pilot Rock requests the county co-adopt their existing
Transportation System Plan (TSP). The TSP will apply to development within the Pilot
Rock Urban Growth Area. The criteria of approval are found in UCDC 152.750-152.754
and the Joint Management Agreement between the City and County.

D. ADJOURN
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DRAFT MINUTES
UMATILLA COUNTY PLANNING COMMISSION
Meeting of Thursday, December 15, 2016
6:30 p.m., Umatilla County Justice Center, Media Room
Pendleton, Oregon
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COMMISSIONERS

PRESENT: Randy Randall, Chair, Gary Rhinhart, Vice Chair, Suni Danforth,
Don Marlatt, Don Wysocki, Tammie Williams, Tami Green,
Clive Kaiser

ABSENT: Cecil Thorne
STAFF: Tamra Mabbott, Carol Johnson, Brandon Seitz, Bob Waldher,
Tierney Dutcher
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NOTE: THE FOLLOWING IS A SUMMARY OF THE MEETING. A
RECORDING OF THE MEETING IS AVAILABLE AT THE PLANNING
DEPARTMENT OFFICE. '

CALL TO ORDER:

Commissioner Rhinhart called the meeting to order at 6:32 p.m. and read the opening
statement.

MINUTES:

Commissioner Rhinhart asked the Planning Commission to review the minutes from
August 25, 2016. Chair Randall moved to adopt the minutes as written. The motion was
seconded by Commissioner Danforth. Motion carried by consensus.

NEW HEARING

TEXT AMENDMENT, #T-16-068, PLAN AMENDMENT #P-117-16, and ZONE
MAP AMENDMENT, #7Z-309-16 application submitted by the OREGON
DEPARTMENT OF TRANSPORTATION (ODOT). The applicant requests to add an
expansion of an existing quarry (Meacham Quarry) to the Umatilla County
Comprehensive Plan list of Goal 5 protected Significant Sites and apply the Aggregate
Resource (AR) Overlay Zone to the entire quarry site. The proposed expansion would
add approximately 19 acres to the existing Goal 5 protected site. The property is located
off the west side of the Old Oregon Trail Highway, described as Township 1 North,
Range 35 East, Section 34, Tax Lots 800, 900, and 1000, and Township 1 South, Range
35 East, Section 03AB, Tax Lot 100. The existing quarry is zoned Grazing Forest (GF)
with Aggregate Resource overlay (AR). The proposed expansion area is currently zoned
GF and Forest Residential (FR). The criteria of approval are found in Oregon
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Administrative Rule (OAR) 660-023-040-050, 660-023-0180 (3), (5) and (7), and
Umatilla County Development Code (UCDC) 152.487 —488.

Commissioner Rhinhart called for the Staff Report.

Staff Report: Robert Waldher, Senior Planner, presented the staff report. He stated that
ODOT is requesting to expand the Meacham Quarry by about 19 acres. They are
requesting to add tax lots 800, 900, 1000 and 100 to the existing 35.7 acre Goal 5
protected site, which is tax lot 400. The UCDC has not been updated with the Division 23
Rules for Aggregate. Therefore, the OAR 660-023-0180 to establish a Goal 5 Large
Significant Site will be directly applied to this application. This application constitutes a
Post Acknowledgement Plan Amendment (PAPA) and is subject to the criteria listed in
Oregon Administrative Rules (OAR) 660-023-0030 through 0050, and OAR 660-023-
0180. In addition, Umatilla County Development Code (UCDC) Sections 152.487 and
152.488 will be applied.

Mr. Waldher stated that we have a responsibility to review and process ODOT’s request
to amend the Comprehensive Plan and establish an AR overlay to protect the site. The
Planning Commission’s task is to determine whether or not the application complies with
the applicable land use standards.

When preparing the staff report, it was discovered that the proposed expansion does not
meet UCDC Section 152.487(A) (3), which requires a proposed overlay to be at least
1,000 feet from properties zoned for residential use. There is an area of Forest Residential
(FR) zoned property to the West of the Meacham Quarry, as well as the Unincorporated
Community of Meacham located to the South. Even though amending the
Comprehensive Plan is a legislative process, County Counsel suggested that the applicant
apply for a Variance from the setback requirement since it could provide relief from the
UCDC criteria, not the State OAR’s which must be adhered to.

Mr. Waldher stated that the applicant has requested the Planning Commission continue
tonight’s hearing to January 26, 2017 to allow them time to complete a Variance
application. Due to the road conditions the applicant is unable to attend tonight’s hearing
but they did email Mr. Waldher with the request to continue the hearing in January.

Commissioner Kaiser stated that he did some research using Google Maps. He noted that
he did not see any pooling water at this time and asked if their future plans include
pooling water. Mrs. Mabbott replied that it’s not typical with a quarry. Commissioner
Kaiser replied that it depends on how deep they plan on going. Mrs. Mabbott stated that
they plan to go into the side of the hill. Mr. Waldher said he believes they will be blasting
but does not know to what depth. Mr. Kaiser pointed out that on page 24 of the packet,
the applicant refers to pooling water. Commissioner Rhinhart stated that the area they
plan to expand is quite wet so it is a concern. Commissioner Kaiser stated that he has an
experience in the past where a quarry has pooled water which became toxic. They had to
fence the quarry off so the wildlife in the area did not have access to the water. He would
like to see pooling water tested annually and a mitigation plan for mosquitos. Mr.
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Waldher noted their concerns and will address them with the applicant so they can be
discussed at the continued hearing. Commissioner Rhinhart stated that there is a small
stream running to the south of the project, Beaver Creek, so those are questions that need
to be asked. Commissioner Kaiser added that if they do have a pond, he would like to
know if they plan to seal the bottom of it to prevent leaching into Meacham’s shallow
aquafer. Mrs. Mabbott stated that those are good questions and they will be forwarded to
the applicant for review.

Commissioner Kaiser motioned to continue the hearing. Motion was seconded by
Commissioner Marlatt and the motion was passed by consensus. The hearing will be
continued to the January 26, 2017, 6:30pm Planning Commission hearing at the Justice
Center in Pendleton, Oregon.

NEW HEARING

TEXT AMENDMENT, #T-16-070, co-adopt City of Weston Transportation System
Plan (TSP). The city of Weston requests the county co-adopt their existing TSP and TSP
update. The TSP will apply to development within the Weston Urban Growth Area. The
criteria of approval are found in UCDC 152.750-152.754 and the Joint Management
Agreement between the City and County.

Commissioner Rhinhart called for declarations of ex-parte’ contact, biases, conflicts of
interest or abstentions from any member of the Planning Commission. There were none.
He called for the staff report.

Staff Report: Brandon Seitz, Assistant Planner, presented the staff report. He stated
that Commissioner Kaiser found an error in the Planning Commission packets. Pages 39-
71 were scanned in reverse order. In Weston’s 2001 TSP, near the end of the table of
contents, it jumps to the middle of chapter 6 then goes in reverse order through chapter 1
and the last couple pages of the table of contents. Then, it resumes chapter 6 on page 72
and everything is in the correct order from there.

As part of a review of the County’s Transportation Systems Plan it was determined that
the County has not formally co-adopted all of the Cities TSP’s, and Weston is one of the
cities. The proposed amendment would co-adopt two documents, the TSP adopted by the
City in 2001 and the TSP update that was formally adopted by the City on August 12,
2015 by City Ordinance #153-2015. The Planning Commission will be making a
recommendation to the Board of County Commissioners for co-adoption.

The 2001 TSP was prepared by David Evans and Associates as a part of a countywide
effort to prepare TSPs for the County and 8 of the small municipalities. Each plan was
developed through a series of technical analyses combined with input and review by the
County, City, ODOT and the public. The TSP plan includes the entire area within
Weston’s Urban Growth Boundary (UGB). Roadways included in the TSP fall under 3
jurisdictions; the City, the County and ODOT. The plan includes a review of existing
plans and transportation conditions; developing population, employment and travel
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forecast, developing and evaluating potential transportation system improvements,
developing the TSP and capital improvements plan, evaluating funding options and
financial plan and developing recommendations for policies and ordinances.

The second document for Weston is the 2015 TSP update. The TSP update builds off the
previously adopted plan. Included is an updated multimodal transportation projects list
with 4 projects outside the UGB, updated street design standards to include storm water
treatment and streetscape/urban design improvements. Another major emphasis of the
TSP update was the pedestrian systems within the city generally to improve walking
conditions around Weston.

A main item for consideration is the 4 projects identified outside the UBG. The projects
include; OR 11 Freight signing to direct freight traffic to use key road for accessing the
food processing facilities, and realign Water Street to intersect OR 204 at an
approximately 90 degree angle. Both projects would be implemented by ODOT. The
Weston-Athena Multimodal Connection plan would construct a shared use path along
Banister Road from approximately Mill Street to OR 11. The path would provide an
option for people to walk and bike between Weston and Athena. Weston children attend
elementary and high school in Athena and the Middle School is located in Weston. There
are a number of challenges to consider. Banister Road is a County road and has a 60’
right-of-way. Additional right-of-way may be necessary along with topography issues
along the road. The final project outside the UGB and part of the overall path is a
pedestrian crossing over Highway 11. There is a desire within the two communities to
provide a viable route for people to walk and bike between the two cities.

Commissioner Rhinhart asked if the plans included any details about designing the
highways and best management practices (BMPs) for protecting water quality. Mr. Seitz
said those issues are generally not part of the TSP and there is nothing related to the creek
in the plan. Tamra Mabbott, Planning Director, said she did not look close enough to see
if the creek is impacted but added that it is outside the scope of the TSP. She said she has
a high-level of confidence with ODOT because they take a detailed environmental
engineering approach to projects. She does not think the TSP adoption is the best avenue
for approaching those issues. Mr. Seitz reminded Commissioner Rhinhart that, Jennifer
Spurgeon, Weston Mayor-Elect, and Duane Thul, Weston Mayor, and is in attendance via
conference call. Mrs. Spurgeon stated that over the last couple of years they have worked
with ODOT to address traffic/growth management in the City. They consulted with the
Tribes and discussed what future development means for the creek ways. They made
sure to include interested parties in the process.

Commissioner Danforth stated that on page 146 of the Planning Commission packets
there is a map with proposed revisions of the intersection of Water Street and Main
Street. It appears that parking will be recessed toward the sidewalk and the curbs will be
sticking out at the corners. She wanted to make note that when the curbs are constructed
that way they hinder the ability for delivery trucks to make safe turns on the corners. Mr.
Thul said that issue was brought up at a previous meeting. He said the plans are not final,
they can be changed as they progress. Commissioner Kaiser stated that his office had a
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wall and roof taken out by one of those trucks. He believes semi-truck drivers are not
being sensible about where they are turning. There should be better signage encouraging
them to go straight through to Highway 11 rather than turning on Main Street. He said the
issue could be alleviated with more signage for the truck drivers. Commissioner Danforth
added that the design may cause issues with road maintenance during winter time. Mr.
Thul said the designer claimed that the inlays would not interfere with a snow plow. Mrs.
Mabbott stated that she hopes Weston can get the gateway project funded through
ODOT, etc. She proposed sitting down with Mrs. Spurgeon and Mr. Thul along with a
Commissioner and Legislator to develop a strategy. Mr. Thul said that would be great.
Commissioner Danforth said she thinks the whole project connecting Weston with
Athena is awesome. Mr. Kaiser wanted to be sure Mr. Seitz received his corrections for
page 33 in the packet. Mr. Seitz said he will make those corrections.

Chair Randall motioned to recommend adoption of the Weston TSP to the Board of
County Commissioners. Commissioner Wysocki seconded the motion and it was
approved by consensus.

Mrs. Mabbott reminded the Planning Commissioners that, even though this is a
recommendation to the Board of Commissioners, the Commissioners read the minutes
very carefully and take into consideration the comments the Planning Commission
makes.

NEW HEARING:

TEXT AMENDMENT, #T-16-071, co-adopt City of Pilot Rock Transportation
System Plan. The city of Pilot Rock requests the county co-adopt their existing TSP.
The TSP will apply to development within the Pilot Rock UGB. The criteria of approval
are found in UCDC 152.750-152.754 and the Joint Management Agreement (JMA)
between the City and County.

Commissioner Rhinhart called for declarations of ex-parte’ contact, biases, conflicts of
interest or abstentions from any member of the Planning Commission. There were none.
He called for the staff report.

Staff Report: Brandon Seitz, Assistant Planner, presented the staff report. He stated that
Pilot Rock is another smaller municipality that has not been formally adopted by the
County. Pilot Rock’s TSP was prepared as part of the overall effort in 2001 to prepare
TSP’s for the County and smaller cities. It was also prepared by David Evans and
Associates and has the same basic elements, but adapted to Pilot Rock. The plan was
developed through a series of technical analyses combined with input and review by the
County, City, ODOT and the public. The TSP includes the entire area within Pilot Rock’s
UGB. Roadways include in the TSP fall under three jurisdictions; the City, County and
ODOT. The plan includes; a review of existing plans and transportation conditions,
developing population, employment and travel forecast, developing and evaluating
potential transportation system improvements, developing the TSP and capital
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improvements plan, evaluating funding options and financial plan and developing
recommended policies and ordinances. Pilot Rock adopted their TSP on July 17, 2001.

Commissioner Kaiser stated that it appears the TSP needs to be updated every 20 years
and it was done in 2001, so that means they are due to be updated again soon. Mr. Seitz
acknowledged that it will need to be updated soon. The County’s wants to be sure all the
cities TSP’s have been adopted formally. Mrs. Mabbott said this will complete the
inventory of all the Cities TSP’s. Commissioner Rhinhart wants to be sure they are
paying attention to BMPs for water quality as Pilot Rock has water quality limited stream
and endangered fish.

Commissioner Wysocki motioned to recommend adoption of the Pilot Rock TSP to the
Board of County Commissioners (BCC). Commissioner Danforth seconded the motion
and the motion was approved by consensus.

INTERGOVERNMENTAL AGREEMENTS:

Updates to the current JMAs between Umatilla County and the City of Umatilla and City
of Hermiston are presented for the Planning Commission’s decision and recommendation
to the Board of Commissioners.

Carol Johnson, Senior Planner, explained that Mrs. Mabbott met with City staff and
others over the last 2 years, working with the City of Hermiston on road updates focused
on trying to transfer the roads to the City that are within City Limits and UGB. This has
resulted in some updated language in the Hermiston JMA that addresses how we handle
roads and road transfers. The Umatilla JMA update has some language about roads but
also transfers permitting actions for the UGB from the County to the City. Prior to the
update, the County had issued all the permits for land use in the City of Umatilla UGB,
but the City will take that over with adoption of the updates.

Mrs. Johnson noted that Commissioner Kaiser pointed out a few errors in the packet to be
corrected. She will make those edits for the final copy. She stated that we are happy to
move this forward to the BCC.

Commissioner Kaiser stated that he read through both JMA’s and he is concerned that the
Lower Umatilla Basin Groundwater Management Area (LUBGWMA) is not addressed.
Mrs. Mabbott stated that it is an excellent idea. She doesn’t think it will have any binding
effect but will memorialize the fact that both cities are entirely in the LUBGWMA, and
encourage the cities to take whatever measures they can to be involved in the GWMA.
Actions the cities take in terms of storm water management, etc. could affect the
LUBGWMA. Mrs. Mabbott said she and Mrs. Johnson would work on some language
and talk with both Cities to add that to the JMA.

Commissioner Kaiser motioned to recommend support and adoption of the Joint
Management Agreements (JMA) between Umatilla County and the City of Umatilla and
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City of Hermiston to the BCC. Commissioner Rhinhart seconded the motion and the
motion was approved by consensus.

OTHER BUSINESS:
None
ADJOURNMENT:
Commissioner Rhinhart adjourned the meeting at 7:19 p.m.

Respectfully submitted,

Tierney Dutcher
Administrative Assistant

(Minutes adopted by the Planning Commission on )
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MEMO
TO: Umatilla County Board of Commissioners
FROM: Brandon Seitz, Assistant Planner
DATE: February 7, 2017
CC: Tamra Mabbott, Planning Director
Doug Olsen, County Counsel
RE: February 15, 2017, Board of Commissioners Hearing

City of Weston TSP Co-adopt
Text Map Amendment, #T-16-070

Umatilla County is in the process of reviewing the County Transportation
System Plan (TSP). As part of the review it was determined that the County
has never formally adopted the City of Weston’s TSP. Co-adoption provides
an opportunity for both agencies to work together to implement the plan in all
of the relevant planning documents.

Weston’s TSP was prepared as part of an overall effort in 2001 to prepare
TSPs for the County and eight smaller municipalities. The document
establishes the City’s road classification plan and standards. It also establishes
a multimodal system plan. The document applies to all the transportation
systems and plans within City Limits and the Urban Growth Boundary
(UGB). Also established is a 20-year list of the City’s Capital Improvement
Projects.

The City of Weston completed an infill plan in 2007. The plan primarily
focuses on improving the use of land and transportation facilities within the
UGB, in part to reduce the need for a UGB expansion. While the infill plan
focuses on infill/redevelopment strategies the plan also list pedestrian and
bicycle transportation improvements.

Weston’s TSP was amended on August 12, 2015 by City of Weston
Ordinance number 153-2015. The document modified the City’s road
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Memo
Board of Commissioners Public Hearing — February 15,2017
Weston TSP Co-adoption

standards within the City and UGB. It also modified the pedestrian, freight, transit and bicycle
systems plan. Also incorporated in the plan is a suite of projects focused on improving the
multimodal movement of people and goods throughout Weston and the surrounding area.
Included in the list are four projects located outside the City’s UGB. The projects identified in
Weston’s TSP update located outside the UGB will require coordination between the City,
County and ODOT for implementation.

Conclusion

The City requests the County co-adopt all the existing TSP documents as they have never been
formally co-adopted by the County. The TSP will apply to development within Weston’s UGB
and identifies projects for cooperation outside of the City’s UGB.

Attachments

The following attachments have been included for review by the Board of Commissioners:
e Weston’s TSP 2001
e Weston’s Infill Plan 2005
e Weston’s TSP update 2015
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Transportation System Plan

Final Report

June 2001

Prepared by:
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June 2001 Weston Transportation System Plan
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CHAPTER 1: INTRODUCTION

The City of Weston Transportation System Plan (TSP) guides the management of existing transportation
facilities and the design and implementation of future facilities for the next 20 years. This TSP constitutes
the transportation element of the City’s Comprehensive Plan and satisfies the requirements of the Oregon
Transportation Planning Rule (TPR) established by the Department of Land Conservation and Development.
It identifies and prioritizes transportation projects for inclusion in the Oregon Department of
Transportation’s (ODOT’s) Statewide Transportation Improvement Program (STIP).

PLANNING AREA

The city of Weston’s TSP planning area covers the entire area within the Weston Urban Growth Boundary
(UGB). Roadways included in the TSP fall under three jurisdictions: the city of Weston, Umatilla County,
and the state of Oregon.

Weston has approximately 680 residents and is located in the northeastern portion of Umatilla County in the
northeastern corner of Oregon. The City is one of the oldest cities in the county and has a charming,
historical character. The City is built along the Pine Creek canyon with the downtown and roughly half of
the residential area built on the valley floor. The industrial development and remaining homes are built on
the hillsides. The downtown is a grid with one- and two-story brick buildings built out to the sidewalks.
Commercial development and city services are concentrated along Main Street. Weston’s two schools, the
Athena-Weston Junior High and the Weston Elementary School, are located downtown off of Wallace
Street. Industrial lands are located in the northern part of the UGB, near the railroad.

The only state facility that runs through the UGB is OR 204 (Weston-Elgin Highway). This highway
connects the City to OR 11 in the north, and to the city of Elgin in Union County to the east (see Figure 1-1).

Three county roads exist within the UGB: Key Road (No. 682) running northwest-southeast in the northern
portion of the UGB, McLean Road (No. 675) running north-south in the southern portion of the UGB, and
Kirk Road (No. 648) in the eastern section of town. Several other county roads approach the UGB such as
Bannister Road (No. 750) running east-west near the southern boundary of the UGB. The City has
Jjurisdiction over the rest of the existing roadways located in the northwestern portion of the study area.

Agriculture, food processing, and education are important employment sectors in the City. Weston has two
major food processing plants that are major employers for the City, as well as the surrounding towns. A
large amount of the town is currently being farmed for wheat and peas. Additionally, the local schools
provide many jobs.

PLANNING PROCESS

The Weston TSP was prepared as part of an overall effort in Umatilla County to prepare TSPs for Umatilla
County and eight small municipalities: the cities of Adams, Athena, Echo, Helix, Pilot Rock, Stanfield,
Ukiah, and Weston. Each plan was developed through a series of technical analyses combined with
systematic input and review by the county, the cities, the management team, the Transportation Advisory
Committee (TAC), ODOT, and the public. The TAC consisted of staff, elected and appointed officials,
residents, and business people from Umatilla County, and the eight cities. Key elements of the process
include:
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e Involving the Weston community (Chapter 1)

® Defining goals and objectives (Chapter 2)

* Reviewing existing plans and transportation conditions (Chapters 3, 4, and Appendices A and B)
* Developing population, employment, and travel forecasts (Chapter 5, and Appendix C)

* Developing and evaluating potential transportation system improvements (Chapter 6)

* Developing the Transportation System Plan and a capital improvement plan (Chapter 7)

¢ Evaluate funding options and develop financial plan(Chapter 8)

e Developing recommended policies and ordinances (Chapter 9)

Community Involvement

Community involvement is an integral component in the development of a TSP for the city of Weston,
Umatilla County, and each of the other seven cities covered under the Umatilla County TSP process. Since
the communities faced many similar transportation and land use issues, a public involvement program
involving all the jurisdictions was used. This process allowed for individual attention when needed, and
general problem solving for all jurisdictions as appropriate. Several different techniques were utilized to
involve each local jurisdiction, ODOT, and the general public.

A combined management team and TAC provided guidance on technical issues and direction regarding
policy issues to the consultant team. Staff members from each local jurisdiction and ODOT and a local
resident from each community served on the TAC. This group met several times during the course of the
project.

The second part of the community involvement effort consisted of community meetings within Umatilla
County. The first public meeting was held in June 1998. The Weston general public was invited to learn
about the TSP planning process and provide input on transportation issues and concerns. A second public
meeting was held in July 1998. The third and final public meeting was held in September 1998. The public
was notified of the public meetings through public announcements in the local newspapers and on the local
radio station.

Goals and Objectives

Based on input from the community, the county, and the management team/TAC, a set of goals and
objectives were defined for the TSP. These goals and objectives were used to make decisions about various
potential improvement projects. They are described in Chapter 2.

Review and Inventory of Existing Plans, Policies, and Public Facilities

To begin the planning process, applicable Weston and Umatilla County transportation and land use plans
and policies were reviewed and an inventory of public facilities was conducted. The purpose of these efforts
was to understand the history of transportation planning in the Weston area, including the street system
improvements planned and implemented in the past, and how the City is currently managing its ongoing
development. Existing plans and policies are described in Appendix A of this report.
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The inventory of existing facilities catalogs the current transportation system. The results of the inventory
are described in Chapter 3, while Chapter 4 describes how the system operates. Appendix B summarizes the
inventory of the existing arterial and collector street system.

Future Transportation System Demands

The Transportation Planning Rule requires the TSP to address a 20-year forecasting period. Future traffic
volumes for the existing and committed transportation systems were projected using ODOT’s Level 1 —
Trending Analysis methodology. The overall travel demand forecasting process is described in Chapter 5.

Transportation System Potential Improvements

Once the travel forecasts were developed, it was possible to evaluate a series of potential transportation
system improvements. The evaluation of potential transportation improvements was based on a qualitative
review of safety, environmental, socioeconomic, and land use impacts, as well as estimated cost. These
improvements were developed with the help of the local working group, and they attempt to address the
concerns specified in the goals and objectives (Chapter 2). After evaluating the results of the potential
improvements analysis, a series of transportation system improvements were selected. These recommended
improvements are described in Chapter 6.

Transportation System Plan

The TSP addresses each mode of transportation and provides an overall implementation program. The street
system plan was developed from the forecasting and potential improvement evaluation described above.
The bicycle and pedestrian plans were developed based on current usage, land use patterns, and the
requirements set forth by the TPR. The public transportation, air, water, rail, and pipeline plans were
developed based on discussions with the owners and operators of those facilities. Chapter 7 details the plan
elements for each mode.

Funding Options

The city of Weston will need to work with Umatilla County and ODOT to finance new transportation
projects over the 20-year planning period. An overview of funding and financing options that might be
available to the community is described in Chapter 8.

Recommended Policies and Ordinances

Suggested Comprehensive Plan policies and implementing zoning and subdivision ordinances are included
in Chapter 9. These policies and ordinances are intended to support the TSP and satisfy the requirements of
the TPR.
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RELATED DOCUMENTS

The city of Weston TSP addresses the regional and rural transportation needs in the City. There are several
other documents that address specific transportation elements or areas in Umatilla County that may directly
or indirectly impact transportation elements in and around Weston.

In Process or Completed Plans

The following references were reviewed for relevarnce to the city of Weston TSP:

Weston Comprehensive Plan

The Weston Comprehensive Plan was adopted in 1978 and amended in 1979. According to the plan, the
small town nature and historic character of Weston is valued by citizens as one of the City’s primary assets.
The City would like to retain the ambiance of Weston while experiencing moderate population and
employment growth.

Some of the most salient concerns of the citizenry involve the transportation system. Results of a survey
taken in 1978 showed that much of the community was disturbed by the poor condition of streets and/or
curbs and gutters in much of the town. The City recognizes the maintenance of county and state roads and
the railroad as essential to the economic health of the community. Easy access to OR 11 and OR 204, north
of the town, is also critical. Citizens see a need for public transportation linking Weston with other
communities, especially for seniors.

The Comprehensive Plan lists two goals that impact the transportation system directly: economic
development and transportation. The stated goals, and objectives and policies that serve to meet the goals
are outlined in Appendix A of this TSP.

City of Weston Growth Report

The Weston Growth Report was last amended in 1979, and much of the data may be outdated. However, the
population has only grown by 40 people (650 to 690) between 1979 and 1996, so much of the City may not
have changed.

The buildable lands inventoried in 1979, were broken into three categories: residential areas, commercial
areas, and industrial areas. The buildable commercial lands totaled 12.3 acres, all within the downtown
area. These lands were comprised of 2.3 acres of vacant land and 10 acres of redevelopable residential land.
Buildable residential lands were comprised of individual lots scattered throughout the City and regions
located on the edges of UGB. The growth report estimated that 171.9 acres of buildable residential land and
108 vacant building sites could provide for 505 new dwellings. It estimated that the City could
accommodate a population of 1,900 people.




Zoning Ordinance

The Weston Zoning Ordinance was adopted in 1979. The purported intent and purpose of Zoning Ordinance
is as follows:

To promote a good quality of development within the community and provide an opportunity

Jor citizens and city officials to review and comment on development plans. By governing
the location of land uses and setting standards to guide the sitting of structures and
provision of improvements on lots, the Zoning Ordinance is an attempt to insure that new
development will enhance the community, fit into the landscape and neighborhood, and
provide good living, working, and business environments.

The Ordinance contains four sections: Introduction, Use Zones, Supplementary Development Standards,
and Administration. The only sections that apply directly to the transportation plan, are the sections on off-
street parking and miscellaneous standards which requires access to all newly partitioned lots.

Umatilla County

The Umatilla County Comprehensive Plan was written in 1983 to meet the statewide requirements for
planning. It was last amended in 1987. The plan is broken into three sections: the Introduction; Plan
Elements — Findings, Recommended Policies; and the Plan Map. The Plan Elements section is broken into
sections dealing with the fourteen goals. This includes a Transportation Element with findings and
recommended policies.

Umatilla County Development Code

The Umatilla County Development Ordinance was adopted in 1983, and last amended in November of 1991.
In 1997 this ordinance was recodified and retitled as Chapter 1528 Development Code. The portions of the
code most relevant to the Transportation System Plan include sections on off-street parking requirements,

driveways, and road standards. Amendments to the development code include road standards for county
roads.

OR 11 Corridor Plan

The OR 11 Corridor Plan is currently being prepared for the Oregon — Washington Highway (OR 11) which
is the major north-south route through eastern Umatilla County. Corridor planning is a new approach to
transportation planning in which ODOT and the communities bordering major transportation corridors work
together to create plans for managing and improving transportation modes along entire corridors. The OR
11 Corridor Plan includes objectives that define the policy direction for all modes in the Corridor, as well as
for several functional issues such as connectivity, congestion and environmental and energy impacts. The
plan includes a list of projects prioritized by funding. The Corridor Plan projects are derived from the
county and local TSPs, the Milton-Freewater to Stateline Land Use and Transportation Plan, the STIP, the
Umatilla County Needs Assessment, as well as input from the project management team, technical advisory
committees and the public. Projects and strategies focus on managing the highway to minimize congestion
and improve connectivity while ensuring safety.
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The Milton-Freewater Stateline Highway 11 Corridor Land Use and Transportation Plan was a cooperative
seffort of Umatilla County, the city of Milton-Freewater, and the Oregon Department of Transportation. It
was developed by planning consultants at David Evans and Associates, Inc., with input from the local
residents, Walla Walla County, and the Washington Department of Transportation. The plan was adopted in
1997, and evaluated existing and projected conditions within the northern portion of the US 11 corridor
regarding basic layout and connectivity, conditions of transportation facilities, land use, and population and
employment. It analyzed existing deficiencies and proposed strategies for addressing them. The primary
deficiencies in the corridor were physical design of facilities, insufficient access control, and inadequate or
nonexistent facilities for pedestrians and bicyclists. Recommended actions to improve these conditions
included policy and ordinance amendments and transportation system improvements.

Corridor Strategies
Corridor strategies have been prepared for both US 395 and OR 11.

The US 395 corridor is covered in two studies: the US Highway 395 North (Umatilla-Weston) Draft
Cortidor Strategy and the US Highway 395 South (Pendleton-California Border) Corridor Strategy. The
corridor strategies were developed to identify projects for the Oregon STIP. Generally, the corridor
strategies translate the policies of the Oregon Transportation Plan (OTP) into specific actions; describe the
functions of each transportation mode, consider trade-offs, and show how they will be managed; identify and
prioritize improvements for all modes of travel; indicate where improvements should be made; resolve any
conflicts with local land use ordinances and plans; and establish guidelines for how transportation plans will
be implemented.

Airport Master Plans

The 1986 Hermiston Municipal Airport Master Plan Update provides a comprehensive analysis of the
Hermiston Airport including an inventory of facilities, a discussion of use for a 20-year planning period
(ending in 2006), and recommendations for facility improvements. The introduction of the plan also
provides a good overview of all the major transportation facilities serving Hermiston and Northeast Oregon.

The primary objective of the Master Plan Update for Eastern Oregon Regional Airport at Pendleton was to
re-evaluate the recommendations of previous airport planning studies, to determine the long-range
requirements for airport development, to identify and assess development alternatives, and to produce an
airport development/improvement plan that will yield a safe, efficient, economical, and environmentally
acceptable public facility with capacity for future air transport needs of the Eastern Oregon area. When
approved by the various local, regional, state, and federal agencies, the dirport Master Plan represents the
long-term intentions of all agencies regarding the location and extent of airport improvements. This permits
long-range programming and budgeting, reduces lengthy review periods for each project, and provides for
orderly and timely development.

Other State Plans
In addition to the ODOT corridor strategy, coordination with the following state plans is required:

e Oregon Transportation Plan (1992)




® ® o & o @ o

Oregon Highway Plan (1999)

Oregon Bicycle and Pedestrian Plan (1995)
Oregon Public Transportation Plan (1996)
Oregon Rail Freight Plan (1994)

Oregon Rail Passenger Policy and Plan (1992)
Oregon Traffic Safety Action Plan (1995)

Oregon Aviation System Plan (in development).




CHAPTER 2: GOALS AND OBJECTIVES

The purpose of the TSP is to provide a guide for Weston to meet its transportation goals and objectives. The
following goals and objectives were developed from information contained in the city’s comprehensive plan
and reflect public concerns as expressed during public meetings. An overall goal was drawn from the plan,
along with more specific goals and objectives. Throughout the planning process, each element of the plan
was evaluated against these parameters.

OVERALL TRANSPORTATION GOAL

To provide and encourage a safe, convenient, and economic transportation system.

Goal 1

Preserve the function, capacity, level of service, and safety of the local streets, county roads, and neatby
highways.

Objectives

A. Develop access management standards.

B. Develop alternative, parallel routes where practical.

C. Promote alternative modes of transportation.
D. Promote transportation demand management programs.
E. Promote transportation system management.
F. Develop procedures to minimize impacts to and protect transportation facilities, corridors, or
sites during the development review process.
Goal 2

Ensure that the road system within the City is adequate to meet public needs, including those of the
transportation disadvantaged.
Objectives

A. Meet identified maintenance level of service standards on the county and state highway
systems.

B. Pave city streets and provide curbs and sidewalks as resources are available.

C. Develop and adhere to a five-year road program for maintenance and improvement of the
existing city road system.

D. Review and revise, if necessary, street cross section standards for local, collector, and arterial
streets to enhance safety and mobility.
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o

Develop access management strategies where needed.

e

Evaluate the need for traffic control devices.

Evaluate the safety of the street system and develop plans to mitigate any safety hazards.

T o

Encourage the provision of transportation alternatives for elderly and handicapped citizens.

Goal 3

Improve coordination among Weston and nearby cities, the Oregon Department of Transportation (ODOT),
the US Forest Service (USFS), the Federal Highway Administration (FHWA), and the county.

Objectives

A. Work with Umatilla County to coordinate roadway maintenance and improvements and to
develop joint policies concerning local roads and streets within the Urban Growth Boundary.

B. Cooperate with ODOT in the implementation of the Statewide Transportation Improvement
Program (STIP).

C. Work with the county in establishing right-of-way needed for new roads identified in the
transportation system plans.

D. Take advantage of federal and state highway funding programs.
Encourage the county and ODOT to improve the existing road systems to and within the city.

F.  Consider pooling resources with other cities and the county to provide services that benefit
areas both in and outside the city.

Goal 4

Increase the use of alternative modes of transportation (walking, bicycling, and public transportation)
through improved access, safety, and service.

Objectives

A. Cooperate with other cities and the county to create inter-city transit service.

B. Encourage the compact, commercial development in the downtown area to provide a pleasant
pedestrian environment.

Provide sidewalks or shoulders and safe crossings on collectors and arterials.

D. Explore opportunities for bicycle facilities and coordinate with the county bicycle planning
efforts.

E. Seek Transportation and Growth Management (TGM) and other funding for projects
evaluating and improving the environment for alternative modes of transportation.
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F. Utilize local improvement districts (LIDs) when possible to provide sidewalks and curbs for local
neighborhoods.

Goal 5

Encourage the continued and improved rail transportation of goods.

Objectives

A. Encourage the development of industry in northern Weston near the rail line.

B. Maintain the operational status of the Blue Mountain rail line.
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CHAPTER 3: TRANSPORTATION SYSTEM INVENTORY

As part of the planning process, David Evans and Associates, Inc., conducted an inventory of the existing
transportation system in Weston. This inventory covered the street system as well as the pedestrian, bikeway,
public transportation, rail, air, water, and pipeline systems.

STREET SYSTEM

The most common understanding of transportation is of roadways carrying cars and trucks. Most
transportation dollars are devoted to building, maintaining, or planning roads to carry automobiles and trucks.
The mobility provided by the personal automobile has resulted in a great reliance on this form of transportatton.
Likewise, the ability of trucks to carry freight to nearly any destination has greatly increased their use.

Encouraging the use of cars and trucks must be balanced against costs, livability factors, the ability to
accommodate other modes of transportation, and negative impacts on adjacent land uses; however, the basis of
transportation in nearly all American cities is the roadway system. This trend is clearly seen in the existing
Weston transportation system, which consists almost entirely of roadway facilities for cars and trucks. Because
of the rural nature of the area, the street system will most likely continue to be the basis of the transportation
system for at least the 20-year planning period; therefore, the emphasis of this plan is on improving the existing
street system for all users.

The existing street system inventory was conducted for all highways, arterial roadways, and collector roadways

within Weston, as well as those in Umatilla County that are included in the TSP planning area. Inventory
elements include:

e Street classification and jurisdiction

Street width

Number of travel lanes

Presence of on-street parking, sidewalks, or bikeways
Speed limits

General pavement conditions

e @ o

City Street Classification

The current comprehensive plan for the city of Weston does not provide functional classifications for the
streets within the city. Typically, streets are classified as arterials, collectors or local streets. Based on
conditions observed during the field reconnaissance (traffic volumes, street widths, etc.), David Evans and
Associates, Inc., classified all streets within the city. The classification system includes city, county, and
state roadways (see Figure 3-1).

Arterials
Arterials form the primary roadway network within and through a region. They provide a continuous road
system that distributes traffic between cities, neighborhoods and districts. Generally, arterials are high capacity

roadways that carry high traffic volumes entering or leaving the city.

In the Weston UGB, there is one street which functions as an arterial: OR 204 (Weston-Elgin Highway).
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Collectors

Collectors serve traffic within the commercial, industrial and residential neighborhood areas. They connect

local neighborhoods or districts to the arterial network. Collectors help form part of the grid system; however,
they are not intended to function as alternate routes to the arterial system.

Five streets in Weston were identified as functioning as collectors: Water Street, Winn Road, Key Road, Main
Street, and Banister Road.

Local Streets

Local streets provide access to all parcels of land and serve travel over relatively short distances. They are
designed to carry the very low traffic volumes associated with the local uses that abut them. Through traffic
movements are discouraged on local streets.

The local streets in Weston are comprised of all streets not classified as either arterials or collectors. Local
streets in Weston also form part of the grid system.

Street Layout

Almost all of the Weston streets are positioned in a grid pattern. Block sizes vary but are typically 320 feet by
240 feet.

State Highways

Discussion of the Weston street system must include the state highways that traverse the planning area.
Although Weston has no direct control over the state highways, adjacent development and local traffic patterns
are heavily influenced by the highways. Only one state highway traverses the Weston planning area: OR 240
(Weston-Elgin Highway), which lies along the north edge of the Weston UGB. Traffic patterns in Weston are

also influenced by the proximity of OR 11 (Oregon/Washington Highway), which lies less than a mile west of
the city.

The 1999 Oregon Highway Plan (OHP) classifies the state highway system into five categories: Interstate,
Statewide, Regional, District, and Local Interest. ODOT has established primary and secondary functions for
each type of highway and objectives for managing the operations for each one.

OR 204 is a Regional Highway. According to the OHP, “Regional Highways typically provide connections
and links to regional centers, Statewide or Interstate Highways, or economic or activity centers of regional
significance.” The management objective of Regional Highways is to provide for safe and efficient high-speed
continuous-flow operation in rural areas and moderate to high-speed operations in urban and urbanizing areas.

OR 204

OR 204 (Weston-Elgin Highway) is a Regional Highway, which connects Weston with the city of Elgin to the
)southeast. Beginning at the OR 11 junction, OR 204 extends through the Umatilla National Forest and crosses
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into Union County. [t is primarily a two-lane roadway with a speed limit of 55 mph. The route through the
Umatilla National Forest consists of numerous curves, moderate grade changes, and a nearly 5.5-mile
southbound climbing lane that extends though the steeper part of the forest. OR 204 does not run directly
through the city of Weston; however, it forms part of the northern UGB.

GENERAL PAVEMENT CONDITIONS

City Streets

The ODOT Pavements Unit published a 1994 report entitled, Pavement Rating Workshop, Non-National
Highway System. This report thoroughly defines the characteristics that pavements must display to be
categorized as Very Good and so on. The report also provides color photographs of roadways that display
these characteristics, which aids in field investigation and rating of pavement condition. These established
guidelines were employed by David Evans and Associates, Inc., in conducting a subjective evaluation of
pavement condition for all collectors within the city of Weston.

An inventory of the city’s collectors, conducted by David Evans and Associates, Inc., in November 1997,
indicated that pavement on Water Street is in fair condition; Winn Road is in fair condition; Key Road is in
fair condition; Main Street is in fair to poor condition; and Banister Road is in fair condition.

State Highways

The Oregon Department of Transportation’s (ODOT’s) Pavement Unit surveys the State Highway System
on an annual basis. Observed severity levels of certain distress types are used to determine a pavement
condition rating score. These scores are used to stratify pavement segments into five condition categories:
(1) Very Good, (2) Good, (3) Fair, (4) Poor, and (5) Very Poor. The Umatilla County Transportation
System Plan briefly defines these condition categories.

According to the 1997 ODOT Pavement Condition Report, the section of OR 204 that runs along the Weston
UGB is in fair condition.

BRIDGES

The Oregon Department of Transportation maintains an up-to-date inventory and appraisal of Oregon
bridges. Part of this inventory involves the evaluation of three mutually exclusive elements of bridges. One
element identifies which bridges are structurally deficient. This is determined based on the condition rating
for the deck, superstructure, substructure, or culvert and retaining walls. It may also be based on the
appraisal rating of the structural condition or waterway adequacy. Another element identifies which bridges
are functionally obsolete. This element is determined based on the appraisal rating for the deck geometry,
under clearances, approach roadway alignment, structural condition, or waterway adequacy. The third
element summarizes the sufficiency ratings for all bridges. The sufficiency rating is a complex formula
which takes into account four separate factors to obtain a numeric value rating the ability of a bridge to
service demand. The scale ranges from zero to 100 with higher ratings indicating optimal conditions and
lower ratings indicating insufficiency. Bridges with ratings under 55 may be nearing a structurally deficient
condition.
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There are a total of six bridges within the city of Weston, all crossing Pine Creek. Five of these bridges are
Jcity-owned and maintained, with the remaining bridge under county jurisdiction. The ODOT bridge
inventory information indicates that none of the six bridges are currently deficient. No bridge improvements
are scheduled within Weston under ODOT’s 2000-2003 STIP Update.

PEDESTRIAN SYSTEM

The most basic transportation option is walking. Walking is the most popular form of exercise in the United
States and can be performed by people of all ages and all income levels. However, it is not often considered as
a means of travel. Because pedestrian facilities are generally an afterthought, they are not planned as an
essential component of the transportation system.

The relatively small size of Weston indicates that walking could be employed regularly, weather permitting, to
reach a variety of destinations. Encouraging pedestrian activities may not only decrease the use of the personal
automobile, but may also provide benefits for retail businesses. Where people find it safe, convenient, and
pleasant to walk, they may linger and take notice of shops overlooked before. They may also feel inclined to
return to renew the pleasant experience time and again.

As is typical of most towns the size of Weston, the sidewalk system is limited to the older core of the city.
Sidewalks exist along the west side of Water Street between Main Street and Depot Street. Sidewalks that
are in poor condition also exist on both sides of Water Street between Main Street and College Street, and a
broken sidewalk continues on the west side of Water Street to Mill Street. Main Street also has sidewalks
on both sides of the street between Washington Street and Arman Street, as well as painted crosswalks at
each of the intersections. Sidewalks are found on the west side of Franklin Street between Main Street and
JHigh Street, and on the east side of Franklin Street between Pomeroy Street and Wallace Street and on the
north side of Wallace Street between Water Street and Franklin Street, in addition sidewalks exist on the
west side of Washington Street between Wallace Street and Main Street. Sidewalks also partially extend on
the west side of Washington Street between Wallace Street and Mill Street. The last existing section of
sidewalk is located on the west side of Broad Street and partially extends from Wallace Street towards Mill
Street. The existing pedestrian system is shown in Figure 3-2. Sidewalks and other pedestrian facilities are
notably lacking outside of this area. Curb cuts for wheelchair access are largely lacking even where sidewalks
exist.

BIKEWAY SYSTEM

Like pedestrians, bicyclists are often overlooked when considering transportation facilities. Bicycles are not
often considered as a serious mode of transportation. However, cycling is a very efficient mode of travel.
Bicycles take up little space on the road or parked, do not contribute to air or noise pollution, and offer
relatively higher speeds than walking. Because of the small size of Weston, a cyclist can travel to any
destination in town within a matter of minutes.

Bicycling should be encouraged for short trips in order to reduce some of the negative aspects of urban growth
and automobile use. Noise, air pollution, and traffic congestion could be mitigated if more short trips were
taken by bicycle or on foot. Typically, a short trip that would be taken by bicycle is around two miles; on foot,
the distance commonly walked is around one half mile.

Weston currently has no sanctioned bikeways; bicyclists must share the roadways with motorized vehicles. On
) low volume roadways, such as many of the local streets, bicyclists and automobiles can both safely and easily
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use the roadway. On higher volume roadways, particularly the collector streets, safety for the bicyclists is an
important issue.

An impediment to bicycle use is the lack of parking and storage facilities for bikes throughout the city of
Weston.

PUBLIC TRANSPORTATION

The only intercity bus service in Umatilla County is provided by Greyhound bus lines which provides
service along Highway I-84, US 395, and OR 11 within Umatilla County. Greyhound has terminals located
in Hermiston and Pendleton that connect these cities to each other and major population centers outside of
the county. The Hermiston terminal has two departures heading southeast (with stops in Pendleton, La
Grande, Boise, and Salt Lake City); three buses running west to Portland; and two buses heading north on
US 395 to Pasco and Spokane daily. The Pendleton terminal has three departures southeast (with stops in
La Grande, Boise and Salt Lake City); three departures west to Portland; and two departures north to Seattle
via Walla Walla, Pasco, and Spokane daily. The line to Seattle could serve Milton-Freewater as it runs
through the City along OR 11.

Weston has dial-a-ride type transit service available for the transportation disadvantaged. Dial-a-ride service
is defined as door-to-door service initiated by a user’s request for transportation service from their origins to
specific locations on an immediate or advance reservation basis. These services are provided through the
Umatilla County Special Transportation Fund (STF) in Weston.

Weston has no local fixed-route transit service at this time. The small size and low traffic volumes on city
streets indicate that mass transit is not necessary or economically feasible at this time. The TPR exempts cities
with a population of less than 25,000 from developing a transit system plan or a transit feasibility study as part
of their TSPs.

RAIL SERVICE

Weston has no passenger rail service. Until recently, Amtrak service was available in Hermiston and
Pendleton along the rail line that follows the I-84 corridor from Portland to Boise, Idaho and points east.
Amtrak is currently experiencing a funding crisis. As a result, passenger service between Portland and
Denver, including service to cities within Umatilla County, was discontinued in May 1997. This line serves
only freight traffic now.

AlIR SERVICE

The city of Weston is served by Walla Walla Airport in Walla Walla, WA, which is approximately 20 miles
north of Weston, Eastern Oregon Regional Airport in Pendleton, which is approximately 25 miles southwest
of Weston and by Hermiston Municipal Airport, which is approximately 50 miles west of Weston.

Walla Walla Airport is owned and operated by the Port of Walla Walla. Located three miles from
downtown Walla Walla, it is a towe- controlled airport with 25,000 annual enplanements. Passenger service
includes ten scheduled flights per day to Seattle (five daily flights provided by Horizon Airlines and five
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daily flights provided by United Express). The airport is at an elevation of 1,205 feet above Mean Sea Level
jand has three runways varying in length from 6,450 feet to nearly 7,200 feet.

Eastern Oregon Regional Airport in Pendleton is a tower-controlled airport with 40,600 annual operations.
Passenger service includes 16 scheduled flights per day by Horizon Airlines, with flights to Portland and
Seattle. The airfield is also home to 60 locally owned fixed-wing aircraft, four rotor, and eight CH-47
Chinook helicopters with the Oregon Army Air Guard.

The city of Hermiston owns and operates a municipal airport. No commercial flights are available at the
present time, but there is charter service available. The Hermiston Municipal Airport is located 1.5 miles
from downtown Hermiston and had 12,380 annual operations in 1995. The airport is at an elevation of 641
feet above Mean Sea Level and has one runway which is 4,500 feet long and positioned in a northeast-
southwest direction. The airport is often used by businesses such as Simplot, Gilroy Foods, Les Schwab
Tires, UPS, and other large organizations such as PGE, Bonneville Power, and the Army Corps of
Engineers. There is an agricultural spray operation based at the airport, and local residents also use the
airport for recreational purposes.

PIPELINE SERVICE

Although not often considered transportation facilities, pipelines carry liquids and gases very efficiently. The
use of pipelines can greatly reduce the number of trucks and rail cars carrying fluids such as natural gas, oil,
and gasoline. The Pacific Northwest Gas pipeline runs north-south between Weston and Athena. Cascade
Natural Gas provides natural gas to consumers in Weston from this pipeline.

/WATER TRANSPORTATION

Weston has no water transportation services. The nearest commercial port is the Port of Umatilla located in
the northwest corner of the county along the Columbia River.
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CHAPTER 4: CURRENT TRANSPORTATION CONDITIONS

As part of the planning process, the current operating conditions for the transportation system were
evaluated. This evaluation focused primarily on street system operating conditions since the automobile is
by far the dominant mode of transportation in Weston. Census data were examined to determine travel
mode distributions. Traffic counts were used to determine how well traffic is currently flowing.

TRAFFIC VOLUMES

Historic traffic volume counts, documented in the ODOT Traffic Volume Tables, exist for OR 204 near
Weston. ODOT has a permanent count station near the intersection on OR 204 and Water Street.

Average Daily Traffic

The Average Daily Traffic (ADT) on OR 204 near Weston in 1996 was recorded at approximately 1,200
vehicles per day (vpd). East of Weston, 1996 ADTs were approximately 900 vpd.

ADTs are average volumes for the year. Summer is the season when volumes are highest. ODOT data on
OR 204 east of OR 11 indicate that during the summer season, volumes are about 40 to 50 percent higher
than average volumes.

No other daily or hourly traffic data were available for the city streets in Weston, nor were any counts taken,
Because no state highways go through the city, traffic volumes on city streets were expected to be very low,
and capacity deficiencies on city streets do not appear to be an issue in Weston, although discussions with
city staff indicated that there are 20-30 trucks per day that drive through the north part of Weston from
Smith Foods. These trucks use Key Road on their way to OR 204.

Street Capacity

Transportation engineers have established various standards for measuring traffic capacity of roadways or
intersections. Each standard is associated with a particular level of service (LOS). The LOS concept
requires consideration of factors that include travel speed, delay, frequency of interruptions in traffic flow,
relative freedom for traffic maneuvers, driving comfort and convenience, and operating cost. In the 1991
OHP, levels of service were defined by a letter grade from A-F, with each grade representing a range of
volume to capacity (v/c) ratios. A volume to capacity ratio (v/c) is the peak hour traffic volume on a
highway divided by the maximum volume that the highway can handle. If traffic volume entering a highway
section exceeds the section’s capacity, then disruptions in traffic flow will occur, reducing the level of
service.LOS A represents relatively free-flowing traffic and LOS F represents conditions where the street
system is totally saturated with traffic and movement is very difficult. The 1999 OHP maintains a similar
concept for measuring highway performance, but represents LOS by specific v/c ratios to improve clarity
and ease of implementation. Table 4-1 presents the level of service criteria and associated range of v/c ratio
for arterial and collector roadways.
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TABLE 4-1
LEVEL OF SERVICE CRITERIA FOR ARTERIAL AND COLLECTOR STREETS
Service Level" Typical Traffic Flow Conditions

_(v/c Ratio)®

A (0.00-0.48) Relatively free flow of traffic with some stops at signalized or stop sign controlled intersections.
Average speeds would be at least 30 miles per hour.

B (0.49-0.59) Stable traffic flow with slight delays at signalized or stop sign controlled intersections. Average
speed would vary between 25 and 30 miles per hour.

C (0.60-0.69) Stable traffic flow with delays at signalized or stop sign controlled intersections. Delays are

C-D (0.70-0.73) greater than at level B but still acceptable to the motorist. The average speeds would vary
AT petween 20 and 25 miles per hour.

D (0.74-0.83) Traffic flow would approach unstable operating conditions. Delays at signalized or stop sign

D-E (0.84-0.87) controlled intersections would be tolerable and could include waiting through several signal
' 7 cycles for some motorists. The average speed would vary between 15 and 20 miles per hour.

E (0.84-0.97) Traffic flow would be unstable with congestion and intolerable delays to motorists. The average
E-F (0.98-0.99) speed would be approximately 10 to 15 miles per hour.

F (>1.00)  Traffic flow would be forced and jammed with stop and go operating conditions and intolerable
delays. The average speed would be less than 10 miles per hour.

Source: (1)Transportation Research Board, /985 Highway Capacity Manual, Special Report 209. National Research Council.
(2) ODOT, SIGCAP Users Manual. ODOT, 1994,

‘The 1999 Oregon Highway Plan (OHP) establishes mobility standards for the state highway systeml.

Regional Highways, such as OR 204, should operate at a v/c ratio of 0.80 where the speed limit is less than
45 mph.

The traffic operation was determined at a representative intersection (Water Street) along OR 204 using the
1985 Highway Capacity Software for unsignalized intersections. This software is based on the /985
Highway Capacity Manual, Special Report 209, published by the Transportation Research Board. Since all
intersecting streets and driveways are controlled by stop signs in the city, the analysis was performed for an
unsignalized intersection. The peak hour traffic on the highway was assumed to be 10 percent of the 24-
hour ADT volume and the directional split was assumed to be 60/40. Because side street traffic volumes
were unavailable, an assumed volume of 30 vph was used and unsignalized intersection level-of-service

calculations were made for the intersection. The peak hour operations at the intersection are shown in Table
4-2.

TABLE 4-2
SUMMARY OF OPERATIONS AT OR 204 AND WATER STREET
Location Movement 1996 LOS (v/c)
OR 204 and Water St. Westbound; Left A (<0.48)
Northbound; Left and Right A (<0.48)

Note: The level of service is shown for all evaluated movements of the unsignalized intersection.

) 11999 Oregon Highway Plan, Table 6, MAXIMUM VOLUME TO CAPACITY RATIOS OUTSIDE METRO
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In general, the intersection currently operates very well. Traffic on the highway flows smoothly and the left
turn movement to Water Street operates at LOS A. The northbound left and right turns from Water Street to
OR 204 also operate at LOS A. These left turn movement levels of service correlate to maximum v/c ratios
of less than 0.48.

TRANSPORTATION DEMAND MANAGEMENT MEASURES

In addition to inventorying the transportation facilities in Weston, an inventory was performed of any
Transportation Demand Management (TDM) strategies that may currently be in place. TDM strategies are
designed to relieve congestion on the street system by spreading peak hour traffic over a longer period of
time, encouraging the use of alternative modes of transportation (i.e. sidewalks, bike lanes, public transit),
and encouraging the single car driver to ride with others through local carpool programs. Other than the
sidewalk and bicycle facilities that exist in Weston, no formal TDM strategies exist in the City.

This following sections briefiy describe two elements that may impact future transportation demand
management decisions in the City: 1) distribution of departure time to work, and 2) distribution of travel
modes.

Alternative Work Schedules

One way to maximize the use of the existing transportation system is to spread peak traffic demand over
several hours instead of a single hour. Statistics from the 1990 Census show the spread of departure to work
times over a 24-hour period (see Table 4-3). Approximately 26 percent of the total employees (those not
working at home) depart for work between 6:00 and 7:00 a.m. Another 26 percent depart in either the hour
before or the hour after the peak. Therefore, nearly half of all morning commute trips occur between 5:00
a.m. and 8:00 a.m.
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TABLE 4-3
DEPARTURE TO WORK DISTRIBUTION

1990 Census

Departure Time Trips Percent
12:00 a.m. to 4:59 a.m. 9 3.9%
5:00 a.m. to 5:59 a.m. 20 8.8%
6:00 a.m. to 6:59 a.m. 60 26.3%
7:00 a.m. to 7:59 a.m. 40 17.5%
8:00 a.m. to 8:59 a.m. 28 12.3%
9:00 a.m. to 9:59 a.m. 2 0.9%
10:00 a.m. to 10:59 a.m. 2 0.9%
11:00 a.m. to 11:59 a.m. 3 1.3%
12:00 p.m. to 3:59 p.m. 33 14.5%
4:00 p.m. to 11:59 p.m. 31 13.6%
Total 228 100.0%

Source; US Bureau of Census..

Assuming an average nine-hour workday, the corresponding afternoon peak can be determined for work
trips. Using this methodology, the peak work travel hour would occur between 3:00 and 4:00 p.m., which
corresponds with the peak hour of activity measured for traffic volumes.

Travel Mode Distribution

Although the automobile is the primary mode of travel for most residents in the Weston area, some other
modes are used as well. Modal split data is not available for all types of trips. The 1990 Census statistics
that were reported for journey to work trips are shown in Table 4-4 and reflect the predominant use of the
automobile in this area.

In 1990, 89.3 percent of all trips to work were in a private vehicle (auto, van, or truck). Trips in single-
occupancy vehicles made-up 74.2 percent of these trips, and carpooling accounted for 15.1 percent.

Bicycle usage was fairly average (approximately 0.9 percent) in 1990. Since the census data do not include
trips to school or other non-work activities, overall bicycle usage may be greater. None of Weston roadways
include dedicated bicycle lanes. Dedicated bicycle lanes can encourage bicycle commuting, as can other
facilities such as bicycle parking, showers, and locker facilities.

Pedestrian activity was also relatively high (6.8 percent of trips to work) in 1990. Statewide, 4.2 percent of
trips to work were made on foot. Again, the census data only report trips to work; trips to school or other
non-work activities are not included.
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TABLE 4-4

JOURNEY TO WORK TRIPS
1990 Census

Trip Type Trips Percent
Private Vehicle 207 88.1%

Drove Alone 189 91.3%

Carpooled 18 8.7%
Public Transportation 0 0%
Motorcycle 1 0.4%
Bicycle 2 0.9%
Walk 16 6.8%
Other 2 0.9%
Work at Home 7 3.0%
Total 235 100.0%

Source: US Bureau of Census.

ACCIDENT ANALYSIS

ODOT collects detailed accident information on an annual basis along all state highways. However, no state

highways run through the Weston city limits. Therefore, no state-generated accident information exists for
the city of Weston.
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CHAPTER 5: TRAVEL FORECASTS

The traffic volume forecasts for Umatilla County and its municipalities are based on historic growth of the state
highway system taking into account historic and projected population growth. Forecasts were only prepared for

the state highway system in the county, since the volumes on these roadways are much higher than on any of
the county roads.

LAND USE

Land use and population growth plays an important part in projecting future traffic volumes. Population
forecasts were developed to help determine future transportation needs since the amount of growth and where it
occurs will affect traffic and transportation facilities in the study area. The population analysis presented here

is not intended to provide a complete economic forecast or housing analysis, and it should not be used for any
purpose other than that for which it was designed.

The population projections for Umatilla County are based on historic growth rates, the original population and
employment forecasts made by the State of Oregon Office of Economic Analysis (OEA), and a recent study *

identifying new economically-driven factors that will result in a higher population total than what was initially
projected in the DEA forecast.

Both historic and projected population estimates for Umatilla County, Weston, and seven other cities in the
county are summarized in Table 5-1. Factors that will affect the future growth rates of the county and

incorporated cities include employment opportunities, available land area for development, and community
efforts to manage growth.

TABLE 5-1
UMATILLA COUNTY POPULATION TRENDS

199¢6" 20172

1970 1980! 1990* Estimate  Projected

Umatilla County 44,923 58855 59,249 65,500 80,073

Incorporated Cities

Weston 660 719 606 680 730

Adams 219 240 223 260 310

Athena 872 965 997 1,105 1,360

Echo 479 624 499 530 660

Helix 152 155 150 185 230

Pilot Rock 1,612 1,630 1,478 1,570 1,650

Stanfield 891 1,568 1,568 1,755 2,490

Ukiah NA 249 250 280 340
Sources:

1) Portland State University Center for Population Research and Census.

2) The population forecast shown for the county has been officially adopted, however there is no
official breakdown in population for the incorporated cities in the county. The projected
population numbers shown for the eight cities are based on the initial OEA forecast, solely for the
purpose of producing travel forecasts for these cities.

% Umatilla County Population Analysis, December 16, 1998, produced by David Evans and Associates, Inc

5-1



Weston Transportation System Plan June 2001

Umatilla County recently worked with the OEA to increase the official population projections for the county.

\)Even though higher estimates have been adopted for the county than were used for the forecasting in this
document, the new estimates will not impact travel projections for the TSP. This is because travel forecasts
are based primarily on historic traffic levels taking into account population and land use. The difference
between the original estimates and new official estimates is not great enough to impact travel projections.

A detailed description of existing and future land use projections, including the methodology and data sources
used, is contained in the Umatilla County Population Analysis located in Appendix C. This appendix contains
both the original estimates of the OEA and the new official estimates for the county.

As mentioned, Umatilla County has adopted new population estimates for the county as a whole. The new
estimates have been disaggregated to determine how much growth is likely to occur in each city.

Historic Growth

The population of Umatilla County has grown since the 1970s, with significantly slower growth in the
1980s, reflecting a general slowdown in the state’s economy. Helix, Pilot Rock, and Weston actually
experienced a net population loss between 1970 and 1990. The number of people residing in Weston nearly
doubled between 1970 and 1980. This population growth may have been fueled by some significant housing
developments and the location of several food processing plants in Weston during this time.

Estimated at 65,500 in 1997, the population of Umatilla County has grown relatively rapidly since the 1990
Census, with an average annual growth rate of 1.44 percent. Most of the jurisdictions in Umatilla County
have grown at a healthy rate, comparable to the annual growth rate of 1.44 percent for the county overall.

)Since 1990, Weston has grown at a slightly faster rate than the county as a whole, with an average growth
rate of 1.9 percent per year.

Projected Growth

The State Office of Economic Analysis prepared long-term population projections by county, but since the
county has not yet allocated adopted population numbers to incorporated cities, preliminary population
forecasts for the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock, Stanfield, Ukiah, and Weston
were developed in five-year increments based on the initial OEA population forecast. (See Umatilla County
Population Discussion — Appendix C.) This was done only for the purpose of producing the future traffic
forecast and should not be used for anything other then the intended purpose.

Although the city of Weston experienced a higher growth rate than the county between 1990 and 1996, the
projections extrapolated from OEA’s county projections show a general slowdown. Weston’s population is
expected to grow by .5 percent per year over the next 20 years, which will add 50 people to its population
projected to be 730 people by 2017.

Overall, Umatilla County is also expected to experience healthy rates of population growth, averaging nearly
I percent annually over the next 20 years. The western portion of Umatilla County is expected to grow
faster than the rest of Umatilla County,. However, like much of rural Oregon, the economy of Umatilla
County remains largely seasonal, with nearly one-quarter of all employment agriculture-based. This makes
population projections difficult, and are not likely to be as stable as the forecasts imply.
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TRAFFIC VOLUMES

Traffic volume projections for the year 2018 are based on historic growth trends of highway volumes taking
into account current and future land use projections.

Historic

Before projecting future traffic growth, it is important to examine past growth trends on the Weston roadway
system. Historic data are only available for the state highway system near Weston; however, these roadways
carry far more traffic than any other roads in the City. The Oregon Department of Transportation (ODOT)
collects traffic count data on the state highways (rural and urban sections) every year at the same locations.
These counts have been conducted at one location along OR 204 (Weston-Elgin Highway) near the northern
UGB in Weston at ODOT’s permanent recorder station.

Historical growth trends on OR 204 near Weston’s northern UGB were established using the average annual
daily traffic (AADT) volume information presented in the ODOT Traffic Volume Tables for the years 1976
through 1996. The AADT volumes were obtained for each of these years at ODOT’s permanent recorder
station along the highway near Weston. Using a linear regression analysis of the average AADT volumes
between 1976 and 1996, an average annual growth rate was determined. Table 5-2 summarizes the historic
average growth rate on each of these sections.

TABLE 5-2
HISTORIC TRAFFIC GROWTH RATES ON STATE HIGHWAYS

Average Annual

Total Growth

Highway Section Growth Rate )
1976-1996 1976-1996
OR 204 (Weston-Elgin Highway)
ODOT permanent recorder station (#30-012) 1.80% 42.9%

near Weston’s northern UGB
Source: ODOT 1976-1996 Transportation Volume Tables; information compiled by DEA.

Based on annual volumes from ODOT’s permanent recorder station near Weston’s northern UGB over the 20-
year period from 1976 to 1996, the annual growth rate on OR 204 near Weston has averaged approximately 1.8
percent per year.

Traffic growth on the highway exceeded the population growth in Weston itself, which was negative
(-0.4 percent per year) from 1970 to 1990. Weston experienced a growth spurt between 1990 and 1996
where population growth averaged 1.9 percent per year (the result of an increase of 74 residents over the six
years). Traffic growth on the highway increased at a rate of 3.1 percent per year during that same period.
Typically, the rate of traffic growth is twice that of population growth.

Future Traffic Volumes
Based on the official OEA estimates for the county, the population of Weston is forecast to grow at a rate of

0.5 percent per year over the next 20 years. This represents a slow-down in growth compared with the last
few years, and is more consistent with Weston’s fong-term historic growth rate. It was decided that the most
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_ appropriate growth rate to project future traffic is that rate which was calculated from the historic traffic
) growth and not those rates that were calculated from the historic and future population forecasts. Using the
same linear regression analysis used to calculate the historic growth rate of traffic, forecasts were made for

the years 1996 through 2018. Traffic volumes are expected to grow at a rate of 1.8 percent per year (47.9
percent by the year 2018) to 1,775 vpd on the highway.

It is important to note that using the historical growth trends assumes that future traffic patterns will remain
consistent with historical patterns, without consideration of future planned developments.

The forecast future traffic volumes and total growth from 1996 to 2018 are shown in Table 5-3.

TABLE 5-3
FORECAST TRAFFIC VOLUMES AND TOTAL GROWTH ON STATE HIGHWAYS
1996 ADT 2018 ADT Total Growth
Location (vehicles/day) (vehicles/day) 1996-2018
OR 204 (Weston-Elgin Highway)
ODOT automatic recorder station (#30-012) near Weston 1,200 1,775 47.9%

Source: ODOT 1976-1996 Transportation Votume Tables; compiled by DEA.

HIGHWAY SYSTEM CAPACITY

For the year 2018, unsignalized intersection analyses were performed using the overall growth (47.9
percent) expected on OR 204 at the same intersection in Weston for which the existing conditions were
analyzed. The analyses indicated that all the intersection is expected to exceed ODOT level of service
standards over the 20-year forecast period. The results of the unsignalized intersection analyses are shown in
Table 5-4. Traffic operations were determined at the intersection using the 1985 Highway Capacity
Software for unsignalized intersections. This software is based on the 1985 Highway Capacity Manual,
Special Report 209, published by the Transportation Research Board.

TABLE 5-4
SUMMARY OF FUTURE OPERATIONS AT OR 204 AND WATER STREET
Location Movement 1996 LOS (v/c) 2018 LOS (v/c)
OR 204 and Water St. Westbound; Left A (<0.48) A (<0.48)
Northbound; Left and Right A (<048 A (<0.48)

Note: The level of service is shown for all evaluated movements of the unsignalized intersection.

Analysis Results

Traffic movement volumes at the intersection of OR 204 and Water Street are forecast to increase by
approximately 48 percent over the 20-year forecast period. However, all traffic movements at the
intersection are expected to continue to operate at LOS A (<0.48 v/c) throughout the 20-year forecast period.




CHAPTER 6: IMPROVEMENT OPTIONS ANALYSIS

As required by the Oregon TPR, transportation alternatives were formulated and evaluated for the Weston
TSP. These potential improvements were developed with input from the TAC, Management Team, county
and city officials, and the public. Each of the transportation system improvement options was developed to
address specific deficiencies, access, or safety concerns and attempt to address the concerns specified in the
goals and objectives (Chapter 2).

The following list includes all of the potential transportation system improvements considered.
Improvement options two and three are illustrated in Figure 6-1.

1. Revise zoning code to allow and encourage mixed-use development and redevelopment.
Establish a roadway maintenance and improvement program.

Umatilla County roadway project (Key Road).

2

3

4. Construct a bike path in the southwest section of town.

5. Transportation plans for access to future park south of the city.
6

Implement transportation demand management strategies.

The proposed transportation system improvements evaluated for the Weston TSP include state highway,
county, and local road projects. It should be noted that not all of the transportation improvement
options recommended along the county and state systems have identified funding. Therefore,
recommended transportation improvements cannot be considered as committed projects, but are
subject to the county’s and ODOT’s abilities to meet these current and future needs financially.

EVALUATION CRITERIA

The evaluation of the potential transportation improvements in the city of Weston was based on a qualitative
review of four factors: 1) safety; 2) access; 3) environmental factors, such as air quality, noise, and water
quality; and 4) socioeconomic and land use impacts, such as community livability, right-of-way
requirements and impacts on adjacent lands.

A fifth factor in the evaluation of the potential transportation improvements was cost. Costs were estimated
in 1998 dollars based on preliminary alignments for each potential transportation system improvement.

STATEWIDE TRANSPORTATION IMPROVEMENT PROGRAM PROJECTS

The Oregon Department of Transportation (ODOT) has a comprehensive transportation improvement and
maintenance program that covers the entire state highway system. The Statewide Transportation
Improvement Program (STIP) identifies all the highway improvement projects in Oregon. The STIP lists
specific projects, the counties in which they are located, and their construction year.

The 2000 to 2003 STIP Update, recently released by ODOT Region 5, identifies one improvement just north
of Weston. The project involves pavement reconstruction, guardrail improvements, and minor realignment
of the Weston-Elgin Highway (OR 204) from OR 11 north of the City to Basket Mountain Road, east of the
City. The total cost of the project is estimated at $3,857,000 and is scheduled for construction in the year
2001. This STIP project is shown in Figures 6-1.

6-1



Weston Transportation System Plan June 2001

COUNTY TRANSPORTATION IMPROVEMENT PROJECTS

The Umatilla County Roadway Department has identified a potential roadway improvement along Kirk Rd.
(County Rd. # 648), between the east UGB of Weston and the Weston-Elgin Highway. Improvements
include realignment of certain sections of road, adding shouliders, and repaving the entire roadway. The

project length is around 5.6 miles and is estimated to cost around $600,000 to implement. This county
project is also shown in Figure 6-1.

IMPROVEMENT OPTIONS EVALUATION

Through the transportation analysis and input provided from the public involvement program, multiple
improvement projects were identified.

Option 1. Revise Zoning Code to Allow and Encourage Mixed-Use Development and Redevelopment

One of the goals of the Oregon TPR is to reduce the reliance on the automobile. One way city jurisdictions
can do this is through amendments in zoning and development codes to permit mixed-use developments and
increases in density in certain areas. Mixed-use refers to development that contains more than one type of
land-use, e.g., residential and commercial. Specific amendments would allow small-scale commercial uses
within residential zones or residential uses within commercial zones. Such code amendments can encourage

residents to walk and bicycle throughout the community by providing shorter travel distances between land
uses.

JThese code revisions are generally more effective in medium to large sized cities with populations of 25,000
and over, and in cities such as Weston, they are probably not appropriate. Because of Weston’s size, the
decision of what mode of transportation to use when making a trip inside the City is not influenced by
distance. The longest distance between city limit boundaries in Weston is a little over one mile, a distance

short enough to walk, ride a bike, or drive. Distances between different land uses, such as residential and
commercial, are even shorter.

Changing zoning to allow mixed-use development and increased density may have some effect on
development in Weston. Population is projected to increase by 7.4 percent (50 additional residents) in the

next 20 years. Higher density can result in the provision of lower cost housing to serve the town’s growing
population.

No direct costs are associated with making the zoning code amendments.

Revisions to zoning and development codes to allow for increased density are recommended. The City of
Weston Comprehensive Plan, Zoning Ordinance, and Land Division Ordinance have also been amended in

concurrence with the TSP revisions to address applicable TPR requirements, including the addition of
provisions to implement the TSP,

Option 2. Establish a Roadway Maintenance and Improvement Program

Many of the local streets in Weston need paving or repaving. In June 1998, the city of Weston received an
estimate from Humbert Asphalt Inc., an asphalt laying company based in Milton-Freewater, to pave or

6-2



LEGEND:

POTENTIAL IMPROVEMENT

------ URBAN GROWTH BOUNDARY
CITY LIMITS
T Z
o é“/)"s 1P eROJECT:
‘\\@d‘ m PAVEMENT RECONSTRUCTION,
“-‘J GUARDRAIL IMPROVEMENTS,
o AND MINOR REALTGNMENT.
g
= >

OFTION 3:

UMATILLA COUNTY

ROADWAY PROJECT

(KBY ROAD)

7
i
|
|
OPTION Z: !
PAVE ROADWAYS }
| 3P
; e
! z
1 @ B | WIDEN, ALIGN, ADD
{ 5 SHOULDERS, AND REPAVE
l [
] L\
“-.._h‘"""""— BAIIER A, Vs N

AL

=

L

{
!
I
)
|

OWARL

DAVID EVANS .

