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Meeting: JOINT POLICY ADVISORY COMMITTEE ON TRANSPORTATION

Date : MAY 8, 1997

Day: THURSDAY

Time: 7:30 a.m.

Place: METRO, CONFERENCE ROOM 370A-B

*1. MEETING REPORT OF APRIL 10, 1997 - APPROVAL REQUESTED.

*2. RESOLUTION NO. 97-2505 - ADOPTING COST-CUTTING AMENDMENTS TO
THE SOUTH/NORTH LIGHT RAIL ALTERNATIVES AND DESIGN OPTIONS
TO BE STUDIED FURTHER IN THE PROJECT DRAFT ENVIRONMENTAL
IMPACT STATEMENT - APPROVAL REQUESTED - Richard Brandman.

*3. RESOLUTION NO. 97-2507 - APPROVING THE RECOMMENDATION ON
COMMUTER RAIL FROM THE SOUTH/NORTH STEERING COMMITTEE -
APPROVAL REQUESTED - Richard Brandman.

*4. RESOLUTION NO. 97-2497 - ADOPTING THE RECOMMENDATIONS OF THE
WESTERN BYPASS STUDY FOR INCORPORATION INTO THE INTERIM
FEDERAL REGIONAL TRANSPORTATION PLAN - APPROVAL REQUESTED -
Andy Cotugno.

*5. ORDINANCE NO. 97-689A - AMENDING THE STATE REGIONAL TRANS-
PORTATION PLAN TO INCLUDE THE NEED, MODE, FUNCTION AND
CORRIDOR FOR THE 1-5 TO 99W CONNECTOR - APPROVAL REQUESTED -
Andy Cotugno.

*6. RESOLUTION NO. 97-2498 - ENDORSING THE INTERIM CORRIDOR
STRATEGY FOR THE PORTLAND TO LINCOLN CITY CORRIDOR -
APPROVAL REQUESTED - Andy Cotugno.

^Material enclosed.
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STAFF REPORT

CONSIDERATION OF RESOLUTION NO. 97-2505 FOR THE PURPOSE OF
ADOPTING COST-CUTTING AMENDMENTS TO THE SOUTH/NORTH
LIGHT RAIL ALTERNATIVES AND DESIGN OPTIONS TO BE STUDIED
FURTHER IN THE PROJECT DRAFT ENVIRONMENTAL IMPACT
STATEMENT

Date: April 25, 1997 Presented by: Richard Brandman

PROPOSED ACTION

This resolution adopts Exhibit A as the South/North Cost-Cutting Measures Final Report:
Amendments to Alternatives and Design Options. The resolution also adopts amendments,
described in more detail in Exhibit A, to the alternatives and design options to be studied further
in the South/North Draft Environmental Impact Statement.

FACTUAL BACKGROUND AND ANALYSIS

1. Background

The South/North Transit Corridor Study was initiated in April 1993 when the Metro Council
adopted Resolution No. 93-1784, which selected the Milwaukee and 1-5 North Corridors as the
region's high capacity transit priority to be studied further within a Federal Draft Environmental
Impact Statement (DEIS). In October 1993, the Federal Transit Administration (FTA) issued its
intent in the Federal Register to publish an EIS for the South/North Corridor.

The project then implemented a process to determine the alternatives and design options to be
studied further within the DEIS. The first step in that process led to the adoption of the Tier I
Final Report by Metro Council in December 1994, which determined the scope of the Phase One
project and the length and alignment alternatives to be studied further in the DEIS. The second
step concluded in November 1995 when the South/North Steering Committee adopted the Design
Option Narrowing Report which determined the design options to be studied further in the DEIS,
and in December 1995 when the Metro Council adopted Resolution No. 95-2243 which endorsed
those design options and which determined the alignment alternatives in downtown Portland to be
studied further in the DEIS.

2. Ballot Measure 32 Results

In February 1996 in a special session, the Oregon Legislature approved a bill that would have
provided $375 million in Oregon State Lottery funds for the state's share of South/North Light
Rail's capital budget for the first construction segment. That bill was placed on the November
1997 statewide ballot by petition. In November 1997, Ballot Measure 32 was defeated state-
wide.
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After the November election, the South/North Steering Committee directed staff to evaluate the
election results and to propose next steps for the South/North Transit Corridor Study. Following
are the Steering Committee's findings from that effort:

• The light rail funding measure passed with a 56 percent "yes" vote within the Metro boundary
and it passed in each of the three counties inside the Metro boundary.

• An independent survey of voters found that 70 percent of tri-county voters favor moving
forward with South/North light rail as it is currently defined or with some changes.

• The independent survey also found that, while support for light rail is high, there is some
concern about cost.

In response to the election results and analysis, the Steering Committee and Metro Council called
upon project staff to develop a range of options and design changes to significantly reduce the
cost of the project.

3. Cost-Cutting Process: Public Involvement Activities and Committee Recommendations

The Steering Committee held a joint work session with the South/North Citizens Advisory
Committee (CAC) in January 1997 to review and comment on preliminary cost-cutting measures
that had been identified by project staff. At that time, the two committees also heard ongoing
results of a major public involvement effort by the project to provide presentations on
South/North Light Rail at over 200 community, business and neighborhood meetings throughout
the region. That public involvement effort included the distribution of brochures to over 100,000
households with a mail-back survey that, while not scientific, showed that over 80% of
respondent approved of moving ahead with the South/North Light Rail Project.

In February 1997, the Metro Council adopted the South/North Finance Plan which formed the
basis of the region's request for South/North Light Rail Project funding to be included within the
reauthorization of the federal Intermodal Surface Transportation Efficiency Act and which
anticipated a reduction in project costs of over $500 million resulting from the ongoing cost-
cutting process.

In March 1997, the South/North Project Management Group (PMG) released its
recommendations for cost-cutting amendments to the project's alternatives and design options
within the Briefing Document: Proposed Cost-Cutting Measures. The PMG also initiated a 30-
day public comment period on those proposed amendments.

The 30-day comment period included six project open houses throughout the corridor to provide
the general public with the opportunity to receive material describing the proposed cost-cutting
measures and to talk directly with project planners and engineers. The CAC and the Steering
Committee each held a work session to review the proposed cost-cutting measures and
amendments to the project's alternatives and design options. An edition of the South/North News,
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the project newsletter which described the proposed amendments, was distributed to over 10,000
households and businesses. The comment period also included two public comment meetings
hosted by the Steering Committee, held on April 8 and 9, 1997. Public comment was also
received via the mail, the Transportation Hotline and the project's Web site. All comments
received during the public comment period have been documented in the Public Comments on
South/North Cost-Cutting Proposals Report (Metro: April 1997). The comment period, open
houses and public comment meetings were announced through advertisements in local
newspapers and publications, in news releases, at neighborhood meetings, on the Transportation
Hotline and through the South/North News.

On April 14, 1997, the South/North Expert Review Panel (ERP) met to review and discuss the
methods, assumptions and results of the cost-cutting process. The panel, which has met at major
project milestones since the initiation of the project in 1992, concluded that the methods,
assumptions and results of the process were appropriate and adequate for the public and project
officials to determine amendments to the alternatives and design options to be studied further in
the DEIS. The panel also provided specific suggestions for changes that could be incorporated by
the project as the proposed cost-cutting measures are analyzed in the DEIS. Carl Hosticka, the
Chair of the ERP, presented the findings of the panel to the Steering Committee at its meeting on
April 23, 1997.

On April 15, 1997, following the conclusion of the public comment period, the South/North PMG
met and adopted amendments to the cost-cutting measures that addressed comments received by
the project. Those recommendations are included in the Briefing Document: PMG's Proposed
Cost-Cutting Measures (Metro: April 1997).

On April 16, 1997, the CAC received further public comment and discussed the PMG's revised
recommendations. They concluded by adopting their own recommendations to the Steering
Committee for amendments to the alternatives and design options to be studied further within the
DEIS. Those recommendations were summarized in a letter dated April 18, 1997 from Rick
Williams, Chair of the CAC, to Councilor Ed Washington, Chair of the South/North Steering
Committee. While their recommendations were substantially similar to those of the PMG, they
did propose the addition of a length alternative from the Milwaukee Market Place to N Lombard
Street.

On April 22, 1997, the South/North Downtown Portland Oversight Committee met to review the
PMG's proposed cost-cutting measures for downtown Portland. The Oversight Committee
concluded by endorsing the PMG's recommendations and identified a variety of issues and
concerns that should be addressed by the project as those cost-cutting measures are studied
further in the DEIS. Charles Armstrong, Chair of the Oversight Committee, presented the
committee's conclusions to the Steering Committee at its meeting on April 23, 1997.
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On April 23, 1997, the Steering Committee met to review and discuss the public comment, the
technical analysis and the recommendations adopted by the PMG, the CAC and the Downtown
Portland Oversight Committee. The committee also discussed the findings and conclusions made
by the ERP. The Steering Committee concluded by adopting its own recommendations in the
Briefing Document: Steering Committee's Recommended Cost-Cutting Measures. The Steering
Committee's recommendations were then forwarded to the local jurisdictions for their
opportunity to review and comment on the proposed amendments to the project's alternatives and
design options.

4. Amendments to the DEIS Alternatives and Design Options

When the identified cost-cutting measures are taken together, project costs would be reduced by
approximately one-third, which represents a savings of over $500 million for a project serving
both Clackamas County, downtown Portland and North Portland. Additionally, the project's cost
per mile would be reduced to a level equivalent to the current Westside Project. The end result of
the cost-cutting process has been to enable the project to have higher ridership with less cost,
which will enable it to compete more effectively for federal funding.

The amendments are summarized in the attached resolution and are described in greater detail in
Exhibit A, South/North Cost-Cutting Final Report: Amendments to Alternatives and Design
Options.

I\CLER1CALUAN\DOC$\STT25O5.RPT



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF ADOPTING COST- ) RESOLUTION NO. 97-2505
CUTTING AMENDMENTS TO THE )
SOUTH/NORTH LIGHT RAIL ) Introduced by:
ALTERNATIVES AND DESIGN OPTIONS ) Councilor Washington
TO BE STUDIED FURTHER IN THE )
PROJECT DRAFT ENVIRONMENTAL )
IMPACT STATEMENT )

WHEREAS, In April 1993, the Metro Council adopted Resolution No. 93-1784 which

selected the Milwaukie and 1-5 North Corridors as the region's high-capacity transit priority for

study and combined them into the South/North Transit Corridor to be studied within a federal

Draft Environmental Impact Statement; and

WHEREAS, In October 1993, the Federal Transit Administration issued notification of

intent in the Federal Register to publish a South/North Environmental Impact Statement; and

WHEREAS, The current alternatives being studied in the Draft Environmental Impact

Statement were approved by the Metro Council in December 1994 with the adoption of

Resolution No. 94-1989 and in December 1995 with the adoption of Resolution No. 95-2243;

and

WHEREAS, It is the role of the South/North Project Management Group, the

South/North Citizens Advisory Committee, the South/North Downtown Portland Oversight

Committee, the South/North Steering Committee and the project's participating jurisdictions to

recommend alternatives to be studied further in the Draft Environmental Impact Statement; and

WHEREAS, It is the role of the Metro Council to make the final determination of the

alternatives to advance into the Draft Environmental Impact Statement for further study; and

WHEREAS, In December 1996, the Metro Council endorsed the South/North Steering

Committee's findings that there remains a strong base of regional support for the South/North

Light Rail Project, as currently planned or with some changes, and Metro Council endorsed the

committee's plan to undertake a process intended to significantly reduce costs for the

South/North Metro Resolution No. 97-2505
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South/North Transit Corridor Study; and

WHEREAS, In February 1997, the Metro Council adopted Resolution No. 97-2460

which endorsed the South/North Light Rail Project Finance Plan as adopted by the South/North

Steering Committee that would require a significant reduction in South/North project costs; and

WHEREAS, In March 1997, The South/North Project Management Group proposed

significant cost-cutting measures for the South/North Light Rail Project in the South/North

Briefing Document: Proposed Cost-Cutting Measures and initiated a 30-day public comment

period on those proposed cost-cutting measures; and

WHEREAS, In April 1997, the South/North Expert Review Panel reviewed the methods,

assumptions and results of the cost-cutting process and concluded that they were appropriate and

adequate for the public and project officials to determine amendments to the alternatives and

design options to be studied further in the Draft Environmental Impact statement; and

WHEREAS, In April 1997, following the conclusion of the public comment period, the

South/North Project Management Group, the South/North Citizens Advisory Committee, the

South/North Downtown Portland Oversight Committee and the South/North Steering Committee

adopted recommendations for proposed cost-cutting measures for the South/North Light Rail

Project; and

WHEREAS, The proposed amendments to the alternatives and design options were

developed and evaluated based upon the project's criteria and measures, including estimated

costs, ridership, bi-state land use and development goals and significant environmental benefits

and impacts; and

WHEREAS, The cost-cutting measures as proposed by the South/North Steering

Committee would reduce project costs by approximately one-third, resulting in savings totaling

more than $500 million dollars, consistent with the project's adopted Finance Plan, while

allowing the proposed project to meet its goal and objectives; now, therefore

South/North Metro Resolution No. 97-2505
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BE IT RESOLVED:

1. That Exhibit A is hereby adopted as the South/North Cost-Cutting Measures Final

Report: Amendments to Alternatives and Design Options.

2. That the following amendments, described in more detail in Exhibit A, are made to the

alternatives and design options to be studied further in the South/North Draft Environmental

Impact Statement:

A. Clackamas Regional Center

• Add a terminus option at the Clackamas Town Center Transit Center Station for both the

North and South of CTC Alignment Alternatives.

• Amend the North of Clackamas Town Center Alignment Alternative by deleting the

proposed alignment generally adjacent to SE Fuller Road and linking the alignment between

SE Monterey Avenue and SE Harmony Road with an alignment that would run in the

vicinity of SE 79th and 80th Avenues.

B. Railroad Avenue

• Amend the current Railroad Avenue Alternative being studied in the DEIS to reflect a

narrower street design.

• Add an alternative that would close sections of Railroad Avenue to through-traffic and

would generally locate light rail within the right-of-way currently occupied by Railroad

Avenue.

• Add a North of Highway 224 alignment to be studied further in the DEIS. The proposed

new alignment alternative would run north of and parallel to Highway 224, generally within

right-of-way currently owned by ODOT.

• Evaluate the Railroad Avenue Alignment alternatives with and without a Wood Avenue

Station.

C. Central Milwaukie

• Eliminate the two Monroe Street Alternatives and add a Main Street/SP Branch Line

Alternative to the DEIS for further study.

D. McLoughlin Boulevard

• Study the McLoughlin Boulevard segment with two options, one that would include the

reconstruction of the SE Bybee Boulevard overpass and one that would not include

South/North Metro Resolution No. 97-2505
Page 3



reconstruction of the overpass.

E. South Willamette River Crossing

• For the Caruthers Crossing Alternative:

1) eliminate the Caruthers Modified Alignment Alternative (including the 100-foot,

fixed-span bridge);

2) add a 75-foot, fixed-span bridge alternative; and

3) add two westbank design options for the 75-foot bridge alternative, a Caruthers/Moody

alignment and a Caruthers/South Marquam alignment.

• Eliminate the Above-Grade Design Option of the Caruthers/Brooklyn Yard Alignment

Alternative.

F. Downtown Portland

• Replace the perpendicular turn alignment design from SW Harrison Street to SW 5th and

6th Avenues with the PSU diagonal alignment design.

• Add a MAX Connector Alternative to the DEIS for further study. This recommendation

would:

1) retain the existing full-mall alignment; and

2) add a second alternative in downtown Portland that would be composed of the full-

mall alignment from the PSU Plaza to Morrison and Yamhill, where the South/North

and the East/West tracks would be connected.

G. Eliot

• Add a lower-cost design of the Arena Transit Center.

H. Kaiser to Lombard Street

• Add a design option to the 1-5 Alignment that would move the existing southbound 1-5 off-

ramp at N Alberta Street to just north of N Going Street and would close the existing

southbound on-ramp to 1-5 from N Alberta Street (access southbound would be via the N

Going Street on-ramp).

• Modify the track treatment planned for Interstate Avenue to reduce costs while retaining

urban design objectives.

• Eliminate the north terminus options at the Edgar Kaiser Medical Facility and replace it with

a terminus option at Lombard Street to be coupled with a south terminus at the Clackamas

South/North Metro Resolution No. 97-2505
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Regional Center.

• Include in the DEIS a summary of the costs, ridership and other significant benefits and

impacts associated with an alternate terminus location in Kenton.

I. Lombard Street to VA Hospital/Clark College

• Eliminate the north MOS terminus option at the Expo Center and replace it with a terminus

option at Lombard Street to be coupled with a south terminus at the Clackamas Regional

Center.

ADOPTED by the Metro Council on this day of ., 1997.

Jon Kvistad, Presiding Officer

Approved as to Form:

Daniel B. Cooper, General Counsel

l:\CLERICAL\JAN\97-2505.res.wpd
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I Introduction

In December 1996, the South/North Steering Committee and Metro Council
evaluated the results of Ballot Measure 32, which would have provided State of
Oregon funding for the South/North Light Rail Project. Following are their key
findings:

• The light rail funding measure passed with a 56 percent "yes" vote within the
Metro boundary and it passed in each of the three counties inside the Metro
boundary.

• An independent survey of voters found that 70 percent of tri-county voters
favor moving forward with South/North light rail as it is currently defined or
with some changes.

• The independent survey also found that, while support for light rail is high,
there is some concern about cost.

In response to the election results and analysis, the Steering Committee and Metro
Council called upon project staff to develop a range of options and design changes
to significantly reduce the cost of the project.

The purpose of this Briefing Document is to provide a summary of the technical
information and recommendations of the South/North Steering Committee on cost-
cutting measures to be incorporated into the South/North Transit Corridor Study.
This document begins with an overview of past narrowing actions, the purpose and
need that is being addressed by the study and a discussion of the objectives that
have guided the development of cost-cutting measures. The Briefing Document
concludes with a segment-by-segment description of which cost-cutting measures
are being recommended for further study and why.

A. Previous Actions

The South/North Transit Corridor Study was initiated in July 1993, following the
region's decision in April 1993 to designate the South/North Corridor as the
priority corridor for further study of a high capacity transit (HCT) improvement.

Scoping Process: In December 1993, the South/North Steering Committee
established the scope or range of alternatives to be considered in the South/North
Transit Corridor Study. The number of alternatives to be studied further was first
narrowed through a public process that was initiated in September 1993. At that
time, the Federal Transit Administration issued its intent to publish a Draft
Environmental Impact Statement (DEIS) for the South/North Corridor. The
Scoping Process also acknowledged a two-tiered process to be used to narrow the
range of alternatives to be studied further within the DEIS.

Tier I - Narrowing Terminus and Alignment Alternatives: In December 1994,
following the preparation of technical analysis and public comment on the
alternatives identified during the Scoping Process, the Metro Council adopted the

range of Terminus (end points) and Alignment Alternatives to be studied further
within the DEIS.

Tier I - Design Option Narrowing: In December 1995, the Steering Committee
considered further refinements to the alternatives by narrowing the range of Design
Options.

These narrowing actions, taken between 1993 and 1995, have established the range
of alternatives and options currently being studied within the corridor. In early
1996, project staff initiated work on analyzing the alternatives and on preparing
the DEIS.

B. The Task at Hand: Reduce Costs While Retaining Value

During the past four months, project staff have been developing and evaluating a
wide range of options to reduce project costs. The range of cost-cutting measures
that have been identified include changes to designs throughout the corridor,
modifications to standards, reductions in construction schedules and many more.
This document summarizes the Steering Committee's recommendations on which
cost reduction options are the most promising and should be incorporated into the
project. The Steering Committee's recommendations are based on balancing the
project's goal to reduce costs while retaining as much value in the project as
possible.

The adoption process for the cost-cutting measures is illustrated in Appendix A.
The process includes a 30-day public comment period, which was open between
March 14 and April 14, 1997. Public comments were received at two meetings
hosted by the Steering Committee on April 8 and 9, 1997. Comments were also
received by mail, through the Transportation Hotline and on the Project's Web
page. Documentation of all citizen input received during the comment period is
provided in the Public Comments on South/North Cost-Cutting Proposals Report
(Metro: April 1997). The public comment period was followed by the adoption of
recommendations from the PMG, Citizens Advisory Committee (CAC) and the
Downtown Portland Oversight Committee. This report documents the subsequent
recommendations unanimously adopted by the South/North Steering Committee on
April 23, 1997. Local jurisdictions and agencies will be provided the opportunity
to adopt their own recommendations before the Metro Council takes action on the
final set of cost-cutting measures to be incorporated into the study.

Before the cost-cutting measures are described in more detail, it is important to
understand the foundation of the South/North Transit Corridor Study. By
understanding the purpose of the proposed light rail project and the transportation
and the land use needs that it can address, we can better evaluate the proposed
cost-cutting measures. The project's goal and objectives, now more than ever, are
valuable tools in examining trade-offs between options. They will also be used to
determine which are the most promising ways to implement reductions in costs
while retaining the maximum level of the project's effectiveness.
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II Purpose and Need

The following two pages are intended to set a context for the South/North Transit
Corridor Study: What area does the Study cover? Why are we studying the
South/North Corridor? What purpose would the Light Rail Transit (LRT)
alternative and the various design options serve? How will we evaluate alternatives
being studied?

A. The South/North Corridor

Figure 1 illustrates the South/North Corridor. The Corridor is the travel shed
extending north from the Oregon City area in Clackamas County, through
downtown Portland and into Clark County, north of Vancouver. The Corridor is
defined in this way because it captures the trips that could benefit from the major
transit improvements being evaluated, either on LRT exclusively or federal onto
light rail through a system of connecting bus routes and/or park-and-ride lots.

Key activity centers within the Corridor help to define the points that LRT should
connect. These key activity centers include Oregon City, the Clackamas Regional
Center (CRC) area and the downtowns of Milwaukie, Portland and Vancouver.
The Corridor also includes other important centers such as the Oregon Institute of
Technology, Clackamas Community College, the Central Eastside Industrial Area,
OMSI, the North Macadam Redevelopment Area, Portland State University, the
Union Station/North River District, the Rose Quarter, Interstate Avenue, Portland
Community College in north Portland, the VA Hospital and Clark College.

In all, the South/North Corridor covers almost half of the metropolitan region. It is
characterized by high employment and residential growth (higher than the region
as a whole), with the potential for worsening travel and air quality conditions.

B. Phasing the Development of LRT in the Corridor

One of the most significant outcomes of the analysis to date has been the
acknowledgment that the development of light rail in the South/North Corridor
will need to take place over several phases, spanning a decade or more. The
project's first phase has been defined as the segment between the Clackamas
Regional Center in the south, through central Milwaukie and downtown Portland
to a northern terminus in Vancouver. The second phase of the project would
extend the project south to Oregon City, via either McLoughlin Boulevard or 1-205.

Funding and cash-flow limitations will also require that the first phase of the
project be built in at least two or three distinct construction segments. Various
construction segments and funding options will be studied further in the DEIS and
Final Environmental Impact Statement (FEIS). Figure 1 - The South/North Corridor
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C. Transportation Problems and Opportunities

The problems and opportunities that exist within the South/North Corridor set the
context for defining and evaluating the LRT alternatives and design options.

• Population and Employment Growth. With the expanding Northwest
economy, population within the Portland/Vancouver metropolitan area is
projected to grow by 500,000 to 700,000 over the next 20 years. Anticipating
and managing that growth is essential in order to ensure that the region's
quality of life is not diminished.

• Traffic Problems. With this growth, traffic in the South/North Corridor is
exceeding the capacity of many of the roads and intersections within the
highway system. For example, most of McLoughlin Boulevard is currently
highly congested with a level of service of E or F (A is best, F is worst). In the
north, traffic across the Columbia River has almost doubled since the opening
of the 1-205 Bridge with 1-5 currently operating at level of service E to F.
Projections for continued growth well into the future will cause demand to
exceed capacity during the key commute periods.

• Transit Problems. As the highway network becomes congested, the bus
network, which shares the road with cars and trucks, experiences longer travel
times and high levels of unreliability. Deterioration in speed and reliability of
buses increases operating costs, lowers ridership and costs transit riders
thousands of person hours a day through longer bus trips.

• Regional Plans. For over 20 years, the region has shaped its land use and
transportation plans based upon the expectation that high capacity transit
(HCT) would be provided within the South/North Corridor. Those plans have
sized the road network, defined the comprehensive land use plans and
implemented a bus network that would enhance and be served by an HCT
facility.

• State Regulations. Both Oregon and Washington jurisdictions must comply
with state regulations affecting transportation and land use planning. Oregon
requires that the region plan for a 20 percent reduction in the per capita
vehicle miles traveled and a 10 percent reduction in the per capita number of
parking spaces. In the State of Washington, Clark County jurisdictions
adopted commute trip reduction ordinances that require major employers to
reduce single occupancy vehicle trips by 35 percent by 1999.

• Economic Health. There is growing concern that reduced accessibility within
the South/North Corridor may reduce its ability to attract and retain industrial
and commercial development in the Corridor. This trend adds to the concern
in Clark County regarding the relative loss of per capita income compared to

the region. Further, concurrency requirements within the State of Washington
may limit new development if the transportation system is inadequate to
handle new demand.

• Air Quality. The region is currently "marginal" for ozone levels and
"moderate" for carbon monoxide. Transit expansion is a key element of the
region's proposed Air Quality Maintenance Plan and could save new industry
$2 million a year in air quality clean-up costs.

D. Goal and Objectives

In response to these problems and opportunities, the South/North Steering
Committee has adopted the following goal and objectives for the Project:

To implement a major transit expansion program in the South/North Corridor that
supports bi-state land use goals, optimizes the transportation system, is
environmentally sensitive, reflects community values and is fiscally responsive.

1. Provide high quality transit service.

2. Ensure effective transit system operations.

3. Maximize the ability of the transit system to accommodate future growth in
travel.

4. Minimize traffic congestion and traffic infiltration through neighborhoods.

5. Promote desired land use patterns and development.

6. Provide for a fiscally stable and financially efficient transit system.

7. Maximize the efficiency and environmental sensitivity of the engineering
design of the proposed project.

To date, alternatives and design options have been developed to address the
problems and opportunities within the Corridor. Once the DEIS is published, the
study's goal and objectives will provide a framework for evaluating and selecting
the preferred alternative and design option for each segment of the corridor.

The goal and objectives also provide the basis of the recommendations for cost-
cutting measures to be incorporated into the study at this time. The goal of
reducing project costs must always be seen in light of the project's transportation
and land use objectives to help ensure that the best project, reflecting a balance of
cost and effectiveness, is the one that moves into final design and construction.
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Ill Segments: Current Alignment Alternatives and Design
Options Under Study

The Phase One South/North Project has been divided into several segments,
including a range of alternatives and design options within each segment.
Following is a summary of those segments and the alternatives and design options
that are currently under study within the DEIS. This is the starting point for the
proposed cost-cutting measures. The recommendations within this report would
keep, amend or delete these project alternatives and design options or they would
add new lower-cost alternatives to the DEIS for further study.

These segments, alternatives and design options are illustrated in Figure 2.

1. Clackamas Regional Center

Alignment:
• North of CTC
• South of CTC

• South of OIT/CCC
• North of OIT/CCC

Terminus Location:
• 93rd Avenue
• 105th Avenue

2. Railroad Avenue
• Railroad Avenue

3. Central Milwaukie
• . Monroe Street and 21st/McLoughlin
• Monroe Street and SP Branch Line

4. McLoughlin Boulevard
• McLoughlin Boulevard

5. South Willamette River Crossing
• Caruthers/Brooklyn Yard

• At-Grade Crossings
• Above Grade Crossings

• Ross Island Crossing
• West McLoughlin Boulevard
• East McLoughlin Boulevard

6. Downtown Portland
• Harrison Street and Center Lane of Transit Mall

• Irving Street
• Glisan Street

7. Eliot
• Wheeler Avenue Alignment and Russell Street Station
• East of 1-5 Alignment and Kerby Street Station

8. Kaiser to Lombard Street
• Interstate Avenue Alternative
• 1-5 Alternative

9. Lombard Street to VA Hospital/Clark College
• West of 1-5
• Lift Span Bridge
• Two-Way on Washington Street

Length Alternatives

Because the Phase One Project will need to be built as two or more construction
segments, the current study also includes several segments that are shorter than the
Full-Length Alternative from Clackamas Regional Center to Vancouver.

These shorter Length Alternatives are called Minimum Operable Segments (MOS).
Specifically, they are options for the first construction segment. These construction
segments will play an important role in developing the project's finance plan. The
first construction segment will be selected along with the preferred alignment
alternative and design option following the publication of the DEIS.

Following are the Length Alternatives currently under study within the DEIS:

• Full-Length. Clackamas Regional Center to Vancouver

• MOS 1. Milwaukie Market Place to Vancouver

• MOS 2. Clackamas Regional Center to the Rose Quarter Transit Center

• MOS 3. Clackamas Regional Center to the Edgar Kaiser Medical Facility

• MOS 4. Clackamas Regional Center to the Expo Center
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Figure 2 - The South/North Corridor Segments:
Current Alternatives and Design Options

IV Cost-Cutting Process

A. Cost-Cutting Principle

The following principle has been used to develop and recommend the cost-cutting
measures outlined in this report:

To design the most cost-effective rail project that achieves livability and
transportation goals within available funding.

This means:

• The project must be highly competitive with comparable projects elsewhere in
the nation based on a variety of criteria, including cost-per-mile and ridership.

• The project must serve Clackamas County, downtown Portland and North
Portland to achieve maximum ridership potential and to best serve the corridor.

• The project must allow for a future extension to Oregon City and Clark County.

• If the project is built in segments, the first segment will be the South segment.

• Local jurisdictions and public-private partnerships may provide local
enhancements and project elements with financing that they provide.

B. Cost-Cutting Categories

These principles provided direction leading to the identification, evaluation and
recommendation of cost-cutting measures. Broad categories as well as specific
options for reducing costs were identified. Following are the four general areas
where efforts to lower costs have been directed:

• Changes in Project Scope - Permanent Changes and Deferrals

This category of cost reduction measures represents proposed changes in the
design of the project. Some of the changes would be permanent (such as a
different alignment), while other changes would be deferments and
improvements to a later construction segment or phase.

Changes in project scope are proposed throughout the corridor, effecting most
segments and design options currently under study. The proposed changes in
scope range from deleting or amending current alternatives and options to
adding newer, lower-cost options. These proposed changes are recommended
and discussed within this document.
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Changes in Financial Responsibility

This effort will seek to identify new funds that could be made available to the
South/North Project from participating agencies through the donation or
reduced costs of right-of-way and/or facilities. Similarly, coordinated design
and/or construction of related transportation projects could also reduce
South/North costs. Additionally, the cost of relocating public utilities may be
able to be reduced by changes in relocation policies, track-bed design and
changes in cost-sharing responsibilities. Both the right-of-way donation and
cost-reduction options for public utility relocation have been recommended to
be pursued.

Changes in Management Approach

Changes in management approach can reduce the engineering and
administration costs needed to design and build the project by over 10 percent.
Also, by planning to use the same rail car design as the Westside/Hillsboro
Project, Tri-Met can reduce its spare rail car ratio from 20 percent to 15
percent.

Changes in Costing Methodology

Costs of building a light rail project are estimated using a methodology based
upon numerous individual factors. Project staff have reviewed each one of
those factors. Revisions have been proposed for those factors that appeared to
be too conservative or where new information is now available. Experience on
the Banfield and Westside lines and recent local construction experience was
used to revise the costing methods.

An important revision to the cost methodology will be to assign separate
contingencies appropriate to various elements of the project. In the past, one or
two very broad levels of contingency were used project-wide. The new
methodology allowed some contingencies to increase (for example with a
bridge) while other contingencies went down. The combined effect is lowered
overall contingency due to more accurate costing.

Forecasts of right-of-way costs were also reduced to reflect a higher level of
information based on the most recent experience from the Westside light rail
project.

Finally, as we all know, inflation leads to higher costs. In the past, the
South/North Project has used an inflation factor previously developed by the
Federal Transit Administration. Experience over the past several years allows
us to incorporate a lower inflation rate.

C. Resulting Capital Costs

When the proposed cost-cutting measures are taken together, project costs are
reduced by approximately one-third. For example, a segment that was previously
estimated to cost $1.5 billion would now be estimated to cost approximately $1
billion.

The following segment-by-segment discussion of proposed amendments to the
DEIS alternatives includes preliminary estimates of the costs associated with the
recommended change. These costs incorporate the design and scope differences
between the alternatives or options being considered within that segment. Also,
the cost differences between the alternatives reflect the other system-wide cost
methodology changes discussed previously (e.g. financial responsibility,
management and costing methodology). For example, if a proposed alignment
change is described as saving $10 million, it incorporates factors such as the
inflation rate and the revised engineering and administration rate.

More precise cost estimates will be prepared for the DEIS, once the range of cost-
cutting measures is finally adopted. The revised cost estimates will be available for
the selection of the locally preferred alternative.

The cost estimates included within this report are year of expenditure costs
(YOE$), that is they are the estimates of what it would cost to build the project five
or more years in the future. An inflation rate is used to inflate current dollar costs
into the year of expenditure cost estimates.

Capital costs include right-of-way, utility relocation, related roadway
reconstruction, LRT grade preparation, structures, trackwork, at-grade crossings,
stations and fare collection, park-and-ride lots, special conditions, system costs
(e.g. signals system), light rail vehicles and maintenance facilities. The cost
estimates also include engineering, administration and a contingency allowance to
reflect the level of design detail available. The unit rates used to develop these
estimates include historic data and recent Westside LRT data, where available.

D. Ridership, Traffic and Environmental Analysis

Because lowering costs is only one of several objectives of the project, this
document provides an assessment of the significant ridership, traffic and
environmental impacts associated with the proposed cost-cutting measures. Much
of this assessment is founded in the analysis that has been prepared to date for the
DEIS. Some portion of the analysis has been developed over the past two to three
months to support this cost-cutting exercise. A broader spectrum of ridership,
traffic and environmental analysis will be performed, documented and evaluated
within the DEIS and will provide the basis for the selection of the preferred length
and alignment alternatives.
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E. Summary of Recommendations

Following is a summary of the Steering Committee's recommended changes to the
alternatives and design options to reflect the most promising cost-cutting measures.
A more detailed description of these recommended amendments to the alternatives
and design options to be studied further is provided in the following chapters.

1. Clackamas Regional Center

• Add a terminus option at the Clackamas Town Center Transit Center Station
for both the North and South of CTC Alignment Alternatives.

• Amend the North of Clackamas Town Center Alignment Alternative by
deleting the proposed alignment generally adjacent to SE Fuller Road and
linking the alignment between SE Monterey Avenue and SE Harmony Road
with an alignment that would run in the vicinity of SE 79th and 80th Avenues.

2. Railroad Avenue

• Amend the current Railroad Avenue Alternative being studied in the DEIS to
reflect a narrower street design.

• Add an alternative that would close sections of Railroad Avenue to through-
traffic and would generally locate light rail within the right-of-way currently
occupied by Railroad Avenue.

• Add a North of Highway 224 alignment to be studied further in the DEIS. The
proposed new alignment alternative would run north of and parallel to Highway
224, generally within right-of-way currently owned by ODOT.

• Evaluate the Railroad Avenue Alignment alternatives with and without a Wood
Avenue Station.

3. Central Milwaukee

• Eliminate the two Monroe Street Alternatives and add a Main Street/SP Branch
Line Alternative to the DEIS for further study.

4. McLoughlin Boulevard

• Study the McLoughlin Boulevard segment with two options, one that would
include the reconstruction of the SE Bybee Boulevard overpass and one that
would not include reconstruction of the overpass.

5. South Willamette River Crossing

• For the Caruthers Crossing Alternative:

a) eliminate the Caruthers Modified Alignment Alternative (including the
100-foot, fixed-span bridge);

b) add a 75-foot, fixed-span bridge alternative; and,
c) add two westbank design options for the 75-foot bridge alternative, a

Caruthers/Moody alignment and a Caruthers/South Marquam alignment.

• Eliminate the Above-Grade Design Option of the Caruthers/Brooklyn Yard
Alignment Alternative.

6. Downtown Portland

• Replace the perpendicular turn from SW Harrison Street to SW 5th and 6th
Avenues with the PSU diagonal alignment.

• Add a MAX Connector Alternative to the DEIS for further study. This
recommendation would: 1) retain the existing full-mall alignment; and 2)
would add a second alternative in downtown Portland that would be composed
of the full-mall alignment from the PSU Plaza to Morrison and Yamhill, where
the South/North and the East/West tracks would be connected.

7. Eliot

• Add a lower-cost design of the Arena Transit Center.

8. Kaiser to Lombard Street

• Add a design option to the 1-5 Alignment that would move the existing
southbound 1-5 off-ramp at N Alberta Street to just north of N Going Street and
would close the existing southbound on-ramp to 1-5 from N Alberta Street
(access southbound would be via the N Going Street on-ramp).

• Modify the track treatment planned for Interstate Avenue to reduce costs while
retaining urban design objectives.

• Eliminate the north terminus options at the Edgar Kaiser Medical Facility and
replace it with a terminus option at Lombard Street to be coupled with a south
terminus at the Clackamas Regional Center.

• Include in the DEIS a summary of the costs, ridership and other significant
benefits and impacts associated with an alternate terminus location in Kenton.

9. Lombard Street to VA Hospital/Clark College

• Eliminate the north MOS terminus option at the Expo Center and replace it
with a terminus option at Lombard Street to be coupled with a south terminus at
the Clackamas Regional Center.
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V Clackamas Regional Center

The Clackamas Regional Center segment is centered
around the Clackamas Town Center area, which is
designated within Metro's 2040 Plan as a Regional
Center. The Clackamas Regional Center is expected to
experience significant growth in the future, reinforcing
its existing characteristics of mixed land uses, including
retail, office, commercial, education and low to high
density housing.

This segment presents two primary issues: 1) Should the
alignment run south or north of the Town Center
between 82nd Avenue and 1-205?; and, 2) Where should
the line terminate? Alternatives addressing both of these
issues have been developed and analyzed.

It is important to note that the South Terminus options
are for the end point of the Phase One South/North
Project. A future extension to Oregon City, via 1-205 or
McLoughlin Boulevard, is proposed and can be
accommodated by any of the design options currently
under consideration.

Project staff recommends the following amendments to
the range of alternatives and design options within the
Clackamas Regional Center segment (see in Figure 3).

Recommendation 1:

Add a terminus option at the Clackamas Town Center Transit Center Station for
both the North and South of CTC Alignment Alternatives.

Rationale:

• Cost. A South of CTC Terminus at the Transit Center would cost
approximately $40 million less than the 93rd Terminus (YOE$). A North of
CTC Terminus at the Transit Center would save approximately $60 million
compared to the 105th Avenue Terminus Option (YOE$).

• Ridership. Light rail weekday ridership in 2015 would be approximately 1,400
fewer with a terminus at the transit center than with the 93rd or 105th Avenue
Terminus Options.

Figure 3 - Clackamas Regional Center Segment

• Transit Connections. Because light rail would terminate at the CTC Transit
Center, all bus routes serving the Clackamas Regional Center would have
transit access to light rail.

• Park-and-Ride Capacity. By eliminating park-and-ride lots at the terminus
stations (and a joint-use facility at the New Hope Church site), a Transit Center
Terminus would need to find replacement parking capacity either through
larger lots along the remainder of the line or through a future extension to the
terminus lots. If replacement parking capacity was not built, ridership using
park-and-ride access would be lost.

• Significant Environmental Impacts. There are no anticipated additional
significant environmental impacts associated with a Transit Center terminus
option. Impacts due to the alignment east of the Transit Center Station would
be avoided until an extension was implemented.
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• Oregon City Extension. An extension to Oregon City via 1-205 would be
feasible with a Transit Center Terminus.

Recommendation 2:

Amend the North ofClackamas Town Center Alignment Alternative by deleting
the proposed alignment generally adjacent to SE Fuller Road and linking the
alignment between SE Monterey Avenue and SE Harmony Road with an alignment
that would run generally in the vicinity ofSE 79th and 80th Avenues. This
proposed change would provide the North of CTC Alignment Alternative with a
station and park-and-ride lot located at the southwest corner ofSE Harmony Road
and SE 82nd Avenue. (Both the North of CCC/OIT and South of CCC/OIT Design
Options would be included within the North of CTC Alignment Alternative. The
Project Management Group would continue to work with the OYT, CCC, the
Clackamas County Regional Parks District and other interested parties to
determine if the CCC/OIT Design Options should be modified to reduce costs
and/or improve their characteristics.) The modified alignment would include an at-
grade light rail crossing ofSE 82nd Avenue at SE Monterey Avenue rather than an
elevated crossing ofSE 82nd Avenue currently under study in the DEIS.

Rationale:

• Cost. The proposed amendment to the North of CTC Alignment Alternative
with a SE 79th/80th Avenue alignment would save approximately $12 million to
$24 million (YOE$) compared to the SE Fuller Road alignment (depending
upon which CCC/OIT Design Option is ultimately selected).

• Ridership and Park-and-Ride Capacity. While the stations located on SE Fuller
Road and SE Harmony Road would provide access to different residences and
activity centers, ridership levels at the two stations would be similar. However,
with access to a park-and-ride lot at SE Harmony Road and SE 82nd Avenue,
approximately 2,200 additional light rail park-and-ride trips would be taken with
the SE 79th/80th Avenue alignment (weekday 2015).

• Travel Time. Travel time between the CTC Transit Center Station and other
stations west of the Linwood Station would be approximately one minute slower
via SE 79th/80th Avenue.

• Potential Displacements. The number of potential residential unit displacements
would be reduced from approximately 40 with the SE Fuller Road alignment to
approximately 6 with the SE 79th/80th Avenue alignment. The number of
potential commercial unit displacements would be similar under either
alignment.

Oregon City Extension. While a future extension to Oregon City via 1-205
would be feasible with either the SE Fuller Road or the SE 79th/80th Avenue
alignment, the additional minute in travel time associated with the SE 79th/80th
Avenue alignment would lead to somewhat lower ridership between Oregon
City and destinations such as downtown Milwaukie and Portland.
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VI Railroad Avenue/Highway 224

This segment would provide a light rail connection between the Clackamas
Regional Center area and central Milwaukie. The segment is generally bounded to
the north and south by established residential areas and bisected by industrial,
commercial and retail centers parallel to Highway 224.

