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1.1 BACKGROUND
The City of Wilsonville is a rapidly growing community with a thriving commercial and
industrial base. Wilsonville is located in the Portland metropolitan area along lnterstate
5, south of lnterstate 205, 18 miles south of downtown Portland and 29 miles north of
Salem (Figure 1.1). This document (the Transportation Systems Plan) is a complete
update of the City's 1991 Transportation Master Plan and constitutes the transportation
element of the City's Comprehensive Plan. Transportation needs, including goals and
policies, were last addressed in the 1991 Plan. Since that time, Wilsonville has
experienced significant growth that has placed heavy demands on the transportation
system.

The purposes of this Transportation Systems Plan (TSP) are to:
. Comply with state mandates for transportation planning as specified by the statewide

Transportafion Planning Rule (TPR). Per OAR (Oregon Administrative Rules) 660-
012-001 5, the purpose of the TSP is to 'establish a system of transportation facilities
and services adequate to meet identified local transportation needs consistent with
regional TSPs and adopted elements of the State TSP".

. Develop standards for the transportation system.

. Address current problem areas.

. ldentify future roadway needs required to support predicted growth over the next 20
years.

. Provide guidelines for future transportation planning.

The TSP contains policies and implementation measures designed to fulfill the City's
transportation needs through the year 202Q. Many of these policies and implementation
measures will become the City's standards for future transportation planning; however,
several of these policies and measures seek to "encourage", "promote", or'support"
particular actions in an effort to create a positive environment in Wilsonville. They
represent an ideal or a suggestion and are not to be interpreted as a requirement of the
TSP or any implementing document of the TSP on any individual, business, or
organization. ln time, these measures may be supported by incentives.

This TSP provides details to guide transportation investment for the future and to
determine how land use and transportalion needs can be balanced to bring the most
benefit to the City. ln addition to meeting state requirements, this TSP is in compliance
with other jurisdictional plans including Metro's Regiona I Transpoftation Plan (RTP),
Washington County's TnnsporTation Plan, Clackamas County's Comprehensive Plan,
and Metro's Urban Growth Management Functional Plan.

?
Chapter 1 - lntroduction Pagel-1
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1.2 THE PLANN!NG PROCESS
To develop this updated plan, the planning area boundaries were set as Clay Street and
Day Road to the north, Miley Road to the south, Stafford and Wilsonville roads to the
east, and Grahams Ferry Road to the west. This planning area is larger than the Urban
Growth Boundary (UGB) and the city limits to ensure consistency between plans within
the City and those plans outside of its urban growth area (see Figure 1.2).

Figure 1.3 illustrates the process followed to develop the TSP for the planning area.
This process consisted of extensive engineering and planning analysis combined with
input and review by the Adjunct Transportation Planning Committee (ATPC), the
Planning Commission and the City Council. The ATPC consisted of citizens at large,
business owners, and representatives from both the Planning Commission and City
Council. The ATPC held its last meeting in April 2002. The ATPC's primary goal was to
plan and provide for adequate public facilities and services, concurrent with the rate of
development and population growth within the Wilsonville planning area. Public
hearings were held on the TSP prior to its adoption by the City Council.

The planning process included:
. Review of public documents to assure compliance.
. lnventory and data collection of current transportation conditions and facilities.
. Definition of goals and policies.

. Determination of needs and desires for roadway network and non-motorized facilities
(e.9., sidewalks, bicycle lanes).

. Development of alternatives with varying improvements and land uses to mitigate
deficiencies.

. Evaluation of alternatives.

. Selection of two viable alternatives to carry forward.

. Analysis and establishment of appropriate level of service standards.

. Cost estimation of improvements necessary to satisfy City level of service standards.

. Determination of short-range and long-range plans.

. Development of TSP.

The transportation plan was developed around four basic modes (or mode groups):
. Motor Vehicles
. Pedestrians and Bicyclists
. Transit
. Other Modes (lncluding Rail, Air, and Water)

{
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The objective of this TSP is to optimize each transportation mode within Wilsonville
following chapters summarize the analysis performed for this plan. Each chapter
addresses an essential piece of the TSP. These chapters are:

. Existing Conditions (Chapter 2)

. Traffic Model Development (Chapter 3)

. Motor Vehicle Facilities (Chapter 4)

. Pedestrian and Bicycle Facilities (Chapter 5)

. Transit System (Chapter 6)

. Other Modes and Multi-modal Coordination (Chapter 7)

. Transportation Demand Management (Chapter 8)

. Funding (Chapter 9)

The
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Goals are indicated for each chapter. After the Goals, information is provided to explain
the issues raised and further explain what the community hopes to achieve. Then,
specific Pollcles are listed indicating the official position of the Wilsonville City Council on
these mafters. Finally, lmplementation Measures are listed so that the specific actions
to be taken by the City can readily be seen,

Moving from Goals to Policies lo lmplementation Measures, the plan guides the reader
from the general to the specific. As time goes on, readers of this document should be
able to look at the specific lmplementation Measures and determine whether, in fact, all
of the steps outlined in the plan have been taken.

Over time it can be expected that portions of this plan will be amended to keep pace with
changes in circumstances. By organizing the plan in this way, it should make it easier
for those considering changes to this plan to know whether they need to change the
Goals, the Policies, or just the lmplementation Measures. At any point in the future, it
should be possible for readers of this document to look at the Transportation Systems
Plan and know whether the City has done the things that it has said that it would do to
meet the community's transportatron needs.

I Chapter 1 - lntroduction 1-3

1.3 HOW TO USE THIS PLAN

The text is organized to enable the reader to focus on particular subjects of interest.
Each chapter contains Pollcles and each Policy has one or more lmplementation
Measures that relate specifically to that Policy. For instance, someone with a particular
interest in transit can look to Chapter 6. Policy I-6.1 requires land use patterns and
development standards that support tran sit. lmplementation Measures 6.1 .a, 6.1.b, and
6.7.c follow in the next section and list several actions that the City will take to help make
sure that Policy 6.1 is implemented.
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1.4 TSP ALTERNATIVES
ln the course of preparing this TSP for the City of Wilsonville, numerous different
alternative plans, as well as a substantial number of varialions, were modeled and
studied. After reviewing those alternative plans in some detail, the ATPC selected three
alternatives for more refined study and final consideration. Based on new modeling, the
Planning Commission further refined the three alternatives down to two alternatives:
Alternative 1: the Modified No-Action and Alternative 2: lhe Recommended Alternative.
To reduce confusion, these final two alternatives are listed numerically, and the names
that were applied to them in previous draft documents were deleted. The alternatives
are:

Alternative 1: Modified No-Actio, - This alternative looked at the community in the
year 2O2Q, with only minimal public investment in new transportation facilities during the
interim. This alternative assumed that transportation projects that are planned and
funded as of 2OO2 will be completed, and private investments will be made to improve
the transportation system, but major public investment will not occur during the planning
period. lt also assumes that community growth and development are allowed to
continue in spite of inadequacies to the transportation systems. This is essentially the
"no-ac1ion" or "no-build' alternative as the lerm is used in lhe National Environmental
Policy Act.

Alternative 2: Recommended Alternative - This alternative was based on all of the
system improvements that would be needed by 2020 with an enhanced Wilsonville
interchange as part ofthe transportation system. A Boeckman interchange, or other
freeway access improvements that are not a part of proposed improvements to the
Wilsonville Road interchange, are noted as being needed subsequent to the 2O-year
planning horizon of the TSP.
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Figure 1.1

Regional Location
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Figure 1.3
Transportation Systems Plan Process
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2.1 INTRODUCTION
As a part of this Transportation Systems Plan (TSP) process, the City's existing
transportation facilities were inventoried and their condition was assessed. The
following sections describe the existing street network, circulation, pavement condition,
traffic volume, traffic control, traffic levels of service, accidents, transit, bicycle and
pedestrian facilities, and other transportation modes. Past transportation planning work
in the City has been summarized, as well as regulations and other Influencing
documents from the State, region, and counties. ln addition, results from the public
involvement process are summarized herein.

2.2.1.1 Ov era I I T ra n s portati on rssues
Table 2.a summarizes lhe transpoftation rssues addressed in each plan.
Overall, these plans appear to be consistent when it comes to planning goals and
level of service (LOS) standards. There is also some consistency with
recommended regional roadway projects, although the plans are not in complete
agreement (see Table 2.b).

t Chapter 2 - Existing Conditions Page2-1

2.2 PREVIOUS WORK
Plans and policy documents from the City of Wilsonville, Clackamas County,
Washington County, Metro, and the State of Oregon were reviewed for information
relevant to the Wilsonville planning area. State, regional, and other city documents also
were reviewed for information pertinent to the planning process. This review highlights
some of the major issues covered by these planning documents and compares the
major transportation-related elements of existing plans, codes, and ordinances pertinent
to the transportation planning efforts of the City of Wilsonville.

2.2.1 Review of Major Planning Documents
Most of the plans reviewed address the same major elements. These elements
include motor vehicle traffic, bicycles and pedestrians, transit, transportation demand
management (TDM), and road standards. For comparison purposes, Tables 2.a
through 2.f summarize the major planning documents and how they address each
element.

The following provides a brief overview of major common elements and
discrepancies identified during the plan review. These also are identified in
Tables 2.a through 2.f.
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Table 2.a
Comparison of the Five Major Plans on Overall Transportation lssues

Transportation
lssue RTP August 2000 WCTP October 1988 CCCP June 2002 WTMP July 1991 oHP 1999

Provide for safe, efficient,
convenient and
economical vehicle
movement while
minimizing degradation of
environment and
conserving energy;
improve relationship
between land use and
transportation to
decrease reliance on
automobiles and
encourage transit
ridership by developing a
convenient system.

2020 (base year 1994) 2005 (base year'1985) 2010 (base yea|I987) 2010 (base year 1990) 20'19

Planning Goals

Planning
Horizon

Population/
Employment
Forecast

LOS Standard -
Multi-modal
System

Encourage and facilitate
economic growth of the
Portland region through
improved accessibility
Ensure allocation of
increasingly limited fi scal
resources is driven by land
use and lransportation
benefits.
Place priority on protecting
region's natural
environment in
transportation planning
process.

lncrease system
capacity by improving
and expanding roadway
network.

Make more efficient use
of system: encouraging
transil use and
developing demand
management programs,
to encourage shared
vehicle use and spread
travel demand away
from traditional peak
travel hours.

Plan for and provide
adequate public
facilities and services
closely tied to the rate
of development.

Population 15,528
Employment 18,000.
8,220 new residents
and 'l I ,800 new.iobs-

LOS D is considered
acceptable, but is
approaching capacity.

To maintain and improve
the safe and efficient
movement of people and
goods, and contribute to
the health of Oregon's
local, regional and
statewide economies and
livability of its
communities.

Not addressed.

0.99 v/c over the 2-hour
peak period,

Population 2,348,943.
Employment 1,106,364.
1,610,956. 796,279 new
residents. 666,309 new
jobs.

Wilsonville Town Center:
F/E for 2-hour peak period
Other arterial routes: E/E.

Population 41'1,000
Employment 145,000.
145,000 new residents
106,000 new jobs.

Population n/a
Employment 134,600
112,500 new people
48,100 new jobsl

LOS D with 20 minutes
of E during peak hour
for region (1986).

Not addressed

1. The newjobs are nonagricultural.
RTP=Regional Transportation Plan, WCTP=Washington County Transportation Plan, CCCP=Clackamas County Comprehensive Plan (Chapter 5),
WTMP=1991 Wilsonville Transportation Master Plan, OHP=Oregon Highway Plan
n/a = Not Available
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Discrepancies
. Roadway functional classifications differ between plans (see

Table 2.c).
. Planning horizons differ between plans.
. Population and employment forecasts for the 1991 Wilsonville

Transportation Master Plan (TMP) and the 1988
Comprehensive Plan appear to be based on very different
assumptions.

It is also important to note that during the three years after the
1991 TMP was adopted, Wilsonville's population increased 33
percent (to 9,680). Employment increased an astonishing 125
percent (to approximately 14,000) between 1991 and 1996. As a
result, Wilsonville attained 66 percent of its expected employment
in only 25 percent of the time anticipated. City population reached
29 percent of its expected value in 20 percent of the time. This
growth rate highlights the difficulty facing the City in achieving its
goal of providing public services at a rate that is closely tied to
development.

?

Table 2.b
Comparison of Projects Recommended in the Wilsonville Area by the Five Major Plans

Location RTP WCTP CCCP WTMP WCP

l-5&Vilsonville l/C

l-5/Charbonneau l/C

l-5/Elligsen Road l/C

l-s/Boeckman l/C

Wilsonville Road

Reconfigure

lmprove

nla

nla

nla

r'la
nla

lmprove

nla

nla

lmprove

lmprove

nla

Study

Upgrade

nla

lmprove

nla

nla

Widen

nla

nla

Modify

nla

Widen

rva = Not Addressed

T Chapter 2 - Existing Conditions Page2-3

Common Elements
. A common theme between plans is the need to address the

correlation between land uses and transportation.
. LOS D is considered acceptable, but LOS E is becoming

common as a standard.
. There rs a need to improve the interchanges that provide

access to Wilsonville (see Table 2.b). Note that both of the
existing interchanges north of the Willamette River received
substanlial improvements in the late 1990s.

RTP = Regional Transportation Plan, WCTP = Washinglon County TEnsportation Plan, CCCP = Clackamas County Comprehensive Phn
(Chapter 5), WTMP = 1991 Wilsoflville Trdr6portiaton Masler Plan, WCP = Wibooville Cornprehensive Plan, UC = inlerctBrEe.



Table 2.c
Comparison of Functlonal Classifications in the Five Major Plans

Road Functional Glassification

WCTP
October 1988

WCP
November 1988

cccP
June 2002

WTMP
July 1991

OHP
1999Road

multi-modal minor arlerial (rural
road)

multi-modal minor arlerial
(urban road)

multimodal minor arterial
(community street)

minor arterial (n/a)

minor arterial (community
street)

minor arlerial (regional street)

minor arterial (community
street)

nla

regional arterial principal
route

nla

ma.ior collector

minor arterial

collector

nla majorl
minor arlerial

major arterial major arterial

collector

not classified not classified

majorl
minor collector

arterial

arterial

lnterstate
Highway

District
Highway

N/A

N/A

N/A

N/A

t-5

Boones
Ferry Road

Elligsen
Road

Wilsonville
Road

Ridder Road

Parkway
Avenue

Boeckman
Road

Town
Center Loop

principal arterial (freeway) Regional arterial freeway keeway

nla

collector

minor arterial

minor arterial

collector

collector

N/A

N/A

arterial

minor arterial minor collector

collector minor arterial major arterial

RTP= Rsgional Transportation Plan, WCTP= Washington County Transportation Plan, CCCP= Clackamas County Comprehensive Plan (Chapter 5), WTMP= 1991
Wilsonville Transporlation Master Plan, WCP= Wilsonville Comprehensive Plan.

n/a = Not Addressed because the plan does not list a functional classirication for this road.

Note; Secondary listing under RTP in parentheses denotes road designation.

June 2, 2003 Proof Draft
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RTP
August 2000

nla

nla
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2.2.1.2 Bicycle and Pedestrian /ssues
Table 2.d summarizes the bicycle and pedestrian issues addressed in each plan
Overall, it is clear that pedestrian and bicycle facilities are important elements
within each plan. However, there are many differences when it comes to design
standards.

2.2.1.2.1 Common Elements

The regional and county plans all recognize the importance of safe and
convenient facilities.

2.2.1.2.2 Discrepancies

The pedestrian and bicycle facility standards are not clearly defined and
there are some inconsistencies among the existing Wilsonville planning
documenls.

The Wilsonville Bicycle and Pedestrian and Parks and Recreation Master
Plans address facility location and the other plans address design
standards.

2.2.1.3 Transit and Transpoftation Demand Management (TDM) lssues
Table 2.e summarizes the transit and TDM issues addressed in each plan
Overall, it appears that these plans are consistent when it comes to the
significance of transit and TDM measures to Wilsonville.

2.2.1 .3.1 Common Elements

It is clear that transit is an important element to the regional and county
plans. However, Wilsonville has not been previously identified for any
regional transit routes; but a plan to extend commuter rail service to
Wilsonville may require new transit service in the future.

Only recently have the Wilsonville Plans begun to emphasize transil as
well as seek to implement TDM techniques. The City supports its own
transit system.

2.2.1.4 Road Standards
Table 2.f summarizes the road standards contained in the 1987 Wilsonville
Public Works Standards and the 1991 Wilsonville TMP. Many inconsistencies
exist between those documents. The City has adopted a design life standard
with the result that concrete construction is preferred for arterial streets when
conditions allow the streel to be closed for construclion.

?
I Chapter 2 - Existing Conditions Page2-5
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Table 2.d
Comparison of Bicycle and Pedestrian lssues in the Plans Reviewed

Design Standards

Planning Goal Sidewalk Bicycle FacilitiesPlan

Major Routes in Wilsonvilla for
Proposed Bicycle and Pedestrian

Facilities
2000 Metro Regional
Transportatron Plan
(RTP)

1988 Washington County
Transporlation Plan
(wcrP)

2002 Clackamas County
Transportation Plan
(CCCP, Chapter 5)

1991 Wilsonville
Transportation Master
Plan (WTMP)

Safe and convenient routes for
bicyclists and pedestrians region
wide, and increase walking and
biking mode shares.

Safe and efficient use of
pedestrian and bicycle facilities as
alternative to motorized travel and
for recreational purposes.

Safe, convenient movement of
pedestrians and bicycles.

None

None

6-foot adiacent to curb within
pavement area. One-way
facilities, same direction as
taffic.
None.

6-foot lane adjacent to curb
within pavemenl area. One-
way facilities, same direction
as lraffic.

Wilsonville Town Center is designated
as a pedestrian district. Boones Ferry
Road, Elligsen Road, Town Center
Loop and Wilsonville Road are
designated as transiumixed use
corridors and along with Canyon
Creek Road Norlh. 95'h Avenue,
Parkway Avenue and Boeckman
Road, are designated as bikeways.

Boones Ferry Road
and near l-5 Willamette River
crossing.

Wilsonville Road, Stafford Road,
Advance Road, Mountain Road, and
Butteville Road

Elligsen Road, Boeckman Road,
Wilsonville Road, l-5, and Boones
Ferry Road.

None

None

None

5 to 8 feet in width
for all road types

shared by boh bicycles and pedestrians, are included in the classification.

Class ll is part ot the roadway or shoulder and delineated by pavement mariings or baniers such as extruded curb or pavemsnt bumper blocks. Vehicle parking, crossing, or
tuming rnovemants may be permitted within the bikeway.

Class lll shares its traffic ROW with motor vehicles and is designated by signing only.

rva = Not Availeble.

(Continued on next page)
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Plan

Major Routes in Wilsonville for
Proposed Bicycle and
Pedestrian Facilities

Table 2.d (continued)
Comparison of Bicycle and Pedestrian lssues in the Plans Reviewed

Design Standards

Planning Goal Sidewalk Bicycle Facilities

1994 Wilsonville Parks
and Recreation Master
Plan

1993 Wilsonville
Bicycle and
Pedestrian Master
Plan

200'l Wilsonville
Comprehensive Plan
(wcP)

Public Works
Standards

Wilsonville
Development Code

Orderly and efficient
development of park and
recreation facilities.

Creale an environment that
promoles bicyclinq and
walking and reduces
dependence on automobiles.

Plan for and provide adequate
public facilities and services
closely tied to the rate of
development.

None

ln accordance with Public
Works Standards.

Concrete sidewalks on both
sides of all streels. ln most
cases, sidewalk on one side
only with combination
sidewalk/bicycle path on
other side.

Per Engineering Department
and sidewalk ordinance.

Concrete sidewalks minimum
s-foot width except ad.iacent
to commercial store fronts,
then 8-foot minimum width.

None

H-foot shoulder striped and
marked. Shoulder bikeway or
shared roadway only if
standard lane cannot be built.

Class I primary bicycle path
system unless physical
barriers and interim phasing
warrants Class ll or lll.

None

Class I primary pathways
unless topography, physical
barriers, or adjacent
development will not permit.
S-foot minimum from curb.

Trails consistent with and
connected to the Bicycle and
Pedeslrian Master Plan.

Elligsen Road, Boeckman Road,
Wilsonville Road, Miley Road,
Boones Ferry Road, and Parkway
Avenue.

l-5, Elligsen Road, Boeckman
Road, Wilsonville Road, Miley
Road, Boones Ferry Road, and
Parkway Avenue.

None

None.

Class I paths are completely separated from vehicular traffic within an independent right-of-way (ROW) or the ROW of another facility. Bikeways separated from vehicles, but
shared by both bicycles and pedestrians, are included in the classmcaton.

Class ll is part of the madway or shoulder and delineatad by pavament markings or barriers such as extruded curb or pavement bumper blocks. Vehicls pa*ing, cmssing, or
tuming rnovemonts may be permitted within the bikeway.

Class lll shares its traffc ROW with motor vehicles and is dssignated by signing only.

n/a = Not Available.

Chapter 2 - Existing Conditions Page2-7
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Table 2.e
Comparison of Transit and TDM lssues between Area Transportation Plans

RTP August 2000 WCTP October 1988 CCCP June 2002 WTMP July 199'llssue

I
Transit should be a
viable allernative to
SOV use by seNing a
variety of trip
destinations,
purposes, and times
throughout the UGB.

None given

Transit LOS Not addressed Not addressed Not addressed

Primary
Goals

Proposed
Transit
Network for
Wilsonville
atea

TDM
Measures &
Approach
for
Wilsonville
area

Wilsonville
designated as a
Town Center (smaller
than a regional
center). No regionally
significant routes
identified for
Wilsonville.

Comprehensive
regional approach,
guidelines include
TDM infrastructure/
support programs,
CMS, and parking
management.

No new transit routes
identified withln
Wilsonville.

Encourage transit
use by developing a
fast, comfortable,
and low cost translt
system and by
developing land use
patterns supporting
it.
Not addressed.

Does not include
Wilsonville.

Not addressed

Provide transportation
system offering cost
effective alternatives to
cars and encourage land
use patlern supporting
transit.

Transit routes on arterial
and collector streets (Tri
Met peak-hour service,
SMART, and park-and-
ride). Major routes:
Elligsen Rd., Boeckman
Rd., Wilsonville Rd., and l-

ldentifies TDM measures
forcounty. Wilsonville
not identified as Demand
Management Area.

Reduce or spread peak
demand with TSM to
provide efficient system

a

RTP=Regional Transporlation Plan, WCTP=Washington County Transportation Plan. CCCP=Clackamas County Comprehensive
Plan (Chapter 5), WTMP=1991 Wilsonville Transportation Master Plan, UGB=urban groMh boundary, TSM=transporlation systems
management, TDM=transportation demand management, SOv=single-occupant vehicle, CMS=Congestion Management System,
SMART=South Metro Area Rapid Transit. LOS = Level of Service

T

I
It
TChapter 2 - Existing Conditions Page2-8

versus widening or building
new roads. Recommend
carpooling, vanpooling,
alternative work schedules,
transit, bicycle/pedestrian
facilities, and high-density
employment areas.
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Table 2.f

Comparison of Roadway Standards
From the City of Wilsonville Public Works Standards and 1991 Transportation Master Plan

WPWS WTMP WPWS WTMP WPWS WTMP WPWS WTMPRoad Type

(width in ft (width ln ft) (width in ft) (width in ft)
ROW Paved Surface Sidewalks Bicycle Lanes

Local Access 42 to 50 46 to 50 28 to 36 6 (when
provided)--- 6 (w#;
provided)

nla

Minor Collector 60 28 to 36 36 5to6 5

Major Collector 60 to 74 60 to 62 28 to 50 42 lo 48 Stoo 5to8 6 (when
provided) 6

Ma.ior Collector Mo bicycle lanes 60 to 66 60 to 62 ZB ot 42 42 to 48 5to6 5toB nla
Major Collector with bicycle lanes 66 to 74 62 to 14 36 or 50 48 to 50 5to6 5to8 6 5to6
Commercial/industrial roadway
Mo bicycle lanes 54 to 64 60 to 62 40 to 50 42 to 48 5too 5to8 nla nla

Commercial/industrial roadway
with bicycle lanes 64 62lo 74 48 to 50 5too 6 5to6

Major and Minor arterialsl 90 to 114 64 to 90 42 to 90 50 to 66 5to6 5toB 6 (when
provided) 6

to the Ci ty of Wilsonville 1991 TMP, the standards for the major arterial include a g8-foot right-of-wa y, 74-lool paved surface, 5- to 8-foot sidewalks,nes.bicycle la

WPWS = 1987 Wilsonville Pubtic Works Standards WTMP = 1991 Wilsonville Trans ortation Master Plan, ROW = Ri ht-of , n/a = Not licable

Chapter 2 - Existing Conditions

5too

50 b

nla

5toB50
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Other Pertinent Documents Reviewed
A comprehensive review and analysis of all relevant state, regional and local
planning documents pertinent to transportation planning for Wilsonville was
conducted. The documents reviewed included state, regional, and city plans,
ordinances, and reports. The major elements of the documents are discussed briefly
below.

. Transportation Planning Rule (TPR)

. TPR lmplementation Guidelines

. Oregon Highway Plan (OHP)

. Access Management Rule, OAR 734 Division 51

. Oregon Public Transportation Plan

. Oregon Bicycle and Pedestrian Plan

. Travel Demand Model Development and Application Guidelines

. APA Recommendations for Pedestrian, Bicycle, and Transit Friendly
Oevelopment Ordinances

o Metro Regional Framework Plan

. Metro Urban Growth Management Functional Plan

. Metro 2000 Regional Transportation Plan

o Wilsonville Traffic Management Ordinance 431

. Wilsonville Ordinance 463

. Wilsonville Urban Renewal Plan (The Year 2000 Plan)

. Wilsonville Street Lighting Resolution No. 881

o Wilsonville West Side Master Plan

. Wilsonville Future Search

. Dammasch Area Transportation - Efficient Land Use Plan

. South Metro Area Rapid Transit (SMART) Transportation Plan

2.2.2.1 State of Oregon's Transportation Planning Rule (TPR) Reviewed
This summary describes the requirements of Oregon's Transportation Planning
Rule (TPR), specifically Section 660-12-O45-lmplementation of the
Transpodation System Plan (TSP). lt also describes the City of Wilsonville's
existing policies, standards and plans that are designed to meet the TPR
requirements, and it identifies policy inconsistencies or changes needed to
address the TPR. The Wilsonville TSP has been structured to satisfy the TPR
requirements for TSPs.
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The purpose of the TPR is to set requirements for the preparation, adoption,
refinement, implementation, and amendment of TSPs. The TPR contains
measures designed to reduce reliance on the automobile and intends to ensure
that the planned transportation system supports a pattern of travel and land use
in urban areas that will avoid air pollution, traffic, and livability problems. Three
requirements for municipalities in the TPR include no increase in automobile
vehicle miles traveled (VMT) per capita within the first 10 years following the
adoption of a transportation plan, followed by a 10 percent reduction in VMT per
capita within 20 yearc, and finally a 20 percent reduction in VMT per capita within
30 years.

These requirements are to be achieved by increasing the share of non-
automobile trips (pedestrian, bicycle, or transit), reducing the number of single
occupant vehicle (SOV) trips, increasing average vehicle occupancy, or reducing
the number of trips and/or length of trips requrred through more intensive land
use and/or a better mix of land uses.

ln general, the City of Wilsonville's Comprehensive Plan, 1991 TMP, and
Development Code are inconsistent with many TPR requirements. Stronger,
clearer, and more objective standards are needed for pedestrian access, bicycle
parking, and land use approvals for transportation pro.jects. The Wilsonville
Development Code does not include development standards for transit facilities,
a parking plan, or a demand management program. Table 2.9 cross-references
TPR requirements and Wilsonville's Code provisions. Each seciion is described
below.

2.2.2.1.1 Land Use Approvals for Transportation Projects

The TPR [660-12-045(1) requires that local governments amend their
land use regulations to be consistent with their adopted TSP and to clarify
the land use approval process for transportation-related projects.
Wilsonville does not specifically identify transportatron pOects as
permitted or conditional uses in its zoning districts. The Development
Code does have a provision that could be interpreted to satisfy this
requirement. Section 4.005(.05) states thal a development permit is not
required lor "establishment, construction, or termination of an authorized
public facility that serves development... including such facilities as a
private or public streel. " The definition of an aulhorized public facility in
the Code should be expanded to include a transportation project listed in
the adopted TSP.
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Table 2.9
TPR lmplementation Measures

TPR Citation Wilsonville Development Code

Land Use Approvals for
Transportation Projects
Access Control
Protecting Future Operations
Airports
Coordinated Review
Conditions of Approval
Notification
Consistency with TSP
Bicycle Parking

Pedestrian and Bicycle Facilities
Off-site lmprovements
lnlernal Pedestrian Circulation
Design Support for Transit Routes

Transit Access

Pedestrian Districts

Preferential Carpool Parking
Transit Oriented Development

Demand Management Program

Parking Plan

Pedestrian and Bicycle Plan for
Developed Areas
Street Standards

045 (1)

045 (2) (a)

04s (2) (b)

045 (2) (c)

045 (2) (d)

045 (2) (e)

04s (2) (f)
0a5 (2) (g)

045 (3) (a)

045 (3) (b)

045 (3) (c)
045 (3) (e)

oas (a) (a)
and (s) (d)

045 (4) (b, e, and f)

045 (4) (c)

04s (4) (d)
045 (a) (s)
and (5) (a)
04s (s) (b)

045 (5) (c)

04s (6)

04s (7)

4.005(.05) could be interpreted to satisfy, but
should be made clearer.
4.167(.011
4.116(.1oXA.)
Not applicable
See lmplementation Measure 4.1.5.a
4.140(.09XG.X3.)
4.016
4.197(.01X8.)
4.154 (Completion cunently postponed until
completion of TSP)
4.421(.01XC.)
See Transportation SOC ordinance
4.421(.01)(C.)
See Chapter 6 for details on transit needs and
proposals

See Appendix B, staff response to 045(a)(b, e,
and f)
The TSP does not propose any pedestrian
diskicts. (See lmplementation Measure 5.1 .2.b.)
See lmplementation Measure 8.'1.2.c

4.131 (.03), 4.131(.05), 4.1 3s

See Chapter 8 and lmplementation Measure
8.1.1.d.
Only general parking regulations given in 4.1 55

Bicycle and Pedestrian Master Plan (1993)

Comprehensive Plan (Public Facilities and
Services - Roads and Transportation Plan) and
2002 TSP (Subsection 4.4.1 Roadway Design
Standards)

I2003 Transportation Systems Plan

2.2.2.1.2

June 2, 2003 Proof Draft

Protecting the Existing and Future Operation of Facilities
Access Control. The TPR [660-12-045(2Xa)] requires local governments
to adopt arcess control measures such as driveway and public road
spacing, median control, and signal spacing standards that are consistent
with the functional classification of roads. The Development Code
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includes the following 'Each access onlo slreels shall be at defined points
as approved by the City and shall be consistent with the public's health,
safety and general welfare. Such defined polnts ofaccess shall be
apqoved at the time of issuance of a building permit if not previously
determined in the development permit." This language should be
strengthened to refer to the functional road classification. The site
design standards require lhal "special aftention shall be to location and
number of access points" 14.421(.01XC.)]. The 1991 TMP includes
access management guidelines (TMP, page 57) for each functional street
classification.

Protecting Future Operations. The TPR [660-12-045(2Xb)] requires local
governments to adopt standards to protect future operation of roads,
transit ways and major transit corridors. The Code includes the following
language "No structure shall be erected closer than the ight-of-way line
than existing or the oflicially planned right-of-way of any public, county, ot
state road." 14.116(.10)(A)l This language should be strengthened by
requiring new developments to reserve right-of-way (ROW) for projects
shown in the adopted TSP, including ROW for transit and pedestrian
USES.

Airpofts. The TPR [660-12-045(2)(c)] requires local governments to
adopt measures lo control land uses within airport noise corridors and
imaginary surfaces. The Wilsonville Development Code does not include
an airport overlay zone. This TPR requirement is not applicable because
the Aurora State Airport is the closest airport facility, and it is
approximately 2 miles south of Miley Road. The City will need to be
cautious about maintaining the 35joot height limitation for structures in
the Charbonneau area, however, due to the flight path of the Aurora
Airport.

Process for Coordinated Review of Land Use Decisions

Coordinated Review. The TPR [660-12-045(2)(d)] requires local
governments to create a process for coordinated review of future land use
decisions affecting transportation facilities, conidors, or sites. The City's
Development Code does not adequately address this requirement.
Language should be added to the land division and site design review
sections that requires findings showing the potential impact of land use
decisions on the transportation system.

Conditions of Approval. The TPR [660-12-045(2)(e)] requires local
governments to adopt land use regulations that create a process for
applying conditions to development proposals to minimize impacts and
protect transportation facilities, corridors, or sites. As part of the planned
development review process, the Development Review Board is
empowered to adopt additional requirements or restrictions that may
impact the location, width, and improvement of vehicular and pedestrian

t

I
T

I
I
I
t

I
I
T

I
I
t
t
?
t Chapter 2 - Existing Conditions Page 2 - 13

2.2.2.1.3



2003 Transportation Systems Plan

2.2.2.1.4

June 2, 2003 Proof Draft

access [4.140(.09XG.)(2.)]. This language should be updated to include
specific reference to transportation related conditions of approval and
similar language should be added to the design review and land division
sections of the Development Code.

Notification. The TPR [660-12-045(2)(0] requires regulations calling for
notification of the following applications to public agencies providing
transportation facilities and services, Metropolitan Planning Organizations
(MPOs), and the Oregon Department of Transportation (ODOT):

. Land use applications that require public hearings.

. Subdivision and partition applications.

o Other applications that affect private access to roads.

o Other applications within airport noise mrridors and imaginary
surfaces that affect airport operations.

The existing notification procedures are limited to placement of a
newspaper ad and local postings. Effective implementation of the
Wilsonville TSP requires coordination with and notice to affected
transportation and facility providers for pro,ects that could have a
significant impact on the transportation system. These providers include
Washington County, Clackamas County, Tri-Met, Metro, and ODOT.

Conslsfency with TSP. The TPR [660-12-045(2Xg)] requires regulations
ensuring that amendments to land use designations, densities, and
design standards are consistent with the functions, capacities, and levels
of service of facilities identified in the TSP. The purpose of this
requirement is to ensure that a Comprehensive Plan amendment, zoning
ordinance amendment, or zone change considers the impact on traffic
and is consistent with the TSP. Wilsonville's zone change or amendment
decision-making criteria [4.1 97(.01 XB.)] includes substantial compliance
with applicable statewide planning goals and rules; applicable state
statutes; applicable Comprehensive Plan policies; and applicable
provisions ofthe Development Code. Revised Code language adopting
the TSP links the TSP with applicable state rules per TPR requirement.

Oregon Highway Plan (OHP) Action 1F.2 requires a 2l-year planning
horizon for local TSPs. Changes to the City's land use regulations and/or
the TSP that may affect state facilities are typically the result of capacity
analyses that consider the impacts to state facilities.

Safe and Convenient Pedestian and Bicycle Circulation

Bicycle Parking. The TPR [660-12-045(3Xa)] requires bicycle parking
facilities as part of multifamily residential units of four or more units; new
retail, office, or institutional developments; and all transit transfer stations
and park-and-ride lots. Bicycle parking standards have been included in
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Section 4.155 of Wilsonville's Development Code. The standards may be
refined, if necessary, when the 2002 TSP is completed.

Pedestrian and Bicycle Facilities. The TPR [660-12-045(3Xb)] requires
on-site facilities that acmmmodate safe and convenient pedestrian and
bicycle access from within new subdivisions, multifamily developments,
planned developments, shopping centers, and commercial districts to
adjacent residential areas and transit stops, and to neighborhood activity
centers within a half mile of the development. The TPR also provides that
single-family residential developments shall generally include streets and
access ways; and that pedestrian circulation through parking lots should
generally be provided in the form of access ways.

The TPR defines "safe and convenient" as bicycle and pedestrian routes,
facilities, and improvements that have all the following characteristics:

. They are reasonably free from hazards, particularly types or levels of
automobile traffic that would interfere with or discourage pedestrlan or
bicycle travel for short trips.

. They provide a reasonably direct route of travel between destinations,
such as between a transit stop and a store.

. They meet the travel needs of bicyclists and pedestrians considering
destination and length of trip; and considering that the optimum trip
length of pedestrians is generally one-quarter to one-half mile. [660-
12-04s(3Xd)l

The Wilsonville Development Code generally addresses bicycle and
pedestrian facilities as part of the site design standards that include the
following:

"Drives, Parking, and Circulation. With respect to vehicular
and pedestrian circulation, including walkways, interior
drives and parking, special attention shall be given to
location and number of access points, general interior
circulation, separation of pedestrian and vehicular traffic,
and arrangement of parking areas that are safe and
convenient and insofar as practicable, do not detract from
the design of proposed buildings and structures and the
neighboring properties 14 421 (.01)(C.)1"

This language should be strengthened or should reference standards
within the adopted TSP.

All streets shall be developed with curbs and sidewalks on both sides
[4.177(.01)(B.)] perthe City's Development Code, although the City does
have exemptions to this standard. Cul-de-sacs shall not exceed 200 feet
in length [4.177(.01)(G.)]. Collectors and arterials in commercial areas
are required to have 6-foot clear sidewalks (by adoption of the 2002 TSP,
Chapter 4).
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Wilsonville's Bicycle and Pedestrian Master Plan provides a plan to
create a system of improved bicycle and pedestrian routes throughout the
City that connect important destinations.

The Development Code does not include standards for orienting new
commercial and civic buildings to the street or requiring buildings to have
an entrance oriented toward lhe street, except in the Old Town overlay
area. The standards could be made stronger by specifically requiring
pedestrian and bicycle connections to adjacent residential areas, transit
stops, and neighborhood activity centers (schools, parks, shopping, or
employment centers) within one-half mile of the development, ln addition,
handicap ramps at intersections need to be provided to comply with the
federal Americans with Disabilities Act (ADA).

Off-stte I mprovemenfs. The TPR [660-1 2-045(3)(c)] requires off-site
improvements that are required as a condition of approval to include
pedestrian and bicycle improvements, including bicycle ways along
arterials and major collectors. Developers are required to develop internal
streets and typically provide half-street improvements on all abutting
streets. Other off-site improvements typically are developed by the City
and funded through the City's transportation system development charge
ordinance. City-sponsored transportation improvements must conform to
City standards. These City standards have been strengthened by the
completion of this TSP.

lnternal Pedestrian Circulation. The TPR [660-12-045(3Xe)] requires
internal pedestrian circulation within new office parks and commercial
developments to be provided by clustering buildings, constructing access
ways and walkways, and similar techniques. The site design standards
referenced above require the Development Review Board to consider
general interior circulation, separation of pedestrian and vehicular tramc,
and anangement of parking areas that are safe and convenient
14,421(.01)(c.)1.

2.2.2.1.5 Iransfl Access and Facilities

For urban areas where the area is already served by a public transit
system, the TPR [660-12-045(4)] requires support of transit by requiring
these land use regulations:

. Support transit routes and facilities through appropriate measures such
as bus stops, pullouts, optimum road geometrics, or parking
restrictions.

. lnclude transit routes and facilities and convenient pedestrian access
to transit through walkways and connections in new retail, civic, office,
and institutional developments.

. Designate pedestrian districts for an area planned for mixed uses likely
to support a relatively high level of pedestrian activity.
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2.2.2.1.6 Other TPR Provisions
Preferential Carpool Pa*ing. The TPR [660-12-045(4Xd)] requires that
designated employee parking areas in new developments shall provide
preferential parking for carpools and vanpools. The City does not have
any requirements for preferential parking and should include them as part
of an update of the parking standards to conform to Metro's Urban
Growth Management Functional Plan. (See Chapter 8 Transportation
Demand Manaoement, lmplementation Measure 8.1.2.c.)

Transit-Oriented Development. The TPR [660-12045(5Xa)] requires local
governments to adopt land use and subdivision regulations that allow
transit-oriented development on lands along transit routes. 'Translt-
oriented development" is defined as a mix of residential, retail, and office
uses with a supporting network of roads and bicycle and pedestrian
facilities focused on a major transit stop. A key component is high-
density residential development close to a transit stop with supporting
neighborhood commercial uses. Wilsonville's Planned Development
Commercial and Planned Development lndustrial zones allow residential
mixed use provided the majority of the total area is the underlying use
(commercial or industrial). The City should review the distribution of
these planned development areas to ensure or encourage mixed-use
development along transit routes. (See Chapter 6 Transit Svstem,
lmplementation Measures.)

Demand Management Program. The TPR [660- 12-045(5)(b)] requires
local governments to implement a demand management program to meet
the VMT reduction standards. Demand management programs are
designed to change travel behavior to improve the performance of
transportation facilities and reduce the need for additional road capacity.
Possible actions include, but are not limited to, promoting the use of
alternalive modes, ride-sharing and vanpool programs, and trip-reduction
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o Allow existing developments to redevelop portions of parking areas for
transit-oriented uses where appropriate.

. Ensure lhat new roads can be adequately served by transit.

. Designate transit supportive land uses along existing or planned transit
routes.

As Wilsonville grows and its transit system becomes more extensive,
access to transit will become an important part of the transportation
system. The current Development Code does not address access to
transit routes and facilities. The City should adopt new standards as part
of the Design Review and Subdivision regulations to ensure transit
access is incorporated into new developments. (See Chapter 6 Transit
Svstem, lmplementation Measure 6.1.1.b.)
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ordinances
of this TSP

The City of Wilsonville TDM program is outlined in Chapter 8

Parking Plan. The TPR [660-12-045(5Xc)] requires local governments to
implement a parking plan that does all of the following:

. Achieves a 10 percent reduction in the number of parking spaces per
capita in the MPO area over the planning period. (Planning period is
the twenty-year period beginning with the date of adoption of the
TSP.)

. Aids in meeting the VMT reduction standards.

. Sets minimum and maximum parking requirements.

The reduction in parking spaces may be accomplished through a
combination of restrictions on new developments and requirements to
redevelop existing spaces into other uses. The City of Wilsonville has
addressed these standards by incorporating Metro's parking standards
from the Urban Growth Management Functional Plan.

Pedestian and Bicycle Plan for Developed Areas. The TPR t660-045(6)l
requires local governments to identify appropriate pedestrian and bicycle
improvements in developed areas to provide for more direct, convenient,
and safer travel within and between residential areas and neighborhood
activity centers (schools, parks, and shopping areas). ln 1993, the City
prepared a Bicycle and Pedestrian Master Plan along with subsequent
planning by the Parks and Recreation Board that has been integrated into
this TSP.

Slreel Sfandards. The TPR [660-12-045(7)] requires local governments
to establish streel standards that minimize pavement width and total
ROW, consistent with the operational needs of the facility. The intent of
this standard is to encourage local govemment to consider and reduce
excessive standards to lower construction costs, provide for more efficient
use of urban land, provide emergency vehicle access while discouraging
inappropriate trafiic volumes and speeds, and accommodate convenient
bicycle and pedestrian circulation. Street standards do not need to be
adopted as land use regulations. Wilsonville's street standards are
referenced in both the Comprehensive Plan and the 1991 TMP.
Functional street classifications and the impacts of reducing local street
standards are discussed in Section 4.4.1 'Roadway Design Standards.

TPR I mple me ntation G uideli ne s
The objectives of the State's TPR lmplementation Guidelines were to
understand specific TPR requirements for new development by
examining various case studies of different development types; to explore
different approaches to meeting the TPR requirements for new
development; and to distill the'lessons learned" from case studies and
group discussions into guidelines that can be used by local jurisdictions to

2.2.2.1.7
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write ordinances that meet TPR requirements. Based on this, the TPR
requires local governments and/or developers to provide:

1 . Bicycle parking in multifamily residential, commercial, industrial,
institutional, and transit facility developments;

2. Safe and convenient pedestrian and bicycle access an all types of
new development;

3. lnternal pedestrian circulation in commercial developments;

4. Design and provision of transit facilities;

5. Preferential access to transit in commercial and institutional
developments;

6. Preferential parking for carpools and vanpools in industrial and
commercial developments;

7. Opportunities for redevelopment of surface parking for transit-
oriented uses;

8. Road systems that facilitate pedestrian and transit access; and

9. Transit stops for major commercial, industrial, and institutional
developments.

Each requirement was addressed in the TPR lmplementation Guidelines,
with emphasis on providing guidelines regarding bicycle parking,
connectivity, pedestrian and bicycle access, and building orientation.

2.2.2.2 Other State Documents Reviewed
Oregon Highway Plan (OHP) (1999, and Table 7 amended 2000). The OHP is a
refinement of the goals and policies of the Oregon Transportation Plan. Local
TSPs must be consistent with a set of policies enumerated in the OHP including,
but not limited to: State Highway Classification, Highway Freight System and
Transportation Demand Management and lnvestment Policies. The OHP sets
highway mobility standards to be used in the development of transportation
systems plans and criteria for access management policies. The guidelines,
standards and policies were reviewed and incorporated, where applicable, in this
TSP.

Travel Demand Model Development and Application Guidelines. The purpose of
this report is to provide transportation planners with a blueprint for developing
and applying appropriate travel demand forecasting techniques and procedures
to transportation problems at the regional, conidor, and sub-area levels. These
statewide guidelines detail the mathematics of model formulation, provide
examples of fully developed model components, provide recommendations for
market segmentation, and generally describe procedures for model validation
application. These guidelines were followed to develop the model used to
generate the volumes for analysis in this TSP.
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2.2.2.3 RegionalDocumentsReviewed

APA Recommendations for Pedestian, Bicycle, and Transit
F ie n d ly Develop me nt Ord i n a nces

This document represents a compilation of ideas on how to meet the
requirements of the TPR. lt recommends ordinance standards that
should be used as a starting point for local efforts to implement the TPR
The recommended ordinance standards should be evaluated, adapted,
and refined to fit local circumstances.

Regional F ramework Plan

The Melro Regional Framework Plan (RFP)'is intended to be the
documenl that unites all of Metro's adopted land use planning policies
and documents.' The RFP was created from a requirement of the voter
approved Metro Charter. The Charter also requires that Metro adopt a
Future Vision, as embodied in the 2040 Growth Concept, which sets the
direction of planning found in the RFP. The RFP is implemented through
various functional plans, both regional and local. The Goals and Policies
of the Wilsonville TSP are consistent with the Goals and Policies of the
RFP.

The RFP includes goals and policies that are directly applicable to
Metro's planning activities. The transportation related goals and policies
are found in Chapter Two of the RFP and are implemented through the
Metro functional plans, the Urban Growth Management Functional Plan
and the Regional Transportation Plan (RTP).

The RFP is meant to "establish a new framework for planning in the
region by linking land use and transportation plans." The policy highlights
in Chapter Two of the RFP emphasize this new framework by:

. Ensuring efficient access to jobs, housing, cultural and recreational
opportunities, shopping in and throughout the region, and providing
transportation facilities that support a balance ofjobs and housing.

. Reducing reliance on any single mode of travel and increasing the
use of alternative modes, such as transit, bicycling, and walking.

. lntegrating land use, automobile, bicycle, pedestrian, freight, and
public transportation needs in regional and local street designs.

. Providing efficient transportation systems that accommodate motor
vehicles, public transportation, pedestrian transportation, bicycle
transportation, and freight movement.

. Reducing VMT per capita and related parking spaces.
o Providing TDM and TSM strategies.
. Minimizing impact of urban travel on rural land through use of green

corridors.

2.2.2.3.1

2.2.2.3.2
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. Protecting water and air quality and reducing energy consumption.

Though the implementation of the RFP is through the functional plans, the
goals and policies of the Wilsonville TSP are generally consistent with
goals and policies of Chapter Two of the RFP.

Urban Growth Management Functional Plan

The Urban GroMh Management Functional Plan is one of the documents
that implements regional goals and objectives as adopted by the Metro
Council. The state legislalion that created Metro authorizes Metro 'to
adopt Functional Plans that could contain specific recommendations and
requirements for the cities and counties within Metro's boundaries to
amend their Comprehensive Plans and implementing zoning ordinances."
The Urban Growth Management Function Plan, in combination with the
RTP are the two functional plans that have specific requirements for local
governments.

The Urban Growth Management Functional Plan (Functional Plan)
contains one Title that deals with regional transportation issues; Ilfle 2:
Regional Parking Policy. Before August of 2000, the Functional Plan also
included a number of regional transportation policies in Title 6. Title 6 was
superceded by the RTP.

Title 2: Regional Pa*ing Policy

Title 2 of the Functional Plan is part of the regional implementing policy
for the federally mandated air quality plan and state requirements found in
the TPR.

Title 2 of the Functional Plan includes the following seclions:

. Section 2: Performance Standard

Section 2: Performance Standard sets minimum and maximum parking
slandards that shall be implemented by changes to a local jurisdiction's
Comprehensive Plan and Development Code. Section 2 establishes a
maximum on the minimum number of required parking spaces per use as
well as a maximum permitted parking ratio. Section 2 also establishes a
Zone A and a Zone B and different parking standards for each zone.
Zone A is within one-quarter mile walking distance of 2o-minute peak

T Chapter 2 - Existing Conditions Page 2 - 21

. Section 1: lntent

Section 1: The goal of Title 2 is to preserve the quality of life in the Metro
Region. Metro furthers this goal by encouraging compact development.
Title 2 attempts to enhance the quality of life by improving air quality.
This occurs through the setting of minimum and maximum parking
standards. Such standards encourage other modes of travel and reduce
vehicle miles traveled (VMT).
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2000 Regional Transpoftation Plan

The Metro Council adopted the 2000 RTP in August 2000. The RTP is
the second functional plan that implements the Regional Framework Plan.
As such, there are specific requirements that local jurisdictions will have
to meet. The RTP replaces Title 6 of the UGMFP and complements the
parking standards found in Title 2. According to the RTP'All local plans
must demonstrate consistency with the RTP as part of their normal
process of completing their plan or during the next periodic review."
Wilsonville has demonstraled consistency with the RTP in the TSP.

The RTP includes a list of projects that compose the prefered network of
roads for the next 20 years. To qualify for this list, jurisdictions must
submit projects that meet all of the requirements in both the UGMFP and
the RTP. The RTP identifies a process through which a local government
can request an amendment to the RTP to reflect local planning decisions.

Each jurisdiction must comply with the sections of the RTP as described
in the following summary. This summary also lists elements of the RTP
that require consistency between the RTP and local plans.

Chapter 1 - Regional Transporlation Policy

Chapter 1 rncludes a list of 34 policies and associated objectives; the TSP
is consistent with all of these. The policies address a wide variety of
topics, from public involvement to environmental issues to regional freight
to funding. The policies can be divided into seven categories. A brief
discussion of the categories and TSP consistency follows:
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hour transit servrce and lherefore has more stringent parking standards
than Zone B. Zone B is eveMhing outside Zone A. The entire City of
Wilsonville is within Zone B, as there is currently no 2O-minute transit
service within the City.

A variance may be granted from any maximum parking ratios and
different use categories or measurement standards other than those in
the Regional Parking Ratios Table if the results are substantially the
same.

The City of Wilsonville Development Code specifies minimum and
maximum off-street parking requirements, as required by Metro's Urban
Growth Management Functional Plan (UGMFP).

Compliance with Title 2 must be verified on an annual basis through
submittal by City staff of the following information to Metro:

. the number and location of newly developed parking spaces, and

. demonstration of compliance with the minimum and maximum
parking standards.
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1. Public Process. Policies 1 and 2 concern the integration of the public
and various levels of governmental agencies into the planning and
land-use decision-making process. This TSP has been written and
reviewed by The City of Wilsonville Adjunct Transportation Planning
Committee (ATPC), composed of Wilsonville residents, business
owners, and Planning Commission and City Council members.
Several public Open Houses have been conducted. (See Section 2.15
Public lnvolvement. ) Metro, ODOT and DLCD have provided
comments during the review of the draft TSP, before their formal
revtew

2. Connecting Land Use. Policies 3 and 4 concern the consistency of
transportation facilities with present day regional land use policies and
patterns as well as future ones as expressed in lhe Melr,o 2040
Growth Concept As part of the transportation modeling process,
Metro reviewed both present and future land use assumptions,
housing numbers and employment figures that the model was based
on. (See Chapter 3.)

3. Equal Access and Safety. Policies 5 through 6 inclusive address the
need of the transportation system to provide for the mobility needs of
the disadvantaged portions of the citizenry as well as for the safety of
all transportation system users. The City of Wilsonville is fortunate to
have a locally based transit system - Soulh Metro Area Rapid Transit
(SMART). This system provides for the need of the local citizenry to
move about town and to connect to Tri-met for out of area
transportation (See Chapter 6 for details.) The mmmitment to safety
in this TSP lies not in Goals and Policies but in the practice of
providing for roads, bicycle lanes and pedestrian walkways that
promote the multi-modal approach to mobility. See Chapters 4 and 5
for roadway, bicycle and pedestrian standards.

4. Protecting the Environment. Policies 7 through 10 concern the
protection of the natural environment, energy, clean air and water
quality issues. During the discussion of possible road alignments, the
ATPC was aware of possible environmental impacts. Decisions were
made to impact the environment as little as possible. When road
alignment studies and/or construction take place, all applicable
environmental rules and regulations will be followed and enforced. Air
quality and energy issues are addressed in Chapters 7 and 8 under
multi-modal strategies and transportation demand management.

5. Designing the Transportation System. Policies 1 1 through 17 concern
the planning and implementation of the area's transportation system.
Transportation facilities and systems play a signiflcant role in the
character of the surrounding community and impact adjacent land
uses. Throughout the TSP references are made to the applicability
and viability of proposed routes, designs, standards, implementation

I Chapter 2 - Existang Conditions Page 2 - 23
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measures for cars, trucks, pedestrians, bicyclists and transit patrons.
Design concepts contained in the Melro publication Creating Livable
Streetsj Street Design for 2040 are referenced in Section 4.4.1
Roadway Design Standards.

6. Managing the Transportation System. Policies 18 and 19 concern
better use of the existing transportation system. Concepts here
include the strategies outlined in TSP Chapters 7 and 8 under
alternative modalities and transportation demand management.

7. lmplementing the transportation system. Policy 20 concerns funding.
This is covered in Chapter 9 of the TSP.

Chapter 2 - Land Use, Grovvth and Travel Demand
Chapter 2 requires that local plans be consistent with the 2020 population
and employment forecast created by Metro that is based on 1994 data.
Based on direction from the committee and city staff, an altemative 2020
population and employment forecast was prepared. An alternative
forecast is allowed under certain conditions described in Chapter 6 of the
RTP.

Chapter 6 - Local lmplementation of the RTP

Chapter 6 includes the majority of requirements that local jurisdictions
must show compliance with through local plans. The subsections of
Chapler 6 are described below.

6.4.2 - Local TSP Development This section is similar in scope to
the Transportation Planning Rule requirements discussed above.
This section requires that local TSPs identify transportation needs for
a 20-ye planning period, that alternative modes and strategies are
identified, and a recommended set of projects and actions are
created. The TSP is a 2o-year plan that is consistent with the
requirements of Section 6.4.2.

6.4.3 - Process for Metro Review of Local Plan Amendments, Facility
and Service Plans. This section details the Melro process for
reviewing local plans for consistency, compliance, and notification
requirements for local plan amendments.

6.4.4 - Transoortation Svstems Analvsis Required for Local Plan
Ameodments. This section is similar to Subsection C of Title 6 in that
it sets a process for adding SOV capacity to the regional motor
vehicle system when the project is not listed in the 2000 RTP. The
Wilsonville TSP recommends SOV capacity improvements for the
regional system beyond the RTP, and will consider the following
actions before the improvement is allowed:

. Transportationdemandstrategies

. System managemenl strategies including lntelligent Transportation
Systems (lTS)
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. Local transit, bicycle, and pedestrian system improvements to
improve mode split

. lmprovements to parallel arteraals

. Traffic calming techniques

lf none of these actions adequately or cost-effectively address the
problem, a significant capacity improvement may be included in the
plan.

6.4.5 Desion Standards for Street Connectivitv. This section adds a
requirement that cities and counties amend their development codes
and comprehensive plans, if necessary, to improve local and collector
street connectivity. The RTP requires the following:

. Cities and counties must identify all contiguous areas of vacant and
re-developable parcels of five or more acres planned or zoned for
residential or mixed-use developmenl and prepare a conceptual new
streels plan map.

. Cities and counties shall require new residential or mixed-use
development that will require construction of new street(s) to provide
a street map that:

a. Responds to and expands on the conceptual street plan map
as required above.

b. Provides full street connections with spacing of no more than
530 feet between connections except where certain conditions
exist.

c. When full street connections are not possible, provides bicycle
and pedestrian access ways on public easements or ROW in
lieu of streets.

d. Limits the use of cul-de-sac designs and other closed-end
street systems to situations where barriers prevent full street
extensions.

e. lncludes no closed-end street longer than 200 feet or with
more than 25 dwelling units.

f. lncludes street cross-sections demonstrating dimensions of
ROW improvements, with streets designed for posted or
expected speed limits.

. ln addition, the street design code should include consideration of
narrow street alternatives (28-foot pavement width), local traffic
calming options, and the provision of direct connections between
neighborhoods and nearby services.

Most of the requirements listed above are addressed by the TSP; other
portions are addressed by implementation measures.

6.4.6 Alternative Mode Analvsis. This seclion establishes the
requirement that local jurisdictions establish non-SOV modal targets for
regional 2040 design types as established by the RTP. This section
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mandates a non-SOV mode split for designated town centers of 45 to 55
percent and 40 to 45 percent for everywhere else for the year 2040. This
is obviously unattainable in the near future, but is the goal for the year
2040 to meet the per capita travel reductions required by the TPR.

Chapter 8 identifies the actions that will increase non-SOV mode share.
Local benchmarks for evaluating progress toward achieving modal targets
may be based on future RTP updates and analysis.

6.4.7 Motor Vehicle Conoestion Analvsis. This section of the RTP is
similar to Section 4 subsection B of the UGMFP. This section is a
discussion of transportation congestion as measured by the standards set
forth in the RTP. Policy 13 and Table 1 .2 (Table 2.h below) of the RTP
establish LOS standards for regional facilities that must be incorporated
into local plans and implementing ordinances.

Table 2.h
2000 Regional Transportation Plan

LOS Standards
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Jurisdictions may adopt alternative standards that do not exceed the
minimum LOS established in Table 2.h of this TSP. lf more stringent
standards (e.9., LOS D is more stringent than LOS E) are adopted by the
local jurisdiction, those standards must not:

. Result in major motor vehicle capacity improvements that have the
effect of shifting unacceptable levels of congestion into neighboring
jurisdictions along shared regional facilities.

. Result in motor vehicle capacity improvements to the principal
arterial system (as defined in figure 1 .1 2 of the RTP) that are not
recommended in, or are inconsislent with, the RTP.

. Increase single-occupancy-vehicle (SOV) travel to a measurable
degree that affects local consistency with the modal targets
contained in Table 1.3 of the RTP.

This section also establishes the process whereby a local jurisdiction can
identify an unmet transportation need in the RTP and recommend a
solution. This is accomplished by identifying the need(s) and proposing
projects in the TSP. Upon review by Metro of the TSP for consistency,
the projects are incorporated into the RTP at the next scheduled update.

6.4.8 Future RTP Refinements ldentified through Local TSPS. This
section gives local jurisdictions the opportunity to request updates to the
RTP through their TSP process.

6.4.9 Local 2020 Forecast - Options for Refinements. This section
describes the requirements that local jurisdictions must go through to use
population and employment forecasts that are different than the Metro
2020 forecasts. Wilsonville coordinated its forecasting with Metro and
ODOT as required by the RTP.

6.4.10 Transit Service Plannino. This section requires local jurisdictions
to include measures to improve transit access, passenger environments,
and transit service speed and reliability for rail station areas and regional
bus corridors. This section also requires local TSPs to include a transit
system map that is consistent with Figure '1.16 of the RTP. This section
also requires changes to development codes to require new retail, civic,
office, and institutional buildings on sites adjacent to major transit stops
to:

. Locate buildings within 20 feet of major transit stops or provide a
pedestrian plaza at the maior transit stops.

. Provide reasonably direct pedestrian connections between the
transit stop and building entrances on the site.

o Provide a lransit passenger-landing pad accessible to disabled
persons (if not already existing to transit agency standards).

o Provide an easement or dedication for a passenger shelter and
underground utility connection from the new development to the
transit amenity if requested by the public transit provider.
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. Provide lighting at a transit stop (if not already existing to transit
agency standards).

Section 6.6.2. RTP ProiestAmqnloenls-This section outlines the
process by which the RTP can be updated based on findings from local
TSPs, corridor plans, and area studies. These amendments may result
from:

1. The findings of major studies through a quasi-judicial or legislative
process at the Metro Council level.

2. The findings of local TSPs provided the identified projects
demonstrate consistency with the RTP and the demonstrated need
meets the performance criteria of the RTP and the local TSP.

3. Updates to the Regional Framework Plan or related functional plans

Section 6.6.3. Conoestion Manaoement Reouirements. This section
applies to any amendments to the RTP to add significant single
occupancy vehicle (SOV) capacity to multi-modal arterials and/or
highways. This section requires the following to be considered prlor to
recommendations to add significant SOV capacity:

1 . Regional transportation demand strategies
2. Regional transportation system management strategies
3. High occupancy vehicle (HOV) strategies
4. Regional transit, bicycle and pedestrian system improvements to

improve mode split
5. Unintended land-use and transportation effects resulting from a

proposed SOV project or projects
6. Effects of latent demand from other modes

Section 6.7.3. Proiect development requirements. This section in the
RTP concerns projecLlevel operational and design considerations. At the
RTP and/or TSP level a project's need, mode, corridor and function have
been identified. At the project-level, best management practices are
employed to ensure that the required reports and analysis are performed.
Metro's /nfenm 1996 Congestion Management System (CMS) requires a
demonstration of compliance with congestion management practices and
street design guidelines. When applicable, a transportation project will
comply with the CMS provisions. At all times, transportation projects will
comply with best management practices.

2.2.2.4.1 Traffic Management Ordinance No. 431
This ordinance was appealed to the State Land Use Board of Appeals
(LUBA). The LUBA overturned Ordinance 431 and therefore it is no
longer active. Afier the City had to deny development in the vicinity of the
Wilsonville Road interchange because development caused sunounding
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2.2.2.4 City of Wilsonville Documents Reviewed
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intersections to fall below the LOS D standard, the City enacted this
ordinance. This ordinance allocated excess traffic capacity in the vicinity
of a said interchange (after improvements) over a five-year period to
ensure that development could continue in the City. lt was determined
that, after improvements to the lnterstate 5 (l-S)/lvilsonville Road
lnterchange and nearby intersections, there would be an estimated 1,656
unaccounted p,m, peak-hour trips, or excess capacity. Through this
ordinance, only 20 percent per year, over a five-year period, of that
excess capacity could be used by new development. Any portion ofthat
20 percent that was not used in one year could be carried forward to the
following year. Any reserved capacity could be reclaimed by the City for
reuse if a building permit or public works permit had not been issued
within two years of approval or an extension had not been granted. No
one developer could receive more than 30 percent of one-year's excess
€Pacity.
ln addition, the ordinance allowed for an additional 10 percent of the
annual 20 percent of excess capacity to be granted to the development if
the development met certain specific criteria. The ordinance was unique
in that the bonus capacity award was given if certain aspects of the TPR,
the Metropolitan Housing Rule (increasing housing density), or TDM
measures were included in the design. Some of these aspects included
prohibiting drive-up windows, providing 10 percent fewer parking spaces
than required by the Code, building fronts along the street ROW, using an
"urban village" (planned-unit development) approach, and providing on-
site bicycle parking and pedestrian facilities.

Public Facilities Transpoftation Stntegy Ordinance No.463

While Ordinance 431 was struck down by LUBA under existing state
statutes as a de tacto moratorium, the City sought a legislative solution.
The City helped to get passed ORS 197.524 et seq., the Public Facilities
Strategy law, which enabled the City to continue to do much of what it

sought to do in Ordinance No. 431 in Ordinance No. 463.

Ordinance No. 463 limited development in the Wilsonville Road conidor
to the same number of total trips of '1,656 with two exceptions;
development involving essential government services, or causing three or
fewer p.m. peak hour trips to the intersections on Wilsonville Road at
Town Center Loop West or Boones Ferry Road. The reason for the
ordinance was that the City was approving developments based on the
excess capacity to be provided by the rebuilt interchange, and many or all
of these trips were forecasted to be allocated (i.e., used up) before the
interchange was completed. Ordinance No. 463 provided that when all of
the 1,656 excess capacity trips at the Wilsonville Road interchange were
allocated, development would cease. ln any event, Ordinance No. 463
was scheduled to sunset six months after the new TSP is adopted and
funded. However, the 2001 legislature amended the Public Facilities
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Strategy law, limiting the total duration of a public facilities strategy
ordinance to five years. On January 1,2002, Ordinance No. 463 was
sunsetted (allowed to lapse) by operation of the statutory amendment.

According to Ordinance 463, before the halt on development could occur,
the City required the following:

1. All new developments were to file traffic management plans to
reduce traflic as well as p.m. peak-hour trips.

2. All new commercial and industrial developments, and all residential
developments of two acres or more were to be designed as planned-
unit developments wherein mixed uses are encouraged to reduce
traffic.

3. The City continued to stress reduction of p.m. peak-hour trips by: (a)
providing transit; (b) working with major employers to encourage car
and vanpooling, working at home, and use of transit; (c)
implementing the City's pedestrian and bicycle plan; and (d)
emphasizing personal responsibility to reduce p.m. peak-hour trips
by modifying driving schedule, carpooling, and use of transit.

4. lnitiating development of City's other streets to provide alternative
routing.

5. Limiting development based on the LOS D capacity standard.
6. Requiring developments to analfze the intersection(s) through which

the highest percentage of traffic from that development will travel.
7. Any traffic capacity approved by the City and allocated to a specific

development was to remain with such, regardless of change in
ownership.

8. ln the event thal the full capacity of the interchange is altocated prior
to enactment of this ordinance, the halt in development as described
earlier will begin.

During the period from six months after the interchange is complete to
approval of the TSP and funding plan, the City will approve any project, if
it is found that additional excess capacity at the interchange is available
because actual capacity of the street system exceeded current
projections. After adoption of the TSP, the City Council shall adopt
findings that evaluate the level (amount) of developmenl and/or the timing
and/or location of the development to ensure concurrence between
development and needed road improvements.

Utban Renewal Plan (The Year 2000 Plan)
The Year 2000 Plan's purpose is to address critical problems in the City.
Among the Urban Renewal Plan recommendations are various
transportation improvement projects intended to improve conditions of
blight due to substandard conditions. Additional urban renewal districts
are currently under consideration.
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2.2.2.4.4 Street Lighting Resolution No. 881

This resolution identifies the specific style and regulations for streetlights
within the different neighborhoods in the City.

2.2.2.4.5 Wesl Slde Master Plan

2.2.2.4.6

The West Side Master Plan addresses the growth and development of
the west Wilsonville planning area. One of its primary goals is to improve
access from one side of l-5 to the other and to deal with traffic problems
in general. The plan lists a number of policies and implementation
measures that emphasize a multi-modal approach to solving
transportation problems. ln addition, several street extensions have been
included in this TSP. This Plan was not adopted, but provides guidance
for planning decisions.

Dammasch Area - Tnnsportafion-Efficient Land Use Plan

The Dammasch Area is located on the western edge of the City of
Wilsonville and comprises about 520 acres, encompassing the
Dammasch Hospital site, the Living Enrichment Center, and several other
private properties, most of which are used for agriculture. The land use
plan for this area is conceptual and illustrates design principles for the
planning area. The recommended land use for this area is a residential
community with a Village Center component that includes mixed-use
retail development. An amended version of this Plan is being proposed
with construction intended to begin by mid-2003.

2.2.2.4.7 SMART Transit Master Plan

SMART will soon be preparing a Transit Master Plan to guide the day{o-
day operations of the City's transit system. A review of this document will
be done when it is available for distribution. The Transit Master Plan is
not regarded as a sub-element of the Comprehensive Plan.

Accomplishments of the Wilsonville 1991 Transportation
Master Plan
As shown in Figure 2.1, many projects have been completed since the Wilsonville
'1991 TMP was implemented. The 199'l TMP was based on 1990 and projected
2010 traffic volumes. The plan was completed before the TPR was passed, so it
does not specifically address TPR requirements. The 1991 TMP only had one goal -
to plan for and provide adequate public facilities and services closely tied to the rate
of development. This goal was supported by four objectives. When the 1991 TMP
was prepared, the City faced existing street capacity deficiencies on Wilsonville
Road between Kinsman and Town Center Loop West, and on Elligsen and Boones
Ferry Roads near lhe Stafford/l-S interchange. ln addition, the TMP's forecast was
based on an expected 2010 population of 15,500, and employment of 18,000.
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The TMP's recommended alternative included approximately 37 street improvements
by yeat 2010 to keep up with expected growth. Table 2.i lists these improvements
and their cunent status as of November 2002.

The bicycle plan within the TMP lacked two primary elements that are required by
the TPR: provision for bicycle parking and bicycle circulation in developments.

Pedestrian needs were met by requiring sidewalks along all streets according to the
City's street standards. These standards are consistent with the TPR, except they
do not address the need for pedestrian facilities on-site in new developments.

The 1991 TMP contains suggestions for TDM techniques. lmplementation of TDM or
TSM measures is a higher priority strategy in the TPR than adding capacity. This
TSP addresses TDM strategies in Chapter 8.
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Table 2.i
1991 TMP Recommended lmprovements and Status (As of November 2002)

Project Oescription TMP Priority Status
1 Tratfic signal at Brown Road and Wilsonville Road lmmediate

:
Done

2 Tratfic signal at Town Center Loop West and Wilsonville Road lmmediate Done

3 Traffic signal at Elligsen Road and Parkway Center Drive lmmediate Done

4 Extend Town Center Loop West south lrom Wilsonville Road to Trask Road lmmediate Removed from List

5 Construct l-s/Stafford lnterchange Prior to 1995 Done

6 Construct l-s,ryVilsonville Road lnterchange Prior to 1995 Done

7 Widen Wilsonville Road from Brown Road to Town Center Loop East to 5lanes Prior to '1995 Partly Done

8 Extend 95th Avenue from Eoeckman Road north to Boones Ferry Road Prior to 1995 Done

I Widen Boones Ferry Road from Boeckman Road to Wilsonville Road to 3 lanes Prior to 1995 Partly Done

1O Widen Parkway Avenue from Parkway Center Dr. to Town Center Loop to 3lanes Prior to 1995 Done
11 Widen Elligsen Road from Canyon Creek Road to l-5 northbound ramps to 5 lanes Prior to 1995

12 Widen Boeckman Road Overpass from Parkway Ave. to 95th Ave. to 3 lanes Prior to 1995 Not Done

IJ Construct Canyon Creek Road from Town Center Loop to Elligsen Road 1995 to 2000 Partly Done
14 Extend Kinsman Road from Wilsonville Road to Ridder Road 1995 to 2000 Not Done
15 RealigntheWilsonville/Stafford/Boeckman Road intersection 1995 to 2000 Oone
16 Widen Wilsonville Rd. from Town Center Loop East to Boeckman Rd. to 3 lanes 1995 to 2000 Done
17 Construct Bums Drive from Parkway Center Drive to Canyon Creek Road '1995 to 2000 Done
18 Construct Wiedemann Rd. and overpass from Canyon Creek Road to 95th Ave 1995 to 2000 Partly Done
19 Widen Boeckman Road from Canyon Creek Road to Wilsonville Road to 3 lanes 1995 to 2000 Partly Done
20 Widen Wilsonville Road from Brown Road west to City Limits After 2000 Done

21 Extend Boeckman Road west to Grahams Ferry Road After 2000 : Not Done
22 Realign ninety degree turns on Brown Road north of Wilsonville Road After 2000 Not Done

23 lmprovel-s/Charbonneaulnterchange Afler 2000 Not Done

24 Ridder Road: Boones Ferry Road to Garden Acres Road After 2000 Do ne

25 Construct new commercial industrial street from 9sth Avenue to Kinsman Road When Warranted Not Done

When Warranted Not Done

27 Extend Town Center Loop East south and west to Parkway Avenue When Warranted Done

28 Realign intersection of Ridder Road, Clutter Road and Garden Acres Road When Warranted
29 Traffic signal at Kinsman Road and Wilsonville Road When Warranted Done

30 Traffic signal at Town Center Loop East and Wilsonville Road When Warranted Done

31 Traffic signal at Boeckman Road and Wilsonville Road When Warranted Not Done

32 Traffic signal at Boeckman Road and Canyon Creek Road When Warranted Not Done

33 Traflic signal at Boeckman Road and 95th Avenue When Warranted Not Done

34 Traffic signal at Boeckman Road and Kinsman Road When Warranted Not Done

35 Traffic signal at 9sth Avenue and Wiedemann Road When Warranted Not Done

36 Traffic signal at Canyon Creek Road and Wiedemann Road When Warranted Not Done

37 Tratfic siqnal at 95th Avenue and Boones Ferry Road Do neWhen Warranted

IJune 2, 2003 Proof Draft2003 Transportation Systems Plan
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Partly Done

26 Construct parallel collector streets south of Wilsonville Road from Boones Ferry to
Kinsman Road

Done
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2.3 FUNCTIONAL CLASS!FICATION
Roadways are designed to serve various functions. Some roadways are designed to
provide direct, high speed, through travel, while others provide lower speed, local travel.
Some roadways provide access to adjacent properties, while others have access
restrictions. A Policy on Geometic Design of Highways and Sfreefs, American
Association of State Highway and Transportation Officials (AASHTO) Washington D.C.
(1990) is a national publication that provides a general breakdown of roadway
classifications, based on their intended function. ln general, roadways are classified as
major arterials, minor arterials, collectors, and local streets.

The roadway classifications of the RTP, Clackamas County, and Washington County are
generally consistent with the City of Wilsonville classifications. However, some
differences were noted in Table 2.c.

ODOT classifies roads that are considered to be of statewide or regional significance.
These classifications are in accordance with Wilsonville's classifications. The ODOT
classifications can be found in lhe Roadway Functional Classification According to
Jurisdiction report and in the 1999 Oregon Highway Plan (OHP). The two state facilities
in Wilsonville are identified as: l/5 - lnterstate Highway and Boones Ferry Road (Hwy
141) - District Highway. Figure 2.2 shows the current functional classification for
existing roadways in Wilsonville based on the 1991 TMP. The City also has defined
additional classifications for its road network including commercial industrial, which
indicates routes primarily serving industrial areas.

T Chapter 2 - Existing Conditions Page 2 - 35
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Figure 2.2
Functional Classifications based on 1991 TMP
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2.4 STREET NETWORK
The following section summarizes the characteristics of major thoroughfares in
Wilsonville in terms of volumes, capacity, accidents, adjacent land use, and intersection
LOS. The key routes include l-5, Wilsonville Road, Stafford Road, Elligsen Road, 95th
Avenue, Ridder Road, Kinsman Road, Town Center Loop East, Town Center Loop
West, Boeckman Road, Parkway Avenue, and Miley Road. Figure 2.3 shows the
existing roadway network and major activity cenlers.

2.4.1 Arterial Highways
lnterstate 5 is classified by ODOT as an interstate highway and a state Freight
Route. lt serves vehicles traveling between Portland and Salem. Interstate 5 is a
primary inter- and intrastate route for traffic heading north or south along the
Northwest Pacific Coast. lnterstate 5 also serves commuters heading to/from the
Portland and Salem metropolitan areas. Finally, all travel between the center of
Wilsonville and the neighborhood of Charbonneau must use l-5, because it has the
only bridge over the Willamette River in the area.

2.4.2 District Highway
That section of Boones Ferry Road (Hwy 141) from the Elligsen lnterchange north to
Tualatin is classified as a district highway by ODOT. The RTP identifies that section
of Boones Ferry Road as an urban road and a rural arterial. The TSP classifies that
section of Boones Ferry Road within the City limits, from the Elligsen lnterchange
north to Day Road, as a major arterial. This route is a major connector between
Tualatin and Wilsonville. The southern section of Boones Ferry Road from Ridder
Road to the Willamette River is under City jurisdiction. lt serves as a major
north/south route between Wilsonville Road and Ridder Road. South of Boeckman
Road it is classified as a Major Collector. North of Boeckman Road it is classified as
a Minor Collector.

2.4.3 Arterial Streets
Wilsonville Road is classified as a major arterial between Kinsman Road and Town
Center Loop East, and as a minor arterial between Bell Road and Kinsman Road
and between Town Center Loop East and Boeckman Road. This route is one ofthe
maior east-west connections in Wilsonville and provides access to both residential
and commercial developments, as well as access to l-5.

Stafford Road is classified as a major arterial by Clackamas County and
Washington County. Stafford Road is a north-south extension of Wilsonville Road.
This route provides access to both residential and commercial developments.

Grahams Ferry Road is cunently classified as a major collector by Clackamas
County, pending development. Since Grahams Ferry Road is an urban to urban
rural arterial, between Tualatin and Wilsonville, it is classified as a minor arterial for
this TSP. The same rationale is used by Clackamas County in classifying Stafford?
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Road as a major arterial, between Lake Oswego and Wilsonville. This major north-
south route provides access for rural residences, commercial, industrial and inter-
urban transportation.

Elligsen Road is classified as both a major and a minor arterial between 65th
Avenue and Parkway Center Drive, and as a major arterial between Parkway Center
Drive and Boones Ferry Road. lt is a major east-west route providing local access to
l-5. This route primarily provides access to commercial developments and has a
high percentage of lruck traffic.

95th Avenue is classified as a minor arterial between Ridder Road and Boones
Ferry Road. This route provides north-south access to the commercial and industrial
areas. lt has high truck volumes.

Ridder Road is classified as a minor arterial between 95th Avenue and Clutter
Road. This route provides access to commercial and industrial areas.

Kinsman Road is classified as a minor arterial between Barber Street and
Wilsonville Road. Kinsman Road provrdes access to commercial and industrial
areas.

Town Center Loop West is classified as a minor arterial between Wilsonville Road
and Parkway Avenue. This route provides access to commercial development.

Town Center Loop East is classified as a minor arterial between Wilsonville Road
and Parkway Avenue. This route provides access to commercial development.

Boeckman Road is classified as a minor arterial between Wilsonville Road and
Parkway Avenue and from 95th Avenue to its westerly end. This road provides an
east-west connection over l-5 between Parkway Avenue and 95th Avenue, which are
both classified as minor arterials. This route provides access to commercial,
industrial, and residential developments.

Parkway Avenue is classified as a minor arterial between Town Center Loop and
Parkway Center Drive. This route provides a north-south local alternative to l-5. lt
serves commercial, industrial, and residential developments.

Miley Road is classified as a minor arterial by Clackamas County between the l-5
southbound ramps and Airport Road. This route provides the only direct access to
the residential development of Charbonneau.

2.4.4 PavementGondition
Figure 2.4 summarizes the pavement condition of major thoroughfares in
Wilsonville. Most of the City's streets are asphalt, although the newer streets (95th
Avenue, and portions of Parkway Avenue, Wilsonville Road, and Canyon Creek
Road) are concrete. (Note: Figure 2.4 only shows pavement condition of collector
and arterial streets.) The City's planned maintenance budget is shown in Table 2.j.
Road maintenance projects include residential streets along with collectors and
arteria ls.
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Fiscal Year

1995-2000 2001-2006

Reconstruct

Overlays
Surface Treatment

$ 653,233

$1,267,908
s 509,465

$ 537,s28

$1,085,683
$1,058,991

5-year Program TOTAL $2,430,606 $2,682,202
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Figure 2.4
2002 Pavement Conditions
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2.4.5 Design Standards Deficiencies
Based on the design standards of the 199'1 TMP (see Table 2.f), some of the
existing Wilsonville street network is deficient in terms of meeting the design
standards requirements. Figure 2.5 illustrates the streets or portions of streets that
do not currently meet existing design standards, and for what reason.

2.5 TRAFFIC VOLUMES
Traffic volumes were measured as a part of the 199'l TMP. Traffic counts were
conducted to provide the basis for analyzing existing congested areas, as well as
establishing a base condition for future modeling. Turning movement counts were
conducted at 30 intersections during the p,m. peak period to ascertain current operating
conditions. Traffic counts were conducted from 1998 to 2000. Traffic volumes were the
highest on l-5, Parkway Avenue, and the l-5 interchanges with Wilsonville Road and
Elligsen Road.

Average daily traffic volumes were obtained in the year 2000 for select roadways within
Wilsonville, and are shown on Figure 2.6. Figure 2.7 shows the average traffic
distribution over a 24-hour period at five locations within Wilsonville, including Wilsonville
Road, Boeckman Road, Parkway Avenue and Elligsen Road. As is shown, definite
peaks occur during the a.m. (7-9 a.m.) and p.m. (4-7 p.m.) periods in traffic throughout
the City along these major roadways.
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Figure 2.7
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Figure 2.7
Distribution of Traffic Over 24 Hours at Five Locations (continued)

Based on data collected May 30 to June 1, 2000

2.6 TRAFFlC GONTROL
lntersections are the portion of the transportation network most often perceived as
deficient. This is especially true of signalized intersections because they cause delay for
through traffic and they are a point of conflict and interaction with other streams of traffic.
Wilsonville has 16 signalized intersections with the majority on arterial streets. Figure
2.8 illustrates the locations of current signals.

For the most part, however, traffic signals serve their purpose by creating gaps in traffic
for all movements (e.9., left turns), making all vehicles share the burden of delay. ln
addition, they offer breaks in traffic for pedestrian movements, and provide for safe,
orderly movement of traffic.

Some believe that traffic signals provide the solution to all traffic problems at
intersections. However, traffic signal installations, even though warranted by traffic and
roadway conditions, can be poorly designed, ineffectively placed, improperly operated,
or poorly maintained. ln these cases, excessive delay, increased accident occurrence,
or non-compliance with traffic laws may result. The Manual on Uniform Traffic Control
Devices (MUTCD) provides warrants (criteria) for traffic signal installation; however,
engineering judgment is also used in the decision process. The MUTCD also provides
warrants for stop sign-controlled intersections. Wilsonville adheres to the MUTCD
standards and does not allow the emplacement of traffic control devices without
warrants being met. ODOT, WASHINGTON County, Clackamas County, and
Wilsonville have approved the MUTCD for use.
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2.7 TRAFFIC LEVELS OF SERVICE
Level of Service (LOS) refers to the range of operating conditions that a transportation
facility may experience. LOS is a ratio used to measure the performance of a
transportation facility.

The RTP and OHP facility deficiency thresholds and operating standards are based on a
link volume{o-capacity (v/c) ratio or a link demand-to-capacity (d/c) ratio. A link is
defined as a segment of roadway. Volume refers to the number of vehicles using a
segment of roadway, while demand is the number of vehicles that are projected to use a
segment of roadway. Link LOS is a planning level measure of operation.

Another measure of how well a roadway operates is based on intersection operations,
rather than mid-block or segment operations. This is because the corridor is constrained
by its capacity at intersections located along the corridor, especially as intersection
spacing decreases. lntersection LOS is an operational level of measure. The 1997
update to lhe Highway Capacity Manua, (HCM), Transportation Research Board Specla/
Repod 209, Washington, D.C., provides procedures for measuring the quality of
operations at signalized and unsignalized intersections, known as level of service (LOS).

Level of service refers to the degree of congestion on a roadway or intersection. lt is a
measure of vehicle operating speed, travel time, travel delays, freedom to maneuver,
and driving comfort. A letter scale from A to F is generally used to describe LOS. For
intersections, LOS A represents free-flow conditions-motorists experience little or no
delay, and LOS F represents forced-flow conditions-motorists experience excessive
delay. Control delay is measured in seconds per vehicle. At signalized intersections,
the control delay value that determines LOS is the average of all the control delay
experienced at all movements of a signalized intersection during one hour. At
unsignalized intersections, the reported control delay is for only one movement, the
movement experiencing the worst control delay (typically one of the stop-controlled side
street approaches),

The LOS analysis for this TSP based on intersection operation was conducted using
principles of the Transportation Research Board's 1997 HCM through two computer
based software programs known as HCS (Highway Capacity Software) and Synchro.
HCS is used to determine operations at unsignalized intersections and Synchro is used
to determine operations at signalized intersections.

Table 2.k and Table 2.1 list brief descriptions of each LOS as given in the 1997 update
to the HCM, as well as threshold values for a detailed operational (control delay) LOS
analysis.
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Table 2.k
Level of Service Description and Threshold Values

for Link Segments
LOS Traffic Flow Characteristics v/c ratio

Virtually free flow; completely unimpeded
Stable flow with slight delays, reasonably unimpeded
Stable flow with delays, less freedom to maneuver
High density, but stable flow
Operating conditions at or near capacity, unstable flow
Forced flow, breakdown conditions
Demand exceeds roadway capacity

B

D
E
F
F

< 0.60
0.61 to 0.70
0.71 to 0.80
0.81 to 0.90
0.91 to 1.00
'I .01 to 1.10
> I .'10

Source: 1997 update to the Highway Capacity Manual, Special Report 209, Transportation Research Board,
1994; and lnterim Materials on Highway Capacily, Ctculat 212, Transportation Research Board, '1980.

LOS

Table 2.1
Level of Service Description and Threshold Values

for Signalized lntersections
Unsignalized
lntersectionDescription Control

Delat'
(Sec/veh)

Signalized
lntersection

Gontrol
Delay'
(sec/veh)

D < 10 D<10

10 < D < 15 10 < O < 20

15<D<25 20<D<35

25<D<35 35<D<55

35<D<50 55<D<80

D>50 D>80

A Progression is extremely favorable; most vehicles arrive
during green phase and do not stop at all.

B Good progression, short cycle lengths, or both; more
vehicles stop than with LOS A.

C Fair progression, longer cycle lengths, or both: some cycle
failures witnessed; frequency of stopped vehicles is
significant, though many still pass through without
stopping.

D Unfavorable progression, long cycle lengths^or high delay;
many vehicles stop; individual cycle failuresz are
noticeable.

E Poor progression, long cycle lengths, high delay; individual
cycle failures are frequent occurrences.

F Over-saturation: anival flow rates exceed capacity; very
high delay witnessed; many individual cycle failures.

' Detailed operatlonal analysis
'lndividual cycle failure means that a car waits through more than one red light.
3The LOS breakpoints for unsignalized inlersections are different than those for signalized intersections due
to driver expectations that signalized intersections are designed to carry higher traffic volumes than
unsignalized intersections, therefore, a higher level of control delay is acceptable at a signalized intersection
for the same level of service.
Source: 1997 update to the Highway Capacity Manual, Special Report 209, Transportation R€search Board,
1994; and lnterim Materials on Highway Capacity, Circular 2'12, Transportation Research Board, 1980.
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lntersection turning movement counts were conducted at the study intersections during
the p.m. peak hour, and were used to determine the existing LOS based on the 1997
HCM methodology for signalized and unsignalized intersections. Two signalized
intersections were not analyzed because recent data were not available: Wilsonville
Road/Meadows Parkway and Ridder Road/gsth Avenue. Table 2.m summarizes the
p.m. peak-hour LOS for signalized intersections and unsignalized intersections. The
LOS results for both signalized and unsignalized intersections are illustrated in Figure
2.9.

All of the existing signalized and unsignalized intersections meet City standards (LOS D
or better) except for the unsignalized intersection of SW 65th Avenue and Stafford Road

?
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P.M. Peak-Hour lntersection Level of Service

lntersection

and... Typel LOS2
DelaY3

(sec/veh)
Wilsonville Road
Wilsonville Road
Wilsonville Road
Wllsonville Road
Wilsonville Road
Wilsonville Road
Wilsonville Road
Wilsonville Road
95th Avenue
Elligsen Road
Elligsen Road
Elligsen Road
Elligsen Road
Boeckman Road
Town Center Loop W
Grahams Ferry Road
Wilsonville Road
Wilsonville Road
Wilsonville Road
Barber Street
Boeckman Ramp
Boeckman Road
Elligsen Road
SW 65th Avenue
Boeckman Rd.
Boeckman Rd. E,
Town Center Loop E.
Miley Road
Grahams Ferry Road
Airport Road
Wilsonville Road
Wilsonville Road
Elligsen Road
Elligsen Road

Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
Signal
AWSC
TWSC
AWSC
TWSC
AWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
TWSC
Signal
Signal
Signal
Signal

46.0
1 '1.5

29.7
32.3
21 .3
26.5
23.4
19.5
20.1
9.1
4.1

54.6
7.7
19.3
1'1.5
16.1
16.0
8.1

1 5.6
8.6
10.4
18.?
'13.5

37 .1
19.1
17 .8
1 1.5
1 0.3
11 .2
1 1.5
72.05
51 .55
14.95
9.0s

D
B

C
B
C
A
A
o
A
B
B
c
(-

c

B

B
E
c
C
B
B
B
B
E
D

B

2
AWSC = All way stop controlled intersection, TWSC = Two way stop controllod intersection, Signal = Signalized intersoclion
Control delay, measured in seconds per vehicle, is a measur€ of all the delay contributable to lraffic control measures, such as

traflic signals or stop signs. At signalized intersections, the delay r€ported is the average of all the contml dslay experienced
for all the movements. At unsignalized intersections, lhe reported delay is for only one movement, the movement experiencing
the worst control delay, which is typically one of the stop-controlled side stre€t approaches. The control delay reported at
unsignalized inteGections is not a valid indication of the operations at the entire intBrsection.