AND ASSOCIATES,

a28al §.W. CORBETT AVENUE
PONTLAND, OR. gysciyiyo (503) 225-6663

0

NORTH

(NOT TO SCALE)

FIGURE 6-1

Potential Transportation
System [mprovements
-Weston

City of Weston TSP

UMCOeo0or/WTON6-1.DGN/TNT/o8-r798




repave many local streets. A total of 14 projects have been identified in this estimate. Table 6-1 describes
each of these projects including total pavement width, project length, and total construction cost.

TABLE 6-1
STREET PAVING PROJECTS FOR THE CITY OF WESTON

Project Pavement Project

No. Description/Location Width* Length Total Cost
2A Washington St. (Bannister Rd. to Pomeroy St.) 18 feet 2,300 feet $34,360
2B Main St. (Water St. to Franklin St.) 50 feet 250 feet $10,380
2C South Broad St. (Wallace St. to 1,112 feet south) 18 feet 1,112 feet $16,610
2D Franklin St. (Wallace St. to High St.) 36 feet 290 feet $8,660
2E Franklin St. (High St. to Main St.) 36 feet 215 feet $6,420
2F Franklin St. (Main St. to 2nd Bridge) 25 feet 1,000 feet $20,750
2G Franklin St. (2nd Bridge to 2nd St.) 20 feet 836 feet $13,880
2H Franklin St. (2nd St. to Water St.) 18 feet 440 feet $6,570
21 Water St. (Depot St. to Pomeroy St.) 36 feet 1,700 feet $50,800
2] Water St. (Pomeroy St. to Main St.) 37 feet 330 feet $10,130
2K Water St. (Main St. to High St.) 40 feet 226 feet $7,500
2L Water St. (High St. to Wallace St.) 36 feet 324 feet $9,680
2M Water St. (Wallace St. to end of curb) 36 feet 350 feet $10,460
2N Water St. (End of curb to Washington St.) 36 feet 1,265 feet $37,800
20 First St. (Water St. to Franklin St.) 20 feet 240 feet $3,980
2P Arman St. (Main St. to Pomeroy St.) 20 feet 250 feet $4,150
2Q West Mill St. (Water St. to Washington St.) 20 feet 261 feet $4.330
Total $256,460

Note: *The pavement width specified may be less than the actual street width in areas where gravel is provided along the
shoulder(s) for on-street parking.

It should be noted that the pavement widths and total costs for several projects have been modified from the
original estimate performed by Humbert Asphalt, Inc. This was done to ensure that all city street upgrades
conform to the recommended street standards identified in Chapter 7. Most changes included establishing a
minimum pavement width of 18 feet for local streets and a minimum pavement width of 36 feet for collector
streets. In areas where the existing street pavement width exceeds the minimum requirements, the existing
width was used in the estimate assuming a total asphalt overlay of the roadway.

The cost estimates for the projects identified above assume a construction cost of $0.83 per square foot of
pavement area. This includes cutting and cleaning the edges of streets, patching pot holes, tacking,
preleveling the entire street with an average of 1 inch of asphalt, and then overlaying the entire street with 2
inches of asphalt, for a total asphalt overlay of around 3 inches.

Funding for these roadway projects will be provided by the City as funds become available.
Paving or repaving the city streets will improve the efficiency and aesthetics of the local street system,

reduce air pollution from dust, and improve the general livability for the city residents. For these reasouns,
all street paving projects are recommended. The succession of these projects should be decided upon by the
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City through a process of prioritization. It is also recommended that each of these projects include the
- addition of a pedestrian facility in accordance with the recommended street design standards for local and
collector streets. However, this may not be possible due to limited city funds.

Option 3. Umatilla County Roadway Project (Key Road)

The Umatilla County Roadway Department has plans to improve Key Road between OR 11 and Water
Street. The reason for including this county project as a street improvement option is because a portion of it
falls within the UGB and city limits. This project has been ranked by the county as having the highest
priority. Improvements will include roadway widening, alignment and shoulder work, and new pavement.
This project is displayed in Figure 6-1.

The cost for these improvements is estimated to be $300,000.

This project is recommended as it would improve the connection between Weston and OR 11 and major
destinations.

Option 4. Implement Transportation Demand Management Strategies

Transportation demand management (TDM) strategies change the demand on the transportation system by
providing facilities for modes of transportation other than single occupant passenger vehicles, implementing
carpooling programs, altering work shift schedules, and applying other transportation measures within the
community. The TPR recommends that cities evaluate TDM measures as part of their TSP.

TDM strategies are most effective in large, urban cities; however, some strategies can still be useful in small
cities such as Weston. For example, staggering work shift schedules at local businesses may not be
appropriate in Weston since there are a limited number of large employers in the area. However, provisions
for alternative modes of transportation, such as sidewalks and bike lanes, and implementing a countywide
carpooling program can be beneficial for residents of the City.

Weston can implement TDM strategies by requiring all future street improvement projects to include the
addition of some sort of pedestrian facility, such as new sidewalks or walkways, which will effectively

separate pedestrians from motorized traffic. All new street improvement projects should also consider
bicycle lanes as well.

Implementing a local carpool program that only serves Weston would not be effective due to the City’s
geographical size and people living and working in different locations. However, a countywide carpool
program is feasible. Residents who live in Weston and residents who live in other cities and rural areas
should be encouraged to carpool with a fellow coworker or someone who works in the same area.

Although the primary goal of these measures is to reduce the number of vehicle trips made within the City,
especially during peak periods, street capacity for automobiles and trucks is generally not an issue in
Weston. At the same time, providing adequate facilities for pedestrians and bicyclists increases the
livability of a city, and improves traffic and pedestrian safety. With more emphasis on walking or biking in

the City, conditions such as air quality and noise levels would be improved as well. Therefore, this option is
recommended.

] . S . . .
Costs associated with implementing TDM strategies were not determined.




SUMMARY

Table 6-2 summarizes the recommendations of the street system modal plan based on the evaluation process
described in this chapter. Chapter 7 discusses how these improvement options fit into the modal plans for
the Weston area.

TABLE 6-2
TRANSPORTATION IMPROVEMENT OPTIONS: RECOMMENDATION SUMMARY
Option Recommendation
1. Revise zoning code to allow and encourage mixed-use development and ¢ Implement
redevelopment
2. Establish a roadway maintenance and improvement program ¢ Implement
Umatilla County roadway project (Key Road improvements) ¢ Implementation by
county
4. Implement transportation demand management strategies s Implement




CHAPTER 7: TRANSPORTATION SYSTEM PLAN

The purpose of this chapter is to provide detailed operational plans for each of the transportation systems
within the community. The Weston TSP covers all the transportation modes that exist and are
interconnected throughout the urban area. Components of the TSP include street classification standards,
access management recommendations, transportation demand management measures, modal plans, and a
system plan implementation program.

STREET DESIGN STANDARDS

Street design standards ensure the design of a roadway supports its intended function. The function is
determined by operational characteristics such as traffic volume, operating speed, safety, and capacity.
Street standards institute design parameters necessary to provide a community with roadways which are
relatively safe, aesthetic, and easy to administer when new roadways are planned or constructed. They are
based on experience, and policies and publications of the profession.

Existing Street Standards

The city of Weston has no designated street design standards. There are also no standards for bike or
pedestrian facilities.

Recommended Street Standards

The development of the Weston TSP provides the City with an opportunity to review and revise street
design standards to more closely fit with the functional street classification, and the goals and objectives of
the TSP. The recommended street standards for all types of functional classifications are shown graphically
in Figure 7-1 through Figure 7-2, and are summarized in Table 7-1. Further discussion of each type of street
standard follows below.

Since the Weston TSP includes all land within the Urban Growth Boundary (UGB), the recommended street
standards should be applied in the outlying areas outside the city limits and within the UGB. Although these
outlying areas may presently have a rural appearance, these lands will ultimately be part of the urban area.
Retrofitting rural streets in these areas as well as all rural streets within the city limits to urban standards in
the future is expensive and controversial; it is more efficient to build them to an acceptable urban standard.

TABLE 7-1
RECOMMENDED STREET DESIGN STANDARDS

Pavement Right-of-Way Min. Posted
Classification Width Width Speed
Residential — Option | 25-28 fi. 49-56 ft. 15-25 mph
Residential — Option 2 211t 45-49 ft. 15-25 mph
Residential — Option 3 _ _ 32-34ft. . 56-62 fi. _15-25mph
Alley e 12-16 16-20 ft. . 15mph
Collector 36-38 ft. 60-66 ft. 25-35 mph
Arterial 52 ft. 78-88 ft. 45 mph
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Sidewalks shall be provided on arterial streets and should be included on all urban streets as an important

j component of the pedestrian system, unless the costs of sidewalks are excessively disproportionate to the
need or probable use. Ideally, sidewalks should be buffered from the street by a planting strip to eliminate
obstructions in the walkway, provide a more pleasing design, and provide a buffer from traffic. When
sidewalks are located directly adjacent to the curb, they can include such impediments as mailboxes, street
light, and sign poles, which reduce the effective width of the walk. To maintain a safe and convenient
walkway for at least two adults, a 5 foot sidewalk should be used in residential areas.

Residential Streets

The design of a residential street affects its traffic operation, safety, and livability. The residential street
should be designed to enhance the livability of the neighborhood while accommodating less than 1,200
vehicles per day. Design speeds should be 15 to 25 mph. When traffic volumes exceed approximately 1,000
to 1,200 vehicles per day, the residents on that street will perceive the traffic as a noise and safety problem.
To maintain neighborhoods, local residential streets should be designed to encourage low speed travel and to
discourage through traffic. Narrower streets discourage speeding and through traffic as well as improve
neighborhood aesthetics. They also reduce right-of-way needs, construction costs, stormwater run-off, and
the need to clear vegetation.

Three recommended street standard options are provided for residential streets, as shown in Figure 7-2.
Each option provides a minimum of 20 feet of pavement and provides varying degrees of on-street parking,.
Paved walkways and planting strips shall be provided unless (a) the City determines they are precluded by
physical constraints, such as steep slopes, wetlands, waterways, existing structures and mature trees, or (b)
the city is unable to establish a rough proportionality between this requirement, and the nature and extent of
) impacts of the proposed development, in accordance with Dolan v. City of Tigard (US Supreme Court,
1994). The City should choose one of these options for each residential street based on the existing right-of-
way and neighborhood character.

Option 1

This first option for a local residential street is a 25-28 foot paved roadway surface within a 49 to 56
foot right-of-way. This standard will accommodate passage of one lane of moving traffic in each
direction and a seven-foot parking strip on each side. Five to six foot sidewalks and seven to eight foot
planting strips should be provided on each side of the roadway. The planting strips may be graded to
accommodate parking in appropriate locations.

Option 2

This option provides a 21 foot paved roadway surface within a 45 to 49 foot right-of-way. This standard
will accommodate passage of one lane of moving traffic in each direction, with an eight foot paved
parking strip on one side. Five to six foot sidewalks and seven to eight foot planting strips should be
provided on each side of the roadway.

Option 3

A third option for a residential street provides a 32 —34 foot paved roadway within a 56 to 62 foot right-
of-way. This standard will accommodate passage of one lane of moving traffic in each direction, with
seven-foot paved parking present along both sides of the road. Five to six foot sidewalks should be
provided on both sides of the roadway in addition to seven to eight foot planting strips.
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Alleys

Alleys can be a useful way to diminish street width by providing rear access and parking to residential,
commercial, and industrial areas. Including alleys in a residential subdivision allows homes to be placed
closer to the street and eliminates the need for garages to be the dominant architectural feature. This pattern,
once common, has been recently revived as a way to build better neighborhoods. In addition, alleys can be
useful in commercial and industrial areas, allowing access by delivery trucks off the main streets. Alleys
should be encouraged in the urban area of Weston. Alleys should be 12 to 16 feet wide, with a 16 to 20 foot
right-of-way (see Figure 7-1).

Cul-de-Sac Streets

Cul-de-sac, or “dead-end” residential streets are intended to serve only the adjacent land in residential
neighborhoods. These streets should be short (less than 400 feet long) and serve a maximum of 20 single-
family houses. Because the streets are short and the traffic volumes relatively low, the street width can be
narrower than a standard residential street, allowing for the passage of two lanes of traffic when no vehicles
are parked at the curb and one lane of traffic when vehicles are parked at the curb.

Because cul-de-sac streets limit street and neighborhood connectivity, they should only be used where
topographical or other environmental constraints prevent street connections. Where cul-de-sacs must be
used, pedestrian and bicycle connections to adjacent cul-de-sacs or through-streets should be included.

Collector Streets

Collectors are intended to carry between 1,200 and 10,000 vehicles per day, including limited through-
traffic, at a design speed of 25 to 35 mph. A collector can serve residential, commercial, industrial, or mixed
land uses. Collectors are primarily intended to serve local access needs of residential neighborhoods by
connecting local streets to arterials. Bike lanes are typically not needed in smaller cities like Weston due to
slower traffic speeds and low traffic volumes. The recommended street standard provided for collectors, is
shown in Figure 7-1. This recommended standard provides one lane of moving traffic in each direction plus
parking on both sides and can also be striped to provide two travel lanes plus left-turn lanes at intersections
or driveways by removing parking for short distances. Five to six-foot sidewalks should be provided on
each side of the roadway. A planting strip has been included with a width of seven to eight feet, which may
be used as parking. In the commercial zoning districts, including Downtown and mixed-use districts that
permit commercial uses, a minimum of nine (9) foot wide curb-tight paved walkway with tree wells for
street trees shall be installed instead of a walkway and planting strip. A least six (6) feet of walkway width
shall be unobstructed by tree wells, poles, signs, fire hydrants, mailboxes, benches and other permanent
objects. Obstructions shall not be placed in a manner that they impair visibility by motorists.
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Arterial Streets

Arterial streets form the primary roadway network within and through a region. They provide a continuous
roadway system that distributes traffic between different neighborhoods and districts. Generally, arterial
streets are high capacity roadways that carry high traffic volumes with minimal localized activity. Design
speeds should be between 25 and 45 mph (see Figure 7-1). The recommended design standard for arterial
streets provides a 52-foot paved surface within a 78-88-foot right-of-way to allow for two 12-foot travel
lanes, two six-foot bike lanes, and two eight-foot parking lanes. The bike lanes should be striped between
the parking lane and the travel lane. Six to ten-foot sidewalks should be provided on each side of the
roadway. A planting strip has been included with a width of seven to eight feet. In the commercial zoning
districts, including Downtown and mixed-use districts that permit commercial uses, a minimum of nine 9
foot wide curb-tight paved walkway with tree wells for street trees shall be installed instead of a walkway
and planting strip. A least six (6) feet of walkway width shall be unobstructed by tree wells, poles, signs,
fire hydrants, mailboxes, benches and other permanent objects. Obstructions shall not be placed in a manner
that they impair visibility by motorists.

Bike Lanes

In cases where a bikeway is proposed within the street right-of-way, 6 feet of roadway pavement should be
striped on each side of the street and reserved for bike lanes. The striping should be done in conformance with
the State Bicycle and Pedestrian Plan (1995). In cases where curb parking will exist with a bike lane, the bike
lane will be located between the parking and travel lanes. In some situations, curb parking may have to be
removed to permit a bike lane.

) Bikeways should be added when a new street is built or improvements are made to existing streets.

On arterial and collector streets that are not scheduled to be improved as part of the street system plan, bike
lanes may be added to the existing roadway to encourage cycling, or when forecast traffic volumes exceed
2,500 to 3,000 vehicles per day. The striping of bike lanes on streets that lead directly to schools should be
high priority.

Sidewalks

A complete pedestrian system should be implemented in the urban portion of Weston. Every arterial street
shall have sidewalks on both sides of the roadway as shown on the cross sections in Figure 7-1 through Figure
7-3, and every urban street should have sidewalks on both sides of the roadway unless the cost of providing
sidewalks is excessively disproportionate to the need or probable use. Sidewalks on residential streets should
be at least 5 feet wide. In addition, pedestrian and bicycle connections should be provided between any cul-de-
sac and other dead-end streets.

Another essential component of the sidewalk system is street crossings. Intersections must be designed to
provide safe and comfortable crossing opportunities. Tools to accomplish this include crosswalks, signal
timing (to ensure adequate crossing time) when traffic signals are present, and other enhancements such as curb
extensions, which are used to decrease pedestrian crossing distance and act as traffic calming measures.




Street Connectivity

Street connectivity is important because a well-connected street system provides more capacity and better
traffic circulation than a disconnected one. Developing a grid system of relatively short blocks can minimize
excessive volumes of motor vehicles along roads by providing a series of equally attractive or restrictive
travel options. Short block sizes also benefit pedestrians and bicyclists by shortening travel distances and
making travel more convenient. The average block sizes within the City’s grid system range between 275 and
350 feet square, which are ideal block sizes. To ensure that this pattern of development continues into the
future, 2 maximum block perimeter of 1,200 feet is recommended. This feature is critical to Weston’s
continued livability.

ACCESS MANAGEMENT

Access management is an important tool for maintaining a transportation system. Too many access points can
diminish the function of an arterial, mainly due to delays and safety hazards created by turning movements.
Traditionally, the response to this situation is to add lanes to the street. However, this can lead to increases in
traffic and, in a cyclical fashion, require increasingly expensive capital investments to continue to expand the
roadway.

Reducing capital expenditures is not the only argument for access management. Additional driveways along
arterial streets lead to an increased number of potential conflict points between vehicles entering and exiting the
driveway, and through vehicles on the arterial streets. This increases vehicle delay, deteriorates the level of
service on the arterial, and reduces safety.

Research has shown a direct correlation between the number of access points and collision rates. In addition,
the wider arterial streets that can ultimately result from poor access management can diminish the livability of a
community. Therefore, it is essential that all levels of government maintain the efficiency of existing arterial
streets through better access management.

Access Management Techniques
The number of access points to an arterial can be restricted through the following techniques:
* Restrictions on spacing between access points (driveways) based on the type of development and the
speed along the arterial.
® Sharing of access points between adjacent properties.
e Providing access via collector or local streets where possible.
e Constructing frontage roads to separate local traffic from through-traffic.
* Providing service drives to prevent spill-over of vehicle queues onto the adjoining roadways.
* Providing acceleration, deceleration, and right-turn onty lanes.

* Offsetting driveways to produce T-intersections to minimize the number of conflict points between
traffic using the driveways and through traffic.

* Installing median barriers to control conflicts associated with left-turn movements.

* Installing barriers to the property along the arterial to restrict access width to a minimum,
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Recommended Access Management Standards

Access management is hierarchical, ranging from complete access control on freeways to increasing use of
streets for access purposes to including parking and loading at the local and minor collector level. Table 7-2
describes recommended general access management guidelines by roadway functional classification.

TABLE 7-2
RECOMMENDED ACCESS MANAGEMENT STANDARDS
Intersections
Public Road Private Drive®
Functional Classification Type" Spacing Type Spacing
Arterial See Access Management Spacing Standards,
Weston-Elgin Highway (OR 204) Appendix C of the 1999 Oregon Highway Plan
Collector ®
Water Street, Winn Road, Key Road, Main Street, at-grade 250 ft, L/R Turms 100 ft.
Bannister Road
Residential Street at-grade 250 ft. L/R Tumns Access to
Each Lot
Alley (Urban) at-grade 100 ft. L/R Turns Access to
Each Lot
Notes:

(1) For most roadways, at-grade crossings are appropriate.

(2) Allowed moves and spacing requirements may be more restrictive than those shown to optimize capacity and safety. Also,
see section on “Access Control Rights” along state highways below.

(3) Some sections of these roads are designated as residential streets, where the residential access management standard
applies.

Application

These access management standards are generally not intended to eliminate existing intersections or driveways.
Rather, they should be applied as new development occurs. Over time, as land is developed and redeveloped,
the access to roadways will meet these guidelines. However, where there is a recognized problem, such as an
unusual number of collisions, these techniques and standards can be applied to retrofit existing roadways.

To summarize, access management strategies consist of managing the number of access points and providing
traffic and facility improvements. The solution is a balanced, comprehensive system that provides
reasonable access while maintaining the safety and efficiency of traffic movement.

State Highways

Access management is important to promoting safe and efficient travel for both local and long distance users
along the Weston-Elgin Highway (OR 204) bordering the north UGB of Weston. The /999 Oregon Highway
Pian specifies access management spacing standards and policies for state facilities.

Although Weston may designate state highways as arterial roadways within their transportation systems, the
access management categories for these facilities should follow the Access Spacing Standards of the 7999
Oregon Highway Plan. These spacing standards are based on highway classification, type of area and
speed,which are shown in the appendix to this document. This section of the TSP describes the state highway
access management objectives and specific highway segments where special access areas may apply.
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The Weston-Elgin Highway is categorized in the 1999 Oregon Highway Plan as a Regional Highway. The
management objective to regional urban highways is to provide for efficient and safe medium to high speed
and medium to high volume traffic movements. There are no special highway segments identified in the
1999 Oregon Highway Plan that apply to the Weston-Elgin Highway in Weston.

ACCESS CONTROL RIGHTS

Historically, owners of property abutting public roadways have enjoyed a common law abutter’s right of
access to the roadway. However, in order to provide for a transportation system that would accommodate
changing public needs, legislation has been passed to modify the rights of access. Oregon Revised Statutes
specify among other property rights, the right of access can be purchased or condemned as deemed
necessary for rights-of-way. The Oregon Department of Transportation has purchased access control rights
from many properties along state highways.

Once the state has acquired the access rights to a property, road approach permits can only be issued at
locations on the property where the right of access has been reserved. These “reservations of access” give
the property owner the common law right of access to the state highway only at specific locations and they
are clearly identified in the deed where the property owner sold the right of way to the state. If the owner
wants to gain additional access rights to the highway, they must apply for a “grant” of access.

There may be local street connections shown in this Transportation System Plan that will require modifying
the existing access rights or gaining additional access rights to the state highway system. Review of this
TSP by ODOT does not imply tacit approval to modify or grant additional access rights. This must be
accomplished by applying to ODOT for such modification or grant.

An “indenture of access” is used to modify existing access rights such as moving or widening the reservation
or lifting other restrictions that may have been placed on it. A “grant of access” is required to gain an
additional access point to the highway and, depending on the circumstances, may require payment to the
state for the market value of the grant. Application for both the indenture and grant of access is made to
local ODOT district office.

MODAL PLANS

The Weston modal plans have been formulated using information collected and analyzed through a physical
inventory, forecasts, goals and objectives, and input from area residents. The plans consider transportation
system needs for Weston during the next 20 years assuming the growth projections discussed in Chapter 5.
The timing for individual improvements will be guided by the changes in land use patterns, growth of the
population in future years, and available funds. Specific projects and improvement schedules may need to
be adjusted depending on when and where growth occurs in Weston.

Street System Plan

The street system plan recommends any changes necessary to the current street classification system and
outlines a series of improvements that are recommended for construction within the city of Weston during
the next 20 years. These options have been discussed in Chapter 6 (Improvement Options Analysis).
Projects which make up the proposed street system plan are summarized in Table 7-3.
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Street System Functional Classification

Street system functional classifications relate the design of a roadway to its function. The function is
determined by operational characteristics such as travel demand, street capacity, and the operating speed of
the roadway. The city of Weston currently classifies all streets within the Urban Growth Boundary as either
arterial, collector, or local streets. A review of the existing street system inventory, the recommended street
design standards, and all new projects recommended in the street system plan indicates no changes are
necessary at this time to the existing roadway functional classification. Therefore, the existing street
classification will be maintained as shown in Figure 3-1 and described as follows:

e  Weston-Elgin Highway (OR 204) - classified as an arterial roadway, as it is a Regional Highway, it
carries the highest traffic volumes past the City, and it is the primary route to other cities in the
county and state.

e Water Street (North UGB to south UGB) - classified as a collector street, as its function is to
connect local neighborhoods with the downtown area, the Weston-Elgin Highway to the north, and
OR 11 to the west via Key Road and Bannister Road.

e  Winn Road (Water Street to Weston-Elgin Highway) ~ classified as a collector street, as its function
is to connect local neighborhoods with the Weston-Elgin Highway to the northeast.

* Key Road (Waster Street to OR 11) — classified as a collector street, as its function is to connect
local neighborhoods with OR 11 to the northwest.

e Main Street (Water Street to east UGB) — classified as a collector street, as its function is to connect
local neighborhoods to the downtown area and to Old Tolgate Highway, a county road leading east
out of town.

* Bannister Road (West UGB to Water Street) — classified as a collector street, as its function is to
connect local neighborhoods with OR 11 to the west.

e  All other roads — classified as local streets.

Street Improvement Projects

Table 7-3 presents street improvement projects within the urban area that compose the street system plan.
Prioritization of these projects is at the discretion of the City and/or county, depending upon jurisdiction
over the project. The ODOT STIP project along the Weston-Elgin Highway (OR 204) and the county
roadway project along Kirk Road (County Road # 648) have been omitted from the project list since these
projects fall outside the city limits and Urban Growth Boundary and outside the jurisdiction of the City. The
other county roadway project along Key Road (County Road #682) has been included in the street system
plan since the project limits fall within the UGB and city limits.

It should be noted that the inclusion of a project in the TSP does not constitute a_commitment by
ODOT or the county that either agency will participate in the funding of the project. ODOT’s
participation will be determined via the biennial updates of the multi-year STIP process, and the
construction of any project is contingent upon the availability of future revenues. The county’s participation
will be according to project prioritization as indicated in the Capital Improvement Plan, and contingent upon
available funding.
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TABLE 7-3
RECOMMENDED STREET SYSTEM PROJECTS

Project
Number Location/Description Cost
3. Key Rd. (OR 11 to Water St.) $300,000
2A Washington St. (Bannister Rd. to Pomeroy St.) $34,360
2B Main St. (Water St. to Franklin St.) $10,380
2C South Broad St. (Wallace St. to 1,112 feet south) $16,610
2D Franklin St. (Wallace St. to High St.) $8,660
2E Franklin St. (High St. to Main St.) $6,420
2F Franklin St. (Main St. to 2nd Bridge) $20,750
2G Franklin St. (2nd Bridge to 2nd St.) $13,880
2H Franklin St. (2nd St. to Water St.) $6,570
21 Water St. (Depot St. to Pomeroy St.) $50,800
2) Water St. (Pomeroy St. to Main St.) $10,130
2K Water St. (Main St, to High St.) $7,500
2L Water St. (High St. to Wallace St.) $9,680
2M Water St. (Wallace St. to end of curb) $10,460
2N Water St. (End of curb to Washington St.) $37.800
20 First St. (Water St. to Franklin St.) $3,980
2P Arman St. (Main St. to Pomeroy St.) $4,150
2Q West Mill St. (Water St. to Washington St.) $4,330
Total $556,460

Pedestrian System Plan

A complete, interconnected pedestrian system should be implemented in the City when feasible. A sidewalk
inventory revealed that there are sidewalks located mainly in the downtown core along Water Street and
Main Street. Most local streets lack a pedestrian walkway. Every paved street should have sidewalks on
both sides of the roadway, to meet the recommended street standards, except in extenuating circumstances.
Continuous pedestrian access on walkways should be provided between businesses, parks, and adjacent
neighborhoods. (Ordinances specifying these requirements are included in Chapter 9.)

Because of the small size of Weston and the limited public resources available for transportation system
improvements, sidewalk construction on a large scale may not be feasible. However, the City should require
sidewalks to be constructed as part of any major roadway improvements, or as adjacent land is developed.

The primary goal of establishing a pedestrian system is to improve pedestrian safety; however, an effective
sidewalk system has several qualitative benefits as well. Providing adequate pedestrian facilities increases
the livability of a city. When pedestrians can walk on a sidewalk, separated from vehicular street traffic, it
makes the walking experience more enjoyable and may encourage walking, rather than driving, for short
trips. Sidewalks enliven a downtown and encourage leisurely strolling and window shopping in commercial
areas. This “main street” effect improves business for downtown merchants and provides opportunities for
friendly interaction among residents. It may also have an appeal to tourists as an inviting place to stop and
walk around.

The cost to construct a concrete sidewalk facility is approximately $25 per linear foot. This assumes a
sidewalk width of 5 feet with curbing. The cost estimate also assumes the sidewalks are composed of 4
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inches of concrete and 6 inches of aggregate. As an alternative, asphalt walkways could be provided instead
of a concrete sidewalk at a lower initial cost. Construction costs for this type of facility are typically about
40 percent of the costs for concrete sidewalks; however, maintenance, such as sealing and resurfacing the
asphalt, must occur more frequently.

Bicycle System Plan

All new sidewalk construction in the City should include curb cuts for wheelchairs at every street corner to
comply with the Americans with Disabilities Act (ADA). The addition of crosswalks should also be
considered at all major intersections. As improvements are made to the existing street system, projects
involving the construction of new sidewalks may require implementation of on-street parking in place of
parking on grass or gravel shoulders.

On the collector and local streets in Weston, bicyclists share normal vehicle lanes with motorists. Due to
low travel speeds and traffic volumes observed in the City, shared usage of the roadway between bicyclists
and automobiles is appropriate.

The City is currently in the preliminary stages of planning a bicycle path in the south section of town around
the area of Water Street, O’Hara Road, and Broad Street. Although no set route has been determined, there
are several undeveloped parcels of land in the area that the City would like to use in developing a bicycle
path. The exact details of this project have not been determined at this time.

Bicycle parking is lacking in Weston. Bike racks should be installed in front of downtown businesses and
all public facilities (schools, post office, library, city hall, and parks). Typical rack designs cost about $50
per bike plus installation. An annual budget of approximately $1,500 to $2,000 should be established so that
Weston can begin to place racks where needs are identified and to respond to requests for racks at specific
locations. Bicycle parking requirements are further addressed in Chapter 9 (Policies and Ordinances).

Transportation Demand Management Plan

Through transportation demand management (TDM), peak travel demands can be reduced or spread over
time to more efficiently use the existing transportation system, rather than building new or wider roadways.
Techniques which have been successful and could be initiated to help alleviate some traffic congestion
include carpooling and vanpooling, alternative work schedules, bicycle and pedestrian facilities, and
programs focused on high density employment areas.

In Weston, because traffic volumes are low, capacity of the local street system is not an issue. Therefore,
implementing TDM strategies may not be practical in most cases. However, the sidewalk and bicycle
improvements recommended earlier in this chapter are also considered TDM strategies. By providing these
facilities, the city of Weston is encouraging people to travel by modes other than the automobile.

Because intercity commuting is a factor in Umatilla County, residents who live in Weston and work in other
cities should be encouraged to carpool with a coworker or someone who works in the same area.
Implementing a local carpool program in Weston alone is not practical because of the City’s small size;
however, a county-wide carpool program is feasible. The city of Weston should support state and county
carpooling and vanpooling programs that could further boost carpooling ridership.
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No costs have been estimated for the TDM plan. Grants may be available to set up programs; other aspects
of transportation demand management can be encouraged through ordinances and policy.

Public Transportation Plan

As described in Chapter 3, the only intercity bus service in Umatilla County is provided by Greyhound bus
lines which provides service along I-84, US 395, and OR 11 within Umatilla County. Greyhound has
terminals located in Hermiston and Pendleton that connect these cities to each other and major population
centers outside of the county. The Hermiston terminal has two departures heading southeast (with stops in
Pendleton, La Grande, Boise, and Salt Lake City); three buses running west to Portland; and two buses
heading north on US 395 to Pasco and Spokane daily. The Pendleton terminal has three departures
southeast (with stops in La Grande, Boise and Salt Lake City); three departures west to Portland; and two
departures north to Seattle via Walla Walla, Pasco, and Spokane daily.

Because of the small size of Weston, ridership demand is not high enough for Greyhound bus lines to
feasible provide service to the City. Bus service may be provided in the future to the city of Milton-
Freewater, but Weston is located almost equidistant to Milton-Freewater as it is to the city of Pendleton,
where service is already provided.

Pendleton, Hermiston, Pilot Rock, and the Umatilla Indian Reservation have dial-a-ride type service
available for the transportation disadvantaged. Dial-a-ride service is defined as door-to-door service
initiated by a user’s request for transportation service from his/her origin to specific locations on an
immediate or advance reservation basis. These services are provided by the Pendleton Senior Center in
Pendleton, the Confederated Tribes of the Umatilla Indian Reservation on the Umatilla Indian Reservation,
the Hermiston Senior Center in Hermiston, and the Pilot Rock Lions Club in Pilot Rock. A similar kind of
service could be appropriate for Weston.

Weston has no local fixed-route transit service at this time. The small size and low traffic volumes on city
streets indicate that mass transit is not necessary or economically feasible at this time. The TPR exempts cities
with a population of less than 25,000 from developing a transit system plan or a transit feasibility study as part
of their TSPs.

Rail Service Plan

Weston has no passenger or freight rail service. Until recently, Amtrak service was available in Hermiston
and Pendleton along the rail line which follows the I-84 corridor from Portland to Boise, Idaho and points
east. Amtrak is currently experiencing a funding crisis. As a result, passenger service between Portland and
Denver, including service to cities within Umatilla County, was discontinued in May 1997. This line now
serves only freight traffic.

Another freight line near Weston is the Union Pacific main line that runs through Pendleton and Hermiston.
In addition, there is a switch line out of Pendleton which hauls freight from Pilot Rock two to three days per
week.
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Air Service Plan

Weston does not have its own air service within the City. However, there are many airport facilities nearby.
Eastern Oregon Regional Airport is located in Pendleton, approximately 25 miles southwest of Weston, and
provides commercial air service. Hermiston Municipal Airport is located in Hermiston, approximately 50
miles west of Weston, and provides chartered flights. Other small nearby airports in the county include:
Barrett Field northwest of Athena, the Pea Growers’ Field south of Athena, and Curtis Airfield northwest of
Pendleton. These airports are small, private, uncontrolled airstrips mainly used for crop dusting operations.

Pipeline Service

The Pacific Northwest Gas pipeline runs north-south between Weston and Athena. Cascade Natural Gas
provides natural gas to consumers in Weston from this pipeline. There are no plans at this time for expansion
or relocation of this gas line.

Water Transportation

Waeston has no water transportation services.

TRANSPORTATION SYSTEM PLAN IMPLEMENTATION PROGRAM

Implementation of the Weston TSP will require changes to both the City comprehensive plan and the zoning
code and preparation of a 20-year Capital Improvement Plan (CIP). These actions will enable Weston to
address both existing and emerging transportation issues throughout the urban area in a timely and cost
effective manner.

One part of the implementation program is the formulation of a 20-year CIP. The purpose of the CIP is to
detail what transportation system improvements will be needed as Weston grows and provide a process to
fund and schedule the identified transportation system improvements. It is expected that the TSP Capital
Improvement Plan can be integrated into the existing city and county CIP and the ODOT STIP. This
integration is important since the TSP proposes that city, county, and state governmental agencies fund all or
some of the transportation improvement projects.

Model policy and ordinance language that conforms with the requirements of the TPR is included in Chapter
9. The proposed ordinance amendments will require approval by the Weston City Council and those that

affect the unincorporated urban area will also require approval by the Umatilla Board of County
Commissioners.

20-Year Capital Improvement Program

Table 7-4 summarizes the CIP and provides cost information. The cost estimates for all the projects listed in
the CIP were prepared on the basis of 1998 dollars. These costs include design, construction, and some
contingency costs. They are preliminary estimates and generally do not include right-of-way acquisition,
water or sewer facilities, or adding or relocating public utilities. The following schedule is not a prioritized
list and scheduled implementation of these projects is at the discretion of the City and/or county, depending
upon jurisdiction over the project.
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~eston has identified a total of 18projects in its CIP with a cost of $556,460.
!

TABLE 7-4
CAPITAL IMPROVEMENT PROGRAM
(1998 DOLLARS)
Costs ($ x 1,000)
Project

No. Location/Description City County  State Private  Total
3. KeyRd. (OR 11 to Water St.) $300.00 $300.00
2A.  Washington St. (Bannister Rd. to Pomeroy  $34.36 $34.36

St.
2B Mgin St. (Water St. to Franklin St.) $10.38 $10.38
2C South Broad St. (Wallace St. to 1,112 $16.61 $16.61
feet south)

2D Franklin St. (Wallace St. to High St.) $8.66 $8.66
2E  Franklin St. (High St. to Main St.) $6.42 $6.42
2F  Franklin St. (Main St. to 2nd Bridge) $20.75 $20.75
2G  Franklin St. (2nd Bridge to 2nd St.) $13.88 $13.88
2H  Franklin St. (2nd St. to Water St.) $6.57 $6.57
21 Water St. (Depot St. to Pomeroy St.) $50.80 $50.80
2] Water St. (Pomeroy St. to Main St.) $10.13 $10.13
2K Water St. (Main St. to High St.) $7.50 $7.50
2. Water St. (High St. to Wallace St.) $9.68 $9.68
2M  Water St. (Wallace St. to end of curb) $10.46 $10.46
2N Water St. (End of curb to Washington St.)  $37.80 $37.80
20  First St. (Water St. to Franklin St.) $3.98 $3.98
2P Arman St. (Main St. to Pomeroy St.) $4.15 $4.15
2Q  West Mill St. (Water St. to Washington St.) $4.33 $4.33
Total $256.46 $300.00 50 $0 $556.46

Note: TBD — To be determined at a later time.




CHAPTER 8: FUNDING OPTIONS AND FINANCIAL PLAN

The Transportation Planning Rule requires Transportation System Plans to evaluate the funding environment
for recommended improvements. This evaluation must include a listing of all recommended improvements,
estimated costs to implement those improvements, a review of potential funding mechanisms, and an
analysis of existing sources’ ability to fund proposed transportation improvement projects. Weston’s TSP
identifies 16 recommended projects costing over $544,000 over the next 20 years. This section of the TSP
provides an overview of Weston’s revenue outlook and a review of some funding and financing options that
may be available to the city of Weston to fund the improvements.

Pressures from increasing growth throughout much of Oregon have created an environment of estimated
improvements that remain unfunded. Weston will need to work with Umatilla County and ODOT to finance
the potential new transportation projects over the 20-year planning horizon. The actual timing of these
projects will be determined by the rate of population and employment growth actually experienced by the
community. This TSP assumes Weston will grow at a rate comparable to past growth, consistent with the
county-wide growth forecast. If population growth exceeds this rate, the improvements may need to be
accelerated. Slower than expected growth will relax the improvement schedule.

HISTORICAL STREET IMPROVEMENT FUNDING SOURCES

In Oregon, state, county, and city jurisdictions work together to coordinate transportation improvements.
Table 8-1 shows the distribution of road revenues for the different levels of government within the state by
jurisdiction level. Although these numbers were collected and tallied in 1991, ODOT estimates that these
figures accurately represent the current revenue structure for transportation-related needs.

TABLE 8-1
SOURCES OF ROAD REVENUES BY JURISDICTION LEVEL
Jurisdiction Level All
Revenue Source State County City Funds
State Road Trust 58% 38% 41% 48%
Local 0% 22% 55% 17%
Federal Road 34% 40% 4% 30%
Other 9% 0% 0% 4%
Total 100% 100% 100% 100%

Source: ODOT 1993 Oregon Road Finance Study.

At the state level, nearly half (48 percent in Fiscal Year 1991) of all road-related revenues are attributable to
the state highway fund, whose sources of revenue include fuel taxes, weight-mile taxes on trucks, and
vehicle registration fees. As shown in the table, the state road trust is a considerable source of revenue for
all levels of government. Federal sources (generally the federal highway trust account and federal forest
revenues) comprise another 30 percent of all road-related revenue. The remaining sources of road-related
revenues are generated locally, including property taxes, LIDs, bonds, traffic impact fees, road user taxes,
general fund transfers, receipts from other local governments, and other sources.

As a state, Oregon generates 94 percent of its highway revenues from user fees, compared to an average of
78 percent among all states. This fee system, including fuel taxes, weight distance charges, and registration
fees, is regarded as equitable because it places the greatest financial burden upon those who create the
greatest need for road maintenance and improvements. Unlike many states that have indexed user fees to
inflation, Oregon has static road-revenue sources. For example, rather than assessing fuel taxes as a
percentage of price per gallon, Oregon’s fuel tax is a fixed amount (currently 24 cents) per gallon.
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Transportation Funding in Umatilla County

Historically, sources of road revenues for Umatilla County have included federal grants, state revenues,
intergovernmental transfers, interest from the working fund balance, and other sources. Transportation
revenues and expenditures for Umatilla County are shown in Table 8-2 and Table 8-3.

TABLE 8-2
UMATILLA COUNTY TRANSPORTATION-RELATED REVENUES
1992-1993  1993-1994  1994-1995  1995-1996  1996-1997  1997-1998
Actual Actual Actual Actual Budget Budget

Beginning Balance $1,187,957 $992,044 $903,997  $1,762,230  $1,600,000  $1,300,000

DMV License & Gas Tax Fees $2,956,777  $3,145,649  $3,258,762  $3,356,616  $3,400,000  $3,400,000

Misc. State Receipts $635,655 $222.990 $209,000 $219,000
National Forest Rental $1,061,341 $589,248 $534,150 $189,902 $180,000 $180,000
Mineral Leasing 75% $125

Misc. Federal Receipts $1,968 $1,670 $1,208 $77,681

Interest on Invested Funds $72,834 $38,672 $77,885 $92,220 $75,000 $75,000
Refunds & Reimbursements $75 $338

Sale of Public Lands $20,144 $14,363 $5,443 $102 $15,000 $5,000
Rentals/Sale of Supplies $15,318 $16,565 $51,748 $74,498 $45,000 $27,000
BLM Maintenance Agreement $2,000

Misc. Receipts-Local $26,662 $102.916 $143,691 $48,997

Service Center $46,996 $55,961 $53,361 $61,189 $58,500 $64,000
Rural Address fund $30,000

$5,389,996  $4,959,163  $5,665,900  $5,886,887  $5,612,500  $5,270,000

Source: Umatilla County.

As shown in Table 8-2, revenues remained relatively stable (between a low of just under $5 million in 1993-
1994 to a high of nearly $5.9 million in 1995-1996). Approximately $3 million of the annual revenues come
from the state highway fund, rising slightly from $3 million in 1992-1993 to an estimated $3.4 million in
1996-1997. A declining amount has come from federal apportionment (mostly federal forest receipts).
Twenty-five percent of federal forest revenue (the 25-percent fund) is returned to the counties based on their
share of the total acreage of federal forests. Westside national forests in Oregon and Washington are subject
to the Spotted Owl Guarantee, which limits the decline of revenues from these forests to three percent
annually. Oregon Forests under the Owl Guarantee include the Deschutes, Mount Hood, Rogue River,
Siskiyou, Siuslaw, Umpqua, and Willamette national forests. Forest revenues distributed to Umatilla
County are from the Umatilla and Whitman forests, not subject to the Owl Guarantee and, therefore, are
more difficult to predict. With a healthy working capital balance, the county has also been able to generate
between $40,000 and $90,000 annually in interest on its invested funds.
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TABLE 8-3
UMATILLA COUNTY TRANSPORTATION-RELATED EXPENDITURES
1992-1993  1993-1994 1994-1995 1995-1996 1996-1997  1997-1998

Actual Actual Actual Actual Budget Budget
Personal Services $1,908,211  $1,878,969  $1,956,968 $2,077,603 $2,260,676  $2,304,704
Materials and Services $1,897,273  $1,961,106  $1,564,591 $1,735,853 $2,131,925  $1,972,800
Capital Outlay $601,846 $225,074 $385,176 $404,357 $400,000 $400,000
Contingency $568,840  $334,224
Transfer to Road Improvement Fund $11,555
Transfer to General Fund $58,272

4,407,330  $4,065,149  $3,906,735 $4,217,813 $5,372,996  $5,070,000

Source: Umatilla County.

As shown in Table 8-3, Umatilla County has spent between $225,000 and $600,000 annually in capital
improvements. The county also transfers money to a road improvement fund for larger-scale capital
improvements. The bulk of expenditures in the road fund are for personal services and materials and
services relating to maintenance.

In addition to the road department fund, Umatilla County has a separate bicycle path fund. Its revenues and
expenditure history are shown below in Table 8-4. Like the road fund, the bicycle path fund is developing a
healthy working capital balance, supporting additional interest income, thereby reducing its dependence on
the gas taxes collected through the state highway fund.

TABLE 8-4
UMATILLA COUNTY BICYCLE PATH FUND REVENUES AND EXPENDITURES
1994-1995 1995-1996 1996-1997 1997-1998
Actual Actual Budget Budget
Beginning Fund Balance $230,059 $260,652 $299,775 $349,775
Resources
DMV License & Gas Tax Fees $32,917 $32,946 $34,000 $34,000
Interest $13,073 $16,251 $16,000 $18,000
$45,989 $49,197 $50,000 $52,000
Expenditures
Materials & Services $15,396 $150,000 $100,000
Capital Outlay
$15,396 $- $150,000 $100,000

Source: Umatilla County.

Revenues and Expenditures in the City of Weston

Like most jurisdictions in Oregon, the city of Weston funds street operations, maintenance, and
improvements through revenue from the state highway funds, interest from its working capital balance, and
grants for specific projects. Generally, the state highway fund provides a large proportion of the revenues
available for local jurisdiction’s roadway moneys. Spending is typically disaggregated in the following
categories: personal services, materials and equipment, and capital improvements, with the bulk of the
expenditures used for maintenance and operations.
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Transportation Revenue Outlook in the City of Weston

ODOT’s policy section recommends certain assumptions in the preparation of transportation plans. In its
Financial Assumptions document prepared in May 1998, ODOT projected the revenue of the state highway
fund through year 2020. The estimates are based on not only the political climate, but also the economic
structure and conditions, population and demographics, and patterns of land use. The latter is particularly
important for state-imposed fees because of the goals in place under Oregon’s Transportation Planning Rule
(TPR) requiring a 10-percent reduction in per-capita vehicle miles of travel (V MT) in Metropolitan Planning
Organization (MPO) areas by year 2015, and a 20-percent reduction by year 2025. This requirement will
affect the 20-year revenue forecast from the fuel tax. ODOT recommends the following assumptions:

® Fuel tax increases of one cent per gallon per year (beginning in year 2002), with an additional
one cent per gallon every fourth year.

 Vehicle registration fees would be increased by $10 per year in 2002, and by $15 per year in
year 2012,

* Revenues will fall halfway between the revenue-level generated without TPR and the revenue
level if TPR goals were fully met.

* Revenues will be shared among the state, counties, and cities on a “50-30-20 percent” basis
rather than the previous “60.05-24.38-15.17 percent” basis.

 Inflation occurs at an average annual rate of 3.6 percent (as assumed by ODOT).

Figure 8-1 shows the forecast in both current-dollar and inflation-deflated constant (1998) dollars. As
highlighted by the constant-dollar data, the highway fund is expected to grow slower than inflation early in
the planning horizon until fuel-tax and vehicle-registration fee increases occur in year 2002, increase to a
rate somewhat faster than inflation through year 2015, and continue a slight decline through the remainder
of the planning horizon.
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FIGURE 8-1
STATE HIGHWAY FUND (IN MILLIONS OF DOLLARS)
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Source: ODOT Financial Assumptions.

As the state highway fund is expected to be a significant source of funding for Weston, the City is highly
susceptible to changes in the state highway fund. In order to analyze the City’s ability to fund the
recommended improvements from current sources, DEA applied the following assumptions:

e ODOT state highway fund assumptions as outlined above.
e The state highway fund will account for the majority of the City’s street fund.
e Interest and other local sources continue to provide stable revenue streams.

e The proportion of revenues available for capital expenditures for street improvements is
estimated to have averaged $1,000 annually.

Communities of similar size to Weston tend to have between $1,000 and $5,000 available annually to fund
capital improvements from existing sources. To be conservative, this analysis will assume that the city of
Weston has had approximately $1,000 annually from existing sources to fund capital improvements.
Applying this and the assumptions about the state highway fund as recommended by ODOT yields total
resources between $900 and $1,200 as shown in Table 8-5.
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TABLE 8-5
ESTIMATED RESOURCES AVAILABLE TO CITY OF WESTON
FROM STATE HIGHWAY FUND, 1998 DOLLARS
Estimated Funds Available

Year for Capital Outlay
1999 $1,000
2000 $1,000
2001 $1,000
2002 $900
2003 $1,000
2004 $1,000
2005 $1,000
2006 $1,100
2007 $1,100
2008 $1,100
2009 $1,100
2010 $1,100
2011 $1,100
2012 $1,100
2013 $1,100
2014 $1,200
2015 $1,100
2016 $1,100
2017 $1,100
2018 $1,100
2019 $1,100
2020 $1.100

The amount actually received from the state highway fund will depend on a number of factors, including the
actual revenue generated by state gasoline taxes, vehicle registration fees, and other sources, and the
population growth in Weston (since the distribution of state highway funds is based on an allocation formula
which includes population).

REVENUE SOURCES

In order to finance the recommended transportation system improvements requiring expenditure of capital
resources, it will be important to consider a range of funding sources. Although the property tax has
traditionally served as the primary revenue source for local governments, property tax revenue goes into general
fund operations, and is typically not available for road improvements or maintenance. Despite this limitation,
the use of alternative revenue funding has been a trend throughout Oregon as the full implementation of
Measures 5 and 47 have significantly reduced property tax revenues (see below). The alternative revenue
sources described in this section may not all be appropriate in Weston; however, this overview is being
provided to illustrate the range of options currently available to finance transportation improvements during the
next 20 years.

Property Taxes

Property taxes have historically been the primary revenue source for local governments. However, property tax
- revenue goes into general fund operations, and is not typically available for road improvements or maintenance.
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The dependence of local governments on this revenue source is due, in large part, to the fact that property taxes
are easy to implement and enforce. Property taxes are based on real property (i.e., land and buildings) which
has a predictable value and appreciation to base taxes upon. This is as opposed to income or sales taxes, which
can fluctuate with economic trends or unforeseen events.

Property taxes can be levied through: 1) tax base levies, 2) serial levies, and 3) bond levies. The most common
method uses tax base levies, which do not expire and are allowed to increase by 6 percent per annum. Serial
levies are limited by the amounts and times they can be imposed. Bond levies are for specific projects and are
limited by time based on the debt load of the local government or the project.

The historic dependence on property taxes is changing with the passage of Ballot Measure 5 in the early 1990s.
Ballot Measure 5 limits the property tax rate for purposes other than payment of certain voter-approved general
obligation indebtedness. Under full implementation, the tax rate for all local taxing authorities is limited to $15
per $1,000 of assessed valuation. As a group, all non-school taxing authorities are limited to $10 per $1,000 of
assessed valuation. All tax base, serial, and special levies are subject to the tax rate limitation. Ballot Measure
5 requires that all non-school taxing districts’ property tax rate be reduced if together they exceed $10 per
$1,000 per assessed valuation by the county. If the non-debt tax rate exceeds the constitutional limit of $10 per
$1,000 of assessed valuation, then all of the taxing districts’ tax rates are reduced on a proportional basis. The
proportional reduction in the tax rate is commonly referred to as compression of the tax rate.

Measure 47, an initiative petition, was passed by Oregon voters in November 1996. It is a constitutional
amendment that reduces and limits property taxes and limits local revenues and replacement fees. The measure
limits 1997-98 property taxes to the lesser of the 1995-96 tax minus 10 percent, or the 1994-95 tax. It limits
future annual property tax increases to 3 percent, with exceptions. Local governments’ lost revenue may be
replaced only with state income tax, unless voters approve replacement fees or charges. Tax levy approvals in
certain elections require 50 percent voter participation.

The state legislature created Measure 50, which retains the tax relief of Measure 47 but clarifies some legal
issues. This revised tax measure was approved by voters in May 1997.

The League of Oregon Cities (LOC) estimated that direct revenue losses to local governments, including school
districts, will total $467 million in fiscal year 1998, $553 million in 1999, and increase thereafter. The actual
revenue losses to local governments will depend on actions of the Oregon Legislature. LOC also estimates that
the state will have revenue gains of $23 million in 1998, $27 million in 1999, and increase thereafter because of
increased personal and corporate tax receipts due to lower property tax deduction.

Measure 50 adds another layer of restrictions to those which govern the adoption of tax bases and levies outside
the tax base, as well as Measure 5’s tax rate limits for schools and non-schools and tax rate exceptions for voter
approved debt. Each new levy and the imposition of a property tax must be tested against a longer series of
criteria before the collectible tax amount on a parcel of property can be determined.

System Development Charges

System Development Charges (SDCs) are becoming increasingly popular in funding public works
infrastructure needed for new local development. Generally, the objective of systems development charges is
to allocate portions of the costs associated with capital improvements upon the developments, which increase
demand on transportation, sewer or other infrastructure systems.
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Local governments have the legal authority to charge property owners and/or developers fees for improving the

. local public works infrastructure based on projected demand resulting from their development. The charges are
most often targeted towards improving community water, sewer, or transportation systems. Cities and counties
must have specific infrastructure plans in place that comply with state guidelines in order to collect SDCs.

SDCs are collected when new building permits are issued. Transportation SDCs are based on trip generation of
the proposed development. Residential calculations would be based on the assumption that a typical household
will generate a given number of vehicle trips per day. Nonresidential use calculations are based on employee
ratios for the type of business or industrial uses. The SDC revenues would help fund the construction of
transportation facilities necessitated by new development.

State Highway Fund

Gas tax revenues received from the state of Oregon are used by all counties and cities to fund roads, and road
construction and maintenance. In Oregon, the state collects gas taxes, vehicle registration fees,
overweight/overheight fines and weight/mile taxes and returns a portion of the revenues to cities and counties
through an allocation formula. Like other Oregon cities, the city of Weston uses its state gas tax allocation to
fund street construction and maintenance.

Local Gas Taxes

The Oregon Constitution permits counties and incorporated cities to levy additional local gas taxes with the

 stipulation that the moneys generated from the taxes will be dedicated to road-related improvements and
maintenance within the jurisdiction. At present, only a few local governments (including the cities of
Woodburn and The Dalles and Multnomah and Washington counties) levy a local gas tax. The city of Weston
may consider raising its local gas tax as a way to generate additional road improvement funds. However, with
relatively few jurisdictions exercising this tax, an increase in the cost differential between gas purchased in
Weston and gas purchased in neighboring communities may encourage drivers to seek less expensive fuel
elsewhere. Any action will need to be supported by careful analysis to minimize the unintended consequences
of such an action.

Vehicle Registration Fees

The Oregon vehicle registration fee is allocated to the state, counties and cities for road funding. Oregon
counties are granted authority to impose a vehicle registration fee covering the entire county. The Oregon
Revised Statutes would allow Umatilla County to impose a biannual registration fee for all passenger cars
licensed within the county. Although both counties and special districts have this legal authority, vehicle
registration fees have not been imposed by local jurisdictions. In order for a local vehicle registration fee
program to be viable in Umatilla County, all the incorporated cities and the county would need to formulate an
agreement which would detail how the fees would be spent on future road construction and maintenance.

Local Improvement Districts

The Oregon Revised Statutes allow local governments to form Local Improvement Districts (LIDs) to construct
public improvements. LIDs are most often used by cities to construct localized projects such as streets,
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sidewalks or bikeways. The statutes allow formation of a district by either the city government or property
owners. Cities that use LIDs are required to have a local LID ordinance that provides a process for district
formation and payback provisions. Through the LID process, the cost of local improvements is generally
spread out among a group of property owners within a specified area. The cost can be allocated based on
property frontage or other methods such as traffic trip generation. The types of allocation methods are only
limited by the Local Improvement Ordinance. The cost of LID participation is considered an assessment
against the property which is a lien equivalent to a tax lien. Individual property owners typically have the
option of paying the assessment in cash or applying for assessment financing through the City. Since the
passage of Ballot Measure 5, cities have most often funded local improvement districts through the sale of
special assessment bonds.

GRANTS AND LOANS

There are a variety of grant and loan programs available, most with specific requirements relating to economic
development or specific transportation issues, rather than for the general construction of new streets. Many
programs require a match from the local jurisdiction as a condition of approval. Because grant and loan
programs are subject to change and statewide competition, they should not be considered a secure long-term
funding source. Most of the programs available for transportation projects are funded and administered
through ODOT and/or the Oregon Economic Development Department (OEDD). Some programs that may be
appropriate for the city of Weston are described below. The primary contact for information on the following
programs is ODOT Region 5, which can be reached at (541) 963-3177.

Bike-Pedestrian Grants

By law (ORS 366.514), all road, street or highway construction or reconstruction projects must include
facilities for pedestrians and bicyclists, with some exceptions. ODOT’s Bike and Pedestrian Program
administers two programs to assist in the development of walking and bicycling improvements: local grants,
and Small-Scale Urban Projects. Cities and counties with projects on local streets are eligible for local grant
funds. An 80 percent state/20 percent local match ratio is required. Eligible projects include curb extensions,
pedestrian crossings and intersection improvements, shoulder widening and restriping for bike lanes. Projects
on urban state highways with little or no right of way taking and few environmental impacts are eligible for
Small-Scale Urban Project Funds. Both programs are limited to projects costing up to $100,000. Projects that
cost more than $100,000, require the acquisition of ROW, or have environmental impacts should be submitted
to ODOT for inclusion in the STIP.

Access Management

The Access Management Program sets aside approximately $500,000 a year to address access management
issues. One primary component of this program is an evaluation of existing approach roads to state highways.
These funds are not committed to specific projects, and priorities and projects are established by an evaluation
process.

Enhancement Program

This federally funded program earmarks $8 million annually for projects in Oregon. Projects must demonstrate
a link to the intermodal transportation system, compatibility with approved plans, and local financial support.
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A 10.27 percent local match is required for eligibility. Each proposed project is evaluated against all other
proposed projects in its region. Within the five Oregon regions, the funds are distributed on a formula based on
population, vehicle miles traveled, number of vehicles registered and other transportation-related criteria. The
solicitation for applications was mailed to cities and counties the last week of October 1998. Local
Jurisdictions have until January 1999 to complete and file their applications for funding available during the
2000-2003 fiscal years that begin October 1999.

Highway Bridge Rehabilitation or Replacement Program

The Highway Bridge Rehabilitation or Replacement Program (HBRR) provides federal funding for the
replacement and rehabilitation of bridges of all functional classifications. A portion of the HBRR funding is
allocated for the improvement of bridges under local jurisdiction. A quantitative ranking system is applied to
the proposed projects based on sufficiency rating, cost factor, and load capacity. They are ranked against other
projects statewide, and require state and local matches of 10 percent each. It includes the Local Bridge
Inspection Program and the Bridge Load Rating Program.

Transpertation Safety Grant Program

Managed by ODOT’s Transportation Safety Section (TSS), this program’s objective is to reduce the number of
transportation-related accidents and fatalities by coordination a number of statewide programs. These funds are
intended to be used as seed money, funding a program for three years. Eligible programs include programs in
impaired driving, occupant protection, youth, pedestrian, speed, enforcement, bicycle and motorcycle safety.
Every year, TSS produces a Highway Safety Plan that identifies the major safety programs, suggests
countermeasures to existing safety problems, and lists successful projects selected for funding, rather than
granting funds through an application process.

Federal Transit Administration (FTA) Section 5311-Non-urbanized Area Formula Program

Section 5311 is a federally sponsored program for general public transit services in small urban and rural areas.
It supports both capital and operation needs. The ODOT Public Transit Division distributes these funds. In
FY00, the cities of Pendleton and Milton-Freewater received these funds to support transportation programs for
the general public. The city of Weston would be eligible for these funds if it implemented intercity service or
intracity services open to the general public. The recipient of these funds must provide matching funds of up to
50 percent for operating uses and up to 20 percent for capital expenses.

Section 5311(f) — Part of 5311 funds is allocated to intercity services. Intercity transit services connect
communities to rail, bus and air hubs. These funds can be used for both capital and operating expenses. Local
revenues must match these funds. Match requirements are the same as those for 5311 funds.

Surface Transportation Program (STP) Funds

TEA-21, the Federal Transportation Efficiency Act for the 21* Century, that funds programs for highways and
transit, permits surface transportation program funding flexibility between modes. This gives the state more
latitude in selecting the modal alternatives that would best address local congestion problems. STP funds are
generally limited to capital projects with a few exceptions. In non-urbanized areas ODOT has the




responsibility of allocating these funds. In Weston, ODOT Region 5 makes funding decisions with public
input,

Department of Labor Welfare-to-Work Program

The US Department of Labor provides grants to communities to give transitional assistance to move welfare
recipients into unsubsidized employment. One of the areas applicants are encouraged to consider is the
development of responsive transportation systems to move people to work or to career training. These grants
must serve at least 100 welfare recipients. The Department of Labor expects the grants to range from one
million to five million dollars over a period of three years. Applications must be a coordinated effort between
transportation providers and Oregon Adult and Family Services. The funding can be used for capital and
operating expenses and will cover up to 50 percent of the cost of a program.

ODOT has submitted a grant application for funding for Oregon programs. ODOT identified the
Bend/Redmond area as the first demonstration program. Other areas of the state may be eligible after that. To
be eligible for this funding, it is essential that communities bring together local ODOT staff, transit providers
and AFS staff to begin the coordination process.

FTA Section 5310 Discretionary Grants

This program funds vehicles and other capital projects for programs that serve eldetly and disabled people. In
FY99 the city of Pendleton received $36,000 to purchase a new vehicle.

Special Transportation Fund

The Special Transportation Fund (STF) awards funds to maintain, develop, and improve transportation services
for people with disabilities and people over 60 years of age (Weston is already using this fund to finance its
Dial-A-Ride program). Financed by a two-cent tax on each pack of cigarettes sold in the state, the annual
distribution is approximately $5 million. Three-quarters of these funds are distributed on a per-capita formula
to mass transit districts, transportation districts, where such districts do not exist, and counties. The remaining
funds are distributed on a discretionary basis.

County Allotment Program

The County Allotment Program distributes funds to counties on an annual basis; the funds distributed in this
program are in addition to the regular disbursement of state highway fund resources. The program determines
the amount of total revenue available for roads in each county and the number of road miles (but not lane miles)
of collectors and arterials under each county’s jurisdiction. Using these two benchmarks, a “resource-per-
equivalent” ratio is calculated for each county. Resources from the $750,000 program are provided to the
county with the lowest resource-per-equivalent road-mile ratio until they are funded to the level of the next-
lowest county. The next-lowest county is then provided resources until they are funded to the level of the third-
lowest county, and so on, until the fund is exhausted.
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Immediate Opportunity Grant Program

The Oregon Economic Development Department (OEDD) and ODOT collaborate to administer a grant
program designed to assist local and regional economic development efforts. The program is funded to a level

of approximately $7 million per year through state gas tax revenues. The following are primary factors in
determining eligible projects:

e Improvement of public roads.

* Inclusion of an economic development-related project of regional significance.
¢ Creation or retention of primary employment.

¢  Ability to provide local funds (50/50) to match grant.

e Improvement to the quality of the community.

The maximum amount of any grant under the program is $500,000. Local governments that have received
grants under the program include Washington County, Multnomah County, Douglas County, the city of
Hermiston, port of St. Helens, and the city of Newport.

Oregon Special Public Works Fund

The Special Public Works Fund (SPWF) program was created by the 1995 State Legislature as one of several
programs for the distribution of funds from the Oregon Lottery to economic development projects in
communities throughout the state. The program provides grant and loan assistance to eligible municipalities
primarily for the construction of public infrastructure which support commercial and industrial development
that result in permanent job creation or job retention. To be awarded funds, each infrastructure project must
support businesses wishing to locate, expand, or remain in Oregon. SPWF awards can be used for
improvement, expansion, and new construction of public sewage treatment plants, water supply works, public
roads, and transportation facilities.

While SPWF program assistance is provided in the form of both loans and grants, the program emphasizes
loans in order to assure that funds will return to the state over time for reinvestment in local economic
development infrastructure projects. Jurisdictions that have received SPWF funding for projects that include
some type of transportation-related improvement include the cities of Baker City, Bend, Cornelius, Forest
Grove, Madras, Portland, Redmond, Reedsport, Toledo, Wilsonville, Woodburn, and Douglas County.

Oregon Transportation Infrastructure Bank

The Oregon Transportation Infrastructure Bank (OTIB) program is a revolving loan fund administered by
ODOT to provide loans to local jurisdictions (including cities, counties, special districts, transit districts, tribal
governments, ports, and state agencies). Eligible projects include construction of federal-aid highways,
bridges, roads, streets, bikeways, pedestrian accesses, and right of way costs. Capital outlays such as buses,
light-rail cars and lines, maintenance years and passenger facilities are also eligible.
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ODOT FUNDING OPTIONS

The state of Oregon provides funding for all highway related transportation projects through the Statewide
Transportation Improvement Program (STIP) administered by the Oregon Department of Transportation.
The STIP outlines the schedule for ODOT projects throughout the state. The STIP, which identifies projects
for a three-year funding cycle, is updated on an annual basis. In developing this funding program, ODOT
must verify that the identified projects comply with the Oregon Transportation Plan (OTP), ODOT Modal
Plans, Corridor Plans, local comprehensive plans, and federal planning requirements. The STIP must fulfill
federal planning requirements for a staged, multi-year, statewide, intermodal program of transportation
projects.  Specific transportation projects are prioritized based on a review of the TEA-21 planning
requirements and the different state plans. ODOT consults with local jurisdictions before highway related
projects are added to the STIP.

The highway-related projects identified in Weston’s TSP will be considered for future inclusion on the
STIP. The timing of including specific projects will be determined by ODOT based on an analysis of all the
project needs within Region 5. The city of Weston, Umatilla County, and ODOT will need to communicate
on an annual basis to review the status of the STIP and the prioritization of individual projects within the
project area. Ongoing communication will be important for the city, county, and ODOT to coordinate the
construction of both local and state transportation projects.

ODOT also has the option of making some highway improvements as part of their ongoing highway
maintenance program. Types of road construction projects that can be included within the ODOT
maintenance programs are intersection realignments, additional turn lanes, and striping for bike lanes.
Maintenance related construction projects are usually done by ODOT field crews using state equipment.
The maintenance crews do not have the staff or specialized road equipment needed for large construction
projects.

An ODOT funding technique that will likely have future application to Weston’s TSP is the use of state and
federal transportation dollars for off-system improvements. Until the passage and implementation of
ISTEA, state and federal funds were limited to transportation improvements within highway corridors.
ODOT now has the authority and ability to fund transportation projects that are located outside the
boundaries of the highway corridors. The criteria for determining what off-system improvements can be
funded has not yet been clearly established. It is expected that this new funding technique will be used to
finance local system improvements that reduce traffic on state highways or reduce the number of access
points for future development along state highways.

FINANCING TOOLS

In addition to funding options, the recommended improvements listed in this plan may benefit from a variety
of financing options. Although often used interchangeably, the words financing and funding are not the
same. Funding is the actual generation of revenue by which a jurisdiction pays for improvements, some
examples include the sources discussed above: property taxes, SDCs, fuel taxes, vehicle registration fees,
LIDs, and various grant programs. In contrast, financing refers to the collecting of funds through debt
obligations.

There are a number of debt financing options available to the city of Weston. The use of debt to finance
capital improvements must be balanced with the ability to make future debt service payments and to deal
with the impact on its overall debt capacity and underlying credit rating. Again, debt financing should be
viewed not as a source of funding, but as a time shifting of funds. The use of debt to finance these
transportation-system improvements is appropriate since the benefits from the transportation improvements
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will extend over the period of years. If such improvements were to be tax financed immediately, a large
short-term increase in the tax rate would be required. By utilizing debt financing, local governments are
essentially spreading the burden of the costs of these improvements to more of the people who are likely to
benefit from the improvements and lowering immediate payments.

General Obligation Bonds

General obligation (GO) bonds are voter-approved bond issues which represent the least expensive
borrowing mechanism available to municipalities. GO bonds are typically supported by a separate property
tax levy specifically approved for the purposes of retiring debt. The levy does not terminate until all debt is
paid off. The property tax levy is distributed equally throughout the taxing jurisdiction according to
assessed value of property. GO debts typically used to make public improvement projects that will benefit
the entire community.

State statutes require that the GO indebtedness of a city not exceed 3 percent of the real market value of all
taxable property in the city. Since GO bonds would be issued subsequent to voter approval, they would not
be restricted to the limitations set forth in Ballot Measures 5, 47, and 50. Although new bonds must be
specifically voter approved, Measure 47 and 50 provisions are not applicable to outstanding bonds, unissued
voter-approved bonds, or refunding bonds.

Limited Tax Bonds

) Limited tax general obligation (LTGO) bonds are similar to GO bonds in that they represent an obligation of
the municipality. However, a municipality’s obligation is limited to its current revenue sources and is not
secured by the public entity’s ability to raise taxes. As a result, LTGO bonds do not require voter approval.
However, since the LTGO bonds are not secured by the full taxing power of the issuer, the limited tax bond
represents a higher borrowing cost than GO bonds. The municipality must pledge to levy the maximum
amount under constitutional and statutory limits, but not the unlimited taxing authority pledged with GO
bonds. Because LTGO bonds are not voter approved, they are subject to the limitations of Ballot Measures
S, 47, and 50.

Bancroft Bonds

Under Oregon Statute, municipalities are allowed to issue Bancroft bonds which pledge the City’s full faith
and credit to assessment bonds. As a result, the bonds become general obligations of the City but are paid
with assessments. Historically, these bonds provided a city with the ability to pledge its full faith and credit
in order to obtain a lower borrowing cost without requiring voter approval. However, since Bancroft bonds
are not voter approved, taxes levied to pay debt service on them are subject to the limitations of Ballot
Measures 5, 47, and 50. As a result, since 1991, Bancroft bonds have not been used by municipalities who
were required to compress their tax rates.

FUNDING REQUIREMENTS

Weston’s TSP identifies both capital improvements and strategic efforts recommended during the next 20
years to address safety and access problems and to expand the transportation system to support a growing
population and economy. The TSP identifies 16 projects estimated to cost over $540,000 over the 20-year
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planning horizon. The bulk of these projects are street paving projects, identified as part of the Roadway
Maintenance and Improvement Program, which will be funded as City resources become available.
Estimated costs by project are shown in Table 8-6.

TABLE 8-6
RECOMMENDED PROJECTS AND FINANCIAL RESPONSIBILITY
Project. Costs ($ x 1,000)
No. Location/Description City County State Private Total
3. KeyRd. (OR 11 to Water St.) $300.00 $300.00
2A  Washington St. (Bannister Rd. to Pomeroy  $34.36 $34.36
St.)
2B Main St. (Water St. to Franklin St.) $10.38 $10.38
2C  South Broad St. (Wallace St. to 1,112 f $16.61 $16.61
south)
2D Franklin St. (Wallace St. to High St.) $8.66 $8.66
2E  Franklin St. (High St. to Main St.) $6.42 $6.42
2F  Franklin St. (Main St. to 2nd Bridge) $20.75 $20.75
2G  Franklin St. (2nd Bridge to 2nd St.) $13.88 $13.88
2H  Franklin St. (2nd St. to Water St.) $6.57 $6.57
21  Water St. (Depot St. to Pomeroy St.) $50.80 $50.80
2]  Water St. (Pomeroy St. to Main St.) $10.13 $10.13
2K Water St. (Main St. to High St.) $7.50 $7.50
2L Water St. (High St. to Wallace St.) $9.68 $9.68
2M  Water St. (Wallace St. to end of curb) $10.46 $10.46
2N Water St. (End of curb to Washington St.) $37.80 $37.80
20  First St. (Water St. to Franklin St.) $3.98 $3.98
2P  Arman St. (Main St. to Pomeroy St.) $4.15 $4.15
2Q  West Mill St. (Water St. to Washington St.)  $4.33 $4.33
Total $256.46. $300.00 $0 $0 $556.46

Note: TBD — To be determined at a later time.

Based on current revenue sources for the city of Weston as estimated in Table 8-5 and the improvements
identified in this Transportation System Plan, the City is expected to experience a budget deficit, as shown
in Table 8-7.