Currently, a single alignment south of and parallel to SE Railroad Avenue is being
studied in the DEIS for this segment. The current alternative would relocate SE
Railroad Avenue approximately 30 feet north of its current location and would
place light rail between SE Railroad Avenue and the existing freight and intercity
passenger rail line to the south.

Project staff recommend the following changes to the alternative currently being
studied in the DEIS (see figure 4).

Recommendation 1:

Amend the current SE Railroad Avenue Alternative being studied in the DEIS to
reflect a narrower street design. In general the current alternative would rebuild
SE Railroad Avenue to have one twelve-foot, general purpose automobile lane and
one six-foot bike lane in each direction with a six-foot sidewalk on the north side
of the street. The revised design would narrow the automobile lanes to ten feet
and the adjacent bike lanes to five feet and a sidewalk of six feet to four feet.

Rationale:

• Cost. By narrowing the cross-section of the reconstructed SE Railroad Avenue,
costs would be reduced by approximately $4 million (YOE$).

• Ridership. Because light rail travel times would be the same under the revised
street design, light rail ridership would remain unchanged from the design
currently in the DEIS.

• Displacements. Potential residential displacements along SE Railroad Avenue
would be reduced by 8, from approximately 73 associated with the current
design to approximately 65 with the revised design.

• Parklands. The narrower width of SE Railroad Avenue would reduce the
anticipated impact to the Hector Campbell Elementary School ballfield located
at the intersection of SE 47th Avenue and SE Railroad Avenue.

• Local Traffic. The use of narrow lanes along the length of SE Railroad Avenue
is predicated on SE Railroad Avenue being changed from an arterial to a
neighborhood collector by the City of Milwaukie.

• Park-and-Ride Capacity. Park-and-ride capacity at SE 37th Avenue, just north
of the Milwaukie Market Place, would remain unchanged and approximately
100 spaces at the proposed park-and-ride lot located at SE Harmony Road and
SE Linwood Avenue would need to be structured.

Recommendation 2:

Add an alternative that would close sections of SE Railroad Avenue to through-
traffic and would generally locate light rail within the right-of-way currently
occupied by SE Railroad Avenue. Limited sections of SE Railroad Avenue would
be reconstructed to provide access to properties fronting SE Railroad Avenue or to
provide access to intersecting streets that only have access via SE Railroad
Avenue. Other streets connecting to SE Railroad Avenue would be converted to
cul-de-sacs. This alternative is conceptually illustrated in Figure 5.

Rationale:

• Cost. By closing SE Railroad Avenue to through-travel and using the vacated
right-of-way for light rail, the revised design would lower cost by approximately
$23 million when compared to the current option being studied in the DEIS.

• Ridership. Because light rail travel times would be the same under the revised
street design, light rail ridership would remain unchanged from the design
currently in the DEIS.

• Displacements. Closing of SE Railroad Avenue to through-traffic would reduce
the number of potential residential unit displacements by 65, from
approximately 73 to 8.

• Parklands. By avoiding the reconstruction of SE Railroad Avenue between SE
47th and SE 48th Avenues, there would be no impact to the Hector Campbell
Elementary School ballfield located at the intersection of SE 47th Avenue and
SE Railroad Avenue.

• Local Traffic. Closing SE Railroad Avenue to through-traffic would
significantly affect local traffic in the immediate vicinity of SE Railroad
Avenue. Many through-trips would be diverted south to Highway 224 and
through-trips on several north-south neighborhood streets would be reduced.
Some through-trips would be diverted north, however, to Monroe Street and
some north-south neighborhood streets would experience increased vehicle
volumes. Automobile travel times for some residents in the area would be
increased if their primary access is via SE Railroad Avenue.

• Park-and-Ride Capacity. Park-and-ride capacity at SE 37th, just north of the
Milwaukie Market Place would remain unchanged and approximately 100
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Figure 4 - Railroad Avenue/Highway 224 Segment

spaces would need to be structured at the proposed park-and-ride lot that would be
located at SE Harmony Road and SE Linwood Avenue.

Recommendation 3:

Add a North of Highway 224 alignment to be studied further in the DEIS. The
proposed new alignment alternative would run north of and parallel to Highway
224, generally within right-of-way currently owned by ODOT. Light rail would
cross over the existing freight and intercity passenger rail line on a new structure
southeast of the intersection ofSE Harmony Road and SE Railroad Avenue. The
new alignment would cross SE Harmony Road at grade, just north of Highway
224. At-grade crossings of light rail would be provided just north of Highway 224
on SE Oak Street, SE 37th and SE Freeman Way. A proposed structured park-
and-ride lot would be located north of Highway 224 Alternative near the
Milwaukie Market Place. Approximately 400 spaces at the proposed park-and-
ride lot at SE Harmony Road and SE Linwood Avenue would need to be structured
with the Highway 224 alignment.

Rationale:

• Cost. If park-and-ride lot capacity is replaced with structured lots, the cost of
the North of Highway 224 alignment would save approximately $2 million
compared to the current SE Railroad Avenue Alternative design (YOE$).

Ridership. Travel time via Highway 224 would be approximately 40 seconds
slower than the SE Railroad Avenue alignment which would lead to slightly
lower through-ridership. Walk and bus access ridership on light rail would be
similar for both alternatives leading to similar walk and bus access ridership. If
replacement park-and-ride capacity could be located within the corridor,
ridership using park-and-ride access would be similar for both alternatives.
However, if replacement park-and-ride lot spaces are not constructed in other
segments of the corridor, light rail trips would be reduced by up to 2,100
(weekday 2015), depending upon the number of park-and-ride spaces
eliminated.

Displacements. Potential residential displacements associated with the North of
Highway 224 alignment would be 68 units less with than the Railroad Avenue
Alternative currently being studied in the DEIS (from 73 to 5).

Figure 5 - Detail of Close Portions of SE Railroad Avenue Alternative
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• Parklamls. By avoiding the reconstruction of SE Railroad Avenue between SE
47th and SE 48th Avenues, there would be no impact to the Hector Campbell
Elementary School ballfield located at the intersection of SE 47th Avenue and
SE Railroad Avenue.

• Local Traffic. Impacts to local traffic would generally be associated with the at-
grade light rail crossings of SE Harmony Road, SE Freeman Road, SE 37th
Avenue and SE Oak Street. Local traffic impacts would also be caused by the
proposed closure of westbound access onto Highway 224 from SE 37th Avenue
south of Highway 224. Because light rail would use ODOT right-of-way
located north and parallel to Highway 224, future expansion of the Highway
would be restricted to south of the highway which would cause future impacts to
some properties south of Highway 224. This constraint would generally
increase the cost of a future expansion of Highway 224.

• Park-and-Ride Capacity. Park-and-ride capacity would be similar with the
proposed Highway 224 alternative and the two proposed Railroad Avenue
alternatives. However, the proposed park-and-ride lot located near the
Milwaukie Market Place and approximately 400 park-and-ride spaces would
need to be structured at the proposed lot at the intersection of SE Linwood
Avenue and SE Harmony Road

Recommendation 4:

Evaluate the Railroad Avenue Alignment alternatives with and without a Wood
Avenue Station. The DEIS would include cost, ridership and environmental
impacts with and without a Wood Avenue Station.

Rationale:

• Cost. Elimination of a Wood Avenue Station would reduce capital costs by
approximately $3 million (YOE$).

• Ridership. Elimination of a Wood Avenue Station would eliminate 300 trips
that are projected to access light rail at that location. Current ridership forecasts
estimate that the Wood Avenue Station would have among the lowest ridership
of any station on the South/North line. Travel time through this segment would
be approximately 45 seconds faster without a Wood Avenue Station, increasing
through-ridership.

• Displacements. Elimination of a Wood Avenue Station would reduce potential
residential displacements by up to five units, depending on the design of the
Railroad Avenue Alternative.

VII Central Milwaukie

The Central Milwaukie Segment generally encompasses the Milwaukie Market
Place, downtown Milwaukie and North Milwaukie to SE Tacoma Street (see Figure
6). Milwaukie is identified within Metro's Region 2040 Plan as a Regional Center,
with strong economic ties to the Clackamas Town Center and Oregon City. The
central area of Milwaukie is expected to experience significant growth in the future,
reinforcing its existing characteristics of mixed land uses, including retail, small
office, commercial, government, education and low to high density housing.

Currently, two Alignment Alternatives are being studied within the DEIS: 1)
Monroe Street/McLoughlin; and 2) Monroe Street/SP Branch Line. The
Monroe/McLoughlin alternative would locate a Milwaukie light rail station and
transit center near City Hall on SE 21st Avenue. Light rail would cross under the
existing SP Branch line near Monroe Street. The Monroe/SP Branch Line
Alternative would place the station and transit center east of the SP Branch Line,
just north of Monroe Street.

Both alternatives would generally operate in the center of Monroe Street before
crossing over Highway 224 on an elevated structure. The two alternatives would
provide access to a 900 space park-and-ride lot in north Milwaukie, either at SE
Ochoco Street, at the Springwater Corridor or at the Hanna/Harvester site.

Recommendation 1:

Eliminate the two Monroe Street Alternatives and add a Main Street/SP Branch
Line Alternative to the DEIS for further study. The Main Street/SP Alternative
would run north of and parallel to Highway 224 from the Milwaukie Market Place
Station to Main Street, just north of downtown Milwaukie. It would cross over the
SP Tillamook Branch Line on a structure and would cross under the Highway 224
on/off ramps at Main Street. It would then extend south, parallel to and east of
McLoughlin Boulevard, turning east just north ofSE Scott Street to a station and
transit center located in the vicinity of the vacant Safeway store. The alignment
would then turn north, parallel to SE 21st Avenue, crossing under Highway 224. It
would then generally travel north, parallel to and west of the SP Tillamook Branch
Line.

Rationale:

• Cost. The Main Street/SP Branch Line Alternative is estimated to cost $10
million and $31 million (YOE$) less than the Monroe Street/SP Branch Line
and the Monroe Street/McLoughlin alternatives, respectively.
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• Ridership. Light rail ridership associated with the three alternatives would be
similar due to similar light rail travel times and station locations. Bus ridership
would be somewhat lower with the Monroe/SP Branch Line Alternative due to
increased bus travel times that would be required to access the transit center to
be located east of the SP Branch Line.

• Displacement and Relocation. The proposed Main Street/SP Branch Line
Alternative would have no residential displacements compared to over 20
potential residential displacements associated with the two Monroe Street
Alternatives. The Main Street Alternative would have a similar number of
commercial displacements (10) as the Monroe Street/McLoughlin Boulevard
alignment (while the number of displacements would be similar, many of the
affected properties would be different).

• Urban Form. The Main Street/SP Branch Line would be more compatible with
the urban environment within central Milwaukie. First, it would create a new
200 foot square block in central Milwaukie, extending the existing street grid
north. Second, the alignment would avoid direct impacts to the trees and
property just east of City Hall. Third, the alignment would place the light rail
station directly within downtown Milwaukie, but would avoid the underpass
crossing of the SP Branch Line associated with the Monroe/McLoughlin
Alternatives. Fourth, the Main Street/SP Branch Line Alternative would avoid
an above-grade crossing of Highway 224.

• Light Rail Operations. The Main Street/SP Branch Line Alternative would be
similar to the Monroe/SP Branch Line by avoiding several at-grade street
crossings along McLoughlin north of Highway 224.

• Historic and Parkland Resources. The Monroe/SP Branch Line Alignment and
the Monroe/McLoughlin Alternative would impact Scott Park, which would be
addressed through mitigation. The Main Street/SP Branch Line Alternative,
similar to the Monroe/SP Branch Line Alignment, would avoid impacts to the
resources on the Milwaukie City Hall site. The Main Street/SP Branch Line
Alternative would also avoid impacts to potential historic resources on Monroe
Street.

• Phase II Oregon City Extension. The Main Street/SP Branch Line Alternative
would provide for a feasible method of extending South/North light rail south to
Oregon City via McLoughlin Boulevard through a branch that would occur just
west of the Milwaukie Transit Center.

Figure 6 - Central Milwaukie Segment
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VIII McLoughlin Boulevard

The McLoughlin Boulevard Segment generally extends from SE Tacoma
Boulevard in the south to Holgate Boulevard in the north (see Figure 7). It is
generally characterized by a variety of mixed uses including residential,
commercial, industrial and park and recreation facilities. The segment is traversed
by two major transportation facilities, McLoughlin Boulevard and an existing
freight and intercity passenger rail line.

There is a single alignment alternative within this segment currently being studied
within the DEIS. The alignment would run parallel to and between McLoughlin
Boulevard and the freight rail line. It would include a possible station at SE Bybee
Boulevard, integrated into the street overpass of the existing rail line and SE
McLoughlin Boulevard. The station would be at the surface level (the same level
as SE McLoughlin Boulevard) and access from SE Bybee Boulevard would be via
stairs and elevator. The current design within the DEIS would reconstruct the SE
Bybee Boulevard overpass to allow for the addition of two bus pull-outs at the
station.

Recommendation 1:

Study the McLoughlin Boulevard segment with two options, one that would
include the reconstruction of the SE Bybee Boulevard overpass and one that
would not include reconstruction of the overpass. With the option that would not
rebuild the overpass, pedestrian access to the Bybee Station would be provided by
a new pedestrian walkway which would be built just north of and parallel to the
existing Bybee Boulevard overpass.

Rationale:

• Cost. The elimination of the reconstruction of the SE Bybee Boulevard
overpass would reduce costs within this segment by approximately $6 million
(YOE$).

• Ridership. Light rail ridership would not be affected by this proposed change.

• Local Traffic. Local traffic could be affected by the modifications. The
elimination of bus pull-outs from the proposed design could require buses to
stop in the existing traffic lanes in order to drop off and pick up light rail
transfers.

Figure 7 - McLoughlin Boulevard Segment
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IX South vVillamette River Crossing

The South Willamette River Crossing Segment generally extends from SE
Holgate and McLoughlin Boulevards in southeast Portland to RiverPlace on
the southwest edge of downtown Portland. The area contains existing
residential communities, both redeveloping and developed commercial
centers and valuable natural and community resources.

The DEIS currently includes two alternative alignments within this segment:

Ross Island Crossing Alternative. The Ross Island Crossing Alternative
would extend north from SE Holgate and McLoughlin Boulevards to an
east/west crossing of the Willamette River in the vicinity of Gaines Street.
The high-level, fixed span bridge would cross Ross Island and would have a
second-story station near SW Moody Avenue and Gaines Street. The
alignment would then extend north, parallel to and west of SW Moody
Avenue, with proposed stations at Porter Street and near RiverPlace. The
Ross Island Crossing Alternative currently contains two design options:

• East of McLoughlin Design Option. This design option would provide a
light rail station at SE Center Street, near SE McLoughlin Boulevard.
The alignment would run parallel to and east of SE McLoughlin
Boulevard from SE Holgate to SE Center Street. It would cross under SE
McLoughlin Boulevard near SE Center Street. Approximately 1,100 light
rail rides a day would be generated by the Center Street Station.

• West of McLoughlin Design Option. This design option would not
include the Center Street Station. It would cross over SE McLoughlin
Boulevard at SE Long Street and would run north, parallel to and west of
SE McLoughlin Boulevard before crossing the east channel of the
Willamette River at SE Center Street.

Caruthers/Brooklyn Yard Alternative. The Caruthers/Brooklyn Yard
Alternative would run north from SE Holgate Boulevard, generally between
parcels fronting on SE 17th Avenue and the Brooklyn Yard. It would cross
SE Powell Boulevard and turn west adjacent to SE Division Street, crossing
under or over SE McLoughlin Boulevard to a second or third story station
just south of OMSI. The alignment would cross the Willamette on a high-
level, fixed span bridge crossing under the west approach ramps to the
Marquam Bridge, turning north to a station serving RiverPlace. The
Caruthers/Brooklyn Yard Alternative currently has two design options:

• Above-Grade Design Option. The Above-Grade Design Option would cross
over SE 1 lth and 12th Avenues, several freight railroad spurs and local cross-
streets, McLoughlin Boulevard and the East Portland Traction Company (PTC)
freight rail line via an elevated structure.

Figure 8 - South Willamette River Crossing Segment

At-Grade Design Option. The At-Grade Design Option would cross SE 1 lth
and 12th Avenues and several local streets at grade. It would cross under
McLoughlin Boulevard and over the PTC freight rail line on a new structure
and would relocate a freight spur track.
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Recommendation 1:

For the Caruthers Crossing Alternative:
a) eliminate the Caruthers Modified Alignment Alternative (including the 100-

foot, fixed-span bridge);
b) add a 75-foot, fixed-span bridge alternative; and,
c) add two westbank design options for the 75-foot bridge alternative, a

Caruthers/Moody alignment and a Caruthers/South Marquam alignment.

The eastbank touchdown point and station at OMSI would generally remain
unchanged. On the westbank, the single DEIS alignment would be replaced with
two options:

• The Caruthers/Moody Design Option would extend the Caruthers Bridge west,
under the west end of the Marquam Bridge. The light rail alignment would
extend northwest, at grade, parallel to and north of Moody Avenue. It would
then turn north, running east of and parallel to Harbor Drive. An at-grade
station could be located at SW Moody Avenue and SW River Drive.

• The Caruthers/South Marquam Design Option would extend southwest from the
Caruthers Bridge, generally south of and parallel to the Marquam Bridge
approach ramps. A second-story light rail station could be integrated into a
proposed development just south of the proposed light rail alignment. After
crossing SW Moody Avenue at grade, the alignment would turn north, running
parallel to Harbor Drive.

Final determination of bridge height will be made through a permit process
managed by the US Coast Guard. That process will conclude following the
selection of the preferred river crossing. In response to this uncertainty, the study
and documentation for the Caruthers Crossing should include a sensitivity analysis
of varying bridge heights and their effect on the alternative's costs, station locations
and other significant benefits and impacts.

Rationale:

• Cost. Based upon preliminary cost estimates, the 75-foot, fixed span option
with the Caruthers/Moody and the Caruthers/South Marquam Design Options
would respectively cost approximately $38 million and $33 million less than the
100-foot, fixed-span option currently in the DEIS (YOE$). (Note that the costs
of a river crossing alternative reflect both the cost to construct the new bridge as
well as the alignment and approach spans associated with the river crossing
alternative.) There may be some cost associated with the 75-foot, fixed span
option as a possible requirement to obtain a permit for the construction of the
river crossing.

• Ridership. Station access with the 75-foot, fixed span would be more centrally
located than with the 100-foot, fixed span, with direct light rail station access to

redevelopment areas just south of the Marquam Bridge. Light rail travel times
would be quickest with the Caruthers/Moody Design Option, resulting in
somewhat higher ridership. The Caruthers/South Marquam Option would likely
have somewhat higher through-ridership than the high-level Caruthers crossing.
Further analysis is required to determine the ridership differential between the
Caruthers/Moody and the Caruthers/South Marquam Design Options.

• Impact to Development Parcels. The 100-foot, fixed span option currently in
the DEIS would impact a redevelopment parcel located south of the Marquam
Bridge. The current alignment would be in the same location as a proposed
seven-story office building. The Caruthers/South Marquam would integrate the
light rail alignment and station into the second story of the proposed mixed-use
development. The Caruthers/Moody would generally avoid the proposed mixed-
use development by crossing under the Marquam Bridge north of the
development parcel. It would, however, impact two parcels along SW Moody
Avenue, requiring 15 to 25 feet of right-of-way from currently vacant properties.

• Impacts to Parklands. Each of the river crossing designs would have some
impact to the Willamette River Greenway. The Caruthers/Moody Design
Option could have an impact to a proposed park development just north of the
Marquam Bridge.

• Local Traffic. The 100-foot, fixed span alternative would cross SW Moody
Avenue at SW Harbor Drive at grade and would grade separate other local
streets. The Caruthers/Moody Design Option would have an at-grade crossing
of SW River Drive. The Caruthers/South Marquam Design Option would have
an at-grade light rail crossing of SW Moody Avenue in two locations, one under
the west approach ramps to the Marquam Bridge and one just east of SW Harbor
Drive.

Recommendation 2:

Eliminate the Above-Grade Design Option of the Caruthers/Brooklyn Yard
Alignment Alternative. This recommendation would retain the At-Grade Design
Option and would modify it to include an at-grade crossing of the PTC freight line
and a ground-floor OMSI Station. The eastbank touchdown point and station at
OMSI would generally remain unchanged.

Rationale:

• Cost. The At-Grade Design Option would cost approximately $23 million less
than the Above-Grade Design Option (YOE$).

• Ridership. With similar light rail travel times and station locations, light rail
ridership would be similar with both design options. The ground-level stations
associated with the At-Grade Design Option may attract somewhat higher
ridership due to easier and more convenient station access.
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• Urban m and Visual Impacts. The Above-Grade Design Option would have
greater impacts to urban form and local visual resources than the At-Grade
Design Option due to the high structure needed to cross over McLoughlin
Boulevard and SE 1 lth and 12th Avenues.

• Local Traffic Impacts. The At-Grade Design Option will have greater impacts
to local traffic due to the higher number of LRT at-grade street crossings.

• Freight Railroad Impacts. The At-Grade Design Option could impact freight
railroad operations on the spur tracks and the PTC line.

Ross Island Crossing Alternative:

There are no recommended changes to the Ross Island Crossing or the East of
and West of McLoughlin Boulevard Design Options.
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X Downtown Portland

The Downtown Portland Segment is generally bounded by the Willamette River to
the East, by 1-405 to the south and west and by the Broadway Bridge to the north
(see Figure 9). Downtown Portland is characterized by high density office and
retail development, with established and increasing levels of residential
development in the south, east and north. It has access via a high level of transit
service and numerous freeway and arterial connections. Downtown is currently
served by the Eastside MAX light rail line, which opened in 1986 and currently
carries over 28,000 rides on an average weekday. A light rail extension west to
Beaverton and Hillsboro is scheduled to open in 1998.

The Downtown Portland Segment currently has one alignment alternative within
the DEIS, via Harrison Street in the south through the core of downtown Portland
generally via the center lane of the Transit Mall on 5th and 6th Avenues. In the
north end of downtown Portland, two design options are currently under study, one
would connect to the Steel Bridge via NW Glisan Street and one via NW Irving
Street.

Recommendation 1:

Replace the perpendicular turn from SW Harrison Street to SW5th and 6th
Avenues with the PSU Diagonal Alignment. The PSU Diagonal Alignment would
provide an opportunity for a station to be integrated with a pedestrian plaza and
Urban Studies center planned for the blocks bordered by SW Harrison and Mill
Streets and SW 4th and 6th Avenues.

Rationale:

• Cost. The PSU Diagonal Alignment would cost approximately $4 million less
than the alignment currently in the DEIS (YOE$).

• Ridership. With similar travel times and station locations, the PSU Diagonal
Alignment would have similar ridership when compared to the alignment
currently under study.

• Local Traffic Impacts. The PSU Diagonal Alignment would have fewer local
traffic impacts by providing two-way traffic on SW Harrison Street between SW
4th and 6th Avenues.

• Urban Form. By allowing the integration of the PSU light rail station with the
proposed PSU pedestrian plaza and Urban Studies center, urban form objectives
can be more easily met.

Figure 9 - Downtown Portland Segment

Recommendation 2:

Add a MAX Connector Alternative to the DEIS for further study. This
recommendation would: 1) retain the existing full-mall alignment; and 2) add a
second alternative in downtown Portland that would be composed of the full-mall
alignment from the PSU Plaza to Morrison and Yamhill, where the South/North
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and the East/ tfest tracks would be connected. The South/North mall
improvements north of Yamhill and Morrison would be deferred to a later phase of
project development. Using the MAX Connector, South/North trains would share
the existing Eastside MAX tracks between the Pioneer Courthouse and the Steel
Bridge.

Rationale:

• Cost. The MAX Connector would save approximately $108 to $123 million
(YOE$) in costs for the first construction segment depending on whether the
Glisan Street or Irving Street Design Option would be selected as the preferred
alignment.

• Ridership. The MAX Connector would have approximately 300-800 fewer
light rail riders than the full-mall alignment. The relatively low level of
ridership loss is due primarily to the high level of bus service that would be
present on the mall. There are relatively fewer trips destined to the north
portions of the mall and those trips would have convenient transfers to frequent
bus service to complete their trip.

• Land Use and Development. The MAX Connector would not serve the existing
and future development in the River District, including Union Station, which
would be served by high speed inter-city passenger rail service planned by the
states of Oregon and Washington.

• Access to Employment. The MAX Connector would provide access to within
two blocks to over 50 percent of downtown employment compared to the full-
mall alignment that would provide access to 58 percent of current employment.

• Local Traffic. The most promising design of the MAX Connector would retain
automobile access on SW Morrison and Yamhill Streets. Existing auto access
would be retained on the mall under both alternatives.

• Transit Operations. Capacity of the MAX Connector is estimated to be reached
by about 2015 as increased ridership levels would increase frequency on the
combined East/West and South/North lines to exceed a design capacity of
approximately 20 trains per hour in one direction. Bus operations and/or
capacity may be affected by the light rail turning movement from SW Morrison
Street to SW 5th Avenue.

• Pedestrian Operations and Urban Form. The MAX Connector would encroach
on sidewalk areas currently occupied by Tri-Met bus shelters. Active sidewalk
areas would remain about fifteen feet with the MAX Connector.

• Noise. Wheel squeal may result from the tight-radius turns associated with the
MAX Connector.

Other Options Considered:

• Eastside Connector. An Eastside Connector, linking the south corridor with
the north corridor via an eastside alignment (rather than going into downtown
Portland) was first removed from further study in the DEIS during the Scoping
Process. At that time, the Steering Committee determined that planning and
engineering work on the light rail alternatives to be studied further in the DEIS
should allow for a future Eastside transit connection.

An Eastside Connector was reassessed during the cost-cutting process to
determine if it was a promising option for reducing project costs that should be
studied further within the DEIS. It was found that, while an Eastside
Connector would cost significantly less than a full downtown Portland
alignment, its proportional loss in ridership compared to a downtown alignment
would be much higher, making it less cost-effective. An Eastside Connector's
high loss in ridership would be due to the significant increases in travel time
that would be incurred by passengers bound for downtown Portland (over half
of South/North riders). Those ridership losses would not be offset by ridership
gains to the eastside and north Portland. Therefore, an Eastside Connector is
not recommended to be studied further in the DEIS. Additionally, the project's
existing policy, that planning and engineering work on the light rail
alternatives to be studied further in the DEIS should allow for a future Eastside
transit connection, should be reaffirmed.

• Hawthorne Bridge. The Hawthorne Bridge could be used as a south Willamette
River crossing for South/North light rail. It would connect on the eastside with
a Brooklyn Yard or SE McLoughlin Boulevard alignment and with either a SW
Front or First Avenue or transit mall alignment on the westside. A Hawthorne
Bridge alignment alternative was first removed from further study at the
conclusion of the Tier I Alternative Alignment Narrowing Process. It was
found that, while a Hawthorne Bridge alignment would have lower capital costs
than the a Ross Island or Caruthers crossing, overall it would be less cost
effective.

A Hawthorne Bridge crossing was reassessed as a possible cost-cutting
measure. It was found that, while a Hawthorne Bridge crossing with a SW
First Avenue alignment would significantly reduce capital costs compared to a
full-mall alignment, anticipated ridership losses would be proportionately much
higher due to the significant increase in travel time for passengers bound for
central downtown Portland and transit mall bus connections, as well as
important destinations such as PSU, RiverPlace and the South Auditorium area.
In addition, frequent bridge openings would lead to higher light rail operating,
costs and a deterioration in light rail speed and reliability. Therefore a
Hawthorne Bridge crossing is not recommended for further study in the DEIS.
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XI Eliot

The Eliot Segment extends from the Steel Bridge in the south to the Edgar Kaiser
Medical Center between Interstate Avenue and 1-5 in the north and it includes the
Eliot Neighborhood (see Figure 10). The segment is characterized by a wide mix
of uses including an industrial sanctuary, the Rose Quarter, commercial, retail,
medical and a mix of low to high density residential development.

Two alignment alternatives are currently under study in this segment:

• The East I-5/Kerby Alternative would extend light rail north from the Rose
Quarter Transit Center parallel to and east of 1-5, with a potential station at NE
Broadway Street and one on N Kerby Avenue at Emanuel Hospital serving the
Eliot Neighborhood. There are two design options associated with this
alternative, the Broadway/Weidler At-Grade Design Option and the
Broadway/Weidler Above-Grade Design Option. The alignment would then
extend north, parallel to and east of 1-5 to a crossing of 1-5 just west of the
Edgar Kaiser Medical Facility.

• The Wheeler/Russell Alternative would extend light rail north from the Rose
Quarter Transit Center parallel to and west of N Wheeler Avenue, adjacent to
the Rose Garden Arena. Following an at-grade station and crossing of N
Broadway and Weidler Streets, the alignment would extend north over 1-5 on a
new structure, generally in the vicinity of N Flint Avenue. A potential station
would be located on N Russell Street, east of N Flint Avenue, serving the Eliot
neighborhood and Emanuel Hospital. The alignment would then extend north
parallel to and east of 1-5 to a crossing of 1-5 just west of the Edgar Kaiser
Medical Facility.

All alternatives and design options within this segment have been developed to
accommodate future improvements to 1-5 between Greeley Avenue in the north and
the Banfield ramps to 1-5 in the south.

One north terminus option is located in this segment, at the Rose Quarter Transit
Center. Termed MOS 2, the south terminus would be at the Clackamas Regional
Center with the north terminus at the Rose Quarter Transit Center.

Recommendation:

Add a lower-cost design of the Rose Quarter Transit Center. The current design
of the Arena Transit Center would implement a three-level complex separating
automobile, transit and pedestrian activities to different levels. With a terminus at
this location (MOS 2), this proposed amendment to the design of the transit center
would replace the three-level transit center with one that would provide for
minimal improvements to the existing Rose Quarter Transit Center and a new light
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rail side trac*.. Without a terminus at this location (for example with the Full-
Length Alternative or MOS 5), both a low-cost transit center and the current three-
level transit center would be studied in the DEIS. The low-cost design option
would accommodate automobile, transit and pedestrian activities at the current
street level. The PMG should work with adjacent property owners, the Lloyd
District Transportation Management Association and other interested parties to
determine the conceptual design of the Low-Cost Transit Center Design Option to
be studied further in the DEIS.

Rationale:

• Cost. With an MOS 2 terminus, the lower-cost design option for the Rose
Quarter Transit Center would save approximately $48 million in costs
compared to the current design (YOE$). With any of the other length
alternatives, the lower-cost Transit Center would be approximately $15 million
less than the current DEIS design (YOE$).

• Ridership. With similar light rail travel times and station locations, the
proposed design change would not significantly effect ridership.

• Transit Operations. Transit operations could be adversely affected with the
lower-cost Transit Center. Reliability, especially during Rose Quarter events,
could be impacted.

• Local Traffic. With an at-grade light rail crossing of Interstate Avenue, local
traffic could be adversely impacted with the lower-cost Transit Center.
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XII Kaiser to Lombard Street

The Kaiser to Lombard Street segment extends from the Edgar Kaiser Medical
Facility in the south to the Lombard Street in the north (see Figure 11). It is
characterized by established residential, commercial, retail and educational centers
on both sides of 1-5. The area between 1-5 and Interstate Avenue has been
designated within the City of Portland's Comprehensive Plan, through the Albina
Plan Update, as a higher density and mixed use area when light rail is extended into
north Portland.

The segment encompasses two alignment alternatives: one adjacent to and west of
1-5 (generally up at the neighborhood level in the vicinity of Minnesota Street) and
one generally within the median of Interstate Avenue. Both alternatives would
provide station opportunities at the same cross streets: the Edgar Kaiser Medical
Facility, N Skidmore Street, N Killingsworth Street, N Portland Boulevard and N
Lombard Street.

Two north terminus options are located in this segment, one at the Edgar Kaiser
Medical Facility and one at the Expo Center.

At the conclusion of the Tier I Design Option Narrowing Process, it was
determined that a crossover option should be studied further in the DEIS. These
additional options were termed "crossovers" because they would cross over from
the 1-5 alignment to the Interstate Avenue Alignment.

Recommendation 1:

Add a design option to the 1-5 Alignment that would move the existing
southbound 1-5 off-ramp at N Alberta Street to just north ofN Going Street and
would close the existing southbound on-ramp to 1-5 from N Alberta Street
(access southbound on to 1-5 would be via the N Going Street on-ramp - see Figure
12). This recommendation would retain the current design and add the Alberta
ramp closure as a design option. By closing the Alberta Street southbound ramps to
and from 1-5, light rail could be located within the vacated right-of-way, reducing
displacements and costs.

Rationale:

• Cost. The closed Alberta Street ramps option would save approximately $10
million compared to the current option that would retain the ramps (YOE$).

• Ridership. Due to similar light rail travel times and station locations, ridership
would not change under the proposed design option.

• Displacements. Potential residential displacements would be significantly
reduced with the closed Alberta Street ramps option. The current DEIS option
could displace 47 buildings consisting of a total of 85 residential units. By

Figure 11 - Kaiser to Lombard Street Segment

closing the Alberta Street ramps, the number of residential buildings displaced
would be reduced to 8, consisting of 11 residential units.

Local Traffic. Local access from business and residential areas east and west of
1-5 in the vicinity of N Going Street and N Killingsworth Street would
experience increased travel times for automobile trips accessing 1-5 South.
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Recommendation 2: Rationale:

Modify the track treatment planned for Interstate Avenue to reduce costs while
retaining urban design objectives. This recommendation would change the design
standard for Interstate Avenue to a modified paved track design similar to the
current design for central Hillsboro on Washington Street.

Rationale:

• Cost. The modified track design would reduce costs on Interstate Avenue by $7
to $8 million (YOE$) depending upon the terminus option selected (Lombard
Street or Vancouver respectively).

• Ridership. Due to similar light rail travel times and station locations, ridership
would not change under the proposed design change.

• Urban Form. The similar finish achieved with current and proposed track
treatment allows similar urban form objectives to be met at a lower cost.

Recommendation 3:

Eliminate the north terminus option at the Edgar Kaiser Medical Facility and
replace it with a terminus option at Lombard Street to be coupled with a south
terminus at the Clackamas Regional Center.

Include in the DEIS a summary of the costs, ridership and other significant
benefits and impacts associated with an alternate terminus location in Kenton.

Rationale:

• The Edgar Kaiser Medical Facility Terminus (coupled with the Clackamas
Regional Center Terminus in the south) was intended to help determine the
benefits, costs and impacts associated with a terminus in north Portland. Cost
and ridership analysis to date has shown that an extension north from the Rose
Quarter Transit Center to the Edgar Kaiser Medical Facility would not be cost-
effective. That is, the proportional cost of adding the extension would be much
greater than the proportional increase in ridership that would result from the
extension.

• A terminus at N Lombard Street would provide light rail access to a majority of
the proposed stations and, by connecting to bus routes on N Lombard Street,
would provide most north Portland residents, businesses and community
facilities with either walk or bus access to the South/North light rail line.

Recommendation 4:

The South/North DEIS will acknowledge that a crossover option between the
Overlook Neighborhood and the Kenton Neighborhood may be the outcome of
detailed technical studies. The examination of specific crossover options would be
best explored during the FEIS phase of the Project.

Specific alignment options could be better defined upon completion of the
technical studies prepared for the DEIS (i.e., traffic, capital costs, right-of-way
displacement, etc.) and the South/North Economic Development Study by the
Portland Development Commission. The Locally Preferred Strategy would
include further consideration of a crossover.

Current Alternative Proposed Alternative

Figure 12-1-5 Southbound Alberta Ramps
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XIII Lombard Street to Vancouver

The Lombard Street to Vancouver Segment is characterized by a wide variety of
uses and is traversed by several major transportation facilities (see Figure 13).
This segment includes portions of north Portland residential and commercial
centers (Kenton), commercial uses, community facilities, the Jantzen Beach retail
center, downtown Vancouver and the terminus for the Full-Length Alternative and
MOS 1 at the Veterans Administration Hospital and Clark College. This segment
also includes a terminus at the Expo Center (MOS 4).

Recommendation 1:

Eliminate the north MOS terminus option at the Expo Center and replace it with
a terminus option at Lombard Street to be coupled with a south terminus at the
Clackamas Regional Center. Under this recommendation, a terminus location at
the Veterans Administration Hospital and Clark College would continue to be
studied within the DEIS as a north terminus for the Full-Length Alternative and
forMOS-1.

As noted in Recommendation #3 for the Kaiser to Lombard Street Segment,
include in the DEIS a summary of the costs, ridership and other significant
benefits and impacts associated with an alternate terminus location in Kenton.

Rationale:

• The Expo Center Terminus (coupled with the Clackamas Regional Center
Terminus in the south) was intended to help determine the benefits, costs, and
impacts associated with a terminus in north Portland. Cost and ridership
analysis to date has shown that an extension north from Lombard Street to the
Expo Center would not be cost-effective. That is, the proportional cost of
adding the extension (approximately $115 million YOE$) would be much
greater than the proportional increase in ridership that would result from the
extension (approximately 300-500 weekday rides). Also, traffic analysis to date
for the 1-5 Interstate Bridge indicates that the 1-5 freeway would not have
adequate capacity to accommodate park-and-ride travel from Clark County to
access a park-and-ride lot at the Expo Center.

• A terminus at N Lombard Street would provide light rail access to a majority of
the proposed stations and, by connecting to bus routes on N Lombard Street,
would provide most north Portland residents, businesses and community
facilities with either walk or bus access to the South/North light rail line.

N Lombard St.

Station

——I S I Staion Option

Park-and-Ride

Transit Center

Figure 13 - Lombard Street to Vancouver Segment
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XIV Special Studies B. Proposed New Studies

A. Current Special Studies

• North Milwaukie Park-and-Ride Lot. Three potential park-and-ride lots are
currently under study in North Milwaukie, in the area bounded by Highway
224, McLoughlin Boulevard and the SP Branch Line. The park-and-ride study
is being coordinated with the Operations and Maintenance Facility Study
because two of the sites being considered for a park-and-ride lot are also
potential operations and maintenance facility sites.

• Operations and Maintenance Facility. Two potential operations and
maintenance facility sites are currently under study in North Milwaukie and
one is under study in SE Portland. The Operations and Maintenance (O&M)
Facility Study is being coordinated with the North Milwaukie Park-and-Ride
Study because two of the sites being considered for a park-and-ride lot are also
potential operations and maintenance facility sites.

The O&M Facility Study will also evaluate the costs and other trade-offs
associated with a variety of scenarios that would provide all or some of the
O&M functions at the existing Ruby Junction and Elmonica facilities and/or at
a new South/North facility. The study will account for the sizing of the
facility, trackage and land acquisition needed to accommodate the vehicle
requirements of the length alternatives under study in the DEIS. The study will
also evaluate the costs and benefits of the early purchase of right-of-way for an
O&M facility if an O&M facility is not included as an element of the project's
first construction segment.

• Downtown Portland Station Access Study. Two areas within downtown
Portland are being studied to determine which combination of stations should
advance into the FEIS for further study. The two areas of study are:
a) RiverPlace, South Auditorium area and PSU; and b) directly north and south
of Burnside Street.

• North Portland Economic Study. The City of Portland, Metro and Tri-Met are
conducting a study to determine the role that South/North light rail would play
in the economic development of North Portland. The study will also help to
determine whether the 1-5 and the Interstate Avenue alignments would affect
that economic development differently.

Following are five proposed special studies that would seek to reduce project costs.
Each of the special studies would be conducted concurrently with the DEIS and
would conclude prior to the initiation of the FEIS. The purpose of these special
studies would be to effect the Preliminary Engineering cost methods and results.

• Revise utility protection/relocation policy and track bed/isolation design to
minimize utility relocation and to share costs of relocation with public utilities.
This proposed study of utility relocation would be focused on reducing project
costs by: 1) modifying the utility protection and relocation policies of Tri-Met
and/or local jurisdictions; 2) developing design refinements for the light rail
track bed and/or for electrical isolation of the trackway, which could reduce the
number or scope of utility relocations required; and 3) determining whether
participating local jurisdictions could share some of the cost of relocating
public utilities located within public right-of-way.

• Pre-packaged systems buildings. This proposed study would determine
whether the use of pre-packaged systems buildings, used for the operation of
the light rail line, should be used for the South/North Light Rail Project. The
study would include an assessment of the visual and aesthetic implications of a
pre-packaged systems building.

• Standardize LRT station shelters. This proposed study would determine
whether the use of standardized light rail shelters should be used within the
South/North Light Rail Project as a way of reducing costs. The study would
include an assessment of the visual and aesthetic implications of standardized
shelters and whether alternate shelter designs could be financed by local
jurisdictions and/or adjacent property owners.

• Right-of-way/facility donation and Residual Right-of-Way Plan. This proposed
study would evaluate all potential public right-of-way that would be used by
South/North light rail to determine if any parcels could be donated to the light
rail project. This study would also evaluate the potential for and value of
residual right-of-way following construction of the light rail facility and would
develop a conceptual plan for managing residual right-of-way through the
project development, construction and post-construction phases of the project.

Central City Bus Concept Plan. Tri-Met and the City of Portland will be
working together to develop a plan for bus routes serving the Central City.
This plan will be developed in coordination with plans for the River District,
the Central City Streetcar, South/North Light Rail and other Central City
District transportation and development plans.

April 23, 1997 South/North Cost-Cutting Briefing Document - Steering Committee Recommendations Page 25



Appendix A

Cost-Cutting Approval Process



Schedule for Amending DEIS Alternatives to Reflect
Cost-Cutting Measures

30-Day Public Comment
Period

Project
Recommendation

PMG CAC SC
Rec. Discuss Hear Public

Comment
Project Staff
Recommendation

PMG
Revise
Rec.

CAC SC
Rec. Adopt

Rec.