3LOS is the level of service; a concept based on the 1997 Highway Capacity Manual for unsignalized and signatized antersections
the LOS values presented above are basod on actualcounts. They do nol include approved project improvaments that are not

yet built.
5Per ODOT's Volume to Capacity standards (from the Freeway Access sludy), see Tabte 2.k.
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of...
Brown Road
Kinsman Road
Boones Ferry Road
l-5 SB Ramp
l-5 NB Ramp
Town Center Loop W.
Rebekah Street
Town Center Loop E.
Boones FerrylElligsen Rd
l-5 SB Ramp
l-5 NB Ramp
Parkway Center Drive
Canyon Creek Road
Parkway Avenue
Parkway Avenue
Oay Road
Parkway Avenue
Meadows Loop N.
Boeckman Road
Boones Ferry Road
Boones Ferry Road
95th Avenue
SW 65th Avenue
Stafford Road
Canyon Creek Rd. N.
Boones Ferry Ramp
Vlahos Dr.
French Prairie Drive W.
Tooze Road
Miley Road
l-5 SB Ramp
l-5 NB Ramp
l-5 SB Ramp
l-5 NB Ramp
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2.8 ACCIDENTS
Accident data were obtained from the Clackamas County Sheriff's Department Crime
Analysis Unit. Accidents were tabulated for three years between October 1997 to
September 2000. Because the number of accidents occurring at an intersection is
dependent on the traffic volume entering the intersection, accidents are usually reported
as a rate. For this analysis, where traffic counts were available, intersection accidents
were reported as accidents per million entering vehicles (apmev). Expressing accident
occurrences as rates enables a relative comparison between intersections. For this
reason, an intersection with the most accident occurrences does not necessarily have
the highest accident rate. Table 2.n lists the accident frequency for the 27 analyzed
intersections. Accident rates were calculated for '13 of the 27 intersections that had
traffic count data available.

A total of 291 accidents were reported at 71 locations within the city limits over the three-
year period. These accidents occurred at or near the intersection as shown in Figure
2.10. The intersections of Wilsonville Road/Town Center Loop and Town Center
Loop/Parkway Avenue had accident rates greater than one apmev over the study period.
Town Center LoopMilsonville Road had the highest accident rate at 1.67 apmev along
with the highest accident frequency with 29 accidents over the three-year period. The
location at Wilsonville Road and Boones Ferry Road had the second highest frequency
with 24 accidents.

Twenty-seven different accident types were analyzed for each year from 1997 to 2000
and are listed in Table 2.o. Failure to yield and careless driving caused the highest
number of accidents. The column "other" represents the accident types that were not
conSistent throughout the three-year period.

Overall, Wilsonville Road had the highest accident total with 100. Of these, following too
close caused 19 accidents. The "othed' locations reported a total of 75 accidents.
Hitting a parked car was the most frequent cause at these locations. Table 2.p
summarizes the accident types for the 27 analyzed intersections.
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Table 2.n
Ranking by Accident Rate of Highest Accident Locations

Location2
Frequency

(# of Accidents)
Rate3

(apmev)Rankingl
'I

2
J
4
5
D

7
8
9
10
11
12
IJ

N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A
N/A

Wilsonville Rd/Town Cenler Loop
Town Center Loop E/Parkway Ave
Elligsen Rd/Canyon Creek Rd
Wilsonville Rd/Boones Ferry Rd
Wilsonville RdiMeadows Loop
Wilsonville Rd/l-5
Boeckman Rd/Parkway Ave.
Miley Rd/French Prairie Rd.
Wilsonville Rd/Brown Rd
Boeckman Rd/Boones Ferry Rd
Grahams Ferry Rd/Tooze Rd
Wilsonville Rd/Kinsman Rd
Elligsen Rd/SW 65th Ave
Town Center Loop/Citizens Dr.
Elligsen Rd/l-5
Commerce Circle/Boones Ferry Rd
Elligsen Rd/Parkway Ave
Commerce Circle/95th Avenue
Wilsonville Rd/Rebekah St
Town Center Loop/Courtside Dr.
Boones Ferry Rd/95th Ave
Ridder Rd/95th Ave
Miley Rd/l-5
Wilsonville Rd/vvillamette Way
Wilsonville Rd/Montebello Or.
Wilsonville Rd/Meadows Parkway
Boberg Rd./Barber St.
Additional Locations

1.67
1.10
0.91
0.82
0.64
0.63
0.56
0.40
0.37
0.3s
0.32
0.17
0.06

Notes: apmev = accidents per million entering vehicles
1No traffic count data were provided for ranking locations listed as N/A.
2Accidents are at or near the location of each respective intersection.
3Rates are calculated by using the average weekday traffic volumes of the intersection calculated by a K-

factor obtained from 1998-2000 counts and the May 2000 Average Traffic Volumes on the mainline.
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Table 2.o
Number of Accidents by Cause Per Year

Yearl
97-98 98-99 99-.00 Total

Failure to Yield
Careless Driving
Following Too Close
lmproper Turning
Unknown
Failure to Obey Traffic Control Devices
Hlt Parked Car
Excessive Speed
NICR-Non-lnjury Crash Report
lmproper Lane Change

Other
Avoiding Oncoming Vehicle
Bicyclist in Roadway
Brake Failure
Driver Fell Asleep
Driver had Seizure
Failure to Drive to the Right
Failure to Secure Vehicle
Foot Slipped off Brake
lcy Roadway
lmproper Backing
lmproper Passing
lmproper U-Turn
lntentionally Rammed
Object in Roadway
Obstructed View
Reckless Driving
Tire Blow out
Total Other

14
13
11

12
8
9
7
8
5

14
I
8
8

11

10
I
E

5
5

14
13
11

10
a

7
o

6
1

3

42
35
30
30
27
26
25
19
11

8

1

0
0
1

0
0
0
1

J
6
1

0
I
0
0
0
0
4

1

0
0
I

1

0
U

0
1

1

I

02
11
11
24
22
23
11
01
14
07
02
0'1
0'1
12
14
11
01

13 38

95 291

1 1

1

3
0
1

1

TOTAL 10'l 95

'97-98 is from Octobe|I997 to September 1998, 98-99 is from October 1998 to
September 1999, 99-00 is from October 1999 to September 2000
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Table 2.p
Summary by Accident Type

Falluro to Obey
Careless Excossivo Traffic Control Fallure Followlng Hit Parked
Drlvlng Speed Devlcos to Yield Too Closo Car

lmproper
Lano

Chango
lmpropor
Turnlng

Non-lnjury
Crash
Report

Wilsonville Rd/Willametle Way
Wilsonville Rd/Rebekah St
Wilsonville Rd/Montebello Dr.
Wilsonville Rd/Meadows Parkway
Wilsonville Rd/Brown Rd
Wilsonville Rd/Town Center Loop
Wilsonville Rd/Meadows Loop
Wilsonville Rd/Kinsman Rd
Wilsonville Rd/l-5
Wilsonville Rd/Boones Ferry Rd
Town Center Loop/Parkway Ave
Town Center Loop/Courtside Dr.
Town Center Loop/Citizens Dr.
Ridder Rd/gsth Ave
Miley Rd/l-5
Miley Rd/French Prairie Rd.
Grahams Ferry Rd/Tooze Rd
Elligsen Rd/l-5
Elligsen Rd/SW 65th Ave
Elligsen Rd/Parkway Ave
Elligsen Rd/Canyon Creek Rd
Commerce Circle/Boones Ferry Rd
Commerce Circle/gsth Avenue
Boon6s Ferry Rd/gsth Ave
Boeckman Rd/Parkway Ave.
Boeckman Rd/Boones Ferry Rd
Boberg Rd/Barber St.
Other Locations
TOTAL

3
0
0
0
0

0
1

3
1

0
2
0
0
1

0
1

0
1

0
0
2
1

0
0
,|

12
35

0
1

0
0
1
,l

2
0
0
0
0
2
3
0
1

1

0
0
0
0
1
,|

0
0
0
0
0

19

0
2
0
0
0
4
0
0
4
0
2
0
1

1

1

0
0
1

0
1

1

2
1

2
0
0
0
3

26

0
0
1

0
1

1

0
0
1

5
1

3
10
2
0
2
0
1

1

1
,|

2
1

2
0
0
1

4
11

0
0
0
2
I
4
1

0
7
4
0
0
0
1

0
0
0
4
0
1

0
0
'1

0
1

0
0
3

30

0
0
0
0
1

3
0
1

0
1

3
0
0
0
0
0
0
1

0
0
0
0
,|

0
0
0
0
15
26

0
0
0
0
0
1

0
0
2
1

0
0
0
0
0
0
0
,l

0
0
0
0
0
0
1

0
0
2
8

0
0
1

0
0
5
0
I
3
4
1

0
1

0
,l

0
1

0
0
0
3
,|

,|

0
0
0
0
7

30

0
0
0
0
0

0
0
1

1

1

0
0
0
0
0
0
1

0
0
0
,l

0
0
0
0
0
3

11

0
0
0
0
0
2
1

0
0

I
1

0
0
0
0
0
1

0
2
0
0
1

0
2
0
0

27

0
J
1

0
1

2
0
0
0
2
2
0
3
0
1

0
0
3
0
2
1

2
0
0
5
2
0
8

38

3
6
3
2
5

2S
4
3

2'l
24
12
6

20
4
4
4
1

14
1

I
7
9
8
5
9
2
2

75
291
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Figure 2.10
Accidents During 1998 - 2000
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2.9 TRANSIT
The City of Wilsonville operates South Metro Area Rapid Transit (SMART). SMART's
service area is approximately 12 square miles, encompassing the entire City. SMART
provides a range of services including five fixed routes and two demand response
routes. The system is fareless and is funded primarily with a 0.03 percent employer
payroll tax. Hours of operation are between 5:30 a.m. and 8:40 p.m. daily with only local
fixed route service and reduced demand response service on Saturdays. SMART does
not operate on Sundays or holidays. These routes are described below. Figure 2.11
provides a map of existing SMART routes and facilities.

o The five fixed routes SMART offers provide local service as well as connections to
other regional providers. Daily peak-hour connections with Cherriots at the Salem
Transit Center and with Tri-Met at lhe Barber Transit Station are also provided.

o The two demand response routes provide local curb-to-curb service in the City.
Local cab service is called to provide back-up ADA services to SMART.

SMART ridership increased 37 percent from 1996 passenger counts of 131,000 to
I 79,000 in 1999. Route 201 , which connects Wilsonville with the Barber Transit Center,
has the highest ridership while Route 1X to Salem has the highest productivity, meaning
more boardings per service hour. SMART is at capacity on its Salem service due to high
demand.

SMART route frequencies range from every 30 minutes to more than an hour.
Commuter-oriented routes, such as Routes 201 Barber and 1X Salem, have reduced or
no midday service. Only Route 204 Wilsonville Road maintains at least one-hour
headways during the midday. Table 2.q summarizes SMART route frequencies.
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Table 2.q
SMART Weekday Fixed-Route Frequencies

Route A.M. Peak Midday
Evening

P.M. Peak (after 6:00 p.m.)

201 Barber
205 Canby

203 North/South Loop

204 Wilsonville Rd.
'lX Salem

30-60 min.

-90 min.

30-60 min.

-60 min.

2 trips

-60 min.

none

none

60 min.

none

30-60 min.

-75 min.

-30 min.

60-75 min.

l trip

90 min

1 kip
none

1 trip
'l trip

- = approximately

Chapter 2 - Existing Conditions Page 2 - 59
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ln addition to the SMART fixed-route service, Tri-Met runs Route 96 on weekdays
connecting downtown Portland with the Commerce Circle area in northwestern
Wilsonville. Route gO provides peak-hour service. Headways range from 10 to 40
minutes during the a.m. peak and from 20 lo 40 minutes during the p.m. peak. There is
one evening trip and no midday service.

SMART has 1 10 bus stops and five shelters throughout the city. Of the '1 1 0 bus stops,
approximately 20 percent are fully accessible. The remaining stops lack pedestrian
amenities and require upgrading to ADA standards. The sheltered stops have benches
and concrete pads. The City Hall shelter is equipped with a bicycle rack. Two additional
shelters at Elligsen Road and Parkway Avenue have recently completed conslruction.
SMART has a shared parking agreement with a local business for approximately 35
park-and-ride spaces in the Town Center area.

2.10 BICYCLE FACILITIES
Existing bicycle facilities, including designated lanes, and off-street bicycle paths, are
shown in Figurc 2.12. Wilsonville Road, Town Center Loop, Boones FerrylStafford
Road, and Parkway Center Drive are identified in the RTP's Regional Bicycle System.
Some shoulders greater than 6 feet may not be considered ideal bicycle facilities due to
on-street parking.

There is limited connectivity of existing blcycle facilities. ln particular, there are few
direct east-west routes in the city, and no north-south route on the west side of l-5.
Bicyclists wishing to travel east to west must share travel lane space with aulomobiles
while crossing l-5 on Boeckman Road. Wilsonville Road and Stafford Road
interchanges provide bicycle lanes. Neighborhood connectivity with existing activity
centers is limited. Residents of Charbonneau, for example, cannot cross the Willamette
River into Wilsonville without traveling on l-5. Bicyclists are generally permitted on all
roadways in the City, with the exception of l-5.

As mentioned previously, the Urban Growth Management Functional Plan stipulates
pedestrian and bicycle connections or access ways to major roadways at intervals of not
more than 330 feet.

2.11 PEDESTRIAN FACILITIES
Figure 2.13 illustrates the existing and programmed pedestrian facilities in Wilsonville.
The majority of arterials within the core of the City have some form of pedestrian facility,
while most outlying arterials have no pedestrian facilities. Wilsonville Road, Town Cenler
Loop, Boones Ferry/Stafford Road, and Parkway Center Drive are identified in the RTP's
Regional Pedestrian System.

Overall, pedestrian connectivity to neighborhood activity centers is not adequate in the
core area surrounding the Town Center. For example, the distance between the Les
Schwab store and Town Center is not adequately supplied with a walkway.
Furthermore, Charbonneau does not have direct pedestrian access to the Town Center
area.
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Figurc 2.12
2002 Bicycle Facilities
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2.12 GOMMERCTAL VEHTCLES (TRUCKS)
The City of Wilsonville has a large amount of truck traffic due to its proximity to l-5 and
the large industrial and warehouse complexes located in northwest Wilsonville.
Additionally, the shopping areas in the Town Center generate significant truck volumes.
Virtually all truck traffic on Wilsonville city streets is heading to or from a business or
service within Wilsonville. Residents also cite extensive truck traffic on Wilsonville Road
coming from the west, even though trucks are not to use this road for through traffic
according to County regulations. Currently, there are no designated truck routes through
Wilsonville.
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2.13 RAIL

I

A rail route (See Figure 2.15) owned by Western Pacific and operated by the Portland
and Western Railroad passes through Wilsonville. This single{rack rail line is a north-
south route that canies between three and eight freight tralns on a daily basis. Train
volumes vary because they are dependent on shipper demand. Currently, there are no
passenger trains running on this rail line. However, the line is currently being planned
for future commuter rail use by a consortium of municipalities with funding from the state
and federal governments

There are a total of five public railroad crossings in Wilsonville: four at-grade and one
grade-separated. Three of the four a$grade crossings are equipped with automatic
gates and flashing light signals. These are located on Wilsonville Road, Barber Street,
and Boeckman Road. The at-grade crossing at Fifth Street does not have automatic
gates. The grade-separated railroad crossing is at Grahams Ferry Road.

2.14 MARINE
The Willamette River is the only navigable body of water in the Wilsonville area.
Currently, there is one ferry service operator in the vicinity of Wilsonville. A Clackamas
County ferry (Canby Ferry) operates several miles from Wilsonville, but it is only open
intermittently due to mechanical problems with the ferryboat and the ferry's inability to
cope with seasonal high water levels in the river. The City is minimizing development
along Boones Ferry Park to preserve areas along the riverfront for potential river-related
uses, including boating. ln addition, the West Side Planning Task Force has discussed
the possibility of a pedestrian/bicycle shuttle between Charbonneau, Memorial Park,
Boones Ferry, and perhaps up to Champoeg Park.

2.15 PUBLIC INVOLVEMENT
Transportation concerns of the public were identified by telephone interviews, and public
open house and public meeting attendees and their options for solutions which have
been summarized in Appendix A. These findings are qualitative in nature and do not
represent a statistical sampling of Wilsonville residents.?

Chapter 2 - Existing Conditions Page 2 - 65!
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Figure 2.15
2002 Public Railroad Crossings
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CHAPTER 3
TRAFFIC MODEL DEVELOPMENT

3.1 LAND USE GOALS
Goal 3-1 : To establish and maintain a multi-modal transportation system that

supports the Wilsonville Comprehensive Plan.

3.2 INTRODUCTION
This chapter summarizes the development of the City's travel demand forecasting model
and the land use assumptions the model is based on. Forecasts of travel demand are
used to establish the loads on future or modified transportation system alternatives.
Future land uses, road network, population, and employment are based on a 2O2O
horizon year.

3.2.1 History
The traffic engineering firm of Entranco, the planning firm of Pacific Rim (now known
as Parametrix) and the traffic modeling firm of HTA Associates, along with City staff,
developed the original traffic model that the June 2002 Public Draft Transportation
Systems Plan (TSP) is based upon. This model was considered state-of-the-art at
the time in 1998. After development, the model was used to examine a number of
roadway and land use alternatives and multiple scenarios. The Adjunct
Transportation Planning Committee (ATPC) reviewed the assumptions, results and
scenarios before forming the basis of the Draft TSP.

ln October of 2OO1 , ODOT and the City of Wilsonville jointly hired the traffic-
engineering firm of DKS Associates to address access issues to lnterstate 5 (l-5)
from Wilsonville. Specifically, DKS Associates were asked to determine what
influence do regional growth patterns, such as the proposed Villebois development
and commuter rail park and ride site, have on transportation patterns in the City. The
Freeway Access Study (FAS) proposed lo analyze two scenarios, one that included
a new interchange at Boeckman Road and the other utilizing the existing
interchanges at Elligsen and Wilsonville Road.

DKS was supplied with the transportation model developed for the TSP. Using a
process called demand adjustment DKS refined the model output. The analysis
preliminarily concluded that, based on suggested roadway network improvements
outlined in the TSP and with additional DKS suggested modifications, the existing
interchange at Wilsonville Road could be made to operate satisfactorily until 2020.
This conclusion was contrary to the findings of the June 2002 Drait TSP that
concluded that a Boeckman Road lnterchange was necessary for satisfactory
operation of the City's transportation system in the horizon year of 2O2O.

Due to conflicting results from ostensibly the same model, City staff requested the
Oregon Modeling Steering Committee (OMSC) perform a peer review of the
Wilsonville transportation model and subsequent work in model application. Upon

Chapter 3 - Traffic Model Development Page3-1

I



I2003 Transportation Systems Plan June 2, 2003 Proof Draft

3.2.2

review of the model, the Committee concluded that since the structure of the model
is an "aggregate quick response", that it is unable to provide accurate estimates of
choice behavior due to changes in land use and transportation. The Committee
noted that this method of modeling is no longer used and has been replaced with a
destination choice structure. There were also issues with the DKS results. First, that
they were based on an outmoded model structure. Second, that the demand
adjustment refinement of the model performed by DKS was considered an extreme
form of model refinement and is not recommended.

The peer review panel recommended that ODOT, Metro and the City produce a sub-
area transportation model for the City of Wilsonville. The model development
process consisted of superimposing the Wilsonville network and zone system on a
sub-area of the metropolitan transportation model. The Metro-Wilsonville model
would be able to use the same trip purposes, trip generation, distribution, mode
choice and time of days of the metropolitan model, while retaining the socio-
economic, demographic and land use information accumulated for the original TSp
model. Based on the recommendation, the original TSP model data was added to
the structure of the metropolitan model, correlaled, run, checked and validated. The
Freeway Access Study and the 2002 Wilsonville TSP both employed the updated
traffic modeling.

Factors Influencing Travel Demand
Three factors influence the demand for urban travel: land use, socioeconomic
characteristics and availability of transportalion services.
. Land use characteristics are the primary determinant of travel demand. The

amount of traffic generated by a parcel of land is dependent on what the land is
used for. Different uses, such as shopping malls, apartments, single-family
homes, office buildings, industrial sites, produce different traffic patterns.

o Socio-economic characteristics, such as life styles and values, influence
transportation choices. For example, workers will generate more trips by
automobile (SOV or single-occupant-vehicles) versus fixed income retirees
dependent on public transportation.

. The availability of transportation services (supply) affects mode-choice. That is,
whether to use an alternative means of transportation is affected by travel time,
cost, convenience, comforl and safety.

The importance of these factors is reflected in the current generation of traffic
modeling programs that emphasize a destination choice structure. A destination
choice model addresses the critical importance in the roles of land use; travel choice
and transportation supply data.

Travel Demand Forecasting Model
The City's original travel demand forecasting model was developed using a
transportation modeling package known as EMME/2. Travel demand forecasting
models attempt to represent the logical sequence of travel behavior. The original

3.2.3
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model was coordinated with Metro's 1 996 EMMEI2 regional model to assure
conformity in major entering route volumes and modeling assumptions.

The seven primary steps used to develop the original travel demand model were:

1. Small Traffic Analysis Zone (JAz) Development

2. Roadway Network Development

3. Trip Generation

4. Trip Distribution

5. External Trip Table Development

6. P.M. Peak-Hour Trip Table Estimation

7. Roadway Network Validation

On a regular basis, the metropolitan model has been modified to incorporate new
data and research findings. ln '1998 Metro adopted new technical specifications per
modeling guidelines established by OMSC. Over time, based on these guidelines,
Metro integrated more explanatory capabilities into the model for trip distribution, pre-
mode choice, mode choice and household structure.

The travel demand forecast approach followed by Metro in the current (2002) model
uses a four-step sequence: trip generation, trip distribution, modal choice, and traffic
assignment. Two additional steps augment this sequence: preliminary input data
(prior to modeling) and network validation (post modeling).

The main difference between the original model and the current model lies in the
addition of the mode choice step and the use of a destination choice matrix. An
expanded list of steps in the development of the current travel demand model is:

1. Preliminary lnput Data

a. Traffic Analysis Zone (TAZ) Development

b. Roadway Network Development

2. Trip Generation

3. Trip Distribution

4. Mode Choice

5. Traffic Assignment

a. lnternal/External Trip Table Development

b. P.M. Peak Hour Trip Table Estimation

6. Network Validation

These steps are described in the following sections.

Chapter 3 - Traffic Model Development Page3-3T
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3.3 PRELIMINARY !NPUT DATA
Prior to the task of developing the demand model, a variety of input data must be
collected. Among these are socio-economic and land use data, access measurement
data, special trip generators, and household/employment transit coverage. (For detailed
information, see the Trap Generation section.) This information was initially collected and
refined for the original model, then re-utilized in the new model. ln order to place this
information into a spatial context, the study area must be delineated into traffic zones.
Similarly, within the traffic zones a roadway network must be developed upon which
travel movements are analyzed.

3.3.1 Traffic Analysis Zone System
The strategy in developing traffic zones is to select areas that are reasonably
homogenous with respect to land use. Mixing land uses such as manufacturing and
residential will lead to uneven results. Another part of the strategy is to select traffic
analysis zones bounded by principal transportation routes. By grouping similar land
uses and transportation routes, production-attraction (p-a) trip tables are constructed.
P-A trip tables consist of a matrix of trips from each zone (production) to another
zone (attraction) depending on the land use. ln the traffic assignment step each trip
is assigned to the transportation network. Thus, a forecast of traffic volumes on each
roadway link is produced.

Metro's (regional) Traffic Analysis Zones (TAZs) and its accompanying roadway
networks are designed to model region wide traffic flows on freeways, state routes,
and principal arterials. The TAZS are not specifically designed to provide traffic flow
information and data at the minor arterial and local collector level. (See Figure 3.1
for a map of the Metro TAZs in lhe Wilsonville area.) The regional model
encompasses the greater Portland metropolitan area with extensions to outlying
areas. A finer zone system is required to provide traffic flow information on minor
arterials and local collectors. To develop a finer system for the Wilsonville model,
the 14 Metro regional TAZs in the Wilsonville area were disaggregated into 90 small
area TAZs. (See Figure 3.21or a map of the Wilsonville TAZs.) The Wilsonville
model encompasses an area south to Miley Road and Butteville Road; east to
Wilsonville Road and Stafford Road; north to Clay Street, Day Road, and SW
Norwood Road; and west to Grahams Ferry Road.
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Figure 3.1
City of Wilsonville Transportation Model

Metro Traffic Analysis Zone
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Roadway Network Development
The representation of the transportation system is one of the most important aspects
of the travel demand model. The roadway network serves several purposes. First, it
is an inventory of the existing system (i.e. functional classification, number of lanes,
traffic control devices) and a record of future proposed alignments. Second, the
network is used in the demand analysis to estimate the level of traffic congestion
between zones. This information is used in the trip diskibution and mode choice
steps. Finally, the network is used to simulate travel usage and to estimate
associated impacts.

A computerized roadway network describing the characteristics of the existing roads
in the traffic modeling software is constructed; much in the same way a map
describes roads to a driver. For input into the EMME/2 computer-modeling package,
a network is made up of links, centroids and nodes. A link is a portion of the street
system that can be described by its capacity, number of lanes and speed. ln the
model, each TAZ has a centroid, representing an approximate center of activity and
development. A centroid is the location within a zone where trips are considered to
begin and end. Centroids are joined to the street system with special links known as
centroid connectors. These are artificial links representing the combined capacities
of driveways and local access streets by which drivers access the transportation
system. A node is the end point of a link and represents an intersection or where a
link changes direction, c€pacity, lanes or speed. The network is then coded to locate
zone centroids, nodes and the street system.

Roadway links are classified as freeways, major arterials, minor arterials, and
collectors by their characteristics, namely: speed, volume delay functions (vdf),
length, number of lanes, hourly vehicle capacity per lane, and turn penalty or turn
prohibition data (see Table 3.a). Wherever a street had an odd number of lanes, i.e.,
3, 5, or 7 lanes indicating a center two-way left-turn lane, it was coded as a 2-, 4-, ot
6-lane facility respectively. The additional capacity from the center left-turn lane was
distributed equally per lane in each direction. All centroid connectors were coded
with unlimited cpacity and a speed of 15 mph to reflect the average speed of local
access streets.

3.3.3 2000 Roadway Network
The regional roadway network coded in the EMME/2 model was based on Metro's
1996 highway network, representing all regional highways, and major and minor
arterials, in the Wilsonville study area. (See Figure 3.3) (There was no change in
the regional network between the original and current models.) lncluding additional
major and minor arterials and local collectors enhanced the local roadway network
within the City of Wilsonville. The local network was updated to Year 2000
conditions in both models. (See Figure 3.4) The number of lanes, free-flow speeds,
and turn prohibitions were coded to reflect actual conditions in the City of Wilsonville.
Hourly lane capacities, as shown in Table 3.a, were based on functional
classifications and lane configurations.
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The roadway network enhancements were based on field surveys of the Wilsonville
study area. The field surveys confirmed the posted speeds, number of lanes, and
lane capacities of the regional facilities, as well as the major, minor, and collector
arterials.
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Figure 3.3
City of Wilsonville Transportation Model

Regional Base Road Network
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Table 3.a
City of Wilsonville Roadway Network

Lane Capacities and Speeds

Functional Glassification Free Flow Speed (mph) Per Lane Capacity (vph)

Freeways:
1 lane

1 lane ramp

State Routes:
1 lane

Major Arterials:
I lane (with twltl)

2+ lanes (with twltl)
1 lane (without h^tltl)

2+ lanes (without twltl)

Minor Arterials:
'I lane

2 lanes
1 lane

2 lanes

55-60
25-35

2,000
1 ,200

50-55

30-35
30-35
25-30
25-30

1 ,000
900

800 - 900
800

900
800
800
700

Collectors
l lane 600

9,999Centroid Connectorsb

aTwltl 
= two-way left-turn lane

bArtifi"ial link ,"pr""enting total driveway/local access capacity in each TAZ.

3.4 TRIP GENERATION
Trip generation is the process of determining the number of trlps that begin or end in
each traffic zone within a study area. Each trip has two ends; a trip is either produced by
a traffic zone or attracted to a traffic zone. Trip analysis has two functions: l)to develop
a relationship between trip end production/attraction and land use, and 2) to use that
relationship to estimate the number of trips generated at some future date due to
changes in land use pattems or growth.

3.4.',| Regional Model Application
The Wilsonville model is nested within an application sub-area of the regional model.
Using the land use assumptions developed by the City for the Wilsonville area, the
regional model was run to quantify the trip making in the metropolitan area. This
step captured the trip interaction that occurs between the City and the rest of the
region. Trip interactions can vary depending upon the degree of development in
Wilsonville and accessibility to other regional locatlons.

Chapter 3 - Traffic Model Development Page3-11I
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The City of Wilsonville was responsible for defining the land use assumptions for the
model. Household and employment control totals were derived from the City's
business license records and the regional allocation prepared by the Metro Data
Resource Center. Totals were prepared for a year 2000 base and 2020 horizon year
forecast.

The 2000 and 2020 regional land use assumptions for the Wilsonville study area as used
in the regional travel demand model are given in Table 3.b and Table 3.c respectively.
These tables are summaries of City and Metro data for 2000 existing and 2020 projected
land use model numbers. The table numbers were obtained from the original City of
Wilsonville bansportation model, by aggregating the numbers for the City TAZ system,
and Metro Data Resource Department. The data is broken down by Metro TAZ,
households and employment. A third column, New Model, represents the model
numbers for the new transportation model.

The new model numbers are the result of a data analysis comparing existing information
from the City's database of dwellings and businesses and analysis that generated the
2020 City projec{ions, with Metro eisting and projecled numbers. Where a Metro TAZ
exceeded City boundaries, the regional model used Metro numbers. Where a Metro TAZ
was almost wholly within the bounds of the City, based on existing information and
detailed land use projections, the original model numbers were used. Overall, with the
exception of 2000 Existing Employment, the new regional model numbers meet or
exceed regional totals. Once the regional model is run, the regional model numbers are
disaggregated (i.e., broken down into smaller sub-components) into the City's sub-TAZs
and apportioned to the dascrete sets of household and employment categories.
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Table 3.b
2000 Existing Regional Land Use Assumptions

Em ent
Metro
fAz
384
38s
386
387
388
389
390
391
393
398
400
401
520
931

Total

City
{r0
0

545
1277
1834
1634
63
0
0
0
0

34
0

1606
0

6993

Motro
42
43
142

1 398
1449
1581

17
2

57
47
379
213
26

2009
2

7365

New
Model

43
502

1 398
1834
'1634

63
2

57
47
379

26
2009

2
8209

Metro
TAZ
384
385
386
387
388
389
390
391
393
398
400
401
520
931

Total

City
-00

1086
1952
1586
2122
2398
1808
696
1459

34
0

46
0
0
0

13187

Metro
42

1360
1337
3031
3587
3427
?408
1260
?154
371
118
58
119
979
168

20377

New
Model
1360
1952
1586
3322
2398
1808
'1260

2154
371
118
58
119
979
'168

17653

Chapter 3 - Traffic Model Development Page 3 - 12
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3.4.2 LocalModelApplication
2000 Land Use
For the Wilsonville study area, 2000 land use data were developed by City staff
(with assistance from Pacific Rim, now Parametrix) based on business licenses
and other City records. This detailed land use information was organized into
land use categories, based on lhe ITE Trip Generation Manual (1997). These
land use categories are shown in Table 3.d.

Table 3.c
2020 Projected Regional Land Use Assumptions

Households Em ment
New

Model
821
594

2806
2084
2258
63

61
47
550
2351
281

2009
877

't4809

Metro
Ttz
384
385
386
387
388
389
390
391
393
398
400
401
520
931

Total

City
-00

3046
3946
4941
4160
4398
4210
2821
2161
2057

0
792

0
57
0

32589

New
Model
3046
3946
4941
5360
4398
4210
2821
2161
2057
151
792
178
951
131

35143

I Page 3 -'13

3.4.2.1

Metro
'tAz
384
385
386
387
388
389
390
39'l
393
398
400
401
520
931

Total

City
-00
564
594

2806
2084
22s8
63
0
0
0
0

2351
0

1676
0

12396

Metro
42
821
467
1747
1710
2372

25
7

61
2110
550
142'.1

281
't494
877

13943

Metro
-02

't004
2275
4284
4926
5009
3592
1677
2302
1633
151
660
178
951
131

28773

Chapter 3 - Trafiic Model Development
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The Town Center shopping mall and Parkway Center (the area southeast of the
Stafford interchange) were treated as Special Generators in the trip generation
model:

Town Center = General Retail land use + special generation

Parkway/Elligsen Center = General Retail land use + special generation

At these two locations, special trip generation consisting of daily productions and
attractions were directly added to the general retail land use to represent
expected higher than average trip generation.

The 2000 housing and employment data for the City of Wilsonville study area
formed the trip generation basis in the travel model. Housing numbers were
3,430 single-family units and 3,486 multifamily units. Employment numbers were
estimated as 2,O32 for retail and 11,155 for non-retail. School enrollment for
2000 was estimated at 2,635.

3.4.2.2 2020 Land Use

The land use portion of the modeling process poects the future number of
dwelling units and jobs within Wilsonville and is driven by the model's
requirements. The model requires that both jobs and housing units be identified
by traffic analysis zone (TAZ). ln addition, the model generates different trip
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Table 3.d
Trip Generation Categories and City of Wilsonville Land Use Categories

Trip Generation
Land Use Categories Measurement City of Wilsonville

ITE Categories

Singlejamily - SFDU

Multifamily - MFDU

Dwelling Units

Dwelling Units

210

221,223,230,240,253

Commercial - OTHER
Government Office: Medical/Dental Office;
Omce Park; General Office Bldg.; LighUHeavy
lndustries; Warehousing; and lnstitutional

Commercial - RETAIL
General Retail

320, 493, 732, 810, 812,814,
815, 8'16, 817 ,820,832, 834,
835, 844, 845,847,850, 851,

853, 912

No. of Students 520, 530

Special Generators - SG Daily person trips Town Center
Parkway Center

Source: City of Wilsonville

Chapter 3 - Traffic Model Development Page 3 - 14

No. of Employees 750, 110

No. of Employees

School - ENROLL
School Enrollment
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generation numbers based on the job category and the type of dwelling unit.
Therefore, retail jobs and non-retailjobs must be separated for analysis, as must
single-family and multi-family housing. To anive at the number of future dwelling
units and jobs, the amount of vacant land needs to be calculated by TAZ and
matched to the related land use.

The predicted number of dwelling units and jobs for lhe 2020 horizon year is
based both on land use and on current conditions within Wilsonville, the cunent
Comprehensive Plan and Development Code, current business license data and
predicted employment. A number of assumptions go into any future calculation
that may be changed for a number of reasons, including the number of housing
units per acre and the potential employees per square foot of development. The
analyses results are based on assumptions made in 2000 and are driven by the
model's requirements and available information.

The base year (2000) assumptions and data sources included employment data
and dwelling units/population. The data source, methodology, and assumptions
are described briefly in the next section.

3.4.2.2.1 Employment
The City of Wilsonville's Business License Data supplied employment
data. Data included Standard lndustrial Classifications (SlC), TAZ, and
number of employees. The following assumptions and methodology were
applied:

. Allocate land use to Retail and Non-Retail Employment, using
SIC.

o Retail SIC defined as Retail Trade (52'l-599) plus selected
Services (7 0 1 -7 29, 751 -799).

. Some business licenses listed a site address outside of the City.
These employees (676) were not included in the model land use.

. City employees were added to the land use data. Part-time
positions (20 to 40 hours/week) were assigned a 0.75 full-time
equivalent (FTE) factor. Halttime positions (less than 20
hours/week) were assigned a 0.50 FTE, while student and
seasonal positions were assigned a 0.25 FTE.

3.4.2.2.2 Dwelling Units and Population
The City of Wilsonville supplied dwelling units and population data. The
following assumptions and methodology were applied:

. Duplex, mobile home, and mobile home park units were counted
as single-family. Condo and congregate units were counted as
multiple-family.

. Conversion from dwelling units to population was based on 2.1 5
people per household (1990 Census data: 2.29 people per
household, adjusted lor a 7 .2o/o vacancy rate).

Chapter 3 - Traffic Model Development Page 3 - 15
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Process tor Estimating 2020 Dwelling Units and Employment

The process for estimating 2020 dwelling units and employment included
a number of steps to anive at a final number of dwelling units and
employees per TM. Spreadsheets, provided by the City of Wilsonville,
denoting parcels of vacant land by TAZ were matched to spreadsheets
depicting land use and zoning by TAZ. After these spreadsheets were
combined and sorted by TAZ, the new spreadsheet was compared to
current zoning and Comprehensive Plan maps for obvious errors.
Housing densities indicated on the Comprehensive Plan map were added
to the spreadsheet. ln addition, primary and secondary open spaces
were identified for each parcel based on the Plan Map and an estimated
constraint was placed on the parcel based on the amount of non-
buildable or semi-buildable area. The 1996 West Side Master Plan was
also consulted in determining possible future land uses.

Commifted projects were identified by parcel andf M. Jobs and housing
units were calculated for each and the committed acres were subtracted
from the vacant acres. Subtracting commifted parcels resulted in a total
vacant land value by TAZ with the associated land use and zoning
designation.

Dwelling units and employment were then calculated based on the
current Comprehensive Plan designation and the cunent Development
Code. To convert all acreage to buildable square feet for both dwelling
units and employment centers, multifamily dwelling units were calculated
separately from single-family dwellings, and retail jobs were calculated
separately from non-retail jobs. The four categories were totaled by TAZ
for entry into the model.

A number of assumptions were made to translate vacant acreage into
estimated single-family and multifamily dwelling units and retail and non-
retail employees.

For housing units, a median point was selected within the range of
allowed densities. The median point allows for acreage that will be used
for roads and other uses that prevent the entire acreage from being
developed. The median units per density were converted to square feet
per lot, and then divided into the total developable acres to arrive at the
number of dwelling units (see Table 3.e). ln cases where subdivisions
were already platted, the number of vacant lots in the subdivision
determined the number of dwelling units.

Calculating the number of employees, both retail and non-retail, required
more assumptions than for the dwelling unit calculation. For each
possible use within the Comprehensive Plan, assumptions were made
regarding the likely building square footage for each acre of vacant land
and the number of square feet required to support one employee per use
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Table 3.f
Building Size by Land Use

Land Use
Building Size as a Percentage

of Developable Land (%)

Light lndustrial with 20% Omce

Office (with structured parking)

Warehouse distribution

General Retail

Retail with Office (mixed use)

35

50

40

30

50

Soutce: City of Wilsonville Hisloical Development Patlerns 1997

Like the dwelling unit calculation, estimations were made to account for
open space constraints.

City zoning allows for 20 percent of land zoned as industrial to be built
into office space, with an even higher percentage allowed for high{ech
office use. Because of the higher rents achieved through office space
and cunent trends in Wilsonville, it was assumed that almost all industrial
parcels would have 20 percent of floor space in office use. The
percentage used to convert vacant land to building square footage
includes parking and landscaping requirements as well as any other
easements or limitations (besides environmental) on the property.

The conversion of acreage to building square footage was based on
projects approved by the City as of May 2000 (see Table 3.f). The
number of square feet required for each employee was based on
research done by Metro (see Table 3.9). The Metro research included
surveys of both urban and suburban use in the Portland metropolitan area
as well as available national statistics.

Table 3.e
Conversion of Lot Size to Dwelling Units

Allowed density Median unlts/acre Lot Size in sq. ft./DU

0-1

1-3

3-5
5-7

7-12

12-?0

1

2

4

6

'10

17

43,560

21 ,780

10,890

7 ,260
4,356

2,562
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Table 3.9
Building Square Footage per Employee by Land Use

Land Use Square Footage for 'l Employee
Auto Oealer

Light lndustrial (general)

Warehouse (storage)

Retail (general)

Otfice

Warehouse (distribution)

Education services

Auto Service

650

700

20,000

700

350

2,500

I ,300
400

Source: Metro 1990

3.4.2.2.4 Other 2020 Assumptions
To properly account for civic infrastructure such as future parks,
churches, and other forms of public ownership, final 2O2O employment
and dwelling unit numbers were reduced by ten percent. Land required
for roads is included in the assumptions on building and lot size.
However, other publicly owned land-such as future parks and open
spaces that cannot be developed in more intensive ways-is not included
in any assumption and is therefore taken out ofthe total. The ten percent
reduction was based on existing parkland and open space in the City and
input from City staff.

Former Metro Urban Reserve areas (which are now considered to be
within Wilsonville's planning area) adjacent to Wilsonville were assumed
to develop by 2020 and assumptions were made about the type of
development based on the experience of City staff.

The ATPC also recommended some changes to future land use
assumptions and those changes were incorporated into spreadsheets
used in the transportation model.

Trip Generation
To determine trip generation, estimates are made of the trips produced (at the home
end) and trips attracted (at the activity end), separately for each travel purpose and
for all study area TAZs. The City of Wilsonville trip generation model links the land
use database for the study area with trip generation equations. The trip generation
model uses the basic land use information for each TAZ together with daily person

3.4.3
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trip generation rates (/IE Tip Generation Manual) to calculate daily trips for these
trip purposes:

. HBW - Home-Based Work

. HBO - Home-Based Other

. NHB - Non-Home Based Work

. Non-Home Based Non-Work

. School

. College

Daily trips for TAZs inside the study area were based on the 2000 household and
employment data. Daily trips for the extemal TAZS were estimated from Metro's
regional travel demand model. The trip generation equations were derived from
Metro's regional trip generation model and ITE rates.

Table 3.h provides a summary of the 2000 daily trip generation for the City of
Wilsonville study area. Table 3.i summarizes the forecast 202O lrip generation.

Home-Basod
Work

Table 3.h
2000 Daily Trip Generation Summary

Home.Based Home-Basad
Othsr School

Non-Home
Based Total Daily Trips

Area Prod. Attr. Prod. Attr. Prod. Attr. Prod. Attr. Prod. Attr.

Extemal

lnternal

Total

1 1 ,659

13,787

25,447

8,995

16,452

25,447

36,019

27 ,125
63,144

14,2U

48,88 1

63,144

2,892

2,401

5,293

1 ,340

3,953

5,293

32,845

47 ,425
80,269

32,845

47 ,425

80,269

83,415

90,738

't7 4,153

57 ,443
116,710

174,153

Prod = Production
Attr = Attraction
Source: 2000 land use estimates and Wilsonville travel mod€llrip generation rat6s

Table 3.i
2020 Daily Trip Generation Summary for Alternative 'l

Home-Based
Work

Homa-Based
Other

Home-Based
School

Non-Home
Based Total Daily Trips

Area Prod. Attr. Prod. Attr. Prod. Attr. Prod. Attr. Prod Attr.

22,216

25,451

25,447

8,320

39,346

25,447

56,579

50,303

63,144

11,118

95,764

63,144

3,944

4,471

s,293

1,462

6,953

5,293

48,379

99,131

80,269

48,380

99,131

80,269

131 ,1 18

179,355

310,473

69.280

241,',t93

310,473

External

lnternal

Total

Prod = Production
Attr = Attraction
Source: 2020 No-Action land use and Wilsonville travel model trip generation rat€s
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3.5 TRIP DISTRIBUTION
The trip distribution step connects each trip production to a specific trip attraction located
in the study area or at one of the external stations. Besides estimating the elilent of
activity in and between each traffic zone, the model accounts for the effects of
congestion or accessibility on destination choice. This process is performed separately
for daily trip productions and attractions by each trip purpose. The daily trips are then
adjusted to the afternoon peak hour (4:30 p.m. to 5:30 p.m.) based on two factors: 1)
the percentage of daily trips that occur in the p.m. peak hour, and 2) the proportion of
p.m. peak-hour traffic traveling in the direction from production to aftraction (P to A)
versus attraction to production (A to P). ln the Wilsonville model, for example, 10.8
percent of daily home-based work trips are estimated to occur in the p.m. peak hour and,
of these, about 93 percent are expected to be traveling from the zone of attraction
(usually the commercial or activity end) to the zone of production (usually the home).

The database (i.e. trip table) of Wilsonville trips was derived from the lraversal
assignment on the regional system. The traversal assignment was used to isolate the
Wilsonville trip interactions (to, from and within) from those in the rest of the region.
Fourteen regional zones encompass the Wilsonville study area. The trips from the
fourteen regional zones were disaggregated to populate the more detailed ninety-zone
system. The technique is best described through the use of an example.

Assume that regional zone "A" has 2,000 trips entering during the p.m. peak-hour period.
The focus area zone system has four zones that nest within zone "A". The 2,000 trips
need to be appo(ioned between the four zones. Estimated trip rates for entering flows
are applied to the land use assumptions for each focus area zone. These values can be
used to derive the proportion of trips that will enter into each zone. The proportionality
for the first zone is applied to the regional zone trip total to determine the number of trips
entering the detailed zone. This process is repeated for each focus area zone. A similar
approach is used to apportion the trips leaving each detailed zone.

Once the apportionment from the regional to the local zone is completed, the local
focused model is run. ln this way, a local refined Wilsonville model is run. The local
model contains the detailed road network, 90 traffic analysis zones, and specific land
use designations and assumptions.

3.6 MODE CHOTCE
Mode choice is that aspect of the demand analysis that determines the percentage or
number of trips between zones that are made by automobile, walking, bicycle, and by
transit. The selection of one mode over another is a complex process that depends on
numerous factors. Mode choice models attempt to estimate the number of trips by each
mode for each zonal pair and are an integral link in the travel demand analysis.

The Metro travel demand model is multi-modal. Trip makers are given the option of
using seven different modes for their trips. They include walk, bicycle, drive alone, drive
with passenger, passenger, transit, and park and ride. Key factors in the choice include
the competitiveness of the modal times, the cost by mode, urban accessibility measures,
and household socio-economic characteristics (e.9., the relationship between the
number of household workers and autos in the household).
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3,7 TRAFFIC ASSIGNMENT
The traffic assignment step is used to determine the expected traffic volumes. That is,
the actual street and highway routes that will be used and the number of automobiles
that can be expected on each road segment. The preceding steps have generated the
number of trips by auto or transit that will be made between zones and the road network
linking the zones. The kips are now assigned to the road network, via a trip table, and
the results for each segment are summed up according to a decision criteria (algorithm)
that determines which route a motorist or transit rider chooses.

Vehicle trip tables are representations of a fixed portion of the total daily demand.
Applying time-of{ay factors to the total daily demand produces multi-hour tables. Thus
daily trips are converted to peak hour trips for each direction and trip purpose- The
simulated peak hour trip tables produce the number of trips that desire to travel in the
peak period. These trip demands are entered in to the EMMS2 computer modeling
software.

The EMME/2 software is used to assign the peak hour trips to the auto simulation
network. The auto assignment uses a capacity-restrained equilibrium-based path finding
algorithm. The number of trips assigned to each link is mmpared with the capacity of
the link to determine how much link travel times are reduced. Using the relationship
between volume and travel time (or speed), new link travel times are recalculated. This
iterative process continues until equilibrium is reached. ln other words, as the desired
route becomes congested, the travel time increases. At that point, other routes are
soughl as competitive alternatives. Ultimately, trips are distributed among multiple
competing routes to reach a destination.

3.8 2OOO ROADWAY NETWORK CALIBRATION
The primary measure of a model's accvacy is how closely model volumes match
observed traffic counts. One of the simplest ways to portray this correspondence is to
plot model volumes against counts in what is known as a scattergram. ln a scattergram,
counts are usually shown on the horizontal or "x'axis and model volumes on the vertical
or "y" axis. Each point then represents the observed count and model volume of a
particular street segment. ln a well-calibraled model, the points in a scattergram should
appear tightly clustered around a line running at a 4s-degree angle from the origin. ln
statistical terms, how closely the points around the line fit is known as the coefficient of
determination (R2), while the angle and position of the line may be described in terms of
slope (rise over run) and intercept. A perfectly calibrated model would have an R2 of
1.0, but as a practical matter, a model may be considered well-calibrated if its R2 is 0.90
or better, with a slope close to 1 and intercept close to zero.

For the Wilsonville model, afternoon peak-hour counts were collected on 170 directional
street segments in the spring of 2000, the model's calibration year. After a series of
minor adjustments and refinements, the scattergram between counts and model
volumes for these 170 segments showed an R2 of 0.97 with a slope of 1.02 and an
intercept of 21 . These results indicate that the model accounts for about 97 percent of
the variation in observed counts with little bias.
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3.9 POLtCtES
The City of Wilsonville shall:

Policy 3.1 Consider revising the existing land use plan and implementing
changes that respond to the capacity constraints of the future
transportation system.

Policy 3.2 Design a transportation system that accounts for adjacent land uses,
including accessibility and access management.

3.10 IMPLEMENTATION MEASURES
lmplementation Measure 3.1.a Continue to review all land use/development

proposals with regard to transportation impacts.

lmplementation Measure 3.1.b Work toward a land use plan that balances the
employment and housing markets in Wilsonville and addresses local needs
for commercial goods and services.

lmplementation Measure 3.2.a Require that a separate study of the LOS O
intersectional analysis and queuing be undertaken afler the adoption of the
TSP.
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4.1 GOALS
Goal 4.1:

Goal 4.2:

4.2 INTRODUCTION

4.2.1 NetworkAlternatives

To provide an interconnected motor vehlcle system that will safely
and efficiently provide for vehicle circulation and enhanced mobility.

To establish transportation system standards for each of the motor
vehicle, transit, marine, rail, and non-motorized systems that reflect
the proposed transportation network and adopted land uses, and
emphasize the movement of people over vehicles.

D

This chapter summarizes the road improvements necessary to meet the City's level
of service (LOS) standards and level of development projected for the next 20 years.
Road improvements were determined based on capacity needs, neighborhood
connections, and street standards. This chapter discusses two alternatives in detail.
The alternatives are:

. Alternative 'l - the Modified No-Action Transportation System is consistent with
the National Environmental Policy Act (NEPA) and the Transportation Planning
Rule (TPR). This altemative assumes the developers will take some action, but
no City funding will be used. See Section 4.3.1 for more detailed information.

. Alternative 2 - the Recommended Transportation System includes system wide
and intersection improvements, Wilsonville Road interchange improvements, and
identifies the Boeckman Road lnterchange for continued, future consideration.
See Section 4.3.3 for more detailed information.

It is important to note that the proposed improvements, along with all related maps,
figures, and tables, are provided for conceptual purposes only. The improvement
projects listed (e.9., S-1, C-6, W-3, etc.) are not necessarily the same in each
alternative, but each one always refers to the same location. Specific design issues,
including roadway alignment, and concerns regarding private property and the
environment, will be addressed later during the design of each specific road
improvement. At that point, project staff will hold public meetings with affected
property owners and other interested parties to fully address such concerns.

The Modified No-Action and the Recommended Alternatives were analyzed with the
2002 model using a 2020 base network with additional and varying road
improvements. The base model used for the 2020 base network is comprised of the
current roadway network plus transportation improvements planned and funded to be
completed by 2002. Figure 4.6a and Figure 4.6b illustrate the general proposed
land use between 2000 and 2020 assumed for modeling the action alternative?

I Chapter 4 - Motor Vehicle Facilities Page4-1
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scenarios. This figure represents the assumptions of how future land use is planned
to occur based on cunent trends.

l-SM/ilsonville Freeway Access Study
The l-SflVilsonville Freeway Access Study (FAS) was commissioned by the City of
Wilsonville and the Oregon Department of Transportation, with Metro participating in
the study process. The objective of the study was to develop basic freeway access
scenarios and evaluate if acceptable transportation performance measures, level of
service standards and safety concerns can be met within the 2o-year planning
horizon, given the future land uses envisioned by Metro and the City of Wilsonville
for the Wilsonville planning area. The FAS is incorporated into the TSP by reference
and is available from the City of Wilsonville Community Development Department.

The study concludes that there will be a future deficiency of freeway access capacity in
Wilsonville based on year 2020 PM peak forecasts. lmprovements were identified to
address this deficienry. These include an improved local street system in Wilsonville,
freeway access improvements and l-5 operational improvements. lmprovements to the
local roadway system alone are not adequate to mitigate the future 2020 intercfrange
access needs without interchange improvements. However, local improvements are
necessary with any intercfiange altemative.

The Freeway Access Study (Table 10, page 67) lists 7 critical system wide extension
poects from highest priority to lowest priority based on potential benefits to the local
street network. The Boeckman Road and Barber Street extensions along with the
Wilsonville Road widening projects would significantly enhance local roadway
circulation. The remaining roadway projects are necessary to meet future 2020
traffic demands. The necessary local improvement poects and their FAS cost
estimates are:

1. Boeckman Road extension (west to Tooze Road) - 99,500,000

2. Barber Street extension (west to Grahams Ferry Road and connecting with
Brown Road) - $6,400,000

3. Wilsonville Road widening (west to Brown Road) - $5,400,000
4. Canyon Creek Road North extension (south to Town Center Loop) - $5,700,000
5. Kinsman Road extension #1 (north to Boeckman Road) - $4,600,000

6. Kinsman Road extension #2 (south to Brown Road Extension) and #3 (north from
Boeckman Road to Day Street) - $15,000,000

7. Brown Road extension (south to Boones Ferry Road) - 95,900,000
ln evaluating two freeway access improvement altematives (an enhanced Wilsonville
Road diamond interchange and a new Boeckman Road interchange to l-5) it was found
that improvernents to the existing Wilsonville Road interchange would be necessary with
either interchange altemative. The study finds that an enhanced Wilsonville Road
diamond interchange meets future 2020 motor vehicle performan@ measures, given
model prcjections. However, after 202O the sarne model projects that the Boeckman
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Road interchange, or other access improvernents, along with l-5 mainline improvements,
is necessary to meet motor vehide performance neasures and safety mncems. lf traffic
growth varies from the rnodel poeclions before 2020, then this will trigger revisiting the
consfuction of a Boeckman interchange prior to 2020.

The FAS analysis of future freeway access needs was conducted with a wide range
of travel forecasts, assessing the sensitivity of the findings in the 2020 PM peak
period with various lravel demand assumptions. ln each case, the findings noted
above were found to be consistent in that of the required first step is Wilsonville
Road interchange enhancements. lt is clear that additional freeway access
improvements (e.9., the Boeckman lnterchange) will be required beyond 2020 and
the scope of this TSP. For planning purposes, it is important to note that the
Boeckman interchange or other freeway access alternative continue to be regarded
as a required long-term improvement in future regional capaclty studies, the RTP
update, an l-5 South Conidor Study, a 99W/l-5 Connector Study and/or a Staffordil-
205 Study.

4.3 NETWORK ALTERNAT]VES

4.3.1 2020 Alternative 1:
System

Modifi ed No-Action Transportation

4.3.1.1 Alternative 1 Network Description
The traditional No-Build alternative is used to illustrate the impact of doing
nothing beyond the cunent kansportation system and any committed
improvements. This is an alternative against which other alternatives are
compared and is, itself, not necessarily a viable alternative. This TSP modifies
the No-Build alternative by recognizing that a full build-out model representalive
of the City in 2020 per the Comprehensive Plan, Zoning Map and potential Urban
Growth Boundary expansion areas cannot occur without a minimum of new
roads, widening of existing roads, and spot mitigation of intersections.

By definition, then, the Modified No-Action alternative represents the cunent
transportation system as augmented by developer needed, funded and/or
exacted transportation projects. The Modified No-Action alternative assumes no
City participation, beyond perhaps, System Development Charge (SDC) credits.
Without specific proposals to examine, these possible credits cannot be
quantified. Thus, solely for the purposes of the Modified No-Action alternative, all
project costs are assumed to be borne by developers and only those projects or
mitigations that can possibly be required or exacted are included in the
allernative. Alternative 2 - the Recommended alternative assumes both City and
developer participation.

lf no new transportation projects are built, estimated growth in population and
employment would adversely affect the existing transportation system. The
Modified No-Action System shows where additional transportation needs are

Chapter 4 - Motor Vehicle Facilities Page4-3
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created by that growth. For full build-out to occur, a certain number of access
roads must be constructed.

Future 2020 traffic was forecast using the transportation modeling process
described in Chapter 3. The base model used for the 2020 base network is
comprised of the cunenl roadway network plus developer funded transportation
improvements and intersection mitigations necessary for development access.

Table 4.a lists the necessary access improvements that were not yet constructed
when this Transportation Systems Plan (TSP) was initiated. Figure 4.1
illustrates these improvements. The arterial and collector classifications for this
alternative, with the improvements listed in Table 4.a, are shown in Figure 4.2.
(Functional classification definitions are found in Table 4.1.)
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Reference # lmprovemenUNew Road Addition Oescription
Construct two-lane extension of Kinsman Rd. from Barber St. to railroad tracks

Construct extension of Canyon Creek Rd. N from Boeckman Rd. to Vlahos Or.

Construct two-lane extension of Brown Rd. north from Evergreen Dr. to the Barber St. alignment

Construct two-lane extension of Kinsman Rd. from Wilsonville Rd. to the south Brown Rd.
extension
Construct two-lane extension of Brown Rd. south from Wilsonville Rd. to the future south Kinsman
Rd. extension/sth St..

Construct two-lane extension of Kinsman Rd. north from Ridder Rd. to Day Rd.

Construct two-lane extension of Barber St. from 1 1oth Ave. to the future north Brown Rd. extension

Widen Elligsen Rd. to six lanes from Parkway Avenue to Parkway Center Dr and widen Parkway
Cenler Drive to five lanes from Elligsen Road to Bums Way.

Widen Wilsonville Rd. to three lanes from the railroad tracks to the west city limits

Widen Day Rd. to three lanes from Grahams Ferry Rd. to Boones Ferry Rd.

Nole: For lorecasting purposes, these are defined as developer funded projects, SDC credits may apply

c-2

c-6

c-10

c-14

c-17

c-24

c-26

w-3

w-9

w-16
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Table 4.a
2020 Alternative 1 LIst of Roadway Notwork lmprovements and New Road Additions
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Transportation

Notes:
1. All new 2lane roads assumed to be 35 mph
2 The numbers shown on the map refer to lhe roadway improvemenl projecl reference number.
3. Proiects S-1, 5-6 and S-5 are Signal lmprovement Proiects FigUfe 4.,|
4. Spot improvement projecls are found on Fiqure 4.4 continued 

2020 AltgfnatiVg 1

Modified No-Action Roadway Network
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Figure 4.2
2020 Alternative 1

Arterial and Collector Classilications
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Alternative 1 Land Use Assumptions
For Allernative 1, it was assumed that development of existing vacant parcels
over the next 20 years would be based on the assumptions described in Chapter
3 in the Land Use Section 3.4.2, and Figures 4.6a and b. lt should be noted that
Alternative 1 includes:

The prison at Day Road with high industrial development sunounding the
prison area based on the Norfh Wilsonville lndustial Area Proposed
Concept Plan developed by City of Wilsonville slaff and adopted for Urban
GroMh Boundary expansion by Meko.

Full build-out of the urban village in the Dammasch area based on
Dammasch Area Transportation-Efficient Land Use Plan prepared by Oavid
Evans and Associates in 1997.

The Argyle Square proposal for the old Burns Brothers site located south of
Elligsen Road and west of Parkway Avenue.

The Frog Pond area adopted for Urban Growth Boundary expansion by
Metro, north of Boeckman Road and west of Stafford Road.

4.3.1.3 Traffic Volume Projections
Traffic volumes for Alternative 1 are shown in Figure 4.3. They were based on
the network shown in Figure 4.1, which includes additional development funded
roads such as the Kinsman Road extension. Figure 4.3 shows the 2020 p.m.
peak-hour traffic volumes on various streets in Wilsonville. From 2000 to 2020,
traffic is poected to increase on many streets, with the most significant
increases occuning on Boones Ferry Road north of the Stafford rnterchange,
Elligsen Road, Boeckman Road, and Wilsonville Road. ln some cases, p.m.
peak-hour traffic volumes more than double from 2000 to 2020.

4.3.1.4 Spot lmprovements
The LOS standard for all intersections in the City is LOS D, with the exception of
four signalized intersections on Wilsonville Road, which are allowed to operate at
LOS E during the peak hours. These four Wilsonville Road intersections are at:
Boones Ferry Road, l-5 southbound ramps, l-5 northbound ramps, and Town
Center Loop West.

The intersections that do not meet the City's standards of LOS D can be
improved by using several methods. lmprovements can include land use
changes, transportation demand management (TDM) techniques, increased
transit service, and increased roadway capacity which could include re-
channelization of existing intersections. Channelization refers to the number and
type of lanes at each intersection. Channelization is most often shown as
painted arrows on the pavement at an inlersection.

Capacity improvements may involve building new streets or widening existing
ones. Channelization improvements may involve the separation or regulation of

4.3.1.2

t

?
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conflicting traflic movements into definite paths of travel by the use of traffic
islands or pavement marking to facilitate the safe and orderly movements of both
vehicles and pedestrians. One example of channelization is the addition of a left-
turn storage lane where vehicles are able to wait wilhout obstructing the through-
lanes. As TDM, transit, and land use are incorporated into the transportation
model and plan, fewer capacity improvements are required.

Each intersection was analyzed to determine what capacity improvements would
be required to satisfy the City's standard. Closely spaced signalized
intersections were analyzed as a network. Table 4.b describes the proposed
capacity and spot improvements included in the 2020 Modified No-Action
Alternative 1. lt also lists the intersection improvements that will be included with
the construction of a capacity and/or widening project. Figure 4.4 illustrates both
types of proposed intersection improvements.

Most of the spot improvements required to bring intersection operations up to
City standard simply consisted of signalizing the intersection, or adding exclusive
turn lanes. Some intersections, however, could nol be improved to meet the City
standard without major improvements. Specifically, the Wilsonville Road/l-5
interchange will operate at LOS F in 2020 unless major street widening,
interchange improvements, or alternate routes are constructed (assuming
capacity-only improvements), This is due to the major increase in trafiic that is
proiected to occur at this location in the future and the geometric constraints
present in this highly commercial area.
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Fig 4.3
P.M. Peak-Hour Traffic Volumes for

2020 Alternative I and 2000 Existing Conditiong
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Table 4.b
2020 Alternative 1 lntersection Spot lmprovements

Reference
Number of.. and...

lntersection lntersection
Type Before
lmprovement Proposed lmprovement

s-1"

s-2b

s-4'
s-5b

s-6 '

s-8"

s-9 b

s-10b

s-1 1b

Grahams Ferry Road

SW 65th Avenue

Town Center Loop E

Parkway Avenue

Boones Ferry Road

Day Road

Stafford Road

Vlahos Drive

Town Center Loop

Day Road

Wilsonville Road

Grahams Ferry Road

Elligsen Road

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Signalized

Unsignalized

Signalized

Signalized

Unsignalized

Unsignalized

Unsignalized

Signalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Brown Road

SW Tooze Road

l-5 SB Ramp

lnstall signal and add NB righlturn lane.
Part of project W- 16. (Completed)

lnstall signal and add EB leflturn lane
and SB right-turn lane.

lnstall signal. Part of project C-6.

lnstall signal.

lnstall signal and add NB through-pocket
from 95th Ave. Part of project W-16.
(Completed)

Add SB left.turn lane, WB right-turn lane,
and NB right-lurn lane, and improve
signal phasing. Part of project W-9.

lnstall signal and add SB left-turn lane.

Convert SB leftthrough to a leflthrough-
right.

Add NB right-turn lane to create NB dual
rights, add NB left{urn lane, add SB left
turn pocket, and add EB through pocket
with receiving drop lane on WB leg.
lmprove signal phasing.

lnstall signal. Add SB right-turn lane,
make SB right a Free Right. Part of
project C-26.

lnstall signal. Part of project C-6.

lnstall signal. Part of Project C-2

Add SB and NB exclusive right-turn
lanes. lmprove signal phasing. Part of
capacity project C-14.

lnstall signal.

lnstall signal at new intersection. Part of
project C-24.

lnstall signal.

lnstalt signal.

Elligsen Road/Boones
Ferry Road

g5th Avenue

s-12 a

s-13 "

s-1 5"

s-l6 "

s-17 b

s-l8 "

s-19 b

s-2ob

'l 1oth Avenue

Boeckman Road

Barber Slreet

Kinsman Road

Boeckman Road

Kinsman Road
Extension

Miley Road

Miley Road

Barber Street
Extension

Canyon Creek Rd N
Kinsman Road
Extension

Wilsonville Road

9sth Avenue

Ridder Road

l-5 SB Ramps

l-5 NB Ramp

IJune 2, 2003 Proof Draft2003 Transportation Systems Plan
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SB = Southbound: NB = northbound; WB = westbound: EB = eastbound
this intersection improvement is a change that is part of the indicated widening or capacity project.
bThis spot improvement is an additional change required at an intersection to meet the City's Level of Service standard.

Note: Prdecls above are given in Figure 4.4 and 4.4 continued, and described in Table 4.d and 4.p, 4.q or 4.r. They are included here for
consistency.
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Reference
Number of...

Table 4.b (continued)
2020 Alternative 1 lntersection Spot lmprovements

lntersection lntersection
Type Before
lmprovementand... Proposed lmprovement

s-21 b

s-22b
s-24 b

s-25"

s-26 b

s-27 ^

s-28 b

s-29 b

s-31 b

s-32 b

Boeckman Road Boberg Avenue lnstall signal, add EB and NB right
turn pockets.
Install signal.
lnstall signal.
Add SB lefl-turn lane. Add WB left-
turn lane. Part of Project C-2.
Add SB right-turn lane.
Add NB left-turn lane, EB through
pocket, and receiving lane on east
leg. Part of widening project W-3.
Add EB and SB rightturn lanes.

Change left-through to left only.

Add NB rightturn and left{urn lanes.
Add WB left-turn lane, EB right-turn
lane, and SB lefl{urn lane, and widen
SB on-ramp to two lanes.
Add WB left{urn lane to create dual
lefls with exlra receiving lane on SB
leg, and add NB right-turn lane.
lmprove signal phasing.
lnstall signal and add EB righlturn
lane.
lnstall signal.
lnstall signal.
lnstall signal and add NB left-turn
pocket. Part of project C-'10.
All-way-stop-conlrol. Part of projects
C-14 and C-17 .

lnstall signal.
lnstall signal.
lnstall signal. Non-capacity
improvement at High School, when
warranted

S-33 b Wilsonville Road Boones Ferry Road Signalized

95th Avenue
Boeckman Road
Boeckman Road
Extension
Ridder Road

Elligsen Road

Parkway Avenue

Wilsonville Road

Wilsonville Road

Wilsonville Road

Airport Road

SW 65th Avenue
Kinsman Rd. ext.

Brown Road

Brown Road
Extension
Grahams Ferry Road
Wilsonville Road

Commerce Circle
Boones Ferry Ramp
Kinsman Road
Extension
95th Avenue

Parkway Center
Drive

Boeckman Road
Town Center Loop

l-5 NB Ramps

l-5 SB Ramps

Miley Road

Elligsen Road
Day Rd.

Evergreen Drive

Kinsman Road
Extension/5th Street
Clutter Road
Boeckman Rd

Unsignalized

Unsignalized
Unsignalized

Unsignalized

Signalized

Signalized

Signalized

Signalized

Signalized

Signalized

Unsignalized

Unsignalized
Unsignalized

Unsignalized

Unsignalized

Unsignalized
Unsignalized

s-34 b

s-35 b

s-36

s-37 "

s-39 "

s-40 b

s-41 b

S-42 Wilsonville Road Meadow Loop Unsignalized

SB = Soulhbound: NB = northbound;WB = westbound; EB = eastbound
lhis intersection improvement is a change thai is part of lhe indicated widening or capacjty project.ulhrs spot mprovement rs an adddrcnai change required at an interseclaon to meel the City's Level of Service standard.
Note: Projocts above are given in Figure 4.4 and 4.4 continued, and desc.ibed in Table 4.d and 4.p. 4.q or 4.r. They are included here for

consistency.
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Figure 4.4 (continued)
2020 Alternative 1
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lntersection Delay and Level of Seryice
A LOS analysis was conducted to determine the future operations of the
Alternative 1 network. The network includes lhe 2020 base network, committed
street improvements, and development-funded access roads and intersection
mitigations that are assumed to be in place by 2020. Steps were taken to ensure
that each study intersection was given the proper traffic control treatment, i.e.,
whether or not it will be signalized in 2020. lt was assumed that currently
signalized intersections would remain signalized. Turning movement volumes at
new intersections and currently unsignalized intersections were examined to
determine whether signal warrants (criteria) will be met as outlined in lhe Manual
on Uniform Traffic Control Devlces (MUTCD). lf volumes wanant a signal, it was
assumed that the intersection would be signalized. Otheruvise, it was assumed
that the intersection would remain unsignalized.
Table 4.c presents an overall summary of the LOS for the 52 intersections
analyzed. Three of the 50 intersections analyzed are projected to still be below
City standard with all the improvements in place. While the increase in the
number of intersections approaching substandard conditions is significant, the
increase in substandard intersections, as compared to existing conditions, has
remained relatively small.
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Table 4.c
2020 Modified No-Action Alternative 1

Number of lntersections at Each Level of Service

Network

2000 Existing Conditions
2020 Alternative 1 with

lmprovements
LOS Signalized Unsignalized Signalized Unsignalized

A
B
(-
D
E

F
Total 1

3

3

6
2

1

0
5 1

2
7
6
0
0
0
5

5
12
t)

I
1a

2
34 1

2
7

4
2

0
,|

6
Below Standard 1 0 2 1

aThis intersection is on Wilsonville Road within the area allowed to operate at LOS E and still meet lhe City LOS
standard

Chapter 4 - Motor Vehicle Facilities Page 4 - 14 I

Figure 4.5 shows the LOS that Wilsonville drivers could experience in 2020 at
select intersections based on the Alternative 1 network with improvements.
Table 4.d provides a detailed summary of the LOS analysis by intersection for
the 52 intersections analyzed in the 2020 Alternative 1. lt also includes the 2000
existing conditions LOS for 30 of the study intersections.
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Table 4.d ---l
2020 Alternative 1 P.M. Peak-Hour lntersection Level of Service Summary with lmprovements-

lntersection Existing Conditions 2020 Alternative 1

Delay3
(sec/veh)and...of

Barber Street Ext.

Barber Street

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boones Ferry Road

Boones Ferry Road

Brown Road

Brown Road Ext.

Day Road

Day Road

Day Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Rd/Boones Ferry Rd

Grahams Ferry Road

Grahams Ferry Road

Grahams Ferry Road

Kinsman Road Ext.

11Oth Avenue
Kinsman Road Ext.

Canyon Creek Road S

Canyon Creek Road N

Parkway Avenue

Boberg Road

95th Avenue

Kinsman Road Ext.

5th Street

Barber Street

Evergreen Drive

Kinsman Road Ext./5th St

Boones Ferry Road

Kinsman Road Ext.

Grahams Ferry Road

SW 65t Avenue

Canyon Creek Road N

Parkway Center Drive

l-5 NB Ramp

l-5 SB Ramp

95th Avenue

Clutter Road

SW Tooze Road

Bell Road

Ridder Road

nta4

nla
nla
c
B

nla

nla
nla

nla
nla

nla
nla

B

A
D

A

nla
B

nla

nla

nla
nla
nla

19.1

19.3

nla
18.2

nla
nla
8.6

nla
nla
nla
nla

16.1

13.5

7.7

54.6

4.1

9.1

20.1

nla

1'l .2

nla

nla

Signal
AWSC

TWSC

Signal

Signal

Signal

Signal
TWSC

TWSC
TWSC
AWSC

TWSC

Signal
TWSC

Signal

Signal

Signal

Signal

Signal

Signal

Signal
TWSC

Signal

AWSC

Signal

(.

B

B

C

A

B

B

B

B

C

D

D

B

B

B

B

B

A

26.4

14.6

18.2

13.8

34.0

25.1

26.8

9.4

14.6

10.5

24.1

11 .8

14.8

22.4 (
37 .4

44.5

9.5

33.0

9.2

10.4

19.8

15.3

19.8

11.0

7.2
I
2

3

AWSC = All-way stop controlled intersection, TWSC = Two-way stop controlled interseclion, Signal = Signalized intersection
LOS is level of service; a concept based on the 1997 Highway Capacity Manual for unsignalized and signalized intersections.
Control delay, measured in seconds per vehicle, is a measure of all the delay contributable to traffic control measures, such as haflic signals or stop

signs. At signalized intersections, the delay reported is the average of all the control delay experienc€d for all the movemenls. At unsignalized
intersections, lhe reported delay is lor only one movemenl, lhe movement experiencing the worst control delay, which is typically one of he stop-
controlled side street approaches. The control delay reported at unsignalized intersections is not a valid indication of the operations at the entire
intersection
4nla 

= not applicable. Existing volumes were not available. Future volumes were extt-apolated based on available data. a5ECL 
= Exceeds Calculable Limits. t
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Delav3
Typ"1 Los2 lsectvlnl Typ"1 Losz

nla
nla
nla

TWSC

Signal

nla
TWSC

nla
nla

TWSC

nla
nla
nla
nla

TWSC

TWSC

Signal

Signal

Signal

Signal

Signal

nla

TWSC

nla

nla
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T

T

T

I
T

T

T

I
T

T

T

t
I

)
lntersection 2020 Alternative 1Existing Conditions

Delav3
Typel toS2 lseclvenl

LOS
2

Delay3
(sec/veh)and... Typ"1

Memorial Orive

Miley Road

Miley Road

Miley Road

Miley Road

Stafford Road

Town Center Loop W

Town Cenler Loop E

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

.Wilsonville Road

ivttsonvitle Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

95th Avenue

95th Avenue

95th Avenue

Parkway Avenue

l-5 SB Ramps

l-5 NB Ramps

Airport Road

French Pralrie Drive W

SW 65th Avenue

Parkway Avenue

Vlahos Drive

Bell Road

Brown Road

Kinsman Road

Boones Ferry Road

l-5 SB Ramp

l-5 NB Ramp

Parkway Avenue

Town Center Loop W

Rebekah Street

Town Center Loop E

Meadows Parkway

Meadows Loop N

Boeckman Road

Ridder Road

N Commerce Circle

S Commerce Circle

nla

nla

nla

TWSC

TWSC

TWSC

AWSC

TWSC

nla

Signal

Signal

Signal

Signal

Signal

TWSC

Signal

Signal

Signal

nla

TWSC

AWSC

nla

nla

nla

nla

nla

nla

I
B

E

B

B

nla

D

B

c
C

B

nla

C

nla

nla

nla

nla

nla

nla

11.5

10.3

37 .1

11.5

11.5

nla

46.0

11.5

29.7

32.3

21 .3

16.0

26.5

23.4

19.5

nla

8.1

15.6

nla

nla

nla

TWSC

Signal
TWSC

Signal

TWSC

Signal

Signal

Signal

TWSC

Signal

Signal

Signal

Signal

Signal

TWSC

Signal

Signal

Signal

Signal

TWSC
Signal

Signal

Signal

Signal

A

B

D

B

F

B

B

B

B

D

o
E

D

F

D

c
B

D

B

D

F

A

8.9

14.4

33.2

1 5.9

126.2

18.8

1 5.3

12.7

14.8

44.O

47 .6

67.5

43.5

113.2

17 .9

47 .9

34.5

35.5

9.4

31.5
'18.0

36.6

ECLS

8.8
TAWSC 

= All-way stop controlled intersection, TWSC = TwGway stop conlrolled interseclion. Signal = Signalized intersection
2LOS is level of seMc€; a concepl based on fhe 1997 Highway Capacity Manual for unsignalized and signalized antersections.
3Control delay, measured in seconds per vehicle, is a measure of all lhe delay contributable lo traffic control measures, such as farfic signals or stop
signs. At signalized intorsections. the delay roporled is the average of all th€ control delay experienced for all the movemenls. At unsignalized
inlersectioas, the reported delay is for only one movemenl, the movemenl oxp€riencing the worst control delay, which is typic€lly one of the stop-
controlled side street approaches. The control delay reported at unsignalized inl€rseclions is nol a valid indication of the operations at the entjae
inteEection.
anla 

= not applicable. Existing volumes were nol available. Future volumes were extrapolated based on available data.
5ECL 

= Exceeds Calculable Limits.)
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Table 4.d (continued)
2020 Alternative 1 P.M, Peak-Hour lntersection Level of Service Summary with lmprovements

of...
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4.3.1.6 Estimated Cost for 2020 Alternative 1

Table 4.e provides planning-level cost estimates for these capacity related and
spot improvements mentioned previously. The total planning-level cost for
Alternative 1 is projected to be $41 .9 million.
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Project
No.

Table 4.e
2020 Alternative 1 Cost Estimates

Description
Estimated Cost

(in Millions)

c-2

c-6

c-10

c-14

c-17

c-24

c-26

s-1

s-2

s-4

s-5

J-O

s-8

s-9

s-10

s-11

s-12

s-13

s-15

s- 16

s-17

s-18

s-'l 9

$6.8

$3.8

$1.1

s3.1

$4.5

$4.6

$1.4

Part of W-16

S0.1

Part of C{
$0.3

Part of W-16

Part of W-9

$0.4

$0.1

$1.1

Part of C-26

Part of C-6

Part of C-2

Part of C-14

$0.4

Pad ol C-24

$0.3

Kinsman Road extension from Barber Street to railroad tracks

Canyon Creek Road N extension from Boeckman Road to Vlahos Drive

Brown Road extension to Barber Street extension

Kinsman Road extension to sth Street

sth Street extension to Wilsonville Road

Kinsman Road extension from Ridder Road to Day Road

Barber Street extension to Brown Road extension

lntersection of Grahams Ferry Road and Day Road

lntersection of SW 65th Avenue and Stafford Road

lnlersection of Vlahos Drive and Town Center Loop E

lntersection of Town Center Loop and Parkway Avenue

lntersection of Boones Ferry Road and Day Road

lntersection of Brown Road and Wilsonville Road

lntersection of Grahams Ferry Road and SW Tooze Road

lntersection of Elligsen Road and l-5 Southbound Ramp

lntersection of 95th Avenue, Boones Ferry Road, and Elligsen Rd

lntersection of I 1oth Avenue and Barber Street extension

lntersection of Boeckman Road and Canyon Creek Road N

lntersection of Kinsman Road and Barber Street

lntersection of Kinsman Road and Wilsonville Road

lntersection of 9sth Avenue and Boeckman Road

lntersection of Kinsman Road extension and Ridder Road

lnlersection of l-5 Southbound Ramp and Miley Road

Note: For forecasling purpooes, all th€se are defined as developer funded proiects. SDC credits may apply

TChapter 4 - Motor Vehicle Facilities
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Table 4.e (continued)
2020 Alternative I Cost Estimates

Description
Estimated Cost

(in Millions)
s-20

s-21

s-22

s-24

s-25

s-26

s-27

s-28

s-29

s-31

s-32

s-33

s-34

s-35

s-36

s-37

s-39

s-40

s-41

s-42

w-3

w-9

w-'t6

$0.3

$0.4

$0.3

$0.3

Pan ol C-2

$0.2

Part of W-3

$1.3

$0.8

$0.4

$0.9

$0.7

$0.3

$0.3

Parl ol C-24

Part of C-10

Part of C-17

$0.3

$0.3

Tbd

$1.7

$5.4

Complete

s41.9

TM = to be determined

N tg: For folec€sling purposes, all thes€ are defned as developer funded projects. SDC credits may appty

I Chapter 4 - Motor Vehicle Facilities Page 4 - 19

Project
No.

lntersection of l-5 Northbound Ramp and Miley Road

lntersection of Boberg Avenue and Boeckman Road

lnlsrsection of 95th Avenue and Commerce Circle N

lntersection of Boones Ferry Road Ramp and Boeckman Road

lntersection of Kinsman Road exlension and Boeckman Road

lntersection of 95th Avenue and Ridder Road

lntersection of Parkway Center Drive and Elligsen Road

lntersection of Parkway Avenue and Boeckman Road

lntersection of Town Center Loop W and Wilsonville Road

lntersection of l-5 Northbound Ramp and Wilsonville Road

lnterseclion of l-5 Southbound Ramp and Wilsonville Road

lntersection of Boones Ferry Road and Wilsonville Road

lntersection of Airporl Road and Miley Road

lntersection of SW 65th Avenue and Elligsen Road

lntersection of Kinsman Road extension and Day Road

lntersection of Brown Road and Evergreen Drive

lntersection of Kinsman Road extension and Brown Road extension/sth Street

lnterseclion of Grahams Ferry Road and Clutter Road

lntersection of Wilsonville Road and Boeckman Road

lntersection of Wilsonville Road and Meadow Loop (High School)

Widen Elligsen Road from Parkway Ave. to Parkway Center Drive and widen
Parkway Center Drive to five lanes from Elligsen Road to Burns Way.

Widen Wilsonville Road from Kinsman Road to Oak Leaf Loop (Phase 3)

Widen Day Road from Grahams Ferry Road to Boones Ferry Road

TOTAL
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4.3.2 Development of Action Alternatives
Alternative t has many deficiencies and does not address all of the issues
concerning Wilsonville's traffic flow. Traffic volumes at the l-5 interchanges are
predicted to be high, creating more delay and environmental impacts such as
reduced air quality. Access to Dammasch would remain limited. Transit, bicycles,
and pedestrians would all be affected by increased congestion and limited access
opportunities. The LOS for all modes would decline. Safety would decrease due to
greater congestion and longer trip lengths, which could lead to more accidents.
Overall, Alternative t has the lowest capital facilities cost, but has a high social cost
in terms of delay, safety, and aesthetics.

Alternative 1 fails to implement the 2000 Metro Regional Transportation Plan (RTP)
as well as the planning efforts of Wilsonville and other surrounding cities and
counties. Alternative I is incompatible with the 1991 TMP, the 1993 Bicycle and
Pedestian Plan,lhe 1994 Parks and Recreation Plan and lhe Dammasch Area
Transpodation-Efficient Land Use Plan (DATELUP) prepared by David Evans and
Associates in 1997.

Additionally, many of the improvements for Alternative 1 summarized in Tables 4.a
and 4.b, and shown in Figure 4.4 may be avoided if other capacity improvements
are considered that would actually shift traffic to less congested areas. As a general
rule, spot improvements should be coordinated with regional or corridor-type
improvements that can solve more problems than just the spot improvements alone.
These capacity solutions include new roads, connecting existing streets, and
constructing bypasses.

A number of alternatives were developed in the 2000 TSP transportation model
(refer to Chapter 3 for a discussion of the 1998 and 2002 TSP transportation model
scenarios) in an effort to provide remedies to Alternative 1's deficiencies and to
incorporate additional capacity solutions. ln addition to incorporating new capacity
links and improvements, projected land uses at some locations were changed to test
the effect of different land use designations on traffic patterns. Modifying land uses
in the model did not result in any significant change in traffic patterns. Table 4.f
provides a full description of the land use and road network assumed for each 2000
model action altemative. Action alternatives were developed in the 2002 model to
test the validity of the 2000 model assumptions and alternatives. ln general, the
assumptions of and the alternatives generated in the 2000 model were validated.
Thus, the 2002 model did not duplicate all of the scenarios contained in Table 4.f.

An assumption of the 2000 model was that the recently (1998) rebuilt Wilsonville
Road interchange had all of lhe possible capacity improvements completed, short of
razing the Town Center and west-side business district to accommodate a new
interchange. A key finding of the FAS, utilizing the 2002 model, is that the existing
Wilsonville road interchange can be further enhanced based on improved ramp and
roadway designs which include wider ramps, more turn lanes and widening
Wilsonville Road to eight lanes under the l-5 over crossing. The FAS concludes that
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. Though a Boeckman interchange can provide adequate additional freeway
capacity, improvements must also be made to the Wilsonville Road interchange.

. The Dammasch area build-out can be accommodated in the TSP planning
horizon with the Wilsonville Road interchange enhancements.

. A Boeckman interchange, or other access improvements, will be needed after
2020, or sooner if modeling projections prove unreliable.

Based on this new information, an altemative incorporating the FAS findings into the
TSP was developed. This altemative includes system wide improvements and an
enhanced Wilsonville Road interchange. The necessity for a future Boeckman Road
interchange or other access improvement is acknowledged. This is the
recommended transportation system.

T Chapter 4 - Motor Vehicle Facilities Page 4 - 21
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Scenario Name

1 2000 Base Case with Existing Roadways

31 2020 Modilied No-Action (Altemative 'l )

34 2008 Modifled No-Action

4 2020 Low Land Use with Boeckman

4A 2020 with Boeckman lnterchange

48 2020 with Boeckman lnterchange and No
Barber Street Extension

4C 2020 with Boeckman lnterchange and No
Boeckman Road Extension

5 2020 r.vith Boeckman and l-5 lmprovements

6 2020 with Boeckman lnterchange and New l-5
Crossings

Table 4.f
Land Use and Network Assumptions by Scenario

Land Use Description Network Description

Existing conditions

This land use assumption has been
projected by the City to include the Prison
at the Oay Road Site. Full industrial
development surrounding prison area.
Build-out of Dammasch.

Same as Scenario 3

Same as Scenario 3

Same as Scenario 3, except no industrial
development surrounding prison area.

Same as Scenario 3, except with moderate
(approximately half) industdal development
surrounding prison area.

Sam€ as Scenario 4A

Existing conditions

Existing conditions plus committed road improvements, widening Oay Road,
widening portions of Elligsen Road and Parkway Avenue. Additional 2-lane
development-funded access mads will also be constructed, such as portions ot
Kinsman Road extension, Canyon Creek Road extension, Freeman Drive
extension, Brown Road extension, and Barber Street extension.

Existing Conditions plus committed road improvements included in short-range
plan and developer-funded access roads that will be constructed. This Scenario
includes the Boeckman Road extension to 11oth Avenue.

Same as Scenario 3 including the full extension of Kinsman Road, Boeckman
Road, and widening Wilsonville Road from the west city limits to the railroad
tracks. A portion of the Barber Street extension will not be constructed in this
Scenario.

Same as Scenario 3 plus some additional roadway improvements, such as
widening portions oI Boeckman Road, Boones Ferry Road Ramp, Miley Road, 5ih
Street, and Bown Road, including the Barber Street extension, the Boeckman
Road extension, and the Boeckman Road interchange.

Same as Scenario 4

Same as Scenario 4 except no Barber Street extension

Same as Scenario 44 Same as Scenario 4 except no Boeckman Road extension from Kinsman Road to
'l 'loth Avenue.

Same as Scenario 4 plus l-5 widening north of the Willamette River.

Same as Scenario 4 plus an extension of Barber Street crossing l-5 and an
extension of sth Street crossing l-5.

Same as Scenario 3

Same as Scenario 3

!This is the alternative d@umented in this Transporlation Syst€ms Plan

I c -.fltortf$leES'"tr r r r IIIII J,"1{- I

38 2020 No-Action
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Scenario Name

6A 2020 with Boeckman lnterchange and 5th
Street Under-crossing

68 2020 with Boeckman lnterchange, No l-5
Crossings, and No Brown Road/sth Street
Extension

6C 2020 with Boeckman lnterchange, and
Brown Rd/sth St. Extension and crossing of l-5

7A

2020 without Boeckman

2020 without Boeckman and No Barber Street
Extension

2020 without Boeckman and No Boeckman
Extsnsion

2020 without Boeckman lnterchange and No
0ammasch build-out

2020 without Boeckman and with New l-5
Crossings

8

8A 2020 without Boeckman and with New sth
Street l-5 crossing

Same as Scenario 3

Same as Scenario 3, with no Dammasch
build-out; it is proposed to be Iarmland.

Same as Scenario 3, except changing
some commercial property on currently
vacant land to residential property,
especially south of Boeckman Road.

Same as Scenario 8

Same as Scenario 6 except Barber Street will not cross l-5

Same as Scenario 6 except no roadway improvement on 5th Avenue and Brown
Road, plus no Barber Street extension.

Same as Scenario 6 plus Town Center Loop extension and Kinsman Road full
extension. Also, Barber Street will not cross over l-5 and connect to Brown Road
and Boones Ferry Ramp Road will not be moved or widened.

Same as Scenario 4 without the Boeckman Road lnterchange.

Same as Scenario 7 without the Barber Street extension.

Same as Scenario 7 without the full extension of sither Barber Street or Kinsman
Road.

Same as Scenario 7 plus extending Barber Street to cross l-5 and extending sth
Street to cross l-5.

Same as Scenario 8 except Barber Street will not cross l-5

Same as Scenario 3

Same as Scenario 3

Same as Scenario 3

7 Same as Scenario 3

Same as Scenario 3

B

c

7

7

8B 2020 without Boeckman, No New l-5 Crossings, Same as Scenario 8
and No Brown Streeusth Street Extension

Same as Scenario I except no roadway improvement on sth Street and Brown
Road will not extend south to sth Street.

Chapter 4 - Motor Vehicle Facilities Page 4 - 23

Table 4.f (continued)
Land Use and Network Assumptions by Scenario

Land Use Description Network Description

Same as Scenario 7 except Boeckman Road will not be extended.
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Figure 4.6a
City of Wilsonville Comprehensive Plan Map
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Figure 4.6b
City of Wilsonville Zone Map
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4.3.3 2020 Alternative 2: Recommended Transportation System

4.3.3.1 Alternative 2 Network Description
The 2020 Alternative 2: Recommended Transportation System was developed
upon completion of the FAS and with the recognition that a Boeckman Road
interchange may not be constructed within the next 20 years. The purpose of the
Recommended System is to rectify the deficiencies of Alternative 1. To that end,
the FAS's conclusions (for drscussion of conclusions see Sections 4.2.2 and
4.3.2) were analyzed and incorporated into the work previously completed by the
ATPC on the TSP. With the help and guidance of the City of Wilsonville Planning
Commission, appropriate proposed transportation improvements to the existing
road network were molded into a recommended transportation solution for the
City of Wilsonville.

The recommended Transportation System starts with the same road network
proposed in Alternative I . With additional road widening, capacity projects,
intersection improvemenls, and incorporating FAS proposals, such as enhancing
the Wilsonville Road interchange, the deficiencies of Alternative 1 can be
corrected within the TSP planning horizon. Table 4.9 describes improvements
made to the roadway network for Alternative 2 and Figure 4.7 illustrates these
improvements. Figure 4.8 illustrates the arterial classifications for this alternative
with the capacity improvements listed in Table 4.9

4.3.3.2 Alternative 2 Land Use Assumptions
The land use assumptions for this alternative are the same as Alternative 1. For
Alternative 2, as it was for Alternative 1, it was assumed that development of
existing vacant parcels over the next 20 years would be based on the
assumptions described in Chapter 3 in the Land Use Section 3.4.2. lt should be
noted that Alternative 2 includes.