TABLE 8-7
ESTIMATED CAPITAL FUNDING BALANCE
Amount
Capital Available from Existing Revenue Sources $22,500
Capital Needed to Fund Projects Identified as City-Funded Projects $256.46
Surplus (Deficit) ($233.96)

This transportation system plan identifies 16 projects recommended over the next 20 years. Based on
existing revenue sources and the estimated costs to implement the improvements, the city of Weston is
expected to experience a budget shortfall of over $200,000 over the 20-year planning horizon. The City will
need to work with Umatilla County and ODOT to explore alternative funding sources. As noted earlier, the
bulk of the projects (all of the projects requiring city funding) are street paving projects identified as part of
the Roadway Maintenance and Improvement Program. This program identified paving needs that will be
funded and implemented as city resources become available. These projects may be eligible for
enhancement or other alternative funding, as described earlier in this chapter. However, as part of the City’s
regular maintenance efforts, such projects are not typically considered eligible for specific grant funds.
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WESTON COMPREHENSIVE PLAN

The Weston Comprehensive Plan was adopted in 1978 and amended in 1979. The Comprehensive Plan was
prepared by the Comprehensive Plan Work Group comprised of planners, citizens, and officials.

According to the Plan, the small town and historic character of Weston is valued by citizens as one of the city’s
primary assets. The City would like to retain the ambiance of Weston while experiencing moderate population
and employment growth.

Some of the most salient concerns of the citizenry involve the transportation system. Results of a survey taken
in 1978 showed that much of the community was disturbed by the poor condition of streets and/or curbs and
gutters in much of the town. The City recognizes the maintenance of county and state roads and the railroad as
essential to the economic health of the community. The Plan states that the railroad is an especially vital link
for Weston, because it makes the city attractive to industry. Easy access to OR 11 and Highway 204 north of the
town is also critical. Citizens see a need for public transportation linking Weston with other communities,
especially for seniors.

The Comprehensive Plan lists two goals which impact the transportation system directly, economic
development and transportation.

Goal 11: Transportation

To provide and encourage a safe, convenient and economic transportation system.

Objectives

1. The development of good transportation routes (vehicular, pedestrian, bicycle, etc.) between
residential areas and major activity centers will be encouraged.

2. The development of alternative means of transportation to the private automobile will be
encouraged.

Applicable Policies
1. Continued maintenance and paving of city streets to be provided, especially unpaved roads.
2. The continued availability of rail transportation routes will be encouraged.

3. Encourage the provision of transportation alternatives for elderly and handicapped residents.



Goal 8: Economic Development
Applicable Policies

1. To continue efforts to maintain a central commercial area with a concentration retail and service
businesses, professional offices, financial institutions and public services in order to accommodate
business and shopping needs, minimize conflicts with residential and industrial uses, provide
economic stability, reduce costs to the public, and maximize pedestrian movements.

Characteristics of the town which influence the transportation system plan are presented in the Plan. Relevant
findings include the following:

e The City is built along the canyon of Pine Creek. The downtown area and half of the residential
area are built on the valley floor, while the industrial plants and remaining residences are located
on the hillsides sloping down to the creek.

e Approximately two thirds of the area within the city limits is developed for urban use the
remaining third is primarily wheat fields.

¢ Downtown is the sole commercial district. It has an historic character with one and two-story
brick buildings with storefronts built out to the sidewalk. Community facilities are concentrated
downtown.

e Major industry is provided by wheat/pea rotating cropland. Two food processing facilities are
the primary employers. These plants generate a fairly strong tax base for the city.

o Creating a parkway along Pine Creek with bikepath and trail has been discussed.

¢ County and state roads and the Union Pacific Railroad provide transportation access to the
community and their continued availability and maintenance is essential. The railroad is an
especially vital link as it makes the community more attractive for industries.

¢ In many parts of town, the streets and/or curbs and gutters are in poor condition, a situation that
disturbs much of the community. Extensive repairs and construction is required to correct this

situation.

e Weston is not located astride the main highways of the area, but the city is easily accessed by the
Oregon-Washington Highway 11 and Elgin Highway 204 at the north end of town.

e There is a need for public transit between Weston and nearby communities, especially to help
older residents reach destinations outside the city.

A-2



City of Weston Growth Report

The Weston Growth Report was last amended in 1979, and much of the data may be outdated. However, the
population has only grown by 40 people (650 to 690) between 1979 and 1996, so much of the city may not have
changed.

The buildable lands inventoried in 1979, were broken into three categories-- residential areas, commercial areas,
and industrial areas. The vacant, buildable, industrial lands comprised 53.7 acres, all in the northern industrial
district along the railroad right-of-way. The buildable commercial lands totaled 12.3 acres, all within the
downtown area. These lands were comprised of 2.3 acres of vacant land and 10 acres of redevelopable
residential land. Buildable residential lands were comprised of individual lots scattered throughout the city and
regions located on the edges of UGB. The Growth Report estimated that 171.9 acres of buildable residential
land and 108 vacant building sites could provide for 505 new dwellings. It estimated. that the City could
accommodate a population of 1,900 people.

Zoning Ordinance
The Weston Zoning Ordinance was adopted in 1979.
The purported intent and purpose of Zoning Ordinance is as follows:

to promote a good quality of development within the community and provide an opportunity for
citizens and City officials to review and comment on development plans. By governing the
location of land uses and setting standards to guide the sitting of structures and provision of
improvements on lots, the Zoning Ordinance is an attempt to insure that new development will
enhance the community, fit into the landscape and neighborhood, and provide good living,
working, and business environments.

The development of zones and standards for this Ordinance was governed by the City policies
stated in the Comprehensive Plan for the purpose of promoting the public health, safety, and
welfare, encouraging the appropriate use of property, stabilizing and protecting property values,
providing adequate light and air, preventing overcrowding, avoiding conflicts between adjacent
land uses, and balancing the rights of the individual with those of their neighbors.

The Ordinance contains four sections-- Introduction, Use Zones, Supplementary Development Standards, and
Administration. The only sections that apply directly to the transportation, are the sections on off-street parking
and miscellaneous standards which requires access to all newly partitioned lots.
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According to the 1990 Census, 16.5 percent of the 57,046 persons living in Umatilla
County (for whom poverty status is determined) were below poverty level. Poverty
statistics are based on a threshold of nutritionally-adequate food plans by the Department
of Agriculture for the specific size of the family unit in question. The distribution of the
population below poverty level shows that a larger proportion of younger persons than
older populations are affected by this indicator, as shown in the following table.

Poverty Status
Umatilla County--1990 Census

Below Poverty Level Percent of
Total Below Total* Total Population
Male Female Poverty Level Population Below Poverty

11 and under 1,408 1,175 2,583 10,929 23.6%
12to 17 481 517 998 5,223 19.1%
18 and over 2,300 3,538 5,838 40,894 14.3%
Total 4,189 5,230 9,419 57,046 16.5%

* For whom poverty status is determined.

Source: U.S. Census Bureau.

The Census Bureau reports that 3.3 percent of the population 16 and older had a mobility
limitation in 1990. Persons were identified as having a mobility limitation if they had a
health condition (physical and/or mental) that lasted for six or more months and which
made it difficult to go outside the home alone. A temporary health problem, such as a
broken bone that was expected to heal normally, was not considered a health condition.

Using the proportion of the population with mobility limitations and below the poverty
level' in 1990, DEA estimated the number of people with specific transportation needs in
1996. The following table shows that an estimated 34.8 percent of the population may
have specific transportation needs. (There is likely to be some overlap between the 3.3
percent of the population with mobility limitations and the 14.5 percent below the poverty
level; therefore, the sum of the figures may overstate the proportion of the population
with specific transportation needs.)

Estimated Population with Specific Transportation Needs
1996, Umatilla County

Percent of Estimated
Total Population = Number
Persons between the ages of 5 and 15 17.0% 11,115
Persons 16 and older under Poverty Level 14.5% 9,480
Persons 16 and older with Mobility Limitation 3.3% 2,130
Total Specific Transportation Needs Population 34.8% PNPE

! DEA used the Census Bureau’s age disaggregation to estimate that 10.7 percent of the
population over the age of 16 was under the poverty level in 1990.
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Source: U.S. Census Bureau.

Planning for the overall transportation system will need to consider the special needs of
these populations,

HISTORICAL GROWTH

The population of Umatilla County has grown since the 1970s, with significantly slower
growth in the 1980s, reflecting a general slowdown in the state’s economy. Helix, Pilot
Rock, and Weston actually experienced a net population loss between 1970 and 1990.
The following table shows the population trend for Adams, Athena, Echo, Helix, Pilot
Rock, Stanfield, Ukiah, and Weston, and Umatilla County as a whole.

Umatilla County Historical Population Trend

1970-1990 Change
1970 1980 1985 1990 1995 1997 Number CAARG*

gmatillaC(Junty 44,223 58,855 60,000 59,249 65,200 65,500 14,326 1.4%

Adams 219 240 245 223 260 265 4 0.1%
Athena 872 965 955 997 1,080 1,120 125 0.7%
Echo 479 624 605 499 530 585 20 0.2%
Helix 152 155 155 150 170 190 (2) (0.1%)
Pilot Rock 1,612 1,630 1,630 1,478 1,560 1,585 (134) (0.4%)
Stanfield 891 1,568 1,660 1,568 1,700 1,770 677 2.9%
Ukiah N.A. 249 230 250 270 240 N/A N/A
Weston 660 719 730 606 655 680 (54) (0.4%)

* Compound Average Annual Rate of Growth
Ukiah was incorporated in July 1972.
Source: Portland State University Center for Population Research and Census.

The number of people residing in Stanfield nearly doubled between 1970 and 1980. This
population growth may have been fueled by some significant housing developments and
the location of several food processing plants in Stanfield during this time.

POPULATION AND EMPLOYMENT FORECASTS

Umatilla County is expected to experience population gains for the next 20 years. Like
much of rural Oregon, the economy of Umatilla County remains largely seasonal, with
nearly one-quarter of all employment agriculture-based. Therefore, population increases
are difficult to predict, and are not likely to be as stable as the forecasts appear to imply.

The State Office of Economic Analysis prepared long-term population projections by
county. Based on these projections and the methodology described above, preliminary
population forecasts for the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock,
Stanfield, Ukiah, and Weston were developed in five-year increments.

Umatilla County Population Discussion June 1998
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An ad-hoc HUES (Hermiston, Umatilla, Echo, and Stanfield) Impact Planning Group was
formed in early 1997 to lead cooperative efforts to address growth concerns in western
Umatilla County arising from four major employers locating or expanding in the region.
The HUES Growth Impact Study, conducted by the Benkendorf Associates Corporation,
Hobson Johnson & Associates, and Martin Davis Consulting, quantifies the impact of the
construction and operation of these four facilities. Employment impacts are translated
into household and population impacts, and disaggregated across the four HUES
communities, Pendleton, and rural Umatilla County.

Of these four employers (the Two Rivers Correctional Institution, the Umatilla Chemical
Agent Disposal Facility, the Union Pacific Railroad Hinkle Locomotive Shop, and the
Wal-Mart Distribution Center and Truck Maintenance Facility), only one (the Wal-Mart
Distribution Center) had been announced and incorporated in the long-range population
and employment forecast prepared by the Office of Economic Analysis. Because the
Umatilla County site was selected as the location for the Wal-Mart Distribution Center in
1994, its impacts were already incorporated in the Office of Economic Analysis long-term
population and employment forecast. Applying the HUES methodology, DEA, Inc.
subtracted out the impact of the Wal-Mart Distribution Center, in order to identify the
population impacts resulting from the three “big four” employers otherwise not accounted
for in the OEA forecast.

Umatilla County Population Discussion June 1998
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HUES Population Impacts by Community
HUES Study “Scenario One” Less Wal-Mart Distribution Center

Base Population

Population Impact

1996 2000 2005 2007
Hermiston 11,050 1,681 2,354 1,412
Umatilla 3,310 503 705 423
Echo* 530 81 113 68
Stanfield 1,755 267 374 224
HUES communities subtotal 2,531 3,545 2,128
Pendleton 223 313 188
Rural Umatilla County 223 313 188
Total Population Impact 2,978 4,171 2,503
*

The HUES study estimates Echo's base population using utility hook-up data and a 2.5 average
household size. However, this methodology yields a base-year estimate inconsistent with the
“official " state estimate. As required by state policy, the Transportation System Plan uses the
official state estimate as the base population. As appropriate, the TSP uses utility hook-up data as

the base number of households.

Source: HUES Growth Impact Study and David Evans and Associates, Inc.

These estimated impacts were then applied to the original population forecast for Echo
and Stanfield by the mathematical model. The resulting population forecast is shown in
five-year increments in the table below.

Umatilla County Population Forecast

1995-2000 1995-2017
19954 2000 2005 2010 2015 2017 CAARG CAARG

Umatilla County 65,2008 72,800 77,000 78,300 79,500 80,073 2.2% 0.9%
Adams 260 270 280 290 300 310 0.7% 0.8%
Athena 1,ORO§ 1,160 1,210 1,270 1,330 1,360 1.4% 1.1%
Echo 530 610 640 650 660 660 2.9% 1.0%
Helix 170 190 210 220 230 230 2.7% 1.4%
Pilot Rock 1,560 1,580 1,600 1,610 1,640 1,650 0.3% 0.3%
Stanfield 1,700 2,020 2,130 2,290 2,430 2,490 3.5% 1.8%
Ukiah 270 290 310 320 340 340 1.6% 1.1%
Weston 655 690 700 710 720 730 1.0% 0.5%

Source: 1995 estimates developed by Portland State University Center for Population Research and
Census; long-term County forecasts developed by State of Oregon Office of Economic Analysis;
and Jurisdiction forecasts and intermediate County forecasts developed by David Evans and

Associates, Inc,

Umatilla County Population Discussion
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Overall, Umatilla County is expected to experience healthy rates of population growth,
averaging nearly-one percent annually over the planning horizon. As shown in the table,
the western portion of Umatilla County is expected to grow faster than the rest of
Umatilla County, fueled by the four major employers. Of all jurisdictions included in this
analysis, Stanfield is expected to grow the fastest, at an annual average of 3.5 percent at
the beginning of the planning horizon, slowing somewhat, but still achieving a very rapid
average annual rate of 1.8 percent for the 20-year planning period.

Umatilla County Population Discussion June 1998
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Umatilla County Population Discussion

METHODOLOGY AND DATA SOURCES

Population estimates and projections were developed from historical data, official annual
estimates, official long-range forecasts, and an impact analysis of four major employers
entering or expanding in western Umatilla County. Historical data are compiled as
reported by the Census Bureau. Portland State University’s Center for Population
Research and Census developed annual population estimates for cities and counties for
the purpose of allocating certain state tax revenues to cities and counties. The State of
Oregon Office of Economic Analysis (OEA) provided long-term (through year 2040)
state population forecasts, disaggregated by county, for state planning purposes.

The Office of Economic Analysis used business-cycle trends (as reflected by the
Employment Department’s employment forecasts) as the primary driver of population
and employment for the short term. For the long term, the forecasts shift to a population-
driven model, which emphasizes demographics of the resident population, including age
and gender of the population, with assumptions regarding life expectancy, fertility rate,
and immigration. DEA used a methodology based on OEA’s county-distribution
methodology in developing population and employment forecasts for each of the cities in
Umatilla County. DEA calculated a weighted average growth rate for each jurisdiction
(weighting recent growth more heavily than past growth) and combined this average
growth rate with the projected county-wide growth rate. This methodology assumes
convergence of growth rates because of the physical constraints of any area to sustain
growth rates beyond the state or county average for long periods of time. These
constraints include availability of land and housing, congestion, and other infrastructure
limitations.

These preliminary forecasts were used as a basis for discussion with individuals who have
local knowledge and expertise. The projections were then revised based on local input
and analysis. One element that had a significant impact on the population analysis was
the HUES (Hermiston, Umatilla, Echo, and Stanfield) Growth Impact Study, conducted
by the Benkendorf Associates Corporation, Hobson Johnson & Associates, and Martin
Davis Consulting, which quantifies the impact of the construction and operation of four
major employers.

As required by state policy, this forecast is consistent with the State of Oregon Office of
Economic Analysis forecast at the end of the 20-year planning period. Because of the
impact of the four large employers, however, the growth of Umatilla County will occur
faster in the beginning of the planning horizon, slowing to compensate near the end of the
planning period.

These population and employment forecasts were developed to determine future
transportation needs. The amount of growth, and where it occurs, will affect traffic and
transportation facilities in the study area. This report is not intended to provide a
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complete economic forecast or housing analysis, and it should not be used for any
purpose other than that for which it was designed.

CURRENT POPULATION AND EMPLOYMENT LEVEL

Estimated at 65,500 in 1997, the population of Umatilla County has grown relatively
rapidly since the 1990 Census, with an average annual growth rate of over one-and-one-
half percent. The following table shows the estimated change in population for Umatilla
County and the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock, Stanfield,
Ukiah, and Weston for 1990 and 1996.

Umatilla County Population Level

1990 and 1996
1990-1997 Change
1990 1997 Number CAARG*

Umatilla County 59,249 65,500 6,251 1.4%
Adams 223 265 42 2.5%
Athena 997 1,120 123 1.7%
Echo 499 585 86 2.3%
Helix 150 190 40 3.4%
Pilot Rock 1,478 1,585 107 1.0%
Stanfield 1,568 1,770 202 1.7%
Ukiah 250 240 -10 -0.6%
Weston 606 680 74 1.6%

* Compound Average Annual Rate of Growth

Source: Portland State University Center for Population Research and Census.

Most of the jurisdictions in Umatilla County have grown at a healthy rate, comparable to
the annual growth rate of 1.4 percent for the county overall. The smaller jurisdictions of
Adams and Helix have grown at a slightly faster rate, starting from the smaller population
bases of 223 (Adams) and 150 (Helix) in 1990.

Populations with Specific Transportation Needs

Certain populations have been identified as having more intensive transportation needs
than the general population. These populations include people under the legal driving
age, those under the poverty level, and those with mobility limitations.

As stated above, Portland State University’s Center for Population and Census estimates
the Umatilla County’s population as 65,500 in 1997. The Center further estimates that
18,623 of these people, or about 28 percent of the population, is under the age of 18 and
that 5,505 are under age 5. Because the purpose of this analysis is to determine the
number of people with specific transportation needs, DEA used PSU’s age disaggregation
to estimate that 16,617 people are under 16, the legal driving age in Umatilla County.

Umatilla County Population Discussion June 1998
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EXECUTIVE SUMMARY

The purpose of the City of Weston Study of Infill Potential is to help the city improve the use of land
and transportation facilities within the city’s urban growth boundary (UGB), in part to reduce or
eliminate the need for a UGB expansion. The Draft Infill Plan identifies underutilized or vacant
parcels that present opportunities for redevelopment in and near the downtown/Main Street area.
The plan also provides guidance for the improvement and management of existing transportation
facilities and the design and implementation of future facilities for the next 20 years in a way that will

support the infill strategies.

The Draft Infill Plan includes the following elements:
v" Infill/Redevelopment Strategies

v" Infill/ Redevelopment Opportunities

v An Analysis of Market Potential for Infill

v" Infrastructure Improvement Priorities
o Transportation (Pedestrian and Bicycle)

o Parks and Recreation

v Implementation Strategies

There are several strategies the City of Weston can use to reduce or eliminate the need to expand
their UGB in the future. To begin, the city can identify vacant properties within the UGB that are
vacant or partially vacant with the potential to be redeveloped to accommodate more intensive

residential or commercial uses. Other strategies include:
v’ Subdividing or partitioning existing lots to allow for infill

v Updating the city's Comprehensive Plan and Code to allow for denser development, including

specifically to allow for Cottage Cluster-type development

WESTON INFILL PLAN 1




v’ Encouraging property owners to redevelop land in an efficient manner

There are several specific potential infill sites in the city’s downtown core area that could utilize these
strategies. This plan describes 10 specific infill opportunity sites that may accommodate a variety of

commercial, mixed-use or residential uses within the City of Weston. These 10 sites include:
v" Two commercial sites on Main Street

v Four commercial or residential sites, 2 near Main Street, one behind Suzy's Handi Mart and one

next to the Saling House

v Four residential sites throughout the city

Due to limited population growth, creating a market for infill in Weston will be somewhat challenging,
especially in the short term. Most of the strategies and opportunity sites identified in this plan are

based on the medium to long term potential for redevelopment of these kinds.

This plan describes recommended park, trail and open space improvements. Weston has a good,
existing city park (Elliott Park) as well as the Weston Mini Park and Rose Garden at the intersection
of Main and Water Streets. Assuming modest future population growth, there is probably a limited
need for additional city parks, with the exception of small pocket parks and/or green spaces within
new developments and/or in targeted, existing areas as well as adding green elements (trees, etc.)

to the existing streetscape.

There are several possible areas for transportation infrastructure improvements that would support
infill development in the City of Weston. Analysis and public comment have guided recommendations
from the consulting team for priorities for these improvements as well as estimates of the cost to
implement specific projects. Improvement priorities were identified for both potential parks and

recreation and pedestrian and bicycle projects.

Specific priority improvements for park and recreation include:

v Expanding the existing city park (e.g., by redeveloping/eliminating the maintenance building

shown on the map)

v" Increasing access to three specific creek interaction sites
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Priorities for transportation infrastructure improvements, determined by scoring several different

criteria (cost, plan goals, political will, whether it addresses a current need, etc.) include:
v" Improved key crossings
v Sidewalks on Water Street and other improvements to the southern end of Water Street

v’ Improvements to the off-street pathway to the school

Several funding sources and strategies are potentially available to the City of Weston to consider

when implementing the Infill Plan.

Improvements are likely to be made as changes in land use occur, as properties redevelop and as
sufficient public funds are available to construct improvements, and/or as the City is able to partner

with community members to make improvements.

Funding to implement the plan may come from a variety of sources, including local, state or federal
grants, contributions from developers or property owners made as properties are redeveloped, and

city and county transportation budgets.
Amending the Comprehensive Plan and Zoning Code to allow for reduced parks System Development

Charges (SDC) for property owners who donate land for conservation easements along the creek as

well as specific types of infill development (e.g., Cottage Clusters) also will help implement this plan.
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PROJECT OBJECTIVES

The purpose of the City of Weston Study of Infill Potential is to help the city improve the use of land
and transportation facilities within the city’s urban growth boundary (UGB), in part to reduce or
eliminate the need for a UGB expansion. The Draft Infill Plan identifies underutilized or vacant
parcels that present opportunities for redevelopment in and near the downtown/Main Street area.
The plan also provides guidance for the improvement and management of existing transportation
facilities and the design and implementation of future facilities for the next 20 years in a way that will
support the infill strategies. Specifically, the plan identifies streetscape improvements and prioritizes
transportation projects for inclusion in the City’s Capital Improvement Project list and the Oregon
Department of Transportation’s (ODOT) Statewide Transportation Improvement Program. Most

improvements are bicycle and pedestrian facility projects.

INFILL AND REDEVELOPMENT STRATEGIES AND
OPPORTUNITIES

Strategies

There are several strategies the City of Weston can use to reduce or eliminate the need to expand
their UGB in the future. To begin, the city can identify vacant properties within the UGB that are
vacant or partially vacant with the potential to be redeveloped to accommodate more intensive

residential or commercial uses.

There is a fairly significant amount of land within the city’s urban growth boundary to support future
residential development, assuming relatively modest growth as projected by the city and county in
their adopted long-term population growth projections. This assumes relatively efficient use of this
land. Continued creation of very large residential lots (e.g., similar to those in the Sunrise
subdivision) would cause this supply of land to be exhausted much more quickly. Creating single
family homes on smaller lots or building multi-family housing such as duplexes or cottage clusters

would make more efficient use of vacant or redevelopable land within the City of Weston's UGB. The
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consulting team found that the City of Weston’s current comprehensive plan and zoning code would
allow for all of these redevelopment strategies except for cottage clusters, which would require a

targeted update to the zoning code to implement.

There are a limited number of vacant or partially vacant/redevelopable lots zoned for commercial
use. However, given the limited projected increase in population over the next 20 years, they are
likely to be adequate to meet future needs for commercial or possibly mixed use development. In
addition, commercial uses on vacant lots downtown should continue to emphasize design that is

compatible with existing historical buildings.

Opportunities

Infill and redevelopment opportunities within the City of Weston's UGB include several properties that
are either completely vacant or partially developable (large enough to partition and redevelop). See

Figure 1.
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As shown on the map in grey, there are several fairly large, undeveloped properties on the north, east
and west edges of the community (mostly zoned as Residential Farm or Residential Suburban), as
well as a variety of vacant and/or redevelopable properties within the already developed portions of
the city (e.g., along Water, Franklin and other streets). There are a limited number of large, vacant
lots very close to the downtown core (e.g., within one or two blocks) that could accommodate multi-
unit residential structures (e.g., senior housing) but there are a number of properties within about %

mile that may accommodate such uses if redeveloped.

Some of these sites have environmental constraints (shown in green on the map) that will limit the
opportunity for redevelopment, including steep slopes or bisection by Pine Creek. High water in the
spring and periodic flooding increase erosion along the banks of Pine Creek and provoke stormwater

management issues, including:
v" Gutter issues/run-off problems, especially on Water, Bannister and Bruce Streets
v" Silt accumulation on sidewalks from flooding

v" Instability and shifting alignment of the creek, which can wash out the banks during heavy flows

and flooding events

Topography, including slopes to the west and east of downtown where much of the large vacant land
is located, may also increase stormwater management issues and impact possible development of
roads and other public facilities and the achievable density of development in hillside areas.
However, these factors also may represent opportunities, e.g. to create greater public access to the

creek.

There are several specific potential infill sites (shown on Figure 1 in red) in the city’'s downtown core
area that could utilize the redevelopment strategies outlined in the previous section. This plan

describes 10 specific infill opportunity sites within the City of Weston, including:
v" Two commercial sites on Main Street (sites 6 and 7)

¥’ Four commercial or residential sites, 2 near Main Street (5 and 8) Site 4 behind Suzy’s Handi

Mart and Site 1, which is next to the Saling House
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v’ Four residential sites throughout the city (2, 3,9 and 10)

These sites (numbered as on the map) may accommodate a variety of commercial, mixed-use or
residential uses as detailed below. The following section of this report includes brief descriptions of
current site conditions as well as examples of the kinds of redevelopment the team recommends to
maintain efficient use of land within the UGB. The “Before and After’ images show examples of how

specific vacant lots could be redeveloped.
Commercial Sites
Sites 6 & 7: Along Main Street

Sites 6 and 7 (0.13 acres each) are completely vacant and present a great opportunity for
strengthening the City of Weston's downtown commercial area. These sites are located between
Water and Franklin Streets on the north side of Main Street. In the most active area of the
commercial core, they are adjacent to many important community destinations, e.g. Site 6 is across
the street from the Central Station café and deli and the library, while Site 7 is the fourth corner of the
Main and Franklin intersection, with City Hall, the Post Office and the Long Branch Saloon making up

the other three.

Figures 2 and 3 show before and after aerial renderings of Sites 6 and 7, with specific examples of
what commercial redevelopment of these two properties could look like. Each site could
accommodate ground-floor retail with offices or apartments above. To fit in with the surrounding
building heights, Site 6 would be two stories, while Site 7 would be three stories tall and complete the
fourth corner of commercial development at the Main and Franklin intersection. Site 7 would have a
corner entrance to help strengthen this important corner. Both buildings would include architectural
details that blend in with the character of existing buildings, while helping to strengthen the
pedestrian-friendly atmosphere in the downtown core (windows, awnings, street trees, etc).
Improvements needed to support redevelopment on these sites include: a new crosswalk installed at

the intersection of Franklin and Main, upgrades to the crosswalk at Main and Water streets.

Figures 4 and 5 are close-ups of Sites 6 and 7, with examples of before and after redevelopment.

These images show the pedestrian-oriented architectural elements mentioned above in greater detail,
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as well as give an idea of how they would look from the ground. Sites 6 and 7 are both currently

zoned Central Commercial which allows for these types of uses.
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Commercial/Residential Sites

Site 1: Vacant Area North of Saling House

Site one on the Key Infill Development Sites map shows the vacant area north of the Saling House.
Although seen as an asset in the community, this historic building is not open to the public due to
funding and maintenance issues. The house is located on the east side of Water Street, just north of
the undeveloped right-of-way on Poplar Street (accessed via Water Street). Figure 6 shows the site
as it looks today, looking south from Water Street with the Saling house at the back of the site
(behind a tree on the right of the photograph). On the left side of Figure 6 is Pine Creek, which runs
from the northwest corner of the site to the southwest corner. The interpretive rendering in Figure 7
shows one example of what could be developed on Site 1: a bed and breakfast at the Saling House,

with four small cottages, and trails between them and along the creek.

Figure 7. Saling House After

Figure 6. Saling House Before

Vacant Area to the North Bed and Breakfast Cottage Cluster

Figure 8 shows a possible site layout for the Saling House Bed and Breakfast Cottage Cluster,
depicting the location of trails and buildings. Due to its shape, it is difficult to determine the exact
size of the vacant area on this lot, however it is estimated to be 0.34 acres of developable area.

Additional portions of the site (about another .34 acres) are environmentally constrained by the
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creek, but could accommodate access points and/or trail infrastructure that would need to be

developed.

Because of the presence of the creek, this is a great opportunity for a creek-interaction site and
public interpretive center (Figure 8 and 9). This site is zoned General Residential, making a Bed and
Breakfast Inn a conditional use (CU). Redeveloping the site into a cottage cluster-type Bed and
Breakfast (similar to these renderings) would require a Conditional Use Permit (CUP) (Table
2.1.110.A in City of Weston Development Code). Pedestrian improvements made to Water Street are
needed to support this development. Redevelopment of the site would entail addressing potential
environmental issues or conditions related to flooding and requirements for buffering the area

adjacent to the creek.

b, S Ded and
%, breakfast traiis

Figure 8. Saling House Bed and Breakfast Site Plan

Site 4

WESTON INFILL PLAN 13




Zoned as Residential Commercial, site 4 is located on the northeast corner of Washington and
Pomeroy Streets and may be accessed via both streets. The site is currently in use as a gravel
parking lot with RVs parked on it behind Suzy’s Handi Mart. The site is about 0.22 acres in size and
could accommodate a single family home or a commercial/mixed use that is compatible with the
surrounding development. Bicycle and pedestrian improvements to Washington Street as well as

pedestrian improvements to Water are needed to help support this development.

Sites 5: Near Main Street

Located on the west side of Water Street, between Main and Pomeroy, Site 5 is zoned as Central
Commercial and may be accessed via Water Street. This site could accommodate many different
commercial uses, including the same types of mixed use as shown on Sites 6 and 7. However, as it
is not located directly on Main Street, it may be more likely to support a commercial use that is not as
dependent upon a central location. This site is 0.33 acres in size. Because of its relative size and
central location, it could be a potential location for a cottage cluster-type development, although
current market conditions may not support this kind of development in the near to medium term.
Figure 9 is an example of a commercial cottage cluster development in Redmond, OR, while Figures
10 and 11 show a residential cluster from the City of Portland. Sidewalk upgrades to Main Street west
of Water Street (including a crosswalk upgrade at the intersection), as well as bicycle and pedestrian

improvements to Water are needed to support this development.

Figure 9. Commercial Cottage Cluster, Redmond, OR
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Figure 10. Residential Cottage Cluster, Portland, OR

Figure 11. Residential Cottage Cluster, Portland, OR

Interior Common Space

Site 8: Near Main Street
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Site 8 is zoned as Residential Commercial and is located on Water Street (access is via Water
Street). The site is one lot south of Main Street, behind the Memorial Wall and Fountain and is about
0.14 acres in size. Although it is not very big, this site could accommodate a mixed-use building or
other small commercial or residential use (e.g., a small house/cottage or a small retail / office use),
given sufficient market demand in the long term. Sidewalk upgrades to Main Street west of Water
(including a crosswalk upgrade at the intersection), as well as pedestrian improvements to Water

Street are needed to support this development.

Residential Sites

In general, all infrastructure improvements made to parks and recreation as well as to improve access
to the school will help support residential development in Weston, particularly development on sites
near Pine Creek and/or Elliott Park or the Main Street area. In addition, all improvements that
provide transportation options/safe pedestrian and bicycle travel for residents also will support this

type of development, especially in the case of multi-family sites.
Site 2

Site 2, zoned General Residential, is located just north of the Gentry right-of-way on Water and may
be accessed via Water Street from the east. This site is the backyard of a house to its west,
accessed from N Railroad Street and is about 0.22 acres in size. There are currently several trees
on this portion of the lot. Considering the market, over the long-term this site could redevelop to
accommodate a single family home (most likely), a duplex or possibly three attached town homes.
Pedestrian improvements to Water Street are needed to support this development. In addition, the
vacated ROW at Gentry could be redeveloped to support pedestrian and bicycle access to the site (a

trail, alley, etc.)
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Site 3

Zoned as General Residential, Site 3 is on the northeast corner of Washington/N Railroad Street and
the vacated ROW where Gentry is located. Access to the site is via Washington/N Railroad Street
from the west. Because this street has limited improvements, access would be somewhat limited
without the Railroad Street project suggested in this plan (Improvement Priorities section). Around
0.28 acres in size, this site is the backyard of a house to its east which is accessed from Water
Street. The site has a few trees on it, but is mostly vacant and could accommodate a house of the
same size as the one already on the developed portion of the Iot. Alternatively, either four attached
town homes or a cottage cluster-type development with four units could be developed on the site.
Single family development would be most likely to occur in the near term; other options for
redevelopment would have more potential to occur over the long term. Upgrades to the street and

sidewalks on N Railroad Street are needed to support this development.
Site 9

Site 9 is located on the northwest corner of Water and College Streets and may be accessed by
either street. It is the side yard of an existing home and is zoned General Residential. The site could
accommodate one single family home, according to current zoning standards. Pedestrian

improvements to Water Street are needed to support this development.

Site 10

Located on the northwest corner of Mill and Water Streets, site 10 is zoned as Residential Suburban
and may be accessed by either street. The site is the side yard of a house on the same lot.
According to current zoning, this site could accommodate two additional single family homes.

Pedestrian improvements to Water Street are needed to support this development.

Market Potential for Infill Strategies/Opportunities

The City of Weston will face some challenges in attracting infill and redevelopment activity in the short
term. Local market conditions suggest that this Infill Plan should be considered a long term

framework on which to base planning and zoning conditions that will guide future development
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patterns towards some of the more innovative or intensive development alternatives described in this
Plan. However, with challenges there are always opportunities. This memo summarizes both in the

context of the Draft Infill Plan.

Current Market Conditions

As part of the Facts and Findings portion of this infill study (provided previously as a separate report),
an “Assessment of Economic Conditions” was prepared that assesses current market conditions that
will influence residential and commercial development in Weston. The following report sections

summarize the key conclusions of this assessment.

Housing Development

Current economic trends do not point to a pressing demand for new forms of housing in the local
market. During the period of more rapid population growth in the 1990’s, Weston added a total of 16
housing units, all mobile homes. Since 2000, population growth has slowed considerably. Ample
inexpensive land remains within the city to accommodate new single family homes and/or

manufactured housing.

In the recent past, two new housing development projects have been undertaken in Weston. One is
a 15 lot subdivision located southwest of the city. Subdivided in 2002, none of the lots have been
developed. The second project was a 16 unit senior housing project that fell through due to lack of
financing. The first project points to the current availability of land for single-family homes, while the
second project points to the difficulty of developing higher-density housing types in the Weston

market.

Commercial Development

General employment trends in the region may present challenges for business development in
Weston. The loss of jobs in Morrow and Umatilla County in the past five years tempers the general
economic outlook. Trends point to a diminishing of the food manufacturing industry, and growth in

government and service-industry employment.
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However, the strengths identified in the 200! Downtown Resource Team Report remain Weston's
strengths today. The key advantage is proximity to Highway 204 which passes just north of the city
center, and Highway 11, a more highly trafficked route between Pendleton and Walla Walla, which is

roughly 1.5 miles from the town center.

In addition, Weston has a historical downtown district, recognized by the National Register that
provides a sense of identity and history to attract visitors to the area. Weston also features two major
food manufacturing employers and two community events that bring people to the community and

provide visibility.

These all represent opportunities to help market Weston to outside visitors and pass-through traffic.
Capitalizing on these marketing approaches will be critical in generating demand for new retail, dining
and lodging enterprises in Weston. While Weston has continued to grow at a modest but healthy
rate, it has not experienced the type of population growth that will engender new business

development in the central city by itself.

Challenges to Infill Development

Infill development that seeks to increase the density of residential or commercial uses in an area
faces hurdles not just in a small town, but anywhere it is attempted. The density of land use is
generally a function of the value of the underlying land, which is in turn a function of scarcity. Where
land is scarce, parcels will cost more, and a developer will use it more intensively. Where land is

plentiful, it will cost less, and developers will use it less intensively.

The primary challenge facing Weston in encouraging denser forms of infill development is the current
availability of low-cost land and housing in the town, vs. the cost of new construction. New housing,
and especially multi-story development will be expensive, relative to what is currently available to
both owners and renters in the market. For example, while housing prices vary widely between

Weston and Portland, the cost of construction does not differ widely between these locales.
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Wood-frame construction represents the lowest cost per square foot. Denser forms for construction
require a shift to concrete and steel materials that increase cost. While costs rise, the amount of rent
or sale price that a customer will pay in a particular market does not. New single-family infill in
Weston would almost certainly employ the less expensive wood-frame construction. Nevertheless,
these new units would compete with manufactured home units, which are even less expensive than

wood-frame construction.

A review of homes currently on the market in Weston finds an average sale price of $108,000, or
$66/square foot. Construction of a three-story steel and brick structure on a standard lot on Main
Street would cost an estimated $200/square foot. A modest single-family home would cost at least
$110/square foot. Clearly, any real estate produced at this cost would require asking sales or rental
rates that are well above the current market levels. (Sources: RS Means, Building-Cost.net, Johnson

Gardner LLC)
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INFRASTRUCTURE IMPROVEMENT PRIORITIES

This study identified several possible areas for infrastructure improvements that would support infill
development in the City of Weston. Further analysis and public comment have allowed the consulting
team to determine priorities for these improvements as well as estimate the cost to implement specific
projects. Improvement priorities were identified for both potential parks and recreation and pedestrian
and bicycle projects. In response to feedback given at the Joint Planning Commission/City Council
Workshop held on March 21, 2007 the consulting team further refined the priority list for infrastructure

improvements.

Parks and Recreation Projects

Weston has a good, existing city park (Elliott Park) and the Weston Mini Park and Rose Garden at
the intersection of Main and Water Streets. Because of modest population growth, there is probably
a limited need for additional city parks, with the exception of small pocket parks and/or green

spaces, and/or adding green elements (trees, etc.) to the existing streetscape.

Pine Creek could be enhanced as a community resource through development of trail segments
and/or access points along its length. An ideal community goal would be to create a trail along the
length of the creek, but there are significant obstacles to accomplishing this objective, including
limited public ownership of right-of-way along the creek, access issues (e.g., the fence in the park),
regular flooding, and other issues. However, this should remain a long-term objective. See

pedestrian and bicycle project section for more information about trails.
Specific priority improvements for park and recreation include expanding the existing city park (e.g.,

by redeveloping/eliminating the maintenance building shown on the map) and increasing access to

three specific creek interaction sites.

City Park Expansion
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Improvements would include expansion of the City Park onto the existing city public works property.
Land costs would be minimal, given that the City owns the property. However, there would be costs
to find a replacement site. Improvement costs are estimated to be approximately $4,000 per acre.

Total costs would depend on the type and level of site improvements, between $5,000 and $20,000.

Creek Interaction Sites

Improvements would be designed to improve visual and physical access to the creek at key locations
(see Figure 12); construct pathway segments along the creek; and provide spaces and amenities for
people to gather and rest. Costs would vary between $2,000 and $20,000 depending on the type
and level of improvements, as well as any environmental restoration activities needed. The cost of
improvements associated with the site near the library and city hall likely would be higher than

indicated here.

The purpose of improvements at these sites would include the following:
v Improve visibility of and physical access to the creek.

v Continue to ensure public safety (particularly for children) and minimizing environmental impacts

of improvements.

v Create trail segments along the creek, with the opportunity to extend these segments to other
sections of the creek as time goes on. For example, the site near Poplar Street could be

developed as part of larger redevelopment of the

Saling House and adjacent property as illustrated

elsewhere in the Infill Plan.

v’ Create public gathering or resting places adjacent
to the creek and amenities to support these
activities (e.g., benches, signage,

landscaping/vegetation management, etc.)

¥" Connect the trail segments and other new

amenities to other community facilities, particularly
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for the interaction site near the City Hall and Library. The site could restore/create creek access
by removing fencing/debris and potentially be connected to or developed in conjunction with
some type of small courtyard or other gathering space. The green space along the creek behind
City Hall and adjacent to Franklin Street is an ideal location for a cost effective, visible
demonstration improvement project in the downtown, specifically for a park bench or some other

low-cost seating.

v The site adjacent to the City park also presents an opportunity to coordinate improvements to

and/or expansion of the park with a better connection to the creek.

In addition, small pocket parks and associated amenities (e.g., benches and trash receptacles) may

be included.
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Pedestrian and Bicycle Projects

In addition to the redevelopment needs for infrastructure improvements (detailed in Infill Opportunities

section), there are several important destinations and attractions in Weston that would be improved

by increasing access for bicycles and pedestrians, including but not necessarily limited to the

following:

v

AN N

The school

The Main Street commercial area
Along and across Pine Creek
Elliott Park/skate park

ConAgra and Smith Frozen Foods

Opportunities for increasing pedestrian and bicycle access to these destinations include:

v

D N N NN

Filling in gaps in the sidewalk network

Utilizing non-vacated rights-of-way, alleys and curved streets
Increasing the number of pedestrian bridges

Developing trail access along Pine Creek

Developing pedestrian and bicycle-oriented streetscape elements

Recommended priority transportation improvements are shown in Figure 13.
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Recommended Projects

Specific projects and cost estimates for pedestrian and bicycle improvements include the following.

1. Install Sidewalks on Water St

Water Street is classified as a collector. Sidewalks are missing on Water St between Depot and
Pomeroy St on the east side and between Wallace to Mill St, also on the east side. A priority of the
City is to infill these missing sidewalk segments to City TSP standards. The width of the planting
strip/landscaped area between the sidewalk and the curb will vary. The project would consist of

about 600

lineal feet

of sidewalk

and would

4

& t
s

cost

-~

Al
.’.3‘.’.._:',

{.I‘

'
[
)
2t
)

around

$29,300.

STREET WITH SIDEWALK
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2. Install Sidewalks on Washington Railroad Street

Washington/Railroad Street is classified as a local street. There are no sidewalks along this street.
Sidewalks would be constructed according to the standards in the Weston TSP along both sides of
Washington/Railroad Street between Poplar and Mill Streets. The project would consist of about

2,400 lineal feet of sidewalk. The cost would be around $163,200.

3. Repair and 6r Infill Sidewalks in Downtown on Main, West of Water

Many sections of sidewalk along Main Street are in poor repair or are missing. This project would
repair, infill, and upgrade sidewalks where needed. The costs of this project are unknown, given

limited information about the extent of improvements needed or desired.
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4. /mproved Crossings at Key Intersections

The City could add crosswalks at the intersections of Franklin and Wallace, Franklin and Main, and

Broad and Main. Crosswalk striping would cost about $1,000 per intersection leg, totaling $12,000.

The City also could upgrade curb ramps at the intersections of Armon and Main and Water and

Wallace. New curb ramps cost about $5,000 each, so the total cost would be $40,000.

5. Pedestrian Bridges Across Creek at Selected Locations

Small pedestrian bridges could be installed at High Street, near the Saling house and at College
Avenue to make use of the vacant rights-of-way associated with these streets between Water and

Franklin Streets. A typical pedestrian bridge costs around $100,000.

A
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MULTI-USE PATH BRIDGE

6. Create a Multi-Use Pathway from Railroad Ave to Con Agra Plant

A multi-use path connecting the town and Con Agra would provide an alternative route for
bicycle/pedestrian access to this major employer in Weston. The path would travel along the

existing dirt road within an easement on the property. The path would be approximately 200 ft long.
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Costs would depend on the type of pathway. A 10-foot wide path paved with asphalt would cost

approximately $2,400.

7. Create a Multi-Use Pathway to School

A multi-use path connecting the town and the school would provide a safe, alternative route for

bicycle/pedestrian access for kids to get to school. The path would travel along the existing

unimproved ROW. This project would consist of adding a new path to the school between Broad

Street and the school and south of Main Street. The cost could vary, depending on the exact location

and alignment, but is estimated to be around $113,400. Improvements to the pedestrian path to the

school will require coordination between the City and the School.

s . Edge of

l ! y~  Pavement

——

<5 min. > 10

MULTI-USE PATH CROSS SECTION

Other Projects

The following two projects were originally proposed and discussed by the consulting team and TAC.

However their potential disadvantages outweigh the advantages at this time. For this reason they are

not recommended for inclusion in a list of proposed capital improvement projects for the City and are

not included in Table 1 on page 26.
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1. Add Bike Lanes on Water St from Depot to Mill St

Water Street is a classified as a collector street and is 30 feet wide in the northern and southern
portions of town: (1) from Depot Street to Pomeroy Street and (2) from Wallace Street to Mill Street.
In these two sections, there is parking on one side of the street (east side). Assuming the collector
standard described in the Weston TSP', with two 11-foot travel lanes, two 6-foot wide bicycle lanes,
the street would need to be widened by 4 feet if on-street parking were to be removed. The cost of

this option would be about $20,000.°

If on-street parking were to be retained on one side, then the bike lane on that side could be reduced
to 5 feet wide, and the street would need to be widened by 10 feet (dimensions would be one 7-foot
parking lane with a 5-ft bike lane against it, two 11-ft travel lanes, and one 6-ft bike lane). The 30-ft
wide sections of Water Street consist of about 2,400 lineal feet of street. The cost of this option

would be around $48,000.

In the central portion of town, between Pomeroy Street and Wallace Street, Water Street is 40 feet
wide and about 800 lineal feet long, with parking on both sides. If on-street parking were to be
removed, then bike lanes could be striped at 6 feet on each side, with no need to widen the street.

This option would require striping, stencils, and signing only, at a cost of less than $2000.

If on-street parking were to be retained, then the street would need to be widened by 9 feet (two 7-ft
parking lanes, two 5-ft bike lanes, and two 11-ft motor-vehicle lanes. This option would cost around

$20,000.

! It should be noted that the collector standard shown in Figure 7-1 of the Weston TSP does not include bicycle lanes.
2 Cost estimates are for order of magnitude comparisons only and do not include engineering, property acquisition, survey,

construction mobilization and demolition, or utilities and service improvements.
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2. Add Sidewalks & Bike Lanes on Main St from Broad to Armon St

Main Street is classified as a collector and is 24 feet wide from Broad Street to Armon Street, where

Armon Street dead-ends at the school. This section of Main Street is identified as an important route

to school for children and currently lacks sidewalks or bike lanes. Assuming the collector standard in

the Weston TSP, the street would need to widened by 10 feet to add bike lanes. Sidewalks at least 5

ft wide would be constructed on both sides of the road. The project would include about 400 lineal

feet of sidewalk and bike lanes. The cost of this project would be around $50,000.

70 >

STREET CROSS SECTION, PARKING ONE SIDE
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3. WaterWashington Couplet

This project would create a pair of one-way streets between Bruce and Main Streets, with traffic on
Water Street traveling in one direction (likely north) and traffic on Washington running in the other
direction. The project would also require traffic control devices such as roundabouts/traffic circles,
chicanes and/or striping to direct traffic onto and off of the one-way streets where they become two-

way streets north of Main Street.

This project could provide several benefits, including improved bicycle and pedestrian safety on these
streets, creation of a potential gateway feature at Bruce Street and central community design feature
at the intersection of Washington and Main, and enhanced traffic flow along Water Street. At the
same time, this project has a number of potentially significant drawbacks, including increased traffic
on Washington Street which is currently serves as a local residential street, potential opposition from
Washington Street residents and possibly the need to redesignate this portion of the state highway
(for the new one-way section of Washington Street). In addition, couplets typically are developed to
improve traffic flow in areas where traffic is heavy. Traffic volumes along Water Street probably do
not justify use of a couplet for this purpose at this time. The project also would be expected to cost a
significant amount of money but given its complexity, resources are not available to adequately

assess its cost as part of this project.

Project Evaluation Criteria

The following criteria can be used to rank and prioritize the infrastructure improvements identified in

the preceding pages.

1. Relevance to plan goals — High is best. Projects that strongly support multiple transportation and
community goals are preferable. Is the project part of the city’s transportation plan? Is there a
bicycle or pedestrian transportation problem that the project will solve or alleviate? Will the project

support business, health or other community goals?

2. Level of service (LOS) need — Low is best. Areas or corridors that serve pedestrians and
bicyclists poorly are better candidates for projects than those that already have facilities. Is the

existing road a deterrent to bicycling or walking? Roads with narrow lanes and heavy traffic, or
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that are difficult to cross, receive priority treatment. Other factors include high truck volumes, poor
sight distance, dangerous intersections or other obstacles to direct travel by bicyclists and
walkers. Does the project upgrade a major roadway (arterial or major collector street), bridge an
obstacle, provide a more direct route (reducing significant out-of-direction travel), or provide
access to important destinations such as schools?  Will the facility link, complete or extend the

system? Are there clear origin and destination points along the corridor served?

3. Realistic cost — Low is best. Projects that provide a good return on investment are preferable.
Are the estimated engineering and construction costs typical for this type of project? Are
expected maintenance costs reasonable? Are there secondary benefits that help mitigate the

cost such as economic vitality, lower crime or improved safety?

4. Available funding — All is best. Projects that have identified funding sources are preferable. Can
the project be funded from existing transportation sources? Are special grants or loans available?
Are private or community interests willing to invest in the project? Can the project be timed to

take advantage of other road work being performed?

5. Technical implementation — Simple is best. Straightforward projects with standard designs are
preferable. s the project the appropriate treatment for the problem? Does the project meet
current design standards? Are highway design exceptions needed? Are there any unusual
engineering problems such as a steep slope, poor drainage, or constrained right-of-way? Does

the project involve many elements or complex phasing?

6. Political implementation — Easy is best. Non-controversial projects with strong support are
preferable. Is a substantial amount of public involvement necessary? Does the project require
additional right-of-way? Is removal of on-street parking necessary? Has the public shown
support for the project? Do affected or adjacent property owners agree to the project? Does the
business community support the project? Do government officials support the project? Does the
responsible agency agree to maintain the facility? Is there a willing party to see the project

through to completion?

7. Potential use — High is best. Projects that attract large numbers of pedestrians and bicyclists are
preferable. Is the potential use high compared to similar facilities? Factors to consider include

proximity to residential areas, schools, parks, shopping centers, business, and industrial districts.
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Does the project consider the needs of both bicyclists and pedestrians? In most cases, bicyclists
and pedestrians require separate facilities. If the project provides for only one mode, the design
should not preclude use by the other mode, where appropriate. Does the project help meet the
needs of the young, the elderly, the low-income, and the disabled? Does the project provide
connectivity to other modes? Facilities that provide bicycle and pedestrian access to existing or

future bus stops and park-and-ride sites enhance intermodal transportation.

There is no particular weighting to these criteria. In general, if the majority of criteria rate well above
average, then the project is a good candidate. However, one extremely negative criterion tends to

offset several positive ones.

A given project may have alternative designs with different trade-offs. In particular, it may be
tempting to accept a design with low standards to avoid confrontation with affected property owners,
to avert perceived inconvenience to motorists, or to simply keep construction costs down. Except in
special circumstances, minimum standards in the Oregon Bicycle and Pedestrian Plan should be
used, and attention should always be paid to long-term goals. The liability and waste of investment in

inadequate facilities often will outweigh any temporary gains.

The following table includes rankings of each transportation improvement project based on these
criteria using information available and summarized previously, along with the consulting team'’s

professional judgment.

These rankings also have been revised based on Technical Advisory Committee (TAC), Planning
Commission and City Council feedback at the Joint Planning Commission/City Council Workshop
held on March 21, 2007. Participants at this meeting noted that the sidewalk along Main to the
school was not the best way for kids to get to school and therefore improvements at this location
were not a priority. Rather, improvements to the off-street pathway up the hill to the school would be
more practical and likely less expensive. Participants also agreed that improvements to the southern
section of Water Avenue, including sidewalk improvements, potential gateway features and possible

road repairs, are the most important of all the improvements identified.
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The council and commission also suggested considering making Water and Washington streets into a
couplet. This could be done for the south end of town only with some type of traffic control feature
(e.g., a roundabout) at the intersection of Main Street and Water Avenue to divert traffic over to
Washington. This would be an additional project, with a variable cost, depending on the amount of
property acquisition needed as well as other factors. It would most likely have a higher cost than
some of the other projects. Estimating the cost for this project is beyond the scope of work for this

effort.
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IMPLEMENTATION STRATEGIES

This section provides an overview of some funding sources and strategies potentially available to the

City of Weston to consider when implementing the Infill Plan.

Funding to implement the plan may come from a variety of sources, including local, state or federal
grants, contributions from developers or property owners made as properties are redeveloped, and

city and county transportation budgets.

The City of Weston is interested in building a trail along Pine Creek or in other parts of the city (e.g.,
to Con Agra or the school). Some examples of other cities that have implemented trail systems
include the Leo-Adler Memorial Parkway in Baker City and the RiverWalk in Pendleton. Each city
used a combination of non-profit, private (foundations like the Meier Memorial Trust and others), and

public funding options as well as staging to implement these trail systems over time.

Improvements are likely to be made as changes in land use occur, as properties redevelop and as
sufficient public funds are available to construct improvements, and/or as the City is able to partner
with community members to make improvements. A number of factors should be considered as

improvements are made, including:

v' Consistency with the recommended plan area and existing land uses
Maintenance needs

Potential community partnership opportunities

Market Conditions

AN NN

Priorities identified in this plan

1. TooLs To ENCOURAGE REDEVELOPMENT AND INFILL

In most locales infill development that increases density faces the market challenges noted in the

above market analysis but still does occur. Viewing this Infill Plan in its long term context, there are
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some strategies that Weston can pursue to increase density in the future. The following

recommendations reflect market-related as well as regulatory approaches.

Alternative tools can be evaluated using the following three criteria:
v’ Effectiveness. How much effect is the policy likely to have on increasing density?
v’ Cost. What will it take to implement the policy?

v’ Equity. Who is likely to pay the cost?

The following bullets summarize the different policy tools cities can use to make it easier for
developers to do what elected officials, and the citizens they represent, want. Many of these
approaches are not necessarily focused on increasing density, but on encouraging redevelopment
and infill. Redevelopment and infill are important because of the already developed landscape in the

Downtown.

v’ Subsidy for development/ public investment. Direct grants or guaranteed or low-interest loans

for land, infrastructure, parking, etc.

v Property Tax Abatements. Ten year property tax abatement for qualified residential and mixed-

use development
v’ Direct Grants
v’ Split Rate Property Tax/Tax Abatement. Measures to reduce ongoing property taxes.

v" Low Income Housing Tax Credits. HUD, through the State of Oregon, provides tax credits for

affordable housing projects.

v’ Constrain urban area growth: One way to encourage density in the city is to limit the lands
available on the fringe that are available for development. To this end, the City could consider
holding its UGB to the current limits, or if necessary, bring in new land as sparingly as possible.
This should be relatively easy to do, given that it will be difficult to justify an expansion based on
the amount of land already within the UGB. As natural population growth takes place in the town,

land values will rise slowly, making denser forms of development more economically feasible.
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Rising land values can be a mixed blessing for current residents, affecting property taxes and

housing costs, but also making their assets more valuable overall.

v’ Streamline planning and permitting of development: This helps to reduce the cost of doing

business for the developer, making a project that much more feasible.

v Land assembly: This is a direct financial incentive for developers that involves public acquisition
of one or more key parcels on which the public would like to see development. This approach
gives the public direct control over what is developed on this land. Generally, the land is granted
or sold at a discount to a developer in return for a commitment that the development will meet
agreed upon public goals. This is an aggressive approach that can offer significant cost
reductions to the developer; however, it involves high up-front cost and significant risk to the

public entity if developer interest remains elusive.

v Direct subsidy or incentive: Like the land assembly approach this is a method of directly
participating to alleviate a significant portion of the cost of development, in return for meeting
agreed upon public goals. Unlike land assembly, this does not involve an up front investment.
The public can make grants or low-interest loans contingent on the rest of the financing package,
to ensure that the project is on solid footing before it proceeds. This approach requires significant
public outreach to ensure that taxpayers understand why the public is giving such an incentive. In

addition, it can create a precedent and expectations from other developers.

These are all methods for “closing the gap” between what is financially feasible for a developer or
land owner, and the type of infill Weston would like to encourage. In the long run, a combination of
regulatory changes, population growth, and developer incentives can encourage infill and increased

density.

Another strategy to encourage infill is to update city Comprehensive Plan or zoning ordinance policies
or provisions to encourage or better allow for it to occur. In general, the City of Weston’s
comprehensive plan and zoning code are relatively up to date in terms of encouraging infill
redevelopment. However, the consulting team recommends adding standards to allow for cottage

cluster developments in order to give the city a little more flexibility in the kinds of housing types
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developers may build to increase density in a manner consistent with the rest of the area. Cottage
cluster developments offer an opportunity for lower-cost housing that appeals to populations who do
not want their own yard to care for, but still want access to common greenspace and more privacy
than multi-family structures or duplexes can provide. This type of development can also be used as a

way to build bed and breakfasts.

2. TRANSPORTATION FUNDING SOURCES

This section discusses a number of funding sources potentially available to Weston to fund bicycle &
pedestrian improvements identified in this plan. These funding sources most likely will need to be

combined over a length of time to fully implement the Plan.

Projects occurring on the highway may be financed by ODOT, the City, or a combination of the two.
Any project funded by ODOT must be included on the State Transportation Improvement Program
(STIP), which is updated biannually, unless other, short-term or one-time funds. Weston Pedestrian
& Bicycle Master Plan funds are available through ODOT, such as the recently offered one-time

pedestrian safety improvement fund.

There are a number of state and federal grant and loan programs available for economic development
or specific transportation projects. Most programs require a match from the local jurisdiction. Most of
the programs available for transportation projects are administered through Oregon Department of
Transportation (ODOT) or the Oregon Economic and Community Development Department
(OECDD). Several of these are described below. It should be noted that funding sources are

continuously changing and this list will need to be updated every several years to remain relevant.

A. Federal Funding Sources

Federal funding is primarily distributed through a number of different programs established by the
Federal Transportation Act. The latest act, The Safe, Accountable, Flexible, Efficient Transportation
Equity Act — a Legacy for Users (SAFETEA-LU) was enacted in August 2005 as Public Law 109-59.
SAFETEA-LU authorizes the Federal surface transportation programs for highways, highway safety,

and transit for the 5-year period 2005-2009.
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In Oregon, federal funding is administered through state (ODOT) and regional planning agencies.
Most, but not all, of these funding programs are oriented toward transportation versus recreation, with
an emphasis on reducing auto trips and providing inter-modal connections. Federal funding is
intended for capital improvements and safety and education programs, and projects must relate to the

surface transportation system.

SAFETEA-LU
There are a number of programs identified within SAFETEA-LLU that provide for the funding of bicycle

and pedestrian projects.

Surface Transportation Program
The Surface Transportation Program (STP) provides states with flexible funds which may be used for
a wide variety of projects on any Federal-aid Highway including the National Highway System,

bridges on any public road, and transit facilities.

Bicycle and pedestrian improvements are eligible activities under the STP. This covers a wide variety
of projects such as on-street facilities, off-road trails, sidewalks, crosswalks, bicycle and pedestrian
signals, parking, and other ancillary facilities. SAFETEA-LU also specifically clarifies that the
modification of sidewalks to comply with the requirements of the Americans with Disabilities Act is an

eligible activity.

As an exception to the general rule described above, STP-funded bicycle and pedestrian facilities
may be located on local and collector roads which are not part of the federally funded highway
system. In addition, bicycle-related non-construction projects, such as maps, coordinator positions,
and encouragement programs, are eligible for STP funds. ODOT estimates that they will receive an

average of $84 million annually for this program through the lifetime of SAFETEA-LU.

Highway Safety Improvement Program
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This program funds projects designed to achieve significant reductions in traffic fatalities and serious
injuries on all public roads, bikeways and walkways. This program includes the Railway-Highway
Crossings Program and the High Risk Rural Roads Program. ODOT estimates that they will receive
an average of $14 million annually for this program through the lifetime of SAFETEA-LU. This

program replaces the Hazard Elimination Program from TEA-21.

Railway-Highway Crossing Program (RHC)

Administered by ODOT, this program is funded by a set-aside of STP funds and is designated for
improvements to highway-rail grade crossings to eliminate safety hazards. Funding for this program
comes out of Highway Safety Improvement Program funds. ODOT estimates that they will receive an

average of $3.1 million annually for this program through the lifetime of SAFETEA-LU.

Transportation Enhancements

Administered by ODOT, this program is funded by a set-aside of STP funds. Projects must serve a
transportation need. These funds can be used to build a variety of pedestrian, bicycle, streetscape
and other improvements that enhance the cultural, aesthetic, or environmental value of transportation

systems. The statewide grant process is competitive.

Congestion Mitigation/Air Quality Program
The Congestion Mitigation/Air Quality Improvement Program (CMAQ) provides funding for projects
and programs in air quality non-attainment and maintenance areas for ozone, carbon monoxide, and

particulate matter which reduce transportation related emissions.

These federal funds can be used to build bicycle and pedestrian facilities that reduce travel by
automobile. Recreational facilities generally are not funded. ODOT estimates that they will receive

an average of $14 million annually for this program through the lifetime of SAFETEA-LU.

Recreational Trails Program
The Recreational Trails Program of the Federal Transportation Bill provides funds to states to develop

and maintain recreational trails and trail-related facilities for both non-motorized and motorized
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recreational trail uses. Examples of trail uses include hiking, bicycling, in-line skating, equestrian use,
and other non-motorized and motorized uses. These funds are available for both paved and unpaved
trails, but may not be used to improve roads for general passenger vehicle use or to provide

shoulders or sidewalks along roads.

Recreational Trails Program funds

may be used for:

v" Maintenance and restoration of

existing trails

v Purchase and lease of trail
construction and maintenance

equipment

v’ Construction of new trails,

including unpaved trails
v Acquisition or easements of property for trails
v/ State administrative costs related to this program (limited to 7 percent of a State's funds)

v' Operation of educational programs to promote safety and environmental protection related to trails

(limited to 5 percent of a State's funds)

Safe Routes to School (SR2S)

Under the SR2S Program, federal funds are administered by ODOT. Under the Oregon Safe Routes
to School Program, approximately $3.7 million will be available for grants between 2006 and 2010.
The grants can be used to identify and reduce barriers and hazards to children walking or bicycling to
school. ODOT estimates that they will receive an average of $1.37 million annually for this program

through the lifetime of SAFETEA-LU.

New Freedom Initiative
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SAFETEA-LU creates a new formula grant program that provides capital and operating costs to
provide transportation services and facility improvements that exceed those required by the

Americans with Disabilities Act.

Community Development Block Grants

The Community Development Block Grants (CDBG) program provides money for streetscape
revitalization, which may be largely comprised of pedestrian improvements. Federal CDBG grantees
may “use Community Development Block Grants funds for activities that include (but are not limited
to): acquiring real property; reconstructing or rehabilitating housing and other property; building public
facilities and improvements, such as streets, sidewalks, community and senior citizen centers and
recreational facilities; paying for planning and administrative expenses, such as costs related to
developing a consolidated plan and managing CDBG funds; provide public services for youths,

seniors, or the disabled; and initiatives such as neighborhood watch programs.”

Rivers, Trails and Conservation Assistance Program

The Rivers, Trails and Conservation Assistance Program (RTCA) is a National Parks Service
program which provides technical assistance via direct staff involvement, to establish and restore
greenways, rivers, trails, watersheds and open space. The RTCA program provides only for planning
assistance—there are no implementation monies available. Projects are prioritized for assistance
based on criteria that include conserving significant community resources, fostering cooperation
between agencies, serving a large number of users, encouraging public involvement in planning and

implementation, and focusing on lasting accomplishments.

Land and Water Conservation Fund

The Land and Water Conservation Fund (LWCF) is a federally-funded program that provides grants
for planning and acquiring outdoor recreation areas and facilities, including trails. Funds can be used
for right-of-way acquisition and construction. These funds are administered by the Oregon Parks and

Recreation Department.

Transportation, Community and System Preservation Program
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The Transportation, Community and System Preservation Program provides federal funding for
transit-oriented development, traffic calming
and other projects that improve the efficiency
of the transportation system, reduce the
impact on the environment, and provide
efficient access to jobs, services and trade
centers. The program is intended to provide
communities with the resources to explore the

integration of their transportation system with

community preservation and environmental
activities. The Transportation, Community and System Preservation Program funds require a 20
percent match.

B. State Funding Sources

Statewide Transportation Improvement Program

The Statewide Transportation Improvement Program (STIP) is ODOT’s short-term capital
improvement program, providing project funding and scheduling information for the department and
Oregon’s metropolitan planning organizations. It is a four-year program developed through the
coordinated efforts of ODOT, federal and local governments, Area Commissions on Transportation,

tribal governments and the public.

In developing this funding program, ODOT must verify that the identified projects comply with the
Oregon Transportation Plan (OTP), ODOT Modal Plans, Corridor Plans, local comprehensive plans,
and SAFETEA-LU planning requirements. The STIP must fulfil Federal planning requirements for a
staged, multi-year, statewide, intermodal program of transportation projects. Specific transportation
projects are prioritized based on Federal planning requirements and the different State plans. ODOT

consults with local jurisdictions before highway-related projects are added to the STIP.
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Oregon Revised Statute 366.514

Often referred to as the “Oregon Bike Bill,” this law applies equally to bicycle and pedestrian facilities.
The statute’s intent is to ensure that future roads be built to accommodate bicycle and pedestrian
travel. The statute requires the provision of bicycle and pedestrian facilities on all major arterial and
collector roadway construction, reconstruction or relocation projects where conditions permit. The
statute also requires that in any fiscal year, at lease one percent of highway funds allocated to a

jurisdiction must be used for bicycle/pedestrian projects.

Oregon Transportation Infrastructure Bank

The Oregon Transportation Infrastructure Bank is a statewide revolving loan fund designed to promote
innovative transportation funding solutions. Oregon’s program was started in 1996 as part of a 10-
state Federal pilot program. Additional legislation passed in 1997 by the Oregon Legislature
establishes the program in state law and includes expanded authority. Eligible borrowers include
cities, counties, transit districts, other special districts, port authorities, tribal governments, state

agencies, and private for-profit and non-profit entities. Eligible projects include:

v Highway projects, such as roads, signals, intersection improvements and bridges

v Transit capital projects, such as buses, equipment, and maintenance or passenger facilities

v’ Bikeway or pedestrian access projects on highway right-of-way

Eligible project costs include preliminary engineering, environmental studies, right-of-way acquisition,
construction (including project management and engineering), inspections, financing costs, and

contingencies.

Transportation and Growth Management Program

This planning project was funded through this grant program which provides resources for
transportation and land use planning efforts. At least 50% of each eligible project must be focused
on transportation planning objectives. Grants are administered and awarded on a biennial cycle

through the Oregon Departments of Transportation and Land Conservation and Development.
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Measure 66 Funds - Oregon State Lottery

Ballot Measure 66 amends the Oregon Constitution to allow money from the State Lottery to be used
for restoring and protecting Oregon's parks, beaches, watersheds and critical fish and wildlife habitat.
Funds are coordinated by Oregon State Parks, and may be used for trail-related right-of-way

acquisition and construction.

Special Transportation Fund

The Oregon Special Transportation Fund Program provides financial support to designated counties,
transit districts and Indian tribal governments for special transportation services benefiting seniors and
people with disabilities. The majority of the STF money (75 percent) is allocated on a population-
based formula. The remaining funds are distributed by the Public Transportation Discretionary Grant

Program.

Bicycle and Pedestrian Program Grants

The Pedestrian and Bicycle Grant Program is a competitive grant program that provides
approximately $5 million every two years to Oregon cities, counties and ODOT regional and district
offices for design and construction of pedestrian and bicycle facilities. Proposed facilities must be
within public rights-of-way. Grants are awarded by the Oregon Bicycle and Pedestrian Advisory

Committee.

Bicyclist Safety Mini-Grant Program

The Community Cycling Center Bicyclist Mini-Grant Program provides funding to public agencies and
non-profit 501(c)(3) organizations to promote the safety of bicyclists in Oregon. Funding is available
statewide through a grant to the Community Cycling Center from ODOQOT's Transportation Safety
Division. Funding is available for projects targeting youth and/or adults, with a focus on projects that
incorporate a strong educational element, especially in communities that do not currently have access
to bike safety education resources. For communities that currently do have access to these
resources, innovative and creative project proposals are highly encouraged. Applicants may apply for

grants between $800 and $5,000.
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Pedestrian Safety Mini-Grant Program

Administered by Oregon’s Bicycle Transportation Alliance and the Willamette Pedestrian Coalition, the
Pedestrian Safety Mini-Grant Program is funded through ODOT'’s Traffic Safety Division. The
program provides funds to police departments around the state to stage crosswalk enforcement
actions against motorists who fail to yield to pedestrians. In these operations, a decoy police officer
attempts to cross a street at an intersection or marked crosswalk (crosswalk laws apply to unmarked
crosswalks as well). If passing motorists fail to stop and yield for the pedestrian, they are issued
either a warning or a citation. The operations include a media outreach component, with the purpose
of raising awareness around motorists’ responsibility toward pedestrians. Grant funds may also be
used to offer diversion classes that violators can take in lieu of paying tickets. Applicants may apply

for grants up to $5,000.

ODOT Administered Programs

State Pedestrian and Bicycle Grants, administered by ODOT, are grants for pedestrian or bicycle
improvements on state highways or local streets. Grant amounts are up to $200,000, with a local
match en-couraged. The grants require the applicant to administer the project, and projects must be
situated in road or highway rights-of-way. Projects include sidewalk infill, handicap access, street
crossings, intersection improvements, and minor widening for bike lanes. The grant cycle is every two
years, coinciding with State Transportation improvement Program (STIP) update cycle. Cities and

counties may apply.

The Special Small City Allotment Program is restricted to cities with populations under 5,000. No
locally funded match is required for participation. Grant amounts are limited to $25,000 and must be

ear—-marked for surface projects such as drainage, curbs, and sidewalks.

The program allows cities to leverage local funds on non-surface proj-ects if the grant is used

specifically to repair the affected area.
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The Federal Surface Transportation Program is used to con-struct, re-construct, and restore roads
and complete operational im-provements on federal aid highways. In particular, Transportation

Enhancement

Enhancement activities consist of projects that improve the cultural, aesthetic and environmental value
of the state’s transportation system. Twelve eligible activities, including bicycle and pedestrian
projects, historic preservation, landscaping and scenic beautification, mitigation of pollution due to
highway runoff, and preservation of abandoned rail-way corridors. A 10.27% minimum match is
required. The funding cycle is every two years in conjunction with the STIP update process. Local

governments, other public agencies (state, federal, tribal) and the five ODOT regions can apply.

The Oregon Transportation Infrastructure Bank provides loans and other financial assistance to local
jurisdictions for federal-aid eli—gible highway and transit capital projects. Loans can cover all or a
por-tion of an eligible project. Cities, counties, special districts, transit dis—tricts, tribal governments,

ports, state agencies, and private for-profit and non-profit organizations can apply.

Highway Bridge Rehabilitation or Replacement

Highway Bridge Rehabilitation or Replacement provides funding for local bridge rehabilitation or
replacement, administered by ODOT, with a two-year funding cycle coinciding with the STIP update
cycle. Any city or county with a structurally deficient or functionally obsolete bridge meeting criteria

established by federal regulations or Federal Highway Administration policies may apply.

The Hazard Elimination Program carries out safety improve-ment projects to reduce the risk, number,
or severity of accidents at highway locations, sections, and elements on any public road or public
transportation facility. Applications are accepted at any time. Once the agency identifies a safety
problem they should contact the appropri-ate Region staff and forward accident records, justification
documents, and other pertinent project information. Region staff will then prepare a draft prospectus
and send it to the Traffic Management Section to de-termine program eligibility. State and local

agencies may apply.

The mission of the Transportation and Growth Management Program is to enhance Oregon’s livability,

foster integrated transporta—tion and land use planning and development that result in compact,
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pe-destrian, bicycle, and transit friendly communities. The program offers grants to local governments
for transportation system planning and development assistance through the Quick Response and

Community Outreach programs. The funding cycle is every two years.