Segment
Meetings

Informational

Participating
Jurisdictions'

Recommendation
Metro Adopt
Amendments

Portland
Tri-Met

Milwaukie
Clackamas

Opportunity to
Recommend

JPACT Trans Council
Adopt Adopt Adopt

PMG = Project Management Group
CAC = Citizens Advisory Committee
SC = Steering Committee
JPACT = Joint Policy Advisory Committee on Tranportation
Rec. = Recommendation
Trans = Transportation Committee of the Metro Council

3/13/97
d:/files/harvard/amendproc.prs



Appendix B

South/North Segment Maps:
Length and Alignment Alternatives and Design Options
Reflecting Proposed Additions, Deletions and
Amendments



Figure B-1 - Clackamas Regional Center

April 23, 1997

Figure B-2 - Railroad Avenue/Highway 224 Segment

South/North Cost-Cutting Briefing Document - Appendix B Page B - 1

Alignment Alternatives

Design Options

Transit Center

Park-and-Ride

Station

Station Option

Park-and-Ride

SE Causey Ave.

Kaiser Sunnyside
Medical Center

Aquatic
Center

SE Sunnybrook St.

North Clackamas
Regional Park

SE 93rd
Terminus

Ml. Talbert

SE King Rd.

SE Monroe St.

SE
 4

2n
d 

Av
e.

SE
 

H
om

e 
A

ve
.

SE
 W

oo
d 

A
ve

.

SE
 S

tan
ley

 A
ve

.

SE
 L

inw
oo

d 
Av

e.

SE
 6

7t
h 

Av
e.SE

 37
th

 Av
e.

SE
 P

he
as

an
t C

t.

Clackamas
H.S.

SE
 L

m
wo

od
 A

ve
.

LaSalle
H.S. S

E
 

S
te

ve
ns

 R
d.

South CTC
TC Terminus

North CTC
TC Teminus



Figure B-3 - Central Milwaukie Segment
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Figure B-4 - McLoughlin Boulevard Segment
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Figure B-5 - South Willamette River Crossing Segment

Figure B-6 - Downtown Portland Segment
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Figure B-7 - Eliot Segment Figure B-8 - Kaiser to Lombard Segment
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South/North Length Alternatives:

• FuU-Length Alternative from the Clackamas Regional Center to the
VA Hospital/Clark College

• MOS 1 from the Milwaukie Market Place to the VA Hospital/Clark
College

• MOS 2 from the Clackamas Regional Center to the Arena Transit
Center

• MOS 5 from the Clackamas Regional Center to N Lombard Street

Note: MOS = Minimum Operable Segment.

Figure B-9 - Lombard Street to Vancouver Segment

April 23, 1997 South/North Cost-Cutting Briefing Document - Appendix B Page B- 5

Station

Station Option

Park-and-Ride

Transit Center



6 0 0 N O R T H E A S T G R A N D A V E N U E

T E L 5 0 3 7 9 7 1 7 0 0

P O R T L A N D . O R E G O N 9 7 2 3 2 2 7 ) 6

F A X 5 0 3 7 9 7 1 7 9 7

METRO

Date: April 15, 1997

To: South/North Steering Committee

From: Richard Brandman, Chair, South/NokrVProfject Management Group

Re: Addressing Issues Raised During the Public Comment Period

The purpose of this memorandum is to address a variety of issues and comments raised during
the cost-cutting comment period. As stated at the close of the public comment meeting on April
9, 1997, staff has been impressed by the degree of thought and effort that is represented through
the comments that Metro has received. The quality of comments is evidence of two very
important points. First, they illustrate that we are reaching and communicating clearly with a
wide spectrum of citizens, businesses and organizations. Second, they demonstrate that the
public is committed to participating in developing important transportation decisions that will
shape our region's future for generations to come.

Following is a summary of the major themes of public comment that Metro and the project has
received during the public comment period and during the overall cost-cutting process. I have
included an explanation of how the attached Project Management Group's recommendations
respond to those comments.

Reduce Project Costs

The project found in an analysis of voter attitudes following the November 1996 election, that
while there remains strong regional support for the South/North light rail project, there was
concern about cost. The Steering Committee and Metro Council echoed that concern as they
directed the initiation of the cost-cutting process. The recommendations being forwarded by the
PMG have, I believe, successfully responded to this issue. With the proposed cost-cutting
measures, project costs would be reduced by approximately one-third, which represents a savings
of over $500 million for a project serving both Clackamas County, downtown Portland and
North Portland. Additionally, the project's cost per mile would be reduced to a level equivalent
to the current Westside Project. The end result of the cost-cutting process has been to enable the
project to have higher ridership with less cost, which will enable it to compete more effectively
for federal funding.

Additionally, more information is being communicated to the public about the relative cost of
this project versus alternatives. For example, the cost of upgrading the existing roadways in the
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corridor to a freeway standard, together with the connections to 1-5, are estimated by ODOT to
cost over $3 billion, more than three times as much as the proposed LRT option.

Extend the Project into North Portland

There has been strong support voiced for extending light rail into North Portland. A key
accomplishment of the proposed cost-cutting measures is that they meet this objective by
extending the alignment well into North Portland and support the project's finance plan and
request for federal funding. To achieve this objective, the recommendations include options
which would defer alignment segments in the south, within downtown Portland and north into
Clark County from the first phase of the project. The DEIS would, however, continue to study
options to extend the project further to the south and north and to complete the downtown
alignment during the first phase in the event that current funding assumptions change.

In particular, many citizens and neighborhood groups in North Portland asked that the
recommended Lombard Street terminus option be extended north to the Kenton Central Business
District (CBD). The cost of extending light rail from the Lombard Terminus to the Kenton CBD
would be $32 million for an Interstate Avenue alignment and over $50 million for an 1-5
alignment (note that all costs within this memorandum are in year of expenditure dollars). The
cost per mile for these extensions north to Kenton is similar to the cost per mile for the general
alignments south of N Lombard Street. A Kenton light rail station would attract over one
thousand weekday riders. A Lombard Street Terminus would retain 600 to 800 of those riders
who would use connecting bus service between Kenton and the Lombard Station to access light
rail. While the objective of extending service into Kenton and further north is a continuing goal
of the project, we cannot recommend extending the Lombard Terminus option to the Kenton
CBD at this time because of the limited funds available for a first phase of the project. However,
the full alignment to Vancouver will still continue to be analyzed and data will be provided
regarding the extension of this alignment to Kenton.

Finally, we received several comments in support of the Interstate Avenue alignment over the 1-5
alignment. While that comment is noted, it is recommended by the PMG and I think understood
by the community, that the choice between Interstate Avenue and 1-5 will be made following the
completion of the DEIS. There is also a strong recognition by the community that the on-going
North Portland Economic Study, being conducted by the Portland Development Commission, the
City of Portland and Metro, should provide valuable information in making the alignment choice
in North Portland.

Eastside Connector

The project has received many comments in support of an Eastside Transit Connector, that would
avoid the cost of bringing light rail across the Willamette River and into downtown Portland.
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The PMG does not recommend that the DEIS be amended to include an Eastside Transit
Connector as an alternative alignment. In general, this recommendation is based on the findings
that an Eastside Connector alignment, in lieu of a downtown Portland alignment, would result in
a higher proportional ridership drop than the proportional savings in capital costs. (Ridership
demand to downtown is approximately seven times higher than to the central eastside from the
south corridor while the cost savings would be closer to ten percent.) This would lead to a drop
in cost-effectiveness and would hinder our ability to compete for federal funds.

However, our recommendation recognizes that an Eastside transit connection should remain as a
long-term option that would be studied for implementation after the South/North project is
completed. This would offer service along the east side of the Willamette in addition to the
downtown Portland alignment. Therefore, we have reworded our recommendation in response to
comments made by Eastside organizations to recognize and reaffirm the Steering Committee's
policy that planning and engineering work on the light rail alignments within the DEIS should
allow for a future Eastside transit connection.

Caruthers Crossing

The cost-cutting process elicited a strong response from the SE Portland community. First, there
was almost unanimous support of the recommended cost-cutting measures proposed for the
Caruthers/Brooklyn Yard alignment. Those recommended changes include a low-level fixed
span bridge (at a height of approximately 75 feet), modified station configurations, both on the
east and west bank, and the elimination of the above-grade alignment option between OMSI and
SE Powell Boulevard.

Those citizens and organizations who supported the Caruthers cost-cutting measures also
supported the Caruthers/Brooklyn Yard alignment over the Ross Island alignment. Again, it is
recommended by the PMG and understood by the community, that the selection of a South
Willamette River Crossing for light rail will be made following publication of the DEIS. If the
cost-cutting measures for the modified Caruthers crossing are approved, the revised alternative's
costs, benefits and impacts will be studied and documented in the DEIS in comparison to the
current Ross Island alignment.

Downtown Milwaukie

Over the past year, the project has received comments expressing concern over the two alignment
alternatives that would run on SE Monroe Street. In addition, several businesses located in North
Milwaukie along SE McLoughlin Boulevard have requested that the McLoughlin Boulevard
alignment between Highway 224 and SE Tacoma Street be removed from further consideration.
These concerns have been based in large part on potential residential and business displacements,
local traffic impacts and other more general neighborhood impacts associated with the Monroe
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Street alternatives. The PMG has responded by recommending the elimination of both Monroe
Street alternatives and the addition of the Main Street/SP Branch Line alternative. This new
alternative would avoid all of the residential displacements and lessen the commercial and local
traffic impacts. The Main Street/SP Branch Line alternative would also better integrate light rail
into the Milwaukie Regional Center by placing the station in the heart of the established central
business district and by entering and exiting the CBD via established transportation corridors
along Highway 224 and the Tillamook Branch Line. Finally, the new proposed alignment would
save $31 million compared to the Monroe Street alternatives which would serve downtown
Milwaukie or $10 million compared to the option which skirted the CBD.

Railroad Avenue

The project has received comments from citizens and neighborhood groups located along
Railroad Avenue that expressed concern over the potential residential displacements and
neighborhood impacts associated with the current Railroad Avenue alignment alternative. In
response, the PMG is recommending that the DEIS study and evaluate three new alternatives for
connecting the Milwaukie and Clackamas Regional centers, each of which would reduce
potential residential displacements and lower capital costs.

Clackamas Regional Center

A variety of comments have been received by the project concerning the Clackamas Regional
Center. They have included concern over potential residential impacts in the area bordered by
SE Harmony Road, SE Fuller Road and SE 80th Avenue and concerns by the Clackamas Town
Center (CTC) regarding a terminus at the Town Center and impacts associated with the
alignment south of the Town Center. Also, Clackamas Community College (CCC), the Oregon
Institute Technical (OIT) and the Clackamas Regional Parks Board have expressed concerns
about the designs and localized impacts of the proposed alignment options directly adjacent to
their facilities along SE Harmony Road. In response, the PMG's recommendations include the
deletion of a SE Fuller Road alignment and replacing it with an alignment along SE 79th and
80th Avenues, reducing both potential residential displacements (by approximately 40) and costs
(by $12 million to $24 million). A separated grade crossing over 82nd Avenue has also been
eliminated which would reduce the cost of the North Clackamas Town Center option by $7
million. The PMG also recommends that project staff continue to work with Clackamas Town
Center, CCC, OIT, the Clackamas County Regional Parks Department and other interested
parties to look at opportunities to modify the alignment options in the vicinity of their facilities to
further reduce costs and/or to improve the characteristics of the alignment design.
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Commuter Rail

Several organizations have recommended that commuter rail be studied further in the DEIS,
either in lieu of or in addition to South/North light rail. The attached Commuter Rail: Analysis
and Recommendations Report provides a detailed response to those comments. In general, the
PMG has found that commuter rail as a general technology does not address the same
transportation problems and travel markets as light rail does. Commuter rail in the South/North
corridor would be less expensive than light rail, but by being generally constrained to existing
freight tracks, would not serve major activity centers, neighborhoods and business districts. It
would therefore not have the same land-use benefit and would attract approximately five percent
of the forecast light rail ridership. Therefore, the PMG does not recommend that commuter rail
be included within the South/North DEIS.

However, commuter rail, as evidenced by experience in other metropolitan areas, may effectively
serve other transportation markets. These markets would tend to be longer trips, connecting
neighboring cities or smaller rural communities outside the urban growth boundary with the
central city. The PMG is therefore recommending that Metro's Joint Policy Advisory Committee
on Transportation sponsor a series of workshops on commuter rail to determine whether
commuter rail should be considered for inclusion in the Regional Transportation Plan.

Conclusion

In conclusion, these and many other more specific comments from the public have shaped the
recommendations developed by the Project Management Group. In general, the strong showing
of support and interest in the project has illustrated to the PMG the key role that this project will
continue to play in our community's discussion over how to best shape our future. By
significantly reducing costs, these recommendations will allow South/North light rail to continue
to be a viable tool in our efforts to retain and improve our community's livability. Finally, the
PMG believes that, when taken as a whole, these recommendations to reduce costs allow us to
meet our cost-cutting goal, "To design the most cost-effective rail project that achieves livability
and transportation goals within available funding."

Please contact me at 503/797-1749, if you have any questions or if you would like to discuss
these recommendations prior to the Steering Committee meeting scheduled for Wednesday, April
23, 1997, 7:30-9:00 a.m.

Attachments

I:\CLERICAL1JAN\CORFIESPO\SC0411.MM0
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May 6,1997

Jon Kvistad, Chair
JPACT
600 NE Grand
Portland, OR 97232

Dear Chair Kvistad and JPACT members:

On Wednesday, May 7, 1997, the Portland City Council unanimously approved the attached
resolution approving the South/North Steering Committee's recommended cost cutting measures.
The Council supported the measures, including the MAX Connector and consideration for the
Kenton Terminus in the DEIS. The Portland City Council requests that "JPACTand the Metro
Council identify the MAX Connector as an interim solution requiring subsequent investment to
complete the Full Mall and that the region's first priority for light rail funding after Phase I of the
South/North Project would be the completion of the Full Mall for light rail from SWMorrison
Street to Union Station and the Rose Quarter."

The MAX Connector is the major new cost-cutting measure. The Council understands the need for
this and other measures. Previously, all Bi-State and Oregon minimum operable segment
alternatives required the Full Mall alignment. The Full Mall was also the least costly of the
downtown options evaluated. Completing the Full Mall for light rail will allow for the overall
capacity increases needed to accommodate the growth anticipated on the light rail system over the
next ten to fifteen years.

Central City Portland is the hub of the regional light rail system and provides the ridership base for
the system. The MAX Connector is an interim solution that addresses short term financial
concerns, but limits the overall growth of the light rail system. With the anticipated MAX ridership
increases due growth in Gresham, Beaverton and Hillsboro, the South/North line, and the potential
airport extension, the MAX Connector will constrain the system's ability to meet this ridership
demand. The MAX Connector is expected to reach capacity by 2015. The MAX Connector fails to
fulfill all of the City and Regional objectives for a successful transit system. Portland's planning
for the Central City has been successful because it created a place where people want to be-at the
heart of the downtown. Merely providing capacity for transit is not enough to attract people to the
Central City. Because the MAX Connector could disrupt this special place, where public and
private investments have revitalized this area, it is appropriate only as an interim solution..

The Central City Plan also has placed transit service and pedestrian amenities in areas where new
transit supportive development is desired. The River District/Union Station is one of those areas
and the MAX Connector will not serve this area.

The Regional Urban Growth Goals and Objectives (RUGGO), Objective 7.2 states that "the
Central City area of Portland is an area of regional and state concern for economic, cultural,
tourism, government, and transportation function, and that state and regional investments should
recognize this special significance." The completion of the Full Mall for light rail will meet
Regional and City policy goals.

1220 S.W. Fifth Ave., Room 404 • Portland, OR 97204
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Thank you for your consideration of this request. The City continues to support regional light rail
priorities and requests concurrence that the Full Mall improvement be identified as the region's
priority to identify the regional priority after the Phase I of the South/North Project.

Sincerely,

Charlie Hales
Commissioner of Public Safety



RESOLUTION No.

Adopt cost cutting amendments to the South/North Light Rail alternatives and design options to be
studied further in the project draft Environmental Impact Statement and recommending to
JPACT and the Metro Council that completing light rail on the Transit Mall should be the
region's first priority after in Phase I of the South/North Project.

WHEREAS, in March 1993, the Portland City Council adopted Resolution No. 35116 and in April
1993, the Metro Council adopted Resolution No. 93-1784 which selected the Milwaukie
and North Corridors as the region's high-capacity transit priority for study and combined
them into the South/North Transit Corridor to be studied within a federal Draft
Environmental Impact Statement; and

WHEREAS, the current alternatives being studied in the Draft Environmental Impact Statement
were approved by the Portland City Council in November 1994 with the adoption of
Resolution No. 35339 and the Metro Council in December 1994 with the adoption of
Resolution No. 94-1989, and in December 1995 with the Portland City Council adoption
of Resolution No. 35473 and the Metro Council adoption of Resolution No. 95-2243; and

WHEREAS, it is the role of the South/North Project Management Group, the South/North Citizens
Advisory Committee, the South/North Downtown Portland Oversight Committee, the
South/North Steering Committee and the project's participating jurisdictions to recommend
alternatives to be studied further in the Draft Environmental Impact Statement; and

WHEREAS, it is the role of the Metro Council to make the final determination of the alternatives to
advance into the Draft Environmental Impact Statement for further study; and

WHEREAS, in November 1996, Ballot Measure 32, which would have authorized $375 million in
Oregon State Lottery funds to provide the State of Oregon's proposed share of South/North
funds, failed statewide but passed with a 56% yes vote within Metro's boundary; and

WHEREAS, in December 1996, Metro Council endorsed the South/North Steering Committee's
findings that there remains a strong base of public support for the South/North Light Rail
Project, and endorsed the committee's plan to undertake a process intended to significantly
reduce costs for the South/North Transit Corridor Study; and

WHEREAS, in February 1997, Metro Council adopted Resolution No. 97-2460 which endorsed
• the South/North Light Rail Project Finance Plan as adopted by the South/North Steering

Committee that would require a significant reduction in South/North project costs; and

WHEREAS, in March 1997, the South North Project Management Group proposed significant
cost-cutting measures for the South/North Light Rail Project in the South/North Briefing
Document: Proposed Cost-Cutting Measures and initiated a 30-day public comment period
on those proposed cost-cutting measures; and

WHEREAS, in April 1997, following the conclusions of the public comment period, the
South/North Project Management Group, the South/North Citizens Advisory Committee,
the South/North Downtown Portland Oversight Committee and the South/North Steering
Committee adopted recommendations for proposed cost-cutting measures for the
South/North Light Rail Project; and

WHEREAS, the proposed amendments to the alternatives and design options were developed and
evaluated based upon the project's criteria and measures, including estimated costs,



ridership, bi-state land use and development goals and significant environmental benefits
and impacts; and

WHEREAS, the cost-cutting measures as proposed by the South/North Steering Committee would
reduce project costs by approximately one-third resulting in a year-of-expenditure savings
of over $500 million dollars, consistent with the project's adopted Finance Plan, while
allowing the proposed project to meet its goal and objectives; and

WHEREAS, public comments on the MAX Connector alternative in downtown Portland expressed
concerns that this cost-cutting measure could reduce transit's presence between Pioneer
Place and Union Station and impact the vitality and economic development potential in this
area, and limit MAX'S downtown operating capacity; and

WHEREAS, public comments on the cost-cutting measures indicated community desires to
examined the potential for extending light rail to the Kenton Business District in order to
meet the Albina Community Plan and Kenton Neighborhood Plan goals to promote
economic development and to revitalize the business district; and

NOW, THEREFORE BE IT RESOLVED by the Council of the City of Portland, adopts the cost-
cutting amendments to alternatives and design options to be further studied in the
South/North Draft Environmental Impact Statement and are described in the South/North
Cost-Cutting Measures Final Report: Amendments to Alternatives and Design Options
(Exhibit A) , which are generally as follows:

1. Clackamas Regional Center

• Add a terminus option at the Clackamas Town Center Transit Center Station for
both the North and South of CTC Alignment Alternatives.

• Amend the North of Clackamas Town Center Alignment Alternative by deleting the
proposed alignment generally adjacent to SE Fuller Road and linking the alignment
between SE Monterey Avenue and SE Harmony Road with an alignment that would
run in the vicinity of SE 79th and 80th Avenues.

2. Railroad Avenue

• Amend the current Railroad Avenue Alternative being studied in the DEIS to reflect
a narrower street design.

• Add an alternative that would close sections of Railroad Avenue to through-traffic
and would generally locate light rail within the right-of-way currently occupied by
Railroad Avenue.

• Add a North of Highway 224 alignment to be studied further in the DEIS. The
proposed new alignment alternative would run north of and parallel to Highway
224, generally within right-of-way currently owned by ODOT.

• Evaluate the Railroad Avenue Alignment alternatives with and without a Wood
Avenue Station.

3. Central Milwaukie

• Eliminate the two Monroe Street Alternatives and add a Main Street/SP Branch Line
Alternative to the DEIS for further study.



4. McLoughlin Boulevard

• Study the McLoughlin Boulevard segment with two options, one that would
include the reconstruction of the SE Bybee Boulevard overpass and one that would
not include reconstruction of the overpass.

5. South Willamette River Crossing

• For the Caruthers Crossing Alternative:

1) eliminate the Caruthers Modified Alignment Alternative (including the 100-foot,
fixed-span bridge);

2) add a 75-foot, fixed-span bridge alternative; and
3) add two westbank design options for the 75-foot bridge alternative, a

Caruthers/Moody alignment and a Caruthers/South Marquam alignment.

• Eliminate the Above-Grade Design Option of the Caruthers/Brooklyn Yard
Alignment Alternative.

6. Downtown Portland

• Replace the perpendicular turn alignment design from SW Harrison Street to SW
5th and 6th Avenues with the PSU diagonal alignment design.

• Add a MAX Connector Alternative to the DEIS for further study. This
recommendation would:

1) retain the existing full-mall alignment; and
2) add a second alternative in downtown Portland that would be composed of the

full-mall alignment from the PSU Plaza to Morrison and Yamhill, where the
South/North and the East/West tracks would be connected.

7. Eliot

• Add a lower-cost design of the Arena Transit Center.

8. Kaiser to Lombard Street

• Add a design option to the 1-5 Alignment that would move the existing southbound
1-5 off-ramp at N. Alberta Street to just north of N. Going Street and would close
the existing southbound on-ramp to 1-5 from N. Alberta Street (access southbound
would be via the N. Going Street on-ramp).

• Modify the track treatment planned for Interstate Avenue to reduce costs while
retaining urban design objectives.

• Eliminate the north terminus options at the Edgar Kaiser Medical Facility and
replace it with a terminus option at Lombard Street to be coupled with a south
terminus at the Clackamas Regional Center.

• Include in the DEIS a summary of the costs, ridership and other significant benefits
and impacts associated with an alternate terminus location in Kenton.



9. Lombard Street to V A Hospital/Clark College

• Eliminate the north MOS terminus option at the Expo Center and replace it with a
terminus option at Lombard Street to be coupled with a south terminus at the
Clackamas Regional Center.

BE IT RESOLVED that the Council request that JPACT and the Metro Council identify the MAX
Connector as an interim solution requiring subsequent investment to complete the Full Mall
and that the region's first priority for light rail funding after Phase I of the South/North
Project would be the completion of the Full Mall for light rail from SW Morrison Street to
Union Station and the Rose Quarter,

BE IT RESOLVED that the Council supports efforts in the South/North Project's Draft
Environmental Impact Statement to examine the costs, ridership and other benefits and
impacts associated with a potential terminus location in the Kenton Business District.

Adopted by the Council, BARBARA CLARK
Commissioner Charlie Hales Auditor of the City of Portland
Stephen Iwatardb By
April 30, 1997 Deputy
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April 18, 1997

Councilor Ed Washington
Chair, South/North Steering Committee
Metro
600 NE Grand Avenue
Portland OR 97232

Dear Councilor Washington;

The purpose of this letter is to provide you and the South/North Steering
Committee with the South/North Citizens Advisory Committee's (CAC's)
recommendations for cost-cutting measures to be incorporated into the Draft
Environmental Impact Statement (DEIS). The CAC met on April 16, 1997
to consider the Project Management Group's recommended cost-cutting
measures and then adopted the following recommendations for cost-cutting
changes to the project's alternatives and design options.

Before describing the CAC's recommendations, I would like to point out
that the CAC received several briefings on the proposed cost-cutting
measures from project staff. We received public comment on the
recommendations at meetings in March and April of 1997, and we had the
opportunity to review and consider the letters and oral comments made
during the 30-day public comment period. Finally, we spent more than three
hours discussing and debating recommendations within each of the
Corridor's segments, struggling, as I am sure Steering Committee will, with
how to reduce project costs while ensuring that the project's goals and
objectives are met.

1. Clackamas Regional Center

• Add a terminus option at the Clackamas Town Center Transit Center
Station for both the North and South of CTC Alignment Alternatives.

• Amend the North of Clackamas Town Center Alignment Alternative by
deleting the proposed alignment generally adjacent to SE Fuller Road
and linking the alignment between SE Monterey Avenue and SE
Harmony Road with an alignment that would run in the vicinity of SE
79th and 80th Avenues.

Citizen Advisory Committee

Marc Veneroso

Bob Elliott

Brad Halverson

Frank Howatt

Stanley Lewisanley Lewis

Gary Madson

Gina Maloney

Larry Quilliam

Steve Rogers

Barbara Yasson
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The CAC unanimously recommended these two cost-cutting measures for
the Clackamas Regional Center (CRC) as proposed by the PMG. The
committee's support was based on the objective to reduce cost and on the
reduction of potential residential displacements by replacing the SE Fuller
Road alignment with the SE 79th/80th Avenue alignment.

The approval of this recommendation was preceded by a thorough
discussion by Committee members of the merits of extending light rail to the
Clackamas Town Center. While several members were not necessarily in
favor of a Clackamas Regional Center Terminus, the committee came to the
conclusion that the appropriate time to conclude that issue will be following
the completion of the DEIS.

2. Railroad Avenue

• Amend the current Railroad Avenue Alternative being studied in the
DEIS to reflect a narrower street design.

• Add an alternative that would close sections of Railroad Avenue to
through-traffic and would generally locate light rail within the right-of-
way currently occupied by SE Railroad Avenue.

• Add a North of Highway 224 alignment to be studied further in the
DEIS. The proposed new alignment alternative would run north of and
parallel to Highway 224, generally within right-of-way currently owned
by ODOT.

• Evaluate the Railroad Avenue Alignment alternatives with and without a
Wood Avenue Station.

The CAC unanimously recommends the three new alternatives for the
segment that connects the Clackamas and Milwaukie Regional Centers.
While committee members voiced concern over possible traffic impacts
with the alternative that would close sections of SE Railroad Avenue, we
agreed that the potential costs savings and reduction in the number of
potential residential unit displacements merited a closer study of this option
in the DEIS.

While the CAC agreed with the PMG's recommendation concerning the
Wood Avenue Station, we felt that it should be reworded to communicate
more clearly that the Railroad Avenue Alternatives would be studied in the
DEIS with and without a Wood Avenue Station, and that only following
publication of the DEIS would the project decide whether or not to include
the Wood Avenue Station. The wording above reflects our proposed
change.

South/North
@itv}&t /tdoiiwitf. @o*nmittce

Kick Widiami
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Rick Williams
Chair

3. Central Milwaukie

• Eliminate the two Monroe Street Alternatives and add a Main Street/SP
Branch Line Alternative to the DEIS for further study.

The CAC unanimously agreed with the PMG that, given the very promising
characteristics of the Main Street/SP Branch Line Alternative, the two
Monroe Street Alternatives should be removed from further study. The new
alternative is an innovative solution to meeting regional objectives while
lowering costs and minimizing localized impacts.

4. McLoughlin Boulevard

• Study the McLoughlin Boulevard segment with two options, one that
would include the reconstruction of the SE Bybee Boulevard overpass
and one that would not include reconstruction of the overpass.

The CAC unanimously agreed that the DEIS should study the McLoughlin
Boulevard segment with the option to avoid reconstruction of the existing
SE Bybee Boulevard overpass as a possible way to reduce project costs.
However, we also felt that given the possibility of local traffic impacts, the
original option which called for the reconstruction of the overpass should
continue to be studied and documented in the DEIS. Then, when the DEIS
is published the region will be in a better position to make an informed
decision on the status of the overpass.

5. South Willamette River Crossing

• For the Caruthers Crossing Alternative:
a) eliminate the Caruthers Modified Alignment Alternative (including

the 100-foot, fixed-span bridge);
b) add a 75-foot, fixed-span bridge alternative; and,
c) add two westbank design options for the 75-foot bridge alternative, a

Caruthers/Moody alignment and a Caruthers/South Marquam
alignment.

• Eliminate the Above-Grade Design Option of the Caruthers/Brooklyn
Yard Alignment Alternative.

• There are no recommended changes to the Ross Island Crossing or the
East of and West of McLoughlin Boulevard Design Options.

The CAC unanimously concurred with the PMG's recommendations to
lower the design height of the Caruthers Crossing bridge (from
approximately 100 feet to approximately 75 feet) which would lead to lower
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costs and better station configurations. The CAC did, however, suggest that
wording of this recommendation should be changed and reformatted (as
reflected in our recommendation above) to more clearly describe the
changes being proposed for the Caruthers Crossing Alternative.

The CAC also agreed that the appropriate time to select between the
Caruthers Crossing and the Ross Island Crossing alternatives is following
the publication of the DEIS.

6. Downtown Portland

• Replace the perpendicular turn from SW Harrison Street to SW 5th and
6th Avenues with the PSU diagonal alignment.

• Add a MAX Connector Alternative to the DEIS for further study. This
recommendation would:
a) Retain the existing full-mall alignment; and
b) Add a second alternative in downtown Portland that would be

composed of the mall alignment from the PSU Plaza to SW Morrison
and Yamhill Streets, where the South/North and the East/West tracks
would be connected.

• While an Eastside Connector is not recommended to be studied further
in the DEIS, the project's existing policy (i.e., that planning and
engineering work on the light rail alternatives to be studied further in
the DEIS should allow for a future Eastside transit connection) should
be reaffirmed.

The CAC endorsed the PMG's recommendations for downtown Portland
cost-cutting measures, with a vote of seven in favor and two opposed. The
vote on this recommendation reflects the discussion that the committee had
concerning the Eastside Transit Connector. While some members suggested
that an Eastside Connector should be added into the DEIS, other members
agreed with the current policy reflected in the PMG's recommendation that a
future Eastside transit connection should be provided for as the alternatives
within the DEIS are planned and designed. While there was disagreement
between Committee members as to the timing of the Eastside Connector, we
all agreed that transit, pedestrian and automobile access in the Lloyd District
and the Central Eastside must be addressed by the City of Portland, Tri-Met
and Metro if we are to achieve our mutual goals of continuing development
on the Eastside with increasing transit use.

7. Eliot

• Add a lower-cost design of the Rose Quarter Transit Center.
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The CAC unanimously agreed with the PMG by recommending that project
staff should be directed to develop a low-cost Rose Quarter Transit Center
design for further study in the DEIS. This low-cost design would then be
compared to the current design, which has a higher cost but may have
benefits that justify the added expenditure.

8. Kaiser to Lombard Street

• Add a design option to the 1-5 Alignment that would move the existing
southbound 1-5 off-ramp at N Alberta Street to just north ofN Going
Street and would close the existing southbound on-ramp to 1-5 from N
Alberta Street (access southbound would be via the N Going Street on-
ramp).

* Modify the track treatment planned for Interstate Avenue to reduce costs
while retaining urban design objectives.

The CAC unanimously approved the recommendation to study a design that
would modify the southbound 1-5 ramps at N Alberta Street in order to
reduce costs and potential residential displacements. However, the
committee felt this recommendation should be reworded to more accurately
describe the proposed modifications to the ramp configuration between N
Alberta and Going Streets, as reflected in our recommendation above.

9. Lombard Street to VA Hospital/Clark College

The CAC has no recommendations to change alignments or design options
within the segment from N Lombard Street in North Portland to the Clark
County terminus at the Veterans Administration (VA) Hospital and Clark
College.

10. Length Alternatives (Minimum Operable Segments (MOS))

• Keep the Full-Length Alternative from the CRC to the VA
Hospital/Clark College

• Keep MOS 1 from the Milwaukie Market Place to the VA Hospital/Clark
College

• Keep MOS 2 from the CRC to the Arena Transit Center
• Delete MOS 3 from the CRC to the Edgar Kaiser Medical Facility
• Delete MOS 4 from the CRC to the Expo Center
• Add MOS 5 from the CRC to N Lombard Street
• Add MOS 6 from the Milwaukie Market Place to N Lombard Street

The CAC first decided to modify the structure of the PMG's recommen-
dations concerning length alternatives, removing the discussion of MOSs
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from the segment discussions and consolidating our recommendations into
this single set of recommendations concerning length alternatives.

We had a detailed discussion about the PMG's proposed MOSs. The CAC
concluded, with a six to three vote, to endorse the length alternatives
proposed by the PMG with the addition of one more MOS: MOS 6 from the
Milwaukie Market Place to N Lombard Street. The majority of the
committee felt that the DEIS should evaluate an MOS that would extend
south to Milwaukie and north to N Lombard Street. By including this MOS
in the DEIS, the region would then be provided with comparative data on
the performance of this MOS in relationship to the other MOSs. While the
committee is aware of past regional commitments that the next light rail line
would extend south into Clackamas County, a majority of us felt that the
DEIS should provide us with the technical information necessary to
determine whether that priority for light rail improvements should remain or
should change.

During the discussion on MOSs, several committee members voiced the
position that the N Lombard Street Terminus should be extended north to
the Kenton Central Business District (CBD). However, the committee
concluded that the N Lombard Street Terminus should be studied further in
the DEIS. The committee noted that with the Full-Length Alternative and
MOS 1, the DEIS would include data on the costs and benefits of a Kenton
CBD Station. This would allow the project to modify the northern terminus
if our current funding assumptions change prior to selection of the locally
preferred alternative.

11. Commuter Rail

• Commuter Rail should not be added to the South/North DEIS for further
study.

• A sub-committee of Metro's Joint Policy Advisory Committee on
Transportation should conduct a series of workshops to determine
whether commuter rail should be considered for inclusion in the
Regional Transportation Plan.

The CAC voted unanimously in favor of the PMG's recommendation
concerning commuter rail. First, the committee agreed that commuter rail is
not a promising alternative to light rail within the South/North Corridor and
should therefore not be studied further in the South/North DEIS. Discussion
on this topic included the position that commuter rail should not compete
with the South/North Project for either planning or construction funds.
Second, the committee agreed that commuter rail is an attractive mode of
transportation and that it could be a cost-effective alternative in other travel
markets in the region. Therefore, the region should commit the time and
resources necessary to determine whether commuter rail should be a
component of the Regional Transportation Plan.
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Conclusion

In conclusion, these recommended cost-cutting measures, while somewhat
different from the PMG's recommendations, still achieve the same cost-
cutting targets while retaining as much value as possible within the project.
We are encouraged by the prospects of light rail in the South/North Corridor
and are heartened by the project's ability to so quickly respond to the loss of
State of Oregon funding. The leadership that the Steering Committee has
provided throughout this process is to be commended. In particular, the
CAC especially appreciated the opportunity to participate in the joint cost-
cutting work session with the Steering Committee in January 1997.

I look forward to discussing these recommendations with you at your
meeting on April 23, 1997. If you have any questions concerning our
recommendations that you would like to discuss prior to that meeting, please
contact me at 503/236-6441.

Sincerely,

Rick Williams, Chair
South/North Citizens Advisory Committee

cc: South/North Steering Committee
South/North Citizens Advisory Committee
South/North Project Management Group

l:\CLERICAL\JAN\CORRESPO\sc04 W.cac. wpd
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May 7, 1997
Jon Kvistad, Presiding Officer
Metro
600 NE Grand Ave.
Portland, OR 97232-2736

Dear Jon:

The Milwaukie City Council considered the South/North Steering Committee recommendation at
a Public Hearing on May 6, 1997. The Council reviewed the Public Comment received by the
project and heard comments from thirteen persons. The Council authorized me to send this letter
identifying our recommendations for the project.

It is clear to the Council that our Hector Campbell Neighborhood Association is concerned about
the Railroad Ave. alignment. They have also expressed concern about the impacts of light rail on
Milwaukie and Railroad Avenue including: density, traffic, and sewers. They have taken their
concerns to five of our neighborhood associations and received support for their position.

We ask that the South/North DEIS pay particular attention to identifying the traffic, air quality,
energy, noise and vibration, parks and wetlands, wildlife displacements, land-use, soils, natural
environment, visual quality, neighborhood changes, historic and cultural resources and other
impacts of alternative alignments from the Clackamas Town Center Terminus through
Milwaukie to the Portland Terminus at Lombard.

It is only through a thorough and detailed review of the impacts that we can make an informed
regional choice. The City does not have funding to independently conduct a major study of these
impacts. We are relying on a fair and impartial study paid for by federal funds and participating
jurisdictions to provide answers to the questions being raised by our neighborhood associations.

We support the Cost-Cutting DEIS Changes in Milwaukie. These are:
Railroad A venue

• Change the current Railroad Avenue alternative to a narrower street design.

• Add an alternative that would close sections of Railroad Avenue to through traffic.

• Add a North of Highway 224 alignment.

• Consider eliminating the Wood Avenue station.

Central Milwaukie

• Eliminate the two Monroe Street alternatives and add a Main Street/SP Branch Line
alternative route.

MILWAUKIE CITY HALL
1 0 7 2 2 SE M A I N STREET

MILWAUKiE . O R E G O N 9 7 2 2 2

P H O N E : ( 5 0 3 ) 7 8 6 - 7 5 5 5 • F A X : ( 5 0 3 ) 6 5 2 - 4 4 3 3



Letter: Cost-Cutting DEIS
Page 2

The North of Highway 224 alignment addition will help address the Campbell Neighborhood
concerns that an alternate alignment to Railroad Avenue be studied. A narrower street design or
closing sections of Railroad Avenue will help reduce the impacts on Hector Campbell
Elementary School and reduce the impacts on residential property. The Highway 224
Alternative provides an option that could completely eliminate impacts on Railroad and place a
park and ride lot closer to Highway 224.

Elimination of the two Monroe Street alternatives and adding a Main Street/SP Branch Line
alternative route removes the impact to several historic homes and residential properties. It is
responsive to some of the concerns expressed by our Historic Milwaukie Neighborhood
Association.

We support the ongoing effort to study the project impacts and identify mitigating measures to
address impacts through the Final Environmental Impact Study. We recognize that a no-build
alternative is still an option. We do not believe that stopping the project at this time would be a
wise use of the local and federal funds spent to date. We understand that there will not be a state
share of the project and recognize that the cost-cutting measures are necessary for the project to
fit the available local match.

We believe the project is necessary to preserve the unique livability that is Milwaukie. We want
to work with Metro and Tri-Met to ensure a high quality project that improves our Transit
Center, improves our neighborhoods, and helps the region address planned growth management.

Sincerely,

Craig Lomnicki
Mayor

CC: Mike Burton, Metro Executive
Richard Brandaman, PMG Chair
file - mlO39



STAFF REPORT

CONSIDERATION OF RESOLUTION NO. 97-2507 FOR THE PURPOSE OF
ADOPTING THE SOUTH/NORTH STEERING COMMITTEE COMMUTER
RAIL OVERVIEW AND RECOMMENDATION REPORT

Date: April 30, 1997 Presented by: Richard Brandman

PROPOSED ACTION

This resolution adopts Exhibit A as the South/North Commuter Rail Overview Findings Report.
The resolution also calls for commuter rail to be studied as part of the Regional Transportation
Plan (RTP) and for the Joint Policy Advisory Committee on Transportation (JPACT) to conduct
a series of commuter rail workshops to determine if commuter rail should be studied further and
included in the Regional Transportation Plan.

FACTUAL BACKGROUND AND ANALYSIS

1. Background

The South/North Transit Corridor Study was initiated in April 1993 when Metro Council adopted
Resolution No. 93-1784, which selected the Milwaukie and 1-5 North Corridors as the region's
high capacity transit priority to be studied further within a Federal Draft Environmental Impact
Statement (DEIS). In October 1993, the Federal Transit Administration (FTA) issued its intent
in the Federal Register to publish a DEIS for the South/North Corridor.

Prior to the project's process of determining the alternatives and design options to be studied in
the DEIS, a number of South/North Corridor transportation modes were evaluated including light
rail, commuter rail, river transit and busways. A series of mode and alignment workshops were
held in June and July, 1993 to provide citizens with an opportunity to suggest modes and
alignments that should be considered within the South/North Transit Corridor Study. At these
workshops, citizens were issued a questionnaire to determine their high capacity mode preference
for the South/North Corridor. Over 71 percent of respondents identified light rail as their
preferred mode, while only 7 percent chose commuter rail.

In October 1993, the South/North Project Management Group (PMG) issued the South/North
Scoping Process and Narrowing Report which evaluated river transit, commuter rail, busways
and light rail to determine their potential performance in providing improved transit service in
the South/North Corridor and proposed alternatives for further study. This report concluded that
in the South/North Corridor: 1) commuter rail does not serve residential areas and employment
centers as well as light rail and busways; 2) commuter rail has considerably lower projected
ridership than light rail and busways; 3) commuter rail is most effective for trips at distances of
20 to 40 miles from an activity center; and 4) commuter rail may be incompatible with regional
growth and land use policies.



In December 1993, following a 30-day public comment period on the South/North PMG's
proposal of alternatives for further study, the Steering Committee adopted the South/North
Scoping Process and Narrowing Report which recommended that commuter rail not be studied
further as a mode alternative in the South/North Corridor.

2. Ballot Measure 32 Results

In November 1996, Ballot Measure 32 was defeated statewide. This measure would have
provided $375 million in Oregon State Lottery funds for the state's share of South/North Light
Rail's capital budget for the first construction segment. In response to the election results and
analysis, the Steering Committee and Metro Council called upon project staff to develop a range
of options and design changes to significantly reduce the cost of the project.

3. Evaluation of Commuter Rail as a Cost-Cutting Measure

In January 1997 the South/North Steering Committee and Citizens Advisory Committee (CAC)
met in a joint work session to discuss project goals and objectives and cost-cutting measures,
including other transportation modes such as commuter rail. In response, Tri-Met and Metro
staff initiated work to review previous alignment choices and assess the viability of other modes
which could be a promising alternative to light rail in the South/North Corridor.