The prison at Day Road and the associated high industrial development
surrounding the prison area based on the North Wilsonville lndustrial Area
Proposed Concept Plan developed by City of Wilsonville staff and adopted for
lhe 2002 Urban Growth Boundary expansion by Metro.

Full build-out of the urban village in the Dammasch area based on
Dammasch Area Transportation-Efficient Land Use Plan prepared by David
Evans and Associates in 1 997.

The Argyle Square proposal for the old Burns Brothers site located south of
Elligsen Road and west of Parkway Avenue.

The Frog Pond area adopted for the 2002 Urban Growth Boundary expansion
by Metro, north of Boeckman Road and west of Stafford Road.
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c-2

U-t)

c-9

c-10

c-14

c-17

2003 Transportation Systems Plan

Construct two-lane extension of Kinsman Road from Barber Street to railroad tracks

Construct extension of Canyon Creek Road N from Boeckman Road to Vlahos Drive

Construct two-lane extension of Kinsman Road from railroad tracks to Ridder Road

Extension of Boeckman Road from the future Kinsman Road extension to'1 1oth Avenue

Construct two-lane extension of Brown Road north from Evergreen Drive to the Barber Street alignment

Construct two-lane extension of Kinsman Road from Wilsonville Road to the south Brown Road extension

Construct two-lane extension of Brown Road south from Wilsonville Road to the future south Kinsman
Road extension/Sth Street

Construct two-lane extension of Kinsman Road north from Ridder Road to Day Road

Construct two-lane extension of Barber Street to north Brown Road

Construct two-lane extension of Barber Street from 1 1oth Avenue to the future north Brown Road ext.

Construct two-lane extension of Rogue Lane from Memorial Drive to Holly Lane

Wilsonville Road lnterchange Enhancements.

Widen Boones Ferry Road from 95th Avenue to Day Road to five lanes

Widen Elligsen Road to six lanes from Parkway Ave. to Parkway Center Drive and Parkway Center Drive
to five lanes from Elligsen Road to Burns Way

Widen Boeckman Road (includes bridge rebuild) to five lanes from Parkway Avenue to 95th Avenue

Widen Boeckman Road from Canyon Creek Road N to Wilsonville Road

Widen Wilsonville Road to three lanes from the railroad tracks to the west city limits

Widen Miley Road to four lanes from l-5 SB Ramps to French Prairie Drive W

Widen Brown Road to three lanes from Wilsonville Road to Evergreen Drive

Widen sth Street from Brown Road extension to Nutting Road

Boeckman Road extension from 9sth Avenue to the future Kinsman Road extension

Widen Parkway Avenue from lnFocus improvements to Parkway Cenler Drlve

Widen Day Road to three lanes from Grahams Ferry Road to Boones Ferry Road

Widen Tooze Road from I 1Oih to Grahams Ferry Road

c-24

c-25

c-26

c-27

c-30

w-2

w-3

w-4f

w-9

w-11

w-12

w-'13

W-14a

w-15

w-'16

w-20

I
?

Table 4.9
2020 Alternative 2 List of Roadway Network lmprovements and New Road Additions

lm rovemenUNew Road Addition Descri ton
Reference
Number
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Figure 4.8
2020 Alternative 2 Arterial and Collector Classifications

(adopted by City Council June 2,2003)
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4.3.3.3 Traffic Volume Projections
Figure 4.9 shows the p.m. peak-hour traffic volumes on various streets in
Wilsonville for the 2020 Alternatives 1 and 2. On most analyzed roadways, traffic
volumes decreased when comparing the Recommended Alternative to the 2020
Alternative 1, although there were some roadways where volumes increased
significantly (see Section 4.3.3.7). The most noticeable reductions in traffic
volumes occurred along Wilsonville Road between Boones Ferry Road and Town
Center Loop E, on Brown Road, and on Barber Street. The reduction of traffic on
Wilsonville Road, Brown Road and Barber Street can be attributed to the
enhanced Wilsonville Road interchange, Boeckman Road extension and the
Barber Street extension.

4.3.3.4 Spot lmprovements
Table 4.h describes the proposed spot improvements included in Alternative 2.
Spot improvements (e.9., S-x poects) are improvements ihal need to be made
in addition to the capacity and widening projects that were assumed for the base
network to meet City standards for LOS. Table 4.h also lists the intersection
improvements that will happen as a direct result of the construction of a capacity
and/orwidening project. Figure 4.10 illustrates both types of these proposed
intersection improvements.

Most of these improvements simply consist of signalizing the intersection or
adding exclusive turn lanes. Some intersections, however, could nof be
improved to City standard or better without major improvements or because of
limited righlof-way. Compared to Alternative 1 , this alternative requires fewer
spot improvements to achieve the required City LOS standard.
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Reference
Number

Table 4.h
2020 Alternative 2 lntersection Spot lmprovements

lntersection lntersection
Typo Before
lmprovementand. Proposed lmprovement

i-/

s-g a

s-9b

s-10

Grahams Ferry Road

SW 65th Avenue

Town Center Loop E
Parkway Avenue

Boones Ferry Road

Boeckman Road

Wilsonville Road

Grahams Ferry Rd
Elligsen Road

Day Road

Stafford Road

Vlahos Drive
Town Center Loop

Day Road

11oth Avenue/SW
Tooze Road

Brown Road

Tooze Rd

l-5 SB Ramp

95th Avenue

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Signalized

Unsignalized

Signalized

Unsignalized

Unsignalized

Unsignalized

Signalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

s-1 1b
Elligsen Road/Boones
Ferry Road

lnstall signal. Part of project W-16.

hstall signal and add EB left- and SB
rightturn lanes.

lnstall signal. Part of project C-6.

lnstall signal and add NB left{urn lane.

lnstall signal and add NB through lane.
Part of project W-16.
lnstall signal and add EB and NB right-
turn lanes. Part of project C-9.
Part of project W-9.
lnstall signal.
Area of Special Concern

Add NB right-turn lane to create NB
dual rights. Add EB through pocket and
SB leflturn lane. lmprove signal
phasing. Area of Special Concern.
lnstall signal and add EB left-turn lane
and SB righl-turn lane. Make SB right-
turn a free right with channelized
median. Part of project C-26.
lnstall signal. Part of project C-6.

Add NB lefl-turn lane. Part of project C-
2.

Add WB right-turn lane. Part of projects
W-9 and C-14.
lnstall signal. Part of project W-14a.
lnstall signal at new inlerseclion. Part
of project C-24.
lnstall signal. Part of project W-11.

hstall signal. Part of project W-'11.

lnstall signal, add NB righlturn lane.
Part of project W-4.
Area of Special Concern.
lnstall signal. Part of proJect W-4.

S-12" 1 1oth Avenue Barber Street
Extension

Canyon Creek Road N

Barber Street

Wilsonville Road

95th Avenue

Ridder Road

l-5 SB Ramps
l-5 NB Ramps

Boberg Avenue

Commerce Circle North
Boones Ferry Ramp

s-13 a

s-15 a

s-16 "

s-17 "

s-l9 a

s-19 e

s-20 a

s-21 '
s-22

s-24 "

Boeckman Road

Kinsman Road Ext.

Kinsman Road

Boeckman Road

Kinsman Road Ext.

Miley Road
Miley Road

Boeckman Road

gSih Avenue

Boeckman Road

SB = Southbound; NB = northbound; WB : westbound: EB = eastbound
aThis intersection improvement is a change that is part of the indicated wden
\his spot improvement is an additional change required at an inteEecton to

in9 or capacity project
meet the City's Level of SeNice standard

I
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s-5 b
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Reference
Number of

Table 4.h (continued)
2020 Alternative 2 lntersection Spot lmprovements

lntersection lntersection
Type Before
lmprovementa n d... Proposed lmprovement

S-254 Kinsman Road Ext. Boeckman Road Unsignalized lnstall signal. Part of projects W-14a and
c-9.

Parkway Center
Drive Signalized

Add NB leflturn lane, EB right-turn lane.
Change EB through-right to through only.
lmprove signal phasing. Part of project W-

S-28' Parkway Avenue Boeckman Road Signalized

S-29 b Wilsonville Road Town Center Loop
West Signalized

S-31 b Wilsonville Road l-5 NB Ramps Signalized

S-32 b Wilsonville Road l-5 SB Ramps Signalized

S-33 Wilsonville Road Boones Ferry Road Signalized

Separate EB and SB through-right lanes.
lmprove signal phasing. Part of project W-
4.

Change NB lefl-through to left only.
lmprove signal phasing.

Add NB righfturn left-turn lanes. Add WB
through lane. Part of Project C-30.

Add EB rightturn lane. Add WB left-turn
and EB through lane. Part of Project C-30.

Add WB leftturn lane to create dual lefls
with extra receiving lane on SB leg. Add
EB through lane. lmprove signal phasing.
Part of Project C-30.

lnstall signal. Part of project W- 11.

lnstall signal.

lnstall signal at new intersection, Part of
project C-24.

Add SB leflturn lane. Part of project C-10.

Part of project C-25.

Part of project C-1 7.

lnstall signal. Part of project W-4f.

lnstall signal. Non-capacity improvement at
High School, when warranted

s-34 a

s-35 b

s-36 "

s-37 "

s-38 "

s-39 "

s-41 a

s-42

Airport Road

SW 65th Avenue

Kinsman Road Ext

Brown Road

Kinsman Road Ext

Brown Road Ext.

Boeckman Road

Wilsonville Road

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

Unsignalized

SB = Southbound; NB = northbound:WB = westbound: EB = eastbound
aThis intersection improvement is a change that is part ol lhe indicated widening or capacity project.
bThis spot improvement as an additional change required at an inteEection to meei the City's Level of Service standard
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S-27 " Elligsen Road

Miley Road

Elligsen Road

Day Rd

Evergreen Drive

Freeman Drive Ext.

sth Street

Wilsonville Road

Meadow Loop
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4.3.3.5

Table 4.i
Level of Service Summary by Alternative with lmprovements

Number of lntersections at each Level of Service (LOS)

2020 Alternative 1 2020 Alternative 2

LOS Signalized Unsignalized Signalized Unsignalized

A
B

D

E

F

Total

5

13

6
o

1a

1

34

2

7

4
2

0

1

16

5 1

b

4
2

0

2

to
6

9

1

0

37 15

Below Standard 1 2 0 2

aThe intersection of Boones Ferry Rd/Wilsonville Rd is allowed to operate at LOS E and still meet the City
standard.

I Chapter 4 - Motor Vehicle Facilities Page 4 - 37

lntersection Delay and Level of Service
Table 4.i summarizes the number of changes in LOS over the 2O-year planning
period for each alternative. Of the 53 total intersections analyzed in Alternative
2, five intersections were below LOS E or F. Two of these intersections, l-5
southbound rampsANilsonville Road and Town Center Loop WIVVilsonville Road,
are allowed to operate at LOS E and still meet City standard. The other three are
below standard. These three failing intersections could not be improved for
many reasons, including limited righlof-way and close proximity to other
signalized intersections.

Figure 4.11 shows the LOS that Wilsonville drivers could experience in 2020 at
select intersections based on the Alternative 2 network. Table 4.j provides a
detailed summary of the LOS analysis by intersection for the 53 intersections
analyzed in the 2020 Alternative 2. lt also includes the 2000 existing conditlons
LOS for 30 of the study intersections.
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Table 4.j
2020 Alternative 2 P.M. Peak-Hour lntersection Level of Service with lmprovements

lntersection Existing Conditions 2020 Alternative 2

Delay3
(sec/veh)

Delay3
(sec/veh)of. and... Type' Los'z Type' Los '?

Barber Street Ext.

Barber Street

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boeckman Road

Boones Ferry Road

Boones Ferry Road

Boones Ferry Road

Brown Road

Brown Road Ext.

Day Road

Day Road

Day Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Road

Elligsen Road/Boones
Ferry Rd

Grahams Ferry Road

Grahams Ferry Road

Grahams Ferry Road

1 1Orh Avenue
Kinsman Road Ext.

Canyon Creek Road S

Canyon Creek Road N

Parkway Avenue

Eoones Ferry Ramp

Boberg Road

9sth Avenue

Kinsman Road Ext.
'l 1O'h Avenue/SW Tooze Rd

Boeckman Road Ramp

sth Street

Barber Street

Evergreen Drive

Kinsman Road Ext. /5th St

Boones Ferry Road

Kinsman Road Ext.

Grahams Ferry Road

SW 65th Avenue

Canyon Creek Road N

Parkway Center Drive

l-5 NB Ramp

l-5 SB Ramp

95th Avenue

Clutter Road

SW Tooze Road

Bell Road

nla

nla
nla

TWSC

Signal

TWSC
nla

TWSC

nla
nla

TWSC

nla
TWSC

nla
nla

nla
nla

TWSC
TWSC

Signal

Signal

Signal

Signal

Signal

nla
TWSC

nla

nla
11 .2

nla

Signalized

Signal

AWSC

TWSC

Signal

Signal

Signal

Signal

Signal
Signal

Signal

Signal

TWSC

TWSC

AWSC

TWSC

Signal

Signal

Signal

Signal

Signal

Signal

Signal

Signal

Signal

TWSC

TWSC

AWSC

15.2

23.3

24.5

30.0

16.2

14.6

17.6

21 .0

12.6

23.0

14.6

10.3

34.3

10.2

15.2

8.0

35.2

17.4

12.0

40.1

10.7

14.8

32.9

13.7

25.2

v.b

nla4
nla

nla

B

nla

nla
nla
B

nla

nla
nla
nla
nla

B

D

A
A

c

nla
B

nla

nla
nla
nla

19.1

19.3

17.8

nla
18.2

nla
nla

10.4

nla
8.6

nla
nla
nla
nla

16.1

13.5

7.7

54.6

4,1

9.1

20.1

B

B

B

B

tt

B

B

B

B

B

A
D

B

B

D

B

B

(-

B

A

WSC All-way stop controlled antersectron, TWSC Two-way stop controlled intersection, Signal interseclion
LOS is the level of service; a concept based on the 1997 Highway Capacity Manual for unsignalized and sagnalized interseclions.

3Conkol delay is a measure ofallthe delay contributable to traflic control measures, e.g. traffc signals or stop signs. At signalized intersections, the delay
reported is the average of all the control delay experienced for all movements. At unsignalized intersections, the report€d delay is only for the movemenl
experiencing the worst control delay, typically a stop-controlled side slroet approach. The conlrol delay reported at unsignalized intersec{ions is not a

! valid indrcation of the operatrons at the entire intersecton.
[n/a = not applicable. Existing volumes were not available. Future volumes were extrapolated based on available data.
"ECL = Erc.eds Calculat le Limrls
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Table 4.j (continued)
2020 Alternative 2 P.M. Peak-Hour lntersection Level of Service with lmprovements

Existing Conditions 2020 Alternative 2lntersection
Delayr

(sec/veh)
Delayr

(sec,/veh )and... Type t Los 'zTypet Los'z

Kinsman Road Ext.

Memorial Drive

Miley Road

Miley Road

Mjley Road

Mlley Road

Stafford Road

Town Center Loop W
Town Center Loop E

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

Wilsonville Road

95th Avenue
95th Avenue
95th Avenue

Ridder Road

Parkway Avenue

l-5 SB Ramps

l-5 NB Ramps

Airport Road

French Prairie Drive W

SW 65th Avenue

Parkway Avenue

Vlahos Drive

Bell Road

Brown Road

Kinsman Road

Boones Ferry Road

l-5 SB Ramp

l-5 NB Ramp

Parkway Avenue

Town Center Loop W
Rebekah Street

Town Center Loop E

Meadows Parkway

Meadows Loop N

Boeckman Road

Ridder Road

N Commerce Circle

S Commerce Circle

nla
nla

nla
nla

TWSC

TWSC

TWSC

AWSC

TWSC

nla

Signal

Signal

Signal

Signal

Signal

TWSC

Signal

Signal

Signal

nla
TWSC

AWSC

nla
nla
nla

nla
nla
nla
nla
11.5

10.3

37 .'l

11.5

1't.5

nla
46.0

29.7

32.3

21 .3

16.0

26.5

23.4

19.5

nla
8.1

15.6

nla
nla
nla

Signal

TWSC
Signal

Signal

Signal

TWSC
Signal

Signal

Signal

TWSC

Signal

Signal

Signal

Signal

Signal

TWSC

Signal

Signal

Signal

Signal

TWSC
Signal

Signal

TWSC

Signal

8.4

10.2

14.0

5.2

10.8

ECL5

'17 .4

'14.0

9.8

12.5

35.2

25.2

66.5

46.2

18.8

48.9

Jb. /

45.1

20.'.|

34.2

18.1

39.4

ECL"

9.7

nla
nla
nla
nla
B

B

E

B

B

nla
D

B

B

nla

nla
nla
nla

A

B

B

B

F

B

B

B

D

U

E

D

D

D

D

D

D

B

D

F

WSC = All-way stop conkolled interseclion, TWSC Two-way stop c.ntrolled intersection, Signal = Signalized interseclion
LOS is the level of service; a concept based on the 1997 Highway Capacity Manual for unsignalized and signalized rntersections.

3Control delay is a measure of all the delay confibutrable to traffic conlrol measures, e.g. tratfc signals or stop signs. At signalized intersections
the delay reporled is the average of all the clntrol delay experienc€d for all movements- At unsignalized ihtersections, the reported delay is only
for th€ movement experiencing the warst controldelay, typically a stop-cont.olled side street approach. The cantroldelay reported at

, unsigna|zed intersections rs not a valid indication of the operations al the entire intersectton.
n/a = not applicable. Existing volumes were not available. Future volumes were extrapolated based on available data.

"ECL = Exceeds Calculabl€ Limrts.
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4.3.3.6 Estimated Cost for 2020 Alternative 2

Table 4.k lists the corresponding project descriptions and the estimated
planning-level construction costs for the improvements illustrated previously.
The total estimated planning-level prqect cost for tne 2020 Alternative 2 is
$114.6 million. (Note: These costs do not include Cost Estimates for Existing
Roadways to meet City Standards - Table 4.m nor Street Network Connectivity
Projects- Table 4.n. See Section 4.5 - Project Prioritization for a full accounling
of projects and estimated costs.)

t
I
T

I
I
I
D
I
I
I
I
t
T

I
?

Table 4.k
2020 Alternative 2 Cost Estimates

Estimated Cost
(in Millions)

Kinsman Road extension from Barber Street to railroad tracks (2 phases)
Canyon Creek N extension from Boeckman Road to Vlahos Drive
Kinsman Road extension from Barber Street to Day Road
Boeckman Road extension to 1'loth Avenue
Brown Road extension to Barber Street extension
Kinsman Road extension to 5th Street
Brown Road extension from Wilsonville Road to sth Skeet
Kinsman Road extension from Ridder Road to Day Road
Barber Street extension from Kinsman Road to future Brown Road extension
Barber Street extension to Brown Road extension
Rogue lane exlension from Memorial Drive to Holly Lane
Wilsonville Road interchange enhancements (3 phases)
lntersection of Grahams Ferry Road and Day Road
lntersection of SW 65th Avenue and Stafford Road
lntersection of Vlahos Drive and Town Center Loop E
lntersection of Parkway Avenue and Town Center Loop W
Intersection of Boones Ferry Road and Day Road
lntersection of Boeckman Road and 1 1oth Avenue/Sw Tooze Road
lntersection of Wilsonville Road and Brown Road
lntersection of Grahams Ferry Road and Tooze Road
lntersection of Elligsen Road and l-5 SB ramp
lntersection of 95th Avenue, Boones Ferry Road, and Elligsen Road
lntersection of 1 1oth Avenue and Barber Street alignment
lntersection of Boeckman Road and Canyon Creek Road N

lntersection of Kinsman Road extension and Barber Streel
lntersection of Kinsman Road and Wilsonville Road
lntersection of Boeckman Road and 9sth Avenue
lntersection of Kinsman Road extension and Ridder Road

tbd = to be determined later
asc = area of sp€cial concern

c-2
u-b
c-7
c-9
c-10
c-14
c-17
c-24

c-?6

c-30
s-1
s-2
s-4
s-5
s-6
s-7
s-8
s-9
s-10
s-1 1

s-12
s-13
s-15
5- to
s-17
s-18

$7.4
$4.5
$3.8
$8.9
$1.3
$3.1
$4.5
s4.6
$4.4
$1.4
$07

$31.3
Part of W-16

$0.4
Part of C-6

$0.3
Part of W-16
Part of C-9
Part of W-9
Part of W-20

ASC,
ASC,

Part of C-26
Part of C-6
Pai of C-2

Patl ol C-14
Part of W-14a
Patl of C-24

T
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Projsct
Number

Table 4.k (continued)
2020 Alternative 2 Cost Estimates

Description Estimated Cost
(in Millions)

lntersection of l-5 Southbound Ramp and Miley Road

Intersection of l-5 Norlhbound Ramp and Miley Road

lntersection of Boberg Avenue and Boeckman Road

lntersection of gsth Avenue and Commerce Circle North
lntersection of Boones Ferry Road Ramp and Boeckman Road
lntersection of Kinsman Road extension and Boeckman Road
lnterseclion of Parkway Center Orive and Elligsen Road
lntersection of Parkway Avenue and Boeckman Road

lntersection of Town Center Loop W and Wilsonville Road
lntersection of l-5 Northbound Ramp and Wilsonville Road
lntersection of l-5 Southbound Ramp and Wilsonville Road
lntersection of Wilsonville Road and Boones Ferry Road
lntersection of Airport Road and Miley Road

lntersection of SW 65th Avenue and Elligsen Road

lntersection of Kinsman Road extension and Day Road
lntersection of Brown Road and Evergreen Drive
lntersection of Kinsman Road extension and Freeman Drive extension
lntersection of Brown Road extension and sth Street
lntersection of Boeckman RoadMilsonville Road
lntersection of Wilsonville Road and Meadow Loop (High School)
Widen Boones Ferry Road to 5 lanes from 95th Avenue to Day Road
Widen Elligsen Road from Parkway Ave. to Parkway Center Drive and Parkway
Center Drive from Elligsen Road to Burns Way
Widen Boeckman Road from Parkway Ave. to 9Srh Ave. (includes bridge
replacement)
Widen Boeckman Road to 3 lanes from Canyon Creek North to Wilsonville Road
Widen Wilsonville Road to 3 lanes from Willamette Way west to railroad tracks
Widen Miley Road to 4 lanes from French Prairie to West of l-5
Widen Brown Road to 3lanes from Evergreen Avenue to Wilsonville Road
Widen sth Street from Brown Road extension to Boones Ferry Road
Boeckman Road extension from 95th Avenue to Kinsman Road extension
Widen Parkway Avenue from lnfocus improvements to Parkway Center Drive
Widen Day Road from Grahams Ferry Road to Boones Ferry Road
Widen Tooze road from 1 1Oth to Grahams Ferry Road

Part of w-1 I
Part of W-1 1

Part of W-4
ASC,

Part of w- l4a
Part of C-9
Part of W-3

Part of w-14
$0.8

Part of C-30
Part of C-30
Part of C-30
Part of W- l 1

$0.3
Patl 0f c-24
Part of C-10

Complete
Pad ol C-17
Part of W-4f

tbd

Complete

$1.7

$9.6

s-19
s-20
s-21
s-22
s-24
s-25
s-27
s-28
s-29
s-31
s-32
s-33
s-34
s-35
s-36
s-37
s-38
s-39
s-41
s-42
w-2
w-3

w-4f
w-9
w-11
w-1?
w-13
W-14a
w-15
w-'16
w-20

$4.3
$s.4
$2.2

$1.7
S1.7

M.3
$3.s

Complete
$2.5

tbd = to be determin€d later
asc = area ol special concern
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4.3.3.7 Analysis Conclusions
Traffic volumes are slightly lower for Alternative 1 than Alternative 2. Volumes
for the Stafford Road and Wilsonville Road interchanges, in particular, are hrgher
for Alternative 2 (see Figure 4.9). The main reason for this is that as
accessibility increases, so does use. However, increased accessibility and
roadway capacity does mean that roadway congestion throughout the City
increases.

Alternative 2 includes improvements for all modes similar to Alternative 1.
Alternative 2 is compatible with ODOT plans, the 199'1 Transportation Master
Plan, the 1993 Parks and Recreation Plan, DATELUP and other recently
completed local, regional and state planning studies. The proposed Dammasch
area redevelopment is a prime example of the compact, urban form the Metro
2040 Plan encourages. Further, the Dammasch pro.lect is seen as a way as a
way for the City to fulfill its regional housing allocation targets. However,
achievement of the Dammasch redevelopment is interlinked with other land use-
transportation issues. ln order for Dammasch to proceed, adequate
transportation access is necessary. Alternative 2 describes a transportation
solution that allows development of the Dammasch area to proceed, as long as
concurrency requirements are met.

The 2020 Alternative 2 addresses Wilsonville's most pressing transportation
issues and provides the best overall traffic operations. Alternative 2 addresses
north-south circulation by extending Kinsman Road and Brown Road to the north
and south, and by extending Canyon Creek Road N to the south. Adding a
Boeckman extension, a Barber extension and a five-lane Boeckman crossing of
l-5 enhances east-west connectivity. lmproved connectivity will allow more
separation of cars and other modes, as well as reduce trip lengths and provide
enhanced truck circulation.

lmprovements to the local roadway system are necessary to meet the
transportation needs of the City in the coming years. The Freeway Access
Study, in Table 10 page 67, lists 7 critical system wide extension projects from
highest priority to lowest priority based on potential benefits to the local street
network. (These projects are listed in the short and mid range project
prioritization lists based on discussion with DKS Traffic Engineers, the author of
the FAS.). The necessary local improvement projects and their FAS cost
estimates are:

'l . Boeckman Road exlension (west to Tooze Road) - $9,500,000

2. Barber Street extension (west to Grahams Ferry Road and connecting
with Brown Road) - $6,400,000

3. Wilsonville Road widening: (west to Brown Road) - $5,400,000

4. Canyon Creek Road North extension (south to Town Center Loop) -
$5,700,000?

T
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5. Kinsman Road extension #1 (north to Boeckman Road) - $4,600,000

6. Kinsman Road extension (#2-south to Brown Road Extension and #3-
north from Boeckman Road to Day Street) - $15,000,000

7. Brown Road extension (south to Boones Ferry Road) - $5,900,000

lmprovements to the local roadway system are not adequate by themselves to
mitigate the future 2020 interchange access needs without interchange
improvements. Consistent with the Freeway Access Study conclusions,
Alternative 2 contains projects that serve to enhance the existing Wilsonville
Road interchange. These enhancements are phased so as to allow for
incremental financing and for the City to react to actual traffic groMh trends
rather than on static model projections. The enhancements include:

Proiect C-30 Wilsonville Road lnterchanqe lmprove0ents
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Phase l: On-off Ramp lmprovements
Phase ll: Set back Abutment Walls and Widen Wilsonville Road

$10.5 million
$ 9.8 million
$11,0 millionPhase lll: Add Auxiliary Lanes to l-5

Total: $31 .3 million

Alternative 2 includes improvements for all modes of travel. lntersection delay is
minimized, improving transit service. Transit service will also be improved with
new neighborhood connector links. Other transportation modes will be improved
with the implementation of the bicycle and pedestrian enhancements.
Environmential impacts will occur but will be minimized with planning, preliminary
engineering studies and inspection during construction.

This alternative's compatibility with Federal Highway Agency's (FHWA) and
ODOT's plans for l-5 is discussed in the FAS as a long term viable solution to
some of the future traffic congestion problems at the other interchanges in the
City. Metro's RTP does not contain Wilsonville Road lnterchange
enhancements, the Boeckman lnterchange, or another freeway access
rmprovement alternative, within its 2o-year list of projects. However, Metro will
seek to include Altemative 2, the Boeckman lnterchange, or another freeway
access improvement alternative in the scheduled 2005 RTP update.

4.4 OTHER 2O2O ROADWAY NETWORK IMPROVEMENTS

Roadway Design Standards
The City of Wilsonville has design standards that apply to every roadway. These
standards provide functional classification and assist in future planning for the City's
roadway network. The design standards are based onThe Policy on Geomelric
Design of Highways and Streefs, American Association of State Highway and
Transpoftation Officials (AASHTO) Washington D.C. (2000). This is a national
publication that provides a general breakdown of roadway classifications and street
design guidelines, based on their intended function.

4.4.1
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Other guidelines followed by the TSP are those provided by Metro's Regional
Transportation Plan (RTP) for regionally significant roadways. The RTP regional
street design policies address federal, state, and regional transportation mandates
with street design concepts intended to support local implementation of the 2040
Growth Concept. The RTP recognizes as regionally significant the following
Wilsonville roads: Elligsen Road, Boones Ferry Road (north of Elligsen Road),
Parkway Avenue (north of Town Center Loop to Elligsen Road), Boeckman Road,
Town Center Loop, and Wilsonville Road. Regional street design classifications are
given in Figure 'l .4, page 1 -19 of the RTP. Elligsen Road is defined as an Urban
Road. Town Center Loop and that portion of Wilsonville Road in the Town Center
are defined as a Community Boulevard. All of the rest of the regionally significant
roadways are defined as Community Streets. The TSP complies with AASHTO and
RTP design concepts, purpose, and design emphasis. RTP regional street design
concepts also apply to local streets. A discussion of local implementation of 'Green
Streets'and 'Livable Streets'design concepts is found later in this section.

The functional classification of the regionally significant Wilsonville roads, per
Figure 1.12 'Regional Motor Vehicle System' on page 1-29 of the RTP, is minor
arterial. Minor Arterials, for the RTP, are primarily orientated toward motor vehicle
travel at the community level. The TSP is in general conformance with the RTP
functional classification, except where the Clty has designated portions of the City
roadway system as major arterials. This discrepancy will be rectified when the RTP
is next updated.

Figures 4.12 through 4.22 show the City's selected design standards by functional
classifications for this TSP. ln general, roadways are classified as major and minor
arterials, major and minor collectors, residential streets, and rural roads. Table 4.1
provides definitions and capacities in vehicles-per-day (Average-Daily Traffic or ADT)
for most of the classifications as described by AASHTO. These standards include
required right-of-way unless additional slope or utility needs exist. The width of the
bicycle lanes shown and the movement of the sidewalks to the outside of the
landscaped strip instead of by the curb results in an overall width increase. This is
due to the need for additional width adjacent to the sidewalks to allow for repair and
maintenance. These two changes resulted in a net increase in required right-of-way
of six feet for most street classifications as compared to the 1991 TMP. For details
on lighting, trees, and setbacks refer to the following City of Wilsonville documents:
the Tualatin Valley Fire and Rescue Fire Code, Public Work Standards,
Development Code, and Comprehensive Plan.

"Green Street," "Livable Street,'"Skinny Street" or similar concepts are viable
alternatives to the roadway standards that follow. Green streets specifically address
storm water runoff issues. Though narrow in scope, the concept has an overall
effect on transportation planning and road design by focusing attention on the
protection, enhancement, and restoration of the environment. Livable streets are
those that promote community livability by considering all modes of transportation,
the surrounding land uses, and economic growth when designing transportation
facilities. Skinny streets are those that seek to reduce the overall width ofthe street
section in order to decrease the amount of impervious surface and enhance the
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livability of the urban environment. Further information is available from Metro
Regional Service publications entitled "Green Streets,'June 2002, and "Creating
Livable Slreets," June 2002.

The City has adopted a Fire Prevention Code that, among other things, provides
specifications and standards for roads and streets. The Regional Transportation
Plan requires that the City provide guidelines that allow for consideration of nanow
street design alternatives that may conflict with the adopted Fire Code. ln turn, State
law provides that the City may adopt additional specifications and standards for
roads and streets that supersede code provisions. While this plan provides for the
consideration of standards that may conflict with the adopted Fire Code, it is
understood that these standards will be applied on a case-by-case basis, with due
regard to the Code.

Any alternative to existing design standards must be approved by the Development
Review Board and by the City Engineer. This is not to say that the City discourages
alternative designs. lndeed, the City's Planning and Development Code does
provide for the development of planned unit developments in which "skinny" streets
could be employed. The planned development process is a conditional use process
that allows for waivers of typical standards if it results in a better-designed, functional
development. For example, skinny streets designed with parking pullouts serve
residential guests in the Charbonneau Planned Development. Skinny streets were
also designed in conjunction with private alleyways thal serve garages in the Canyon
Creek Estates Planned Development. Sprinkling of residences may also be a
reasonable condition under some circumstances to ensure fire, life, and safety
concerns are met where skinny street design has increased the probability of delay
in fire apparatus access. The Plan Development process encourages collaborative
review by the applicant, the City and other regulatory agencies on a case-by-case
basis.
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Functional
Classification

Table 4.1
Functional Classifi cation

Description

Number
of

Lanes2
Major Arterial

N/inor Arterial

Major
Collector

Minor
Collector

Serves major centers of activity; has highest traffic
volume corridors; serves most trips entering and
leaving urban areas, and through trips; serves intra-
urban travel between major suburban or business
districts: has fully or partially controlled access.
Carries higher volumes than the minor arterial. Can
include dual left turns at the antersections.

lnterconnects and augments major arterials; serves
trips of shorter distance and lower level of mobility than
major arterials; places more emphasis on land access;
does not usually penetrate identifiable neighborhoods.
No parallel parking is included on this roadway.

Provides land access and traffic circulation within
residential, commercial, and industrial areas;
distributes trips from arterial system to ultimate
destination and vice versa. This roadway type can
also include on-street parking.

Provides land access and traffic circulation within
residential and commercial areas; provides connection
from arterial system to residential and rural roadways
and vice versa. This roadway type can occur with or
wlthout on-street parking.

Comprises all facilities not classified as a higher class:
permits direct access to abulting land uses; connects
to higher class systems: low level of mobility;
discourages through traffic movement. lncludes
landscape strip and sidewalk. This classification
includes residential cul-de-sacs or residential collectors
with adjacent parking.

Consists of a facility outside of the urban groMh area;
primarily provides access to land adjacent to the
collector network and serves travel over relatively short
distances.

32,000

10,000 -
32,000

5

1 ,500 -
10,000 J

1 ,200 -
3,000

1 ,200

2

Residential
Street

2

Rural Road

1 ,200

lPlanning-level capacity is not based on functional classification, but primarily on the number of lanes.
2Number of Lanes taken from 2001 City of Wilsonville Street Standards.
Notes: *Oesign capacity based on Level o, Servic€ "D", 5 percent commercial vehicles, 10 percent right tums.

10 percent left tums, peak hour factor 95-90 percent, peak hour directional distribution 55 to 60 p6rcent,
peak hour I to 12 percent of daily volume and average signal timing for collec-tor and arlerial streets.
'Functional classific€tion is a general guide that mvers planning Ievel capacity, number of lanes, and
descriplion. These are not th€ only factors that go into the classification ofa road. Other issues are:
access, interconnection with other roads, safety, surrounding land use designations, kind o, traffic
usage and purpose, and intersection confi guration

2
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Figure 4.12
Rural Road Street Standards
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Notes:
1. Curb width (1/2') is included in sidewaluplanter strip width.
2. 2' soft shoulder is provided from edge of concrete

surface for maintenance and survey monument
protection.

3. No striping on street. Signage as required.
4. On-street parking on sidewalk side is optional

consistent with emergency requirements.
5. The rural road cross-section is a special application

only. lt may only be used with prior approval from City
Planning Department and Cily Engineer.
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Figure 4.13
Residential Street Cul-de-sac Standards
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Notes
1 . A 4 %' planter strip is required on all cul-de-sacs.
2. Curb width (1|2-tool) is included in planter strip width.
3. Street lights and street trees shall be located within planter strip as required.
4. No striping on street. Signage as required.
5. On-street parking is optional consistent with emergency requirements: Parking on one
side only with 28'width. Parking on both sides with 32'width.
6. The length of the cul-de-sac shall be no longer than 200' from outside righlof way of bulb
to near side right-of-way of intersectrng street.
7. Dead end access roads in excess of 1so-feet in length shall be provided with an approved
tu rn arou nd.
8. Minimum 25' inner and 45' outer turning radii required.
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Figure 4.14
Residential Street Standards
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Notes:
1. A 4 %' planter strip is required on all residential streets.
2. Curb width (%') is included in planter strip width.
3. Street lights and street trees shall be located within planter strip as required.
4. No striping on street. Signage as required.
5. On-street parking is optional consistent with emergency requirements: Parking on one
side only with 28' width.
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Figure 4.15
Residential (Transit) Street Standards
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Notes:
1. A 4 %' planter strip is required on all residential collector streets.
2. Curb width (112 fool) is included in sidewalk or planter strip width.
3. Street lights and street trees shall be located within planter strip as required.
4. No striping on street. Signage as required. Parking areas to be designated.
5. On-street parking on both sides is allowed consistent with emergency requirements.
6. Transit stop locations to be determined by Transit Director and located within parking area.
7. Residential (Transit) Street Standard is a special case by case application and may only be
used with prior approval from the Development Review Board, the Transit Director and the City
Engineer.
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Figure 4.16
Minor Collector Street Standards

(Not to be used in residential areas)
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Notes:
1 . A 6 %' planter strip is required on all minor collector streets.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Street lights and street trees shall be located within planter strip as required.
4. Striping and signage as required.
5. No on-street parking is allowed. Transit stop locations to be determined by Transit
Director.
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Figure 4.17
Minor Collector with On-street Parking Standards

l
I
t
T

T

t
I
I
I
T

I
I
I
T

t
?

Transportation
Systems PlanI

69 /3lr R4V

5Jr 61tz.t\ 8-n 5.fr t2.n 12-tr 5.n 8-n 61t2-11 5lr

50Jr rorarsdrh
lsc. ol cllb lo tac4 ol culb

o
0)
o

J

o.'tr

o
c(!
o-

I t
x
o;
o)p
o

0)c
Cl

0)
'5

o-
tl,
o
c(!
o-

.r<
o]
OJp
o

Notes:
1 . A 6 %' planter strip is required on all mrnor collector with on-street parking streets in all
non-commercial/retail areas. Width of sidewalk and planting strip may be combined tn
commercral/retail areas for a total width of I %': street trees shall be in 4'tree wells only and
ad.jacent to curb, sidewalk shall be 9 Yz'wide and adjacent to curb, leaving a minimum of 5'clear
sidewalk.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Street lights shall be located within planter strip or, if commercial/retail area, sidewalk as
required.
4. Striping and signage as required. Bicycle lanes shall not be striped until volume reaches 1,500
vehicles/day or as determined by the City Engineer.
5. On-street parking on both sides is allowed. Transit stop locations to be determined by Transit
Director and located within parking or at bulb-out area.
6. The Minor Collector with On-Street Parking Street Standard is a special case by case
application and may only be used with prior approval from the Development Review Board and
lhe City Engineer.
7. lf on-street parking is proposed, then additional modeling wrl be requared to confirm
level-of-service standards.
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Notes:
1. An 8 /,' planter strip is required on all major collector streets in all non- commercial/retail
areas. Wdth of sidewalk and planting strip may be combined in commercial/retail areas for
a total width of 10 /z' street trees shall be in 4' tree wells only and adjacent to curb,
sidewalk shall be 10 /z'wide and adjacent to curb, leaving a minimum of 6'clear sidewalk.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Skeet lights shall be located within planter strip or, if commercial/retail area, sidewalk as
required.
4. Striping and signage as required.
5. On-street parking is not allowed. Transit stop locations to be determined by Transat
Director.
6. Median shall be landsca d when not needed as a left{urn lane
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Figure 4.19
Major Collector with On-Street Parking Standards
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Notes
1 . A 6 %' planter strip is required on all major collector wilh on-street parking streets in all
non-commercial/relail areas. Wdth of sidewalk and planting strip may be combined jn
commercial/retail areas for a total width ol 10 y2'. street trees shall be in 4' tree wells only and
adjacent to curb, sidewalk shall be 10 /z' wide and adjacent to curb, leaving a minjmum of 6' clear
sidewalk.
2. Curb width (112 fool) is included in sidewalk or planter strip width.
3. Street lights shall be located in planter strip, or if commercialiretail, sidewalk as required.
4. Striping and signage as required. Bicycle lanes shall not be striped until 1,500 vehicles/day or a
determined by the City Engineer.
5. On-street parking on both sides is allowed. Transit stop locations to be determined by Transit
Director and located within parking or at bulb-out.
6. Median shall be landscaped when not needed as a left{urn lane.
7. See minor collector with on-street parking for crosswalk with bulb outs.
8. The Major Collector with On-Street Parking Street Standard is a special case by case application
and may only be used with prior approval from the Development Review Board and the City
Engineer.
9. lf on-street parking is proposed, then additional modeling wil be required to confirm
le l-of- rvrce s
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Notes:
1. An 8 %' planter strip is required on all minor arterial streets in all non- commercial/retail
areas. Wdth of sidewalk and planting strip may be combined in commercialiretail areas for
a total width ol 10 /,': street trees shall be in 4' tree wells only and adjacent to curb,
sidewalk shall be '10 /,' wide and adjacent lo curb, leaving a minrmum of 6'clear sidewalk.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Street lights shall be located within planter strip or, if commercial/retail area, sidewalk as
required.
4. Striping and signage as required.
5. On-street parking is not allowed. Transit stop locations to be determined by Transit
Director.
6. Median shall be landscaped when not needed as a left-turn lane.
7. See s cial setback uirements for minor arterial street sections
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Figure 4.20
Minor Arterial Street Standards
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Major Arterial Street StandardsTransportation
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Notes.
1. An I y,' planter strip is required on all major arterial streets in all non- commercial/retail
areas. Width of sidewalk and planting strip may be combined in commercial/retail areas for
a total width ol 12 /z' street trees shall be in 4' tree wells only and adjacent to curb,
sidewalk shall be 12 y2' wide and adjacent to curb, leavrng a minimum of 8' clear sidewalk.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Street lights shall be located within planter strip or, if commercial/retail area, stdewalk as
required.
4. Striping and signage as required.
5. On-street parking is not allowed. Transit stop locations to be determined by Transit
Director.
6. Median shall be landscaped when not needed as a left-turn lane.
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Notes:
1. An 8 %' planter strip is required on all ma.ior arterial with dual left-turn streets in all
non-commercial/retail areas. Wdth of sidewalk and planting strip may be combined in
commercialiretail areas for a total width ol 12 /,': street trees shall be in 4' tree wells only
and adjacent to curb, sidewalk shall be 12 /z' wide and adjacent to curb, leaving a minimum
of 8' clear sidewalk.
2. Curb width (%') is included in sidewalk or planter strip width.
3. Street lights shall be located within planter strip or, if commercral/retail area, sidewalk as
required.
4. Skiping and signage as required.
5. On-street parking is not allowed. Transit stop locations to be determined by Transit
Darector.
6. Median shall be landscaped when not needed as a left{urn lane.
7. See special setback requirements for major arterial.
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4.4.3

2003 Transportation Systems Plan

lmprovements to Substandard Streets
Based on the design standards presented in the previous section, some of the
existing Wilsonville street nehvork does not meet these new design standard
requirements. Figure 4.23 illustrates the streets or portions of roads that do not
meet design standards and the actions that will improve the roadway to satisfy
design standards. The indicated road improvements in Figure 4.23 do not include
capacity or widening projects. These substandard roads need to be improved in
addition to the other projects that are already included in the TSP. lmprovements
may include street widening and the addition or upgrade of bike and pedestrian
facilities. Table 4.m provides the planning-level cost estimates for improving
substandard roadways to meet City standards. The total cost to improve
substandard streets is estimated to be $26.2 million.

Street Connectivity lmprovements
The 1996 Wilsonville Land Plan, A Tool for Becoming a Garden City of
Neighborhoods, a study produced by Lennertz and Coyle, set out to provide the
essential elements of a zoning code and the related comprehensive plan and
transportation components necessary to achieve the vision of a city made of
neighborhoods, districts, and corridors. This report was used as a tool for discussion
and for conceptual purposes only to begin the development of several of the
essential elements mentioned above. This report indicated that Wilsonville does not
have enough streets and alternative routes to disperse traffic successfully. Besides
providing additional streets for capacity, some streets need to be extended or added
to provide connectivity between activity centers, neighborhoods, or other existing
streets.

Connector streets are not constructed with the intent of providing substantial
capacity, and usually have only two vehicle lanes with bicycle lanes. Connector
streets should not overload residential areas with unwanted traffic. lnstead, they
provide an alternate route for short trips, so that the capacity of major and minor
arterial streets may be preserved for longer through trips. Connector streets are
intended to reduce out-of-direction travel and vehicle miles traveled. They also
provide excellent pedestrian and bicycle routes by substantially shortening walking
distances and riding distances, which encourages the use of alternative modes.
Distances to transit stops are also reduced, which decreases total travel time.
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Figure 4.23
Streets Not Meeting 2002 Standards
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Table 4.m
Cost Estimates tor 2002 Roadways to Meet City Standards

Description

Estimated
Costl

Project No. (in Millions)

SW Clutter Road, bicycle lane and sidewalk

Ridder Road, bicycle lane and sidewalk

95th Avenue, Ridder to Boeckman, sidewalk only in center areas

Tooze Road, 'l'loth to Grahams Ferry Road, widen for bicycles and sidewalk

11oth Avenue, 18-foot roadway widening, bicycle lane, and sidewalk

Evergreen Drive, 1o-foot roadway widening, bicycle lane, and sidewalk

Wilsonville Road, 19-foot roadway widening, bicycle lane, and sidewalk

Parkway Center Drive, bicycle lane and sidewalk

Parkway Avenue, 14-foot roadway widening, bicycle lane, and sidewalk

Town Center Loop, bicycle lane and sidewalk only

Vlahos Drive, bicycle lane only

Elligsen Road, 1g-foot roadway widening, bicycle lane, and sidewalk

Stafford Road, 16-foot roadway widening, bicycle lane, and sidewalk

Boeckman Road, bicycle lane and sidewalk

French Prairie Dr. W, bicycle lane only

French Prairie Dr. E, bicycle lane and sidewalk

Miley Road, 8-foot roadway widening, bicycle lane, and sidewalk

Boones Ferry Road, 4 to 1Z-foot roadway widening, bicycle lane, and sidewalk

Barber Street, 13-foot roadway widening, bicycle lane, and sidewalk

Boones Ferry Road, 3-foot roadway widening, bicycle lane, and sidewalk

Parkway Avenue, varied roadway widening, bicycle lane, and sidewalk

Meadows Loop and Meadows Parkway, bicycle lanes only

TOTAL

cs-2

cs-3

cs4
cs-5

cs-6

cs-7

cs-8

cs-9

cs-10

cs-1 I

cs-12

CS.13

cs-14

cs-16

CS.17

CS.18

CS-19

cs-20

CS-21

cs-22

cs-23

cs-24

$1.2

$0.7

$0.5

w-20

$1.8

s0.6

$1.2

w-3

$2.4

$2.1

$0.s

Complete

$3.2

B-6

$2.7

$3.4

$1.5

lbd2

$1.3

S1.7

$1.4

tbd2

$26.2

tTo be conservative, these costs include purchasing right-of-way for the project
2tbd - cosl to be determined later

T
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Historically, in a typical subdivision, residential collectors, residential streets, and cul-
de-sacs branch off a major collector/arterial network with few, if any, linkages in
between. Accordingly, few routes are open to bicyclists and pedestrians to reach a
destination other than the arterial network. ln contrast, an interconnected street
system provides linkages to local shopping, school, and recreation destinations, as
well as between developments. Key components of an interconnected system are
bicycle and pedestrian linkages into and out of cul-de-sacs, and behrueen
neighborhoods. The City shall require bicycle and pedestrian linkages for a cul-de-
sacs and encourage similar linkages between neighborhoods that would otheMise
be separated. The City shall also require that new developments employ the
interconnected street schema as the desired outcome in their designs.

The Lennertz and Coyle study proposed a layout of neighborhoods, districts, and
corridors within Wilsonville (Figure 4.24) and recommended additional connector
streets within activity centers. The purpose of the proposed layout was to assist in
adding connectivity between neighborhoods and districts, and to mitigate capacity
deficiencies by better dispersing traffic. The Lennertz and Coyle study was
presented at a public meeting and comments regarding the proposed connector
network were gathered. The proposed connector network was modified according to
the comments received. Figure 4.25 illustrates the location of each proposed
connector street, and Table 4.n lists the proposed connector streets and the
estimated cost for each one. The total cost to build all proposed neighborhood
connectors that are not already included in a capacity project is estimated to be
$14.1 million.

Both the Lennertz and Coyle study and the general public proposed two distinc y
different kinds of connectors. The first type of connectors increases system capacity
as well as improves local mobility and connectivity. These connectors were
incorporated into the capacity improvement program outlined in the 2O2O Alternative
2.

The second type of proposed connector links improved neighborhood connectivity
with existing and proposed activity centers, and improved connections between
areas with industrial and commercial land uses. Connections providing
neighborhood connectivity include NC-20 between 5th Street and Memorial Drive,
NC-12 between Parkway Avenue and Canyon Creek Road, NC-8 between Frog
Pond Lane and Boeckman Road, and NC-18 between 5th Street and Wilsonville
Road. The majority of the other connectors are in industrial or commercial areas.
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Proposed Neighborhoods, Dishicts, and Corridors
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Gommercial Vehicle Routes
The City of Wilsonville has a large amount of truck traffic due to its proximity to l-5
and industrial/warehouse development in west Wilsonville. Additionally, the
shopping areas in the Town Center generate significant truck volumes. Virtually all
truck traffic on Wilsonville streets is heading to or from a business or service within
Wilsonville. There is very little through truck traffic on City streets. Currently, there
are no designated truck routes through Wilsonville.

The City of Wilsonville should begin the process of designating truck routes. One
goal of signing truck routes is to decrease truck impacts, especially in residential
areas. Another goal is to keep the levels of through truck traffic on City streets to a
minimal level, as it as today.
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Table 4.n
Street Network Connectivity Projects

Description and Cost Estimates

From
Project
Number

No. of
Lanes

Related
Capacity
Project"

Estimated
Cost

(in Millions)
NC-2a
NC-3
'NC-4

'NC-5

NC.8
-NC-9

NC-12
'NC-13
NC-17a
-NC-18

NC-20
NC.21
.NC-22
.NC-23

'NC-24
NC-25
NC-26

2

2
J

2

N/Ab

N/A
c-24,C-7,&C-2

$2.0
$4.3
(1)

2

3

2
,l

2

2

2

2

2

2

2
?

Parkway Center Dr.
Parkway Avenue
Ridder Road
Kinsman Road
Extension

Frog Pond Lane
Tooze Road
Parkway Avenue
Boeckman Road
Town Center Loop E

Wilsonville Road
sth Street
Boones Ferry Road
'l 1oth Avenue
Wilsonville Road
Barber Street
Brown Road
Park Place

Wiedemann Road
Canyon Creek Road N
Tooze Road
9sth Avenue

Boeckman Road
Boeckman Road
Canyon Creek Road

Vlahos Drive
Town Center Loop W
5th Street
Memorial Drive
Wilsonville Road
Brown Road
Sth Street
Evergreen Drive
Kinsman Road
Town Center Loop E

Complete
N/A
c-9
N/A
c-6
N/A
c-17
N/A
N/A
v-zo
c-14
c-10
c-25
N/A

TOTAL

Complete
$1.9
(1)

$1.4
(1)

$0.5
(1)
N/A
$2.s
(1)
(1)

(1)
(1)

$1.5
s14.1

aThe NC project shown is includsd with the Capacity Project (C- pOect) shown in this column
bN/A 

= not applicable.
'Also provides required street network vehicular capacity.
(1) Cost is included with required capacity poects.
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The process of creating truck routes should begin by examining where cunent truck
movements are heavy, and then assume that truck traffic will remain constant or
increase along these routes in the future. Thus, future truck impacts would be limited
to areas currently affected by heavy truck traffic. According to trafiic counts
conducted in 2000, the following streets exhibited truck volumes in excess of 5
percent on one or more of the movements. lntersections with high truck volume
percentages but low overall volumes are not included in this list:

. Boones Ferry Road at Day Road

. 95th Avenue between Boones Ferry Road and Ridder Road

. Grahams Ferry Road and Day Road

. l-5 ramps at Elligsen Road

. Parkway Avenue and Elligsen Road

. Boeckman Road and Boones Ferry Ramp

. 95th Avenue and Boeckman Road

The street network connecting these intersections should be considered as the base
truck network. The proposed truck network includes Elligsen Road, Boones Ferry
Road, 95th Avenue, Boeckman Road, Kinsman Road, Barber Street, and Wilsonville
Road east of lndustrial Way, Town Center Loop, and Parkway Avenue north of
Wilsonville Road.

Most of these streets are already designed for heavy traffic. Portions of Wilsonville
Road, Elligsen Road, Parkway Avenue, and Boeckman Road as well as all of 95th
Avenue have a concrete surface, ideal for heaw vehicle loads. The pavement
surface of Boones Ferry Road, however, must be upgraded, particularly north of
Wilsonville Road, to be able to withstand the continual weight of regular truck traffic.

The proposed truck network avoids most neighborhood areas. The only truck routes
that would go through a residential area would be on Wilsonville Road through the
Meadows Loop neighborhood and the residential area near the intersection of
Boeckman Road and Parkway Avenue.

Finally, once truck routes are established, the City of Wilsonville should ensure that
proper enforcement minimizes the number of trucks traveling on roads not signed as
truck routes. Also, any future zoning changes must be consistent with the existing or
proposed truck routes.

Drop Lanes
A "drop lane" reduces the width of a section of roadway by one lane. Drop lanes are
used for a variety of reasons including: transition from a wider section to a more
narrow section due to a reduction in traffic demand or a change in roadway
classification, the building of projects in stages, and/or enabling transit for "queue
jumping'. There are two main types of drop lanes, those that drop at an intersection
as a left-tum or right-turn lane and those that merge in/drop after an intersection.
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The length of the drop lane is based on parameters and queue lengths determined
as a result of a traffic study.

A transit "queue jumping" lane is one example of a drop lane that tapers back in after
the intersection. This lane is a short stretch of bus lane combined with traffic signal
priority. The idea is to enable buses to bypass waiting queues of traffic and to cut in
front by getting an early green signal. A special bus-only signal may be required.
The queue jump lane can be a right-turn only lane, permitting straight-through
movements for buses only. A queue jump lane can also be installed between righ!
turn and straighlthrough lanes. This type of anangement can also be used to permit
a bus to cross trafflc lanes to make a left turn immediately after serving a curbside
stop.

Access Management
As congestion becomes more of an issue on Wilsonville arterials and collectors, the
issue of controlling access to these streets takes on greater importance. Proper
access management can lead to smoother traffic flow, increased safety in the
corridor, and financial savings. Lack of access management leads to an increased
number of potential conflicts between vehicles entering and exiting driveways with
through vehicles on the arterial. Such conflicts lead to an increase in accidents.
Thus, streets that are designed for longer trips, such as arterials and colleclors,
should be access controlled to minimize conflicts and maximize moving trafiic
volumes. A discussion of driveway accesses follows.

Access management is hierarchical, ranging from complete access control on
freeways and highways, as administered by ODOT (see the 1999 Oregon Highway
Plan, an element of the Oregon Transportation Plan, Appendix C: Access
Management Standards), to increasing use of streets for access purposes, and
parking and loading at the local and minor collector levels. See Table 4.o for access
management guidelines by roadway functional classification and appropriate land
use type for the City of Wilsonville.

As a whole, driveway approaches must not cause hazards or undue interference to
the free movement of traffic, or infringe on the frontage of adjacent properties. No
driveway should be located so as to create a hazatd to pedestrians, bicyclists, or
motorists, or to invite or compel illegal or unsafe traffic movements.

The following are access management techniq ues/policies that the City will apply to
restrict access points near freeways:
. Access management spacing standards for interchanges as found in the Oregon

Highway Plan (1999).

. Review Oregon Highway Plan access standards when property development,
redevelopment or safety concerns occur.

. Examine the feasibility of realigning existing cross-streets or approaches that do
not meet the spacing standards when roadway improvements are planned.
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The following are several access management techniques/policies that the City will
apply to restrict access points on an arterial:
. Restrict the spacing between access points based on the type of development

and the speed of the abutting arterial.
. Keep the number of road approaches to a minimum to reduce conflict points with

the through movement.
. Locate driveways on the minor street for properties with frontage on an arterial or

collector and a minor street, whenever possible, and locate the driveways as
close as possible to the property line most distant from the intersection.

. Maintain a minimum spacing of 500 feet between signal-controlled intersections,
where possible. A spacing of 800 to 1,000 feet is the desirable spacing between
signal-controlled intersections. Signals at privale developments should be
avoided, if possible.

. Construct frontage roads to separate local traffic from through traffic

. Limit properties without established driveways to one driveway where the
frontage is less than 350 feet, or two driveways where the frontage is 350 feet or
wider, if the driveways meet the other requirements.

. Prohibit new single-family home access points lo reduce the number of small
access points onto arterials and collectors. Acc€ss to new single-family homes
should instead be provided by neighborhood street access.

. Maintain sight distance on all road approaches and driveways. lf practicable,
approaches should be relocated or closed in cases where sight limitations create
undue hazards.

Other facility improvements that can be used for access management are as follows:
. Service driveways should be provided to prevent spillover onto adjoining

roadways.
. Existing access points within 750 feet of freeway interchanges may be closed

and/or consolidated. Existing access points between 750 feet and 1320 feet of
freeway interchanges may be changed to right in/out access only and/or
consolidated. This can improve traffic flow through the interchange and reduce
accidents.

. Where possible, access points for developments should be consolldated.

. Median barriers should be installed to control left{urn conflicts.

Access management has many uses from controllang freeway access to increasing
the use of minor streets for access purposes. Access management strategies
combine access-reducing principles/policies established by the City with facility
improvements. These two things together provide for better overall traffic flow,
improved level of service, and increased safety for drivers and pedestrians.
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Transportation Areas Of Special Concern
ln the Transportation Systems Plan, several areas of special concern are identified
The general language and /or suggested mitigations in the text do not adequately
address the concerns in these areas. For further information on these or other
areas, see the Wilsonville Comprehensive Plan section entifled Areas of Soecial
Concern.

Area A

Area of special transportation concem A is comprised of the Elligsen Road/Boones
Ferry Road /95th Avenue intersection. lt is the land in the southwest quadrant of the
l-SiStafford (Exit 286) interchange and adjacent to Area A in the Wilsonville
Comprehensive Plan section entitled Areas of Special Concern. Conflict occurs
between the southbound off-ramp of l-5 and access to 95th Avenue. The resultant
congestion causes trafiic to back up onto the freeway, approaches to the on and off
ramps, and to northbound traffic from g5h Avenue. Since ODOT owns the righlof-
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Table 4.o
Access Management Guidelines

Access Standards

Functional
Classiflcation

Postcd
Speed

Minimum
Access
Spacing

Spacingr Appropriato Adjacent Land UsGs

MaJor Arterial 35-50 1000 fr 1-2 miles

Community/neighborhood commercial near major
intersections.
lndustrial/otfices/low volume retail and buffered
medium or higher density residential between
inlersections.

Minor Arterial 35-50 600 ft 1 mile

Light industry/offices and buffered medium or low
density residential.
Neighborhood commercial near some ma.ior
interseclions

100 fr Y, mile

Buffered low or medium density residential.
Compatible neighborhood commercial al some
intersections.

Minor Collector 25-35 Y.mile
Primarily lower density resadential

Access to
each lot

permitted

Primarily low density residential

Local Street 25 300-500
ft.

lDesirable design spacing (existing spacing will vary).

Note: See th€ City of Wilsonville Planning and Land Use Ordinance, Section 4. 177 Street lmprovement Slandards, for additional
specifi c street strandards.

T
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way in this area, any feasible mitigation of the traffic concerns must meet with their
approval and cooperation. The City is engaged in ongoing talks with ODOT on
correcting this intersection.

Area B

Area of special transportation concern B consists of the 520 acres in the Dammasch
planning area. The Dammasch planning area has previously been analyzed in the
Dammasch Area Transpoftation-Efficient Land Use Plan (DATELUP.) A Master Plan
for the area that conforms to DATELUP is under development. The 2002 TSP has
generally modeled the area and proposed several road alignments. Conflict may
occur between the planning and development efforts under an adopted Master Plan
and the 2002 TSP. To remedy any conflict, amendments may be made to the TSP
during a regularly scheduled TSP update or under a special hearing process.

4.5 PROJECTPRIORITIZATION
Proiects were prioritized using criteria developed by City staff, a consultant, the ATPC
and subsequently with additional information from the Wilsonville Freeway Access study.
These criteria are:

'l . Limit congestion and maintain LOS

2. Maintain a citywide connectivity pattem

3. Connect adjacent neighborhoods

4. Provide access to new development areas

5. Maintain minimum street standards

6. Other factors, i.e., safety of pedestrians, source of funds, and cost effectiveness

Projects that were listed separately under the individual alternatives previously
discussed in this chapter were grouped together for prioritization with projects that would
be completed concurrently. These further include projects to improve substandard
streets and street connectivity improvements. The short-, mid-, and long-range
prioritization for each alternative is discussed below along with the estimated cost based
on 2002 dollars.

4.5.1 Short-Range (0 - 5 Years)
Short-range planning was discussed wilh the ATPC during meetings from July 2000
to July 2001. Short-range projects are planned for 0 to 5 years. Based on these
meetings, the short-range project list was created. Subsequent to the development
of the ATPC list the Freeway Access Study (FAS) was finished and presented more
information on project priority listings. The project lists presented here are
comprised of the ATPC and FAS priorities and has been reviewed by the Planning
Commission.

Table 4.p shows the short-range plan projects along with their projected project cost
The projects are not presented in order of priority, but in order of capacity, widening,
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spot or sub-standard upgrade projects and by numerical order within these project
types. Alternative t has the lowest projected short-range project cost with an
estimated cost of $26.9 million. The estimated short-range plan cost for Alternative 2
is $80.6 million.
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Proj Sub-Proj

Table 4.p
Short Range Plan Projects and Estimated Costs

Project Description

Alternativo 1 Alternative 2
Estimated Estimated
Gost ($M) Cost ($M)

c-2

Phase 1

s-2s
s-15

Phase 2

s-13

s-4

B-10

c-7

u-b

Kinsman Rd extension from Barber St north to railroad tracks north
of Boeckman Road

from Barber Street to Boeckman Rd extension

lntersection of Kinsman Road extension and Boeckman Road

lntersection of Kinsman Road extension and Barber St

Kinsman Rd. extension from Boeckman Rd extension to railroad
tracks

Canyon Creek Rd N ext from Boeckman to Vlahos Or to Town
Center Loop E

lntersection of Boeckman Road and Canyon Creek Road North

lntersection of Canyon Creek Road North ext. and Vlahos

lntersection of Vlahos Drive and Town Center Loop East

Ped and Bicycle facilities on Canyon Creek Rd extension from
Boeckman Rd to Vlahos

Kinsman Rd extension from railroad tracks to Ridder Rd

Railroad tracks norlh of Boeckman

lntersection of Kinsman Road ext and Freeman

lntersection of Kinsman Rd extension and Ridder Rd

Boeckman Road extension from Kinsman Road ext. to 'l'loth
Avenue

lntersection of Kinsman Road extension and Boeckman Road

lntersection of I 1oth Avenue, Tooze Road, and Boeckman Road

Brown Rd ext from Wilsonville Rd to sth St

lntersection of Kinsman Road ext and Brown Rd (5th St) ext

Kinsman Road extension from Ridder Rd to Day Rd

lntersection of Kinsman Road extension and Oay Road

lntersection of Kinsman Rd exlension and Ridder Rd

$6.8

$4.7

$2.7

$3.8 M.5

nla $3.8

nla $8.9

$4.s $4.5

$4.6 $4.6

s-38

s-18

c-9

c-17

c-24

s-25

s-7

s-39

s-36

s-18

n/a - not applicable
tbd - to be determined
asc - arga of special concem

Note: Total cost ,igure does nol includo the cost for all projects listgd since mst estimates for several projects (labeled tbd)
were beyond the scops of study and have yet to be delermined

T
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Table 4.p (continued)
Short Range Plan Projects and Estimated Costs

Project Description

Alternative 1 Alternativo 2
Estimated Estimated
cost ($M) Cost ($M)

c-25

B-23

c-30

Phase 1

Phase 2

s-31

s-32

s-33

w-2

w4f
s-l3
s-41

B-11

w-9
Phase 2a

Phase 3

s-8
Phase 4

B-1A

Barber St ext from Brown Rd to Kinsman Rd

Ped and Bicycle facilities along Barber Street north extension

Wilsonville Rd lnterchange Enhancements

On and Off ramp lmprovements

Setback abutment Walls and Widen Wilsonville Rd

lntersection of l-5 Northbound Ramp and Wilsonville Road

lntersection of l-5 Southbound Ramp and Wilsonville Road

lntersection of Wilsonville Road and Boones Ferry Road

Widen Boones Ferry Road, from 95th Avenue to Day Road

Widen Boeckman Rd from Canyon Creek North to Wilsonville Rd

lntersectlon of Canyon Creek Rd N and Boeckman Rd

lntersection of Wilsonville Rd and Boeckman Rd

Boeckman Rd Ped and Bicycle facilities improvements from
Wilsonville Rd to Parkway Ave
Widen Wilsonville Rd from railroad tracks to Willamette Way W
Railroad tracks to Kinsman Road, north side only
Kinsman Road to Oak Leaf Loop

lntersection of Wilsonville Road and Brown Road
Oak Leaf Loop to Willamette Way West
Continuous Ped and Bicycle facilities along Wilsonville Road from
Boeckman to Willamette Way West
Widen Miley Rd, from French Prairie to West of l-5, 4 lanes
lntersection of l-5 Southbound Ramp and Miley Road
lntersection of l-5 Northbound Ramp and Miley Road
lntersection of Airport Road and Miley Road
Miley Road Ped and Bicycle facilities improvements from French
Prairie (east) to west of l-5

nla $4.4

nla

$10.5

$9.8

complete

$5.4

complete

$4.3

complete

$54

complete complete

nla $2.2

n/a - not applicable
tbd - to be dgtermined
asc - arsa of special concem
Note: Total cost figure does not include the cost for all pDjects listed sincs cost estimates for several projects (labeled tbd)

wera beyond the scope ot study and have yet to be determined

T
Chapter 4 - Motor Vehicle Facilities Page 4 - 73

nla

nla

s-19
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Table 4.o (continued)
Short Range Plan Projebts and Estimated Costs

Proj Sub-Proj Project Description

Alternative 1 Alternative 2
Estimated Estimated
Cost ($M) Cost ($M)

w-13

W-14a

s-17

s-25
w-'16

nla $1.7

nla

complete complete

nla $2.s

$1.3 $1.3

$0.2 s02

s-1
D-r,

w-20

CS-21

B-6

s-9
cs-5

CS.16

s-5
s-42

$0.3
rbd

$26.9

$0.3
tbd

t80.6

rva - not applicabl€
tbd - to b€ determined
asc - area of special concem
Note: Total cost figure does not includs the cost for all projects listed since cost estimates for several pojects (labeled tbd)

were beyond the scope of study and have yet to be determined
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$4.3

Widen sth St from Brown Rd extension to Boones Ferry Rd

lntersection of sth St and Boones Ferry Rd

Widen Boeckman Rd from 95th Ave to Kinsman Rd Ext (3 lanes)

lntersection of 95th Avenue and Boeckman Road

lntersection of Kinsman Road extension and Boeckman Road

Widen Day Rd from Grahams Ferry Rd to Boones Ferry Rd

lntersection of Grahams Ferry Road and Day Road
lntersection of Boones Ferry Road and Day Road

Widen Tooze Rd from Boeckman exUl 10'h to Grahams Ferry Rd

lntersection of Tooze Rd and Grahams Ferry Rd
Tooze Road widening for bike lanes and sidewalks
Barber St. widening for bike lanes and sidewalk on the north side
Continuous N-S Ped and Bicycle facilities route along Kinsman Rd,
Barber St, Boeckman Rd, 95rh Ave to Boones Ferry Rd

Boeckman Rd/l-5 overpass Ped and Bicycle facilities
Boeckman Road improvements

lntersection of Parkway Ave and Town Center Loop
lntersection of Wilsonville Road and Meadow Loop (High School)
Short-Range Plan Total Project Cost

B-2
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Mid-Range (6 - 10 Years)
The mid-range plan projects (planned for 6 to 10 years) were chosen based on the
same criteria mentioned previously. These projects are ones that are ideally
completed within 6 to 10 years of adopting this plan. Table 4.q shows the mid-range
projects chosen by the ATPC and reviewed by the Planning Commission. The
projects are not presented in order of priority, bul in order of capacity, widening, spot
or sub-standard upgrade poects and by numerical order within the project types.
Alternative t has the lowest estimated cost for mid-range projects with an estimated
cost of $7.2 million. Alternative 2 has an estimated mid-range cost of $8.9 million.
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Proj Sub-Proj

Table 4.q
Mid-Range Plan Proiects and Estimated Gosts

Project Description

Alternative 1 Alternativo 2
Estimated Estimated
Cost ($M) Cost ($M)

c-14 Kinsman Rd ext from Wilsonville Rd to Brown Rd (5th St) ext
lnterseclion of Kinsman Road and Wilsonville Rd

lnlerseclion of Kinsman Rd ext and Brown Rd (5th St) ext

Widen Elligsen Rd from Parkway Ave to Parkway Center Or
and Parkway Center Dr from Elligsen Rd to Parkway Ave

Parkway Center Drive improvements

Parkway Center Drive restriping for bicycle lanes

lntersection of Parkway Center Orive and Elligsen Road

Widen Brown Rd from Wilsonville Rd to Evergreen Ave

Brown Rd Ped and Bicycle facilities improvements from
Evergreen Ave to Wilsonville Rd

Parkway Avenue lmprovements

Parkway Avenue Ped and Bicycle facilities improvements
from Town Center Loop to Boeckman Rd

Elligsen Road lmprovements

Mid-Range Plan Total Project Cost

$3.1 $3.1

$1 7 $1.7

nla tbd

nla $1 7

$24 $2.4

s-16

s-39

w-3

w-12

CS.1O

cs-13

cs-09
B-8

s-27

B-'1

B-7

complete

$7.2

complete

s8.9

n/a - not applicable
tbd - to be determined
asc - aroa of special concem
Note: Total cosl figure does not include the cost tor all projects listed since cost estimates for several projects (labeled

tbd) were beyond tho scope of study and have yet to be determined.
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Long-Range (11 - 20 Years)
The long-range plan projects, or low priority poects planned for 11 to 20 years, were
chosen based on the same criteria mentioned before. These projects are ones that
are ideally completed within 11 to 20 years of adopting this plan. Table 4.r shows
the long-range projects chosen by the ATPC and reviewed by the Planning
Commission. The projects are not presented in order of priority, but in order of
capacity, widening, spot or sub-standard upgrade projects and by numerical order
within the project types. Alternative t had the lowest estimated long-range plan
costs with an estimated cost of $34.2 million. Alternative 2 had an estimated long-
range cost of $65.6 million.
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Table 4.r
Long Range Plan Projects and Estimated

Costs

Proj€ct Description

Alternative I
Estimated Cost

($u1

Alternative 2
Estimated Cost

($M)

c-10
s-37

L-Zd

s-12

c-27

c-30
Phase 3

s-l7
s-21

s-24
s-28

Brown Road ext from Evergreen to Barber Street ext

lntersection of Brown Rd and Evergreen Rd

lntersection of Brown Rd ext and Barber St ext

Barber Slreet extension from Brown Rd ext to 1 1oth

lntersection of 1 'lOth Avenue and Barber Street extension
lntersection of Brown Rd ext and Barber St ext

Rogue Lane extension from Memorial Dr to Holly Lane
lntersection of Memorial Or and Rogue Lane

lntersection of Rogue Lane ext and Holly Lane

Wilsonville Rd lnterchange Enhancements

Auxiliary Lanes

Widen Boeckman Rd from Parkway Ave to 95th (5 Lanes)
Bridge Replacement

lntersection of 95th Avenue and Boeckman Road

lntersection of Boberg Avenue and Boeckman Road

lntersection of Boeckman Rd and Boones Ferry Rd Ramp
lntersection of Parkway Avenue and Boeckman Road

$1.1

$1.4

nla

nla

nla

$1.3

$1.4

$0.7

$11.0

$9.6

n/a - not applicable
tbd - to b€ determined
asc - area of special concom
Note: Total cost figure does not include the cost for all pojects listed since cost estimatss for saveral proiects (label6d tbd)

wsre beyond lhe scope of study and have yei to b€ detsrmined.
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Table 4.r (continued)
Long Range Plan Projects and Estimated Costs

Projoct Doscription

Widen Parkway Ave from lnFocus lmprovements to the Parkway
Center Drive

Parkway Avenue Ped and Bicycle facilities improvements from
Boeckman Rd to Parkway Center Orive

lntersection of Stafford Rd and 65th

lntersection of Grahams Ferry Rd and Boeckman Rd

lntersection of Elligsen Rd and l^5 Southbound ramp

lntersection of g5rh Ave., Elligsen Rd & Boones Ferry Rd.

lnterseclion of 95th Avenue and Boeckman Road

lntersection of l-5 Southbound Ramp and Miley Road

lntersection of l-5 Northbound Ramp and Miley Road

lntersection of Boberg Avenue and Boeckman Road

lntersection of 9sth and Commerce Circle Norlh

lntersection of Boeckman Rd and Boones Ferry Rd Ramp

lntersection of 95th and Ridder Rd

lntersection of Parkway Avenue and Boeckman Road

lntersection of Wilsonville Rd and Town Center Loop W

lntersection of Wilsonville Rd and l-5 Northbound Ramp

lntersection of Wilsonville Rd and l-5 Southbound Ramp

lntersection of Wilsonville Rd and Boones Ferry Rd

lntersection of Airport Road and Miley Road

lntersection of Elligsen Rd and 65th Ave

lntersection of Grahams Ferry Rd and Clutter

lntersection of Wilsonville Road and Boeckman Road

SW Clutter Rd. bike lanes and sidewalk improvements

Alternative 1 Alternative 2
Estimated Cost Estimated Cost($M) ($r,11

nla $3.s

s-2

s-9

s-10

s-11

s-17

s-19

s-20

s-21

s-22

s-24

s-26

s-28

s-29

s-31

s-32

s-33

s-34

s-35

s{0
s-41

CS-02

$0.1

$0.4

$0.1

1.1

So.4

s0.3

$0.3

$0.4

s0.3

$0.3

s0.2

$1.3

$0.8

$0.4

$0.9

$0.7

$0.3

$0.3

$0.3

$0.3

$1.2

$0.4

w-20

ASC

ASC

W -14a

w-11

w-11

w-4

ASC

W{
nla

W4
$0.8

c-30

c-30

c-30

w-11

$0.3

nla

w4f
$1.2

n/a - not applicable
tbd - to be deteminsd
asc - area of sp€cial concem

Note: Total cost figure does not include tha cost for all pmiects listed since cost estimates for several pmjects (lab€led tbd) were beyond
ths scop€ of study and have yot to b€ determined.
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cs-03
cs-04

cs-05

cs-06

cs-07

cs-08

cs-1 1

cs-12

cs-14

cs-17

Sub-Proj

B-2

B-4

B-',t2

Table 4.r (continued)
Long Range Plan Projects and Estimated Costs

Project Doscription

Ridder Road improvements

95th Avenue improvement

N-S Ped and Bicycle facilities route along Kinsman Rd,
Barber St, Boeckman Rd, 95tn Ave to Boones Ferry Rd

SW Tooze Road improvements

1 1oth Avenue improvements

Evergreen Drive improvements

Wilsonville Rd improvements west of Willamette Way West

Town Center Loop improvements

Town Center Loop bicycle improvements

Vlahos Drive improvement

Stafford Road improvements

French Prairie Dr. W improvement

Re-stripe French Prairie Drive for 2 traffic lanes and 2
bike/ped/golf cart lanes

French Prairie Dr. E improvements

Re-stripe French Prairie Drive for 2 traffic lanes and 2
bike/ped/golf cart lanes

Miley Road improvements

Miley Road Ped and Bicycle facilities improvements from
French Prairie (east) to west of l-5

Boones Ferry Road improvements

Boones Ferry Road Ped and Bicycle facilities
improvements from Wilsonville Rd to Boones Ferry Park

Boones Ferry Road widening for bike lanes and sidewalk

Alternative 1

Estimated Cost
($ttll

$0.7

$o.s

(Outside of city
limits)

$1.8

$0.6

$1.2

$2.1

$o.s

$3.2

$2.7

$34

$1 .5

tbd

Altsrnative 2
Estimated Cost

($u1

$0.7

$0.5

w-20

$1.8

$0.6

$1.2

$2.1

cs-18

cs-19

cs-20

cs-22

B-12

B-24

B-2a

$0.s

$3.2

$2.7

$34

$1.s

$1 7 $1.7

n/a - not applicable
tbd - to be determined
asc - area of sp6cial concem

Note: Total cost figure does not include the cost tor all projects listed sincB cost estamates for several projects (lab€led tbd)
wero beyond the scope of study and have yet to bs determined.
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Beyond the 20-Year Planning Horizon Projects and Grand
Total Estimated Gost for All Alternatives
The FAS analysis of future freeway access needs concluded that additional freeway
access improvements (the Boeckman lnterchange, for example) will be required
beyond 2020. ldentifying transportation solutions outside the planning horizon is
normally beyond the scope of a TSP.

For planning purposes, however, it is important that the Boeckman interchange
continue to be regarded as a required long-term transportation improvement for the
City of Wilsonville as a new interchange or other new freeway access must be

I
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4.s.4

Proj

cs-23

cs-24

NC-2a

NC-3

NC-8

NC-12

NC-17a

NC-21

NC.26

B-3

B-5

Sub-ProJ

B-19

Altornative I
Estlmated
Cost ($M)

$1.4

tbd

nla

nla

nla

nla

nla

Alternative 2
Estimated
Cost ($M)

$1.4

tbd

$2.0

$4.3

$1.9

$1.4

$0.5

Table 4.r (continued)
Long Range Plan Projects and Estimated Costs

Project D6scription

Parkway Avenue improvements

Meadows Loop and Meadows Parkway improvements

Parkway Center Drive lo Wiedemann Road

Wiedemann Rd from Parkway Ave lo Canyon Creek Rd N

Frog Pond Lane to Boeckman Road

Parkway Avenue to Canyon Creek Road

Town Center to Town Center Loop W

Ped and Bicycle facilities from Town Center Park to Town
Center Loop E

Boones Ferry Rd to Wilsonville Road

New road from Park Place to Town Center Loop Easl

Willamette River Crossing Along l-5

Memorial Park Ped and Bicycle facilities for existing and
future development

Long-Range Plan Total Projoct Cost

nla

nla

nla

nla

s2.5

$1.s

tbd

tbd

$34.2 $6s.6

n/a - not applicable
tbd - to be determined
asc - area of special concem

Note: Total cost figure does not include the cost for all projects listed since cost estimates lor severai projects (label€d
tbd) were beyond the scope of study and have yet to be determined.
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4.6 POLTC!ES
The City of Wilsonville shall...

Policy 4.1 .1 Design the City street system per the street standards set forth in this
TSP and to meet LOS D, which is the standard in the City. As may be
approved by the City Council, possible exceptions to the LOS D
standard are a change to LOS E on Boones Ferry Road andior
Elligsen Road, and on Wilsonville Road between and including the
intersections with Boones Ferry Road and Town Center Loop West.
Other capacity improvements intended to allow continued
development without exceeding LOS E may also be approved by the
City Council in permitted locations.

Require developers to provide transportation improvements as may
be required or conditioned by a land use decision, expedited land use
division, or limited land use decision, on a roughly proportional basis
of the developer's impacts to the benefits received.

Require bicycle and pedestrian linkages for all cul-de-sacs and
encourage similar linkages between neighborhoods that would
otherwise be separated.

Policy 4.'1.2

Pollcy 4.1.3

I
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Table 4.s
20-Year + Range Plan Projects and Total

Estimated Cost for All Alternatives

Proj
Sub-
Proj Project Description

Alternative 1 Alternative 2
Estimated Estimated
Cost ($M) Cost (SM)

c-5 Boeckman Road lnterchange or other freeway access
improvement alternative (outside of the 20-year planning
horizon.) Boeckman Road lnterchange cost estimate is
given, other alternatives have not been estimated.

nla $40.2

Sub-Total for ShorUMedium/Long Range Projects including
substandard stroet improvements within the 20-yoar planning horizon

s68.3 $155.1

Total Proj6ct Costs All Ranges (20-year and 20+-year) 169.6 3195.3

tChapter 4 - Motor Vehicle Facilities Page 4 - 80

planned for years ahead of actual design and construction. As a result, a
transportation solution outside of the 2o-year planning horizon has been included in
this TSP. Table 4.s shows the 2O-year plus range project chosen by City staff and
the ATPC. Table 4.s also provides the grand total for both Alternative 1 and
Alternative 2. Note that Alternative 1 does not include network connectivity poects
and that Alternative 2 includes street connectivity improvements.
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Connect the existing motor vehicle system within the City and across
lnterstate 5 (l-5) where appropriate. All connections shall be evaluated
for their impacts to future operations of the City's road network.

Promote other existing routes and/or provide connections lo other
regional roadways that provide alternative routes into and out of the
City to reduce the reliance on l-5 and its interchanges within the City.

Develop a system of signal coordination and tie in with the l-5 ITS
system providing a system of integrated parallel arterials and
collectors.

Continue to plan, schedule, and coordinate all public street
improvements through a Capital lmprovements Program.

Provide an adequate motor vehicle system that serves commercial
vehicle/truck traffic to and from land uses requiring the use of
commercial vehicles/trucks.

Evaluate and minimize the environmental impacts of all new public
road projects.

Work with ODOT to improve the general community awareness of its
access permitting authority.

Require that the TSP be reviewed no more than five years after the
date of adoption.

I
I
I
I
I
I

4.7 IMPLEMENTATION MEASURES
lmplementation Measure 4.'1.1.a Use this Plan as the basis for the general

location of routes for vehicle travel and the basis of design of all street
improvements. All of the poects and programs listed in Section 4.5 - Project
Prioritization and in Tables 4.p,4.q, and 4.r will be regarded as
lmplementation Measures of this TSP.

lmplementation Measure 4.1.1 .b Use the Roadway Design Standards (Section
4.4.1 and Figures 4.12 through 4.22) as the standard for designing all street
improvements in the city.

1. For streets not constructed by a public entity, these standards may be
waived on a case-by-case basis in accordance with the waiver provisions
of Wilsonville Development Code, Section 4.118(.03).

2. Amend Wilsonville Development Code, Section 4.118(.03XA.), by adding
a new item 8, and renumbering the balance accordingly, to read as
follows:

"8. curb, gutter, and median systems for managing storm water
consistent with the Storm Water Master Plani"

3. For publicly constructed streets, these standards may be waived for major
alternatives by the City Council and for minor alternatives by the City
Engineer. A major alternative is one that involves a significant changel

I

Policy 4.1.4

Policy 4.1.5

Policy 4.1.6

Policy 4.2.'l

Policy 4.2.2

Policy 4.3.1

Policy 4.4.'l

Policy 4.4.2
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I
2003 Transportation Systems Plan June 2, 2003 Proof Draft

from the standards impacting capacity and speed, that changes
pedestrian safety and convenience, or that alters large areas of required
landscaping. Examples include but are not limited to changing the
number of lanes, moving a sidewalk from the property-line to the curb-
line, using alternatives to standard curb, gutter, and median systems for
managing storm water, or eliminating the landscaped strip. A minor
alternative is one that involves a small change from the standards that
does not affect capacity or speed and does not diminish safety or
aesthetics for the project as a whole. Examples include but are not limited
to moving a sidewalk to go around landscape features, or a small
narrowing of lanes to fit tight right-of-way.

lmplementation Measure 4.1.1.c Based upon Engineering Division analysis
and Development Review Board findings, streets in mixed-use areas should
provide pedestrian orientation and include street design elements such as
wide sidewalks, marked crosswalks, bikeways, street trees, landscaping that
separates the sidewalk from the street, street lighting, bus shelters and
corner curb extensions to provide a safer environment that can slow traffic
and encourage walking, bicycling and transit use, as described in lhe
Technical Appendix.

lmplementation Measure 4.1.5.a. Continue to actively participate in all regional
transportation planning efforts, including activities of ODOT, Metro,
Clackamas County, and Washington County, advocating for Wilsonville's
needs including funding allocations. The commitment to jointly plan and
program for transportation projects will be made in new or updated
intergovernmental agreements with the counties and other appropriate
agencies.

lmplementation Measure 4.1.6 Develop a program to implement lntelligent
Transportation Systems and tie in with the ODOT l-5 ITS system. ITS
projects will be prioritized and included in the Capital lmprovement Program.

lmplementation Measure 4.2.1.a. Amend the Wilsonville Comprehensive Plan
Policy 3.1.2 on Timing and Concunency lssues by changing the language of
lmplementation Measure 3.1.2.b.1 to read as follows:

" l . Planning approval may be granted when evidence,
including listing in the City's adopted Capital lmprovement
Program, supports the finding that facilities/services will be
available within two years for surface streels and four
years for all improvements to lnterstate-s and its
associated crossings, interchanges, and approach streets."

lmplementation Measure 4.2.1.b ln accordance with Chapter g of this Plan,
funding, schedule and coordinate all street improvements using the City's
ongoing Capital lmprovement Program process and annual budget process.

lmplementation Measure 4.2.1.c lmmediately after adoption of this
Transportation System Plan, and in accordance with Chapter 9, establish
funding strategies and systems that will help provide for the investments in

ot
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major street improvement projects necessary to implement the goals and
policies of the Comprehensive Plan.

lmplementation Measure 4.2.2.a The importance of freight to the Wilsonville
economy will be acknowledged in all transportation planning and funding
efforts. The need to accommodate trucks, truck routing, and truck-based
street design will be integrated into the Development Code and in all
subsequent and appropriate planning projecls. To accommodate the
movement of freight, the City shall work with other jurisdictions along the
south l-5 conidor to promote needed improvements to l-5 and its
interchanges.

lmplementation Measure 4.3.1.a Develop Comprehensive Plan and/or
Development Code language requiring a review of environmental impacts of
road projects and compliance, if necessary, with federal, State, and local
regulations for mitigation of those impacts.

lmpl€mentation Measure 4.4.1.a Modify Subsection 4.167.01 of the
Development Code to require all applicants for all site development permits
proposing access to state highways within the City limits to demonstrate
compliance with the access management standards of the Oregon Highway
Plan and ODOT's access permitting authority.

lmplementation Measure 4.4.1.b Require that there be further communications
and efforts to work with ODOT to ameliorate their use of the signals at the
ODOT controlled areas of the Wilsonville Road/l-5 interchange and Elligsen
Road/l-5 interchange.

T
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PEDESTRIAN AND BICYCLE FACILlTlES
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5.1 GOAL
Goal 5.'l: To promote non-motorized travel and provide a safe, interconnected

system of pedestrian and bicycle facilities.

5.2 INTRODUCTION
This chapter provides a framework for current and future pedestrian and bicycle needs in
the City of Wilsonville. Pedestrian and bicycle issues were previously addressed in the
Bicycle and Pedestian Master Plan that was adopted December 20, 1993, with minor
amendments made in the City's Parks and Recreation Master Plan that was adopted in
December 1994. The City of Wilsonville has elected to keep many components of the
1993 Plan, but has updated them to 2000 conditions, where applicable, for this
Transportation Syslems P/an (TSP). This adopted TSP replaces the 1993 Bicycle and
Pedestrian Master Plan. This TSP is consistent with the portions of the 1994 Parks and
Recreation Master Plan dealing with bicycle and pedestrian facilities. ln case of conflict,
however, the 1994 Parks and Recreation Master Plan takes precedence over off-street
facilities.

This chapter is divided into the following sections: Goal, lntroduction, Planning Process,
Updated Bicycle and Pedestrian Master Plan Recommendations, lmplementation
Process, Policies, and lmplementation Measures. These sections have been adapted
from the 1993 Plan and updated to 2000 conditions. The Planning Process, Updated
Bicycle and Pedestrian Plan Recommendations, and the lmplementalion Process are
integrated with the road network described in Chapter 4 of this TSP.

It is important to note that the proposed improvements, along with all relaled maps,
figures, and tables are provided for conceptual purposes only. Specific design issues,
including project alignment, and concerns regarding private property and the
environment, will be addressed later, during the design of each specific improvement. At
that point, project staff will hold public meetings with private property owners and other
interested parties to fully address such concerns.

5.3 THE PLANNING PROCESS
The basic steps of the bicycle and pedestrian facilities planning process were to:

1. lnvolve the community;

2. Review the 1993 Bicycle and Pedestian Master Plan.,

3. Develop a clear and objectlve rationale for selecting a recommended systems
plan;

4. ldentify existing facilities and programs;

5. ldentify system plan options for improving facilities and programs; and

Chapter 5 - Pedestrian and Bicycle Facilities Page5-1
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6. Refine the recommended option into a final transportation system plan with
accompanying preliminary phasing, costs, and recommendations.

The following sections summarize the process and analysis that led to the update of the
1993 Bicycle and Pedestian Master Plan wilh Chapter 5 - Bicycle and Pedestrian
Facilities in the 2002 Transportation Systems Plan (TSP.)

5.3.1 Community !nvolvement
From the outset of the TSP project, every activity was designed to build a solid
foundation of mnsensus support for the final plan. The consulting team, the Adiunct
Transportation Planning Committee (ATPC), key advisors, and City staff combined
their efforts to build a thorough understanding of the issues followed by an evaluation
of the best methods to promole bicycling and walking.

The 1991 Transpoftation Master Plan (TMP) was built upon a consensus to develop
a comprehensive bicycle and pedestrian element for the City. The 1993 Bicycle and
Pedestrian Master Plan, which was based upon the 1991 TMP, was revised by the
ATPC to reflect existing 2002 conditions and to provide an up-to-date,
comprehensive bicycle and pedestrian element for this TSP.