The Public Lands Highways Discretionary Program is for proj—ects that improve access to or within
federal lands of the nation. The program can fund engineering or construction of highways and roads,
transportation planning and research, and other facilities related to public travel on roads to or
through federal lands. This program pro-vides reimbursement rather than grants. This is a nationwide
program with no guaranteed minimum for Oregon. The funding cycle is annual, with applications due
in May. Selections in the following December are candidate projects to enter in the nationwide

competition for funds. Any public agency may apply.

OECDD-Administered Programs

The Immediate Opportunity Fund provides street and road improvements to influence location or
retention of firms providing primary employment or revitalize business or industrial centers where the

invest—ment is not speculative.

The Special Public Works Fund has money targeted from lottery bond proceeds for loan and grant
assistance to eligible public entities for the construction of infrastructure that leads to business
location or expansion and the creation or retention of jobs. These are defined as providing
“educational, commercial, recreational, cultural, social, or similar services to the public. This is
program for which cities and counties may apply. The infrastructure must be needed primarily to

support economic development, and 30% of jobs created or retained must be family wage jobs.

The Oregon Bond Bank pools municipal loans made under the Special Public Works Fund and
Water/Wastewater Financing programs into state revenue bonds. The purpose of the bond bank is to
provide small communities access to financial markets to finance infrastructure proj—ects at lower

rates.

Oregon Tourism Commission provides matching grants up to $100,000, coordinated with OECDD’s
Needs and Issues process in or—der to give applicants more exposure to a greater number of

potential funders. The focus is on tourism-related projects within a larger eco-nomic development
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strategy, with funds are for tourism projects such as marketing materials, market analyses, signage,
visitor center devel-opment planning, etc., but not for construction of infrastructure. Non-profit

agencies, municipalities, tribes, and ports may apply.

OECDD administers the state’s annual federal allocation of Community Development Block Grants
(CDBG) for non-metropolitan cities. The notational objective of the program is “the development of
viable urban communities, by providing decent housing and a suitable living environment and
expanding the economic opportunities, principally for persons of low and moderate income.” Eligible
projects include down-town revitalization projects such as clearance of abandoned buildings or
improvement to publicly -owned facilities or infrastructure such as curbs, gutters, storm drainage,
sidewalks, streetlights, landscaping, wa—-ter and sewer, and permanent benches. Matching funds are

required.

C. Local Funding Sources

Short-Term Debt

There are three types of short-term debt: tax and revenue anticipation notes, bond anticipation notes
and warrants (Bancroft), and public improvement notes. In all cases, short-term debt is incurred upon
and secured by anticipated future revenues and a line of credit. Issuing short-term notes allows the

issuer to delay long-term financing until the market is more stable.

Local Bond Measures

Local bond measures, or levies, are usually initiated by voter-approved general obligation bonds for
specific projects. Bond measures are typically limited by time based on the debt load of the local
government or the project under focus. Funding from bond measures can be used for right-of-way

acquisition, engineering, design and construction of pedestrian and bicycle facilities.

Bonds provide a means for obtaining immediate capital financing of infrastructure project. A bond is a
formalized agreement by which the bond issuer promises to repay the bond issuers a certain amount

of money at a stated interest rate on a certain date. Government debt can be incurred at lower
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interest rates than commercial, because the inter-est is generally exempt from state and federal

income taxes.

Measure 50 placed additional limits on bonded debt over those that were established by Measure 5.
For debt that had been exempt under Measure 5, capital construction now excludes reasonably
anticipated maintenance and repairs, supplies and equipment not intrinsic to the structure, and

furnishings. The bond levy may be imposed for no more than the expected useful life of the project.

Several different bond types are available to municipalities and spe-cial districts: general obligation,

revenue, assessment, refunding, and certificates of participation.

General obligation bonds are typically secured by the issuer's prom—ise to levy a property tax to pay
the bonded debt principal and interest. They can typically sell at a lower rate of interest than other
bonds. General obligation bonds require voter approval, and proceeds may be only used for capital
construction and improvements. Revenue bonds generally secure a higher interest rate than general
obliga—tion bonds. Revenue bonds are secured by a commitment of system user fees for facility

revenues, and fees can be increased if needed to pay debt.

With assessment bonds, also known as Bancroft bonds, benefited properties are assessed to pay for
a portion of the cost of local im—provements. Once the assessment procedure has been completed,
own-ers of assessed properties have the right to apply to pay their assess—ment over a period as

determined by the municipality (with a minimum of 10 years).

Refunding bonds may be sold at a lower interest rate than the bonds outstanding, and the proceeds
may be used to redeem the out-standing bonds. This allows the issuer to continue to pay the original
debt at a lower interest rate. Alternatively, it may allow the debt service on the original bonds to be
spread out over a longer period of time. Ad-vance refunding bonds may be issued in advance of
maturity or date of redemption. Proceeds from the sale of the advance refunding bonds are placed in
an escrow account and invested so there is sufficient money to pay bondholders at the earliest

possible redemption date.

Certificates of participation, also call lease purchase revenue bonds, are a financing technique for

facilities, property, or equipment that uses the leasing power of local governments. Unlike general
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obligation bonds, no new tax levy is authorized. Therefore, no voter approval is necessary. Generally,
certificates of participation represent participa—tion in a tax-exempt lease, which is an agreement
between a municipal government and a bank trust department or governmental agencies. Revenues
to pay the certificate of participation can come from a num-ber of sources, depending on the type of
project financed. For example, a certificate of participation issued to finance a community facility may
be paid back from special taxes such as room taxes or business license fees. When the certificate is

retired, the local government owns the project.

Tax Increment Financing/Urban Renewal Funds

Tax Increment Financing (TIF) is a tool using future gains in property taxes to finance the current
improvements that will create those gains. When a public project (e.g., sidewalk improvements) is
constructed, surrounding property values generally increase and encourage surrounding development
or redevelopment. The increased tax revenues are then dedicated to finance the debt created by the
original public improvement project. Tax Increment Financing typically occurs within designated
Urban Renewal Areas (URA) that meet certain economic criteria and approved by a local governing

body. To be eligible for this financing, a project (or a portion of it) must be located within the URA.

System Development Charges/Developer Impact Fees

System Development Charges (SDCs), also known as developer impact fees, represent another
potential local funding source. System development charges (SDCs) are used by some communities
to fund public works infrastructure needed for new developments. SDCs allocate portions of the costs
associated with capital improvements to the development that increases demand on transportation,

sewer, wa—ter, and parks.

Sidewalks and trails can be considered as reimbursable expenses under a transportation SDC.
(Reimbursable means that the new user has to pay a proportionate share of what existing users
already have for infrastructure already in place). SDCs can only be applied to new devel-opment
based on the increase in traffic that they will create, and cannot include addressing existing

deficiencies.
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SDCs are typically tied to trip generation rates and traffic impacts produced by a proposed project. A
developer may reduce the number of trips (and hence impacts and cost) by paying for on- or off-site
pedestrian improvements that will encourage residents to walk or use transit rather than drive. In-lieu
parking fees may be used to help construct new or improved pedestrian facilities. Establishing a
clear nexus or connection between the impact fee and the project's impacts is critical in avoiding a

potential lawsuit.

Street User Fees

Some jurisdictions administer street user fees though residents’ monthly water bills. The revenue
generated by the fee is used for operations and maintenance of the street system, and priorities are
established by the Public Works Department. Revenue from this fund can be used to maintain on-
street bicycle and pedestrian facilities, including routine sweeping of bicycle lanes and other designated

bicycle routes.

Local Improvement Districts (LIDs)

Local Improvement Districts (LIDs) are most often used by cities to construct localized projects such
as streets, sidewalks or bikeways. Through the LID process, the costs of local improvements are
generally spread out among a group of property owners within a specified area. The cost can be
allocated based on property frontage or other methods such as traffic trip generation. Some cities

share the cost of improvements with LID funds.

Typically, the type of public realm projects identified in this plan are funded by one of several different
types of local funding districts: Local Improvement Districts (LID), Economic Improvement Districts
(EID), Business Improvement Districts (BID), or an Urban Renewal District (URD), which provides

tax increment financing and tax exempt bond-ing.

LIDs provide funds for local types of capital improvements, such as sidewalks or other street
improvements. Individual property owners usually have the option of playing the LID assessment in
cash or applying fore financing through the city. The assessment formula is typically based on criteria

such as property frontage or trip generation.
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EIDs typically base assessments on property values. EIDs cannot be used to fund capital
improvements, but can be used to fund smaller project that complement or support larger downtown
improvements. EIDs are often managed by a downtown development board or group, and are limited

to a five-year duration.

BIDs are similar to EIDs; however, assessments are paid by business owners rather than property
owners. BIDs cannot be used to pay for capital improvements, but can fund smaller projects. BIDs

can be time limited or perpetual.

Business Improvement Districts

Pedestrian improvements can often be included as part of larger efforts aimed at business
improvement and retail district beautification. Business Improvement Districts collect levies on
businesses in order to fund area-wide improvements that benefit businesses and improve access for
customers. These districts may include provisions for pedestrian and bicycle improvements, such as

wider sidewalks, landscaping, and ADA compliance.

Capital Improvement Program

Many jurisdictions use some form of Capital Improvement Program (CIP) to schedule and budget
resources for improvement projects, such as road, sewer, or waterline construction. A CIP usually
extends out at least five years, although only one year's worth of projects may be actu-ally funded.
CIPs are typically updated on an annual or biannual basis. The City of Weston does not have a
written Capital Improvement Pro—-gram. Implementing a CIP would allow Weston to identify and

priori—tize projects over the long term.

Gas Tax Revenues

The state collects gas taxes, vehicle registration fees, and overweight and overheight taxes, and
returns a portion of the revenues to cities and counties. This funding is typically used for roadway
construction and maintenance, but it can be used to make other transportation-re-lated
improvements as long as they are located within the public right of way. This may include sidewalks,

intersection enhancement for pe-destrians, and bike lanes.
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D. Other Sources

Private Foundations

A variety of non-profit and other private organizations provide grants aimed at community
improvement projects. These include, but are not limited to the Blue Mountain Valley Association,

Meyer Memorial Trust, Cycle Oregon, Wild Horse Foundation, Oregon Community Fund and others.

Local Community Partnerships

Residents and other community members are excellent resources for garnering support and
enthusiasm for a bicycle and pedestrian facility. Cities can work with volunteers to substantially
reduce implementation and maintenance costs. Local schools, community groups, or a group of
dedicated neighbors may use the project as a project for the year, possibly working with a local
designer or engineer. Work parties can be formed to help clear the right-of-way for a new path or
maintain existing facilities where needed. A local construction company could donate or discount
services. Other opportunities for implementation will appear over time, such as grants and private
funds. Cities can look to its residents for additional funding ideas to expedite completion of

improvements such as a bicycle and pedestrian system.
3. PARKS IMPLEMENTATION STRATEGIES AND FUNDING SOURCES

The City of Weston is interested in improving access to Pine Creek for recreation opportunities as well
as preserving greenspace. In addition, a long-term vision for this creek could include a trail for
pedestrian and bicycle use. To help achieve this vision, implementation strategies could include the

following:

v" Reduce SDCs and other fees as a way of encouraging property owners to donate land to public
use via conservation easements: The drawback is reduced revenue from these fees and system

charges. Provisions for requiring/encouraging easements for trails and or land for parks, etc.

o The City of Weston’s current Land Development Code allows for a credit towards any System
Development Charge for parks if the owner dedicates land for a park or other public use
(3.4.200.C). For the purpose of acquiring access to Pine Creek for public use, the
consultant recommends that the city add language for a similar credit (1/2 credit) for
donation of a conservation easement for a park or public use.
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o Education on tax benefits of conservation easements. Conservation easements are eligible
for significant federal income tax deductions (up to 50% of owners annual adjusted gross
income or 100% of farmer/rancher’s taxable income per year for up to 16 years) as well as a
reduction in federal estate taxes for heirs of property. See attached document on 2006
federal land conservation tax code changes for more information on tax benefits of

conservation easements.

v' Seek funding from the American Greenways Program. Administered by The Conservation
Fund, the American Greenways Program provides funding for the planning and design of
greenways. Applications for funds can be made by local, regional or statewide non-profit
organizations and public agencies. The maximum award is $2,500, but most awards range from
$500 to $1,500. American Greenways Program monies may be used to fund unpaved trail

development. (See also trail funding sources under Transportation ).

¥v" Amend parks and recreation, open space and trails master plans as necessary to be consistent

with the goals and policies of the concept plan.

¥" Communicate with the school district to determine if school facilities in such areas have the

capacity for greater community use.
v' Evaluate natural areas for capacity to support recreation uses, such as hiking or biking.
v’ Coordinate with private property owners regarding development of a trail system.

v’ Establish and implement an equitable approach to funding acquisition of park lands as they
become necessary over time and development of park and recreational facilities through a mix of
system development fees, user fees and other available revenue sources. Ensure that property

owners or developers pay their share of these costs in an equitable manner.
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MEMO
TO: Umatilla County Board of Commissioners
FROM: Brandon Seitz, Assistant Planner
DATE: February 7, 2017
CC: Tamra Mabbott, Planning Director
Doug Olsen, County Counsel
RE: February 15, 2017, Board of Commissioners Hearing

City of Weston TSP Co-adopt
Text Map Amendment, #T-16-070

Umatilla County is in the process of reviewing the County Transportation
System Plan (TSP). As part of the review it was determined that the County
has never formally adopted the City of Weston’s TSP. Co-adoption provides
an opportunity for both agencies to work together to implement the plan in all
of the relevant planning documents.

Weston’s TSP was prepared as part of an overall effort in 2001 to prepare
TSPs for the County and eight smaller municipalities. The document
establishes the City’s road classification plan and standards. It also establishes
a multimodal system plan. The document applies to all the transportation
systems and plans within City Limits and the Urban Growth Boundary
(UGB). Also established is a 20-year list of the City’s Capital Improvement
Projects.

The City of Weston completed an infill plan in 2007. The plan primarily
focuses on improving the use of land and transportation facilities within the
UGB, in part to reduce the need for a UGB expansion. While the infill plan
focuses on infill/redevelopment strategies the plan also list pedestrian and
bicycle transportation improvements.

Weston’s TSP was amended on August 12, 2015 by City of Weston
Ordinance number 153-2015. The document modified the City’s road

216 S.E. 4" Street « Pendleton, OR 97801 « Ph: 541-278-6252 + Fax: 541-278-5480
Website: www.umatillacounty.net/planning ¢ Email: planning@umatillacounty.net



Memo
Board of Commissioners Public Hearing — February 15,2017
Weston TSP Co-adoption

standards within the City and UGB. It also modified the pedestrian, freight, transit and bicycle
systems plan. Also incorporated in the plan is a suite of projects focused on improving the
multimodal movement of people and goods throughout Weston and the surrounding area.
Included in the list are four projects located outside the City’s UGB. The projects identified in
Weston’s TSP update located outside the UGB will require coordination between the City,
County and ODOT for implementation.

Conclusion

The City requests the County co-adopt all the existing TSP documents as they have never been
formally co-adopted by the County. The TSP will apply to development within Weston’s UGB
and identifies projects for cooperation outside of the City’s UGB.

Attachments

The following attachments have been included for review by the Board of Commissioners:
e  Weston’s TSP 2001
e Weston’s Infill Plan 2005
e Weston’s TSP update 2015
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PREFACE

The Weston Transportation System Plan (TSP) was guided by the Project Management Team (PMT)
made up of Weston staff and representatives with input from the Oregon Department of
Transportation (ODOT). The project was also guided by a Citizen Advisory Committee (CAC). The CAC
provided guidance on the direction of the TSP and consisted of staff members from ODOT and Weston
citizens. In addition, area stakeholders provided guidance and ensured that the needs of the people of
Weston were incorporated into the TSP.

The PMT, CAC, and project stakeholders devoted a substantial amount of time and effort to the
development of the Weston Transportation System Plan (TSP) Update, and their participation was
instrumental in the development of this document. The consultant team and PMT believe that the city’s
future transportation system will be better because of their commitment.

Project Management Team (PMT)

Duane Thul Debi Russel!

City of Weston Mayor City of Weston Recorder
Sheldon Delph Cheryl Jarvis-Smith

City of Weston Grant Coordinator TGM Grant Manager

Scott Spendlove
City of Weston Public Works Director

Citizen Advisory Committee (CAC) Meeting Attendees

Jennifer Spurgeon Bill Boyd
Weston City Council/Athena-Weston School Weston City Council/Citizen
Board

Lyn Delph
Donald Jackson Weston City Council/Citizen
East Umatilla County RFPD

Nola Thul
Sheila Jasperson Weston Citizen

City of Weston Assistant Recorder
Michael Lambert

Heidi Scott (Delph) CTUIR Fisheries Habitat Program
Weston Parks & Recreation Committee

Jeff Wise
ODOT Region 5 Traffic
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Profect Stakeholders
Don Fine
ODOT Region 5 Traffic

Prescott Mann
ODOT Rail/Public Transit

Gary Crowder
Smith Frozen Foods

Laura Prado
PARC Resources

Mike Hachquet
Smith Frozen Foods

George Bornstedt
ODOT Bridge

Chuck McCullough
Memorial Hall Board

Linda Crampton
wcDC

Tim Crampton
WCDC/Weston City Council

Ace Clark
ODOT District 12

vill

Weston, Oregon



Chapterl Summary



Weston Transportation System Plan August 2015
Summary

SUMMARY

OVERVIEW

The City of Weston, in conjunction with the Oregon Department of Transportation (ODOT), initiated this
update of the City’s Transportation System Plan (TSP} in 2014. The TSP update guides the management
and implementation of the transportation facilities, policies, and programs within Weston over the next
20 years. This plan is reflective of the community’s vision, while remaining consistent with state and
other local plans and policies. The plan also provides the necessary elements for adoption as the
transportation element of the City’s Comprehensive Plan. In addition, the plan provides ODOT and
Umatilla County with recommendations that can be considered in their respective planning efforts.

PLAN DEVELOPMENT PROCESS

This plan has been developed through a collaborative process that builds off previously adopted plans.
The public’s vision and desires make up the foundation of this plan and members of the public were
routinely engaged throughout the plan’s development through public meetings, a survey, stakeholder
meetings, youth workshops involving local school children, and a citizen advisory committee (CAC).
Figure 1-1 outlines the planning process.

Project
Development

Figure 1-1 Planning Process and Public Involvement

A project management team (PMT) made up of ODOT and City staff and representatives was
responsible for decision making and met four times throughout the course of the project.
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WESTON’S MULTIMODAL TRANSPORTATION PROJECTS

Projects included in this plan have been determined through the public process shown in Figure 1-1.
These projects were either taken from previously adopted plans and then refined through this process
or developed through this planning effort. Table 1 - 1 below summarizes the multimodal transportation
projects that will help shape Weston’s future. The project numbers are for reference purposes and do
not indicate the project’s priority level. Prioritization is discussed in Chapter 4. The locations of the
projects are shown in Figure 1-2.

Table 1 - 1 Multimodal Transportation Projects

Project it Project Name

1 Water Street Improvements

2 Water Street/Maln Street Intersection Plaza Enhancement
3 Northern Gateway

4 Southern Gateway

5 City Park PIne Creek Interactlon Site

6 Downtown Pine Creek Interaction Site

7 Water Street Bridge Replacement

8 Franklin Street Bridge Replacements

9 Main Street Bus Stop Enhancements

10 Wallace Street Sidewalk

11 Weston Middle School Bus Entry Sidewalk

12 Waeston Middle School Bus Exit Sldewatk

13 Maln Street to Weston Middle School Connector Path
14 Wallace Street/Broad Street Intersectlon improvements

Not Shown on Map

LED Lighting Conversion

Prajects Outside Weston's UGH

16 Weston-Athena Multimodal Connection

17 OR 204/Water Street Reallgnment

18 OR 11 Frelght Signing (not shown on map)

19 OR 11 Bicycle/Pedestrian Crossing (not shown on map)

*Project numbers are for reference anly and de not Indicate the project’s
priorlty level

UPDATED STREET STANDARDS TO INCLUDE STORMWATER TREATMENT

Street standards were reviewed as a part of this plan. Through this process, it was determined that the
local street standards should be updated to allow for drainage swales. The updated local street
standards are shown in Figure 1-3.
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Local Street Option 1

Local Street Option 3

Figure 1-3 Local Street Standards
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IMPLEMENTATION

External funding sources (e.g., grants) and partnerships with other agencies will be necessary for the
City to implement the projects in this plan. The City’s annual transportation budget is dedicated to
transportation system operations and maintenance needs (e.g., snowplowing, street sweeping, street
repair). Therefore, projects on City-owned streets will require grants or other external funding sources.
Certain projects in this plan involve transportation system elements operated by other agencies (e.g.,
the transit service is operated by the Confederated Tribes of the Umatilla Indian Reservation) and the
City will need to partner with these agencies to implement these projects. This plan includes prospectus
sheets for each planned project. Once this plan is adopted, City staff and officials can use these sheets
as starting points for grant applications and for discussions with partnering agencies.

xv Weston, Oregon
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INTRODUCTION

OVERVIEW

The City of Weston, in conjunction with the Oregon Department of Transportation (ODOT), initiated this
update of the City’s Transportation System Plan (TSP) in 2014. The TSP update will guide the
management and implementation of the transportation facilities, policies, and programs within Weston
over the next 20 years. This plan is reflective of the community’s vision and is consistent with state and
local plans and policies. The plan provides the necessary elements for adoption as the transportation
element of the City’s Comprehensive Plan. In addition, the plan provides ODOT and Umatilla County
with recommendations that can be considered in their respective planning efforts.

PLAN BACKGROUND AND REGULATORY CONTEXT

The Oregon Revised Statutes require that the TSP be based on the current Comprehensive Plan fand
uses and that it provide for a transportation system that accommodates the expected growth in
population and employment that will result from implementation of the land use plan. Development of
this TSP was guided by Oregon Revised Statute (ORS) 197.712 and the Department of Land
Conservation and Development (DLCD} administrative rule known as the Transportation Planning Rule
(TPR, OAR 660-012).

The TPR requires that alternative travel modes be given consideration along with the automobile and
that reasonable effort be applied to the development and enhancement of the alternative modes in
providing the future transportation system. In addition, the TPR requires that local jurisdictions adopt
land use and subdivision ordinance amendments to protect transportation facilities and to provide
bicycle and pedestrian facilities between residential, commercial, and employment/institutional areas.
It is further required that local communities coordinate their respective plans with the applicable
county, regional, and state transportation plans.

PLAN DEVELOPMENT

This plan is a reflection of the community’s vision for how its City should function and look. This vision
has been established through previous planning efforts and the public involvement process completed
for this plan.

Previous Planning Efforts

The TSP update began with a review of relevant local and statewide plans and policies that guide land
use and transportation planning in the City. In addition to the previously adopted transportation plan
(2001), the update incorporates the following planning efforts that have been completed since the
previous TSP was adopted:

1 Weston, Oregon



Weston Transportation System Plan

August 2015
Introduction

= City of Weston Development Code (2001)
= (City of Weston Comprehensive Plan (2005)
= City of Weston Infill Plan (2007)

= Reimagining Weston (2011)

»  Athena-Weston Safe Routes to School and Weston Downtown Revitalization + Citywide

Connections (2011)

Public involvement

The TSP planning process provided the citizens of Weston
and local businesses with the opportunity to identify their
vision and priorities for the future transportation system
within the city. The planning process was guided by a
project management team (PMT) and citizen advisory
committee (CAC). The PMT was responsible for decision
making and the regular management of the project and
included representatives from the City and ODOT. The CAC
offered their recommendations for the plan’s direction and
was comprised of key stakeholder agencies, including the
City and ODOT, and Weston citizens, staff, and elected
officials.

Members of the PMT and CAC reviewed the technical
aspects of the TSP. They held four PMT meetings and three
CAC meetings (including a walking tour of Weston)
throughout the course of the project, including identifying
and evaluating existing deficiencies and opportunities for
improvement; reviewing and selecting project concepts;
reviewing partnership and funding opportunities; and the
presentation of recommended ordinance amendments.

Attendees Review Project Concepts at the 1%
Public Open House

In addition to the established advisory committees, public involvement for developing and reviewing

the Weston TSP was achieved through:

= Two public open houses held at key junctures throughout the project (identifying and
evaluating existing deficiencies and opportunities for improvement; and reviewing and

selecting project concepts)

=  Two workshops with local school age youth (one with the senior class of Weston-McEwen
High School and the other with the 5‘h-grade class at Weston Middle School)

Weston, Oregon
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Two stakeholder meetings with agency and business representatives, elected officials, and
Waeston residents

A joint Planning Commission (PC)/City Council (CC) work session, advertised open to the
public

Public hearings (PC) and (CC) as part of the adoption process.

OBJECTIVES

The objectives of the updated Weston TSP, as defined and validated by the PMT, CAC, Project
Stakeholders, and public involvement process are:

Design and manage Water Street to increase mobility choices.

Provide healthful, safe and pleasing walking, biking and transit opportunities to support an
active lifestyle.

Explore regional bicycle and pedestrian circulation, including Weston — Athena multi-modal
connectivity.

Create lively center with linked neighborhoods, schools, work places and parks.

Support community economic vitality through compact land use patterns and efficient
transportation network.

Identify opportunities for infill development to support senior housing and multi-unit
development.

Promote valuable natural and cultural resources through land use and transportation
infrastructure development.

Explore Oregon Trail Interpretive Site and Parks and Recreation Master Plan opportunities
to link important destinations.

Engage stakeholders, expand partnerships and funding coordination.
Adopt Updated TSP and supportive implementing codes.

Coordinate transportation projects with other infrastructure projects.

TRANSPORTATION, LAND USE, AND HEALTH

The impacts of transportation infrastructure, programs, and policies go beyond just how people move
themselves and goods from one point to another. Weston’s economy and the health of its residents are
inextricably linked to the quality and robustness of the transportation infrastructure. This plan
recognizes this link and includes infrastructure projects and mobility policies meant to improve the

quality of life in Weston, Implementation of this plan will support a healthier and more economically
vibrant city.

Weston, Oregon
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Land Use/Economic Development

Transportation improvements can benefit existing local employers, as well as attract new business to
the city. The largest employers in the city are Smith Frozen Foods and J&J Snack Foods, both of which
are located off Key Road on the north end of town. These businesses rely on the regional transportation
system for shipping goods to and from their processing facilities in Weston. Projects to improve traffic
circulation and safety in the vicinity of these employers, including the roads they use to access OR 11
and OR 204, will benefit them.

Weston Middle School and local businesses in the central city can all benefit from multi-modal
connectivity improvements and streetscape/beautification projects. One great advantage of a city the
size of Weston is that the entire community can be walkable and/or bikeable. Building a strategic
network for these modes will benefit all local employers. Providing an appropriate amount of on-street
parking in commercial areas is also important to the local businesses.

The entire community can benefit from increasing visitor traffic through the city. An estimated 17% of
employment in Umatilla County is in categories which can benefit from tourism directly or indirectly.
This includes auto traffic from the highways, as well as cycling tourism. Cycling tourism accounted for
approximately $15.3 million in spending in eastern Oregon in 2012 (Reference 1) and has potential for
further growth. OR 11 and OR 204 are both known cycling routes and provide opportunities to capture
tourists that would otherwise travel by Weston. Projects that promote bicycling locally and create a
more bicycle friendly environment will make Weston a more attractive destination for bicycle tourists.

Health

According to County Health Rankings, a program of the Robert Wood Johnson Foundation and the
University of Wisconsin Population Health Institute, Umatilla County is in the bottom third of Oregon
counties for health outcomes and factors (Reference 2)%. Table 2 - 1 provides a summary of how
Umatilla County compares to the rest of the state with respect to specific factors that are most likely to
be directly impacted by transportation choices.

Table 2 - 1 Health Factors Impacted by Transportation - Umatilla County Compared to Oregon

Umatilla County

Measure QOregon Average
% of Adults Considered Obese "
% of Adults Reporting No Physical Activity 23% 16%
% of Adults Living Near a Park or Recreational Facility 65% BS%
% of Motor Vehicle Fatalities Involving Alcoho! 2% 1%
Driving Alone to Work 80% T2%
Driving Alone to Work (>30 Minute Commute) 16% 26%

! Health data is not available for the City of Weston, so Umatilla County data is used.
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Umatilla County is generally below the Oregon state average with respect to physical activity measures.
County residents are also more likely to drive alone to work, but they are less likely to drive alone for a
longer commute. Physical activity measures are important to consider because inactivity is associated
with a higher risk for poor health outcomes, such as heart disease, diabetes, early deaths, and
depression (Reference 3).

Based on the Umatilla County data, it is reasonable to conclude that the City of Weston should place
new emphasis on providing opportunities for additional physical activity within the City. Parks and
designated recreational facilities are not the only means to provide these opportunities. Constructing
transportation infrastructure that provides for active transportation modes (i.e., walking and biking)
and implementing policies and programs that promote these modes are other means. Urban design
infrastructure and policies have been proven to have an impact on physical activity levels (Reference 4).
Many of the projects in this plan have an active transportation and/or urban desigh component. For
instance, Water Street is the primary street through town, connecting community members to each
other and local businesses. Providing a complete sidewalk network and creating an inviting
environment for walking and bicycling on Water Street is a primary opportunity to encourage more
physical activity. Similarly, completing sidewalk and traffic calming projects around the middle school
could also promote more physical activity among middle school students, who are currently not
allowed to walk in certain areas that do not have sidewalks.

ORGANIZATION OF THE TSP

The Weston TSP is comprised of a main document (Volume 1) and one volume of technical appendices
(Volume 2).

Volume 1 is the Weston TSP. It is organized into the following Chapters.

® Chapter 1-Summary

* Chapter 2 - Introduction (current section)
® Chapter 3 — Transportation System Plan

= Chapter 4 - Implementation Plan

Volume 2 (under separate cover) contains the technical memorandums prepared during the
development of the Weston TSP including the detailed data and analysis that informed the final plan.

5 Weston, Oregon
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TRANSPORTATION SYSTEM PLAN

Weston’s transportation system plan includes a suite of projects focused on improving the multimodal
movement of people and goods throughout Weston and the surrounding area. Projects included in this
plan are the direct result of input from the CAC, PMT, and general public. They incorporate Weston’s
small-town character and are right-sized for the City’s needs. Table 3- 1 lists the planned projects and
Figure 3-1 illustrates their location. The project numbers in Table 3-1 are for reference purposes only
and do not indicate the project’s priority level. Prioritization is discussed in Chapter 4.

Table 3- 1 Weston's Multimodal Transportation Projects

O

1 Water Street Improvements

2 Water Street/Maln Street Intersection Plaza Enhancement
3 Northern Gateway

4 Southern Gateway

5 Clty Park Plne Creek Interaction Site

6 Downtown Pine Creek interactlon Site

7 Water Street Bridge Replacement

8 Franklin Street Bridge Replacements

9 Main Street Bus Stop Enhancements

10 Wallace Street Sidewalk

11 Waeston Middle School Bus Entry Sidewatk

12 Weston Middle School Bus Exit Sidewalk

13 Malin Street to Weston Middle School Connector Path
14 Wallace Street/Broad Street Intersection Improvements

Not Shown on Map

LED Lighting Conversion

Rrojects Outside Weston's UGE

16 Weston-Athena Multimodai Connectlon

17 OR 204/Water Street Realignment

18 OR 11 Freight Signing (not shown on map)

19 OR 11 Bicycle/Pedestrian Crossing {not shown on map)

*Project numbers are for reference only and do not indicate the project’s
priority level

The remainder of this chapter describes these projects in greater detail and discusses Weston's
standards and classification system. It is organized by modal system. The final section of this chapter
describes projects outside Weston’s urban growth boundary (UGB) that were discussed during this
plan’s development and are recommended for consideration by the implementing agency (i.e. Umatilla
County or ODOT) as they update their own plans.

Weston, Oregon
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ROADWAY SYSTEM

Weston's transportation plan guides how the roadway system should evolve over the next 20 years.
This roadway plan includes projects to enhance the Water Street corridor for all modes of travel, to
replace aging bridges, and to upgrade the City's street lighting system. It also describes the functional
classification of the roads through Weston and the City’s street standards.

Planned Roadway Projects

Table 3- 2 lists the planned roadway projects, which were previously shown in Figure 3-1.

Table 3- 2 Multimodal Roadway Projects

Project ' Project Name

1 Water Street Improvements

2 Water Street/Main Street Intersection Plaza Enhancement
3 Northern Gateway

4 Southern Gateway

7

Water Street Bridge Replacement

Franklin Street Bridges Replacement
Not Shown on Map
15 LED Lighting Conversion f

'Project numbers are for reference only and do not Indicate the project’s
priority level

o

Most of the roadway projects are focused on improving mobility options on and the look of Water
Street. This is a reflection of Water Street’s importance to Weston's transportation system, economic
vitality, and community vibrancy. More information on the projects can be found in the project
prospectus sheets contained in the appendix. A conceptual layout for the Water Street Improvements
(Project #1) is shown in Figures 3-2 through 3-4.

Streetscape/Urban Design Improvements

Streetscape and urban desigh improvements are major components of three of the roadway projects
(#s 2, 3, and 4). The two ends of Water Street were chosen since they are the gateways to the city.
Urban design and streetscape improvements have the potential to enhance visitors’ first impressions of
the town and calm traffic entering from the higher speed highways and Banister Road. The Main
Street/Water Street intersection is the gateway to Weston’s primary commercial district on Main Street
south of Water Street. Additionally, a small city park and Memorial Wall are located on Main Street
north of Water Street. Streetscape and urban design improvements at this location could help better
link these two sides of Main Street and calm traffic through the intersection. Concept drawings for
projects #2 — 4 are shown in Figures 3-5 through 3-7.

10 Weston, Oregon
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Functional Classification

The purpose of classifying roadways is to create a plan for a balanced transportation system that
provides mobility for all modes of transportation, as well as access to adjacent fand uses in an orderly
manner. A roadway’s functional classification determines its intended purpose, the amount and
character of traffic it is expected to carry, and the roadway’s design standards and overall management
approach. Weston’s streets are classified as either collectors or local streets, as shown in Figure 3-8. No
changes to the functional classification system have been made from the previous plan.

Collectors
Collector is the highest order of street in Weston’s network and is intended to provide for circulation
and mobility for all users of the system.

®  Collectors carry moderate traffic volumes at moderate or low speeds.

= They typically have two-lane cross-sections with on-street parking.

= Although they carry higher volumes than local streets, they are intended to provide direct
access to adjacent land rather than serving through traffic.

= Within Weston, collector streets connect the local streets to the surrounding transportation
system of Umatilla County roads and State highways.

Local Streets
Weston’s Local streets are primarily intended to provide access to abutting land uses.
* Local street facilities offer the lowest level of mobility and consequently tend to be low-

speed facilities. As such, local streets should primarily serve passenger cars, pedestrians,
and bicyclists.

= Heavy truck traffic is discouraged.

= On street parking is common.

Street Design Standards

Street design standards support the functional and operational needs of streets, including safety,
multimodal accessibility, and capacity. They ensure that the system of streets, as it develops, will be
capable of safely and efficiently serving the traveling public while also accommodating the orderly
development of adjacent property.

The street design standards are shown as a series of cross sections in Figures 3-9 through 3-11 for
collector and local streets and alleys. Through this process, the local street standards have been
updated to allow for drainage swales. Water Street has also been given

17 Weston, Oregon
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its own standard in conjunction with the Water Street Improvements project. Other standards remain
the same as they were in the previous plan.

The cross sections are intended to be used for planning purposes for new road construction, as well as
for those locations where it is physically and economically feasible to improve existing streets. Detailed
design elements, such as cross-slopes, are not shown in the figures. Also, additional width for turn lanes
may be needed at specific intersections based on an engineering investigation; these are not shown in
the street design standards. The standards shown are intended to define typical cross-sections of
streets between intersections.

Three options for local street standards are included in order to provide flexibility in the design of
future subdivision streets. Options 1 and 2 would likely be less costly to build and maintain. The more
narrow streets in these two options may also reduce stormwater runoff.

PEDESTRIAN SYSTEM

Pedestrian infrastructure in Weston consists of sidewalks and crossing treatments. Currently, most of
the sidewalks are concentrated on Main Street, around Weston Middle School, and along the west side
of Water Street. Similarly, most marked crossings are found on Water Street or near Weston Middle
School. Flashing beacons or lighted crosswalk signs are also present at two crosswalks near the middle
school.

A major emphasis of this plan is improving walking conditions around Weston, including access to
businesses and Weston Middle School. Figure 3-12 illustrates the existing pedestrian system, plus the
planned projects listed in Table 3- 3, including roadway projects with a pedestrian component.

Table 3- 3 Projects with a Significant Pedestrian Component

1 Water Street Improvements

2 Water Street/Main Street Intersection Plaza Enhancement
3 Northern Gateway

4 Southern Gateway

5 Clty Park Pine Creek Interaction Site

6 Downtown Plne Creek Interactlon Site

7 Water Street Bridge Replacement

10 Wallace Street Sidewalk

11 Weston Middle School Bus Entry Sidewalk

12 Weston Middie School Bus Exit Sidewalk

13 Main Street to Weston Middle School Connector Path
14 Wallace Street/Broad Street Intersection Improvements

*Projact numbers are for reference only and do not Indicate the project’s
priority level
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Most of the projects included in this plan will further complete the pedestrian system in Weston. This
reflects that many of the plan’s objectives are focused on providing mobility options for Weston's
residents and visitors. More details on the planned projects can be found in the prospectus sheets
contained in the appendix.

Pine Creek Access

The Weston Infill Plan identified a number of proposed “Creek Interaction Site” projects. These
improvements are intended to improve visual and physical access to the creek at key locations;
construct pathway segments along the creek; and provide spaces and amenities for people to gather
and rest. As part of this plan, those recommendations were revisited and determined it was best to
focus interaction sites at locations where the creek passes under a public right-of-way (e.g. the park)
and the Saling House. Locations where the creek is adjacent to private land, other than the Saling
House, likely are not realistic or feasible as interaction sites, given the fact that several of these
previously identified locations are essentially in an individual’s backyard and there is little available
room to create a viable interaction site. Given this, two sites are included in this plan in downtown
Weston and at the City Park. Concept drawings for these two sites can be found in Figure 3-13 and
Figure 3-14. An alternative, or additional, site for the downtown area would be behind City Hall,
potentially constructing the site as a mini-park. This site is discussed further in the 2007 City of Weston
Infill Plan.

A site at the Saling House is also a priority and is being considered by the group working on restoring
the historic building. More information on other potential long-term creek interaction sites can be
found in the Volume 2 Technical Appendix.

FREIGHT SYSTEM

Freight movement is an important component of Weston’s economy. As previously noted, the two
largest employers are food-processing companies. These companies rely on the area’s transportation
system for shipping in the agricultural products they process and shipping out the goods they produce.
Local businesses rely on trucks for delivering goods for resale, supplies, and other items they need to
conduct their operations. Residents receive deliveries and send packages and other mail through the
freight system. Figure 3-15 illustrates the existing freight routes in the area, including key destinations.
In addition to the routes shown on the figure, OR 11 is designated by ODOT as a Freight Route.

Projects that will improve freight movement are listed in Table 3- 4.

Table 3- 4 Projects That Will Improve Freight Movement in Weston

Project ' Praject Name

7 Water Street Bridge Replacement

8 Franklin Street Bridges Replacement

'Project numbers are for reference only and do not Indicate the project’s priority
level
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More details on the planned projects can be found in the prospectus sheets contained in the appendix.

TRANSIT SYSTEM

Transit service in Weston includes intercity bus service provided by the Confederated Tribes of the
Umatilla Indian Reservation (CTUIR) and Athena-Weston School District bussing. The CTUIR funds public
transportation to Weston through Kayak Public Transit on the Walla Walla Whistler Schedule. The bus
stops in Weston in front of the Post Office.

This plan includes a project to increase the visibility and convenience of the existing bus service by
providing a shelter at the existing bus stop. This project would need to be coordinated with CTUIR. At
the writing of this plan, CTUIR is interested in pursuing this project and in coordinating the effort to
place a shelter in Weston with similar projects in other cities served by Kayak (e.g. Athena, Milton-
Freewater). More information about this project can be found in the prospectus sheets contained in the
appendix.

BICYCLE SYSTEM

There are no dedicated facilities for bicycling (e.g., bike lanes, paths) in Weston. People riding bicycles
must either ride in the street with motor vehicle traffic or on the sidewalk, if present, with pedestrians.
Analyses performed for this project and conversations with Weston residents revealed that most
streets are comfortable routes for most adults to bicycle in the road, due to their relatively low motor
vehicle volumes and speeds. However, regional connections (e.g., Banister Road, OR 11, and OR 204)
tend to have higher volumes and speeds. OR 11 and OR 204 have 8 to 10-feet wide shoulders, but no
bike lanes. Banister Road does not have bike fanes and lacks any real substantial shoulder width.

Given that streets within Weston are generally comfortable places for adults to bicycle, the input
provided through this planning process indicated that providing bicycle specific facilities within Weston
is a lower priority than improving the pedestrian system. Providing bicycle connections on the regional
system is desired, but outside the City’'s UGB. The Water Street Improvements project provides for
sidewalks as wide as 8’ in order to provide more space for children to ride along Water Street, but there
are no bike-specific projects in this plan within Weston’s UGB.

PROJECTS OUTSIDE WESTON’S UGB

Weston can only plan for and implement projects within its urban growth boundary. However, the
City’s residents and businesses depend on regional connections for transporting goods, attending
school in Athena, and conducting personal business and travel. As a result of the important role County
and State roads play in the city, Weston residents have expressed a desire for certain projects outside
the City’s UGB throughout the course of this project. Those projects are listed in Table 3- 5.
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Table 3- 5 Projects Qutside Weston's UGB Recommended for Implementing Agency Consideration

Praject # Project Namea implementing Agency

Weston-Athena Multimodal Connection Umatlila County
17 OR 204/Water Street Reallgnment 0oDoT
18 OR 11 Frelght Signing oDOT
19 OR 11 Blcycle/Pedestrian Crossing oDoT

'Project numbers are for reference only and do not Indicate the project’s priority level

In order to implement these projects, Weston will need to request that the responsible agency (i.e.
ODOT, Umatilla County) consider the projects in their own planning efforts. More information about
each of these projects can be found in the prospectus sheets in the appendix.
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IMPLEMENTATION PLAN

The City of Weston will not be able to fund all of the identified projects in this transportation plan on its
own. Fortunately, there are a variety of options available to fund these projects. This chapter presents
an overview of existing and future transportation funding estimates for Weston and identifies potential
opportunities for the City to expand its transportation funding options.

HISTORY OF TRANSPORTATION FUNDING IN WESTON

The following section outlays historical transportation funding within the project area. City of Weston,
Umatilla County, Confederated Tribes of the Umatilla Indian Reservation (CTUIR), and Oregon
Department of Transportation (ODOT) staff were all contacted to compile this information.

Revenue Sources

Table 4- 1 displays the total revenue transferred into the City’s transportation budget since 1999, as
provided by the City. The majority of the funding has come through grants and other external sources
(e.g. Wildhorse Foundation, Special City Allotment [SCA]), though, with the exception of a $25,000 SCA
grant in 2010, the exact amounts provided by each source are unknown.

Table 4- 1 City of Weston Funds Transferred into City’s Transportation Budget, 1999-2013

FY EY FY FY FY (24 4 FY FY FY kY FY FY Fy
1999 2000 2001 2002 2003 2004 2305 2006 2007 2008 2009 2010 1031 2012

2000 2001 2002 2003 2004 2008 2006 2007 200R 2009 2010 2011 2012 2013 Avy

0 100 557.7 0 0 0 0 0 0 0 160 425 25 30 65

*all numbers shown In $1,000s

As shown in Table 4- 1, the level of funding transferred into the City’s transportation budget has been
inconsistent and dependent to an unknown extent on external sources. Therefore it is likely not
prudent to assume any particular amount of transportation funding will be available on a yearly basis
for future transportation projects.

Expenditure History

Table 4- 2 displays the total expenditures on transportation related projects within the City of Weston
since 1999, as provided by the City. All expenditures are noted as being for street paving.
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Table 4- 2 City of Weston Expenditure History

FY FY FY FY FY FY FY FY FY
1939 2000 2001 2002 2003 2004 2005 2011 2012

2000 2001 2002 2003 2004 2005 2006 2012 2013

| o 10 105.6 | 1208 101.2 144.6 0 84.2 374 0 365 25 0 0 47.5
*All numbers shown In $1,000s

The City has spent about $47,500 per year since 1999 to fund street paving projects, or about 73% of
the amount transferred in to the City’s transportation budget. These expenditures do not include other
maintenance projects, such as snow plowing, sanding, and sweeping, for which the City was unable to
provide information. The City has previously indicated that their general budget is typically only able to
cover basic maintenance and operational costs and not capital projects.

Other Agencies

The study area for this project includes county and state owned roads. Additionally, CTUIR operates the
Kayak public transit service that provides bus service to Weston. ODOT was able to identify spending
information for projects in areas near Weston, but was not able to specifically identify any projects
within the study area. Umatilla County reported that it has only performed basic maintenance on its
roads surrounding Weston. CTUIR has provided bus service to Weston, but has not undertaken any
capital projects in Weston related to its transit service in the past ten years.

PROJECTED TRANSPORTATION FUNDING

Given the City’s historical reliance on external funding sources for capital projects and resulting
variability in revenues transferred into the City’s transportation budget, it is not possible to provide a
reliable projection of future transportation funding. As was previously noted, the City has stated that it

is generally only able to cover maintenance and operations costs from its yearly budget. Capital projects
will need to funded through external sources.

POTENTIAL FUNDING SOURCES

The City will continue to rely upon transportation improvement grants, partnerships with regional and
state agencies, and other funding sources to help implement the projects identified in this plan update.
Table 4- 3 identifies a list of potential grant sources and partnering opportunities for the City to
consider as it looks to implement the projects identified in this plan. Following Table 4- 3, Table 4- 4
identifies a list of potential new funding sources for the City to consider in an effort to bolster funds for
additional capital improvement projects.

34 Weston, Oregon



uobaiQ ‘uorsam

se

*$934n0s Suipuny
13430 JO) 31NMISYNS JO JUBLIBIE|daL B JOU SI JO By “JUBdIYNSUl
'sa1)|1oey Buissadousd pooy ay3 03 ssane aaosdwl ssug| h_m_“ ” 1o ajgejieAeun 212 poddns |elUBLL) JO SIDINOS JBYI0 USYM pasn (301
Pinom jey1 1aloid e se yons ‘ssauaAINRAWOI JIWIOU0DS S) 3dUBYUS ) 9q Ajuo Aew puny sy} pue Aleuona.asip Si puny siyj 03 §5930y pung Ajlunpoddo
pinom 1ey3 Pp3foud e o) uoisap Aq pasn aq Ajjennusiod pjnod Joi syl SAEMIPIS - “uswdoaaap aiwoueds Aiewd poddns o) papasu ojelpaww|
si%as - 2Je ey} Speo. pue S32313s Jo JuawaAosdw pue uonINIISUod
3y} Jo4 pasn 2q ued Jey) puny AJeucilalasip e st 401 Yl
18315 10daQ jo yuou uawnuow uodem usixe ayl ul and o) poys sjusuea. Aemdies -
paseq-Ajunuiwios ay3 o3 Jejiulls ‘sAemared yinos pue yuou ay) Joy UoisiA soyls *s1oafoad ainjpnuyseyu) 1981e[ Jo s1S0D Y3 19510 pue Juawajdwi) splosg
ay3 Juawajdwi djoy 01 pasn 2q osje pinod Asy) "asnoH Suj|es Jo yied Ay g dj2y 01 Auunwwod 3y} Jo SI3quISW SnoueA Aq paynpuol y
uo1DeISIU| ¥331D) BUld - 3djaI3s Ayunwiwo)
3Y3 1€ $3)I5 UONDEISIUL 3331 Ul JOJ UOISIA 343 JO suojpod Juswaduy . pue p3j ‘paziuedio ag pnod syuswanoidwy 3|eIs-jews
10 ysniq Je3)a disy o) pasn aq pjnod spafoid 3dAIas Ajunuwo) el
‘Ajunuoddo sayioue aq pinoa suonezivedio
[EQLI YUM UCLIBIZOSSE Ul UOLIEIO]SDS 394D “siaA0|dwd [eI0] Yyum sued] - *SaIY)I2es Y] Woly 3nuaAad [euonelsdo o) adueyoxs u Aem-jo
diysiaupsed w Ajjlenuajod sAemaies YInos 10 YUOU 3L 1O UORIISIAUI sjeJy - -3y3u ngnd ayy ulyum seuswe uoneuodsues dqnd apiaosd SRS TTIEY
133 /uiepy 2yl je Le ogqnd pue sarpuawe adelsyoalys Sunuawajdus saue| ayig - 01 Anunos 2y) punoJe sase|d |eIaAas Ul pasn U2aq aaey Aay L mum\.._._n_ /and
apn|aut pjno uo)sapA ul satuunuoddo d11dads ‘suoiiejjeisul SH[EMBPIS - *SjusLWaAcLdul) SLUIBS BY) WO} JYauaq ued Jey) sisuped ajeaud e
e 2y(gnd Jo ‘sayduaq ‘syaed 3)aAaq ‘s1o] Supped aiqnd ‘suonels [SECYIINS pue J1jgnd uaamiaq s)ustuaaide ase sdiysisuped azeaud/aqnd
SuiBiseyd se yons sadmas apiaoid 0} pasn aq pjnod sdiyssauped asay |
‘sa1ouade je1apa) pue ajels pue ‘sanpunod ‘sanld ‘syold “3uIpll 3]2IYaA uleL3)-||e pue SulpPAdiciouws peol-yo ‘Bupiig
-UoU 0} P3pJeME 3Qq UBD SIURID) “66ET S3UIS 31E]S Y] SS04I8 SJurIF uj spesy - ‘Buiuny ‘Supjiy se Yons ‘syaafoud parejsi-jies; |euonealdsl Spun4 uoneasIsy
uoljjiw gpS UBY] A10W papieme sey pue "Palord uoNEIIIDI JOOPINO JO) . 10} {Q¥40) Juawpnedaq uoileaIIaY pue syied uo3aiQ a3y} pue sed uogalQ
S3RIUNWWOY U033 01 Aj|ENUUE UOI|IW $S UBYY DIOW SRINGUISIP YO Aq paJaisiuiwpe sguesd |euoneu e syUeIo s|iel] [eUoeaNIsy
'STOZ ‘€ 3snbBny anp a1n spunf aaupyu3 411§ TZ-8T0Z Y2 Jof suonpajjddy
'SpUNy SulUleyqo uy §5309NS JO 53IURYD JISYL 2A0idw) 0} uonesyjdde ue
Supedaud uy (101eUIpI00I UBLIISAPaA4 pue BjaAdg “5'3) sJ0ydaap wesSoid
apimaiels 1eudoidde Aue pue uosiel AusSe [eao) s uoidasy 1000 »22Ueyu3, 10 X1, 15311033187
1194 UM oM pinoys A oy “weiSosd ueijsapad pue ajkoig spimalels sjes) - OM} JO 2UO 0JU] PAPIAIP Ajeu2us3 3.e 5103(04d "suoiSal {d11S) wesSoud
a2 Japun Ajsnoiaald 21am ey asoyy Suipnppu ‘s1aafoid jo aSuel e saue] g - 1000 1Uaidylip 3AY 3y) 01Ul pa1edo||e dJe d|1S Yl Lo papn|aul uswanoiduw
sassedwioaus yoiym ‘sprafoud Joy spuny ,2aueyu3,, 104 Aldde UES UoISIM SY|EMDPIS - spafosd s1eah omy Aiaas palepdn s| Juaswndop Suipuny pue uoneyodsues}
[SELYITN Buynpayds siy) "weldousd Juswanosdwi [endes Jesi- s,uodalg 3pImazels
s {d11S) wesSouid Juswanoidw) uoepodsues] apImalels ay |
‘|eaoadde uonesnsjuiwpy
AemygiH |esopa4 Suipuad si pue uoissiwwio]) uoepodsuel)
uoda.0 sy Aq pardope uasq sey {8T0Z-STOT) dILS XaU 3YL

Suiesuo)/saununddn

14BUag Al

4 [Eua)6d

Londuisag

3ANog Juipuny

UOIS3aM Ul UoneISPISUO) Joj sanjjunyioddQ diysiaupied pue s334n0§ JurlY [BIIUIO € - 3]qel

uDjg UoIIDIUBLBId W]

S H\Qwumamac. uDjd WaysAs uonopedsup’SIM



~—210 ‘UoISAIM

9€

‘peoy J3)siueg Suoje eusyly 0}
UORIIUYOI [EPOINW Y] SB YaNs 'Speos AJUN0?d SUIAJOAUL JO/pUe SHul
A3 apisino spafosd Aue uo AJuno) ayy yum Jaupred o3 pasu jiim A 9yl

siledL -
saue| ayig -
sy[emapis -
519916 -

‘(peoy As) pue peoy Jaisiueg “31) TT YO O1 UOISIM
Supauuod SABMpED] SuISUIEW PpUB SUMO AJUNoD Bjjiewn

Auno) epnewn

pafold sy} Suunp paiuapl sJuawsAcidu adeasysans jeyuajod
uaws[dwy djpy pjnoa alfoud siy1 ‘dois ayy jo uonelo| ay) uo Suipuadag
“UOJSIM Ul J3}3YS PUE Youdq e yum dojs snq [BJoj e 1onIsuod

01 spuny Jos SuiAidde uo YN i Yum Suuduped a10idxa pjnod A 3yl

syrafoud parejas usuey] -

suoneziuegio |equl pue sai3juUNLLWOED
|eanu 103 Ajjeoynads paspeulsea suiesgoid Suipnpui ‘sweidoud
1URJS JO JOQUINU B SI31SIUILIPE UDISIAIQ ISuel| 2liqnd 1000 YL

UOISIAIQ) JISUBI]
3qnd 1040

*5|1e39p aJow Joj JjaFeuew wesdosd
S1HS 21EIS 3yl 19BIUOD "JOOYIS S|PPIA UCISOM I8 SBIIAILDE [BUOIEINPD
Jo} spuny Joj Ajdde 03 1LISIP [00Y3S SU1 Yyum saupied pinod Ay sy

sweiSoud jeuoneanpy -

sweafoud pue spafoad 3unINIISEHUI-UOU J0) sjURsd
sapiaosd wesSoud (S1YS) [00YIS 0] SAIN0Y 4eS IPIMIIELS Y |

jooyas.

03 S9IN0Y yES

*sseal g~z A1ans 000°05$ 03 dn jo suesd

‘8T-2TOZ Ul uieSe a[qiSya [m 3 19218 saue| ayig - : B wswio|y
B : 104 3|q13112 2J€ S9QID "UOISIAA SB YINS ‘SIIID Jjewss 03 3InquIsIp
urelN 3Aeda) 0} pash sem el OTOT Ul URIB 000'STS B PAAIR33L U0IsaM &MMMWW ) 03 anuanai xel sed |esapay Jo uood e dpise 5)3s 1000 A tesds
‘spurny 95ayj ansand 01 Sjuem
U J uoste)| Auase jeao] S uoiSY 10A0 SH YUM iom pjnoys A 2yl
‘yajew sjy3 12A03 djay 03 spuny JOI0 pue yIs asn ued Ay 3yy -spuny 1oy Aidde 03 J|qISH2 410G I8 SIUNED
Inq Wwawaoejdal 23pLq 0 1503 U3 USAIE MYHP 3q PIN0D SIYL “YpIew Ue S3131) "pPapuny aJe $a8pLig YMYm uo UoISIIP |euy Y1 sayew weiSoid a3pu
947£°0T & apiaoad 3snw A1) aya ‘sadpliq 2yl 1o} pasn s§ Sulpuny [etapay §| sagpug - P 1l "papuny pLg Y2y 1SP3p [euy L

*Suipuny 3A12331 s3J4nNAS 3say) sd|3y 18yl anss| ue aq Aew yann auy e
Mmojaq Buiaq seSpuq 13aJ1S UIpjueld 3yl JO SHLI| WY31eM 3y1Ing ‘UolIsaM
uj asouy} se s3unel Jood se Y)Mm SINYONILS JO 10| B 3. 23y ‘weiSoid
s1y1 yInouys Supuny Jo) doy Y3 03 Bs1 031 pu] SIZpLG 2N|1ey [EIND

SJUIBASUD) [saunyodeQ

Jysusg Aioe.

S3UWWOI SPIMATL]S Y "WISAS 9135 SBL O D1e jey] sodpuq
plemoy pajadie) Ajjeayirads a.e jey) Spun) spise 5395 1000

woisdinsag

Aouady |eaoq

unag Supuny

uDjd UonpuaWadily
§T0Z 35nbny

UDJd WalsAs uonppodsupl UoISIM



uobaip uoisam

VAN

'spaloud jepdes

‘@lousyuing "AyjIoe) uo uo uspang sJua Y3 Sumnd
Agaiay ‘Ay> ay) Ui uoniess sed Arewld auo Ajuo s) sy

13fosd 40 s3uruIUIEW
13345 Ajliewtd

“HN3UYLp 39 pjnod 193pnq s5,A1D ay3 03 1gap wRl-Suo| Bulppy syuawAoldusy fende) 3ypads Joy Aed 0} J3EUI PLO] G4} LD PONSS| 1Gap q PINOM Sp0g spuog
Spoo4 }IeUS [7g[ 10 Spoo4 uazold
Yaws apnjul pinod saniunyoddo diysiosuods [enuajod
jsuel) - -aBew) aelodiod sy Supueyud Jo sueaw e se ‘dnoad ysuul
diyssosuods
‘syuaLanodw pajejas psues) Sujuiejuiew spes] - 231jqnd Jo uopiesodiod ajeaud e Aq 1d3fosd e jo Suppieq |epueury
pue sa31AJ9s Jsued) Suipiaoud Jo 3503 ay) 19540 d|ay
0} sJapiroad ysuen Aq pasn usaq Ajuewud sey diysiosuods
wusuel| - ‘Xey jeuonippe 3y Aed 01 10U 10 J3Y)ayMm p13P 0} JeAedxe)
- A Ajens
32.n05 SuIpUN 31 JO SSAU[GEIS sped) ay1 aanbas Asyy uuc_m Pa393}|02 Ajisea pue |BISI2A0IIUO0I SS3| Aj[ensn .
ue AIIGeIo1 343 SHWI| XE1 343 J0 2imeu AIEIun|on 34L saue| g - 3Je saxe)} |euondo ‘pa1Iaf|ad e S3XE) JOYJ0 3w} Y3 18 pied pue xe] jeuondg
P i M SY|eMapIs - xe3 9y Aed o1 juswiauinbaa sAne|siSa) e Jou Ajjensn “syuawiancadun
5199416 - puny o) Ja/edxey ay) jo uondo ayy e pied s| 1eyl xey y
*S133.1S U33J9) J0 IIULUSIUIEL PUB UOIIINIISUOD 31 sjuawanoidw *SSI[10B] JUSWDTeUrwl JRIEMLLIO)S 0} SuaLWBACIdW Sueoq pue
JUeUly 03 S|00] 353Y] pasn 3Aey uodalQ Ul suonpsLINf awos 1998 Ajuewld Sunjew Jo sasod.nd 313 Joj pauIe1qo SUBOT pPUR ‘Sjueln ‘sHas ‘suers) ‘s)QS JoyeMmuLIols
usuesy -
sjied) -
‘$2Qs souel 33g - “ainhusely {sqs) ssdieyd
uoneyodsues asodwi ARU3LIND J0U SIOP LOISIM 40 AID 3y ) U__mhﬁw._m R a1qnd uo spedw 191 10) JUSWdo|3A2p UD pIsSIsse s34 3. 5IAS uswdojaaaq swaisAs
s1@2ns -
*UOISIM JO SJUSPISAI Y)Y *syuswaA0duy
uo uapJng xm.u a3 jo asow sae|d aiel) yInoayy Jueayiusis Aempeos/uoaasisul ~x&3 aup passasse sey
40 33¢] siy1 "ayjers ySnoayy jeuoidal Ajlep 3131 SeY UoISaMm auads Xej [an4 |eac]

1ey1 uondIpsIN{ 3Y3 ulyim paseyaund [Bny U PassIsse Xe} |8I0]

*5894 S2URUI)UIELL 333135 JO) SUaWINbal 31018

913uIs e 03 dy13ads 93} Jasn e ‘AffeuonIppy "3]21yA AuoAa Ul
pa|aAe.} S3|1W B{INYSA JO J3GUUNU Y3 YIES] O] PIaau 3yl uaAld
aAlIqIYold aq pinod wa3sAs e yons Sunusws|duwil Jo 3502 ay )

1U0) /saiuunucddy

199135 Ajuewpd

€4 |eljuaiog

UM Jua3sisu0d A3ojopoyiaw B Yedp 0} paau pjnom A ay) s|ieqy - “BIUBUdUIRW }33.)S 10) Aed 0] 3NUDASJ JO 2INOS 3|qe)S B Sapiaaid
sauej ayig - 3 ‘yoeosdde siy) paydope aaey Jey) UoSa1Q ul S3JUNWIOD BY) 334 saueuuIR
*$3SN [BIIUSPISAS WOLY INUIASI SY[emapis - 104 °|j1g A1nn JejnSas e y3noayy paloa)|ol Ajjensn s) pue salessuas peoY/sa34 AN 198
u1 Je2A s3d 0ZT'STS Ajdrewnxosdde 31e19us pjnom UoISaM Ut [SETY [ asn puej sejnanued e sduy Jo JaqUINU 3y} YO paseq S| 994 3y
Sployssnoy ZSz pajewnss syy 03 padieyd aaf Apuow 0p°Ss v
SUORIIPSLIN] 3YR0 Ul paLisiSa 'S3[2IY3A Jo Ayuaniya jany Sullien Y3 UaAIS JuaWISSasSE
SPPIL3A WoL) 35N 132.15 34 Joj uNGITe J0U S30P UoDIpSLING sjuawaaoiduy 3|qeunba aJow e 5g Aew Sy "WI)sAS 19943 By} 0) dURLFUEW

pue ‘uoisuedxa ‘spusawaaosdulr Joy Aed 03 321ysA e Jo uoensigal
|enuue 213 03 pai Jo (jig Aujan Ajyuows e ojuo paxde) s9a4

uodinssQ

S99 1950

22in05 2uipuny

UOJISIM UJ UOKBJIPISUD) 40} S321N0S Suipung MaN [BIUNO ¥ -F 3jqel

uold uonoyuaWaIdw|
sToZIsnbny
i

upjq waysAs uonoodsur IS



Weston Transportation System Plan August 2015

implementation Plan

Table 4- 3 and Table 4- 4 are not an all-inclusive list of alternative funding sources. Each of these
financing tools will require additional research to ensure that it is the right fit for the community, and
can be closely matched with achieving the objectives of the TSP update.

IMPLEMENTATION

Given that the City will likely require external funding sources to implement any of the projects in this
plan, the City should prioritize its efforts to put its resources toward the projects it considers the most
important and most likely to be funded . Accordingly, the projects for this plan have been evaluated
against the following prioritization criteria:

Relevancy to project objectives

Adequacy of existing facility (i.e., is the project filling a need that is currently unmet or just
an improvement?)

Estimated cost relative to other projects
Technical implementation considerations (e.g., potential construction or design challenges)

Political implementation considerations (e.g., coordination with other agencies, potential
property impacts)

Potential Use

Table 4- 5 summarizes the projects into three implementation tiers:

High Priority — These are the projects that scored the highest against the criteria described
above and include the primary Water Street project, the bus stop enhancement project, and
the projects from the Athena-Weston Safe Routes to School Plan. The Franklin Street Bridge
Replacements are also included in this category because of their potential to reduce
emergency response times.

Long-Term Priority - This category includes all other projects within the City’s UGB. The City
should look to implement these projects once the high priority projects have been
completed, or if a particular funding source becomes available that is specific to one of
these projects (e.g. a grant specifically focused on parks or street lighting conversions).

Projects outside Weston’s UGB — These projects were not considered in the prioritization
process since they are not within the City's UGB. The City should request that the
implementing agencies consider these projects in their planning efforts and look for
opportunities to coordinate efforts across jurisdictions.

More detailed evaluation results can be found in the Volume 2 Technical Appendix.
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Table 4- 5 Project Implementation Priority Tiers

Project #

Projoct Nami

High Prignty Projects

1 Water Street Improvements
Franklin Street Bridge Replacements

9 Maln Street Bus Stop Enhancements

10 Wallace Street Sidewalk

11 Weston Middle School Bus Entry Sidewalk

12 Weston Middie School Bus Exit Sidewalk

13 Maln Street to Weston Middle School Connector Path
14 Wallace Street/Broad Street Intersection Improvements

Long-Tarm Priority Prajects

2 Water Street/Maln Street Intersectton Plaza Enhancement
3 Northern Gateway

4 Southern Gateway

5 City Park PIne Creek Interaction Site

6 Downtown Pine Creek Interaction Site

7 Water Street Bridge Replacement
15 LED Lighting Conversion

O

16 Weston-Athena Muitimodal Connection
17 OR 204/Water Street Realignment
18 OR 11 Freight Signing (not shown on map)
19 OR 11 Blcycle/Pedestrlan Crossing (not shown on map)
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Prospectus Sheets

Project #: 1

I Name: ] Water Street Improvements

Description:

Improve Water Street to provide continuous sidewalks and intermittent on-street parking and swales for
stormwater drainage. The proposed typical section and concept plan for the corridor are included in the
attached pages. This project could be constructed in phases, if necessary. Phase 1 would include the west
side of Water Street, which was identified by community members as the highest priority. Phase 2 would
be the east side of Water Street. The concept plan and typical section are depictions of the ideal scenario
and may need to be refined based on physical or right-of-way constraints,

Purpose:

This project is expected to boost economic vitality, public and environmental health, and the efficiency of
the transportation system in Weston. Water Street is the primary road through Weston. It currently lacks a
complete sidewalk network and storm drain facilities. Providing sidewalks on Water Street will make it
easier for Weston residents and visitors to walk to local businesses, Weston Middle School, the park,
residences, or for recreation. Storm drainage swales will treat runoff from Water Street and reduce the
amount of untreated water that flows into Pine Creek, improving the health of the waterway. The project
will also beautify the street, providing visitors with a positive first impression of Weston.

Potential
Challenges:

A survey will be required to establish where the City has right-of-way. Additional right-of-way may need to
be purchased, particularly for the east side improvements, or the project may need to be modified to fit
within the existing right-of-way. Even if right-of-way is not required, the project will require repurposing
land that is currently treated as the front yard of the adjacent residences. The hillside on the east side of
Water Street south of College Street limits what can be implemented on this section.

Modes Affected Priority Tier Cost Estimate

$1,720,000 (can be phased in — e.g. Sidewalk on
west side only without replacing the retaining
walls is estimated at $200,000 without right-of-

Pedestrian, Bicycle, Motor Vehicle High way)

Vicinity Map **See Figures on Next Page**
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 Toject#: 1| Name:

[

Water Street Improvements (cont.)
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Water Street Improvements (cont.)
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Water Street Improvements (cont.)
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| Name:

Project #: 1

Water Street Improvements (cont.)
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Water Street Improvements (cont.)

| Name:

[ Project #: 1

Preferred Alternative .
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» No:bike fane or shoulder

* hj

%c;aa« WATER STREET - TYPICAL SECTION ALTERNATIVES —_
o et GRS

Weston, Oregon

Appendix A



Weston Transportation System Plan August 2015
Prospectus Sheets
Project #: 2 | Name: I Water Street/Main Street Intersection Plaza Enhancements

Description: Create a plaza feel on the corners of the Water Street/Main Street intersection by constructing curb bulb
outs, textured crosswalks, seating, bike parking, and landscaping. Expand the existing mini park to include
information about Weston and bike parking. Preserve loading access to the existing business on the
southeast corner of the intersection. A concept drawing is shown in the next page.

Purpose: To improve the economic vitality and community feel of downtown Weston by creating a more pedestrian
friendly environment that invites people to walk to and linger at the Water Street/Main Street intersection

and adjacent businesses and plaza.

Potential The final design will need to ensure that curb bulb-outs can accommodate freight movements for delivery
Challenges: vehicles. It should also be coordinated with the adjacent businesses to ensure that it meets their needs,
including for parking. The decorative inlays may increase maintenance costs.

Modes Affected Priority Tier
Pedestrian, Bicycle, Motor Vehicle Long-Term

Cost Estimate

$65,000 (no ROW included)

Vicinity Map

BANISTERRD

"~
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Weston Transportation System Plan

Water Street/Main Street Intersection Plaza Enhancements (cont.)

Name:

MONG WATER 57.)

> WOTE DRAVAAT IS COIFEESTAML AMD ML NEED T4
B REFINED BY AN ERGIEERING O ERG N PROISCT

| Project #: 2

Conceptual Plan Alternatives
Weston Transpertation System Plan Update

STREET TREE (TYP. |

o\ Py SAEY |

W nEEERANE

e mmINEw

Weston, Oregon

Appendix A



Weston Transportation System Plan August 2015
Prospectus Sheets

Project #: 3 | Name: [ Northern Gateway |

Description: Develop a gateway at the north end of Water Street at its intersection with Depot Street by adding ir
streetscape features, such as street trees, landscaping, and decorative inlays, fencing, and signage.
Gateway posts can be used to hang banners advertising special events, such as Pioneer Days. Winn Road
would be realigned to intersect Water Street north of Depot Street (if Winn Road’s intersection with OR
204 remains, this may not be necessary if project #17 ~ OR 204/Water Street Realignment is built). A
concept drawing is shown on the next page.

Purpose: This project will create a defined gateway to Weston on the north end of town, creating a positive
impression and inviting visitors to spend time in the City. !t should also help slow traffic entering Weston
from the high speed highway system and will create a community amenity.

Potential The final design will need to ensure that it can accommodate freight vehicles accessing the food processing

Challenges: facilities. Right-of-way may be required. The realignment of Winn Road needs to be coordinated with
whether its intersection with OR 204 will remain or whether project #17 — OR 204/Water Street
Realignment is built. The decorative inlays may increase maintenance costs.

Modes Affected Priority Tier Cost Estimate
Pedestrian, Bicycle, Motor Vehicle Long-Term $410,000 (includes some ROW)
Vicinity Map .

“BANISTER RO
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Northern Gateway (cont.)

] Name:

I Project #: 3

|
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Prospectus Sheets

Project #: 4

| Name: l Southern Gateway

Description:

Develop a gateway at the south end of Water Street and the eastern end of Banister Road by adding in
streetscape features, such as street trees, landscaping, and decorative inlays, fencing, and signage.
Construct sidewalks from the end of Project #1 — Water Street Improvements to Mill Street. Gateway posts
can be used to hang banners advertising special events, such as Pioneer Days. Historic fire apparatus
currently stored in City Hall could be located to the proposed fire station property. A concept drawing is
shown on the next page.

l

Purpose: This project will create a defined gateway to Weston on the south end of town, creating a positive
impression and inviting visitors to spend time in the City. It should also help slow traffic entering Weston
from the high speed regional system and will create a community amenity.

Potential The final design will need to ensure that it can accommodate farm vehicles turning onto McLean Road.
Challenges: Right-of-way may be required. Coordination with the fire district will be necessary to locate the fire
apparatus on their property. The decorative inlays may increase maintenance costs.
Modes Affected Priority Tier Cost Estimate
Pedestrian, Bicycle, Motor Vehicle Long-Term $165,000 (no ROW included)
Vicinity Map

A

BANISTER RD
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Weston Transportation System Plan

Southern Gateway (cont.)

I Name:

[ Project #: 4
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Project #: 5 I Name: | City Park Pine Creek Interaction Site |

Description: Construct a site where people can view Pine Creek at the existing City Park. This could be done in a two-
phase approach. The first phase would include a new overlook of Pine Creek as well as stream bank
enhancements, a path from Wallace Street to the overlook, and a crossing of Wallace Street west of the
creek. The second phase would include tearing down the Public Works Storage Yard and replacing it with a
grass field. A new pedestrian bridge on the south side of Wallace Street would also be built with this
second phase. Rolled curb could be installed on Water Street to allow people to park on the new lawn
where the Public Works facility previously was during events, such as Pioneer Days. A concept drawing is
shown on the next page.