In March 1997, the South/North PMG released the Commuter Rail Overview and
Recommendation document which compared the functional differences between commuter rail
and light rail, summarized commuter rail service in a number of west coast cities and revisited
previous technical analyses of commuter rail service to downtown Portland. In this report the
PMG recommended: 1) that commuter rail not be studied in the South/North DEIS; and 2) that
JPACT host a series of workshops to determine whether commuter rail should be considered for
inclusion in the RTP. Also in March, the South/North PMG released its recommendations for
cost-cutting amendments to the project's alternatives and design options.

In its Commuter Rail Overview and Recommendation report, the PMG found that commuter rail
typically serves longer trips and different markets than what is generally found within the
South/North corridor travel shed. In an analysis of existing commuter rail service on the west
coast, the length of routes was found to range from 40 to 75 miles with a minimum trip length of
approximately 15 miles. In contrast, trips within the South/North Corridor are typically less than
15 miles long. In addition, the PMG concluded that commuter rail would not address the
transportation problems in the South/North Corridor, would not serve neighborhoods and
commercial districts, and would raise growth management issues since it would serve longer
trips outside the Urban Growth Boundary (UGB).

The PMG initiated a 30-day public comment period on the proposed cost-cutting amendments
and the Commuter Rail Overview and Recommendation document, beginning on March 14th.
The 30-day public comment period included six project open houses throughout the corridor to
provide the general public with the opportunity to obtain information and ask questions about
commuter rail and cost-cutting measures. In addition, two public comment meetings were held



to take oral testimony from citizens. Written comments were accepted through April 14th.
In summary, there was diverse public comment regarding commuter rail which led to the staff
recommendation. Both the CAC and the PMG discussed commuter rail at length and
unanimously endorsed this recommendation.

On April 23, 1997, the Steering Committee adopted the recommendation: 1) not to study
commuter rail further in the South/North DEIS; and 2) to request that JPACT hold a series of
workshops to determine whether commuter rail should be considered for inclusion in the RTP.

i:\ctericaNois\97-2507.stf



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF ADOPTING THE ) RESOLUTION NO. 97-2507
SOUTH/NORTH STEERING COMMITTEE )
COMMUTER RAIL OVERVIEW AND ) Introduced by:
RECOMMENDATION REPORT ) Councilor Washington

WHEREAS, In April 1993, the Metro Council adopted Resolution No. 93-1784 which

selected the Milwaukie and 1-5 North Corridors as the region's high-capacity transit priority for

study and combined them into the South/North Transit Corridor to be studied within a federal Draft

Environmental Impact Statement; and

WHEREAS, In October 1993, the Federal Transit Administration issued notification of

intent in the Federal Register to publish a South/North Environmental Impact Statement; and

WHEREAS, In June and July, 1993, a series of South/North Transit Corridor Study mode

and alignment workshops were held and over 71 percent of respondents preferred light rail over the

other mode options while only 7 percent preferred commuter rail; and

WHEREAS, The 1993 South/North Scoping Process and Narrowing Report evaluated

commuter rail as one of several high-capacity mode alternatives for the South/North Transit

Corridor and, based on that analysis, it was determined that commuter rail should not be studied

further in the South/North Draft Environmental Impact Statement; and

WHEREAS, In November 1996, an analysis was initiated by the South/North Project

Management Group to evaluate commuter rail as a potential cost-cutting alternative for the

South/North Transit Corridor Study; and

WHEREAS, The South/North Project Management Group analysis found that commuter rail

generally serves longer distance inter-regional trips, typically 15 to 75 miles in length, while the

South/North Corridor travel market consists of shorter urban trips, generally less than 15 miles long;

and

WHEREAS, The South/North Project Management Group analysis found that commuter rail

in the South/North Corridor would not address the transportation problems and growth management

goals in the South/North Corridor; and

WHEREAS, The South/North Project Management Group analysis found that commuter rail

costs, ridership and other benefits and impacts are dependent upon a specific corridor's travel

market and availability of existing freight rail lines and may be appropriate in some travel corridors;



and

WHEREAS, In March 1997, the South/North Light Rail Project initiated a 30-day public

comment period on cost-cutting measures proposed by the South/North Project Management Group

including a recommendation for the Joint Policy Advisory Committee on Transportation to host a

series of workshops to determine if commuter rail should be considered further for inclusion in the

Regional Transportation Plan; and

WHEREAS, In April 1997, the South/North Steering Committee endorsed the Project

Management Group's and Citizen Advisory Committee's recommendation that commuter rail not

be studied further in the South/North Draft Environmental Impact Statement and that the Joint

Policy Advisory Committee on Transportation host a series of workshops to determine if commuter

rail should be considered further for inclusion in the Regional Transportation Plan; now, therefore

BE IT RESOLVED:

1. That Exhibit A is hereby adopted as the South/North Commuter Rail Overview and

Findings Report.

2. That commuter rail not be studied further in the South/North Draft Environmental Impact

Statement.

3. That the Joint Policy Advisory Committee on Transportation conduct a series of

workshops to determine if commuter rail should be considered further for inclusion in the Regional

Transportation Plan.

ADOPTED by the Metro Council on this day of , 1997.

Jon Kvistad, Presiding Officer

Approved as to Form:

Daniel B. Cooper, Legal Counsel

i:VlericaNois\97-2507. res
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1. Introduction

During the South/North Scoping Process in 1993 commuter rail was studied as a possible high
capacity transit (HCT) mode alternative for serving travel demand in the South/North corridor.
Based on public comment and the analysis of criteria including ease of access, cost, ridership, and
land-use implications, light rail was identified as the preferred mode for providing high capacity
service in the corridor. It was recommended that commuter rail not be analyzed further in the
South/North Transit Corridor Study.

Although it was determined that commuter rail was not a suitable HCT mode for the South/North
Corridor, it may still serve a role in addressing future regional transportation needs. The purpose of
this report is to update and summarize earlier technical analysis and to propose a course of action for
further study of commuter rail in the Portland/Vancouver metropolitan region. The South/North
Steering Committee recommends that commuter rail be evaluated as part of the comprehensive
regional transportation planning process. To accomplish this, commuter rail needs to be addressed
in a regionally coordinated effort and incorporated into Metro's Regional Transportation Plan
(RTP). The following describes the information and process which led to this recommendation and
the decision not to study commuter rail in the South/North Corridor.

2. Commuter Rail Overview

2.1 Mode Description

Commuter rail is passenger rail service which typically operates within a large, expansive
metropolitan area, typically during the a.m. and p.m. peak commute periods serving peak directional
flows from outlying communities to major employment centers, usually the central business district
(CBD). Commuter rail lines range in length, but on average the length from an exurban terminus to
the central business district ranges from 40 to 80 miles. Commuter rail uses existing railroad right-
of-way when possible, which can reduce construction costs and the need to acquire land. However,
some degree of track improvement or new trackage is usually required by the host railroad company.

Operations is usually handled as part of the regional transportation system or by a railroad company
under contract to a public agency. Oversight of rail operations is provided by a range of public
agencies including local and regional governments, transit agencies, state departments of
transportation (DOT) and non-profit, quasi-public, single-purpose passenger rail agencies.

In comparison with light rail, commuter rail is typically used for longer distance service from
relatively large, outlying communities to a CBD with dense employment, stops are less frequent
than LRT, averaging between one and four miles with some spaced as much as fifteen miles apart.
Commuter rail trips are typically longer and more expensive than a light rail trip. Light rail also
tends to carry many times more trips per station because its operation is typified by all-day service
with frequent headways and frequent stops.

In order to understand better the characteristics of new commuter rail systems, Metro has conducted
research, with particular emphasis on recent, west coast operations. The typical east coast
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commuter rail service (e.g. New York, Philadelphia, Boston), tends to be much older and serves
urban areas of a scale and type that are not representative of Portland. The following sections
provide detail on west coast commuter rail operations, with particular focus on San Diego and
Vancouver, British Columbia (B.C.) which are the two west coast cities with existing commuter rail
operations that are most similar to Portland, although both are larger cities.

2.2 Fare Structure

Based primarily on west coast commuter rail service, fares are typically categorized by travel zones
and range widely based on distance traveled. Discounts are offered for 10-ride tickets, monthly
tickets and in many cases tickets are valid for transfers to other regional transit modes. Below are
comparisons between the cost for a 20 mile trip to a CBD for various commuter rail lines.

Commuter Rail Cost Comparisons for 20 Mile Trip

Commuter Rail Service

MetroLink (Los Angeles Area)

CalTrain (San Francisco)

West Coast Express (Vancouver, B.C.)

The Coaster (San Diego)

Cost

$

$

$

$

of 1-Way 20 Mile Trip (1997)

4.50

3.75

3.00 (U.S.)

3.00

Source: Metro 1997

2.3 Station Spacing

Station spacing varies considerably among west coast commuter lines. Portions of CalTrain's San
Francisco service and Los Angeles' MetroLink service, for example, have station spacing of 1 to 3
miles. For other sections of service, particularly on express trains, stations can be spaced 5 to 15
miles apart. The West Coast Express which serves Vancouver, British Columbia has spacing
between stations of 2 to 15 miles. Such differences in station spacing appear to be linked to the
density of population and employment in the areas served by a commuter rail line.

2.4 Description of Service

Commuter rail service hours of operation and headways vary substantially. Generally, in larger
urbanized areas where commuter rail serves the CBD, as well as major population and employment
centers, service is provided throughout the day with higher frequency in both directions during the
morning and evening peaks. In San Francisco and Los Angeles, for example, some a.m. and p.m.
peak period trains run at 10 to 15 minutes headways for lines which service large population and
employment centers outside the CBD. Service continues mid-day for many lines (some lines are
peak-hour only). Mid-day headways in these cities generally range from 30 to 60 minutes.
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In comparison, in cities with well-defined CBDs and few additional large population and
employment centers, service may be during the peak hour and in the peak direction only. Examples
are San Diego and Vancouver, B.C. (peak periods are approximately 5:30 to 8:30 in the morning
and 3:30 to 6:30 in the evening). Headways for both cities are 30 minutes. One mid-day train, and
limited weekend and special event service have also been integrated in San Diego.

2.5 Function, Purpose and Market Niche

Findings in a recent study of planned and existing light rail and commuter rail service across the
nation help define the function, purpose and market niche filled by commuter rail. They are listed
below. Many of these findings were substantiated by a closer evaluation of five west coast
commuter rail lines (4 existing and 1 planned) included in this memorandum.

• Commuter rail service requires dense Central Business Districts (CBDs) but can operate in
low density residential areas, especially if access via park-and-rides and feeder bus service is
provided.

• Commuter rail costs vary with CBD size and line length, however, cost-effectiveness
increases with CBD employment size and residential density.

• In comparison with light rail, ridership depends on large CBDs and relatively long distance
lines.

• In comparison with light rail, commuter rail provides service to lower residential densities
further from the CBD.

Based on the abovementioned analysis and more recent commuter rail patron surveys conducted by
San Diego and Vancouver, B.C., it has been found that the majority of commuter rail patrons hold
professional/technical positions and ride the train during the peak periods to and from place of
employment in or near the CBD. The percentage of home-to-work trips of all commuter rail trips
was 79% in San Diego (1995), 84% in Los Angeles (1995) and approximately 95% in Vancouver,
B.C. (1996). Surveys indicate that riders have above average income and are predominantly in the
age range of 30 to 50. Most riders have 1 or 2 vehicles available for use in their household.

Most patrons board commuter rail via park-and-rides. However, as shown below, percentages for
each mode of access can vary considerably between jurisdictions.
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Mode of Access to Commuter Rail Stations

Mode of Access

Park-and-Ride
(including carpools)

Bus Service

Walk-Ons

Drop-Offs

Other (e.g. bikes)

San Diego
(Coaster)1

60.4%

9.8%

11.3%

15.3%

3.2%

Los Angeles
(MetroLink)2

79%

3%

3%

14%

1%

Vancouver, B.C.
(West Coast

Express)3

70%

20%

5%

5%

0%
1995 San Diego Association of Governments Onboard Transit Survey
June 1995 MetroLink Customer Satisfaction Survey

3 1996 West Coast Express Survey

2.6 Average Weekday Ridership Comparison

The following table provides average weekday ridership data for five operating west coast
commuter rail lines. The average one-way length for these 5 operations is 59 miles and the average
daily ridership is 8,500. The Caltrain operation between Gilroy and San Francisco displays
exceptional ridership because it operates through several major employment centers such as San
Jose, Santa Clara, Palo Alto and downtown San Francisco. The average daily ridership of the other
four routes when not including the exceptional CalTrain Bay Area service is 4,850.

Each of these commuter rail routes are located in metropolitan areas with higher population and
employment than is found in Portland and each has a central business district with higher
employment levels than Portland's CBD.

Comparisons in Average Weekday Ridership

Commuter Rail Service Provider

MetroLink: Santa Clarita to Los Angeles

MetroLink: San Bernardino to Los Angeles

CalTrain: Gilroy and points north to San Francisco

West Coast Express: Mission to Vancouver, B.C.

The Coaster: Oceanside to San Diego

1996 Average
Weekday
Ridership

3,588

6,883

23,000

6,000

3,000

Miles of
Service
to CBD

77

56

77

41

43

Regional
Population
(millions)

14.5

14.5

6.3

1.5

2.5
Source: Metro 1997
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3. Summary of Commuter Rail in other Regions of the West Coast

This section summarizes commuter rail service in other west coast cities including San Diego, CA,
Los Angeles, CA, San Francisco, CA, Seattle, WA, and Vancouver, B.C. In general, the locations
served by commuter rail in these areas are more densely populated and more extensively urbanized
than the Portland metropolitan region. However, this information can provide insight into important
criteria and objectives when studying commuter rail service in Portland and its environs.

3.1 San Diego - The Coaster

3.1.1 Description of Service and Market Niche

"The Coaster" built 2Vi years ago operates on 43 miles of single track (with passing sides), with
maximum speed of 90 mph, from Oceanside, CA to San Diego, CA. There are 8 stations. Service
is primarily during the peak periods. Trains operate approximately every half-hour in the peak
direction (Oceanside to San Diego) from 5:30 a.m. to 8:00 a.m. and from 3:45 p.m. to 6:35 p.m.
There is one mid-day train and some special service on Friday nights and weekends.

3.1.2 Planning Issues

North County Transit District and Metropolitan Transit Development Board purchased the right-of-
way for the Coaster in a joint purchase of Santa Fe right-of-way with Orange County and Los
Angeles. The commuter rail service is a component of a multi-transportation district Regional
Transportation Plan voted on in 1987. The transportation package called TransNet comprised
commuter rail, light rail, high occupancy vehicle (HOV) lanes, and road expansion. Amtrak is
under lease agreement to maintain and operate the Coaster. Express buses that provided similar
service were redeployed in other corridors.

3.1.3 Ridership Estimate/Boardings and Deboardings per Station

Daily boardings are approximately 3,000. Below is mileage between Coaster stations.
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Station Spacing on San Diego Coaster Commuter Rail

Coaster Stations

Oceanside (north terminus)

Carlsbad Village

Carlsbad Poinsettia

Encinitas Transit Center

Solana Beach

Sorrento Valley

Old Town Transit Center

Santa Fe Depot (San Diego)

Station Spacing (miles)

2.8

4.1

4.4

4.1

7.2

15.2

3.4
Source: North County Transit District 1997

3.1.4 Current Status

An extension is currently being planned from Oceanside to Escondido using self-propelled diesel
rail cars rather than locomotive push-pull in service today. This line would be a hybrid of light rail
and commuter rail. Rail right-of-way has already been purchased. The line is not straight like
Oceanside to San Diego and operating speeds will be substantially lower. Staff is currently
developing the Environmental Impact Statement and the planned opening is estimated to be
sometime in the year 2000.

3.1.5 Travel Time

56 minutes to 58 minutes from Oceanside to San Diego.

3.1.6 Fare Structure

$6.50 round-trip. $5.75 for trip-length less than Oceanside to San Diego. This cost is comparable
to bus fare for similar service. Discounts similar to Tri-Met's apply: 10% for ten tickets; discount
for monthly pass.

3.1.7 Population and Employment Center Size

The City of San Diego is the primary population and employment center served by the Coaster.
Other regional centers served along 43 mile route include DelMar, Carlsbad, Oceanside, however,
majority of employment base is in San Diego. The 1995 regional population of the San Diego area
was 2,498,016. Regional square mileage is 4,205.
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1992 Population and Employment for Areas Served by the Coaster

Jurisdiction

Oceanside

Carlsbad

Encinitas

Solana Beach

Del Mar

San Diego

Population1

147,200

68,200

57,100

13,600

5,100

1,183,100

Employment2

29,300

35,900

20,100

7,500

5,000

659,000
1 Population figures as of January 1996
2 Employment figures as of 1992

3.1.8 Capital and Operating Costs

Right-of-way purchase was $92 million and capital expenditure for cars, locomotives, stations,
maintenance facility, and upgrading cost $70 million for a total capital cost of $162 million (1992).
Annual operating expenses for 1996 are estimated at $8 million. Annual farebox revenue is
approximately $2.4 million (a 30% farebox recovery rate).

3.1.9 Access (feeder buses, park-and-rides)

A total of 1,200 new parking spaces were constructed for access to the Coaster. In addition, a
number of spaces are shared with Amtrak and MetroLink has a terminus at the Oceanside station.
In a recent survey (1995) of mode of access to Coaster stations for inbound trips to San Diego, the
following information was gathered: 53% drive alone, 7.4% carpool, 11.3% walk-on, 3.8% take a
bus, 6% take a Coaster shuttle bus, 15.3% are dropped off, and 3.2% fall into the other category
(e.g. bikes).

3.2 Los Angeles - MetroLink

3.2.1 Description of Service and Market Niche

MetroLink operates six lines providing service in Los Angeles, Orange, Riverside, San Bernardino
and Ventura Counties and also service from Los Angeles to Oceanside. Five of the six lines provide
service to Los Angeles. One line provides service between San Bernardino and Irvine. Total length
of service provided is 444 miles.
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3.2.2 Ridership Estimate/Boardings and Deboardings per Station

Average weekday ridership for the entire 444 mile system was 23,100 in 10/96, 23,221 in 11/96 and
21,255 in 12/96. Ridership by line into Los Angeles is summarized in the table below.

Line

Ventura

Santa Clarita

San Bernardino

Riverside

Orange County

1996 Ridership

2,900

3,600

6,900

3,700

4,900

Miles

66.1

76.6

56.2

58.7

87.2

Travel Time

1 hr30min

1 hr 45 min

1 hr20min

1 hr 10 min

1 hr 50 min

Source: MetroLink 1997

3.2.3 Current Status

All lines have been built.

3.2.4 Population Center Size

Regional population of Los Angeles was 14,531,529 in 1995. Regional square mileage: 33,966.

3.2.5 Fare Structure

Base one-way cost is $3.50 with a $1 zone charge (approximately every 11 miles). There are a total
of seven zones. A one-way ticket traveling through all seven zones costs $9.50.

3.2.6 Capital and Operating Costs

Annual operating expenses for 1995/96 were $63.3 million.

3.2.7 Access (feeder buses, park-and-rides)

Some employer transportation provided from station to employment sites.
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3.3 San Francisco - CalTrain

3.3.1 Description of Service and Market Niche

CalTrain consists of 48 miles of service in the urbanized area from San Francisco to San Jose with
27 stations. Stops include populated areas such as San Mateo, Sunnyvale, Santa Clara,
Mountainview, Burlingame. Commuter rail service continues south 28 miles south from San Jose
to Gilroy (more agricultural/rural areas) with 5 stations.

3.3.2 Ridership Estimate/Boardings and Deboardings per Station

Average weekday ridership is 23,000 trips per day. Saturday: 12,000 to 13,000 and Sunday 8,000 to
9,000. Average increase in ridership per year is 5%. Ridership attributed to improved bike program
(approximately 1,000 bikes per day access CalTrain), shuttle bus access and marketing.

3.3.3 Travel Time

Varies depending on service. Fastest express train from San Francisco to San Jose would be 64
minutes. With basic service (all station stops) it would be 90 minutes. Headways vary depending
on population density and demand, for example, Gilroy to San Francisco trains operate at 30
minutes headways in the a.m. and p.m. peak while San Jose peak headways are 10 minutes and Palo
Alto to San Francisco headways are approximately 15 minutes during the peaks. Below is a list of
stations and spacing.

Station
Gilroy (south terminus)
San Martin
Morgan Hill
Blossom Hill
Capitol
Tamien
San Jose
College Park
Santa Clara
Lawrence
Sunnyvale
Mountainview
Castro
California Avenue
Palo Alto
Menlo Park
Atherton

Spacinq (miles)

6.1
3.6

12.3
3.5
2.4
2.0
1.2
1.4
3.5
2.0
2.7
1.3
3.0
1.7
1.2
1.1

Station (cont'd)

Redwood City
San Carlos
Belmont
Hillsdale
Hayward Park
San Mateo
Burlingame
Broadway
Millbrae
San Bruno
South San Francisco
Bayshore
Paul Avenue
22nd Street
San Francisco

Spacinq (miles)

2.4
2.2
1.3
1.6
1.4
1.0
1.6
1.1
1.5
2.1
2.3
4.1
1.1
2.2
1.9
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3.3.4 Population Center Size

The 1995 regional population of the San Francisco Bay area was 6,253,311. Regional square
mileage is 7,369. The table below contains 1990 population for the cities and towns served by
CalTrain.

1990 Population of Areas Served by CalTrain

City/Town

Gilroy

Morgan Hill

San Jose

Santa Clara

Sunnyvale

Mountainview

Castro Valley

Palo Alto

Menlo Park

Atherton

Redwood City

San Carlos

Belmont

Hayward

San Mateo

Burlingame

Millbrae

San Bruno

San Francisco

1990 Population

31,487

23,928

782,225

93,613

117,229

67,460

48,619

55,900

28,001

7,163

66,072

26,167

24,127

111,498

85,486

26,801

20,412

38,961

723,959

3.3.5 Fare Structure

9 zone system. One-way travel within Zone 1 is $1.25. Increment per zone of travel is $0.50 to
$0.75. For a 77 mile one-way trip from Gilroy to Francisco, the fare is $6.00.

3.3.6 Access (feeder buses, park-and-rides)

Park-and-rides between San Jose and Gilroy, but none in the 48 mile urbanized area between San
Francisco and San Jose. Subsidized shuttles/mini-vans to employer doorsteps.
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3.4 Seattle

3.4.1 Description of Service and Market Niche

Commuter rail planning is underway to add two-way peak period train service using existing
Burlington Northern railroad track between Everett, Seattle, Tacoma, and Lakewood, Washington.
The completed system would be 81 miles in length with 14 stations. Additional stations may be
built in the future. Several shared stations with Amtrak are planned to connect to intercity rail
service between Portland and Vancouver, B.C.

The first line planned to begin operating is Tacoma to Seattle, including a spur to Renton. It is
estimated that track and signal improvements may take two to four years to complete. The
approximate length is 46 miles with 9 stations.

Planned train frequency is every 15 minutes during peak periods in peak direction only. The
morning peak is expected to be from 6:00 - 9:00 a.m. and the evening peak is expected to be from
3:30 to 6:30 p.m. Limited special event service may also be provided.

3.4.2 Planning Issues

Commuter rail is one component of a ten year Regional Transit System Plan proposed by the
Central Puget Sound Regional Transit Authority referred to as "Sound Move." Sound Move
comprises plans for expanding the capacity of the major transportation corridors by adding new
high-capacity transportation facilities and services. This includes commuter rail, HOV lanes,
regional express bus routes, and light rail. The plans include improved suburban and urban
connections to the rest of the region.

3.4.3 Current Status

Currently working on environmental assessment for south corridor (Seattle to Tacoma). Should be
complete by Fall 1997. South service expected by 12/99.

3.4.4 Travel Time

Seattle to Tacoma: 55 minutes
Seattle to Lakewood: 68 minutes
Seattle to Everett: 55 minutes to 1 hour

3.4.5 Fare Structure

The fare structure is currently under development. Current express bus service between Tacoma
and Seattle cost $2.50 for a one-way trip.
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3.4.6 Population Center Size

The 1995 regional population of the Seattle area was 2,559,164. Regional square mileage: 5,892.

3.4.7 Access (feeder buses, park-and-rides)

As many as 7,075 new park-and-ride spaces are planned, approximately 200 - 700 spaces per
commuter rail station. Network of bus routes serving commuter rail stations.

3.5 Vancouver, B.C. - West Coast Express

3.5.1 Description of Service and Market Niche

The West Coast Express operates between Vancouver and Mission (east of Vancouver) and began
service in 11/95. The line is slightly more than 41 miles in length with 5 trains into Vancouver
during the a.m. peak and 5 trains to Mission in the p.m. peak. Peak hour trains in the morning leave
Mission between 5:30 to 7:00 a.m. and arrive in Vancouver between 6:45 to 8:15 a.m.

The commuter rail line uses existing Canadian Pacific track. There are 8 stations and equipment
includes 28 Bombardier cars which seat 146 people and 5 locomotives. Trains are typically 4 to 7
cars in length.

Vancouver, B.C. West Coast Express Commuter Rail Station Spacing

West Coast Express
Stations

Mission (eastern terminus)

Port Haney

Maple Meadows

Pitt Meadows

Port Coquitlam

Coquitlam Center

Port Moody

Vancouver (north CBD)

Station Spacing
(miles)

15.0

3.6

0.9

4.6

1.5

2.2

13.5

3.5.2 Planning Issues

Canadian Pacific Railroad maintains, crews, and operates West Coast Express under contract for BC
Transit. BC Transit also pays the railroad for use of their track.
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Competitive service issues: some express buses to downtown Vancouver were redeployed to serve
as feeder buses to commuter rail stations, however trunk route and local bus service with frequent
headways remain in place in the corridor.

3.5.3 Ridership

In the opening months of West Coast Express service, ridership was approximately 5,000 person
rides per day. Currently, it is approximately 6,000 person rides per day. Total number of riders
from 11/95 to 11/96 was 1.5 million.

West Coast Express reports that 7% of daily ridership is intra-suburban; 93% is from outlying areas
to downtown Vancouver.

3.5.4 Passenger Profile

The average age of West Coast Express patrons is between 30 and 50 years (slightly higher than the
average age of SkyTrain patrons). There are slightly more men than women riders. The typical
West Coast Express passenger is professional with higher than average income compared with other
transit patrons. 90% of passengers are one to two car households. It is estimated that 75% of
patrons used to commute by personal vehicle prior to West Coast Express service. Approximately
95% of passenger trips are home to work based.

3.5.5 Current Status

There are no current plans for expansion. The mayor of Vancouver has expressed concern over the
level of operating cost per rider. The long-term viability of this service will be based on the
willingness of the province and region to continue an appropriate level of subsidy.

3.5.6 Travel Time

The distance between Vancouver and Mission is 41 miles with a total trip length of 71 minutes.

3.5.7 Fare Structure

One way fares:
$3 (Canadian) for two zones (basically downtown only); $2.20 U.S.
$4 (Canadian) for three zones; $3.00 U.S.
$5 (Canadian) for four zones; $3.70 U.S.
$7 (Canadian) for five zones; $5.20 U.S.
(Exchange rate: $1 Canadian = 0.74 U.S.)

Return trips are 2V%% off. Weekly tickets are 10% off and Monthly tickets are 25% off.
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3.5.8 Population and Employment Center Sizes

The 1995 regional population for the Vancouver, B.C. area was 1,547,000. Below is a breakdown
of population and employment in cities and districts served by the West Coast Express. The Tri-
cities area to east does have a small employment area, but does not comprise a significant
percentage of ridership.

Population and Employment in Cities and Districts Served by West Coast Express

City or District

City of Vancouver

City of Port Moody

City of Coquitlam

City of Port Coquitlam

District of Pitt Meadows

District of Maple Ridge

District of Mission

Station

Waterfront

Port Moody

Coquitlam Centra!

Port Coquitlam

Pitt Meadows

Maple Meadows Way and Port Haney

Mission City

Population1

521,050

20,500

100,900

45,700

13,900

56,700

37,900

Number of
Employees2

345,100

5,900

31,100

17,000

3,100

16,200

9,100
District of Mission population figure is for 1996 from BC Stats; all other population figures are for 1995 and were obtained from

Greater Vancouver Regional Council.

Employment figures are from Estimation of 1994 Spatial Distribution of Employment in Greater Vancouver

3.5.9 Funding and Subsidies

Implementation of the West Coast Express was subsidized by the provincial government (1/3),
Vancouver Regional Transit Commission (1/3) and fares which go directly to the province (1/3).
The capital budget was $96.2 million (1995 U.S. dollars). This amount included infrastructure
improvements, land acquisition, station and parking construction, locomotive acquisition and
project management. The 28 bi-level passenger cars were acquired through an operating lease and
therefore are included in the annual operating budget. For 1996/97, annual operating costs are
expected to be approximately $14.8 million (U.S.). This includes fees to the Canadian Pacific
Railroad for operating rights on its track.

3.5.10 Access (feeder buses, park-and-rides)

A total of 1,900 new parking spaces were built to accommodate West Coast Express riders. There
are park-and-rides at 6 of the 8 stations ranging in size from 112 to 370 spaces.

Approximately 20% of all riders arrive at commuter rail stations via feeder buses which were
realigned to serve stations instead of downtown Vancouver, 5% of riders are walk-ons, 5% are
drop-offs and the remaining 70% are park-and-riders. West Coast Express estimates that 75 to 80%
of riders formerly used their car to travel to Vancouver and environs.
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The tri-cities area (suburban area near Vancouver) has a higher percentage of riders arriving at
station via bus (25-30%) compared to other stations. In addition, there is a suburban station very
close to a densely populated residential area with higher than average walk-on riders.

3.6 Summary Table

The table below summarizes key characteristics of the five commuter rail lines discussed above.

City

San Diego, CA

Los Angeles, CA

San Francisco, CA

Seattle, WA

Vancouver, B.C.

Regional
Population
(millions)

2.5

14.5

6.3

2.6

1.6

Commuter Rail Line

The Coaster

MetroLink:
Ventura
Santa Clarita
San Bernardino
Riverside
Orange County

CalT rain

(in planning)

West Coast Express

Length of
Line to CBD

43 miles

66 miles
77 miles
56 miles
59 miles
87 miles

77 miles

46 miles

41 miles

Average
Weekday
Ridership

3,000

2,900
3,600
6,900
3,700
4,900

23,000

-

6,000

4. Commuter Rail in the Portland/Vancouver Region and South/North Corridor

4.1 Overview

The analysis of commuter rail concepts within the South/North Corridor have been summarized in
two reports: Commuter Rail Phase I Conceptual Alternatives Report and the Scoping Process
Narrowing Report. The initial assessment was documented in the Commuter Rail Phase I
Conceptual Alternatives report. This report included a general description of potential rail lines and
operating concepts, an assessment of ridership potential and a discussion of capital and operating
costs.

This report was used to a provide a general framework for the discussion of commuter rail as a
mode option in the South/North Corridor. Following discussion of this report, it was determined
that a more detailed ridership assessment was needed to adequately evaluate commuter rail as a
mode option. The results of this more detailed ridership analysis and other data are summarized in
the Scoping Process Narrowing Report.

The analysis in the Scoping Process Narrowing Report is formatted to address criteria such as
ridership, access, transit operations, environmental impacts and land use. The assessment of land
use focused on the objective "Promote Desired Land Use Patterns and Development." This analysis
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found that commuter rail is not an appropriate option to provide transportation capacity conforming
to changes in growth patterns or to emerging growth corridors within the Urban Growth Boundary
(UGB). It also found that commuter rail encourages growth in outlying areas and does not limit
sprawl.

The Scoping Process Narrowing Report utilized the updated commuter rail ridership analysis and
portions of the other analyses from Commuter Rail Phase I Conceptual Alternatives, to compare
commuter rail with busways, river transit and light rail as high capacity transit mode alternatives for
serving the South/North Corridor. The Scoping Process Narrowing Report did not include specific
capital and operating costs for the commuter rail mode.

As commuter rail continued to be discussed as a mode to consider in the corridor, it was clear that
the best available data should be used to inform that discussion. Revised ridership estimates were
prepared and included in the Scoping Process Narrowing Report, which provided the basis for the
decision to not study commuter rail further as a mode option in the South/North Corridor. The data
on capital and operating costs for commuter rail were not revised, nor specifically addressed, during
the scoping process. Updated costs for commuter rail service sized consistently with the level of
forecast demand have since been prepared and are included in this report.

The following sections describe the ridership estimates for commuter rail in the corridor and
present an updated commuter rail cost discussion.

4.2 Ridership Estimates

Ridership estimates for commuter rail in the South/North corridor have been prepared twice using
two different methodologies. The first estimate was prepared for the Commuter Rail Phase I
Conceptual Alternatives report, the second was prepared for the Scoping Process Narrowing
Report. These two estimates differed in method and assumptions.

Commuter Rail Phase I Conceptual Alternatives

Year 2010 ridership estimates included in the Commuter Rail Phase I Conceptual Alternatives
report were determined to be of marginal value since they were based on a sketch-level analysis
which assumed that commuter rail would function as complementary service to light rail.

Scoping Process Narrowing Report

The Scoping Process Narrowing Report includes a more detailed analysis of the ridership potential
of a commuter rail line serving the South/North corridor.

The commuter rail year 2010 ridership forecast included in this report was based on modeling a
commuter rail line through the South/North Corridor from Canby to Ridgefield, Washington. This
analysis used the regional travel demand model to forecast ridership on a commuter rail line
assuming no light rail in the corridor. This report provided the data which was used by decision-
makers to determine whether to study commuter rail further in the corridor.
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Specific assumptions are required to model all modes of travel. The assumptions used in this
modeling effort were as follows:

• Headways were assumed at 20 minute peak and 60 minute off-peak.
• Fares were assumed to be consistent with existing Tri-Met and C-TRAN fares for a similar

distance trip.
• Bus service was assumed to remain in the major trunk corridors, such as I-5/Interstate

Avenue and McLoughlin Boulevard.
• Feeder bus service was assumed to continue to serve major transit centers (i.e. Clackamas

Town Center, Milwaukie Transit Center and Downtown Vancouver Transit Center) and
where possible, to serve commuter rail stations.

• Park-and-ride access was provided to commuter rail stations and to trunk bus lines.
• Commuter rail stations were assumed at Canby, Oregon City, Clackamas, Milwaukie,

Brooklyn, OMSI, Union Station, Willbridge (N.W. Portland), East St. Johns, Vancouver
Amtrak Station, Vancouver Junction (North Vancouver) and Ridgefield.

The year 2010 ridership forecast for Canby to Ridgefield was 2,100 daily trips. The proportion of
forecast ridership in the south portion of the corridor and in the north portion of the corridor is
roughly equal at approximately 1,000 daily trips each (500 trips in each peak direction).

4.3 Commuter Rail Capital and Operating Costs

This section presents an updated assessment of the potential capital and operating costs associated
with providing commuter rail service in the South/North Corridor. This section describes the capital
improvements and operating scenario for commuter rail serving the forecast demand of
approximately 1,000 daily trips. Also presented are the improvements and operations that could be
added to provide a higher capacity service, if such a higher level of service should be desirable.
Current projections indicate that there is not enough demand to justify such higher service levels.

4.3.1 Assumptions in Cost Estimates

In order to develop cost estimates it is necessary to define the assumptions on capital needs and
operating concept. In the case of commuter rail there are perhaps more uncertainties than are found
in cost estimates for other transportation modes. Contributing to the uncertainty is the lack of
eminent domain authority over railroad property. This means that government agencies are required
to negotiate a lease or purchase agreement with a railroad which is under no obligation to settle.
Therefore, the capital and lease costs described below are tentative and are based on a reasonable
assessment at this time what is likely to be sought by the railroad company.

Conversations with local railroad officials indicate that a high level of improvements may be
necessary for commuter rail to function from Portland to Canby at any service level. This is due to
possible capacity limitations as freight service and intercity passenger service increases.

Costs in this section are revised from previous estimates and are based on a 23.2 mile Canby-to-
Portland commuter rail line (see Figure 1) operating in the peak direction only. Costs are in year
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2000 dollars. Costs are estimated for: 1) a basic service level that is appropriate to serve the
ridership level identified in the Scoping Process Narrowing Report (approximately 1,000 for the
south portion of the corridor); and 2) additional enhancements to the basic service level that
provides the same capacity as LRT in the corridor.

The vehicle type assumed for the cost estimates below is the Bombardier bi-level car and diesel
locomotive used in Vancouver, B.C., San Diego and Los Angeles. This vehicle was selected
because it is approved by the Federal Railroad Administration (FRA) and can be operated mixed
with freight traffic without a special FRA waiver. The Siemens Regio Sprinter was considered,
however, it would require a waiver from the FRA for operation in this corridor, or a third main track
solely dedicated for commuter trains would need to be constructed. The Regio Sprinter costs are
comparable to the Bombardier bi-level trains, therefore, the locomotive technology does not
significantly affect capital costs.

Stations assumed include Canby, Oregon City, Highway 212/224, Milwaukie, Hawthorne Bridge
and Union Station. Parking would be provided at all stations except Hawthorne Bridge and Union
Station.

4.3.2 Service Level Scenarios

Forecast Based Service Level (Basic Service)

The capital improvements included in the cost estimates for commuter rail service that could serve
the forecast demand of 1,000 daily trips are:

• Equipment and stations;
• Crossovers at East Portland and centralized train control between Willsburg Junction (SE

Tacoma Street) and East Portland to allow commuter trains to bypass freight traffic;
• Two yard leads between Brooklyn Yard and SE Tacoma Street to allow freight trains to

quickly exit mainline;
• Improvements at Canby to allow commuter trains to enter and exit mainline; and
• Track rehabilitation effort to allow continued maximum operating speed.

In this scenario, two trains are assumed to operate in the peak direction only. The capacity of two
trains with three passenger cars each would be 960. The Canby to Portland alignment would
include 15 miles of single track for the 23.2 mile line. Freight traffic could impact commuter trains
on the single track sections between Willsburg Junction and Canby which could affect reliability.
Morning inbound runs of commuter trains may be affected by UP's intermodal train and UPS train.
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These trains are given highest priority over the UP system and commuter trains would likely be
held if these two trains are within the area. With the low level service it is unlikely that reliable
mid-day service could be provided. The capital cost for this service level is estimated to be
approximately $98 million (Year 2000 dollars). The tables below summarize capital cost and
characteristics.

Capital and Operating Costs (Year 2000 $) for
Forecast Based Commuter Rail Service Between Canby, OR and Portland, OR

Total Capital Cost

Annualized Capital Cost

Annual Operating Cost

Annual Railroad Lease

Annual Rolling Stock Lease

Total Annualized Cost Per Rider
Including Annualized Capital Cost

Forecast Based Service Level

$98 million

$8.0 million

$2.4 million

$6.5 million

$1.7 million

$71

Source: Tri-Met 1997

Characteristics of Forecast Based
Commuter Rail Service Between Canby, OR and Portland, OR

Equipment

Service

Assumed Stations

Maintenance Facility

Trackwork

Forecast Based Service Level

Two trains composed of one locomotive and
three cars each

2 trains in peak direction only

6 stations:
• Canby
• Oregon City
•Highway 212/224
• Milwaukie
• Hawthorne Bridge
• Union Station

None

Crossovers in East Portland
Source: Tri-Met 1997
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Higher Capacity Service

A policy choice could be made to provide a higher level of capital improvements or a higher level of
service. This level of service would not be necessary to accommodate the forecast demand but it
would allow commuter rail to function with mid-day and off-peak direction service, more similar to
light rail service.

The higher level of capital improvements that could be added to provide a higher service level
includes:

• Rolling stock purchased instead of leased

• Construction of 5 to 15 miles of second and third track sections between Union Station and
Canby including central train control with universal crossovers

• A maintenance facility at Canby

In this scenario, six trains could operate in the peak direction with two of those trains also operating
in the reverse peak. The capacity of six trains operating with three passenger cars each would be
2,880. There would be a double track main line from Canby to Portland with a series of crossovers
and track improvements. This type of high cost upgrade may be necessary under any commuter rail
scenario if UP determines that such improvements are required. High level improvements could
provide the ability to expand capacity during the peak and possibly have off-peak and evening
service. Freight traffic could avoid impacting commuter trains by using the other main of the two
main tracks. If commuter trains are relegated to only one of the main lines, it may be difficult to
provide reliable reverse commute trips. This may require more rolling stock to enable trains to meet
schedules for round trip service. The capital cost for the high service level is estimated to be
between $205 and $280 million (Year 2000 dollars) depending on the service level provided. The
tables below summarize capital cost and characteristics.

Capital and Operating Costs (2000 $) for Higher Capacity
Commuter Rail Service Between Canby, OR and Portland, OR

Total Capital Cost

Annualized Capital Cost

Annual Operating Cost

Annual Railroad Lease

Annual Rolling Stock Lease

Higher Capacity Service Level

$205 - 280 million

$16.5-22.6 million

$3.1 - 3.4 million

$6.5 million

$0
Source: Tri-Met 1997
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Comparison of Characteristics of Higher Capacity
Commuter Rail Service Between Canby, OR and Portland, OR

Equipment

Service

Assumed Stations

Maintenance Facility

Trackwork

Additions Required for a Higher
Capacity Service Level

Two additional trains composed of
one locomotive and three cars each

4 additional trains in peak direction
with 2 of these also in reverse peak

Same as for Forecast Based Service

Canby

Double track main line from Canby
to Portland with a series of
crossovers and track improvements.

Source: Tri-Met 1997

5. Public Comment

In June and July, 1993, Metro in coordination with Tri-Met and participating jurisdictions,
conducted a series of mode and alignment workshops as part of the South/North Transit Corridor
Study public involvement work plan. The workshops were part of a comprehensive effort to
identify potential alternatives to be studied during Tier I of Alternatives Analysis. The primary
goals of the public involvement effort were to educate the public about the South/North project and
to gather information from the public about their particular concerns and preferences for modes and
alignments along the corridor.

The public involvement effort included eight public Mode and Alignment Workshops and
additional meetings with individual neighborhoods, organizations, businesses, and elected officials.
Public comment was obtained in the form of: 1) participant surveys distributed at eight mode and
alignment workshops; 2) written comments and light rail alignment recommendations posted on the
maps by workshop participants and 3) other written comments submitted during the public comment
period from October 12 to November 12, 1993.