5.3.1.1 Public Workshops
Public workshops were held during critical project phases to ensure that the TSP
recrmmendations reflected community needs. The workshops presented
information to the group and solicited comments regarding bicycle and
pedestrian issues and solutions. The input received was used to develop the
Plan recommendations and served as the basis for the recommendations by the
ATPC.

5.3.1.2 CommitteeStructure
The ATPC was established to provide representation from a variety of interests in
the city. This group was appointed by the City Council to make
recommendations on the TSP and assist in improving the bicycle and pedestrian
program. The ATPC induded members who were actively involved with earlier
master planning efforts and members of the Planning Commission.

5.3.2 DecisionGriteria
An important technique for developing consensus on recommendations was to
establish clear decision criteria that provided the framework to resolve competing
choices. By developing decision criteria, the input from parties could be
constructively channeled to help the City create a plan that best met community
needs.

The decision criteria listed below were developed through group discussions with the
general public and the Bikeway Advisory Task Force (BATF) during public
workshops in September 1992 and Februay|993. The participants were asked to
list those qualities and functions that they would like the bicycle and pedestrian
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program to serve. Following review of the comments made at the second public
workshop, the BATF adopted Decision Criteria for the project. These critena
articulated community values regarding bicycling and walking and were intended to
serve as the guiding principles for the creation, lmplementation, and future revisions
of the Bicycle and Pedestrian portions of future plans.

The ATPC agreed that the previously adopted decision criteria are still representative
of current public concerns. Consequently, the criteria served as the basis for the
policies and implementation measures found at the end of this chapter.

5.3.2.1 Establish a Vision for a bicycle and pedestrian program that:
. Strives for a livable community.

. Creates a long-range plan that accommodates future growth.

. Accommodates the needs of all user groups.

. ldentifies long-range goals and methods for measuring their achievement.

. ls flexible to take advantage of unforeseen opportunities to improve facilities
and programs.

5.3.2.2 Create a Master Plan that is Consis tent with Other Planning
Programs lncluding:

o The City of Wilsonville
/ Comprehensive Plan
/ Transportation Systems Plan
/ Parks and Recreation Master Plan
/ Public Works Design Standards

o Metro

/ Urban Growth Management Functional Plan
/ Regional Transportation Plan

o Clackamas and Washington Counties
. Other local governments, agencies, and districts
o The State

/ Transportation Planning Rule
/ Plans for street and interchange facilities
/ 1995 Oregon Bicycle and Pedestrian Plan

Chapter 5 - Pedestrian and Bicycle Facilities Page5-3I
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Create an Environment, which Promotes Bicycling, Walking, and
Reduces Dependence on the Automobiles, that:

. Features a commitment for the direct involvement of residents, employees,
visitors, schools, businesses, agencies, and organizations in the
development and implementation of the City's bicycle and pedestrian
program.

. ldentifies bicycling and walking opportunities and benefits for City residents,
employees, and visitors.

. Creates and/or coordinates safety and education programs sponsored by the
City and/or schools, other agencies, organizations, and employers.

. Provides the mobility, convenience, and safety necessary to encourage
bicycling and walking.

Provide a Comprehensive System by:
. Creating a connected system of bicycle and pedestrian facilities.
. Providing routes for both commuter and recreational purposes that connect

important local and regional destinalions.
. Overcoming physical barriers.

o Considering future growth areas.

. Coordinating programs and improvement projects with other agencies.

. Establishing clear project implementation priorities.

5.3.2.5 Give Bicycling and Walking Egual Sfatus with Other Transportation
Modes by:
. Providing adequate funding for construction and maintenance.
. lncluding the updated Bicycle and Pedestrian Master Plan facility

improvement priorities in the City's Capital lmprovement Program.

. Regarding signage, lighting, and other amenities or safety features to be
equally important for bicyclists and pedestrians as for motorists.

. Establishing an ongoing advocacy group.

s.3.2.6 Provide Properly Designed Facilities to Encourage Bicycling and
Walking by:
. Emphasizing safety in the location, design, construction, and maintenance of

facilities.

. Considering aesthetics and the creation of a pleasant environment for
bicycling and walking.

5.3.2.3

5.3.2.4
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. Establishing standards for public bicycle and pedestrian facilities that are
consistent with American Association of State Highway and Transportation
Officials (AASHTO) guidelines, the Oregon Department of Transportation
(ODOT) standards, and the cunent standards of the Americans With
Disabilities Act as codified in the Uniform Building Code, State of Oregon
Struclural Specialty Code and the City's Public Works Standards.

. Establishing facility standards for destinations, including minimum standards
for bicycle parking.

. lntegrating the planning and design of all facility improvements with relevant
bicyclist and pedestrian needs.

5,4 THE BICYCLE AND PEDESTRIAN FACILITIES PLAN
RECOMMENDATIONS

5.4.1 Bicycle and Pedestrian Facility System
To encourage bicycling and walking in the City it is critical to provide safe and
convenient systems that connect all destinations. Therefore, major and minor
collector and arterial street designs shall include bicycle facilities on the streets.
Sidewalks shall be provided on all streets. The multi-use path system shall be
expanded to provide off-street pathways and trails for convenience, safety, and
recreation. Finally, the citywide bicycle and pedestrian facility system shall connect
with existing and potential routes outside of the City limits. All bicycle and pedestrian
facilities shall be designed to the current standards of the Americans with Disabilities
Act as codified in the Uniform Building Code and the City's Public Works Standards.
To this end, the City shall continue to coordinate with the counties, the State and
Metro to further a regional approach to bicycle and pedestrian issues.

The 1993 Bicycle and Pedestrian Master Plan system map (Figure 5.1)was
reviewed and amended by lhe Park and Recreation Master Plan as part of that
Plan's process. fhe Park and Recreation Master Plan was reviewed by the City
Council and adopted on October 3, 1994 pending further review of certain off-streel
trails and pathways by the Planning Commission. Figure 5.2 is the revised Park and
Recreation Master Plan dated February 7, 1995. Table 5.a is a guide to the labels in
the 1995 Park and Recreation Master Plan Map.

The City of Wilsonville Parks and Recreation Master Plan map is referenced in the
TSP to ensure thal the two plans are complementary and consistenl. Figure 5.3a
shows the existing, as of 2002, on-street bicycle and pedestrian network for arterials
and collectors along with their associated projects. Figure 5.3b shows the existing
pedestrian network and trail system for information purposes. (Note: the existing trail
system is shown for connectivity information. Figure 5.3a shows the proposed
improvements for both bicycle and pedestrian pathways.) Figure 5.4 is the 2020
Recommended Bicycle and Pedestrian Plan map, which includes the existing
network plus recommended future improvements/additions to the network.

Chapter 5 - Pedestrian and Bicycle Facilities Page5-5
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1993 Bicycle and Pedestrian Masler Plan
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Figure 5.2
Revised Parks Master Plan
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Table 5.a
Guide to Off-Street Paths in the 1994 Park and Recreation Master Plan Map

Associated
Park & 1994 Park & TSP 93 TSP
Rec # Project From To Rec Priority Project Priority Completed

7 South lnterstate
Trail
Boones Ferry-
Day Dream Trail

Day Dream Ranch Charbonneau early long no

8 Boones Ferry Park Day Dream Ranch early yes

9 Town Center
Walks
Courtside Trails

lnterior of Town
Center
Boeckman Creek
Corridor
Brown Road

short

short

short

long

long

long

long

long

long

long

long

B-19 long 75v.

10 Memorial Park no

13 Brown Road
Trail

16 Merrlield-
Boones Trail

18 Coffee Lake -
Wood Trail

20 Wood-Boones
Trail

21 Boeckman Creek
Trail

22 wiedemann-
Elligsen Trail

25 Burlington
Northern Trail

26 Seely Ditch Trail

Dammasch State
Hospital
Wood-Boones
Ferry Trail
Wood Middle
School
Old Boones-Ferry
School Site
Wilsonville Road

no

Park @ Merryfield no

95th Avenue no

Willamette Way
East
Boeckman Road

portions

no

Parkway Center
Drive
North of Boeckman
Rd

lndustrial Way

Canyon Creek N no

Along railroad
righlof-way
Wood-Boones Trail

no

no

31 Vlahos-
Boeckman Trail

Boeckman Road Vlahos Drive B-10 short no

Note This guide is for the off-street pathways only. lf an item is in question from Figure 5.2, then it is either a park, proposed
communr center or school site. Consult the 1994 Park and Recreation N.4aster Plan for further information
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s.4.2 Public Bicycle and Pedestrian Facility Standards
The City shall adopt all applicable AASHTO and ODOT design standards for bicycle
and pedestrian facilities. These standards shall address on-street, off-street, and
special situations. The standards, as described below, shall be incorporated into the
City of Wilsonville Public Works Standards.

5.4.2.1 On-streetStandards
On-street standards for different situations are described below. lt is
recommended that bicycle lanes be the preferred facility design. Other facility
designs should only be used if the bicycle lane standard cannot be constructed
due to physical or financial constraints. The alternative standards are listed in
order of preference.

. Bicycle Lane. This design includes 12-foot minimum travel lanes for motor
vehicles with 5- to 6-foot paved shoulders or s-foot paved lanes where on-
street parking is allowed that are striped and marked as bicycle lanes. Where
bicycle lanes are a portion of the roadway designated for exclusive use by
bicyclists, five-foot bicycle lanes are the minimum. This shall be the basic
standard applied to bicycle lanes on all arterial and collector streets in the
CitY.

. Shoulder Bikeway. This design includes a l2-fool minimum travel lane for
motor vehicles with 5- to 6-foot paved shoulders that are striped but not
marked as bicycle lanes. This design should only be used in rural situations
when it is determined by the City Engineer that a marked bicycle lane is
inappropriate.

. Shared Roadway. This design features a 14- to 16-foot minimum travel lane
width for both motor vehicles and bicycles. This standard should be applied
to all arterial and collector streets only when sufficient pavement width is not
available for a separate bicycle lane. On arterial and collector streets, bicycle
route signage is required to alert motorists to the potential presence of
bicyclists.

5.4.2.2 Off-streetStandards
Standards for off-street facilities are as follows:

. Major Off-Street (Multi-Use) Path. This facility is separated from the
roadway by a barrier or by a minimum of 5 feet of open space and is a
minimum width of 10 feet for two-way multi-use traffic and 12 feet where high
multi-use is expected. A 2-foot clear distance on both sides of the path is
also required.

. Minor Off-Street (Recreational Trail) Path. This is an ADA-accessible
surface with a usable width of 4-6 feet.
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5.4.2.4 Bikeways

. Location. Pedestrian facilities shall be installed based on City standards.
Final facility location and design are subject to the approval of the City
Engineer.

. Easements. All publicly owned pedestrian facilities shall be constructed
within a public right-of-way or an easement.

All new development or redevelopment shall consider access to adjacent
properties in their development plans, especially schools, retail, and
commercial areas. Easements shall be provided as necessary for
compliance with the Americans with Disabilities Act (ADA) standards and City
Street Design Standards.

. Design. Sidewalks shall be a minimum of 5 feet in width, exclusive of curb
and obstructions, and constructed in accordance with the City's Public Works
Sfandards and the standards of the Americans with Disabilities Act as
contained in the City's Public Works Standards and lhe Uniform Building
Code. The latest AASHTO Guide for the Development of Bicycle Facilities
and the Oregon Bicycle and Pedestrian Plan for the year in which the project
is built shall be used to design all bicycle and pedestrlan facilities within the
City of Wilsonville. Any deviation from the AASHTO, ODOT, and City
standards will require approval from the City Engineer.

. Location. Bicycle and pedestrian facilities shall be installed on the basis of
the City's TSP.

. Easements. All publicly owned bicycle facilities shall be constructed within
public righlof-way or an easement. When a bicycle facility must be
constructed outside the public right-of-way, an appropriate easement shall be
granted to the City for construction and maintenance of the facility. A
temporary @nstruction easement may also be required.

All new development or redevelopment shall consider providing an easement
to access adjacent properties, especially schools, retail, and commercial
areas. The intent of these easemenls is to reduce the length of travel to
desired destinations from residential areas, thereby promoting
bicycle/pedestrian travel.

. Design. The latest AASHTO Guide for the Development of Bicycle Facilities
and the Oregon Bicycle and Pedestian Plan fot lhe year in which the p@ect
is built shall be used to design all bicycle and pedestrian facilities within the
City of Wilsonville. Any deviation from the AASHTO, ODOT, and City
standards will require approval from the City Engineer.

5.4.2.5 SpecialStandards

t Chapter 5 - Pedestrian and Bicycle Facilities Page 5 - 13
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The physical environment shall be enhanced to encourage bicycling and walking
by following these standards:

. Minimum sidewalk standard of 8 feet in commercial/retail districts.

. Simply providing facilities that are safe may not necessarily encourage
walking. lssues should be addressed to encourage walking by providing a
more pleasant environment. Urban design features to provide pedestrian
amenities such as street trees, fumiture, kiosks, and trash receptacles; and
bicycle amenities such as bike racks, shall be provided when necessary.

. Provide reasonably direct pedestrian connections between major transit
stops and building entrances for all new retail, office and institutional
buildings.

. Pedestrian facilities shall be consistent with ADA standards.

Support Facilities
ln addition to improving public facilities and routes to connect destinations, it is
recommended that the City require basic design considerations for bicyclists and
pedeslrians when they arrive at their destination. These requirements, although
more general than those currently in the Development Code, should continue to be
included in the City's Development Code and required as conditions of development
permits. The requirements are:

. On-site bicycle and pedestrian circulation for all new developments.

Walkways and driveways shall provide a direct connection to existing and
planned walkways and driveways on adjacent developments.

Sidewalks and walkways must connect the pedestrian circulation system to other
areas such as buildings, vehicle and bicycle parking, children's play areas,
required outdoor areas, and any pedestrian amenities, such as open space,
plazas, resting areas, and viewpoints. The pedestrian system must connect the
site to adjacent streets and nearby transit stops. Whenever practicable, bicycle
and pedestrian connections, meeting applic€ble TPR and Metro standards, are to
be established from one side of a large development site to another.

Walkways shall be located so that pedestrians have a short, reasonably direct
distance to walk between a transit stop or public sidewalk and building entrances.

. Bicycle and pedestrian paths.

Bicycle and pedestrian paths shall be located to provide a reasonably direct
connection between likely destinations. A reasonably direct connection is a route
that minimizes the need to deviate from a bicyclist's chosen direction considering
terrain, physical baniers, and safety. The objective of this standard is to achieve
a convenient grid of routes.

Bicycle and pedestrian paths shall be lighted either by street lights on adjacent
streets or pedestrian scale lighting along the access way. Lighting shall not
shine into adjacent residences.
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Bicycle parking requirements for new development.

Bicycle parking facilities shall be provided as part of: multifamily residential
developments and all commercial, industrial, and institutional developments;
transit transfer stations; and park-and-ride lots.

Bicycle parking.

Bicycle parking facilities shall either be lockable enclosures in which the bicycle
is stored, or secure stationary racks, which support the frame so the bicycle
cannot easily be pushed or fall to one side. Racks that require a user-supplied
lock shall accommodate locking the frame and both wheels using either a cable
or U-shaped lock.

Bicycle parking spaces shall be at leasl 6 feet long and 2.5 feet wide, and
overhead clearance in covered spaces shall be a minimum of 7 feet.

A s-foot aisle for bicycle maneuvering shall be provided and maintained beside
or between each row of bicycle parking.

Bicycle racks or lockers shall be securely anchored.

Required bicycle parking shall be located in a well lighted, secure location within
50 feet of an entrance to the building, but not farlher from the entrance of the
building than the closest standard or compact vehicle parking space. Bicycle
parking inside a building may be allowed with Development Review Board (DRB)
approval, but the location must be easily accessible for bicyclists.

Bicycle parking shall not obstruct walkways. A minimum S-foot-wide aisle shall
remain clear.

All required bicycle parking for multiple-family residential uses shall be covered.

Bicycle lockers or other secure parking facilities for long-range needs at
work, transit centers, etc.

Fifty percent of the required bicycle parking at transit stations and park-and-ride
lots shall be lockable enclosures.
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Location standards for bicycle parking.

All required bicycle parking shall be located on the site within 50 feet of main
building entrances and not farther from the entrance than the closest standard or
compact motor vehicle parking space. Bicycle parking shall have direct access
to both the public right-of-way and to the main entrance of the principal use.

For buildings or developments with multiple entrances, required short-range
bicycle parking shall be distributed proportionally at the various public entrances.
Required long-range public parking also shall be distributed at the various public
entrances, while employee parking shall be located at the employee entrance, if
appropriate.

Bicycle parking may be located in the public right-of-way with the approval of the
City Engineer.

Chapter 5 - Pedestrian and Bicycle Facilities Page 5 - '15
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5.4.4

Bicycle parking may be provided within a building with Development Review
Board approval, but the location must be easily accessible for bicyclists.

. Commuter facilities for employees.

Facility standards should provide greater convenience to commuters. Long-
range parking needs are addressed in Chapter 8. lt is recommended lhat
employers be encouraged to provide facilities for bicycle commuters such as
changing rooms, lockers, and showers but that it should not be mandatory.
Recognizing the need to increase bicycling, it is recommended that the City
continue to evaluate possible methods to provide this incentive. Possible
methods to encourage provision of these facilities include reducing the number of
required vehicular parking spaces.

Education and Safety
Programs to promote education and safety for biryclists and pedestrians should
involve several City departments in coordination with a City bicycle and pedestrian
advocacy group. The information and personnel resources presently exist and the
City primarily needs to focus on pooling these resources to establish a continuous
education and safety program. The City should explore ordinance amendments that
would enhance education and safety programs. A policy commitment should be
made by the City for coordinated safety and education programs with other agencies
and groups such as:

. School districts (West LinnArVilsonville, Canby, and Sheruood School Diskicts)
for programs involving primarily elementary age students;

. State Traffic Safety Commission for training materials and personnel;

. BTA - Bicycle Transportation Alliance;

. Alliance for Community Traffic Safety;

. Clackamas County Sheriff s Office for training personnel;

. Youth Groups (e.9., Boy Scouts, Girl Scouts, etc.); and

. Local service organizations.

5.5 IMPLEMENTATIONPROCESS

5.5.1 Establishing Bicycle and Pedestrian System Priorities
Establishing a major network of facilities in conjunction with all major streets and
supplemental routes, as shown on the 2002 Recommended Bicycle and Pedestrian
Facilities Plan map (Figure 5.4), may be the ideal end result, but these
improvements will obviously lake a considerable period to construct and finance.
Therefore, priorities must be established for a usable system of routes that will
provide links to all major destinations in the City.
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The 1993 recommended bicycle and pedestrran priorities represent the projects that
were considered to be the most important by the BATF and the public at that time.
The projects were grouped in three categories of early opportunities, short-range,
and long-range projects. Table 5.b is the '1993 recommended projects list. The
table shows the projects' 1993 priority, whether or not completed, and a 2001 project
cross reference, if applicable. The 2002 Recommended Bicycle and Pedestrian
priorities represent the prolects that were considered to be the most important by the
ATPC. These projects are grouped into three categories of short-range, mid-range,
and long-range projects. The priority listing is based on the road project that the
bicycle and pedestrian improvements are associated with. These projects are listed
in Table 5.c; project descriptions follow. The projects listed that are off-street and
have recreational attributes are noted with an asterisk. A fourth category of p@ects,
that require coordination with other agencies or programs, is also presented.

Projects that have not been completed as of this 2002 update are shown in Figure
5.3a. Because of the time involved to complete these projects, the City should re-
evaluate pOect priorities to take advantage of funding opportunities and related
construction of streets or utilities that will reduce construction costs. ln addition to
these improvements that will be largely financed by the City, other street, bicycle,
and pedestrian improvements should be required as appropriate with new
development (i.e., street frontage improvements, etc.)

Funding priorities for City projects should be considered under the heading of
transportation facilities for motorists, bicyclists, pedestrians, and transit users. The
needs of all these groups should be evaluated during the annual budget process.
Street improvements based on motor vehicle traffic should not be the only criteria for
prioritizing projects.

Chapter 5 - Pedestrian and Bicycle Facilities Page 5 - 17
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Table 5.b
1993 Bicycle and P6d6strian Master Plan Recommended List

From To

1993
Prolect
List

TSP
Completed Priority

A6sociated
Project

Early Opportunity Projects (1 to 2 years)
1 Boeckman Rd
2 Town Center

Continuous route along3 B-2 95th/Boeckman/Boberg/
Barber/Kinsman

a p.-1a Continuous route along
Wilsonville Rd

5 B-za Boones Ferry Rd

6 B-1 Brown Rd

7 B-8 Parkway Center Dr

Boeckman Rd Willamette Way West

Boberg
Fun Center
Boones Ferry Rd

Wilsonville Rd
Evergreen Ave
Parkway Ave

Wilsonville Rd &
TCLE
Town Center Park

Memorial Park

Matzen Or
Boberg Rd

Town Center Loop
Elligsen
Town Center Loop
Boeckman Rd

Elligsen
Parkway Court

Wilsonville Rd
Brown Rd

Miley Rd

Boeckman Rd

Parkway
Wilsonville Rd
Wilsonville Rd

Wilsonville Rd
&TCLE
TCLE

Existing & future
development
Wood Middle School
Canyon Creek North

Boeckman Rd
Parkway
Parkway
Vlahos

partial
yes nla

CS.4 & CS.
21

no

no

no

no

short

no

no
no
yes

short

long
mid
nla

long

long

long

long

nla

short

mid
nla
nla

short

nla

nla

nla
nla

long

short

long

mid

w-9

cs-20
w-12
CS.9

none

cs-1 1

NC-26

Short-Term Projects (2 to 10 yoars)
'l B-3 ff;:tnn 

the willamette

, Town Center Loop Ped
& Bicycle lmprovements

2 (cont) g-tg Io*n Center Loop
uonnector

3 B_5 Memorial Park

4 Hazelwood Path

5 8_6 Boeckman Rd l/5
(Jverpass

6 B-7 Parkway Ave
7 Parkway Center Dr
I Memorial Dr

9 B_.tO Canyon Creek N
EXtensron

io Boeckman Creek
urossrng
Old Wilsonville11 Rd/Boeckman creek

12 Canyon Creek Rd N.

i3 Stafford lnterchange

Long-Term Projects (10+ years)'l B-1 1 Boeckman Rd
Everoreen Rd Northz6-zJ-- tsxtensron

3 B-12 French Prairie Dr

4 B-13 Parkway Ave

l-5 South of River l-5 North of River

(

Vlahos Ave

Kolbe Lane

no

yes

partial

no
yes
yes

yes

yes

yes
yes

no

no

no

no

CS-16 and
w-4

CS-10

c-6

Boeckman Rd
95th Ave.

Canyon Creek Rd
Kinsman Rd

Miley Rd

Parkway Center Or

NC.25
cs-17 &
CS-18

w-15 & CS-na

TChapter 5 - Pedestrian and Bicycle Facilities Page 5 - 18
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Boones Ferry Park
Wilsonville Rd
Elligsen Rd

Meadows Parkway

Schroeder Way
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Table 5.c
2002 Recommended Bicycle and Pedestrian Facilities

TSP
From To Cost Priority

Associated
Proj6ct

93
PriorityProject

Short-Range Projects
B-1A Continuous route along

Wilsonville Road

B-2

B-6

B-8

B-'t 0

Boeckman Road Willamette Way West nla short w-9 e4

Continuous route along
9Sth/Boeckman/Boberg/ Boones Ferry Road Wilsonville Road
Barber/Kinsman

Boeckman Road l/5
Overpass

Parkway Center Drive

Canyon Creek N
Extension

Miley Road

B-23 Barber Street Extension

Mid-Range Projects
B-1 Brown Road Evergreen Ave. Wilsonville Road

nla short CS4 & CS-21 e3

Boberg Road

Parkway Avenue

Boeckman Road

French Prairie
(east)

Brown Rd

Canyon Creek North

Elligsen Road

Vlahos

west of l-5

Kinsman Rd

nla

nla

nla

nla

nla

nla

short

short

short

short

short

mid

CS-16 and
W4

CS-9

u-b

w-11& CS-19

c-25

w-12

s5

s7

s9

o'1

e6

s6

t4

e5

S'I

s2

s3

t1

B-24

B-7 Parkway Avenue

B-'13 Parkway Avenue

Long-Range Projects
B-2a Boones Ferry Road

B-3 Crossing the Willamette
River

B-4 Town Center Loop Ped &
Bicycle lmprovements

B-5 Memorial Park

Town Center Loop

Boeckman Road

Wilsonville Road

l-5 South of River

Wilsonville Rd &
TCLW

Memorial Park

Boeckman Road

Parkway Center Drive

Boones Ferry Park

l-5 North of River

Wilsonville Rd &TCLE

Existing & future
development

Wilsonville Road

Miley Rd

Town Center Park

Canyon Creek Road

Miley Rd

TCLE

CS.1O

w-15 & CS-10

CS-20

none

w4t
cs-17 & cs-

18 I3

NC-26 s2

nla
nla

mid

mid

B-1 1

B-12

B-19

Boeckman Road

French Prairie Dr

tbd

tbd

nla

tbd

nla

nla

nla

long

long

long

long

long

long

longTown Center Loop
Connector

I Chapter 5 - Pedestrian and Bicycle Facilities Page 5 - 19
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Short-Range Projects
Short-range improvement projects focus on providing access between major
destination areas and residential development. lf fully implemented, the short-
range p@ects will begin to form a basic network. Medium- and long-range
improvements can then be made to further enhance safety and convenience for
the user.

5.5.1.1

{

B-1A.

B-8.

B-10.

B-24.

B-23.

Wilsonville Road from Boeckman Road to Willamette Way West
This street represents a major link from the southwest side of the City to
the northeast side of the City. lmprovement for bicyclists and
pedeshians is a very high priority. This goal has been partially met as
of this TSP. B-1A is a project for a pedestrian and bicycle path on both
sides of Wilsonville Road between Oak Leaf Loop and Kinsman Road.
This improvement is a part of Phase 3 of the Wilsonville Road Project.
(See Project W-9, in Figure 4.'10 in Chapter 4.) The Phase 3 Area
currently contains a bike lane on the south side and a pedestrian path
on the north side of Wilsonville Road.

Parkway Center Drive
Striping for bicycle lanes was added as part of the Elligsen Road
project in the fall of 1999. Striping was not added to the entire street,
but bike lanes are now available to connect Elligsen Road with Canyon
Creek North via Burns Way. The project still requires the addition of a
few signs, but the intent of the goal can be considered met. (See
Project CS-g in Figure 4.23 in Chapter 4)

Ganyon Creek Road
A bicycle lane has been striped on Vlahos Drive as of 1997. This TSP
recommends a Canyon Creek Road North extension south from
Boeckman to Vlahos, which would include pedestrian and bicycle
facilities. (See Project C-6 on Figure 4.10, Chapter 4.)

Miley Road
This project was proposed in the 1993 bike Plan to connect with the
Willamette River Crossing. Construction of the bicycle and pedestrian
connection will occur along with Miley Road improvements. (See
Project W-1 1 on Figure 4.10 and Project CS-l 9 on Figure 4.23 in
Chapter 4.)

Barber Street Extension from Brown Road Extension to Klnsman
Road
This project is proposed as part of the Dammasch area development.
Construction of the bicycle and pedestrian connection is intended to
coordinate with a road and waterline extension. During the interim,
grant funds were used to complete other north/south bicycle goals
(Kinsman Road, part of Barber Street and Boberg Road). The project is
slated to be built along with the Barber Street Elitension from Brown
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Road to Kinsman Road. (See Project C-25 on Figure 4.'10 in Chapter
4.)

Mid-Range Projects
When the list of 1993 short-range projects was created (re-named mid-range
projects for the 2002 TSP), it was anticipated that these projects would be
completed in approximately 2 to 10 years. The projects listed below are those
that were included in the 1993 list, but have not yet been constructed as of 2002.

B-1. Brown Road from Evergreen Ave. to Wilsonville Road
The TSP recommends widening Brown Road to three lanes, which will
include bicycle and pedestrian facilities on both sides of Brown Road
from Wilsonville Road to Evergreen Avenue (See Project W-12,
Figure 4.'10.) Though this is a short street section, it is important due
to the connection it can provide for the many residents to Wilsonville
Road, Boones Ferry Primary School, and Wood Middle School.

B-2. Contlnuous north-south bicycle/pedestrian route from Boones
Ferry Road to Wilsonvllle Road along 95th/Boeckman Rd/Boberg
Rd/Barber SUKinsman Rd.
On the west side of l-5, bicycle and pedestrian access has been greatly
improved by the 95th Avenue extension. A continuous route between
the Willamette River and Commerce Circle is nearly complete using
Boones Ferry Road (south of Wilsonville Road), Wilsonville Road,
Kinsman Road, Barber Street, Boberg Road, Boeckman Road, and
95th Avenue. With the restriping of Boeckman Road between 95th and
Boberg in Fall of 2001, the section left to complete for bicycles along
this route is on Barber Street between the railroad tracks and Kinsman
Road. (See Projects CS4, CS-20, and CS-21 in Figure 4.23 in Chapter
4.)

B-7. Parkway Avenue
Between Town Center Loop and Boeckman Road, Parkway Avenue
does not have sufficient width with its current three-lane design to have
a bicycle lane. However, because of the limited number of accesses
requiring the cenler-turn lane, its width may be reduced creating a
shared roadway design with wider outside lanes for vehicles and
bicycles. lf more detailed study confirms that the striping can be
changed without excessively impacting cars, this work could probably
be added into the annual pavement-marking program and completed in
the next year or two within the operating budget. (See Project CS-10 in
Figure 4.23 in Chapter 4)

B-13. Parkway Avenue (north of Boeckman)
Within the City, the only north-south streets east of l-5 between
Boeckman Road and Elligsen Road are Parkway Avenue (via Parkway
Center Drive) and Canyon Creek Road North. Parkway Avenue should
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be widened to improve the existing substandard situation. The cost for
this improvement is high. Bicycle lanes/paths and pedestrian ways
were included on Canyon Creek Road North when it was constructed in
the mid1990s to provide an alternative route for bicyclists and
pedestrians. Twenty-five percent of the Parkway Avenue project has
been completed as of 2001. (See Project CS-10 on Figure 4.23 and
Project W-15 on Figure 4.10 in Chapter 4.)

Long-Range Projects
Long-range poects are ones that were anticipated to be completed within the
next 20 years in the 1993 Plan. The prolects shown below are those long-range
projects that are still left to complete.

B-2A. Continuous north-south bicycle/padestrian route from Wilsonville
Road to Boones Ferry Park along Boones Ferry Road.
The Wilsonville Road Phase 1 project improved the intersection with
Boones Ferry Road to the vicinity of the old Post Office. Additional
improvements have been delayed on Boones Ferry Road pending
future commercial development anticipated on the Fred Meyer property.
It is not fully known how the sale of Wilsonville Primary School will
change this area. With the school moving to the west, the priority of this
poect will likely change from early opportunity In the 1993 plan to long-
range in the 2002 plan. lt appears that this goal will not be met until
private development proceeds. (See Project CS-20 in Figure 4.23 in
Chapter 4.)

B-3. Willamette River Crossing
A link between Charbonneau and other destinations south of the river
and the central portion of the City is a very important component of the
proposed bicycle and pedestrian system. The l-5 Bridge provides the
only connection between Charbonneau and the rest of the City. Facility
improvements on the bridge would encourage pedestrian and bicycle
use to this part of the City as well as recreational bicycling opportunities
along the south side of the Willamette River. During recent
improvements, ODOT chose not to construct a birycle and pedestrian
facility on the existing bridge. The City should pursue this multi-modal
project issue further with ODOT.

84. Town Center Loop
Town Center Loop has sidewalks around the perimeter of the area but
space has not been provided for bicyclists. This, coupled with Project B-
19 Town Center Loop Connector, will provide good park access. lt will
also provide a desirable alternate route for pedestrians and bicyclists
who do not require use ofthe Town Cenler Loop Connector. (See
Project CS-11 in Figure 4.23 in Chapter 4.)
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Boeckman Road/l-S Overpass.Boberg Road to Canyon Greek North
The overpass does not have sidewalks or bicycle lanes. However, the
pavement width is generally sufficienl for lanes between Parkway
Avenue and Boberg Road. This section should be striped and
widened as necessary for bicycle lanes. This project can be
completed as an intermediate step to the bridge-widening project,
which would include pedestrian and bicycle facilities, (See Project W-4
in Figure 4.r0.)

Between Parkway Avenue and the future Canyon Creek Road North,
Boeckman Road cunently has a shared 8-fooLwlde sidewalk on the
norlh side of the street and insufficient street width for bicycle lanes.
The sidewalk can provide a temporary route for bicyclists and
pedestrians. The south side of the street should be improved with
bicycle and pedestrian facilities in conjunction with future development.
(See Project CS-16 in Figure 4.23 in Chapter 4.)

To improve bicycle and pedestrian access from the Canyon Creek
Road S./Boeckman intersection west to the Boeckman Road
improvements and future Canyon Creek N. Street extension, a short
improvement on the south shoulder of Boeckman Road is
recommended to provide a safe temporary connection to the sidewalk
on the north side of Boeckman Road.

Boeckman Road from Wilsonville Road to Ganyon Creek Road
This section of Boeckman Road has only motor vehicle lanes and no
bicycle or pedestrian facilities. As the City grows, it will become
increasingly important to provide these facilities along this major east-
west route. (See Project W-4f on Figure 4.10 in Chapter 4.)

French Prairie Drive from Miley Road to Miley Road
Facilities for bicyclists and pedestrians are limited along this major
street in the Charbonneau area. lt may be possible to convert this 4-
lane street to 2 traffic lanes and a bike/ped/golf cart lane on each side if
this is found lo be desirable by the residents. (See Project CS-17 on
Figure 4.23 in Chapter 4.)

Town Center Loop Connector
This goal is intended lo provide bike and pedestrian connections to the
north, east, and south of Town Center Park. A sidewalk connection
was made to the north as part of the construction of Town Center Park
during FY 1998-99. A proposed network connection p@ect would
connect the west side of the park and Town Center Loop East. (See
Prqect NC-26 on Figure 4.25 in Chapter 4.)

8-6.

B-11.

B-12.

8.19.
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5.5.1.4 Off-Street Trail Project
B-5. Memorial Park

This project provides improved connections between the park and
nearby development. A path from Memorial Drive to the lower parking
lot was constructed during the summer of 1997. A pedestrian
connection between the proposed Civic Park on the Boozier property
and the Willamette River is a priority.

Other System lmprovements
These projects are very important components of the TSP that should be
implemented at the earliest opportunity. However, they typically require
coordination with other agencies before they may be implemented. Their
implementation schedule should be flexible, depending upon funding and the
level of assistance received from other agencies.

1 . Stafford Road
North of Boeckman Road, Stafford Road represents a logical northern
extension of Wilsonville Road. However, it is outside of the Urban Growth
Boundary (UGB). lt is under Clackamas County jurisdiction and is not
presently designated as a bicycle route in the County Comprehensive Plan.
The City should encourage the County to designate this portion of Stafford
Road as part of the County bicycle system.

2. Elligsen Road
Beyond Canyon Creek Road N, this road is also outside the UGB and is
within Washington County. lt is not presently designated as a bicycle route
in the County Comprehensive Plan. The City should encourage the County
to designate this portion of Elligsen Road as part of the County bicycle
system.

3. Boones Ferry Road
ODOT made some bicycle and pedestrian improvements along Boones
Ferry Road when it was terminated with a cul-de-sac north of Ridder Road.
A pathway was improved from Commerce Circle north to Elligsen Road.
Unfortunately, no pathway was provided between the cul-de-sac at Ridder
Road and Commerce Circle. The City and ODOT should evaluate the
feasibility of opening that strip between Ridder Road and Commerce Circle
for bicyclists and pedestrians.

4. l-5 Bicycle/Pedestrian Path
ln addition to a possible crossing on the l-5 bridge, the City should work
with ODOT regarding a path paralleling l-5 to provide connections with the
Stafford/l-5 interchange, Wiedemann Road (future), Boeckman Road,
Wilsonville Road/l-5 interchange, the Willamette River Greenway, and a
crossing of the Willamette River.
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5. County Coordination
The City should encourage Washington and Clackamas Counties to
designate the roads between Boeckman Road and Elligsen Road, Day
Road, Clutter Road, Grahams Ferry Road, Wilsonville Road (west), and
Miley Road as bicycle routes on their maps.

6. Coordination with Transit Providers
As a transit service provider itself through SMART, the City should work
with Tri-Met to include bicycle parking (preferably lockable enclosures) at
pa*-and-ride transit facilities and to provide improved access for bicyclists.
Tri-Met's bicycles on the bus program has been successful and it recently
committed to continue and expand the program. A Tri-Met representative
has indicated that the agency would be willing to consider a cooperative
arrangement with the City to provide bicycle rack facilities on the No. 96
route that serves Wilsonville.

The City's bus service (SMART) consists of fixed route and'on call"
service. However, the service may become more comprehensive in the
future and coordination of this program with the bicycle and pedestrian
program will be increasingly important in the future, especially with the
planned addition of commuter rail service to Wilsonville.

D 5.5.2 Other Projects

5.5.2.1

s.6 POLTCTES

The City of Wilsonville shall:

Policy 5.'t.l Continue to improve and expand pedestrian and bicycle facilities, as
needed throughout the community, with a focus on improved
connectivity both within the City and with the Metro Regional Bicycle
System.
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Bicycle Map

Once continuous bicycle routes are constructed, the City should produce a
bicycling map and guide for Wilsonville and the surrounding area to promote
bicycling. As an alternative to producing its own map, the City could request that
Metro include the Wilsonville area in its next edition of the "Getting There by
Bike" map that covers most of the Portland metropolitan area. The typical format
of these maps is to provide route information on one side and safety
recommendations on the reverse side.

Bicycle Route Srgns
Bicycle route signs are a common method for identifying bicycle routes. lf a City
map is developed, the routes could be identified with a name or number on both
the map and srgns to help guide bicyclists to their destinations.

?
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Policy 5.1.2

Policy 5.1.3

Policy 5.1 .4

Ensure that pedestrian and bicycle networks provide direct
connections between major activity centers and minimize conflicts
with other modes of transportation.

Regard facilities for bicyclists and pedestrians as important parts of
the overall transportation system and not just recreational facilities.

lncrease the bicycle share mode throughout the City and improve
bicycle access to the City's transportation system.

5.7 IMPLEMENTATION MEASURES
lmplementation Measure 5.1.1.a Determine the actual location, design, and

routing of pedestrian and bicycle facilities with user safety, convenience, and
security as primary considerations.

lmplementation Measure 5.1.'l.b Schedule and coordinate all pedestrian and
bicycle pathway improvements using Table 5.c and Sections 5.5.1.1,
5.5.1.2, 5.5.1.3, and 5.5.'1.4 of the TSP as a guide for the City's ongoing
Capital lmprovement Program for such improvements.

lmplementation Measure 5.1.1.c Retrofit existing pedestrian and bicycle facilities
to current standards to promote safety, connectivity, and consistency, as
funds become available to do so.

lmplementation Measure 5.1.1.d Discourage the use of cul-de-sac streel designs
without pedestrian and bicycle connectivity when feasible alternatives exist to
establish a system of connecting local streets.

lmplementation Measure 5.1.1.e Require pedestrian and bicycle connections
within and between developmenls to provide convenience and safety for
pedestrians and bicyclists. The purpose of this measure is to provide
alternative routes to the collector and arterial street system.

lmplementation Measure 5.1.1.f Revise appropriate Code sections (Sidewalk
and Pathway Standards) to require pedestrian connections between building
entrances, streels, and adjoining buildings.

lmplementation Measure 5.1.1.9: Create a bicycle and pedestrian advocacy
group to monitor, advise and coordinale the efforts of local and regional
agencies to develop a convenient, safe, accessible and appealing system of
bicycle and pedestrian pathways. Purposes - Bicycle Education and Safety,
Driver Education regarding Bicycle and Pedestrian laws; advise Planning
Commission and Parks and Recreation Advisory Board on local needs; track
implementation of facilities in the Transportation Systems Plan and report
status annually to Planning Commission and Park and Recreation Advisory
Board; coordinate wath Washington County, Clackamas County and Metro on
regional bicycle issues; coordinate with Bicycle Transportation Alliance and
other organizations; coordinate with ODOT, and other appropriate agencies.
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lmplementation Measure 5.1.1.h: ldentify and apply for all available state and
federal grant funding opportunities to fund the system improvements
identified in Section 5.5.1 .5 of the TSP.

lmplementation Measure 5.'1.2,a Require development of secondary pedestrian
and bicycle pathways internal to individual developments, consistent with the
Transportation Planning Rule and Metro's Urban Growth Management
Functional Plan.

lmplementation Measure 5.1.2.b Based upon Planning Division analysis and
Planning Commission findings, revise appropriate code seclions to designate
pedestrian districts in mixed-use areas and implement street and site design
slandards that support this designation.

lmplementation Measure 5.1.3.a Establish pedestrian and bicycle pathway
construction standards to be incorporated into the City's Public Works
Standards.

lmplementation Measure 5.1.3.b Require that all primary pedestrian and bicycle
pathways be constructed in a manner that addresses environmental
conditions, such as natural, cultural, and historical features. Pathways shall
be provided as specified in Chapter 5 Pedestian and Bicycle Faclrlles of the
2002 Transportation Systems Plan."

lmplementation Measure 5.1.3.c Require concrete sidewalks on both sides of all
streets with appropriate buffering, and with emphasis on safety, accessibility,
and functionality, unless other facilities can provide the same services or it is
found that sidewalk facilities are not needed for other reasons. The
Development Review Board or City Council must approve exceptions.

lmplementation Measure 5.1.3.d Continue to offer bicycle safety programs
through the Parks and Recreation and Sheriffs Departments.

lmplementation Measure 5.1.3.e As with the formation of the Bicycle Advisory
Task Force before the preparation of the original Bicycle and Pedestrian
Master Plan, the City will seek the advice of knowledgeable individuals before
making significant changes to these Policies or lmplementation Measures.
This may include bicyclists, pedestrians, and those who use wheelchairs or
other assistive devices, as well as others with particular expertise.
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6.1 GOAL
Goal 6.1 To promote an effective translt systom that is a viable alternative to the

single occupant vehicle; responds to the mobility needs of residents,
employers, and employees; permits easy shifts from one mode to
another; offers choice and convenience; and connects to other regional
transportation systems.

6.2 INTRODUCTION . THE SMART SYSTEM
The City of Wilsonville operates South Metro Area Rapid Transit, also known as
SMART. SMART's service area encompasses the entire city. SMART is funded by a
0.3 percent payroll tax (one-half of the rate currently levied by Tri-Met, the region's
largest transit provider). SMART does not charge a fare. SMART provides a range of
services including fixed route, demand response, and community event transportation.
SMART cunently operates five fixed routes with connections to TriMet in or from
Portland and Cherriots in Salem and two demand response routes.

Future transit needs include providing service to activity and employment centers that
are created as a result of future development in Wilsonville. These activity centers will
have significant employment generation and will be major destinations. With
development of more local shopping opportunities for both transit-dependent and transit-
choice riders, use of transit will reduce the number of out-of-town trips. An increase in
commuting trips in and out of Wilsonville is expected to continue. Thus, SMART
maintains communication with ODOT, Tri-Met, Metro, Salem (Cherriots), and Clackamas
and Washington Counties to improve service and increase ridership. Expansion of
commuter rail service to Wilsonville will also require transit service to connect
passengers to retail and employment centers. Future housing developments, such as
Villebois, will also require additional service. SMART continually reviews its transit
service to determine the need for expanded local and intercity service.

SMART operates a demand-response "Dial-A-Ride" service for the general public during
regular operating hours. Dial-A-Ride provides curb-to.curb service within Wilsonville City
limits, with priority given to ADA-eligible customers who have a disability and are unable
to use the fixed route services. All SMART buses are ADA accessible. Since SMART
does not charge a fare for any of its services, it provides enhanced mobility to individuals
who cannot afford other modes of transportation.

Provision of readily available information on routes and services is an important tool in
ensuring that SMART services are accessible to all Wilsonville residents. ln addition to
printed schedules, SMART provides schedule information and personalized trip planning
over the phone (503-682-7790) during regular business hours. SMART also offers
training and assistance to residents who want to learn more about the system.

?
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lnformation on routes, schedules, and connections to other transportation providers is
available on the lntemet web page (www.ridesmart.com) in both English and Spanish.

Many of SMART's bus stops do not yet meet accessibility standards and require
upgrading to comply with the Americans with Disabilities Act. lmproved pedestrian and
bicycle connections and amenities can make waiting for the bus a safer and more
attractive experience. Several shared park-and-ride areas are located within Wilsonville
and are served by transit. These facilities are used by commuters coming into and
through the city as well as by residents,
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6.3 TRANSIT STRATEGIES
This chapter outlines policies and implementation measures to encourage future growth
of transit service and ridership to serve the growing needs of Wilsonville. Development
of transit facilities and services is essential to the livability and economy of the city.
Transit provides safe, accessible and direct services to activity centers such as shopping
and employment areas. Transit also provides mobility for people who do not have a
vehicle.

For transit to provide a viable transportation option for the residents, employers, and
employees of Wilsonville, it must be part of an integrated transportation system that
considers land use, flxed route buses, demand response service, taxis, carpools,
vanpools, employer shuttles, bicycles, pedestrians, and other innovative strategies to
manage mobility. These options include limiting private vehicle space in developments,
using technological enhancements for improved passenger information and systems,
using low-floor buses to reduce delays at stops, and engaging in car sharing and
innovative marketing programs. (Also, see Chapter 8, Transportation Demand
Management.)

The policies and strategies outlined in this chapter seek to promote transit as a means to
reduce the number of single occupant vehicles (SOVs). Reducing the number of SOVs
reduces the demand for roadway capacity and parking. The City's targeted mode split
for transit for the year 2020 is 2.5 percent for all trips from Wilsonville and 1.4 percent to
Wilsonville. Mode split refers to the share of trips made by a mode of transportation,
such as auto, transit, walking, bicycling, etc. These figures are based on Metro's
regional model trip analysis data.

This chapter also identifies potential corridors on which transit will operate and a network
of park-and-ride areas and transit c€nters that make the transit system more efficient.
Other pOects include traffic mediation measures and implementation of lntelligent
Transportation Systems (lTS) projects to improve transit informalion for passengers and
bus operators. The City continually monitors and expands bus service in response to
the needs of residents, employees, and employers.

A separate, but related, Transit Master Plan, intended to guide the internal operations of
SMART, is cunently in the draft stage. The Transit Master Plan will outline operational
plans and strategies, service goals, delivery altematives, and performance measures for
the City of Wilsonville's transit system. The Transit Master Plan is not intended to be
adopted as part of the Comprehensive Plan.

I
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Major Transit Streets
Major transit streets are those that provide connectivity between densely developed
areas, have major development along them, or are planned for future development.
These streets are generally arterials or major collectors that serve as major auto and
pedestrian streets as well. Figure 6.1 identifies existing and possible future major
transit streets lor lhe year 2O20 in Wilsonville. These streets may not have bus
service on them now, but as the City grows, new service should be added. While
there may well be local transit service on other streets, it is on these major transit
streets that the City will commit to the highest level of transit service, and therefore
the highest level of transit-orientation and transit preferences.

Pedestrian and Bicycle Access to Bus Stops
Pedestrian and bicycle access between transit and destinations can be
unnecessarily difficult. When pedestrians must cross large parking lots or walk far
out of their way to find a safe path of travel, transit is much less attractive.

Efforts are already undenway to make Wilsonville friendlier to pedestrians and
cyclists. For transit service along major transit streets (Figure 6.1 ), it is important
that every stop be accessible to as many homes and activities as possible that
requires planning the shortest possible walking distances.

For commercial and activity center destinations, the best assurance of a minimal
walking distance is a building orientation that places at least one entrance of the
building contiguous to and facing with the sidewalk. This point of contiguity needs to
be as close as possible to a crosswalk, so that pedestrians can access bus stops on
both sides of the street. For residential areas, minimal walking distance requires
ensuring that streets are connected within a residential development-if not for
vehicular traffic then at least for pedestrians and cyclists.

Additionally, major entrances to businesses should face or be cleady visible from the
sidewalk. Pathways between these entrances and the street that traverse the
parking areas or driveways should be cleady marked and differentiated with striping,
pavement changes, and signage. Pedestrians should have the right-of-way on these
pathways. Out-of-direction walking distance should be minimlzed; pathways should
be designed to acmmmodate pedestrians, not vehicles.

!ntercity Park-and-Rides and Transit Centers
Park-and-ride facilities are an important element of intercity service. Riders can
often be induced to leave their cars at major, secure park-and-ride locations and take
the bus to intercity destinations. Park-and-rides rarely attract riders that arrive by
bus to local transit service; most of these riders arrive by car.

Currently, SMART serves two shared park-and-ride areas within Wilsonville. The
maximum number of spaces is 63 and both are located in the Town Center Shopping
Center. Commuters parking in these areas are typically passengers with
destinations in Salem and Portland. Approximately half of these commuters come
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from local areas, and half come from areas outside of Wilsonville. The two shared
park-and-ride areas within Wilsonville are currently at capacity. More park-and-ride
Facilities are needed in Wilsonville to accommodate forecasted growth in SMART
ridership (see Figure 6.1).

Park-and-ride demand will grow considerably as the transit system improves and
with the addition of commuter rail service in Wilsonville (see Chapter 7). This
demand will require new and expanded facilities. The locations and sizes of these
facilities should be identifled in advance, to ensure that appropriate land is available.

Park-and-rides require high-quality access, both for the buses and the motorists, if
they are to provide an attractive service. lf a park-and-ride is sited in a place that
requires buses to make complex route deviations, SMART will lose other through-
riders due to delays in serving the park-and-ride market. lf the park-and-ride access
is especially complex, most potential riders will be discouraged from using it.
Because of the long life of park-and-ride facilities, and the high annual costs of transit
operations, it is critical that facilities be sited in ways that minimize operating costs,
not iust capital costs.

Park-and-ride facilities should be sited at locations convenient to the intercity corridor
where service is already justified by existing development and near the commuter rail
terminus. This will require identifying park-and-ride facilities along either Elligsen,
Parkway or Town Center Loop and one located near the commuter rail terminus.

Transfer centers are also needed for passengers to make connections to other
routes. City Hall is cunently one of two transfer centers for SMART buses and is an
important transfer point for local travel within the City. All routes currently make
connections at City Hall. 95th and Commerce Circle is the cunent north location for
transfers between SMART and Tri-Met. All but one of SMART's existing routes have
transfers at this location. A long-term objective is to site transfer centers on both the
north end of Wilsonville near the l-S/Elligsen interchange and on the southern end
near Wilsonville Road.

6.3.4 Transportation Systems Management Measures
For transit to help alleviate congestion, service must strive to be competitive with the
automobile. Most transit service is gradually deteriorating in quality, due to lower
operating speeds caused by increasing congestion. By 2020, Wilsonville can expect
travel speeds to decrease by at least 10 percent along arterials with an approximate
1 7 percent decrease in transit speeds along the major transit streets. This decrease
in speeds will translate into longer running times for SMART and, therefore, higher
costs to run the same level of service.l Moreover, the slower the buses run, the less
likely they are to attract riders from cars.

I According to Nelson/Nygard Consulting Associates in 1999
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Transportation System Management (TSM) focuses on low-cost strategies to
enhance operational performance of the transportation system. Measures that can
optimize performance of the transportation system include, but are not limited to,
signal improvements, HOV lanes, ramp metering, rapid incident response, and
programs that smooth transit operation.

The City is investigating use of the following strategies over future years to mitigate
transit speed loss. These traffic design measures and capital improvements can
increase transit-operating speeds and thus protect current service times from
degrading. A description of some of the available strategies is provided here for
informational purposes only. Review and consideration of any of these techniques
will be made in conjunction with planned intersection improvements and when levels
of service are below acceptable level of service. There are other transit operation
techniques that may be used to maintain or improve levels of service. These include
consolidating and relocating bus stops, adjusting schedules, and using low-floor
buses.

6.3.4.1 Traffic Sign al Priority
This is a simple concept that has been used in a number of different cities.
Buses use the same mechanism as in queue bypass (see Section 6.3.4.3) lo
alert the traffic signal of their approach. The approach of a bus signals one of
two things:

"early green" - the signal turns green earlier than it normally would to minimize
time the bus has to wait at a red light; or

"green extension" - the signal stays green longer than it normally would to
allow the bus to pass through the intersection before the light turns red

Both minimize the amount of time buses waste sitting at red lights. The cost of
adding transit signal priority capabilities to existing signals varies depending on
the signal priority technology. ln Wilsonville, where all signals are relatively new
and already carry Opticom2 equipment for prioritization of emergency vehicles,
the cost-would be about $15,000 per signal. The cost would be somewhat higher
if only one or a few signals are converted at once, but lower per signal if many
signals are converted at once. ln addition to the cost of signal technology, the
buses would need sensors to use the signal technology (about $1,030 per bus).
The existing Street System Development Charges (SDC) could cover at least
part of these expenses.

It should be noted that ODOT controls the traffic signal timing at all intersections
near l-5 on-ramps and off-ramps. ln order to implement traffic signal priority
changes at and near these locations, coordination with ODOT will be required.

' Opticom is a trademark of 3M, lnc.
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6.3.4.2 Signal Additions
It is especially difficult for buses to travel through busy, unsignalized
intersections. Simply adding a signal (even without priority for transit) can reduce
the time buses spend waiting at intersections. However, before signals can be
installed at an intersection, engineering standards, called "signal warrants,' must
be met. Signal warrants depend on traffic volumes, vehicle delay, accident
histories, pedestrian volumes, and engineering judgment.

Depending on the complexity of the antersection and the other infrastructure
needs, a new signal can cost anyrvhere between $160,000 and $200,000. With
a new signal, the cost of transit prioritization mechanisms tends to be lower than
when retrofitting existing signals.

6.3.4.3 Queue Bypass
ln a queue bypass, buses are allowed to use a righlturn-only lane to proceed
through the intersection. Regular traffic is prohibited from using this lane except
for right turns. Buses can then bypass the line of through{raffic queuing up at
the red light. This can be done with an existing right-turn lane, or by constructing
a new right-turn lane if it is needed for traffic management. lf there is no room for
a bus zone and bus stop on the opposite side of the intersection, the bus will
need a 'queue jump" which allows the right turn signal to turn green several
seconds early to allow the bus to get out in front of the through{raffic.

Queue bypasses focus on getting buses through the congested intersection as
quickly as possible. An important element is ensuring that a stop location does
not further limit transit speeds through the intersection. Stops should always be
located on the far side of the intersection, so the transit vehicle clears the
congested intersection before stopping for patrons. Two options are available for
these far-side stops. First, the stop can be located farther from the intersection
to reduce the chances that traffic will back up all the way into the intersection if
the transit vehicle stops to load or unload passengers. A better option is a
special bus zone immediately across the intersection for the bus stop (as shown
in Figure 6.2), which allows buses to serve passengers without backing up traffic
into the intersection.

The cost for a queue bypass treatment varies dramatically depending on the
specific needs of the intersection and whether new lanes must be constructed.
Relocating bus stops costs between $500 and $2,000 (depending on whether a
new concrete pad must be installed at the new site). The cost for signal priority
equipment is about $15,000 per signal and $1,030 per bus. Constructing new
lanes is considerably more expensive and increases the distance and difliculty
for pedestrians at intersections. Of course, the cost of adding a lane would be
reduced if it were included in an already-planned upgrade of the intersection and
the width of the road needed were already part of the right-of-way. Land
acquisition often outweighs the cost of construction. Use of the queue bypass
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will be proposed when transit levels of service fail and will be subject to
engineering and planning review.

Figure 6.2 shows a schematic of a queue bypass treatment with far-side stops.
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Transit Capital Program
This section identifies a transit capital program and funding sources for the City of
Wilsonville. Funding for these p@ects will come from a range of sources including:
. SMART Payroll Tax
. Federal Transit Administration
. Oregon Department of Transportation
. Street SDCs
. Other developer contributions
. Metro

It may also be necessary to implement rider fares or raise payroll tax rates if other
income services are insufficient to cover costs. The following projects listed in Table
6.a are proposed for construction or implementation within the short term, the nelit
five years, and the long term, beyond five years. Cost estimates for these projects
are intended to glve a general indication of each project's cost. A detailed cost
estimate will be needed prior to designating funds for construction or project
implementation. Table 6.b is a proposed vehicle replacement program for the short-
term only. The long{erm capital equipment needs are difficult to forecast, because
although service expansions are expected, the services and vehicle types are not yet
identified. All costs are in year 2002 dollars. A description of each project follows
Table 6.b.

6.3.6 Description of Projects

6.3.6.1 T ra n spoftati on System M a n agement Measures
Transportation System Management (TSM) measures such as signal additions,
signal priority, and queue bypass will be considered to help protect transit-
operating speeds. Signal priority treatments will extend the "green time' at traffic
signals for buses running behind schedule; the queue bypass measures will
facilitate buses proceeding through an intersection by using a right-turn-only
lane. The signal priority improvements are identified as both short- and long-
term projects while the queue bypass is programmed for the longer term.
lntersections identified for these treatments will be proposed when transit levels
of service deteriorate and will be subject to planning and engineering review.
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Table 6.a
Transit Capital Program

Proj6ct Cost

Short-Term Projects (within 5 years)

1. Transportation System Management Measuresl

2. 250-Space Park-and-Ride and Transit Center adjacent to
Commuter Rail

3. Transit Maintenance and Bus Storage Facility

4. Bus Shelters and ADA Upgradesl

5. lntelligentTransportation Systems lmprovements

Total
Long-Term Projects (beyond 5 Years)

1 . Shelters and ADA Upgradesl
2. Transportation System Management Measuresl

3. lntelligent Transportation Systems lmprovements

4. 250 Space North Wilsonville Park-and-Ride and Transit Center

5. 250 Space South Wilsonville Park-and-Ride and Transit Center

Total
lEligible for System Development Charges funding
2ooor funding
AOA = Americans with Oisabilities Act,

HOV = high occupancy vehicle

$155,000

$3,700,000

$2,000,000

$26s,000
$300,000

$6,420,000

$360,000

$1,093,000

$400,000

$4,000,000

$4,000,000

$9,853,000

Table 6.b
Transit Vehicle Replacement and Expansion Program

Project Cost

Short-Term Vehicle Replacement (within 5 years)

Replacement schedule according to federal guidelines.
Three vehicles replaced at a total estimated cost of
$260,000 per year.

$1,300,000

Long-Term Vehicle Replacement and Expansion (beyond 5 years)
Ongoing replacement costs are unclear due to expected
service expansion. Costs will increase significantly if
larger, low-floor and altemative fuel transit coaches are
purchased.

(Unknown at this
time)

I Chapter 6 - Transit System Page6-11
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lntelligent Transporlation System lmprovements
lntelligent Transportation Systems (lTS) involve the application of advanced
technology to solve transportation problems, to improve safety, to provide
services to travelers, and to assist transportation service providers in
implementing suitable traffic management strategies. The proposed
improvements under consideration will improve SMART's transit information
systems and performance and also build on the region's ITS infrastructure.
Some examples of ITS benefits include improvement of SMART's on-time
performance, better information for travelers through real-time transporlation
data, reduced costs, and increased ridership. Real-time customer information
displays, automated stop announcements, and kiosks at major activity centers
providing information regarding highway operating conditions are several
improvements proposed for both the short- and long{erm.

Park-and-Ride and Transit Center Adjacent to Commuter Rail
A 250-space SMART park-and-ride and transit center is planned adjacent to the
commuter rail terminus in Wilsonville. As a condition of approval, the traffic study
for the construction of this park-and-ride should examine the traffic concurrency
needs with reference to the Wilsonville Road/l-S interchange access
improvements as envisioned by the Freeway Access Study. This City facility will
be in addition to the 450-space park-and-ride area that is planned by Washington
County for commuter rail passengers. The transit center and the park-and-ride
facilities are essential government facilities. Co-locating a SMART park-and-ride
at the commuter rail terminus will create a centralized transfer hub for Wilsonville
and provide convenient access for both bus and rail passengers. Cunently,
'14,000 employee trips are made into and out of the City during peak hours and
about 'l '10,000 daily trips are made along l-5 to points north and south of
Wilsonville. A park-and-ride and transit center will provide much needed access
and connectivity for commuters to use local and regional public transportation
services in Wilsonville.

6.3.6.4

6.3.6.5 North Wilsonville Park-and-Ride and Transit Center
A strong c:lse can be made for creating a north Wilsonville transfer center east of
the freeway at the l-siElligsen Road interchange. A fast circulation pattern could
be provided so that passengers destined west of the freeway would not
experience such a long deviation as at the cunent Commerce Circle site. This

Jt6.3.6.2

6.3.6.3
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Transit Maintenance and Bus Slorage Facility
SMART's fleet is currently maintained by the City's Public Works Department and
housed at a facility owned by the City on Elligsen Road. This facility is
inadequate at present, with limited maintenance bays and bus parking, and will
not meet SMART's future needs. Expanding or building a new facility is
estimated to cost $2,000,000.
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site will serve commuters from Wilsonville and those traveling north or south on l-
5.

It must be stressed that the functions of a north Wilsonville facility could be quite
different from those of a commuter rail station. Commuter rail typically offers only
a few peak-hour trips that are best served by specialized feeders. By contrast, a
north Wilsonville transfer center will serve an allday transit market with much
more frequent connections and the potential for much higher overall daily
ridership. The commuter rail project is important to Wilsonville, but it will not
meet all of the community's needs for a transit facility in an appropriate location
for l-5 services.

6.3.6.6 South Wilsonville Pa*-and-Ride and Transit Center
A south Wilsonville transit center is needed to serve connections between local
and regional lines for trips to and from the south of Wilsonville. City Hall currently
serves as a southern transfer location for passengers using SMART. ln the long
term, a more centralized, larger location is needed on the south end to
accommodate future connections with other regional providers and to reduce
traffic on Wilsonville Road for those travelers heading north. The southern station
is recommended only in addition to the northern area, not as a substitute for it.

6.3.6.7 Bus Shelters and ADA Upgrades
The City currently requires major developers to install shelters, but otheMise the
City does not have a formal program for building shelters. A shelter program is
important to provide reasonable comfort for waiting passengers, especially at
high-volume stops. ln general, a shelter should be placed in both directions
along the ma.ior transit streets at spacing of no more than one{uarter mile,
except where no significant market is expected. For example, near the edges of
development or if corridors travel through undeveloped green spaces. At this
time, only 20 percent of SMART's bus stops are ADA compliant. These planned
improvements are listed as both short- and long-term poects (Table 6.a).

Veh icle Repl aceme nt Prog ram
SMART'S fleet replacement schedule is based upon vehicle type. Presently, the
fleet has minivans, minibuses, and three sizes of transit coaches, which have a
replacement schedule ranging between four and twelve years. ln the next flve
years, SMART plans to replace approximately three vehicles that average out to
an estimated cost of $260,000 per year. For service expansion, minibuses are
currently priced at $85,000 and low-floor, alternative fuel 35- to 40-foot buses are
$300,000 per vehicle. Beyond the short{erm, replacement costs are difficult to
project and are dependent upon the type of vehicles identified for purchase.

6.3.6.9 Alternative Fuels for Transit Vehicles
SMART's fleet cunently consists of vehicles that are either gasoline or diesel
powered. There may be cost-effective alternative fuels available in the future

I Chapter 6 - Transit System Page 6 - 13
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and the City needs to keep informed of alternatives that are either less expensive
or more environmentally sensitive than the current fuels.

6.4 POLICTES
The City of Wilsonville shall:

POLTCY 6.1.1 Promote land use patterns and development standards that support
transit as an alternative to the single occupant vehicle. ln all land
use decisions, especially as they affect density or intensity of
developmenl, impacts on transit shall be considered.

Continue to develop inter-modal facilities, transfer locations, and/or
express service to other regional systems and programs that meet
the modal targets of the RTP.

Strive to maintain transit levels of service on major transit streets.

lmprove local transit and service to employees during peak
commuter times to and from Wilsonville, with consideration of costs
and funding sources,

lmprove pedestrian and bicycle connections to transit facilities.

Continue to improve SMART capital equipment and facilities as
needed for quality service, keeping pace with changing
circumstances.

POLTCY 6.1.2

!
I

POLTCY 6.1.3

POLTCY 6.1.4

POLTCY 6.1.5

POLTCY 6.1.6
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6.5 IMPLEMENTATION MEASURES
lmplementation Moasure 6.1 .1 .a Require each traffic study to include the effects

on transit services, circulation, and access for pedestrians and bicyclists on
major transit streets.

lmplementation Measure 6.1.1.b Amend the City's Comprehensive Plan and the
Development Code as appropriate, to include Transit Facilities Design
Slandards. (These standards are expected to be developed and adopted
after adoption of the Transportation Systems Plan.)

lmplementation Measure 6.1 .1 .c Continue to require that new development on
major transit streets be designed to support transit use through site planning
and pedestrian accessibility.

lmplementation Measure 6.1.1.e Amend the City's Comprehensive Plan to
encourage transitoriented development along major transit routes.

lmplementation Measure 6.1.1.f lmprove pedestrian and bicycle connections to
transit facilities.

lmplementation Measure 6.1.2.a Plan, fund, and construct park-and-rides and
transfer centers near the north and south l-5 interchanges and at the t

IChapter 6 - Transit System Page 6 - 14
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commuter rail station. Work with regional, state and private entities to develop
funding packages.

lmplementation Measure 6.1.2.b PIan for facilities and services to meet
anticipated demands in new growth areas such as Day Road (near the
prison) and the Oammasch (Villebois) neighborhood.

lmplementation Measure 6.1.2.c Continue to seek commitment from Tri-Met to
upgrade transit service to the greatest extent possible, in coordination with
SMART.

lmplementation Measure 6.1.2.d Support new peak-hour commuter rail service,
the regional studies for commuter rail all-day service, and for an extension
from Wilsonville to Salem using existing railroad tracks. Support this
passenger rail service with SMARI bus service.

lmplementation Measure 6.1.2.e Work with ODOT, Metro, and other jurisdictions
beyond the city limits to improve Wilsonville's transit viability.

lmplementation Measure 6,1.3.a Develop a Transportation System Management
Plan as one option for moving buses through traffic.

lmplementation Measure 6.1.3.b ln coordination with other traffic flow, revise
traffic signal timing sequences as appropriate to help buses. Timing
sequences shall be examined whenever there is an indication that buses are
not meeting their schedules due to intersection delays or when the level of
service for the intersection is more congested than the City adopted standard
for the intersection.

lmplementation Measure 6.1.3.c Evaluate bus pullouts on a case-by-case basis
lo ensure safety for passenger loading and unloading and to balance delays
to cars and buses.

lmplementation Measure 6.1.3.d Educate motorists to yield the right-of-way to
buses re-entering traffic from bus pullouts. lt is noted that this measure may
require the addltion of new-lighted "YIELD" signs on buses.

lmplementation Measure 6.1.4.a Establish a coordinated system of public and
private buses and shuttles connecting neighborhoods and major Wilsonville
retail and employment areas to accommodate the expected growth in
population and employment. Support use of private mobility services such as
taxi and charter bus.

lmplementation Measure 6.1.4.b Continue exploration of new, innovative
solutions to traffic problems (e.9., developments with limited private vehicle
space, frequent transit connections, HOV lanes, mixed-use developments,
etc.)

lmplementatlon Measure 6.1.4.c Develop an implementation plan to ensure that
the mobility needs of transit-dependent people are met and all services are
compliant with the requirements of the Americans with Disabilities Act (ADA).
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An example is to upgrade bus stops with curb cuts and loading pads to
provide improved access and safer passenger loading.

lmplementation Measure 6.1.4.d Assure that all new transit facilities meet ADA
requirements.

lmplementation Measure 6.1.4.e Design and provide express service to and from
regional transit centers and Wilsonville employment centers to assure that
transit can compete with the automobile. The standard of service must be
such that it will attract not only the people dependent on public transportation
but also people with a choice.

lmplementation Measure 6.1.4.f Provide an appropriate level, quality, and range
of public transportation options to serve the variety of special needs in
Wilsonville. Support other area transit service providers, employers, and
social service agencies in their efforts to respond to the transit and
transportation needs of the youth, elderly, disabled, and economically
disadvantaged.

lmplementation Measure 6.1.5.a lmprove pedestrian and bicycle connectivity to
transit routes to the maximum extent possible.

lmplementation Measure 6.1.5.b Construct sidewalks, crosswalks, etc. adjacent
to transit routes and facilities. Focus on enhancing pedestrian and bicycle
access from all points that are within one-quarter mile of bus stops.

lmplementation Measure 6.1,5.c ldentify walking routes to and from bus stops
that will benefit from sidewalks and lighting improvements.

lmplementation Measure 6.1.5.d ldentify bus stop amenity criteria that are
appropriate for developments based upon average peak-hour traffic trips
generated. At higher volume stops, offer a variety of conveniences for
passengers, depending on the location of the stop, including adequate
lighting, trash receptacle, newspaper stand, pay telephone, bicycle rack or
locker, bench, bus shelter, bus pull-out, etc. (Per the requirements of 660-
045(4XbXC) of the State Transportation Planning Rule and Section 6.4.1 0 of
the Regional Transportation Plan.)

lmplementation Measure 6.1.6.a Develop and maintain a SMART capital
improvement plan that identifies needs, costs, and funding sources.
Equipment and facilities should meet the requirements of the Americans with
Disabilities Act. Target improved accessibility and environmentally sound
options such as low-floor buses and alternative fuels.

lmplementation Measure 6.1.6.b Develop a program to implement lntelligent
Transportation Systems. Examples include real-time customer information
displays, automated stop announcements, regional multi-jurisdictional transit
scheduling, dispatch, rideshare, and other technologies.

lmplementation Measure 6,1.6.c Research potential alternative fuels for transit
vehicles, with a focus on environmental sustainability as well as cost
efficiency.
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lmplementation Measure 6.1.6.d Provide transit improvements concunent with
roadway improvements, including improved pedestrian and bicycle access
and bus shelters, where appropriate.

lmplemontation Measure 6.7 Require that the Transit Master Plan is to be
reviewed and adopted within a year after TSP adoption.

t Chapter 6 - Transit System Page 6 - 17



t

l
CHAPTER 7

OTHER MODES AND MULTI.MODAL COORDINATION
I
I
I
T

I
T

D
I
T

I
T

I
T

II
I



t

l CHAPTER 7
OTHER MODES AND MULTI.MODAL COORDINATION

I
I
T

I
I
I
I
t
T

I
T

t
t
I
?

7.1 GOALS
Goal 7.1 :

Goal7.2:

To coordinate with local, regional, and State jurisdictions in the
dovelopment and operation of the multi-modal transportation
system.

To provide multi.modal facilities properly integrated with the
cltyr ide transportation system.

7,2 INTRODUCTION
This chapter summarizes the existing and future transportation needs for rail, air, and
water in the City of Wilsonville.

It is important to note that the proposed improvements, along with all related maps,
figures, and tables, are provided for conceptual purposes only. Specific design issues,
including concerns regarding private property and the environment, will be addressed
later, during the design of each specific transportation improvement. At that point,
project staff will hold public meetings with private property owners and other interested
parties to fully address such concerns.

7.3 RECOMMENDEDFACILIT!ES

7.3.1 Rail
The rail lines located in Wilsonville are privately owned. Freight traffic varies
between three and eight trains daily, depending on shipper demand. Train
frequencies are expected to increase in the future as Western Pacific pursues an
aggressive campaign to serve new markets and to compete with trucks for local
freight trips in western Oregon. lnitiatives potentially affecting the train volumes
through Wilsonville include eltending line operations between Salem and Eugene,
and acquiring the Cornelius Pass line.

ln 1995, an lnter-Urban Rail Feasibility Study was conducted to examine the
potential for commuter rail seNice from Wilsonville to Beaverton using existing
tracks, running parallel and west of l-5 and Highway 217, for a distance of
approximately 15 miles. Stations would be located in Wilsonville, Tualatin, Tigard,
and Beaverton. The Beaverton Transit Center Station would connect with Westside
MAX Light Rail and buses serving Portland and Washington County employment
centers. The commuter rail terminus in Wilsonville will serve the city's employment
centers. ln 2001, FTA approved the Wilsonville to Beaverton Commuter Rail
Environmental Assessment. Final design is expected to be complete in 2004 and
construction is planned to begin late that same year. Commuter rail service is
planned to start in 2006.

t Chapter 7 - Other Modes and Multi-modal Coordination Page T -1
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A station site has been selected in Wilsonville between the proposed Boeckman
Road and Wilsonville Road lnterchanges at the intersections of Barber Street and
Boberg Road. The Wilsonville to Beaverton Commuter Rail station will include a
commuter rail maintenance facility as well as a 450-space park-and-ride lot. SMART
plans to provide an additional 250-space park-and-ride facility and transit center to
facilitate multi-modal connections between Portland and Salem and other
surrounding communities. SMART will also prove additional bus and shuttle service
between the station and local employment centers.

The City supports regional studies for commuter rail all-day service and for an
extension from Wilsonville to Salem using existing railroad lracks.

7.3.2 Air
There is no airport within the Wilsonville city limits. The closest airport is the Aurora
Airport, which is located south of Charbonneau on Airport Road and is not within the
planning area. Therefore, policies or recommendations for the air transportation
mode beyond maintaining access to Airport Road at designated LOS standards are
not provided in this Transportation Systems Plan. However, the City shall attend all
future airport master plan meetings and provide comment.

ln addition, the City recognizes that floatplanes occasionally land in the Willamette
River. The City should also be mindful of building height limitations within the
Willamette River Greenway and Charbonneau as well as any significant docks
constructed in the River that may impede floatplane traffic.

7.3.3 Marine
The Willamette River is navigable through Wilsonville. While there has historically
been ferry service in Wilsonville at the Boones Ferry Landing, there are no plans to
resume the service. Also, long-dislance ferry service between Wilsonville and cities
to the north is not planned. For marine transportation, it is recommended that
development along selected water access areas continue to be monitored, to ensure
that if ferry service is considered in the future, space exists for facilities. Discussions
have occurred that resulted in the idea that an occasional use docking facility for
river excursions could be desirable, especially in connection with the Old Town
historic district. Future development along the Willamefte River shall include such
facilities.
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7.3.4 Multi-modalCoordination
The recommended regional transportation facilities for the City of Wilsonville
conlribute to multi-modal coordination. Based on increased traffic volumes for future
years, the proposed commuter rail station (shown in Figure 7.1) with a park-and-
ride, improved roadway network, and a non-motorized network will be part of the
solution to relieving traffic.

Use of the commuter rail is assumed to increase resulting in a demand for a park-
and-ride at the proposed rail station. The 2020 Recommended Alternative
(Alternative #2) includes an enhanced Wilsonville Road interchange, widening and
exlension of Boeckman Road, plus interseclion mitigations that will provide better
access to the rail station. These road network improvements are shown in Figure
4.10. The improved roadway system will also include the required design standards
(Figures 4.12 through 4.22), and pedestrian and bicycle facilities that will allow the
commuter trafflc from l-5 and surrounding areas to access the rail station. This will
provide a coordinated multi-modal network. This improved transportation network
would help relieve some traffic from the Elligsen Road interchange and provide a
better traffic flow pattern through the Wilsonville Road interchange. The rail station,
improved roadway network, and proposed interchange enhancements will help
develop coordination between four forms of transportation:

Bicycle and Pedestrian Facilities

Rail Lines

Private Vehicles

Transit

Other ways the City is implementing multi-modal coordination is through design
standards. All roadway classifications within the city will require sidewalks on bolh
sides of the street, with the sidewalks being generally separated from the street by at
least 4 feet of landscaping. ln addition, bicycle lanes will be provided on minor
collector streets or higher classifications.

Finally, multi-modal coordination on existing streets will be implemented by
considering transit signal priority and pre-emption for Wilsonville's most congested
streets. This will improve transit speed and reliability.

7.4 POLICIES
The City of Wilsonville shall.

Policy 7.1.1

Policy 7 .1.2
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Actively encourage the Federal Highway Administration, Federal
Transit Administration, Oregon Department of Transportation, and
Metro to provide improvements to regional transportation facilities.

Continue to work in concert with the State, Metro, Clackamas and
Washington Counties, and adjacent jurisdictions to develop and
implement a regional transportation plan that is complementary to and
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Policy 7 .2.1

Policy 7.2.2

Policy 7.3.1

supportive of the City's Plan while addressing regional concems. The
City expects a reciprocal commitment from other agencies.

Maintain access lo the Willamette River so that the river may be used
for transportation purposes in the future. Acquire or improve access
to Willamette River for public docking purposes.

Assist in efforts to improve the viability of the railroad, not only for
freight, but for passenger service as well.

Minimize conflicts and facilitate connections between modes of
transportation.

7,5 IMPLEMENTATION MEASURES
lmplementation Measure 7.1.1.a Continue to work with the Oregon Department

of Transportation and the Federal Highway Administration to assist in the
construction of additional enhancements to the Wilsonville Road lnterchange
as well as an interchange on lnterstate 5 at Boeckman Road or similar
freeway access enhancements.

lmplementation Measure 7.1.2.a Remain actively involved in transportation
meetings at the county, regional, State, and federal level, as they affect the
implementation of this Plan.

lmplementation Measure 7.1.2.b Ensure that the Transportation Systems Plan,
and relaled provisions of the Comprehensive Plan and Development Code,
remain consistent with the Transportation Planning Rule, the State
Transportation System Plan, the Urban Growth Management Functional Plan,
and the Regional Transportation Plan.

lmplementation Measure 7.2.1.a Preserve and improve the potential
transportation value of the river when preparing plans or reviewing
development proposals. Protect existing river access in the process.

lmplementation Measure 7.2.2.a Coordinate with the rail line owner and
commuter rail operator to enhance the viability of both freight and passenger
service. The City will continue to advocate extending the commuter rail
service south of Wilsonville.

lmplementation Measure 7.3.1.a Review and revise, where appropriate, the
City's Development Code to require appropriate connections between modes
of transportation.

T Chapter 7 - Other Modes and Multi-modal Coordination PageT-5

June 2, 2003 Proof Draft



I

l
CHAPTER 8

TRANSPORTATION DEMAND MANAGEMENT
I
I
T

t
T

T

D
T

I
T

T

I
t
I
?
I



T

l CHAPTER 8
TRANSPORTATION DEMAND MANAGEMENT

t
t
I
t
T

I
D
I
t
T

T

T

T

T

?

8.1 GOAL
Goal 8.'l: To develop and implement Transportation Demand Management

strategies to decrease the use of single occupancy vehicles, to
decrease the need for costly additions to the roadway system, and
to minimize air pollution.

8.2 OREGON TRANSPORTATION PLANNING RULE, EMPLOYEE
COMMUTE OPTIONS, AND METRO GOALS
Oregon's Transportation Planning Rule (TPR) contains measures designed to reduce
reliance on the automobile. The TPR'S intent is that the planned transportation system
supports a pattern of travel and land use in urban areas that will minimize air pollution,
traffic, and livability problems. Three objectives in the TPR for the Portland metropolitan
area, of which Wilsonville is a part, are: no increase in automobile vehicle miles traveled
(VMT) per capita within the first ten years following the adoption of this transportation
system plan, a 10 percent reduction in VMT per capita within 20 years, and an additional
5% percent reduction in VMT per capita within 30 years.

ln '1996, the Oregon Legislature passed a series of laws designed to protect air quality in
the Portland metropolitan area that included Employee Commute Options (ECO). The
ECO sets more specific goals for trip reduction than the TPR, and speciflcally targets
businesses wlth more than 50 employees at one site. The ECO requires these
businesses to provide commuting options to encourage employees to reduce single-
occupancy vehicle (SOV) commule trips. For instance, employers with more than 50
employees at one site must provide their employees with options lhat have the potential
to reduce SOV auto trips to worksites by 10 percent within three years of the employer's
plan and to maintain the trip reductions as long as ECO is in effect. The City does not
have a responsibility to implement the ECO rule, however it is in a position to assist
employers with compliance by helping them to develop and implement trip reduction
plans. The ECO rule looks at vehicle miles traveled (VMT) in terms of auto trip rate
(number of cars arriving at the work site divided by the number of employees arriving at
the work site). Metro uses a similar VMT alternative measure: the percentage of all trips
made by a mode other than single-occupant automobile. Both of these measures allow
for increase in employment without a reduction in auto trip rate.

Metro established a non-SOV modal performance for lhe City of Wilsonville for the year
1994. The non-SOV modal performance is the percentage of all trips that are made
using an alternative to the single-occupant automobile, such as bicycling, walking,
carpooling, vanpooling, or transit. Metro has adopted this measure as an alternative to
measuring VMT in order to comply with the State TPR. Local adoption of the modal
targets is necessary to demonstrate compliance with the TPR.

Chapter I - Transportation Demand Management PageS-1
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Metro has projected what the rate will be in 2020 without any major TDM efforts and set
a goal that the City can reach by implementing various measures that encourage the use
of alternative transportation modes. Wilsonville's non-SOV modal performance for 1994
was 32Yo. The projected non-SOV modal performance for 2020 is 37%. The City's goal
lor 2020 is a 45ok non-SOV modal performance.

The City of Wilsonville wall meet this goal through implementation of policies throughout
this TSP, which will provide:

. An inter-connected street system that encourages walking and bicycling (Chapter4).

. Addition of bike lanes and sidewalks throughout the City of Wilsonville (Chapter 5).

. An effective transit syslem that responds to the mobility needs of residents and
employees and permits easy shifts from one mode to another (Chapter 6).

. Multi-modal facilities that are properly integrated with the citwide transportation
facilities (Chapter 7).

. Transportation demand management strategies to decrease the use of single-
occupancy vehicles (Chapter 8).

8.3 TRANSPORTATION DEMAND MANAGEMENT STRATEGIES
One of the primary methods used to reduce reliance on the automobile is Transportation
Demand Management (TDM). The essence of TDM is that by transporting more people
in fewer vehicles we can effectively reduce the demands on the transportation system
and thereby make more efficient use of the system. Reducing the overall demand and
spreading out the timing of trips so that fewer are made during the morning and evening
'rush-hour" peaks results in reduced traffic congestion. These efforts can also delay or
eliminate the need for road widening or new construction. The term TDM encompasses
altematives to driving alone and the measures and techniques that encourage the use of
these alternate modes. The TDM programs are designed to:

. reduce the number of automobile trips

. shorten trip lengths

. switch the times of trips to less congested periods of the day

. encourage transit, carpooling, bicycling, and walking as alternatives to driving

The TDM programs make the transportation system more efficient and reduce pollution
without adding major infrastructure.

The most important strategy of all is good land use - well-designed compact, mixed-use,
people-oriented developments support walking, bicycling, and public transit. Future
land-use planning decisions must continue to make non-auto travel possible and take
greater steps to support alternate modes.

The TDM programs are most effective when complementary elements are packaged
together to fit the needs and conditions of a given site or area. Supporting infrastructure,
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such as funclional sidewalks, bicycle racks and showers, as well as transit services are
important to a successful program.

This chapter details policies and strategies aimed at reducing the demand for SOV use
in the City of Wilsonville.I
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8,4 POTENTIAL AUTO TRIP REDUCTIONS
The TDM methods for reducing auto trips vary in effectiveness, implementation cost and
success potential. A variety of methods will be required in order to meet the needs of
different business types and employees' commute needs. Table 8.a lists the potential
that each strategy has for reducing SOV auto trips.

Unless othenryise noted, the information in the following tables was derived from a report
produced by JHK and Associates, lnc., in June 1995, for the Oregon Department of
Environmental Quality. The potential auto trip reductions are based on Tri-Met's
previous experience with employers in the metropolitan area who have developed
transportation programs in the region. See Glossary for definitions.
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Table 8.a
Potential Transportation Demand Management Methods

Method
Potential SOV Auto
Trip Reductionsa

Commuting Alternatives
Full Transit Subsidy (employers pay 10oo/o of transrt passes)

High transit service
Medium transit service
Low transit service

50% Transit Subsidy (employers pay 50o/o of transit passes)
High transit service
Medium transit service
Low transit service

Full Subsidy for All Commuting Alternatives
High pedestrian access and transit service
Medium pedestrian access and transit service
Low pedestrian access and transit service

50% Subsidy for All Commuting Alternatives
High pedestrian access and transit service
Medium pedestrian access and transit service
Low pedestrian access and transil service

Time Off with Pay for Using Commuting Alternatives
Other Rewards for Using Commuting Alternatives
On-site Carpool Matching
Vanpooling

Company subsidizes vans
Company provides vans for a fee

Carpooling and Vanpooling Parking Subsidies
Carpool and Vanpool Preferential Parking
Employer Shuttles
Bicycling Program
Walking Program

19-32%
4-60/o

0.5-1o/o

10-16%
2-3Yo

0-0.5%

21-340/0
5-7Yo
't-2Yo

1O-17o/o

24Yo
O.5-1o/o

1-2o/o

0-3Yo

1-6o/ob

15-25%
3040Yo

1-3Yo

c
c

0-1Oo/o

O-3o/o

"The range of percentages listed for eacfi strategy reflects employers' varied situations. The mora applicable
a sttategy is to your company's situation, the more your company could expect to fallat the higher end ofthe
range.

bDEQ reports 'l-2 percent potential auto trip reductions for this strategy. The percentages listed are based on
Tri-Met's previous experiences with employers who have developed transportation programs.

cPotentaal auto trip reductions for this strategy are not reported by DEQ. Any reduction listed is based on Tri-
Met's previous experience with employers who have developed transportation progEms. However, this
strategy is consid€red a supplemental stategy by DEO. For compliance with the ECO rule, DEQ requests
that at least two of these supplemental stralegies be included in the auto trip reduction plan filed by affectod
employers.

TChapter I - Transportation Demand Management PageS-4
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Table 8.a (continued)
Transportation Demand Management Methods

Potential SOV Auto
Method Trip Reductionsa

Work Alternatives
Telecommuting

Full-time
1-2 days per week

Compressed Work Week
9 days/80 hours
4 days/40 hours
3 days/36 hours

Parking Management Alternatives
Adopting Parking Cash-out or Fees

High transit service
Medium transit service
Low transit service

Support Programs
Transportation Coordinator
lnformation and Promotion
Employee Recognition Program
Using Fleet Vehicles (for company business)
Guaranteed Ride Home Program (used with other
commuting alternative strategies)
On-site Transit Pass Sales
On-site Amenities

82-91%
'14-36Y"ok

7-9Yo
16-18%
32-360/o

8-20o/o
5-9%
24o/o

c
1-2Yo

"The range of percentages listed for each strategy reflects employers' varied situations. The more
applicable a slralegy is to your company's situation, the more your mmpany could expecl to fall
al ihe higher end ol the range.

bDEQ reports 1-2 percent potential auto trip reductions for this strategy. The percentages listed
are based on Tri-Met's previous experiences with employers who have developed transportation
programs.

cPotential auto trip reductions for this strategy are not reported by DEQ. Any reduction listed is
based on Tri-l\ilet's previous experience with employers who have developed lransportation
programs. However, lhis strategy is considered a supplemental strategy by DEQ. For
compliance with the ECO rule, DEQ requests that at loast two of thase supplemental strategies
be included in the auto trip reduction plan filed by affected employers.

T
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8.s POLTCTES

The City of Wilsonville shall:

Policy 8.1.1 Promote land use patterns and development standards that support
alternatives to the single-occupant vehicle and reduce reliance on the
automobile.

Policy 8.1.2 lmprove pedestrian and bicycle connectivity and amenities to ensure
they are viable commuting options.

Policy 8.1.3 Participate in local and regional trip reduction strategies.

8.6 !MPLEMENTATION MEASURES
lmplementation Measure 8.1.1.a Encourage developments that effectively mix

land uses to reduce vehicle trip generation, especially the number and length
of home-to-work trips.

lmplementation Measure 8.1.1.b Encourage design and location of
complementary activities that support public transit, ride-share programs, and
use of other alternative modes of transportation.

lmplementation Measure 8.1 .1.c Promote the expansion of establishments for
commercial goods and services within the City to reduce the need for out-of-
town trips.

lmplementation Measure 8.1.'l .d Amend the City's Development Code to require
new large developments and high employment and/or traffic generators (i.e.
new businesses that bring at least 50 new on-site employees to Wilsonville)
to submit Transportation Demand Management programs to the City
indicating how they will reduce transportation impacts, the activities they
intend to undertake, and how they will implement these activities. All such
proposals shall be subject to review by the City Engineer, SMART and, if
applicable, ODOT. The City shall coordinate all employer-based TDM efforts
with Oregon DEQ to prevent duplicative requirements.

lmplementation Measure 8.1.1.e Revise the Development Code's parking
standards to be in compliance with the most recently adopted Regional
Transportation Plan and the Urban Growth Management Functional Plan
including the continued imposition of maximum parking limits for large
developments and high employment andior traffic generators.

lmplementation Measure 8.1.1.f Allow for a reduction from minimum parking
standards for developers who implement a TDM Plan approved by SMART.
Those parking spaces devoted to the TDM plan should be excluded from the
required parking maximum calculations in subsequent changes of use of the
property, subject to approval by the Development Review Board.