Purpose: To enhance the livelihood of the park by providing a place where people can view Pine Creek and adding
additional walking trails and expanding the park.
Potential A new site for Public Works would need to be found. The pedestrian bridge may require obtaining right-of-
Challenges: way on the east side of the creek.
Modes Affected Priority Tier Cost Estimate
Pedestrian Long-Term $33,000 (Phase 1), $659,000 (Phase 2)
Vicinity Map - -

BANISTER RD
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Weston Transportation System Plan

City Park Pine Creek Interaction Site (cont,)

| Name:

"=roject #: 5
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Project #: 6 Name: I

Downtown Pine Creek Interaction Site

Description: Make the creek a focal point in downtown by carrying the design from Project #2 — Water Street/Mair
Street Intersection Plaza Enhancements across the bridge over Pine Creek on the south side of Main Street.
Provide a viewing terrace on the east side of the creek, including interpretive signs. A concept drawing is
shown on the next page.

Purpose: To enhance the experience in Weston's downtown by providing a place where people can sit and view
nature, encouraging residents and visitors to spend more time in Weston's primary commercial area.
Potential The lower viewing terrace is on private property, so right-of-way may need to be purchased or some use
Challenges: agreement executed in order to complete this part of the concept. Construction near the stream bank will
require environmental considerations.
Modes Affected Priority Tier Cost Estimate
Pedestrian Long-Term $10,000 (no ROW included)
Vicinity Map

BANISTERRD
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['neoject #: 6 | Downtown Pine Creek Interaction Site (cont.)
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Project #: 7 I Name: I Water Street Bridge Replacement I

Description: Replace the load-restricted bridge on Water Street immediately south of First Street. The new bridge
should be designed to fit the context of the City's vision for Water Street, as it is laid out in Project #1 -
Water Street Improvements, including sidewalks on both sides of the bridge.

Purpose: This project will improve the functionality of the bridge from a freight and pedestrian perspective. Due to
structural capacity deficiencies, the bridge is load restricted to 20-30% of typical load limits. Water Street Is
the only direct connection from Weston north to OR 204 and the food processing facilities. Large delivery
and other freight vehicles cannot use this bridge when carrying loads. The bridge does not have ADA
compliant transitions for the sidewalk.

Potential So long as it continues to function in its current state, the bridge may not be high enough on the statewide
Challenges: priority list to receive funding in the near or intermediate terms. Environmental considerations will need to
be factored into the design and construction of the bridge.

Modes Affected Priority Tier Cost Estimate
Pedestrian, Bicycle, Motor Vehicle Long-Term $800,000

Vicinity Map

BANISTERRD
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Project #: 8 | Name: l

Franklin Street Bridge Replacements

T ascription: Replace the two load-restricted bridges on Franklin Street near Pomeroy Street and Poplar Street. A box
' culvert may be the most cost effective replacement.

r Purpose: To improve emergency vehicle response times on Franklin Street. Both bridges are load restricted to six
tons, making them impassable for modern fire trucks, thereby restricting responses times to the adjacent
properties on Franklin Street in the event of an emergency.

BANISTERRD

Potential No significant challenges beyond those typically encountered with bridge replacement projects are
Challenges: anticipated at this time.
Modes Affected Priority Tier Cost Estimate
Pedestrian, Bicycle, Motor Vehicle High $400,000 per bridge
Vicinity Map

Appendix A
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Prospectus Sheets

Project #: 9 | Name: | Main Street Bus Stop Enhancements

Description: Work with CTUIR to install a sheiter, bench, and schedule information at the KAYAK bus stop in Weston
Consider where the best location for the stop is as part of the project.

Purpose: These improvements will serve two functions: 1) to provide an inviting waiting location for people waiting
to take the bus at the stop itself, instead of in adjacent buildings; and 2) to make transit service more
visible and easier to use.

Potential There is also interest in discussing whether the existing stop Is in the best location and that would need to
Challenges: be determined before the shelter goes in.
Modes Affected Priority Tier Cost Estimate
Transit High $9,000
Vicinity Map

BANISTERRD
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Project #: 10 I Name: [ Wallace Street Sidewalk
'scription: Build a sidewalk along the north side of Wallace Street from Franklin Street to the existing walkway across
' from Broad Street. This project was originally included in the Weston-Athena Safe Routes to School plan.
Purpose: To provide people, especially Weston Middle School students, a place to walk separated from motor

vehicle traffic. Weston Middle School students are currently not allowed to walk on this section of Wallace
Street due to its lack of sidewalks. This is a popular spot for parents to drop off/pick-up their children, so

Wallace Street is busy during school hours.

Potential Right-of-way may be required. Even if it is not required, the project will require building sidewalk through
Challenges: area currently being used by an adjacent residence.
Modes Affected Priority Tier Cost Estimate
Pedestrian High $32,000 (includes some ROW)
Vicinity Map

MATN ST
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Project #: 11 | Name: | Weston Middle School Bus Entry Sidewalk

Description: Build sidewalk along the south side of High Street from Franklin Street to Broad Street. This project wa
originally included in the Weston-Athena Safe Routes to School plan.

Purpose: To provide Weston Middle School students a place to walk to school separated from motor vehicle traffic.
This street is where buses enter to drop off/pick up children.
Potential Right-of-way may be required. Even if it is not required, the project will require building sidewalk through
Challenges: area currently being used by adjacent uses. Will require coordination between the City and Athena-
Waeston School District.
Modes Affected Priority Tier Cost Estimate
Pedestrian High $38,000 (includes some ROW)
Vicinity Map

gii 5 |
MATN ST ]

N

n SREELT | | ettt e
Al | B g
e m_f :;.._

=  #k
& Sl

]

&
¥

L 3%} Vay
WARMLACE ST
d =il =

Appendix A Weston, Oregon




Weston Transportation System Plan August 2015
Prospectus Sheets

Project #: 12 I Name: | Weston Middle School Bus Exit Sidewalk

'\jscription: Build sidewalk along the east side of Broad Street from where it currently ends north of High Street to Main
Street. This project was originally included in the Weston-Athena Safe Routes to School plan.

Purpose: To provide Weston Middle School students a place to walk to school separated from motor vehicle traffic.
This street is where buses exit after dropping off/picking up children.
Potential Right-of-way may be required. Even if it is not required, the project will require building sidewalk through
Challenges: area currently being used by an adjacent residence. Will require coordination between the City and
Athena-Weston School District.
Modes Affected Priority Tier Cost Estimate
Pedestrian High $27,000 (includes some ROW)
Vicinity Map

i

-
L™

v =3
WALACE ST
R

"

adl »
-

BROAD ST

r B f
3w

4 |

Appendix A Weston, Oregon




Weston Transportation System Plan August 2015

Prospectus Sheets
Project #: 13 | Name: | Main Street to Weston Middle School Connector Path
Description: Construct a sidewalk along Arman Street that connects Main Street to the existing path on the east side o
Weston Middle School. This project was originally included in the Weston-Athena Safe Routes to School
plan.
Purpose: To provide Weston Middle School students a place to walk to school separated from motor vehicle traffic.
This path would provide an access to the sport fields/courts on the east side of the school.
Potential Right-of-way may be required. Even if it is not required, the project will require building sidewalk through
Challenges: area currently being used by adjacent uses. Will require coordination between the City and Athena-Weston
School District.
Modes Affected Priority Tier Cost Estimate
Pedestrian High $40,000 (includes some ROW)

Vicinity Map
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Project #: 14 ] Name: [

Wallace Street/Broad Street Intersection Improvements

’\\scription:

Enhance the pedestrian crossing of Wallace Street at Broad Street by Weston Middle School. This would
likely include a raised curb extension to improve the visibility of crossing children and slow down motor
vehicle traffic.

Purpose: Residents and school children parents have noted that it can be difficult to see children walking out from
behind the sport courts across from Broad Street and that this area gets busy with parents dropping off or
picking up their children.

Potential Will require coordination between the City and Athena-Weston School District.
Challenges:
Modes Affected Priority Tier Cost Estimate
Pedestrian High $5,000 (no ROW included)
Vicinity Map
P
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Prospectus Sheets

Project #: 15 [ Name: ] LED Lighting Conversion
Description: Convert the City's street lights to LED lights.

Purpose: The City could potentially realize significant cost savings by converting its street lights to LED lights, which
use less energy and require less maintenance than the current system.

Potential Further study is needed to determine the actual amount of cost savings that could be realized. This will
Challenges: require discussing with light manufacturers and the electrical utility.
Modes Affected Priority Tier Cost Estimate

TBD — Multiple options for types of lights and

All Long-Term how projects is financed
Vicinity Map (N/A — City Wide)
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Project #: 16

] Name: | Waeston-Athena Multimodal Connection

‘fscription:

Construct a shared-use path along Banister Road from approximately Mill Street to OR 11. Potential
options include a 8-10 foot wide path adjacent to the road separated from motor vehicle traffic by a
painted buffer, depressed rumble strips, or plastic delineator posts or a 10 foot wide path separated from
the road by a storm water swale. A concept drawing of the two options is shown on the next page.

Purpose:

To provide an option for people to walk and bike between Weston and Athena. Weston children attend
elementary and high school in Athena, Athena children attend middle school in Weston, there is a
community swimming pool in Athena that Weston children walk and bike to already, and there is a general
desire within the community to provide a viable route for people who would like to walk or bike between
the cities

Potential
Challenges:

It needs to be determined if the project can fit within existing right-of-way. Banister Road is a Umatilla
County facility; therefore the County will need to either co-adopt this plan or include it in their own plan.
Topography issues along the route may also need to be resolved at some point. To complete the
connection, a crossing of OR 11 (see project #19) and a connection from OR 11 into Athena will be
necessary.

Modes Affected Priority Tier
Pedestrian, Bicycle N/A -Outside City’s UGB

Vicinity Map

SANISTER R
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Weston-Athena Multimodal Connection (cont.)

Project #: 16 I Name:

2-WAY SHARED USE FATH

EWSTING EDGE OF
GRAVEL SHOULDER

PUTENTIAL BERRIER DFTION

—
|5
—
|.\ )
Z
—o
..:...t..l...l.l-vl..l.ll.‘....ll;.l.... = - 7 - ot ey o = 4
G— i — e i ———— = o G R e e T - —
Aiternative A Alternative B
Qegressed Rumtle Strip Plastic Delipeater Posts Paint Buffer
Low Barrier Options for Alternative A .(
W ERTE-
e

oY NESToy BANISTER ROAD - MULTIMODAL CONNECTION ALTERNATIVES e

Conceptual Plan Alternatives
Weston Transportation Sysiem Plan Update

e

Weston, Oregon

Appendix A



August 2015

Weston Transpartation System Plan
Prospectus Sheets

Project #: 17 l Name: [ OR 204/Water Street Realignment

Mescription: Realign Water Street to intersect OR 204 at an approximately 90 degree angle. Eliminate the existing Water
Street and Winn Road (extended) accesses onto OR 204. This project is outside Weston's UGB and would
be implemented by ODOT. A concept drawing prepared by ODOT is shown on the next page. The
intersection would likely also include right and left-turn lanes, though these are not shown in the concept.

Purpose: To reduce the potential for crashes along this section of OR 204 by reducing the number of access points
and eliminating skew.
Potentlal Will likely require obtaining right-of-way. The City has considered relocating the Public Works building to
Challenges: the location the realigned Water Street would pass through. An engineering study will be needed to
determine if adequate sight distance can be provided at the realigned intersection.
Modes Affected Priority Tier
Motor Vehicle N/A — Outside City’s UGB
Vicinity Map !
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Project #: 17 I Name: | OR 204/Water Street Realignment (cont.)

Image prepared by and included with permission from ODOT. Layout should be considered DRAFT and is for conceptual
illustration purposes only.
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Prospectus Sheets
' Project #: 18 | Name: [ OR 11 Freight Signing
scription: Add signing to OR 11 to direct freight traffic to use Key Road for accessing the food processing facilities.
Purpose: To ensure roads that are capable of handling and appropriate for freight traffic are used. A lack of local

awareness results in some truck drivers accessing the food processors via Water Street from either OR 204
or Banister Road. This could be particularly problematic for trucks coming from Banister Road due to the
weight restrictions on Water Street.

Potential Federal law strictly regulates signage along highways, such as OR 11. This project is outside Weston's UGB
Challenges: and will need to be coordinated with ODOT.
Modes Affected Priority Tier
Motor Vehicle - Freight N/A - Outside City’s UGB
Vicinity Map (N/A - TBD)
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Project #: 19 | Name: | OR 11 Bicycle/Pedestrian Crossing i

Description: Provide a crossing for people walking and biking across OR 11 between Athena and Weston. A
engineering study would be required to determine the exact location and type of crossing. Given the high
speed and rural nature of the highway, it is likely that the crossing would need to include a traffic signal or
be grade-separated.

Purpose: To provide an option for people to walk and bike between Weston and Athena. Weston children attend
elementary and high school in Athena, Athena children attend middle school in Weston, there is a
community swimming pool in Athena that Weston children walk and bike to already, and there is a general
desire within the community to provide a viable route for people who would like to walk or bike between

the cities.
Potential Preliminary analysis completed for this plan indicates that the crossing may not be warranted until the
Challenges: Weston-Athena multimodal connection is built. OR 11 is a high speed roadway and there is a vertical crest

at this location, so issues of driver expectancy and sight distance will need to be addressed by the design of
the project. This project is outside Weston's UGB and will need to be completed by ODOT.

Modes Affected Priority Tier
Pedestrian N/A - Outside City’s UGB
Vicinity Map
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ADDRESSING

LIAISON, NATURAL Umatilla County is in the process of reviewing the County Transportation System

RESOURCES & Plan (TSP). As part of the review it was determined that the County has never

ENVIEONMENE formally adopted the City of Pilot Rock’s TSP. Co-adoption provides an
opportunity for both agencies to work together to implement the plan in all of the
relevant planning documents.

Pilot Rock’s TSP was prepared as part of an overall effort in 2001 to prepare
TSPs for the County and eight smaller municipalities. The document establishes
the City’s road classification plan and standards. It also establishes a multimodal
system plan. The document applies to all the transportation systems and plans
within City Limits and the Urban Growth Area. Also established is a 20-year list
of the City’s Capital Improvement Program.

Pilot Rock completed a Pedestrian Transportation Development Plan in 2005.
The document modified the City’s road standards and identifies projects and
potential funding sources. The plan provides a 20-year framework for improving
pedestrian condition in the City and increasing opportunities for walking and
bicycling.

Conclusion
The City requests the County co-adopt their existing TSP’s. The TSP will apply
to development within Pilot Rock’s Urban Growth Area.

Attachments :
The following attachments have been included for review by the Board of
Commissioners:

e Pilot Rock TSP (2001)

e Pilot Rock Pedestrian Transportation Development Plan (2005)
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CHAPTER 1: INTRODUCTION

The City of Pilot Rock Transportation System Plan (TSP) guides the management of existing transportation
facilities and the design and implementation of future facilities for the next 20 years. This Transportation
System Plan constitutes the transportation element of the City’s Comprehensive Plan and satisfies the
requirements of the Oregon Transportation Planning Rule established by the Department of Land
Conservation and Development. It identifies and prioritizes transportation projects for inclusion in the
Oregon Department of Transportation’s (ODOT’s) Statewide Transportation Improvement Program (STIP).

PLANNING AREA

The City of Pilot Rock’s Transportation System Plan planning area covers the entire area within the Pilot
Rock Urban Growth Boundary (UGB). The planning area is shown on Figure 1-1. Roadways included in

the Transportation System Plan fall under three jurisdictions: the city of Pilot Rock, Umatilla County, and
the state of Oregon.

Pilot Rock is located in the central portion of Umatilla County in the northeastern corner of Oregon. The
City has a population of roughly 1,600 people. It is laid out in a grid pattern, which is broken up by three
creeks and US 395 which runs through the middle of the City. The City’s commercial development is
concentrated along US 395 in the downtown. The City’s biggest employers are lumber companies and there
are numerous farms within the UGB. Pilot Rock has its own school district and is conveniently located
approximately 15 miles south of Pendleton, which is the largest city in the county.

The US 395 runs northeast-southeast through Pilot Rock acting as both a through route and as the primary
commercial street downtown. The highway connects the cities to Pendleton, Stanfield, Hermiston, Umatilla
and Washington State to the north; and Ukiah, John Day, and California to the south. Five paved county
roads also provide access to the City; (1) County Road No 1375 (East Birch Creek Road) which runs south
from US 395, (2) County Road No. 1386 (Circle Road) which runs north from the City, (3) County Road
No. 1150 (Stewart Creek Road) which runs east along the city limits, (4) County Road No. 1391 (known
locally as Delwood Street) in the southwest, and (5) County Road No. 1151 (known locally as Elm Street) in
the east. Additionally, County Road No. 1388 (Stock Drive Road), a dirt road, provides access to Pilot Rock
from the west. These roadways allow easy access to the regional production, distribution, and marketing
centers in the area and function as arterials and collectors throughout the City. The Oregon Department of
Transportation (ODOT) has jurisdiction over US 395, the county has jurisdiction over the county roads, and
the City has jurisdiction over the rest of the existing roadways.

The Union Pacific Railroad right-of-way runs northeast to southwest into the UGB and city limits stopping
just north of downtown.

Pilot Rock is a major wood processing center for the county. The City’s three largest employers in May
1986, were Louisiana Pacific, U.S. Gypsum (USG Industries), and Pine-Lam, Inc. The labor force is subject
to seasonal unemployment due to the cyclical nature of natural resource-based industries.

PLANNING PROCESS

The Pilot Rock Transportation System Plan was prepared as part of an overall effort in Umatilla County to
prepare TSPs for Umatilla County and eight small municipalities: the cities of Adams, Athena, Echo, Helix,
Pilot Rock, Stanfield, Ukiah, and Weston. Each plan was developed through a series of technical analyses
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combined with systematic input and review by the county, the cities, the management team, the

- Transportation Advisory Committee (TAC), ODOT, and the public. The TAC consisted of staff, elected and

appointed officials, residents, and business people from Umatilla County, and the eight cities. Key elements
of the process include:

e Involving the Pilot Rock community (Chapter 1)

e Defining goals and objectives (Chapter 2)

* Reviewing existing plans and transportation conditions (Chapters 3, 4, and Appendices A and B)
* Developing population, employment, and travel forecasts (Chapter 5, and Appendix C)

* Developing and evaluating potential transportation system improvements (Chapter 6)

* Developing the Transportation System Plan and a capital improvement plan (Chapter 7)

* Evaluate funding options and develop financial plan(Chapter 8)

¢ Developing recommended policies and ordinances (Chapter 9)

Community Involvement

Community involvement is an integral component in the development of a TSP for the city of Pilot Rock,
Umatilla County and each of the other seven cities covered under the Umatilla County TSP process. Since
the communities faced many similar transportation and land use issues, a public involvement program
involving all the jurisdictions was used. This process allowed for individual attention when needed, and
general problem solving for all jurisdictions as appropriate. Several different techniques were utilized to
involve each local jurisdiction, ODOT, and the general public.

A combined management team and transportation advisory committee (TAC) provided guidance on
technical issues and direction regarding policy issues to the consultant team. Staff members from each local
jurisdiction, from ODOT, and a local resident from each community served on the TAC. This group met
several times during the course of the project.

The second part of the community involvement effort consisted of community meetings within Umatilla
County. The first public meeting was held in June 1998. The Pilot Rock general public was invited to learn
about the TSP planning process and provide input on transportation issues and concerns. A second public
meeting was held in July 1998. The third and final public meeting was held in September 1998. The public
was notified of the public meetings through public announcements in the local newspapers and on the local
radio station.

Goals and Objectives

Based on input from the community, the county, and the management team/TAC, a set of goals and
objectives were defined for the TSP. These goals and objectives were used to make decisions about various
potential improvement projects. They are described in Chapter 2.

Review and Inventory of Existing Plans, Policies, and Public Facilities

To begin the planning process, all applicable Pilot Rock and Umatilla County transportation and land use
plans and policies were reviewed and an inventory of public facilities was conducted. The purpose of these

1-2
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efforts was to understand the history of transportation planning in the Pilot Rock area, including the street
system improvements planned and implemented in the past, and how the City is currently managing its
ongoing development. Existing plans and policies are described in Appendix A of this report.

The inventory of existing facilities catalogs the current transportation system. The results of the inventory
are described in Chapter 3, while Chapter 4 describes how the system operates. Appendix B summarizes the
inventory of the existing arterial and collector street system.

Future Transportation System Demands

The Transportation Planning Rule requires the Transportation System Plan to address a 20-year forecasting
period. Future traffic volumes for the existing and committed transportation systems were projected using

ODOT’s Level I — Trending Analysis methodology. The overall travel demand forecasting process is
described in Chapter 5.

Transportation System Potential Improvements

Once the travel forecasts were developed, it was possible to evaluate a series of potential transportation
system improvements. The evaluation of potential transportation improvements was based on a qualitative
review of safety, environmental, socioeconomic and land use impacts, as well as estimated cost. These
improvements were developed with the help of the local working group, and they attempt to address the
concerns specified in the goals and objectives (Chapter 2). After evaluating the results of the potential

improvements analysis, a series of transportation system improvements were selected. These recommended
improvements are described in Chapter 6.

Transportation System Plan

The Transportation System Plan addresses each mode of transportation and provides an overall
implementation program. The street system plan was developed from the forecasting and potential
improvement evaluations described above. The bicycle and pedestrian plans were developed based on
current usage, land use patterns, and the requirements set forth by the Transportation Planning Rule. The
public transportation, air, water, rail, and pipeline plans were developed based on discussions with the
owners and operators of those facilities. Chapter 7 details the plan elements for each mode,

Funding Options

The city of Pilot Rock will need to work with Umatilla County and ODOT to finance new transportation

projects over the 20-year planning period. An overview of funding and financing options that might be
available to the community are described in Chapter 8.

Recommended Policies and Ordinances

Suggested Comprehensive Plan policies and implementing zoning and subdivision ordinances are included

in Chapter 9. These policies and ordinances are intended to support the TSP and satisfy the requirements of
the Transportation Planning Rule (TPR).
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RELATED DOCUMENTS

The city of Pilot Rock TSP addresses the regional and rural transportation needs in the City. There are
several other documents that address specific transportation elements or areas in Umatilla County that may
directly or indirectly impact transportation elements in and around Pilot Rock.

Other Transportation System Plans Prepared Concurrently with the Pilot Rock TSP

In addition to the Pilot Rock TSP, seven small city TSPs were prepared in conjunction with the Umatilla
County TSP project. These documents include:

e City of Adams TSP

e City of Athena TSP

e City of Echo TSP

e City of Helix TSP

e City of Stanfield TSP

e City of Ukiah TSP
o City of Weston TSP

) Pilot Rock Comprehensive Plan

The Pilot Rock Comprehensive Plan was adopted in 1978, and amended in 1986. The plan provides goals
and policies for guiding the future growth and development of the City. Two of the City’s 13 goals strongly
impact the development of the Transportation System Plan — Goal K: Transportation and Goal J: Public
Facilities and Services. The policies enacted by the City in support of these goals are summarized in
Appendix A.

Goal K: Transportation

To provide and encourage a safe, convenient and economic transportation system.

Applicable Policies

1. To repave city streets and provide curbs and sidewalks as resources are available.

2. To encourage development and use of alternate means of transportation to the private
automobile.

3. To work with ODOT to minimize conflicts between through and local traffic on US 395, to
reduce traffic hazards and expedite the flow of traffic by limiting access to and from the

highway with the Urban Growth Area, and planning for adequate access to property adjacent
to the highway.




June 2001 __Pilat Rock Transportation System Plan

4. To development of good transportation linkages (vehicular, pedestrian, bicycle, etc.) between
residential areas and major activity centers.

5. To encourage the continuing availability of rail transportation linkages to mainline services.
for the industrial area.

6. To work with Umatilla County to develop joint policies concerning local roads and streets
within the Urban Growth Boundary.

7. To adopt the recommendation in the Oregon Department of Transportation Six-Year
Highway Improvement Plan that occurs within the Urban Growth Boundary.

Goal J: Public Facilities and Services

To plan and develop a timely, orderly, and efficient arrangement of public facilities and services to
serve as a framework for urban development.

Applicable Policies

1. To develop, maintain, update, and expand police and fire services, streets and sidewalks,

water and sewer systems, and storm drains as necessary to provide adequate facilities and
services to the community.

Pilot Rock Technical Report

The Pilot Rock Technical Report offers background information for the City regarding the natural
environment, the socioeconomic environment (including population indicators) and establishment of the
Urban Growth Boundary (UGB). The report contains road classifications for roadways through the City.
The classifications are listed in the Appendix: Table X, 1997 Major Street Inventory. This report was last

revised in 1986. Therefore, much of the data is now outdated. Key findings regarding transportation
facilities are summarized in Appendix A of this TSP.

Pilot Rock Subdivision Ordinance

The city of Pilot Rock Subdivision Ordinance was adopted in 1986. It regulates all subdivisions and
partitions of lands, within the city limits. (Umatilla County is responsible for regulating subdivision and
partitions outside of the city limits but within the Urban Growth Boundary. However, the City reviews and
comments on all plans, plats, or maps for those areas). It also regulates the construction of new or
undeveloped streets within the City and Urban Growth Boundary as well as general requirements and design
standards for streets including the provision of sidewalks and bicycle facilities to support safe and efficient

pedestrian and bicycle mode use. The ordinance explains the Pilot Rock street classifications and street
standards and are summarized in Appendix A of this TSP.

Pilot Rock Zoning Ordinance

The Pilot Rock Zoning Ordinance was adopted in 1986. The purported purpose of zoning ordinance is as
follows:
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To promote the public health, safety, and welfare; to encourage the most appropriate use of
property within the City; to stabilize and protect the value of property; to provide adequate
light and air; to prevent overcrowding; to lessen traffic congestion; to facilitate adequate and
economical provision for public improvements, all to implement the Comprehensive Plan of
the city of Pilot Rock; to provide a method of administration and to provide penalties for
violation of the provision herein.

The Ordinance contains 12 sections. The only section that applies directly to transportation is the section on
off-street parking and loading.

Umatilla County Comprehensive Plan

The Umatilla County Comprehensive Plan was written in 1983 to meet the statewide requirements for
planning. It was last amended in 1987. The plan is broken into three sections: the Introduction; Plan
Elements — Findings, Recommended Policies; and the Plan Map. The Plan Elements section is broken into
sections dealing with the fourteen goals. This includes a Transportation Element with findings and
recommended policies.

Umatilla County Development Code

* The Umatilla County Development Ordinance was adopted in 1983, and last amended in November of
1991. In 1997 this ordinance was recodified and retitled as Chapter 1528 Development Code. The
portions of the code most relevant to the Transportation System Plan include sections on off-street
parking requirements, driveways, and road standards. Amendments to the development code include
road standards for county roads.

Corridor Strategies
Corridor strategies have been prepared for both US 395 and OR 11.

The US 395 corridor is covered in two studies: the US Highway 395 North (Umatilla-Stanfield) Draft
Corridor Strategy and the US Highway 395 South (Pendleton-California Border) Corridor Strategy. The
Corridor Strategies were developed to identify projects for the Oregon State Transportation Improvement
Program. Generally, the Corridor Strategies translate the policies of the Oregon Transportation Plan (OTP)
into specific actions; describe the functions of each transportation mode, consider trade-offs, and show how
they will be managed; identify and prioritize improvements for all modes of travel: indicate where
improvements should be made; resolve any conflicts with local land use ordinances and plans; and establish
guidelines for how transportation plans will be implemented.

The US 395 Corridor Strategies contain a corridor overview, which includes population and employment
forecasts, highway data such as traffic volumes and pavement conditions and descriptions of other modes of
travel (air, rail, bicycle, etc.). The overall corridor strategy is to, “accommodate efficient movement of
through travel, while maintaining environmental integrity, enhancing travel safety and supporting economic
development.” The reports set forth objectives that are intended to embody this overall strategy for the
corridor, and to set direction and provide guidance for corridor-wide transportation plans and improvements.
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Other State Plans
In addition to the ODOT corridor strategy, coordination with the following state plans is required:

Oregon Transportation Plan (1992)

Oregon Highway Plan (1999)

Oregon Bicycle and Pedestrian Plan (1995)
Oregon Public Transportation Plan (1996)
Oregon Rail Freight Plan (1994)

Oregon Rail Passenger Policy and Plan (1992)
Oregon Traffic Safety Action Plan (1995)
Oregon Aviation System Plan (in development).
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CHAPTER 2: GOALS AND OBJECTIVES

The purpose of the TSP is to provide a guide for the city of Pilot Rock to meet its transportation goals and
objectives. The following goals and cbjectives were developed from information contained in the City’s
Comprehensive Plan and reflect public concerns as expressed during public meetings. An overall goal was
drawn from the plan, along with more specific goals and objectives. Throughout the planning process, each
element of the plan was evaluated against these parameters.

OVERALL TRANSPORTATION GOAL

To provide and encourage a safe, convenient, and economic transportation system.

Goal 1

Preserve the function, capacity, level of service, and safety of the nearby highways.

Objectives
A. Develop access management standards.
Develop alternative, parallel routes where practical.
Promote alternative modes of transportation to the private automobile.
Promote transportation demand management programs.

Promote transportation system management.

W WY 0w

Develop procedures to minimize impacts and protect transportation facilities, corridors, or
sites during the development review process.

Goal 2

Ensure that the road system within the City is adequate to meet public needs, including those of the
transportation disadvantaged.

Objectives

A. Meet identified maintenance level of service standards on the county and state highway
systems.

Repave city streets and provide curbs and sidewalks as resources are available.

C. Develop and adhere to a five-year road program for maintenance and improvement of the
existing city road system.

D. Review and revise, if necessarv, street cross section standards for local, collector, and arterial
streets to enhance safety and r.obility.

2-1



Pilot Rock Transportation System Plan June 2001

E. Develop access management strategies with ODOT for US 395 through the Urban Growth

Boundary to ensure adequate access to property adjacent to the highway while limiting
access to and from the highway.

Develop access management strategies for anywhere else needed.

Evaluate the need for traffic control devices.

T o ™

Evaluate the safety of the street system and develop plans to mitigate any safety hazards.

:—(

Encourage the provision of transportation alternatives for elderly and handicapped citizens.

Goal 3

Improve coordination among Pilot Rock and nearby cities, the Oregon Department of Transportation
(ODQT), the US Forest Service (USES), the Federal Highway Administration (FHWA), and the county.

Objectives

A. Work with Umatilla County to coordinate roadway maintenance and improvements and to
develop joint policies concerning local roads and streets within the Urban Growth Boundary.

B. Work with ODOT to minimize conflicts between through and local traffic and reduce traffic
hazards on US 395.

C. Cooperate with ODOT in the implementation of the Statewide Transportation Improvement
Program (STIP).

D. Work with the county in establishing right-of-way needed for new roads identified in the
Transportation System Plans.

E. Take advantage of federa! and state highway funding programs.

F. Consider pooling resources with other cities and the county to provide services that benefit
areas both in and outside the City.

Goal 4

Increase the use of alternative modes of transportation (walking, bicycling, and public transportation)
through improved access, safety, and service.

Objectives

A. Cooperate with other cities and the county to create inter-city transit service.
B. Provide sidewalks or shoulders and safe crossings on collectors and arterials.

C. Explore opportunities for bicycle facilities and coordinate with the county bicycle planning
efforts.

D. Seek Transportation and Growth Management (TGM) and other funding for projects
evaluating and improving the environment for alternative modes of transportation.
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Goal 5

Encourage the continued rail transportation linkage to mainline services.

Objective

A. Maintain operational status of the Union Pacific rail line.

2-3
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CHAPTER 3: TRANSPORTATION SYSTEM INVENTORY

As part of the planning process, David Evans and Associates, Inc., conducted an inventory of the existing
transportation system in Pilot Rock. This inventory covered the street system as well as the pedestrian,
bikeway, public transportation, rail, air, water, and pipeline systems.

STREET SYSTEM

The most common understanding of transportation is of roadways carrying cars and trucks. Most
transportation dollars are devoted to building, maintaining, or planning roads to carry automobiles and trucks.
The mobility provided by the personal automobile has resulted in a great reliance on this form of transportation.
Likewise, the ability of trucks to carry freight to nearly any destination has greatly increased their use.

Encouraging the use of cars and trucks must be balanced against costs, livability factors, the ability to
accommodate other modes of transportation, and negative impacts on adjacent land uses; however, the basis of
transportation in nearly all American cities is the roadway system. This trend is clearly seen in the existing
Pilot Rock transportation system, which consists almost entirely of roadway facilities for cars and trucks.
Because of the rural nature of the area, the street system will most likely continue to be the basis of the

transportation system for at least the 20-year planning period; therefore, the emphasis of this plan is on
improving the existing street system for all users.

The existing street system inventory was conducted for all highways, arterial roadways, and collector roadways

within Pilot Rock, as well as those in Umatilla County that are included in the TSP planning area. Inventory
elements include:

e Street classification and jurisdiction

e Street width

¢ Number of travel lanes

* Presence of on-street parking, sidewalks, or bikeways
o Speed limits

e  General pavement conditions

Figure 3-1 shows the roadway functional classification and jurisdiction. Appendix B lists the complete
inventory.

Street Classification

The Pilot Rock Technical Report, the background information for the City’s Comprehensive Plan, provides
functional classifications for the streets within the City. The Technical Report is not adopted as part of the
Comprehensive Plan, but remains the supporting document that is subject to revisions as new technical data

become available. When new data indicate that the City’s plan should be revised, amendments to the
technical report shall be made.

The Pilot Rock Technical Report designates streets within the City as arterials, major collectors or minor
collectors. All streets not classified are assumed to be local streets. No definitions are provided for the
street classifications. There is some inconsistency with the Pilot Rock Zoning Ordinance which classifies
(but does not designate) streets as arterials, collectors, local streets, cul-de-sacs, alleys, and marginal access
streets. The zoning ordinance also provides definitions for these roadway classifications, as well as road

3-1
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design standards. DEA will recommend a consistent street classification system, including definitions and
roadway design standards, as part of the development of this TSP.

Typically, a city the size of Pilot Rock would classify streets as either arterials, collectors, or local streets.
Definitions for these classifications are provided below. Based on conditions observed during the field
reconnaissance (traffic volumes, street widths, etc.), DEA verified the classification of the streets classified
in the Pilot Rock Technical Report, as described below. The roadway classifications shown in Figure 3-1
reflect the classifications as designated in the Pilot Rock Technical Report. The inventory includes city,
county, and state roadways.

Arterials

Arterials form the primary roadway network within and through a region. They provide a continuous road
system that distributes traffic between cities, neighborhoods, and districts. Generally, arterials are high
capacity roadways that carry high traffic volumes entering or leaving the City.

In Pilot Rock, there is one street which functions as an arterial: US 395 (also called Pendleton-John Day
Highway). This roadway serves as the focus for most of the commercial development in the City.

Collectors

Collectors serve traffic within the commercial, industrial, and residential neighborhood areas. They comnect
local neighborhoods or districts to the arterial network. Collectors help form part of the grid system; however,
they are not intended to function as alternate routes to the arterial system.

The Pilot Rock Technical Report classified six streets as major collectors: NW Cedar Street, Birch Street,
Main Street (east of US 395), Alder Street (between Main Street and US 395), and 4th Street/Stewart Creek
Road,.

Seven streets were classified as minor collectors: Delwood Street (south of 2nd Street), 2nd Street (west of US
395), Alder Street, SE 5th Street, Cherry Street, Elm Street, and Delwood Place. Field reconnaissance by
DEA indicated that Delwood Place is currently a dirt road and does not function as a collector, therefore it is
not shown as a collector on Figure 3-1.

Local Streets
Local streets provide access to all parcels of land and serve travel over relatively short distances. They are
designed to carry the very low traffic volumes associated with the local uses which abut them. Through traffic

movements are discouraged on local streets.

The local streets in Pilot Rock are comprised of all streets not classified as either arterials or collectors.

Street Layout

The development of the Pilot Rock street system is constricted by natural hazards. Pilot Rock is situated at the
confluence of three creeks. East and West Birch Creek come together just north of the downtown area and
form Birch Creek. Also, Wegner Creek flows into East Birch Creek near the south city limits. In addition, the

3-2
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basalt rock formation on the west side of the City has steep slopes which constrain development. For these
reasons, the City did not develop in a regular grid pattern, although there are small sections of the City which
are laid out in a grid. The City also contains many discontinuous, or dead-end, streets due to a lack of vehicular
bridges over the creeks; however; there are many useful pedestrian bridges over the creeks, which connect the
dead-end streets. US 395 is the main arterial through the City and runs north-south, connecting Pilot Rock to
Ukiah to the south, and to Pendleton to the north.

State Highways

Discussion of the Pilot Rock street system must include the state highways that traverse the planning area.
Although Pilot Rock has no direct control over the state highways, adjacent development and local traffic
patterns are heavily influenced by the highways. Pilot Rock is served by one state highway, US 395. This
highway serves as the major route through the City with commercial and industrial development focused along
its corridor.

The 1999 Oregon Highway Plan (OHP) classifies the state highway system into five categories: Interstate,
Statewide, Regional, District, and Local Interest. ODOT has established primary and secondary functions for
each type of highway and objectives for managing the operations for each one.

US 395

US 395 between Pendleton and John Day running through the city of Pilot Rock is classified as a State
Highway. According to the 1999 OHP, the primary function of a State Highway is to “provide connections and
links to larger urban areas, ports, and major recreation areas that are not directly served by interstate highways.”
The management objective for statewide highways is to provide for safe and efficient high-speed, continuous-
flow operation in rural areas and high- to moderate-speed operations with limited interruptions of flow in urban
and urbanizing areas. This means that design factors such as controlling access and providing passing lanes are
of primary importance.

The stretch of US 395 between Pendleton and John Day is also known as the Pendleton - John Day
Highway and is a State Highway. Beginning in Pendleton at the I-84 junction and extending south through
Pilot Rock to John Day, it ends at the California State border. The rural stretch of highway is primarily two
lanes with a speed limit of 55 mph, except within the Pilot Rock city limits where the highway is two to four
lanes and traffic is subject to lower speeds varying between 25 and 45 mph with 20 mph school zones. US
395 traverses Pilot Rock from north to south and serves as the major route through the City with commercial
and industrial development focused along its corridor.

In 1997, an ODOT study team and Corridor Management Team developed the US 395 South (Pendleton~
California Border) Draft Corridor Strategy, an overall corridor strategy and objectives for managing,
operating, and improving the transportation corridor between Pendleton and California over the next 20
years. The Corridor Strategy was developed to identify projects for the Oregon STIP. Development of the
US 395 South Corridor Strategy is the first step in the corridor planning process. Corridor planning is
intended to implement the goals and policies set for the by the 1992 Oregon Transportation Plan (OTP), the
1999 Highway Plan, and the recent modal plans for rail, freight, bike/pedestrian, aviation, and public
transportation plus the safety action plan.

Generally, the Corridor Strategy translates the policies of the OTP into specific actions; describes the
functions of each transportation mode, considers trade-offs, and shows how they will be managed; identifies
and prioritizes improvements for all modes of travel; indicates where improvements should be made;
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resolves any conflicts with local land use ordinances and plans; and establishes guidelines for how
transportation plans will be implemented.

The US 395 South Corridor Strategy contains a corridor overview, which includes population and
employment forecasts, highway data such as traffic volumes and pavement conditions and descriptions of
other modes of travel (air, rail, bicycle, etc.). The overall corridor strategy is to accommodate efficient
movement of through travel, while maintaining environmental integrity, enhancing travel safety and
supporting economic development. The report sets forth objectives that are intended to embody this overall

strategy for the corridor, and sets direction and provides guidance for corridor-wide transportation plans and
improvements.

The US 395 South Corridor Strategy will be followed-up by the US 395 South Corridor Plan which will
build upon objectives developed in the Strategy to identify, refine, and facilitate the acceptance of specific
decisions related to corridor transportation management, capital improvements and service improvements.
The Corridor Plan will identify and discuss the decisions considered to meet each objective, technical
analysis of alternatives, and recommendations for action.

GENERAL PAVEMENT CONDITIONS

City Streets

The ODOT Pavements Unit published a 1994 report entitled, Pavement Rating Workshop, Non-National
Highway System. This report thoroughly defines the characteristics that pavements must display to be
categorized as Very Good and so on. The report also provides color photographs of roadways that display
these characteristics, which aids in field investigation and rating of pavement condition. These established

guidelines were employed by DEA in conducting a subjective evaluation of pavement condition for all
collectors within the city of Pilot Rock.

An inventory of the City’s collectors, conducted by DEA in November 1997, indicated that pavement on
Birch Street, Cedar Street, Stewart Creek Road/4™ Street and Elm Street is in fair condition, where pavement
on Alder Street and Cherry Street is in poor condition.

State Highways

The Oregon Department of Transportation’s (ODOT’s) Pavement Unit surveys the state highway system on
an annual basis. Observed severity levels of certain distress types are used to determine a pavement
condition rating score. These scores are used to stratify pavement segments into five condition categories:

(1) Very Good, (2) Good, (3) Fair, (4) Poor, and (5) Very Poor. The Umatilla County Transportation
System Plan briefly defines these condition categories.

The section of US 395 extending through Pilot Rock was repaved in 2000 and is in very good condition.

BRIDGES

The Oregon Department of Transportation maintains an up to date inventory and appraisal of Oregon
bridges. Part of this inventory involves the evaluation of three mutually exclusive elements of bridges. One
element identifies which bridges are structurally deficient. This is determined based on the condition rating
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for the deck, superstructure, substructure, or culvert and retaining walls. It may also be based on the
appraisal rating of the structural condition or waterway adequacy. Another element identifies which bridges
are functionally obsolete. This element is determined based on the appraisal rating for the deck geometry,
under-clearances, approach roadway alignment, structural condition, or waterway adequacy. The third
element summarizes the sufficiency ratings for all bridges. The sufficiency rating is a complex formula
which takes into account four separate factors to obtain a numeric value rating the ability of a bridge to
service demand. The scale ranges from 0 to 100 with higher ratings indicating optimal conditions and lower
ratings indicating insufficiency. Bridges with ratings under 55 may be nearing a structurally deficient
condition.

There are a total of five bridges within the city of Pilot Rock; three are city-owned and maintained, one is
county owned and maintained, with the remaining bridge along US 395 under state jurisdiction. These
bridges are all structurally sound.

PEDESTRIAN SYSTEM

The most basic transportation option is walking. Walking is the most popular form of exercise in the United
States and can be performed by people of all ages and all income levels. However, it is not often considered as
a means of travel. Because pedestrian facilities are generally an afterthought, they are not planned as an
essential component of the transportation system.

The relatively small size of Pilot Rock indicates that walking could be employed regularly, weather permitting,
to reach a variety of destinations. Encouraging pedestrian activities may not only decrease the use of the
personal automobile but may also provide benefits for retail businesses. Where people find it safe, convenient,
and pleasant to walk, they may linger and take notice of shops overlooked before. They may also feel inclined
to return to renew the pleasant experience time and again.

The sidewalk system in the core of Pilot Rock is relatively complete. Sidewalks exist on the east and west side
of US 395 between 4th Place and Main Street Sidewalk exists along the west side of the highway, between 4th
Street and Main Street. Main Street has sidewalks on both sides between the pedestrian bridge West Birch
Creek and Alder Street. Sidewalks exist on the west side of Alder Street from Main Street to just south of 5th
Street. Short sections of sidewalk exist on 2nd Street and 3rd Street, west of US 395, but most are in poor
condition. Curb cuts for wheelchair access are largely lacking even where sidewalks exist. There are some
locations were there are built-up curb ramps; however, they are too steep to meet Americans with Disabilities
Act (ADA) requirements. Crosswalks exist at the intersections of US 395 and 3rd Street, US 395 and Main
Street and US 395 and Alder Drive. The complete pedestrian system inventory is shown in Figure 3-2.

BIKEWAY SYSTEM

Like pedestrians, bicyclists are often overlooked when considering transportation facilities. Bicycles are not
often considered as a serious mode of transportation. However, cycling is a very efficient mode of travel.
Bicycles take up little space on the road or parked, do not contribute to air or noise pollution, and offer
relatively higher speeds than walking. Because of the small size of Pilot Rock, a cyclist can travel to any
destination in town within a matter of minutes.

Bicycling should be encouraged for short trips in order to reduce some of the negative aspects of urban growth
and automobile use. Noise, air pollution, and traffic congestion could be mitigated if more short trips were
taken by bicycle or on foot. Typically, a short trip that would be taken by bicycle is around two miles; on foot,
the distance commonly walked is around one-half mile.
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Pilot Rock currently has sanctioned bikeways in the northern part of town on two streets, Cedar Street and US
395. The bike lane on Cedar Street is 6 feet wide and roughly a mile long, running north on the west side of the
street from the intersection with Delwood Street to the last mill near the city limits. The other bike lane is also
6 feet wide. It is located on the east side of US 395 from the intersection with Alder Street north to the
intersection with 4th Street. On the rest of the city’s streets, bicyclists must share the roadways with motorized
vehicles. On low volume roadways, such as many of the local streets, bicyclists and automobiles can both

safely and easily use the roadway. On higher volume roadways, particularly US 395, safety for the bicyclists is
an important issue.

An impediment to bicycle use is the lack of parking and storage facilities for bikes throughout the city of Pilot
Rock.

PUBLIC TRANSPORTATION

The only intercity bus service in Umatilla County is provided by Greyhound bus lines which provides
service along 1-84, US 395, and OR 11 within Umatilla County. Greyhound has terminals located in
Hermiston and Pendleton that connect these cities to each other and major population centers outside of the
county. The Hermiston terminal has two departures heading southeast (with stops in Pendleton, La Grande,
Boise, and Salt Lake City); three buses running west to Portland; and two buses heading north on US 395 to
Pasco and Spokane daily. The Pendleton terminal has three departures southeast (with stops in La Grande,
Boise and Salt Lake City); three departures west to Portland; and two departures north to Seattle via Walla
Walla, Pasco, and Spokane daily. The line to Seattle could serve Milton-Freewater as it runs through the
City along OR 11.

Pilot Rock has a dial-a-ride type service available for the transportation disadvantaged. Dial-a-ride service is
defined as door-to-door service initiated by a user’s request for transportation service from their origins to

specific locations on an immediate or advance reservation basis. This service is provided by the Pilot Rock
Lions Club.

Pilot Rock has no local fixed-route transit service at this time. The small size and low traffic volumes on city
streets indicate that mass transit is not necessary or economically feasible at this time. The Transportation
Planning Rule exempts cities with a population of less than 25,000 from developing a transit system plan or a
transit feasibility study as part of their Transportation System Plans.

RAIL SERVICE

Pilot Rock has freight rail service. Until recently, AMTRAK service was available in Hermiston and
Pendleton along the rail line that follows the I-84 corridor from Portland to Boise, Idaho and points east.
Amtrak is currently experiencing a funding crisis. As a result, passenger service between Portland and

Denver, including service to cities within Umatilla County, was discontinued in May 1997. This line serves
only freight traffic now.,

The Union Pacific Railroad right-of-way runs northeast to southwest into the UGB and city limits stopping
Just north of downtown. This rail line carries freight between Pilot Rock and Pendleton one to two times per
week. The line connects to the Union Pacific main line that runs through Pendleton. In addition to this line,
there are two nearby lines. A major freight line owned and operated by Union Pacific Railroad, a Class I
line-haul freight railroad, stops in Hermiston. Also, a limited rail service exists between Milton-Freewater

and Weston on the Blue Mountain Railroad consisting of one freight train per day (maximum) or some local
switching.
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AIR SERVICE

The city of Pilot Rock is served by Eastern Oregon Regional Airport in Pendleton, which is approximately

20 miles north of Pilot Rock and by Hermiston Municipal Airport, which is approximately 40 miles
northwest of Pilot Rock.

Eastern Oregon Regional Airport in Pendleton is a tower controlled airport with 40,600 annual operations.
Passenger service includes 16 scheduled flights per day by Horizon Airlines, with flights to Portland and

Seattle. The airfield is also home to 60 locally owned fixed-wing aircraft, 4 rotor, and 8 CH-47 Chinook
helicopters with the Oregon Army Air Guard.

The city of Hermiston owns and operates a municipal airport. No commercial flights are available at the
present time, but there is charter service available. The Hermiston Municipal Airport is located 1.5 miles
from downtown Hermiston and had 12,380 annual operations in 1995. The airport is at an elevation of 641
feet above Mean Sea Level and has one runway which is 4,500 feet long and positioned in a northeast-
southwest direction. The airport is often used by businesses such as Simplot, Gilroy Foods, Les Schwab
Tires, UPS, and other large organizations such as PGE, Bonneville Power, and the Army Corps of

Engineers. There is an agricultural spray operation based at the airport, and local residents also use the
airport for recreational purposes.

PIPELINE SERVICE
Although not often considered transportation facilities, pipelines carry liquids and gases very efficiently. The

use of pipelines can greatly reduce the number of trucks and rail cars carrying fluids such as natural gas, oil,
and gasoline. Cascade Natural Gas uses these lines to provide natural gas service to Pilot Rock residents.

WATER TRANSPORTATION

Pilot Rock has no water transportation services. The nearest commercial port is the Port of Umatilla located in
the northwest corner of the county along the Columbia River.
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CHAPTER 4: CURRENT TRANSPORTATION CONDITIONS

As part of the planning process, the current operating conditions for the transportation system were
evaluated. This evaluation focused primarily on street system operating conditions since the automobile is
by far the dominant mode of transportation in Pilot Rock. Census data were examined to determine travel
mode distributions. Traffic counts were used to determine how well traffic is currently flowing.

TRAFFIC VOLUMES

Historic traffic volume counts, documented in the ODOT Traffic Volume Tables, exist for US 395 in Pilot
Rock.

Average Daily Traffic

The Average Daily Traffic (ADT) volumes on US 395 in Pilot Rock are shown in Figure 4-1. Traffic
volumes are highest on US 395 in the center of town (between Second Street and Main Street), at 4,400
vehicles per day (vpd). Traffic volumes on US 395 range from 2,100 vpd to 3,700 vpd in the rest of the
urbanized and drop off dramatically outside the urbanized area. US 395 volumes are approximately 1,300
vpd at the south city limit and approximately 3,100 at the north city limit. Traffic volumes on US 395 in
Pilot Rock have seen little growth since 1990. Some locations showed an average annual growth rate of 2 to

3 percent per year; however, other locations reported lower average daily traffic volumes in 1996 than in
1990.

The traffic volumes shown on Figure 4-1 and other volume figures are average volumes for the year.
Summer is the season when volumes are highest. ODOT data on US 395 west of Pilot Rock indicate that
during the summer season, volumes are about 25 percent higher than average volumes.

No other daily or hourly traffic data were available for the city streets in Pilot Rock, nor were any counts
taken. Because the daily volumes on US 395 in the City were fairly low, traffic volumes on the other city

streets were expected to be very low, and capacity deficiencies on city streets do not appear to be an issue in
Pilot Rock. ’

Street Capacity

Transportation engineers have established various standards for measuring traffic capacity of roadways or
intersections. Each standard is associated with a particular level of service (LOS). The LOS concept
requires consideration of factors that include travel speed, delay, frequency of interruptions in traffic flow,
relative freedom for traffic maneuvers, driving comfort and convenience, and operating cost. In the 1991
OHP, levels of service were defined by a letter grade from A-F, with each grade representing a range of
volume to capacity (v/c) ratios. A volume to capacity ratio (v/c) is the peak hour traffic volume on a
highway divided by the maximum volume that the highway can handle. If traffic volume entering a highway
section exceeds the section’s capacity, then disruptions in traffic flow will occur, reducing the level of
service. LOS A represents relatively free-flowing traffic and LOS F represents conditions where the street
system is totally saturated with traffic and movement is very difficult. The 1999 OHP maintains a similar
concept for measuring highway performance, but represents LOS by specific v/c ratios to improve clarity
and ease of implementation. Table 4-1 presents the level of service criteria for arterial roadways.
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TABLE 4-1
LEVEL OF SERVICE CRITERIA FOR ARTERIAL AND COLLECTOR STREETS
Service Level® Typical Traffic Flow Conditions

(v/c Ratio)?®

A (0.00-0.48) Relatively free flow of traffic with some stops at signalized or stop sign controlled intersections.
Average speeds would be at least 30 miles per hour,

B (0.49-0.59)  Stable traffic flow with slight delays at signalized or stop sign controlled intersections. Average
speed would vary between 25 and 30 miles per hour.

C (0.60-0.69)  Stable traffic flow with delays at signalized or stop sign controlled intersections. Delays are

C-D (0.70-0.73) greater than at level B but still acceptable to the motorist. The average speeds would vary
T N2 between 20 and 25 miles per hour.

D (0.74-0.83)  Traffic flow would approach unstable operating conditions. Delays at signalized or stop sign
D-E (0.84-0.87) controlled intersections would be tolerable and could include waiting through several signal
’ "7 cycles for some motorists. The average speed would vary between 15 and 20 miles per hour.

E (0.84-0.97)  Traffic flow would be unstable with congestion and intolerable delays to motorists. The average
E-F (0.98-0.99) speed would be approximately 10 to 15 miles per hour.

F (>1.00) Traffic flow would be forced and jammed with stop and go operating conditions and intolerable
delays. The average speed would be less than 10 miles per hour.

Source: (1) Transportation Research Board, Highway Capacity Manual, Special Report 209. National Research Council, 19835.
(2) ODOT, SIGCAP Users Marnual. ODOT, 1994,

The 1999 Oregon Highway Plan (OHP) establishes mobility standards for the state highway system'.
Highways of statewide importance, such as US 395, should operate at a v/c ratio of 0.80where the average
speeds are less than 45 mph in urban and urbanizing areas inside the urban growth beundary.

The traffic operation was determined at a representative intersection (Cedar Street) along US 395 using the
1985 Highway Capacity Software for unsignalized intersections. This software is based on the 1985
Highway Capacity Manual, Special Report 209, published by the Transportation Research Board. Since all
intersecting streets and driveways are controlled by stop signs in the City, the analysis was performed for an
unsignalized intersection. The peak hour traffic on the highway was assumed to be 10 percent of the 24-
hour ADT volume and the directional split was assumed to be 60/40. Because side street traffic volumes
were unavailable, an assumed volume of 100 vph was used and unsignalized intersection level-of-service

calculations were made for the intersection. The peak hour operations at the intersection are shown in Table
4-2.

11999 Oregon Highway Plan, Table 6. MAXIMUM VOLUME TO CAPACITY RATIOS OUTSIDE METRO.
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TABLE 4-2
SUMMARY OF OPERATIONS AT US 395 AND CEDAR STREET
Location Movement 1996 LOS (v/c)
US 395 and Cedar Street Northbound; Left A (<0.48)
Eastbound: Left, Right A(<0.48)

Note: The level of service is shown for all evaluated movements of the unsignalized intersection.

In general, the intersection currently operates very well at LOS A (v/c ratio less than 0.48). Traffic on the
arterial streets flow smoothly and the northbound left turn at this T-intersection. These left-turn movement
levels of service correlate to maximum v/c ratios of less than 0.48.

TRANSPORTATION DEMAND MANAGEMENT MEASURES

In addition to inventorying the transportation facilities in Pilot Rock, an inventory was performed of any
Transportation Demand Management (TDM) strategies that may currently be in place. TDM strategies are
designed to relieve congestion on the street system by spreading peak hour traffic over a longer period of
time, encouraging the use of alternative modes of transportation (i.e. sidewalks, bike lanes, public transit),
and encouraging the single car driver to ride with others through local carpool programs. Other than the
sidewalk and bicycle facilities that exist in Pilot Rock, no formal TDM strategies exist in the City.

This following sections briefly describe two elements that may impact future transportation demand

management decisions in the City: 1) distribution of departure time to work, and 2) distribution of travel
modes.

Alternative Work Schedules

One way to maximize the use of the existing transportation system is to spread peak traffic demand over
several hours instead of a single hour. Statistics from the 1990 Census show the spread of departure to work
times over a 24-hour period (see Table 4-3). Morning to work trips are spread over a wider time period than
is the case for most Oregon cities. Approximately 45 percent of the total employees (those not working at
home) depart for work between 6:00 and 8:00 a.m. Another 23 percent depart in either the hour before or

the hour after the peak. Therefore, over two-thirds of all morning commute trips occur between 5:00 a.m.
and 9:00 a.m.
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TABLE 4-3
DEPARTURE TO WORK DISTRIBUTION
1990 Census

Departure Time Trips Percent
12:00 a.m. to 4:59 a.m. 45 7.5%
5:00 a.m. to 5:59 a.m. 98 16.2%
6:00 a.m. to 6:59 a.m. 136 22.5%
7:00 a.m. to 7:59 a.m. 138 22.8%
8:00 am. to 8:59 am. 42 7.0%
9:00 a.m. to 9:59 a.m. 11 1.8%
10:00 a.m. to 10:59 a.m. 6 1.0%
11:00 am. to 11:59 a.m, 0 0%
12:00 p.m. to 3:59 p.m. 91 15.1%
4:00 p.m. to 11:59 p.m. 37 6.1%
Total 604 100.0%

Source: US Bureau of Census.

Assuming an average nine-hour workday, the corresponding afternoon peak can be determined for work
trips. Using this methodology, the peak work travel hour would occur between 3:00 and 5:00 p.m. which, in
many cases, corresponds with the peak hour of measured traffic volumes.

Travel Mode Distribution

Although the automobile is the primary mode of travel for most residents in the Pilot Rock area, some other
modes are used as well. Modal split data is not available for all types of trips. The 1990 Census statistics
that were reported for journey to work trips are shown in Table 4-4 and reflect the predominant use of the
automobile in this area.

In 1990, 90.3 percent of all trips to work were in a private vehicle (auto, van, or truck). Trips in single-
occupancy vehicles made-up 90.1 percent of these trips, and carpooling accounted for 9.9 percent.

The 1990 census data indicated that bicycles were not utilized for transportation. Since the census data do
not include trips to school or other non-work activities, overall bicycle usage may be greater. Two roadways
in northern Pilot Rock include dedicated bicycle lanes. Dedicated bicycle lanes can encourage bicycle
commuting, as can other facilities such as bicycle parking, showers, and locker facilities.

Pedestrian activity was average (4.6 percent of trips to work) in 1990. Statewide, 4.2 percent of trips to
work were made on foot. Again, the census data only report trips to work; trips to school or other non-work
activities are not included.
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TABLE 4-4
JOURNEY TO WORK TRIPS
1990 Census

Trip Type Trips Percent
Private Vehicle 567 90.3%

Drove Alone 511 90.1%

Carpooled 56 9.9%
Public Transportation 0 0%
Motorcycle 0 0%
Bicycle 0 0%
Walk 29 4.6%
Other 8 1.3%
Work at Home 24 3.8%
Total 628 100.0%

Source: US Bureau of Census.

ACCIDENT ANALYSIS

The Oregon Department of Transportation (ODOT) collects detailed accident information on an annual basis
along US 395 (Pendleton-John Day Highway) within the Pilot Rock city limits (MP 14.64 to MP 16.19).
The accident information data show overall accident rates for the routes and accident locations. The

accident rate for a stretch of roadway is typically calculated as the number of accidents per million vehicle
miles traveled along that segment of roadway.

Historic

Table 4-5 shows the accident rates for US 395 in Pilot Rock as well as the Oregon statewide average for
urban non-freeway primary state highways from January 1, 1994 to December 31, 1996. The accident rates
for US 395 during 1994 and 1995 are substantially lower than the statewide average for similar highways.
The 1996 accident rate slightly exceeds the statewide average.

TABLE 4-5
HISTORIC ACCIDENT RATES FOR STATE HIGHWAYS
(ACCIDENTS PER MILLION VEHICLE MILES TRAVELED)

Highway 1996 1995 1994
US 395 in Pilot Rock 3.64 0.71 1.42
Average for all Urban Non-freeway 3.63 3.98 3.45

Primary State Highways

Source; Oregon Department of Transportation Accident Rate Tables.

Table 4-6 contains detailed accident information on US 395 in Pilot Rock from January 1, 1994 to
December 31, 1996. It shows the number of fatalities and injuries, property damage only accidents, the total

number of accidents, and the overall accident frequencies and rates for the segments of these roadways in
Pilot Rock.
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TABLE 4-6
ACCIDENT SUMMARY FOR US 395
(JANUARY 1, 1994 TO DECEMBER 31, 1996)
) " L Property Total Accident Accident Rate
Location Fatalities  Injuries  pamage Only Accidents Frequency (acc/mvm)
(acc/mi/yr)
MP 14.59 to MP 16.19 1 4 4 8 1.67 1.92

Source: Oregon Department of Transportation Accident Summary Database Investigative Report,

During the three-year period, there were a total of eight accidents, four of which were reported as resulting
in property damage only. There was one fatality and four injuries on this roadway segment during the
period. Five of the accidents occurred at intersections and three occurred on wet or icy pavement. The
accidents were scattered along the roadway segment and overall, there were no definitive patterns in the
accident locations, types or causes. There is no evidence to suggest that intersection operations (signals,

signing, striping, etc.) were a contributing factor in any of the accidents.
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CHAPTER 5: TRAVEL FORECASTS

The traffic volume forecasts for Umatilla County and its municipalities are based on historic growth of the state
highway system taking into account historic and projected population growth, Forecasts were only prepared for

the state highway system in the county, since the volumes on these roadways are much higher than on any of
the county roads.

LAND USE

Land use and population growth plays an important part in projecting future traffic volumes. Population
forecasts were developed to help determine future transportation needs since the amount of growth and where it
occurs will affect traffic and transportation facilities in the study area. The population analysis presented here
is not intended to provide a complete economic forecast or housing analysis, and it should not be used for any
purpose other than that for which it was designed.

The population projections for Umatilla County are based on historic growth rates, the original population and
employment forecasts made by the State of Oregon Office of Economic Analysis (OEA), and a recent study '

identifying new economically-driven factors that will result in a higher population total than what was initially
projected in the DEA forecast.

Historic and projected population estimates for Umatilla County, Pilot Rock, and seven other cities in the
county are summarized in Table 5-1. Factors that will affect the future growth rates of the county and

incorporated cities include employment opportunities, available land area for development, and community
efforts to manage growth,

TABLE 5-1
UMATILLA COUNTY POPULATION TRENDS
1996 2017%
1970! 1980! 1990' Estimate  Projected
Umatilla County 44,923 58,855 59,249 65,500 80,073
Incorporated Cities
Pilot Rock 1,612 1,630 1,478 1,570 1,650
Adams 219 240 223 260 310
Athena 872 965 997 1,105 1,360
Echo 479 624 499 530 660
Helix 152 155 150 185 230
Stanfield 891 1,568 1,568 1,755 2,490
Ukiah NA 249 250 280 340
Weston 660 719 606 680 730
Sources:

1) Portland State University Center for Population Research and Census,

2) The population forecast shown for the county has been officially adopted, however there is no
official breakdown in populalion for the incorporated cities in the county. The projected population
numbers shown for the eight cities are based on the initial OEA forecast, solely for the purpose of
producing travel forecasts for these cities.

I Umatilla County Population Analysis, December 16, 1998, produced by David Evans and Associates, Inc.




Pilot Rock Transportation System Plan June 2001

Umatilla County recently worked with the OEA to increase the official population projections for the
county. Even though higher estimates have been adopted for the county than were used for the forecasting
in this document, the new estimates will not impact travel projections for the TSP. This is because travel
forecasts are based primarily on historic traffic levels taking into account population and land use. The
difference between the original estimates and new official estimates is not great enough to impact travel
projections.

A detailed description of existing and future land use projections, including the methodology and data
sources used, is contained in the Umatilla County Population Analysis located in Appendix C. This
appendix contains both the original estimates of the OEA and the new official estimates for the county.

As mentioned, Umatilla County has adopted new population estimates for the county as a whole. The new
estimates have been disaggregated to determine how much growth is likely to occur in each city.

Historic Growth

The population of Umatilla County has grown since the 1970s, with significantly slower growth in the
1980s, reflecting a general slowdown in the state’s economy. Helix, Pilot Rock, and Weston actually
experienced a net population loss between 1970 and 1990. Pilot Rock did grow between 1970 and 1980, but
population losses in the 1980°s reduced its population by 10 percent from the 1970 census figures. Other
communities saw similar growth, but did not experience any losses for 1980 to 1990. In Stanfield, the
number of people nearly doubled between 1970 and 1980. This population growth may have been fueled by
some significant housing developments and the location of several food processing plants in Stanfield during
this time.

Estimated at 65,500 in 1997, the population of Umatilla County has grown relatively rapidly since the 1990
Census, with an average annual growth rate of 1.44 percent. Most of the jurisdictions in Umatilla County
have grown at a healthy rate, comparable to the annual growth rate of 1.44 percent for the county overall..
Since 1990, Pilot Rock has grown at a slightly slower rate than the rest of the county at 1.0 percent per
year..

Projected Growth

The State Office of Economic Analysis prepared long-term population projections by county, but since the
county has not yet allocated adopted population numbers to incorporated cities, preliminary population
forecasts for the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock, Stanfield, Ukiah, and Weston
were developed in five-year increments based on the initial OEA population forecast. (See Umatilla County
Population Discussion — Appendix C.) This was done only for the purpose of producing the future traffic
forecast and should not be used for anything other then the intended purpose.

The population forecast for Pilot Rock projects continued growth, although at a significantly slower rate
than it experienced in the 1990’s. It should maintain an average growth rate of .3 percent, which will
increase its population to 1650 people in the next 20 years, which is an increase of 80 people since 1996
(Table 5-1).

Overall, Umatilla County is also expected to experience healthy rates of population growth, averaging nearly
one percent annually over the next 20 years. The western portion of Umatilla County is expected to grow
)faster than the rest of Umatilla County,. However, like much of rural Oregon, the economy of Umatilla
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County remains largely seasonal, with nearly one-quarter of all employment agriculture-based. This makes
population projections difficult, and are not likely to be as stable as the forecasts imply.

TRAFFIC VOLUMES

Traffic volume projections for the year 2018 are based on historic growth trends of highway volumes taking
into account current and future land use projections.

Historic

Before projecting future traffic growth, it is important to examine past growth trends on the Pilot Rock roadway
system. Historic data are only available for the state highway system in Pilot Rock; however, this highway
carries far more traffic than any other roads in the City. The Oregon Department of Transportation (ODOT)
collects traffic count data on the state highways (rural and urban sections) every year at the same locations.
These counts have been conducted at seven locations on US 395 (Pendleton-John Day Highway) in Pilot Rock.

Historical growth trends on US 395 in and around Pilot Rock were established using the average annual daily
traffic (AADT) volume information presented in the ODOT Traffic Volume Tables for the years 1976 through
1996. The AADT volumes were obtained for each of these years at selected locations along the highway.
Using a linear regression analysis of the average AADT volumes between 1976 and 1996, an average annual
growth rate was determined. Table 5-2 summarizes the historic average growth rate on each of these sections.

TABLE 5-2
HISTORIC TRAFFIC GROWTH RATES ON STATE HIGHWAYS
Average Annual

Total Growth

Highway Section Growth Rate 1976- 1976-1996
1996

US 395 (Pendleton-John Day Hwy)
Rural section- Pendleton to Pilot Rock 1.45% 33.3%
Pilot Rock- north city limits 1.18% 26.5%
Pilot Rock- 0.01 miles south of 3rd Street -0.69% -12.9%
Pilot Rock- south city limits 1.63% 38.3%
Rural section- Pilot Rock to Long Creek 2.04% 49.7%

Source: ODOT 1976-1996 Transportation Volume Tables; information compiled by DEA.

Based on volumes from ODOT’s annual count locations over the 20-year period from 1976 to 1996, the
average annual growth rate on US 395 in Pilot Rock has ranged from approximately -0.7 to 1.6 percent per
year. On the rural section of the highway north of Pilot Rock, traffic has been growing at a rate of
approximately 2.1 percent per year. South of Pilot Rock, traffic has also been growing at a rate of nearly 2.1
percent per year. In general, the increase in the number of trips over the 20-year period considered is highest
north of Pilot Rock and lowest south of Pilot Rock. The higher growth rates at the south city limits and on the
southern rural section from Pilot Rock to Long Creek are somewhat misleading since these locations
experienced the smallest net increases in the number of trips; however, these locations experience low traffic
volumes so the small increases in trips resulted in a higher percentage of the location’s base year trips.

Traffic growth on US 395 in Pilot Rock averaged 0.61 percent per year over the last 20 years. Although
modest, traffic growth between 1976 and 1996 exceeded the population growth in Pilot Rock itself, which
was negative during that period. Pilot Rock experienced a growth spurt between 1990 and 1996 where
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population growth averaged 1.0 percent per year (the result of an increase of 92 residents over the six years);
however, traffic volumes on the highway grew at less than 1 percent per year during that period. Typically,
the rate of traffic growth exceeds that of population growth, as it did over the past 20 years; however, that
has not been the case in Pilot Rock since 1990,

Future Traffic Volumes

Based on the official OEA estimates for the county, the population in Pilot Rock is forecast to grow at a rate
of 0.3 percent per year over the next 20 years. It was decided that the most appropriate growth rate to
project future traffic is that rate which was calculated from the historic traffic growth and not those rates
which were calculated from the historic and future population forecasts. Using the same linear regression
analysis used to calculate the historic growth rate of traffic, forecasts were made for the years 1996 through
2018. Traffic volumes are expected to grow at a rate of 0.61 percent per year (14.3 percent by the year
2018) to 3,085 vpd on the highway. This estimate is consistent with the traffic forecasts in the Corridor
Strategy of US Highway 395 South (Pendleton-California Bovder).

It is important to note that using the historical growth trends assumes that future traffic patterns will remain
consistent with historical patterns, without consideration of future planned developments.

The forecast future traffic volumes and total growth from 1996 to 2018 are shown in Table 5-3.

TABLE 5-3
FORECAST TRAFFIC VOLUMES AND TOTAL GROWTH ON STATE HIGHWAYS
1996 ADT 2018 ADT Total Growth
Location (vehicles/day) (vehicles/day) 1996-2018
US 395 (Pendleton-John Day Hwy)
Pilot Rock- north city limits 3,100 3,545 14.3%
Pilot Rock- 0.01 miles south of 3rd Street 3,700 4,230 14.3%
Pilot Rock- south city limits 1,300 1,485 14.3%

Source: ODOT 1976-1996 Transportation Volume Tables; information campiled by DEA.,

HIGHWAY SYSTEM CAPACITY

For the year 2018, unsignalized intersection analyses were performed using the overall growth (14.3
percent) expected on US 395 at the same intersection in Pilot Rock for which the existing conditions were
analyzed. The analyses indicated that all three intersections are expected to exceed ODOT level of service
standards over the 20-year forecast period. The results of the unsignalized intersection analyses are shown in
Table 5-4. Traffic operations were determined at the intersection using the 1985 Highway Capacity
Software for unsignalized intersections. This software is based on the 1985 Highway Capacity Manual,
Special Report 209, published by the Transportation Research Board.
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TABLE 5-4
SUMMARY OF FUTURE OPERATIONS AT US 395 AND CEDAR STREET
Location Movement 1996 LOS 2018 LOS
US 395 and Cedar Street Northbound; Left A(<0.48) A(<0.48)
Eastbound; Left, Right A(<0.48) A(<0.48)

Note: The level of service is shown for all evaluated movements of the unsignalized intersection,

Analysis Results

Traffic movement volumes at the intersection of US 395 and Cedar Street are forecast to increase by nearly
15 percent over the 20-year forecast period. However, all traffic movements at the intersection are expected
to continue to operate at LOS A (v/c ratio less than 0.48) throughout the 20-year forecast period.
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CHAPTER 6: IMPROVEMENT OPTIONS ANALYSIS

As required by the Oregon Transportation Planning Rule (TPR), transportation alternatives were formulated
and evaluated for the Pilot Rock Transportation System Plan (TSP). These potential improvements were
developed with the help of the TAC, and city and state officials. Each of the transportation system
improvements options was developed to address specific deficiencies, access, or safety concerns and attempt
to address the concerns specified in the goals and objectives (Chapter 2).

The following list includes all of the potential transportation system improvements considered.
Improvement Options 2 through 7 are illustrated in Figure 6-1.

1. Extend North 6th Street to US 395.

2. Replace pedestrian bridge over West Birch Creek between Delwood Street and South 6th Street.
3. Replace vehicle bridge over East Birch Creek on alley road.