Of the 372 people who attended the workshops, 237 completed surveys. In the survey, respondents
were asked which mode option they preferred: light rail transit, river transit, busway, or commuter
rail. Over 71 % (169) of respondents preferred light rail over the other mode options; 11 % (26)
preferred busways, 7% (16) preferred commuter rail, and 6% (13) preferred river transit.1

question.

April 25, 1997

Total does not equal 100% due to survey respondents circling more than one choice or not answering the
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6. Conclusion and Recommendation

South/North Corridor

This report and previous studies conclude that commuter rail and light rail differ substantially in
purpose and function. Because of this difference it is essential that they be studied in appropriate
forums. The South/North Steering Committee recommends that commuter rail be addressed as part
of the Regional Transportation Plan (RTP) and not as part of the South/North LRT Draft
Environmental Impact Statement.

The following conclusions were made in past evaluations of commuter rail as a mode alternative in
the South/North Corridor. These conclusions were based on the analysis in the Scoping Process
Narrowing Report and on public comments received during the scoping process. This analysis led
to a recommendation by the South/North Steering Committee and the Metro Council that commuter
rail not be studied further as a high capacity mode in the South/North Corridor. Although commuter
rail can perform well with regard to travel time, reliability and capacity expansion, the updated
information presented in this report is consistent with previous conclusions on commuter rail in the
South/North Corridor. These include:

• Commuter rail would not directly serve the main trip generators in the corridor such as
Clackamas Regional Center, Downtown Milwaukie, North Macadam/RiverPlace, South
Downtown/Portland State University, Central Downtown and Rose Quarter.

• Distribution of trips in downtown Portland would be slow with transfers required either at
Union Station or at a Hawthorne Bridge/OMSI station.

• Commuter rail attracted only 5% of the ridership projected for light rail in the same corridor.

• Commuter rail is unlikely to influence land use in the same manner as light rail given
potential station locations and the qualities that allow light rail to be integrated into a built
environment.

• While implementation costs are less than for light rail, the cost-effectiveness of commuter
rail in the South/North Corridor is poor given the ridership potential.

Recommendation for the Regional Transportation Plan

Current regional discussions on commuter rail in the South/North corridor, the Washington County
inter-city passenger rail study and proposed commuter rail studies in Yamhill County and Clark
County point to the need for a coordinated regional approach to understand the potential role of
commuter rail in the Portland/Vancouver metropolitan area. The role of commuter rail should be
incorporated into the revision of Metro's Regional Transportation Plan (RTP) and coordinated with
the Metropolitan Transportation Plan in Clark County and planning efforts in Yamhill County.
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The Steering Committee recommendation is to form a Joint Policy Advisory Committee on
Transportation (JPACT) subcommittee to conduct a series of three workshops covering a broad base
of information on commuter rail. The workshops would evaluate commuter rail potential and
provide an opportunity for public input. It is recommended that the following topics be addressed:

• Background information on west coast/national commuter rail experience. The purpose
would be to examine where commuter rail has been implemented and consider the
applicability of that information to the Portland/Vancouver region. Areas to be examined
include:

- Vancouver, B.C.
- San Diego
- Los Angeles
- San Francisco
- East Coast/Midwest

• Information on local issues. The purpose would be to identify which rail corridors within
the region might have potential for commuter rail. Information to be considered could
include:

- Inventory of existing rail lines
- Freight operations
- Amtrak/passenger rail operations
- Previous local studies of commuter rail
- Local station and development opportunities
- Consistency with state and local planning goals

• A meeting to formulate a recommendation to JPACT. The JPACT subcommittee would
evaluate information from the first two workshops and recommend a course of action on
commuter rail for inclusion in the Regional Transportation Plan.
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Appendix A: Previous Studies and Analyses of Commuter Rail in the South/North
Corridor

The following documents contain data on early sketch-level analyses and more detailed assessments
of commuter rail:

• Facility and Operating Guidelines Report, Tri-Met, 1992. A description of commuter rail
systems and methodology for applying costs and performance assumptions.

• Commuter Rail Phase I Conceptual Alternatives, Tri-Met, February 8, 1993. Several
commuter rail alignments including a Canby to Ridgefield line are developed. Capital costs,
operating costs and ridership estimates are provided. A high level of service and
improvements were assumed for fairly low ridership projections.

• Draft Description of Wide Range of Alternatives Report, Metro, July 20, 1993. Describes
assumptions used for determining ridership for the commuter rail line from Canby to
Ridgefield.

• Scoping Process Narrowing Report, Metro, October 25, 1993. Document adopted by Metro
that provided data on mode alternatives under consideration as high capacity transit options
in the South/North Corridor. Other mode alternatives analyzed in this report include
busway, river transit and light rail. The South/North Steering Group and the Metro Council,
based on the analysis in this report, concluded that commuter rail should not be studied
further as a high capacity transit mode in the South/North Corridor.
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INTERGOVERNMENTAL AGREEMENT ON
GREEN CORRIDOR AND RURAL RESERVE AND POPULATION COORDINATION

BETWEEN THE CITY, THE COUNTY,
METRO AND THE OREGON DEPARTMENT OF TRANSPORTATION

This Agreement is entered into by and between the City, the County, Metro ("Metro") and the
Oregon Department of Transportation ("ODOT") pursuant to ORS 190.003 to 190.110, which allows
units of government to enter into agreements for the performance of any or all functions and activities
which such units have authority to perform.

RECITALS

WHEREAS, The Portland metropolitan region and neighboring cities outside Metro's
jurisdictional boundaries are expected to experience substantial population and employment growth
by the year 2040; and

WHEREAS, Anticipated urban growth and development in the Metro area will affect
neighboring cities outside Metro's jurisdictional boundaries, and anticipated urban growth and
development in the neighboring cities will affect jurisdictions within Metro's boundaries; and

WHEREAS, The City wishes to maintain its distinct identity, and the City and Metro are
interested in maintaining separation of the City from the metropolitan area; and

WHEREAS, To achieve this separation, the City, the County and Metro are interested in
creating permanent reserves of rural land between the City and the metropolitan area and taking
coordinated action to reduce urban development pressures upon such rural reserve areas; and

WHEREAS, The City, the County, Metro and ODOT have a common interest in planning
connecting highways between the City and the Metro area as "Green Corridor" high performance,
multi-modal transportation facilities, where access is tightly controlled and development pressures are
minimized; and

WHEREAS, The City, the County, Metro and ODOT further intend such Green Corridors to
reinforce the separate and distinct identities of the City and the Metro area, support a multi-modal
transportation system and intra-urban connectivity, and encourage economic development within the
City; and

WHEREAS, The City, the County, Metro and ODOT are interested in preserving and protecting
the rural and natural resource character of rural reserve areas along the Green Corridor that separate
the City from the metropolitan area, and are further interested in protecting farm and forest activities in
those areas from development pressures and incompatible uses; and

WHEREAS, Statewide Planning Goal 2, Land Use Planning, requires that local government
comprehensive plans and implementing measures be coordinated with the plans of affected
governmental units and that local government, state and federal agency and special district plans and
actions relating to land use be consistent with the comprehensive plans of cities and counties and
regional plans adopted under ORS Chapter 268; and
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WHEREAS, OAR 660, Division 12 requires ODOT, Metro, and the City and County to prepare
and adopt, respectively and in coordination with each other, state, regional and local transportation
system plans establishing a coordinated network of transportation facilities to1 serve state, regional
and local transportation needs; and

WHEREAS ORS 195.036 requires the coordination of population forecasts: the Citv with the
County and Metro with the Countv:

NOW, THEREFORE, the City, the County, Metro and ODOT agree as follows:

AGREEMENT

I. Purpose

The parties agree that they are mutually interested in and will work together to:

A. Preserve the distinct and unique identities of the City and the metropolitan area by
maintaining a separation of the City from the metropolitan area.

B. Plan and manage connecting highways between the City and the Metro area as Green
Corridor high performance, multi-modal transportation facilities.

C. Recognize that each Green Corridor is critical to inter-urban connectivity and to support
and encourage economic development and a jobs-to-housing balance within the City.

D. Preserve and protect the rural and natural resource character and values of Rural Reserve
areas along the Green Corridor that separate the City from the metropolitan area.

E. Control access to the Green Corridor to maintain the function, capacity and level of service
of the facilities, enhance safety and minimize development pressures on Rural Reserve areas.

F. Establish a plan to protect the unique visual character of each Green Corridor.

G. Permanently [D]designate areas of rural land to separate and buffer Metro's Urban Growth
Boundary and Urban Reserve areas from the City's Urban Growth Boundary and Urban Reserve
areas.

H. Act together to reduce development pressures upon Rural Reserve, areas and
thereby enhance certainty and viability of resource uses in the Rural Reserves,

II. Definitions

A. "Green Corridor" means the high performance, multi-modal transportation facilities
connecting the City to the metropolitan area and the surrounding identified rural lands within which the
rural and natural resource character will be preserved and protected to maintain separation between
the City and the metropolitan area and preserve the unique identities of the City and the metropolitan
area.
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B. "Rural Reserve" areas are those areas identified by the parties pursuant to the terms of this
agreement to provide a permanent separation and buffer between Metro's Urban Growth Boundary
and Urban Reserve areas and the City's Urban Growth Boundary and Urban Reserve areas and
thereby maintain the distinct identity and character of the City and the metropolitan area.

III. Establishment and Amendment of Green Corridor Boundaries

A. Establishment of Green Corridor boundaries.

1. Until permanent Green Corridor boundaries are established as provided for in this
Agreement, interim Green Corridor boundaries shall be established which extend out a distance of
200 feet from both edges of the right of way of the transportation corridor as shown on map
Attachment "A" to this Agreement.

2. Permanent Green Corridor boundaries shall be established by the County in
cooperation with the Citv. ODOT and Metro mutual agreement of the parties. The establishment of
Green Corridor boundaries and the land use and transportation strategies applied within Green
Corridors shall take into consideration:

a. The unique visual and functional characteristics of the corridor.

b. The views from the transportation corridor as seen at normal highway speeds and
the width of the area alongside the transportation corridor that affect the function of that corridor.

B. Amendment of Green Corridor Boundaries.

1. Green Corridor boundaries may be amended by the County in cooperation with the
Citv. ODOT and Metro mutual agreement of the parties. The party proposing an amendment to a
Green Corridor boundary shall be the lead coordinating agency and shall be principally responsible for
demonstrating how the proposed amendment is consistent with the purposes of this Agreement. No
amendment shall be effective until adopted by the governing body of the City, the County and Metro.

2. When amending Green Corridor boundaries, the parties County shall work in
cooperation with the Citv. ODOT. and Metro consider:

a. The views from the transportation corridor as seen at normal highway speeds;

b. The width of the area alongside the transportation corridor that affects the function
of that corridor;

IV. Comprehensive Planning Along Green Corridors

A. County comprehensive plan designations and zoning shall apply to all lands designated as
Green Corridors. The development of a Comprehensive Plan and Comprehensive Plan amendments
for lands within Green Corridor boundaries shall provide for notice and opportunity for comment with
the City, Metro and ODOT.
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B. ODOT shall prepare, adopt and amend a state transportation system plan addressing
transportation facilities serving state transportation needs within Green Corridor boundaries. The
County shall be responsible for the preparation, adoption and amendment of the local and regional
Transportation system plans for facilities of regional and local significance within Green Corridor
boundaries. Preparation, adoption and amendment of the state, regional and local transportation
system plans shall provide for coordination with and participation by the City, Metro, the Oregon
Department of Transportation and other entities providing transportation facilities or services within
Green Corridor boundaries.

V. Land Use and Development within Green Corridor Boundaries

A. The County shall zone all lands retain current zoning and protection of natural resources
within Green Corridor boundaries and agree not to expand development until a review bv the parties
for rural and natural resource uses only. Outside of existing exception areas, new land parcels less
than 10 acres in size shall be prohibited.

B. The parties shall work cooperatively to determine whether specific uses which would
otherwise be permitted under County zoning (e.g., schools, churches, aggregate operations, wrecking
yards, public maintenance yards) should be prohibited or restricted within Green Corridor boundaries
to implement the purposes of this agreement. Within 18 months 5 years of the signing of this
agreement, the County shall amend its zoning and other applicable land use regulations to comply
with this agreement incorporate agreed upon changes. Uses which may be subject to limitations and
affected bv state law prohibited include:

1. Public or private schools, including all buildings essential to the operation of a school.

2. Churches and cemeteries in conjunction with churches.

3. Operations conducted for mining, stockpiling, crushing and processing of aggregate
and other mineral and other subsurface resources.

4. Operations conducted for mining and processing of geothermal resources and oil and
gas.

5. Airports and personal use airports for airplanes and helicopter pads.

6. Private or public campgrounds and recreational vehicle parks.

7. Solid waste disposal facilities.

8. Commercial utility facilities for the purpose of generation of power for public use.

9. Dog kennels, including kennels associated with the breeding and training of
greyhounds.

10. Wrecking yards.

11.'Commercial uses in conjunction with farm use, except where the commercial use is
located within an enclosed or covered area not exceeding 1000 square feet of gross floor area.
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12. Transmission towers and utility facilities necessary for public service, except upon
demonstration that a location outside a Green Corridor is not reasonably practicable.

13. Public maintenance yards.

14. Concrete and asphalt batch plants.

15. Rural industrial uses.

VI. Screening, Buffering and Signage

A. In coordination with the other parties, within 18 months 5 years of signing this agreement,
the County shall establish screening and buffering requirements for development within Green
Corridor boundaries to retain and enhance views of the undeveloped rural landscape, minimize views
of non-resource land uses, and reduce urban development pressures within Green Corridor
boundaries. These requirements shall be incorporated into the appropriate comprehensive and area-
wide plans and the appropriate sections of the zoning ordinances.

B. In establishing screening and buffering requirements for development within Green
Corridor boundaries, consideration shall be given to:

1. Restricting or eliminating views of non-natural developments, or views that detract from
the rural nature of the green corridor, and

2. Providing for buffers and screens that can be easily maintained.

[C] D. For existing non-rural development within, ©r-adjacent or deemed bv the cooperating
parties to be a visible intrusion into the Green Corridor; ODOT in cooperation with the County. Citv.
and Metro shall develop a program for installing and maintaining effective af visual screensfjng]. Such
a program shall contain a landscaping/screening plan for the Green Corridor, which will include
identification and orioritization of areas to be screened, and cooperative implementation and
maintenance measures.

[D] G. ODOT and the County shall work together to develop a coordinated program for sign
consolidation within the Green Corridor boundaries in cooperation with the County. Citv and Metro.

VII. Access Management and Roadway Improvements

A. In coordination with the other parties, ODOT shall establish will review the access
management designation measures within Green Corridor boundaries and develop a cooperative
Access Management Plan that promote[s] high performance, multi-modal transportation facilities
connecting the City to the metropolitan area while limiting development pressures on rural and natural
resource lands within the Green Corridors. Jjje. Access [M]management Plan shall include techniques
ehaU la consolidate and limit access[es] to and rural areas from the Green Corridor to cooperatively
purchase access rights, and/or allow no new accesses to the Green Corridor highway except where
no reasonable alternative exists.

B. Improvements to the Green Corridors shall be conducted for the purposes of improving
multi-modal access, traffic safety, the movement of freight, and aesthetics, and shall not be intended
solely to improve access for single-occupancy vehicles.
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C. Shared access shall be required to the extent reasonably practicable.

VIII. Establishment and Amendment of Rural Reserve Boundaries

A. Establishment of Rural Reserve boundaries.

i , The Rural Reserve boundaries shall be as shown on map Attachment "A" to this
Agreement.

B. Amendment of Rural Reserve Boundaries.

1. The initial Rural Reserve boundaries may be amended by the County in cooperation
with the Citv. ODOT and Metro mutual agreement of the parties. The party proposing an amendment
to a Rural Reserve boundary shall be the lead coordinating agency and The County shall be
principally responsible for demonstrating how the proposed amendment is consistent with the
purposes of this Agreement.

2. The initial Rural Reserve boundary is based on population projections for the Metro and
the City's Urban Reserve areas that have been agreed upon by the parties to this agreement-
Changes in population projections that result in changes to the Rural Reserve boundary will be based
on a coordinated forecast. Metro and the City, however, have ultimate authority over the population
projections for their respective Urban Reserve boundaries and Urban Growth boundaries.

3. No amendment shall be effective until adopted by the governing body of the City, the
County and Metro.

IX. Comprehensive Planning and Zoning within Rural Reserve Boundaries

A. County comprehensive plan designations and zoning shall apply to all lands within Rural
Reserve areas. The development of comprehensive plan policies and zoning for lands within Rural
Reserve areas shall provide for notice and opportunity for comment with the City, ODOT and Metro.

B. The provisions governing the rural reserve in this agreement shall be consistent with
Metro's Urban Growth Management Functional Plan regarding rural reserves and green corridors shall
be used as guidelines in developing a plan for T[t]hese rural lands shall and maintain the rural
character of the landscape and our agricultural economy. New rural commercial or industrial
development shall be restricted to the extent allowed by law. Zoning shall be for resource protection
on farm and forestry land, and very low density residential (no greater than one unit per five acres) for
exception land.

[C] B. The County shall zone all lands within Rural Reserve areas for rural and natural
resources uses only. The County shall not upzone existing exception areas or nonresource lands to
allow a density of development that is greater than what is permitted by existing zoning as of the
effective date of this agreement. ~

[D] C. Outside of existing exception areas, new land parcels less than 10 acres in size shall
not be permitted.
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X. Development within Rural Reserve Areas

A. The parties shall work cooperatively to determine whether specific uses which would
otherwise be permitted under County zoning (e.g., schools, churches) should be prohibited or
restricted within Rural Reserve areas to implement the purposes of this agreement. Within 18 months
5 years of signing of this agreement, the County shall amend its zoning and other applicable land use
regulations to incorporate agreed-upon changes.

XI. Population Coordination

A. As the County and Citv are required bv ORS 1975.036 to coordinate their population
forecasts, and the County and Metro, within its district, are required to coordinate their population
forecasts, this agreement is intended to provide for overall coordination of these forecasts.

B. Whenever the County. Citv or Metro prepare a draft population forecast, they shall provide
copies of the forecast to the other parties. After review bv all parties, including the Citv. County and
Metro, if agreement bv all three parties is reached, a letter from each party from the Mavor. Chair of
the County Commission and Metro Presiding Officer to all other parties stating agreement with the
forecast shall be sent. Land use planning and other work of the parties based on the population
forecasts mav then commence. In the event that agreement cannot be reached, the parties agree to
bring the matter before a neutral fourth party for mediation.

Xl[ I ] . Notice and Coordination Responsibilities

A. The County shall provide the City, Metro and ODOT with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on plan amendments or zone
changes affecting lands within the Green Corridor.

B The County shall provide the City, Metro and ODOT with notice and an opportunity to
comment at least 15 days prior to administrative action on any development applications (including,
but not limited to, conditional use permits and design review) that affect lands within the Green
Corridor.

C. ODOT shall provide notice to and opportunity for comment to the City, the County and
Metro on access management plans and improvements affecting state highways within the Green
Corridor.

D. The County shall provide the City, ODOT and Metro with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on any comprehensive plan or
land use regulation amendment proposal that could affect land within a Rural Reserve area, and
which is pertinent to the statements of mutual interest.

E. The City shall provide the County, ODOT and Metro with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on any comprehensive plan or
land use regulation amendment proposal that could affect land within a Rural Reserve area. ar\4
which is pertinent to the statements of mutual interest.
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F. Metro shall provide notice to and provide opportunity for comment to the City, ODOT and
the County at least 30 days prior to the first scheduled public hearing on any proposed urban growth
boundary, urban reserve boundary or functional plan amendment that could affect land within a Rural
Reserve area, and which is pertinent to the statements of mutual interest.

G. Metro. ODOT. Citv and County planning officials shall attempt to informally resolve anv
dispute regarding either party's performance or decisions under this agreement, or regarding the
terms, conditions or meaning of this agreement. Disputes which are not resolved through this
informal process shall be resolved bv participation in this dispute resolution process administered bv
the Department of Land Conservation and Development (DLCDV Either party mav reouest
participation in the dispute resolution process upon ten (10^ davs prior written notice. DLCD shall
conduct the dispute resolution process in accordance with its established process or the future
provisions of anv such process. Anv and all cost of the dispute shall be assessed eouallv to both
parties.

H. In order to fulfill the cooperative planning provisions of this agreement the Citv. County.
Metro and ODOT shall provide each other with needed data, maps, and other information in hard
copy or digital form in a timely manner without charge.

Xll[ I ]. Amendments to this Agreement

This Agreement may be amended in writing by the concurrence of all parties. The terms of
this agreement may be reviewed at the time that the parties adopt modifications to related
agreements.

XW[IV]. Termination

This agreement shall continue indefinitely. It may be terminated by any of the parties within 60
days written notice to the other parties.
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XIV. Severability

If any section, clause or phrase of this agreement is invalidated by any court of competent
jurisdiction, any and all remaining parts of the agreement shall be severed from the invalid parts and
shall remain in full force and effect.

THE CITY THE COUNTY

Mayor, City Chairperson,County
Board of Commissioners

ATTEST: ATTEST:

By:
City Recorder

By:
Recording Secretary

METRO OREGON DEPARTMENT OF TRANSPORTATION

Presiding Officer, Metro Council Director

ATTEST: ATTEST:

By:
City Recorder

By:
Recording Secretary

TP\srb
B:\IGA.NEW
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STAFF REPORT

CONSIDERATION OF RESOLUTION NO. 97-2498 FOR THE PURPOSE OF
ENDORSING THE INTERIM CORRIDOR STRATEGY FOR THE PORTLAND TO
LINCOLN CITY CORRIDOR

Date: April 16, 1997 Presented by: Andrew Cotugno

PROPOSED ACTION

This resolution endorses the Oregon Department of Transportation
(ODOT) Portland to Lincoln City Corridor (Oregon Highways 99W and
18 1-5 to U.S. 101) Interim Corridor Strategy. With endorsement,
the Metro Council and JPACT recognize the strategy as the guiding
document for developing corridor system recommendations for
Highway 99W and Highway 18 as part of the Regional Transportation
Plan (RTP) Update, Phase II.

In addition, because the RTP Phase II Update will act as the
first refinement to the corridor strategy, endorsement of the
Interim Strategy also recognizes the need for Metro to amend the
RTP to recognize the need, mode and function of the proposed I-
5/99W Connector as part of the overall corridor recommendation as
well as a recommendation for ODOT to pursue agreements with
neighboring cities in the corridor to protect "green corridors"
in order to preserve the rural character of the area between
Newberg and the Urban Growth Boundary and limit development
pressures for access to the I-5/99W Connector.

TPAC has reviewed this interim corridor strategy and recommends
approval of Resolution No. 97-2498.

FACTUAL BACKGROUND AND ANALYSIS

Corridor Strategy

The corridor strategy recommendations are identified in Chapter 6
of the corridor document. The other chapters contain background
information, analyses of existing and forecast conditions and a
listing of issues and constraints. Chapter 6 is included as
Exhibit A to the resolution.

The corridor strategy is a long-range (2 0-year) program for
managing and improving transportation facilities and services to
meet the needs for moving people and goods on Highway 99W/Highway
18 between Lincoln City and the City of Portland. A key element
of the strategy is consideration of the linkage between land use
and transportation needs in the corridor. The corridor strategy
will serve as the basis for selection of individual improvement
projects and implementation of new or expanded transportation
services.



Specific objectives were developed for all modes of transporta-
tion in the corridor based upon issues identified by local and
regional governments in the corridor, interest groups, and the
general public. Objectives address the corridor as a whole as
well as major segments of the corridor. Site-specific decisions
will be made during preparation of transportation system plans
(TSPs). The corridor strategy is intended to be interim as it
may be further refined during TSP development.

Process

The corridor planning process involves four phases: Phase 1 -
Develop Interim Corridor Strategy; Phase 2 - Produce Corridor
Plan; Phase 3 - Refinement Planning for key sites; and Phase 4 -
Implementation of Projects and Programs. Metro area agencies and
jurisdictions participating in the corridor study as part of the
technical and policy committees included ODOT Region 1 and Region
2, Metro, Tri-Met, Washington County, City of Portland, City of
Tigard, King City, City of Tualatin and City of Sherwood. In
addition, other agencies participating in the development of the
strategy included Yamhill, Polk, Tillamook and Lincoln counties;
the cities of Newberg, Dundee, Dayton, Lafayette, McMinnville,
Sheridan, Willamina, and Lincoln; the Confederated Tribes of the
Grand Ronde; the Mid-Willamette Valley Council of Governments;
and the Oregon State Parks and Recreation.

An extensive public involvement program was held as part of the
corridor planning process. This included public meetings, direct
mailings soliciting input, and print and electronic media cover-
age. Information was provided to more than 2,800 persons during
the course of the project and input received from 350 persons.
Federal and state agencies, tribal representatives, and transpor-
tation service providers are participating on a continuing
statewide agency coordinating committee to help facilitate the
interim strategy. In addition, ODOT staff from Region 2 con-
ducted public hearings and presentations on the interim strategy
including a presentation to Metro and ODOT Region 1 staff on
April 9, 1997. The meetings were used to identify needs and
issues in the interim strategy document and to provide comments
to ODOT. Those comments have been incorporated into Chapter 6
(Exhibit A ) .

Key Findings

The corridor strategy for Highway 99W/18 consists of a series of
actions that enhance the corridor's ability to serve commute,
recreational and freight travel between Lincoln City and Port-
land. Consistent with the Oregon Transportation Plan to promote
a balanced multi-modal transportation system, the corridor
planning team adopted the following transportation balance goal
for the strategy: Provide for a balanced mix of modes of trans-
portation within the corridor in order to provide a range of
modal choice for urban and rural users of the transportation
system.



Chapter 6 objectives promote transportation demand management
(TDM) and transportation system management (TSM) strategies as
the first course in addressing future needs in the corridor.
These TDM and TSM strategies include the development of support
facilities for transit, carpooling, and other nonmotorized modes,
as well as retaining the railroad as an effective means of
freight transport and potential use for commuter rail service.

The report recommends improvements to transit service, particu-
larly in Washington County, including the linking of proposed
park-and-ride lots with express transit service to major
employment centers in the Portland metropolitan area. Addi-
tionally, the report recommends development and implementation of
access management plans to control future access to the corridor
and improve efficiency of traffic flow, and capacity improvements
only in balance with TSM and TDM goals and other community
livability objectives.

In total, the strategy identifies the basic function of the
corridor, identifies issues and needs, provides extensive back-
ground information, and identifies a useful list of potential
strategies for consideration in the development of TSPs within
the corridor.

The resolution recognizes that development of the corridor plan
in Phase 2 must be coordinated with the RTP update and reflect
consistency with new performance measures and levels of service
(LOS) adopted as part of the RTP. In addition, consistent with
recommendations being forwarded concurrent with this action
regarding the proposed 1-5/99W Connector, Metro will pursue green
corridor agreements with ODOT, and appropriate cities and coun-
ties in the corridor.



BEFORE THE COUNCIL OF THE
METROPOLITAN SERVICE DISTRICT

FOR THE PURPOSE OF ENDORSING ) RESOLUTION NO. 97-2498
THE INTERIM CORRIDOR STRATEGY )
FOR THE PORTLAND TO LINCOLN CITY)
CORRIDOR ) Introduced by Presiding

Officer Jon Kvistad
JPACT Chair

WHEREAS, The State of Oregon, acting by and through its

Oregon Transportation Commission, has submitted to JPACT and the

Metro Council an interim strategy for the Portland to Lincoln

City Corridor (Oregon Highways 99W and 18 1-5 to U.S. 101) for a

resolution of support; and

WHEREAS, The Interim Corridor Strategy represents Phase 1 of

a four-phase corridor development process; and

WHEREAS, The Interim Corridor Strategy has been developed

collaboratively with representatives of the cities, counties and

tribes within the corridors: regional, federal and state

agencies with jurisdiction in the corridor; and in consultation

with key stakeholders and the public in the corridor; and

WHEREAS, Said document proposes an interim strategy and

objectives for the operation, preservation and enhancement of all

transportation modes and facilities within the Portland to

Lincoln City corridor; and

WHEREAS, The Interim Corridor Strategy and objectives will

guide development of local and regional Transportation System

Plans for the corridor, refinement plans for specific areas and

issues in the corridor, and the development of a final corridor

plan and implementation strategy for the corridor; and



WHEREAS, The adopted policies and actions contained within

the RTP will provide the basis for the Phase 2 Corridor Plan;

now, therefore,

BE IT RESOLVED:

1. That JPACT and the Metro Council supports this Interim

Corridor Strategy document as shown in Exhibit A and urges adop-

tion of the findings and conclusions by the Oregon Transportation

Commission.

2. That the development of the corridor plan during Phase 2

should be coordinated with the Regional Transportation Plan

Update to recognize any relevant changes in transportation

performance measures including Level of Service (LOS).

3. That consistent with the Urban Growth Management

Functional Plan, Metro staff work with the Oregon Department of

Transportation (ODOT) in pursuing agreements with neighboring

cities and counties to preserve green corridors as part of the

Interim Strategy in the corridor.

ADOPTED by the Metro Council this day of , 1997.

Jon Kvistad, Presiding Officer

Approved as to Form:

Daniel B. Cooper, General Counsel

MH:lmk
97-2498. RES
4-22-97



EXHIBIT A

CHAPTER 6

Interim Corridor Strategy

The Highway 99W/18 corridor provides mobility for commuters and tourists between
Oregon's largest metropolitan area and the central Oregon Coast, and serves freight
movement among communities within and beyond the corridor. For each mode of transpor-
tation, issues of concern have been identified through a public involvement program and
consultation with agencies. Limited technical data was available to assist in framing the
issues.

Based on the physical and service inventories of the corridor, opportunities for future
improvements were identified, together with potential constraints related to their imple-
mentation (see Chapter 5). A number of improvement options could involve institutional or
legislative actions for implementation, or increased cooperation and coordination among
stakeholders in the corridor. Other programs include physical or service improvements
with uncertain sources of funding or subsidy.

At this stage in planning for the corridor, a wide range of alternatives addressing all modes
of travel is sought for later evaluation. More detailed studies will be conducted in Phase 2
Corridor Planning and Phase 3 Refinement Planning processes (see Chapter 1). Individual
projects can then advance through project development to implementation. The
implementation stage for some projects and programs will involve many agencies and
diverse funding sources. The corridor plan will provide a basis for coordinating actions
among the participants.

Specific actions, activities, or projects are included in the strategy based on the current
available information. Their inclusion does not preclude future reconsideration or addition
of other actions, activities, or projects. Rather, it is intended to present information useful in
responding to travel demands in the corridor.

The overall corridor strategy consists of interim objectives that address each of the
categories in the Oregon Transportation Plan. In some cases, individual objectives may
respond to several of these categories. For example, some projects to improve regional
connectivity also could be expected to ease future congestion. Similarly, programs to
address transportation balance through demand management also would affect energy and
environmental objectives. For these overlapping effects, the reader is urged to review the
related categories.

The discussion of improvement options may pertain to general conditions in the corridor, or
only to the urban or rural portions, or to individual segments of the corridor. These
limitations are noted where applicable.

Transportation Balance
The Oregon Transportation Plan states that a balanced transportation system is one that
provides transportation options at appropriate minimum service standards, reduces reli-
ance on the single occupant automobile where other modes or choices can be made avail-
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CHAPTER 6: INTERIM CORRIDOR STRATEGY

able, particularly in urban areas, and takes advantage of the inherent efficiencies of each
mode. In the Highway 99W/18 corridor, many modes of travel are available, but travel
remains dominated by the private automobile. Plans and policies to encourage alternative
commute modes have been adopted in the metropolitan area, and more widespread
acceptance can be expected in the urban centers during the next 20 years.

The transportation balance goal is:

Provide for a balanced mix of modes of transportation within the corridor in order to
provide a range of modal choice for urban and rural users of the transportation system.

Actions and Objectives
For each travel mode, objectives were developed that respond to identified issues. These
strategies are outlined briefly below.

Automobile

Al. Increase vehicle occupancy through expanded rideshare programs.

A2. Develop other transportation demand management techniques, such as vanpooling,
telecommuting, and flexible work schedules.

A3. Consider implementation of "guaranteed ride home" programs in conjunction with
ridesharing efforts.

A4. Establish park-and-ride lots at selected locations in the corridor to serve carpool
formation. Sites could be chosen based upon their proximity to major intersections or
interchanges and for their market potential in attracting park-and-ride users.
Candidate locations include Sherwood, Newberg, McMinnville, and Willamina.

A5. Evaluate potential use of high-occupancy vehicle (HOV) lanes and HOV bypass lanes
upstream of congested intersections and highway on-ramps..

A6. Improve highway connections to existing and future transit and intercity bus
terminals, airports, and trucking terminals.

Public Transit

B1. Identify ways to improve commuter transit service between the Portland metropolitan
area and cities in Yamhill County.

B2. Maintain and improve bus service between cities in Yamhill County and connections
to Washington County at levels consistent with market demand and funding
availability.

B3. Investigate the feasibility of linking proposed park-ahd-ride lots with express transit
service to major employment centers in the metropolitan area.

B4. Expand intra-urban public transit service in McMinnville if feasibility is demonstrated
in the studies currently under way.

B5. Connect transit service to and between passenger terminals for existing and future
rail, intercity bus, and airports.
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CHAPTER 6: INTERIM CORRIDOR STRATEGY

B6. Maintain or expand intercity bus service to communities in the corridor.

B7. Resort-oriented bus operations such as those serving the casinos should be expanded,
possibly to include other destinations at the Oregon Coast.

B8. Coordinate all bus pull-out needs with transit and school bus system operators.

Passenger Rail

Cl. The feasibility of commuter rail and intercity passenger rail services between
Portland area light rail stations and cities in the corridor should be further evaluated.
Excursion service to the Spirit Mountain Casino also should be evaluated.

C2. Preserve or acquire abandoned rail lines for possible future use.

Transportation Services for the Transportation-Disadvantaged

Dl. Improve the mobility of the transportation-disadvantaged population living within
the Highway 99W/18 corridor using a coordinated approach involving state, local,
and private providers of specialized social and medical services.

D2. Continue dial-a-ride service for patrons in the corridor.

D3. Support Volunteer Transit Incorporated and other volunteer services for handicapped
and elderly throughout the corridor.

D4. Consider expansion of dial-a-ride service for the transportation-disadvantaged in Polk
County.

D5. Design all passenger intermodal transportation hubs to comply with the Americans
with Disabilities Act.

D6. Improve coordination and sharing of equipment among special transportation
providers.

Truck and Rail Freight

El. Maintain and promote the use of existing freight rail lines (Portland and Western,
Willamette and Pacific) in the corridor as a viable means for freight movement.

E2. Determine if intermodal truck and railroad facilities are feasible in the corridor.

E3. Support improvement of the Westside branch line to FRA Class 3 standards between
McMinnville and Tigard.

E4. Enhance truck freight mobility by providing highway improvements such as truck
climbing lanes and curve realignments.

Pedestrian

Fl. Provide sidewalks where determined appropriate on both sides of the highway in
urban and rural communities, as well as convenient and safe pedestrian crossing
opportunities.

F2. Consider planting strips between the curb and sidewalk in urban areas.
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CHAPTER 6: INTERIM CORRIDOR STRATEGY

F3. Link sidewalks together by completing intermittent sections, particularly in Tigard,
Tualatin, Sherwood, Newberg, and Dundee.

F4. Pedestrian refuge islands should be provided where crossing distances are wide, and
in conjunction with raised median installations.

F5. Consider developing separate multi-use paths for pedestrians and bicyclists along
limited-access or heavily traveled portions of the corridor, or along new bypasses.

F6. Consider grade-separated pedestrian crossings at convenient locations in areas where
high travel speeds limit safe opportunities for at-grade crossings,

F7. Visually distinguish areas of high pedestrian activity. Evaluate using alternative
paving materials for crosswalks that contrast with the road surface.

F8. Replace or upgrade pedestrian facilities where improvements are made to increase the
mobility or safety of other transportation modes.

F9. Include pedestrian access and facilities in the design of transit and park-and-ride
facilities.

F10. In areas where complete access control is developed, provide pedestrian and bicycle
facilities on overcrossing structures or in association with interchanges so that barriers
are not created.

Bicycle
Gl. Provide continuous bicycle facilities (bike lanes or shoulder bikeways) along the

Highway 99W/18 corridor using 6-foot paved shoulders wherever feasible.

G2. Incorporate bikeways into future highway and bridge projects, including bypasses.

G3. Provide connections to local bicycle facilities where feasible.

G4. Provide safe bicycle crossings with railroads (i.e., even surfaces, right-angle crossings).

G5. In areas where shoulders are narrow and levels of recreational bicycling are high,
consider "Watch for Bikes on the Roadway" or similar signs.

G6. Clean roadway shoulders when debris accumulates, particularly in the peak summer
cycling months.

G7. Provide secure bicycle parking at all transit and park-and-ride facilities.

G8. Outfit transit and intercity buses with bike racks.

G9. Encourage employers to provide secure bicycle parking, showers, and lockers for
bicycle commuters.

G10. See also F5 and F10.

Airports
HI. Ensure that airports in the corridor continue to be protected by airport overlay zoning

to prevent construction or growth of obstructions into the Federal Aviation
Administration Part 77 Airspace around the airports.
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H2. Aviation easements should be dedicated to the airport operators before any new
development is allowed within the land beneath the FAR Part 77 Approach Surfaces.

H3. Encourage cities and counties to adopt land use regulations that protect existing
public use airports from land use conflicts and provide compatible land use near the
airport.

H4. Support intrastate and interstate passenger flights in new markets (for example,
McMinnville or coast communities).

H5. Expansion of McMinnville Municipal Airport facilities should be considered to
accommodate increased regional demands, together with shuttle van services to the
airport to improve airport access and usage. A master planning effort for the airport is
now under development.

H6. Evaluate appropriate shuttle bus service to Portland International Airport. Encourage
service expansion in ways that best respond to demand.

Pipeline

II. Coordinate with utility contractors, maintaining and/or replacing utility lines in the
corridor.

Regional Connectivity
Regional connectivity is a measure of how well the corridor connects various parts of the
state and nation. This is usually quantified in terms of travel times, or described by reflect-
ing the level of transportation services available. The issue of travel time overlaps with the
congestion and transportation balance performance measures. Both of those measures can
affect regional connectivity. Increased congestion may result in slowed travel times and
discontinuity between regions. Congestion is caused when demand exceeds available
capacity and may be the result of a transportation system that is not in balance (that is,
people or goods are moving inefficiently).

The regional connectivity goal is:

Develop transportation facilities within the corridor in order to provide a high degree of
regional connectivity for all corridor users, both internal to the corridor as well as those
passing through the corridor to other parts of the state and nation.

Actions and Objectives
Jl. Improve operations at highway-to-highway junctions and major intersections. If

necessary, provide grade-separated interchanges in response to operation and safety
needs.

J2. Continue project development efforts related to the Newberg-Dundee Bypass to assist
in relieving congestion in the Newberg/Dundee area. If ongoing analysis indicates
feasibility, this bypass could be constructed as a limited-access tollway.
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J3. Continue project development efforts of a limited-access expressway from 1-5 to
Highway 99W (Tualatin-Sherwood Highway). If constructed, this limited-access
facility could be operated as a tollway.

J4. Identify locations for Highway 99W's interchanges with the proposed Newberg-
Dundee Bypass and Tualatin-Sherwood Expressway.

J5. Maintain or improve travel times for both autos and freight through high levels of
facility management, including speed change lanes, turn refuges, synchronized
signals, and access management.

J6. Implement planned access management projects in Tigard and Newberg.

]7. Implement the three-phase facility plan to convert Three Mile Lane in McMinnville to
a limited-access facility. The plan includes an interim signal installation near the
airport in Phase 1, to be replaced with a grade-separated interchange in Phase 2,
together with an ancillary road network for local access. In Phase 3, the East
McMinnville interchange would be reconstructed as a full-service interchange,
eliminating the Cruikshank Road intersection. An interchange also would be
developed at the Lafayette Highway to the east in Phase 2.

J8. Investigate conversion of the Highway 99W/18 junction to a limited-access facility.

J9. Evaluate Highway 18 between McMinnville and the Van Duzer State Park to
determine needs for passing lanes, capacity improvements, intersection
improvements, grade-separated interchange at Highway 22 (Valley Junction), and
access management applications.

J10. Investigate alternative access between Willamina and Highway 18 to address concerns
related to the loss of the Steel Bridge.

Jl l . Take action to reserve right-of-way needed for future transportation projects.

J12. Use the ODOT Pavement Management System to implement state policy to maintain
road surfaces at a 90 percent fair-to-good rating.

J13. Use the ODOT Bridge Management System to maintain bridges in adequate structural
and operational conditions.

Congestion
Congestion is defined as the level at which transportation system performance is no longer
acceptable due to traffic interference. Both recurring and incident congestion are included.

The highway congestion goal is:

Operate all transportation facilities within the corridor at a level of service that is both
cost-effective and appropriate for the area they serve.
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Actions and Objectives
Kl. Manage transportation demand using techniques such as:

- Increased use of carpools and vanpools through carpool-matching and marketing
activities

- Increased use of transit

- Adoption of measures to provide travel time advantages to buses

- Examine means to shift travel demand to off-peak hours with flex-time or shortened
work weeks

- Include employer trip reduction programs in planning, development review, and
access permitting processes

- Investigate the feasibility of congestion pricing in the Portland metropolitan area
and on potential tollway facilities

- Promote increased use of telecommunication and intelligent transportation system
technologies

K2. Evaluate travel demand and highway capacity from 1-5 to the southern Sherwood
UGB.

- First, implement an aggressive TSM program that improves the flow of traffic.
Determine which of the following techniques are appropriate for individual
locations:

• Provide raised median, turn lane, and signal modifications.

• Limit traffic movements crossing the corridor or turning left to arterials and
major collectors only.

• Adopt signal timing/interconnection plans that emphasize through
movements on the facility.

• Restrict new signal installations.

• Provide major intersection improvements.