{

!
T

T

I
T

t
a

T

I
T

I
t
I
It

PageS-6Chapter I - Transportation Demand Management



I

I
June 2, 2003 Proof Draft

lmplementation Measure 8.1.'l.g Accommodate the expected growth in
population and employment and the resulting transportation needs in the City
by improving arterial and collector street networks and the pedestrian and
bikeway system.

lmplementation Measure 8.1.1.h: Study the traffic generation implication of
reducing the traffic trip generation of all new 'mixed-use, pedestrian-friendly
center, or neighborhood" developments as defined by OAR 660-012-
0060(7)(a)&(b) by 10% of that identified in the most recent ITE manual on the
City's traffic capacity. Should these types of developments prove to generate
10% fewer traffic trips, revise Section 4.140(.09XJ) of the Development Code
to require a lOoA credit in the number of calculated traffic trips per OAR 660-
01 2-0060(s)(a)-(d).

lmplementation Measure 8.1 .2.a Encourage employers to improve on-site
provisions for bicyclists such as weather-protected parking facilities, showers,
and lockers at point of destination.

lmplementation Measure 8.1.2.b Make accommodations for bicyclists and
walkers at park-and-ride lots and transportation transfer locations, including
bicycle lockers or racks, sidewalks, pedestrian refuges, and marked
crossings as appropriate.

lmplementation Measure 8.'l .2.c Encourage large employers (50 or more
employees) to include preferential parking for carpools and vanpools.

lmplementation Measure 8.'1.3.a Work to reduce the number of vehicle miles
traveled in the City by monitoring transportation demand management
programs of area businesses.

lmplementation Msasure 8.1 .3.b Establish a TDM program to work with area
businesses and market travel demand management and commuting
alternatives. Provide incentives that encourage employees to reduce SOV
commute trips. ldentify a lead individual within the City to be responsible for
program coordination.

lmplementation Measure 8.1 .3.c Establish and market a rideshare program.
Take part in regional and state efforts to reduce the number of vehicle miles
traveled.

lmplementation Measure 8.1.3.d Establish a coordinated system of public and
private buses and shuttles connecting neighborhoods and major Wilsonville
retail and employment areas to enable the growing number of residents and
employees to make work and shopping trips without using an SOV vehicle.
Facilitate the formation of vanpools as appropriate.

lmplementation Measure 8.1.3.e Develop and distribute materials which educate
and enable children to more readily use transit and other non-motorized
modes of travel.

lmplementation Measure 8.1.3.f Coordinate with ODOT, Metro, Tri-Met, and the
Counties of Washington and Clackamas on the development of park-and-ride
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areas and transfer stations at freeway interchanges, and the planned
commuter rail station in Wilsonville to ensure that service is coordinated and
allows for inter-modal connectivity.

lmplementation Measure 8.'1.3.9 Develop and adopt City policies which
encourage reduced reliance on the automobile by City employees and allow
the City to act as a role model for other Wilsonville employers. These policies
shall include provisions for flex- and compressed workweek schedules,
telecommuting, prefened parking, and other policies that encourage the use
of alternative transportation modes.

lmplementation Measure 8.1.3.h Assist in the provision of alternative
transportation options that provide a link between employment sites, retail
services, and transportation transfer points for both mid-day and commuting
trips. These transportation options could take the form of shuttles or
vanpools between park-and-ride lots or commuter rail stations and
employment sites. Other options could include small altemative-fuel vehicles,
scooters, or bicycles.
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9.1 INTRODUCTION
This chapter outlines potential funding sources that may be implemented to meet the
needs of the Transportation Systems Plan (TSP). ln addition to defining funding
resources currently used by the City to finance transportation facilities, this element of
the TSP will identify methods and programs that may be available to contribute
additional revenue sources. Each option will be evaluated including ease of
administration and public acceptance.

Municipal transportation funding has primarily relied on a user fee system whereby
system users contribute toward maintenance through motor vehicle fees, including gas
taxes. This is supplemented with systems development charges (SDC), traffic impact
fees and street frontage improvements adjacent to property (exaction) under
development. Most capltal improvements are paid through SDCs and local improvement
diskicts (LlDs).

Motor vehicle fees have become a limited source of funding for municipalities due to
many factors:

, Gasoline taxes have been applied on a cents per gallon basis, not a true cost
basis to the price ofgas. lncreases in the gas tax have not kept pace with the
cost of transportation needs. Although the amount of federal gas tax has
increased from 4 cents to 18.4 cents per gallon (diesel is 24.4 cents) between
1965 (when interstate construction was at its peak) and 1995, the buying power
of this money has declined by 41 percent due to inflation and reduced fuel
consumption.

. Oregon motor fuel vehicle tax, currently 24 cents per gallon, has not increased
since 1992 and registration fees have been at $15 per vehicle per year for over
10 years. However, title fees were adjusted to $30 in 2001. The Legislature
proposed to add a S-cent per gallon increase and to eliminate the truck weight-
mile tax in favor of a more equitable diesel fuel tax. Also, the Legislature
authorized $600 million in bonds for highway construction projects. However,
when the legislation was referred to the voters in May 2000, the measure was
defeated.

Net revenues from the above taxes and fees are deposited into an account
known as the State Highway Fund. With minor exceptions, the Oregon
Constitution dedicates the highway revenues to construction, improvement,
maintenance, and operation according to the following formula:
. 60.05 percent is retained for State Highway use;
. 24.38 percent is allotted to counties, using vehicle registration as the basis for

distribution; and
. 15.57 percent is distributed to cities based on population.

T
Chapter 9 - Funding Page9-1
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9.2 EXISTING TRANSPORTATION FUNDING PROFILE
The federal gas tax was allocated through the lnter-modal Surface Transportation
Efficiency Act (ISTEA). However, ISTEA was recently reauthorized as The
Transportation Equity Act For The 21st Century or "TEA-21", with a guaranteed $198
billion in surface transportation improvements. The funds are allocated through several
programs including the National Highway System (NHS), Surface Transportation
Program (STP), and Congestion Management and Air Quality (CMAO) lmprovement
Programs.

Federal transportation funds are distributed in the Portland region by Metro. Wilsonville
is one of 24 cities within Metro. Metro is a directly elected regional govemment having
primary responsibility for regional land use and transportation planning along with other
responsibilities such as solid waste disposal, operation of arts and cultural facilities, and
the zoo and parks. Metro's relationship with cities and counties is to provide long-range
regional growth management and transportation planning for the tri-county area, and
prioritize and allocate federal and state transportation funds for major projects.

Metro has adopted a Regional Transpoiation P/an (RTP), which is a 2j-yeat blueprint
that establishes transportation policies for all forms of travel-motor vehicles, transit,
pedestrian, bicycle, and freight. The RTP, first adopted in 1983, has been updated to
implement lhe 2040 Growth Concept and the state Transportation Planning Rule. The
2040 Growth Concept ptovides the land use direction for the RIP, with planned
improvements tied to the needs of different areas. For example, areas with
concentrated development, such as downtown Portland, will be targeted with a balance
of transit, pedestrian, and bicycle projects to complement needed auto improvements.
ln contrast, projects in areas along highways will be largely oriented toward auto and
truck travel. Along mixed-use corridors, such as Wilsonville's proximity to lnterstate 5
(l-5), the RIP will provide for new ways to travel, including vanpools and commuter rail.
ln response, a plan is currently undenvay to establish a heavy rail single-car commuter
from Wilsonville to Beaverton (see Chapters 6 and 7). These plans will place an
additional burden on Wilsonville to identify and implement innovative funding sources to
finance the City's transportation facilities.

To develop a list of revenue and financing options that may be available, current funding
sources were reviewed. Current transportation revenue for the City of Wilsonville is
summarized in the Fiscal Year 2003-2003 Adopted Budget with funds set up for a
particular purpose. Table 9.a lists the funds that the City currently uses for
transportation, pOect construction, operation, repair, and maintenance.
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9.2.1.3 Road Operating Fund
The Road Operating Fund records the revenues and expenditures associated
with maintaining rights-of-way, streets, and traffic control devices. The primary
revenues within this fund are received through the state gas tax program, based
on the City's population proportionate to the State's population.
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Table 9.a
Current City Funds Used for Transportation Projects

Fund Type Fund Name

General General Fund

Special Revenue Transit Fund
Road Operating Fund
Street Lighting Fund
Road Maintenance Regulatory

Fund
Debt Service Fund

Local lmprovement Districts

Road Capital lmprovements
System Development Charges
urban Renewal Fund

Chapter 9 - Funding Page9-3I

Debt Service

Capital Projects

9.2.1 Transportation-Related Funds

9.2.1.1 General Fund
The General Fund is used to account for all revenues and expenditures of a
general nature not required to be recorded in another fund. Revenue is received
from property taxes, licenses and permits, franchise fees, charges for services,
and revenue from other government agencies. Funds may be used for ordinary
expenditures of the City.

Transit Fund
The City of Wilsonville's Transit Fund records the revenues and expenditures
associated with South Metro Area Rapid Transit (SMART) system (Wilsonville
withdrew from the Tri-Met District and launched SMART in '1989). The transit
system is funded through a 0.3 percent payroll tax. All businesses within the City
limits are billed quarterly for their portion, based on payroll wages.
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Street Lighting Fund
The Street Lighting Fund records the revenues and expenditures associated with
operating and maintaining streetlights within the public right-of-way. Revenues
are generated through user fees assessed to all Wilsonville residents and
businesses, based on the cost of street lighting in their neighborhoods.

9.2.1.5 Road Maintenance Regulatory Fund
All residential, commercial, and industrial customers are charged this fee on their
monthly utility bill, based on a flat fee for residences and a formula that considers
traffic impact, square footage, and amount of truck traffic for commercial and
industrial customers. All revenues generated within this fund are used to repair
existing roads. No new construction is funded with these dollars.

9.2.1.6 Debt Service Fund
This type of debt pertains to publicly sold bonds and loans from the State of
Oregon to financ€ street and utility improvements within a designated area,
known as a Local lmprovement District (LlD). Following mmpletion of the
project, the costs are apportioned to the specially benefited property owners with
payments used to repay the debt. As of July 2002, four LlDs were active:
. LID 10 95th Avenue
. LID 11 Ridder Road

. LID 12 Canyon Creek Road North

. Wilsonville Road at Village at Main Street

9.2.1.7 Capital Projects Fund

9.2.1.8

9.2.1.4

The majority of the resources needed to construct the City's capital projects are
collected as SDCs or as revenues in other operating funds. Both sources are
transfened into the Capital Projects Fund through interfund transfers to fund
construction. Currently, a majority of these outside revenues are a result of
contributions from the Oregon Department of Corrections associated with the
prison site development, along with other Federal and State grants.

Systems Development Charges (SDCs) Road Fund
Systems development charges (SDCs) are assessed on all new construction and
redevelopments resulting in additional traffic within the City. These charges are
based on a formula related to the rncreased demands on the City's infrastructure
caused by development. The City of Wilsonville currently collects five different
types of SDCs-sewer, water, storm water, parks, and street. The revenues are
earmarked for improvements needed within the City specifically attributable to
the growing demands on these types of infrastructure. All SDCs collected by the
City are segregated into special funds and are only transferred to the Capital
Poects Fund when specific improvement projects are ready for construction.

IChapter 9 - Funding Page9-4
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9.2.2

9.2.2.1 General Obligation (G.O.) Bonds
General obligation bonds are issued upon voter approval and sold to flnance
capital construction or improvements to arterial and major collector streets.
Taxpayers repay the bonds over a set period of time, e.9., 10,15, 20, 25, years.
Ad valorem (property) taxes are assessed each year against all properties that
are subject to taxation. Because the bonds are voter approved, the levied taxes
do not count toward the general government tax rate limitation of $10.00 per
$1,000 of real market value. The combined general government's tax rate was
$9.75 per $1,000 of assessed value as of June 2002.

The City may not extend the sum of all G.O. bonds beyond 3 percent of the real
market value of the taxable property within the City. As of June 30, 2002, the
City had $4,025,000 in G.O. bonds and taxable property totaling
$1,868,633,977a1 real market value. Therefore, the City's current percentage of
G.O. bonds to real market value is 0.00215 percent.

9.2.2.2 Local lmprovement District (LID)

Local improvement districts are an arca of properties that may benefit specifically
from the construction of a capital improvement, which can include arterial or
major collector streets. lmprovement bonds are sold for construction of the
improvements within the district and, to the extent the properties are specially
benefited; they are assessed to repay the financing. The general public benefit is
paid by the city, and may be paid from the general fund or by one of the bond
financing options.

An LID may be formed on the Council's own motion or by a petition of two-thirds
of the owners of the specially benefited properties. lf remonstrations are filed by
over two-thirds ofthe affected propefi owners, the matter is subject to a three-
monlh delay and as a practical matter probably would lead to abandonment. To
date, the City has used 12 LlDs to fund improvements.

Local improvement district (LlD) financing is usually done through "true" special
assessment bonds or limited tax general obligation bonds. Special assessment
bonds are backed solely by assessment contracts and do not carry any
additional pledge of City resources. Limited tax G.O. bonds carry a pledge of

Chapter 9 - FundingI

Potential Transportation Revenue Sources
Clearly, implementation of a capital program cannot be accomplished on a "pay as
you go' basis within the existing revenue stream, even if periodic gas tax increases
are approved. ln addition, federal funding is not likely to increase.

A review of Wilsonville's current funding mechanisms indicate an aggressive and
comprehensive application of customary transportation-related revenue sources
including the 1992 creation of an urban renewal area and the introduction of
driveway/sidewalk fees. A number of funding programs may also be available to
generate revenue forthe City's transportation investment. These are described
below with attention given to legality, ease of administration, and public acceptance.
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available resources of the City's general fund, but do not allow an additional tax
to be levied to pay debt service on the bonds should assessment payments be
insufficient to meet debt service needs. As a general rule, the municipality's
financial standing and the security proposed determine the bond rate-the
greater the security the better the rating. A better rating lowers the cost in terms
of interest paid on the bonds.

Under the Oregon Constitution, such special benefit assessment for public
improvements is not subject to the $10.00 per $1 ,000 tax rate limitation.

Alternative Financing
Alternative financing may be used to construct improvements and special
assessments may be levied according to benefits derived to cover any remaining
costs (see Section 3.246(4) of the Wilsonville Code). Again, the general/special
benefit dichotomy must be appropriately proportioned as described for LlDs.

The'Alternative Financing' language relates to the City Council's right to use
revenue sources other than Bancroft bonds to finance LID projects and to levy
assessments. Those reserved financing options include general obligation
bonds, revenue bonds and other financing mechanisms already defined and
analyzed in this chapter. While the City has the authority to levy assessments,
typically it has only been used in conjunction with LID's or as a safety net bond
covenant. Generally, municipalities reserve directly levying assessments for
smaller municipal projects such as neighborhood sidewalk construction where
special benefit occurs in greater proportion to general benefit.

9.2.2.4 Sysferns Development Charges
The SDC funds provide for the construction of planned capital
improvements to utility systems. Charges are paid into the funds by
development for its increased use of utility systems (roads included) to
construct improvements and reimburse earlier oversized improvements.
These charges are incurred and, therefore, are not subject to the $10.00
per $1,000 tax rate limitation.

The SDC funds may also be paid by installments in the same manner as
assessments for Bancroft Bonds, provided there is financing for
construction of improvements. The assessment methodology must be
rationally based and proportionate to tie development to a pro rata share
for the off-site improvement, otheruvise an assessment would be a tax and
would be subject to the $10.00 per $1 ,000 tax rate limitation.

One complication in using SDCs is the application to a capital improvement
where the capital improvement would normally not be part of a system-wide
approach and paid by all development proportionately. An example of a
special SDC was the State of Oregon 283 (l-SflVilsonville Road) lnterchange
reconstruction. This project was not part of the City's SDC transportation
improvements and had a direct impact and benefit on the development of the
geographic area affected by the improvements.

9.2.2.3
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Special Tax Revenue Bonds
Revenue bonds are issued on the expected receipt of special taxes.
Examples of such revenues are gas taxes, hotel/motel taxes, and toll road
charges. The City could pass a gas tax such as the City of Woodburn's to
fund capital road improvements. This would not be an ad valorem tax and,
therefore, would not be subject to the rate limitation. However, revenue
bonds can be subject to voter approval. lt is necessary to publish a 60-day
notice of a proposed revenue bond sale, to provide an opportunity for citizens
to petition for a citywide election on the matter.

Certificates of Participation (COPs)

Certificates of Participation (COPs) are a form of lease financing. ln lease
financing, the City enters into a long-term capital lease agreement to use and/or
construct a facility. At the end of the lease, anywhere from one to twenty years,
the title of the facility is turned over to the City. These leases are subject to
annual appropriations in the City's budget process and, therefore, are a less
secure method of borrowing (typically resulting in a higher interest rate).

A transportation-related COP issue would have the City pledge gas tax, SDC, or
other specified revenues to the payment of the COPs. lt would also allow the
appropriate General Fund revenues to cover any shortfall in revenues available
to pay debt service. Again, to the extent that General Fund revenues were not
required to pay debt service, these revenues would not be available for other City
programs and services typically funded from the General Fund. The City has
one current outstanding COP that has street SDC resources pledged as
collateral-the City's portion of Wilsonville Road in front of Town Center.

9.2.2.7 Tax lncremen Urban Renewal Financing
Urban renewal districts have the authority to issue bonds for the purpose of
urban renewal and redevelopment. Only the revenues derived from the tax
increment generally secure the bonds. The City is currently exploring the
possibility of an increase to the existing area or identifying new areas that may be
subject to tax increment financing. At the time a district is established, the
assessed value is frozen. This is called the "frozen base. " As the assessed
value rises, the tax rate of the over-lapping municipal authorities is applied to the
increment above the frozen base to give the district its revenue.

9.2.2.8 Private Financing
There are two private flnancing options applicable to the City

One option is the development agreement. Usually there is some quid pro
quo or consideration for the construction of the off-site public improvements
beyond the direct impact or benefit to the development involved, such as
credits against system development charges. lt usually complements a
condition of development approval, such as where a developer is required to
build a half street improvement to City standards and deed (dedicate) the half

9.2.2.5

9.2.2.6
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street improvement to the City due to the direct impacts and benefits of the
development. Conditions to build improvements must meet the
proportionality test for impact of and benefit to site development set forth in
the U.S. Supreme Court case, Dolan vs. City of Tigard.

Private funding of the extension of local and minor collector roads as a road
utility. This is commonly referred to as advanced refunding or payback
financing. The first developer makes the initial payment. The construction
must be by public bids to public standards. Repayment to the first developer
is by the undeveloped properties adjacent to the extension, which are
required to connect upon development. Payback is a pro rata share of the
construction funding upon connection. lf no development occurs on adjacent
property within ten years of the enacting ordinance or resolution, then there is
no payback. ln Wilsonville, this repayment system has been used for utilities
other than roads. Arterial and major collector roads have not been viewed as
all special benefit, and the private financier would not get a payback for the
public use of the road unless the City agreed to pay its portion up front or
finance the payment over the ten years, e.9., by a bond or from its general
funds. To assess the adjacent properties an amount inclusive of the public
benefit, as the payback charge would have the adjacent property owners not
only pay an excessive amount over their share, but also pay an assessment,
which would not be paid uniformly by all taxpayers. To date, it has made
more sense to use an LID approach with installment assessment payments
rather than an extension/payback for public roads based on the category of
road involved. However, if the road were a local road or possibly a minor
collector that would service only the undeveloped property upon
intensification of use by development, then a pro rata payback based on a
reasonable methodology is a potential alternative, albeit one that has not yet
presented itself to the City. To encourage use of private development funds,
Chapter 3 of the Wilsonville Code should be modified to extend the advance
funding and payment option to local streets.

9.2.2.9 State of Oregon, Depafiment of Economic Development Special
Public Works Fund
The state sells economic development bonds (or packages them with other state
bonds for sale), and uses the economic development proceeds to loan for local
public works proiects that advance economic interests such as job creation. The
City has received such loans. The City's first loan was used to construct 95th
Avenue, with LlD. 10 being formed to assess the benefiting properties for
repayment supported by a pledge against the general fund.

9.2.2.10 Economic District
ORS 223.1 1 2-161 provides for "economic improvements" by creating an
economic improvement district. While it provides, among other things, for
"improvements in parking system or parking enforcement" and "any other
economic improvement activity for which an assessment may be made on
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property specially benefited thereby," the levying of assessments is limited to five
years. lf supported by 33 percent ofthose conducting business within the
proposed district, an additional business license fee may be surcharged to the
existing license fee for the businesses in the district. The district for such a
license fee cannot include any property that is not zoned for commercial or
industrial use. Thus, it is highly doubtful that the limits presented for this method
of financing would aid in transportation financing of any length or of any large
cost.

9.2.2.11 Reimbursement District
The city is exploring a financing mechanism for development refunding of
advanced funding by the public sector for streets that directly benefit
development. This mechanism allows the construction of programmed
transportation system improvements for a group of benefited properties ahead of
development of all those benefited properties. Reimbursement districts may be
initiated by a public entity or through a development proposal by a property
owner. The trigger is a transportation facility that affects additional properties not
anticipated to be part of a specific development proposal. Several payment
options are possible within identified reimbursement district boundaries. As other
benefiting property owners develop their holdings, they are required to reimburse
either the private or public entity who initiated and constructed the transportation
improvement. Limitations include the need for a narrow definition of benefit to
specific properties, which may limit a district to construclion of a lower street
classification poects; time limits on the duration of such a district; and difficulty
of establishing the proportion of payback responsibility for each affected property.

9.3 W]LSONVILLE TRANSPORTATION PROJECTS FUNDING ARRAY
The recommended improvemenls identified for the Wilsonville TSP fall under five
categories as follows:
. Capacity projects (C), including new streets, widening of existing streets (W), and

new traffic signals or spot improvements (S). These improvements will typically
also serve to provide pedestrian and bicycle facilities per the street standards
identified in Chapters 4 and 5.

. The City substandard street projects (CS), including improvements to streets and
portions of roads. These improvements will satisfy the City's design standards
identified in Chapters 4 and 5.

. Connectivity projects, including streets not needed for capacity but necessary for
street network conneclions (NC) between primary activity areas in Wilsonville.
These improvements will typically also serve the function of providing pedestrian
and bicycle facilities per the street standards identified in Chapters 4 and 5.

. Bicycle projects (B), including improvements for bicycles on existing streets. These
improvements could also incorporate some pedestrian amenities.

Chapter 9 - Funding Page9-9I
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. Transit p@ects (T), including new facilities and street improvements not included in
other categories.

The letter designations indicated in each bullet refer to the numbering system by
category (i.e., C-4, W-3, S-5, NC-2, 84, etc.) used to identify recommended projects
throughout this TSP. The locations of capacity projects are shown in Figures 4.4 and
4.10; connectivity projects are presented in Figure 4.25; substandard street projects are
shown in Figure 4.23; bicycle projects are illustrated in Figure 5.3a; and transit projects
are presented in Figure 6.1.

Tables 4.e,4.k, 4.m,4.n, 5.c, and 6.a give the poect number, description, limits, and
2001 estimated cost of each improvement for capacity, City substandard projects,
connectivity projects, bicycle/pedestrian p@ects, and transit projects. Table 9.b shows
the total cost for all recommended improvements that is estimated to be approximately
$85.9 million for Alternative 1 and $172.7 million for Alternative 2 (not including the cost
of the Boeckman lnterchange). Although challenging, this estimate seems reasonable
based on estimates by City staff that the current construction cost of all existing streets
in the City would be about $118 million, and the increase in TSP projects shown here
are for a City that will more than double in both employment and population by the year
2020.

The most critical and expensive category in the TSP is the list of capacity improvements
(new streets and street widening) needed to meet the City's level of service (LOS)
standard, which remains at LOS D for most intersections. These improvements are
necessary to allow the development trends based on current land use designations to
continue without degrading transportation facilities below the LOS threshold. The
funding plan presented in this chapter is intended to outline a plan for the City to
implement the improvements needed to coincide with planned growth in the City. lf this
funding plan cannot be achieved, the City will need to consider either lowering the LOS
standard in some, or all, areas within the City, or adopting land use changes that will
slow growth in the City and allow some improvements to be deferred or deleted from the
project list.

The funding plan for the TSP addresses both short-range and long-range needs. The
short-range plan identifies projects for implementation in the next 5 years, and focuses
on projects that will be most effective in increasing capacity in areas where the LOS
threshold is cunently an issue. These projects are shown in Table 4.p. The medium
range plan includes p@ects that are forecasted to be built within &-10 years. These
projects are shown in detail in Table 4.q. The long-range projects are shown in Table
4.r. These long-range poects are expected to be completed within 11-20 years. All of
these prioritized projects were selected based on the modeling results, input from
members of the Adjunct Transportation Planning Committee (ATPC), and the Freeway
Access Study.

Funding sources for TSP improvements are summarized in Table 9.a.

Page I - 10 I
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Table 9.b
2020 Transportation Systems Plan Projects for Alternatives 1 and 2

Alternative 1 Alternative 2
lmprovement Types (in millions) (in millions)

Gapacity lmprovementsl
Short-Range Projects

Mid-Range Projects

Long-Range Poects
Capacity lmprovements Total

City Substandard Projects
Short-Range Projects

Mid-Range Projects

Long-Range Projects

City Substandard Poects Total

Connectivity Projects2

Short-Range POects
Mid-Range Projects

Long-Range Projects

Connectivity Projects Total

Bicycle lmplementation Projects
Transit Projects

Total Estimated Cost

lCapacity lmprovements includes capacity projects (C-), road widening projects (W-),and spot
mitigation pmjects (S-).

2Costs shown are only for those projects not included in a capacity proiect.

$25.4

$4.8

$1 1.7

$41.9

$1.3

$2.4

$22.5

$26.2

$0.0

$0.0

$0.0

$0.0

$0.2

$16.3
$84.6

$76.4

$9.2

$29.0

114.6

$1.3

$2.4

$22.5

$26.2

$0.0

$0.0

$14.1

$14.1

$0.2

$16.3

$171 .4

9.4 IMPLEMENTATION MEASURES
lmplementatlon Measure 9.2.1: Use the following principles, at a minimum, in

preparing a feasibility study of "reimbursement assessment for advancing
action": (1 ) develop a definition for when a financing mechanism for a refund
of advanced funding by the public sector for streets which directly benefit
development could be required; (2) identify equity principals for ascertaining a
benefiting property owneds fair share payment, and identify mechanisms
such as advance private funding and proportionate repayment upon use, thatI
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would be appropriate for a benefiting property's share; (3) specify the types of
development that are likely to be either simultaneous with or constructed
within ten years from the completion of the identified street improvements; (4)
analyze and establish the formula for development exaction that would
provide for a portion of the adjacent right-of-way and improvements roughly
proportionate to the development's impacts and benefits; and (5) analyze the
circumstances under which public funds above an exaction for full street
improvement may be subject to a reimbursement assessment for the
exaction portion of the improvement.

lmplementatlon Measure 9.3.1 : ln accordance with Chapter 4 of this Plan,
schedule and coordinate all street improvements using the City's ongoing
Capital lmprovement Program process and annual budget process. (Refer to
lmplementation Measure 4.2.'l .b)

lmplementation Measure 9.3.2: lmmediately after adoption of this
Transportation System Plan, and in accordance with Chapter 4, establish
funding strategies and systems that will help provide for the investments in
major street improvement projects necessary to implement the goals and
policy of the Comprehensive Plan. (Refer to lmplementation Measure 4.2.1.c)

lmplementation Measure 9.3.3: That City Staff make available within 6 months
of the acceptance of the TSP to the Planning Commission further information
on the breakdown of funding types for projects listed in Tables 4p,4q and 4t.
Said information should include at a minimum: the estimated costs of projects
in the Short-Range list; and the percentages of funding that is anticipated to
be from private development proposals, from Urban Renewal funds, from
regional sources, such as the Metro Transportation lmprovements Plan, from
City transportation funds, and from other sources as are likely to be available.
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OCTOBER 1996 TELEPHONE INTERVIEWS
A telephone questionnaire was developed in October 1996 by Pacific Rim Resources
with input from the Adjunct Transportation Planning Committee that was intended to
solicit opinions from a select group of individuals on the condition of the transportation
system in Wilsonville now, expectations for lhe future, and expectations for the
Transportation Systems Plan. Originally twenty individuals were selected for the
interview based on their affiliation with or employment by groups that would have an
interest in the development of the Transportation Systems Plan. Fourteen individuals
from the fire department, school bus company, SMART, real estate, Metro, Chamber of
Commerce, City of Wilsonville, West Clackamas CPO, a developer, and AMOC
eventually participated in the questionnaire. The following is a summary of the
questionnaire and responses received.

1. What do you see as the major transportation issues in Wilsonville?
. Trafiic congestion during both peak and off-peak hours
. Population growth
. Safety
. Access to Charbonneau
o No grid system/lack of adequate local street circulation within and through

the city
. Uncontrolleddevelopment
o Lack of east-west connectors/l-s barrier
o Lack of pedestrian and bicycle facilities
. Freeway access
. Not meeting TPR requirements
. Truck traffic

2. How did these issues get to this polnt?
o Poor planning/planning has not been proactive
. City has no authority to slow down developmenVuncontrolled development
. Money has not been spent on appropriate projects
. Lack of grid system/poor connectivity
. There is no public funding to secure grid system
. Existing city and county policies require structural solutions to traffic

problems (i.e., adding lanes)
. Auto needs must be weighed with other values and needs of the

community
o Multi-modal issues have not been addressed in the past

T PageA-1Appendix A



2003 Transportation Systems Plan

3. How might these problems be resolved?
. Slow development until roads are adequate
. lmprove freeway access/add interchange at Boeckman
o Promote SMART
. lmprove easvwest connections across freeway
. Charge households for individual trips
. lmplement TDM strategies
. Educate the public
o Control land use
o Give the public information aboul public funding options for a grid system
o Maintain and add neighborhood connectivity
. Consider changing LOS standard and how it relates to land use

development approval

4. Assuming there is not enough money to address all these problems at the
same time, which should be addressed first?...............Second?

First

. Freeway access

. lncrease capacity where needed

. lmplement TDM strategies
o Educate the public

Second

o Slow development until roads are adequate
. North-south access
. lmprove easUwest connections across freeway
. Give the public information about public funding options for a grid system
o Maintain and add neighborhood connectivity
. Consider changing LOS standard and how it relates to land use

development approval

How would you measuro or determine if our efforts are successful?
o Decrease in congestion
. Decrease in travel times
. Congestion meets Regional Transportation Plan stiandards
o Plan elements are implemented
. Proceed with development while protecting existing residences and

businesses and the natural environment while achieving a manageable
level of congestion

. SMART ridership increases

. Wilsonville Road interchange is improved
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6. What results would you like to see?
. Education
. Decrease in travel time
o Land use development tied to transportation
o Shorter time frame between plans
o Ability to proceed with development
. Grid system
o Bridge connecting Charbonneau to the rest of Wilsonville
o lmplement TDM strategies to take more cars off of the road
. Provide local services so people don't have to drive
. lmprove Wilsonville interchange
o Educate public of need for tax funding of projects

7. What happens if we are not successful? What are the consequences?
Both shorl term and long term?
o Stifle population and economic growth
o More safety problems
o Less pedestrian friendly
. Grid-lock
o lncreasing imbalance between commercial and housing
. Town slowly dies
. People move away
. lnterchange over capacity
. Longer commute times
. Land owners lose ability to build
o Lose our sense of place/become like any generic suburb with grid locked

streets

8. Have you changed your travel patterns in Wilsonville because of traffic
congostion? lf so, how?
o Avoids traveling through town to get to l-5
. Use Boeckman Road more often to avoid trafiic
o Avoids Wilsonville Road/l-S interchange
. Avoids Wilsonville
o Avoids west side of town
o Avoids driving altogether during peak hours

9. Any other comments?
. SMART is great
. Keep public aware of construction
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. Emphasize higher density in town center to provide efficient access to
goods and services

o Recognize community aesthetics and values
o ldentify areas of resistance-what would we NOT like to see

JUNE 12, 1997 OPEN HOUSE

Transportation Concerns
An open house for the Wilsonville TSP was held on June 12, 1997 at the Wilsonville
Community Center. 45 residents, city staff and Metro officials attended the event.
Concerns or comments were recorded on easels at the open house as well as on the
questionnaire, which requested parlicipants to list their top three transportation
concerns.

Bicycle and pedestrian issues and the connectivity of Wilsonville's roads were the
concerns identified most frequently at the open house. Most open house attendees felt
that greater connectivity is needed in Wilsonville for several main roads, bicycle lanes
and sidewalks. ln general, participants thought that better east-west travel options for
automobiles, transit and bicyclists were a necessity to ease traffic flow and aid in
relieving congestion.

Many participants did not feel there were enough pedestrian paths and bicycle ways
available for this mode to be an alternative to the automobile. One respondent stated
that cunently the town center area was not bicycle and pedestrian friendly and several
respondents were concerned that there were no bicycle and pedestrian paths
connecting the Town Center area to the Post Office.

ln addition, some attendees felt that transit alternatives to automobile travel must be
made available and convenienl in order to relieve congestion. A few attendees stated
that, currently, routes are limited and connections take too long. One participant felt that
public transit should offer a ride from any point in town to a Tri-Met connection at
Commerce Circle in 15 minules. Another participant mentioned that bus shelters were
needed in strategic areas to protect riders from rain and wind.

Safety for both automobiles and bicyclists was felt to be another important issue. lt is
felt that several of the roads are large and unsafe. Together with perceived high speeds,
residents feel these conditions are causing traffic accidents.

A few respondents felt that additional capacity was needed to be improved, especially
near and on l-5. One respondent felt that there is a lack of collector roads adjacent to
l-5. Additional comments focused on the role of the state, conditions of approval relating
to trafiic control for developers, and maintaining the integrity of separate neighborhoods.

Suggested Solutions
The majority of participants felt that improving street connectivity could address many of
the transportation problems in Wilsonville. Other frequently mentioned options included
an emphasis on multi-modal transportation options and capacity improvements. The
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comments reflected that capacity improvement responses were tied to the issue of
connectivity. Most participants felt that the TMP could address improved capacity by
connecting major routes through Wilsonville.

BicyclelPedestrian Connections and lmprovements
The following are summarized comments offering specific solutions to address
issues of connectivity, safety and recommended routes for bicyclists and
pedestrians.

. Create pedestriani bicycle access route over l-5 (Barber to Town Center Loop).

. Add Jersey barriers to l-5 bridges to make safe bicycle lanes on bridge.

. Connect the Town Center area to Post Office.

. lmprove sidewalk connection on north side of town.
o East-west connections are needed along Wilsonville Road.
. North-South routes and connections are needed on both sides of l-5.
. Pedestrian connection is needed west to Tooze Road.
o Create trail on railroad bridge over Willamette River.
. Create walkways on Wilsonville Road going from destination to destination

rather than from corner to corner.
. Remove unsafe two-way bicycle paths.

SafeV
The following comments offer suggestions to improve traffic safety.

. lmprove traffic education.

. lmprove the grade at Stafford Road to Elligsen Road and 65th Avenue.
Currently, it is an uphill turn onto a thoroughfare where cars travel at high
speeds with limited sight distances.

. lmprove left turn from Stafford Road to 65th Avenue.

. Provide longer crossing times at crosswalks with signals and provide sound to
accompany the signals.

. lncrease enforcement for the illegal right turns on west bound Wilsonville
Road.

. lmprove merging of vehicles at Wilsonville and the l-5 interchange.
o Provide proper signage at road construction sites.

Transit Options
The following suggestions recommend options for improving transit

. lncrease core densities on transit lines.

. lncrease transit to neighboring communities.

. lmprove routes/connections on SMART bus system.
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Capacity lmprovements
Suggestions below recommend areas where greater capacity is needed.

. Create collector streets/thoroughfares on both sides of l-5.

. Dedicate a lane from Charbonneau to Wilsonville on l-5 to make travel
between the two easier.

. Create a Boeckman interchange.

. Create an over/under pass near the river.

. Relocate the proposed Brown Road to Boones Ferry Road route further south.

. Provide connection from Wilsonville Road to Evergreen Road or Barber.

. Create a truck route that routes trucks to the Elligsen Road interchange
instead of Wilsonville Road.

Connectivity
Several attendees offered the following suggestions for improving connectivity.

. Connect sth Street to Memorial Drive east to west across l-5.

. Connect Boeckman Road to Tooze Road.
o Extend Kinsman to 95th Avenue/Boones Ferry Road.
. Connect Brown Road to 5th Street.

Other
. lmprove management of the turn lane from Parkway to Wilsonville Road. Only

two cars can turn within a light change.
. Mark roads clearly to direct traffic flow.
. Encourage local business to hire locally.
o Maintain livability.
. Put in attractive streetlights.
. Extend green light times.
o Tum Filbert Orchard into a park-and-ride for light rail.
. Consult other plans when determining TMP recommendations.
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. Adjust SMART routes so that buses are not turning lefi across Wilsonville
Road.

. Construct bus shelters for SMART bus routes involving citizens/youth in
design/decor and construction.

. Adjust SMART routes and times to serve residential community.

. Expand SMART's operation hours to 9:30 or'10:00 p.m.

o Commuter rail is a good idea and should begin as soon as possible.



I
t

2003 Transportation Systems Plan

Open House Comments
Many of the open house participants responded favorably to the format and personal
attention they received at the open house. The following suggestions and/or
improvements were offered:

. Would rather have written pieces explaining options.

. Perhaps tape the conversations at different stations and in crucial spots
throughout the roorn--thal's where the comments come out.

. Add more information on freeways, schedules of completion and design, and
how this will affect the interchanges.

. Provide an understanding of where cunent plans are, not necessarily how
options will be prioritized or funded.

. Give more detail on Capital lmprovement Plan (ClP) so people can see the
plans for the immediate future.

. City Planners should always present a good rationale for their plans. For
example, what are the requirements of Metro governments vs. local
requirements (so citizens will know the reasons why things are happening in a
certain way).

NOVEMBER 28, 2OO1 PUBLIC MEET]NG
The second public meeting of the Transportation Syslems Plan was held on November 28,
2001 at the Wilsonville Community Center. Thirty-five people, including committee members
attended the public meeting. The rneeting began with a brief PowerPoint presentation by City
staff outlining the history and elements of the Wilsonville Transportation Systems Plan. They
explained a number of issues to the audience using simple terminology to allow better
understanding of the issues. After the presentation, citizens were invited to visit a number of
'stations' to gather more information and to make suggestions. Each station dealt with one
particular aspect of the Transportation Systems Plan lhrough the use of large maps and
charts. The stations were each stafied by a member of the City or the consultants. Staff
members recorded cit2en questions, concems, and suggestions on large flip charts located
at each station.

Not all stations received an equal amount of @mments. Some aspects of the transportation
plan prompted more input from citizens compared with other topics. The following is a
summary of comments made by the citizens at each station. The comrnents have been
edited for clarity.

Suggested Solutions

Existi ng Transportation System Station
. One citizen stated that the intersection of Grahams Ferry Road and Tooze Road is

prone to many accidents.

Motor Veh icle I m provements Station
. One citizen suggested a'half" interchange at l-5 and Boeckman Road.
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. One citizen suggested that a toll facility be integrated into the l-s/Boeckman
interchange.

. One citizen questioned whether the function of Barber Street and Boberg Road
would change as a result of an l-S/Boeckman interchange.

. One citizen stated that neighborhoods nearthe proposed Boeckman interchange
will need sound walls.

. Three citizens objected to the proposed 5th Street under crossing at l-5.

. One citizen argued that there is low demand for a 5th Street under crossing at l-5

. One citizen suggested that the sth Street under crossing remain in the
Transportation Plan even if immediate plans for construction do not yet exist.

o One citizen wanted to know how the plan "allows for alternate routes that serve
the same function" (i.e. Bailey Street vs. sth Street).

. One citizen suggested that the function between Bailey Street and 5th Street be
"split" to allow more options for the Brown Road extension.

. Three citizens raised concerns regarding impacts of the Brown Road extension,
specifically property acquisitions in the Parkwood Subdivision.

Bicycle/Pedestrian lmprovements Station
. One citizen noted that the northern portion of Parkway Avenue is dangerous for

bicycle travel, and suggested that a shoulder be constructed for bicyclists and
pedestrians.

. One citizen suggested that a bicycle/pedestrian trail be constructed along Canyon
Creek Road.

. One citizen would like to see a Willamette River bicycle/pedestrian crossing as
well as a trail along the river.

. One citizen stated that many employees living in the southem portion of the city
would use a north-south bikeway through Wilsonville.

. One citizen pointed oul a need for pedestrian improvements on Parkway Avenue
to connect with the proposed 5th Street underpass.

. One citizen would like to see the Barber Street and Kinsman Road bikeways
completed.

. One citizen pointed out the need for a trail through the ravine that lies behind the
high school.

. One citizen pointed out the need for regional greenway connections.

. One citizen did not see the feasibility of constructing a bike path "down the Seely
Ditch", given existing development and terrain in the area.

Tra n s it I m provements Sfation
o One citizen pointed out the need for Saturday transit service after 7:00 p.m.
o Two citizens suggested that transit extend to the Canby and Woodburn areas.
. One citizen questioned the reasoning for siting a transit station on Bailey Street,

given that the street is not heavily used.
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May 2003 Public Meeting Comments
To gain public input afrer vrewing the various transportation altematives, citizens were given a
questionnaire to complete at the end of the meeting. The exit questionnaire contained four
topics pertaining to the Transportation Systems Plan as well as the process through which
the plan is undergoing. Of the thirty-five attendees, two citizens completed the questionnaire
by the end of the meeting and submitted the document to lhe consultants. Two citizens
mailed questionnaires to City Hall in the days following the public meeting. The following text
contains questions included in the questionnaire as well as responses given by meeting
attendees.

After reviewing the maps showing the road, bicycle, pedestrian, and transit improvements,
please remrd any mmments you have belou lnclude ideas about new improvements or
improvements you don't agree with.

Road lmprovements

Alternative 1

o "This would give the most efficient attention for Wlsonville Road and side roads
around the North lndustrial areas."

. 'l favor this because it's necessary in order to develop the Dammasch site. The
housing that development will provide helps fulfill Metro's housing requirements.
Without the interchange, other Wilsonville streets are not equipped to handle the
resulting traffic. Hopefully ODOT will see the wisdom in granting the interchange!"

. 'This is the likely scenario, unless ODOT or the federal govemment rejeds it. This
altemative must be connecled to a plan poliry prohibiting traffic-intensive uses in the
vicinity of the interseclion, or the same will be at capacity almost as soon as it opens.
lf the intersection is aimed at encouraging an urban village at Dammasch and
supporting a light-rail line in the vicinity, it must also be supported by uses on
Wilsonville Road that are more traffic-intensive than the uses cunently allowed.
Wilsonville Road, especially at its intersection with the freeway, is already
unacceptably over capacity and must not be allowed to get worse."

. Even though this is the most expensive alternative, it's the one I favor - by far! I can
make a great case for every new or improved road. The interchange on Boeckman
Road is the key!"

Altemative 2
. "Good 'Plan B'.'

'lf altemative 1 does not happen, the City must undertake the remaining steps set out
in its TSP. An urban village at Dammasch will then be impossible under that plan, and
the railhead proposal will be very difiiarlt indeed. ln that event, further degradation of
capacity of Wilsonville Road, especially at the freeway interchange, must be a City
prionty."
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Aftemative 3
o "No."
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. "Won't happen."

. 'l'm not in favor of this at all. The missing link between Boeckman and Tooze would
really hurt.'

Pedestrian and Bicycle lmprovements
. "l would lake to see a bike path from Sotfih Wlsonville to North Wilsonville."

. "Commendations for the new sidewalk along West Wilsonville Road. Enabling
pedestrians to walk safely on all city streets should be a goal. Bike paths are great.
Many people enjoy cycling and these paths provide a relatively safe place for children to
ride."

. "Proposal looks good.'

. "The pedestrian improvements I would like to see:
- A shoulder/path along Parkway between the Bums Brothers property and the

entrance to Xerox. lt is currently very dangerous!
- A trail connecting Boones Ferry Park to at least the water treatment plant

(parallel to the river), ideally all the way to Willamette Way West.
- Pedestrian access to cross the Willamette into Charbonneau.
- Build path along Canyon Creek from Canyon Creek Meadows neighborhood all

the way to Memorial Park.
- Build trail system behind Wilsonville High School, possibly starting at Boeckman

Road all the way to Montgomery Way.
- A pedestrian path built where Wiedemann Road is supposed to be.
- Build pedestrian bridge over Canyon Creek stream connecting Canyon Creek

Meadows neighborhood to Frog Pond Lane.
- Build pedestrian path where the new Kinsman Road extension is proposed all the

way to Day Road. Path will eventually be replaced by road at some point."

Transit lmprovements
. "Would like to see Saturday service. Service to and from Salem late in the day - 10:30

p.m. pick-up in Salem. 8 p.m. pick-up in North Wilsonville."

. "Wilsonville is indeed fortunate to have such a great transit system, SMART. Keeping
Wilsonville Cab as a viable business is a goal, too. The future train system to Beaverton
will be a welcome addition to add flexibility."

. "We support the light-rail proposal."

Do you have concerns about transportation in Wilsonville that have not been
addressed during tonight's public meeting?

o "You have an excellent grasp of the cunent traffic issues.'
. "Keep up the good work. Many thanks to all who have devoted so many hours on a

sustained basis to help our city manage its transportation challenges.'
. ,,No."

o "No, I believe the committee has done an excellent job!"
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oAR 660-012-0020
Elements of Transportation System Plans

(1) A TSP shall establish a coordinated network of transportation facilities adequate to serve
state, regional and local transporlation needs.

Staff Response: The City of Wilsonville's proposed TSP evaluates the existing
transportation of the City (Chapter 2) and identifies a coordinated system of road
improvements (Chapter 4), pedestrian and bicycle facilities (Chapter 5), transit facilities
(Chapter 6) and multi-modal opportunities (Chapter 7) to meet the transportation needs of
the state (in the region), the regional, and the City of Wilsonville through the yeat 2O2O.

(2) The TSP shall include the following elements

(a) A determination of transportation needs as provided in OAR 660-012-0030;

Staff Resoonse: See response to OAR 660-012-0030 beginning on page 7 of this
document.

(b) A road plan for a system of arterials and collectors and standards for the layout of
local streets and other important non-collector street connections. Functional
classifications of roads in regional and local TSPS shall be consistent with functional
classifications of roads in state and regional TSPs and shall provide for continuity
between adjacent jurisdictions. The standards for the layout of local streets shall
provide for safe and convenient bike and pedestrian circulation necessary to carry
out OAR 660-012-0045(3)(b). New connections to arterials and state highways shall
be consistent with designated access management categories. The intent of this
requirement is to provide guidance on the spacing of future extensions and
connections along existing and future streets which are needed to provide
reasonably direct routes for bicycle and pedestrian travel. The standards for the
layout of local streets shall address:

Staff Response: Chapter 4 of the TSP identifies two (2) altemative road plans for
the year 2020, including arterials and collectors (Figures 4.2,4.8, and 4.13). Chapter
4 also contains functional classifications and access management standards for
streets within the City (Table 4.q and Figures 4.16 through 4.26) consistent with the
TPR, RTP, and the TSP's of Washington and Clackamas Counties.

(A) Extensions of existing streets;

Staff Response: Subsection 4.236(.02) of the City's Planning and Land
Development Ordinance (Development Code) requires land divisions to
provide for the continuation of the principal streets existing in adjoining areas.
Tables 4.a, and 4.9 of the TSP list the proposed roadway network
improvements and new road additions lor 2020 Alternatives 1 and 2
respectively. Tables 4.p,4.q, and 4.r list respectively short, mid, and long
range projects for each of the identified alternatives. lt is the City's policy to?
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hold public hearings on any project taken out of sequence and not installed
as part of a new development. Table 9.b estimates costs associated with
Alternatives 1 and 2.

(B) Connections to existing or planned streets, including arterials and collectors;
and

Staff Response: Section 4.4.3 ofthe TSP addresses the issue of
connectivity to existing and planned streets.

(C) Connections to neighborhood destinations.

Staff Response: Section 4.4.3 and Figures 4.24 and 4.25 of theTSP
address the issues of connections to neighborhood destinations.

(c) A public transportation plan which:

Describes public transportation services for the transportation disadvantaged and
identifies service inadequacies:

Staff Response: Chapter 6 of the TSP describes and identifies improvements to
the City's transit system (SMART) for expanded public transportation services.
Section 6.2 identifies services available to ADA-eligible customers.

(A) Describes intercity bus and passenger rail service and identifies the location
of terminals;

Staff Response: Section 6.3.3 of the TSP describes the City's park-and-ride
system. Section 6.3.6.3 describes the City's planned park-and-ride center
and commuter rail station.

(B) For areas within an urban growth boundary which have public transit service,
identifies existing and planned transit trunk routes, exclusive transit ways,
terminals and major transfer stations, major lransit stops, and park-and-ride
stations. Designation of stop or station locations may allow for minor
adjustments in the location of stops to provide for efficient transit or traffic
operation or to provide convenient pedestrian access to adjacent or nearby
USES.

Staff Response: Section 6.3.1 and Figure 6. 1 identify 'major transit streets'.
The City does not utilize exclusive transit ways. The City's existing and
planned park-and-ride and transit centers are discussed in Sections 6.3.3 and
6.3.6.3 and identified in Figure 6.1 .

(C) For areas withan an urban area containing a population greater than 25,000
persons, not currently served by transit, evaluates the feasibility of developing
a public transit system at build out. Where a transit system is determined to
be feasible, the plan shall meet the requirements of paragraph (2)(c)(C) of
this rule.

Staff Response: The City currently operates and plans to continue operating
a transit system.

(d) A bicycle and pedestrian plan for a network of birycle and pedestrian routes
throughout the planning area. The network and list of facility improvements shall be
consistent with the requirements of ORS 366.514;
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Staff Response: Chapter 5 of the TSP updates the City's 1994 Bicycle and
Pedestrian Master Plan to show existing bicycle and pedestrran routes in the City
and develops policies and planned facilities to maintain and improve the City's
bicycle and pedestrian system.

(e) An air, rail, water and pipeline transportation plan which identifies where public use
airports, mainline and branchline railroads and railroad facilities, port facilities, and
major regional pipelines and terminals are located or planned within the planning
area. For airports, the planning area shall include all areas within airport imaginary
surfaces and olher areas covered by state or federal regulations;

Staff Response: Sections 7 .3.1 ,7 .3.2, and 7.3.3 of the TSP describe the City's
current rail, air, and marine transportation facilities respectively. Section 7.4 and 7.5
describe the City's policies and implementation measures to address these facilities
in the future.

(f) For areas within an urban area containing a population greater than 25,000 persons
a plan for transportation system management and demand management;

Staff Response: The City is part of Metro's Regional Transportation Plan (RTP),
which contains plans for transportation system management and demand
management. The City's TSP is designed to be in compliance with the RTP.

(g) A parking plan in MPO areas as provided in OAR 660-012-0045(5Xc);

Staff Response: See response to OAR 660-012-0045(5)(c) beginning on page 23 of
this document.

(h) Policies and land use regulations for implementing the TSP as provided in OAR 660-
012-0045;

Staff Response: See response to OAR 660-0125-0045(5Xc) beginning on page 23
of this document.

(i) For areas within an urban growth boundary containing a population greater than 2500
persons, a transportation financing program as provided in OAR 660-012-0040.
Staff Response: See responses to OAR 660-012-0040 beginning on page 14 of this
document.

(3) Each element identified in subsections (2XbF(d) of this rule shall contain:

(a) An inventory and general assessment of €xisting and committed transportation
facilities and services by function, type, capacity and condition:

Staff Response: Section 2.4 ot lhe TSP discusses the cunent functional
classification system, pavement conditions and traffic volumes of the City's street
system in the base year. Bicycle and pedestrian facilities were inventoried
(Figures 2.12 and 2.13 respectively) and their conditions evaluated. This
evaluation was used in the development of Figures 5.3a (2OO2 Bicycle Map
and Proposed Bicycle Pedestrian Projects), 5.3b (2002 Sidewalk and Trail
Maps) and 5.4 and (2020 Bicycle and Pedestrian Master Plan). Section 6.3.6
provides a general description of existing transit facilities including bus
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maintenance facilities, bus shelters, and existing vehicles. A more thorough
inventory and assessment of the transit facilities will be conducted as part of
the Transit master plan. Staff is confening with ODOT Freight to complete the
inventory and add the necessary existing information. The City has not
published a complete inventory of all bicycle, pedestrian, transit, and freight
facilities, but rather has relied on the historical assessment and recent
evaluation of such facilities by staff, City boards and commissions and the
public to determine the their future needs.

(A) The transportation capacity analysis shall include information on:
(i) The capacities of existing and committed facilities;

Staff Response: Figure 2.5 of the TSP identifies substandard streets
based on the 1991 Transportation Master Plan. Table 2.m and Figure
2.9 identify the Level of Service for the existing major intersection in the
City.

(ii) The degree to which those capacities have been reached or
surpassed on existing facilities; and
Staff Response: Table 2.m and Figure 2.9 of the TSP also identify
intersection that currently operate below the City's established level of
service'D'.

(iii) The assumptions upon which these capacities are based.
Staff Response: Section 2.7 of lhe TSP discusses the models used
to determine the operational level of service at the intersections
identified in Table 2.m. The notes of Table 2.m also identify
assumptions used in the level of service analysis.

(B) For state and regional facilities, the transportation capacity analysis shall be
consistent with standards of facility performance considered acceptable by
the affected state or regional transportation agency;

Staff Response: Figure 2.9 identifies both the level of service and volume to
capacity ratios for the major intersections and street segments within the City,
including those that are significant at the state and regional level.

(C) The transportation facility condition analysis shall describe the general
physical and operational condition of each transportation facility (e.9., very
good, good, fair, poor, very poor).

Staff Rosponse: Section 2.4.4 and Figure 2.4 of the TSP describe the
pavement condition of major thoroughfares in the City as of 2001. Figure 2.5
identifies the location of needed sidewalks, bicycle lanes, and the location of
needed road widening based on the 1991 TMP. Figure 2.12 identifies existing
bicycle facilities in the City while Table 5.c lists short, mid, and long range
recommendations for pedestrian and bicycle facilities. Chapter 5 does not
describe the general physical and operational condition of bicycle and
pedestrian facilities. However, the survey work completed to produce Figure
2.4 (existing pavement conditions) noted the general conditions of these
facilities. This information is the basis for the bicycle and pedestrian
improvements in Figure 5.3a. Figure 2. 1 1 identifies existing transit facilities
while section 6.3.6.3 through 6.3.6.9 of the TSP identify future facility and
vehicle needs for SMART. Chapter 6 (Transit System) does not describe the
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general physical or operational condition of the SMART transportation
facilities. Tables 4.e, 4.k, and 4.p estimates lhe costs of capacity
improvements, street widening, signal improvements, substandard
connection improvements, bicycle and transit projects, associated with
Alternatives 1, and 2 respectively.

(b) A system of planned transportation facilities, services and major improvements. The
system shall include a description of the type or functional classification of planned
facllities and services and their planned capacities and levels of service;

Staff Response: Section 4.3 of the TSP describes two (2) road network altematives
including the functional classifications, P.M. peak-hour traffic volumes and traffic
levels of service for each of the networks proposed. Section 6.3 describes transit
strategies of the TSP including major kansit streets, the transit capital program, and
transit centers. Section 5.4 and Figures 5.3a, 5.3b, and 5.4 identify existing and
proposed bicycle and pedestrian facilities as well as standards for public bicycle and
pedestrian facilities.

(c) A description of the location of planned facilities, services and major improvements,
establishing the general conidor within which the facilities, services or improvements
may be sited. This shall include a map showing the general location of proposed
transportation improvements, a description of facility parameters such as minimum
and maximum road right of way width and the number and size of lanes, and any
other additional description that is appropriate;

Staff Response: Section 4.3 of the TSP identifies roadway network improvements,
new road additions, functional classifications, p.m. peak-hour traffic volumes,
intersection spot improvements, and traffic levels of service for each of the identified
road network alternatives. Section 6.3 describes transit strategies of the TSP
including major transit streets, the transit capital program, and transit centers.
Section 5.4 and Figures 5.3a, 5.3b, and 5.4 identify existing and proposed bicycle
and pedestrian facilities as well as standards for public bicycle and pedestrian
facilities.

(d) ldentification of the provider of each transportation facility or service.

Staff Response: With the exception of state and federal highway facilities, rail
facilities, and pipelines, the TSP identifies the City of Wilsonville as the provider
transportation facilities within the City. Chapter 9 of the TSP identifies a variety of
funding sources for these facilities.

Stat. Auth.: ORS 183, ORS 197.040 & ORS 197.245
siars. tmptemenred: oRS 195.025, ORS 197.040, ORS 197.230, ORS 197.245, ORS 197.712 & ORS 197.717
Hist.; LCDC 'l-1991, f. & cert. ef. $8-9'l; LCDC 4-1995, f. & cert. ef. ffi-95

oAR 660.0't2-0025
Complying with the Goats in Preparing Transportation System Plans; Refinement Plans

(1) Except as provided in section (3) of this rule, adoption of a TSP shall constitute the land use
decision regarding the need for transportation facilities, services and major improvements
and their function, mode, and general location.
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Staff Response: Chapter 3 of the TSP identifies the land use assumptions in the
developmenl of the traffic model used to predict future traffic volumes and road network
needs. Bicycle and pedestrian facilities were also considered in the modeling to determine
the need for these facilities.

(2) Findings of compliance with applicable statewide planning goals and acknowledged
comprehensive plan policies and land use regulations shall be developed in conjunction with
the adoption of the TSP.

Staff Response: Chapter 2 of the TSP describes how it complies with applicable statewide
planning goals, the City's Comprehensive Plan Policies and Development Code. Chapters
4-8 identify policies and implementation measures to ensure compliance of the TSP to all
applicable local, regional, and state criteria for the development of a TSP.

(3) A local government or MPO may defer decisions regarding function, general location and
mode of a refinement plan if findings are adopted which:

(a) ldentify the transportalion need for which decisions regarding function, general
location or mode are being deferred;

(b) Demonstrate why information required to make final determinations regarding
function, general location, or mode cannot reasonably be made available within the
time allowed for preparation of the TSP;

(c) Explain how deferral does not invalidate the assumptions upon which the TSP is
based or preclude implementation of the remainder of the TSP;

(d) Describe the nature of the findings which will be needed to resolve issues deferred to
a refinement plan; and

(e) Demonstrate that the refinement effort will be completed within three years or prior to
initiation of the periodic review following adoption of the TSP.

Staff Response: Not applicable. The proposed TSP is not a refinement plan, but a
replacement of the 1991 Transportation Master Plan. Subsequent refinement plans
will comply with the this rule section.

(4) Where a Corridor Environmental lmpact Statement (ElS) is prepared pursuant to the
requirements of the National Environmental Policy Act of 1969, the development of the
refinement plan shall be coordinated with the preparation of the Corridor ElS. The
refinement plan shall be adopted prior to the issuance of the Final ElS.

Staff Response: The road network alternatives in the TSP show conceptual alignments of
future roads and are not of a detail to determine future environmental impacts. The City will,
as a matter of course, take all necessary steps to participate in and comply with any EIS
conducted for a road project, including the development of a refinement plan of the TSP if
deemed necessary.

Stat. Auth.: ORS 183 & ORS 197.040
Stats. lmplemented: ORS 195.025, ORS 197.040, ORS 197.230, ORS 197.245, ORS 197.712 & ORS 197.717
Hist.: LCDC 'l-1991, f. & cert. ef. 5-8-91
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(1) The TSP shall identify transportation needs relevant to the planning area and the scale of
the transportation network being planned including:

(a) State, reglonal, and local transportation needs;

(b) Needs of the transportation disadvantaged;

(c) Needs for movement of goods and services to support industrial and commercial
development planned for pursuant to OAR 660-009 and Goal 9 (Economic
Development).

Staff Response: The modeling conducled to determine the City's transportation
needs through the year 2020 considered state (lnterstate-5), regional, and local
transportation needs (see Chapter 3). Chapters 5 (pedestrian and bicycle facilities)
and 6 (transit system) address the needs of bicycles, pedestrians and the
transportation disadvantaged within the City. Chapters 4 (motor vehicle facilities) and
7 (other modes and multimodal coordination) address the needs for the movement of
goods and services within and through the City.

(2) Counties or MPOs preparing regional TSPs shall rely on the analysis of state
transportation needs in adopted elements of the state TSP. Local governments
preparing local TSPs shall rely on the analyses of state and regional transportation
needs in adopted elements of the state TSP and adopted regional TSPS.

Staff Response: The modeling conducted as part of the TSP'S determination of
needed network improvements was performed by Metro and City staff. State and
regional transportation needs from the State of Oregon's TSP and the Regional
Transportation Plan were factored into the modeling performed for the City's TSP.

(3) Within urban growth boundaries, the determination of local and regional transportation needs
shall be based upon:

(a) Population and employment forecasts and distributions which are
consistent with the acknowledged comprehensive plan, including those policies
which implement Goal 14, including Goal 14's requirement to encourage urban
development on urban lands prior to conversion of urbanizable lands. Forecasts and
distributions shall be for 20 years and, if desired, for longer periods;

Staff Response: Sections 3.4.1, 3.4.2.1 through 3.4.2.2.4 and Tables 3.b through
3.9 of the TSP detail the land use and employment information used to develop the
population and employment forecasts used in the development of the traffic model.

(b) Measures adopted pursuant to OAR 660-012-0045 to encourage
reduced reliance on the automobile.

?
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Staff Response: See response to 660-012-0045(c) beginning on page 23 of this
document.

(4) ln MPO areas, calculation of local and regional transportation needs also shall be based
upon accomplishment of the requirement in OAR 660-012-0035(4) to reduce reliance on the
automobile.
Staff Response: See response to OAR 660-012-0035(4) beginning on page 10 of this
document.

Stat. Aulh.: ORS 183 & ORS 197.040
Stats. lmplemsnted: ORS 195.025, ORS 197.040, ORS 197.230, ORS 197.245, ORS 197.712 & ORS 197.717
Hist.: LCDC'l-1991. f. & cert. ef.5-8-91

oAR 660-012-0035

Evaluation and Selection of Transportation System Alternatives

(1)The TSP shall be based upon evaluation of potential impacts of system alternatives that can
reasonably be expected to meet the identified transportation needs in a safe manner and at
a reasonable cost with available technology. The following shall be evaluated as
components of system alternatives:

(a) lmprovements to existing facilities or services;

(b) New facilities and services, including different modes or combinations of modes that
could reasonably meet identified transportation needs;

(c) Transportation system management measures;

(d) Demand management measures; and

(e) A no-build system alternative required by the National Environmental Policy Act of
'1969 or other laws.

Staff Response: Sections 4.3.1 through Section 4.3.2 including Tables 4.a through
4. f and Figures 4.1 through 4.5 describe the TSP's Alternative 1 which relies on
improvements to existing facilities as well as those improvements listed in the City
'1991 Transportation Master Plan but not yet built. Section 4.3.3 describes Alternative
2, the City's recommended transportation system. Chapters 5, 6, and 7 describe the
TSP's proposals for pedestrian and bicycle facilities, transit services, and multi-
modal operations respectively. Chapter 8 describes the TSP's transportation demand
management measures.

(2) Local governments in MPO areas of larger than 1,000,000 population shall, and other
governments may also, evaluate alternative land use designations, densities, and design
standards to meet local and regional transportation needs. Local governments preparing
such a strategy shall consider:

a

!
I
I
t
T

T

T

t
T

I
T

I
Tt
IAppendix B PageB-8



I

I
June 2, 2003 Proof Draft

(a) lncreasing residential densities and establishing minimum residential densities within
one quarter mile of transit lines, major regional employment areas, and major
regional retail shopping areas;

(b) lncreasing allowed densities in new commercial office and retail developments in
designated community centers;

(c) Designating lands for neighborhood shopping centers within convenient walking and
cycllng distance of residential areas;

(d) Designating land uses to provide a better balance beh/veen jobs and housing
considering:

(A) The total number of jobs and total of number of housing units expected in the
area or sub-area;

(B) The availability of affordable housing in the area or sub-area; and
(C) Provision of housing opportunities in close proximity to employment areas.

Staff Response: Working in conjunction with the City and ODOT, Metro
produced a sub-area/sub-regional transportation model for the City that
evaluated higher of land use densities, mixed use developments, and
employment assumptions in the development of the TSP.

(3) The following standards shall be used to evaluate and select alternatives:

(a) The transportation system shall support urban and rural development by providing
types and levels of transportation facilities and services appropriate to serve the land
uses identified in the acknowledged comprehensive plan;

Staff Response: Modeling efforts used to determine the transportation needs for
2000 and 2020 used land use information obtained from the City's adopted
Comprehensive Plan.

(b) The transportation system shall be consistent with state and federal standards for
protection of air, land and water quality including the State lmplementation Plan
under the Federal Clean Air Act and the State Water Quality Management Plan;

Staff Response: The City of Wilsonville is contained in the umbrella of Metro's
Regional Transportation Plan and therefore is in compliance with the State
lmplementation Plan of the Federal Clean Air Act and the State's Water Quality
Management Plan. The City's adopted Natural Resource Plan complies with the
natural resource protection measures of Statewide Planning Goal 5 and Metro Title
c.

(c) The transportation system shall minimize adverse economic, social, environmental
and energy consequences;

Staff Response: Chapter 9 of the TSP identifies a variety of potential funding
strategies to implement the preferred Altemative of the TSP. Funding of the
proposed improvements will ultimately be the decision of the City Council who must
weight the economic and social consequences of setting priorities for these
improvements. The concunency requirement of the City's Comprehensive Plan and
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Development Code ensure that most needed transportation projects will be
constructed within two (2) years of their need. The City's Development Code
incorporates Statewide Planning Goal 5 and Metro's Title 3 natural resource
protection requirements; however, many public transportation pro.jects are exempl
from these requirements. The City's Comprehensive Plan, Development Code, and
TSP do not comprehensively address adverse energy consequences associated with
the City's transportation system.

(d) The transportation system shall minimize conflicts and facilitate connections between
modes of transportation;

Staff Response: Chapter 7 discusses the TSP's proposed multi-modal connections.
Chapters 5 and 6 discuss the proposed pedestrian and bicycle facilities and transit
system respectively of the TSP. To ensure greater connection between different
modes of transportation, staff recommends City's Development Code be reviewed
and updated where appropriate to require appropriate connections (within the limits
of the 'rational nexus" Dolan test) for new planned developments and that waivers to
this requirement be only for barrier constraints as identified in the block and access
standards of the Development Code. See Policy 7.3.1 and lmplementation Measure
7.3.1 .a of the TSP.

(e) The transportation system shall avoid principal reliance on any one mode of
transportation and shall reduce principal reliance on the automobile. ln MPO areas
this shall be accomplished by selecting transportation alternatives which meet the
requirements in section (4) of this rule.

Staff Response: The TSP details the City's commitment to bicycle and pedeslrian
facilities (Chapter 5), transit system (Chapter 6), and multi-modal transportation
(Chapter 7).

(4) ln MPO areas, regional and local TSPs shall be designed to achieve the objectives listed in
(a)-(c) below for reducing automobile vehicle miles traveled per capita for the MPO area.
The VMT target and altemative standards are intended as means of measuring progress of
metropolitan areas towards developing and implementing transportation systems and land
use plans that reduce reliance on the automobile. lt is anticipated that metropolitan areas
will accomplish reduced reliance by changing land use patterns and transportation systems
so that walking, cycling, and use of transit are highly convenient and so that, on balance,
people need to and are likely to drive less than they do today:

(a) ln MPO areas of less than 1 million population, a 5% reduction within 20 years of the
adoption of a plan as required by OAR 660-012-0055(1 );

(b) ln MPO areas of more than 'l million population, 10olo reduction within 20 years of
adoption of a plan as required by OAR 660-012-0055( l ); and

(c) Through subsequent planning efforts, an additional 5 percent reduction within 30
years of adoption of a plan as required by OAR 660-01 2-0055( 1 ).

Staff Response: The Policies and lmplementation Measures of Chapter 8 describe
the TSP's methodology to implement transportation demand management programs
to reduce the City's VMT per the requirements of this section of the TPR.
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(5) The Commission may authorize metropolitan areas to use alternative standards in place of
the VMT reduction standard in 0035(4) to demonstrate progress towards achieving reduced
automobile reliance as provided for in this section:

(a) The Commission shall approve such alternalive standards by order upon
demonstratlon by the metropolitan area that:

(A) Achieving the alternative standard will result in a reduction in reliance on
automobiles;

(B) Achieving the altemative standard will accomplish a significant increase in the
availability or convenience of alternative modes of transportation;

(C) Achieving the alternative standard is likely to result in a significant increase in
the share of trips made by alternative modes, including walking, bicycling,
ridesharing and transit;

(D) VMT per capita is unlikely to increase by more than 5%; and

(E) The alternative standard is measurable and reasonably related to achieving
the goal of reduced reliance on the automobile as described in OAR 660-012-
0000.

(b) ln reviewing proposed alternative standards for compliance with (a), the Commission
shall give credit to regional and local plans, programs, and actions implemented
since 1990 that have already conlributed to achieving the objectives specified in (AF
(E) above;

(c) lf a plan using an alternative standard, approved pursuant to this rule, is expected to
result in an increase in VMT per capita, then the cities and counties in the
metropolitan area shall prepare and adopt an integrated land use and transportation
plan including the elements listed in (AF(E) below. Such a plan shall be prepared in
coordination with the MPO and shall be adopted within three years of the approval of
the alternative standard:

(A) Changes to land use plan designations, densitres, and design standards
listed in 003s(2Xa)-(d);

(B) A transportation demand managemenl plan that includes significant new
transportation demand management measures;

(C) A public transit plan that includes a significant expansion in transit service;

(D) Policies to review and manage major roadway improvements to ensure that
their effects are consistent with achieving the adopted strategy for reduced
reliance on the automobile, including policies that provide for the following:

(i) An assessment of whether improvements would result in development
or travel that is inconsistent with what is expected in the plan;

(ii) Consideration of altemative measures to meet transportation needs;
(iii) Adoption of measures to limit possible unintended effects on travel

and land use patterns including access management, limitations on
subsequent plan amendments, phasing of improvements. etc.
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[For purposes of this section a "major roadway expansion" includes new arterial roads or streets
and highways, the addition of travel lanes, and construction of interchanges to a limited access
highway.l

(E) Plan and ordinance provisions that meet all other applicable requirements of
this division.

(d) Altemative standards may include but are not limited to:
(A) Modal share of alternative modes, including walking, bicycling, and transit

trips;
(B) Vehicle hours of travel per capita;
(C) Vehicle trips per capita;
(D) Measures of accessibility by altemative modes (i.e. walking, birycling and

transit); or
(E) The Oregon Benchmark for a reduction in peak hour commuting by single

occupant vehicles.

(e) Metropolitan areas that receive approval of an alternative standard shall adopt TSP
policies to evaluate progress towards achieving the alternative standard at regular
intervals, including monitoring and reporting of VMT per capita.

Staff Response: The TSP does not propose to use alternative standards to meel
the requirements of OAR 660-012-0035(4).

(6) Regional TSPs shall specify measurable objectives for each of the following and
demonstrate how the combination selected will accomplish the objectives in section (4) of
this rule:

(a) An increase in the modal share of non-automobile vehicle trips (i.e., transit, bicycle,
pedestrian); for example, a doubling of the modal share of non-automobile trips;

(b) An increase in average automobile occupancy (i.e., persons per vehicle) during; for
example, an increase to an average of 1.5 persons per vehicle; and

(c) Where appropriate, a decrease in the number or length of automobile vehicle trips
per capita due to demand management programs, reananging of land uses or other
means.

Staff Response: Not applicable: The City of Wilsonville's proposed TSP is not a
regional TSP-

(7) Regional and local TSPs shall include interim benchmarks to assure satisfactory progress
towards meeting the requirements of this section at five year intervals over the planning
period. MPOs and local governments shall evaluate progress in meeting interim benchmarks
at five year intervals from adoption of the regional and local TSPS. Where interim
benchmarks are not met, the relevant TSP shall be amended to include new or additional
efforts adequate to meet the requirements of this section,
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Staff Response: The City's Comprehensive Plan undergoes period review with the Land
Conservation an Development Commission approximately every five years at which time the
TSP will also be reviewed and updated. Tables 4.p, 4.q, and 4.r specify short, mid, and long
range transportation system improvement projects in the 0-5, 5-10, and 10-20 year time
frame respectively. At a minimum, the five year periodic review process will evaluate these
schedules of improvements will be evaluated and adjust them as necessary to meet the
needs of the City's transportation system.

(8) The Commission shall, at five-year intervals from the adoption of this rule, evaluate the
results of efforts to achieve the reduction in VMT and the effectiveness of the standard in
achieving the objective of reducing reliance on the automobile. This shall include evaluating
the requirements for pa*ing plans and a reduction in the number of parking spaces per
capita.

Staff Response: Not Applicable: Commission's responsibility.

(10) Transportation uses or improvements listed in OAR 660-012-0065(3)(d) to (g) and (o) and
located in an urban fringe may be included in a TSP only if the improvement project
identified in the Transportation System Plan as described in section (11) of this rule, will not
significantly reduce peak hour travel time for the route as determined pursuant to section
(10) of this rule, or the jurisdiction determines that the following alternatives can not
reasonably satisfy the purpose of the improvement project:

(a) lmprovements to transportation facilities and services within the urban groMh
boundary;

(b) Transportation system management measures that do not significantly increase
capacity; or

(c) Transportation demand management measures. The jurisdiction needs only to
consider alternatives that are safe and effective, consistent with applicable standards
and that can be implemented at a reasonable cost using available technology.

Staff Response: The modeling performed in the development of the TSP
considered connectivity with the existing and planned transportation networks of
Clackamas and Washington Counties. The TSP does not plan for any transportation
improvements outside of the City's urban growth boundary. Road improvements for
the anticipated Villebois development (Special Area of Concern B of the
Comprehensive Plan) will be an amendment to the TSP.
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(9) Where existing and committed transportation facilities and services have adequate capacity
to support the land uses in the acknowledged comprehensive plan, the local government
shall not be required to evaluate alternatives as provided in this section.

Staff Response: The TSP acknowledges the City's existing and committed transportation
facilities in the 1991 TMP will not provide adequate €pacity to support the land uses in the
adopted comprehensive plan. The proposed transportation improvements in the TSP will
provide adequate transportation facilities through the year 2020.
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(1'l) An improvement project significantly reduces peak hour travel time when, based on recent
data, the time to travel the route is reduced more than 15% during weekday peak hour
conditions over the length of the route located within the urban fringe. For purposes of
measuring travel time, a route shall be identified by the predominant traffic flows in the
pro.,ect area.

Staff Response: No response necessary.

(12) A "kansportation improvement project" described in section (9) of this rule:

(a) ls intended to solve all of the reasonably foreseeable transportation problems within
a general geographic location, within the planning period; and

(b) Has utility as an independent transportation projecl.

Staff Response: All the transportation improvement projects identified in the TSP
comply with this rule requirement.

Stat. Auth.: ORS 183, ORS 197.040 & ORS 197.245
stats. lmplemented: oRS 195.025, oRS 197.040, ORS 197.230, ORS 197.245, ORS 197.712 & ORS 197.7',t7
Hist.: LCOC 1-1991, f. & cert. ef. 5-8-91; LCDC 3-1995, f. & cert. ef. 3-31-95; LCDC 4-1995, f. & cert. ef. 5-8-95;
LCDD 6-1998, f. & cerr. ef. 10-3S.98

oAR 660-012-0040

Transportation Financing Program

(1) For areas within an urban growth boundary containing a population greater than 2,500
persons, the TSP shall include a transportation financing program.

Staff Response: Chapter I describes the funding program for the improvements identified
in the TSP.

(2) A transportation financing program shall include the items listed in (al(d):
(a) A list of planned transportation facilities and major improvements;

(b) A general estimate of the timing for planned transportation facilities and major
improvements;

(c) A determination of rough cost estimates for the transportation facilities and major
improvements identified in the TSP; and

(d) ln metropolitan areas, policies to guide selection of transportation facility and
improvement projects for funding in the short-term to meet the standards and
benchmarks established pursuant to 0035(4F(6). Such policies shall consider, and
shall include among the priorities, facilities and improvements that supporl mixed-
use, pedestrian friendly development and increased use of alternative modes.
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Staff Response: Table g.b identifies a cost summary of transportation systems plan
prqects for alternative 1 and 2 of the TSP (specific projects are listed in Alternatives
1 and 2 in Chapter 4). Section 4.5 prioritizes transportation improvements into short,
mid, and long-range projects. Table 4.p identifies short-range plan projects and
estimated costs for all alternatives. Table 6.a list short and long term capital projects
for the City's transit system. The Policies and lmplementation Measures of Chapter 8
describe the TSP's methodology to implement transportation demand management
programs to reduce the City's VMT per the requirements of section 0035(4) of the
TPR. Section 0035(5)-(6) are not applicable to the City's TSP.

(3) The determination of rough cost estimates is intended to provide an estimate of the fiscal
requirements to support the land uses in the acknowledged comprehensive plan and allow
jurisdictions to assess the adequacy of existing and possible alternative funding
mechanisms. ln addition to including rough cost estimates for each transportation facility
and maior improvement, the transportation financing plan shall include a discussion of the
facility provideas existing funding mechanisms and the ability of these and possible new
mechanisms to fund the development of each transportation facility and major improvement.
These funding mechanisms may also be described in terms of general guidelines or local
policies.

Staff Response: Section 9.2 of the TSP describes the City's existing transportation funding
profile. Section 9.2.1 describes the City's transportation related funds and Section 9.2.2
describes potential transportation revenue sources.

(4) Anticipated timing and financing provisions in the transportation financing program are not
considered land use decisions as specified in ORS 197.712(2)(e) and, therefore, cannot be
the basis of appeal under ORS 197.610(1) and (2) ot ORS 197.835(4).

Staff Response: Land use decisions (as defined in ORS 197.7'12(2)(e)) are not based on
the TSP or its anticipated schedule of transportataon improvement projects as may be
reflected in the City's capital improvements program.

(5) The transportation financing program shall provide for phasing of major improvements to
encourage infill and redevelopment of urban lands prior to facilities and improvements which
would cause premature development of urbanizable lands or conversion of rural lands to
urban uses.

Staff Response: The financing program of the TSP (Chapter 9) proposes transportation
improvements within the City's urban growth boundary. The financing program contained
within the TSP would not fund projects outside of the City' UGB.

Stat. Auth.: ORS 183 & ORS 197
Stals. lmplemented: ORS 197.040
Hist.: LCDC 1-'1991 , f. & cert. ef. t8-91; LCDC 4-1995, f. & cert. ef. 5-8-95; LCOC 1 1-1995, f. & Cet1. ef . 12-22-
95; LCDD 6-1998, f. & cert. ef. 10-30-98

?
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oAR 660-012-0045

lmplementation of the Transportation System Plan

( 1) Each local government shall amend its land use regulations to implement the TSP.

(a) The following transportation facilities, services and improvements need not be
subject to land use regulations except as necessary to implement the TSP and,
under ordinary circumstances do not have a significant impact on land use:

(A) Operation, maintenance, and repair of existing transportation facilities
identified in the TSP, such as road, bicycle, pedestrian, port, airport and rail
facilities, and major regional pipelines and terminals;

(B) Dedication of right-of-way, authorization of construction and the conslruction
of facilities and improvements, where the improvements are consistent with
clear and objective dimensional standards;

(C) Uses permitted outright under ORS 215.213(1 Xm) through (p) and ORS
215.283(1)(k) through (n), consistent with the provisions of 660-012-0065;
and

(D) Changes in the frequency of transit, rail and airport services.

(b) To the extent, if any, that a transportation facility, service or improvement concerns
the application of a mmprehensive plan provision or land use regulation, it may be
allowed without further land use review if it is permitted outright or if it is subject to
standards that do nol require interpretation or the exercise of factual, policy or legal
judgment;

(c) ln the event that a transportation facility, service or improvement is determined to
have a significant impact on land use or to concem the application of a
comprehensive plan or land use regulation and to be subject to standards that
require interpretation or the exercise of factual, policy or legal .judgment, the local
govemment shall provide a review and approval process that is consistent with 660-
012-0050. To facilitate implementation of the TSP, each local government shall
amend its land use regulations to provide for mnsolidated review of land use
decisions required to permit a transportation project.

Staff Response: The City's operation, maintenance, and repair of existing and
proposed transportation facilities are not subject to the City's land use regulations.
The City's acquisition of right of way and road construction projects are not reviewed
under the City's land use regulations. The City's operation of its transit system is not
subject to land use regulations. The policies and implementation measures in
Chapter 4 of the TSP require the revision of the City's Comprehensive Plan and
Development Code to incorporate the street improvement standards of the TSP.
These standards will require discretionary review and approval from the City's
Development Review Board, Planning Commission, City Council, or staff for all street
improvements in the City. Pedestrian and bicycle facilities are also subject to land
use regulations. While the operations of the City's transit system are not subject to
land use regulations, the TSP will require transportation demand management
programs of new developments with more than 50 employees. All discretionary use
of land use authority by the City will utilize and review and approval process that is
consistent with 660-01 2-0050.
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(2) Local governments shall adopt land use or subdivision ordinance regulations, consistent with
applicable federal and state requirements, to protect transportation facilities, corridors and
sites for their identified functions. Such regulations shall include:

(a) Access control measures, for example, driveway and public road spacing, median
conlrol and signal spacing standards, which are consistent with the functional
classification of roads and consistent with limiting development on rural lands to rural
uses and densities;

(b) Standards to protect future operation of roads, transit ways and major transit
corridors;

(c) Measures to protect public use airports by controlling land uses within airport noise
corridors and imaginary surfaces, and by limiting physical hazards to air navigation;

(d) A process for coordinated review of future land use decisions affecting lransportation
facilities, corridors or sites;

(e) A process to apply conditions to development proposals in order to minimize impacts
and protect transportation facilities, conidors or sites;

(f) Regulations to provide notice to public agencies providing transportation facilities and
services, MPOs, and ODOT of:

(A) Land use applications that require public hearings;

(B) Subdivision and partition applications;
(C) Other applications which affect private access to roads; and

(D) Other applications withrn airport noise conidors and imaginary surfaces which
affect airport operations.

(g) Regulations assuring that amendments to land use designations, densities, and
design standards are consistent with the functions, capacities and levels of service of
facilities identified in the TSP.

Staff Response: lmplementation Measure 4.1 . 1 .a of the TSP would use the TSP as
'the basis for the general location of routes for vehicle travel and the basis of design
of all street improvements". Section 4.4.6 describes the TSP's provisions for access
management. Policies 4.'l .5 and 4. 1 .6 of the TSP promote plans to reduce reliance
on l-5. The City is also in compliance with Metro's standards for local streets in the
Regional Transportation Plan, which incorporates ODOT's access management
spacing requirements. The City does not have a public use airport within its urban
growth boundary. lmplementation Measure 4.1 .5.a proposes a commitment to jointly
plan and program transportation projects with surrounding counties and Metro. Policy
4.1.2 ol lhe TSP requires developers to provide transportation improvements roughly
proportionate to the developer's impacts. Subsection 4 01 1(.02XO) of the City's
Development Code requires the City to provide copies of (site development)
application materials to other affected agencies and City departments, requesting
their input and recommendations. The procedures prescribed in the City's
Comprehensive Plan and Development Code for changes to land use designations
(comprehensive plan and zoning maps), densities (comprehensive plan map), and?
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design standards (development code) requires that the proposed amendments be in
conformance with those portions of the plan that are not being considered for
amendment. This would include the functional classifications of the TSP,
concurrency requirements of the Comprehensive Plan and the Level of Service
requirements of the Development Code.

(3) Local governments shall adopt land use or subdivision regulations for urban areas and rural
communities as set forth below. The purposes of lhis section are to provide for safe and
convenient pedestrian, bicycle and vehicular circulation consistent with access management
standards and the function of affected streets, to ensure that new development provides on-
site streets and accessways that provide reasonably direct routes for pedestrian and bicycle
travel in areas where pedestrian and bicycle travel is likely if connections are provided, and
which avoids wherever possible levels of automobile traffic which might interfere with or
discourage pedestrian or bicycle travel.

(a) Bicycle parking facilities as part of new multi-family residential developments of four
units or more, new retail, ofiice and institutional developments, and all transit transfer
stations and park-and-ride lots;

Staff Response: The City's parking standards are in compliance with those of the
Regional Transportation Plan. The City's parking standards require bicycle parking
spaces for aparlments of 10 or more units, commercial retail, office, institutional, and
park & ride / transit facilities.

(b) On-site facilities shall be provided which accommodate safe and convenient
pedestrian and bicycle access from within new subdivisions, multi-family
developments, planned developments, shopping centers, and commercial districts to
adjacent residenlial areas and transit stops, and to neighborhood activity centers
within one-half mile of the development. Single-family residential developments shall
generally include streets and accessways. Pedestrian circulation through parking lots
should generally be provided in the form of accessways.

(A) "Neighborhood activity centers" includes, but is not limited to, existing or
planned schools, parks, shopping areas, transit stops or employment centers;

(B) Bikeways shall be required along arterials and major mllectors. Sidewalks
shall be required along arterials, collectors and most local streets in urban
areas, excepl that sidewalks are not required along controlled access
roadways, such as freeways;

(C) CuFde-sacs and other dead-end streets may be used as part of a
development plan, consistent with the purposes set forth in this section;

(D) Local govemments shall establish their own standards or criteria for providing
streets and accessways consistent with the purposes of this section. Such
measures may include but are not limited to: standards for spacing of streets
or accessways; and standards for excessive out-of-direction travel;

(E) Streets and accessways need not be required where one or more of the
following conditions exist:

.I
I
I
I
I
I
T

a
I
I
I
I
I
I
II
tAppendix B Page B - 18

I

(i) Physical or topographic conditions make a street or accessway
connection impraclicable. Such conditions include but are not limited
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to freeways, railroads, steep slopes, wetlands or other bodies of water
where a connection could not reasonably be provided;

(ii) Buildings or other existing development on adjacent lands physically
preclude a connection now or in the future considering the potential
for redevelopment; or

(iii) Where streets or accessways would violate provisions of leases,
easements, covenants, restrictions or other agreements existing as of
May 1 , 1995, which preclude a required street or accessway
connection.
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Staff Response: lmplementation measures 5.1.1.b,5.'1.1.d,5.1.1.e, and 5.1.2.a of the
TSP require bicycle and pedestrian facilities within the corridors of the 1993 Bicycle and
Pedestrian Plan, discourage the use of cul-de-sacs without pedestrian and bicycle
connectivity, and require bicycle and pedestrian facilities within, between and internal to
individual developments. Figure 5.4 depicts the 2020 Bicycle and Pedestrian Master
Plan that, with the exception of Parkway Ave (minor collector) north of Memorial Drive
and the Kinsman Road (minor collector) extension north of Ridder Road, shows on-
street bikeways and sidewalks on all arterials and collectors of Alternative 1.
lmplementation Measure 5.1.3.a requires the establishment of pedestrian and bicycle
pathway construction standards to be incorporated into the City's Public Works
Standards. Subsection 4.124(.OO) of the Development Code contains the City's Block
and Access standards, including exemptions for physical or topographic barriers,
consistent with Regional Transportation Plan.

(c) Where off-site road improvements are otherwise required as a condition of
development approval, they shall include facilities accommodating convenient
pedestrian and bicycle travel, including bicycle ways along arterials and major
collectors;

Staff Response: lmplementation Measure 5.1 .3.c of the TSP requires concrete
sidewalks on both sides of all streets.

(d) For purposes of subsection (b) "safe and convenient" means bicycle and
pedestrian routes, facilities and improvements which:

(A) Are reasonably free from hazards, particularly types or levels of automobile
traffic which would interfere with or discourage pedestrian or cycle travel for
short trips;

(B) Provide a reasonably direct route of travel between destinations such as
between a transit stop and a store; and

(C) Meet travel needs of cyclists and pedestrians considering destination and
length of trip; and considering that the optimum trip length of pedestrians is
generally 114 to 112 mile.

Staff Response: lmplementation Measure 5.1 . 1 .e of the TSP requires
pedestrian and bicycle connections within and between developments to
provide safety and convenience for pedestrians and bicyclists. Subsection
4.178(.05) of the Development Code requires "bicycle and pedestrian paths
shall be located to provide a reasonably direct connection between likely
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destinations'. Additionally, this subsection states 'the objective of this
slandard is to achieve the equivalent of a Yt mile grid of routes".

(e) lnternal pedestrian circulation within new ofiice parks and commercial developments
shall be provided through clustering of buildings, construction of accessways,
walkways and similar techniques.

Staff Response: lmplementation Measure 4.1 .2.d of the City's Comprehensive Plan,
and the Plan generally, support the clustering of commercial activities to minimize
"strip development" and transient traffic impacts on the Wilsonville Road interchange
with l-5.

(4) To support transit in urban areas containing a population greater than 25,000, where the
area is already served by a public transit system or where a determination has been made
that a public transit system is feasible, local governments shall adopt land use and
subdivision regulations as provided in (aF(0 below:

(a) Transit routes and transit facilities shall be designed to support transit use through
provision of bus stops, pullouts and shelters, optimum road geometrics, on-road
parking restrictions and similar facilities, as appropriate;

Staff Response: Chapter 6 of the TSP details the City's transit needs and proposes
programs and improvements including transit centers, shelters, and queue bypass
lanes to improve the operations of the City's transit system.

(b) New retail, office and institutional buildings at or near maior transit stops shall provide
for convenient pedestrian access to transit through the measures listed in (A) and (B)
below.

(A) Walkways shall be provided connecting building entrances and streets
adjoining the site;

Staff Response: The City's Development Code does not explicitly require a
direct connection from building entrances to streets at major transit stops.
Section 4.131 of the City's Oevelopment Code allows the Development
Review Board to determine appropriate conditions of approval to assure
adequate connectivity for pedestrians and bicycles in new development. Staff
recommends that Section 4.1 78 of the Development Code be modified to
require pedestrian connections between building entrances and streets and
to adjoining properties. Waivers to this requirement should only allowed
under the provisions of Subsection 4 118(.03)(8) of the Code: 'The following
shall not be waived by the Board, unless there is substantial evidence in the
whole record to supporl a finding that the intent and purpose of the standards
will be met in alternative ways". See lmplementation Measure 5.1.1.f.