4. Establish a roadway maintenance and improvement program.

4A. Pave Hickory Street up to Fir Street.
4B Pave Alder/Beech Street between 5th Street and US 395.
4C. Pave SW 4th Place and SW Cedar Street.

The proposed transportation system improvements evaluated for the Pilot Rock TSP include state highway,
county, and local road projects. It should be noted that not all of the transportation improvement
options recommended along the county and state systems have identified funding. Therefore,
recommended transportation improvements cannot be considered as committed projects, but are
subject to the county’s and ODOT’s abilities to meet these current and future needs financially.

EVALUATION CRITERIA

The evaluation of the potential transportation improvements in the city of Pilot Rock was based on a
. quantitative analysis of existing and future traffic volumes and a qualitative review of four factors: 1)
safety; 2) access; 3) environmental factors, such as air quality, noise, and water quality, and 4)
socioeconomic and land use impacts, such as community livability, right-of-way requirements and impacts
on adjacent lands.

Another factor considered in the evaluation of the potential transportation improvements was cost. Costs
were estimated in 1998 dollars based on preliminary alignments for each potential transportation system
improvement.

STATEWIDE TRANSPORTATION IMPROVEMENT PROGRAM PROJECTS

The Oregon Department of Transportation (ODOT) has a comprehensive transportation improvement and
maintenance program that covers the entire state highway system. The Statewide Transportation
Improvement Program (STIP) identifies all the highway improvement projects in Oregon. The STIP lists
specific projects, the counties in which they are located, and their construction year.

The 2000 to 2003 STIP Update, recently released by ODOT Region 5, identifies two improvements within
the city of Pilot Rock. The first improvement to replace West Birch Creek Bridge (County Bridge #
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59C900) on SW 2" Road was completed in the year 2000. The total cost of the project was estimated at
$275,000. The second STIP project includes roadway preservation work along US 395 between the north
city limits of Pilot Rock to McKay Dam, north of the City including development of a deceleration lane at
the entrance of Kinzua. This project is scheduled for construction by the year 2003 with an estimated cost
of $2,720,000. Both STIP projects are also shown in Figure 6-1.

IMPROVEMENT OPTIONS EVALUATION

Through the transportation analysis and input provided from the public involvement program, multiple
improvement projects were identified. These options included constructing new and reconstructing existing
roadways, bridge replacement, and providing improved pedestrian and bicycle facilities.

Option 1. Extend North 6th Street To US 395

The city of Pilot Rock has identified a potential safety hazard at the highly skewed intersection of Elm Street
at US 395. This intersection was created when US 395 was realigned and Elm Street was established along
the highway’s original alignment. The unrestricted sight distance along the highway from Elm Street is
adequate. However, the potential hazard lies in a sight distance restriction along the highway to the south
created by the orientation of a driver’s vehicle when making a right turn.

Rather than realign this intersection to mitigate this restriction, the city of Pilot Rock has identified an
alternative solution to extend North 6th Street to US 395. This would create a standard T-shaped
intersection and would provide unrestricted sight distance in both directions along the highway.

The extension of 6th Street would require the construction of only 60 feet of new roadway. Sidewalks and
curbs should also be included along the new road.

The area along the proposed 6th Street alignment is open land and a new connection to US 395 would not
have any adverse impacts to the current land use. There are some grade problems associated with extending
6™ Street to connect with US 395. As a result,the new connection to US 395 would be slightly offset from
the newly constructed entrance to the Kinzua lumber mill but would allow an opportunity to also consider
the addition of a truck deceleration lane on US 395.

The existing skewed intersection at Elm Street and US 395 would be removed. The estimated cost for the
new roadway extension is around $130,000. Funding for this project will be provided by the State to
address the potential safety hazard at the existing skewed intersection.

This option is scheduled for constructionin 2002.

Option 2. Replace Pedestrian Bridge Over West Birch Creek Between Delwood Street and South 6th
Street

This project includes the replacement of the pedestrian bridge over West Birch Creek located between
Delwood Street and South 6th Street, over the next three to five years (2001-2003). The city of Pilot Rock
has been monitoring the degradation of this bridge over the years and has recommended its replacement,

Replacement of the existing bridge will maintain this important pedestrian link between Delwood Street and

South 6th Street. This bridge provides pedestrians with an alternative to walking downtown other than by
way of US 395,
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The total cost for the bridge replacement is around $7,500. This was determined from the costs of other
previous bridge replacements in the City.

This option is recommended within the next 10 to 20 years, or when replacement becomes critical.

Option 3. Replace Vehicle Bridge Over East Birch Creek On Alley Road

City of Pilot Rock officials believe the vehicle bridge over East Birch Creek on the alley road located
between Main Street and South 2nd Street, will be in need of replacement in the next 10 to 20 years.

The total cost to remove and replace the existing bridge was determined using 1997 square foot construction
cost estimates, supplied by ODOT, which were taken from the latest prospectus’ completed for the federal
Highway Bridge and Roadway Rehabilitation (HBRR) fund. These estimates assume a cost of $6 per square
foot for bridge removal and $54 per square foot for construction of a bridge with a span between zero and 60
feet. Assuming the existing bridge is around 50 feet long by 20 feet wide, the estimated bridge removal cost
is around $6,000. Assuming the new bridge will be around 50 feet long and 25 feet wide, the estimated
bridge construction cost is around $67,500. An additional 5 feet was added to the bridge width to account

for two lanes of traffic and a sidewalk along one side. The total cost, therefore, for the entire project is
estimated at $73,500.

Because of limited city funds, the removal and replacement of this bridge may not be feasible. The City may

apply for state or federal grants to secure the necessary funds, or the City may choose to construct a bridge
similar to the existing steel structure.

This option is recommended over the next 10 to 20 years, or when ever the bridge becomes structurally
deficient.

Option 4. Establish a Roadway Maintenance and Improvement Program

Many of the local streets in Pilot Rock are substandard gravel roads and are in need of paving. In response
to this need, city officials have developed a six-year roadway maintenance and improvement plan to upgrade
local city streets to paved roads. At this time, the plan includes a prioritized list of six projects. The

following table describes the location of these projects along with each project’s length and estimated total
cost.

TABLE 6-1
ROADWAY MAINTENANCE AND IMPROVEMENT PROGRAM _ )

‘"P.rojeé-t'- ) Desé;paal;}Lo_c;lt“mn D . Project Length -F_To.t-a_th_(;s-i

No.

4A. Pave Hickory Street up to Fir Street. 400 feet " $11,300

45B. Pave Alder Street between 5th Street and US 395 1,900 feet $62,200

4C. Pave SW 4th Place and SW Cedar Street 900 feet $25,400
_Total _ _$98,900

The cost estimates for each project identified above assumes a pavement width that is consistent with the
street design standards recommended in Chapter 7. Since Hickory Street, SW 4th Place, and SW Cedar
Street, are designated as local streets, a pavement width of 34 feet was selected in conformance with the
local street design standard. Alder Street which is designated as a minor collector street, a pavement width
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of 38 feet was selected. A pavement width of 46 feet was selected for Alder Street, between Main Street
, and US 395, corresponding to a major collector street standard.

The estimates above also assume a total unit cost of $0.83 per square foot of asphalt. The unit cost estimate
was obtained from Humbert Asphalt Inc., an asphalt laying company based in Milton-Freewater. This cost
also includes cutting and cleaning the edges of streets, patching pot holes, tacking, preleveling the entire
street with an average of 1 inch of asphalt, and then overlaying the entire street with 2 inches of asphalt, for
a total asphalt overlay of around 3 inches.

Funding for these roadway projects will be provided by the City as funds become available. City officials
indicate the City has an annual budget of around $30,000 to $50,000 for street improvements.

Paving or repaving the city streets will improve the aesthetics of the local street system and community
livability for the residents who reside on these streets. For these reasons, all street paving projects are
recommended. However, it is also recommended that each of these projects include the addition of a
pedestrian facility in correspondence with the recommended street design standards for all types of streets.

SUMMARY

Table 6-1 summarizes the recommendations of the transportation improvement options based on the
evaluation process described in this chapter. Chapter 7 discusses how these improvement options fit into the
modal plans for the Pilot Rock area.

TABLE 6-2

TRANSPORTATION IMPROVEMENT OPTIONS: RECOMMENDATION SUMMARY
Option Recommendation
1. Extend North 6th Street to US 395 e Implement
2. Replace pedestrian bridge over West Birch Creek between Delwood o Implement

Street and South 6th Street

Replace vehicle bridge over East Birch Creek on alley road ¢ Implement
4. Establish a maintenance and improvement program ¢ Implement
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CHAPTER 7: TRANSPORTATION SYSTEM PLAN

The purpose of this chapter is to provide detailed operational plans for each of the transportation systems
within the community. The Pilot Rock Transportation System Plan covers all the transportation modes that
exist and are interconnected throughout the urban area. Components of the TSP include street classification

standards, access management recommendations, transportation demand management measures, modal
plans, and a system plan implementation program.

STREET DESIGN STANDARDS

Street design standards ensure the design of a roadway supports its intended function. The function is
determined by operational characteristics such as traffic volume, operating speed, safety, and capacity.
Street standards institute design parameters necessary to provide a community with roadways that are
relatively safe, aesthetic, and easy to administer when new roadways are planned or constructed. They are
based on experience, and policies and publications of the profession.

Existing Street Standards

Street designations for Pilot Rock are contained in the Pilot Rock Technical Report, while street definitions
and standards are listed in the City of Pilot Rock Subdivision Ordinance (1986). The city of Pilot Rock
Technical Report designates streets in the city as arterials, major collectors or minor collectors. All streets
not classified are assumed to be local streets. The Technical Report is not adopted as part of the
Comprehensive Plan, but acts as a supporting document. An inconsistency between the Technical Report
and Subdivision Ordinance exists in that the Subdivision Ordinance definitions and standards do not
distinguish between major and minor collectors and add an additional classification, alleys. Furthermore,

standards for street types are broken into two groups — business/industrial streets and residential streets as
shown in Tables 7-1 and 7-2.

The Subdivision Ordinance regulates the construction of new or undeveloped streets within the city and
Urban Growth Boundary. It defines the different streets as follows:

Alley: A narrow street through a block primarily for vehicular service access to the back or side of
properties otherwise abutting on another street.

Arterial: A street of considerable continuity that is primarily a traffic artery for travel between large areas.
Collector: A street supplementary to the arterial street system and a means of travel between this system
and smaller areas, used to some extent for through traffic and to some extent for access to abutting
properties,

Cul-de-sac: A short street having one end to traffic and being terminated by a vehicle turn-around.

Local Street: A street intended primarity for access to abutting properties.

Marginal Access Street: A local street parallel and adjacent to an arterial street providing access to abutting
properties, but protected from through traffic.

The Ordinance also lists general requirements and design standards for streets. General requirements
include the frontage requirements, grading, topography and arrangement of streets, road names, sign
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requirements, and street light requirements. Design standards include widths for rights-of-way, pavement,
. grade, speed, and sidewalks as follows:

TABLE 7-1
ROAD DESIGN STANDARDS — BUSINESS/INDUSTRIAL
Road Minimum Minimum Maximum
Classification Right-of-way  Surface Width Grade Speed Sidewalks
Arterial Street 100 ft 48 ft 5% 45 mph Both sides 5 ft
Collector Street 70 ft 44 f 7 % 40 mph One sides 4 ft
Local Street 60 ft 38 ft 8% 30 mph One side 4 ft
Alleys 24 ft 24 fi nl nl nl
nl - no standard listed
TABLE 7-2
ROAD DESIGN STANDARDS —~ RESIDENTIAL
Road Minimum Minimum Maximum
Classification Right-of-way  Surface Width Grade Speed Sidewalks
Arterial Street 80 ft 44 ft 8% 40 Both sides 4 ft
Collector Street 60 ft 38 ft 10 % 35 Optional*
Local Street 50 ft 38 ft 12 % 25 Optional*
Alleys 20 ft 20 f nl nl nl

nl - no standard listed
* Sidewalks may be required by the City Council on these streets.

Subdivisions are required to provide frontage on and access to an existing street. Streets must be improved
to city, county or state standards. Sidewalks may be required at the discretion of the City Council on local
or collector residential streets.

Pedestrian accesses may be required by the City Council to facilitate pedestrian access from streets to
schools, parks, playgrounds, or other nearby streets. These are perpetual unobstructed easements at least 20
feet in width. The City Council may also require installation of separate bicycle lanes within streets or on
separate paths.

Recommended Street Standards

The development of the Pilot Rock Transportation System Plan provides the city with an opportunity to
review and revise street design standards to resolve the discrepancies between the Subdivision Ordinance
and the Technical Report. The recommended standards take into account the existing Subdivision
Ordinance standards and revise them to fit more closely with the functional street classifications, and the
goals and objectives of the Transportation System Plan. The recommended street standards for all types of
functional classifications are shown graphically in Figure 7-1 through Figure 7-4, and are summarized in
Table 7-3. These standards are consistent with the existing roadway functional classification shown in
Figure 3-1. Further discussion of each type of street standard follows below.

Since the Pilot Rock Transportation System Plan includes all land within the UGB, the recommended street
standards should be applied to the areas within and outside the city limits that are within the UGB,
Although some of the outlying areas may presently have a rural appearance, these lands will ultimately be
) part of the urban area. Retrofitting rural streets in these areas as well as all rural streets within the city limits
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to urban standards in the future is expensive and controversial; it is better to initially build them to an

acceptable urban standard.

TABLE 7-3
RECOMMENDED STREET DESIGN STANDARDS

Pavement Right-of-Way Min. Posted
Classification Width Width Sidewalks Bike-Lanes Speed
Arterial — Option 1 62 fi. 80 fi. 5 ft. (both sides) 6 ft. (both sides) 25-45 mph
Arterial — Option 2 50 fi. 80 fi. 5 ft. (both sides) 6 ft. (both sides) 25-45 mph
Major Collector C46ft.  70f.  5ft (bothsides) 5 ft. (bothsides)  25-35mph
Minor Collector — Option 1 38 6t 60 ft. 5 ft. (both sides) none 25-35 mph
Minor Collector — Option 2 30 ft. 60 ft. Sft. (both sides) none 25-35 mph
Industrial/Commercial (Collector 40 ft. 70 ft. 5 ft. (both sides)  collector- 6 ft.  25-35 mph
_orlocal) N — O DU
Residential (Local) — Option 1 20 f. 50 ft. 5 ft. (both sides) none 15-25 mph
Residential (Local) — Option 2 28 ft. 50 ft. 5 ft. (both sides) none 15-25 mph
Residential (Local) — Option 3 34 ft. 50 ft. 5 ft. (both sides) none 15-25 mph
Alley  20f 20t none ~ none ~ 15mph

Sidewalks should be included on all urban streets as an important component of the pedestrian system.
Ideally, sidewalks should be buffered from the street by a planting strip to eliminate obstructions in the
walkway, provide a more pleasing design and a buffer from traffic. When sidewalks are located directly
adjacent to the curb, they can include such impediments as mailboxes, street light standards, and sign poles,

which reduce the effective width of the walk. To maintain a safe and convenient walkway for at least two
adults, a 5 foot sidewalk should be used in residential areas.

Residential Streets (Local)

The design of a residential local street affects its traffic operation, safety, and livability. The residential
street should be designed to enhance the livability of the neighborhood while accommodating less than
1,200 vehicles per day. Design speeds should be 15 to 25 mph. When traffic volumes exceed approximately
1,000 to 1,200 vehicles per day, the residents on that street will perceive the traffic as a noise and safety
problem. To maintain neighborhoods, residential streets should be designed to encourage low speed travel
and to discourage through traffic. Narrower streets discourage speeding and through traffic as well as

improve neighborhood aesthetics. They also reduce right-of-way needs, construction costs, storm water run-
off, and the need to clear vegetation.

Three recommended street standard options are provided for local streets, as shown in Figure 7-1. Each
option provides a minimum of 20 feet of pavement and provides varying degrees of on-street parking. The

city should choose one of these options for each residential street based on the existing right-of-way and
neighborhood character.
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Option 1

This first option for a local residential street is a 20 foot paved roadway surface within a 50 foot right-
of-way. This standard will accommodate passage of one lane of moving traffic in each direction, with 8
foot wide gravel shoulders on both sides of the street for parking. Five-foot sidewalks should also be
provided on each side of the roadway.

Option 2

This option provides a 28 foot paved roadway surface within a 50 foot right-of-way. This standard will
accommodate passage of one lane of moving traffic in each direction, with curbside parking on one side.
Five-foot sidewalks should be provided on each side of the roadway, adjacent to the curb.

Option 3

A third option for a residential street provides a 34 foot paved roadway within a 50-foot right-of-way.
This standard will accommodate passage of one lane of moving traffic in each direction, with curbside
parking present along both sides of the road. A five-foot wide sidewalk should be provided on each side
of the roadway, adjacent to the curb.

Alleys

Alleys can be a useful way to diminish street width by providing rear access and parking to residential,
commercial, and industrial areas. Including alleys in a residential subdivision allows homes to be placed
closer to the street and eliminates the need for garages to be the dominant architectural feature. This pattern,
once common, has been recently revived as a way to build better neighborhoods. In addition, alleys can be
useful in commercial and industrial areas, allowing access for delivery trucks which is off the main streets.
Alleys should be encouraged in the urban area of Pilot Rock. Alleys should be 20 feet wide, with a 20 foot
right-of-way (see Figure 7-1).

Cul-de-Sac Streets

Cul-de-sac, or “dead-end” residential streets are intended to serve only the adjacent land in residential
neighborhoods. These streets should be short (less than 400 feet long) and serve a maximum of 20 single-
family houses. Because the streets are short and the traffic volumes relatively low, the street width can be
narrower than a standard residential street, allowing for the passage of two lanes of traffic when no vehicles
are parked at the curb and one lane of traffic when vehicles are parked at the curb.

Because cul-de-sac streets limit street and neighborhood connectivity, they should only be used where
topographical or other environmental constraints prevent street connections. Where cul-de-sacs must be
used, pedestrian and bicycle connections to adjacent cul-de-sacs or through streets should be included.

Collector Streets

Collectors are intended to carry between 1,200 and 10,000 vehicles per day, including limited through
traffic, at a design speed of 25 to 35 mph. A collector can serve residential, commercial, industrial, or mixed
land uses. Collectors are primarily intended to serve local access needs of residentjal neighborhoods by
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connecting local streets to arterials. Bike lanes are typically not needed in smaller cities like Pilot Rock due
to slower traffic speeds and low traffic volumes.

Four recommended street standard options are provided for collectors, as shown in Figure 7-2. All four
options provide one lane of moving traffic in each direction. The collectors can be striped to provide two
travel lanes plus left-turn lanes at intersections or driveways by removing parking for short distances. One
of the options is intended for industrial/business areas. This option would be appropriate for the Cedar
Street/Circle Street route north of its intersection with US 395. The City should choose which option is
most appropriate for each collector based on the existing right-of-way and neighborhood character.

Major Collector

This option provides a 46 foot paved roadway surface within a 70 foot right-of-way. This standard will
accommodate passage of one lane of moving traffic in each direction, with curbside parking on both
sides of the street. Five foot sidewalks should be provided on each side of the roadway along with an
optional planting strip with a width up to 5 feet.

Minor Collector— Option 1

This option is similar to the major collector. It also provides a 38 foot paved roadway surface within a
60 foot right-of-way. This standard will accommodate passage of one lane of moving traffic in each
direction, with curbside parking on both sides of the street. Four foot sidewalks should be provided on
one side of the roadway along with an optional planting strip with a width up to 5 feet.

Minor Collector — Option 2

This option provides a 30 foot roadway surface within a 60 foot right-of-way. This standard will
accommodate passage of one lane of moving traffic in each direction, with curbside parking on one side.
Five foot sidewalks should be provided on each side of the roadway, adjacent to the curb along with an
optional planting strip with a width up to 5 feet.

Industrial/Commercial Collector or Local Street

This option calls for a 70 foot right-of-way and a 40 foot paved width. The 40 foot curb face-to-curb
face distance allows two 14 foot travel lanes and two 6 foot wide bicycle lanes. Five-foot sidewalks
shall be provided on each side of the roadway and a 5-foot wide planting strip is optional. In areas

where truck loading and unloading is necessary, the sidewalks can be widened to 8 feet and located
adjacent to the curb (see Figure 7-3).

The industrial/commercial street in a residential area has the same design standards except that bicycle
lanes are optional.

Arterial Streets

Arterial streets form the primary roadway network within and through a region. They provide a continuous
roadway system that distributes traffic between different neighborhoods and districts. Generally, arterial
streets are high capacity roadways that carry high traffic volumes with minimal localized activity. Design
speeds should be between 25 and 45 mph (see Figure 7-4).
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Option 1

This option consists of a 80 foot right-of-way and a 62 foot paved width. This standard allows for two
12 foot travel lanes, a 12 foot center turn lane, two 6 foot bike lanes, and curbside parking along both
sides of the roadway at 7 feet wide. Sidewalks, at least 5 feet in width, should also be provided on each
side of the roadway.

Option 2

This option is similar to Option 1, but without the center turn lane. This standard provides a 50 foot
paved surface within an 80 foot right-of-way to allow for two 12 foot travel lanes, two 6 foot bike lanes,
and curbside parking along both sides of the roadway at 7 feet wide. Sidewalks, at least 5 feet in width,
should also be provided on each side of the roadway.

Bike Lanes

In cases where a bikeway is proposed within the street right-of-way, 5 to 6 feet of roadway pavement should be
striped on each side and reserved for bike lanes. The striping should be done in conformance with the State
Bicycle and Pedestrian Plan (1995). In cases where curb parking will exist with a bike lane, the bike lane will
be located between the parking and travel lanes. In some situations, curb parking may have to be removed to
permit a bike lane.

Bikeways should be added when a new street is built or improvements are made to existing streets.

On arterial and collector streets that are not scheduled to be improved as part of the street system plan, bike
lanes may be added to the existing roadway at any time to encourage cycling, or when forecast traffic volumes
exceed 2,500 to 3,000 vehicles per day. The striping of bike lanes on streets that lead directly to schools should

be high priority.

Sidewalks

A complete pedestrian system should be implemented in the urban portion of Pilot Rock. Every urban street
should have sidewalks on both sides of the roadway as shown on the cross sections in Figure 7-1 through
Figure 7-4. Sidewalks on residential streets should be at least 4 feet wide. In addition, pedestrian and bicycle
connections should be provided between any cul-de-sac or other dead-end streets.

Another essential component of the sidewalk system is street crossings. Intersections must be designed to
provide safe and comfortable crossing opportunities. Tools to accomplish this include crosswalks, signal
timing (to ensure adequate crossing time) when traffic signals are present, and other enhancements such as curb
extensions which are used to decrease pedestrian crossing distance and act as traffic calming measures.

Curb Parking Restrictions

Curb parking should be prohibited at least 25 feet from the end of an intersection curb return to provide sight
distance at street crossings.
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Street Connectivity

Street connectivity is important because a well-connected street system provides more capacity and better
traffic circulation than a disconnected one. Developing a grid system of relatively short blocks can minimize
excessive volumes of motor vehicles along roads by providing a series of equally attractive or restrictive
travel options. Street connectivity in Pilot Rock is constricted due to a number of natural features. Three
creeks run through town (East and West Birch Creek, which become one creek just north of downtown, and
Wegner Creek). Therefore, Pilot Rock contains a broken grid system with many discontinuing, or dead-end
streets. There are many pedestrian bridges over the creeks, however. When feasible, vehicle bridges should
be created to connect the grid system. New development should maintain square short blocks (under 400
feet in length) whenever possible. Short interconnected blocks benefit cars, pedestrians and bicyclists by
shortening travel distances and making travel more convenient. The average block size within the City’s grid
system is around 300 feet square, which is an ideal block size. New development should have a maximum
block perimeter of 1,200 feet. Good street connectivity is critical to Pilot Rock’s continued livability.

ACCESS MANAGEMENT

Access management is an important tool for maintaining a transportation system. Too many access points
along arterial streets lead to an increased number of potential conflict points between vehicles entering and
exiting driveways, and through vehicles on the arterial streets. This not only leads to increased vehicle delay
and deterioration in the level of service on the arterial, but also leads to a reduction in safety. Research has
shown a direct correlation between the number of access points and collision rates. Experience throughout the
United States has also shown that a well-managed access plan for a street system can minimize local cost for
transportation improvements needed to provide additional capacity and/or access improvements along
unmanaged roadways. Therefore, it is essential that all levels of government maintain the efficiency of
existing arterial streets through better access management.

The Transportation Planning Rule (TPR) defines access management as measures regulating access to
streets, roads and highways from public roads and private driveways and requires that new connections to
arterials and state highways be consistent with designated access management categories. As the city of Pilot
Rock continues to develop, the arterial/collector/local street system will become more heavily used and
relied upon for a variety of travel needs. As such, it will become increasingly important to manage access
on the existing and future arterial/collector street system as new development occurs.

One objective of the Pilot Rock TSP is to develop an access management policy that maintains and enhances
the integrity (capacity, safety, and level-of-service) of the city's streets. Too many access points along a

street can contribute to a deterioration of its safety, and on some streets, can interfere with efficient traffic
flow.

Access Management Techniques
The number of access points to an arterial can be restricted through the following techniques:

* Restrictions on spacing between access points (driveways) based on the type of development and the
speed along the arterial.

e Sharing of access points between adjacent properties.

* Providing access via collector or local streets where possible.
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* Constructing frontage roads to separate local traffic from through traffic.
* Providing service drives to prevent spill-over of vehicle queues onto the adjoining roadways.
e Providing acceleration, deceleration, and right-turn only lanes.

e Offsetting driveways to produce T-intersections to minimize the number of conflict points between
traffic using the driveways and through traffic.

¢ Installing median barriers to control conflicts associated with left-turn movements.

e Installing side barriers to the property along the arterial to restrict access width to a minimum.

Recommended Access Management Standards

Access management is hierarchical, ranging from complete access control on freeways to increasing use of
streets for access purposes, parking and loading at the local and minor collector level. Table 7-4 describes
recommended general access management guidelines by roadway functional classification.

TABLE 7-4
RECOMMENDED ACCESS MANAGEMENT STANDARDS
Intersections
Public Road Private Drive"”
Functional Classification Type'" Spacing Type Spacing
ARTERIAL STREETS
US 395 (Pendleton-John Day Highway) @ See Access Management Spacing Standards,
OTHER ARTERIAL STREETS WITHIN UGB Appendix C of the 1999 Oregon Highway Plan
COLLECTOR STREETS
Major: Alder Dr., Birch St., Main St., and at-grade 250 ft. L/R Turns 100 ft.
Birch Crk Rd. (Co. Road # 1375)
Industrial/Commercial: Cedar St./Circle Rd.
(north of US 395), Alder St., Cherry St., and Elm St.
Minor: 2nd St., 4th St./Stewart Crk. Rd., Delwood St.,
Delwood P1.,
RESIDENTIAL STREETS at-grade 250 ft. L/R Turns Access to
Each Lot
ALLEYS (URBAN) at-grade 100 ft. L/R Turns Access to
Each Lot
Notes:

(2) Allowed moves and spacing requirements may be more restrictive than those shown to optimize capacity and safety. Also,
see section below on “Access Control Rights” along state highways.

{(3) See section on Special Transportation Area below,

(4) Some sections of these roads are designated as minor collectors or residential streets, where the corresponding access
management standard is applicable,

Application

The access management standards above apply mainly to new development accesses. They are not intended
to eliminate existing intersections or driveways. It is important to note, however, that existing developments
and legal accesses on the transportation network will not be affected by the recommended access
)management techniques until a land use action is proposed, a safety or capacity deficiency is identified that
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requires specific mitigation, a specific access management strategy/plan is developed, existing properties
along the highway are redeveloped, or a major construction project is initiated on the street.

To summarize, access management strategies consist of managing the number of access points and providing
traffic and facility improvements. The solution is a balanced, comprehensive system that provides
reasonable access while maintaining the safety and efficiency of traffic movement.

State Highways

Access management is important to promoting safe and efficient travel for both local and long distance users

along US 395 in Pilot Rock. The 1999 Oregon Highway Plan (OHP) specifies an access management
spacing standards and policies for state facilities.

Although Pilot Rock may designate state highways as arterial roadways within their transportation system,
access management for these facilities follows the Access Management Spacing Standards of the 1999
Oregon Highway Plan. These spacing standards are based on highway classification, type of area and speed,
which are shown in the appendix to this document. Access to State Highways is permitted under Oregon
Administrative Rules Division 51. This section of the TSP describes the state highway access management
objectives and specific highway segments where special access spacing standards apply.

US 395 in Pilot Rock is a categorized in the 1999 Oregon Highway Plan as a Statewide Highway. The
primary function of these highways is to provide connections to larger urban areas, ports, and major
recreation areas of the state not served by freeways. The management objective to statewide urban
highways is to provide high to moderate speed operations with limited interruptions in traffic flow. There

are no special highway segments identified in the 1999 Oregon Highway Plan that apply to US 395 in Pilot
Rock at this time.

ACCESS CONTROL RIGHTS

Historically, owners of property abutting public roadways have enjoyed a common law abutter’s right of
access to the roadway. However, in order to provide for a transportation system that would accommodate
changing public needs, legislation has been passed to modify the rights of access. Oregon Revised Statutes
specify among other property rights, the right of access can be purchased or condemned as deemed

necessary for rights-of-way. The Oregon Department of Transportation has purchased access control rights
from many properties along state highways.

Once the state has acquired the access rights to a property, road approach permits can only be issued at
locations on the property where the right of access has been reserved. These “reservations of access” give
the property owner the common law right of access to the state highway only at specific locations and they
are clearly identified in the deed where the property owner sold the right of way to the state, If the owner
wants to gain additional access rights to the highway, they must apply for a “grant” of access.

There may be local street connections shown in this Transportation System Plan that will require modifying
the existing access rights or gaining additional access rights to the state highway system. Review of this

TSP by ODOT does not imply tacit approval to modify or grant additional access rights. This must be
accomplished by applying to ODOT for such modification or grant.

An “indenture of access” is used to modify existing access rights such as moving or widening the reservation
or lifting other restrictions that may have been placed on it. A “grant of access” is required to gain an
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additional access point to the highway and, depending on the circumstances, may require payment to the
state for the market value of the grant. Application for both the indenture and grant of access is made to
local ODOT district office.

MODAL PLANS

The Pilot Rock modal plans have been formulated using information collected and analyzed through a
physical inventory, forecasts, goals and objectives, and input from area residents. The plans consider
transportation system needs for Pilot Rock during the next 20 years assuming the growth projections
discussed in Chapter 5. All transportation system needs identified in this section have been assigned a
project number in consecutive order, beginning with the projects identified in the street system plan. The
timing of these projects will be guided by the changes in land use patterns, growth of the population in
future years, and available funds. Specific projects and improvement schedules may need to be adjusted
depending on when and where growth occurs within Pilot Rock.

Street System Plan

The street system plan recommends any changes necessary to the current street classification system and
outlines a series of improvements that are recommended for construction within the city of Pilot Rock
during the next 20 years. These options have been discussed in Chapter 6 (Improvement Options Analysis).
Projects that make up the proposed street system plan are summarized in Table 7-5.

Street System Functional Classification

Street system functional classifications relate the design of a roadway to its function. The function is
determined by operational characteristics such as travel demand, street capacity, and the operating speed of
the roadway. The city of Pilot Rock Technical Report currently classifies all streets within the Urban
Growth Boundary as arterial, major collector, minor collector, commercial/industrial roads, or local streets.
The Subdivision Ordinance includes an additional category (alleys) and specifies different development
standards depending on whether the street is considered residential or industrial/commercial. A review of
the existing street system inventory, the recommended street design standards, and all new projects
recommended in the street system plan, indicates the Technical Report’s functional classifications are
appropriate. The recommended street classifications are described as follows:

* Pendleton-John Day Highway (US 395) — classified as an arterial roadway, as it is a highway of
statewide level of importance, it carries the highest traffic volumes through the City, and it is a
primary route to other cities in the county and state.

* Alder Drive (US 395 to Main Street) — classified as a major collector street, as its function is to
connect local neighborhoods to the downtown area and with US 395.

e Birch Creek Road, Co. Road #1375 (from US 395 south) — classified as a major collector street, as
its function is to connect local neighborhoods with US 395 and provides a primary route out of
town.

® Main Street (US 395 to Alder Street) — classified as a major collector street, as its function is to
connect local neighborhoods to the downtown area and to US 395.

»  Cedar Street and Circle Road (north of 3rd Street) — classified as an industrial/commercial street, as
the function of this roadway is to provide access to the industrial areas north of downtown and
connect these areas with US 395.
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* 2nd Street (Delwood Street to US 395) — classified as a minor collector street, as its function is to
connect local neighborhoods with the downtown area.

o 4th Street/Stewart Creek Road (intersection with US 395 to east city limit) — classified as major

collector streets, as they function is to connect local neighborhoods to US 395 and provide a primary
connection to areas east of town.

e Alder Street (Main Street to Cherry Street) — classified as a major collector, as its function is to
connect local neighborhoods to the downtown area.

o Cherry Street (Alder Street to US 395) — classified as a major collector street, as its function is to
connect local neighborhoods with the downtown area.

o Delwood Place (city limits to 2nd Street) — classified as a minor collector street, as it connects local
neighborhoods to the downtown area.

¢ Elm Street (4th Street to US 395) — classified as a minor collector street, as it connects local
neighborhoods with US 395.

e All other roads — classified as local streets.

Street Improvement Projects

Table 7-5 presents all street and bridge improvement projects within the urban area that compose the street

system plan. Prioritization of these projects is at the discretion of the City and/or county depending upon
jurisdiction over the project.

It should be noted that the inclusion of a project in the TSP does not constitute a commitment by
ODOT or the county that either agency will participate in the funding of the project. ODOT’s
participation will be determined via the biennial updates of the multi-year STIP process, and the
construction of any project is contingent upon the availability of future revenues. The county’s participation

will be according to project prioritization as indicated in the Capital Improvement Plan, and contingent upon
available funding.

TABLE 7-5
RECOMMENDED STREET SYSTEM PROJECTS
Project

Number Location/Description Cost
1. Extend North 6th St. to US 395. $130,000
4A. Pave Hickory Street up to Fir Street $11,300
4B, Pave Alder Street between 5th Street and US 395 $62,200
4C. Pave SW 4th Place and SW Cedar Street $25,400
3. Replace vehicle bridge over East Birch Creek on alley roadway. $73,500
Total $302,400

Pedestrian System Plan

A complete interconnected pedestrian system should be implemented in the City when feasible. A sidewalk
inventory revealed that Pilot Rock’s urban core has a fairly developed sidewalk system. Sidewalks exist
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through the downtown area on both sides of US 395, Main Street, 2nd Street, and 3rd Street. Unfortunately,
many of these sidewalks are in poor condition and curb cuts for wheelchairs are lacking. Crosswalks exist at
three intersections and pedestrian bridges traverse the City’s creeks in six locations. Every paved street
should have sidewalks on both sides of the roadway, except in extenuating circumstances, meeting the
requirements set forth in the recommended street standards. Pedestrian access on walkways should be
provided continuously between businesses, parks, and adjacent neighborhoods. (Ordinances specifying
these requirements are included in Chapter 9.)

Because of the small size of Pilot Rock and the limited public resources available for transportation system
improvements, sidewalk construction on a large scale may not be feasible. However, the City should require
sidewalks to be constructed as part of any major roadway improvements, or as adjacent land is developed.

The primary goal of establishing a pedestrian system is to improve pedestrian safety; however, an effective
sidewalk system has several qualitative benefits as well. Providing adequate pedestrian facilities increases
the livability of a city. When pedestrians can walk on a sidewalk, separated from vehicular street traffic, it
makes the walking experience more enjoyable and may encourage walking, rather than driving, for short
trips. Sidewalks enliven a downtown and encourage leisurely strolling and window shopping in commercial
areas. This “Main Street” effect improves business for downtown merchants and provides opportunities for
friendly interaction among residents. It may also have an appeal to tourists as an inviting place to stop and
walk around.

The cost to construct a concrete sidewalk facility is around $25 per linear foot. This assumes a sidewalk
width of 5 feet with curbing. The cost estimate also assumes the sidewalks are composed of 4 inches of
concrete and 6 inches of aggregate. As an alternative, asphalt walkways could be provided instead of a
concrete sidewalk at a lower initial cost. Construction costs for this type of facility are typically about 40

} percent of the costs for concrete sidewalks; however, maintenance, such as sealing and resurfacing the
asphalt, must occur more frequently.

All new sidewalk construction in the City should include curb cuts for wheelchairs at every street corner to
comply with the Americans with Disabilities Act (ADA). The addition of crosswalks should also be
considered at all major intersections. As street improvements are made to the existing street system,
projects involving the construction of new sidewalks may require on-street parking to be implemented in
place of parking on grass or gravel shoulders.

In Chapter 6, four pedestrian-related projects were identified. These projects include: providing safety
measures at the intersection of US 395 and Main Street, constructing sidewalks along US 395, replacing a
pedestrian bridge over West Birch Creek between Delwood Street and South 6th Street, and replacing a
pedestrian bridge over East Birch Creek between the city park and Alder Street. These projects are
summarized below in Table 7-6.

TABLE 7-6
RECOMMENDED PEDESTRIAN SYSTEM PROJECTS
Project
Number Location/Description Cost
2, Replace pedestrian bridge over West Birch Creek $7,500
between Delwood Street and South 6th Street.
Total $7,500
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Bicycle System Plan

On the collector and local streets in Pilot Rock, bicyclists share normal vehicle lanes with motorists. Due to
low travel speeds and traffic volumes observed in the City shared usage of the roadway between bicyclists
and automobiles is appropriate. However, on highways such as US 395, where travel speeds and traffic
volumes are much higher, the need to separate bicyclists from highway traffic becomes an issue. US 395
functions as an arterial through Pilot Rock. The Oregon Bicycle and Pedestrian Plan recommends that for a
facility such as this, a shoulder bikeway should be present. Existing shoulder widths along the highway in

the vicinity of Pilot Rock range between 4 feet to over 6 feet. Street standards recommended in this Plan
call for 6 foot wide bike lanes on arterial streets.

Bicycle parking is lacking in Pilot Rock. Bike racks should be installed in front of downtown businesses
and all public facilities (schools, post office, library, city hall, and parks). Typical rack designs cost about

$50 per bike plus installation. Bike rack installation can be implemented as finances and/or grant funding is
available.

Transportation Demand Management Plan

Through transportation demand management (TDM), peak travel demands can be reduced or spread over
time to more efficiently use the existing transportation system, rather than building new or wider roadways.
Techniques that have been successful and could be initiated to help alleviate some traffic congestion include

carpooling and vanpooling, alternative work schedules, bicycle and pedestrian facilities, and programs
focused on high density employment areas.

In Pilot Rock, because traffic volumes are low, capacity of the local street system is not an issue. Therefore,
implementing TDM strategies may not be practical in most cases

Because intercity commuting is a factor in Umatilla County, residents who live in Pilot Rock and work in
other cities should be encouraged to carpool with a fellow coworker or someone who works in the same
area. Implementing a local carpool program in Pilot Rock alone is not practical because of the City’s small
size; however, a county-wide carpool program is feasible. The city of Pilot Rock should support state and
county carpooling and vanpooling programs, which could further boost carpooling ridership.

No costs have been estimated for the TDM plan. Grants may be available to set up programs; other aspects
of transportation demand management can be encouraged through ordinances and policy.

Public Transportation Plan

As described in Chapter 3, the only intercity bus service in Umatilla County is provided by Greyhound bus
lines which provides service along 1-84, US 395, and OR 11 within Umatilla County. Greyhound has
terminals located in Hermiston and Pendleton that connect these cities to each other and major population
centers outside of the county. The Hermiston terminal has two departures heading southeast (with stops in
Pendleton, La Grande, Boise, and Salt Lake City); three buses running west to Portland; and two buses
heading north on US 395 to Pasco and Spokane daily. The Pendleton terminal has three departures
southeast (with stops in La Grande, Boise and Salt Lake City); three departures west to Portland; and two
departures north to Seattle via Walla Walla, Pasco, and Spokane daily.

Because of the small size of Pilot Rock, ridership demand is not high enough for Greyhound bus lines to
feasibly provide service to the City. Pilot Rock does have a dial-a-ride type service available for the
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transportation disadvantaged provided by the Pilot Rock Lions Club. This service provides door-to-door
service initiated by a user’s request for transportation.

Pilot Rock has no local fixed-route transit service at this time. The small size and low traffic volumes on city
streets indicate that mass transit is not necessary or economically feasible at this time. The Transportation
Planning Rule exempts cities with a population of less than 25,000 from developing a transit system plan or a
transit feasibility study as part of their Transportation System Plans.

Rail Service Plan

Pilot Rock has no passenger rail service, but does have freight rail service. Until recently, AMTRAK service
was available in Hermiston and Pendleton along the rail line that follows the I-84 corridor from Portland to
Boise, Idaho and points east. Amtrak is currently experiencing a funding crisis. As a result, passenger
service between Portland and Denver, including service to cities within Umatilla County, was discontinued
in May 1997. This line serves only freight traffic now.

The Union Pacific Railroad right-of-way runs northeast to southwest into Pilot Rock’s UGB and city limits
stopping just north of the downtown area. While these lines are not active, it may be possible for rail service
to be resumed at some future time. It is recommended that the City support the reactivation of these lines if
market forces make such activity feasible in the future.

Air Service Plan

. Pilot Rock does not have its own air service within the City. However, there are many airport facilities nearby.
Eastern Oregon Regional Airport is located in Pendleton, approximately 20 miles north of Pilot Rock, and
provides commercial air service. Hermiston Municipal Airport is located in Hermiston, approximately 45
miles northwest of Pilot Rock, and provides chartered flights. Other small nearby airports in the county
include: Barrett Field northwest of Athena, the Pea Growers’ Field south of Athena, and Curtis Airfield
northwest of Pendleton. These airports are small, private, uncontrolled airstrips mainly used for crop
dusting operations. Good access to these facilities (especially the Eastern Oregon Regional Airport) should
be maintained,

Pipeline Service

There is one natural gas line serving Pilot Rock.

Water Transportation

Pilot Rock has no water transportation services.

TRANSPORTATION SYSTEM PLAN IMPLEMENTATION PROGRAM

Implementation of the Pilot Rock Transportation System Plan will require adoption of the amended City
Comprehensive Plan and zoning and land division ordinances and preparation of a 20-year Capital
Improvement Plan. These actions will enable Pilot Rock to address both existing and emerging
transportation issues throughout the urban area in a timely and cost effective manner.
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One part of the implementation program is the formulation of a 20-year Capital Improvement Plan (CIP).
The purpose of the CIP is to detail what transportation system improvements will be needed as Pilot Rock
grows and provide a process to fund and schedule the identified transportation system improvements. It is
expected that the Transportation System Plan Capital Improvement Plan can be integrated into the existing
city and county CIP and the ODOT STIP. This integration is important since the Transportation System

Plan proposes that city, county, and state governmental agencies fund all or some of the transportation
improvement projects.

Model policy and ordinance language that conforms with the requirements of the Transportation Planning
Rule is included in Chapter 9. The proposed ordinance amendments will require approval by the City

Council and those that affect the unincorporated urban area will also require approval and adoption by the
Board of County Commissioners.

20-Year Capital Improvement Program

Table 7-7 summarizes the CIP and provides cost information. The cost estimates for all the projects listed
on the CIP were prepared on the basis of 1998 dollars. These costs include design, construction, and some
contingency costs. They are preliminary estimates and generally do not include right-of-way acquisition,
water or sewer facilities, or adding or relocating public utilities. The following schedule is not a prioritized

list and scheduled implementation of these projects is at the discretion of the City and/or county, depending
upon jurisdiction.

Pilot Rock has identified a total of 6 projects in its CIP with a cost of $309,900.

TABLE 7-7
CAPITAL IMPROVEMENT PROGRAM (1998 DOLLARS)
Costs ($ X 1,000)
Project Location /Description City County State Private Total
1. Extend North 6th St. to US 395, $130.0 $130.0
4A..  Pave Hickory Street up to Fir Street $11.3 $11.3
4B.  Pave Alder Street between 5th Street and US 395 $62.2 $62.2
4C.  Pave SW 4th Place and SW Cedar Street $254 $25.4
3, Replace vehicle bridge over East Birch Creek on $73.5 $73.5
alley roadway.
2. Replace pedestrian bridge over West Birch Creek $7.5 7.5
between Delwood Street and South 6th Street.
Total $179.9 $130.0 309.9
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CHAPTER 8: FUNDING OPTIONS AND FINANCIAL PLAN

The Transportation Planning Rule requires Transportation System Plans to evaluate the funding environment
for recommended improvements. This evaluation must include a listing of all recommended improvements,
estimated costs to implement those improvements, a review of potential funding mechanisms, and an
analysis of existing sources’ ability to fund proposed transportation improvement projects. Pilot Rock’s
TSP identifies 14 specific projects totaling over $679,000 over the next 20 years. This section of the TSP
provides an overview of Pilot Rock’s revenue outlook and a review of some funding and financing options
that may be available to the city of Pilot Rock to fund the improvements.

Pressures from increasing growth throughout much of Oregon have created an environment of estimated
improvements that remain unfunded. Pilot Rock will need to work with Umatilla County and ODOT to
finance the potential new transportation projects over the 20-year planning horizon. The actual timing of
these projects will be determined by the rate of population and employment growth actually experienced by
the community. This TSP assumes Pilot Rock will grow at a rate comparable to past growth, consistent with
the county-wide growth forecast. If population growth exceeds this rate the improvements may need to be
accelerated. Slower than expected growth will relax the improvement schedule.

HISTORICAL STREET IMPROVEMENT FUNDING SOURCES

In Oregon, state, county, and city jurisdictions work together to coordinate transportation improvements.
Table 8-1 shows the distribution of road revenues for the different levels of government within the state by
jurisdiction level. Although these numbers were collected and tallied in 1991, ODOT estimates that these
figures accurately represent the current revenue structure for transportation-related needs.

TABLE 8-1
SOURCES OF ROAD REVENUES BY JURISDICTION LEVEL
Jurisdiction Level All
Revenue Source State County City Funds
State Road Trust 58% 38% 41% 48%
Local 0% 22% 55% 17%
Federal Road 34% 40% 4% 30%
Other 9% 0% 0% 4%
Total 100% 100% 100% 100%

Source: ODOT 1993 Oregon Road Finance Study.

At the state level, nearly half (48 percent in Fiscal Year 1991) of all road-related revenues are attributable to
the state highway fund (state road trust), whose sources of revenue include fuel taxes, weight-mile taxes on
trucks, and vehicle registration fees. As shown in the table, the state road trust is a considerable source of
revenue for all levels of government. Federal sources (generally the federal highway trust account and
federal forest revenues) comprise another 30 percent of all road-related revenue. The remaining sources of
road-related revenues are generated locally, including property taxes, LIDs, bonds, traffic impact fees, road
user taxes, general fund transfers, receipts from other local governments, and other sources.

As a state, Oregon generates 94 percent of its highway revenues from user fees, compared to an average of
78 percent among all states. This fee system, including fuel taxes, weight distance charges, and registration
fees, is regarded as equitable because it places the greatest financial burden upon those who create the
greatest need for road maintenance and improvements. Unlike many states that have indexed user fees to
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inflation, Oregon has static road-revenue sources. For example, rather than assessing fuel taxes as a
percentage of price per gallon, Oregon’s fuel tax is a fixed amount (currently 24 cents) per gallon.

Transportation Funding in Umatilla County

Historically, sources of road revenues for Umatilla County have included federal grants, state revenues,
intergovernmental transfers, interest from the working fund balance, and other sources. Transportation
revenues and expenditures for Umatilla County are shown in Table 8-2 and Table 8-3.

TABLE §-2
UMATILLA COUNTY TRANSPORTATION-RELATED REVENUES
1992-1993  1993-1994  1994-1995  1995-1996  1996-1997  1997-1998

Actual Actual Actual Actual Budget Budget
Beginning Balance $1,187,957 $992.044 $903,997 $1,762,230  $1,600,000  $1,300,000
DMV License & Gas Tax Fees $2,956,777  $3,145,649  $3,258,762  $3,356,616  $3,400,000 $3,400,000
Misc. State Receipts $635,655 $222.990 $209,000 $219,000
National Forest Rental $1,061,341 $589,248 $534,150 $189,902 $180,000 $180,000
Mineral Leasing 75% $125
Misc. Federal Receipts $1,968 $1,670 $1,208 $77,681
Interest on Invested Funds $72,834 $38,672 $77,885 $92,220 $75,000 $75,000
Refunds & Reimbursements $75 $338
Sale of Public Lands $20,144 $14,363 $5,443 $102 $15,000 $5,000
Rentals/Sale of Supplies $15,318 $16,565 $51,748 $74,498 $45,000 $27,000
BLM Maintenance Agreement $2,000
Misc. Receipts-Local $26,662 $102,916 $143,691 $48,997
Service Center $46,996 $55,961 $53,361 $61,189 $58,500 $64,000
Rural Address fund $30,000

$5,389,996  $4,959,163  $5,665,900  $5,886.887 $5.612,500  $5.270,000

Source: Umatilla County.

As shown in Table 8-2, revenues remained relatively stable (between a low of just under $5 million in 1993-
1994 to a high of nearly $5.9 million in 1995-1996). Approximately $3 million of the annual revenues come
from the state highway fund, rising slightly from $3 million in 1992-1993 to an estimated $3.4 million in
1996-1997. A declining amount has come from Federal apportionment (mostly federal forest receipts).
Twenty-five percent of federal forest revenue (the 25-percent fund) is returned to the counties based on their
share of the total acreage of federal forests. Westside national forests in Oregon and Washington are subject
to the Spotted Owl Guarantee, which limits the decline of revenues from these forests to 3 percent annually.
Oregon forests under the Owl Guarantee include the Deschutes, Mount Hood, Rogue River, Siskiyou,
Siuslaw, Umpqua, and Willamette national forests. Forest revenues distributed to Umatilla County are from
the Umatilla and Whitman forests, not subject to the Owl Guarantee and, therefore, more difficult to predict.
With a healthy working capital balance, the county has also been able to generate between $40,000 and
$90,000 annually in interest on its invested funds.
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TABLE 8-3
UMATILLA COUNTY TRANSPORTATION-RELATED EXPENDITURES
1992-1993  1993-1994 1994-1995 1995-1996 1996-1997  1997-1998

Actual Actual Actual Actual Budget Budget
Personal Services $1,908,211  $1,878,969 $1,956,968 $2,077,603 $2,260,676  $2,304,704
Materials and Services $1,897,273  $1,961,106 $1,564,591 $1,735,853 $2,131,925  $1,972,800
Capital Outlay $601,846 $225,074 $385,176 $404,357 $400,000 $400,000
Contingency $568,840 $334,224
Transfer to Road Improvement Fund $11,555
Transfer to General Fund $58.272

4,407,330  $4,065,149  $3,906,735 $4,217,813 $5,372,996  $5,070,000

Source: Umatilla County.

As shown in Table 8-3, Umatilla County has spent between $225,000 and $600,000 annually in capital
improvements. The county also transfers money to a road improvement fund for larger-scale capital
improvements. The bulk of expenditures in the road fund are for personal services and materials and
services relating to maintenance.

In addition to the road department fund, Umatilla County has a separate bicycle path fund. Its revenues and
expenditure history are shown below in Table 8-4. Like the road fund, the bicycle path fund is developing a
health working capital balance, supporting additional interest income, thereby reducing its dependence on
the gas taxes collected through the state highway fund.

TABLE 8-4
UMATILLA COUNTY BICYCLE PATH FUND REVENUES AND EXPENDITURES
1994-1995 1995-1996 1996-1997 1997-1998
Actual Actual Budget Budget
Beginning Fund Balance $230,059 $260,652 $299,775 $349,775
Resources
DMV License & Gas Tax Fees $32,917 $32,946 $34,000 $34,000
Interest $13,073 $16,251 $16,000 $18,000
$45,989 $49,197 $50,000 $52,000
Expenditures
Materials & Services $15,396 $150,000 $100,000
Capital Outlay
$15,396 $- $150,000 $100,000

Source: Umatilla County.

Historical Revenues and Expenditures in the City of Pilot Rock

Revenues and expenditures for the city of Pilot Rock’s street fund are shown in Table 8-5 and Table 8-6.
Sources of revenues available for street operations and maintenance include the state highway fund, interest
from the working capital balance, and grants for specific projects.
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TABLE 8-5
CITY OF PILOT ROCK STREET FUND REVENUES

1994-1995 1995-1996 1996-1997 1997-1998
Cash on Hand $30,549 $57,638 $17,900 $24,000
Interest $1,605  $1,737  $1,000  $1,000
Misc. Revenue $73 $1,478 $1,000
State Hwy Fund $69,428 $71,156 $73,800 $73,000
Jobs Plus Program $1,500

NW Cedar Grant $12,500 $12,500
$83,606 $86,871 $74,800 $76,500

Source: The City of Pilot Rock

As shown in Table 8-5, funds from the state highway fund provide a large proportion (over 90 percent
excluding grant funds) of the revenues available to the city of Pilot Rock’s street fund. The city of Pilot
Rock has benefited from several recent grants from the Small Cities Allocation (SCA) Grant Program. The
1996-97 and 1997-98 proposed budgets anticipate the benefit of a $25,000 SCA grant.

TABLE 8-6
CITY OF PILOT ROCK STREET FUND EXPENDITURES
1994-1995 1995-1996 1996-1997 1997-1998
Personal Services $17,727 $19,096 $23,970 $25,400
Materials and Services $38,062 $96,834 $54,684 $50,700
Capital Qutlay $728 $10,659 $11,046 $14,500
$56,517 $126,589 $89,700 $90,600

Source: City of Pilot Rock

Most of the street fund expenditures are for maintenance, with spending disaggregated to the following
categories: personal services, materials and equipment, capital outlay and transfers. The largest categories
have historically been personal services and materials and equipment. The capital outlay expenditures have
been limited to the amounts available from grant funds. The street fund has also transferred $2,000 annually
for the last two years. In order to ensure conservative estimates, this analysis does assume grant funding
will necessarily be available in future years, as shown in the 1996-97 and 1997-98. Instead, this analysis
assumes that the amount available for transfers is equivalent to the amount available for new capital
expenditures.

Transportation Revenue Outlook in the City of Pilot Rock

ODOT’s policy section recommends certain assumptions in the preparation of transportation plans. In its
Financial Assumptions document prepared in May 1998, ODOT projected the revenue of the state highway
fund through year 2020. The estimates are based on not only the political climate, but also the economic
structure and conditions, population and demographics, and patterns of land use. The latter is particularly
important for state-imposed fees because of the goals in place under Oregon’s Transportation Planning Rule
(TPR) requiring a 10-percent reduction in per-capita vehicle miles of travel (VMT) in Metropolitan Planning
Organizations (MPO) areas by year 2015, and a 20-percent reduction by year 2025. This requirement will
affect the 20-year revenue forecast from the fuel tax. ODOT recommends the following assumptions:

o Fuel tax increases of one cent per gallon per year (beginning in year 2002), with an additional
one cent per gallon every fourth year.
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Vehicle registration fees would be increased by $10 per year in 2002, and by $15 per year in
year 2012.

Revenues will fall halfway between the revenue-level generated without TPR and the revenue
level if TPR goals were fully met.

Revenues will be shared among the state, counties, and cities on a “50-30-20 percent” basis
rather than the previous “60.05-24.38-15.17 percent” basis.

Inflation occurs at an average annual rate of 3.6 percent (as assumed by ODOT).

Figure 8-1 shows the forecast in both current-dollar and inflation-deflated constant (1998) dollars. As
highlighted by the constant-dollar data, the highway fund is expected to grow slower than inflation early in
the planning horizon. until fuel-tax and vehicle-registration fee increases occur in year 2002, increasing to a
rate somewhat faster than inflation through year 2015, continuing a slight decline through the remainder of
the planning horizon.

FIGURE 8-1
STATE HIGHWAY FUND (IN MILLIONS OF DOLLARS)
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Source: ODOT Financial Assumptions.

As the state highway fund is expected to remain a significant source of funding for Pilot Rock, the City is
highly susceptible to changes in the state highway fund. As discussed earlier, funds from the state highway
fund provide a large proportion (over 90 percent excluding grant funds) of the revenues available to the City
of Pilot Rock’s street fund.

In order to analyze the City’s ability to fund the recommended improvements from current sources, DEA
applied the following assumptions:

ODOT state highway fund assumptions as outlined above.

The state highway fund will continue to account for the majority of the City’s street fund.

8-5



Pilot Rock Transportation System Plan June 2001

o Interest and other local sources continue to provide stable revenue streams.

® The proportion of revenues available for capital expenditures for street improvements will
remain a stable, but small, proportion of the state tax resources.

Applying these assumptions to the estimated level of the state highway fund resources, as recommended by
ODOT, resources available to the Pilot Rock for all operations, maintenance, and capital outlay purposes are
estimated at approximately $67,000 to $82,000 annually (in current 1998 dollars), as shown in Table 8-7.

TABLE 8-7
ESTIMATED RESOURCES AVAILABLE TO CITY OF PILOT ROCK
FROM STATE HIGHWAY FUND, 1998 DOLLARS

Total Estimated Resources Estimated Funds Available
Year from State Highway Fund for Capital Outlay
1999 $70,500 $2,300
2000 $68,900 $2,300
2001 $67,300 $2,200
2002 $71,300 $2,300
2003 $72,200 $2,400
2004 $73,200 $2,400
2005 $76,400 $2,500
2006 $75,800 $2,500
2007 $76,200 $2,500
2008 $76,500 $2,500
2009 $78,700 $2,600
2010 $78,600 $2,600
2011 $78,300 $2,600
2012 $81,400 $2,700
2013 $82,700 $2,700
2014 $82,000 $2,700
2015 $81,300 $2,700
2016 $79,000 $2,600
2017 $79,700 $2,600
2018 $78,700 $2,600
2019 $77,800 $2,500
2020 $76.800 $2.500

The amount actually received from the state highway fund will depend on a number of factors, including:

* the actual revenue generated by state gasoline taxes, vehicle registration fees, and other sources;
and

e the population growth in Pilot Rock (since the distribution of state highway funds is based on an
allocation formula which includes population).

Based on the amount of resources historically available to fund capital improvements this analysis suggests
that the City of Pilot Rock will have between $2,200 and 2,700 available annually for capital improvements.

REVENUE SOURCES

In order to finance the recommended transportation system improvements requiring expenditure of capital
resources, it will be important to consider a range of funding sources. Although the property tax has
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traditionally served as the primary revenue source for local governments, property tax revenue goes into general
fund operations, and is typically not available for road improvements or maintenance. Despite this limitation,
the use of alternative revenue funding has been a trend throughout Oregon as the full implementation of
Measures 5 and 47 have significantly reduced property tax revenues (see below). The alternative revenue
sources described in this section may not all be appropriate in Pilot Rock; however, this overview is being
provided to illustrate the range of options currently available to finance transportation improvements during the
next 20 years.

Property Taxes

Property taxes have historically been the primary revenue source for local governments. However, property tax
revenue goes into general fund operations, and is not typically available for road improvements or maintenance.
The dependence of local governments on this revenue source is due, in large part, to the fact that property taxes
are easy to implement and enforce. Property taxes are based on real property (i.e., land and buildings) which
has a predictable value and appreciation to base taxes upon. This is as opposed to income or sales taxes, which
can fluctuate with economic trends or unforeseen events.

Property taxes can be levied through: 1) tax base levies, 2) serial levies, and 3) bond levies. The most common
method uses tax base levies, which do not expire and are allowed to increase by 6 percent per annum. Serial
levies are limited by the amounts and times they can be imposed. Bond levies are for specific projects and are
limited by time based on the debt load of the local government or the project.

The historic dependence on property taxes is changing with the passage of Ballot Measure 5 in the early 1990s.
Ballot Measure 5 limits the property tax rate for purposes other than payment of certain voter-approved general
obligation indebtedness. Under full implementation, the tax rate for all local taxing authorities is limited to $15
per $1,000 of assessed valuation. As a group, all non-school taxing authorities are limited to $10 per $1,000 of
assessed valuation. All tax base, serial, and special levies are subject to the tax rate limitation. Ballot Measure
5 requires that all non-school taxing districts’ property tax rate be reduced if together they exceed $10 per
$1,000 per assessed valuation by the county. If the non-debt tax rate exceeds the constitutional limit of $10 per
$1,000 of assessed valuation, then all of the taxing districts’ tax rates are reduced on a proportional basis. The
proportional reduction in the tax rate is commonly referred to as compression of the tax rate.

Measure 47, an initiative petition, was passed by Oregon voters in November 1996. It is a constitutional
amendment that reduces and limits property taxes and limits local revenues and replacement fees. The measure
limits 1997-98 property taxes to the lesser of the 1995-96 tax minus 10 percent, or the 1994-95 tax. It limits
future annual property tax increases to 3 percent, with exceptions. Local governments’ lost revenue may be
replaced only with state income tax, unless voters approve replacement fees or charges. Tax levy approvals in
certain elections require 50 percent voter participation.

The state legislature created Measure 50, which retains the tax relief of Measure 47 but clarifies some legal
issues, This revised tax measure was approved by voters in May 1997.

The League of Oregon Cities (LOC) estimated that direct revenue losses to local governments, including school
districts, will total $467 million in fiscal year 1998, $553 million in 1999, and increase thereafter. The actual
revenue losses to local governments will depend on actions of the Oregon Legislature. LOC also estimates that
the state will have revenue gains of $23 million in 1998, $27 million in 1999, and increase thereafter because of
increased personal and corporate tax receipts due to lower property tax deduction.

Measure 50 adds another layer of restrictions to those which govern the adoption of tax bases and levies outside
the tax base, as well as Measure 5’s tax rate limits for schools and non-schools and tax rate exceptions for voter
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approved debt. Each new levy and the imposition of a property tax must be tested against a longer series of
criteria before the collectible tax amount on a parcel of property can be determined.

System Development Charges

System Development Charges (SDCs) are becoming increasingly popular in funding public works
infrastructure needed for new local development. Generally, the objective of systems development charges is
to allocate portions of the costs associated with capital improvements upon the developments, which increase
demand on transportation, sewer or other infrastructure systems.

Local governments have the legal authority to charge property owners and/or developers fees for improving the
local public works infrastructure based on projected demand resulting from their development. The charges are
most often targeted towards improving community water, sewer, or transportation systems. Cities and counties
must have specific infrastructure plans in place that comply with state guidelines in order to collect SDCs.

SDCs are collected when new building permits are issued. Transportation SDCs are based on trip generation of
the proposed development. Residential calculations would be based on the assumption that a typical household
will generate a given number of vehicle trips per day. Nonresidential use calculations are based on employee
ratios for the type of business or industrial uses. The SDC revenues would help fund the construction of
transportation facilities necessitated by new development.

State Hichway Fund

Gas tax revenues received from the state of Oregon are used by all counties and cities to fund roads, and road
construction and maintenance. In Oregon, the state collects gas taxes, vehicle registration fees,
overweight/overheight fines and weight/mile taxes and returns a portion of the revenues to cities and counties
through an allocation formula. Like other Oregon cities, the city of Pilot Rock uses its state gas tax allocation to
fund street construction and maintenance.

Local Gas Taxes

The Oregon Constitution permits counties and incorporated cities to levy additional local gas taxes with the
stipulation that the moneys generated from the taxes will be dedicated to road-related improvements and
maintenance within the jurisdiction. At present, only a few local governments (including the cities of
Woodburn and The Dalles and Multnomah and Washington counties) levy a local gas tax. The city of Pilot
Rock may consider raising its local gas tax as a way to generate additional road improvement funds. However,
with relatively few jurisdictions exercising this tax, an increase in the cost differential between gas purchased
in Pilot Rock and gas purchased in neighboring communities may encourage drivers to seek less expensive fuel

elsewhere. Any action will need to be supported by careful analysis to minimize the unintended consequences
of such an action.

Vehicle Registration Fees

The Oregon vehicle registration fee is allocated to the state, counties and cities for road funding. Oregon
counties are granted authority to impose a vehicle registration fee covering the entire county. The Oregon
Revised Statutes would allow Umatilla County to impose a biannual registration fee for all passenger cars
licensed within the county. Although both counties and special districts have this legal authority, vehicle

8-8



June 2001 Pilot Rock Transportation System Plan

registration fees have not been imposed by local jurisdictions. In order for a local vehicle registration fee
program to be viable in Umatilla County, all the incorporated cities and the county would need to formulate an
agreement which would detail how the fees would be spent on future road construction and maintenance.

Local Improvement Districts

The Oregon Revised Statutes allow local governments to form Local Improvement Districts (LIDs) to construct
public improvements. LIDs are most often used by cities to construct localized projects such as streets,
sidewalks or bikeways. The statutes allow formation of a district by either the city government or property
owners. Cities that use LIDs are required to have a local LID ordinance that provides a process for district
formation and payback provisions. Through the LID process, the cost of local improvements is generally
spread out among a group of property owners within a specified area. The cost can be allocated based on
property frontage or other methods such as traffic trip generation. The types of allocation methods are only
limited by the Local Improvement Ordinance. The cost of LID participation is considered an assessment
against the property which is a lien equivalent to a tax lien. Individual property owners typically have the
option of paying the assessment in cash or applying for assessment financing through the City. Since the
passage of Ballot Measure 5, cities have most often funded local improvement districts through the sale of
special assessment bonds.

GRANTS AND LOANS

There are a variety of grant and loan programs available, most with specific requirements relating to economic
development or specific transportation issues, rather than for the general construction of new streets. Many
programs require a match from the local jurisdiction as a condition of approval. Because grant and loan
programs are subject to change and statewide competition, they should not be considered a secure long-term
funding source. Most of the programs available for transportation projects are funded and administered
through ODOT and/or the Oregon Economic Development Department (OEDD). Some programs that may be
appropriate for the city of Pilot Rock are described below. The primary contact for information on the
following programs is ODOT Region 5, which can be reached at (541) 963-3177.

Bike-Pedestrian Grants

By law (ORS 366.514), all road, street or highway construction or reconstruction projects must include
facilities for pedestrians and bicyclists, with some exceptions. ODQOT’s Bike and Pedestrian Program
administers two programs to assist in the development of walking and bicycling improvements: local grants,
and Small-Scale Urban Projects. Cities and counties with projects on local streets are eligible for local grant
funds. An 80 percent state/20 percent local match ratio is required. Eligible projects include curb extensions,
pedestrian crossings and intersection improvements, shoulder widening and restriping for bike lanes. Projects
on urban state highways with little or no right of way taking and few environmental impacts are eligible for
Small-Scale Urban Project Funds. Both programs are limited to projects costing up to $100,000. Projects that
cost more than $100,000, require the acquisition of ROW, or have environmental impacts should be submitted
to ODOT for inclusion in the STIP.

Access Management

The Access Management Program sets aside approximately $500,000 a year to address access management
issues. One primary component of this program is an evaluation of existing approach roads to state highways.
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These funds are not committed to specific projects, and priorities and projects are established by an evaluation
process.

Enhancement Program

This federally funded program earmarks $8 million annually for projects in Oregon. Projects must demonstrate
a link to the intermodal transportation system, compatibility with approved plans, and local financial support.
A 10.27 percent local match is required for eligibility. Each proposed project is evaluated against all other
proposed projects in its region. Within the five.Oregon regions, the funds are distributed on a formula based on
population, vehicle miles traveled, number of vehicles registered and other transportation-related criteria. The
solicitation for applications was mailed to cities and counties the last week of October 1998. Local
jurisdictions have until January 1999 to complete and file their applications for funding available during the
2000-2003 fiscal years that begin October 1999,

Highway Bridge Rehabilitation or Replacement Program

The Highway Bridge Rehabilitation or Replacement Program (HBRR) provides federal funding for the
replacement and rehabilitation of bridges of all functional classifications. A portion of the HBRR funding is
allocated for the improvement of bridges under local jurisdiction. A quantitative ranking system is applied to
the proposed projects based on sufficiency rating, cost factor, and load capacity. They are ranked against other
projects statewide, and require state and local matches of 10 percent each. It includes the Local Bridge
Inspection Program and the Bridge Load Rating Program.

Transportation Safety Grant Program

Managed by ODOT’s Transportation Safety Section (TSS), this program’s objective is to reduce the number of
transportation-related accidents and fatalities by coordination a number of statewide programs. These funds are
intended to be used as seed money, funding a program for three years. Eligible programs include programs in
impaired driving, occupant protection, youth, pedestrian, speed, enforcement, bicycle and motorcycle safety.
Every year, TSS produces a Highway Safety Plan that identifies the major safety programs, suggests

countermeasures to existing safety problems, and lists successful projects selected for funding, rather than
granting funds through an application process.

Federal Transit Administration (FTA) Section 5311-Non-urbanized Area Formula Program

Section 5311 is a federally sponsored program for general public transit services in small urban and rural areas.
It supports both capital and operation needs. The ODOT Public Transit Division distributes these funds. In
FY00, the cities of Pendleton and Milton-Freewater received these funds to support transportation programs for
the general public. The city of Pilot Rock would be eligible for these funds if it implemented intercity service

or intracity services open to the general public. The recipient of these funds must provide matching funds of up
to 50 percent for operating uses and up to 20 percent for capital expenses.

Section S311(f) — Part of 5311 funds is allocated to intercity services. Intercity transit services connect
comimunities to rail, bus and air hubs. These funds can be used for both capital and operating expenses. Local
revenues must match these funds. Match requirements are the same as those for 5311 funds.
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Surface Transportation Program (STP) Funds

TEA-21, the Federal Transportation Efficiency Act for the 21" Century, that funds programs for highways and
transit, permits surface transportation program funding flexibility between modes. This gives the state more
latitude in selecting the modal alternatives that would best address local congestion problems. STP funds are
generally limited to capital projects with a few exceptions. In non-urbanized areas ODOT has the
responsibility of allocating these funds. In'Pilot Rock, ODOT Region 5 makes funding decisions with public
input.

Department of Labor Welfare-to-Work Program

The US Department of Labor provides grants to communities to give transitional assistance to move welfare
recipients into unsubsidized employment. One of the areas applicants are encouraged to consider is the
development of responsive transportation systems to move people to work or to career training. These grants
must serve at least 100 welfare recipients. The Department of Labor expects the grants to range from one
million to five million dollars over a period of three years. Applications must be a coordinated effort between
transportation providers and Oregon Adult and Family Services. The funding can be used for capital and
operating expenses and will cover up to 50 percent of the cost of a program.

ODOT has submitted a grant application for funding for Oregon programs. ODOT identified the
Bend/Redmond area as the first demonstration program. Other areas of the state may be eligible after that. To
be eligible for this funding, it is essential that communities bring together local ODOT staff, transit providers
and AFS staff to begin the coordination process.

FTA Section 5310 Discretionary Grants

This program funds vehicles and other capital projects for programs that serve elderly and disabled people. In
FY99 the city of Pendleton received $36,000 to purchase a new vehicle.

Special Transportation Fund

The Special Transportation Fund (STF) awards funds to maintain, develop, and improve transportation services
for people with disabilities and people over 60 years of age. Financed by a two-cent tax on each pack of
cigarettes sold in the state, the annual distribution is approximately $5 million. Three-quarters of these funds
are distributed on a per-capita formula to mass transit districts, transportation districts, where such districts do
not exist, and counties. The remaining funds are distributed on a discretionary basis.

County Allotment Program

The County Allotment Program distributes funds to counties on an annual basis; the funds distributed in this
program are in addition to the regular disbursement of state highway fund resources. The program determines
the amount of total revenue available for roads in each county and the number of road miles (but not lane miles)
of collectors and arterials under each county’s jurisdiction. Using these two benchmarks, a “resource-per-
equivalent” ratio is calculated for each county. Resources from the $750,000 program are provided to the
county with the lowest resource-per-equivalent road-mile ratio until they are funded to the level of the next-
lowest county. The next-lowest county is then provided resources until they are funded to the level of the third-
lowest county, and so on, until the fund is exhausted.
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Immediate Opportunity Grant Program

The Oregon Economic Development Department (OEDD) and ODOT collaborate to administer a grant
program designed to assist local and regional economic development efforts. The program is funded to a level

of approximately $7 million per year through state gas tax revenues. The following are primary factors in
determining eligible projects:

¢ Improvement of public roads.

e Inclusion of an economic development-related project of regional significance.
e Creation or retention of primary employment.