- Second, investigate widening of Highway 99W to six lanes north of Sherwood only
if (1) the Tualatin-Sherwood Highway cannot be constructed, and (2)
implementation of the TDM and TSM programs do not result in acceptable travel
conditions.

K3. Widen Highway 99W to four through lanes from the Highway 99W/18 intersection at
(McDougal Corner) to Dundee, particularly if the bypass study calls for connection in
south Dundee.

K4. Consider the use of frontage roads and grade-separated interchanges in the ongoing
development of a plan in the Sherwood area.
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K5. Identify capacity and safety needs between Sherwood and Rex Hill, including access
management measures.

K6. Develop Highway 18 as a fully access-controlled facility between the Van Duzer
Corridor and Highway 99W at McDougal Corner.

K7. Construct passing lanes and truck climbing lanes at appropriate locations throughout
the corridor (for example, eastbound passing lane from Fort Hill to Wallace Bridge).

K8. Upgrade merge lengths at intersections and ramps where difficulties are revealed (for
example, Dayton on-ramp going north; Sheridan on-ramp going north).

K9. Investigate lengthening turnouts for slow-moving vehicles, particularly where passing
lanes are infeasible.

K10. Improve safety and reduce congestion by providing turn lanes. Evaluate the following
locations:

- Extend center turn lane at west end of Grand Ronde further west
- Add left-turn lanes at Rowell Creek Road, Fort Hill Road, and Masonville Road

Kll. Improve local street systems to provide alternatives to the use of Highway 99W/18 for
intra-area travel. These alternative street networks could reduce the need for highway •
capacity improvements and can be identified through the Transportation System
Planning process.

K12. Provide signal installations in rural areas only as an interim measure, accompanied by
a long-range plan for interchanges or overcrossings.

K13. Improve or provide traffic signal coordination in urban areas, specifically along
Highway 99W in Tigard, Sherwood, and in Newberg.

K14. Maintain responsive and efficient traffic signal settings throughout the corridor; e.g.,
improve settings at the Highway 99W/Fifth Street intersection in Dundee.

K15. Develop access management plans for critical highway segments. Adopt the most
restrictive access management category for each highway segment, consistent with
existing and planned adjacent land uses and consistent with local TSPs and state
provisions.

K16. Develop an access management plan for Highway 18 in the Fort Hill, Valley Junction,
and Grand Ronde area.

¥17. Evaluate the need for grade-separated interchanges at existing locations along
Highway 18, including Highway 22 at Valley Junction and Highway 221 near Dayton.

K18. Develop and implement an incident management program to address prevention,
response, site management, incident clearance, motorist information, emergency
services, and alternative route planning.
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Safety
The improvement of transportation safety is a continuing goal of all agencies involved in
the provision of transportation services. A Safety Management System is under
development at ODOT to identify the potential for accident reduction for different kinds of
improvements and at various levels of investment. It will help define the extent to which
roadway design features and operating practices contribute to accident hazards.

The safety goal is:

Continually improve all facets of transportation safety within the corridor.

Actions and Objectives
Ll. Target safety improvement projects to sections of the corridor with the highest

accident rates. Analyze the accident types at all SPIS accident index sites and develop
solutions that reduce accident rates.

- Consider the appropriate posted speeds through developed areas (for example,
Sherwood, Dundee, Fort Hill, and Grand Ronde)

- Increases in traffic enforcement

- Minor design modifications such as change in striping, geometric layout, or
illumination

- Signalization and signing modifications to reduce potential hazards

- Major redesign, including grade separations (for example, overpass and bridge
structures, alignment changes, and passing lanes)

- Improved maintenance practices such as sanding and debris removal

L2. Develop a strategy to improve the Highway 99W/18 intersection at McDougal Corner,
including consideration of realignment, grade-separation, and future connection to the
Newberg-Dundee Bypass.

L3. Review citizen input on accident or problem locations and identify what action might
be taken to improve safety at those locations.

Specifically study the following accident/problem locations:

- Highway 99W through Sherwood, including Meinecke Road
- Valley Junction
- Bear Creek
- Slick Rock Creek
- North Bank Road

L4. All roadway surface striping, including fog lines, should be maintained to be highly
visible.

L5. Widen shoulders throughout the corridor to standard widths and rebuild curves with
sight distance deficiencies, including through the Van Duzer Corridor, if practical.
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L6. Eliminate median openings along Highway 99W, particularly between King City and
Newberg, where safety history demonstrates potential problems. Consider retaining
median openings only at public streets.

L7. Provide public telephones or call boxes at approximately 5-mile intervals throughout
the length of the corridor. Phones can be located at grocery stores or gas stations, or
may be needed as stand alone phone booths (well lit and maintained) where no
development exists.

Economic Impacts
Transportation systems can have a significant positive or negative economic impact. New
transportation services can act as a catalyst of the siting of new businesses and the creation
of jobs and for promoting access to recreational opportunities. Conversely, changes in the
transportation system, such as recurring congestion or the elimination of some type of
modal choice, can have the opposite effect and result in the loss of businesses and jobs.

The economic impact goal is:

Promote economic health and diversity through the efficient and effective movement of
goods, services, and passengers in a safe energy efficient and environmentally sound
manner.

Actions and Objectives
Ml. Enhance development of planned industrial and commercial sites through road

facility and transportation service improvements.

M2. Support timely and efficient truck movements by maintaining minimum levels of
service.

M3. Address congestion affecting access to town centers (for example, King City,
Sherwood, and Newberg) with transportation improvements that emphasize transit,
pedestrian, and bicycle modes.

M4. Minimize adverse impacts to farmland and forest land along the corridor.

M5. Enhance tourist travel to the Oregon Coast and other destinations in the corridor.

M6. Provide adequate advance signing for businesses affected by actions to manage access.

Social Impacts
Transportation systems can have far reaching but sometimes very subtle social impacts on a
community. A highway by-pass can isolate a community while improving regional
connectivity. A street improvement can provide a benefit for persons traveling on the street
but can have an adverse impact on an adjacent land use. Thoughtful analysis is needed to
understand potential impacts both positive and negative when transportation system
changes are planned.

The social impacts goal is:
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Provide a transportation corridor that has positive social impacts by providing for the safe
movement of goods and people while reducing the negative impacts caused by
transportation/land use conflicts.

Actions and Objectives
Nl. Examine methods to reduce the negative impacts and increase the positive impacts of

Highway 99W/18 corridor transportation systems on neighborhoods, parks, and com-
munity facilities.

N2. Improve pedestrian crossing opportunities, particularly in the urban sections of
Highway 99W/18, to reduce the "barrier" effect of the roadway and to foster safe
pedestrian connections between both sides of the road.

N3. Include landscaped medians to improve the "friendliness" of the streetscape (e.g.,
plant trees to separate sidewalk from curbs).

N4. Plant trees alongside portions of the highway where it does not impair sight distances.

N5. Address impacts on historic properties related to widening the highway.

N6. Coordinate transportation improvements with scenic byways programs.

Environmental Impacts
The fact that transportation systems have an impact on the adjacent environment is undeni-
able. This impact can be in the form of noise, water pollution, air pollution, or physical
disruption of the environment caused by the construction of a facility. Through careful
management of the operation or modifications of a design for a facility, it is possible to
reduce the impacts to acceptable levels. Accidents are another source of environmental
impact upon the corridor when vehicle fuels or vehicle cargoes are spilled.

The environmental impacts goal is:

Provide a transportation system throughout the Highway 99W/18 corridor which is
environmentally responsible and encourages protection of natural resources.

Actions and Objectives
01. Avoid or minimize transportation system improvement impacts to sensitive natural

resource areas (e.g., Tualatin River National Wildlife Refuge, Van Duzer State Park
Corridor, the Salmon River estuary, Cascade Head Scenic Research Area, etc.).
Evaluate the benefit of capacity improvements outside these areas before considering
similar capacity improvements in these areas.

02. Inventory sensitive environmental and cultural resources throughout the length of the
corridor. Identify the resources that should be avoided if possible when developing
transportation improvement projects. Items to inventory should include at least the
following:

- Rare, threatened, and endangered plants and animals or their known habitats

- Wetland resources
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- Water quality in adjacent creeks, streams, and rivers

- Parks, schools, and churches

- Wildlife refuges or significant wildlife habitat

- Hazardous materials sites

- Archeological, historic, and cultural resources

- Soil and slope stability

03. Consider enhancements or management techniques that maintain or enhance the vis-
ual quality of the corridor by the following actions:

- Improve directional and informational signing for existing attractions.

- Construct additional roadside turnoffs at scenic and historic locations.

- Use vegetation management resources to create and protect scenic vistas (e.g., scenic
buffers for timber harvests) and to replace or redesign vegetation lost to transporta-
tion system projects.

- Seek restrictions on scenic intrusions such as billboards and other non-essential
signs.

- Implement Green Corridor protection through intergovernmental agreements in
county plans.

04. Develop a coordinated accident response plan with the jurisdictions along the corridor
to reduce the impact of hazardous material spills.

05. Design roadway improvements and new facilities to minimize surface runoff
pollutants in adjacent streams and rivers. In addition, review maintenance and
sanding practices near bridges.

06. To achieve regional, state, and federal air quality standards, institute measures to
reduce vehicle miles traveled and congestion, particularly within the Portland
metropolitan area airshed portion of the corridor.

07. Consider the need to construct berms or walls, if warranted, to reduce noise levels as
traffic levels increase.

08. Develop a corridor signing program in transitional/rural areas to reflect services
available.

09. Consider parkway style improvements to complement the rural character of the
corridor and to mitigate visual impacts.

010. Develop a strategy to improve fish passage through streams and culverts in
compliance with the Governor's Salmon Recovery Initiative.

011. Address environmental impacts of new roadway routes with a thorough analysis of
alternatives and programs to mitigate adverse impacts.
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Energy Impacts
Transportation systems and modal choices can have a significant impact on energy con-
sumption. The lack of an appropriate mode may result in people, goods, or services moving
in an inefficient manner. Transportation facility design may result in improved efficiency or
diminished efficiency.

The energy impacts goal is:

Provide a transportation system that minimizes transportation-related energy
consumption through the use of energy efficient and appropriate modes of transportation
for the movement of people and goods.

Actions and Objectives
PI. Give priority to those projects that reduce energy consumption.

P2. Examine methods to reduce energy consumption through the use of TDM techniques
such as:

- Carpooling and vanpooling
- Increased use of public transit for commute trips
- Increased use of intercity transit and rail modes
- Reduction of trips through strategies such as telecommuting, flex-time, and variable

work schedules
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INTERGOVERNMENTAL AGREEMENT ON
GREEN CORRIDOR AND RURAL RESERVE AND POPULATION COORDINATION

BETWEEN THE CITY, THE COUNTY,
METRO AND THE OREGON DEPARTMENT OF TRANSPORTATION

This Agreement is entered into by and between the City, the County, Metro ("Metro") and the
Oregon Department of Transportation ("ODOT") pursuant to ORS 190.003 to 190.110, which allows
units of government to enter into agreements for the performance of any or all functions and activities
which such units have authority to perform.

RECITALS

WHEREAS, The Portland metropolitan region and neighboring cities outside Metro's
jurisdictional boundaries are expected to experience substantial population and employment growth
by the year 2040; and

WHEREAS, Anticipated urban growth and development in the Metro area will affect
neighboring cities outside Metro's jurisdictional boundaries, and anticipated urban growth and
development in the neighboring cities will affect jurisdictions within Metro's boundaries; and

WHEREAS, The City wishes to maintain its distinct identity, and the City and Metro are
interested in maintaining separation of the City from the metropolitan area; and

WHEREAS, To achieve this separation, the City, the County and Metro are interested in
creating permanent reserves of rural land between the City and the metropolitan area and taking
coordinated action to reduce urban development pressures upon such rural reserve areas; and

WHEREAS, The City, the County, Metro and ODOT have a common interest in planning
connecting highways between the City and the Metro area as "Green Corridor" high performance,
multi-modal transportation facilities, where access is tightly controlled and development pressures are
minimized; and

WHEREAS, The City, the County, Metro and ODOT further intend such Green Corridors to
reinforce the separate and distinct identities of the City and the Metro area, support a multi-modal
transportation system and intra-urban connectivity, and encourage economic development within the
City; and

WHEREAS, The City, the County, Metro and ODOT are interested in preserving and protecting
the rural and natural resource character of rural reserve areas along the Green Corridor that separate
the City from the metropolitan area, and are further interested in protecting farm and forest activities in
those areas from development pressures and incompatible uses; and

WHEREAS, Statewide Planning Goal 2, Land Use Planning, requires that local government
comprehensive plans and implementing measures be coordinated with the plans of affected
governmental units and that local government, state and federal agency and special district plans and
actions relating to land use be consistent with the comprehensive plans of cities and counties and
regional plans adopted under ORS Chapter 268; and
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WHEREAS, OAR 660, Division 12 requires ODOT, Metro, and the City and County to prepare
and adopt, respectively and in coordination with each other, state, regional and local transportation
system plans establishing a coordinated^network of transportation facilities to1 serve state, regional
and local transportation needs; and

WHEREAS. ORS 195.036 requires the coordination of population forecasts: the Citv with the
County and Metro with the Countv:

NOW, THEREFORE, the City, the County, Metro and ODOT agree as follows:

AGREEMENT

I. Purpose

The parties agree that they are mutually interested in and will work together to:

A. Preserve the distinct and unique identities of the City and the metropolitan area by
maintaining a separation of the City from the metropolitan area.

B. Plan and manage connecting highways between the City and the Metro area as Green
Corridor high performance, multi-modal transportation facilities.

C. Recognize that each Green Corridor is critical to inter-urban connectivity and to support
and encourage economic development and a jobs-to-housing balance within the City.

D. Preserve and protect the rural and natural resource character and values of Rural Reserve
areas along the Green Corridor that separate the City from the metropolitan area.

E. Control access to the Green Corridor to maintain the function, capacity and level of service
of the facilities, enhance safety and minimize development pressures on Rural Reserve areas.

F. Establish a plan to protect the unique visual character of each Green Corridor.

G. Permanently [D]designate areas of rural land to separate and buffer Metro's Urban Growth
Boundary and Urban Reserve areas from the City's Urban Growth Boundary and Urban Reserve
areas.

H. Act together to reduce development pressures upon Rural Reserve, areas and
thereby enhance certainty and viability of resource uses in the Rural Reserves,

II. Definitions

A. "Green Corridor" means the high performance, multi-modal transportation facilities
connecting the City to the metropolitan area and the surrounding identified rural lands within which the
rural and natural resource character will be preserved and protected to maintain separation between
the City and the metropolitan area and preserve the unique identities of the City and the metropolitan
area.
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B. "Rural Reserve" areas are those areas identified by the parties pursuant to the terms of this
agreement to provide a permanent separation and buffer between Metro's Urban Growth Boundary
and Urban Reserve areas and the City's Urban Growth Boundary and Urban Reserve areas and
thereby maintain the distinct identity and* character of the City and the metropolitan area.

III. Establishment and Amendment of Green Corridor Boundaries

A. Establishment of Green Corridor boundaries.

1. Until permanent Green Corridor boundaries are established as provided for in this
Agreement, interim Green Corridor boundaries shall be established which extend out a distance of
200 feet from both edges of the right of way of the transportation corridor as shown on map
Attachment "A" to this Agreement.

2. Permanent Green Corridor boundaries shall be established by the County in
cooperation with the Citv. ODOT and Metro mutual agreement of the parties. The establishment of
Green Corridor boundaries and the land use and transportation strategies applied within Green
Corridors shall take into consideration:

a. The unique visual and functional characteristics of the corridor.

b. The views from the transportation corridor as seen at normal highway speeds and
the width of the area alongside the transportation corridor that affect the function of that corridor.

B. Amendment of Green Corridor Boundaries.

1. Green Corridor boundaries may be amended by the County in cooperation with the
Citv. ODOT and Metro mutual agreement of tho parties. The party proposing an amendment to a
Green Corridor boundary shall be the lead coordinating agency and shall be principally responsible for
demonstrating how the proposed amendment is consistent with the purposes of this Agreement. No
amendment shall be effective until adopted by the governing body of the City, the County and Metro.

2. When amending Green Corridor boundaries, the parties County shall work in
cooperation with the Citv. ODOT. and Metro consider:

a. The views from the transportation corridor as seen at normal highway speeds;

b. The width of the area alongside the transportation corridor that affects the function
of that corridor;

IV. Comprehensive Planning Along Green Corridors

A. County comprehensive plan designations and zoning shall apply to all lands designated -as
Green Corridors. The development of a Comprehensive Plan and Comprehensive Plan amendments
for lands within Green Corridor boundaries shall provide for notice and opportunity for comment with
the City, Metro and ODOT.
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B. ODOT shall prepare, adopt and amend a state transportation system plan addressing
transportation facilities serving state transportation needs within Green Corridor boundaries. The
County shall be responsible for the preparation, adoption and amendment of the local and regional
Transportation system plans for facilities of regional and local significance within Green Corridor
boundaries. Preparation, adoption and amendment of the state, regional and local transportation
system plans shall provide for coordination with and participation by the City, Metro, the Oregon
Department of Transportation and other entities providing transportation facilities or services within
Green Corridor boundaries.

V. Land Use and Development within Green Corridor Boundaries

A. The County shall zone all lands retain current zoning and protection of natural resources
within Green Corridor boundaries and agree not to expand development until a review bv the parties
for rural and natural resource uses only. Outside of existing exception areas, new land parcels less
than 10 acres in size shall be prohibited.

B. The parties shall work cooperatively to determine whether specific uses which would
otherwise be permitted under County zoning (e.g., schools, churches, aggregate operations, wrecking
yards, public maintenance yards) should be prohibited or restricted within Green Corridor boundaries
to implement the purposes of this agreement. Within 18 months 5 years of the signing of this
agreement, the County shall amend its zoning and other applicable land use regulations to comply
with this agreement incorporate agreed upon changes. Uses which may be subject to limitations and
affected bv state law prohibited include:

1. Public or private schools, including all buildings essential to the operation of a school.

2. Churches and cemeteries in conjunction with churches.

3. Operations conducted for mining, stockpiling, crushing and processing of aggregate
and other mineral and other subsurface resources.

4. Operations conducted for mining and processing of geothermal resources and oil and
gas.

5. Airports and personal use airports for airplanes and helicopter pads.

6. Private or public campgrounds and recreational vehicle parks.

7. Solid waste disposal facilities.

8. Commercial utility facilities for the purpose of generation of power for public use.

9. Dog kennels, including kennels associated with the breeding and training of
greyhounds.

10. Wrecking yards.

11. Commercial uses in conjunction with farm use, except where the commercial use is
located within an enclosed or covered area not exceeding 1000 square feet of gross floor area.
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12. Transmission towers and utility facilities necessary for public service, except upon
demonstration that a location outside a Green Corridor is not reasonably practicable.

13. Public maintenance yards.

14. Concrete and asphalt batch plants.

15. Rural industrial uses.

VI. Screening, Buffering and Signage

A. In coordination with the other parties, within 18 months 5 years of signing this agreement,
the County shall establish screening and buffering requirements for development within Green
Corridor boundaries to retain and enhance views of the undeveloped rural landscape, minimize views
of non-resource land uses, and reduce urban development pressures within Green Corridor
boundaries. These requirements shall be incorporated into the appropriate comprehensive and area-
wide plans and the appropriate sections of the zoning ordinances.

B. In establishing screening and buffering requirements for development within Green
Corridor boundaries, consideration shall be given to:

1. Restricting or eliminating views of non-natural developments, or views that detract from
the rural nature of the green corridor, and

2. Providing for buffers and screens that can be easily maintained.

[C] S. For existing non-rural development within, ef-adjacent or deemed bv the cooperating
parties to be a visible intrusion into the Green Corridor; ODOT in cooperation with the County. Citv.
and Metro shall develop a program for installing and maintaining effective pj visual screens[ing]. Such
a program shall contain a landscapina/screenina plan for the Green Corridor, which will include
identification and prioritization of areas to be screened, and cooperative implementation and
maintenance measures.

[D] G. ODOT and the County shall work together to develop a coordinated program for sign
consolidation within the Green Corridor boundaries in cooperation with the County. Citv and Metro.

VII. Access Management and Roadway Improvements

A. In coordination with the other parties, ODOT shall establish will review the access
management designation measures within Green Corridor boundaries and develop a cooperative
Access Management Plan that promote[s] high performance, multi-modal transportation facilities
connecting the City to the metropolitan area while limiting development pressures on rural and natural
resource lands within the Green Corridors. The Access [M]management Plan shall include techniques
shall t2 consolidate and limit access[es] to and rural areas from the Green Corridor to cooperatively
purchase access rights, and/or allow no new accesses to the Green Corridor highway except where
no reasonable alternative exists.

B. Improvements to the Green Corridors shall be conducted for the purposes of improving
multi-modal access, traffic safety, the movement of freight, and aesthetics, and shall not be intended
solely to improve access for single-occupancy vehicles.
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C. Shared access shall be required to the extent reasonably practicable.

VIII. Establishment and Amendment of Rural Reserve Boundaries

A. Establishment of Rural Reserve boundaries.

L, The Rural Reserve boundaries shall be as shown on map Attachment "A" to this
Agreement.

B. Amendment of Rural Reserve Boundaries.

1. The initial Rural Reserve boundaries may be amended by the County in cooperation
with the Citv. ODOT and Metro mutual agreement of the parties. The party proposing an amendment
to a Rural Reserve boundary shall be the lead coordinating agoncy and The County shall be
principally responsible for demonstrating how the proposed amendment is consistent with the
purposes of this Agreement.

2. The initial Rural Reserve boundary is based on population projections for the Metro and
the City's Urban Reserve areas that have been agreed upon by the parties to this agreement-
Changes in population projections that result in changes to the Rural Reserve boundary will be based
on a coordinated forecast. Metro and the City, however, have ultimate authority over the population
projections for their respective Urban Reserve boundaries and Urban Growth boundaries.

3. No amendment shall be effective until adopted by the governing body of the City, the
County and Metro.

IX. Comprehensive Planning and Zoning within Rural Reserve Boundaries

A. County comprehensive plan designations and zoning shall apply to all lands within Rural
Reserve areas. The development of comprehensive plan policies and zoning for lands within Rural
Reserve areas shall provide for notice and opportunity for comment with the City, ODOT and Metro.

B. The provisions governing the rural reserve in this agrooment shall be consistent with
Metro's Urban Growth Management Functional Plan regarding rural reserves and green corridors shall
be used as guidelines in developing a plan for T-[t]hese rural lands shall and maintain the rural
character of the landscape and our agricultural economy. Now rural commercial or industrial
development shall be restricted to the extent allowed by law. Zoning shall be for resource protection
on farm and forestry land, and very low density residential (no greater than one unit per five acres) for
exception land.

[C] B. The County shall zone all lands within Rural Reserve areas for rural and natural
resources uses only. The County shall not upzone existing exception areas or nonresource lands to
allow a density of development that is greater than what is permitted by existing zoning as of the
effective date of this agreement.

[D] C. Outside of existing exception areas, new land parcels less than 10 acres in size shall
not be permitted.
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X. Development within Rural Reserve Areas

A. The parties shall work cooperatively to determine whether specific uses which would
otherwise be permitted under County zoning (e.g., schools, churches) should be prohibited or
restricted within Rural Reserve areas to implement the purposes of this agreement. Within 18 months
5 years of signing of this agreement, the County shall amend its zoning and other applicable land use
regulations to incorporate agreed-upon changes.

XI. Population Coordination

A. As the County and Citv are required bv ORS 1975.036 to coordinate their population
forecasts, and the County and Metro, within its district, are required to coordinate their population
forecasts, this agreement is intended to provide for overall coordination of these forecasts.

B. Whenever the County. Citv or Metro prepare a draft population forecast, they shall provide
copies of the forecast to the other parties. After review bv all parties, including the Citv. County and
Metro, if agreement bv all three parties is reached, a letter from each party from the Mavor. Chair of
the County Commission and Metro Presiding Officer to all other parties stating agreement with the
forecast shall be sent. Land use planning and other work of the parties based on the population
forecasts mav then commence. In the event that agreement cannot be reached, the parties agree to
bring the matter before a neutral fourth party for mediation.

Xl[ I ]. Notice and Coordination Responsibilities

A. The County shall provide the City, Metro and ODOT with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on plan amendments or zone
changes affecting lands within the Green Corridor.

B The County shall provide the City, Metro and ODOT with notice and an opportunity to
comment at least 15 days prior to administrative action on any development applications (including,
but not limited to, conditional use permits and design review) that affect lands within the Green
Corridor.

C. ODOT shall provide notice to and opportunity for comment to the City, the County and
Metro on access management plans and improvements affecting state highways within the Green
Corridor.

D. The County shall provide the City, ODOT and Metro with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on any comprehensive plan or
land use regulation amendment proposal that could affect land within a Rural Reserve area, and
which is pertinent to the statements of mutual interest.

E. The City shall provide the County, ODOT and Metro with notice and an opportunity to
comment at least 30 days prior to the first scheduled public hearing on any comprehensive plan or
land use regulation amendment proposal that could affect land within a Rural Reserve area, and
which is pertinent to the statements of mutual interest.
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F. Metro shall provide notice to and provide opportunity for comment to the City, ODOT and
the County at least 30 days prior to the first scheduled public hearing on any proposed urban growth
boundary, urban reserve boundary or functional plan amendment that could affect land within a Rural
Reserve area, and which is pertinent to the statements of mutual interest.

G. Metro. ODOT. Citv and County planning officials shall attempt to informally resolve anv
dispute regarding either party's performance or decisions under this agreement, or regarding the
terms, conditions or meaning of this agreement. Disputes which are not resolved through this
informal process shall be resolved bv participation in this dispute resolution process administered bv
the Department of Land Conservation and Development (DLCDV Either party mav request
participation in the dispute resolution process upon ten (101 davs prior written notice. DLCD shall
conduct the dispute resolution process in accordance with its established process or the future
provisions of anv such process. Anv and all cost of the dispute shall be assessed eguallv to both
parties.

H. In order to fulfill the cooperative planning provisions of this agreement the Citv. County.
Metro and ODOT shall provide each other with needed data, maps, and other information in hard
copy or digital form in a timelv manner without charge.

Xll[ I ]. Amendments to this Agreement

This Agreement may be amended in writing by the concurrence of all parties. The terms of
this agreement may be reviewed at the time that the parties adopt modifications to related
agreements.

XW[ IV ]. Termination

This agreement shall continue indefinitely. It may be terminated by any of the parties within 60
days written notice to the other parties.
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XIV. Severability

If any section, clause or phrase of this agreement is invalidated by any court of competent
jurisdiction, any and all remaining parts of the agreement shall be severed from the invalid parts and
shall remain in full force and effect.

THE CITY THE COUNTY

Mayor, City Chairperson,County
Board of Commissioners

ATTEST: ATTEST:

By:
City Recorder

By:
Recording Secretary

METRO OREGON DEPARTMENT OF TRANSPORTATION

Presiding Officer, Metro Council Director

ATTEST: ATTEST:

By:
City Recorder

By:
Recording Secretary

TP\srb
B:\IGA.NEW
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April 24, 1997

Mr. William Blosser, Chair
Land Conservation and Development Commission
1175 Court Street Northeast
Salem, Oregon 97310-0590

Dear Mr. Blosser:

This letter is in response to the Commission's Transportation Planning Rule evaluation report.
Metro's Joint Policy Advisory Committee on Transportation (JPACT), Metro Policy Advisory
Committee (MPAC) and the Metro Council have reviewed the draft recommendations prepared by
your consultant on possible changes to the rule. The following comments are submitted for your
consideration:

Broader Mission of the TPR

The consultant's review of the TPR focuses on the specific requirements for local governments to
achieve per capita reductions in vehicle miles traveled (VMT) and parking spaces. The consultant has
provided a number of findings on both of these quantitative measures. Specific comments on their
findings are included in this letter.

Metro and its partners urge you to expand your review to consider the broader context of these
measures as they relate to the overall mission of the TPR. We believe that Section 660.12.035(7)
envisions a broader review when it directs the Commission to evaluate "...the results of efforts to
achieve the [parking and VMT/capita] reductions." In this context, we believe that the Commission
should define "results" as the effectiveness of the measures in helping local governments to plan for
compact, multi-modal and more livable communities. In the Portland region, the 2040 Growth
Concept began this effort, the Urban Growth Management Functional Plan has begun implementation,
and we are continuing to use these measures and others to develop the transportation element of the
Regional Framework Plan.

We therefore conclude that it is premature to revise the current standards, as recommended in the
draft report to the Commission. Instead, we propose that the LCDC adopt new language that better
defines the role of these measures in acknowledging local transportation plans. The new compliance
language should be molded around a principle of good faith, with recognition of the extensive effort
that the Portland region has made toward both the letter and intent of the TPR. This approach would
be more constructive, and better reflects the fact that the VMT/capita measure alone will not produce
more compact, livable communities. Based on this approach, we recommend that model-based
requirements, like the VMT/capita measure, serve as implementation tools and not as state policy.
Because models are inherently imperfect, and often do not reflect real conditions, their importance
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should not be overstated in the TPR. Real data available in the next few years would provide a much
more accurate data set from which to determine policy evaluation.

We concur with the recommendation in the LCDC staff report on this subject that further review is
needed before the Commission accepts and endorses any action to revise the TPR. Specifically, we
agree with LCDC staff that the Commission's Transportation Subcommittee complete this additional
review, but we recommend that the subcommittee be broadened to include representation from the
Oregon Transportation Commission and the four metropolitan planning organizations in the state.
Further, the consultant report could be accepted, but should not be adopted as a representation of
Commission conclusions.

We believe that, when the Commission evaluates the transportation element of the Regional
Framework Plan, the Regional Transportation Plan (RTP) and local transportation system plans,
acknowledgment should be based upon our best effort to meet the intent of the TPR while balancing
competing land use and transportation goals to build more livable communities.

Instead, the draft recommendations proposed in the consultant's report are narrowly focused on
standards and punitive measures that would not necessarily reflect the broader philosophical intent of
the TPR. We propose that the Commission delay a change to the VMT and parking requirements
until (1) Metro has completed the Regional Framework Plan and (2) local governments in the
Portland region have adopted local plan amendments that implement the Urban Growth Management
Functional Plan (UGMFP).

The consultant has recommended changes in the rule that are heavily based on planning efforts in
other metropolitan planning areas (MPOs) in the state. However, Metro staff have also met with
representatives of other MPOs, and all MPOs question some of the consultant's conclusions about the
ability of these areas to meet the current requirements of the rule. Because the other MPOs
encompass a comparatively small number of municipalities and counties, we believe that more active
land use alternatives might be possible in these areas. Though they may lack the land use authority
that Metro possesses in the Portland region, our region includes the complexity of 27 separate cities
and counties. Other MPOs may include only three or four jurisdictions. The draft report does not
fully consider these differences, and how other MPOs could better meet both the letter and intent of
the TPR in building a more compact urban form.

In general, the draft report fails to fully consider land use efforts that have been, or could be made to
meet the intent of the TPR. This is reflected by a cursory review of land use strategies made by
other MPOs, and erroneous conclusions about Metro's Region 2040 findings. Based on mistaken
VMT/capita reduction statistics that was half the actual amount that was demonstrated for the Portland
region in the 2040 effort, the consultant seems to conclude that land use strategies will not make a
meaningful contribution to VMT/capita reduction. In fact, the bulk of the 10.8 percent VMT/capita
reduction demonstrated in the Region 2040 project was a result of closely coordinated land use and
transportation assumptions. Further, we believe that the land use alternatives requirement of the TPR
is the best reflection of the overall mission of the rule. The VMT/capita and parking reduction
requirements should serve as complements to this primary mission.

The consultant's report also contains dated characterizations of national suburban development that
does not reflect current trends in our metropolitan area. For example, the consultant argues that
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suburban sprawl "shows few signs of abating", based on national statistics. We recommend that any
Commission conclusion recognize a more timely look at the latest trends in our region, which include:

• The Metro UGB has had a major impact on the region, containing what might have been land
extensive development.

• The median lot size created in our region has decreased significantly. In 1995-1996, median lot
size was 6,700 square feet, substantially lower than that of the late 1970's (13,000 square feet) and
the 1980's (9,000 square feet). This is significant when single family residential is far and away
the largest land use in any region and affects the size of an urban area more than any other land
use.

• During this same time period (1990-1995), actual employment densities built exceeded the Metro
2040 Growth Concept assumptions (116 percent of assumptions). The Metro 2040 Growth
Concept strives to achieve a compact urban form, not the land-extensive suburban pattern in many
metropolitan areas.

• Growth in our region during 1990-1995 was not limited to one area or one type of development.
This more compact development pattern was occurring throughout the region.

• Per-capita transit ridership increased. Transit rides per capita steadily increased from 33.5 rides to
37.2 from the period 1990-1995.

• Vehicle miles per capita remained relatively stable and, given the limitations of measurement, small
fluctuations may not be significant. In 1988, VMT/capita was 19.6, in 1995 it was 20.9.

Proposed Revisions to the Draft Recommendations

The consultant's report also makes several good recommendations on the future use of the VMT and
parking standards. However, JPACT and MPAC recommended the following changes based upon
our own experiences as we begin to implement the TPR:

General Issue

• We strongly endorse the consultant's finding that a broader set of measures should be used to
evaluate implementation of the TPR. Metro has begun to develop a long list of measures as part of
the regional TSP, some of which could be candidates for the TPR. We have attached a preliminary
list of these measures.

Chapter 2 - Results of Stakeholder Interviews

• Section 2.4.7 (pages 14-15) should include a summary of Title 2 of the Portland MPO's Urban
Growth Management Functional Plan, which sets forth regional policy on parking, which was
supported by the DLCD and DEQ. This section should also reference level-of-service (LOS)
provisions in Title 6 of the UGMFP and work from the Regional Transportation Plan (RTP)
alternatives analysis effort, which focuses on LOS issues.
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Chapter 3 - Measures to Achieve VMT Per Capita Reduction

• The various VMT studies cited in Section 3.2 (page 29) are currently the best evidence available to
guide VMT policy. As such, they should be more strongly supported in the conclusions made in
this section.

• Section 3.2.2.3 (page 45) regarding pedestrian, bicycle and transit-oriented design should include a
summary of relevant Region 2040 and LUTRAQ findings, because they are currently the best
evidence available on the connection between land use and alternative modes of travel.

Chapter 4 - MPO Plans to Reduce Per Capita VMT and Parking

• The VMT/capita reduction figure of 5.4 percent shown in Section 4.4.1 for the metro region (page
54) is incorrect. The 2040 Recommended Alternative analysis showed a 10.8 percent reduction in
VMT/capita. This error substantially affects the conclusions made in this section regarding the
ability of MPOs to meet the 10 percent reduction goal.

• Section 4.4.3 regarding expected results from regional and local efforts (page 56) also shows an
incorrect 5.4 percent VMT/capita reduction (see previous comment). This section should also be
revised to list Metro's adopted Functional Plan requirements that will contribute to VMT/capita
reduction, including the parking provisions contained in Title 2 and the Boulevard design,
connectivity, modal targets and alternative LOS provisions in Title 6.

Chapter 6 - Conclusions and Recommendations

• Section 6.5 (beginning on page 91):

Item 5 (page 91) regarding VMT/capita reduction should differentiate between the kinds of
strategies that are necessary to achieve a 5 percent versus 10 percent reduction in VMT/capita. At
this time, it is also premature to modify the 10 percent reduction requirement, since the Portland
MPO is still involved in a major update to the RTP and is working toward compliance with the
current 10 percent standard. Also, from a practical standpoint, the Commission should also
consider establishing a fixed based year, upon which local TSP findings on VMT per capita would
be based.

Compliance with the Transportation Planning Rule for Vehicle Miles Traveled (VMT) reduction is
an important issue in the Evaluation Report. The Report recommends changing the standard from
10 percent reduction in VMT per capita in the 20-year planning period and 20 percent reduction in
30 years to 5 percent and 10 percent VMT reductions, respectively.

Lowering the high target is the wrong approach. Policy-makers should understand and evaluate
both the policy approaches taken to reduce reliance on the automobile that have reduced VMT and
the policy approaches needed to meet the TPR targets even if those policies are not adopted. To
recognize some MPO difficulties and retain the VMT target, the compliance requirement could be
modified to be a demonstration of the following two steps:
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1. A Transportation System Plan that does not meet the 10 and 20 percent reduction requirement
could be adopted if the following policies (Evaluation Report, p. 91) to reduce VMT per capita
have been included in the Transportation System Plan:
a. Maintaining and enhancing compact, mixed-use communities;
b. Introducing market-based strategies which will affect both the timing and the choice of

mode of trips;
c. Funding and deploying high levels of transit services in corridors where public

transportation can economically meet travel needs;
d. Managing parking and activity centers which are accessible by alternative modes to reduce

both the number and the impact of excess parking spaces; and
e. Prioritizing the types and locations of transportation investments to support the growth of

centers and corridors where accessibility by alternative modes is greatest.
2. That additional policies, including pricing policies, were evaluated that would be necessary to

achieve 10 percent and 20 percent VMT reduction targets.

• Item 7 (page 92) regarding mandatory funding and implementation of demand management
strategies should not be included in the recommendations. While demand management is a key
ingredient of the Portland region's transportation strategy, it is premature to determine its funding
importance with relation to other critical transportation needs.

• Items 11 and 12 (page 95) regarding pricing approaches prematurely concludes that supply-based
parking strategies are not an effective approach to per capita parking reductions. In fact, the
pricing strategies recommended by the consultant represent a bigger leap of faith than supply-based
approaches. The updated RTP will also address this provision, and may demonstrate that
supply-based strategies will achieve the TPR standard. Further, Title 2 of the recently adopted
UGMFP, which uses a supply-based approach, will be reflected in the RTP.

• Item 14 (page 94-95) proposes a pricing demonstration project. While Metro is involved in a major
study of pricing (to be completed in June 1998), we have not, and could not, conclude that
"...reducing automobile reliance will not be possible without pricing...", a conclusion reached in
the consultant's report. At this time, prior to completion of major pricing studies, it is premature
to include pricing as a central theme in the TPR.

• Item 16 (page 95) regarding changes to statewide LOS standards should include a reference to
related work that Metro has already done in Title 6, Section 4 of the Functional Plan. A version of
the optional LOS standard contained in Title 6 of the Functional Plan will likely be included in the
regional TSP.

Thank you for reviewing our comments. We have attached supporting documents for your
consideration, and look forward to working with the Commission in the future on these issues.

Sincerely,

Jon KviStad, JPACT Chair Rob Drake, MPAC Chair
Metro Council Presiding Officer

Attachments



TUALATIN VALLEY
ECONOMIC DEVELOPMENT CORPORATION

SUMMARY OF THE TVEDC TRANSPORTATION COMMITTEE'S POSITION ON
THE TRANSPORTATION FUNDING PROPOSAL UNDER CONSIDERATION BY THE

OREGON LEGISLATURE
May 5,1997

Overview

A strong, vibrant, growing economy depends on a good transportation system. The ability to
move people, goods and services efficiently and safely through a region or the state is critical to
establishing and maintaining a strong economy and to holding the state's position in the national
marketplace.

All Oregonians, whether young or old, working or retired, depend on a transportation system that
encourages maximum mobility from north to south, east to west — within and through the many
regions of the state.

For the foreseeable future at least 85% of the total trips per day in any given area (with the
possible exception of the Portland Central Business District) will be non-alternate mode trips.
This requires that the state's roads and bridges be in optimal repair and functioning at a level of
service of D or greater.

System Needs vs. the Funding Gap

Transportation system funding in Oregon is lagging behind the documented need for operations,
maintenance, preservation and modernization improvements to the existing system.

At current levels, the gap between funding and the need for improvements is going to widen
significantly. When inflation is factored into estimates of the buying power of the STIP, this gap
gets even wider.

There is a critical need for a substantial infusion of additional dollars to repair and maintain our
roads and bridges, before the advantages of our earlier investments in the infrastructure are lost
due to deterioration or congestion.

TVEDC Transportation Committee Recommendations

• Support HB 3163-A as the minimum transportation funding package to begin addressing
the problems of deferred maintenance on the states highways and bridges.



• Build additional maintenance, preservation and modernization capacity into the State
Transportation Improvement Program by raising the vehicle registration fee to at least $90 or
even $100 per year. Return to the annual renewal cycle, if this is considered necessary to
ease the payment burden on low income Oregonians. (This proposal is the equivalent of
asking people to give up a cup of Starbucks or a McDonald's Happy Meal/week/year and use
the money to buy asphalt and concrete instead.)

• Retain the weight-mile tax or adopt another cost recovery methodology that maintains parity
between the automobile and the heavy truck for sharing the cost of damage to the highway
system.

• Establish a State Transit Trust Fund that provides for general transit services and senior and
disabled transportation within and among Oregon communities, ending the current process of
pitting highways against transit services for capital improvement dollars. Create the
equivalent of a STIP for projects funded by the new account. Use completion of the projects
listed for the new program as performance measures during the next session of the
legislature.

Establish an interim joint legislative committee to address the issues of funding an
interconnected, multi-functional transportation system. Use the private sector as a technical
advisory committee to assist in defining, prioritizing and applying permanent funding sources for
the flexible funds programs.

Conclusion

Loss of buying power due to inflation, deteriorating roadway conditions caused by increased
traffic and bad weather, and diminished revenues resulting from more fuel efficient vehicles have
all contributed to a substantial gap between available funding and identified need for
improvements.

TVEDC's Transportation Committee has held an extensive review of HB3163-A. After intense
work sessions and significant debate, the Committee has agreed on these actions as the best and
most effective way to preserve Oregon's earlier investments in our transportation system.

No one likes to pay more for something the believe they are getting now for a lower cost.
However, in the case of road and bridge improvements, it is becoming increasingly clear that we
are not getting more for less. Instead the less we are getting is deteriorating badly.