(B) Pedestrian crnnections to adjoining properties shall be provided except
where such a connection is impracticable as provided for in OAR 660-012-
0045(3)(b)(E). Pedestrian connections shall connect the on site circulation
system to existing or proposed streets, walkways, and driveways that abut
the property. Where adjacent properties are undeveloped or have potential
for redevelopment, streets, accessways and walkways on site shall be laid
out or stubbed to allow for extension to the ad,oining property;
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Staff Response: lmplementation Measure 5. 1 .1 .e of the TSP requires
pedestrian and bicycle connections within and between developments. The
City's land division process under Sections 4.236 and 4.237 of the
Oevelopment Code requires connection to or a projection of how streets,
sidewalks, and pedestrian ways will e),1end to existing and future adjoining
developments. See staff s recommendations in response to (A) above.

(C) ln addition to (A) and (B) above, on sites at major transit stops provide the
following:

(i) Either locate buildings within 20 feet of the transit stop, a transit street
or an intersecting street or provide a pedestrian plaza at the transit
stop or a street intersection;

(ii) A reasonably direct pedestrian connection between the transit stop
and building entrances on the site;

(iii) A transit passenger landing pad accessible to disabled persons;
(iv) An easement or dedication for a passenger shelter if requested by the

transit provider; and
(v) Lighting at the transit stop.
Staff Response: Figure 6.1 of the TSP identifies major transit streets and

capital facilities for 2020.

(c) Local governments may implement (4XbXA) and (B) above through the designation
of pedestrian districts and adoption of appropriate implementing measures regulating
development within pedestrian districts. Pedestrian districts must comply with the
requirement of (4XbXC) above;

Staff Response: The TSP does not propose any pedestrian districts.

(d) Designated employee parking areas in new developments shall provide preferential
parking for carpools and vanpools;

Staff Response: lmplementation Measure 8.1.2.c of the TSP encourages employers
with 50 or more employees to include preferential parking for carpools and vanpools.

(e) Existing development shall be allowed to redevelop a portion of existing parking
areas for transit-oriented uses, including bus stops and pullouts, bus shelters, park
and ride stations, transit-oriented developments, and similar facilities, where
appropriate;

Staff Response: lmplementation Measure 8.1 .1 .f allows for a reduction from
minimum parking standards for developers who implement a transportation demand
management plan approved by SMART. The TSP does not address subsequent
maximum parking requirements for these developments when there is a change of
use that requires a greater number of parking spaces. Subsection 4.118(.03XC) of
the Development Code does not allow the Development Review Board to waive
maximum parking standards 'unless there is substantial evidence in the whole
record to support a finding that the intent and purpose of the standards will be met in
alternative ways, and the action taken will not violate any applicable federal, state, or
regional standards". Staff recommends this implementation measure be revised to
allow those parking spaces devoted to transiloriented uses be excluded from the
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required parking maximum calculation in subsequent changes of use of the property,
subject to approval from the DRB. See revised lmplementation Measure 8. 1 .'l .f

(f) Road systems for new development shall be provided that can be adequately served
by transit, including provision of pedestrian access to existing and identified future
transit routes. This shall include, where appropriate, separate accessways to
minimize travel distances;

Staff Response: lmplementation Measure 6.1.1.c requires a new development on
major transit streets to be designed to support transit use through site planning and
pedestrian access.

(g) Along existing or planned transit routes, designation of types and densities of land
uses adequate to support transit.

Staff Response: Figure 6.1 of the TSP identifies the City's likely transit streets in the
year 2O2O. The streets have functional classifications of either arterial or collector
and serve the City's primary residential, commercial, and industrial bases, which
currently do and will continue to support the City's transit system.

(5) ln MPO areas, local governments shall adopt land use and subdivision regulations to reduce
reliance on the automobile which:

(a) Allow transit-oriented developments (TODs) on lands along transit routes;

Staff Response: lmplementation Measure 6.1.1.d of the TSP would amend the
City's Comprehensive Plan to encourage transit-oriented development along major
transit routes.

(b) lmplements a demand management program to meet the measurable standards set
in the TSP in response to 660-01 2-0035(4);

Staff Response: Chapler 8 of the TSP details the City's Transportation Demand
Management program. lmplementation Measure 8.1 . 1 .d of the TSP would amend the
City's Development Code to require employers with more than 50 employees to
submit transportation demand management programs to the City.

(c) lmplements a parking plan which:

(A) Achieves a 10% reduction in the number of parking spaces per capita in the
MPO area over the planning period. This may be accomplished through a
combination of restrictions on development of new parking spaces and
requirements that existing parking spaces be redeveloped to other uses;

(B) Aids in achieving the measurable standards set in the TSP in response to
oAR 660-012-003s(a);

(C) lncludes land use and subdivision regulations setting minimum and maximum
parking requirements in appropriate locations, such as downtowns,
designated regional or community centers, and transit oriented-
developments; and

(C) ls consistent wilh demand management programs, transit-oriented
development requirements and planned transit service.
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Staff Response: The City's parking standards in Section 4.'155 of the
Development Code specify minimum and maximum parking ratios in compliance
with the parking spaces per capita reduction goals of the Regional Transportation
Plan and OAR 660-012-0035(4) of the Transportation Planning Rule.

(d)As an alternative to (c) above, local governments in an MPO may instead revise
ordinance requirements for parking as follows:

(A) Reduce minimum off-street parking requirements for all non-residential uses
from 1990 levels;

(B) Allow provision of on-street parking, long-term lease parking, and shared
parking to meet minimum off-street parking requirements;

(C) Establish off-street parking maximums in appropriate locations, such as
downtowns, designated regional or community centers, and transit-oriented
developments;

(D) Exempt structured parking and on-street parking from parking maximums;

(E) Require that parking lots over 3 acres in size provide street-like features
along major driveways (including curbs, sidewalks, and street trees or
planting strips); and

(F) Provide for designation of residential parking districts.
Staff Response: The TSP is not proposing altematives to (c) above.

(e) Require all major industrial, institutional, retail and office developments to provide
either a transil stop on site or connection to a transit stop along a transil trunk route
when the lransit operator requires such an improvement.

Staff Response: lmplementation Measure 6.'1.1 .c requires new development on
major transit streets to be designed to support transit use.

(6) ln developing a bicycle and pedestrian circulation plan as required by 660-012-0020(2Xd),
local governments shall identify improvements to facilitate bicycle and pedestrian trips to
meet local travel needs in developed areas. Appropriate improvements should provide for
more direct, convenient and safer bicycle or pedestrian travel within and between residential
areas and neighborhood activity centers (i.e., schools, shopping, transit stops). Specific
measures include, for example, constructing walkways between cul-de-sacs and adjacent
roads, providing walkways between buildings, and providing direct access between adjacent
uses.

Staff Response: Tables 4.p through 4.r of the TSP identify short, mid, and long-range_plan
prqects that will implement the City's transportation improvements, including bicycle and
pedestrian facilities, to meet the travel needs of the City and the region. The implementation
measures of Chapter 5 (Section 5.7) are designed to provide greater connectivity for
bicycles and pedestrians within and between existing and new developments.

(7) Local governments shall establish standards for local streets and accessways that minimize
pavement width and total right-of-way consistent with the operational needs of the facility.
The intent of this requirement is that local governments consider and reduce excessive
standards for local streets and accessways in order to reduce the cost of construction,

I
I
I
I
T

t
I
?
t Appendix B Page B - 23



2003 Transportation Syst€ms Plan June 2, 2003 Proof Draft

provide for more efficient use of urban land, provide for emergency vehicle access while
discouraging inappropriate traffic volumes and speeds, and which accommodate convenient
pedestrian and bicycle circulation. Not withstanding subsection (1) or (3) of this section,
local street standards adopted to meet this requirement need not be adopted as land use
regulations.

Staff Response: The functional classification of roads contained in Chapter 4 of the TSP is
based on AASHTO's Policy on Geometric Design of Highways and Streets publication. Most
street classifications in the TSP require six (6) additional feet of right of way from that
required in the 1991 Transportation Master Plan due to the width and placement of bicycle
lanes and street maintenance requirements. The pavement widths and right-of-way
requirements are the minimum needed to meet the operational requirements of the
proposed road facilities.

Stat. Auth.: ORS 183 & ORS 197
Stats. lmplemsnted: ORS 197.040
Hisr.: LCDC 1-'l991, f. & cert. ef. $8-91; LCDC 4-1995, f. & cerr. et. 5-8-95; LCDC 11-1995, f. & cen. sf. 12-22-95i
LCDO 6.1998, f. & cerr. ef. 't0-3G.98

oAR 660-012-0050

Transportation Project Development

(1) For projects identifled by ODOT pursuant to OAR Chapter 731 , Division 15, p@ect
development shall occur in the manner set forth in that Division.

Staff Response: lmplementation Measure 4.1.5.a commits the City to working with regional
partners including ODOT in regional transportation planning efforts. The City will work with
ODOT in the development of state owned or operated transportation projects pursuant to
OAR 731, Division 15.

(2) Regional TSPs shall provide for coordinated project development among affected local
governments. The process shall include:

(a) Designation of a lead agency to prepare and coordinate project development;

(b) A process for citizen involvement, including publlc notice and hearing, if project
development involves land use decision-making. The process shall include notice to
affected transportation facility and service providers, MPOs, and ODOT;

(c) A process for developing and adopting findings of compliance with applicable
statewide planning goals, if any. This shall include a process to allow amendments to
acknowledged comprehensive plans where such amendments are necessary to
accommodate the pro,ect;

(d) A process for developing and adopting findings of compliance with applicable
acknowledged comprehensive plan policies and land use regulations of individual
local governments, if any. This shall include a process to allow amendments to
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acknowledged comprehensive plans or land use regulations where such
amendments are necessary to accommodate the project.

Staff Response: Not applicable. The City's TSP is a local TSP.

(3) Project development involves land use decision-making to the extent that issues of
compliance with applicable requirements remain outstanding at the project development
phase. lssues may include, but are not limited to, compliance with regulations protecting or
regulating development within floodways and other hazard areas, identified Goal 5 resource
areas, estuarine and coastal shoreland areas, and the Willamette River Greenway. Where
project development involves land use decision-making, all unresolved issues of compliance
with applicable acknowledged comprehensive plan policies and land use regulations shall
be addressed and findings of compliance adopted prior to project approval. To the extent
compliance has already been determined during transportation system planning, including
adoption of a refinement plan, affected local governments may rely on and reference the
earlier findings of compliance with applicable standards.

Staff Response: While the City's Comprehensive Plan and Development Code exempt
many public roads, bicycle, and pedestrian paths from land use regulations, these
regulations also require the careful planning of these projects to ensure the least amount of
harm to significant natural resources. Unresolved transportation project issues subject to the
City's land use regulations are addressed through the City's site development permitting
process. The City conducts all required environmental impact studies for federally funded
road projects and relies on its adopted Natural Resources Plan for the identification and
protection of significant natural resources in road prolect planning.

(4) Except as provided in Subsection (1) of this section, where an Environmental lmpact
Statement (ElS) is prepared pursuant to the National Environmental Policy Act of 1969,
project development shall be coordinated with the preparation of the ElS. All unresolved
issues of compliance with applicable acknowledged comprehensive plan policies and land
use regulations shall be addressed and findings of compliance adopted prior to issuance of
the Final ElS.

Staff Response: See Policy 4.3.1 and lmplementation Measure 4.3.'1.a.

(5) lf a local government decides not to build a project authorized by the TSP, it must evaluate
whether the needs that the project would serve could otherwise be satisfied in a manner
consistent with the TSP. lf identified needs cannot be met consistent with the TSP, the local
government shall initiate a plan amendment to change the TSP or the comprehensive plan
to assure that there is an adequate transportation system to meet transportation needs.

Staff Response: lt is the City's policy to build transportation improvements identified in the
TSP. The TSP will be a component of the City's Comprehensive Plan. Amendment of the
TSP would follow the process identified in the Comprehensive Plan for Plan modifications.

(6) Transportation project development may be done concurrently with preparation of the TSP
or a refinement plan.

Staff Response: The City has identlfied transportation poects for the two alternatives
identified in Chapter 4 of the TSP current with the preparation of the TSP.?

I Appendix B Page B - 25



I
2003 Transportation Systems Plan June 2, 2003 Proof Draft

Stat. Auth.: ORS 183 & ORS 197.040
Stats. lmplemented: ORS 195.025, ORS 197.040, ORS 197.230, ORS 197.245, oRS'197.712 & ORS 197.717
Hist.: LCDC 1-'199'1, f. & cert. ef. 5-8-91: LCDD 2-1999 f. & cert. ef. 1-'12-99

oAR 660-012-0055

Timing of Adoption and Update of Transportation System Plans; Exemptions

(1) MPOS shall complete regional TSPS for their planning areas by May 8, 1996. For those
areas within a MPO, cities and counties shall adopt local TSPs and implementing measures
within one year following completion of the regional TSP:

(a) lf by May 8, 2000, a Metropolitan Planning Organization (MPO) has not adopted a
regional lransportation system plan that meets the VMT reduction standard in
0035(4) and the metropolitan area does not have an approved alternative standard
established pursuant to 0035(5), then the cities and counties within the metropolitan
area shall prepare and adopt an integrated land use and transportation plan as
outlined in 0035(5)(cXAF(E). Such a plan shall be prepared in coordination with the
MPO and shall be adopted within three years;

(b) Urban areas designated as MPOs subsequent to the adoption of this rule shall adopt
TSPs in compliance with applicable requirements of this rule within three years of
designation.
Staff Response: Adoption of the TSP by City Council is expected in mid 2003.

(2) For areas outside an MPO, cities and counties shall complete and adopt regional and local
TSPs and implementing measures by May 8, 1997.

Staff Response: Not applicable. The City is inside an MPO.

(3) By November 8, 1993, affected cities and counties shall, for non-MPO urban areas of 25,000
or more, adopt land use and subdivision ordinances or amendments required by OAR 660-
012-0045(3), (4XaF(0 and (5)(d). By May 8, 1994 affected cities and counties within MPO
areas shall adopt land use and subdivision ordinances or amendments required by OAR
660-012-0045(3), (4)(aHe) and (5)(d). Affected cities and counties which do not have
acknowledged ordinances addressing the requirements of this section by the deadlines
listed above shall apply OAR 660-012-00a5(3), (a)(aH0 and (5)(d) directly to all land use
decisions and all limited land use decisions.

Staff Response: The City's Comprehensive Plan and Development Code were documents
acknowledged by both LCDC and Metro in 1994.

(4) (a) Affected cities and counties that either:
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(A) Have acknowledged plans and land use regulations that comply with this rule
as of May 8, 1995, may continue to apply those acknowledged plans and
land use regulations; or

(B) Have plan and land use regulations adopted to comply with this rule as of
April 12, 1995, may continue to apply the provisions of this rule as they
existed as of April 1 2, 1995, and may continue to pursue acknowledgment of
the adopted plans and land use regulations under those same rule provisions
provided such adopted plans and land use regulations are acknowledged by
April 12, 1996. Affected cities and counties that qualify and make this election
under this subsection shall update their plans and land use regulations to
comply with the 1995 amendments to OAR 660-012-0045 as part of their
transportation system plans.

(b) Affected cities and counties that do not have acknowledged plans and land use
regulations as provided in subseclion (a) of this section, shall apply relevant sections
of this rule to land use decisions and limited land use decisions unttl land use
regulations complying with this amended rule have been adopted.

Staff Response: The City's Comprehensive Plan and Development Code were
acknowledged documents by both LCDC and Metro in 1994 and in compliance with
oAR 660-012-0045(3).

(5) Cities and counties shall update their TSPs and implementing measures as necessary to
comply with this division at each periodic review subsequent to initial compliance with this
division. This shall include a reevaluation of the land use designations, densities and design
standards in the following circumstances:

(a) lf the interim benchmarks established pursuant to OAR 660-012-0035(6) have not
been achieved; or

(b) lf a refinement plan has not been adopted consistent with the requirements of OAR
660-012-0025(3).
Staff Response: The TSP will replace the City's '1991 Transportation Master Plan
and will be the City's first TSP. Development of the TSP is being done in conjunction
with the City's periodic review of its Comprehensive Plan and Development Code.
The City reevaluated its land use designations, densities and design standards in the
rewrite of its Comprehensive Plan and Development Code in November 2000. All
subsequent periodic reviews will reevaluate the TSP.

(6) The director may grant a whole or partial exemption from the requirements of this division to
cities under 10,000 population, counties under 25,000 population, and for areas of a county
within an urban growth boundary that contains a population less than 10,000. Eligible
jurisdictions may request that the director approve an exemption from all or part of the
requirements in this division. Exemptions shall be for a period determined by the Director or
until the jurisdiction's next periodic review, whichever is shorter.

(a) The director's decision lo approve an exemption shall be based upon the following
factors:
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(A) Whether the existing and committed transportation system is generally
adequate to meet likely transportation needs;

(B) Whether the new development or population growth is anticipated in the
planning area over the next five years;

(C) Whether major new transportation facilities are proposed which would affect
the planning areas:

(D) Whether deferral of planning requirements would conflict with
accommodating state or regional transportation needs; and

(E) Consultation with the Oregon Department of Transportation on the need for
transportation planning in the area, including measures needed to prolect
existing transportation facilities.

(b) The directofs decision to grant an exemption under this section is appealable to the
Commission as provided in OAR 660-002-0020 (Delegation of Authority Rule).

Staff Response: Not applicable. The City is not seeking an exemption from this
division.

(7) Portions of TSPs and implementing measures adopted as part of comprehensive plans prior
to the responsible jurisdiction's periodic review shall be reviewed pursuant to OAR Chapter
660, Division 18, Post Acknowledgment Procedures.

Staff Response: lt is the City's intent to adopt and incorporate the TSP into the
Comprehensive Plan as part of the periodic review process of the Plan and Code.

Stat. Auth.: ORS 183, ORS 197.040 & ORS 197.245
stats. tmptemented: oRS 195.025, ORS 197.040, ORS 197.230, ORS 197.245, ORS 197.610 - ORS 197.625, ORS
197.628 - ORS 'r97.646, ORS 197.712 & ORS 197.717
Hist.: LcDc 1-1991. t. & cerr. ef. 5-8-91; LCDC 1-1993, f. & cerr. ef. 6.15-93; LCDC 4-'1995, f. & cert. ef.5-8-95;
LCDD 6-1998, f. & cerr. ef. 10-30-98; LCDD 2-2000, f. & cert. ef.2{-00

Plan and Land Use Regulation Amendments
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oAR 660-012-0060

(1) Amendments to functional plans, acknowledged comprehensive plans, and land use
regulations which significantly affect a transportation facility shall assure that allowed land
uses are consistent with the identified function, capacity, and performance standards (e.9.
level of service, volume to capacity ratio, etc.) of the facility. This shall be accomplished by
either:

(a) Limiting allowed land uses to be consistent with the planned function, capacity, and
performance standards of the transportation facility;
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(b) Amending the TSP to provide transportation facilities adequate to support the
proposed land uses consistent with the requirements of this division;

(c) Altering land use designations, densities, or design requirements to reduce demand
for automobile travel and meet travel needs through other modes; or

(d) Amending the TSP to modify the planned function, capacity and performance
standards, as needed, to accept greater motor vehicle congestion to promote mixed
use, pedestrian friendly development where multimodal travel choices are provided.

Staff Response: The City's Comprehensive Plan and Development Code both
have provisions that require adequate transportation facilities be provided with
any amendment of either the Comprehensive Plan Map or Zoning Map. The Plan
Amendment process of the Comprehensive Plan (page 8), Section 4.d., requires
that transportation access be adequately addressed with proposed change to the
Comprehensive Plan (including map amendments). Section 4.1 97(.02)(D) of the
Development Code requires that existing primary facilities (including
transportation facilities) be adequate or can be made adequate to serve
proposed developments. Neither the Plan nor Code are explicit about the
potential need to amend the City's TSP should an amendment to the Plan or
Code or a proposed development pro.iect necessitate a change to the planned
transportation facilities of the TSP. The Plan and Code should be amended to
require findings of compliance with the planned transportation facilities of the
TSP with any amendment to the Plan or Code (including changes to the Plan
Map or Zoning Map) or development proposal that would impact the City's
planned transportation facilities. Should the TSP require amendment as a result
of findings of nonmmpliance with the TSP, the TSP shall be amended per the
requirements of the Oregon Transportation Planning Rule and the Oregon
Highway Plan, Actions 1F .2 - 1F.6.

(2) A plan or land use regulation amendment significantly affects a transportation facility if it:

(a) Changes the functional classification of an existing or planned transportation facility;

(b) Changes standards implementing a functional classification system;

(c) Allows types or levels of land uses which would result in levels of travel or access
which are inconsistent with the functional classification of a transportation facility; or

(d) Would reduce the performance standards of the facility below the minimum
acceptable level identified in the TSP.

Staff Response: See response to ( l) above.

(3) Determinations under subsections (1) and (2) of this section shall be coordinated with
affected transportation facility and service providers and other affected local governments
Staff Response: The City's Comprehensive Plan and Development Code require
notification to DLCD and ODOT of all changes to the Plan and Code.
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(4) The presence of a transportation facility or improvement shall not be a basis for an exception
to allow residential, commercial, institutional or industrial development on rural lands under
this division or OAR 660-004-0022 and 660-004-0028.
Staff Response: Not applicable. The City's urban growth boundary does not contain land
intended for rural use.

(5) ln determining whether proposed land uses would affect or be consistent with planned
transportation facilities as provided in 0060(1)and (2), local governments shall give full
credit for potential reduction in vehicle trips for uses located in mixed-use, pedestrian-
friendly centers, and neighborhoods as provided in (aHd) below;

(a) Absent adopted local standards or detailed information about the vehicle trip
reduction benefits of mixed-use, pedestrian-friendly development, local governments
shall assume thal uses located within a mixed-use, pedestrian-friendly center, or
neighborhood, will generate ',l0% fewer daily and peak hour trips than are specified
in available published estimates, such as those provided by the lnstitute of
Transportation Engineers (lTE) Trip Generation Manual that do not specifically
account for the effects of mixed-use, pedestrian-friendly development. The 10%
reduction allowed for by this section shall be available only if uses which rely solely
on auto trips, such as gas stations, car washes, storage facilities, and motels are
prohibited;

(b) Local governments shall use detailed or local information about the trip reduction
beneflts of mixed-use, pedestrian-friendly development where such information is
available and presented to the local government. Local govemments may, based on
such information, allow reductions greater than the 10% reduction required in (a);

(c) Where a local government assumes or estimates lower vehicle trip generation as
provided in (a) or (b) above, it shall assure through conditions of approval, site plans,
or approval standards that subsequent development approvals support the
development of a mixed-use, pedestrian-friendly center or neighborhood and provide
for on-site bike and pedestrian connectivity and access to transit as provided for in
0045(3) and (4). The provision of on-site bike and pedestrian connectivity and
access to transit may be accomplished through application of acknowledged
ordinance provisions which comply with 0045(3) and (4) or through conditions of
approval or findings adopted with the plan amendment that assure compliance with
these rule requirements at the time of development approval; and

(d) The purpose of this section is to provide an incentive for the designation and
implementation of pedestrian-friendly, mixed-use centers and neighborhoods by
lowering the regulatory baniers to plan amendments which accomplish this type of
development. The actual trip reduction benefits of mixed-use, pedestrian- friendly
development will vary from case to case and may be somewhat higher or lower than
presumed pursuant to (a) above. The Commission concludes that this assumption is
warranted given general information about the expected effects of mixed-use,
pedestrian- friendly development and its intent to encourage changes to plans and
development patlerns. Nothing in this section is intended to affect the application of
provisions in local plans or ordinances which provide for the calculalion or
assessment of systems development charges or in preparing conformity
determinations required under the federal Clean Air Act.
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Staff Response: The sub-area modeling performed by Metro for the City's TSP
assumed 10 percent fewer p.m. peak hour trips from mixed-use developments.

(6) Amendments to acknowledged comprehensive plans and land use regulations which meet
all of the criteria listed in (a)-(c) below shall include an amendment to the comprehensive
plan, transportation system plan the adoption of a local slreet plan, access management
plan, future street plan or other binding local transportation plan to provide for on-site
alignment of streets or accessways with existing and planned arterial, collector, and local
streets sunounding the site as necessary to implement the requirements in Section
0020(2Xb) and Section 0045(3) of this division:

(a) The plan or land use regulation amendment results in designation of two or more
acres of land for commercial use;

(b) The local govemment has not adopted a TSP or local street plan which complies with
Section 0020(2)(b) or, in the Portland Metropolitan Area, has not complied with
Metro's requirement for street connectivity as contained in Title 6, Section 3 of the
Urban Growth Management Functional Plan; and

(c) The proposed amendment would significantly affect a transportation facility as
provided in 0060(2).

Staff Response: The City will seek acknowledgement of its November 2000
versions of its Comprehensive Plan and Development Code after adoption of the
TSP. Subsection 4.236(.02) of the Development Code requires the continuation of
the principal streets existing in the adjoining areas or a proper projection when
adjoining undeveloped property.

(7) A "mixed-use, pedestrian-friendly center or neighborhood" for the purposes of this rule,
means

(a) Any one of the following:
(A) An existing central business district or downtown;
(B) An area designated as a central city, regional center, town center or main

street in the Portland Metro 2040 Regional Growlh Concept;
(C) An area designated in an acknowledged comprehensive plan as a transit

oriented development or a pedestrian district; or
(D) An area designated as a special transportation area as provided for in the

Oregon Highway Plan.

(b) An area other than those listed in (a) which includes or is planned to include the
following characteristics:

(A) A concentration of a variety of land uses in a well-defined area, including the
following:

(i) Medium to high density residential development (12 or more units per
acre);

(ii) Offices or office buildings;f
T Appendix B Page B - 31
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(iii) Retail stores and services;
(iv) Restaurants; and
(v) Public open space or private open space which is available for public

use, such as a park or plaza.

(B) Generally include civic or cultural uses;

(C) A core commercial area where multi-story buildings are permitted;
(D) Buildings and building entrances oriented to streets;
(E) Street connections and crossings that make the center safe and conveniently

accessible from ad.iacent areas;
(F) A network of streets and, where appropriate, accessways and major

driveways that make it attractive and highly convenient for people to walk
between uses within the center or neighborhood, including streets and major
driveways within the center with wide sidewalks and other features, including
pedestrian-oriented street crossings, street trees, pedestrian-scale lighting
and on-street parking;

(G) One or more transit stops (in urban areas with fixed route transit service);
and

(H) Limit or do not allow low-intensity or land extensive uses, such as most
industrial uses, automobile sales and services, and drive{hrough services.

Staff Rasponse: Not applicable to the City's TSP.

Stat. Auth.: ORS 183 & ORS 197.040
Stats. lmplemented: ORS 195.025, ORS 197.M0, ORS'197.230, ORS 197.245, ORS 197.610 - ORS 197.625, ORS
197.628 - ORS 197.646. ORS 197.7'12, ORS 197.717 & ORS 197.732
Hist.: LCDC l -1991 , 1. & cert. ef. t8-9'l ; LCDD 6-1998, f. & cerl. ef. 10-30-98; LCOO 6-1999, t. & c€rt. ef. 8-6-99

Transportation lmprovements on Rural Lands

(1) This rule identifies transportation facilities, services and improvements which may be
permitted on rural lands consistent with Goals 3, 4, 11 , and 14 without a goal exception
Staff Response: Not applicable. The City's TSP plans for urban lands within the City's
urban growth boundary.

(2) For the purposes of this rule, the following definitions apply:

(a) "Access Roads" means low volume public roads that principally provide access to
property or as specified in an acknowledged comprehensive plan;
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(b) "Collectors" means public roads that provide access to property and that collect and
distribute traffic between access roads and arterials or as specified in an
acknowledged comprehensive plan;

(c) "Arterials" means state highways and other public roads that principally provide
service to through traffic between cities and towns, state highways and major
destinations or as specified in an acknowledged mmprehensive plan;

(d) "Accessory Transportation lmprovements" means transportation improvements that
are incidental to a land use to provide safe and efficient access to the use;

(e) "Channelization" means the separation or regulation of conflicting traffic movements
into definite paths of travel by traffic islands or pavement markings to facilitate the
safe and orderly movement of both vehicles and pedestrians. Examples include, but
are not limited to, left tum refuges, right turn refuges including the construction of
islands at intersections to separate traffic, and raised medians at driveways or
intersections to permit only right turns. "Channelization" does not include continuous
median turn lanes;

(f) "Realignment" means rebuilding an existing roadway on a new alignment where the
new centedine shifts outside the existing right of way, and where the existing road
surface is either removed, maintained as an access road or maintained as a
connection between the realigned roadway and a road that intersects the original
alignment. The realignment shall maintain the function of the existing road segment
being realigned as specified in the acknowledged comprehensive plan;

(g) "New Road" means a public road or road segment that is not a realignment of an
existing road or road segment.

Staff Response: Not applicable to the City's TSP.

(3) The following transportation improvements are consistent with goals 3, 4, 11, and 14 subject
to the requirements of this rule:

Staff Response: Not applicable to the City's TSP.

(a) Accessory transportation improvements for a use that is allowed or conditionally
allowed by ORS 215.213, 215.283 or OAR 660, Division 6 (Forest Lands);

(b) Transportation improvements that are allowed or conditionally allowed by ORS
215.213, 215.283 or OAR 660, Division 6 (Forest Lands);

(c) Channelizatlon not otheruise allowed under subsections (a) or (b) of this section;

(d) Realignment of roads not otherwise allowed under subsection (a) or (b) of this
section;

(e) Replacement of an intersection with an interchange;

(f) Continuous median turn lane;

(g) New access roads and collectors within a built or committed exception area, or in
other areas where the function of the road is to reduce local access to or local traffic

I Appendix B Page B - 33
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on a state highway. These roads shall be limited to two travel lanes. Private access
and intersections shall be limited to rural needs or to provide adequate emergency
access.

(h) Bikeways, footpaths and recreation trails not otherwise allowed as a modification or
part of an existing road;

(i) Park and ride lots;

0) Railroad mainlines and branchlines;

(k) Pipelines;

(l) Navigation channels;

(m) Replacement of docks and other facilities without significantly increasing the
capacity of those facilities;

(n) Expansions or alterations of public use airports that do not permit service to a larger
class of airplanes; and

(o) Transportation facilities, services and improvements other than those listed in this
rule that serve local travel needs. The travel capacity and level of service of facilities
and improvements serving local travel needs shall be limited to that necessary to
support rural land uses identified in the acknowledged comprehensive plan or to
provide adequate emergency access.

(4) Accessory transportation improvements required as a condilion of development listed in
subsection (3)(a) of this rule shall be subject to the same procedures, standards and
requirements applicable to the use to which they are accessory.

Staff Response: Not applicable to the City's TSP.

(5) For transportation uses or improvements listed in subsection (3)(d) to (g) and (o) of this rule
within an exclusive farm use (EFU) or forest zone, a jurisdiction shall, in addition to
demonstrating compliance with the requirements of ORS 215.296:

(a) ldentify reasonable build design alternatives, such as alternative alignments, that are
safe and can be constructed at a reasonable cost, not considering raw land costs,
with available technology. Until adoption of a local TSP pursuant to the requirements
of OAR 660-012-0035, the jurisdiction shall consider design and operations
alternatives within the project area that would not result in a substantial reduction in
peak hour travel time for poects in the urban fringe that would significantly reduce
peak hour travel time. A determination that a project will significantly reduce peak
hour travel time is based on OAR 660-012-0035(10). The jurisdiction need not
c,onsider alternatives that are inconsistent with applicable slandards or not approved
by a registered professional engineer;

(b) Assess the effects of the identified alternatives on farm and forest practices,
considering impacts to farm and forest lands, structures and facilities, considering
the effects of traffic on the movement of farm and forest vehicles and equipment and
considering the effects of access to parcels created on farm and forest lands; and
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(c) Select from the identified alternatives, the one, or combination of identified
alternatives that has the least impact on lands in the immediate vicinity devoted to
farm or forest use.

Staff Response: Not applicable to the City's TSP.

(6) Notwithstanding any other provision of this division, if a jurisdiction has not met the deadline
for TSP adoption set forth in OAR 660-012-0055, or any extension thereof, a transportation
improvement that is listed in section (5) of this rule and that will significantly reduce peak
hour lravel time as provided in OAR 660-0120-035(10) may be allowed in the urban fringe
only if the jurisdiction applies either:

(a) The criteria applicable to a "reasons" exception provided in Goal 2 and OAR 660,
Division 4; or

(b) The evaluation and selection criteria set forth in OAR 660-012-0035.

Staff Response: Not applicable to the City's TSP.

Stat. Auth.: ORS 183, ORS 197.040, ORS 197.245, ORS 215.213, ORS 215.283 & ORS 215.296
stats. tmplementod: oRS 195.025, ORS 197.040, ORS 197.230, ORS'197.245, ORS 197.712, ORS 197.717, ORS
197.232, ORS 215.213 & ORS 215.283
Hist.: LCDC 1-1991 , f. & cert. ef. 5-8-91; LCDC 3-1995, f. & c€rt. ef. 3-31-95; Adminislrativs correction 9-29-98

oAR 660-012-0070

Exceptions for Transpo rtation lmprovements on Rural Land

(2) Where an exception to Goals 3,4, 11, oll4 is required, the exception shall be taken
pursuant to ORS 197.732(1)(c), Goal 2, OAR Chapter 660, Division 4 and this division

Staff Response: Not applicable to the City's TSP.

(3) An exception adopted as part of a TSP or reflnement plan shall, at a minimum, decide need,
mode, function and general location for the proposed facility or improvement:

(a) The general location shall be specified as a corridor within which the proposed facility
or improvement is to be located, including the outer limits of the proposed location.
Specific sites or areas within the corridor may be excluded from the exception to
avoid or lessen likely adverse impacts;

(b) The size, design and capacity of the proposed facility or improvement shall be
described generally, but in sufficient detail to allow a general understanding of the?

t Appendix B Page B - 35

(1) Transportation facilities and improvements which do not meet the requirements of OAR 660-
012-0065 require an exception to be sited on rural lands.

Staff Response: Not applicable to the City's TSP.
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likely impacts of the proposed facility or improvement. Measures limiting the size,
design or capacity may be specified in the description of the proposed use in order to
simplify the analysis of the effects of lhe proposed use;

(c) The adopted exception shall include a process and standards to guide selection of
the precise design and location within the corridor and consistent with the general
description of the proposed facility or improvement. For example, where a general
location or conidor crosses a river, the exception would specify that a bridge
crossing would be built but would defer to project development decisions about
precise location and design of the bridge within the selected conidor subject to
requirements to minimize impacts on riparian vegetation, habitat values, etc.;

(d) Land use regulations implementing the exception may include standards for specific
mitigation measures to offset unavoidable environmental, economic, social or energy
lmpacts of the proposed facility or improvement or to assure compatibility with
adjacent uses.

Staff Response: Not applicable to the City's TSP.

(4) To address Goal 2, Part ll(c)(1) the exception shall demonstrate that there is a transportation
need identified consistent with the requirements of OAR 660-012-0030 which cannot
reasonably be accommodated through one or a combination of the following measures not
requiring an exception:

(a) Alternative modes of transportation;

(b) Traffic management measures; and

(c) lmprovements to existing transportation facilities.

Staff Response: Not applicable to the City's TSP

(7) To address Goal 2, Part ll(c)(3), the exception shall:

(a) Compare the economic, social, environmental and energy consequences of the
proposed location and other alternative locations requiring exceptions;
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(5) To address Goal 2, Part ll(c)(2), the exception shall demonstrate that non-exception
locations cannot reasonably accommodate the proposed transportation improvement or
facility.

Staff Response: Not applicable to the City's TSP.

(6) To determine the reasonableness of alternatives to an exception under sections (a) and (5)
of this rule, cost, operational feasibility, economic dislocation and other relevant factors shall
be addressed. The thresholds chosen to judge whether an alternative method or location
cannot reasonably accommodate the proposed transportation need or facility must be
justified in the exception.

Staff Response: Not applicable to the City's TSP.
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(8) To address Goal 2, Part ll(cx4), the exception shall:

(a) Describe the adverse effects that the proposed transportation improvement is likely
to have on the surrounding rural lands and land uses, including increased traffic and
pressure for nonfarm or highway oriented development on areas made more
accessible by the transportation improvement;

(b) Adopt as part of the exception, facility design and land use measures which minimize
accessibility of rural lands from the proposed transportation facility or improvemenl
and support continued rural use of surrounding lands.

Staff Response: Not applicable to the City's TSP.

Stat. Auth.: ORS 183 & ORS 197.040
stats. tmptemented: oRS 't95.025, oRS 197.040, ORS 197.230, ORS 197.245, ORS 197.712, ORS 197.717 & ORS
197.732
Hist.: LCDC 1-1991, f. & c6rt. ef. 5-8-91

T Appendix B Page B - 37

(b) Determine whether the net adverse impacts associated with the proposed exception
site are significantly more adverse than the net impacts from other locations which
would also require an exception. A proposed exception location would fail to meet
this requirement only if the affected local government concludes that the impacts
associated with it are significantly more adverse than the other identified exception
sites;

(c) The evaluation of the consequences of general locations or corridors need not be
site-specific, but may be generalized consistent with the requirements of section (3)
of this rule.

Staff Response: Not applicable to the City's TSP.
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3/36 Schedule

4/40 Schedule

9/80 Schedule

American
Association of State
Highway and
Transportation
Officials (AASHTO)

Baseline Auto Trip
Rate

Base Network

Bicycle Facility

Bicycle Program

Capital
lmprovements

Carpool

Collector Slreet

A compressed work week schedule of three '12-hour days worked during a
single workweek, creating two days off each week.

A compressed work week of four 1o-hour days worked during a single
workweek, creating a day off each week.

A compressed work week schedule of 80 hours worked in nine days during a
two-week period. Usually consists of eight nine-hour days and one eighthour
day, creating a day off every two weeks.

This organization publishes A Policy on Geometric Design of Highways and
Streers. This is a national publication that provides a general breakdown of
roadway classifications, among many other things.

The daily average auto trip rates for a work site established by the initial
employee commute options survey.

The network representing all streets and transportation facilities that currently
(2001)exist in Wilsonville and the surrounding Urban GroMh Area, and
including the additional facilities that have already been planned and funded for
conslruclion prior to June 30, 2002.

Any path, lane, route, or shared roadway specifically designated in some
manner as being open to bicycle travel, either for the exclusive use of bicycles
or shared use with other modes of travel.

Provides supporl services to those employees that bicycle to work. Examples
include: safe/secure bicycle storage, shower facilities, and subsidy of commule
bicycle purchase.

Long{erm physical street improvements traditionally identified with public
transportation investments.

An anangemenl in which two or more people share the use and/or cost of
traveling in privately owned automobiles between fixed points on a regular
basis.

A street or roadway that typically provides land access and traffic circulation
within residential, commercial, and industrial areas. lt distributes trips from the
arterial system to the ultimate destination and vice versa. Collector streets
typically collect traffic from neighborhood streets. The City of Wilsonville further
categorizes collector streets as major and minor.

T Glossary of Terms PageG-1
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Comprohonsive
Plan

Concurrency
Management
System

Congsstion

Corridor

Critical Volume

Cycle Longth

Doficiency

Dolay

ECO Rule

EMME/2

Employer Shuttles

June 2, 2003 Proof Draft

A management system that prohibits development if lhe development causes
the level of service to decline below slandards adopted in the Comprehensive
Plan, unless transportation improvements or strategies to accommodale the
development impacts are made concurrently with the development. The Public
Facilities and Services chapter of Wilsonville's Comprehensive Plan contains
the City's concurrency policies.

Heavy traffic volumes make movement on the street or roadway at optimal legal
speeds difficult.

ln planning, a broad geographical band that follows a general directional flow or
connects ma.ior sources of trips. lt may contain a number of streets, highways,
and transit lines or roules.

The sum of all conflicting movemenls, or movements that cannot occur at the
same time, at an intersection. The critical volume is used in a volume-to-
capacity calculation.

A cycle failure is when a vehicle must wait through more than one cycle length
at a signalized intersection before clearing the intersection.

The time in seconds allotted to a traffic signal to permit all movements to
proceed through the intersection at leasl once.

Specific to this plan, a deficiency exists when a transportation facility does not
operate at or is not designed to meet a predetermined standard.

Time lost by a traveler due to congestion. Delay is measured by the time
needed to reach destinations at the posted speed limits versus a slower
congested speed. A specific delay, known as stopped delay, refers to the time
spent by a traveler when the vehicle is not moving.

Employee Commute Options (ECO) rule. Part of the Oregon Oepartment of
Environmental Quality's regional air quality maintenance plan, needed for
compliance with the Federal Clean Air Act. Requires affected employers with
50 or more employees at one work site to reduce the number of auto trips taken
to the work site by l0 percent over three years.

Transportation planning (modeling) sottware.

Employer shuttles connect employees with regional transit service that is
nearby but not within walking distance. They are typically ftee of charge to
employees.
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Cycle Failure

A document that defines a jurisdjction's goals and policies and visualizes the
direction the jurisdiction will take over the next twenty years. Specific elements
and sub-elements of Wilsonville's Comprehensive Plan include Citizen
lnvolvement, Urban GroMh Management, Public Facilities and Services, Land
Use and Development, and master plans dealing with transportation, parks and
recreation, water, storm water, wastewater collection, and wastewater
treatment.



l
I
I
I
I
T

I
D
T

t
T

I
I
t
I

2003 Transportation Systems Plan

Employment Center

Facility

Full or Half Transit
Pass

Functional
Classification

Grade Crossing

Guaranteed Ride
Home Program

High Occupancy
Vehicle (HOV)

High Transit Service

lmpact Fee

lntercity Transit

lntersection
Accident

lntracity Transit

Land Use

Level of Service
(Los)

June 2, 2003 Proof Draft

Locations having a concentration of jobs or employment.

A physical structure allowing a transportation mode to operate (i.e., arterial
streets, sidewalks, bicycle trails, etc.).

For employees who take transit to work on a regular basis, the employer pays
for all or half of the cost of a monthly transit pass. This program is appropriate
for Wilsonville employees who may use Tri-Met or other regional transit
providers for a part of their commute even though SMART is fareless.

A roadway designation system that categorizes roadways by purpose, intent,
and design constraints.

A crossing of highways, railroad tracks, other guide ways, and/or pedestrian
walkways at the same level (grade).

The use of tunnels, bridges, and other structures to separate conflicting
movements by levels. Conflicting movements can be the same or different
modes of travel.

Free taxi rides for employees who leave their cars at home if a personal or
family emergency arises. SMART and other regional transit providers offer this
service.

A vehicle occupied by two or more people, thereby qualifying for travel in a
High Occupancy Vehicle (HOV) lane.

Frequent rail and bus service of '1S-minule intervals or less during peak
commuting times with multiple bus routes serving the location.

A charge imposed on growth that is proportionate to the cost of transportation
improvements made necessary by groMh (i.e., new development).

Transit service that is provided between two or more cities

An intersection accident, as defined in this plan, is a vehicle-related accident
that occurred within '150 feet of two or more intersecting streets.

Transit service lhat is provided within one city

A specific type of development that is generally associated with a parlicular
property.

A gauge for evaluating system performance for roadways, transit, and non-
motorized and other transportation modes. For roadway intersections, the LOS
is usually rated from LOS "A" (low delay of low volume-to-capacity ratios) to
LOS "F' (delay exceeding 60 seconds per vehicle, or volume-lo-capacity ratios
greater than 1 .0). See volume-to-capacity ratio in this glossary.

Low Transit Service All locations with some bus service, bul not defined as medium or high

?
T Glossary of Terms PageG-3
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Major Arterial

Measuro of
Effectiveness

A street, roadway, or highway that serves major centers of activity and usually
has the highest traffic volumes in the region. A major arlerial serves most trips
entering and leaving urban areas and through trips, thus serving significant
interurban lravel between major suburban or business districts. A major arterial
usually has access that is fully or partially controlled.

A quantitative representation used to measure how well an activity, task,
funclion, or implemented pro.iect has performed.

At least two bus routes serving a location in 2o-minute intervals, or less during
peak commuting times.

An individual agency designated by the State governor in each federally
recognized urbanized area to coordinate transportation planning for that
metropolitan region. Metro is that agency for Clackamas, Multnomah and
Washington Counties.

A midblock accident, as defined in this plan, is a vehicle-related accident that
occurred more than '150 feet away from two or more intersecting streets.

A street or roadway that typically interconnecls, augments, and serves trips of
shorter distance and lower level of mobility than principal arterials. A minor
arterial generally does not penetrate identifiable neighborhoods and places
more emphasis on land access than a major arterial.

Measures required to improve a transportation facility to a specific standard

The ability of any individual to move about the region

A particular form of travel distinguished by the means of transportation used,
such as foot, bicycle, vehicle, bus, train, boat, plane, etc.

A mode split targel refers to the split, or approximate percenlage, of the modes
of transportation envisioned for use within a designated area.

A computerized mathematical representation of traffic movement through a
neh/vork based on existing and future lraffic volumes, employmenl centers, land
uses, population, and capacity.

Concerned with or involving more than one transportation mode.

ln planning, a computerized system of links and nodes that describes a
transportation system. ln highway engineering, the configuration of highways
that constitutes the tolal system, and in transit operations, a system of transit
lines or routes usually designed for coordinated operation.

As pertaining to this plan, a network alternative refers to a unique set of
transportation improvements coded into the model network.

Generally referring to bicycle, pedestrian, equestrian, or other modes of
transporlation not involving a motor vehicle.

Metropolitan
Planning
Organization (MPO)

Midblock Accident

Minor Arterial

Mitlgation

Mobility

Mode

Mode Split Target

Model

Medium Transit
Service

Multi-modal

Network

{

T

I
I
I
t
T

T

T

I
T

I
T

I

a

Network Alternative

Non-Motorized t
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On-Site
Amenities/Services

Origin-D€stination
Study

Paratransit

Park-and-Ride

Parking Cash-out

Parking Fees

Peak Period

P6destrian Accoss
Level

Prioritization

Public
Transportation

June 2, 2003 Proof Draft

Services that companies make available at their work sites. Examples include
cafes or restaurants, dry cleaners, day ca(e centers and bank machines.

Transit servlce that is publicly or privately operated, scheduled or dispatched on
demand, and providing point-to-point transit service. Normally used in
specialized applications with user eligibility limitations (e.9., elderly,
handicapped, etc.) or where demand is not sufficient to support llxed-route
service.

An access mode to transit and other HOV modes in which patrons drive private
automobiles or ride bicycles to a transit station, stop, or carpool/vanpool waiting
area and park the vehicle in the area provided for that purpose.

A parking management strategy that discontinues free or subsidized employee
parking and charges employees a fee to park. The employer then provides
each employee an allowance, or cash-out amount, that covers the cost of the
parkang fee. Employees can choose to apply the full cash-out amount to the
parking fee if they wish to continue driving alone, or they can receive it as a
cash payment if they choose to use a commuting alternative.

A parking management strategy that discontinues free or subsidized employee
parking and charges employees a fee to park. This strategy is usually
combined with other strategies for encouraging use of commuting altematives,
thereby creating slrong incentives for employees to leave their cars at home.

The period of the day during which the maximum amount of travel occurs. lt
may be specified as the moming (a.m.) or aftemoon or evening (p.m.) peak.

The Pedestrian Environmenl Factor (PEF) of a location, which is a composite
measure of pedestrian friendliness based on the ease of street crossings,
sidewalk continuity, local slreet characteristics (grid vs. cul-de-sac), and
topography. Detailed information is contained in The Pedestrian Environment,
Volume 4A, prepared by Parsons Brinckerhoff Quade and Oouglas for 1000
Friends of Oregon, Oecember 1993.

The act of categorizing Transportation lmprovement Programs into three
separate groups (high, medium, and low) giving projects in some groups
precedence over projects in other groups.

Regular transportation service by bus, rail, paratransit, van, airplane, or ship
offered by a public operator.

Right-of-Way (ROW) Property purchased for and expected to contain transporlation facilities.

Singl6-Occupancy
Vehicle (SOV)

?
Glossary of Terms

A vehicle occupied by only one person

PageG-5I

A study of where person or vehicle trips begin and end. lt may also include trip
purposes and frequencies.
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Targst Auto Trip
R6duction

Tol6commuting

Traftic Analysis
Zona (T Ml
Transportation
Dsmand

Transportation
Oemand
Management IIDM]

Transportation
lmprovement
Program (TlP)

Transportation
Planning Rule (TPR)

Transportation
Mastor Plan (TMP)

Transportation
Systems Plan (TSP)
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The percentage of auto trips taken to a work site that an employer expects to
reduce from a particular strategy. The ECO rule asks employers to develop an
overall target auto trip reduction of 10 percent of their baseline auto trip rate.

Employees perform regular work duties at home or at a work center closer to
home, rather than commuting from home to work. This can be full time or on
selected workdays.

Well-defined areas in the transportation model that were designed to contain
consistent land use and common points of access to the street system.

The quantity of transportation desired by users

The concept of managing or reducing travel demand rather than increasing the
supply of transportation facilities. lt may include programs to shifl demand from
single-occupant vehicles to other modes such as spreading the peak period by
staggering work hours, using other modes of transportation such as walking,
bicycling, or transit, promoting high occupancy vehicle (HOV) use, limiting
parking to encourage other modes of travel, and/or telecommuting.

The five-year, specific multi-modal program of regional transportation
improvements for highways, transit, and other modes. The TIP consists of
projects drawn from the TSP as well as local plans and programs. The projects
are directed at improving the overall efficiency and people-moving capabilities
of the existing transportation system.

State Administrative Rule updated in September 1995, which sets requirements
for the preparation, adoption, refinement, implementation, and amendment of
transporlation systems plans. The TPR requires all cities and counties to
prepare and adopt a local transportation system plan consistent with TPR
guidelines and other already adopted state and regional plans.

A document intended to support and expand upon the goals and policies of the
transportation elemenl in the Comprehensive Plan. The TMP was intended to
ensure that the City's transportation infrastructure and its management meet
the needs of the City's population for safe, efficient, and economical local
transportation and access lo regional transportation services and facilities.

Much like a TMP, a TSP is a document intended to support and expand upon
the goals and policies of the transportation element in the Comprehensive Plan.
The TSP is intended to ensure that the City's transportation infrastructure and
its management meet the needs of the City's rate of population and
development growth for safe, efficient, and economical local transportation and
access to regional transportation services and facilities.
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Urban Growth Area
(UGA)

Urban Growth
Boundary (UGB)

Urban Growth
Managoment
Functional Plan
(UGMFP)

Vanpool

Vehicle Hours of
Travel

Vahiclo Mlles of
Travel (VMT)

Volume-to-Capacity
Ratio (v/c)

Vohacles Per Hour
(vph)

The urban groMh area, as defined in this document, is the area outside the
Wilsonville city limits where urban groMh is expected within the next twenty
years.

The boundary for lhe urban groMh area limits

A group of seven to fifleen commuters that live near each other and who share
the ride in one vehicle, oflen a van. The employer may subsidize the cost of
operating and maintaining the van.

On highways, the aggregate amount of time spent by all travelers in the region
on all facilities for a specified time period.

On haghways, a measurement of the total miles traveled by all vehicles in the
region for a specified time period.

A measure of potential roadway capacity - the ratio of the existing amount of
critical vehicular volume for a roadway or intersection to the amount of designed
capacity on the roadway or intersection.

I Glossary of Terms PageG-7

Transportation
Systems
Managem6nt (TSM)
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TSM challenges the CIiSJg transportation system to be used in a more
efficient way. TSM techniques are usually considered low-cost fixes to
transportation problems and can include implementing peak-hour reversible
lanes, converting two two-way streets to a one-way couplet, adding signals,
adding turn lanes at intersections, restricting peak-hour turning movements,
using shoulders for through traffic during peak hours, or coordinating signal
timing.

The Urban Growth Management Functional PIan is one of the documents that
implements regional goals and obiectives as adopted by the Metro Council. All
cities and counties in the Metro region are required to amend their
Comprehensive Plans and development ordinances to conform to Functional
Plan requirements.

The number of vehicles traversing a given point in one hour.
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American Planning Association
APA Recommendations for Pedestrian, Bicycle, and Transit Friendly
Development Ordinances

City of Wilsonville, Wilsonville, Oregon,
2001 Wilsonville Comprehensive Plan

2001 Planning and Land Development Ordinance (Development Code)

2OO1 Cily of Wilsonville Street Standards

1 997 Historical Development Pattems

1994 Parks and Recreation Master Plan

1993 Bicycle and Pedestrian Master Plan

1991 Transportalion Master Plan

1987 Wilsonville Public Works Standards

Dammasch Area Transportation - Efficient Land Use Plan (DATELUP)

Future Search

North Wilsonville lndustrial Area Proposed Concept Plan

Public Facilities Transportalion Strategy Ordinance No.463

SMART Transit Master Plan

Street Lighting Resolution No. 881

Traffic Management Ordinance 431

Urban Renewal Plan (The Year 2000 Plan)

West Side Master Plan

Clackamas County, Oregon
2002 Clackamas County's Comprehensive Plan. (Chapter 5, Clackamas County
Transportation Plan)
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American Association of State Highway and Transportation Officials (AASHTO),
Washington, D.C.

2000 Manual on Uniform Traffic Control Devices (MUTCD)

1999 Guide for the Development of Bicycle Facilities, 3rd Edition

1990 A Policy on Geometric Design of Highways and Streets
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Federal Guidelines
National Environmental Policy Act

Federal Americans with Disabilities Act (ADA)

Uniform Building Code

lnstitute of Transportation Engineers
1997 Trip Generation Manual, 6th edition

Metro. Portland, Oregon
2000 Regional Transportation Plan. Adopted 1990, updated 2000

2000 Urban Growth Management Functional Plan. Updated 2000
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Engineering DePartment Memo

Dale 51412004

To: Mike Kohlhoff

Cc; Arlene Loble, Eldon Johnansen, Mike Stone' Sandi Young

Frorn: , michael

RE: City of Wilsonville Vacant lndustnal Land Evaluation

Bl[,:fi'," r"rl. request, the Enqineenng Departrnent reviewed the best avarlable and

cunent information regaraing;;"1'ii"t;'irt"a rn the City of Wilsonville (City) Two

sources were used and -,p"t"i' ti'vl'"*itaxtot lntormaiion and February 2004 Metro

RL'S data from ,n" ttt"oo o"* il#;a;;; W; feriormeo a comparative analvsis of

vacant planned industrid aesignaiJ&;;Efro' citv 9:9 ?1d 
*cant taxlots from RLIS

(RLls does not list vacant industnal land). There are approxmately 200 acres of industrially

UH"ffii" i;il'n tne Citv tnat rr,tetro does not have in their database'

3',"13ilitil**ed the Frog pond area (wirsonvire East).for incrusion in the Metro urb-an

Growth Boundary tuoel ,o,#li"'itljp"t"a i"o"triailano shortfall over the next 20

vears. The basis for this 
"""a " " 

lln.i"r'cy in inoustriatly zoned land in the region to meet

ffit""_fiffi;;i;;;;;; M;; iilniiJ ".nortr"riof 
aooroxmatery 1600 acres. ro

meet this shortfall, Metro rs p,"p"t'"g't"';t"l alas a'ouna tfre region for indu:iol lth"
Urban cro,vrh Boundary. on" 5ii',oi" "r"ri 

is the Frog Pond (WilsonMlle East) area'

The question here is what is the basis for Metrc's conlention that there is a shortfiall in

available industrial land. An an;l;;;-dffi identified in the region by Metro isbeyond the

scooe of this study. However, ;-riJ;,-,"fy". 
"t 

C,tV land.is readilv accomptished' To that end'

citv staff engaged rrrr"t o .utr on ipii'i+' ibo+]in " 
oitcussioh of the data acquisition

palameters. Though direct inform"ion on rr/|"tro identified vacant lands was not available at

the time, we did ,ncou"|. ."r"#iioiit lnli pr"tr. 
"ut 

ins its information ftom clackamas

frunty, who in tum receives 's 
i,ir"#"til" trom us' This time lao means that Metro's

information will not oe as cunii'"'"'" *ili' s"-nd' Metro ""t o,r*nt toning maps to

determine designateO vacant ,nJustriat Lnds' Being a trocrmao citv - Comprehensive Plan

Mao and a Zoning Map, anv #IJs;#t"d bv ltEt'o in ttte ciw is vacant industrial is

probably inmnea. oecause tne t-rip[n"n"v6 pr"n a"tignates the use of the land' Land is

not zoned until it goes throug;;'#;6;;;ing process'ltrus' Metro would be unaware oI

viJnt industrial land in the City for the most part'

3,fl:l?1r"ltflr,"ed current parcer information, pranning documents, rhe comprehensive . ..,

Plan, the Zoning tttap, Specraifesou-il O'etriy zoni rnap (citv Goal 5 compliance) and the

land itself. This resulted in tne mfi ""frJ 
'C'ty 

6r ua" on'1" ha's'i,' vacant and RAH

Lands. The map shows a ore"lo-t:wn oibitv pianned industrial vacant land:

,1. -'i.'r
City o, '*,f
WILSONVILLE

in OREGON

Exhibit 8

30000 SW Tov,n Cenler loop E

Wilsonville, Oregon 97070
(503) 682-t0r r
603) 682- I 0l 5 Fox
(503) 682,0843 TDD

1

Setung nE ConmLrity Wlh ftide

o
.i5t412004

City vacant industrial 205 acres
City vacant RAH (industrial) 291 acres



o
. City redevelopable 33 acres

Total 529 acres
overlaid on top of these parcels was the Special Resource overlay Zone (SROZ) map. The
prr*i. tn"t ini"oected the SROZ map would be encumbered by natural resources'.wetlands,

lno ottrer impeolments to a shovel-ready designation. one of the Metro criteria was being

shovebready. These lands were deducted from the total acreage count'
o SROZ impacted industrial 44 acres
. SROZ impacted RAH 148 acres

Total 192 acres

Total shovel-ready industrial developable land 337 acres

Next, we opened up RLIS and tumed on Metro',s vacant taxlots and industrial taxlots. since
Metro does not use a two-map system, vacant industrial designated land is not available. so
*e -rprr"a Mefo vacant land in the city with the preceding city map - city of wsonville
niustriit, Vacant and RAH Lands. Since Metro's data is out of date with respect to City data'

there was not a one-to-one conespondence of tiaxlots between the two maps or' more

conecUy, Oatasets. Thus, we ideniified, as best we could, the taxlots that were common to

u"in ,ip.. There is approximately 10-12 acres of vacant industrial land difference between

citv ,nJ rr,4"t o oatabases. To keep the data in conformance, we decided to favor the Mefo
data.

The result of this analysis is the map entitled - Metrc Taxtots and City of Wilsonville.Vaca.nt

iriuiit rrrtots. This second map overlays Metro vacant land with the total shovel-ready

i"Jr.tl"r developable land in the city. We did not find any Metro vacant land unaccounted for
in the City map. ilowever, we did find considerable land, Ls was td be expected given the

ioor" r""roni, in the city map that was not in Metro,s map. (conesponding sRoZ land was

removed.). City total vacant industrial 349 acres
. City and Metro vacant industrial land in agreement 139 acres

Total vacant industial land unaccounted for by Metro data 20O acres-- 
(Nqte: the difference in the math is the application of the 10 acres difierence between

databases.)

o

2

o
5t4r20u



o

o

a

City of Wilsonville
t & RAH Lands

Legend
CityruGB Parcols

! city vacant tndustrial (205 ac)

! 'city vacant naH (lndustrial) (291 ac)

! City neOevetopsble (33 ac)

Vv -SaoZ mpacl lndusbial(44 ac)

ffi -snoz trpacr RAH (148 ac)

-"-- cMimits

- 
Utban Growth Boundary

I .) 'RAH R..ld.ntLl Agilcultru.l Holdlng Zon
wlth . Compnh.n.lw PLn mrp d..lgnltbn o{
lndu.trl.l
2.) -SROZ Slgnmcrnl R..ourt Ov.d.y Zon.
(Go.l 5)

3J Typ.
Ctty V.c.nt RAH lndu.trlJ
Clty V.clnt lndu.t l.l
Ctty R.d.v.lop.bL
Td.l lndu.t.l.l Lrnd
gROZ lmp.ct lndu.trl.l
gROZ |rnp.ct RAH

Aclla
= 29t .cr!.
= 205 aq€.
= 3i| ac.E.

= 529 .crt.
a {4 ac.!t. "l4E acrat

Totrl ayrllabla Vrcut lndu.t i.l Llnd = 337 acroa

I \\

I
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-l
Jc t

lk
l'

t
n

Sou@: Cily ol nlr@vil. En9i6.in! O.pl. 4/28Da
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Metro Taxlots &
City of Wilsonville Vacant lndustrial Taxlots

t
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wEtr
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Legend

I City total vacant industrial lands (349 ac)

City & Mefo vacant industrial land in agreenrent (139 ac)

City Boundary

UGB boundary

Mstro-taxlots in Cily (3856 ac)

i.) A 12 lc r dlrci.p.my.Iblb b.u..n lt 'Cliy ol YYU.onYIL ldu.nhl V.c.nt t RAli L.ttdt'
IlIp .d thl. hrp. Thl. mrp l. tr..d o. ra.!o Rl.ts t lrl.p d.i.. X.bo RLIS t rrnlp.llt h.t
iot b... upd.bd to r.tt cl cr,ttd Clty ol lY[.onvlh tulot.Lau..
2. Tot l. ely.n hr. hry. Oo.l 5 l'rd SFcLl L.ouE Ov.rl., Zor. .t c!.d t tloo r.Dov.d.

3. Tor.l dLc'tp.Ny ln.v.ll.bL v.c.nt lduAru Lra b.hn n $. Clty.nd U.to l..Pp.or. 200 &.rl

Source: Mstro Rlis, March2003; Cily of wilsonville Engineedng Oept.,4/28/04
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Exhibit 9

MOR
600 Nqlhcalt Grand A6nuc

(t€D 5O$797''l 700

ANDU
Podbnd, Orsoql 97232'2736
(hr) 503-797-1797

ME
O

o

METRo

January 26,2004

David Bragdon, Metro Council President

Dick Benner, Senior Metro Attomey

A rcview of lnformation p*taining to regionat lndustrlal lands

o

M

Date:

To:

From:

Re:

lntroductlon
tvretro is cunenuy undertaking a process of designating.R€gionaly signifi^ca_nt_lndustrial

er".i insrn"l in order to p"r't"." important ini-usriai lands throughout the regton'

Sincs the @mmencament "t 
ia-"i"t lairities regading industial land' a great deal of

information has come rorth ;;;;il;;in-au&i"r ulna in tte region and the policv

implications of 169uaring tnose-ta-nis. rtre intormation has been valuabl€ in helping

shape Metro's evolving ,n0"..:t"-niinl oilnau"ria t'{ l9ed in the region' This

rnemorandum provides , ,"r,J,i oi ittl '"ioi0l"'"t that have emerged over the last

two yoars that have contributJ tJ'r.,r"i.;"'u""" J knowledge regarding the need for

industrial land.

ln hat ls tho need for industrial land?
The 2OO2-202,UrOan Crowtir'H"o"tt iUe nl and. the Regional lndustrial Land Study

(RILS) have served as th€ b;;iJ;M;tt't initial unders-tanding of the r.gqio1al 
. - -,--

i,.iir.th"f r"rO ne€d and inUic.ie lt'aiinlre is a shortage of industrial land in the regron'

ii. uci "."".sed 
the industrial land deficit to be nearty 5,700 net acrss.

The shortage of industrial land in the region is also supportod bv a report ftom the State

rereased in octobor 2oo3 
"niilJi:iio.-it'o-ni"t 9i1"1 r"t e'*p"lY .l"P."I- 9i I"-

;;6;i; rnausrriar r-anos iasi iot"e'; ni Tasi Force concluded that therg rs a

shortago of csrtain Vpes ot.p'Jill-iiay i"Jr"trai tand'which is a finding supportad by

fle RLS. Ths long{erm 
"rp[rv 

tt inO*6al land is also thouoht to be inadequate' Thls

reoort ties oregon's ,ruggi.h';Jnit;il; ii; b*;"ppty ot ra-na for industrial ussrs' but

notes tlat land supply alone is not enough to ensure economic re@very' The Task

Forcs also identified .orn" oiit "-oitioti""ro 
causing the shortage of industrial land to

include ths State Land u." p.g-o,, ;ttitt'o"s of Slate and local officials regarding

i"Uu"fi"f f""O and the overall nitional reputation of the State'



Th6 Oregon Business Plan's 'securing Land for Traded-Sedor Developmenf disolssed
tfre snort""!" ot industrial land in termiof its effec{ on Oregon's e)Qanding trad6+ . .

sectors. The 2003 discusston faper noted that the quanw of'shovel ready' industrial

6"J *g,i" the Urban Growtn bolnoary (UGB) is so inadequate that opportunities for

businesses to locate or expand are limited and thrgatens emerging traded€ector
;;;;;;;;., particularty high technology and warehousing and dlsbibution enterprises.

A series of industry interviews conducted by Metro staff in March 2003 helped provide

i"fo#"ton aoout iano need from the development community persptgi'." 
"n9 

q-"- --
taJorsionsiOered in making siting decisions' Two of the k€y locaxon factors ror lnoustry

are access to me regional t anrpit"tlon system and location near other industrial use6.

nf* -po.f""t is tha-t sites f,"r" 
"lop"t 

of iess than 10 percent for small projecG and no

.i"i" ttl" e p".bnt slopes torlargirproiects. Th6 inteM€ws also indlcated that land

value often dictates the use oi Ani ana that overly restrictive regula6on can limit

aar"ropr"nt more than ourei conirainc. Anothei theme that emergad is the necessity

;i;kr[ "6;;je of existing infrasfucture to enable.development' Ho'vever' it was

"rpr"j"EO 
tft"t old-er industrial-sites ar€ often inappropriate for todays industries and

therefore are of little use to @mpanies looking to expand or relocate'

An issue brought forth in ths "Summary of Agriculture--at the Edge: A Symposi-um' 
'

oreoared bv Kimi lboshi Sfoop JF"o6ns Binckerhoff, ls the need to protect farmland

[v'5Jii,g'iii,;#;;i;J*iiliJth" uca .or. efficienily. rho losic is that if tand is used

iLi.'eft,l"nuv inside the ucd. ie*er acres of farmtand.wiil need to be brolght into the

UGB for indusbial use. lt ts 
" 
]iil ot the agriarttural indusry fiat the region may be

ndp,.g'i"O"it,"t Ousinesses io ine detiment 6f the agriculhrral industy when farmland

is converted for urban industial use

What is "tndustrlal use"?
AsMetroexploreshowtomaintainanadequatesupplyof.industrialland'keyquestions
have emerged regarding tnE nJura of inOustrial use, tfie definition of industnal' and

ii*,Li "" i"i*ta"ijou o6r, tike and hov,r it might be housed. The Govemor's T€sk Forcs

*Ldtt i" 
"aJ*ss'Oennitionai'proULms 

with 6gard.to what is indusg.ial land' footsing on

the fact that markets are 
"n".Jauri=o 

more by- a blending of commercial/offi"" "!d,_
inJr"t iii ,."" rather than aiscreie categories.-Testimonyit Metro publlc hearings on

ffiIil;il;--J i i d i"JetJ*,at pdple throushout [he r€gion recognize that

baJifi, hnd use categorles ire no tonget 
"no'gh 

to.understand industrial use and

that many aciivities induOing-oific" use, r-es_earAr ind development.and manufacturing

etc. often occrrr at the sam" f".lfity. Stave Pfeiffer' formor Chair of th€ Land

Conservation and DevetopmJni dtmmistion (LCDC)' amono others testified that it

makos no sense to u". oro 
"ii"g-o;"" "r"tr "i 

torr"rcial'-and 'industrial' and that

orfilce usss should not be precluded from indusbial areas'

The Meko report 'Examination of Commercial Ensoachment' on lndustrial Land

roleased in April 2003 
"rto 

ii"JfrJtii" aennition"r ambr.gurtv of the teg'i"S 
-"I11'--.

and indicatsd that people t#;;;; U.r; *Sion teet *rat.i-naui*al us€ has changed and

that more naeds to ue oone to;oerstand h-ow industry has cfianged..The blending of

uses and the ctranging face A inOusty mates the task of redefining "industrial" a

;;ii";;;. i;.tpo]i"! to tnis amuiguitv, the Govemor's Task Force developed a

working dafinition of .inoustri-ar'ior itre 'puoo"es ot th6ir report. This dEfinition is basod

primarity on the traded seaoi'wtricii is made up of businesses whose products are sold

in national and intemationat markets and indude a range of activities from manufacturing

o

o

a



o

O

o

to industrial services such as ports and trans-shipment yards. The focts of this definition
ii noi on *rr"t industrial businesses do on the land they occrrpy, but whether they brlng

"rport 
in-rn" into the State and provide family wage jobs. Mention of the traded sector

".-O"rg 
L"V to defining the term ;industnal'also emerged through testimony at recant

M€tro public hearings'

The RILS brought to attention the notion that there is no clear cut definition ofwhat an
inOustriiiioU isl noting that not all industrial jobs occur on industrial lands and that many
inJustriat jobs end up-in employment districG. The question 'wtrat is an industrialjob' 

,

adds anoiher layer to the regional discussion about what the definition of industriaf trury

i" *O hff tt i. affects futuri poliry decisions regarding industrial land'

The Govemo/s Task Forc€ also idenufied a definitional discrepansy with ,and that is

consiOerea 'buildable' in a planning context, but may not be 'availabls' trom a
Oev.roprent perspec6e, rlsutting in disconnect between planning and deveiopment
The Task Forca recommends thaithese definitional issues bs resolved ovgr tho next 6
ro'iz -o.,ttr. by the LCDC with the assistance of the oregon Economic and.community
d.*fopr"nt Department (OECOD) in order to facilitate a better understanding of what
land is available and ready for development

To what oxtent are commercial ratall uses appropriate in industrlal zones?
Another issue that emerged from the UGR that was rginforc€d by the RILS is the erosion

oi the industrial land supply due to non-industial business actMty in in'{r'sbial zones.

The UGR estimated that'bltween 15 and 20 percant of land in indus6al zones is

ocorpi"a by commercial uses. This eslimate has contributed to the notion that

-rin*lri uses on indusrial land are conflbuting to the depletion of the industrial land

supply.

Metro's r€port on commercial encroachment eplored the issue of encroachmer(
ro*iff, identified in the UGR and the RILS. Thi report conctuded that commercial
encroactrment was morB of a perception problem than an actual o@.llrBnce and that

ad*; definfions of encroa*rmeni varied, making measurem€nt impossible. This

reiort d,affenged the idea that encroadtment was a widespread problem that needs to
uJtixea mroultr addltional regulauon, at least untit it is better understood.

The UGR and the RILS acknowledge that in certaln instances comrn€rcial retrail uses on

frdusfial land is warranted to t"r"- inO*ti"l businessas, ofiset the higher construciion

costs of industsial clevelopment ind red€velop underutilized vintage indusfial sites. ln

aOOiUon, 6iring som. rei"il sEMces in indusflal areas can reduce trip generation. in-

lndustrial areas. Litte t *r"r"r tr"r o""n said to indicata what an appmpriate leval of
commerciat aciivity in industrial areas migtrt be. There is for the most part consensus . .

fno, MpnC, MTAC and testimoni JpuUilc hearings that retail commercial uses should

U" tirit"O to the scala of convenilnce for workers and those useg needed to support

industrlal business oPerations.

To wh* extent are commercial offices approprlate ln industrlal zonos?
Slmilar to the debatg over retait commerciai usei in lndustrial arsas is thE discussion

dittt" 
"pp.priateness 

of mmmercial ofilces in indusfial zones' An addtdonal

-rpon"rit'ln dnis aiscls"ion ii itre ,"cogniUon that there has beon significant blending

of tniusUaf and commerciaf omce r"es 
-orer the last several years and the.two -t*:T.

can Ue Oimcutt to differentiate. Building on the notion that ther€ is significant blendlng or



uses, "ona size fits all" regulations can limit the flexibility to foster the development of

Ouiin".."" that blur the lines of traditional land use categories' Such policies are

tn"rgiii"lir[ th" ,oirity ot local jurisdictions to zone areas to indude a mix of uses that

reflecis cunent market actlvity.

The commercial Real Estate Ectnomic coalition (CREEC) has stated that the

differences between aortar"irl office and industrial uses are not as clear as they were

;ir';;;;;!;;d that it is irpottanito have areas where emplovers that are neither

absolutely industrial o, *rr"t"irt can locate and know that ihey ara an allowed use'

Further, CREEC states that some office uses provide a higher density of loL-s^per acre.

than some industrial ,."" "nii'n"r"to* 
i* "'ror" efiicient land usa. cREEc contends

that offices should not be prectudea from locating in areas.such as business parks that

ar€ intgnded to accommodat. " mX of omce and' industrial.uses' Additionally' The
poruand Rlver and lndustriat gil""r-i" naril-ry Crorp indicated that industrial areas in

tt 
" 

-r"gi;n hrr. aifferent mixes J briin"..". that reflect their matLlrauon cycles, thus

overly resfictive regulations "iort 
tt 

" 
,"ing of uses in industrial areas could limit the

success of some areas ttrat are noGi tar at6ng in the maturation ryde and are pefiaps

more reliant on commercial uses for their development'

Recent studies on the metropolitan economy emphasiz€ th€ importance oJ traded sector

il;te;. ;; C"rright of rmitei"' rnc.' contlnds thatthe cluster view of the land use

needs of an industry i" a tar -i-i'rs#rt ana powerru tramework for understanding.the

locational calculus of nrms tnai'tiraGaition"it nctlonald.finitions (office' industrial,

waienouse), which are becoming incfeasingly bluned' Clustering makos some 
.

companies mor€ produclive 
"ni-"m.i"ni 

ttrin ttrey coutd bE in more dispersed locations.

Thls is particularty true tor manil;;ri;g fi;"' r"tho' 
"ly:J319 ':TT,:T::$I tut

rrao"O-3."rot *mpanies than "local sedo/ companies' which aro mo-re.ofifj:flI;.
'Urban lndusty in Metro Portland,' Joe Cortright' lmgres.a' lnc" January' zuv"; zt
Century Economic stsategv: ;;ffi";ng il; [iorteogeuaseo Economv" Joe cortsight

lmpr6sa, lnc", February 2002.

Ther€ has beon some dlscussion on the need to proteci indusbial clusters ftom

;ilt"d commercial otnce uies ttrat could potentally affect the viability of cluster

iiji"r"pr""t. ln particular' tere ii a concem tnat an'a needs to be savsd for cluster

dev€lopment that mignt othel;i;"G io"t to -'mercial offfcE park development ard

;;;ffii; i*ra"ce a'nd real ""Lt" "m""t' 
ns indicated in oregon Business Plan's

'Refocus Economic o"r"roprlni on lndustsy Clustes'' ther€ is much morE to leam

about th6 dgvetopment and #il;;;;rlsiErs in rtre economy and a tull deftnition-of
.duster, is still being tormea. iire Lm"rg"n* of clusters as a key economic compongnt

may warrant ttr" ne-ed to preserve land for their development'

What ls tho neod for large parcels (50 acres and larger) ln industrial zonas?

A lot of disc,ssion nas oeen g'eier,atEO- aUout ate need-foi taroe industrial lots in the

resion, a need first identifi"d i;i'#Gi;;;itt" niis' rtti= nied *t" assess€d in the

uEn tb u" between 1 o to 26 ;;';;ib;;; l"'* tn", ry,,#g,,"rt [E}S. fliJ*'
toiinaustrlal development was charaderized in the UGR.ar
fiius rri" i"oi-ted a need fit rir"ri"r lots of all sizes' latga lots being onty one

component of the need.

TestimonyatMetropublichearingsinDecember2003indicatedthattherearepeoplein
the region that feel there is d;;;;;;4" lott fot industrial use and this should be

o

o

o



o

Conclusions
1. RILS and lhenfore the UGR may hava overstdted the extent of conllicting uses on

future industial lands'

Wtry? Historical land use rates are differ€nt depending on the age of the indusbial

area. SpecificallY, Portand's older indusfial areas, allored all uses until lhe earlY

established industial sanc-tuaries in the Columbia Conidor, Swano lsland and the l.lw indusfial area. O
1980s wiren the citY

n the other hand, lhe more contempoEry
inctustrial districts in the suburban aGas have a mucfi smaller rate of non'conforming

us6s, 5 lo 7 Perc€nt according to Meuoscope. The CitY of Hillsboro rePorts that sorns 20

percsnt of the land area of its 1 ,600-acra industrlal sanctuary is occtpied bY non-
at

industria I uses. Nonetheless' tho Metroscope estimate for
hat i areas with the_most.vacant land, lhe
Consistent with earlier research and Policies therB remains

support for limiting retail uses in industrial areas because of potential conflicts' What we

ara l6ss certain about are commercial offlce uses in industial zones'

considered as part of a regional industrial policy' This same sentiment was minored by

memOers ofttre developmlnt community in Metro's industry interviews conducted in

March 2003. The development community participants emphasized the importance of
p.riJing , supply of lots over 50 acres for industrial us€ in the region to stay
lompetiive and' to draw businesses from outside the region'

on the other side of the argument, testimony at Metro public hearings also indicated that

that the need for SO-acre parcels may have teen overstated. Dan Slavin, a real estate

;;;i.;;, ila tnat many ot nis ctients need smailer parcets in the 10 to 30 ac|.e rang6,

;61;; iffip;r*ts ovei 50 acres. The Port of Portland has indicatgd that the regulation

i" i,tL'+l irlti"g to restrictions on the subdivision of lots largerlhan 50 aqes does not

r"n"a 11r*"t ,J"lities and recommends that this component of ths regulation be
;;;il. ffi;;g to g," port of porgand, flexibitity is needed with regard to.lot size to

faAiiEte a"r"topmEnt and suggests that the Rivergate lndustrial oisficl and the

;r;;ilrs;;J;rouna tne tnii campus in Hillsboro-would not hav€ doveloped as they

"dioa"Vi"O 
there been ,"rtri"tio* on subdividing 50-aoe parcels' Developmenl in

th;;;;r";; made possible by the evotving nature of industrial zoning, rather than a

static and stringent regulatory environment'

Z We may have ovets(ated the land need based on buildtng We and our understanding

about what ls an industial Job.

WtIy?NewirrformationhascomEtolightaboutwhataredassifiedasindustrialjobsand
trovi tne, are troused. Many i"Jr.riiiioO" iaentified by.Standard lndustrial Codes (SlC)

orthe Norfi American lndusrial C-fa""lhcaton System-(NIACS) ":t'3!y.ogl,'L:[*
Uuitaing. at higher densities than the conventional single story inclustnal @mPlex' rn

,OOfUoi, i" coirparing emptoyrnent densities by,building. type' the UGR indicates th.at

;-;;;;iil;;i oiiitinrtbni"; ;'4oo;il#f*t pgijo-d, oanerai indusrial has 40o

square feet per job, tech/fl€x nas aSO squire feet per io6' offi'ce has 3OO squar€ fe€t per

job and retail has 350 square i*t pof"-O' Cf""try w.arlnousing an-d distribution are-the

least dense sectoo ", *.p"r"d with'ottrer inouitrial uses and offica and retail uses

i,i* i"iay t igh 
"mploymeni 

densities. Therefore, our assumptions reSl!ln9 wttl3

[ri'iji"g tipJi t ors" inarsttiaj ,ses overstated the square feeUper job' if indeed these

o



jobs are housed in office buildings' The end result may be that lhe land need estimates

may be too high. o
3.Wedon.tfuttyunderstandwhatmakesagood,ctusterforindusaialjobs"andhowi'.fiiiiii"r i6os suppo,t ui'iiii"iit sedor and can coexist on industiat tands

Why? Many nonindustriaUcommercial jobs already exist in industrial areas and in

nearbv emplovment areas. w'lninilit"pt';n of ietail commercial uses that should be

ii;ili;iiffi; ot -*"ni"n." iot *o*""' it has been asserted that commercial and

industrial iobs in different ouiroinl-tvpeiioexst without corrflict and in fact may assist

the market in providing ro*", *r"t lro market rate space for industrial users' lt is also

generally agreed tnat rn inousilJiatri"tt, i'"rt as tire Columbia Conidor and Swan

lsland where the indushal *" i"-p'-" v '"arehouse and disfibution and thEre are

intermodal facilities' that comireilai omces and retail uses will generate traffic that 
-

il;il;;i;;capacitv ottte'tra-niportation svstem and the reoion's abilitv to move

freight. This however, i" not "i i".-"rJin iuUrrUin industrial disri-cG where thE industsial

uses are not primarily warenousrnf ina distribution. Additionallv. some suburban

jurisdictions in the westside ffi#;;.;;n"r" toro Metro that there is no uss conflicl

between the hi_tech u"". "nj'g;;J om"" u""", thus industial clusters may tolerata or

be unaftucred by tre presence"J;;;iil"fd uias. on the other hand, the studies

on dustsrs raise a concem "i"i,t 
J'"t"il"o'ilries having to compEto for sPacE in

dustars with nonjndustrial ,* i,at as financial' lnsuranco and real estate

businesses. To date we .til ;;'i[""*;nough a;out clusters and likely wont in tims to

reorient Metro's pori"v o,r"aiIn io a"tt* ""0 
tttded-sectors' as mor€ researct ls

needsd to understand tirelr im-paci on-gr" .-nonw. However, it lS important to conslder

hor unrelated offica uses .ig[t dl;pt s," development of clustsrs by consuming land

in or near dusters'

4. We dont have a good wo*ing defrnition of industrial iobs'

Why? The SIC categories have changed and-a new system' the NAICS' is being used'

HonevEr, thts sti, does *t g'# ;;; ;;", O"tinition of industriat jobs. When we explore

r,i'iJ""'ii r"l"g Faded sector jobs as the f-ocus' there still seems to be no

@ment aboit whether this is a good deflnition'

5. RILS and lhe IJGR may have overdated the need to protect large parcels (50 aues

without conflicl.

or larger) owr time-

why? RILS and UGR based the need on past invastment trsnds bv industry'

partiqrlarty the tritectr seaor iieiii*""'ooi"."a in the- 198Os ana t ggos that firms

boughl large tracts of land f"til;;;;;;i"* t'itanv of the hi-tectr-firms that came to

ili-i"gioniipported lhe manufacturing of silicon wafers and micregrocessrng

ctrlDs. On a nationat r"r"r ,niiiii"J n-ave ooserved regionally, the produ.{o-Lor

il;:'#'s;;;;;;;. rh; i;-- ih;t support this part.ot tle hi-tech cruster are

teaving the region. Horever,;il;;;;;G of tntet, ttrere is still ctip production in

trre r"!on, bui for a more specialized chip'

O

DurinothehearingstheCouncilalsoheardthatafirmmightstartwithaso-acresite'but
## iY#;il;;i- to;,-bd"#iil;il; ;iGl"; 

"uppiiers 
or subsidiary businesses

(as in the duster concePt)' o



o
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Why is atl of thts an issue wlth Motro compl€tlng its periodlc review of ffre urban

growth boundarY?

Metro,sdecisiononprovldinglandforretail,commercialandindusfialjobsispredicatod
on some proteclion ot inoustria'i UnJ from use by other employment types' The Gouncil

has a remaining industsial |aJ'n""J ioii's68 nlt acres for indusfial uses that thay

must address bY June 2004.

Glven all this new information, the need for land for pure industial uses may be

overstated.

ls there available information or data that can provide some cladty about industdal' 
'

iobsi/land noed and the land nlJ?otft"t #ployrnent types? Mefo is committEd to
'me"ting its deadline in Juno 2004'

lf there is insuffcient data available, can lhe region rea* agreement o.n. trlv-lo eroceed

so that this periodic ,"r.,, 
",n-u"liniinea 

in J'n" 2004? Along ryih hitl T1-,,-
*"!!"irv oti;e the iob t"t",tttt tha needs to take place before the next penodrc

reviow of the urban growth boundary?

l:tsm\cornmunity-dovelopmant\shat€Wny Rose\Trtle 4\lndustrial lend mrno'DOC

a
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30000 S1/r lor,l,Ir Center toop E

Wilsonv lo, Oregon 97070
603) 682-10l I
(503) 682-1015 Fo<
(503) 682-0843 Imo

o

April 28,2004

Andrcw Cotugno,
Planning Manager
Metro
600 NE Grand Ave.
Portland, OR 9'7 232-27 36

Dear Andy,

We have taken the opportunity to check your analysis of vacant industrial lands within

Wilsonville, and have found adiscrepancy of appioximately 20O acres of lands which we

show as vacant industrial' and which you do noiihow' The map is attached' This

*ayri, is based on the City's Comprctrensive Plan, since. our policy is not to rezone until

u m t.. pt- is presented fLr a property or properties' It is our understanding that

Portlandis industrial u.r"ug. *u, calcuiated using their Comprehensive Plan 
.

a"rigoutionr, and we ask that you use Wilsonvilli's Comprehensivc Plan designations as

well. Jobn Michael can discuis the details of the attached map with your staff' John can

be rcached at 503-682-7112.

Secondly, it is not clear' from the Tier D lands description' how the brownfields and

tJ*LrJj"ur" lands anaiysis ** don.. We all knowthat brownf,relds run the gamut of
iigrr, u"ii" to black' and it would seem that some of that acreage would-be 

^included 
as

i?"r"i"-p"uf" sites. Materials aitt iUr"a to Metro Council on April 15' 20o4 include

rcfercnce to the 700 acrc Reynoldt Vt.tat site in Troutdale' but it is not clear whcthcr

that site was included in the brownfieldvrcdevelopable category. we have obtained thc

DEQ listings of brownhelds it Cf^"f,. , Multnomah ana-W""t'in9on Cou.nties' The

Eio-*r-r"-coonty total acrcage is approximately 70Ooacres' of which not all are

qr"riFJi. u. irciuded. Multio-ut to,nty t'* over 500 listed sites' and Washington

6"*ty t ^ nearly 20o sites. we have not had time to do a site-by-sitc -4-y-:i-t to 
.

determinc how much u"r"ug" -ight Ut considered for inclusion' We would like to have a

better understanding of Metro's Tier D analysis'

And hnally, the December 2002 Employment Land Need Analysis (pg' 32) as.sumes that'

of the 6517 total acres ot ,u"-i iJ,irtti a|,2836 acres or 447o of the total' will be

;;;i"p"d as comrnercial ur". on inau.trialy designated lands' And yet the RSIA

discussions at Metro to aut" t ur" 
"oncludedihat 

a-limit of not more than 25 7o

commercial use of industriaLi-a Oooo tqu-" feet of commercial use in any 20'000O
,ie+ 'servirp nE CdnmullY Wh Pti&za



squarc foot or larger tota.l industriai building or complex) is necessary to maintain the

,i-uUUlty of inOuri.iul l-d, for-iniutuiof uses' It appears that' while the 25?o limit may be

too-r".tri"tir" for all industrial i*at, tt'" 43Vo coinercial conversion factor is higher

thanitshouldbeinordertomuintainindustriallandsforindustria]uses.Inaddition'a
memo from Dick Benner to Ouria n.ugoon (January 20014) suggests that 2ovo may be too

high. Wlrat is the justification for the 441o factor?

Wilsonville is not opposed to providing for our fair share of industrial lands for the

region. We have designated i"*tilik of lands within our UGB for industrial uses' and

t "i" ff*n"a to ."rv"-thor. ar.* it'ut are not yet served in-a timely manner' Since we

are being asked to take on a greater burden of planning and service provision for

additional industrial lands, we ask that Metro l'ook very carefully at its calculations and

***ption, before placing additional costly responsibilities upon the City'

Thank you for your consideration of these requests'

o

o

Sincercly,

Young
Planning Direct

o

Attachments
cc: Mikc Jordan

Trm O'Brien



Metro Taxlots &
City of Wilsonville Vacant lndustrial Taxlots

il
L6gond
Eloty total vacant industrial lands (349 ac)

ffiCity e Uetro vacant irdllstnal land in sgraernant (139 ac) iJ_f rz -. or..e-r.-r E-r lr tr, d rr-ii- rrt_'' YEt' l a'rl.lr5
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City of Wilsonville
ant & RAH Lands

Legend
CityruGB Psrc€13

! city vacant tndustrisl (2os ac)

f 'clty vac"nt nAH (lndustrrsl) (291 8c)

! cty Reoevetopabla (33 ac)

7- 'seoz t-o^cl lndustrial (44 ac)

ffi -snoz tro""t BAH (148 8c)

- 
citylimits

-- Urban Gowlh BoiJndsry

oLi
l.t'RAH R-ir.oti.l Agricuttsu.l-Holdlile Zo,r
til,l r Cotp frortva PLn map d-haLli,Il ot
lndu.td.l
Z) -SFOZ Slgniffc.nt R..our.. otr.rLy Zon.
(Go.r 5)

3.) TyP.
CIV V.car BAH lodu.ttld
Clty Vrc.rn hduttrLl
Clty Rad.Y.loP.bL
Tolrl lnduttdal L.nd
SROZ ltnp.d lr,ldlr.ttltl
SROZ ltnF{n FAH

Acr-
. 2el acraa
. 2(E rdrt
. 3ll tcrtt

. silt actta
. {a ac,t

- .lat ac,-
Tottl Avril.bl. nduat hl Land ' 337 tctta
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o PI,ANNING DEPARTMENT MEMO

Exhibir ll

Need Anolysis,
bosed on Regionol

DATE:
TO:
FROM:
RE:

May 4,2004
Mike Kohlhofl City Attomey
Sandi Young, Planning Director
Metro Industrial Lands AnalYsis

Voconf Industriol Londs Anolysis Sum morv
According to the Urbon Growth Report: Employment Lond

December 2002, Metro's Vocont fndustriol Londs Anolysis is

o

Lond Informotion System (RLIS) lond bose. fn 2000, the RLfS hnd bose

contoined 8677 acres of vocont industriol lond. This dotobose wos further
onalyzed using the tiered system developed os port of the Regionol rndustriol
Londs Study (RILS). Those tiers are;

. Tier A - the most desiroble roting indicoting immediote reodiness fon
industriol development; hoving no discernoble physicol or morket
constroints

. Tier B - generolly industniol sites thot could be developed for on

industriol user, excePl thot ot leost one or more constroint wos

identified on the site. Typicol constroints include; land bonking, difficult
environmentol restrictions, eorfhguoke hozord, ownershiP such os leose-

only, tronsportotion def iciencies.
. Tier C - smoll size industriol lots 5 acres or less ond/or ossessed morket

volue exceeding the going rote for industriol a{eage
. Tier D - brownfield sites or sites with redevelopable opportunities.