¢ Ability to provide local funds (50/50) to match grant.

o Improvement to the quality of the community.

The maximum amount of any grant under the program is $500,000. Local governments that have received

grants under the program include Washington County, Multnomah County, Douglas County, the city of
Hermiston, port of St. Helens, and the city of Newport.

Oregon Special Public Works Fund

The Special Public Works Fund (SPWF) program was created by the 1995 State Legislature as one of several
programs for the distribution of funds from the Oregon Lottery to economic development projects in
communities throughout the state. The program provides grant and loan assistance to eligible municipalities
primarily for the construction of public infrastructure which support commercial and industrial development
that result in permanent job creation or job retention. To be awarded funds, each infrastructure project must
support businesses wishing to locate, expand, or remain in Oregon. SPWF awards can be used for

improvement, expansion, and new construction of public sewage treatment plants, water supply works, public
roads, and transportation facilities.

While SPWF program assistance is provided in the form of both loans and grants, the program emphasizes
loans in order to assure that funds will return to the state over time for reinvestment in local economic
development infrastructure projects. Jurisdictions that have received SPWF funding for projects that include
some type of transportation-related improvement include the cities of Baker City, Bend, Cornelius, Forest
Grove, Madras, Portland, Redmond, Reedsport, Toledo, Wilsonville, Woodburn, and Douglas County.

Oregon Transportation Infrastructure Bank

The Oregon Transportation Infrastructure Bank (OTIB) program is a revolving loan fund administered by
ODOT to provide loans to local jurisdictions (including cities, counties, special districts, transit districts, tribal
governments, ports, and state agencies). Eligible projects include construction of federal-aid highways,
bridges, roads, streets, bikeways, pedestrian accesses, and right of way costs. Capital outlays such as buses,
light-rail cars and lines, maintenance years and passenger facilities are also eligible.
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ODOT FUNDING OPTIONS

The state of Oregon provides funding for all highway related transportation projects through the Statewide
Transportation Improvement Program (STIP) administered by the Oregon Department of Transportation.
The STIP outlines the schedule for ODOT projects throughout the state. The STIP, which identifies projects
for a three-year funding cycle, is updated on an annual basis. Starting with the 1998 budget year, ODOT
will then identify projects for a four-year funding cycle. In developing this funding program, ODOT must
verify that the identified projects comply with the Oregon Transportation Plan (OTP), ODOT Modal Plans,
Corridor Plans, local Comprehensive Plans, and TEA-21 planning requirements. The STIP must fulfill
federal planning requirements for a staged, multi-year, statewide, intermodal program of transportation
projects. Specific transportation projects are prioritized based on federal planning requirements and the
different state plans. ODOT consults with local jurisdictions before highway related projects are added to
the STIP.

The highway-related projects identified in Pilot Rock’s TSP will be considered for future inclusion on the
STIP. The timing of including specific projects will be determined by ODOT based on an analysis of all the
project needs within Region 5. The city of Pilot Rock, Umatilla County, and ODOT will need to
communicate on an annual basis to review the status of the STIP and the prioritization of individual projects
within the project area. Ongoing communication will be important for the city, county, and ODOT to
coordinate the construction of both local and state transportation projects.

ODOT also has the option of making some highway improvements as part of their ongoing highway
maintenance program. Types of road construction projects that can be included within the ODOT
maintenance programs are intersection realignments, additional turn lanes, and striping for bike lanes.
Maintenance related construction projects are usually done by ODOT field crews using state equipment.
The maintenance crews do not have the staff or specialized road equipment needed for large construction
projects.

An ODOT funding technique that will likely have future application to Pilot Rock’s TSP is the use of state
and federal transportation dollars for off-system improvements. Until the passage and implementation of
ISTEA, state and federal funds were limited to transportation improvements within highway corridors.
ODOT now has the authority and ability to fund transportation projects that are located outside the
boundaries of the highway corridors. The criteria for determining what off-system improvements can be
funded has not yet been clearly established. It is expected that this new funding technique will be used to
finance local system improvements that reduce traffic on state highways or reduce the number of access
points for future development along state highways.

FINANCING TOOLS

In addition to funding options, the recommended improvements listed in this plan may benefit from a variety
of financing options. Although often used interchangeably, the words financing and funding are not the
same. Funding is the actual generation of revenue by which a jurisdiction pays for improvements, some
examples include the sources discussed above: property taxes, SDCs, fuel taxes, vehicle registration fees,
LIDs, and various grant programs. In contrast, financing refers to the collecting of funds through debt
obligations.

There are a number of debt financing options available to the city of Pilot Rock. The use of debt to finance
capital improvements must be balanced with the ability to make future debt service payments and to deal
with the impact on its overall debt capacity and underlying credit rating. Again, debt financing should be
viewed not as a source of funding, but as a time shifting of funds. The use of debt to finance these
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transportation-system improvements is appropriate since the benefits from the transportation improvements
will extend over the period of years. If such improvements were to be tax financed immediately, a large
short-term increase in the tax rate would be required. By utilizing debt financing, local governments are
essentially spreading the burden of the costs of these improvements to more of the people who are likely to
benefit from the improvements and lowering immediate payments.

General Obligation Bonds

General obligation (GO) bonds are voter-approved bond issues, which represent the least expensive
borrowing mechanism available to municipalities. GO bonds are typically supported by a separate property
tax levy specifically approved for the purposes of retiring debt. The levy does not terminate until all debt is
paid off. The property tax levy is distributed equally throughout the taxing jurisdiction according to

assessed value of property. GO debts typically are used to make public improvement projects that will
benefit the entire community.

State statutes require that the GO indebtedness of a city not exceed 3 percent of the real market value of all
taxable property in the city. Since GO bonds would be issued subsequent to voter approval, they would not
be restricted to the limitations set forth in Ballot Measures 5, 47, and 50. Although new bonds must be

specifically voter approved, Measure 47 and 50 provisions are not applicable to outstanding bonds, unissued
voter-approved bonds, or refunding bonds.

Limited Tax Bonds

Limited tax general obligation (LTGO) bonds are similar to GO bonds in that they represent an obligation of
the municipality. However, a municipality’s obligation is limited to its current revenue sources and is not
secured by the public entity’s ability to raise taxes. As a result, LTGO bonds do not require voter approval.
However, since the LTGO bonds are not secured by the full taxing power of the issuer, the limited tax bond
represents a higher borrowing cost than GO bonds. The municipality must pledge to levy the maximum
amount under constitutional and statutory limits, but not the unlimited taxing authority pledged with GO

bonds. Because LTGO bonds are not voter approved, they are subject to the limitations of Ballot Measures
5, 47, and 50.

Bancroft Bonds

Under Oregon Statute, municipalities are allowed to issue Bancroft bonds, which pledge the City’s full faith
and credit to assessment bonds. As a result, the bonds become general obligations of the City but are paid
with assessments. Historically, these bonds provided a city with the ability to pledge its full faith and credit
in order to obtain a lower borrowing cost without requiring voter approval. However, since Bancroft bonds
are not voter approved, taxes levied to pay debt service on them are subject to the limitations of Ballot

Measures 5, 47, and 50. As a result, since 1991, Bancroft bonds have not been used by municipalities that
were required to compress their tax rates.

FUNDING REQUIREMENTS

Pilot Rock’s TSP identifies both capital improvements and strategic efforts recommended during the next 20
years to address safety and access problems and to expand the transportation system to support a growing
population and economy. The TSP identifies 6 projects, totaling an estimated $309,900. One of the
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projects, that affects traffic operations around US 395, has identified state funding for the recommended

project. The balance of the projects are within the City’s jurisdiction and will require the City to take the
financial lead.

Estimated costs by project are shown in Table 8-8.

TABLE 8-8
RECOMMENDED PROJECTS AND FINANCIAL RESPONSIBILITY
Costs ($ X 1,000)
Project Location /Description City County State Private Total
1.  Extend North 6th St. to US 395. $130.0 $130.0
4A  Pave Hickory Street up to Fir Street $11.3 $11.3
4B. Pave Alder Street between 5th Street $62.2 $62.2
and US 395
4C. Pave SW 4th Place and SW Cedar Street $25.4 $254
3.  Replace vehicle bridge over East Birch  $73.5 $73.5
Creek on alley roadway.
2. Replace pedestrian bridge over West  $7.5 $7.5
Birch Creek between Delwood
Total $130.0 $ $309.9
$179.9

Notes:
(1) To be determined at a later time.

The city of Pilot Rock is expected to be able to fund projects of up to approximately $52,800 over the 20-
year planning horizon. Based on current revenue sources for the city of Pilot Rock and the improvements

identified in this Transportation System Plan, the City would face a funding deficit of $127,100, as shown in
Table 8-9.

TABLE 8-9
ESTIMATED CAPITAL FUNDING BALANCE
Amount
Capital Available from Existing Revenue Sources $52,800
Capital Needed to Fund Projects Identified as City-Funded Projects $179,900
Surplus (Deficit) ($127,100)

Given the existing cost estimates, the resources available as estimated in Table 6, and financial partners
currently identified, Pilot Rock is expected to experience a funding deficit of over $127,100 over the 20-year
planning period. Some of the projects may be eligible for alternative funding sources. For example, one
project serves to enhance the pedestrian connectivity of the City, making it potentially eligible for bike and
pedestrian funding, as described earlier in this chapter., a pedestrian bridge over East Birch. Securing grant
funding for this project, estimated to total $7,500 would allow the city of Pilot Rock to implement these

projects within the 20-year planning horizon. Additional analysis would be required to evaluate the
feasibility of this funding option.
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This Transportation System Plan identifies 6 projects recommended over the next 20 years. Based on
existing revenue sources and the estimated costs to implement the improvements, the city of Pilot Rock is
expected to experience a budget shortfall of over $127,100 over the 20-year planning horizon. The City will
need to work with Umatilla County and ODOT to explore alternative funding sources, including SDCs, bike

and pedestrian grants, and other programs described in this chapter, to implement the recommended
improvements.
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CHAPTER 9: RECOMMENDED POLICIES AND ORDINANCES

In 1991, the Oregon Transportation Planning Rule was adopted to implement State Planning Goal 12 —
Transportation (amended in May and September 1995). The Transportation Planning Rule requires counties
and cities to complete a Transportation System Plan (TSP) that includes policies and ordinances to implement
that plan. The city of Pilot Rock Comprehensive Plan, Zoning Ordinance, and Subdivision Ordinance was
revised in 1986. The Transportation discussion in the Comprehensive Plan has not been significantly updated
since the implementation of the Transportation Planning Rule. The City's ordinances also need updating to
meet the requirements of the Transportation Planning Rule and this TSP.

ELEMENTS REQUIRED BY THE TRANSPORTATION PLANNING RULE

The applicable portion of the Transportation Planning Rule is found in Section 660-12-045: Implementation
of the Transportation System Plan. In summary, the Transportation Planning Rule requires that local
governments revise their land use regulations to implement the Transportation System Plan in the following
manner:

* Amend land use regulations to reflect and implement the Transportation System Plan.

e Clearly identify which transportation facilities, services, and improvements are allowed outright,
and which will be conditionally permitted or permitted through other procedures.

e Adopt land use or subdivision ordinance measures, consistent with applicable federal and state
requirements, to protect transportation facilities, corridors and sites for their identified functions,
that include the following topics:

access management and control;

protection of public use airports;

coordinated review of land use decisions potentially affecting transportation facilities;
conditions to minimize development impacts to transportation facilities;

regulations to provide notice to public agencies providing transportation facilities and services
of land use applications that potentially affect transportation facilities; and

regulations assuring that amendments to land use applications, densities, and design standards
are consistent with the Transportation System Plan.

Juuiydl

U

e Adopt land use or subdivision regulations for urban areas and rural communities to provide safe and
convenient pedestrian and bicycle circulation and bicycle parking, and to ensure that new
development provides on-site streets and accessways that provide reasonably direct routes for
pedestrian and bicycle travel.

o Establish street standards that minimize pavement width and total right-of-way.

These elements are discussed in the following sections, where they are grouped by similarity in terms of
appropriate policy and ordinance.
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APPROVAL PROCESSES FOR TRANSPORTATION FACILITIES

Section 660-12-045(1) of the Transportation Planning Rule requires that cities and counties amend their land
use regulations to conform with the jurisdiction's adopted Transportation System Plan. This section of the
Transportation Planning Rule is intended to clarify the approval process for transportation-related projects.

Recommended Policies for Approval Process

Policies should clarify the approval process for different types of projects. The following policies are
recommended to be adopted in the Pilot Rock Comprehensive Plan:

» The Transportation System Plan is an element of the city of Pilot Rock Comprehensive Plan. It
identifies the general location of transportation improvements. Changes in the specific alignment of
proposed public road and highway projects that shall be permitted without plan amendment if the new
alignment falls within a transportation corridor identified in the Transportation System Plan.

* Operation, maintenance, repair, and preservation of existing transportation facilities shall be allowed
without land use review, except where specifically regulated.

e Dedication of right-of-way, authorization of construction and the construction of facilities and
improvements for projects authorized in the Transportation System Plan, the classification of the
roadway and approved road standards shall be allowed without land use review.

* For state projects that require an Environmental Impact Statement (EIS) or Environmental Assessment
(EA), the draft EIS or EA shall serve as the documentation for local land use review, if local review is
required.

Recommended Ordinances for Approval Process

Projects that are specifically identified in the Transportation System Plan and for which the jurisdiction has

made all the required land use and goal compliance findings are permitted outright, subject only to the
standards established by the Plan.

A. However, a city may not allow outright an improvement that is included in the Transportation System
Plan but for which no site-specific decisions have been made. Therefore, it is recommended that small

Jurisdictions review these transportation projects within the Urban Growth Boundary as regulated land
use actions, using conditional use process.

PROTECTING EXISTING AND FUTURE OPERATION OF FACILITIES

Section 60-12-045(2) of the Transportation Planning Rule requires that jurisdictions protect future operation
of transportation corridors. For example, an important arterial for through-traffic should be protected in

order to meet the community’s identified needs. In addition, the proposed function of a future roadway must
be protected from incompatible land uses.

Other future transportation facilities that the city of Pilot Rock may wish to protect include the space and

building orientation necessary to support future transit, and right-of-ways or other easements for accessways,
paths, and trails.
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Protection of existing and planned transportation systems can be provided by ongoing coordination with
other relevant agencies, adhering to the road standards, and to the access management policies and
ordinances suggested below. Comprehensive Plan Policies will be established by the City of Pilot Rock and
incorporated into the Comprehensive Plan to protect existing and future operation of transportation
facilities.

Recommended Access Control Ordinances

Appropriate provisions to provide access management should be included in a revised Section 3.94 of the
City of Pilot Rock Zoning Ordinance.

PROCESS FOR COORDINATED REVIEW OF LAND USE DECISIONS

e A lack of coordination between state and local decision processes can result in costly delays and
changes in public road and highway projects, as well as some maintenance and operation activities.
Section 660-12-045(2)(d) of the Transportation Planning Rule requires that jurisdictions develop a
process for the coordinated review of land use decisions affecting transportation facilities. .

Recommended Process for Applying Conditions to Development Proposals

Section 660-12-045(2)(e) of the Transportation Planning Rule requires that jurisdictions develop a process
to apply conditions to development proposals in order to minimize impacts on transportation facilities.

The site plan review process is a useful tool for a small jurisdiction. The city of Pilot Rock may want to
amend its site plan review process so that it requires applicants to provide data on the potential traffic
impacts of a project through a traffic impact study or, at least, an estimation of the number of trips expected
to be generated. Recommended language to be included under site plan criteria is as follows:

e The proposed use shall not impose an undue burden on the public transportation system. For
developments that are likely to generate more than 400 average daily motor vehicle trips (ADTs), the
applicant shall provide adequate information, such as a traffic impact study or traffic counts, to
demonstrate the level of impact to the surrounding street system. The developer shall be required to
mitigate impacts attributable to the project.

o The determination of impact or effect and the scope of the impact study should be coordinated with the
provider of the affected transportation facility.

If the city of Pilot Rock decides to implement a Site Plan review process, conditions such as the following
may be included in the ordinance, to be applied in the event that a proposed project is demonstrated to have
potentially adverse effects on the transportation system. These are additional to the conditions imposed by
the recommended Access Management Ordinance included previously.

e Dedication of land for streets, transit facilities, sidewalks, bikeways, paths, or accessways shall be
required where the existing transportation system will be impacted by or is inadequate to handle the
additional burden caused by the proposed use.
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o Improvements such as paving, curbing, installation or contribution to traffic signals, construction of
sidewalks, bikeways, accessways, paths, or streels that serve the proposed use where the existing
transportation system may be burdened by the proposed use.

Recommended Regulations to Provide Notice to Public Agencies
Review of land use actions is typically initiated by a notice. This process is usually defined by a procedures
ordinance or noticing policy. This ordinance or policy should be amended to provide for notice to ODOT
regarding any land use action on or adjacent to US 395. This provision should be included in Article 12:
Administrative Provisions of the Pilot Rock Zoning Ordinance. Similarly, all actions by the City potentially
affecting a county road should provide notice to Umatilla County.
Information that should be conveyed to reviewers includes:

e Project location.

e Proposed land use action.

o Location of project access point(s).
Recommended Regulations to Assure that Amendments are Consistent with the Transportation
System Plan
Section 660-12-045(2)(g) of the Transportation Planning Rule requires that jurisdictions develop regulations

to assure that all development proposals, plan amendments, or zone changes conform with the

Transportation System Plan. This requirement can be addressed by adding a policy to the Comprehensive
Plan, as follows:

e All development proposals, plan amendments, or zone changes shall conform with the adopted
Transportation System Plan.

Within the zoning ordinance, development proposals can be addressed through site plan review, discussed
above. Zone changes and plan amendments can be partially addressed by the following language:

o  The applicant must show that the proposed change conforms with the Comprehensive Plan.

The following statements should be added to the local ordinance and policy language governing zone
changes and plan amendments:

A A plan or land use regulation amendment significantly affects a transportation facility if it:
1. Changes the functional classification of an existing or planned transportation facility;
2. Changes standards implementing a functional classification system;

3. Allows types or levels of land use that would result in levels of travel or access that are
inconsistent with the functional classification of a transportation facility; or
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4. Would reduce the level of service of the facility below the minimum acceptable level identified in
the Transportation System Plan.

B. Amendments to the Comprehensive Plan and land use regulations which significantly affect a
transportation facility shall assure that allowed land uses are consistent with the function, capacity,

and level of service of the facility identified in the Transportation System Plan. This shall be
accomplished by one of the following:

1. Limiting allowed land uses to be consistent with the planned function of the transportation facility.

2. Amending the Transportation System Plan to ensure that existing, improved, or new transportation
Jacilities are adequate to support the proposed land uses consistent with the requirement of the
Transportation Planning Rule; or

3. Altering land use designations, densities, or design requirements to reduce demand for automobile
travel and meet travel needs through other modes.

SAFE AND CONVENIENT PEDESTRIAN AND BICYCLE CIRCULATION

Bicycling and walking are often the most appropriate mode for short trips. Especially in small cities where
the downtown area is compact, walking and bicycling can replace short auto trips, reducing the need for
construction and maintenance of new roads. However, the lack of safe and convenient bikeways and
walkways can be a strong discouragement to use these mode choices. The Transportation Planning Rule
(660-12-045(3)) requires that urban areas and rural communities plan for bicycling and walking as part of
the overall transportation system.

Recommended Ordinances for Bicycle and Pedestrian Circulation and Access

Sections 660-12-045(3)(b), (c), and (d) of the Transportation Planning Rule deals with providing facilities
for safe and convenient pedestrian and bicycle circulation and access, both within new residential and
commercial development, and on public streets. In order for walking and bicycling to be viable forms of
transportation, especially in smaller cities where they can constitute a significant portion of local trips, the
proper facilities must be supplied. In addition, certain development design patterns, such as orienting
commercial uses to the street and placing parking behind the building, make a commercial district more
accessible to non-motorized transportation and to existing or future transit.

4. The Transportation Planning Rule specifies that, at a minimum, sidewalks and bikeways be provided
along arterials and collectors in urban areas. Separate bicycle and pedestrian facilities should be
provided where these would safely minimize trips distances by providing a “short cut.” Small cities
should enhance existing ordinances by including language, additions and recommendations. The
recommendations should be placed within the appropriate section of the Pilot Rock zoning
ordinance (Section 1.5) or subdivision ordinance (Section 1.13).

If the city of Pilot Rock decides to implement a Site Plan review process, it should include a requirement to
show the design and location of bicycle parking and bicycle and pedestrian circulation elements such as
accessways and walkways.

9-5



APPENDIX A

Pilot Rock Plans



PILOT ROCK PLANS

Pilot Rock Comprehensive Plan

The Pilot Rock Comprehensive Plan was adopted in 1978, and amended in 1986. The plan provides goals and
policies for guiding the future growth and development of the city. Two of the city’s 13 goals strongly impact the
development of the Transportation System Plan-- Goal K: Transportation and Goal J: Public Facilities and
Services.
Goal K: Transportation
To provide and encourage a safe, convenient and economic transportation system.
Policies
1. To repave city streets and provide curbs and sidewalks as resources are available.
2. To encourage development and use of alternate means of transportation to the private automobile.
3. To work with ODOT to minimize conflicts between through and local traffic on US Highway 395,
to reduce traffic hazards and expedite the flow of traffic by limiting access to and from the
highway with the Urban Growth Area, and planning for adequate access to property adjacent to the

highway.

4. To development of good transportation linkages (vehicular, pedestrian, bicycle, etc.) between
residential areas and major activity centers.

5. To encourage the continuing availability of rail transportation linkages to mainline services.
(Note: There is no active rail service to Pilot Rock at this time.)

6. To work with Umatilla County to develop joint policies concerning local roads and streets within
the Urban Growth Boundary.

7. To adopt the recommendation in the Oregon Department of Transportation Six-Year Highway
Improvement Plan that occurs within the Urban Growth Boundary.

Goal J: Public Facilities and Services

To plan and develop a timely, orderly, and efficient arrangement of public facilities and services to serve as a
framework for urban development.
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Applicable Policies

7. To develop, maintain, update, and expand police and fire services, streets and sidewalks, water and

sewer systems, and storm drains as necessary to provide adequate facilities and services to the
community.

Pilot Rock Technical Report

The Pilot Rock Technical Report offers background information for the city regarding the natural environment,
the socioeconomic environment (including population indicators) and establishment of the Urban Growth
Boundary (UGB). The report contains road classifications for roadways through the city. The classifications are

listed in the Appendix: Table X: 1997 Major Street Inventory. This report was last revised in 1986. Therefore,
much of the data is now outdated.

Key finding regarding transportation facilities include the following:

» Approximately 80 percent of Pilot Rock’s existing streets are paved. These streets are mainly
paved to 20 feet and a few major collector streets are paved to 24 foot widths.

o There are few existing curbs or sidewalks in Pilot Rock. The ones which do exist consist mainly
of short lengths of the downtown section Highway 395.

¢ The major road access provided to Pilot Rock is through US Highway 395. Two county roads also
access the areas: County Road # 1375 and # 1386.

® The roadways allow easy access to highway transportation facilities which link the city with
regional production, distribution, and marketing centers.

The development of Pilot Rock is constricted by natural hazards. Pilot Rock is situated at the
confluence of three creeks. East and West Birch Creek come together just north of the downtown
area and form Birch Creek. Also, Wegner Creek flows into East Birch Creek near the southern
city limits. The floodplains and natural habitats associated with the creeks has limited
development. The city has zoned much of the area for permanent open space.

* The basalt rock formation on the west side of town has steep slopes which constrain development.

Pilot Rock Subdivision Ordinance

The City of Pilot Rock Subdivision Ordinance was adopted in 1986. It regulates all subdivisions and partitions of
lands, within the city limits. (Umatilla County is responsible for regulating subdivision and partitions outside of
the city limits but within the urban growth boundary. However, the city reviews and comments on all plans, plats,

or maps for those areas.) It also regulates the construction of new or undeveloped streets within the city and
urban growth boundary.

The ordinance explains the Pilot Rock street classifications. The different streets are defined as:
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Alley: A narrow street through a block primarily for vehicular service access to the back or side of properties
otherwise abutting on another street.

Arterial: A street of considerable continuity which is primarily a traffic artery for travel between large areas.

Collector: A street supplementary to the arterial street system and a means of travel between this system and
smaller areas, used to some extent for through traffic and to some extent for access to abutting properties.

Cul-de-sac: A short street having one end to traffic and being terminated by a vehicle turn-around.
Local Street: A street intended primarily for access to abutting properties.

Marginal Access Street: A local street parallel and adjacent to an arterial street providing access to abutting
properties, but protected from through traffic.

The Ordinance lists general requirements and design standards for streets. General requirements include the
frontage requirements, grading, topography and arrangement of streets, road names, sign requirements, and street
light requirements. Design standards include widths for rights-of-way, pavement, grade, speed, and sidewalks as
follows:

ROAD DESIGN STANDARDS - BUSINESS/INDUSTRIAL

Road Minimum Minimum Maximum
Classification Right-of-way  Surface Width Grade Speed Sidewalks
Arterial Street 100 ft 48 ft 5% 45 mph Both sides 6 ft
Collector Street 70 ft 44 ft 7% 40 mph Both sides 6 ft
Local Street 60 ft 38 ft 8% 30 mph Both sides 6 ft
Alleys 24 ft 24 ft nl nl nl

nl - no standard listed

ROAD DESIGN STANDARDS - RESIDENTIAL

Road Minimum Minimum Maximum
Classification Right-of-way  Surface Width Grade Speed Sidewalks
Arterial Street 80 ft 44 ft 8 % 40 Both sides 4 ft
Collector Street 60 ft 38 ft 10 % 35 Optional*
Local Street S50 ft 38 ft 12% 25 Optional*
Alleys 20 ft 20 ft nl nl nl

nl - no standard listed
* Sidewalks may be required by the City Council on these streets.

Subdivisions are required to provide frontage on and access from an existing street. Streets shall be improved to
City, County or State standards. Sidewalks may be required at the discretion of the City Council on local or
collector residential streets,

Pedestrian accesses may be required by the City Council to facilitate pedestrian access from streets to schools,

parks, playgrounds, or other nearby streets. These are perpetual unobstructed easements at least 20 feet in width.
The City Council may also require installation of separate bicycle lanes within streets or on separate paths.
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Pilot Rock Zoning Ordinance

The Pilot Rock Zoning Ordinance was adopted in 1986.

The purported purpose of Zoning Ordinance is as follows:
promoting the public health, safety, and welfare; to encourage the most appropriate use of property
within the city; to stabilize and protect the value of property; to provide adequate light and air; to
prevent overcrowding; to lessen traffic congestion; to facilitate adequate and economical provision
for public improvements, all to implement the Comprehensive Plan of the City of Pilot Rock; to

provide a method of administration and to provide penalties for violation of the provision herein.

The Ordinance contains 12 sections. The only section that applies directly to the transportation is the section on
off-street parking and loading.
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Umatilla County Population Discussion

METHODOLOGY AND DATA SOURCES

Population estimates and projections were developed from historical data, official annual
estimates, official long-range forecasts, and an impact analysis of four major employers
entering or expanding in western Umatilla County. Historical data are compiled as
reported by the Census Bureau. Portland State University’s Center for Population
Research and Census developed annual population estimates for cities and counties for
the purpose of allocating certain state tax revenues to cities and counties. The State of
Oregon Office of Economic Analysis (OEA) provided long-term (through year 2040)
state population forecasts, disaggregated by county, for state planning purposes.

The Office of Economic Analysis used business-cycle trends (as reflected by the
Employment Department’s employment forecasts) as the primary driver of population
and employment for the short term. For the long term, the forecasts shift to a population-
driven model, which emphasizes demographics of the resident population, including age
and gender of the population, with assumptions regarding life expectancy, fertility rate,
and immigration. DEA used a methodology based on OEA’s county-distribution
methodology in developing population and employment forecasts for each of the cities in
Umatilla County. DEA calculated a weighted average growth rate for each jurisdiction
(weighting recent growth more heavily than past growth) and combined this average
growth rate with the projected county-wide growth rate. This methodology assumes
convergence of growth rates because of the physical constraints of any area to sustain
growth rates beyond the state or county average for long periods of time. These
constraints include availability of land and housing, congestion, and other infrastructure
limitations.

These preliminary forecasts were used as a basis for discussion with individuals who have
local knowledge and expertise. The projections were then revised based on local input
and analysis. One element that had a signiticant impact on the population analysis was
the HUES (Hermiston, Umatilla, Echo, and Stanfield) Growth Impact Study, conducted
by the Benkendorf Associates Corporation, Hobson Johnson & Associates, and Martin
Davis Consulting, which quantifies the impact of the construction and operation of four
major employers.

As required by state policy, this forecast is consistent with the State of Oregon Office of
Economic Analysis forecast at the end of the 20-year planning period. Because of the
impact of the four large employers, however, the growth of Umatilla County will occur
faster in the beginning of the planning horizon, slowing to compensate near the end of the
planning period.

These population and employment forecasts were developed to determine future
transportation needs. The amount of growth, and where it occurs, will affect traffic and
transportation facilities in the study area. This report is not intended to provide a
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complete economic forecast or housing analysis, and it should not be used for any
purpose other than that for which it was designed.

CURRENT POPULATION AND EMPLOYMENT LEVEL

Estimated at 65,500 in 1997, the population of Umatilla County has grown relatively
rapidly since the 1990 Census, with an average annual growth rate of over one-and-one-
half percent. The following table shows the estimated change in population for Umatilla
County and the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock, Stanfield,
Ukiah, and Weston for 1990 and 1996.

Umatilla County Population Level

1990 and 1996
1990-1997 Change

1990 1997 Number CAARG*
Umatilla County 59,249 65,500 6,251 1.4%
Adams 223 265 42 2.5%
Athena 997 1,120 123 1.7%
Echo 499 585 86 2.3%
Helix 150 190 40 3.4%
Pilot Rock 1,478 1,585 107 1.0%
Stanfield 1,568 1,770 202 1.7%
Ukiah 250 240 -10 -0.6%
Weston 606 680 74 1.6%

* Compound Average Annual Rate of Growth

Source: Portland State University Center for Population Research and Census.

Most of the jurisdictions in Umatilla County have grown at a healthy rate, comparable to
the annual growth rate of 1.4 percent for the county overall. The smaller jurisdictions of
Adams and Helix have grown at a slightly faster rate, starting from the smaller population
bases of 223 (Adams) and 150 (Helix) in 1990.

Populations with Specific Transportation Needs

Certain populations have been identified as having more intensive transportation needs
than the general population. These populations include people under the legal driving
age, those under the poverty level, and those with mobility limitations.

As stated above, Portland State University’s Center for Population and Census estimates
the Umatilla County’s population as 65,500 in 1997. The Center further estimates that
18,623 of these people, or about 28 percent of the population, is under the age of 18 and
that 5,505 are under age 5. Because the purpose of this analysis is to determine the
number of people with specific transportation needs, DEA used PSU’s age disaggregation
to estimate that 16,617 people are under 16, the legal driving age in Umatilla County.
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According to the 1990 Census, 16.5 percent of the 57,046 persons living in Umatilla
County (for whom poverty status is determined) were below poverty level. Poverty
statistics are based on a threshold of nutritionally-adequate food plans by the Department
of Agriculture for the specific size of the family unit in question. The distribution of the
population below poverty level shows that a larger proportion of younger persons than
older populations are affected by this indicator, as shown in the following table.

Poverty Status
Umatilla County--1990 Census
Below Poverty Level Percent of

Total Below Total* Total Population
Male Female Poverty Level Population Below Poverty

11 and under 1,408 1,175 2,583 10,929 23.6%
12 to 17 481 517 998 5,223 19.1%
18 and over 2,300 3,538 5,838 40,894 14.3%
Total 4,189 5,230 9,419 57,046 16.5%

* For whom poverty status is defermined.

Source: U.S. Census Bureau.

The Census Bureau reports that 3.3 percent of the population 16 and older had a mobility
limitation in 1990. Persons were identified as having a mobility limitation if they had a
health condition (physical and/or mental) that lasted for six or more months and which
made it difficult to go outside the home alone. A temporary health problem, such as a
broken bone that was expected to heal normally, was not considered a health condition.

Using the proportion of the population with mobility limitations and below the poverty
level' in 1990, DEA estimated the number of people with specific transportation needs in
1996. The following table shows that an estimated 34.8 percent of the population may
have specific transportation needs. (There is likely to be some overlap between the 3.3
percent of the population with mobility limitations and the 14.5 percent below the poverty
level; therefore, the sum of the figures may overstate the proportion of the population
with specific transportation needs.)

Estimated Population with Specific Transportation Needs

1996, Umatilla County
Percent of Estimated
Total Population  Number
Persons between the ages of 5 and 15 17.0% 11,115
Persons 16 and older under Poverty Level 14.5% 9,480
Persons 16 and older with Mobility Limitation 3.3% 2,130
Total Specific Transportation Needs Population 34.8% 22,725

' DEA used the Census Bureau’s age disaggregation to estimate that 10.7 percent of the
population over the age of 16 was under the poverty level in 1990,
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Source: U.S. Census Bureau,

Planning for the overall transportation system will need to consider the special needs of
these populations.

HISTORICAL GROWTH

The population of Umatilla County has grown since the 1970s, with significantly slower
growth in the 1980s, reflecting a general slowdown in the state’s economy. Helix, Pilot
Rock, and Weston actually experienced a net population loss between 1970 and 1990.
The following table shows the population trend for Adams, Athena, Echo, Helix, Pilot
Rock, Stanfield, Ukiah, and Weston, and Umatilla County as a whole.

Umatilla County Historical Population Trend

1970-1990 Change

1970 1980 1985 1990 1995 1997 Number CAARG*

Umatilla County 44,923 58,855 60,000 59,249 65,200 65,500 14,326 1.4%

Adams 219 240 245 223 260 265 4 0.1%
Athena 872 965 955 997 1,080 1,120 125 0.7%
Echo 479 624 605 499 530 585 20 0.2%
Helix 152 155 155 150 170 190 @) (0.1%)
Pilot Rock 1,612 1,630 1,630 1,478 1,560 1,585  (134)  (0.4%)
Stanfield 891 1,568 1,660 1,568 1,700 1,770 677 2.9%
Ukiah N.A. 249 230 250 270 240 N/A N/A
Weston 660 719 730 606 655 680 (54)  (0.4%)

* Compound Average Annual Rate of Growth
Ukiah was incorporated in July 1972.
Source: Portland State University Center for Population Research and Census.

The number of people residing in Stanfield nearly doubled between 1970 and 1980. This
population growth may have been fueled by some significant housing developments and
the location of several food processing plants in Stanfield during this time.

POPULATION AND EMPLOYMENT FORECASTS

Umatilla County is expected to experience population gains for the next 20 years. Like
much of rural Oregon, the economy of Umatilla County remains largely seasonal, with
nearly one-quarter of all employment agriculture-based. Therefore, population increases
are difficult to predict, and are not likely to be as stable as the forecasts appear to imply.

The State Office of Economic Analysis prepared long-term population projections by
county. Based on these projections and the methodology described above, preliminary
population forecasts for the jurisdictions of Adams, Athena, Echo, Helix, Pilot Rock,
Stanfield, Ukiah, and Weston were developed in five-year increments.

Umatilla County Population Discussion June 1998
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An ad-hoc HUES (Hermiston, Umatilla, Echo, and Stanfield) Impact Planning Group was
formed in early 1997 to lead cooperative efforts to address growth concerns in western
Umatilla County arising from four major employers locating or expanding in the region.
The HUES Growth Impact Study, conducted by the Benkendorf Associates Corporation,
Hobson Johnson & Associates, and Martin Davis Consulting, quantifies the impact of the
construction and operation of these four facilities. Employment impacts are translated
into household and population impacts, and disaggregated across the four HUES
communities, Pendleton, and rural Umatilla County.

Of these four employers (the Two Rivers Correctional Institution, the Umatilla Chemical
Agent Disposal Facility, the Union Pacific Railroad Hinkle Locomotive Shop, and the
Wal-Mart Distribution Center and Truck Maintenance Facility), only one (the Wal-Mart
Distribution Center) had been announced and incorporated in the long-range population
and employment forecast prepared by the Office of Economic Analysis. Because the
Umatilla County site was selected as the location for the Wal-Mart Distribution Center in
1994, its impacts were already incorporated in the Office of Economic Analysis long-term
population and employment forecast. Applying the HUES methodology, DEA, Inc.
subtracted out the impact of the Wal-Mart Distribution Center, in order to identify the
population impacts resulting from the three “big four” employers otherwise not accounted
for in the OEA forecast.

Umatilia County Population Discussion June 1998
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HUES Population Impacts by Community

HUES Study “Scenario One” Less Wal-Mart Distribution Center

Base Population

Population Impact

1996 2000 2005 2007
Hermiston 11,050 1,681 2,354 1,412
Umatilla 3,310 503 705 423
Echo* 530 81 113 68
Stanfield 1,755 267 374 224
HUES communities subtotal 2,531 3.545 2,128
Pendleton 223 313 188
Rural Umatilla County 223 313 188
Total Population Impact 2,978 4171 2,503
*

The HUES study estimates Echo’s base population using utility hook-up data and a 2.5 average
household size. However, this methodology yields a base-year estimate inconsistent with the
“official” state estimate. As required by state policy, the Transportation System Plan uses the
official state estimate as the base population. As appropriate, the TSP uses utility hook-up data as

the base number of households.

Source: HUES Growth Impact Study and David Evans and Associates, Inc.

These estimated impacts were then applied to the original population forecast for Echo
and Stanfield by the mathematical model. The resulting population forecast is shown in

five-year increments in the table below.

Umatilla County Population Forecast

1995-2000 1995-2017
1995 2000 2005 2010 2015 2017 CAARG CAARG
Umatilla County 65,200Q 72,800 77,000 78,300 79,500 80,073 2.2% 0.9%
Adams 260 270 280 290 300 310 0.7% 0.8%
Athena 1,080 1,160 1,210 1,270 1,330 1,360 1.4% 1.1%
Echo 530 610 640 650 660 660 2.9% 1.0%
Helix 170 190 210 220 230 230 2. 7% 1.4%
Pilot Rock 1,560 1,580 1,600 1,610 1,640 1,650 0.3% 0.3%
Stanfield 1,700 2,020 2,130 2,290 2,430 2,490 3.5% 1.8%
Ukiah 270 290 310 320 340 340 1.6% 1.1%
Weston 655 690 700 710 720 730 1.0% 0.5%
Source: 1995 estimates developed by Portland State University Center for Population Research and

Census, long-term County forecasts developed by State of Oregon Office of Economic Analysis;
and Jurisdiction forecasts and intermediate County forecasts developed by David Evans and

Associates, Inc.

Umatilla County Population Discussion

June 1998

6



Overall, Umatilla County is expected to experience healthy rates of population growth,
averaging nearly one percent annually over the planning horizon. As shown in the table,
the western portion of Umatilla County is expected to grow faster than the rest of
Umatilla County, fueled by the four major employers. Of all jurisdictions included in this
analysis, Stanfield is expected to grow the fastest, at an annual average of 3.5 percent at
the beginning of the planning horizon, slowing somewhat, but still achieving a very rapid
average annual rate of 1.8 percent for the 20-year planning period.
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Introduction

he Pedestrian Transportation Development Plan provides a 20-year [ramework for

improving pedestrian conditions in the City and increasing opportunities for walk-
ing and bicycling. It expands on the existing Transportation System Plan.

The Plan was developed aver about 5 months starting with a kick-off meeting and
walk-through on June 14, 2004 (see timeline at right). An initial facts and findings
report in Task 1 gathered background information on existing conditions, opportuni-
ties and constraints. A community open house (Task 2) provided further inputs to help
select projects and strategies. A policy review (Task 3) examined existing City policies
and potential changes to support a list of projects and typical street sections (Task 4).
The results were presented at a public workshop (Task 5) and to the Planning Comis-
sion. Task 6, this report, covers the final plan developed from the previous work.

The results are presented as follows:

Part I, Facts & Findings, is a reprint of the Task 1 report.

Part I, Final Plan, covers the project selection criteria, system maps, pro-
posed projects, potential funding sources, and typical sections and street
standards.

Part 11, Code, Ordinance & Plan Revisions, recommends changes to the Pi-
lot Rock Code, Comprehensive Plan, Zoning & Subdivision Ordinances,
and Transportation System Plan needed to implement the Pedestrian Plan.

Appendix has a Glossary of terms and abbreviations.

In the end, 16 improvements were recommended. Of these, 5 are of a general nat-
ural with no specific cost and would typically be done as part of routine maintenance
or as opportunities arise. Eleven projects of roughly $825,000 over 20 years were cho-
sen as described in Part II. The largest project at $670,000 is installing sidewalks, bike
lanes and crosswalks on Birch Street.

This report is Task 6
out of 6:
Tasle | — Base Map. Scaping,

and Facts & Findings Report

June 14, 2004 Kiclk-Off
July 27,2004 Draft
September 20, 2004 Final

v

Task 2 — Community
Open House and
Stakeholder Outreach

July 27,2004

v

Task 3 — Policy Review and
Update

September 20, 2004

v

Task 4 — Pedestrian & Bicycle
System Map; Draft Plan, Street,
Standards and Typical Sections

September 21.2004

v

Task 5 — Display Graphics and
Public Worlshop

Octaber 5, 2004

v
Task 6 - Final Plan and
Adoption
David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Devefopment Plan v

(ODOT0434)
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Part I

Facts & Findings

Old paths and new along Highway 395
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Scope

he Facts & Findings Report was developed from six activities:
1) Kick-oft meeting with Research Committee,

2)

3)

4)

5)

6)

The consultants and the City’s Research Committee reviewed the project’s
purpose, expectations and schedule on June 14. The primary focus of the proj-
ect will be access to the public schools, City Park and downtown. An arca of
concern is the neighborhood along Birch Street.

Walking and driving tour.

The consultants and the Research Committee toured the central area of the
City on foot and North 4th Street by car. The next day the consultants revisited
these areas and other neighborhoods.

Review existing plans and materials.

Recent planning documents that address bicycling and walking were re-
viewed:

a. City of Pilot Rock Transportation System Plan, Junc 2001.

b. City of Pilot Rock Property Tax Map.

c. City of Pilot Rock Development Code.

d. Highway Speed Zone Investigation, April 2001.

Additional maps and photos were also examined.

Compile base map and inventory.

A base map was created from the ODOT city map and updated to reflect cur-
rent conditions. An inventory was compiled from existing documents and field
inspection, supplemented by photographs.

Develop opportunities and constraints.

The opportunities and constraints (O&C) developed from the above activities
were summarized.

Analyze traffic and safety data.

Traffic analysis is pending new ODOT counts at two intersections in the City.
Safety data from ODOT were examined.

The results are presented in the following sections:

Chapter 2, Background Research, presents the information gathered during
the scoping tour, kick-off meeting and review.

Chapter 3, Inventory and Maps, summarizes the existing bikeway and walk-
way facilities.

Chapter 4, Highway Traffic and Safety, looks at current and projected traffic
volumes in the City as well as historic crash data.

Chapter 5, Birch Street Neighborhood, looks at this corridor and discusses
opportunitics and constraints.

David Evans and Associates, Inc. . Pilot Rock Pedestrian Transportation Development Plan — Part |
Project ODOT0434
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2 Background Research

21 Sources

%l SEhFES: he inventory consisted of identifying, researching, field-checking, and analyzing

2.2 Area Description opportunities and constraints within the Pilot Rock Urban Growth Boundary. Us-

2.3 Jurisdictions ing a base map provided by ODOT, the identified opportunities and constraints were

2.4 Nonmotorized Traffic
Generators

2.5 Implementation Plan

mapped in layers to reveal the location of possible bikeway and walkway alignments.

22 Area Description

Pilot Rock is situated at the base of a prominent bluff where Wegner Creek and two
forks of Birch Creek meet. From the 2003 Census update, the City had a population of
1540, similar to at least 36 other communities such as Amity, Brownsville, Clatskanie,
Columbia City, Elgin, Hines, Mill City, and North Plains. With a land area of 0.78
square miles, population density is 1,974 people per square mile which is near the me-
dian density in the U.S. (about half of the population lives above and below this den-
sity). The elevation is about 1,635 to 1,750 feet with the
nearby bluff (outside the city) at 1,957 feet. The region
gets only [3 inches of rain per year. Average tempera-
tures range from 32 F in January to 74 F in July. Overall,
the area has an outstanding environment for walking and
bicycling.

According to the 2000 Census, the population in-
cludes 658 workers over age 15 (43% of population) and
397 students (26%). Among the workers, 95% reported
that their usual mode of transportation was a car. About
2.7% usually commuted by walking and 1.5% worked at
Looking east from on top home, both below the state average and relatively low for
of Pilot Rock. Photo from a small city. There is no public transit available. (Note that work trips comprise only

S?i’;v::cb;:i:nd Ereeiicen one in five trips nationally and do not include trips to school, shopping or recreation.)

2.3 Jurisdictions

Transportation facilities in the City are under control of several agencies:
e City of Pilot Rock
2nd Street (Delwood to U.S. 395) — minor collector
Alder Place and Street (U.S. 395 to Main) — major collectors
NW Cedar Street and Circle Road — industrial
Cherry Street — major collector
Delwood Place — minor coliector
Elm Street — minor collector
Main Street (U.S. 395 to Alder) — major collector
Others {local streets)
»  Umatilla County (regional roads within the City)
NE 4th Street (becomes Stewart Creek Road) — major collector
Birch Street (becomes East Birch Creek Road) -~ major collector
»  Oregon Department of Transportation, District 12
Highway 395 — arterial street,
»  Pilot Rock School District (3 schools at 2 sites) with internal accessways

Facts - 2 Pilot Rock Pedestrian Transportation Development Plan — Part | David Evans and Associates, Inc.
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2.4 Nonmotorized Traffic Generators
The following important nonmotorized traffic generalors and (rip destinations ex-
ist in Pilot Rock.
Schools (District 2R)
*  Pilot Rock Efementary School
(enrollment about 225)

*  Pilot Rock Junior High and High
School (enrollment about 225)

Parks{Sport FieldsiRecreation

e Pilot Rock Elementary School
track and ball field

»  Pilot Rock High School bail field

»  City Park & public rest rooms

Work Destinations

*»  Downtown core (Highway 395
and Main Street area including market, bank, gas station, etc.)
*  Pilot Rock High School (Cherry Street)

Downtown including
businesses, the past office

. . . and city hall, as well as the

» Pilot Rock Elementary School (Vern McGowan Drive off Birch Street) nearby schools and park are

*  Kinzua Resources sawmill (NW Cedar Street) within easy walking distance

Other Traffic Generators of nearly all residents.

e Post Office (Alder Place in downtown)

*  Public Library (Alder Place in downtown)
= City Hall (Alder Place in downtown)

e Market (U.S. 395 in downtown)

e Community Center (Delwood Street)

«  Senior Center (Main Street)

In addition to identifying major traffic gencrators and trip destinations, the areas of
existing and future residential densities are considered to have higher potential to gen-
crate trips; namely, the 4th Street, Cherry Street, Birch Street, and West Birch Creek
neighborhoods.

Trip generators are important because every trip, even those counted as an
automobile trip, involves a walking component. Furthermore, efficient walkway and
bikeway systems can substitute pedestrian or bicycle trips for auto trips, especially
for shorter distances (from one-half up to five miles). Nearly every destination within
Pilot Rock is within a mile.

In addition to reducing auto trips, nonmotorized trips have other benefits:

e They provide healthy cxercise.

e They tie the community together in ways that motorized travel cannot.

* They reduce the amount of hydrocarbons relcased into the atmosphere by mo-

tor vehicle emissions, About 60% of hydrocarbon emissions occur within a
mile of the motor vehicle trip origin, neardy 85% of the emissions occur within
the first five miles after the starting an automobile,

Because many trips are of short distance, a system for nonmotorized transporta-
tion could have a significant effect on local air quality, as well as other benefits such
as noise and dust reduction, According to the 1990 Nationwide Personal Transporta-
tion Survey (NPTS), 27% of travel trips are one mile or less, 40% are two miles or

David Evans and Associates, Inc. Pilat Rock Pedestrian Transportation Development Plan ~— Part ! Facts - 3
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fess, and 63% are five miles or less. From the traffic volumes (see Chapter 4) about
one-third of highway motor vehicle trips in Pilot Rock are local (within a mile of the
downtown).

While the NPTS data cover all trips in the nation, the 2000 Census data provide
a [ook at how Pilot Rock residents commute (the survey was taken in March 2000).
Travel time to work was less than 5 minutes for 10% of workers who commulted, and
less than 10 minutes for 26%. Many of these trips would be suitable for walking or
bicycling if a comprehensive network of pathways, sidewalks, and bicycle facilities
existed.

Most trips are for purposes other
than going to work or school.

Walking trips help define a
community's livability.
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2.5 Implementation Plan

The 20-year Transportation Improvement Program outlined in the TSP lists 4 pedes-
trian prajects:

= Safety measures at the U.S. 395-Main intersection (completed).

+ Sidewalks along U.S, 395 (completed).

*  Replacing foot bridge over West Birch Creek at Delwood Street.

* Replacing traffic bridge over East Birch Creek at “Alley Road.”

In addition, several paving projects to include sidewalks were recommended.
However, these did not include the two county roads, Birch and 4th Streets, which
have only 22 ft of pavement width — far befow the standard for collector streets — and
no sidewalks.

The TSP notes that the City’s annual Street Fund of roughly $80,000 is dedicated
primarily to the operation and maintenance of the existing facilities. The few capitol
improvement projects realized have been funded by grants; for example, several side-
walk segments on Elm, 4th, Cherry and Alder Streets through State grants.

Recently constructed
sidewalks and crosswalks
on Cherry Street.

Alleys such as this

one between U.S.395
and Alder Street are

a great shortcut for
pedestrians and a place
to locate utility lines. Any
improvements should
recognize foot traffic.

David Evans and Associates, Inc. Ptlot Rock Pedestrian Transportation Development Plan ~ Parc | Facts - 5
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Inventory 3

3.1 Street System
3.1 Street System

Agriority of the Pedestrian Transportation Development Plan is connecting neigh- 3.2 Pedestrlan Facilities
orhoods to the downtown and to the schools. Successful walking and bicycling 3.3 Bicycle Facllitles
networks depend on good sireet facilities; this connectivity provides the kind of access

and mobility needed to make nonmotorized modes attractive.

The existing street system within the City Limits is sum-
marized in Table | (the Urban Growth Boundary extends far into
undeveloped land and so is not included in the summary). There
are roughly 1.5 mi of arterial streets (U.S. 395), 4.6 mi of collec-
tor streets, and 8.7 mi of local streets, There are about 3.4 mi of
sidewalks on one side of the 6.1 mi of arterial and collector streets,
s0 28% have sidewalks (looking at both sides of the street), From
another perspective, there are over 50 feet of 2-lane roadway for
every resident and 13 feet of sidewalk; ideally, there would be
twice the length of sidewalk as roadway if sidewalks were present
on both sides of every street.

Table 1. Existing Street System (City Limits)

Street

AN S

T s e iUs== .- Bty ; 3 Highway 395 is the
Highway 395 central 4,440 Partial (82%) Shared only arterial street
Highway 395 fringe 3,745 None Shoulder in Pilot Rock.The
s central segment
has sidewalks on

LS ARST

NE 4¢h Street ) 215 Partial (8%) Shared

one or both sides
Alder Place (south of U.S. 395) 350 Partial (70%) Shared but only shared
Alder Street 2850 Partial (43%) Shared lanes for bicyclists.
Birch Street 4620 No Shared
Cherry Street 3145 Partial (50%) Shared
Main Street (east of U.S. 395) 700 Yes Shared
2nd Street (west of U.S. 395) 700 Yes Shared
Cedar Street-Circle Drive 4390 No Shared
NW Delwood Place 1500 No Shared

Shared

3335 Shared

Delwood Street 3270 No Shared

Others 39565 Partal (3%) Shared
Facts - 6 Pilot Rock Pedestrian Transportation Development Plan — Part | David Evans and Associates, Inc.
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3.2 Pedestrian Facilities

3.2.1 Existing Walkways

Existing pedestrian facilities consist primarily of sidewalks, crosswalks (marked and
unmarked), multi-use paths, trails, bridges and stairs, Other facilities that enhance the
pedestrian environment include street furniture (benches, lighting, awnings, etc.), rest
rooms, and trees and landscaping.
Existing sidewalks and crosswalks are summarized in Section 3.1, Street System,
and shown on the map in Figure 1. In addition, there are these key facilities:
1) Three pedestrian bridges over West Birch Creek and three over East Birch
Creek.
2) A stairway connecting the downtown with the Junior High & High Schools.
3) An asphalt path along the west side of East Birch Creek in the City Park.
4) Several unpaved connections and user paths between streets or walkways.
5) A flashing beacon on the northbound highway north of Birch Street to alert
drivers of the school zone; also flashing beacon southbound.
Two strect bridges over West Birch Creek — on 2nd Street and NW Cedar
Street — have sidewalks although the Cedar roadway does not. Two of the three street
bridges over East Birch Creek — U.S. 395 and Main Street — have sidewalks; the
“Alley Road"” south of Main Street does not.
There are 21 striped crosswalks at 14 intersections, including 4 crossing U.S. 395
(out of 15 intersections).

David Evans and Associates, Inc.
Project ODOT0434
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Transportation
_Planning Rule (TPR)
660-012-0045 (3)(b)}{B}
Implementation of the
Transportation System Plan

Bikeways shall be required along
arterials and major collectors.
Sidewalks shall be required afong
arterials, collectors and most
local streets in urban areas,
except that sidewalks are not
required along controlled access
roadways, such as freeways.

The stairway connecting
the downtown to the
High School and Cherry
Street Neighborhood is a
key pedestrian facility,
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Figure 1. Pilot Rock Pedestrian Invento
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Six key foot bridges span the two
branches of Birch Creek. From
top to bottom:

* Main Street (west)

* 3rd Street (west)

* Delwood to 6th Street (east)
* 3rd Street (east)

* Alder Street to park (east)

* 2nd Street (east) not shown

A short path in the City Park runs along East Birch
Creek and connects to the ball field to the south.

NE 4th Street is a County road with no sidewalks and a
4.8% grade in one spot. Future residential development
may occur along this corridor.

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan — Part | Facts - 9
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Wide, uncontrolled property
access (left) and extremely
wide curb returns without
crosswalks (below) are
difficult to cross safely.

Many sidewalks end abruptly
(above) or need a short
pavement connection to

crosswalks (right).
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3.2.2 Planned Walkways

The sidewalk on Elm Sidewalks and curb ramps are being constructed as grant opportunities become available,
Sreet (below) does The priority is school routes and access to downtown. Also, two pedestrian bridges (West
not meet its potential Birch Creck at Delwood and 6th Street, and East Birch Creek at 3rd Street) have been con-

because of an abrupt

i : sidered for replacement,
ending, no connection

for crossing the street, 3.2.3 Pedestrian Access Routes

an inadequate drainage

system that allows All neighborhoods except Birch Street in the southwest and the industrial northwest have
water to undermine at least one pedestrian route connecting to downtown. There are many sidewalk gaps and

the base, and poor

R | obstacles such as unpaved cross-streets and uncontrolled driveway accesses. Three major
protection trrom

ey intersections with the highway — NE 4th Street, Alder Street and Birch Street — have long
street and on adjacent crossing distances and no marked crosswalks.

property. The Americans with Disabilities Act (ADA) requires that access for persons with dis-
abilities is provided wherever a pedestrian way is
newly built or altered, and that the same degree of
convenience, connection, and safety afforded the
public generally is available to pedestrians with
disabilities. The basic requirement is for a continu-
ous, unobstructed route. Guidelines cover pedes-
trian access to sidewalks and streets, including
crosswalks, curb ramps, street furnishings, park-
ing, and other components of public rights-of-way.
The guidelines can be found at the U.S. Access
Board website <www.access-board.gov>.

Within the City, very few public walkways are
accessible for more than a block. Recent construc-
tion generally does not meet ADA guidelines in
regards to a continuous smooth surface, ramp de-
sign and detectable crossings.

Gaps and encroaching vegetation and cars obstruct some
sidewalks, such as on U.S, 395 (left) and 3rd Street (right).

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan — Part | Facts - | |
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33 Bicycle Facilities

3.3.1 Existing Bikeways

Bicycle travel within the city occurs on the roadways as built with no special provi-
sions for bicyclists. All County and City streets are shared roadways without paved
shoulders. U.S. 395 has paved shoulders from 4 to 6-feet wide outside the downtown
but the entire central area including both school zones was reconstructed with only

a wide outside lane. Many children were observed to be riding on sidewalks where
available, often conflicting with pedestrians,

3.3.2 Planned Bikeways

Potential bicycle facilities consist of striped lanes, shoulder bikeways and multi-use
paths. The TSP calls for bike lanes on all arterial and collector streets, although the
recent improvements on U.S. 395 did not include bike lanes.

As a rule of thumb traffic volumes below 2,000 ADT generally allow for safe
shared use, so that it could be argued that a shared roadway is sufficient on all streets
except for U.S. 395. However, peak volumes on Birch Street are near 2,000 ADT and
are expected to exceed it in the next 10 years.

3.3.3 Regional Connections

While the focus of this Plan is travel within the City, the importance of regional bike-
way connections should not be overlooked. Some Pilot Rock residents and visitors
have reason to bicycle or walk to areas outside the City, so facility segments which
provide nonmotorized access should be preserved and improved.

The major regional links for bicyclists include U.S. 395, East Birch Creek Road
{extension of Birch Street), and Stewert Creek Road (extension of NE 4th Street).

Where there are inadequate
bikkeways on the street, such
as U.S. 395, many bicyclists
will take to the sidewalks
where they conflict with
pedestrians and have a

high crash rate with cars at
driveways where motorists
are not expecting them.
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4.1 Traffic Analysis
4.2 Traffic Safety
4.3 Speeding

Figure 2
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Highway Traffic and Safety

Glcncra] traffic and safety conditions were examined from historical data supple-
mented by new traffic counts,

a1 Traffic Analysis

The TSP determined that existing and forecast traffic volumes in Lhe City were too
low to cause any operational problems. The unsignalized intersection at U.S. 395 and
Cedar Street (North) was excepted to operate at a volume-to-capacity ratio of less than
0.48 (LOS A) throughout the analysis period (1996-2018). An annual traffic growth
rate of 0.61% was assumed.

A different perspective of traffic volume is the distribution of trips along the high-
way and the seasonal variation, Figure 2 shows the ADT for 2002 over 4 miles of U.S,
395 with Pilot Rock in the middle. The traffic peaks strongly in the middle of town,
reflecting the many local trips. External trips are 3 times higher from the north (Pend-
leton) than the south. South of downtown about 40% of the traffic diverts to Birch
Street.

Figure 3 shows the percentage of average ADT for 2002 over the year. Traffic
peaks during the 6 months from May to November with the greatest traffic (127% of
the annual ADT) in September. January is the lowest at 68% of annual ADT. However,
even peak volume at the busiest point on the highway is a relatively low 5,715 trips.

Hwy 395 Traffic in Pilot Rock by Location
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The highway is not part of the
Stale’s Highway Freight System and
carries a relatively low volume of
trucks. At the Automatic Record-
ing Station at the south end of town,
7.1% of vehicles are 4-axle trucks
or larger. This computes 1o about
70 per day at the station where the
ADT is roughly 1,000. There is prob-
ably more truck traffic north of town
where there is an entrance to the lum-
ber miil.

Traffic counts were taken in July
2004 at two intersections: U.S. 395
at Birch Street and U.S. 395 at 4th
Street. Both intersection are skewed
with side streets. The locations were
chosen because they are major col-
lector streets that provide much of the
access to U.S. 365.

The Birch Street intersection in-
cludes 4th Place, a residential street,
on the eastbound leg. This intersec-
tion was analyzed using the two-way
stop control (TWSC) procedures
from the 1994 Highway Capacity
Manual (HCM); see worksheet in

Appendix. The results would not be significantly different using ODOT’s UNSIG10

Hwy 395 Traffic in Pilot Rock by Month
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Figure 3

program which is based on the 1988 HCM.

The 4th Street intersection includes Cherry Street which intersects 4th Street to
the east of U.S. 395. The intersection of U.S. 395 and 4th Street was analyzed using
TWSC procedures for a T-intersection from the 1994 HCM; see worksheet in Appen-
dix. Again, the results would not be signifi-

cantly ditferent using ODOT’s UNSIG10

program.

The results are summarized in Table 2
for the critical vehicle movements in 2004
and 2024. The 2024 volumes assume a one
percent per year growth rate (rounded up

Table 2. Critical Movements at Two Highway
Intersections

Movement

ECh-:

from the TSP’s 0.6 percent) which is very
aggressive considering that traffic has actu-
ally declined over the last ten years.

The volume-to-capacity (v/c) ratio and
vehicle delay were determined from the
30th-hour volume (about 13 percent of 24-
hour volume). For all critical movements
the v/c ratios remain extremely low (high
mobility) through 2024 with maximum
delays of 2 to 6 seconds. Note that west-
bound Birch Street could be changed to a

Facts « |4

U.S. 395 Northbound Left

U.S. 395 Southbound Left
Birch St.Westbound L
Eastbound SW 4th S¢. LTR

Hoy o8 W

U.S. 395 Southbound Left

NE 4th St, Westbound LR

v/c =Volume-to-Capacity Ratio

LTR = Combined Left-Through-Right

LR = Combined Left-Right
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combined left-through-right lane (from the existing teflt Table 3 Trafﬁc Volumes in 2004
with through-right) and v/c would be 0.09 in 2024 with

only 4 seconds average delay.. Location July 2004 2002 Est.
Two-way volumes from the counts are shown in U.S. 395 North of NE 4th St. 2492
Table 3 and are lower than expected compared to the USS. 395 North of Birch St. 2887

ODOT Volume Tables for 2002. In particular, Birch
Street has only 1103 vpd or 63% of the estimate; the
closing of a major employer in 2000 may have contrib-
uted to this decline.

Birch St 1105
NE 4th St. 1101 —

|Cherryst. 510 —

Two-way volume.

4.2 Trafﬁc Safety 2002 estimate from ODOT Volume Tables for July.

The State’s Accident Summary Database splits high-

ways into segments and includes crashes on the public roadway that resull in a fatal-
ity, bodily injury or damage to one person’s property over $1000, The TSP looked at
crash data within the City (MP 14.59 to 16.19) from 1994 through 1996 and noted 8
crashes involving one fatality and 4 injuries. The total crash rate per vehicle mile was
below the statewide average for similar highways. According to the TSP, the crashes
were scatlered along the highway and showed no pattern as to location, type or causes.
There was no evidence to suggest that intersection operations were a contributing fac-
tor.

The highway data for the 5 years from 1998 through 2002 are similar; Crashes per
million vehicle miles (cpmvm) for 1.23 miles of highway in Pilot Rock were:

2002 — 1.40 cpmvm (2 crashes total)

2001 — 1.40 cpmvm

2000 — 1.41 cpmvm

1999 — 0.65 cpmvm

1998 — 1.31 cpmvm

This is roughly half of the state average for similar highways (urban primary non-
freeways) that ranged from 2.71 to 3.52 during the same period.

Note that most, perhaps 90% according to some estimates, of pedestrian and bi-
cycle crashes are not recorded consistently in any database. Many occur on secondary
streets, in parking lots, and on private property. Injuries requiring medical attention
often happen in isolated walking or bicycling situations where a motor vehicle is not
involved. Some of the major causes include alcohol, tripping hazards, bicycle mechan-
ical problems and inattention.

Among bicycle-motor vehicle collisions on public roads, nearly half occur at
intersections and driveways; among those, the motorist is more often at fault for fail-
ing to yield. Other major collision causes include wrong-way riding (bike lanes help
discourage this behavior) and driveway interactions (aggravated by bicyclists using
sidewalks).

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan — Part | Facts - I5
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43 Speeding

An ODOT speed study in Pilot Rock was conducted in 2001 after highway reconstruc-
tion. As a result there are posted speeds on U.S. 395 as follows:

Southbound

45 mph at MP 14.64 (north City Limits)

35 mph at MP 14.90 (about 0.1 mi north of 4th Street)
25 mph at MP 15.18 (Alder Street)

45 mph at MP ]16.04 (north of Weigh Station)

Northbound

30 mph at MP’ 16.08 (Weigh Station)

25 mph at MP 15.63 (north of Cedar Street)

30 mph at MP 15.18 (north of Alder Street)

40 mph at MP 14.97 (north of 4th Street)

55 mph at MP 14.72 (before north City Limits)

The 85th percentile speed observed was 32 mph downtown and trom 40 to 48
mph outside the downtown but stil] in the City. The study had the effect of doubling
the length of the existing 25 mph speed zone from 0.45 mi to 0.90 mi. No follow-up
speed measurement was made.

Two school zones were noted near Alder Street north of downtown and Vern Mc-
Gowan Drive south of downtown (see Figure 1). There is no school zone in the down-
town area although both Main and 2nd Streets have crosswalks and would be expected
to have foot traffic to the schools. ORS 811.105 states that both school zones and busi-
ness districts shall have a speed of 20 mph, although this speed is typically raised on
State highways after speed studies show that motorists are going faster than the speed
limit.

Per the new School Zone Legislation (Senate Bill 179) that went into effect July
1, 2004 new signing may be needed to clarify speeds in the school zones. Portions of
Cherry Street and Main Street adjacent to the Junior and High Schools should have a
speed limit of 20 mph.

Pilot Rock Pedestrian Transportation Development Plan —- Part | David Evans and Associates, Inc.
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This flashing beacon was
installed on northbound
U.S. 395 just before Vern
McGowan Drive,

Of the two signs related to
the school zone on U.S, 395
northbound approaching
Alder Street, one is hidden by
a utility pole and the other

is far to the right where it

is difficult to see, The most
visible sign is for the creek.
Where there is competition
for the driver's attention signs
should be chosen carefully
and the street designed to
encourage proper behavior
without relying on signage.

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan — Part | Facts - 17
Project ODOT0434



5 Birch Street Neighborhood

priority for the City is pedestrian and bicycle improvements in the Birch Street
weighborhood. The area includes roughly 130 dwellings served by Birch Street,

a major collecior, and SW Cedar Street, a local street, over 0.7-mile from U.S. 395 to
10th Street. The Elementary School and City Park are at the north end (see Figure 4).

5.1 Opportunities 5.1

5.2 Constraints
5.3 Objectives

Opportunities

Opportunities are defined as conditions or alignments with the potential to support a

walkway or bikeway, either because of land use, existing casements, established travel
patterns, or expected future need. Major opportunities include:

Identified need
The established neighborhood, adjacent school, and proximity to downtown
provide many potential pedestrians and bicyclists. The Research Committee
has this area as their first priority.

Public support

Previous projects in the City have gotten a good response and neighborhood
property owners have shown initial support for improving the street.
Adequate ROW

The 60-foot right-of-way is generally unobstructed and provides options for a
street cross-section. A few options for Birch are shown in Figures 5 and 6.
Straighiforward geometry

All of the streets have a relatively straight alignment with simple “cross” or
“T” intersections. Cross-slope is slight.

Moderate traffic

Average daily traffic is around 1,500 which should present no special opera-
tional or capacity problems.

Existing street grid with school access on side street

NW Cedar ;

Street provides
a parallel route
to Birch which
could be espe-
cially useful
during con-
struction. Oth-
er side streets
provide good
connectivity
and & choice -
of routes for
pedestrians.
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Constraints

Constraints are defined as barriers or challenges, either physical or institutional, to
walkway and bikeway development. Major constraints include:

SRS

Birch Street is a County road

Any improvements must be coordinated with the County.

Narrow pavement

The existing pavement width is only 22 feet.

Uncertain road base

Any improvements must be coordinated with the County.

No drainage system

Any improvements must be coordinated with the County and residents.
On-street parking needed

Any improvements must be coordinated with the County and residents.
Significant through traffic on Birch

Birch continues south out of the City into the mountains. During the sum-
mer and fall there is significant recreational traffic including vehicles towing
trailers. During the agricultural season there are some farm vehicles and log
trucks.

Existing right-of-way not surveyed

A fold-out map at the end of this Chapter contains a blow-up of the low-reso-
lution aerial with available tax-lot boundaries (not all lots were included in
supplied maps). This is the best available information for planning but does
not give adequate detail for determining exactly where the pubiic right-of-way
is located and how the project would affect individual properties.

School access road is substandard

The private school road connecting the Elementary School parking lot with

“5th Street is narrow and unpaved. Also, Vern McGowan Drive into the City

Park and school has no sidewalks.

No identified funding

Neither the City, County or School District has budgeted for road improve-
ments.

Objectives

The initial objectives for the Birch Street neighborhood are:

Establish goals for street design.

Weigh goals such as safety, security, comfort, speeding, crossing, access, con-
gestion and cost.

Choose street cross-section and design elements.

Balance goals with appropriate design.

Price options.

Determine least-cost approach.

Identify funding.

Find multiple funding sources.
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(lower right) to 5th Street (upper left).
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70-foot crossing distance of
Birch at U.S. 395 is fong with
wide-radius turns and no
marked crosswalk.

Sth Street access to school is
undeveloped.

McGowan Drive access has
no wallways. Children must
traverse large parking lot.

Facts - 22 Pilot Rock Pedestrian Transportation Development Plan — Part | David Evans and Associates, Inc.
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Figure 5. Birch Street Cross-Section — 4 Examples

<

Existing

= 60" right-of-way between utility poles
¢ 24' roadway

* Unpaved, erratic shoulders
» No sidewalks or bike lanes

* At-grade sidewalks
« Parking in drainage swale

+ Bicycles share lane with cars
* Unprotected sidewalks

12’ Shared Lane

—|

Drainage Swale ~

Cancrete (optional)

* Minimum width bike fanes
* Parking in drainage swale |
* Unprotected sidewalks VAR SnE

4' Bike Lane 5* Sidewalk

————®

8' Drainage
Swale

* 5-foot curbed sldewalks (State recommended min.)
+ 5-foot bike Janes (State recommended min.)

*+ | |-foot travel lanes (State recommended)
+ 7-foot parking fane (minimum)

5' Sidewalk
5' Bike Lane

Parking

David Evans and Associates, Inc.
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Figure 6. Some Design Options

At-Grade Sidewalks

* Drainage swale or permeable
surface between roadway and
sidewalk.

* At least 5 feet wide.

* Up to |2 feet wide to
accomodate parking.

Advantages
+ Rural appearance. — Less protection for pedestrians than curbs.
+Less expensive than curbs, — Cars will tend to park on sidewalk.
+ Set-back sidewalk can be kept at constant —Handies less water runoff.
grade through driveways. — Tends to coliect more debris.

Traffic Calming

* Design elements that can enhance
the street's safety and appearance,

» Used in various combinations to
achieve specific goals.

Colored Shoulder Parking Bays Trees

Drainage System Bike Lane

High-Visibility Crosswalk Refuge Island Raised Median
Textured Pavement Minimum Corner Radius
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Introduction ‘E

Details and projects for the Pedestrian Plan were developed in Task 4 of the proj-
ect. The results were presented at a public workshop (Task 5) and to the Planning
Comission. The final results include:
»  Proposed projects.
The opportunities and constraints discussed in the Facts and Findings Report
from Task I were examined for possible projects. Projects are rated based on
seven criteria and costs are estimated.
*  Map pedestrian and bicycle systems.
The walkway and bikeway networks existing and proposed over 20 years
(2024) are mapped.
* Recommend typical sections and street standards.
Local and collector street standards appropriate to new development are set
out for both curbed and uncurbed sections. Typical standards are summarized
for pedestrian and bicycle facilities.

The results are presented in the following sections:

Chapter 2, Project Selection Criteria, explains what each criterion addresses.

Chapter 3, System Map, shows the existing and proposed bikeway and walk-
way facilities.

Chapter 4, Proposed Projects, discusses each project in more detail; potential
funding sources are discussed

Chapter 5, Typical Sections and Street Standards, shows the cross-sections
and explains the options.

David Evans and Associates, Inc. Pllot Rock Pedestrian Transportation Development Plan, Part il Plan - |
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B Project Selection Criteria |

he projects from the opportunities and constraints developed in Task 1 were
looked at in terms of seven criteria:

1. Relevance to plan goals — High is best

Projects that strongly support multiple transportation and community goals are
preferable.
« Is the project part of the city’s transportation plan?
= Is there a bicycle or pedestrian transportation problem that the project will solve
or alleviate?
* Will the project support business, health or other community goals?