June 1-3,1997
Portland, Oregon

International Bulk Trade,
Transportation & Handling
Exhibition and Conference

Sunday, June 1
5:00 p.m. to Registration

7:00 p.m. Hilton Hotel Ballroom Foyer

5:30 p.m. to Cocktail Reception
7:30 p.m. Co-sponsored by Port of Portland and Port of Longview

Monday, June 2
7:30 a.m. to Registration

5:00 p.m. Hilton Hotel Ballroom Foyer

8:30 a.m. to Welcome & Introduction

9:30a.m. Don Holt, Editor, The Journal of Commerce

Challenges of Bulk Transportation in the 21st Century

Mike Thorne, Executive Director

Port of Portland and President, AAPA

Keynote Address

Jerry Davis, President & COO, Union Pacific Railroad

9:30 a.i

10:15

10:15 a.i

10:30

10:30 a.i
12:00

m. to

a.m.

m. to
a.m.

m. to
p.m.

12:00p.m. to

2:00 p.m.

Market Outlook & Key Issues in the Major Bulk

Cargo Commodity Sectors
Moderator:

Don Holt, Editor, The Journal of Commerce
Panelists:

David Morris, President, Pacific Coast Coal Company
Charles Davis, Vice President Transportation, US Borax Company
Rick Lacroix, Executive Vice President, Potash Corporation of

Saskatchewan, Inc.

Coffee Break

Market Outlook & Key Issues in the Major Bulk Cargo

Commodity Sectors, Cont'd.

Luncheon
Featured speaker:

Frank Sims, Senior Vice President, Cargill Grain Division

Sponsored & Hosted by:

®be journal of (Commerce
In Conjunction with:

Monday, June 2

Port of Portland Port of Longview

Cont'd.
2:00 p.m. to Charter Market Outlook & Future Trends in the

3:00 p.m. Bulk Vessel Fleet
Moderator:

Don Holt, Editor, The Journal of Commerce
Panelists:

Hisayoshi Mikawa, President, NYK Bulkship (USA) of New York
Barry Parker, bdp1

Coffee Break

Environmental and Regulatory Challenges in Handling
& Shipping Bulk Cargoes

Moderator:
Ogden Beeman, Principal, Ogden Beeman& Associates, Inc.

Panelists:
Laura Hicks, US Army Corp of Engineers
Clay Patmont, Principal, Hart Crowser Company
Dr. Carl Moyer, Chief Scientist, Acurex Environmental
Dr. Ron Sahu, Parsons Engineering Science, Inc.

5:00 p.m. to Port of Portland Tour & River Cruise Reception
7:30 p.m. Cruise down the Willamette River to view the brand-new Canpotex mineral

bulk export terminal and related Rivergate rail capacity improvements
at Port of Portland Terminal 5.

3:00 p.m. to
3:15 p.m.

3:15 p.m. to

4:45 p.m.

Tuesday, June 3
8:30 a.m. to Productivity Strategies for the Bulk Cargo Handling

10:00 a.m. Industry Part A: The Transportation Side

Moderator:
Don Grigg, General Manager, Marine, Port of Portland

Panelists:
Jack Reinacher, Director of Distribution, ANSAC
Dennis Sheridan, Staff Consultant, Manalytics International
Tom Kraemer, Vice President Coal & Grain,

Burlington Northern Santa Fe Railroad

Coffee Break

Productivity Strategies for the Bulk Cargo Handling
Industry Part B: The Terminal Side

Moderator:

Don Grigg, General Manager, Marine, Port of Portland

Panelists:
Bruce Johnson, Vice President, Saskatchewan Wheat Pool
Jim MacClellan, Sales Manager, Port of Los Angeles
Jan Elzey, President, River Consulting, Inc.

12:00 p.m. to Luncheon & Tour of Port of Longview
5:00 p.m. Featured Speaker:

Wayne Schwandt, Project Manager, Stevedoring Se-' is of America

Dockside luncheon and tour of the Port of Longview's thre^ ^rsatile bulk
terminal facilities plus a stop at the Port of Kalama's grain elevator operations
and the Pyramid microbrewery for a refreshing wheat beer.

10:00 a.m. to

10:15 a.m.

10:15 a.m. to

11:45 a.m.

BULKTRANSPO 97 REGISTRATION
Please duplicate this form for MULTIPLE registrations

Name as you would like it to appear on badge (please type or print):

First Last Title.

Company

Address,

City State Country,

Phone ( ). Fax( )_

Zip Code_

E-mail

• 3 Day Registration - $395.00 ($450.00 after May 15,1997)

G 1 Day Registration • $215.00 ($265.00 after May 15,1997) G Monday G Tuesday

G I will be attending the complimentary Monday Port of PortlandTour and RiverCruise
Reception.

G I will be attending the complimentary Tuesday Luncheon andTourofthe Port of Longview,

Port ofKalama and Pyramid microbrewery (returns at 5:00 p.m.).

G I am interested in exhibiting at BULK TRANSPO'97. $1,000 per 8x10 booth.

G I am interested in sponsoring an event at BULK TRANSPO '97.

G I am interested in advertising in The Journal of Commerce special June 2 BULK
TRANSPO '97 issue that will be distributed to all attendees of the conference.

METHOD OF PAYMENT: • Check DVisa • MC
Make Checks Payable to: The Journal of Commerce

TOTAL AMOUNT OF PAYMENT: $
Payment must accompany registration form

For Credit Card Billing:

Card No. Exp.Date.

Name (as it appears on card)_

Signature

MAIL TO: BULK TRANSPO '97

11700 SWAshwoodCt.

Tigard, OR 97223 USA

Credit Card Payments may be

FAXED TO: 503-579-5098

BULK TRANSPO
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International BulkTrade,
Transportation & Handling
Exhibition and Conference

June 1-3,1997
Portland Hilton Hotel

Portland, Oregon
Journal of Commerce

Conferences

Sponsored & Hosted by:

3fyc Hournal of (Eommcrce
In Conjunction with: ^ » port of Portland 1 3 Port of Longviview

SHOW HOTLINE
(888) 502-5000

CONFERENCE REGISTRATION
Conference Registration for all sessions

is $395.00 up to May 15,1997. After

May 15 the registration fee is $450.00.

Conference registration includes:

Admission to all conference day sessions
Admission to exhibition each day

Admission to Sunday cocktail reception
Monday luncheon, tour & reception

Tuesday luncheon tour
Conference program

Pre-registered conference attendee list

SINGLE DAY REGISTRATION
Single day registration for Monday or

Tuesday is $215.00 up to May 15, 1997.

After May 15 the fee is $265.00 per day.

Single Day registration includes:

Admission to all sessions on registered day
Admission to exhibition on registered day
Admission to events on registered day
Registered day luncheon
Conference program
Pre-registered conference attendee list

CANCELLATIONS
Registration cancellations received in writing before May 15, 1997 will be fully refunded.
Cancellations may be faxed to 503-579-5098. Cancellations after May 15 will not receive
a refund, however delegates may transfer their registration to a colleague provided
show management is notified.

SPECIAL HOTEL RATES
Special room rates are available at the Hilton
Hotel: $110.00 per night plus tax. Single or
double occupancy.

To receive the discounted rate, call the Hilton
Hotel directly on or before May 11,1997, and
mention BULK TRANSPO '97. Portland cele-
brates Rose Festival during early June, so it is
important to reserve your room early.

PORTLAND HILTON HOTEL
1-800 HILTONS 503-226-1611
921 SW 6thAve., Portland, OR 97204

REDUCEDAIRFARE
Reduced airfare discounted at 5%
below the lowest applicable airfare
is available from United and Delta
airlines, anywhere in the US and
Canada. These fare discounts are
offered through:

UNIGLOBE Lane Travel
800-450-6055

Please mention BULK TRANSPO '97
when making your arrangements.

ADVERTISING OPPORTUNITIES
Don't miss this outstanding opportunity to advertise in The Journal of Commerce's
special four color report on bulk trade, transportation and handling running June 2, 1997.

The major supplement, BULK TRANSPORTATION, is being published in conjunction
with this conference - the only annual event of its kind in North America. There will be
a bonus distribution of this special report to all executives attending BULK TRANSPO '97
in addition to the 80,000 worldwide readers of The Journal of Commerce.

To reserve
advertising space

contact:

Douglas Weber, Vice President/Advertising
The Journal of Commerce
Two World Trade Center, 27th Floor
New York, NY 10048
(212)837-7104

CORPORATE SPONSORSHIP
Your company will receive maximum exposure by sponsoring a luncheon, cocktail
reception, breakfast, coffee break, conference program or briefcase. For information
on how your company can become a BULK TRANSPO '97 sponsor contact:

800-223-0243
Ext. 7160

Marcia Holland, Vice President/Promotion & Research
The Journal of Commerce
Two World Trade Center, 27th Floor
New York, NY 10048
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STAFF REPORT

CONSIDERATION OF ORDINANCE NO. 97-689A FOR THE PURPOSE
OF AMENDING THE 1992 REGIONAL TRANSPORTATION PLAN
TO INCLUDE THE NEED, MODE, FUNCTION, AND GENERAL
CORRIDOR FOR THE 1-5/99W CONNECTOR

Date: April 25, 1997 Presented by: Andrew Cotugno

PROPOSED ACTION

This ordinance amends the 1992 Regional Transportation Plan (RTP) to
include the need, mode, function, and general corridor for the 1-5/99W
Connector located in Washington County (see map, Exhibit A). The need and
general corridor for the Connector was identified as part of the Oregon
Department of Transportation's (ODOT) Western Bypass Study
Recommended Alternative Report, June, 1996. The modal need and function
are further supported In the 1-5 to 99W Connector Technical Report, March,
1997 and the 1-5 to 99W Connector: Findings of Fact and Statement of Reasons
in Support of Exceptions to Goals 3, 4, 11, and 14, March 11,1997. The latter
two documents are enclosed as Exhibits B and C.

This action is the first-step in what is envisioned as a two-step exceptions
process consistent with the exceptions process for transportation
improvements on rural lands contained in the Transportation Planning Rule
660-12-070. Consistent with OAR 660-12-025 (1), this action includes findings
relating to the need, function, mode, and general corridor of the proposed
Connector. Furthermore, consistent with OAR 660-12-050, this action will
only "authorize" the project contingent upon a subsequent second-step
process and decision-making to adopt a preferred alignment and design
together with findings of compliance with remaining statewide planning
goals (including goal 14, if necessary) and comprehensive planning
provisions. In accordance with OAR 660-12-070 (5), if an exception is required,
it must demonstrate that non exception locations cannot reasonably
accommodate the proposed transportation facility.

This ordinance also contains a number of conditions of approval on this RTP
amendment. First, in addition to the two-step process noted above, the
ordinance recognizes the need for an alignment-level Environmental Impact
Statement (EIS) process to identify the precise location, cross-section, and
other design characteristics of the Connector and to evaluate their impact on
the built and natural environment.



Second, the conditions recognize that if any portion of the Connector is
outside Metro's Urban Growth Boundary (UGB), statewide planning goal
exceptions will be necessary.

Third, the ordinance recognizes that the 1-5/99W Connector significantly
improves inter-regional accessibility between the Metro area and cities and
other locations in the 99W Corridor. That improvement on accessibility may
put development pressure on locations, particularly rural, that are
inconsistent with the identified Region 2040 urban and rural reserves.
Conditions requiring the development of Green Corridor and Neighbor City
inter-governmental agreements are recommended to mitigate the potential
adverse land use effects of that improved accessibility.

Finally, the Connector is a recognized as a required action in the RTP. As
such, findings of support are necessary. Those findings are included in
Exhibit C.

FACTUAL BACKGROUND AND ANALYSIS

1-5/99W Connector: Background

The 1-5/99W Connector was identified as a need within ODOT's Western
Bypass Study. The full set of recommendations from that study are being
reviewed concurrently with this action as part of Metro Resolution No. 97-
2497 for inclusion as recommendations in Metro's 1995 Interim Federal RTP.
This ordinance amends Metro's 1992 State RTP and includes the I-5/99W
Connector as a requirement to meet the transportation need in that corridor.
As a requirement, findings of fact with statewide planning goals are necessary
and the project must be included in a State recognized plan. Since Metro is
currently updating the RTP to be in compliance with the State Transportation
Planning Rule, the State, in the meantime, recognizes the 1992 RTP as the
most current regional plan to be in compliance with statewide planning goals.

As mentioned, the 1-5/99W Connector was initially identified as a need as
part of the Western Bypass Study recommendations. The Western Bypass
Study was initiated in 1989 to respond to issues related to the adequacy of
north-south circumferential transportation needs in Washington County.
Those issues were identified both in Metro's 1987 Southwest Corridor Study
and during the Washington County Transportation Plan development in
1988.

The Western Bypass Study provided a focused analysis and evaluation of the
mobility needs and related problems in a large study area that included
essentially the entire urban portion of Washington County and westernmost
portions of both the City of Portland and Clackamas County. The study area
also included portions of rural Washington County. The study provided for a



comprehensive, multi-modal analysis and evaluation of alternative options
to address the identified transportation problems in the Study Area. A
Statement of Purpose and Need (February 1991) and an Alternatives Analysis
Report (May 1995) were published and underwent a public review as part of
that process.

The study examined five alternative packages as part of the study. These
included the No Build, the TSM/Planned Project Alternative, the Arterial
Expansion/HOV Express Alternative, the Bypass Alternative, and the Land
Use Transportation Air Quality (LUTRAQ) Alternative.

Western Bypass Study Recommended Alternative

The Western Bypass Study Recommended Alternative included a package of
multi-modal improvements which reflect the best performing components of
the five alternatives that meet the study needs. The needs are based on
current traffic operational performance measures identified in the RTP, the
State Highway Plan, and local plans, or necessary strategies to address a
specific traffic function that is otherwise not being met. The latter includes
the recommendation for a new expressway-type connector facility between
Highway 99W and 1-5. The facility is intended to meet an inter-regional,
inter-state travel function that is missing in that portion of the study area.
The Recommended Alternative Report summarizes the transportation
problems within the study area and included the following generalized
recommendations:

• Construction of a new limited access expressway type facility from 1-5 to
99W (referred to as the 1-5/99W Connector)

• Deletion from further consideration a full bypass from 1-5 to the Sunset
Highway

• Construction of a series of arterial and collector road improvements,
primarily serving north/south urban to urban travel

• Widening of Highway 217
• Transportation System Management actions to improve the operation of

the existing roadway system
• Transportation Demand Management programs (carpooling, flexible work

hours, parking management, etc.)
• Transit Service Improvements

As noted, the study concluded that circumferential vehicular traffic within
the study area is best served by the identified highway, arterial, and TSM
improvements. As a result, the study does not recommend continued study
or action on a full bypass. A minority conclusion of the Study Steering
Committee was that the I-5/99W Connector should still be considered as a



first leg of a full bypass. That recommendation was not supported by the full
Steering Committee and is not included in this ordinance.

I-5/99W Connector: Need. Function, Mode, and Corridor

The need, function, mode, and corridor for the 1-5/99W Connector were
identified initially in the Western Bypass Study Recommended Alternative
Report. Supporting technical information and relevant land use findings are
included in 1-5 to 99W Connector Technical Report (Exhibit B) and the 1-5 to
99W Connector Findings of Fact and Statement of Reasons in Support of
Exceptions to Goals 3, 4, 11, and 14 (Exhibit C, referred to as the Findings
Report).

Need

In general the need responds to the congestion deficiencies on the arterial
system that provides alternative connections between 1-5 and 99W. It was
found in the technical analysis that the alternative routes of Tualatin-
Sherwood Road, Tualatin Road, and Durham Road would all exceed level-of-
service F in the 2010 study year, even with aggressive land use, TDM, TSM,
and transit being implemented.

Function

The study analysis and findings determined a functional deficiency in the
corridor for inter-regional through travel for both people and goods.
Accommodating such travel is identified in the Chapter 1 policies of the RTP.
Historically, Highway 99W served as the inter-regional route to Newberg,
McMinnville, and the coast. With the development that has occurred along
99W, all traffic, whether through or local, is diverting to roads with available
capacity. The 1-5/99W Connector is intended to provide for the through
travel function while allowing arterial and collector streets in the vicinity to
accommodate more localized traffic, including transit, bicycle, and pedestrian
needs.

It was also concluded in the Findings Report that the separation of the
through traffic from the local traffic is consistent with the Region 2040
Growth Concept. By removing the through traffic, the pressure to widen
other arterials will be reduced and Boulevard Design treatments can be
applied in Town Center areas such as Tigard, King City, Tualatin, and
Sherwood. The result is a better pedestrian, bicycle, and transit environment.

Mode

The technical analysis recognized that a roadway serving primarily
automobiles and trucks was the appropriate mode to serve the longer



distance, inter-regional nature of the trips identified in the function. The
analysis also recommended the need for aggressive transit, TDM, TSM, and
alternative mode strategies throughout the Western Bypass Study Area to
provide modal choices and to reduce demand on the transportation system.

General Corridor

Exhibit A identifies the general corridor for the 1-5/99W Connector. For the
most part, the intent of the Western Bypass Study was to keep the Connector
inside the UGB to avoid impacting rural land uses, primarily farming. The
next step in the Connector process is to define the specific alignment for the
new expressway as part of an Environmental Impact Statement process. If
any portion of the selected alignment falls outside the UGB, additional
findings for goal exceptions will be required consistent with the
Transportation Planning Rule (OAR 660-12-070).

1-5/99W Connector: Conditions of Approval

Two types of conditions of approval are being recommended as part of this
action. The first set of conditions recognize that the I-5/99W Connector will
result in improved accessibility between the Metro area, Newberg,
McMinnville and other locations along Highways 99W and 18 to Lincoln
City. The second set recognizes that significant project development and
finance activities remain prior to any right-of-way acquisition or construction
in the Connector corridor. The conditions are identified in Exhibit D and
summarized as follows.

The first set of conditions recognize pressures for development will likely
increase with the improved accessibility provided by the Connector.
Consistent with the Regional Urban Growth Goals and Objectives (RUGGOs,
see Attachment 1), it is recommended that a Neighbor City Agreement be
developed between Metro and Newberg to maintain a rural area between
each other's UGBs; to develop policies to balance jobs and housing; and to
agree to coordinate population forecasts used for planning.

The first set of conditions also recommend a Green Corridor Agreement be
developed consistent with the RUGGOs. The Green Corridor Agreement
would be between Metro, the City of Newberg, Yamhill and Washington
Counties, and ODOT. The agreement would limit access to farm and forest
uses within rural reserves; maintain rural zoning; limit rural commercial or
rural industrial within rural reserves; and protect natural resources. A
sample Neighbor City/Green Corridor agreement will be distributed at the
April 25 TPAC meeting.

The second set of conditions, responding to future project development
activities, recognize that an alignment-level EIS is required prior to further



amending the RTP to reflect a selected alignment; that further exceptions to
statewide planning goals will be required if any portion of the alignment falls
outside the UGB; and that the use of tolls should be considered both to
finance the project and to manage corridor demand.

Finally, Exhibit E Contains the text revisions for the 1992 RTP in
strikethrough (deletions) and underlines (additions).



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF AMENDING ) ORDINANCE NO. 97-689A
THE 1992 REGIONAL )
TRANSPORTATION PLAN TO )
INCLUDE THE NEED, MODE, )
FUNCTION, AND GENERAL )
CORRIDOR FOR THE I-5/99W )
CONNECTOR ) Introduced by Presiding Officer

) Kvistad, Chair, JPACT

WHEREAS, the Oregon Department of Transportation initiated the

Western Bypass Study in 1989 to address north-south cicumferential

transportation needs in Washington County; and

WHEREAS, the Western Bypass Study provided for a comprehensive,

multi-modal analysis and evaluation of alternative transportation options to

address the identified transportation needs in the study area; and

WHEREAS, the Study process included three standing committees: a

Steering Committee, a Citizen Advisory Committee, and a Technical

Advisory Committee; and

WHEREAS, a study Statement of Purpose and Need Report (February,

1991) and an Alternatives Analysis Report (May 1995) consistent with Federal

planning rules were published and underwent public review; and

WHEREAS, a Recommended Alternative Report was approved by the

three study committees in 1996 and identified the need, function, mode, and

general corridor for the 1-5/99W Connector; and

WHEREAS, the need, function, mode, and general corridor for the I-

5/99W Connector were further defined in the 7-5 to 99W Connector Technical

Report (Technical Report); and

WHEREAS, the 7-5 to 99W Connector Findings of Fact and Statement

of Reasons in Support of Exceptions to Goals 3,4,11, and 14 (Findings Report)

address relevant statewide planning goals for a first-tier exception process;

and



WHEREAS, an alignment-level Environmental Impact Statement

Process is required to select a preferred alignment and that a second-tier

statewide planning goal exception process will be required if any portion of

the selected alignment falls outside the Metro Urban Growth Boundary, and

WHEREAS, Green Corridor and Neighbor City agreements consistent

with Metro's Regional Urban Growth Goals and Objectives will be developed

upon selection of a preferred alternative, now, therefore

THE METRO COUNCIL HEREBY ORDAINS:

1. That the 1992 Regional Transportation Plan (RTP) be amended

to require the need, function, mode, and general corridor for the I-5/99W

Connector as defined and shown on the map in Exhibit A and supported in

Technical Report (Exhibit B) and the Findings Report (Exhibit C).

2. That Metro should work cooperatively with the Green Corridor

and Neighbor City jurisdictions to ensure execution of these agreements prior

to construction of the 1-5/99W Connector.

3. That the 1992 RTP reflect the text revisions as shown in Exhibit E.

Approved as to Form:
Jon Kvistad, Presiding Officer

Daniel B. Cooper, General Counsel

MH:4/30/97
Connector.Ord
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Background

Introduction
This report focuses on one of the components of the Recommended Alternative in the
Western Bypass Study: the addition of a new, limited access facility connecting
Interstate 5 (1-5) and Highway 99W (99W). ODOT is currently analyzing this project in a
toll study, responding to a 1995 state statute. The project is currently being considered
for inclusion in the Functional Plan, which must occur before ODOT starts any
alignment study.

The new facility will provide a direct link for through traffic between two major highways,
and will improve access on existing roads connecting the Town Centers of Tualatin,
Sherwood, King City, Tigard, and Scholls. The Region 2040 Growth Concept
recognizes the importance of good access for through trips and regional trips, as well
as improved access on roads connecting these designated Town Centers to provide
for future growth. The analysis by Metro for the Growth Concept recognized this need
and included a connector from I-5 to 99W in the preferred alternative.

Project Description
As a systems level analysis, the Western Bypass Study described the general
alignment for this project as a corridor. Figure 1 shows the Western Bypass Study Area
and the proposed corridor for the I-5 to 99W Connector.1 The proposed corridor is 3 to
4 miles in length depending on the terminus selected, and more than 1 1/2 miles wide.
Terminus options at I-5 could be at or near I-205, or at or near Norwood Road; the
terminus at 99W will be somewhere north of the Six Corners intersection and south of
Tualatin Road.

Western Bypass Study Context
The Western Bypass Study provided a focused analysis and evaluation of the mobility
needs and related problems in the Western Bypass Study Area of the Portland
metropolitan region. A comprehensive, multi-modal analysis and evaluation of
alternative options to address the identified transportation problems in the Study Area
was conducted. A Statement of Purpose and Need (February 1991) and an
Alternatives Analysis Report (May 1995) were published and underwent a public review
as part of that process.

The Western Bypass Study Recommended Alternative, summarized in the
Recommended Alternative Report (June 1996), includes a package of multi-modal
improvements to address the transportation needs in the Study Area. Tables listing the
specific projects, services, and programs in the Recommended Alternative are
provided in the Recommended Alternative Report. The Recommended Alternative
Report also contains summaries of public comments received during the course of the
Western Bypass Study and reports from the Community Advisory Committee and

1 Recommended Alternative Report, June 1996, Figure 2, page 18.
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Steering Committee. Included are important community concerns relating to the
perceived impact and benefits of the Recommended Alternative and other alternatives.

The Recommended Alternative includes a Transportation Demand Management (TDM)
program, transit facilities and services, bicycle and pedestrian facilities, roadway
projects that build on the existing arterial system, and the addition of a new roadway
connection, the 1-5 to 99W Connector. The 1-5 to 99W Connector will serve a variety of
trip types and trip purposes, including through trips of statewide significance, regional
trips and local trips.

The Western Bypass Study demonstrated the need for a new connector to serve this
variety of trips. The analysis demonstrated that, even with other transportation modes,
services and programs, this road is still needed to serve the travel demand for existing
and planned growth. The subsequent analysis completed for the Tollways Study2

further emphasized the need for the 1-5 to 99W Connector to accommodate travel
demand based on updated population and employment forecasts.

2 Tollways, Public, Private Partnerships and Other Innovative Financing Mechanisms - Final
Report: Analysis of the Two Tollways Projects, June 1996.
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I. STATEMENT OF NEED

Introduction

The Western Bypass Study (WBS) included a future No-Build transportation system.
The No-Build system was defined to allow analysis of future regional transportation
need. This system consists of both transit and highway facilities. The system includes
all transportation facilities and networks that existed in 1988, plus any transportation
projects with committed funding as of 1990. A number of these projects have been
completed since 1990. The Oregon Department of Transportation (ODOT) published
the Western Bypass Study Statement of Purpose and Need in February 1991. That
report was publicly reviewed, and approved by the three committees (Steering
Committee, Technical Advisory Committee, and Citizen Advisory Committee) for that
Study.

The Western Bypass Study Area (Figure 1) includes an area generally between
Highway 26 to the north, the Willamette River and Yamhill County to the south, I-5 and
Highway 217 to the east, and Highway 219 to the west. Hilly terrain and an extensive
network of creeks and tributaries, including the wide floodplain of the Tualatin River,
has limited construction of a continuous grid system of roadways through the Study
Area. Existing roads in the Study Area have evolved from a network of farm-to-market
roads that follow the existing terrain and have been upgraded and maintained over
time in response to planned growth in the Region and Study Area.

The existing regional roadway system consists of radial and circumferential facilities,
with the Portland central business district (CBD) at the center of these facilities. East-
west or southwest-oriented facilities, such as the Sunset Highway and 99W, provide
radial routes from the Portland CBD to destinations in the western suburbs.
Circumferential roads, such as Highway 217 and Murray Boulevard, connect these
radial facilities to provide for north-south travel demand. Circumferential roadways in
the southern portion of the Study Area, such as Tualatin/Sherwood Road, provide for
east-west movement.

The Regional need for the new I-5 to 99W Connector, as well as the other
improvements in the Recommended Alternative for the Western Bypass Study Area,
was identified in the WBS Statement of Purpose and Need and other supporting
information. The findings of regional need in this report focus on the results of those
documents as they particularly pertain to the I-5 to 99W sub-area, including access
between the Town Centers identified in the Region 2040 Growth Concept.

1-5 to 99W Technical Report 4 PARSONS
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IA. Modal Nature of Need

Public Transit3

Within the Western Bypass study area, travelers are currently served by a transit center
network that includes four suburban transit centers: Tigard, Beaverton, Cedar Hills,
and Hillsboro. Three other transit centers, Lake Oswego, Barbur Boulevard, and
Burlingame, are within proximity of Western Bypass study area communities.

Tri-Met also maintains a number of park-and-ride facilities within or on the perimeter of
the Western Bypass study area. Currently, the Study Area is served by eight park-and-
ride lots of 200 or more spaces each. In addition to the all-bus network in the Western
Bypass study area, Tri-Met provides the Tri-County LIFT Program, a door-to-door dial-
a-ride service for persons with special transportation needs.

Tri-Met and the Region are currently constructing the Westside LRT from the Portland
CBD to Hillsboro. This transit spine will add major high-capacity transit in the northern
part of the Study Area. It will be connected with other parts of the Study Area by fixed-
route transit service.

The system of suburban transit centers, local routes, cross-town connectors, CBD-
oriented trunk routes, and park-and-ride facilities is effective in allowing Tri-Met to
continue serving CBD-oriented commuter trips, while at the same time providing some
measure of local connectivity and circulation. However, limitations on the transit
system—such as a lack of through-roads oriented towards cross-town travel, lower
densities, and dispersed employment centers—constrain transit effectiveness in the
Western Bypass Study Area. As shown in Table 1, transit trips in the Western Bypass
Study Area are projected to be 3.2 percent of total daily work trips and 0.8 percent of
non-work trips (No-Build Alternative).4

Numerous transit alternatives were considered as part of the Western Bypass Study.
As described in Section 11 A, the Study analyzed whether additional transit spines or
other types of service, either separately or in combination, could address travel
demands. Extensive improvement to transit services are included in the
Recommended Alternative in addition to the I-5 to 99W Connector. As described
further in this report, additional transit service beyond that recommended did not
preclude the need for the I-5 to 99W Connector.

3 WBS Statement of Purpose and Need, February 1991, page 13.
4 A work trip is a person trip with origin or destination at a place of employment. A non-work trip
is a person trip that has neither an origin or destination at a place of employment. A person trip
is a daily trip by one person using any mode of travel from any origin to any destination that
includes use of the Regional transportation system.
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Freight

In this study, freight movement for large commercial vehicles is accommodated
through expansion of the state highway system, including 1-5 and Highways 26, 99W,
and 217. Tualatin/ Sherwood Road connects 99W to I-5 through the downtown center
of Tualatin. No alternative direct connection exists between I-5 and 99W to serve
freight transport. Freight movement destined for I-5 and other regional facilities rather
than downtown Tualatin is putting additional strain on already congested traffic
conditions. Truck traffic on Tualatin/Sherwood Road currently makes up 6 to 8 percent
of total traffic volume in the peak hour, and continues at a fairly constant rate (150
trucks per hour) throughout the day, resulting in an even higher percentage of truck
trafffic during the mid-day hours.5 Further widening of the existing road, which is
already two through lanes in each direction plus turning lanes, would require additional
right-of-way. In the Region 2040 Growth Concept, this area is to be preserved to
support planned land uses in the Town Center (see Section IIC).

Automobile6

As shown in Table 1, the single-occupant vehicle (SOV) is and will continue to be the
primary mode of choice for work trips throughout both the Region7 and the Study Area.
Carpool trips, defined only for daily work-related trips, make up a much smaller portion
of the trip-making totals within the Region and study area. They represent only 13.7 "*
percent of the total daily work trips in 1988 and only 13.2 percent in 2010. The
proportion of the total study area daily work trips by carpool will remain nearly constant,
ranging between 13.3 percent and 13.2 percent. Transit, consisting of a bus only
system in 1988 and a combination bus and light rail system under the 2010 No-Build
scenario, is shown to carry fewer daily work travelers within the Study Area than
carpools in both 1988 and 2010.

5 Traffic-Smithy (1996 Counts).
6 WBS Statement of Purpose and Need, page 17.
7 The Region is the Portland Tri-County Metropolitan Area.
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Table 1: Mode Choice By Purpose in the Region and Study Area (in
thousands) -- 1988 Existing and 2010 No-Build

PERSON TRIPS BY
PURPOSE

Work Trips
Auto Trips

Carpool Trips
Transit Trips

Total Trips

Non-Work Trips
Auto Trips

Transit Trips
Total Trips

Total Person Trips

1988

743.0
128.5
66.4
937.9

3,447.7
83.6

3,531.3

4,469.2

REGION

%

79.2
13.7
7.1

100.0

97.6
2.4

100.0

2010

942.2
171.2
113.3

1,226.7

4,779.7
108.0

4,887.7

6,114.4

%

76.8
14.0
9.2

100.0

97.8
2.2

100.0

1988

154.5
24.4
5.0

183.9

683.9
5.5

689.4

873.3

STUDY

%

84.0
13.3
2.7

100.0

99.2
0.8

100.0

' AREA

2010

248.8
39.3
9.4

297.5

1,150.0
9.1

1,591.1

1,456.6

%

83.6
13.2
3.2

100.0

99.2
0.8

100.0

Reliance on the automobile is even more dominant for non-work purposes than work
purposes. The definitions of modal options differ slightly for work and non-work
purposes. For non-work trips, Metro's modeling process does not differentiate between
single-occupancy (SOVs) vehicles and multi -occupancy vehicles. These two modes
are included in a single-mode: the auto mode. Transit is defined in the same way for
both work and non-work purposes.

For non-work purposes, daily auto trips account for nearly 98 percent of the Region's
trips in both 1988 and 2010 (3,447,700 trips and 4,779,700 trips, respectively). For
study area daily non-work trips, the auto mode accounts for 99 percent of the total in
both 1988 and 2010 (683,900 trips and 1,150,000 trips, respectively). Transit accounts
for the remaining 2 percent of the total daily non-work trips in the Region and 1 percent
in the Study Area in both 1988 and 2010.

IB. Deficiencies

The analysis of existing and future transportation deficiencies within the Western
Bypass Study Area was based on a study of roadway levels of service using updated
employment, population, and travel data projected through the year 2010. This
analysis of the I-5 to 99W Corridor was updated for the year 2015 in the subsequent
Tollways Study, and analyzed for potential land use changes in both the LUTRAQ study
and the Region 2040 Growth Concept (see Section ID). The current Regional
Transportation Plan, the current Oregon Highway Plan, and the Functional Plan for Early
Implementation of the 2040 Growth Concept recognize level of service (LOS) as a
measure of congestion. Levels of service are defined in the appendix to this report.

PARSONS
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The Regional Transportation Plan (RTP) has set LOS D as the standard for the peak
hour. Technically, this can be interpreted to mean that as much as 20 minutes of LOS
E in the peak hour could be acceptable as a design standard.8 The Oregon Highway
Plan (OHP) identifies LOS D as an acceptable operating level for peak hour operating
conditions on regional and larger facilities in urban areas through a 20-year horizon.
The OHP allows for LOS E in special transportation areas oriented to non-auto
(pedestrian) travel.9

The Urban Growth Management Functional Plan allows local jurisdictions to incorporate
1 hour of LOS F and 1 hour of LOS E during a peak 2-hour period to meet density
capacities in certain high density areas, including Regional Centers and Town Centers.
Otherwise, the higher RTP and OHP standards currently used would apply.10

Many of the major roadways in the Study Area were significantly congested in 1988.
Over the next two decades these already congested roadways will not be able to
accommodate additional volumes of traffic within the peak hour without significant
capacity improvements, and the levels of service will deteriorate. Other roadways will
become more congested as traffic shifts away from the heavily congested segments.
Many of these smaller roadways were not intended for the types or volumes of trips that
will shift onto them. By 2010 there will not be enough capacity within the Study Area to
meet travel demand in either the radial or circumferential direction.

This evaluation of deficiencies within the Study Area was based on an examination.of
p.m. peak-hour LOS using Metro's regional forecasting model (EMME-2), as
documented in the WBS Statement of Purpose and Need. This model has been
developed in accordance with acknowledged comprehensive plans, reflects future
regional growth allocations, and is recognized by experts as the appropriate modeling
software for analyzing the regional transportation system. Travel demand and
deficiencies in the peak hour were analyzed using an industry standard.11

Circumferential Facilities

The transportation connections in the I-5 to 99W area from Tigard in the north through
Sherwood and Tualatin in the south are not able to serve the current or anticipated
demand for access. Travel demand in this area is not limited to local trips accessing
local neighborhoods. Rather, in both 1988 and 2010, 16 percent of the p.m. peak-hour
trips on the major links between I-5 and 99W will be destined for Clackamas County or
circumferential travel outside the Study Area. An additional 16 percent will be destined

8 Source: Metro
9 1991 OHP, page A-3.
10 Urban Growth Management Functional Plan, November 1996, page 23.
11 The adequacy of transportation facilities is based on the ability of roadway segments and
intersections to accommodate current and anticipated traffic flow rates. The Transportation
Research Board's Highway Capacity Manual (HCM), 1994, provides the standard methodologies
for evaluating the capacity of transportation facilities. The HCM capacity evaluation
methodologies have been developed based on 1-hour traffic flow rates. This report evaluates
the adequacy of transportation facilities based on these methodologies and, in turn, on 1-hour
traffic flow rates.
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for the Portland area. Two-thirds of trips on these facilities will begin or end in the
southeast portion of the Study Area.12 Existing circumferential roadways such as
McDonald/Bonita, Durham Road, Tualatin Road or Tualatin/Sherwood Road13 are or will
be heavily congested or do not continue far enough to provide effective circumferential
connections between I-5 and 99W for these long distance trips.

Additional analysis for the year 2015 reflecting adopted land uses and growth
allocations confirms that these are not local trips accessing local neighborhoods. More
than 25 percent of the trips on the new I-5 to 99W Connector would pass through the
Region, and the average trip length for all vehicles using the connector would be more
than 16 miles.14

1-5 to 99W Arterial Connections
Tualatin Road, Durham Road, and Tualatin/Sherwood Road currently provide the
primary connections between 99W and 1-5 at the southern end of the Western Bypass
Study Area. There are no other roadway connections between 1-5 and 99W that are
designed or intended for this type of through traffic.

Peak hour traffic conditions on Durham Road were at LOS D/E in 1988. This peak hour
level of service will worsen to a LOS F by the year 2010 under the No-Build Scenario.15

Traffic conditions on Tualatin Road were at LOS D in 1988. This will worsen to LOS F in
the peak hour by the year 2010 under the No-Build Scenario.16

Traffic conditions on Tualatin/Sherwood Road were at LOS E in 1988. By the year
2010, traffic demand on this roadway segment will increase by 59.4 percent during the
p.m. peak hour. The roadway will not be adequate to serve the traffic demands
forecast even with the committed improvements under the No-Build Scenario. The LOS
in downtown Tualatin is expected to deteriorate to LOS F during the peak hour.17

Downtown Tualatin will continue to experience significant congestion in the future. The
intersection of Boones Ferry Road with Tualatin/Sherwood Road has high traffic
demand on all approaches. The Boones Ferry Road intersection will cause a
significant travel time constraint for through trips. Currently, the proximity of the
Boones Ferry/Tualatin/Sherwood intersection to the I-5 interchange results in traffic
being backed up from the interchange through this intersection. Year 2015 traffic
demand projections indicate that approximately 36 percent of p.m. peak hour
westbound trips turn at Boones Ferry Road.18 This heavy turning will result in increased
delay for opposing flow and a general increase in delay for all traffic at this location.

12 WBS Statement of Purpose and Need, Appendix D.
13 WBS Statement of Purpose and Need, page 35.
14 Analysis of the Two Tollways Project, June 1996 - Final Report, page 17.
15 WBS Recommended Alternative Report, June 1996, Table 2, page 9.
16 WBS Recommended Alternative Report, June 1996, Table 2, page 9.
17 WBS Statement of Purpose and Need, page 35.
18 Metro Select Link Analysis Plots as prepared for the Analysis of the Two Tollways Projects -
Final Report.
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Curves in the roadway, adjacent commercial development, and the proximity to the 1-5
interchange limit the options for roadway expansion at this location. The segment
between 1-5 and Boones Ferry Road is densely developed with commercial uses that
generate a large number of vehicle trips, including supermarkets, retail stores, banks, a
hotel, and general office space. Light Industrial activities and some retail stores are
located on the south side of Tualatin/Sherwood Road to the west of Boones Ferry Road.
The northwest corner of the Tualatin/Sherwood Road and Boones Ferry Road
intersection is currently being developed, with a large shopping center adjoining the
roadway. Several light industrial sites are located to the west of this new center. Even
if separate turning lanes or ramps are constructed, traffic would likely continue to be
backed up from 1-5 through the intersection.

This increasing congestion is likely to cause traffic to divert from these minor arterials to
the collector and local streets in the neighborhoods between 1-5 and 99W. The
analysis showed that peak hour vehicle miles traveled on minor roadways would be 11
percent higher in the No-Build Alternative than for the Recommended Alternative.19

These local streets were not designed to accommodate these types of trips.

Arterials are designed to carry longer length trips at higher speeds than collector and
local roads. Drivers diverting from arterials to local roads are doing so to save time
and increase speed relative to a congested arterial. Local and collector roads,
however, are designed for slower speeds, and have shorter sight distances and more
pedestrians and bicyclists. Pedestrians and bicyclists will become even more
prevalent as the Region 2040 Concept is developed. In addition to safety concerns
related to increased traffic and speed, neighborhood infiltration causes a capacity
problem where drivers seek to re-enter the arterial network system because these
intersections were designed to serve local volumes, not pass-through traffic.

Peak hour volumes on Durham Road, Tonquin Road, Martinazzi Avenue, and Tualatin
Road would be 20 percent, 35 percent, 12 percent and 10 percent less, respectively,
for the Recommended Alternative as compared to the No-Build Alternative. These
numbers were obtained from Metro modeling output. It is assumed that the same trend
would continue, to a lesser extent, on the local and collector sheets that are not
included in the model.20

Highway 21721

Highway 217 is the only continuous circumferential road within the Study Area. It
connects the Sunset Highway on the north to I-5 in the south, linking the cities of Lake
Oswego, Tualatin, Tigard, and Beaverton. The road currently is being widened to three
lanes southbound north of Canyon Road. It was re-striped to three lanes in each
direction between interchanges in the segment south of Canyon Road a few years ago;
however, the capacity for through travel is limited to two lanes in each direction.
Capacity ranges between 2,000 and 2,200 vehicles per hour (VPH) per through lane.

19 WBS Recommended Alternative Report, page 28 (Table 7).
20 Metro Plots of Design Year Volumes as deve loped for the WBS No-Bui ld Alternative.
21 WBS Statement of Purpose and Need, page 12.
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In 1988 average weekday two-way traffic volumes on Highway 217 ranged between
73,200 vehicles per day (VPD) recorded south of the Beaverton-Hillsdale Highway
(Oregon 10) interchange, and 99,000 VPD recorded south of the SW Allen Boulevard
interchange. According to the 1992 traffic counts, traffic volumes were 105,000 and
100,000 VPD, respectively, for the same roadway segments. This roadway is rapidly
approaching capacity (existing volume-to-capacity ratios in these areas range from
0.80 to 1.02 during the peak hour) and demand will exceed capacity in the near future
based on regional transportation modeling projections.

By the year 2010, these volume-to-capacity (v/c) ratios will increase to anywhere from
0.89 to 1.07 (peak hour levels of service E and F). This would result in a breakdown of
the system because no alternative north-south roads or alternative modes of travel exist
in the Study Area to relieve traffic demands on Highway 217.

A full range of alternatives for Highway 217 was developed in the Western Bypass
Study, including widening the road to four lanes in each direction, providing high-
occupancy vehicle (HOV) lanes, adding light rail transit (LRT) and adding express bus
service. Either exclusively or in combination, these improvements did not replace the
need for a new I-5 to 99W Connector.