The 8677 vocont industriol ocres were distributed omong the tiers os

f ollows:

Tier A
Tier B

Tier C

Tier D

2093 acres
3212 acres
590 ocres
623 acres

6518 ocres
Note: the difference between 8677 and 65!8 acres represents lands deducted for slreets
and infrostructure, opproxinately 252.

fndustriol lond supply is distributed geogrophicolly os follows:
Sunrise 22O4 acres
Eost Metro t9O4O

Industrial lands memo
5/3/04

I



o Pontlond
South Metro
Westside

213t
1011
t998

O

The supply onolysis ,ror"r'iltt few industriol areos recentlyadded to the
uGB hove services currently ovoiloble ond moy not be ovoiloble in the neor

term (3 yeors).

rt is not cleor exoctly how Tier D londs wene evoluoted. If the Reynolds

Metols site is 700 ocres by itself , then cleorly some discretion wos shown in

which redevelopment ond brownfield sites were included, ond which were

not.

rt olso oppeors thot vintoge relocotion demond is projected at obout 35% of
vacont ocreoge, ond thot refill redeveloPment i5 expecled to consume obout

25% of needed porcels, olthough no octeage is ottoched. The oddition of
more redevelopment lond ond brownf ields would reduce the overoll demond

for indusfriol lond.

A further onolysis wos performed to determine the exlent of potentiol use

of industriol londs for commerciol uses. The Metroscope model predicted

thot 2836 vocont industriol ocres would be used for commerciol uses over

the 20 year period, resulting in net vocont industrial londs of 3682 ocres.
The commerciol deduction rePresents 44% of the 6518 net vocont
industriol ocres or 33% of lhe 8677 vocont industriol ocres. According

tooJonuory20O4memofromDickBennertoDovidBrogdon,theUrbon
6rowth Repiort ZOOZ/ZOZZ"estimated thot ;etween 15 ond 20 percent of
lond in industriol zones is occupied by commerciol uses." The memo further
stotes thot,,,the Metroscope estimote for the avetage for the region ot 20

percent moy overstote whot is hoppening in oreos with the mosf vocont lond,

the suburbon industniol districts."

Net vocont 6518
2836Commerciol diversion

Net vocont ocres

a

3682

Industrial lands memo
5t3104
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o Industriol I s tnve

O

OPS 197.247 reguires thot lowest priority resoutce londs be included

only if the demond connot be met by other lower priority londs'

Resoonse: Under this criterion, Closs 1 ond Closs ff ogriculturol londs

con be included only if there are insufficient ofher londs to meet the
projected need. We believe thot Metro's inventory of existing vocont

industriol londs is incorrect for the following reosons:
o Over 200 ocres of vocont industriol londs in Wilsonville were

opporenfly not included (mop ottoched). There moy be errors in

the omount of vocont industriol ocres included for othen
jurisdictions, os well. Apporently the December 2002 industriol
londs (2317 octes)wete included in the inventory @9. 12 of 37,

Metro Stoff RePont, 4/15/04)
o There is o conf lict in Metro documentotion regarding the

omount of industriol londs thot will be converted to commerciol
uses. The Jonuory 26,2004 Metro memo from Dick Benner to
Dovid Brogdon stotes thst Mefroscope moy hove overstoted the
commerciol conversion foctor by using o regionwide averoge of
lO"L. However, the December 2OO2 UGR (p9. 32) shows a

deduction of 2836 ocres for commerciol conversion. This is
either 44% of 6518 net industriol ocres or 33% of 8677 vacont
industriol ocres. fn either cose, Ihe percznt deducted exceeds
the ?O% f rom the Benner meho.

o When colculoting the totol of vacont industriol londs,623 ocres
of Tier D londs (brownfield sites or sites with redevelopment
oPportunities) were i ncluded (December 2OO? U GP', P9' ?9)'
However, the Reynolds Metols site is oround 700 ocres in size
ond is undergoing remediotion under Port of Portlond ouspices

for potentiol uses os o worehouse/distribution site' It exceeds
the entire acreage included onPage29,and surely other
brownf ield ond/ or redevelopment sites were included Wos the
Reynolds Metols site included, ond if nof , why not? Arethere
other brownfi elds/redeveloprnent londs which should hove been

included in the inventory?

o
Indusu-ial lands memo
5t3104

3



o Need For Worehousinq/Disfri bution Focilities

The Metro Stoff Report (4/15/04, pg. 2 of 37)) included the following
Worehouse ond Distribution Demond Summory.
Approxinately 7o percenf of fhe fofal demand for indusfrial land is needed

for warehouse and distributron use. ly0rehouse and distribufion include the
following 5IC codes.........which represenf railroad, mofor freight, air
fransportafion, posfal services and wholesale frade of durable and non-

durable goods. The greofesf demand for parcels (5979 ocres or 72 percent)
for warehouse and distribution use is in fhe snall to mid-range cofegory of
lof sizes (1 to 25 acres). There is o strong denand in the Southern portion
of the tl4efro oreo for warehouse/disfribution land due to fhe locafion of
exisfing uses and fhe relafive advanfages of fhis area due fo access fo f-5.

Response: Metro prepored o regionol emPloyment forecost for the 5-
county oreo which showed o2OO2-?Q22 forecost of 45,697 jobs in the
worehouse/distribution sector out of o totol emPloyment projection of 493,
150 jobs (December 2OOZ UGp., p9. 11). The forecost further determined
thot 75% of those jobs would locote with the Metro UGB. The emPloyment

wos further onalyzed to determine the needed londs for eoch employment

sector. The colculotions show o need for 1776 porcels for
worehouse/distribution (December 2002 uGR, Pg. 25). The modeling used to
determine these figures is complicoted ond connot be fully exploined in o

non-technicol documenf . However, it is foir to soy the modeling includes

historicol trends ond morket informotion. Footnote 9 ot the bottom of page

8 (December 2OO2 UGP) states thot,

tlletroscope represents tlhetro DPCs state-of-fhe-orf lond use allocafion
node/. The methodology employed for growfh allocafion is based on

economic fheorias that describe "real-world" reacfions fo market forces -
supply, demond ond prices. The base case scenario rePresenfs a simulation
of potenfial real world evenfs and the resulting narket-based reacfions to
fhese evenfs. The main assumpfion is thot lond use and transportation
policies todoy will be in force in fufure years. As a resulf, markef reacttons
can be tested and measured. ltletroscope cose studies fest
a lternofive growfh sfrafegies.

o

o
4lndustrial lands memo

5t3/O4
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o

The city hos done some reseqrch in the future of worehouse/ distribution
focilities ond hos found thot there is o move by componies such os WolMort
to RFfD technology to cut costs of worehousing/distribution. ff Wolmort
finds thot this technology reduces costs ond/or time, you con bet competing

businesses will olso odopt the technology. According to thot informotion,
lhe need for worehousing will decreose, porticulorly in secondory morkets
(such os Portlond). Metroscope should test this olternotive to determine
the potentiol impocts on future worehouse/distribution need in the Metro
oreo.

Applicot ion of Rotinq Criterio
Severol of the Metro roting criferio opply to the Frog Pond oreo, but oppeor

not to hove been used by Metro in their evoluotion. These are o combinotion

of '.

. Areas contoining o mojorify of porcels less thon 5 ocres in size which

w er e alr eady dev eloP ed.
. SloPes less thon 5% for worehouse/d istribution sites'
. Freewoy occess within 3 - 5 miles of an interchonge vio on orteriol

stteel , with no intermediote conflicting uses such os residentiol,
schools ond high troffic generoting commerciol uses

ResDonse: The ottoched mops show:
. oreos with slopes 5% or less
. areos confoining porcels of 5 acres or less, ond development on those

porcels
. the locotion of high troffic generoting commerciol develoPments on

the orteriols connecting Wilsonville Eost to I-5 by the most direct
routes.

The mops show that over holf of Wilsonville Eost has slopes of 5% or
gteatet, thot high troffic generating commerciol uses exist ot Argyle

Sguore (former Burns Bros. Truck Stop) locoted on Elligsen Rood between

wilsonville Eost ond the North wilsonville rnterchonge (the most direct
route to I-5), os well os within Town Center on Wilsonville Rood between

wilsonville Eost ond the wilsonville /L-5 Interchonge. The wilsonville/r-5
fnterchonge Areaexceeds LOS "D" ot pm peok hour, ond the f-5
fnterchonge exceeds v/c = l.O ot pm peok hour. Both residentiol uses ond

schools ore olso locoted olong wilsonville Rood. when Title 3 londs ore olso

deducted, the resulting net o,qeoge is well below the 300 ocre threshold.o
Industrial lands memo
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Theref ore, we do not believe thot wilsonville Eost meets the siting criterio,
ond request thot it be removed from further considerotion.

o
lndustrial lands memo
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o Ceiterio - Urbon Growth Boundorv Expqnsion

The criterio for exponsion of urbon growth boundories ore defined by ORS

197.?98 os:.
. First priority - lond thot is designofed urbon reserve lond
. Second priority - lond odjocent to on urbon growth boundory

thot is identif ied in on ocknowledged comprehensive plon os on

exception oreo or non-resource lond
. Third priority - lond designoted os morginol lond under ORS

197.247
. Fourth priority - lond designoted in on ocknowledged

comprehensive plon for ogriculture or foeestry or both
o Higher priority sholl be given to lond of lower copobility

os meosured by the copobility clossif icotion system or by
cubic foot site closs os oppropriote

o Lond of lower priority moy be included in on urbon growth
boundory if land of higher priority is found to be
inadeguote to occommodate the omount of lond needed
for one or more of the following reosons:

' SPecific lypes of identified lond needs connot be
reosonobly occommodoted on higher priority londs

. Future urbon services could not reosonobly be
provided to the higher priority londs due to
topogrophical or other physicol constroints; or

. Moximum efficiency of lond uses within o proposed
urbon growth boundory requires inclusion of lower
priority londs in order to include or to provide
services to higher priority londs.

The Metro 2OOZ Alternatives Anolysis Study included o liered evoluotion
system for evoluoting the initial 77,9O1 acres for potentiol UGB expansion.

Those tiers, shown below, generally followed the guidelines of ORS 197.247 '
. Tier 1 - exception lond contiguous to the UGB and non-high volue

resoutce lond completely surrounded by exception land
. Tier 7A - exception land not contiguous to the U6B (within the one

mile extent of study oreo boundories)
. Tier 2 - morginol lond, o unique clossif icotion of non-resource lond in

Woshington Co. thot ollows dwellings on Exclusive Form Use (EFU) lond

o

o
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Tier 3 - resource lond thot may 6e needed to serve exception lond

Tier 4 - resource lond, mojority of Closs III & IV soils, some Closs I &

ff soils.
Tier 5 - tesotrce lond, mojority of closs f & ff soils, some closs Iff &

fV soils

Following the completion of the 2002 evoluotion Process, the Metro council

expandidtheUGB by 18,638 of theoriginol 77,9O7ocres being considered.

Resource londs confoining cloSs I ond rI soils (Tier 5 londs) were removed

from considerotion during the 2oo2 evoluotion. The 18,638 ocres odded to
the UGB were for residentiol use (15,788 ocres) ond employment use (2850

ocres). Of the 2850 ocres, 818 were for industriol uses,1499 wete

Designoted Regionolly Signif icont rndustriol Areo (RsIA) londs ond 533

orr.l *"r. employment lond. The decision wos remonded bock to Metro f or

inclusion of odditionol industriol londs. The Metro 2QO2-2022 Employment

Lond Need Anolysis hod identified o need for 4285 net ocres of industriol

londs, leoving on unmet need for 1968 net acres of odditionol industriol londs.

(Nofe: employmenf land ocres are not included as industrial lond')

In 2003, Metro begon onother evoluotion of the londs remoining following
the 2oo2 decisions. The originol 77,9o1londs hod been reduced first, by

the exclusion of closs I & Ir londs from considerotion, ond then further
reduced by the oddition of the 18,638 ocres to the UGB for a tofol of
59,263 remoining ?OOZ gross actes fot further evoluation'

A nzw set of critierio for selection of industriolly suitoble londs were

developed by Mefno, bosed on interviews with professionols in the lond

development ond brokeroge fields. From these inferviews, it wos determined
thot three site feotures were essentiol to oll or most industriol oreos.

These ore:
. Good occess to tronsPortotion focilities, most notobly f-5, f-

84 ond I-205
. Locotion neor other industriol uses ond potentiol work force
. Site must ba relotively f lot

Using these general crilerio, Metro stoff developed more specific criterio
thot could be evoluoted. These orel.

o
8lndustrial lands memo
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Lond within 2 miles of selected interchonges in f-5, f-84, f-
205 ond Highwoy 26. Only interchonges in which the 2 mile
rodius included lond outside the UGB were included.
Lond within 1 mile of existing industriol oreas designoted on
the Title 4 (Regionolly Significont fndustriol Areos ond

fndustriol Areos) employment ond industriol sreo moP'

Lond constroined by slopes greoter thon 10% ond lorge
exponses of f loodploin.

These criterio wete overlaid on the ?O02 lond bose of 59,263 ocres. fn
oddition, Metro council outhorized the inclusion oll the closs r ond closs rr
londs which hod been excluded from evoluotio n in 20Q? in fhe evoluotion for
2003. The gool wos to identify potentiol oreos beyond those meeting the
Tier I - 4 criterio thot met the site locotion factors for industriol lond. This
onalysis resulted in the identificotion of 9O7l gross acres of which 130

actes ote Tier I exception lond, ond the remoining ore Tier 4 ond Tier 5
resource lond for o totol lond bose of 68,334 ocres (59,263 + 9O7l) to be

further evoluoted. Following this initial 2003 onolysis, several ateos were
removed from further considerotion, including 4 in or neor Wilsonville'

The second port of fhe 2003 onolysis of the 68,334 ocres wos bosed on the
following criterio, olso developed by Metro:

. Apply the three locotion siting foctors (listed in the bullets
obove) to oll pofential londs. fnclude oll oreos thot meet the
slope focton ond either the proximity or the occessibility
factor.

. fnclude os much exception lond os possible thot meet the
lO% slope ond floodploin thresholds

. Evqluote other exception lands thof may not be suitoble for
industriol development but could provide services to
industriol oreos locoted beyond these intervening residentiol
oreos

. fdentify oreos of o minimum size necessory to estoblish o

new industriol neighborhood (300 ocres)

o
Industrial lands memo
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porcels of which o moiority of lond exceeds the floodplain
and or / meet the 10% slope threshold or lies within o
f loodploin
Remove oreos thot confoin o concentrotion of porcels thot
ore 5 ocres or less ond ore olreody developed with rurol
residentiol uses
Remove oreos thot ore either isoloted from industriol uses
or ore not contiguous to the UGB ond contoin less thon 300
ocres
Remove oreos that moy be contiguous to the UGB but ore
not locoted wifhin I mile of existing industriol oreos ond ore
more thon 2 miles from an interchonge (including Highwoy 99
or W Highwoy) unless these oreos moy be needed to provide
services to oreos suitoble for industrial uses.

During 2OO2/?003, Metro fndustriol Londs Needs Anolysis hod determined o

needfor 1968 odditionol industriol acres. Accotding to Metro, the demond

ollocotion reflects post demond, development proctices ond existing lond use

policies. Metro further categorized the demond as 70% need for worehouse

ond distributi on, 13% for generol industriol ond t7% tech/flex. The 2OO2

Metroscope modeling concluded thot there is o strong demond (1594 ocres)
for worehousing/distribution in the southern port of the Metro oreo due to
locotion of existing uses ond the occess to I-5. Other oreos identified
with high demond were Sunrise (2387 ocres) ond Portlond (3481 ocres)-
Eost Metro wos identified os hoving lower demond (71 ocres) most likely
due to tronsportotion occess constroints. Metro further concluded thot
the greotest demond for worehousing/distribution wos for lots in the I ocre
to 25 acre category. Siting foctors were further refined

Those refined siting foctors ore:
' Freeway occess (f-5, I-84'l'2O5) within 3 - 5 miles of on

interchonge vio on orteriol stteel- No intermediote
conflicting uses such os residentiol, schools ond high
troffic aeneroting commerciol uses.

o
l0

Following this onolysis, the 68,334 ocres wos reduced to 29,O7lgross ocres,
of which 9179 ocres ore Tier I lond.

a
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New locotions need to be lorge enough for siting severol
businesses
Slopes of less thon 5%
Highwoy 26 onthe west side not desiroble due to congestion

The Metro stoff report for Ordinance No. 04-1040 (p9.29 of 37)
established f urther cniterio:

"A/l fhe proposed t/GB expansion areos neef all or the naiority of the
location and siting focfors (access, proximity fo other industrial uses and
slopes of less than 1O%) as well as follow fhe hierarchy of lands progression
described in 6oal 14. Of the three sifing and location facfors, accessibility
is a key factor because 70 % of the land need is for warehouse and
distribution uses or approximafely 1377 acres' The naiority of the
recomnended lands will be focused on areas with access to an interchonge
(within) fwo miles of f-5, f-84 and I-205. Regional warehouse and
disfribution facilities need to be locafed within 2 niles of on interchange
along f-5, f-84 or I-205. The recommended areas of Tualatin, Quarry,
Borland Rood North, Coffee Creek and Wlsonville East fulfill 1270 ocres of
the 1377 acre demand for warehouse and distribution land."

In addition to oll the obove siting foctors, the Metro Needs Anolysis olso

identif ied need by size of porcel ond determined thot 7 odditionol porcels

wereneeded in the 50 ocre plus ronge. The Ordinonce No' 04-1040 stoff
report concludes that Wilsonville Eost and Helvelio sites hove the best
potentiol for meeting the lorge lot need.

An odditionol set of criterio for exponsion of uGBs are found in Stotewide
Lond Use Goal 14 - Urbonizotion. These criterio ore:

Estoblishment ond chonge of the boundories (UGBs) sholl be bosed upon

considerotions of the following foctors:
1. Demonstroted need to occommodote long-range urbon populotion

growth requirements consisfent with LCDC gools
2. Need for housing, employment opportunities ond livobility
3. Orderly ond economic provision of public focilities ond services
4. Moximum efficiency of lond uses within ond on the fringe of the

existing urbon oreos
5. Environmentol, energy, economic ond sociol conseguenceso

Industrial lands memo
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6. Retention of ogriculturol lond os defined, with Closs f being the
highest priority for retention ond closs Vf the lowest priority

7. Compotibility of the proposed urbon uses with neorby ogriculturol
octivities.

These criteria ore not directly oddressed anywhere in the 2003 evoluotion
process. Ports of them are woven into the onolysis but there is not o
disceete onolysis of these criterio.

Reqionallv Sionificant fndustriol Areos

fn December 2OO?, Metro omended Title 4 - fndustriol and Other
Employment Areos in order to encouroge non-industrial uses to locote in
Centets ond other lond use oreos, thus mointoining copocity of industriol
oreos for industriol uses. This omendment created a new lond use cotegory,
Regionolly Significont Industriol Areos (RSIA). This cotegory opplies to
londs within the U6B. A generolized RSfA mop wos adopted ot thot time,
with o reguiremenf thot specific RSfA boundories be identified by

December 2003. Severol industriol oreos odded to the UGB in December
ZQO? were designoted RSIA, including Coffee Creek.

Foctors in identifying RSfA londs ore:
. Distribution - Areo serves os supPort industriol lond for

mojor regionol tronsPortotion facilities such os morine
terminols, oirPorts ond roil Yords. Services - Avoilobility ond occess to speciolized utilities
such os speciolty goses, tdPle redundont power, obundont
woter, dedicot ed fire emetgency resPonse services

. Access - within 3 miles of I'5,L'2O5, f-84 (within the
U6B), Stote Poute 224 (within the UGB)

' Proximity - locoted within close proximity of existing like
uses, ond

' Primory use - predominontly industriol uses

Londs proposed to be included os RSfA in2OO4 dre,,

' Hillsboro fndustriol Areo, south of Highwoy 26

' Northwest Industriol Areo, Rivergote, Swon fslond ond

Columbia Corridoro
t2Industrial lands memo

st3tu



o

o

. Clockomos distribution center oround Highwoy 212/?24

. Brooklyn roilrood yords

. Wilsonville industriol oreo

. Tuolotin industriol oreo

. Troutdole industriol oreo

Metro stotes thot, "These oreos ore uniguely situoted to toke odvontoge of
the region's highwoy, roil ond port focilities. The mojority of these oreos
ore locoted olong freight access routes including moin roodwoy routes ond

roodwoy connectors shown on Metr"o's Regionol Freight Mop.

One lorge site, the 7OO acre Reynolds Metols site eost of Troutdale, wos

discussed for future RSrA designotion. This site is o brownf ield currently
undergoing remediotion ond being considered by the Port of Portlond for
redevelopment os on intermodol roil/truck focility ond other industriol uses.

If this site does redevelop os on intermodol fccility, on RSfA designotion

would be oppropriote ot thot time.

o
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Ateo Distance fron
interchonge

Distorce from
cxisting
industriol orco

Parcelization Other
constroints
(environtnental
(E).
surrounding
residenfiol (R),

SerYices
ovoiloble

Agriculturol
uselimpacls

Distonce from
U6B

more ihon 1 mile from existing industriol uses ond ore not recommended for inclusion
Pleosont Home More than 1

mile
83% less thon
5 ocres

E,R 1.2 miles from
City of
6reshom

None 1.2 miles

Eluf f Rood More than 2
miles

More thon I
mile

81% less thon 5
ocres

City of Sondy
will not serve

High
impoct,(ociive
og use)

5 miles

Ore4on City
Eost

Port 1

Part 2

More thon 2
miles
Within 2 miles

No

94% less thon
5 acres

E(Holcomb
Creek)
R Yes

None

none Contiguous

Beovercreek
Port 1

Port 2

More thon 2
miles
More thon 2
miles

More thon I
mile
Within 1 mile

83% less thon
5 ocres

93% less thon
5 ocres

E
(Beovercreek)
R

R

Approx. 1 mile
to Oregon City

none

None

App. I mile

Contiguous
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Comporison of siting foctors

Areos not suitoblc for industriol use duc to locotionol foctors. These locations ore locoled more thon 2 miles from on interchonge ond

More lhon 2

miles

E,R

More thon I
mile
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A?eo Distorce from

interchonge
Distorcc from
existing
industriol oreo

Porcelizotion Othcr
constroints
(environmentol
(E),
surroundirrg
residentiol (R),

5€rvic€s
ovoilable

Agriculturol
use/impocts

Distonce from
UOB

Wilsonville
West

Part I

Port 2

More thon
2miles

Less thon 2
miles

More than 1

mile

Less thon I mile

Yes

5ome

R

E(flpn, open
spoce,slopes)

yes

None

l mile

conliguous

5herwood Eost
Port 1

Parl 2

More thon 2

miles

Wiihin 2 miles

More thon I
mile

Within 1 mile

Some

sotne E,R

Impoct (octive
og use,Tier 5)

Impoct (oclive
og use,Tier 5)

0.5 mile

conliguous

Formington
Port 1

?ort 2

More thon 2
miles

Within 2 miles

More thon I
mile

R

No grovity
sewer

High impocl
(active a9 use,
Tier 5)
High impoct,
(octive o9 use,
Tier 5)

More thon 2
miles

More thon I
mile

l5Industrial lands merno
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Ared Distorcc from

interchorge
Distoncc from
existing
industriol oreo

Porcelization Other
constroints
(environmental
(E),
surrounding

I residentiol (R),

Services
ovoiloble

Distonce from
U6B

Jockson School
Rood

Port I

Port 2

More thon 2
miles

Within 2 miles

More thon 1

mile

Within I mile

Highly porceled R, (homes ond o
church)

Port of
Portlond owns 3
vocont porcels
within runwoy
protection zone

No existing lg.
diometer
sewerS

No existing lg
diometer
sewers

None

Study Areos ,l^eatirig ol Leost Onc Locotion Foctor. The following oreos ore within 2 miles of on interchonge or l mile from existing
industriol uses but ore not recommended for inclusion.
6resham Within I mile 80% less thon

5 ocres
E (creeks)
R (3 schools)

Lond eost of
5E 282 Ave.
protected by
o9 use by
city/ co IGA

Adjocent or
within I mile or
less

Boring Within 1 mile 81% less thon 5
ocreS

Active 09 uses,
Tier 5

2 miles f rom
Domoscus oreo
UGS

loIndustrial lands memo
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Ateo Distoncc from
interchonge

Distorcc from
existing
industriol orco

Other
constroints
(environmentol
(E).
surounding
residentiol (R),

Services
ovoiloble

Agriculturol
uselimpocls

Distoncc from
U6B

Noyer Creek Within I mile some Service thru
Domoscus line

Active og lond,
nursery
operotion. Tier
5

Portiolly
contiguous

Ore4on City
5outh

Within I mile 83% less thon
5 ocres

PGE substotion
ond power lines

New sewer
trunk line to
Hwy 213 ,

upgrodes to
Tri-Cities plont

Some og
production

Not contiguous

Borlond Rood
South

Within 2 miles 80% less thon
5 ocres

E, porcel
seporoted by
Tuolotin River

No services

Norwood/
Stofford

Within 2 miles.
Portion is more
thon 2 miles

80% less thon
5 ocres

No services.
More thon 1

mile to
Wilsonville or
Tuolotin

Wilsonville
South

Within 2 miles 84% less thon
10 ocres

New
wot er / sewer
lines needed

High impoct
octive o9 use,
Tier 5

Brookmon Rood Within 2 miles 887" less thon
10 ocres

E,R
Inc. in VMT on
Hwy 99

0 25 mile High impoct,
octive og use,
Tier 5

contiguous

Industrial lands memo
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Areo Distorce fron

interchonge
Distorce from
existing
industriol oreo

Parcclizotion Othar
constroints
(environmenlol
(E),
surrounding
residentiol (R).

5€rvices
avoiloble

Agriculturol
us€limpocts

Distonce from
u68

Sherwood
Wesl

70%less thon
1O ocres

Molorrty of
adjocent lond is
UGB is
expected to be
residentiol.
VMT impocts
on roods, E,

5otne, not
exiensive.

contiguous

Hillsboro South
Part 1

Port 2

Within 2 miles

Within 2 miles

None

R

No gravity
sewel
No grovity
sewel

Actave 09 use,
Tier 5

Nol contiguous

Forest Geove
West

Wilhin 2 miles R. troffic
impocts on
Forest 6rove
Hiqh School

High impoct.
octive og use,
Tier 5

Study Areas within 2 miles of on intcrchonge ond I mile of existing industriol uses, excluded due to parcelizotion, constroints due to
existing development potterns, locoti

Within I mile over 74"L less
thon 5 ocres

R Some Tier 5
londs, some og
use

lndustial lands memo
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A?eo Distonce from

interchor.ge
Distorrcc from
existing
industriol oreo

Other
constroints
(environmentol
(E),
surrounding
residentiol (R),

Services
ovoiloble

Agriculturol
use/impocts

Distonce from
u6B

Forest Grove
East

Within 2 miles Within 1 mile E High impoct,
lorge scole a9
u5e

Not contiguous

Recommended for Inclusion
Beavercrezk
(63 ocres)

Within 1 mile Plon for
services being
prepored

Conliguous to
2002 U6B lond

Borlond Rood
North
(575 ocres)
(164 net ocres)

Adj. to I-205
interchonge

City of Tuolotin I-205 ond the
Tuolotin River
buffer og uses

Wilsonville Eost
(641 gross
ocres)
(460 nel ocres)

Within 2 miles Within I mile BPA eosements
ond lines

Mojor
infrostructure
improvements
may be needed

All Tier 5
londs.
49 uses
buffered by
Newlond Creek.

Contiguous to
2002 U6B lond
& City ol
Wilsonville

Coffee Creek
(ID
(264 gross ac
97 net)

Within 2 miles Within I mile E, f lpn, open
sPoce

Moy need
upgrodes from
Doy Rood
services

none Adj. to 2OO?
U6B londs

l9Industrial lands merno
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A?eo Distonce from
interchorge

Distonce from
existing
industriol oreo

Porcelizotion Other
constroints
(environmentol
(E),
sumounding
residentiol (R),

Services
oYoiloble

Agriculturol
uselimpocts

Distonce from
U6B

Quorry
354 gross
ocres, 236 nel

Within 2 miles Within I mile Infrostructure
improvements
needed

None

Cornelius
206 gross
ocres, 91 net

Within 2 miles Within I mile City of
Cornelius

none

Domoscus
102 gross
ocres, 69 net

Within 1 mile Porl of
Domoscus/Bori
ng Concept Plan

Tuolotin
646 gross
ocres, 339 net

Wiihin 2 miles Within 1 mile Locoted
between Cities
of Tuolotin &
Wilsonville

fmprovements
to wotet/sewet
necessory

none

Helvetio
?49 gross
ocres, 149 net

Within 2 miles Within I mile Power line
restricts
residentiol use

Avoiloble ot
site

Additionol Areas Considered for UOB Exponsion

Evergreen
985 gross

Wrthin 2 miles Withrn I mile Watet
ovoilable, sewer

Moderot z,
depending on

20Indusrial lands menn
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Adj. to 2002
U6B londs,
which Tuolotin
is plonning to
serve

Buffered by
foresl ond
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Creek
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Arao Distoncc from
interchonge

Distoncc from
existing
industriol oreo

Parcelizotion Othcr
constroinls
(environmentol
(E).
surrounding
residentiol (R),

Services
ovoiloble

Agriculturol
use/impocts

Distonce from
v68

ocres, trunk needed locotion of U6B

West Union
368 gross
octes,
133 net

Within 2 miles Within 1 mile E Water ot sile,
extension of
sewer line
required

Ag uses
buffered by
oPen sPoce
oreos, Tier 5

Adlocent

2tIndusrial lands memo
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Sites in red oppeor to meet some or oll criterio.
5ites in blue were excluded ond hove some of the some constroints os Wilsonville Eost.

Sites in green ore the potenlial 'to be odded" sites if onother site or sites ore removed.
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Exhibit 12

Engineering Department Memo

Dale: 5l4l2OO4

To: Mike Kohlhoff

Cc: Arlene Loble, Eldon Johnansen, Mike Stone, Sandi Young

From: j michael

RE: City of Wilsonville Vacant lndustrial Land Evaluation (Frog Pond Slope Analysis)

Summary
Pursuant to your request, the Engineering Department reviewed the best available and
current information regarding the potential developable acreage in the Frog Pond (Wilsonville
East) area. Two sources were mnsulted: city geographical and topographical information and
February 2004 Metro RLIS data from the Metro Data Resource Center. We performed an
extensive analysis involving Metro goal 5 designation overlay, slope analysis and power line
encumbrances. Depending on the parameters that planning level and site-development
studies use, the results are:

1) 385.8 acres not encumbered by 10% Slopes, Natural Resources, Buffers, or Rights-
of-Way.

2) 232.0 acres with slopes less than 5% and not encumbered by Power Line
Easements, 10% Slopes, Natural Resourc€s, Buffers, or Rights-of-Way

Discussion
Metro has identified the Frog Pond area (Wilsonville East)for inclusion in the Metro Urban
GroMh Boundary (UGB) to meet an anticipated industrial land shortfall over the next 20
years. The basis for this need is a deficiency in industrially zoned land in the region to meet
projected growth and demand. Metro identified a shortfall of approximately 1600 net acres.
To meet this shortfall, Metro is proposing several areas around the region for inclusion in the
Urban Growth Boundary. One of those areas is the Frog Pond (Wilsonville East) area. The
purpose of this study is to determine the amount of developable land given certain
restrictions.

The purpose of the study was to determine the gross vacant buildable acres. Gross vacant
buildable acres are defined as vacant lands less Title 3 restricted areas and slopes greater
than 10%. Another set of parameters that affect site-development are power line easements
and slopes greater than 5%. City staff performed a detailed analysis on the study areas
utilizing Metro's proposed Goal 5 inventory from RLIS and GIS data, existing City 2002 aerial
photography, planimetric and contour mapping. As duplication of count leads to questionable
findings, the analysis studies four levels of conflicting parameters: Goal 5 lnventory, 10%
slope, power line easements, and 5% slopes.

o

o
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Site Description
Located east of the Wilsonville City limits, this study area is 641 acres in size. Two streams,
Boeckman Creek and Newland Creek, bisect portions of the study area. ln addition, a
tributary of the Willamette River is located along the southern boundary, and the east fork of
Meridian Creek shaddles the western boundary. Within the City limits, Boeckman Creek has



o

o

Boeckman Creek headwater area, which influences lhe emlogical functions of the
downstream riparian area.

The high point on the site is the northwest comer at 340-foot elevation. The ground slopes
down to the northeast at 270-foot elevation and the southwest comer at lgGfoot elevation.
These two areas exhibit the most severe slopes of greater than 5% and 10 %. The south
central corner is at 22oJoot elevation and the southeast comer is at 230-foot elevation.
(Please refer to the contour Map.) Portland General Electric has one power line easement
and the Bonneville Power Administration has two power line easement across the area.

Study Results

Goal 5 lnventory
We applied Meiro's goal 5 lnventory from the RLIS data and road rightof-ways from
clackamas county parcel maps to the acreage in the area. The results are shown in the
Natural Resources Analysis Map and summarized below:

641.3
216.7
14.5

Total
410.1

10% Slope Analysis
Metro's oata was not precise enough for an accurate estimation of slopes greater than 10%.
we used stereGdigitized @ntours from ,/.!at pixel resolution aerial photography. Spencer
B. Gross, lnc., provided the aerial mapping and the contours. MacKay Sposito Engineers
interpolated the slopes, both > 1o% and >5%, and provided Autocad drawings with the
slope data. These drawing files were used to generate the shape files and resultant

"cieages 
in the geographical information system. The resultant map is entitled 10%o slope

Analysis. The results are:

641 .3 Total Acres within the Proposed Frog Pond lndustrial Area
216.7 Acres within Natural Resources and Buffers (Metro Goal 5 lnventory)
14.5 Acres within existing Road Right-of-Way (Stafford, Elligsen, etc.;less Goal 5

duplication)
Totals
410.1 Acres not encumbered by Natural Resources, Buffers' or Rights-of-Way
385.8 Acres not encumbered by 1O% Slopes' Natural Resources, BuffeG, or

Rights-of-WaY

Total Acres within the Proposed Frog Pond lndustrial Area
Acres within Natural Resources and Buffers (Metro Goal 5 lnventory)
Acres within existing Road Right-of-Way (Stafford, Elligsen, etc.; less
Goal 5 duplication)

Acres not encumbered by Natural Resources, Buffers, or Rights-of-Way

Power Line Easement AnalYsis
we obtained the power line.easements from the clackamas county parcel maps. Since the
parcel maps contrained geo-reference points, we were able to lay the easements in directly
into the digital contour dita. Though power line easements are not deal breakers for site-
developm6nt, the easements do restrict the building activities. First, no building may be
erected within So-feet of or under the easement. second, roads, parking and lowJying
landscaping are some of the few permitted uses within the easement. Though these
restrictionsire not fatal, building footprints can be severely curtailed as to placement Thuso

25t4t2004



_-. the importance of power line easement identification for site{evelopment planning. Please

O refer to the Powei Line Easement Analysis Map.The results are:

641 .3 Total Acres within the Proposed Frog Pond lndustrial Area
216.7 Acres within Natural Resources and Buffers (Metro Goal 5 lnventory)
14.5 Acres within existing Road Righlof-Way (Stafford, Elligsen' etc ; less

Goal 5 duPlication)
Totals
410.1
385.8

325.6

o
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Acres not encumbered by Natural Resources' Buffers' or Rights-of-Way
Acres not encumbered by 10% Slopes, Natural Resources, Buffers, or
Rights-otWay
Acres not encumbered by Power Line Easements' 10% Slopes, Natural
Resources, Buffers, or Rights-of-Way

5/o Slope AnalYsis

Having slopes less than 5% is not a strict Metro criteria for industrial land development.
Howeier, slopes greater than 5% pose additional problems (costs, access, and
developable arealize due to slopes greater than 5%)for industrial users, especially for
warehousing and distribution. several citations bear this conclusion out, hence the
analysis. f irit, trom the Metro Staff Repoft to Ordinance No.04-1040 on page 10 under
the heading Common site and Location Factors, the report states that:

,,lnd-ustrial sites need land that is sloped no more than 5 percent (3-5 percent is

Preferable."
The report goes on to state in the next paragraph entitled lesfing slope Parameters
for lndustrial Users:

"The interviews with professionals discussed above emphasized the importance
of slope to development of industrial sites. The slopes discussed were less than
the 10 percent threshold that Metro used to screen lands for suitability...A slope
factor i0 percent has been used as a threshold for identifying which lands would
be viable ior industrial development because Metro is conducting a regionalized
analysis rather than a site specific study."

This study is site specific- the Frog Pond Area'

The importance for industrial siting of having slopes less than 5% is born out in a report
dated November 25,2003, by Lydia O'Neill, Principal Regional Planner, to David
Bragdon, President of the Metro council, entitled S/ope Constraints on lndustrial
Deielopmenl. This report examined five 1O-acre parcels as to costs involved with slope
and earth moved. one of the conclusions is that for a 1o-acre parcel with slopes less
than 3%, construction dollar costs are $'l05,ooo. The construction costs for a 1o-acre
parcel with 6% slopes is $520,000. These costs exclude land acquisition, infrastructure,
britUing 

"""orrodations, 
etc. Because infrastructure costs alone for the Frog Pond

area airount to almost $75 million, a five-fold increase in construction costs is a cause
for concern.

Finalty, lest it be said that the Frog Pond area is slated for Tech/Flex. which is

,or"*hat more forgiving when itiomes to slopes, the Staff Report mentioned above
states on page 29:

,O? tnie tfrree siting and location factors accessibility is a key factor because 70
percent of the land need is for warehouse and distribution type uses or
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The results of lhe 5% Slope Analysis (see map) are:
641 .3 Total Acres within the Proposed Frog Pond lndustrial Area
216.7 Acres within Natural Resources and Buffers (Metro Goal 5 lnventory)
14.5 Acres within existing Road Right-of-Way (Stafford, Elligsen, etc.; less

Goal 5 duplication)
Totals
4'10.1 Acres not encumbered by Natural Resources, Buffers, or Rights-of-Way
385.8 Acres not encumbered by 10% Slopes, Natural Resources, Buffers, or

Rights-of-Way
325.6 Acres not encumbered by Power Line Easements, '10% Slopes, Natural

Resources, Buffers, or Rights-of-Way
232.0 Acres with slopes less than 5% and not encumbered by Power Line

Easements, 'lO% Slopes, Natural Resources' Buffers, or Rights-of-Way

The results are misleading in that area A on the 5% slope Analysls map can be easily
dismissed as now being to small and cut-off from access due to Goal 5, slopes, etc'
Also, a 1s-acre portion of area c (in the northeast corner is encumbered as much as
area A is. Thus irom the 232 acres available, only 182 acres at an infrastructure cost of
almost $7s-million can be reasonably developed. (That is $9.30 a square-foot'
However, standard cost estimation deducts at least 30% of the net developable land for
site-specific infrastructure, so that is $15.50 a square-foot for off-site up-front
infrastructure costs.)

o
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approximately 1,377 acres. The majority of the recommended lands will be
focused on areas with access to an interchange two miles of l-5' l-84 and l-205."

The Frog Pond area accesses both l-5 and l-205. The report goes on (on the same
page):

"The recommended areas of Tualatin, Quarry, Borland Road North, Coffee Creek
and Wilsonville East fulfill 1,27O acr'es of lhe 1'377 demand for warehouse and
distribution land."
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Exhibit l3

Natural Resources Evaluation - by Keny Rappold, Natural Resource
Program Manager

Introduction
The potential impact to natural resources within Metro's proposed Frog Pond Industrial
Study area should be an important consideration in any future decisions. Developing this
area for industrial use will require the conversion olprime productive farmland and
natural resource areas. Wetlands, riparian corridors and upland forests could be
negatively affected by future industrial land development.

Metro's proposed Goal 5 inventory identified regionally significant hsh and wildlife
habitat in the study area. Wilsonville's Goal 5 program would apply to the industrial
study area if it were annexed into the City limits. Riparian corridors, wetlands, and
wildlile habitat are all protected under the City of Wilsonville's program. In addition to
these Goal 5 programs, Clackamas County's Goal 5 program designates setbacks from
fish bearing streams and wetlands in the study area.

Site Description
Located east of the Wilsonville City limits, this study area is 641.3 acres in size. Two
streams, Boeckman Creek and Newland Creek, bisect po(ions of the study area. In
addition, the east fork olMeridian Creek straddles the southwestem comer of the study
area adjacent to Advance Road. Within the City limits, Boeckman Creek has been
designated a locally significant riparian corridor. Chinook salmon, Cutthroat trout,
Rainbow trout (possibly steelhead) and Brook lamprey are present within Boeckman
Creekr. It is likely Newland Creek has the presence of similar fish species. The study area
includes the headwater zones (streams) for Boeckman Creek and Newland Creek, which
have a significant influence on the ecological functions ofthe downstream riparian area.

Importance of Headwater Streams
Metro's Technical Report for Goal 5 (August 2002) describes the importance of
headwater streams. They are vital to the hydrological, biological and geological processes
within a watershed. According to the Technical Report, some important functions
provided by headwater streams include, but are not limited to:

o substantially increase water retention in a watershed, resulting in downstream
protection from flooding and channel damage;

o retain sediments that would otherwise be deposited downstream;
o contain substantial amounts of LWD that store sediments and provide habitat

structure and sites for critical metabolic activity;
o establish the basic chemical composition of unpolluted streams draining a landscape;
o are the sites of most active uptake and retention ofnutrients;
o provide important thermal refuges for fish and other wildlife; and
o provide unique habitats for numerous species.

I The Oregon Department ofFish and Wildlife is conducting a fish species and aquatic habitat survey of
streams in Wilsonville.
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Based on the functions listed above, it is important to protect the headwater zones for
Boeckman Creek and Newland Creek. Industrial development in the Frog Pond Study
area could significantly limit the capacity ofthese headwater streams to provide these
important functions.

Metro Goal 5 Program
As part of Metro's Goal 5 inventory, maps identifying regionally significant wildlife
habitat and riparian corridors were completed (refer to Exhibit 1 - Natural Resources
Analysis). The City obtained digital copies of these maps from Metro and included the
inventoried habitats on the industrial study area map.

Metro Fish and Wildlife Habitat Classification System:

Based on the criteria established by Metro, regionally significant fish and wildlife habilat
were grouped into six classes. Class I riparian corridors and Class A upland wildlife
habitat are the highest value resources. Conespondingly, Class III riparian corridors and
Class C uptand wildlife habitat are the lowest value resources. The City's industrial study
map identifies the total acres ofregionatly sigrificant habitat and associated buffers.

a Class I riparian corridors include rivers, streams, stream-associated wetlands'
undeveloped floodplains, lorest canopy within 100 feet ola stream, and forest
canopy within 200 feet of streams with adjacent steep slopes

Class II riparian corridors include rivers, strearns, 50-foot area along developed
streams, forest canopy or low structure vegetation within 200 feet of streams, and
portions ofundeveloped floodplains extending beyond 300 feet of streams. Class
II is elevated to Class I with a Habitat ofConcem (sites know to be critical for
sensitive species or to be scarce and declining in the Metro region)'

class III riparian corridors are areas that have only riparian value (located outside
of wildlife habitat areas) such as developed floodplains and small forest canopies
that are disassociated from streams.

Class A uptand wildlife habitat includes large forest patches, wetland areas such
as Smith and Bybee Lakes, and large contiguous patches such as Forest Park. It
may also contain areas providing secondary functions for riparian corridors and
Habitat of Concem.

Class B upland wildlife habitat includes forest patches with low structure
connector patches along streams and rivers. It may also contain areas providing
secondary functions for riparian corridors.

Class C upland wildlife habitat includes forest patches and smaller connector
patches along streams and rivers.

a

a
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Inventoried Fish and Wildlife Habitat
Based on the inventory maps provided by Metro, there are 216.7 acres designated as fish
and wildlife habitat (refer to Exhibit l). These habitats include both primary and
secondary riparian corridors, and upland wildlife habitat. The headwater zone for
Boeckman Creek includes Class I and II riparian corridors, Class C upland wildlife
habitat, and stream-associated wetlands. The west fork of Newland Creek includes Class
I and II riparian corridors, and Class B and C upland wildlife habitat. The east fork of
Meridian Creek includes Class I and II riparian corridors, and Class C upland wildlife
habitat. The adjusted gross vacant buildable acreage not encumbered by natural
resources, environmental buffers or right-of way for the Frog Pond Industrial Study Area
is 410. I acres.

City of Wilsonville Goal 5 Program
Wilsonville's Goal 5 program was adopted May 2001. Locally significant riparian
corridors, wetlands and wildlife habitat are protected under the City's program. All
protected resources are within the Significant Resource Overlay Zone (SROZ). The
SROZ includes all land identified and protected under Metro's Title 3 Water Quality
Resource Areas. Generalized riparian corridor types are described in the SROZ
regulations, which define the Riparian Area, fuparian Impact Area, and the Area of
Limited Conflicting Use (ALCID. The Local Wetland Inventory includes all locally
signihcant wetlands. Wildlife habitat includes all forested areas contiguous with forested
riparian corridors, and isolated sigrificant wildlife habitat (upland forest) resource areas.
No impact is allowed to wetlands, riparian areas, and the corresponding buffers.
Development may be allowed on no more than five (5) percent of wildlife habitat
(ALCLD on a property.

Clackamas County Goal 5 Program
Clackamas County's Goal 5 program requires minimum setbacks from principal rivers,
fish bearing streams, and wetlands. Within the Frog Pond and South of the Willamette
fuver industrial study areas, small and medium, Type F (fish bearing) streams have been
identified on the county's Water Protection Rule Classification (WPRC) maps. Small,
Type F streams are buffered by a 50-foot stream conservation area. Medium, Type F
streams are buffered by a 70-foot stream conservation area. Within stream conservation
areas, primary and accessory structures are not permitted unless exempted from code
requirements. A minimum of seventy-five p ercenl (7 5o/o) of stream conservation areas
shall be preserved with native vegetation. Wetlands are required to have a 25-foot buffer.
Development is prohibited within the wetland buffer unless approved through an
administrative review.

Conclusion

Environmental constraints should be considered in Metro's decision to include the Frog
Pond Industrial Study area. The headwater streams, wetlands and upland forest habitat
found within this lndustrial Study area provide ecological functions that are not easily
replaced. As stated in the goal for Metro's Goa[ 5 program: "a continuous ecologically
viable streamside corridor system, from the streams' headwaters to their confluence witho
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other streams and rivers, and with their floodplains" should be conserved, protected and
restored.
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EXHIBTT 14
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l-ooking west from Wilsonville East, view of West Linn-Wilsonville School District bus
en route south on Stafford Road, parallel to Edmunds Roses, a nursery of intemational
fame located in Wilsonville East.
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EXHIBTT 14

o

o

o

-_----

I

-

= ,

A

I tlr

tfr

,a

I

L ri (

r. .a I-

IJ

7- I
a

I

f'-r

l,ooking west from Wilsonville East, view of West Linn-Wilsonville School District bus
en route south on Stafford Road, which divides Wilsonville East. Stafford Road is a
Clackamas County farm to market road, which becomes Wilsonville Road at the
intersection with Boeckman Road. Within this intersection iuea are I 30O residential
units, a grade school, a high school, additional land for school construction and two
churches.
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Exhibit 15

May 6,2004
Meffo Hearing on Industrial Lands
Testimony by Jeff Bauman

My name is Jeff Bauman. I am Public works Director for the city of wilsonville. For

the past 9 years I have been the City's lead staffperson for water supply issues My

remarks are about the availability of irrigation water for agriculrural lands in "Wilsonville

East."

viable agriculrural use hinges primarily on two factors: good soils, and water for

irrigation. A technical work group reported to Metro thal soils in "wilsonville East" are

ofhigh value for agricultural uses, but irrigation water was questionable because of the

declining aquifer.

This assessment was based on groundwater data prior to 2002. At that time Wilsonville

was heavily pumping its 8 wells for municipal water suppty. under those conditions, the

pumping of warer by the city and others outpaced the natwal rate of recharge in the

aquifer. As a result, the water table was declining at an alarming rate of 4 feet annually.

ln other words, each year the static water level was 4 feet lower than the year before.

This caused production to drop in everyone's wells. Numerous users (including the CiW)

had to deepen their wells.

All this changed in April 2002, when the City tumed offits wells and shifted to treated

water from the Willamette River. People were cautiously optimistic the aquifer would

gradually recover. No one, however, predicted the dramatic rate at which this recharge is

taking place.

The Oregon Water Resources Departrnent has been monitoring groundwater levels in the

wilsonville area before and after April 2002. water Resources Department data show the

static water level at Wilsonville's Elligsen well (i.e., the well closest to the proposed

industrial development east of wilsonville) has not only stabilized, it has risen 39 feet in

the past two years. In round numbers, this reverses a decade of decline in this portion of

the aquifer.
(continued)
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The recovery is not limited to this one wilsonville well. while the numbers vary

somewhat from site to site, a similar and dramatic rebound has occurred thloughout this

area. To the east, this aquifer recharge has been measured as far away as the Sandelie

Golf course. To the west, the static water level has regained approximately 20 feet in

height at the site of the former Dammasch State Hospital.

prior to 2002, on average, the City had been pumping slightly more than 2 million gallons

a day from its municipat wells. The rate of pumping increased to 4 million gallons per

day during the summer, with peak days reaching 5 million gallons' By comparison, the

combined water rights lor the agricultural lands in the proposed industrial expansion east

of Wilsonville totals less than I million gallons per day.

Wilsonville retains the water rights to its wells as a back-up and emergency water supply.

However, the city's use of groundwater is expected to be rare, relatively short duration,

and sustainable in terms ofaquifer recharge.

In conclusion, the agricultural lands in "wilsonville East" have excellent soil

characteristics. There is new and impressive evidence that groundwater recharge will

provide adequate irrigation for agricultural activities on that land. It would be inaccurate

to characterize this area as "marginal" for agricultural use'

o

o

Thank you for this opportunity to testiS.
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o
ln December 2002, following more than two years of extensive public outreach the
Metro Council added 18,638 acres to the Urban GroMh Boundary (UGB). This addition
met the region's projected need for residential and commercial development through
2022 but left the industrial portion short of projected needs by some 2,000 acres.

The two-year "Let's Talk" community outreach effort involved thousands of citizens in
facilitated "coffee talks," a regional conference and community workshops. lt provided a
solid foundation from which an additional "1S-month industrial lands expansion effort
ensued. Additional extensive intergovernmental collaboration and public involvement
has accompanied the industrial lands expansion recommendations.

This compendium of public comments predominantly centers on comments received
following a broad property owner notification and completion of the industrial land
alternatives analysis in March 2004.

Backqround

o
The industrial lands expansion alternatives analysis involved some 29,000 acres
adjacent to the current UGB in 31 areas as far west as Forest Grove, as far south as
Wilsonville South and as far east as the Boring. The 2002 UBG expansion marked the
largest expansion of the boundary since it was established in 1979. Even though the
2002 boundary expansion included 2,317 acres for industrial development, the Metro
Council recognized that more study was required and a number of issues should be
addressed before the remaining needed 2,000 acres could be identified.

Some of those issues include the questions such as: How much land should be
considered and where? How can we better use the land inside the boundary to serve
industry? Vr'hat kinds of businesses will flourish? What types of buildings will they
need?

To better understand these issues, Metro staff met with the building and commercial
real estate and development community, freight and business interests representing
manufacturing and industrial-based jobs as well as local jurisdictions and individual
property owners throughout the region. ln October 2003, Metro sponsored an
agriculture symposium to learn more about the direct impact of urbanization on farmers
and the farming industry.

After considerable assessment it was concluded that to accommodate industry, acreage
brought into the boundary must be located adjacent or in close proximity to the UGB
and other industrial land and have relatively easy freeway access. The areas must be
large enough to accommodate several sizeable parcels, have slopes no greater than
10 percent and they must not be located in a current floodplain.

o
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Summa rv of Public Comments o
Metro received a total of 616 comments. Most comments (506) came in as comment
cards from open houses. The remainder came via e-mail, letters, phone calls and one
walk-in.

The greatest number of comments (387) concerned the potentialjndustrialization of
primJ farm and residential property around Wilsonville, including Frog Pond,. Langdon
'Farms, Charbonneau and Norwood/Stafford Road areas. The reasons residents there
were against development included lack of services to handle growth; truck congestion,
safety Ind pollution concerns; proximity to residences and schools; loss of prime
farmland and fear of sprawl. lriiany people included a plea not to expand..the UGB south
of the Wllamette River, which they saw as "opening up sprawl to Salem'" A great
number of people supported councilor carl Hosticka's ordinance No. 04-1041 that
intends to ieep the UCA north of the Willamette River and prevent urban sprawl from
spreading .ouih do*n the valley. Support was indicated for industrial development the
Coffee Cieek prison area and other land near l-5 with good freeway access'

Several comments (19) were made regarding the Victoria woods development in
Tualatin. Residents do not want their quiet neighborhood to experience increased traffic
and overlook warehouses. They called for a buffer zone between existing homes and
any new industrial development. The Quarry area north of Tualatin was said to be good
foiindustrial developmeni for several reasons, including a nearby airport approved for
large planes.

Many comments from oregon city areas (40) stressed the steep, narrow, curvy roads;
red itay soil erosion; septic systems; limited acreage, wetlands and wildlife; and many
farms, 

-homes 
and schools nearby as reasons to avoid the area. Residents said the

land would not be conducive to industrial development. Some Oregon City land in the
study was assumed to have historic Oregon Trail designation. One person wanted their
prop-erty to be inside the UGB in order to sell or develop it. Comments from the
beavertreek area (16) described a farming and residential community with already-
heavy traffic. comments indicate that the study area lacks flat land suitable for
industrial development.

Most comments about Hillsboro study areas (9) expressed the need to preserve large
farmlands and concern about more roads, traffic and pollution. A few comments
suggested using land conducive to rail or airport access rather than using hillsides for
development.

General issues of concern

The majority of comments indicated opposition to expansion of industrial lands, usually
of a particuiar study area. Approximately 37 percent mentioned the increase of traffic,
congestion and overburdened roads while around 14 percent mentioned the lack or
coSG of infrastructure and public services in the expansion area and around 9 percent

o
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Ed

First
Nqlnqs)
Melvin

Nancy

Last Name

Bean

Ruttledge Portland

Waller Wlsonville

City area of concetn

Sherwood

Region

Wlsonville
Penelope

Maureen

Frank E

Charlie

Jerry

Bruce

Dan

Gary

Rhonda

E.MAIL

Donald

Joe

Don

PHON E

J udy

Donal E

PHONE

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
CO.IUMENT
CARD

Type of
comment

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

Wrth

Larsen

Long

Morse

Bottita

Vincent

\Mlsonville

Wlsonville

Oregon City

Oregon City

Fosberg

Mousharth

Oregon City

Portland

Shoop

Calvert

Rogers

Ottinger

Graham's Ferry Rd

Oregon City

Oregon City East

Wlsonville

lssues

Lives on a solid sheet of basalt rock, with a forest behind. Rock hazard
zone to allow r lines to be set shallow il gfq$d - costl
Need balance of .iobs and good environment. Need good corporate
citizens, not ro UES
Worried about im on arr ual

Tualatin TualatinA/Vilsonville Need buffer zone between industrial and existing homes. No warehouses

Wlsonville Stafford Rd. has high level of traffic, non-farming area near industrial now

Sherwood Wlsonville Concerned that govt. will acquire land to widen Tooze Rd for Boeckman-
Tooze conneclor proiect.

Boring Boring/Bluff Rd \Mll our present defination of industrial lands meet present and future
s1

Gresham Gresham Won't have jobs to fill the empty plants with jobs going to other countries

Aloha Hillsboro Consider land near rail access to use as industrial to reduce vehicle
impacts

Oregon City East Oregon City has ditferent plan for area. Do you work with their planners?

Westside

Area not feasible due to nature of the land and no easy access to l-5. Land
into creek and woodland area

Topography and accessibility unsuitable for industrial use. Current use is
residential.
No industrial growth south of river. Could go on to Salem. Keep industrial

roMh in areas like Coffee Creek, No.1
Steep property and roads steep. Best suited for residential not industraal

Residential area. Road on 13olo grade. 3 miles from l-5. Area not flat.

Area considered for industrial zone is Christmas tree farms, steep hills and
homes. \Mat are thinkin ?

ln dustrilnds Expansion Public Comment Report sectr'! o 1

Sherwood

VVilsonville

COMMENT
CARD

Rogers

Represents land-owner and will submit material at meeting



o o o
Last Name area of concetn

Goodness Wilsonville

Aurora

Wilsonville

Wlsonville Wlsonville

Patterson Wlsonville Wlsonville

Mack Oregon City East Oregon City

Miller Wlsonville Wilsonville

Shoop Wlsonville

Wallace East Oregon City

Wlsonville Wlsonville

Myhra West Linn

VMlsonvilleBrin Wilsonville

Robbins Oregon City

Aurora Wlsonville

Wilsonville VVilsonville

Kenney

Wallin

Clty

Wlsonville

Aurora

VMlsonville

lvey

Guyton

Oregon City

West Linn

Hurst

Douglas-
Matlock

Susan

lrene

C,K,

Dennis

Kathleen

E-MAIL

E,M

Bernice

Type of
comment
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Rhonda &
Dan

First
Nam919[
Ray

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Susie

Steve

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

MarJorie

Jacqueline

Stanley

Colleen

Liz

lssues

Do not advisable to go south of river at this time. Traffic exits a nightmare,
servrces expensive
VMlsonville opposes adopting site south of river. Vvhat about servicesi Wtt
there be a treatment plant?
A mistake to use south \ ,lilsonville area. Do not cross the river
lnfrastructure costs prohibitive
Proposed industrial for Langdon Farms is ridiculous. Wllamette River
should be the boundary. No infra-structure in place
Don't cross river The state can't replace failing bridges and repair roads!

Historical area of farm and homes; creek. Concern about red clay soil
erosion, seplic systems, not sewers.
Need to retain this prime agricultural Land. Cost too much to develop,
which would lead to urban sprawl, destruction of agricultural and forest
lands.
opposed. Residential area, wildlife Wbe displaced, l-5 access poor
Livabili in Villabois at risk
Area bad for tratfic, sewer, pollution. Nelit to historic Oregon Trail

Don't consider area for industry: no water, sewers, 2-lane roads
conqested , wildlife habitat on Tualatin River needed
Object to enlarging industrial growth in or around Wlsonville. Services not
Supports it; environment damaged, property values would plummet

Bosky Dell, left of Tualatin, very populated. Worried about sewage from
.septic systems. Creet nlqg_lEglgh many plopqries.
Frog Pond area not appropriate to use for industry. No services. Use for
farms or park.
Lack of services, all small farm area. No good options for road system
develo Pment.
Bad idea to combine industrial with Charbonneau. Prime farmland area. l-5
not accommodate more truck traffic,not enoqg! services
No industry in Frog Pond area! N
home values. Need our farmland

o roads or adequate services. Lower

lndustrlal Lands Expanslon pubtic Comment Report Section 1 Page 3

Johnson

Wlsonville

West Linn

Beavercreek

PHONE
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Type of
comment

First
Name(s)

Last Name

Gales

Oregon City

City

Aurora

Oregon City

Wlsonville

Wilsonville

Hansen

Kubick

Long

Long

Brown

Montelius

Wlliamson

Salata

Perkins

Karmel

Lang

\Mlsonville

\Mlsonville

Carmen

Willard

l. Lavon

Katherine

Barbara

Julie

LETTER Wlliam

JaneLETTER

Lloyd

Wllard

Mary Kay

Kathy

Barbara J

Janet S

Latry

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Roland
and
Connie

Benedetto

Taylor

Pete

Wilsonville

Aurora

Beavercreek

East Oregon City

Wlsonville

Wlsonville

Wilsonville

Wlsonville

VVilsonville \Mlsonville

Wlsonville Wlsonville

Wlsonville Wlsonville

Wlsonville \Mlsonville

Wilsonville

Wlsonville

VVllsonville

\Mlsonville

Wlsonville
Ss./charbonneau
Wlsonville
S/Charbonneau

lssues

Opposes UGB expansion for industrial land due to tramc issues and poor
servrces
Services should be funded by Metro and completed before re-zoning
industrial. Beavercreek Rd. is overused for ats size by large vehicles now

Homes & farms. No sewer available. Road narrow. Limited acres. No one
wants industrial here and will
Transportation and utilities need to be funded by Metro. Roads are
overused. Area should remain rural/residential.
Do not believe adding Frog Pond and Charbonneau study to industry use
is best choice available. Create truck traffic, lack of infrastructure
Land on the North-west border of city should be used for industrial. East

Frog Pond area not appropriate industry u
traffic problems increase.

se. Services are inadequate,

Lack of seNices & too many trucks if develop Frog pond agriculture iiea.

Against using Frog Pond area for industry. Tramc bad, services pooi

Don't cross Wllamette River. Best agriculture land in valley. Too much
traffic and services. \/Vho s?
Opposes study area F inside UGB due to problems with bridge, traffic,
servrces, ile M Road, ial
Frog Pond area not good choice to develop for industry. Truck traffic
h , services inadequate
Don't approve Langdon Farms for industrial use: trucks, poor services, far
from airport, invasion of warehouses
Transportation, sewer^.yater issues

Do not intelligent to develop golf course as distribution ctr. Burden on
services and negative affect on property values

lndustial Lands Expanslon publtc Comment Raport Section , Page 5

Reincke

area of concern

Oregonc ty Sorrth

Oregon City

Wlsonville

Opposes it.

side residential should not be considered due lo truck traffic, utility costs.

Do nbt cornpatiUte witn neavy truct<ing. Our infrastructure not adequate.
Other places better.



Type of
comment

First
Name(s)

Last Name City aaea of concern lssues

No sewer, no water, poor acc€ss. \Mat is the point of studying this area?

Residential not appropriate to re-zone for industry. Also, a 13% grade hill
on Holcomb Blvd. Poor for trucks. Sewa uired &
Concerned thal there is no fire de rtment in that area.
lnfrastructure is not free and the communities seem to bear the brunt of
the costs. Lists exa of how it hasn't worked in thepest. _ _
No good access to this area except through residential and farm areas

Areas under study by Metro in East, South and West Wlsonville plus
Coffee Creek is 3,730 acres. Unfair burden and far too disproportionate

Do not Supports Frog Pond for industry. Entire area is agricultural or
residential. Would need infrastructure.
City has highest % of industrial land in the reglon. No services for roads,
sewers. Use land closer to Port of Portland.
Has developer put up a bond for road and services costs as a result of this

VMsonville has own plan for expansion. Should be in charge of their own
city. Already have plenty of area designated andustrial. Don't want in areas
Metro proposes. Lack adequate infrastructure
Area does not have ad uate traffic su , no sewer, etc
Air and water would be affected by an industrial area, also congestion
GroMh should not south of river.
lmperative to approve Hosticka ordinance limiting expansion to North of
river. No llution, traffic, rawl.
Against crossing the Wllamette River. Leads to concrele and smog from
Salem to Portland.
No expansion south of Wllamette River. Prime farmland. Also safety
issue, traffic.
Do not expand the industrial groMh south of Wllamette. Agricultural land

valuable. Traffic concerns in residential area

COMMENT
CARD
COMMENT
CARD

Randi Leuthold Boring/Bluff Rd

Oregon City areaBob Werber, PE

PHONE

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
E.MAIL

COMMENT
CARD
COMMENT
CARD

Lynda Webster Tualatin Tualatin/Wlsonville
Dan

Tami

Thomas

Patrick

Jean

Dahle VVilsonville Wlsonville

\Mlsonville Wlsonville

Wilsonville Wlsonville

Wlsonville VVilsonville

\Mlsonville VVilsonville

\Mlsonville Wlsonvalle

Wilsonville Wlsonville

Pittman

Humphrey

Hager

Knauss

Werth

Bryan &
Lisa

Tom Lukovich
Robert

Robert

Delozier Wilsonville Wlsonville

Graham Wlsonville Wlsonville

\Mlsonville

\Mlsonville

COMMENT
CARD
COMMENT
CARD

Vvilliam R Benedetto VVilsonville

Barbara Josephson Wlsonville

\MlsonvilleCOMMENT
CARD

Margarel

Ruth

Bang

COMMENT
CARD

Daniels Wlsonville Wlsonville Land grab should not go south of river. Roads not for truck traffic. Keep
agricultural land

lndustJands Expanslon Publlc Comment Repoft sec] O"u

Sandy

oegotc ty

Oreqon City

Smith

Trostel

COMMENT
CARD
COMMENi
CARD
con,lMsnr
CARD

E.MAIL

Wlsonville
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s

Steve

F irst

Ralph
Na

area of concern

Wlsonville

Aurora Aurora

Aurora Aurora

City

VVI lso n v il le

Last Name

Sander

Martin

Wlsonville

Wlsonville

VMlsonville

Wlsonville

Aurora

Aurora

Aurora

Aurora

Aurora

Aurora

Aurora

Aurora

Aurora

Aurora

wilsonville

Wlsonville

Wlsonville

VVilso nv ille

Wlsonville

VVilsonville

Wlsonville

Barbara

James J

Patricia E

Bob

Arthur

Stephen

Joan

Brandy

Catherne

John

COMMENT
CARD
C-OMMENi
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Jerry &
Dianne

COMMENT
CARD
Couri,ter'rr
CARD

Type of
comment
COMMENT
9AES
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Mark

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Victor

Charles &
Helen

PHONEan

Stairiker

deCampos

Dinardo

Muldrow

Olmsted

Johnson

Springer

Christiansen

Sander

Jacobs

Reed

Wlsonville

Wlsonville

Wlsonville

Wlsonville

Aurora \Mlsonville

lssues

Opposes industry development south of river. Loss of farmland and traffic
worsen
Stop urban sprawl at the \Mllamette River. Do not destroy last good
farmland.
Protect Wllamette valley as agricultural land; don't develop south of

Save VMllamette Valley as agricultural land. Supports Hosticka ordinance
Use land inside UGB . not farmland
Supports Hosticka's ordinance and do not cross river. Agriculture fust as
tm t as indu
UGB should stay north of river. Do not develop farm land

Mainta
Salem.

in farm zone. lf jump the river, would be no land between porfland &

opposes conversion of farmland south of river. Wll become wasteland to

Don't damage the land south of the river. Keep it as farmland

ehemently Opposes rezoning South Wlsonville. Farmland needs to be
saved, too much residential surroundi site
Langdon Farms must be left agricultural. River is boundary for industry
development.
Pass ord 04.1041. Do not allow Langdon Farms to be zoned industrial use
Need valuable fertile land.
Keep the border of Willamette River to protect farmland in valley and

revent urban s l. Pass ord #04-1041
Preserve valley for agriculture use south of river

opposes industry expanding south of river. Want Ord. 04-1041 to pass
Don't take rime farmland
opposes expansion of industry south of river. prime farmland

opposes land development south of river as removes agricultural land
S

lndustrial Lands *panslon publtc Comment Roport Section , Page 7

Sander

Olsen

VVilsonville

COMMENT
CARD

Joseph C.

Vvhiteside

VVillamette River.

Salem.



city

Portland

Portland

Aurora

Last Name

MacColl

Walters

Johnson

Parisi

Type of
comment
COMMENT
CARD
c-otuuerur '

CARD
COMMENT
CARD
COMMENT
CARD
cOtttMerur
CARD
COMMENT
CARD
COtrill enr
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Janice

Brand

Ruth

Brandy PHONEan

Owen

Caitlin d'Aguiar

Lilita Sale

Tamara Sale

Moses

First

Wlsonville

Aurora Aurora

\Mlsonville Wilsonville

Aurora

Wlsonville Wlsonville

VVilso n v ille VVilsonville

Aurora Wlsonville

Wlsonville

area of concern

Wlsonville

Pauline

Darrell

\Mlsonville

\Mlsonville

Aurora

\Mlsonville

Christiansen

Gravan

Canfield

lvey

Bang

COMMENT
CARD
COltm,eflf
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
iloMMerur
CARD

Ted &
LiSSa
Nolan

J

R.J

Gardner

Reiland

Wlsonville

Wlsonville

Wlsonville

Aurora

Aurora

Aurora

Wlsonville

Wlsonville

\Mlsonville

lssues

Against making Langdon Farms into industrial land. For Hosticka petition
Retum land to farm use.
Don't go south of Wllamette River. Agriculture an important economic

rne
Against development south of river and west of Pudding R. Trucks have
rm on uali of life and sa nazard
Don't cross river. Will make traffic, noise, disruption worse. Wants peaceful
home.
Opposes industrial development south of the VMllamette River, due to air

oise, traffic already too heavy

Opposes using land south of river for industry. lmpact on families in
Charbonneau.
Opposes use of farm land for industrial, esp. south of river. Community
would suffer.
Do not develop south of river. Do the right thing for humanity

Do not develop below VMllamette River. Quality of life #1. Future does not
need trucks and buildi S

Use river as natural boundary separating agricultural from industrial lands
Uellllcrsqelllypf life
Stop urban sprawl south of \Mllamette, safety problem if golf course
develo d, Su
Roads and overpass at Charbonneau not adequate for truck traffic

Stay in North VVilsonville
Keep lndustrial land north of the Wll. River. Truck traffic would have
senous r to brid
Profoundly c,oncerned about congestion from industrial use south of
VVillamette River
Prevent urban sprawl; use the river as a natural barrier. Don't add
con tion to Boones Bridge overpass
Prevent urban sprawl. Do not industrialize land south of the river Wth one
bridge (l-5), you will create traffic nightmare. We have more Jobs than

le

hduslands Expansion Publlc Comment Report seo 1 e,,,,

Name(sL
Pat

Leeanne-

Wlsonville

PHONEan

Aurora

Bernice

COMMENT
CARD

Wlsonville

Wlsonvrlle

VVhy turn high end neighborhood into asphalt parking lot? Don't cross river.

Hosticka's ordinance.



o o o

COMMENT
CARO
COMMENT
CARD
COMMENT
CARD
PHONE

EMAIL

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

First
Name(s)

Last Name

Levit

City

Wlsonville

Vvilsonville

Wlsonville

Wlsonville

Tualatin

Aurora

Aurora

Aurora

Aurora

area of concern

Wlsonville

lssues

Boone Bridge has heavy traffic now. Don't develop south of the riveri silly

Pass Hosticka ord. No development S. of river. Too much traffic at l-5
interchanges.
Do not use farmland south of river. Traffic now heavy, accidents

Do not open can worms. l-5 too congested. Pass Ordinance 04-1041 and
save valley.
Pass Hosticka ord. No development S. of river. Too much traffic at l-s
interchanges.
Opposes zone change south of river. Own property and would be direcuy
affected
lndustrial growth should not pass the Wllamette River

Supports Hosticka ordinance to save valley from sprawl

Don't see need to develop south ofthe river. Keep area rural

River a natural boundary to stop expansion of sprawl

Once use land south of river for industry, no stopping until hit Salem. Look
at Tacoma to Seattle.
No to industrial lands south of the Wllamette. Yes to jobs within city limits.

More than enough industrial land in existing UGB. No to more expansion
south of l-5 corridor.
Crossing the Wllamette River barrier means there is no stopping urban

I down the l-5 Corridor
We don't want industrial development south of the Willamefte River

Charbonneau should not include industry, warehouses. l'm in Supports of
o4-1U1.
Full Supports of bringing in Wlsonville East. Opposes South of river for
and

Albert

Robert R Olmsted

Lord

Hagan

Wilsonville

VVilsonville

VVilsonville

Carol

John Wlsonville south

Aurora

Aurora

Glenn

Barbara

Robinson

Peterson

Sander

Hawken

Aurora

Karen J Aurora

Joan

Aurora

\Mlsonville

Wlsonville

\Mlsonville

Wlsonville

VMlsonville

Wlsonville

Aurora

Aurora

South of Willamette

Wilsonville

Wilsonville

Wilsonville

VVilsonville

Lloyd Johnson

LeiEel Malzahn

Lewis

Boyles

Morlan B

Ir1ary

Dennis &
shi
Carol

Dave

Krieske

Torres

Grill Wlsonville

lndustrial Lands Expansion publlc Comment Repod SecUon , Page 9

Marylou

Calvi

Type of
comment
COMMENT
CARD

Martin

Parker Aurofa



Type of
comment

First
Name(s)

Last Name City

Kellie

Colin W.

Elsie

COMMENT
CABD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Ed&Jo

Ralph C

Kristina

Dorothy

Margaret

Edmund

Alex

April

Paulsen-Grill

Ackerson

Ackerson

McPhail

VMlliamson

Olsen

Lewis

Traflas

Fetsch

Haas

Haas

Wlsonville

COMMENT
CARD

Bob

Mrs.
Robert
P.W

VVilsonville

Wlsonville

Wlsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Richard

Beasley

Daniels

Cohn

Sale

COMMENT
CARD

Christine Warren

Wllsonville

Wilsonville

area of concern lssues

Wlsonville Wlsonville Supports of industry in Vvilsonville East area. Opposes south of the river
for indus

VVilsonville Wlsonville strongly object to expansion south of vMllamette River

VVilso n v ille Wlsonville Strongly obiect to boundary expansion south of river

VVilsonville Wlsonville Fully Supports #1041 . No industrial south of Wllamette River

Wlsonville Wilsonville Adopt Hosticka ordinance. Don't use agricultural land for industry

\Mlsonville Wlsonville Ob.lect to industry south of river. Want ord. 04-104'l passed.

Wlsonville Wlsonville Don't extend UGB south of river. Would mean urban sprawl like LA and
Florida

VVilsonville \Mlsonville Leave land south of river as agricultural. Use areas in NW \Mlsonville and
Portland.

Wlsonville Supports Hosticka and save valley from sprawl. Put near l-5

\Mlsonville Wlsonville Strongly Opposes moving boundary south of Wllamette river. We
Su Hosticka' s proposed ord

VVilsonville VVilsonville Plan balanced land use
Protect lands.

Opposes use of agriculture land south of river

VMlsonville Use available land zoned industrial at Coffee Creek, not south of nver

Wlsonville We accepted the prison. Keep your greed north of the river

Wlsonville Supports Hosticka's ordinance to stop industrial develop-ment south of
nver

\Mlsonville Supports Hosticka's ordinance to stop industrial develop-ment south of

Aurora No growth of any kind south of nver. Do not need trucks or warehouses
Livi s will be needed

Aurora ndustrial growth not in community's best interests. Keep south Wllamette
as it is

lndustlt ands Expanslon Publtc Comment Report secfl j,o

James B.

Russo

Wlsonville

river.



o o o
City

Sherwood

Type of
comment
COMMENT
CARD
COMMENT
CARD

Last Name

NeauiEu

Tigard

Charbonneau

Wlsonville

\Mlsonville

Wlsonville

Cornelius

E-MAIL

LETTER

COMMENT
CARD

EMAIL

Mosey Wlsonville

Cornelius

Wlsonville

Carl Tualatin

Hollister

Myhra West Linn

Vanderschuer Cornelius

Oregon City

Kolberg

Rindone'

e
Stacklie Tualatin

COMMENT
CARD
COMMEi,Ii
CARD

PHONE

COMMENT
CARD
COMMENT
CARD

EMAIL

First
luortut
Chris

Noelle

Edward

Kristin

Willian &
Susan

Connie

nicnErO

Harold

Dottie

Tim

Eric

Donn Klosterman

Vvtt ite Wlsonville

Wlsonville

COMMENT
CARD

James &
Berry

Rogers VVilsonville Wlsonville

lssues

Sherwood west too small & steep as industrial area. Area south of river
should not be industrialized
Save the Valley! Supports Hosticka ordinance

opposed. Agricultural lands south of city should be protected as state land
use acl dictates. lf golf courses aren't economic, then the owners took a
bad risk.
Bad to make this industrial area; prime farmland, wildlife, other industrial
land available .qrry about traffic, noise, pollution
Opposes including this area because of possible insider-information, land
speculation and collusion; extremely high traffic death and accident rate on
l-5 through Charbonneaui loss and pollution of rural land, animal habitat
and devaluation

Tualatin/Wlsonville nt to keep trees and privacy in Victoria Woods. No industrial zoning

Oregon City Roads in area are barely adequate. Land is swampy, may be protected
habital. Now rural & residential. Oregon Trail crossing and pioneer home o
historic value.

Oregon City North lndustry not compatible with rural and wildlife habitat,. Roads narrow,
dan us

Cornelius Does not want property west of wetlands & creek divided. Should be
reserved for wildlife

Object to having industrial property and major bypass in back yard.
Wooded area, need trees for air quality, heat moderation, energy savings

West Linn Against industrial development in this area due to rural & residenti al nature
& natural resources

Wlsonville Need to preserve bit of greenspace left.

wilsonvrlle Don't need to add industrial land so far away fro
Portland. No crisis requiring drastic actions now

m major shipping in
. Many good reasons for

not doing this- tourism, farming, topography, environment. No compelling
reasons to add now.
Golf course should revert back to farm land. City resources maxed out
Pollution increasi Do not use Lan Farms

lndusfial Lands Expanslon public Comment Report Soction , Page 11

Sander

area of concern

Karin Leila

Lewis

Oregon City

Tualatin/Wlsonville



Last Name

Hay-Roe

Gravatt

Charles

Miller

Haener

LETTER Janiece A.

Andrew V

EMAIL Wael

s
Jen n ifer

T

First
Nam

Type of
comment
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Dan and
Jiil

Chamseddine

HiI

Bladen

TualatinruVllsonville

area of concern

West Linn Wlsonville south

Wlsonville Wlsonville

Wlsonville

West Linn

Tua latin

Wilsonville Wilsonville

City

Wlsonville

Oregon City

WlsonvilleNoll

Patrick Shenvood

Brian

Lee

Caly

EMAIL

EMAIL Sue

John

Harley

S,FCOMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Jon &
Michele

Radah
Ralston

COMMENT
CARD
COMMENT
CARD

Hillsboro

Oregon City East

Hillsboro

VVilsonville

Oregon City

Bentson

Siron

Ford

COMMENT

COMMENT Linda
CARD

CARD

Shumaker

Sneed

Oregon City

Oregon City

Oregon City

Wlsonville

Oregon City East

Oregon City East

Oregon City East

\Mlsonville

lssues

Moved to avoid industrial areas and be next to farms and wildemess

Strongly Opposes industry in south Wlsonville. would impact aqutfer, wild-
life soils, climate for cro Jobs exist in riculture
Worked hard to keep Frog Pond area quiet, clean, safe and natural. No
deve ment lease
lndustrial land use would impact home values in South Wlsonville area
Noise and ollutio n from truck tratfic will impact wildlife & soil
Area is one of few close-in areas with mix of homes, farms, nurseries
Wstrong tax base. lndustry would pollute and CPHONE roads, bring crime,
stri malls
Don't rezone the area nexl door industrial. Create noise, traffic, pollution
Find a compromise with neighborhood assn. Need buffer zone.

Strong opposition to industry in Frog Pond area. Concerned about noise &
a[ ution, traffic and
Do not nC with indu Now quiet, wildlife, homes
Quiet suburban area of homes near uld-life habitat, school, church. Do n
make industrial in UGB.

Area unsuitable for industrial zoning due to wildlife refuge, wetlands, scab
lands, r tran n access. Don't de
Do not approve of rezoning our land industrial. Very bad mistake. Pollution
of air and water, roads overcrowded.
Beavercreek area has traffic bottlenecks. Has wildlife habitat. Keep as
buffer zone.
Residential and farm land. Raise beef. Holcomb dangerous road. \Mldlife
use afea.

h llution risk of streams
Holcomb Valley is forest, farm, wetlands. Holcomb Blvd. Residential and
road not suitable for induslry.
Frog Pond zone rural. Don't need traffic, buildings. Save wildlife here

ndu{UnAs Expanslon Public Comment Repoft s"f r 1.,,

Oreqon City

Stafford Basin

Oreqon City

Wlsonville

Wlsonville

COMMENT
CARD

Troudt

Martinson

Terence

Coffee Creek

Oregon City North

values.

lndustrial use not compatible with our area. Do nol want truck noise,

Unsuitable for use as industrial due to dangerous corners, school at curve,



o o o
F irst
Name(s)

Type of
comment
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Julie &
Mark
Robert Jon

Bernice

Debbie

COMMENT
CARD

Last Name

Hansen

Burdinas

Froman

Read

lvey

Seekins

Lathrop

Glenn

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Barbara

Shellae

Lynda

Heather

Marilou G.

Barb

Larry

Seely Robens

Smith

COMMENT
CARD

CohnHealahny

KenCOMMENT
CARD
LETTER

E.MAIL Jan

\Mng

Troxler

\Mlsonville

\Mlsonville

Shenvood

Wlsonville

Oregon City

Aurora

Wlsonville

City area of concetn lssues

Wlsonville Wlsonville You will undermine property values by considering this community for
andustrial use. How does this rotect the nature of the region?

Aurora Aurora

Aurora Aurora lndustry would be polluting the river. Health & safety of river a concern

Beavercreek Last UGB study said Beavercreek had large amount of weflands, creeks;
U nSU itab le fo lnd

Beavercreek Beavercreek Wlling to fight each time UGB studied. Still have same rural/habitat area
Listen to us.

West Lrnn Roads should not be considered for industrial land expansion because of

Oregon City Area not suitable for industry. Homes and curvy roads. High value to
waldlife

Oregon City Waste of money to study this area of flood zone, hilly, basalt, canyon land.
Wasteful overnment.

West Linn Stafford Basin Opposes industry in Stafford Basin. Abomrnation of fragile ecosystem of
Tualatin River

Wlsonville Protests the Frog Pond industflal use. Neighborhood area not suited for it.

Wilsonville More suitable land close to l-5 to use for industry. Ecosystem of Boeckman
indus

VVllsonville D isturbed by future vision of area: more concrete, pollution, fewer trees
Health of net im

Wlsonville Runoff from industry would affect drinking water from wells South of nver

\Mtdtife uses hill that is proposed industry. Any disruption will drive them
aw
opposes industrial in area because of history of being part of the Oregon
Trail and wildlife. Feels industrial should use land closer to towns

Section 1

Noble Beavercreek

Borland Rd north and
south

East Oregon City

Oregon City East

lvey

Save our land and water.

conflicts with Tualatin Valley basin protection for Goal 5. Area is rural
communaty lifestyle. There is no existing industry in the area now.

It would destroy wildlife. _. ._ _
Creek damaoed bv

Roy

lndustrlal Lands Expanslon publlc Comment Repott Page 13



Last Name

Bassett

Pat

)s
Karen J

First
Nam

Victoria

Kathie

Rick

Kari

area of concern

Tualatin/Wlsonville

Wlsonville

Wlsonville

Aurora

Wlsonville

Wlsonville

Lynn

Richardson

lShinagel
Budinal

Shanklin

Greenough

Volz

Giles

Barton

Young

Jacobs

cory

Jane

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Type of
comment
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

John

Andy

Erik

lan
Andrew

Below VVillamette
River

\Mlsonville

Aurora

WlsonvilleCOMMENT
CARD
COMMENT
CARD

Bev Vvhitehead

Miller

Slae

Guyler

Wlsonville

COMMENT
CARD

Trish Peterson

Wlsonville

Tualatan

Wlsonvrlle

West Linn

\Mlsonville

Gresham

Wlsonville

VVilsonville

\Mlsonville

Wlsonville

Wlsonville

Wlsonville

City

Aurora

Aurora

Wlsonville

lssues

Frog Pond area is incompatible for warehouse/trucking. Excellent farm
soil. Use Coffee Creek area planned for industriali want some

reenspaces left
Want greenspace at south end, not industraal. Want quiet. Resadential
subdivisions atfected. Wll cause exodus.
Stafford area not lit for industry. Green and residential Do not want truck
traffic.
Transportation bad, stop development. Open spaces and country pristine

Protect our land

Frog Pond is our last bit of open space. Don't deslroy last of countryside
We have flso n e businesses
Lived in Charbonneau 3 years. How can you permit industrial re-zoning of
EFU land? La don Farms should revert to EFtl
Opposes industrial expansion because of congestion, loss of farmland,
warehouses unattractive, difficult for emergency vehicles to reach
accidents alread
Against having industrial land up the street. Huge trucks not
with family homes and schools. Shame to lose fine farmland

com pati b le

Opposes any industrial land in the Frog Pond area, a pristine farmland
Would become an that would diminish lrea.
lndustrial and comrnercial development should not displace farmland.
Aurora airport should stay same size. Moved here because not too much
industrial zoni
Quality of life and farming is far more important than development

lndustrial totally inappropriate for Frog Pond area. Ample suitable land else
where. Quiet area near farmland should not be disru pted
Proposed land use not compatible with residential, churches, schools
Don't waste farmland use other r soil areas first.
lnd ustrializing area in Stefbrd not well thought out. Do not near highways
Qu livi farms schools.

lndus],,r. s.cO 1 e",o

Wlsonville

Wlsonville

Expanslon Public Comment Raport



o o o
Last Name City

\Mlsonville

Type of
comment

COMMENT
CARD

COMMENT
CARD

Kobielsky

Glennon-
Rushing
Graser-
Lindsey

Wlke

Amann

Herbst

Smith

Yates

Delozier

Wlsonville

Wlsonville

Wlsonville

\Mlsonville

Beavercreei

Oregon City

Beavercreek

Oregon City East

Wlsonville

Wlsonville

Wlsonville

Wlsonville

Wilsonville

VVilsonville

Wlsonville

\Mlsonville

\Mlsonville

Judith M

David

Ron

Oftinger

Miolla

Farley

Wilsonville

Wlsonville

Wlsonville

Wlsonville

Wlsonville

VVilso n v ille

Wilsonville

Kevin

Mildred

Gloria

LETTER Elizabeth

Vicki

Cheryl

Gloria

Mrs. Albert

Mar.iory

First
N4q9FL
Michael

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Ken lvey Aurora Wlsonville

lssues

Develop existing industrial land tirst. Keep character of east side

Study area is fa rm use zone. Need to maintain agriculture. Too many
homes, schools; trucks not compatible here
Opposes East Vvilsonville expansion called Frog pond area. Would harm
our family as Kahle Road would become unsafe and Stafford Road too
congested. Our land would be bordered on two sides by this expansion
Lon tame cro would be lost
Disturbed by taking fertile farmland from farmersi trucks a safety hazard

Poor access from l-5 and many truck accidents in Langdon Farms area
Protect farms
Opposes industrial land in Beavercreek. No through access, many ag and
home businesses, buffer between urban and rural , pqgr 9erv!99!.
Farms and homes all aro
river. Trucks hazardous.

und; access road is curvy, cliffside sliding into

lndustrializing farmland is insane. Vacant industries should be revitalized
first. l-5 bridge in Vvilsonville cannot handle any more traffic, esp. trucks
lndustries that ship should look at railroad frontage, such as Canby's.

Frog Pond should not be industrial. Too much traffic, homes. Have our
share of industrial l4r1d. We need egricu Itural Lands

oncemed about urban sprawl down the valley, tratfic on Boone Bridge,
loss of agricultural land, air^flater pollution, other areas not used tor
industry.

area developed. Residential and rural area; prime
roads.

Farm areas will be congested and ugly like Cal ifornia. Nol!

Please do not disturb farmland and make more traffic

Opposes industrial. Traffic concerns. Prame farmland, floodplain.
Area south of Willammete River establish mix of farming and homes for
yqars. Do not re-zone farmland. \Mll depress home values

lndustrial Lands Expanston publlc Comment Report Soction , Pago 15

COMMENT
CARD

area of concern

Schrock

Wlsonville

Wlsonville

Wlsonville

agricultural and residential.

Do not want Frog Pond
farmland. Don't burden

Patterson

AylandLETTER



Type of
comment
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Last Name

Harvey, M.D

Wley Wlsonville

Jean West Linn Borland Road

Salem Charbonneau

Marisa Wlsonville East Wlsonville

Betsie Wilsonville Frog Pond area

Tom Reilly \Mlsonville Frog Pond area

Portland

Katharina Lorenz Region

Betty

C ity

Salem

area of concern

Charbonneau

Reynolds

Weil

G.jurgevich

Jim &
Judith

Helvetia/West Union
atea

Barbara Nichols

Boyles

u&lv

\Mlsonville wilsonville

VVilso n v ille Wlsonville

Wlsonville Wlsonville

Wlsonville Wlsonville

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COtUrUet'tr
CARD
COMMENT
CARD

Joanne

Robert Jon

Marcia

BiI

Hubel Wlsonville VVilsonville

lssues

develo pe!9 rEtmilg q!eslionable economic benefits

Concern about lost agricultural land that can't continue

Protect me farmland; use better sites available
should be kept as is- rural farmland. We have too many other areas closer
to l-5 and already desiglated rndustrial by the city.
Put industrial in the 700+ acres already zoned in Wlsonville. Keep area

flcultural

su desi n multisto warehouses
Jobs are important but expanding industrial land onto agricultural Land is
lhe wrong way. Tualatin valley agriculture infrastructure close to dying out
Expansion would encourage adding more "close in" residential land in 5
yrs. Not worth eliminating diverse agricultural economy for the sake of
distribution warehouses.
Land not being used to capacity; industrial lands outside boundary
encourages other growth: need farmland to feed population, public
trans rtation ex nded to reduce more vehicles
Akeady high percentage industrial area and doesn't need more. Frog Pond
is farming area should only accommodate schools, homes churches, etc.

Langdon Farms is operatlng on a conditional zoningpermit. Any change
made should revert to ori inal
South Wlsonville expansion defeats the real objectives of land use

lannin for the benefit of protecting valuable farm land , etc
Existing industrial land already zoned such in VVilsonville. Don't destroy
Farms.
Put the desires of this community first and set aside heavy industry to

rotecl iarmlands

lnduslands*panslon Public Comment Report sec!t ],u

First
.l.l?fne(sl
Tom

lane

Jenner

Emerson

Wilsonville

Kaegi

Opposes rezoning farmland based on unproven studies, speculation of

other places, i.e. north Portland, better for industrial land development.
Keep fertile farmland for farming. Too much tratfic without new bridge.