2. Need — High is best

Areas or corridors that serve pedestrians and bicyclists poorly are better candi-

dates for projects than those that alrcady have facilities.

= Is the existing road a deterrent to bicycling or walking? Roads with narrow lanes
and heavy traffic, or that are difficult to cross, receive priority treatment, Other
factors include high truck velumes, poor sight distance, dangerous intersec-
tions or other obstacles to direct travel by bicyclists and walkers.

* Does the project upgrade a major roadway (arterial or major collector street),
bridge an obstacle, provide a more direct route (reducing significant out-of-di-
rection travel), or provide access to important destinations such as schools?

» Will the facility link, complete or extend the system? Are there clear origin and
destination points along the corridor served?

3. Available funding — More is best

Projects that have identified funding sources are preferable.

¢ Can the project be funded from existing transportation sources?

» Are special grants or loans available?

= Are private or community interests willing to invest in the project?

» Can the project be timed to take advantage of other road work being performed?

4. Technical implementation — Simple is best

Straightforward projects with standard designs are preferabie.

« Is the project the appropriate treatment for the problem?

» Does the project meet current design standards?

« Are highway design exceptions needed?

= Are there any unusual engineering problems such as a steep slope, poor drain-
age, or constrained right-of-way?

= Does the project involve many elements or complex phasing?

5. Political implementation — Easy is best

Non-controversial projects with strong support are preferable.
* Is a substantial amount of public involvement necessary?

» Does the project require additional right-of-way?

« Is removal of on-street parking necessary?

» Has the public shown support for the project?

Do affected or adjacent property owners agree to the project?

*

Plan - 2 Pilot Rock Pedestrian Transportation Development Plan, Part | David Evans and Associates, fnc.
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Does the business community support the project?

+ Do government officials support the project?

» Does the responsible agency agree 1o maintain the facility?

* Is there a willing party to see the project through to completion?

6. Potential use — High is best

Projecls thal attract large numbers of pedestrians and bicyclists are preferable.

» Is the potential use high compared to similar facilities? Factors to consider
include proximily to residential areas, schools, parks, shopping centers, busi-
ness, and industrial districts.

» Does the projcct consider the needs of both bicyclists and pedestrians? In most
cases, bicyclists and pedestrians require separate facilities. If the project
provides for only one mode, the design should not preclude use by the other
mode, where appropriate.

» Does the project help meet the needs of the young, the elderty, the low-income,
and the disabled?

+ Does the project provide connectivity to other modes? Facilities that provide
bicycle and pedestrian access to existing or future bus stops and park-and-ride
sites enhance intermodal transportation.

7. Realistic cost — Low is best

Projects that provide a good return on investment are preferable.

» Are the estimated engineering and construction costs typical for this type of
project?

» Are expected maintenance costs reasonable?

» Are there secondary benefits that help mitigate the cost such as economic vital-
ity, lower crime or improved safety?

There is no particular weighting to these criteria. In general, if the majority of
criteria rate well above average, then the project is a good candidate. However, one
extremely negative criterion tends to offset several positive ones.

A given project may have alternative designs with different tradeoffs. In particular,
it may be tempting to accept a design with low standards to avoid confrontation with
affected property owners, to avert perceived inconvenience to motorists, of to simply
keep construction costs down. Except in special circumstances, minimum standards in
the Oregon Bicycle and Pedestrian Plan should be used, and attention should always
be paid to long-term goals. The liability and waste of investment in inadequate facili-
ties outweigh any temporary gains.

David Evans and Associates, Inc. Pilot Rock Pedestrian Ti-ansportation Development Plan, Part I
(ODOT0434)
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5 System Map

3.1 Pedestrian Network

The existing and proposed walkways through 2024 are shown in Figure 1. These
include sidewalks, crossings, off-street paths, and supporting facilitics. Projects are
keyed to the list in Chapter 4 and are summarized in Table 1. Greatest use is along the
sidewalks between the neighborhoods and the schools and downtown.

32 Bicycle Network

The existing and proposed bikeways through 2024 are shown in Figure 2. These in-
clude bike lanes, paved shoulders, shared travel lanes, and off-street paths. Projects are
keyed to the list in Chapter 4 and are summarized in Table 1. Greatest use is along the
major streets between the neighborhoods and the schools and downtown.

Table 1.
Project Criteria & Summary

¢ = Low or Poor fi -n & -
0 = M.edium or Fair g =z §. % % A
Project #44 = High or Good 2 7 g i B c e
Corridors 2 o5
% Birch Street 401 466 ses e ¢ 6 ees  $670,000
¥ NE 4th Street 412 4 sbs ¢4 eee . $30,000 -
# Bikeways on major roads 413 46 4 00 e ¢ — :
Crossings . 5 S S .
# Crosswalk on Birch at U.S.395 421 . 46 4 08 4es  ee6 ¢ $575
% Crossings on NE 4th St 422 %6 46 e 44 46 46 §350
¥ Crosswalk on Alder at U.S. 395 423 46 o6 48 ees 46 ee . $5000
# Connect sidewalks to crosswalks 424 06 06 46 404 44 e i
¥ Upgrade pedestrian bridges 425 06 e 00 e 00 00 !
Linkages : i o _ £ S
% Sidewalk interruptions 43.1 00 e . s 00 IR — i
+ Sidewalk gaps C 432 66 640 4 40 & eee  $50,000 -
% Sidewalk on South U.S. 395 433 46 44 & 940 46 & $24000
¥ Access to sports field 434 0'.0_'_-_-"- W06 4T ee ”-.0__'00. e $6,000
@ Access to Elem. School & Park 435 00 Y 0 e LS L L '; $32,500
% ADA compliance 4.3.6 ::0'0- 4 ¥ S s . :: ; --"'r
¥ Improve stairs 43.7 - % % e e eee 515000 .
Other _ o G I i _
@ Pocket park SW 3rd St. 440 46 ee% 6 & e s  $10,000
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Proposed Projects 4

he projects below are divided into four categories that reflect their general func-

tion:

« Corridors — Covers an entire street segment with many changes aimed at im-
proving overall conditions.

= Crossings — Facilities that cross a manmade or natural obstacle including high-
ways, streets, railroads and rivers. The most common crossing is a crosswalk.
Bridges are another example.

» Linkages — Short gaps in the transportation fabric such as poor or missing side-
walk segments, stairs and curb ramps.

o Other — Not directly involved with a transportation facility but supports good
walking and bicycling conditions. Examples are parks, rest rooms, benches
and (rees.

The project list should be updated annually or more often as needed to respond to
opportunities or unexpected conditions. Complex projects, especially those invoelving
the highway, may go through many phases over several years as they evolve.

On-going maintenance of existing facilities, although not a part of the capital
improvement program, is just as essential for good walking and bicycling conditions.
The City currently has streets swept and restriped annually, clears snow as necessary,
and blows debris from sidewalks. These important activities should continue to be
funded and expanded when possible. Frequent sweeping and patching of watkways
and bikeways prolongs the life and utility of these investments.

a1 Corridors

4.1.1 Improve Birch Street

Description: Add walkways, bikeways, swales, and widen pavement on Birch Street
from U.S, 395 to 10th Street (see Figure 3). Include crosswalks at Sth Street. There is
no survey information with which to determine exactly where the right-of-way is lo-

cated but it appears to be where the utility poles are located. From general appearance Street in Tumalo, Oregon
with similar section to

proposed Birch project

construction should be straightforward with minor terrain alteration and landscap-
ing removal. If an uncurbed cross-section with
drainage swales is used, driveways can be easily
accommaodated. In order to provide unobstructed
sidewalks, a small setback from the 60-foot right-
of-way will be needed to clear the utility poles.
Therefore, the recornmended cross-section in-
cludes 30 feet of pavement (11-foot travel lanes
and 4-foot bike lanes); 9-foot draindge swales; and
5-foot sidewalks with a 1-foot shy distance from
the property line. The City indicated that the exist-
ing roadbed and pavement are sound.

Period of completion: long-term.

Cost: roughly $670,000 (see Table 2).

Ownership: County.

Funding authority: County and City.

Funding sources: County and City.

Feasibility: Medium.

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan, Part |} Pian - 7
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Traveling north on Birch Street from |0th Street
(lower right) to 5th Street (upper left).

Crosswalk of Birch Street at U.S. 395
existing (left) and with recommended
ladder striping (right).
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Table 2. Birch Street Project Costs

Design Element Comment Units Unit Cost Project Cost

Roadwa'y. 3"-?\5@&[-‘.‘;&: Concrete Depth, 8" Aggregaté-'Baée D_gp_th', 22" existing el
Add two 4’ bike lanes* Two |1 travel, 4' bike 3300 LF $1.50/SF $40,000

Add two 5’ bike lanes (option) Two |1 travel, 5' bike 3300 LF $1.50/SF $50.000
New 30-foot width (option) Two 11 travel, 4’ bike 3300 LF $1.50/SF $150,000
New 32-foot width (option) Two |1 travel, 5’ bike 3300 LF $160,000
"9-foot width* Both sides 6000 LF $81,000
8-foot width (option} Both sides 6000 LF $0.75/SF $72,000
Concrete corner aprons* Accessibility 24 places $950 $22,800
T Seadoe Sidewalks, 4" Portland Cement, 4" Aggregate Base: =~~~
5-foot width* West side 2750 LF $16.65/SF $228,940
5-foot width* East side 3250 LF $16.65/SF $270,560
Trees 3" caliper —_ $400 —
Lighting Lamps and electrical — $2000 —_
Driveway aprons* Protects swale & sidewalk 60 $450 $27,000

*Used in estimate of $670,000.
4.1.2 Improve NE 4th Street

Description: There is no simple way to accommodate all pedestrians given the exist-
ing conditions. As the area evolves there should be sidewalks —preferably curbed—on
both sides of all streets and clearly defined crosswalks at all intersections. Cost may be
shared with future development based on proportional traffic contribution.

Period of completion: long-term.,

Cost: $30,000 for 1000 feet of sidewalks and curbs at $30 per linear foot on 4th Street
from U.S. 395 to Elm Street (plus cost of reconstructing roadway).

Ownership: County.

Funding authority: County and City.

Funding sources: County and City.

Feasibility: Low.,

4.1.3 Provide room for bicycles on major roads

Description: As standard practice and per the adopted City TSP bike lanes are added
to urban highways when they are modernized. This was not done on U.S. 395 in Pilot
Rock. Instead, there is a shared fane from 12 to 15 feet wide. Given the relatively low
traffic volumes and speeds a shared lane is acceptable but not ideal. In a few sections
where lane width is minimal the striping can be adjusted to provide another foot or so
and should be considered when restriping. On the collectors a paved shoulder or bike
lane is preferred although a shared lane can suffice on low-traffic streets. At present
only Birch and NE 4th Streets are likely long-term projects.

Period of completion: long-term.

Cost: see Birch Street for typical unit cost.

Ownership: State, County, City

Funding authority: State, County, City

Funding sources: State, County, City

Feasibility: Medium.

Pian - 10 Pilot Rock Pedestrian Transportation Development Plan, Part Il David Evans and Associates, Inc.
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a2 Crossings

4.2.1 Improve crosswalk on Birch Street at U.S. 395

Description: The existing crossing has several
undesirable features including a long crossing
distance {70 feet), no marked crosswalk (not even
a stop bar), large curb returns, and a skewed in-
tersection. The best solution for safe operation
would have been to realign the intersection; how-
ever, existing structures and utilities would have
made that costly. Given the recent design choices
when the highway was modernized, the best ap-
proach now is to add a marked crosswalk. A cross-
walk will help guide pedestrians across the ex-
panse of pavement and tell drivers where to stop.
The existing westbound turn lane markings can be
dropped as they are unnecessary for vehicle capac-
ity and interfere with the pedestrian crossing.
Period of completion: short-term.

Cost: $575 for stop bar and 70 feet of ladder cross-
walk at $7 per linear foot. Additional labor to remove existing turn-lane markings.
Ownership: County (Birch St.) and ODOT (U.S. 395).

Funding authority: ODOT.

Funding sources: ODOT.

Feasibility: High,

4.2.2 Improve crossings near NE 4th Street and U.S. 395

Description: The area near this intersection is actually a series of close T-intersections
that include U.S. 395, NE 4th Street, Cherry Street, Douglas Street and Elm Street.
The existing walkways attempt to avoid the 395-4th and Elm-4th intersections and
instead have pedestrians cross at the Cherry-4th intersection and then across 4th mid-
block between Cherry and Douglas. This arrangement serves some users but is out-of-
direction and unobvious, and does not serve many directions of travel.

The crosswalks are signed but the parallel stripes are faded and hard to see. High-vis-
ibility ladder crosswalks are preferable. Another problem involving dirt gaps between
the at-grade sidewalks and crosswalks has been addressed recently by paving the dirt
strip.

Period of completion: short-term.

Cost: $350 for 50 feet of ladder crosswalk at $7 per linear foot.

Ownership: City and County.

Funding authority: City and County.

Funding sources: State, City, County and future developers.

Feasibility: Medium.

David Evans and Associates, Inc. Pilot Rock Pedestrian Transpartation Development Plan, Part Il Plan - {1
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4.2.3 Improve crosswalk on Alder Street at U.S. 395

y Description: The existing crossing has several
undesirable features including a long crossing
distance (90 feet), no marked crosswalk (not even
a stop bar), large curb returns, and a skewed inter-
section. [t would be best to rebuild the curb returns
so that they are tighter and closer together (no
more than 36 feet). Alternately, the existing curb
returns could remain and a refuge island could be
added (o break up the exceptionally long crossing
distance. With either design, a marked crosswalk
will help guide pedestrians across the angled inter-
section and tell drivers where to stop.

Period of completion: short-term.

Cost with new curb returns: $5,000 for two curb extensions with ramps.

Cost with refuge island: $680 for stop bar and 85 feet of ladder crosswalk at $7 per
linear foot; $900 for small median refuge; total cost $1,580.

Ownership: City (Alder St.) and ODOT (U.S. 395).

Funding authority: ODOT.

Funding sources: ODOT.

Feasibility: High.

4.2.4 Connect at-grade sidewalks to crosswalks across swales and
unpaved areas

Description: As originally constructed the at-
grade sidewalks on Elm Street, NE 4th Street and
Cherry Street stopped short of intersections and
crosswalks, so that a section of unpaved area must
be crossed. These areas have been recently paved
on NE 4th Street and other areas should follow.
All walkway surfaces must be stable, firm and slip
resistant per ADA requirements.

Period of completion: short-term.

Cost: spot projects with varying cost.

Ownership: City.

Funding authority: City.

Funding sources: City.

Feasibility: High.

4.25 Upgrade wooden pedestrian bridges

Description: The City plans to replace wooden decks on pedestrian bridges with steel
plates on SW 3rd Street (over East Birch Creek) and Delwood Street (over West Birch
Creek).

Period of completion: short-term and long-term.

Cost: unknown.

Ownership: City.

Funding authority: City.

Funding sources: City.

Feasibility: High.

Plan - 12 Pilot Rock Pedestrian Transportation Development Plan, Part |1 David Evans and Associates, Inc.
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43 Linkages

4.3.1 Connect sidewalks across unpaved areas

Deseription: Unpaved sections interrupt the sidewalks in several locations such as on
Cherry Street at NW 2nd Street and SW 2nd Street. In other cases sidewalks across al-
leys or driveways are broken. These should all be paved to provide a continuous route.
Paving should extend about 10 feet past the sidewalk or crosswalk to help keep debris
from being swept onto the walkway by cars.

Period of completion: short-term.

Cost: spot projects with varying cost.

Ownership: City and landowners.

Funding authority: City.

Funding sources: City.

Feasibility: High.

4.3.2 Fix bad or missing sidewalk sections

Description: Older sidewalks on SW 2nd and 3rd
Streets are in generally poor condition and should
be repaired. NW Cedar Streel, the main access o
the northwest neighborhood and industrial area,
should have sidewalks at least to the Community
Center.

A gap in the sidewalks on Alder Place at U.S. 395
need to be filled. The sidewalk on the west side of
Cherry Street next to the High School should be
extended.

Period of completion: short-term and long-term.
Cost: $50,000 for 2,000 feet of 5-foot-wide side-
walk at $25 per linear foot.

Ownership: City.

Funding authority: City.

Funding sources: City and adjoining property
OWNers.

Feasibility: Medium.

4.3.3 Add sidewalks on South U.S. 395 from Cedar Street to 6th
Street

Description: The residences along the highway south of SW Cedar Street have no
sidewalk access. The highway shoulder is unpleasant to walk on and the route on Del-
wood Street is out-of-direction. The sidewalk should be extended to SW 6th Street on
the west side of the highway.

Period of completion: long-term.

Cost: $24,000 for 800 feet of 6-foot sidewalk and curb at $35 per linear foot.
Ownership: ODOT.

Funding authority: ODOT.

Funding sources: ODOT.

Feasibility: Medium.

David Evans and Associates, Inc. Pilot Rack Pedestrian Transportation Development Plan, Part [{ Plan - 13
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4.3.4 Improve access to elementary school sports field

Description: The western access is via a short
unpaved section of SW 5th Street leading from
Birch Street. This intersects with a narrow, un-
paved school road that also provides access from
the school’s parking lot. Pedestrians and motor
vehicles must share the roadways. This is certainly
unpleasant when dusty or muddy and would ben-
efit in that respect from paving. At the least, paved
walkways on 5th Street should be provided. If mo-
tor vehicle conflicts are a problem during events,
parking monitors could be used to direct tratfic.
Period of completion: long-lerm.

Cost: $6,000 for 240 feet of sidewalk at $30 per
linear foot,

Ownership: City.

Funding authority: City.

Funding sources: City.

Feasibility: High.

4.3.5 Improve access to elementary school and park

Description: The primary access is from the west
via paved Vern McGowan Drive leading from U.S.
395. This short street leads directly into a farge
parking lot with no watkways. Pedestrians and
motor vehicles must share the illdefined roadway.
Nor is there a crosswalk across the entrance on
U.S. 395. A erosswalk o Verm McGowan and
scparated sidewalk along the north side should be
provided.

Cost: $12,500 for 500 feet of sidewalk at $25 per
linear foot.

Ownership: City.

Funding authority: City.

Funding sources: City.

Feasibility: High.

43.6 Bring walkways up to ADA specifications

Description: Even in a small city such as Pilot Rock there are hundreds of potential
ADA compliance problems with the walkways. It is difficult to find a technically ac- -
cessible route on even the newest highway sidewalks, curb ramps and crosswalks.
Typical discrepancies include slopes and cross-slopes that exceed maximums, ramps
that do not line up with crosswalks, oblique (corner) ramps that direct users into the
roadway, vertical change of level over 0.5-inch, irregular detectable warnings and con-
trast, and inadequate landings. This is a systemic problem with no easy solution except
attention to detail when facilities are constructed. Project managers and planners in all
agencies and their contractors should take ADA courses offered by ODOT’s Bicycle
and Pedestrian Program.

Period of completion: short-term and long-term.

Plan - 14 Pilot Rock Pedestrian Transportation Development Plan, Part I David Evans and Associates, Inc.
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Cost: varies.

Ownership: State, County, City, private.
Funding authority: State, County, City, private.
Funding sources: State, County, City, private,
Feasibility: Low.

4.3.7 Improve stairs

Description: The stairs leading up the hill cast of Main Street are deteriorating, unlit
and uninviting, Needed improvements include repairing the steps and railing, lighting
the steps, and widening the bottom access.

Period of completion: long-term.

Cost: $15,000 for rebuilding 300 feet of stairs at $50 per linear foot.

Ownership: City.

Funding authority: City.

Funding sources: City and State.

Feastbility: Low.

44 Other

4.4.1 Develop pocket park at SW 3rd Street on west side of East
Birch Creek

Description: The vacant land between U.S. 395 and the pedestrian
bridge would make an attractive green space. It is marked as “Site
of Old Fort - 1878 and may qualify for historic or parks granis.
Period of completion: long-term.

Cost: $10,000 to clean up, gravel or asphalt a walkway and install
some landscaping.

Ownership: City.

Funding anthority: City. .

Funding sources: City, State and Federal.

Feasibility: Low.

David Evans and Assoclates, Inc. Pilat Rock Pedestrian Transportation Development Plan, Part It Plan - I5
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45 Funding Sources

The Pilot Rock TSP includes a chapter entitled Funding Options and Financial Plan
(Chapter 8). However, the TSP was not fiscally constrained. The TSP included a brief
discussion of the City’s Capital Improvement Program (CIP) as it stood in 2001. At
that time, the CIP included one pedestrian project, the replacement of a pedestrian
bridge over West Birch Creek between Delwood Street and South 6th Street for
$7,500; and one bicycle system improvement project, adding bike lanes to US 395 for
$155,000. The total 20-year CIP budget was $512,700. Based on the analysis included
in the TSP, the City’s budget shortfall for projects identified in 2001 was approximate-
ly $127,000. Little has changed to increasce the City’s revenue since that time; in fact,
one major employer has left town, further reducing property tax revenues.

The following discussion touches on the potential for partnering and other financ-
ing methods for implementing the projects listed in this Plan.

4.5.1 Partnering with Umatilla County

If adopted, this Pedestrian and Bicycle Plan could potentially add as much as $825,000
to the CIP. Of that total, around 80% is the cost of improving Birch Street. Since Birch
Street is a County roadway, Umatilla County has indicated its willingness to contribute
towards the improvements for pedestrians and bicyclists out of its Gas Tax Revenues
for Bicycle and Pedestrian Projects. This would also be true for long-term improve-
ments to 4th Street,

4.5.2 Partnering with ODOT

The most important proposed crosswalk projects in Pilot Rock are located at the
interface of US 395 and City or County streets. ODOT may participate in these im-
provements as part of regular highway maintenance. These requests are coordinated
between the City Public Works department and the ODOT District Manager,

In addition, the State is obligated to spend a minimum of 1% of its gas tax rev-
enues on improvements for pedestrians and bicyclists. The ODOT Bicycle and Pedes-
trian Program regularly queries its Region and District managers for smaller, “quick-
fix” projects to help the State meet its requirements.

4.5.3 Other Sources

The TSP identifies a number of other revenue sources, grants and loans, ODOT fund-
ing options, and financing tools for transportation projects. Many of these sources,
options, and tools are appropriate for the projects listed within this Plan. Pilot Rock
has the advantage of prepared and adopted plans; however, the City’s small population
along with the relatively small size of the projects can make competition difficult for
many funding sources.

It is most likely that Pilot Rock will continue to have its best successes the same
way they have in the past - accomplishments based on the City’s strong sense of self-
reliance and worth, a creative and flexible approach, and the hard work of its citizens.
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Typical Sections and Street Standards

S tandard street classifications are difficult to apply to smalf cities. There is not the
range of land uses and traffic to justify many street categories. Basically, streets

in Pilot Rock are the highway, several collector-type streets that join the highway, and
all other local streets. Appropriate street design must generally be done on a block-by-
block, or sometimes lot-by-lot, basis with much attention paid to the adjoining land
uses,

51 Highway

The highway, U.S. 395, is the only “arterial” street and not only connects the city to
the outside world but is also an important business, and to some extent residential,
street. The central one-third mile of highway from Alder Street to SW 4th Place is
classified by the State as a Special Transportation Area (STA). STA standards are cx-
plained in the 2003 Highway Design Manual. The Manual states:

The primary objective of an STA is to provide access to community
activities, businesses, and residences, and 1o accommodate
pedestrian, bicycle, and transit movement along and across the
highway. Providing and encouraging a well-designed pedestrian,
bicycle, and transit friendly environment should be a major goal of
the designer in these areas.

Features of an STA include sidewalks at least 10 feet wide, crossings of every leg
of intersections, 5-foot shoulders or bike lanes, travel lanes of 11 feet for most situa-
tions, on-strect parking, and traffic calming techniques to enhance the pedestrian envi-
ronment.

52 Collector Streets

Collectors are multi-purpose streets that “distribute” traffic between the highway and
local streets within the neighborhoods. In other words, they are “through” streets but
are also very important to those who live on the collector. Preserving neighborhood
livability is a priority.

Pilot Rock has a modest number of collector streets that, depending on their loca-
tion and access to storm water drainage, may be curbed or uncurbed. Two designs for
new residential collector streets are recommended in Figure 3, one employing drain-
age swales that double as parking strips, and the other with curbs. Both feature a 60-
foot right-of-way with sidewalks and bike lanes.

A few short street segments serving businesses or industrial uses are also classified
as collectors. When these streets are reconstructed or when new streets are built, they
should be designed to fit their adjacent land uses. For example, downtown core streets
should have wide sidewalks and ample on-street parking, whereas industrial service
streets must accommodate large trucks but need little or no on-street parking.
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Figure 4.
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Suggested Residential Street Cross-Sections

Local — Uncurbed

5' Sidewalk

Concrete (optional)
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2B’ Shared Roadway
with Parking

[ )
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4' Bike Lane S' Sidewalk

10* Drainage
Swale
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Collector — Curbed

11" Travel Lane

5' Sidewalk
5’ Bike Lane
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53 Local Streets

Lacal strects should be attractive and complement the neighborhoods. The narrowest
possible right-of-way with minimal pavement width is recommended. Narrow road-
ways have many advantages such as reduced construction and maintenance costs, less
stormwater runoff, less heat gain in summer, lower traffic speeds, shorter crossing dis-
tance, and more room for sidewalks, landscaping and parking.

s4  Pedestrian Facilities

5.4.1 Sidewalks

Location

Commercial centers and downtowns: both sides of all streets.

Major residential streets: both sides.

Local residential streets: preferably both sides, but at least one side.

Low-density residential (1-4 units/ac): preferably both sides, but at least one side
with shoulder on other side.

Rural residential (less than 1 unit/ac): preferably one side with shoulder on other
side, but at least a shoulder on both sides.

Width

Local streets outside central business district:
Sto8ft.

Commercial areas outside central business district:
10 ft; more width in arcas of high pedestrian activity, sidewalk cafes and tran-
sit stops.

Buffer zone (aka landscape strip) between sidewalk and roadway:
5 to 10 ft on local and collector streets; or where street trees, high speeds, high
truck use, or space exists;
10 ft minimum swale for uncurbed sidewalk.

Buffer zone

driveways.

Standard Sidewalk
Dimensions

Width (varies by type
of street, larger number
preferred):

» local =5to 81t
» Commercial areas = 10 ft

Horizontal Clear Space = 3
to5 ft

Vertical Clear Space = 7 to
8 ft

Planting Strip (buffer zone)
Between sidewalk and street
=5to 10 ft

Surface vertical change
(abrupt, such as sidewalk
cracks) = 1/4 in. maximum

Surface gap = /2 in.
maximum

Slope in direction of travel =
5 percent maximum (1:20)

Cross-slope across direction
of travel = 2 percent
maximum (1:50)

Standard Bikeway
Width

(One-way travel;
recommended width
depends on motor vehicle
speed and volume.)

Bike Lane =4 to 6 ft
Paved Shoulder =4 to 6 ft

Wide Curb Lane (shared by
cars and bikes) = 14 to 16 ft

enhances the walking
environment and
allows the sidewalk
to remain level at
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Sidewalk clearances.Add
an additional 2’ horizontal
clearance to shoulder-high
barriers such as walls and
fences.

Horizontal Clearance

Accessibility:
5 ft (3 ft minimum) unobstructed width.
Additional 2 to 3 ft for shoulder-high barriers such as walls, railings and fenc-
es.
On-street parking:
2 ft for parallel parking stalls;
3 1t for angled or perpendicular parking stalls.
Ditch or swale:
2 ft minimum.
Ditch side slope should not exceed a 3:1.
Vertical Clearance

8 ft to continuous structures such as undercrossings and permanent canopies.
7 ft to spot items such as traffic signs and tree branches.

Surface

Minimum slope consistent with roadway.

5% (1:20) running slope.

2% maximum cross-slope including driveways.

Stable, firm, and slip-resistant.

0.25 in. maximum vertical change in level; 0.5 in. if beveled.
0.5 in. maximum gratings/gaps in direction of travel.

2.5 in. maximum gap at rail flangeway.

Continuity across driveways.
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542 Corner Radius

No turning movements: 4 ft.

On-street parking or bike lanes: S L.

Minor street with minimal truck and bus turning: 15
to 25 ft.

Major street with occasional trucks: 30 ft. i T )
' — /{* &*- ® ® "

543 Curb Ramps

Onc at cach crossing perpendicular to curb line.
Within crosswalk at foot of ramp.
No exposure to moving traffic lane.
Maximum running slope:
1:12 (8.33%) in new construction.
1:10 (10%) for 6 in. rise in existing retrofit.
1:8 (16.67%) for 3 in. rise in historic retrofit.
1:48 (2%) maximum cross-slope.
1:20 (5%) maximum counter-slope at gutier.
[:10 (10%) side flare stope.
3 ft minimum width.

R1 = Actual curb radlus
®@ R2 = Effective radius
R3 = Curb radius needed
without bike lane & parking

Sharp corners shorten and
align crosswalks, improve

Length: pedestrian visibility, and
3 ft long if toe room available. reduce vehicle turning speed.
4t long if constrained. On-street parking and bike
5 ft long if between ranges. lanes permit a tighter corner,
Level landing at top and bottom: often as little as a 25 ft radius.

5 ft (4 ft minimum) landing length at perpendicular curb ramp.
5 ft minimum landing length at parallel curb ramp.
1:48 (2%) maximum slope in the two perpendicuiar directions of travel,
Flush (no lip) connection at street.
2 ft detectable warning full width of the curb ramp.
Two curb-cuts per corner at intersections.
A 3 ft wide passage with a cross-slope of 2% behind curb cuts.

Landing: 4'I narmal

Curb ramp clearance,
grade and cross-slope.
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54.4 Crosswalks

Location (Marked)

All open legs of a signalized intersection.

Across a roadway approach controlled by a STOP or a YIELD sign if there is a
sidewalk or a shoulder on both sides of the approach.

Al intersections on roadway approaches not regulated by signals, STOP signs or
YIELD signs if the speed limit is 35 mph or less, and there are sidewalks or
shoulders on both sides of the approach,

Mid-block as needed.

Unmarked crosswalks at other intersections.

Striping

8 £t (6 ft minimum) width.
Extra width for high pedestrian volumes or to increase conspicuity of crossing.
Zebra-type (aka Continental) patterns:
12 to 24 in. wide stripes.
[2 to 24 in, stripe spacing.
Stop lines (when used) 10 ft (4 ft minimum) in advance.
Use curb extensions with on-street parking.
No parking within 20 ft from crosswalk without curb extension.

Zebra (aka Continental)
crosswalks are more
visible to drivers than
standard double lines.
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55 On-Road Bicycle Facilities

5.5.1 Bicycle Lanes

Location

General: one-way facilitics not physically separaled from travel lanes.

Urban areas: both sides of most highways, artertal streets and collector streets (ge-
nerically referred to as “streets™ below).

Rural areas: typically not used (paved shoulders or shared fanes preferred).

Width

Curbed street without on-street parking:
4 to 6 ft;
6 ft where use is high, in-line skaters are expected, or grades exceed 5%.
Curbed street with on-street parking:
Sto 6 ft;
6 ft where use is high, in-line skaters are expected, or grades exceed 5%.
Uncurbed street with parking in swale:
4 to 5 ft.
Add 1 ft;
on bridges, or
where there are 30 or more heavy vehicles per hour in the outside lane.
Striping
8 in. solid white stripe standard; or (optional) 8 in. solid white stripe.
On-street parking (right side of lane) marked with 4 in. solid white stripe or tick
marks.
Do not extend striping through intersections (except across from T-intersection)
and crosswalks,
Dotted guidelines (2 ft dots and 6 ft spaces) may be extended through complex
intersections.
At intersections controlled by signals or stop signs and where right-turn lanes ex-
ist, use a dotted line with 2 ft dots and 6 ft spaces for the approach in lieu of
solid striping for 50 to 200 ft.

Bike Lane Wide Lane Shared Lane

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan, Part 1t Plan - 23
(ODCT0434)



Where sufficient width exists, place a separate through bicycle lane between the
right-turn lane and the through travel lanc,

At ramps and dedicated right-turn slip lanes, use a minimal twrning radius or a
compound curve to reduce entry speed.

Marking

Bicycle symbol with directional arrow on pavement; or (optional) word legend
“BIKE ONLY™ with directional arrow.

Symbol with arrow on far side of each intersection no ¢loser than 65 ft from inter-
section; additional symbols placed periodically along uninterrupted sections.

Signing
MUTCD signs R3-16 and R3-17 designate the presence of a bike lane.

Many other signs are available for special situations; refer to MUTCD Part 9 and
the Oregon Bicycle and Pedestrian Plan.

552 Wide Curb Lanes

Urban streets with insufficient width for bike lanes.

13 ft wide without on-strect parking and 14 ft wide with on-street parking.

Where 15 ft or more width is available, consider striping bicycle lanes or shoul-
ders.

5.5.3 Paved Shoulders

Location

Rural: most roads and highways.
Urban areas: both sides of lower volume major streets where bike lanes are not
appropriate.

Width

Stt
= on steep up-grades where bicyclists require maneuvering room or where
downgrades exceed 5% for 0.6 mi,
» where there are 30 or more heavy vehicles per hour in the outside lane; or
« where motor vehicle posted speeds exceed 50 mph.

4 ft against guardrail, curb or other roadside barrier.

3 ft minimum.

Striping
4 in. solid white edge line.
5.5.4 Shared Lanes

Roads are as they exist with no special provisions for bicyclists.
Common on neighborhood streets, low-volume (< 500 ADT) rural roads and high-
ways, and commercial and downtown centers with constrained right-of-way.
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55.5 Marginal Improvements

Add usable riding surface to right of roadway edge stripe by:
* paving extra width—as little as 2 [t extra width is beneficial;
» reducing travel lane width;
+ eliminating unneeded travel lanes; or
» ¢liminating parking on one or both sides.
Bicycle-safe drainage grates.
Bicycle-friendly raitroad crossings.
Pavement surfaces free of irregularities.
Bicycle-oriented signs and bicycle-sensitive traffic detection devices.
Roadway maintenance including removal of accumulated dirt, broken glass and
other debris.
Reducing and enforcing posted speed limits.

5.5.6 Joint between Bikeway and Existing Roadway

The following techniques should be used to add paved shoulders to roadways

where no overlay project is scheduled:

Saw Cut: A saw-cut 1 ft. inside the existing edge of pavement provides the oppor-
tunity to construct a good tight joint. This eliminates a ragged joint at the edge
of the existing pavement.

Feathering: “Feathering” the new asphalt onto the existing pavement can work if
a fine mix is used and the feather does not extend across the area traveled by
bicyclists.

Grinder: Where there is already some shoulder width and thickness available, a
pavement grinder can be used to make a clean cut at the edge of travel lane,

grade the existing asphalt to the right depth and cast aside the grindings in Saw Cutg
one operation, with these advantages: NN e s
« less of the existing pavement is wasted; EXISTING A/C NEW A/C
« the existing asphalt acts as a base;
e there will not be a full-depth joint between the travel lane and the shoul- Fontiar fiho outk)
der;.an(.:l ’ . <
e the grindings can be recycled as base for the widened portion. [———— EW AT

New asphalt can then be laid across the entire width of the shoulder bikeway
with no seams.

edge of travel lane

55.7 Unpaved Driveways and Side Streets

Wherever a street is constructed, widened or overlaid, all unpaved driveways
and approaches should be paved back 15 ft to prevent loose gravel and dirt from
spilling onto the shoulders.
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56 Multi-Use Paths

5.6.1 Location

Within highway right-of-way or within an independent right-of-way.

Physically separated from motorized traffic by open space or barrier.

Shortcuts between neighborhoods, parks, schools, and business areas.

Access to areas served only by controlled-access highways where pedestrians and
bicycles are prohibited; otherwise, not a substitute for on-road facilities.

Access to areas not well served by roads such as streams, lakes, rivers, greenways,
abandoned or active railroad and utility rights of way, school campuses, and
planned unit developments and communtity trail systems.

5.6.2 Path Design

Width

Paved shared use:
10 to 14 ft |8 ft minimum (rare)];
14 ft or more with separated bicycle, horse or running lanes.
Unpaved shared use: 8 to 10 ft.
One-way shared use (rare): 6 ft (5 ft minimum).
Paved pedestrian only: 6 ft (5 ft minimum).

Shoulders

Width on both sides: 2 ft.
Side slope: 4%.

Recovery Area

--Jf-side slope greater than
1:4:
5 ft recovery area at . i éj:;;narea)
maximum 1:6 slope EP = Edge of Pavement
from edge of path; or
barrier.

Standard multi-use path
dimensions.

Clearance

Lateral: 6 ft (5 ft minimum).
Vertical 10 ft (8 ft minimum), 12 ft minimum for equestrians.

Separation from Roadway

Curbed section: 4 ft minimum.
Uncurbed section: 5 ft minimum, at least 3 ft of which is a buffer zone or land-

scape strip.
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Surface

Stable, firm, and slip-resistant.

At unpaved rondway or driveway crossings of paved paths, pave the roadway or
driveway at least 10 [t on each side of crossing.

Unpaved surface: 4 in. layer of granular stone no larger than 3/8 in. in diameter

over prepared subgrade of at least 6 in. of crushed gravel (top layer) and & in.

of gravel (bottom layer), roller compacted.
Grade

5% tor up to 800 ft.

8% for up to 300 ft.

[1% or more for up lo 50 ft.

Running grade over 8.33% less than 30% of the total path length.

Cross Slope

Slopping in one direction instead of crowning preferred.
Paved: 2% maximum,

Unpaved: 5% maximum.

Superelevation: 2% maximum.

Summary of Surface Materials for Multi-Use Paths

Surface Material ness Stabilit gh
Y Resistan

Asphalt stable

Concrete stable

Soil with Stabilizer stable

Soil with High Organic unstable

Content

C.rushed rf)ck (3/4" minus) Stable

with Stabilizer

Crushed Rock w/o Stabilizer stable

Wood Planks stable

Engineered Wood Fibers .

— that comply with ASTM Moderately stable :

FI951

Grass or Vegetative Ground

[{ [
Cover Moderately stable -

Engineered Wood Fibers
that do not comply with
ASTM FI951

Wood Chips (bark, cedar,

unstable

- Moderately stable

generic) to unstable

Pea Stone or 1-1{2" minus

Aggregate unstable

Sand unstable ~ Not slip resistant.

Source:Adapted from Federal Highway Administration Designing Sidewalks and Trails for Access,

Part Il, Best Practices Design Guide.

Multi-Use Path
Pavement Alternatives

ASPHALTIC CONCRETE
{Full Deplhy

" ASPHALTIC CONCRETE

W_ v

-1 | SURFACE
v

— LLIIE AGGREGATE OR
R{E_: STABILIZED BASE

PORTLAND GEMENT
(" GONCRETE SURFACE
¢

39 AGGREGATE OR

-6 é;"r; S STABILIZED BASE

Gt L A GOMPACTED SUBGRADE

Source: Oregon Bicycle and
Pedestrian Plan
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Design Speed

Paved: 20 mph; 30 mph for downgrades over 4% for 800 it.
Unpaved: 15 mph.

5.6.3 Barriers

Purpose: Safety and security, protection from falls, screening ol adjacent uses,
separation from adjacent roadway or other uses, vertical or grade separation,
or enhanced aesthetics,

Need: Protective barrier use based on clear area, side slope steepness and mate-
rial, and type of hazard.

Types: Fences, walls, vegelation, guardrails, jersey barrier, and railing.
Retaining walls no closer than 2 ft from path edge.

Railings should be at least 3.5 ft high.

5.6.4 Crossings

Marking: Either none, crosswalk stripes, or dotted guidelines.
At-grade:
Mid-block: Not near intersection, angled 75 degrees maximum.
Parallel path: Near intersection
Complex intersection: highly skewed or multiple-leg, often with two-step
crossing.
Refuge island:
Necessary with marked crossing of more than 2 lanes.
12 ft (8 ft minimum) wide.
Cut-through angled 30 degrees towards oncoming traffic.

5.6.5 Bridges

Typical Bridge for Width: approach width plus 2 ft on each side.
Multi-Use Path Vertical clearance: same as for path.
z Loading: H10 or a 10-ton load for a two-axle vehicle.

Approach railing: Extend 15 ft from end of bridge and
flared.

Decking: Transverse (90 degrees to the direction of travel).
Railing: height of 4.5 ft; openings no more than 6 in. wide;
optional rub-rail at 3 ft.
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57 Signs, Pavement Markings and Signals

57.1 General Application

Warranted by use and need per latest Manual on Uniform Traffic Control Devices
for Streets and Highways (MUTCD).
All signs and markings retroreflective or illuminated,

57.2 Pedestrian Facilities
Signs

Intended for motorists: warning signs for pedestrian crossings.

Intended for pedestrians: regulatory signs for pedestrian signals; special wayfind-
ing signs.

Intended for all users: most guide signs.

Markings

Crosswalks, detectable warnings and vertical markers per Oregon Bicycle and Pe-
destrian Plan.

Signals
Timing:
Adult pedestrian clearance interval of 4 fps measured from the curb-to-curb or
edge-of-roadway to edge-of-roadway distance.
Child or elderly pedestrian clearance interval of 3 {ps measured from the curb-
to-curb or edge-of-roadway to edge-of-roadway distance.
Options to address slower walking speeds include:
increase crossing time,
decrease crossing distance,
subdivide crossing distance (medians or refuge islands, with separate pe-
destrian controls), or
provide a pedestrian-actuated control that permits extended-time crossing
on demand.
Midblock Pedestrian Activated:
Based on MUTCD Warrants 4 (Pedestrian Volume), 5 (School Crossing), or 7
(Crash Experience).
Note if any potential users not reflected in the data because the lack of a signal
discourages them from crossing.
Accessibility:
Refer to Section 4G.06 of the MUTCD and U.S. Access Board guidelines.

5.7.3 On-Road Bicycle Facilities

Most signs, pavement markings, signals, and delineators for motorists apply to
bicycles.
Part 9 of the MUTCD covers specific traffic controls for bicycles.

Signs

Bike lanes: MUTCD signs R3-16 and R3-17 designate the presence of a bike lane.

Warning: signs denoting unexpected or changed conditions.

Bicycle Route: used to guide cyclists to destinations or to mark regional, interstate
and international facilities.
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Markings

Bike lane:
8 in. wide retroreflectorized white stripe; and
symbol of cyclist with directional arrow in lane.
Object markings:
Delineate presence of potentially hazardous objects and obstructions.
Signals

Timing:
5 ft (3 ft minimu) unobstructed width.
2 to 3 ft for shoulder-high barriers such as walls, railings and fences.
Demand actuated signal;
. Adjust detector sensitivity for bikes and mark most sensitive location,
Mark pavement where sensitivity is highest.
Consider alternatives to pavement loops (video, microwave, infrared).
Programmable signal heads:
Ensure that cyclist can see signals.
Signal synchronization:
Add 2 1o 3 sec. to automobile green time.
Yellow interval of 3 sec.
All-red clearance interval greater than 2 sec.

5.7.4 Shared Use Paths

Requires its own signing because separate alignment from roadway.
Signs reduced size per MUTCD.

Special markings for railroad crossings.

Supplemental markings may be used (center line, stop bar, etc.).

575 School Areas

Part 7 of the MUTCD discusses school routes, crossings, signs, markings, signals,
and other considerations.
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Findings & Recommended Revisions to Pilot Rock Code Comprehensive Plan, Zoning & Subdivi-
sion Ordinances, and Transportation System Plan

1. BACKGROUND

As part of the Pilot Rock Pedestrian and Bicycle Master Plan, the City’s Comprehensive Plan, Zoning
and Subdivision Ordinances, and Transportation System Plan were reviewed to ensure that the Master
Plan’s goals could be implemented. Certain revisions are recommended, as summarized in this report.

The Pilot Rock Zoning and Subdivision Ordinances were updated in 2001, following the adoption of the

Transportation System Plan. With a few exceptions, the Zoning and Subdivision Ordinances reflect both
the requirements of the Transportation Planning Rule and general “smart growth” principles appropriate

to a town of Pilot Rock’s size.

Throughout this document, suggested new text is shown in bold, underline. Suggested text for deletion

is shown in strikethrough.
2. ZONING ORDINANCE
= Add to Section 1.70, Definitions:

Sidewalk. A pedestrian walkway separated from a road, with or without a curb, constructed

of a durable, hard surface, usually concrete.

Finding: The purpose of this addition is to add a clear definition of sidewalk to the code since sidewalks
are a part of the city street network.

< Change to Section 3.12, Dimensional Standards in an R-1 Zone:

(1) The front yard shall be a minimum of twenty(20) ten (10) feet from the edge of the eave to
front property line, providing the garage or carport is setback a minimum of 20 feet

from the edge of the eave to the front property line.

Finding: The purpose of this change is to allow houses to be closer to the street, especially the sidewalk.
This pattern of development creates safer neighborhoods, with “eyes on the street,” and has been demon-
strated to encourage higher pedestrian uses. It also can increase the efficiency with which lots can be de-
veloped, reducing spraw] and thereby supporting a walkable community.,

= Revise Article 9, Off-Street Parking and Loading.

9.21 Parking Spaces are required as follows:

Bank or professional offices 1 space per 300 square of floor area plus 1 space per employee

plus 1 bicycle space per 10 motor vehicle parking spaces with
a minimum of 2 spaces per use.

Eating or drinking establishment 1 space per 200 feet of floor area plus 1 space per 2 employees

plus 1 bicycle space per 10 motor vehicle parking spaces with
a minimum of 2 spaces per use. :

Bowling alley. 3 spaces per lane plus 1 space per employee plus 2 bicycle
spaces per lane.
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Findings & Recommended Revisions to Pilot Rock Code Comprehensive Plan, Zoning & Subdivi-
sion Ordinances, and Transportation System Plan

9.24. Bicycle Raeks Parking. A minimum of two (2) bicycle parking spaces shall be pro-

vided for any commercial, industrial, and multi-family residential uses. Bicycle parking

spaces shall be a minimum of six (6) feet long and two (2) feet wide. Bicycle racks shall be
designed....

Finding: In order to comply with the Transportation Planning Rule, the City must provide bicycle park-
ing. The recommendation additions reinforce or clarify the City’s existing code.
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Findings & Recommended Revisions to Pilot Rock Code Comprehensive Plan, Zoning & Subdivi-
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3. SUBDIVISION CODE

Recommended changes to the Subdivision Code are centered around street standards and pedestrian fa-
cilities. All other components of the Subdivision Code appear to be adequate to meet the City’s goals.

= Revise Street Standards on page 28:

Classifieation p Wid} Richtof- Way-Widt}
Local-Street Option+ 20-f 50-f-
*Loeal- Street Option3 34§ 50-f
20§
FO-f
60t
Sl
70-f-
89+
80-f
805
ROAD STANDARDS
Zone Road ROW Pavement Swale/ Parking’ Sidewalks® Bi Setback
Type Width Buffer Minimum Lanes® Taken
Min.-Max. | Minimum® Min.-Max, From
Local 50-60 ft 20-24 ft 8 ft swales In swale Sft Nene Swale
Uncurbed
- Local 50-60 ft 34-38 ft 5 ft buffer 7-8 ft. Sft None Buffer strip
= __ Curhed
ﬁ Collector 50-60 ft 28-32 ft 8 ft swales In swale 5-fit 4-6 ft Swale
g Uncurbed
Collector 50-60 ft 44-48 ft None 7-8 ft. 5-ft 3-6 ft Parking
Curbed lane
Alleys® 20 ft, 20 ft, None None None None N/A
Industrial Local 50-60 ft 24-28 ft S ft buffer None 5-ft Nomne Buffer strip
Collector 70-80 fit 36-48 £t None Optional 5t 6ft Center
median |
Avterial 80-90 ft 36-48 None None 10 fi 6ft Center
median
Commercial Collector 60-70 f¢ 36-48 ft None Both sides® 10 ft Optiona] Center
median
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Arterial 80-90 ft 36-48 ft None None 10 1t 6ft Center
median

1. All mailboxes, utility vaults, sign poles and similar features shal located within the swale or buffer. Swales and
buffers shalil be located on both sides of the sireet. The City encourages mailboxes to be prouped in a central location
by block.

Parking may be on one or both s!dcs of the street.

3. i b

4.  Bike lanes shall be located on both sidey of the street,

5. Sethacks may be needed to accommuodate utility poles, retaining walls, ete. Needed sethack widths shall be taken as
noted in this column and net from sidewalk width

6. Alleys in all zones have the same requirements.

7. Includes center turn lane where needed

8. Includes parking bays and curb extensions.

Finding: The recommended street standards are based on the public and Staff input that the existing
street standards are not sufficiently flexible to allow the retrofit of certain roadways, such as Birch Street,
to increase pedestrian access and safety. The recommended standards increase flexibility and make im-
provements to all streets more feasible. (Note: Umatilla County will need to adopt these street standards

for Birch Street and 4™ Street.)
= Revise Page 30:

LOCAL STREET STANDARDS

+—Local-Streets—Thestandardforaloealresidentinlstreet shall-beo-28-foot-readway-with
parlungon%othadﬂr—&—madway-mdth of-%d-enn—be—med—mt-h-pm!klgiwme-ﬂdef—hw—

1. Residential Streets. Residential streets may be curbed or uncurbed.

A. Local Uncurbed. All new uncurbed residential local streets shall be a 50-60 ft- right of
way with a paved roadway of 20-24 ft. A drainage swale shall be provided on each side
of the street for the location of off-street parking, mailboxes, sign poles and other street
furniture. Sidewalks shall be provided on both sides of the street. Setback from prop-
erty line shall be provided as needed to accommodate utility poles, retaining walls, etc.;
with width taken from drainage swale.

B. Local Curbed. All new curbed residential local streets shall be a 50- 60 ft right of way

with a paved roadway of 34-38 ft; parking shall be permitted on one or both sides (may
be staggered to create passing areas). Where there is sufficient right-of-way, a buffer

strip shall be provided on each side for the location of mailboxes, sign poles and other
street furniture. Sidewalks shall be provided on both sides. Setback from property line

shall be provided as needed to accommodate utility poles, retaining walls, etc.; width
taken from buffer strip.

2—Cellectors—Allnew-celeetors-shatHinelude-two10-foot-traveHanes; two-S-foot-bieyele
lanes;-and-parking-on-both-sides-of the-street—The roadway-can-also-be-striped-to-provide
twe-traveHanes-pluslefitum-lanes-at-intersections-or-driveways-by-remeving-parkingfor
shert-distances—Four-foot-sidewalksshall-be-provided on-one-side-of the roadway—In
commercial-o-bustnessareas—thesidewalksshall- be-a-minimum-of eight-feet-wide-and
may-be-located-adjacent-to-the-curb-fo-facilitate-loading-and-unloading-at-the-eurb-
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sion Ordinances, and Transportation System Plan

C. Collector Uncurbed. All new uncurbed residential collector streets shall be a S0-60 ft

right of way with a paved roadway of 28-32 ft fotal with bike lanes and swales. Side-
walks shall be provided on both sides. Setback from property line shall be provided as
needed to accommodate utility poles, retaining walls, ete.; width taken from parking

lane.

Collector Curbed. All new curbed residential collectors shall be a 50-60 ft right of way
with a paved roadway of 44-48 ft, bike lanes, parking lanes and sidewalks on both sides.
Setback from property line shall be provided as needed to accommodate utility poles,

retaining walls, etc.; width taken from parking lane.

2. Industrial Streets are located in the Industrial Zone and are designed to accommodate

larger trucks.

A

Local Industrial. AN mew local industrial streets shall be 50-60 ft right of way with a

paved roadway width of 24-28 ft, no parking required. Buffer strip shall be pro-

vided on both sides for placement of mailboxes, sign poles and other street furni-
ture. Sidewalks shall be provided on both sides.

Collector Industrial. All new collector industrial streets shall be 70-80 ft right of

way with a paved roadway of 36-48 ft total, optional center turn lane depending on
expected truck access needs or median (optional), bike lanes; no parking permitted.

Sidewalks shall be provided on both sides.

i Arterial Industrial. All new industrial arterials shall be 80-90 ft right of way with a

paved roadway of 36-48 ft total, optional center turn lane depending on expected
truck aceess needs or median (optional), bike lanes; no parking permitted. Side-
walks shall be provided on both sides.

3. Commercial Streets are located in the Commercial Zone and are designed for commercial

traffic,

A.

Commercial Local. All new commercial local streets shall be a 50- 60 ft right of way

with a paved roadway of 34-38 ft; parking on both sides. Sidewalks shall be pro-
vided on both sides.

Collector Commercial Streets. All new commercial collector streets shall have a

right of way of 60-70 ft with a paved roadway of 36-48 ft total, bike lanes optional,
on-street parking both sides, sidewalks shall be provided on both sides of the street .

Arterial Commercial. All new commercial arterials shall be 80-90 ft right of way

with a paved roadway of 36-48 ft total, optional center turn lane depending on ex-
pected access needs, bike lanes; parking both sides. Sidewalks shall be previded on

hoth sides.

3:4. Arterjals, All new arterials shall have two +-12 foot ...

Findings: The recommended street standards are based on the public and Staff input that the existing
street standards are not sufficiently flexible to allow the retrofit of certain roadways, such as Birch Street,
to increase pedestrian access and safety. The recommended standards increase flexibility and make im-
provements to all streets more feasible. In particular, the lack of a city-wide storm drainage system
makes curbed streets difficult to implement and a swale-type cross-section desirable.

2> Revise page 42:
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4.6 Curbs, Gutters and Sidewalks
(1) REQUIRED IMPROVEMENTS.

(b) Sidewalks shall be included within the dedicated non-pavement right-of-way of all streets

as given in Table 2. Sidewatks-may-berequired-at-the-diseretion-ofthe-City-Counsil
on-local-orresidential-streets,

Findings: This change corrects the existing code’s inconsistencies regarding sidewalk requirements. The
City has a goal of enforcing the pedestrian-friendly environment of the existing infrastructure with new
projects; requiring that sidewalks be included is necessary to support this goal. The Transportation Plan-
ning Rule also requires sidewalks on all streets, including local or residential streets.

= Revise Tables 1 and 2 on page 49 and 50:

TABLE 1
MINIMUM DESIGN STANDARDS FOR ROADS
Residential Commercial/ Business-Industrial
Minimum Right of Way Width (in feet)
Arterial Street 30 Nome $6- 80-90
Collector Street 60-50-60 60 80
Local Street 50-50-60 50-60
Mini Surfaced Width (in feet) "
Arterial Street 62 36-48
Collector Street 46
= Uncurbed Not applicable
s Curbed 36-48 ft
Local Street A4
»  Uncurbed 38-20-24 : 40 Not applicable
= Curbed 34-38 34-38ft
Alleys 20 24 20
All other sections of Table 1 remain unchanged.
1. Includes bike lanes and/or paved parking strips
TABLE 2
SIDEWALKS REQUIRED o
Type of Street Residential Business Commercial-Industrial
Local Optional*-Both sides five (5) ft min, Both sides, five (5) ft_ min
Coltector Street Optional* Both sides five {5) ft min, Industrial: Both sides. five (5) ft min
Commercial: Both sides 10 ft min
Atterials Both sidos four(4) ten (10) f min Both sides five{5) ten (10) R min.

squired by the City-Council five (5) feet minimum

e&-eaeﬁdeef-the md-wﬁh eenerete—surb%andguﬁess-

Findings: Changes to these two tables are needed in order to make it consistent with the Road Standards
and the rest of the Code. Sidewalks should not be optional, as discussed above.
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4.

TRANSPORTATION SYSTEM PLAN

The City of Pilot Rock updated the Transportation System Plan (TSP) in 2001. For the most part, the
TSP provides the City with adequate guidance for its transportation future. However, the following
changes are needed to bring the TSP into conformance with the revised street standards proposed herein
as well as the projects described in the Pilot Rock Pedestrian and Bicycle Plan,

<> Revise Table 7-3:

TABLE 7-3
RECOMMENDED STREET DESIGN STANDARDS
hid Width Speed
Bolchlink o AN sl BTy tes : ==l : -
Miner-Collestor—Option-t 38 60-: 5f-(bothsides) neR 2535-mph
Industrial/Commerciel(Colles-  40-f: 608 S f-{bothsides)  ecollector—68.  35-35mph
tor tosal—rone
orbeeal i
Alley 20-f 208 ROHO nene 15-mph
Zone Road ROW Pavement Swale Parking® Sidewalks® Bike Paosted
Type Width Bufler Minimum Lanes Speed
Min.-Max. | Minimum* Min.-Max.
Loeal 50-60 ft 20-24 ft 8 ft swales In swale 5 ft None 15-25 mph
Uncurbed
- Local 5060 ft | 34-38ft | Sftbuffer | 7-8ft 5t None 5-25 mph
"g Curbed
ﬁ Collector 50-60 ft 28-32 fit 8 ft swales In swale S-ft 4-6 ft 15-25 mph
$ Uncurbed
= Collector 50-60 ft 44-48 ft None 7-8 ft, S-ft 546 ft 15-25 mph
Curbed
Alleys® 20 ft, 20 ft, None None None None 10 mph
Industrial Local 50-60 1t 24-28 ft 5 ft buffer None 5-ft None 15-25 mph
Collector | 70-80 ft | 36-48 ft.” None Optional 51t 6 ft 25-35 mph
Arterial 80-90 ft 36-48 None None 10 ft 6 ft 25-35 mph
Commercial Collector 60-70 ft 36-48 ft None Both sides® 10 ft Optional 25-35 mph
Arterial 80-90 ft 36-48 ft None Nene 10 ft 6 fit 25-35 mph

1. Al mailboxes, utility vaults, sign poles and similar features shall be located within the swale or buffer. Swales and
buffers shall be located an both sides of the street. The City encourages mailboxes to be grouped in a central lacation

by block.

2. Parking may be
Sidewalks shall

on one or both sides of the street,

4. Bike lanes shall be located on both sides of the street.
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5. _Setbacks may be needed to accommodate utility poles, retaining walls, ete. Needed setback widths shall be taken as
noted in this column and not from sidewalk width

6. Alleys in all zones have the same requirements.
7. Includes center furn lane where needed
8. Includes parking bays and curb extensions,

> Revise Text on pages 7-4 through 7-5:
Residential Streets (Local)

The design of a residential local street affects its traffic operation, safety, and livability. The
residential street should be designed to enhance the livability of the neighborhood while accom-
modating less than 1,200 vehicles per day. Design speeds should be 15 to 25 mph. When traffic
volumes exceed approximately 1,000 to 1,200 vehicles per day, the residents on that street will
perceive the traffic as a noise and safety problem. To maintain neighborhoods, residential streets
should be designed to encourage low speed travel and to discourage through traffic. Narrower
streets discourage speeding and through traffic as well as improve neighborhood aesthetics.
They also reduce right-of-way needs, construction costs, storm water run-off, and the need to
clear vegetation.

Three Recommended local street standard options are provided-forlocalstreets;-as-shown in
Figure 7-1 (revised 4/05). Each option provides a minimum of 20_feet of pavement and provides
varying degrees of on-street parking. The city should choose one of these options for each resi-
dential local street based on the existing right-of-way, zoning, and neighborhood character.

%Mﬁ%y#hwﬁm@dwﬂlaeemedat&pa&wg&e@mﬂm&eﬁmvmﬁmﬁﬁ&mh
directioir-with-curbside-parking present-along beth-sides-of the-road—Hivefootwide-side-
walks-showld-be-previded on-the readway;-adjacent-to-the-curb.

Option 1. Local Residential Uncurbed. All new uncurbed residential local streets shall be a 50-60
ft- right of way with a paved roadway of 20-24 ft. total. A drainage swale shall be provided on each
side of the street for the location of off-street parking, mailboxes, sign poles and other street furni-
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ture. Sidewalks shall be provided on both sides of the street. Setback from property line shall be
provided as needed to accommodate utility poles, retaining walls, etc.; with width taken from
drainage swale.

Option 2. Local Residential Curbed. All new curbed residential local streets shall be a 50-60 ft
right of way with a paved roadway of 34-38 ft; parking shall be permitted on one or both sides (may

be staggered to create passing areas). A buffer strip shall be provided on each side for the location

of mailboxes, sign poles and other street furniture. Sidewalks shall be provided on both sides. Set-
back from property line shall be provided as needed to accommodate utility poles, retaining walls,

etc.; width taken from buffer strip.

Option 3. Local Industrial. All new local industrial streets shall be 50-60 fi right of way with a

paved roadway width of 24-28 fi; parking optional. Buffer strip shall be provided on both sides
each for placement of mailboxes, sign poles and other street furniture. Sidewalks shall be provided
on bath sides. Sethack from property line shall be provided as needed to accommodate utility

poles. retaining walls, ete.; width taken from buffer strip.

Alleys

Alleys can be a useful way to diminish street width by providing rear access and parking to resi-
dential, commercial, and industrial areas. Including alleys in a residential subdivision allows
homes to be placed closer to the street and eliminates the need for garages to be the dominant
architectural feature. This pattern, once common, has been recently revived as a way to build
better neighborhoods. In addition, alleys can be useful in commercial and industrial areas, al-
lowing access for delivery trucks which is off the main streets. Alleys should be encouraged in
the urban area of Pilot Rock. Alleys should be 20 feet wide, with a 20 foot right-of-way (see

Figure 7-1 revised 3/05).

Cul-de-Sac Streets

Cul-de-sac, or “dead-end” residential streets are intended to serve only the adjacent land in resi-
dential neighborhoods. These streets should be short (less than 400 feet long) and serve a maxi-
mum of 20 single-family houses. Beeause-the-streets-areshort-and-the-traffie volumesrela-

tively-low;-the street-width-ean-be-narrower-than-a-standard-residential street allowing for

the-passage-of-two- lanes-of traffie-whenno-vehicles-are-parked-at-the-eurb-uand-one lane of
traffic when-vehicles-are-parked at the curb-

Because cul-de-sac streets limit street and neighborhood connectivity, they should only be used
where topographical or other environmental constraints prevent street connections. Where cul-
de-sacs must be used, pedestrian and bicycle connections to adjacent cul-de-sacs or through
streets should be included.

Collector Streets

Collectors are intended to carry between 1,200 and 10,000 vehicles per day, including limited
through traffic, at a design speed of 25 to 35 mph. A collector can serve residential, commercial,
industrial, or mixed land uses. Collectors are primarily intended to serve local access needs of
residential neighborhoods by connecting local streets to arterials. Bike lanes are typically not
needed in smaller cities like Pilot Rock due to slower traffic speeds and low traffic volumes.
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Fourrecommended-street-standard-options-are-provided-for Collectors may be located in the
residential, commercial, or industrial zones. Residential collectors may be curbed or un-
curbed, as shown in Figure 7-2 (revised 3/05). All four options provide one lane of moving
traffic in each direction. In industrial and commercial zones, collectors can be striped to pro-
vide two travel lanes plus left-turn lanes at intersections or driveways by removing parking for
short distances. One of the options is intended for industrial/business areas. This option would
be appropriate for the Cedar Street/Circle Street route north of its intersection with US 395, The
City should choose which option is most appropriate for each collector based on the existing
right-of-way, zoning, and neighborhood character.

Residential Collector Uncurbed. All new uncurbed residential collector streets shall be a 50-60 fit

right of way with a paved readway of 28-32 ft total; with bike Ianes, swales and sidewalks on both
sides. Setback from property line shall be provided as needed to accommodate utility poles, re-
taining walls, etc.; width taken from parking lane.

Residential Collector Curbed. All new curbed residential collectors shall be a 50-60 ft right of way
with a paved roadway of 44-48 ft., bike lanes, parking lanes and sidewalk provided on both sides.
Setback from property line shall be provided as needed to accommodate utility poles, retaining
walls, etc.; width taken from parking lane.

Industrial Collector. AN new collector industrial streets shall be 70-80 ft right of way with a paved

roadway ot‘ 36-48 ft total, center turn lane (optional depending on expected truck access needs) or

median (o bike lanes; parking optional, sidewalks provided on both sides. Setback from

property lme shall be provided as needed to accommodate utility poles, retaining walls, etc.; width

taken from center median.

Commercial Collector Streets. All new commercial collector streets shall have a right of way of 60-
70 ft with a paved roadway of 36-48 ft total, bike lanes, parking bays inside curb extensions op-
tional, and sidewalks be provided on both sides of the street.

stde-ofthe madwaya%eﬂgﬂwﬁh-aﬂ-epaena% plantmg—bmﬁ—wﬁh—&wndth—up-wé—teet-
Minor-Collector—Option1
fﬁ&s—ep&ea—:&s&mlaﬁe%h&majef—eeﬂeemf——&alsa prewées—a—S%—feet—paved—reaéway—s&r—

This-option-provides-a-30-foot rondwaysurface-within-a-60-footright-of-way—This standard
will-aceommeodate-passage-of-one-lane of moviag-tratfie-in-each-direction-with-cucbside
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e ; ] dod shcidsoat —
aejesept-te-thesush-

Industrial/Commereial-Collector-or-Local-Street

> Delete Sections entitled “Pedestrian Plan” and “Bicycle System Plan” on pages 7-11
through 7-13:
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For pedestrian and bicycle system plan implementation, refer to the City of Pilot Rock’s
Pedestrian and Bicycle Plan, adopted on XXX, 2005.
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Glossary

AASHTO — American Association of State Highway and Transportation Officials.
They publish national road and bicycle facility design guidefines which have been
used by the State with modifications.

ADA —The Americans with Disabilities Act. Civil rights lcgislation passed in 1990,
became elfective July 1992

ADAAG — Americans with Disabilities Act Accessibility Guide.

ADT - Average daily traffic. The average traffic volume in both directions of travel at
a given point on a road,

Arterial street — A higher classification of street designated to carry traffic, mostly un-
interrupted, through an urban area, or to different neighborhoods within an urban
area. Arterial streets may be further broken down into major and minor categories
major often referring to State highways.

1

Bicycle — A vehicle having two tandem wheels, a minimum of 14 inches in diameter,
propelled solely by human power, upon which any person or persons may ride.
Three-wheeled aduit tricycles and four-wheeled quadracycles are considered bi-
cycles; tricycles for children are not.

Bicycle facilities — A general term denoting improvements and provisions made to ac-
commodate or encourage bicycling, including parking and storage facilities, and
shared roadways not specifically designated for bicycle use.

Bicycle lane (or bike lane) — A portion of the roadway which has been designated by
striping, signing and pavement markings for the preferential or exclusive use of
bicyclists.

Bikeway — A generic term for a facility that is created when a road has the appropriate
design treatment for bicyclists, based on motor vehicle traffic volumes and speeds;
shared roadway, shoulder bikeway and bike are the most common. Another type
of facility is separated from the roadway: multi-use path,

BPAC - Bicycle and Pedestrian Advisory Committee.
BID — Business Improvement District.

CBD — Central business district. A traditional downtown arca usually characterized by
established businesses fronting the street, sidewalks, slow traffic speeds on-street
parking and a compact grid system.

CDBG - Community Development Block Grant
CENWP - Corps of Engineers, Portland District
CENWW — Corps of Engineers, Walla Walla District
CIP - Capital Improvement Program

Collector street — A street designated to carry traffic between local streets and arterials,
or from local street to local street.

CPTED - Crime Prevention Through Environmental Design.

Cross-slope — Lateral slope across a road or path, typically designed for drainage.

David Evans and Associates, Inc. Pilot Rock Pedestrian Transportation Development Plan — Appendix Glossary - |
Project ODOT0434



Crosswalk — Portion of a roadway designated for pedestrian crossing, marked or un-
marked. Unmarked crosswalks are the natural extension of the shoulder, curb line
or sidewalk.

EID — Economic Improvement District

Enhancement funds — Set aside funds for certain transportation projects including bi-
cycle and pedestrian facilities and paths.

DLCD — Department of Land Conservation and Development.

Grade — A measure of the steepness of a roadway, bikeway or walkway, expressed as a
ratio of vertical rise per horizontal distance, usually in%. For example, a 5% grade
equals a 5 unit rise over a 100 unit horizontal distance.

Grade separation - The vertical separation of conflicting travelways with a structure.
Overpasses and tunnels are examples of common grade separations used to avoid
conflicts.

Interchange — A system of interconnecting roadways providing for traffic movement
between two or more highways that are grade separated.

LID - Local Improvement District.

Local street — A street designated to provide access to and from residences and busi-
nesses,

MOU — Memorandum of Understanding.
MP - Milepost.

Multi-use path — A path physically separated from motor vehicle traffic by an open
space or barrier and either within a highway right-of-way or within an independent
right-of-way, used by bicyclists, pedestrians, joggers, skaters and other non-motor-
ized travelers. Sometimes called a shared-use path.

MUTCD = Maiiiial i Utifofm Traffic Cofitiol Devices. The national standard, ap-
proved by the Federal Highway Administration, for selection and placement of all
traffic control devices on or adjacent to all highways open to public travel.

04&C — Opportunities and constraints.
ODOT - Oregon Department of Transportation,
OECDD - Oregon Economic and Community Development Department

ORS - Oregon Revised Statute, the laws that govern the state of Oregon, as proposed
by the legislature and signed by the Governor.

OTC - Oregon Transportation Commission, a five-member, Governor-appointed com-
mission, whose primary duty is to develop and maintain a state transportation poli-
cy and a comprehensive, long-term plan for a multimodal transportation system.

OTIB - Oregon Transportation Infrastructure Bank

OTP — Oregon Transportation Plan.

Path (or pathway) — a sidewalk, trail or shared-use path.
Paved shoulder — The portion of a shoulder which is paved.

Pavement markings — Painted or applied lines or legends placed on a roadway surface
for regulating, guiding or warning traffic,

Pedestrian — A person on foot, in a wheelchair, or walking a bicycle.
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Pedestrian facilities — A general term denoting improvemenis and provisions made
by public agencies to accommodate or encourage walking, including walkways,
crosswalks, signs, signals, illumination and benches. -

Rail trail — A shared usc path, either paved or unpaved, built within the right-of-way of
an existing or former railroad.

Rail with trail — A shared-use path, either paved or unpaved, built within the right-of-
way of an active railroad.

Right-of-way — A general term denoting land, property, or interest therein, usually in a
strip, acquired for or devoted to transportation purposes.

Roadway — The paved portion of the road.

Shared roadway ~ A type of bikeway where bicyclists and motor vehicles share a
travel lane.

SDC - System Development Charge.
SHPO - State Historic Preservation Office,

Shoulder - The portion of a road that is contiguous to the travel lanes and provided for
pedestrians, bicyclists, emergency use by vehicles and for lateral support of base
and surface courses.

Shoulder bikeway — A type of bikeway where bicyclists travel on a paved shoulder.

Sidewalk — A walkway separated from the roadway with a curb, constructed of a du-
rable, hard and smooth surface, designed for preferential or exclusive use by pe-
destrians.

STIP — State Transportation Improvement Program

TEA-21 — Transportation Efficiency Act for the 21st Century, Federal legislation that
guides the expenditure of federal highway funds from 1998 through 2002, re-
placed ISTEA.

TPR - Transportation Planning Rule 12 (OAR 660-12).

Traffic — Pedestrians, ridden or herded animals, vehicles, streetcars and other convey-
ances either singly or together while using any highway for purposes of travel.

Traffic volume (see ADT) — The given number of vehicles that pass a given point for a
given amount of time (hour, day, year).

Trail — a path of travel within a park, natural environment or designated corridor.

Travelway (also traveled way) — The portion of a roadway provided for the movement
of vehicles, exclusive of shoulders.

TSP - Transportation System Plan, the overall plan for all transportation modes for the
City

UGB - Urban Growth Boundary, the area surrounding an incorporated city in which
the city may legally expand its city limits.

URD - Urban Renewal District.

USACE ~ US Army Corps of Engineers.

USGS ~ United States Geological Survey.

Vehicle —~ Every device in, upon or by which any person or property is or may be
transported or drawn upon a highway, including vehicles that are self-propelled or
powered by any means.
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Walkway — A transportation facility built for use by pedestrians, including persons in
wheelchairs. Walkways include sidewalks, paths and paved shoulders.
Wide curb lane (also wide outside lane) — A wide travel lane adjacent to a curb, park-

ing lane or shoulder provided for ease of bicycle operation where there is insuffi-
cient room for a bike lane or shoulder bikeway.
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