3,500 residents of Charbonneau are opposed to industry nen lo us.

Absolutely no to industrial development of the Wlsonville/Frog Pond area.
Must be reserved for single fam homes and farming. lf land is in short

land that it was.



O o o
Type of
comment
COMMENT
CARD
d-oMutr.ri'
CARD

Megan

First
Name(s) _
Noreen

Last Name

Moses

McManus

STokes

Jones

Nielsen

area of concern

Wlsonville Wlsonville

Wlsonville Wlsonville

Wlsonvrlle

\Mlsonville

\Mlsonville

Wllsonville

Wilsonvrlle

C ity

lreene

Theresa

Erenda P

Janene

Theo

Pat Rehberg

Chaney

Shaw

Wlsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
c-oMn,terui l

CARD
COMMENi I

CARD
COMMENT
CARD

Muldrow

COMMENT
CARD

\Mlsonvrlle

\Mlsonville

COMMENT
CARD
COMMENT
CARD

Reilly

Holt

Wlsonville Wlsonville

Wlsonville VMlsonville

EilersCOMMENT
CARD
COMMENT
CARD

Karolyn

Susanna

Stephanie

Hazel F.

Mary Fay

Mary Ann

David

Mary

Dickey

Farley

Boyles

VVilsonville Wlsonville

Wlsonville Wlsonville

Wlsonville Wlsonville

Wlsonville Wlsonville

Aurora Wlsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Eernice lvey

lssues

Violently Opposes using rural land for industrial purposes. No California
lea ch

We like farmland. Excess of unleased space at present. ConsiOer otnEr
la nd

Wlsonville Leave farmland as
Pond development

isi more suitable land northwest of city. No to Frog

Wlsonville to maintain agricultural lands for Oregon land use goals. Use less
nd ustry n Ees Pond area

Wlsonville Proposal is against Oregon's reputation of keeping good farm land. plenty
of areas for indus use

Wilsonville Do not want valuable farmland sacrificed for industrial use

Wlsonville City has supported industry in suitable areas. Frog Pond not suitable, leave
for riculture

Wlsonville Negative impact on small farm ambiance now on East stde

VVilsonville lf Langdon Farms is allowed industrial, what farmland left?

VVilsonville Mistake to use farms as industrial land. Reject this move

Frog Pond area only for agricultural and residentral use. Should not be
used for industrial. Most jobs have left the US
Do not use up agricultural land. Pass Hosticka ord

Do not use cholce farm areas or golf course for industry

Do not disturb farm lands and turn our area into another BeaverGn-like
area
Don't allow farm land to become industrial. Would encourage urban sprawl
on l-5
Don't desecrate farm lands with industry

Told Langdon Farms is being considered, not slam dunk. No to
develo nt of farmland

lndustrlal Lands Expanslon public Comment Report Sectior, , Page 17

Brown

Need
desirable land near prison. No



Type of
comment

First
Name(s)

Last Name City

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
LETTER

An nette

Wanda A.

Esser Aurora

WI

Wlsonville

Wlsonville

WlsonvilleBeland

Dorothy

Linda
Miller

VonEggers \Mlsonville

24980 NE
Boones Ferry
Rd.
Martinez

Au rora Wlsonville south

\Mlsonville

Wilsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Helen \Mlsonville

Wlsonville

Matt Overholt Wlsonville Wlsonville

Wlsonville

Wlsonville

Judy Freck Wlsonvrlle

Dawni Jacobs Wlsonville

J ackie Gurgevich Wlsonville VVilsonville

Gathings Wlsonville

Wlsonville

Wlsonville

\Mlsonville

\Mlsonville

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Claudia Riewald Wilsonville

\Mlsonville

Wlsonvrlle

Chris

Dennis

Grant

Hubel

COMMENT
CARD

Dan Gjurgevich VVilsonville

Oregon City

\Mlsonville

COMMENT
CARD

Sherry Hansen Don't rezone StolE, Hilltop & Pam roads. Too close to school. Holcomb
nanow rd. Keep residential.

tndusu)ands Expansion Publlc Comment Report sectO 1,,

area of concern

Morrie Conway

COMMENT
CARD
cow t/lerur
CARD
COMMENT
CARD

Julie

lssues

No farmland should be used for industry. Lots available in north Vvilsonville
area
Use vacant land sites we now have. Don't use farmland like other states.

to use Frog Pond as industrial land. Prime farmland.

Opposes industry zoning that would displace very high value nurseries with
business in US, Canada, Japan. This is not undeveloped land but valuable

in
lndustry will create truck traffic not compatible with schools, homes &
churches. Would decrease value of our safety first
lndustrial property should not be located so close to residential. Quality of
life will decline. Kids and trucks don't mix.
Do not agree with the industrial use near our neighborhood. Trucks

with schools, homes, churches qpeBg __
Concerns about more truck traffic, crime, brldge traffic, aesthetics and
effect on
Opposes heavy trucks in our city. Do not safe for children or pets. No good
in area of schools.
East VMlsonville not handle traffic. Too many families & schools in area. lt
would our of life.
Opposes Frog Pond development. Negative impact on schools, homes

town center. Trucks unsafe for kids.
that \Mlsonville is even being considered. Already are 2nd

highest in Metro area for industrial land. Using Frog Pond area is
ridiculous.
Opposes industrial development in the Frog Pond area - too close to

churches.
lndustry in Frog Pond area completely inappropriate; loo close to schools

Don't want trucks and warehouses in our neighborhood by schools, parks.
mistake.



o o o
First
luontut
Ken

Bernice

Steve

John

Karen

Jim &
Diane

Deborah

Charbonneau

Charbonneau

Frog Pond area

Frog Pond area

Clackamas

Aurora

Kazuko O Frog Pond area

Jennifer

Darrell

Ron

lvey Aurora

Clark

Parisi

Teschke

Suran Clackamas

VMlsonville

Hays

Page Wlsonville

Vvhite Wlsonville

Brody Oregon City

Covert

Volz Tualatin

Oregon City

Last Name

Hawken

Canby

Wlsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
E-MAIL

COMMENTqAEQ 
]

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
EMAIL

Dave

Frog Pond area

Oregon City East

Stafford Basin

Tualatin/Wlsonville

lssues

U nwise to add industrial next to retiremenl area. Senior drivers a hazatd
near trucks
Traffic now a problem and
for residents.
Putting trucks in Charbonneau is hideous trick on retirees and families

Opposes adding th is area. Very narrow roads and assocrated noise of
traffic from industrial work
Already noise from traffic and lights in yards. Vvhat will be done about
!.49q ryi9e a!d- !tg! ts?

lndustrial zoning would increase traffic on Airport Rd. Safety hazard for
children, as route for school buses.

Zoning area not advantageous to Wlsonville, not part of orrginal plan for
area. Trucks through town would make it unsafe to children and adults.
Noisy and unattractive. Costing many who have invested in area. lndustrial
land belongs alongside fteeways not in middle of residentiat area.

should be in riate areas, not F

Common sense says keep heavy truck
churches. Livability would dramatically

ing away from homes, schools,
decrease. lndustrial development

s (and Metro trails);
e 2nd highest industriat

Traffic would
would be dev

Traffic and noise w/disrupt schools
dominate this area. Keep industrial

go through schools, homes and park
astating to quality of life. Already hav

in region and is offering area around Coffee Creek. Come here and see
how incom tible area is for industrial

, churches, parks, neighborhoods which
growth in areas already designated.

Traffic will create safety hazard to children, schools. How will we be notifieO
what will be ced on the land?
Need to
area for

define type of industry allowed
lifestyle. New kansportation sy

. We bought land in agriculturii
stem expensive. lndustrial not

suitable here
Angry the rezone will reduce quality of life in Victori a Woods. Do not want
traffic norse

lndustrial Lands *panslon public Comment Repo/. Section , Page 19

Type of
caEEq!!
COMMENT

Gary

City

Aurola

Reifert

area of concern

Aurora

Beavercreek 

-

Wilsonville

EMAIL

not flat land in area. Livabilfu wouiO Ue rulneO

Pond



Type of
comment

First
Name(s)

COMMENT
CARD

COMMENT
CARD

Last Name

Callaghan

Edwards

Schrock

DePiero

Hylel

Brown

COMMENT
CARD
COMMENT
CARD
COtvttvtgflf -
CARD
COMMENT
CARD
COMMENT
CARD

Knauss

COMMENT
CARD
COMMENT
CARD

Nelson

Moore

Wlsonville

VMlsonville

VMlsonvrlle

Wlsonville

Wlsonville

Wlsonville

\Mlsonville

Wlsonville

City

COMMENT
CARD

John &
Lura

Aimee

Mark A.

Wally &
Darlene

Gloria

Chris

Todd

Lilnda Belluomini

Jan &
Harmon

Laurin

Macovsky

DovenbergCary &
Margaret
Laurie

Carmen

Louis

Evans

Gales

VVilsonville

Wlsonville

Wilsonville

Wlsonville

Aurora

Aurora

wilsonville

Wlsonville

Wlsonville

VMlsonville

Wlsonville

Wlsonville

Wlsonville

VVilsonville

Wlsonville

Wlsonville

Aurora

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Gale Jacobs Aurora Aurora

lssues

Chose area for excellent planning iob by city. Dread idea of taking kids to
school amid stream of truck traffic. Far more suitable locations than Frog
Pond area.
I don't want trucks driving through my neighborhood

Strongly Opposes re-zoning Frog Pond area for industry. Heavy tratfic near
homes, schools

us free from truck traffic

No to industry in Frog Pond area. The traffic noise too high

Heavy truck trafnc now wakes me up. Frog Pond or South \Mlsonville area
not ood for indu
Frog Pond area is inmmpatible use for industry. Destroy the character of
area Wtruck traffic.

East of VMlsonville not appropriate for industry: traffic safety rmpact on
livability.

Concerned that Frog Pond or East Wilsonville changed to industry. lt would
isolate us ftom our town. Traffic concems on bus routes.

Don't ruin neighborhood with warehouses. Home values would go down

Moved from Lake Oswego to rural zoning. Do not want any industry
nea Value of will d
Langdon Farms in a resadential area. Leave it alone. Do not destroy our
land for more rof,ts

ln aust)-ands Expansion Publlc Comment Report Soco1 j,o

Gray

David

\Mlsonville

area of concem

wilsonville

VVilsonville

Aurora

Wlsonville

Best farmland in world. Role of urban planning should be to protect these
areas. l-5 should not become ugly industrial scar running thru heart of OR.

No need to add more Industrial land in Frog Pond area near houses,
schools & churches. Need to limit heavy trucks.
inOustrrat use ot frogTonO area not cornpatiOle with schools and homes.

Poor idea to zone Frog Pond area for industrial. Land not compatible with
neighborhood: homes, schools, parks, churches. Too much truck traffic.

Don't devastate area with traffic, noise of industry. Use prison area instead



o o o
Type of
comment
COMMENT
CARD

sNa
area of concem

VVilsonville VVilsonville

DorisCOMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Ellen

Glen

Last Name

Kent

Foster

Norris

Noffke

Ken

Pamela

Wilsonville

VVilsonville

Aurora

Melody

Mark

Donald

Beavercreek

Borland Road

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

EMAIL

Dale

Weninger

Westermann

Brandshaft

Wehling

Green

lvey

Charbonneau

COMMENT
CARD

Charles Kutilek Cornelius

COMMENT
CARD

Joe Strasburg Cornelius

Ellen Dahle Frog Pond areaCOMMENT
CARD
COMMENT
CARD

Crystal

Wlsonvrlle

Wlsonville

Wlsonville

Oregon City

Oregon City

West Linn

Cornelius

Cornelius

\Mlsonville

Aurora

Aurora

Frog Pond area

lssues

Strongly Opposes industrial development of land surrounding residential
area. Truck traffic would affect quality and value of our homes as well as
schools, churches and quiet neighborhoods that we moved here for.

lnstead of using-f rog Pond area, use sites tnaTare vaiant or thJprison 
..

area. lndustry would affect our property values and quality of life

y disrupt homes, schools, churches & lose market value? Better areas

Against industriat use of land s of Miles Rd. Golf course tanO ioo vituiUfe
& beautiful.
Quality of life will decline and property will fall in value if rezone industrial
near Charbonneau
Moved here to be in country in i9ZS. Donf Oevetop area, sprawl because
of mon
Negative affect on families, schools and businesses. Remove from study

O.C. School Board member objects to land zoned industrial for health of
students.
Beautiful residential area. Do not want to be an industrial area.

Lewis & Clark urban boundaries teacher said there would be a strip mall
from Vancouver BC to Tiajuana in 2020. \/vtlo will pay for depreciation? I
will rent my charbonneau home and the renters will shop in Woodburn.

Does not want property rezoned industrial. Does not want to become part
of Cornelius
Does not want to be annexed to city of Cornelius or be brought into UGB to
have view of a fa
lndustrial use totally incompatible with schools, churches and
n h bo rhoods No to Frog Pond industrial qgvqtgpment.
ndUStria land at Fro9 Pond area wou td decrease livab itv brinI ng U nsafe

unsound industrial pressure. Already ample lands suitable in Metro area
Wlsonvllle al has too much

lndustrial Lands Expanslon publtc Comment Ropo,t Page 21

First

Janice

City

VVilsonville

VVilsonville

Beavercreek

Jay Wlsonville

near freeways.

Section ,



Typ€ of
comment

First
Name(s)

Last Name area of concern

COMMENT
CARD

C ity

Tualatin T ua lati n/VVi I so n v i I le

Jim

Murrell

Ballard Tualatin^ly'ilsonville

Dave TualatinruVilsonville

COMMENT
CARD

EMAIL

EMAIL Volz

Hemson Wilsonville

COMMENT
CARD

Justine Giurgevich

Tualatin

Tualatin

Wlsonville

James J Fennell Wlsonville WlsonvilleCOMMENT
CARD
COMMENT
CARD

Jean Mcllroy Wlsonville

COMMENT
CARD

Robert Mcllroy

\Mlsonville

Wlsonville

COMMENT
CARD

Kinsley VMlsonville

COMMENT
CARD

M. Jean

Wlsonville

Wlsonvalle \Mlsonville

Tom Vvhitehead Wilsonville WlsonvllleCOMMENT
CARD
COMMENT
CARD

Matt Bertholet Wlsonville Wlsonville

COMMENT
CARD

Gary Traffas Wlsonville

K Ruttel Wlsonville WlsonvilleCOMMENT
CARD
COMMENT
CARD

Brian Gjurgevich \Mlsonville Wlsonville

lssues

Protests placing industry that ruins view. (Age 12)

Opposes rezoning area south of Victoria Woods industrial. Will make less
desirable area to live and work. Also Opposes Westside Bypass in my
back
Protests rezone next to Victoria Woods. VMll destroy peace and quiet with
ma or reduction of quality of life in major residential area
Already ample and suitable land closer to Portland as well as in
VVilsonville. Use 542 acres of vacant industrial land within city limils.
Adding additional in neighborhood areas is unnecessary and inappropriate

Bringing industrial to beautiful country land is sickening. Leave the schools,
churches and lots of kids and neighborhoods away from this. Use the land
\Nilsonville already has set aside. City has a trusted plan. Stop the
deve in east Wlsonville/Stafford area
l-5 after many years is still a pleasant sight to drive, but getting busier

ear. Do not open the gates to sprawl on l-5
lndustry is welcome here but not close to homes, schools, churches
lndustry not compatib le with Froq Pond area
Frog Pond is clearly residential. lndustry is incompatible with homes,
churches.
Wlsonville designed to keep housing and industry separate and livable
Needs to be a balanced c
Do not in the best interest of \Mlsonville. Need to preserve quality of life
here.
lndustrial use of farm land not in spirit of Metro policy. lt would surround
Wlsonville with indu Bad annt and land use
Leave EFU zone as it is to preserve the livability of this area

Vvhy trash this beautiful area? Put industry on non-productive land

Use land in Coffee Creek prison area. Proposal will ruin quality of life in
Wlsonville.

lndustrlands Expansion Publlc Comment Report s6ctO Q,,

Caitlin

Paul Wlsonville

Wlsonville

Hubel

Cramer

VVilsonville lndustry in East \Mlsonville is poor use near schools, homes, walkers.
Better in NW \Mlsonville.



o o o
Last Name

Johnson

Boozier

First
NameG)
Betty

Barbara

M.G Hunt

Claudio

Leo

Maria

ogerR

Jo

Martinez

Riordan

Varty

Russo

BrookensDonn

Drew Dahle

Bi

Diane

Anderson

Larson

Helen Burrows

Jeffrey Stokes Wlsonville

Type of
comment
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
LETTER

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

CARD

Margie Wlsonville Wllsonville

City lssues

Wlsonville Wlsonville lndustrial area near expensive homes will ruin livability, values

\Mlsonville Pleased with way Wilsonville has developed. Out of place to put industrial
in area of homes, schools.

Wlsonville Wlsonville 1000s of people's lives will be de-valued if golf course is developed to
enrich a few develo rs

Aurora \Mlsonville Do not zone Langdon Farms industrial. Ruin character of area & spread
urban bli ht for rofit

Woehl West Linn Wilsonvrlle east Superintendent of West Linn-Wlsonville school district. Opposes industrial
lands because uses not compatible Mschools. Urges consideration of
potential adverse impacts of introducing industrial development on the SD
ability to provide quality schools in VVilsonville area.

Wlsonville This will create a dangerous traffic environment and decrease property
values. Develo near son or Coke plant _

Sherwood Sherwood Locating industrial land at end of street would be horror. Two lane roads
can't handle truck traffi ch ild

Wlsonville Wlsonville Moved away from truck traffic. We want good safe roads and no big
trucks Wilsonville is already &g lusy Stop the ex lease

Wlsonville Wlsonville Use existing areas first. Additional tratfic, safety of children at schools will
enhance. Compounding traffic at present stage is not best solution.

Wlsonville Wlsonville High school student who doesn't think they should have to deal with trucks
on the road ne!:t to the school. A Redistribution center Wincrease traffic

roblems and create un easant nois atmos here
Wlsonville VVilsonville Concerned about truck traffic, accidents on l-5 and on bridge

\Mlsonville Completely against Frog Pond use as industrial due to trucks, traff,c,
narrow roads fo kidS

Wilsonville Wlsonville We don't need more trucks or increased industrial use. Traffic and
accidents on l-5 has increased 100%

wti No for Frog Pond as industrial area, close to homes, schools. Too many
trucks would create roblem for kids
Use suitable land on west side of city for industrial needs. Do prohibit
he trucks in school zones and ne hborhoods

lndustial Lands Expanslon publlc Comment Report Sectbn , Page 23

area of concem

Wlsonville

\Mlsonville

issues.

Wlsonville

Shinn



Type of
comment

C ityLast Name

NolesCOMMENT
CARD
COMMENT
CARD

Jansen Wlsonville

Pothetes

Pothetes

Mitchell

Rindone'

Molter Wlsonville

Wlsonville

Wlsonville

Wilsonville Wlsonville area

VVilsonville

Wlsonville

\Mlsonville

Wlsonville

Wlsonville

Wilsonville

Wlsonville

COMMENT
CARD
COMMENT
CARD
COtvtt tetlf -
CARD
COMMENT
CARD
LETTER

COMMENT
CARD
COMMENT
CARD

First
l{lllelel
A.

Vema &
!qL
Carolyn

Stephanie

William R.

Sally

Ed

Julie

Nelson

Gathings Wlsonville

BulfinchCOMMENT
CARD

COMMENT
CARD

EMAIL

Shirley

Suzanne

Loomis

Wgger

Oregon City

Tualatin

Wlsonville

Wlsonville east

Beavercreek

Wlsonville

Wlsonville

COMMENT
CARD
COMMENT
CARD

Ken

Gary Halverson

Hawt<en

Wlsonville

Aurora

Wlsonville

Aurora

lssues

Opposes East Wilsonville site. Too much truck traffic by schools. Use west
area near son
Ridiculous! Too many trucks on roads now with daily accidents

Trucks a risk to kids near schools and residential areas

Do not want industry at expense of safety, traffic congestion. Stafford Rd
area too close lo homes.
Stafford Road area too close to homes, schools. Concemed about safety
and traffic con tion
Truck traffic not wanted in area of homes, schools; threat to safety

Opposes industrial in this area due to that section of l-5 being one of the
deadliest stretches in Oregon already. lncreased traffic from industrial W
make it worse. lndustry would suffer due to traffic delays from wrecks.

Frog Pond area of2 schools and 3 large housing complexes. lndustry not
safe or smart idea here.
Opposes industrial development. Would have negative affect on schools
and neighborhoods as well as Town Center. Schools, kid safety issue.

Concern about more traffic near hi school. Property values will decrease
Other areas are closer to fte€ways. Keep our area residential.

Grave concern that rezoning would bring bypass and traffic increase
Pro values
Taking away from new home development is wrong. Cunent road system
has not been done. Finish something before going after a huge prqect like
this. Big trucks in a beautiful home area should never be considered.

Langdon Farms too close to residential areas; l-5 traffic too congested;
va ues will o down and cauSE bligl!

i-5 nterc off-ram ps
rncrease

hange not su table for truck kaffrc. Accadents on d

tnduslands Expanslon Pubfic Comment Repoft soa 1 ).zt

\Mlsonville

Wlsonville

area of concern

Stacey

Chris Tualatin/Wlsonville
will drop



O o o
CityLast Name

Aurora

Beavercreek

Oregon City

First
NallllG)
Bonnie

Hank

Joan

Lori

Noble

Tubbs

Martinez

Krieske

Beavercreek

VVilso n v illeDennis &
!!!eL_
Gordon

Bobbi

M

Dickey

weGr-

Lorio Wlsonville

Charbonnea
u

Charbonneau

Type of
comment
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
coumeNr
CARD
COMMENT
CARD
E.MAIL

E-MAIL

Kent &
Meredith

Frigaard \Mlsonville Frog Pond area

Kenny &
Michelle

Frog Pond area

Kathy Ree

Ree

WoodsCOMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

Jerry R Hrabel

Wlsonville

Wlsonville

Wlsonville

Hlllsboro

Frog Pond area

Frog Pond area

Hillsboro

atea of concern lssues

Aurora Traffic now so bad we can't get out of area on Airport Rd. More industrial
traffic would be intolerable.

Beavercreek Not suitable for industry. Road can't handle traffic now

Eeavercreek

Beavercreek

Charbonneau More truck traftic impacting car traffic in this area entering the l-5 @
Boones e will be a disaster
Moved to Charbonneau to retire. Major concern was congestion and

!angdon arm area IS deve!9Pe{

Charbonneau

Opposes development of industrial at Langdon Farms. Already congested
with traffic going from l-5 to Canby and other areas. Area is more suited to
residential
Opposes industrial in area. Traffic issues. Use existing industrial

F
Charbonneau

Do not include Frog Pond as industrial area. Need more housing, not truck
traffic.
Makes no sense to convert this area to industrial. Vvhere would massive
amounts of money to enhance traffic loads? Prime location with easy
freeway access is already at Langdon Farms location. Add there if you
must.
No industrial development in Frog Pond area and no large trucks passing
schools. Kee kids safe
Not a good idea. Don't have roads for industry there. Five-lane road past
school doesn't work. Roads already overburdened. Choose more land
around DavEq have lanned for it
Plans for industrial development of Frog Pond area horrendously ill-
conceived, would change livability for the worse due to increased
congestion. Try the Day Rd area- already an amount of industrial
develo nt close by
Bring in more residential land where jobs are located. Need fewer roads

lndustial Lands Expanslon Publlc Comment Report Seclroa 1 Page 25

Johnson

Concern over tramc-, resdentiaUrurat arei anO nOustry not cornpatiUfe -
lred of strro/'ng geavercreek: no roadsJnany houses, waste of time.

commercialization. Would move if
Lois

\,Vilsonville

Wlsonville

COMMENT
CARD
COMMENT
CARD

Cowan

Paul



Type ol
comment

First
Name(s)

City

Oregon City

Oregon City

Oregon City

Oregon City

Last Name

Hoisington

Hanson

Marciel

Paullin

Bailey Oregon City

Oregon City

Oregon City

Oregon City

COMMENT
CARD
coMMENi ]
CARD
COMM ENT
CARD
COMMENT
ICARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
LETTER

COMMENT
CARD
COMMENT
CARD

Deanna

Kenneth

Rebecca

John E

Catherine

Rob

Lois

Anne

Walker

Walker

Kiefer

Olsen

Murrell Tualatin

EMAIL Sue Sita Tualatin

area of concern

Oregon City East

Oregon City East

Oregon City East

Oregon City East

Oregon City East

Oregon City north
and east
South of Wllamette

Tualatinfwilsonville

TualatinruVilsonville

COMMENT
CARD

Cooper Wlsonville

Wlsonville

Mitchell

Dorothy

Larry

Shaw

Nichols

COMMENT
CABD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

CW

Roslyn

Boozler

Starrett

\Mlsonville

Wlsonville

\Mlsonville

Wilsonville

Wilsonville

VViilsonville

Wlsonville

Wlsonville

lssues

Holcomb Ave cant handle more tratfic. Only neighborhood access

Live in study area on curved road. lndustry would affect our livability
Consider other areas for UGB.
lndustry will cPHONE traffic on Hwy 213

Doesn't want to be in UGB. Roads are unable to handle more trafflc

Narrow, slippery roads, curvy, high altitude, dangerous. Makes no sense to
allow industry on Foryylhe Road.
Forsythe Road too nanow, curvy, slippery, 2-lanes. Very dangerous.

Exclude from UGB industrial use. Too many traffic problems now at 4 inter-
sections. Homes lanned for this area on Holcomb Blvd
Traffic congestion already horrific. Use land already zoned until fully used

205. More trucks is use of zoni
Don't convert Norwood as major bypass next to neighborhood. Area
inadequate to handle industrial traffic. Use Stafford, North \Mlsonville area
for industrial.

indu al and land is Trer 5
Does not want traffic in the valley, nor in Wlsonville. Keep urban
communr as is. No b
Don't need more industrial in this area. Or traffic. Do not tax benefit as
claimed. Metro should have plenty of industrial land elsewhere. Use LO or
Woodburn for a chan
Lived in Wlsonville for 57 years. Don't need any more truck traffic in this

Opposes tuming golf course into a warehouse fiacility. Truck traffic too
much.

ln dustlands Expansion Publlc Comment Repoft sec!t ],u

Belinda

Lesli

WlsorNille

Oregon City North

Oregon City North

Road unsuitable for truck traffic. Opposes this area becoming industrial.

Semi-truck traffic above posted 45-mile speed already. Stafford Rd a mini-

Frog Pond area should not be industrial due to truck traffic, too much

business.



o o o
area of concemFirst

l!amcleL
John D. Wlsonville

Angie

Type of
comment
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Lorraine

Ayland

COMMENT
CARD

COMMENT
CARD

Wlsonville

VVilson v ille

Wlsonville

Wlsonville

Bruck Wlsonville

Wlsonville

Wilsonville

Tolboe \Mlsonville

Shaw Wlsonville

Wlsonville

Perkins VVilsonville

Norris Wlsonville

Miolla Wlsonville

Lacesa Wlsonville

Rogers Wilsonville

Last Name

Eauer

Page

Berthole

Ottinger

City

Wlsonville

Douglas

Steele

Douglas

Thomas

COMMENT
CARD
COMMENT
CARD

Eva

Helen

Allan

Doug

COMMENT
CARD

Wlsonville

Wlsonville

Wlsonville

J ulie

Thomas A

Kathy Wilsonville

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Caryl

Thomas

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Genevieve

Josephine

Wlsonville

VVilsonville

Wlsonville

COMMENT
CARD

Barbara Wlsonville

VVilsonville

No industrial area in Frog Pond. Suitable land available in Coffee Creek
area. Don't brin in trucks
Don't put heavy truck traffic in these areas. Keep industrial expansion out
of Froq Pond.
Truck traffic not good in residential areas; Wilsonville has 2nd highest % of
industry in Metro area
Hwy. 51 is now a very busy arterial from l-5. Truck traffic will cause

ridlock on that stretch of
Concerned about Norwood/Stafford Road area: not able to take increased
traffc. New homes in excess of $1 million unlikely to be industrial area.

Stafford Rd.-can't handle traffic. Use lanq glgser to freeways.
Frog Pond should not be zoned industrial. Too much traffic. East
Wlsonville now nma residential
Expanding area of Wlsonville Road & Boeckman is silly, especially for
truck terminal. Go west of l-5 for this.
Frog Pond area not good choice for any industry. Traffic too heavy. Use

son area for l-5 access.
Frog Pond area poor choice for industry. Too much traff,c; use zoned land
elsewhere in Wlsonville.
Supports industry in prison area, but not in Frog Pond area. Few roads on
east side for more truck traffic.
Two small roads not handle truck traffic if Langdon Farms is industflal use.
Vvhere will le live?
No place for truck traffic leading to total gridlock in Frog Pond area if
indu
No industrial use in Frog Pond area! No more truck traffic. VVho will pay lor
it?
Truck traffic for industry too heavy. Wlsonville already doing its share of
industrial land uses.
Frog Pond area can't take more traffici use prison area for industrial land

Opposes south Wlsonville area as industrial site. lt would increase traffic
and benefit few.

Wlsonville

Wilsonville

\Mlsonville

Wlsonville
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Stoffregen

Wlsonville

Ken

COMMENT
CARD

VVilsonville

Wilsonville

Wlsonville

lssues

Bringing NoMood Stafford Road area into industrial zone is wrong.



Type of
comment

First
Name(s)
Dorene

Steve

Kristin

Laura

Terry

Anne

Katie

Wlsonville

VVilsonville

DePiero Wlsonville

Mitchell Wilsonville

\Mlsonville

West Linn

Last Name

Luiten

City

Wlsonville

Spicer

Roche

Farley

Buehler Canby

Auroralvey

Woehl

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COlrttvteruf
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Ken

area of concern

VVilsonville

Wlsonville

\Mlsonville

Wilsonville

Wlsonvrlle

Wlsonville

Wlsonville

Wlsonville EastLETTER

Wlsonville

COMMENT
CARD

Dennis \Mlsonville

Wlsonville, Stafford
Rd

COMMENT
CARD

Bernice Aurora Aurora

COMMENT
CARD

Bernice Aurora Aurora

Bonnie

Lloyd

Ann L

George

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Au rora

Aurora

Aurora

Robinson

Johnson

Johnson

Simons

Bulson

Barton

lvey

lvey

Aurora

Aurora

Aurora

Aurora

Aurora

lssues

We need another bridge now for heavy lruck tramc next to one at
\Mlsonville.
Do not use Frog Pond site; roads not made for trucks. Use west side
lands.
Remove Frog Pond from study. Heavy trucks liabillty risk

Use Frog Pond area for churches, schools sports. Too much back road
trafnc.
Truck traffic not compatible with our dense neighborhoods

Traffic would cause more trouble than its worth. Do not fill in land with
buildi S

Drive to Wlsonville daily and concerned with traffic. Airport Rd very busy
Dojl't destrol area with industry, trucks
lf area rezoned, residents will face years of building and road construction
Traffic would be for residents
Adverse impacl on 2 schools and 2 future school sites. Traffic will increase
and land could not be used for schools.
Truck tratfic and industrial landscape not good for Wlsonville/Stafford Rd
area. Better places for this development. Leave Frog Pond out of it.

Traffic problems now exist, no more congestion south of Vvilsonville. lt is
cultural land not industrial land. No reason for this

lf industrialized, home will be of no value to sell and will bankrupt
retirement.
Home would have no value if adopted site south of river. Unfair to pay
taxes on land with no value
Rezoning our land as industrial will reduce property values in area of
beautiful homes.
Wonders if anyone noticed 50 homes in center of land to be zoned
industnal? Values will d
Opposes industry in south area; value of property will drop

Wrong to take away property because more valuable as industrial land
Leave le alone!

lndusrlBnds Expansion Publlc Comment Report sectJ o,,

Wlsonville

Roger L.

COMMENT
CARD

expansion



o o o

PHONE

COMMENT
CARD

Type of
comment

Jack

Heinka Peterson

s
C ityFirst

Dale Wehling

Collins Wlsonville

Charbonnea
u

Burdinas

Bulson

Aurora

Aurora

LakeBratka
o

VVilsonvilleScott

Cyphers

McQuaid

Oregon City

Oregon City

area of concern

Charbonneau

Wlsonville

Wlsonville

Wlsonville VVilsonville

Aurora

Aurora

Canby

Damascus

Damascus

VVilsonville Frog Pond area

Opposes industrial. Decrease in land value,

Vvho will pay for the reduction of my property when next door property has
warehouses & trucks
Stafford/NoMood land near homes, schools, apts. This premium land will
be wasted on industrial projects. lndustry will decrease land values

Opposes industry in Wlsonville East Frog Pond area farm land. Access
would mean road building. lt would impact value of our new home if ne).t to
industrial tract.
No expansion of urban growth boundary or light industrial

Questioned how the 23 acres of study were selected

Opposes industrial land here. Listed 10 statements from OR State
University N. \Mllamette Research and Extension Center, conducting

ggricultural research and t-egqlUg-
No PHONEic to study. Opposes methods and tindings. Public opinion

Keep area as countryside, not subject to urban sprawl. Look at areas

Disagrees with the expansion in the Frog Pond area. Such use in
residential area unacceptable. Wilsonville already supports highest % of

lssues

scientific

industrial in ion. Deve

No to expansion for industrial land

inside UGB for indu

ainst it

disruwould be e

Judith

Robert Jon

Norm R

PHONE

LETTER

Valerie

Glen

VVilliam

Marilyn

Charles

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Dresden

Grant

Skees-
Gregory

Hillsboro Hillsboro

PHONE Stephanie Persons Oregon City
Regnier

PHONE

COMMENT
CARD
COMMENT
CARD

Rick

Carol

Dave

Moldenhauer

Oregon City

Oregon City

Oregon City ._
Oregon City East

Oregon City East

Pleasant Home

Don't use hills to buald factories or McMansions

Residential area of scarce home sites. Owns 3/4 acre residential

Residential area, not suitable for use as industrial land

about industrial land sals. Nurseries all around area

develo ment. Alwa s been residential

Just moved in. Don't chan area to zone industrial

lndusdal Lands Expansion Publlc Comment Repoft Soction 1 Page 29

Last Name

VVilsonville

Jindrich

Charbonneau

Corson



Type of
comment
COMMENT
CARD

Last Name

Aube

area of concern

South Wlsonville

C ity

Wilsonville

Dennis

First
Nalle(s)
Bryan

Dave Volt

Chaney

Volz

Lane

Hays

Stafford Basin

Tualatin/Wlsonville

Tualatin&Vilsonville

Tualatin/Wlsonville

Wilsonville

Wlsonvile

Wlsonville

Riewald

Landford

Reed

Jamie

Steven

Judith

Sandra

Phit

Pau I

Dave

Linda

Helen Burns

McPhail

Tabb

Hite

Marohn

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

EMAIL

EMAIL

William R

Jim

Craig McManus

Lake
$r9go
Tualatin

Tualatin

Tualatin

Wilsonville

Wlsonville

Wilsonville

Wlsonville

VVilsonville

\Mlsonville

Wlsonville

Wlsonville

Wlsonville

Wlsonville

Wilsonville

wilsonvrlle

Wlsonville

Wlsonville

Wlsonville

\Mlsonville

Wilsonville

Wlsonville

VVilsonville

VVilsonville

lssues

City of Lake Oswego opposes addition to UGB of Stafford Basin, including
Borland Road Stud area

Against industry development in East Wilsonville

Do not feel Frog Pond area offers good attributes for an industrial area

Keep industrial lands near prison, not Frog Pond area. Wlsonville already
has h hest percen e of industrial land
This is sad use of land. Please recheck your alternatives

Do not put more industrial land in the VVilsonville area

Please reconsider Frog Pond areal West side areas make more sense

\Mry are we opening strip malls all the way from Wlsonville to Salem?

Ob,lect to rezoning area in Tualatin to industry use. Too close to housing,
includi Victoria Woods
Opposes industrial land lo southern border of Tualatin. Appalled freeway
and industrial area could be close to homes.
lndustry in Statford Triangle would destroy community. lmpacts to alr,
water and wildlife. Don 't want industrial _blight.

Makes a mockery of land use planning. Don't ignore previous good land
ans

I am united with mayor and other city councilors to block any
industriahzation of Frog Pond & S. Wlsonville areas.
Charbonneau ne!:t to industrial area is ridiculous. leave us alone

Surplus of unused industrial land and infrastructure near Coffee Creek &
Bori areas
30% vacancy rate in existing industrial buildings. Too soon for expansion
of industrial lands es in Wlsonville

tndus| a1ds Expansion Publlc Comment Report seo 1 ],,

Egner

Macovsky

Pat

Denise

Do not use south Wlsonville or east Vvilsonville areas; incompatible lands.
Wlsonville already has over 542 acres of vacant industrial land available.
Detailed LETTER to bllow.

use

more suitable than



a o o
Type of
comment
COMMENT
CARD

Fir6t
NaqelgL
Carlyne

Last Name

Lynch Wlsonville

Julie &
Mark

COMMENT
CARD
COMMENT
CARD

John C

Beaton

Stoffregen

Wlsonville

Wlsonville

area of concern

Wlsonville

\Mlsonville

VVilsonville

Wlsonville

Kyle

Scott

Ritchey-Noll

StarrCOMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Nancy

Kosky

Wlsonville

\Mlsonville

Wlsonville

Wlsonville

VVilsonville

Wilsonville

Wlsonville

Wlsonville

VVilsonville

Gardner

Humphrey

\Mlsonville

VVilsonville

Wlsonville

Wlsonville

WlsonvilleJernstedt Wlsonville

VVilsonville

Hager \Mlsonville

Brin Wlsonville

Klein Wlsonvrlle

VMlsonville

VVilsonville

Wlsonville

Jeannette

Pete

Kathryn

Lois

Jeffrey

Marvin

Evangeline

Phyllis

Sagi

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Edward &
Midle

Kobielsky Wlsonville Wlsonville

lssues

Langdon Farms was built with conditional use permit; if not a golf course,
revoke this permit. Our city should not subsidize land speculators.

You will destroy a golf cou6e and nursery if Vvilsonville south is used as
industrial. I oppose.
Moved from West Linn because of traffic on Hwy 43 & Stafford Road. New
proposal would make another move probable. Consider property west of
freew
Question wisdom of needed industrial land. \Mlsonville has done its share
Lack of PHONE|C if use F Pond area
Other areas more appropriate in Wlsonville suitable for truck traffic and
industrial uses.
Don't want industry developed in our neighborhood

This expansion commits this area to permanent changes which makes all
property industrial. Langdon Farms should be residential or farm

Use land by prison or Hillsboro's industrial area or closer to Port of
Portland.
Too much ls planned for industrial and too little residential for homes, not
a rtments
Frog Pond and Langdon Farms poor choice for industrial. Use industrial
land in and around Portland.
Vvhy not use land closer to Port of Portland and Clark County?

No more industrial land developed in \Mlsonville

Do not want to see industry in Frog Pond area. Do not suitable use

Large apartment complex in Frog Pond area. Do not need industry here.

lndustrial Lands Expanslon Public Comment Reporl Section 1 Page 31

City

Overhold

Neilsen

COMMENT
CARD

Werth Wlsonville

No industry at all. lf developed, should be residential only.

Completely against any Industry in Frog Pond area.



Type of
comment

First
Name(s)
Sandra

Last Name

Caslis

Caslis

area of concern

Wlsonville

VVilsonville

Andrew J Eassett

\Mlsonville

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD

Kristina

Sally

Sandra

James

Susan

A.J

Mark

Miguel

Sandra

lris

Ed

Hemson

Oftenud

Reynolds

ChandlerLing
scheit

Westwood

Traffas

Holt

Cerdan

prcer

Cerdan

Adams

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
cot,lMErui
CARD
COMMENT
CARD
COMMENT

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
lcnno

CARD

N

COMMENT
CARD
COMMENT
CARD

Bruce

Waller

Wallace

Maiben

Wilsonville

Wlsonville

VMlsonvrlle

\Mlsonville

Wlsonvrlle

Wlsonville

Wlsonville Wlsonville

\Mlsonville Wlsonville

Wlsonville Wlsonville

Wlsonville \Mlsonville

Wilsonville Wlsonville

Wilsonville Wlsonville

Wlsonvrlle

Wlsonville \Mlsonville

Wlsonville Wlsonville

Wilsonville

\Mlsonville

Wlsonville

Wlsonville

City

Wlsonville

lssues

Don't want business in residential area. No more! Do not want it to become
b
Strongly Opposes UGB changes and proposed industry. Moved here to get
a from California
Ludicrous use for East Wlsonville. No services. Use land near prison. Do
not ruin residential area.
More industrial zone areas in Wlsonville already. Do not OK to put it near
residental housin
Remove \Mlsonville east from industrial land study. NW \Mlsonville area
better suited for ind
Use common sense and rqect Langdon Farms as industrial

lndustry totally not compatible with Frog Pond area. Use other zoned
locations not disru residential
Concern that other industrial lands are being overlooked. Poor planning

The 300 residents of assisted living in Charbonneau Opposes industry
develo ment.
Opposes Frog Pond development. Need land for school and homes

Frog Pond area bad for neighborhood if developed. Use land next to
nson

Vvhat about railroad access? Use open land near Raihoad Row for
industrial land.
Acreage south of target meets more criteria than problems crossing the
river.
ls the sorl stable and solid to Supports development? Ask first. Could be
too ex stve or

No shortage of land for industry. No shameful land grab to destroy valley!

lndustJands Expansion Public Comment Repoft sec!t t}^,,

Wlsonville

COMMENT
CARD
COtvtllettf
CARD

Brian

WI

John D.

Wlsonville

Need people places, open spaces. Don't destroy our land.

\Mlsonville has high % of industrial already. Use prison area.



a o o
Farst
Name(s)

COMMENT
CARD

Type of
comment
COMMENT
CARD

Todd

Janet

J ulie

David &
Dons
Noelle

Kelly

Len

COMMENT
CARD

COMMENT
CARD
con,lnire-Nr
CARD
EMAIL Gregory

Last Name

Wlsonville

Wlsonvalle Wlsonville

VVilsonville

Matthies Aurora Wlsonville

Sander VVilso n v ille

Schaber

VVilsonville

Wlsonville

Tigard

Lang

City

Wlsonville

Giles

Egger

Wlsonville
\&ilsonville EastCorey

Pau
COMMENT
CARD

Joh n VVllsonville southEMAIL

COMMENT
CARD

COMMENT
CARD

Diane

Jetfrey Kee

Christensen
Crystal \Mlsonville, Statford

Rd

COMMENT
CARD
COMMENT
CARD

Bob

Dan

Wlliams

Westenhaver

Polette

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD

Chris

Carolyn

Keith

Keith

Wlsonville

Portland

Portland

West Linn

West Linn

lssues

Opposes Frog Pond development. Too many negative effects on
lsonv le mmu lg

Good soil in Frog Pond area. VVIy use for industry? Too close to homes,
rk

Do now allow the area NE of \Mlsonville to be industrial. This area should
be residential.
Concerned about industrializing our area for profit. Please preserve rural
area.
Save agriculture land in Willamette Valley. Do not make industry

Keep Strafford Road area for non-industrial use, residential or commercial
lnclude in UGB but not for industrial use.
Crazy idea to put industry in Frog Pond area near schools, residential. Use
land zoned for it
Vvhat about usi industrial land inside UGB, brownlietds. infill sites?
I live in the Wlsonville East Study Area and I believe this is not suitable for
industrial use. All along 60th Ave. and Kruse Rd. a.e parcels smaller than
5 acres with houses on them.
Total ainst the destruction of land in \Mlsonville south
lndustrial development does not betong by residential and schools. Should
develop 542 acres of vacant industrial land within its city limits and not
F Pgllq aEa alq_qgCSlEe! cE9!94y9n
Do not believe new industrial lands needed. Ease restrictions on home-
based businesses end !9!ecarnrn4!!L
Redevelop brown-fields for industrial before greenfields.

Grow up, not out. Shrink UGB. Don't develop arab le acres. Aim higher.

Against creation of industrial land nelt to neighborhoods. Add at near other
industrial lands.
Urge using vacant sites in UGB for industrial. Consider old K-Mart sites

Check vacancy of all existing industrial buildings. Plenty of spaces to be
used with access

lndustrial Lands Expanslon Publlc Comment Report Sectbn , Page 33

Gattlings

area of concem

WlsonvilleCOMMENT
CARD

COMMENT
CARD

Wlsonville

Leavenworth,
WA

Margie Wlsonville

Canby

Portland

Dana Tualatin



Type of
comment

First
Name(s)

Last Name

Peterson

ShinageF
Budinal

area of concern

COMMENT
CARD
COMMENT
CARD

Victoria

Richard Banbar

City

Aurora

Jim

E-MAIL Dan Edgerton

E.MAIL JoLene

Darryl Ware

Chad Cowan

Phyllis

Bernard

Jacqueline

E.MAIL

COMMENT
CARD

Straight-
Millan

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

Wlsonville

Oregon City

Oregon City

Wlsonville

Wlsonville

E-MAIL

COMMENT
CARD

Brlan

Cowan

Burke

E-MAIL Ken &
Peggy

VVilsonville

Oregon City

West Linn

lssues

lndustrial use across main access is not compatible with residential area &
would down9I?de it
No to expansion of UGB and no to light industrial growth

Worries about taxes
Supports the cities; first consider industrial lands that are currently
abandoned or underused.

Wlsonville South Bridge over the South Wllamette not able to handle more traffic; gas,
water, and sewer at capacity; traffic; loss of farmland south of Vvillamette

Oregon city south Opposes locating industrial in this area. Does not meet Metro critena.
lnfrastructure inadequate. Congestion. School and children safety issues

Oregon City Opposes boundary expansion in Oregon City. Housing already exceeds
capacity of roads and infrastructure. Required developer improvements
have been minimal. School safety issues, too

have overabundance of industrial in area
Wlsonville Adequate industrial in Wlsonville; lncrease in traffic and infrastructure

burden, roxtml to homes, schools, churches, etc
Wilsonville south Opposes Wlsonville south because VVilsonville already has

disproportionate amount of industrial land vs other areas. Extremely
difficult to get water/sewer to area. Coffee Creek area more suitable
Transportation concems.

Wlsonville East lnadequate roads; Area already has residential and schools; Adequate
share of industrial in Wlsonville.

Beavercreek Opposes industrial because infrastructure is inadequate and water/sewer
development expensive. Suggesls Oregon City south or north, or
Wilsonville south
Public service feasibility study says area mostly moderate to difficult.
Suggests thoughtful planning on large scale concentrating residential and
industrial in sp€cific "mega centers" in which public services can be

area outdesi ned to handle. Su rts West Linn's efforts to kee

lndustfands *pansion Public Comment Raport se"! !,0

Portland

PHONE

J. M.

Powell

Krawczak

Langdon Farms

Jolene

Snow Stafford Basin

Opposes industrial in this area. Would be hardship on area sewer^/vater,
roads and traffic congestion w/get worse. lnfrastructure not adequate.



o o o

Barbara

First
Naqrqgl_
Glenn &
Madelyn

Last Name

Carlson VVilsonvalle

Eros

Type of
comment
E.MAIL

E-MAIL

E.MAIL

E-MAIL

Pieri

Lane

E-MAIL Mike &
Jean

Phit &
Linda

Sohrakoff

alea of concem

south of Wllamette

Wlsonville south

Oregon City

Stafford area

Wilsonville south

Oregon City

Tualatin

Opposes expanding south of Wllamette

pposes industrial in Wlsonville south. Seems like a way for a
investors in a non-prolitable golf course to get out of their investment.

Opposes industrial. Would ruin value of homes

Opposes industrial in Wlsonville east. Negative impact on traffic aiong
Stafford, 65th, Ellagsen roads. Environmental impacts and negative

pposes expansion in proposed south Wilsonville area. Butteville Rd has
no shoulders and heavy bike traffic to Champoeg park. Sharp turn near
boat works that is impossible for large trucks. School children wait for bus
on busy road already. Environmental problems. Runoff direc y into
Willamette. Swampy. Donald has flat land and good road access and

lssues

wildlife in area

social/economic impacts

Eical to develop therealready has industrial , more PHON

o few

o

Keep urban sprawl away from south of Wllamette
and ruln natural beauty and

COMMENT
CARD

Weiss

McCulloughCOMMENT
CARD

COMMENT
CARD

Henry &
Dana

Henry &
Dana

McCullough

West Linn

Hillsboro Hillsboro

Hillsboro Hillsboro

pposes including Borland Rd north area for industrial. Wldlife, peaceful
environment along Tualatin River would be damaged. Do not in keeping
with atmosphere of area and is wasteful use of such scenic land. Roads
area already congested and the added surface water runoff would increase
pollution and flooding of river. Seems contrary to Metro,s efforts in Goal 5.

ow areas depicted in their tax lot west of Jackson School Rd and south of
Hwy 26 are grossly overdrawn. Banks are steep and most of the ground is
dry year 'round except for Waible and McKay creeks. One "habitat,, line is
actually a fence line Wbushes on it. Asked to be incorporated Wfamily,s

areas depicted in their tax lots west of Jackson School Rd and south
of Hwy 26 are grossly overdrawn. Banks are steep and most of the ground
is dry year'round except for Waible and McKay creeks. One "habitaf, line
is actually a fenceline dbushes on it. Asked to b€ incorporated wfamily's

L

Low
other tax lots whatever happens

o

other taxlots whatever ha ns

lndustrial Lands Expanslon public Comment Report Page 35

McDonald

City

Karl West Linn

Sectioa ,



area of concern

Meek Rd between
Sowell and Jackson
School roads

Alden &
Linda

Diane &
Norman

Karri

N a
First Last Name

Rasmussen

Etd

Pollard

Jeff Skreen

Todd

Type of
comment

E-MAIL

E-MAIL

LETTER

LETTER

E-MAIL

E.MAIL

E-MAIL

COMMENT
CARD

E-MAIL Don

Gathings

Hohensee

City

Hillsboro

Juza Wlsonville Wlsonville east

Pat Volz Tualatin

Barbara Rogers Wlsonville Wlsonville south

Louis Malensky Hillsboro

Michelle Ripple Wlsonville Wlsonville south

Hillsboro

Wlsonville Frog Pond area

Wlsonville

o nC

Frog Pond area

Heidi &
Tom

COMMENT
CARD

Janet
Susan

Guyler Wlsonville Wlsonville East

lssues

Pocket of well maintained houses Msmall pieces of acreage available. Has
creeks and a lake Wa dam. Sizeable floodplain. \Mldlife. Much open land
outside this pocket of residences better used for industrial. Asked to have
area removed from stud
Strongly urge protecting habitat in this area and not allowing it to become
rezoned industrial. Many other adentified areas more suitable without
com romrst wildlife habitat.
Opposed because won't stop there. Also no green space between
communities.
Opposed because of increased traftic and loss of prime fiarmland. Many
more appropriate sites exist in north \Mlsonville and other areas of the

on fo of nd US fla
Stop allowing high value class 1-4 farmland in Tualatin Valley from being
converted to urbanization. Gives several reasons about continued viability
of farmland and conditions that make farming difficult and dangerous.

Opposes Wlsonville south and east areas for industrial uses. Unsuitable
due to close proximity Wresidential areas. Currenl agricultural uses more
suitable. Wilsonville west also betler choice because already surrounded

industrial
Opposes boundary expansion for industrial land. Property values would go
down. Residential area, several schools in area; safety issue.

More truck traffic here Wcause serious problems. School safety a big
concem. Side streets south of TV Hwy don't'have sidewalks, curbs or
lurn lanes o lig hts
Roads in the area are not equipped to handle truck traffic. No Boeckman
interchange, too close to schools. Other land is available that is better
suited and zoned industrial and vacant.
Opposed. Long lasting negative affects on area. Area close to schools and

are more app areas
o es industrial across from hi h school
School planned in area / traffic endangers schools; industry should be
directed to NW Wlsonville 95th

ln dustlands Expanslon Public Comment Report sec!r O,u

E-MAIL

COMMENT
CARD

Farmington Rd

Hillsboro

Beaverton

Tualatin

P3I!9-



o o o
Type of
comment
E.MAIL

COMMENT
CARD
COMMENT
CARD
E.MAIL

E-MAIL

E-MAIL

LETTER

COMMENT
CARD
E.MAIL

First
N?!!!e{c}
Diane

Delbert

Cindy &
Bemie
none glven

Romel

Lois &
Ee!p!
Phyllis

Tim

Walt

Glenn
Nathan &
Dannette
Elizabeth

COMMENT
CARD
E.MAIL
E.MAIL

LETTER

COMMENT
CARD

Sally

Richard

Last Name City

Basden Gresham

Thomas Wlsonville

Knapp \Mlsonville Wlsonville East

Ertell

Helvetia/lvest Union

Millan VMlsonville

Thompson Aurora Wlsonville south

Buhl VVilsonville East

Aurora

Tualatin Borland Rd

Gilmore Hillsboro Hillsboro

28oth/Powell Valley

Forest Grove Forest Grove

Beavercreek Beavercreek

Rd
Wlsonville

Dollaga

Kiefer Oregon Caty

Wlsonville

Robinson
Cisco

Aurora
Beavercreek

Visher
Lin

Cornelius/Forest
Grove
Oregon City north
and east

Graser-

Pablo Safronchik

E.MAIL

PHONE
COMMENT
CARD

Michael Hewitt

Aurora

Cornelius north of Comelius

lssues

Concerned about traffic increases and lack of traffic signals, school safety
tssues

Proximity to residenlial uses and schools; danger to bicyclists and
pedestrians
Biggest concern is impact on traffic. Has been growing problem. Adding
industrial w/increase traffic. Also concern about home values.

Concerns about narrow roads and increased traftic.

Opposes Oregon City north and east. Traffic problems, especially during
morn tng commute
Curtaiting urban sprawl; traffic system

Opposes including industrial in area especially Langdon Farms and area
south and sunounding farms. Land is valuable agricultural land. Cannot
afford to lose it to industnal. Traffic concerns in residential areas and
around airport. Already unused industrial property with infrastructure in

in \Mlsonville, Can and Portland
Proximity to residential uses and schools; other areas preferred (Forest
Grove, Wlsonvllle South
o industrial in Aurora area
Opposes development in this area. Plenty of industrial land and shopping
areas close
Opposes Beavercreek area for industrial

Please investigate Borland Rd N-205

Put more roads on Jackson School Rd and E reen

Opposes industrial land in area north of Comelius. Use existing resources
rather than take the value of new ones
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area of concern

Sandra J.

Slow-moving truck traffic; Boone Bridge, site of many accidents already

Congestion and lower property values are concerns.



Type of
comment

First
Name(sl

area of concern

Dennis

Last Name

Hagerty

City

E.MAIL
Karen

PHONE Carol

Hall

Moldenhauer

Oregon City
Oregon City
Oregon City east

Pleasant Home
David Rieben, Sr Washington Co

Judy

Scott

Boyd

Larry

Donna

Tim

Edwards

Applegarth

Thomson

Hammock

Knapp

Pat Kenney-
Moore

Wlsonville

\Mlsonville

Wlsonville

\Mlsonville

VVilsonville

Wlsonville

Thomas Ripple

COMMENT
CARD

COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
COMMENT
CARD
E.MAIL

COMMENT
CARD

Headi Juza

Wlsonville East

-(Frog Pond)___
Wilsonville South

\Mlsonville South

Wilsonville south

Wlsonvalle/Frog
Pond

Wlsonville

VMlsonville

Wilsonville

Wlsonville

E-MAIL Michael Holmes

Wilsonville

Tualatin

Sherwood Wlsonvalle

Lisa Zutchet Wlsonville/Tualatin/S
herwood

E-MAIL

Scott

Wlsonville

Beaverton

lssues

es industrial in ne hborhood
Keep industrial close to highways and freeways. Doesn't belong in
residential areas. S several areas
Not suitable for industrial. Lots of nurseries and residential land
Suggests redeveloping existing sites such as abandoned shopping
centers, old commercial sections of town instead of adding more industrial
land.

lsonville layout is family and business friendly, has large amount of
industrial area . Welcomes more industrial areas in Wlsonville but want to
lg9plle{gryay from schools and neighborhoods
Placing industrial land on farmland

Add to mailing list

North of Tooze Road should be put in UGB as residential or industrial
Wden Tooze Road to 3 lanes as planned for Villebois
Frog Pond not compatible to industrial uses; Wlsonville already has more
than its share of industrial land

Opposes industrial areas around
VMlsonville/Sherwood/Tualatin/Charbon neau.
U rge change in policies on urban growth to more business-friendly and
resident stance from current

Sprawl resulting from expansion; displacement of exist. business; industry
should be directed to NW Wilsonville
Sprawl resulting from southward expansion

Opposes Wlsonvalle south and east areas for industrial. West much better
choice
Some areas not notified; "unique characteristics" of area

Most PHONEical to bring industrial land north of Coffee Lake Creek which
is natural boundary between industrial/residential to the south. Substantial
amount of undeveloped land north of creek w/exasting industrial. South has
not current industrial activity. timber, agricultural and residential.

tnduso)ands Expansion Public Comment Raport sectO o,,
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E.MAIL
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Type of
comment

First
Name{s}

Last Name City area of concern

Linda Gray Hillsboro

Terry

Mike

Marc &
Teri

COMMENT
CARD
E-MAIL

COMMENT
CARD
E-MAIL

COMMENT
CARD
PHONE

COMMENT
CARD
COMMENT
CARD

Arlene

Mike

Glen

Steve

M.G

Beavercreek

Borland Rd. North

Charbonneau

Evergreen and
Jackson Road

Quarry industrial land
study areas, location
on Oregon St.

Hillsboro

Clackamas

Helvetia

Region

Beavercreek

Stewart

De Coster

Hammons

Portland

Grossen Hillsboro

Biles Sherwood

Holmes

Andersen Clackamas

Elligsen Portland

COMMENT
CARD
COMMENT
CARD

COMMENT
CARD

Roger

SW Damascus

Tualatin/Wlsonville

Vandezande
n

Hayden
Lake, lD

Van Rose FarmCOMMENT
CARD
COMMENT
CARD

Robert Meyer Wlsonville Wlsonville

lnclude Hillsboro South, Farmington and EvergreenMest Union area for
al rt ca o. Leave la e farmland alone
Clackamas County needs more home businesses in rural areas to reduce
traffic havi le work and sh in local areas
Supports designation of this land for industrial

Feel this area w/be very suitable for industrial use as it will create
economtc roMh and is a accessible area
lnclude 20 acres of land on Foster Rd. at Sunnyside as attached for.jobs

Family owns land they would like to develop services and roads in,
a rove of rezonin
No longer farm in Helvetia due to fast, unsafe traffic. lf UGB expand there,
we could sell & relocate.
Oregon St. location is ideal for inclusion into needed acreage. Wrote
LETTER to Bragdon outlining attraction of site.

Expand the UGB

Want property at 16180 SE Keller Rd. to be put in UGB. Want option to sefi
or develop. Don't understand west jog on map - no farmland there.

lrritated by newcomers and Metro attitude that EFU land is "almighty" and
should be protected at all costs. Most EFU land parcels are so small in the
Metro area that very few people can make a living in agriculture. Million
dollar estates look great next to a pretty field but who benefits the most?

lnterested in re-zoning of our farm to industrial

Northem half of Frog Pond study makes sense for industry due to
proximity of l-5 ramp. Southem half too close to houses and proposed
school. Use south Wilsonville for industry: good source of jobs. We need

this roMh and man it.

lndustrial Lands Expanslon Publlc Comment Report Secuon , Pag€ 39

Rinkes

West Linn

Wrtsonvrtte

McFaul

Clackamas

Lake
Osweqo

Burton

G-1.

lssues



Type of
comment

First
NllnqG)
De

Last Name

Cester

Denley

COMMENT
CARD
LETTER

COMMENT
CARD
LETTER

COMMENT
CARD
E-MAIL

COMMENT
CARD
E.MAIL

Walter

Garland

Roger A

Mark

Fred

Steve

Joel

Paul

Edmunds

Zandhuisen

Schaad

McKay

Shin n

Kruse

Wright

Linda Leigh

COMMENT
CARD

COMMENT
CARD

PHONE

LETTER

Flemming

Vv!att

WALK.IN Richard
PHONE

Wlsonville Wlsonville

Tualatin \Mlsonville

St. Paul Wilsonville

\Mlsonville \Mlsonville

VVilsonville

wilsonville

Wlsonville eastWlsonville

Wlsonville Wlsonville East

Aurora Wlsonville south

City

SheMood

Vancouver,
WA

Borland Rd
Ron
Linda
Gary Washington Co

PHONE
E.MAIL
COMMENT
CARD

Bev

Oliphant
Saunders
Webster

Jacobs Oregon City Holcomb Rd

Makes sense to include Vvilsonville East in industrial expansion; close to
and other industrial land

Urge our property in Wlsonville be included in study for industry on
E i sen Road
Want you to come down to the east side of Airport Road at Arndt Road
Prime flat industrial land.
Frog Pond ideal for central distribution center. Family farms declinrng,
water shorlage, not growing rose crop here. Need homes and jobs for
gr-owing population
Has no issue with proposals. Area near Cotfee Creek prison should be

rioritized
Owns 65 acres of land 1500 east of Wlsonville. UGB study encircles his

perty on 3 sides. Wants to be included
ln favor or Wlsonville east for industrial expansion

Supports area to be industrial. Faar land evaluation needed. Want industrial
buffer between agriculture and city.
Very suitable for industrial development. Several reasons listed. Near
airport approved for large planes. Surprised that you rate this area as
"diffi cult' transportation.
Our property is near expansion area for industrial, but in area considered
for protecting wildlife habitat. Seems contradictory and unfair, when major
deve ment could be next door
Wants to know how to petition to be in the UGB. No water to continue
n u

Port of Portland perspective on industrial land issues. Suggested issues to
consider when making decision. Believe all industrial land brought in
should be available for all of industrial uses

Su ms. Said O UI needs more industrial land
No fire rtment. Not a idea
Prime location for a multiple use operation
Reconsider industial use here. Current infrastructure can't support it,
sloping ground and too many heavy trucks would decrease livability of the
area.

lndu.st!ands *panslon Public Comfient Report sectO Ooo

\Mlsonville

Portland

area of concern

David

Bi

Oregon Ciry

lssues

Wants to be included in UGB
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Type of
comment

First
Name(s)

Last Name City

Aloha

aroa of concern lssues

Farmington Rd Only hall of their tax lot is identified as possible industrial land. Feels this is
unworkable. Site too small. Would prefer to see site brought into UGB for
residential use

Brookman/Chapman/ Site is identified as in all proposed possible locations options for l-5 to 99W
99W Connecter road. Would like property to be designated as lndustrial use

Farmi area no longer makes sense
West Union Road Adamently opposed to West Union Road between 185th Ave and

Cornelius Pass Rd as industrial land. Would decrease home values and
worsen traffic

COMMENT
CARD

Bob and
Val

Black

LETTER Lissner Tualatin

COMMENT
CARD

Joh n Hardin Portland

lndusffial Lands Expansion Public Comment Report Secuoa , Page 41
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Engineering Department Memo
4nn004
The Honorable Mayor Charlotte Lehan

Arlene Loble, Danielle Cowan, Eldon Johansen, Michael Stone

j michael

South of the Willamette River lnfrasbuclure Summary

Dato:

To:

Cc:

Fmm:

RE

Wator Systom

contention: Langdon Fams can hook up to 12' and 10' waterlines in charfunneau and the 6" line at
the ,eslstop.

Answer: The existing charbonneau water system consists of a 12" line under the Boones Ferry
Bridge, which is fed from the willamette River water Trearnent Plant. From the bridge the 1z
line enters the charbonneau pump station where the pressure and flow are reduced by a 10'
pressure reducing valve. After the valve, the water flows into the charbonneau area. Fire
protection is provided by a 0.75 million{allon reservoir and pumps. The reservoir and pumps
bre sized to provide 1,500 gallons-per-rninute for 4 hours through the 10" pressure.reducing
valve with extra capacity to provide domestic water in case of emergency, or to provide fire
proteclion for two fire occurences.

The limiting factor for water supply to Langdon Farms is the 12" Boones Ferry Bridge line and
the 10" preisure-reducing valve. No matter how many 6", 10'and 12" lines are connected, there
is still only one 12',line feed. The line under the bridge, the reservoir and the pump station are
sized to provide a residential and limited commercial area with domestic water and fire
protection only. lndustrial requirements are higher.

A Langdon Farms industrial area would need 330,000 gallons-perday and a 1.5 million€allon
reservoir. (water usage is based on 2oo acres at 1500 gallons-per-acre domestic plus 150 _
gallons-pei-acre inigation. Fire proteaion is based on 3,000 gallons-per-minute for4 hours fire

frotection for industrial areas plus daily water usage or 2 fire occunences.) This industrial
demand would equal the existing charbonneau wet-weather usage and double the reservoir
needs.

The existing charbonneau water infrastruclure cannot support any expansion, especially for an
industrial area. Therefore, delivery, capacity and storage would have to be built before any
industrial applications could be processed

Contention: Langdon Farms has a 1,000 gallon'per4ninute irigation well'

Answer: Transfening inigation water rights to domestic or industrial use in a threatened aquifer
are problematic at best. (Witness the City of Wilsonville's attempt to secure domestic water fiom
the iroutdale Aquifer.) The Troutdate Aquifer is under siege and is being depleted by many
competing sources. seasonal draw down for inigation is acceptable, but longlerm continuous
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Engineering DePartment Memo

pumping for industrial needs would have to be approved by various state and county agencies,
making-this solution suspect. Further, inigation well does not address the fire protection needs.

Wastewatsr Systom

Contenlion: Langdon Fams can hook up to an 8" sanitary line al the rcststop'

o

o

Answer: The existing charbonneau wastewater system consists of a 12" gravity (due to the
couplings) line undeithe Boones Ferry Bridge, which leads to the City of Wilsonville
Wastewaier Treatrnent Plant. The 12" line is fed by the Charbonneau lift station where two
1,0o0 gallon-per.minUte pumps (due to elevation rise and head.loss, the pumps actually run at
7bO gailons-per-minute). The pump station cunently flows aPproximately 350,000 to 400,000
gallo;s-per{ay. The pumps cunenUy run approximately 3 5 to 4 hours each on average per
iay. The existing pump station, sanitary lines and wefwell are adequately designed and
functioning properly for the existing residential and limited commercial area with limited extra
capacity. lndustrial wastewater requirements are higher.

A Langdon Farms industrial area would generate 3oo,o00 gallons-per-day, with a peak of
9O0,OdO galons-per{ay and an additional 160,000 gallons-per{ay of inflow and infiltration.
(Wastewiter generation is based on 2OO acres at 1500 gallons-per-acre domestic, a peaklng
iactor of 3, and B0O gallons-per,acre-per-day inflow and infiltration.) This industrial demand
would equal the exisiing Charbonneau wet-weather usage. Finally, even if the Charbonneau lift
station and Boones Ferry Bridge pipe could mysteriously handle the industrial flow, calculations
show that they would need at least a 12" line, an 8" line is too small'

The existing charbonneau wastewater infrastructure cannot support any expansion, especially
for an industrial area. Therefore, delivery and capacity would have to be built before any
industrial applications could be processed.

contention: Langdon Fams can put a waslewater package plant in to seMice their needs.

Answer: Besides the obvious question of who will pay to construct, operate, maintain and certify
a package plant, the real question is where is the flow going? Also, where are the byproducts
tfris ptanl witt generate going? As previously stated, the Charbonneau wastewater system is al
or near capac-ity. Besides, the wastewater plant is not designed to handle excess quantities of
treated industriil flow. Therefore, the only place for the package plant wastewater flow to go is
the Willamette River. Again, numerous federal, state and local agencies will have to be involved
to receive permission to discharge treated wastewater to the Willamette, through a new line and

out of an in-river discharge manifold. Given the existence of the city plant, obtaining such
permits is not realistic.

Transportation

contention: There wilt M no tnffic impacts on Airyod Road or the chatbonneau lnterchange, as all
tnffic will access the Hubbard CLn-Otr only.

Answer: There are several questions and problems with this scenario. The Hubbard cut-of is

an oDoT maintained highway. Access managemenl rules and regulalions as laid out in the
lgggoregonHighwayPlanstrict|ylimitaccesstoandfromhighways.Thismeansthataccess
locations ;ill haG to be placed in accordance with the plan. Compounding access location will.
b€ the multiple deceleratlon and acceleration lanes (each direction will have their own for a total

of 2 new lanes on each side of the highway.) Access locations are based on the extra lanes,
which could be in excess of 600 to 800 feel depending on estimated truck traffic. Finally, ODOT
frowns on new freeway and highway accesses.
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Engineering Department Memo

Summary

ln summation, the City of Wilsonville Engineering Department has expended considerable lime_and expense
researching and analyang the South of the Willamette River area for the Metro lndustrial Land Survey and the
Charbonneau area for Langdon Farms. The engineering Departrnent has published facts, calculations and

analysis showing the number of problems and concems associated with providing public seNices below the
Willamette River. To date the engineering department has not received any calculations or analysis, only
mnjecture, fiom any source to show that our analysis and calculations is anything other than wananted.

.l Therefore. it is our ooinion that until we receive a stamped, signed engineering document from a regislered
It enjineer to the contrary, providing us with analysis and calculalions that can be examined and compared with

ouiexisting infrastruclure, our anilpis and conclusions stiand as presented. That is, providing public services to

the area south of the Willamette River is prohibitive.

3

o
4nt20M

This brings up the question of will Langdon Farms relinquish access on Airport Road. Not to
have local access will be difficult for standard workers and emPloyees, especially when
lnterstate 5 is backed up with moming and aftemoon traffic. Truck faffic may be restricted, in

which case fucks will have to access local interchanges to get onto l-5 to access the Langdon
Farms lndustrial Park. ln other words, the traffic congestion will be moved from the
Charbonneau lnterchange to other local lnterchanges. Tramc mngestion will ocanr with or
without the Hubbard Cut-Ofi as sole access.

ln the Proposed Metrc Utban Growth Boundary lndustrial Expansion A,eas-OoofAssessment
March 2oo4), oDoT notes that the ability to provide transportalion services to wilsonville south
(the south of the willamette area) is difficult (pg. 4.) lt goes on to state "uGB expansion soulh of
wilsonville would require rebuilding the charbonneau interchange, adding a northbound off-
ramp (estimated by the city of Wilsonville at $16.4 million), widening the Boones Ferry Bridge to
add an additional southbound lane, and extending the northbound lane to the wilsonville
lnterchange (estimated by the City of Wilsonville at $75.1 million.)" (p. 5) The ODOT
assessment mncludes that the proJected costs to seNe the south wilsonville area are close lo
$128.5 million. The mntention that industrial development would not have any transportation
impacts is inconect.



o

o

May 5r 2004 Letter To Mike Jordan,
Metro Chief Operating Officer

From Michael E. Kohlhoff,
Wilsonville City Attorney
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May 5,20M

Re: Metro Ordinance 04-0410

cityof =;-:WILSONVILLE
iN OREGON

30000 Sw Town Centot LooP E

Wilsonville, Ol€gon 97070
603)682-10l I
(503) 682- l0l5 Fcx
(503) 682-0843 IDD

Dear Chief Operating Oflicer Jordanl

You recently reccived a memorandum from Metro Senior Regional Planner' Tim

O'Brien, which advocates not factoring in 200 acrcs of.vacant and redevelopment

industrial lands rhat werc o*.i*IJ 6y frf* staff within the City of Wilsonville' This

i, ""ry 
uofottunate. kt me be so bold as to suggest why'

First, the City's Comprehensive Plan designates the use of land - industrial' commcrcial'

or residential. It pmvides tfr" *ppfy' Sec-on4 therc appe-ars to be a nced to debunk a

;;;;G;"ption or*re na-iiioiaiog 'on"' 
rrc riA-s nouing zone is a planning

tool that marries the market with infrastructure concurrency when demand is actually

thcrc. By allowing "*irting 
,"sia"ntial agricultural land to be ptaced in an RA-H zonc'

i.*1*Jfr" o"",ri ( I ) th" l-aowners a-void the cost of having an existing

*Ja"r,i"v"gri"ulrure use artificially driven up by the higher zone designation (protects

agricuttural usc utrtil needed);-i;l;;i"cs tarie tots from smaller parcelization to pay.for

artificially driven costs (hclpfui-ffit* J"r"tJp-"nt for larger industrial developmcno;^

lgiil";;[", prace oett mio"s tttJ demand and conversion takes olace when the markct

place necds it (at this ti-" th;; iJ;* en 16.4% to lg.2vo industrial v.c.ncy depcnding

on soucc); (4) the supply it p-i*LJ Uy tr'" Comprehensivc Plan designation which' in

t -, h*;; tne ciiy trrc a-uitity to have grcarcr managcment of thc qualiry of

J""r.p--"oa It ako irovides u taltti" "o-n"*n"y 
ttaodard fot provision of

infrasmrcore to be enforce{ matingsysrcm Devclopmcnt Chargc's financing availablc

upon development.

You led Clackamas County in its endeavor to follow Wilsonville's exanple and adopt a

.-iilrrlon.o.r"ncy standard. The RA-H holding zone mav be a foreign concept to

some, but it is an excellent plaruj;;Ji;;ff#tvely and efficiently manage our land

supply for use and development.o
Seting fhe Communiv Wlh ftide

Mike Jordan. Chief Operadng Off,tcer
Mctro
600 NE Grand Avenue
Portland, OR 97 232-27 3 6



Mike Jordan. Chief Operadng Ofitcer
May 5,20M
Page 2 of 6

Please consider this insight into the City's efficiency in planning and infrastructurc.- Over

the last several years. witsonvilt" t^ u."n in the business of not only planning full

i"ffi-;rt;; t;stems, but urto-tont*"ting them' when-you have to engineer full

r;;.;;;;1 oniy proviae ior cup*lty io* and into 20 year plus horizons' and have

;;;;.xy build and dnance that infrastructure' the team must be proficient in

iri"-*iig *ft"t will work and what will not' The public demands no less' Cunory

""rrr""'t*i *tf f 
not carry tft"'auy' fn" City' Community Development Director' Eldon

Johansen. is an exremely ,rr"n,"i, capaure ana Hgily regarded engineer in his own right'

Michael Stone. the Citv E"gi";;;t ;";;i**tri ta"nt"d' capable and highly regarded'

Thev have assembled a ta"nt"J-a 
"upable 

cadre of experts in planning, engineering,

.nri.on."nt l science' building, and public works'

The CitY's tean has successtully conquercd the depleting aquifer and *ti-::|T::l}
i"r,fi;;_oilt" _* $50 million plus water rearmenr olant. ln recent companson

of testing results, the """*""i ii-i f'Jou""' tt'" ttigt'"'t quulity wa gr-in the region'

;il;;;il;iin", th" aquif"' measured at our Elligsen well east of I-5 near the

WilsonvilleEaststudyareahasrisen3gfeet'afactu_nknowntothetechnicalagriculture
committee at the time "r 

i" ,+.i -J io "oi."-r for.the water-restricted designation

based on ground water depletiln' I understand the recharge informadon could change thc

Jo[ "oirpr"*ion 
of the ieport to that of opposing conversion from agriculturc to

industrial land. rn wilsonrili", ,J"te, tio.il *a-ririrg pipelines for senvice capacity of

domestic use, as well as f,'" no** 'y't"t-iid" it not tased on cursory engineerin'g'

altematives. The City's *uln'too*i *"t"t systems' which alternatives will and will not

work and how much theY will cost'

The City upgraded its sewer plant at the cost of $ l! million a few years back and

,.j*,il"t'iot , third upgraie at that time are proving true' With the 500-acrc

Hfiffi;;i;;;"-;;L;o;;;:i"g ,ii"'", viliebois. plans are underway for the_-.

ffi.Jf,*o;. Capacity ti,i"g. no*t bigravity or pumping' and environmental impacts

"r 
pi*ift -a "o*t-"ting 

#;;t"ty piplg' T.*"ttl as invironmental regulations must

all be considered. The team knows itslandhd its sewer svstetns-- what will and will not

work and what they cost. They conclude that it is u-nreasonutl" to believe Wilsonville

il;;1;;"aim"i"otty ir effectivety in this 2o-year planning period.

Having faccd state super sitting of a major prison facility next to a highly populated

residential area and ,"t oof' tt'Jt"*' our ercctea otrictals and our community' used the

corrcction departm"n,'. o"n i"i*'of indu'tri"' with fences" to rc-site the Coffee

creck conection facility to no;west wilsonville wherc it could efficiently act as atr

anchor for future inaust ia ieueiopme*' The Ciry successtully brouqlrt t9.comOtltl11

$24 million of capped infrastruc*[ "oto, 
$4 million under budget' The City suPports

L. n .tt 
"t 

in"tosion of lands in the northwest quadrant'

In 2003, after extensive work with Metro and the Oregon Deoanment of Transportation,

including trafFrc modeling r* Luifa out -a the I-5 Frceway iccess Study' the City's

o

o

o
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Transponauon Systems Plan was adopted and. acknowledged' The City's information

and cost esdmate, -" "u.r"n," 
Whut Litt *ott and what will not is known' even to the

extent of knowing about when 
'f'" 

iiut" will need to add capacity to I-5 itself' Factorcd

into this systems mix i, ,r," ,"n v"- Jtvelopment of the 500 acres of mixed use housing

,nJ", ,f,. i.""n,fy adopted VilleUois Villagl Master Plan' which will consume a grcat

deal of our finan"ing .upu"ity il-' pr'-"J"'pgtuaes of systems capacity Fortunately it .
will help to midgate or, .","t"1o[t-t'ousini l*ua*tt' The private and public cost of

,r," rrprlirrg i,irtastntcture foi villebois is $140 nullion'

The City's team also thinks and Pracrices environmentally sound planning' As you

know, wilsonville has muttiple Jtreams and natural drainage ways that run north to south

to the Willameue River and i;C;;;"y. The City's Significant Resource Overlay

Zone combined Ue enOangerea-Si."i., n., .orpllance. Statewide Planning Goal 5. and

Metro's Title 3 ro protect out op"'i 'p""t' waterways' wildlife habitat and natural areas'

We werc the hrst city in rhe metropolimn area to accomplish this planning under the new

Goal 5 Rule and to receive u"tno'Jttag"t"nt by DLCD' The team knows infrastntcture

necds. the cost. and what .- u"a "-""o, 
ue done efficiently and effectively in the

Mike Jordan. Chief Operadng Officer
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environmental area.

mcmorandum, Exhibits l-5.

Thc City's data on the various infrastnrcnrc systems devclooment needed for Wilsonvillc

East is the best available data ani'h^;;t b; a"veloped in a cursory fashion' It carrics

with it the grcater weight or.*aiilfitv as well' In rhe event Metro dercrmines that

Wilsonville's vacant land * p-tia"itt Metro and rcfercnced hercin cannot simply

substitute for the need of witsliviit" g^t, the City's data also establishes why

o-*iJ"Ji*ility planning ror witsonvitte East doesn't work' Simply adding

Wilsonville East to ou. corr,p,"freisive ptan ana infrastnrcore systems' and placing thc

land in a RA-H nouing zone. ,iiii-n"io"t *o* 
"mciently 

or effectively' but rather

incffrcicntly and ineffectively, ii 'iail"*t trte 20 year hlrizon in the rcal world of

i'J;;;ft systems devetoiment' Please review the attached engineering

ln spirc of is excellent track record of planning' it appears rhat Wilsonville's planning

pr.i*. it U"irg penalized because we ion't fii neatly into Metro's reliance on zone

dcsignations for land supply' ;;i;;"t;" ;pp"arance that Metro would rather sacrificc

f.i?"Si"tl*."1 fa"O" tf,i" 
"ount 

industrial lands within the City' This is an

unfomrnarc result. Thc Ct,y';L;il;heisire Plan-supply desienation and zoning

olanncd develop."n, p-"".r'ti"i Jiowed wilsonville-to hare tI" gotrt".t p"t"entagc of.

ffi;;Jffiih-- -V ",f,* "i,V 
I" O"-frf"* arca except Tualatin and to have a$ractcd

significant indusrial a"t"r"p*"iiiti"iang *ut"r'o"lni' manufacturing' and hi tech

including lnFocus, t t"nro, c,ui'ii";li;."", Coca cola ionline. Svsco distributioo, and

Nike,s distribution center. n "'ffi;;i]; i.J"*i", "f ,rrir stalore-demonstrates that thc

di yr 
"rr. 

a""s know about flniing rot industrial development and employment'

o
N:Eity RccodlttL8d\53o4Jodrn dc



The only distinguishing rerson that any land comprchensivelv planned industriai

currcntly located in Wir.on''rf* i" t'JfJ i" ne ff ' would not conven to indusrial is the

lack of demand. Any pre-existing residential use' even in an indusrial zone' cannot be

forced to sell the propeny for a nJw use' Holding on to one's existing use does not

aooear in anyone,s .ut.rtutionio 
-air.ount 

rrpptyl Nor is. there any evidence of excessive

i'.iJ*g. asr"g and market forces seem to even out that issue'

Moreover. the vast majority of our rezoning applicadons.occur together with Stage' I and

II development applications;fi];-D;sig"n Review aP.plications' Unless the developer

desires otherwise, the City p;;;;; the Jombinea apilications in 120 davs under state

law. There is no time aiff.t""tt "t"* discrete applicadon for development of vacant or

rcdevelopment land in an industrial zone'

Finally, all our iand in 2000 and in 2002 was subject to ponions being unbuildable due to

b"J i i*,.* at that dme. Historicaily' the City T*.9" terms primary open'space

(non-buildable) -a .""onauty o"p""lo*" tt:-i building' but mitigating conditions need

to be met). In May 2001' the Ciiy amended its implementing development c-ode by

rcplacing the primary -d t";"-;; ;;en space. disignadons with the Significant

Risource overl ay Znne. m" ""i "if*tl "nangea 
the -ity's overall buildable lands supply

vcry little given some i""";;;;;i";oio-p"o tpo""'but gave the City better planning
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control over imPacts.

fonrard in the fint Place.

o

o
Thus, in discovering the error in Metro's calculation of industrial lands designarcd in

Wilsonvilte, thc Citv has ,i,pi; il;;; rhe missed land in the SRoZ and presentcd

thc balance in good faith * , ;;t;;;;; partner at the staJf level' Applying 9: t*: -"
discounting a.fter applying f*A"riol.-air"oriting factors to Wilsonville East yields a net ot

232 acres(which is U"ro* vott *g"Jacrcaie;' which the missed Wilsonville

ioventory closely upp-^irnutt''HJEit;; P;;i"-td by Mr' o'Brien's comment that a

rcquest for information was n-o"t f;;ilc: given our itaff brought the informadon

On a further note' developed indusrial propcly:I Ss sizc in Wilsonville' yiclds an

estimated volume of 17,500 ";;;;;pt'"f o'hich a conseruative estimate of 1096

vields 1750 truck trips. As d;;;"bly'-" awarc, every development is subject to.

ffiilil;; ilF":ffiv';;;i5;'f't" engineering to the citv' rhus' we have verv

rctiable estimation, on *r,"t *ilii*i upo"n a"u"lo,-ping "orr"nt 
u"cant land including

;;;;;;il;. -a rout", of d''"i' ron" assumeithatwilsonville East is

approximately a ner of 232""1i' ti"" trt" ittal with.the Citv's additional vacant land

bccomes 35.00o vehicular tpt "r *t'J1'50o will b" tn'"i ttio'' If Metro's calculation

of 450 acres is assumed ," b";";;;;"i'o" tota affe.ct is 52i0o total trips with 5'250

truck trips. I rcspecttully *gg;;;;;"rng vacant Wilsonville industrial land

significantly tak". up plunn"d"iilt" "'pl*v' aong with villebois' the futurc industrial

in the Northwest secuon, -"';;;;il;J inautt'Ia develoDment in the Northwest area

pmposed for UGB u*".am"'i' 
-Corn'non 

sense tells us the engineers are correct: that

N:Eily R6!id.r{r8t\5304jord!n doc
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adding Wilsonville East will simply overwhelm transponation capacity' cause conflicts

*iO 
""*itting 

neighborhoods' school zones' and commercial areas' and render the

provision oiother public facilities inefficient and ineffective'

Also. because land is in an RA-H zone, does not mean the City's Comprehensive Plan

r"ppiv "ii".fa"ndal 
land is either over or under-esdmated' If Metro made an error in

ttris regard all the more re.Bon to not add more industrial land' It will exacerbate our

;;;Ft,. housing imba.lance. something the City and Metro have worked closely to

Iesolue orer the y.urr. A, norcd above, the -ity relies on is Comprchensive Plan -
a"rignu,iont, not'its zoning designadons. The City has. had this approach since the.first

".tn"o*r"ag"o 
plan in lgg-0, -iMrt o has reviewed all the city's Plans and periodic

rari"* upa"u,a.. It certainly should not have come as a surprise that supply was

calculated in accordance with the City's comprehensive Plan designations' I note.Metro

urJ ponf-a. Comprehensive Plan iesignations and' therefore' have alrcady made an

exception.

Additionally,IrespectfullysugsestthatusingWilsonville'sinformationcanbeviewedas
- upp-6ot "orrcction 

U*"i-on the City'iunique approach among the remairung 22

.iti"'r. Ci""n this approach was used for Portland' and given that it is unique to

ivir.onuiir", upptyini it in tris insunce will not cause adomino affect and completely

change the unairiying assumptions acknowledged by LCDC' Metro's own rules mandat"

the use of the best available information.

Since Metro is proceeding on the basis of further review on rcmand of its Task 2 Work
pr.o-a.r'".i.necdstoaaactasslandtragriculorallandintotheUGBbecauseis
acrnowbageauaselineinformationrcsulted-inthedeterminationofanunmetindustrial
tandsnecd'letmesuggestthatthatbaselinemethodologyisstillsubjecttofunherrcview'
r" r*aYrni its calculiions after the remand. Metro iaelf adjusteddgt'n:-..d^t".XT"'
neca in relarAs to its over-supply of commercial lands' One could simply vtew trus

fL"., Lf"i."frai"g rfre Wilso'iiitte inventory as a "refinement" in accord with the Mctro

Ia.;u.**. It o,oJd uppe- that Metro s critiria 3.01.0208(l)(E) supports this approach

when protecting Tier 5 lands.

But'hypothetically'whatifMetrohasmadcaseriousmiscalculationinitsanalysis'
would not the economic health and livability of the rcgion, or effected sub-rcgron' E- -

i-p-""d Uy 
"*ing, 

.utt .. tt - uroiang correcting tlie error? For example' our staff is

ffig ,o uni"otani ttre use oi a 44% co--nvcrsion rate industrial to commercial when it

ffiirr-t "t 
fr/t"tro's own staff que.stions whether the 20% is too high' From my 24 plus

vears of rcDrcsenting WilsonvilL. the city clearly has not excecded the 20% rate giving

ffi";J .ffi;;-;;G, ,i#, ."""g"t,ion of the miscalcularion. This correction irself. 
_

would substantially rcduce, if not s"otue, the unmet need' It is verv undersundable' with

rhe hard work and diligence called for by such a massive 'ssignment' 
th.at lletro -9 yff

n-urirU rlttn to the occkion and having ione extensive work that they desire to protect

tfr" u"ZompUst -ents to date. But whyiave a public process if therc isn't any room foro
N :Eny Rccqdct{rtd\53grordu-dr
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refinement or corection. especially when it actually and realistically lessens the need for

Tier 5 lands?

Ordinance No. 04-1040'

Thank you for your professional counesies'

Very truly Youn'

ff
ttorney

Cc: Mayor Charlotte l,ehan and City Council
City Manger Arlene Loble
Metro AttorneY Dan CooPer
Scnior Regional Planner Tim O'Brien

Exhibis Attached:
. r'rhibit l: Eldon Johansen' May 4,2004 mcmo rc Sandi Young re: Faulty Informadon

and Faulty Conclurion, in'w#t anJie*t' Str"ice Causing Failure to Meet Goal I I'
Goal 14 and Title I I '

oErhibit2:JohnMichaelMay4,2}MmemotoMikeKohlhoffre:ProposedFmgPond
Industriat Area Public Facilities Evaluation' Including Maps titled:

o Exhibit # I , Ci,V J wi[*"if f " 
Urban Area and Proposed Metro Urban Growth

Boundary ExPansion'
o Exhibit #2' Figure 2-2' City of Wilsonville. Future Planning Areas'

oExhibit#3.Figt;;;:5y;1"'c"p""itvLimrtationsUnderBuild-outConditions'
o Exhibit #4, Ft# ;.d: ;ffiArtrnuu"" 2 tutcrial and collector classifications

(adopted by Citv Council June 2' 2003)

o Exhibit 3: Industriat ;;li;;;r;.. Analysis Studv: Public Facilities Feasibility

Analysis ro, tt 
" 

soutr, rt"-oo r'i"oiJ stai areas-- 
-Coffee 

Creck' Frog Pond' and

South of rhe Willamette River' Datcd October 19'2Co.1'

o Erhibit 4: Mictra"t ston"] 'iptfr ii' ZoOo' memo to M-ife Kohlhoff rc: Analvsis of

oDor.s ..propos"d M;;f;;roih nornaury (UGB) Industrial Expansion Arcas-"

. Exhibit 5: gtaon lonan1"n. M ay a'zof/.'memo to Sandi Young re: Failure to Consider

thc Impact of the witJ;ii;';;, i"dr"trial Area on rhe citv strcet system causinS

Failurc to Meet rt-;;;;t"il;G iule (Goal I 2)' Goal I l' Goal 14 and Title I l'

o

Given rhe better data available. I respectfully suggest rhe only reasonable. policy choice

under state law and common sense ii to appiy it to reduce the need for using resource

land and removing Wilsonville iasr from'rie amendment' On behalf of the City of

Wilsonville, please make ,im i",* p* 
"f 

the Metro record in the matter of the proPosed

O
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