East-West or Radial Facilities

Interstate 5
I-5 is a major West Coast transportation route, providing a direct link between southern
California and Canada and passing through the Portland CBD. It is a two-way, six-lane
facility which serves between 6,000 and 6,500 VPH per direction during the p.m. peak
hour. In 1988, I-5, just south of 99W, west of Tigard junction, carried a weekday traffic
volume of 68,500 VPD. The same facility, just south of Highway 217, carried an
average weekday traffic volume of 102,400 VPD.

I-5 is already congested north of Nyberg Road, and conditions will become worse and
extend south by 2010 even with committed improvements under the No-Build Scenario.
During the typical 1988 p.m. peak hour, I-5 north of the Nyberg Road interchange
operated at LOS D or E. The total volume carried by this section of I-5 is expected to
grow by 37 percent, and the traffic condition will worsen to LOS F.

Traffic conditions on I-5 south of the Nyberg Road interchange in the Study Area were
at a LOS C or better in 1988. This level of service will worsen to LOS D or E during the
peak hour by the year 2010 under the No-Build Scenario. Traffic volumes will increase
by more than 43 percent on this portion of I-5.

Highway 99W*2

99W provides a primary connection between Tigard and Sherwood through the King
City Town Center in the Region 2040 Growth Concept. It diverges from I-5 and
continues south to Newberg. It is a five-lane roadway with two northbound lanes, two
southbound lanes, and a center median/two-way left-turn lane. In 1988 it carried

22 WBS Statement of Purpose and Need, page 10.
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between 11,900 VPD south of Beaverton-Hillsdale Highway and 47,600 VPD near
Highway 217. Major intersections along 99W are located at Highway 217, Durham
Road, and Tualatin/Sherwood Road.

99W within the Study Area north of the Tualatin Road Intersection either was operating
at a poor level of service in 1988 or will be in 2010 under the No-Build Scenario even
with committed improvements. Just north of the Tualatin Road Intersection, levels of
service will worsen from acceptable peak hour levels of service in 1988 to LOS D or E
by the year 2010. Traffic volumes on this section will grow by 84 percent.

In 1988, peak hour level of service on 99W north of Highway 217was LOS F, Under the
No-Build Scenario traffic will continue to operate at LOS F in the year 2010. Traffic
north of Highway 217 will increase by 9 percent between 1988 and 2010. This portion
of 99W was already operating at full capacity in 1988 and, as the minimal increase in
traffic over the 20-year period indicates, it can accommodate very little additional
traffic.

Without a new I-5 to 99W Connector, there will be additional demand for travel through
the Tigard Town Center on an already congested 99W. The 2015 select link analysis
showed 1000 vehicles diverting to 99W in the peak hour if the I-5 to 99W Connector is
not constructed.23 Because this Town Center is not intended to accommodate through
traffic, it is important to provide the I-5 to 99W connector to provide an alternative
facility for this through travel demand.

IC. Transportation Demand

Transportation demand is being caused by existing development and plans for future
growth. These plans for future growth are recognized in comprehensive plans and the
Region 2040 Growth Concept.

There are several larger urban centers within the Study Area, including the Cities of
Beaverton, Hillsboro, Tigard, Tualatin, and Wilsonville. Smaller cities are Durham, King
City, and Sherwood. Many of these centers are designated Regional or Town Centers
as part of the Region 2040 Growth Concept (Figure 1). Several large companies have
business centers in the Study Area, with large business parks located in Beaverton,
Tigard, Tualatin and Hillsboro. Residential development is found in each of the cities,
as well as in un-incorporated Washington County inside the urban growth boundary
(UGB). There is also scattered rural residential development outside of the UGB.

Another major attraction is the Portland CBD, located to the east of the Study Area,
which serves as an employment center. 99W also connects the Study Area to the
Oregon Coast and other metropolitan areas such as Newberg and McMinnville.

As indicated in Table 2, the Study Area is expected to continue to grow at a higher rate
than the Region as a whole. Between 1988 and 2010, the Study Area population is

23 Metro Select Link Analysis Plots as prepared for the Analysis of Two Tollways Projects - Final
Report, June 1996.
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expected to grow by 60 percent. The number of households in the Study Area was
slightly less than 99,000 in 1988, and is expected to reach more than 167,000 by 2010.
Study Area employment is expected to grow by more 73 percent. Employment in the
Study Area was about 136,000 in 1988, and is anticipated to reach approximately
236,000 by 2010.

Population in the Study Area will increase from 18.5 percent of total region population in
1988 to 22.0 percent in 2010, while employment will grow from 19.3 percent to 24.3
percent during that same period. Consequently, the Study Area is expected to
become an increasingly important economic component in the Portland metropolitan
area, as well as in the State of Oregon given Portland's dominance in the state
economy. With increasing numbers of retail and employment centers, and recreational
facilities located within the Study Area, the opportunities for travel within the Study Area
will multiply, resulting in a greater percentage of study area trips both beginning and
ending within the Study Area.

In 1988, 873,000 person trips were taken in the Study Area. It is projected that this
amount will increase 67 percent by the year 2010, resulting in 1,457,000 trips.
Consistent with adopted comprehensive plans, the type and rate of growth will result in
land uses within the Study Area becoming increasingly more mixed relative to today.
Work-related trips are forecast to increase by 30.8 percent between 1988 and 2010,
reaching 1,226,700 daily work person trips in the Study Area by year 2010. The Study
Area's share of the Region's work trips will increase from 19.5 percent in 1988 to 23.8
percent in 2010, consistent with the fact that the Study Area is projected to experience
more rapid growth in both population and employment than the Region as a whole.
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Table 2: Historical and Forecast Population, Households and
Employment Regional and Study Area Totals

Population
Total
% of Region

Households
Total
% of Region

Employment
Retail
Other
Total
% of Region

Person Trips
Auto
Transit
Carpool
Total
% of Region

1988

1,334.2

534.0

118.5
586.1
704.6

4,109.7
149.9
128.5
4,469.1

REGION

2010

1,799.0

762.3

184.1
789.7
973.8

5,721.8
221.4
171.2
6,114.4

% Growth

34.8

42.8

55.4
34.7
38.2

36.5
47.7
33.2
36.8

1988

246.5
18.5%

98.7
18.5%

25.4
110.9
136.3
19.3%

838.4
10.5
24.3
873.2
19.5%

STUDY
AREA
2010

395.2
22.0%

167.4
22.0%

46.7
189.7
236.4
24.3%

1,398.8
18.5
39.3
1,456.6
23.8%

% Growth

60.3

69.6

83.9
71.1
73.4

66.8
76.2
61.7
66.8

Note: Numbers shown are 1,000s.24

The I-5 to 99W area will also grow at a fast rate as part of the Study Area. The
proposed corridor for the I-5 to 99W Connector is nearest to the districts of
Tualatin/Wilsonville, Tigard, and Scholls (see Figure 2). As with the larger Study Area,
population, employment, and daily person trips are forecast to increase between 1988
and 2010. The TualatinA/Vilsonville district will experience the majority of growth among
the three districts -- approximately 105 percent population and 130 percent
employment growth. Tigard is forecast to have a 55 percent employment and 30
percent population growth. Scholls will see approximately 45 percent employment and
5 percent population growth.25

24 W B S R e c o m m e n d e d Alternative Report, June 1996, p a g e 6.
25 W B S 1988 exist ing and 2010 No-Build Forecast ing Analyses Results, Oc tober 1990, Tab le A-4 .
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Table 3, details the expected increase in transportation demand by mode for the three
districts, in terms of daily person trips. The Tualatin/Wilsonville district can be expected
to experience the greatest growth, an increase of approximately 130 percent. Tigard
and Scholls will experience similar growth of approximately 40 percent. The existing
transportation system, with the deficiencies identified, cannot accommodate this
demand.

Table 3: Sub Area Historic and Forecast Daily Person Trips

Person Trips
Auto
Transit
Carpool
Total

TUALATIN /
WILSONVILLE

1988

69.7
0.6
2.4
72.7

2010

154.3
1.4
5.0
160.7

%
Growth

121
133
108
121

1988

131.5
1.7
4.0
137.2

TIGARD

2010

188.0
2.5
5.2
195.7

%
Growth

43
47
30
43

SCHOLLS

1988

7.1
0.0
0.2
7.4

2010

10.1
0.1
0.3
10.5

%
Growt

h

42

50
42

Note: Numbers are in the 1000's.26

Sreenlines are used in transportation demand analysis to compare existing and future
travel demand. This demand is forecast based on planned land use allocations and
employment and population forecasts. These screenlines typically measure the growth
over a series of roadways that accommodate a common demand. Figure 3 shows
screenlines developed for analysis of the Western Bypass Study Area. The figure also
shows the anticipated growth for each screenline between 1988 and 2010. Screenline
2, which bisects the I-5 to 99W area, is projected to grow approximately 48 percent
between 1988 and 2010.27 These district and screenline results confirm that the
projected growth within the I-5 to 99W area will be significant.

26 WBS 1988 Existing and 2010 No-Build Forecast ing Analyses Results, October 1990, Table A-
6.
27 WBS 1988 Existing and 2010 No-Build Forecasting Analyses Results, October 1990, page 22.
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ID. Future Growth Allocations and Land Uses

The Western Bypass Study was based on a 2010 Design Year and existing
Comprehensive Plans. Since then, Metro has updated the forecasts to the year 2015,
and more current land use plans have become available. The resulting travel demand
supports the need for transportation improvements in the Study Area. The impacts of
these changes are described below.

Growth Allocations

During the Western Bypass Study Committee meetings, additional discussions
reflected the increased growth that is occurring throughout the Region. Metro now has
updated year 2015 forecasts for the Study Area and the Region that reflect the
increased historical growth and growth forecasts. These forecasts to 2015 were
interpolated to the 2010 design year to project study area growth patterns beyond the
2010 design year. Based on this interpolation, it can be projected that the population
forecasts for the year 2010 would be 3 percent higher in the Study Area (395,000), and
employment forecasts for the year 2010 in the Study Area (236,000) would be 17
percent higher. The combined effect of the increase in households and employment
would result in approximately a 10 percent increase in person trips over the numbers
used for the analysis completed in this the Western Bypass Study (1,456,000 person
trips). This increased growth trend, while not radically different than the original study
year 2010 projections, emphasizes the importance of the need identified.28

The Tollways Study used the 2015 forecasts from Metro. With respect to the I-5 to
99W Connector, these growth adjustments, in combination with land use changes,
have a sizable impact on travel projections. The projected 2015 volumes on the I-5 to
99W Connector are 35 percent greater than those projected in previous modeling for
the year 2010 in the Western Bypass Study.29

Land Use Changes30

The Region 2040 Growth Concept was adopted by Metro in December 1994. The
Growth Concept continues the policy groundwork laid out in the Regional Urban
Growth Goals and Objectives that were developed in collaboration with the cities and
counties of the Region and adopted by the Metro Council in 1991. The Growth
Concept was built on these goals and objectives. This Growth Concept states the
preferred form of regional growth and development for the Portland metropolitan
region. Future growth is to be concentrated within the UGB and focused in mixed-use
centers of varying size. In the Study Area, there are Regional Centers at Washington
Square, Beaverton and Hillsboro. Regional Centers serve large market areas outside
the central city, connected to it by high-capacity transit and highways.

28 W B S R e c o m m e n d e d Alternat ive Report, June 1996, p a g e 6.
29 Met ro Trave l Demand Plots as p repared for the Analysis of the Two Tol lways Project - Final
Report, June 1996.
30 Source: Metro 2040 Growth Concept, December 8, 1994.
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Connected to each Regional Center, by road and transit, are Town Centers with local
shopping and employment opportunities within a local market area. Town Centers are
planned at Highway 217/99W in Tigard, at Murray Boulevard/Scholls Ferry Road in
Beaverton, in King City, Tualatin, and Sherwood, and on Farmington Road at 170th
Avenue.

Conceptually, the LUTRAQ alternative closely resembles the 2040 Growth Concept in
that it involved the development of compact, mixed-use corridors and centers in both
Tualatin and Sherwood. The Western Bypass Study analysis of the transportation
system under the LUTRAQ alternative in the I-5 to 99W area showed that the major
arterials, if not improved and without additional roadway facilities, would be congested
by the year 2010 even with alternative land use consistent with 2040. In particular
Tualatin/Sherwood road would operate at LOS F in downtown Tualatin.31 Currently, the
half hours surrounding the peak hour have approximately the same traffic flow as the
peak hour in downtown Tualatin. Therefore, level of service for the peak 2-hour period
can be projected to be at F/F in the year 2010, in excess of level of service options
even for Regional and Town Centers in the Urban Growth Management Functional Plan.

This analysis indicated that transportation improvements are needed to provide
reasonable access to and between the Regional Center at Washington Square and the
Town Centers at Sherwood, King City, Tigard, and Tualatin. Because the I-5 to 99W
connector would serve through traffic between I-5 and 99W, other existing roadways
would be able to provide access between these centers. Specifically, access on
Highway 99W and on Tualatin/Sherwood Road will be improved. The I-5 to 99W
connector is recognized in and will support the Region 2040 Growth Concept.

31 Metro - Level of Service Maps, 1994.
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II. Mode

Both supply and demand factors influence people's mode of travel. The land use
patterns in the Study Area are characterized by origins and destinations which are,
overall, relatively dispersed. The road system, serving both buses and cars, is not a
complete grid system such as is found in many parts of Portland. Because of the many
geographical constraints, the road network is discontinuous. It is thus difficult to serve
many parts of the Study Area efficiently with fixed-route transit.

The Western Bypass Study conducted an extensive technical and public process to
develop, evaluate, refine, and recommend a balanced transportation system. These
alternatives were developed in response to the Need identified early in the study. The
1-5 to 99W corridor identified as part of the Recommended Alternative is only one
component of the recommended solution, which includes extensive alternative mode
and transportation demand management measures, as well as improvements to
existing facilities. It was demonstrated during the study that, even with these additional
modal components, a new roadway between 1-5 and 99W is needed.

The private automobile is and will continue to be the primary mode of travel in both the
Region and the Study Area. Under the future 2010 No-Build Alternative, the private
automobile will account for approximately 96 percent of the total daily person trips
within the Study Area and approximately 94 percent in the Region. The percentage of
commuters carpooling to work, 13 percent, is shown for the Study Area and the Region
h 1988 and for the 2010 No-Build Alternative (see Table 1).

Evaluation of the Recommended Alternative indicates a positive ability to affect SOV
use within the Study Area. In comparison to the No-Build Alternative, this alternative
will reduce work-related SOV use. Work-related use of SOVs under the Recommended
Alternative will be reduced by approximately 22 percent from that expected under the
No-Build Alternative.32 This will result in about 61 percent of the total work person trips
still being made by SOVs. For non-work trips, 89 percent use of autos (SOV and HOV
combined) will continue.

Under the Recommended Alternative, total Study Area vehicle trips are projected to be
reduced by nearly 4 percent, with a corresponding reduction in work-related vehicle
trips of nearly 17 percent. This overall reduction in vehicle trips supports the
conclusion that auto use will decrease when compared to the No-Build Alternative.
Many of these vehicle trips may be absorbed by transit, as a result of the increase in
transit coverage from 64 to 99 percent of the Study Area.33

As further described in this Section II, the I-5 to 99W Connector will serve a variety of
trip types and trip purposes, including through trips with destinations outside the
Region, regional trips and local trips (see Circumferential Facilities, Section IB).
Analysis completed in the Western Bypass Study and the subsequent analysis
completed for the Tollways Study demonstrated the need for this new road to serve this

32 W B S R e c o m m e n d e d Alternat ive Report, June 1996, Tab le 7, p a g e 28.
33 W B S Al ternat ives Analysis Report, Tables 5.1-1 and 5.1-2.
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range of trips.3" The analysis in the Western Bypass Study demonstrated that, even
with other transportation modes, services and programs as included in other
alternatives analyzed (see No-Build TSM and LUTRAQ/Bypass Alternatives),35 this road
is still needed to serve the travel demand for existing and planned growth.

As further described in this Section II, the Western Bypass Study also demonstrated
that, for the sub-area in and near the proposed corridor for the 1-5 to 99W Connector,
the alternative modes, services and programs in the Recommended Alternative will
provide a solution to the identified need only if they are combined with this new road.
Furthermore, other additional alternative modes, roadway improvements, services and
programs considered would not do away with the need for this new road.

This section describes the alternative modes, land use patterns, improvements to
existing facilities, and the improvements considered, evaluated, and recommended for
the 1-5 to 99W area. As further described in the WBS Alternatives Analysis Report (May
1995), these alternatives were analyzed separately and in collaboration to develop a
recommendation to meet the identified need.

IIA. Alternative Modes

Alternatives Modes Considered But Not Further Analyzed36

Range of Alternative Technologies
The Western Bypass Study evaluated a broad range of transit and HOV facilities as
transportation alternatives to the private automobile. These strategies primarily operate
as modes to move or carry people rather than commercial goods. This section
describes these modes and the reasoning for their inclusion in or exclusion from
strategies and alternatives development during the Western Bypass Study. The
following is a summary listing of the modes considered:

• Paratransit, including Demand-Responsive and Pre-Arranged Ridesharing
• Conventional and Express Bus Operations
• Enhanced Bus and HOV Techniques
• Smart Vehicle Technology
• People Movers
• Light Rail Transit
• Commuter Rail
• Railbus
• Automated Guideway Transit
• Heavy Rail
• High Speed Rail

Of these, the most appropriate modes for the Study Area were identified as those
providing urban/regional type service. Such modes typically serve metropolitan areas,

34 Analysis of Two Tollways Project - Final Report.
35 WBS Alternatives Analysis Report, May 1995.
36 WBS Alternative Transportation Technology Report, 1/21/91.
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have numerous stops, and operate at low to medium speeds. Other modes that
provide shorter connections (short haul) as a support to the urban regional type service
were considered to also have potential application. Based on these service
requirements and the results of the analysis of the existing and future transit conditions
within the Western Bypass Study Area, several modes were identified as the most
applicable and effective for consideration in developing strategies. These are:

• Paratransit
• Conventional Bus and Express Bus
• Enhanced Bus (transitway) and HOV Techniques
• Light Rail Transit

These modes are enhanced by a network of suburban transit centers and park-and-
ride facilities.

Paratransit technologies, which share characteristics of both traditional fixed-route
transit modes and the private automobile, offer the flexibility to develop a family of
services to meet the variety of market needs within an urban, rural, or suburban
environment. Conventional bus and express bus operations can provide service levels
ranging from local circular routes to service levels approaching semi-rapid transit.
These all-bus systems can serve low-volume suburban routes as well as high-volume
suburban commuter routes. Enhanced bus and HOV techniques offer a number of
methods for upgrading and enhancing conventional and express bus service, and for
encouraging carpooling. These methods include transit-exclusive ramps onto major
roads, traffic signal prioritization, transit-only lanes, and HOV lanes.

Light rail transit has been shown to be a more attractive alternative to the other
identified less transit-intensive modes, supporting planned growth patterns. Existing
and current projections for future population densities within the Study Area are similar
to those in the Westside LRT Corridor. Furthermore, an expansion of the existing LRT
network would be in keeping with the long-range regional light rail plan.

Other transit intensive modes were found to be less effective due to a number of
factors, including operational constraints and capital cost limitations. These modes
were determined difficult to integrate with the existing regional light rail network, and
would thus create additional service and operating expenses if implemented as part of
the current regional transit system. These include:

• People Movers
• Smart Vehicle Technology
• Commuter Rail
• Automated Guideway Transit
• Heavy Rail
• High Speed Rail

Some of these factors are self-evident. For example, smart vehicle technology has yet
to be fully developed. For other modes, the critical factors are less simple but are
basic to the attributes of the technologies, and are described briefly in the next few
paragraphs.
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High-speed rail and people movers, including monorails, were eliminated because it is
unlikely that these systems could efficiently serve the transit needs of the Study Area.
Generally, people mover technologies are intended for short haul type service only, the
type found in amusement parks and airports. People movers function best when the
service is intended to be of a shuttle nature, rather than regional, as would be needed
to serve a larger and dispersed geographic area.

High-speed rail could provide effective inter-urban service between dispersed nodes of
high-density development. Minimum spacing between stations for such a system,
assuming that top speeds are attained, is between 8 and 10 miles. Typical spacing
between high speed rail stations is 20 to 30 miles.

Likewise, heavy rail and commuter rail systems are also intended to provide service to
longer distance travelers. Though the minimum spacing between transit stations for
these two latter technologies is significantly less than that for high-speed rail, it is still
typically longer than what would be required for the majority of the identified demand
for regional trips and connections between Town Centers. Land use and growth data
indicate that the demand in the sub-area is not consistent with these various transit
technologies.

Most of the rail options, including automated guideway transit but with the exception of
light rail transit (LRT) and commuter rail, would be difficult to integrate with the existing
Tri-Met service in the Portland region. This is a significant factor because the Portland
region has chosen light rail transit as the preferred transit-intensive technology for the
area. To implement and integrate a different form of rail transit such as heavy rail,
automated guideway transit, or people mover technology, substantial investment would
be required for new maintenance facilities and other capital intensive requirements. In
addition, it is unlikely that such a system would be compatible with the existing LRT
networks, and it would require completely separate tracks, control systems, and other
technology-specific equipment. Commuter rail, although differing from the existing LRT
network, could operate independently from LRT, sharing maintenance facilities with
existing freight rail operations in the Portland region. For this reason, it would be less
difficult to make commuter rail for longer distance service compatible with the existing
transit system.

Commuter Transit Service
Commuter Transit Service was considered but, owing to the small amount of demand it
could accommodate relative to the identified need, it was not evaluated or advanced
for further study.37

It is appropriate to use a supply-oriented method to estimate the corridor-transit
demand and the corresponding potential reduction in vehicle trips. For commuter
transit service, it would be reasonable to expect that peak hour service between
Tualatin and Sherwood would involve two to four trips at 15- to 30-minute peak hour
headways in each direction, based on existing Tri-Met service standards. Assuming

37 Estimates of travel demand include trips from areas outside the Region; however, they are not
precisely coded in the Metro Regional Transportation Model to specific local origins or
destinations outside of Metro's traditional regional modeling area.
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full utilization of seats in the peak direction, a 25 percent utilization in the other
direction, and 15-minute headways for service, approximately 200 to 300 local or
express peak-hour transit trips would be served in this corridor.

For commuter transit trips from McMinnville, Newberg, or other destinations in the
99W/18 corridors, a reasonable assumption would be to implement the standards for
inter-city passenger service established in the Oregon Transportation Plan (OTP). The
Plan recommends hourly inter-city passenger service to major cities along I-5 in the
Willamette Valley, and one daily round trip for cities with a population of more than
2,500 located 20 miles or more from the nearest Oregon city with a larger population
and economy. Using the standard of one peak hour bus in each direction to serve this
inter-city commuter need, and applying the same occupancy rates as above, inter-city
commuter transit would serve approximately 50 to 75 peak hour trips in this corridor.

Combining the local/express transit ridership and the inter-city/commuter ridership, a
total of 250 to 375 trips would be served by all transit modes in the peak hour. This
corresponds to approximately 7 to 10 percent of the peak hour bi-directional flow of
3,680 vehicles forecast for the year 2015. This number is double the transit mode
share for Washington County today. Thus, it is an ambitious estimate of potential transit
ridership. In addition, while this increase in the number of transit trips would be
meaningful, it would not significantly affect overall levels of service in the I-5 to 99W
corridor, nor would it significantly reduce the number of trips forecast to be made by
automobiles.

Alternative Modes Evaluated But Not Further Analyzed

Transit Intensive Strategy38

A Transit Intensive Strategy was evaluated as part of the Western Bypass Study. Key
features of the Transit Intensive Strategy were the following:

• Transit service improvements expanded and modified to support the LRT corridors
• A Barbur Boulevard LRT corridor with a southern terminus at l-5/Highway 217
• A Highway 217 LRT corridor connecting the Barbur and Westside LRT Corridors
• Through-routing of Highway 217 LRT to Hillsboro and downtown Portland via the

Westside and Barbur LRT corridors
• Transportation Demand Management (TDM) Measures
• Demand Responsive Transit (DRT)
• Land use changes to complement transit improvements (LUTRAQ)

Analysis showed that although this strategy would result in better transit use, in and of
itself, the strategy was not successful at reducing congestion in the area when
compared to the No-Build strategy. Not enough trip types could be switched from auto
to transit to reduce congestion to acceptable levels. For example, the Durham and

38 WBS Transportation, Traffic and Safety Technical Report, August 1994, page 25.
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Tualatin Roads are expected to operate at LOS F under the No-Build Alternative and
under the Transit Intensive Strategy.39

The Transit Intensive Strategy was also looked at in combination with land use changes
in the LUTRAQ alternative. As discussed in Section ID of this report, the LUTRAQ
alternative did not solve the need for an 1-5 to 99W Connector. The Transit Intensive
Strategy was not carried forward as an alternative. However, as described later in this
section, all the components of the Transit Intensive Strategy that relate to the 1-5 to 99W
travel demand are included with the new 1-5 to 99W Connector as part of the Western
Bypass Study Recommended Alternative.

Circumferential Rail Strategy40

The circumferential rail strategy consisted of a rail system operating from Forest Grove
to Beaverton and from Beaverton to Tigard and Lake Oswego, all following a right-of-
way currently owned by private railroad companies. The strategy also included an
extension of such service across the Willamette River to Milwaukie, at which point it
would follow an existing right-of-way in public ownership. The service included stops
at the Gateway Transit Center, where it would connect with the existing MAX LRT line.

This strategy was analyzed in the context of the Western Bypass Study goals and
objectives and evaluation criteria, which focused on accessibility, travel demand, and
congestion.

Fixed-guideway transit service does not operate as effectively in a land use
environment where both origins and destinations are widely dispersed. The planned
land uses for the circumferential rail transit were modest. Moreover, the alternatives in
the Western Bypass Study included options for transit service that responded to those
dispersed land uses and related travel demand assumptions.

Express Bus Service On Tualatin/Sherwood Road41

Another significant transit-intensive strategy evaluated but not recommended was the
LUTRAQ Alternative. This alternative explicitly included the provision of express bus
service on Tualatin/Sherwood Road. The LUTRAQ Alternative transit plan proposed
this as radial service, supporting HCT service on Barbur Boulevard and Highway 217,
which would serve Washington County as well as Downtown Portland.

Findings in the Western Bypass Study indicated that providing transit in connection
with the LUTRAQ Alternative produced substantial numbers of transit trips, (59,000
daily work trips by transit, a 240 percent increase over the No-Build; and almost 25,000
daily non-work trips by transit, a 57 percent increase over the No-Build). However,
even with this improved use of alternative modes, congestion still was not adequately
resolved to provide for reasonable access. This alternative resulted in unacceptable
levels of congestion on Tualatin/Sherwood Road; specifically, a peak hour LOS of F in

39 WBS Revised Transit Intensive (LRT) Strategy Descript ion and Evaluation Summary, March 20,
1992.
40 WBS Transportat ion, Traffic and Safety Technical Report, August 1994, Append ix A-6.
41 WBS Alternatives Analysis Report, May 1995, Table 5 -1 .1 .
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downtown Tualatin for the forecast year. This LOS would continue for approximately 2
hours, based on current trends (see Section ID).

While the number of increased transit trips would be meaningful, the change would not
significantly reduce the number of automobile trips forecast, nor eliminate the need for
the new facility.

Recommended Alternative Modes42

The Recommended Alternative included extensive alternative modes, in addition to
TDM measures and improvements to existing facilities. A component of the
recommendation is that full transit subsidies will be provided to all employees who work
in the Study Area and ride transit to work. The combination of increased service and
transit subsidies generated a significant amount of transit ridership. Overall, an
increase in daily work person trips by transit of approximately 175 percent, or about
48,000 more daily work trips by transit, is expected. This is equivalent to approximately
14 percent of the daily total work trips in the Study Area.43

Analysis showed that daily non-work trips were not significantly affected by increased
transit service. Overall, non-work trips by transit were less than 2 percent of total non-
work trips for any alternative analyzed.

Even so, congestion on Study Area corridors is expected to remain significant unless
the transit improvements are combined with TDM and improvements to existing
facilities and the new I-5 to 99W Connector.44 For example, in the I-5 to 99W area,
Tualatin Road is forecast to operate at LOS F in the peak hour under the No-Build
Alternative. These roads will continue to operate at unacceptable levels of service
even if the TDM and transit improvement measures described as part of the
Recommended Alternative are implemented. Consequently, although Alternative
Modes are an important component of the Recommended Alternative, alone they do
not provide enough congestion relief to meet the objectives of the study, and must be
supplemented with other improvements.

Express Transit Service45

Express transit service is included in the Recommended Alternative. It consists of a
Highway 217 express bus/feeder network with express stops at I-5, Scholls Ferry Road,
Washington Square, and the Beaverton Transit Center for a connection with the
Westside LRT. The express bus service will combine the local collection from the
southerly centers such as Sherwood, Lake Oswego, Wilsonville, and Tualatin with the
line-haul express service between Tigard and Beaverton. This service is
recommended for implementation by Tri-Met as part of its Primary Transit Network for

42 WBS Recommended Alternative Report, June 1996, page 19.
43 W B S Al ternat ives Analysis Report , May 1995, Tab le 5 . 1 - 1 .
44 W B S Al ternat ives Analys is Report , May 1995, Tab le 5 . 1 - 1 .
45 WBS Recommended Alternative Report, June 1996, page 19.
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the Highway 217 corridor. The express bus service and transit stops include park-and-
rides at I-5, Washington Square, and Scholls Ferry Road.

This transit service supports the planned land uses in the Region 2040 Growth
Concept, including the Regional Center at Washington Square. LRT along Highway
217 was evaluated as part of the Transit Intensive Strategy. The Express Transit
service essentially provides similar coverage for the 2010 design horizon, and can help
build transit ridership to support the planned LRT extension in that area in the future.
With either Express Transit or additional LRT service, the I-5 to 99W Connector is still
needed.

Fixed-Route Transit Service46

Fixed-route transit service, which is regularly scheduledtransit service on designated
routes, is included as a component of the Recommended Alternative. New routes
developed for the Recommended Alternative include those planned to support the
express bus service on Highway 217. In the I-5 to 99W area, fixed-route transit service
is one of several modes identified to address the demand for travel, in addition to the I-
5 to 99W Connector.

The fixed-route transit service incorporates the expansion of the feeder bus network.
The expansion components are designed to support and integrate with the express
bus high-capacity transit element. Elements of the fixed-route transit service
improvements, near the proposed I-5 to 99W Connector corridor, include a new Transit
Center in Tualatin and a new park-and-ride lot at the Tigard Transit Center. Route
extensions and improvements are presented in Table 4.

46 WBS Recommended Alternative Report, June 1996, page 19.
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Table 4: Recommended Transit Route Improvements

roposedlChanges :f rom < Future^;
Headway;
in Minutes

Peak

12A

12B

12C

12L

37

38A

66

68

105

Beaverton LRT station to
Sherwood transfer node

Washington Square to
Tualatin Transit Center
with King City deviation

Sherwood to Tualatin

Tigard Transit Center to
Portland CBD via
Burlingame Transit
Center

Tualatin to Lake Oswego
Transit Center

Tualatin to Tigard
Express Station

Branch to Tualatin Park-
n-Ride

Evergreen to Tigard
Express Station through
185th LRT station

Tualatin Transit Center
to 170th St. LRT station

EXTENSION to Beaverton LRT
via 217/Canyon Rd HOV lane

SAME ROUTE PATH with outer
branch and inner branch as
Transit Intensive (LRT)

SAME LOOP/circulator route
(via Tualatin Rd,
Tualatin/Sherwood Rd, Avery)
as Transit Intensive (LRT)

SHORTENED local route with
frequent stops maintained along
99-W/Barbur Blvd

DEVIATION via Kruse Way
Express Station along
Waluga/Carman Drives, Kruse
Way, I-5 to Upper Boones Ferry

REMOVAL OF northern branch
from Tigard to Washington
Square; DEVIATION at 72nd Ave
onto 217 HOV lane

ROUTED via 217 HOV lane
between Washington Square
and Tigard

DEVIATION: Southern leg
follows new roadways along
Murray Rd southern extension
for local access to Tigard
Transit Center

SAME ROUTE PATH: (Herman
Rd, Edy Rd, Eisner Rd, Beef
Bend Rd segment east of Eisner
Rd, 150th Ave, Bull Mtn, Reusser
Rd, 170th Ave) as for Transit
intensive (LRT)

15

15

20

30

30

30

20 30

15 30

20 30

15 30

15 30
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The fixed-route improvements are anticipated to result in an increase in transit ridership
for work trips of about 75 percent over the No-Build Alternative. This is equivalent to
approximately 30,000 daily trips, which represents 9 percent of the total work person
trips in the Study Area. No additional fixed-route transit service was included because
it would have been redundant with the Demand-Responsive Transit component of the
Recommended Alternative.

Demand Responsive Transit (DRT)47

Demand Responsive Transit is included in the Recommended Alternative. It provides
service to riders when it is needed and where it is needed through dial-a-ride, shared
ride, and shuttle services. DRT is more flexible than fixed-route service, and can
provide more comprehensive transit coverage. To use it, riders would call a central
control to be picked up anywhere within the Study Area, and would then be delivered
to a destination within the Study Area. The DRT component is expected to
accommodate approximately 18,000 work trips and more than 4,000 non-work trips in
the Study Area each day. These trips correspond to 5 percent of the total work person
trips and 1 percent of the total non-work person trips in the Study Area.

The following assumptions were incorporated in modeling this element as part of the
Western Bypass Study. A system of five DRT cells were mapped that covered the
entire Study Area. Dial-a-ride service was provided to users within each of these cells.
Service coverage was provided to any and all destinations within a cell, including
residences, offices, shopping centers, bus stops, light rail stops, and transit centers.
DRT service was not provided between cells because that service would be provided
by fixed-route service. DRT service would be in addition to the expanded fixed-route
transit service and express transit service included in the Recommended Alternative.

The overall DRT program is another mode in addressing the demand for travel in the I-
5 to 99W area, in addition to the I-5 to 99W Connector. This service combined with
regular transit service and the recommended transportation improvements,
demonstrates that the Recommended Alternative would provide comprehensive transit
service throughout the Study Area, in combination with the other components of that
recommendation.

Bicycle and Pedestrian Facilities48

The Recommended Alternative includes bicycle facilities which, if constructed, will
provide a continuous bike route connection from the southern end of the Study Area at
I-5 to the Sunset Highway. This bicycle route can be provided through improvements
associated with the new I-5 to 99W Connector, 99W widening, and the Murray
Connection between 99W and Scholls Ferry Road. Murray Boulevard north of Scholls
Ferry Road to Highway 26 has an existing bike lane.

47 WBS R e c o m m e n d e d Alternative Report, June 1996, page 19.
48 WBS R e c o m m e n d e d Alternative Report, June 1996, page 20.
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Many other projects will include bicycle and pedestrian improvements as part of design
development, consistent with ODOT policies and as required by the Transportation
Planning Rule. The Highway 217 widening would also include, as appropriate,
improvements to provide for bicycles and pedestrians; although pedestrian
improvements may be limited to interchange areas.

Bicycle linkage is also provided on all of the roadway improvements in the
Recommended Alternative to provide connectivity throughout the Study Area. With
these improvements, bicycle and pedestrian trips will remain fairly constant at 9
percent of both work and non-work trips. However, improvements for this important
mode of travel will not affect the need for the I-5 to 99W connector.

MB. Transportation Demand Management
Measures49

Transportation Demand Management (TDM) is a program with elements designed to
reduce the number of auto trips by creating measurable or quantifiable differences in
time or cost. TDM is included in the Recommended Alternative, and is a demand
reduction component in the I-5 to 99W area.

The following assumptions were incorporated into modeling this element as part of the
Western Bypass Study. Parking charges were applied to all work-related SOVs parking
in the Study Area. These charges were applied uniformly throughout the Study Area.
No parking charges were assessed for carpools or vanpools. Full (100 percent) transit
subsidies were provided for all employees who work in the Study Area and ride transit
to work. Parking charges were not included for non-work trips, since research has
demonstrated that an effective TDM program is focused on regular (commute type)
trips.

TDM measures are recommended for implementation as part of a regional TDM
program. The actual measures may be different than those modeled in this study.
Because the TDM program modeled in the study focused on work trips, it indicates that
an employer-based TDM program may be successful. The Region already has certain
TDM programs in place. These activities are generated from policies in the Regional
Transportation Plan and focus on ridesharing and parking management. Some other
specific TDM tools that could be used include lane pricing and user fees.

As modeled in this study, the TDM program reduces the number of SOV daily work
trips in the Study Area by approximately 37,000. This is equivalent to a 15 percent
reduction of SOV work trips for the total Study Area. These results are consistent with
analysis completed earlier in the study.50 Based on research of other TDM programs
nationwide, it was projected that a Regional TDM program could generate demand

49 W B S R e c o m m e n d e d Alternative Report, June 1996, p a g e 15.
50 W B S Techn ica l Memorandum "Revised Transit Intensive Strategy Evaluation Summary , " March
20, 1992.
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reduction for work trips in the 5 percent range.51 While a specific employer or locality
could potentially provide greater reductions, this 5 percent threshold was determined
to be reasonable for this area.

Currently, the Region is aggressively pursuing TDM and alternative mode programs to
address congestion, and to comply with growth management and air quality
requirements. These programs include the Employee Commute Option (ECO)
program mandated by the adopted DEQ Air Quality Maintenance Plan. The program
requires employee trip reductions by up to 10 percent for all the Region's employers of
50 or more. Metro is also developing region-wide alternative mode programs as part of
the RTP update, which will result in recommendations on how to meet the TPR goal of
reducing overall vehicle miles traveled (VMT) per capita by 10 percent in the next 20
years.52

In addition, Title 2, Section 2 of the Urban Growth Management Functional Plan
identifies maximum parking ratios intended to reduce VMT. Those actions, together
with other regional proposals (toll roads, congestion pricing, education programs)
ensure that an aggressive TDM program component can be implemented over time.
However, the need for the I-5/99W Connector to serve inter-regional passenger and
freight needs will remain.

IIC. Improvement to Existing Facilities

In the I-5 to 99W area, existing facilities were considered for further improvements, and
a number are in included in the Recommended Alternative in addition to the I-5 to 99W
Connector. Some were evaluated and not recommended because, either alone or in
combination, they did not address the need or demand given trip lengths and
distribution patterns. Others were not evaluated because they would not function in
response to the identified need.

Improvements To Existing Facilities Considered But Not Evaluated

A limited number of existing roadways currently connect I-5 to 99W. Improvements to
all or these roadways were considered, but only options for addressing the need
identified were further analyzed.

Improvements to minor arterials and neighborhood streets
Improvements to minor arterials and neighborhood streets between I-5 and 99W were
not evaluated. The demand in the year 2015, in combination with the other alternative
modes and TDM program, is for more 3,600 vehicles in the peak hour (see Table 5).
Minor capacity improvements to these facilities would not address the identified need.
Short connections or intersection improvements would not address the longer distance
connections needed, as further discussed in Section III of this Findings Report.
Furthermore, these types of roadways were not intended for this type of through traffic.

51 WBS Technical Memorandum "Transportation Demand Management Measures," June 27,
1991, page 9.
52 Source: Metro
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Specifically, North/South roadways such as Hall Boulevard and Boones Ferry Road are
oriented in the wrong direction to serve as through connectors between 1-5 and 99W.
They only can provide parallel non-connecting routes. Tualatin area east-west roads
such as Saggert, Avery, and Herman do not connect between 1-5 and 99W. Even if
widened, these small roads would not provide the needed through connection between
1-5 and 99W to meet regionwide needs. If extended, these roads would not provide the
needed direct connection to 1-5 because there are no interchanges at their ends. The
same would be true for minor roadways in Sherwood. Sunset Road, for example,
would not provide a through connection.

Widening Tualatin/Sherwood Road
During the course of the Western Bypass Study it was understood that Metro would be
developing a regional Framework Plan and a Functional Plan that dealt not only with
land uses but also transportation facilities, and that these plans might include design
standards for certain classes of transportation facilities, such as Tualatin/Sherwood
Road. The adopted "Urban Growth Management Functional Plan," November, 1996
includes a discussion of boulevard design in Title 6, Section 2.

The language of the section (in draft form) clearly indicates the difficulty of expanding
the existing arterial configuration through the Tualatin Town Center. The standards for
facilities designated as "boulevards," of which Tualatin/Sherwood may be an example,
include the following:

• wide sidewalks
• landscape strips
• pedestrian crossings at all intersections and mid-block crossings where intersection

spacing is excessive
• bikeways
• on-street parking
• landscaped medians

"Boulevard" designations have not been made formally yet; however, the design
challenge of expanding Tualatin/Sherwood Road through the center of Tualatin and
simultaneously meeting these standards would be substantial. Any further widening of
Tualatin/Sherwood Road would be in conflict with the Boulevard Design guidelines. For
these reasons, further widening of Tualatin/Sherwood Road beyond two through lanes
in each direction cannot reasonably accommodate both the regional and arterial road
needs of the area and support the Region 2040 Concept for Town Centers.

Further Widening to Durham and Tualatin Roads
Durham Road does not connect to I-5 and is north of the area in which the travel
demand exists. Select link analysis completed (see Section III A) demonstrated that, if
the I-5 to 99W Connector were not constructed, there would not be significant
increased travel demand on this roadway. Simply put, the regional through demand is
located further south than Durham Road.

Tualatin Road does not connect to I-5 and cannot be extended through the existing
urban area without displacement (removal and relocation) of significant existing
commercial developments. Nor could a new connection at I-5 be reasonably
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constructed due to interchange spacing requirements.53 Tualatin Road is constrained
from being widened by a golf course, railroad right-of-way, and a city park. Finally,
select link analysis demonstrated that less than 15 percent of the I-5 to 99W Connector
travel demand could be accommodated (see Section MIA). This existing roadway is
not an option for providing a through connection or a significant a capacity increase in
the I-5 to 99W area.

Further Widening 99W
The recommended alternative would improve 99W to the capacity typically reflected in
a six-lane arterial or a four-lane limited access facility. Additional lanes or access
controls, or both, are needed in addition to the I-5 to 99W Connector, as demonstrated
in the WBS Recommended Alternative Report. 99W passes through the Tigard Town
Center. Widening 99W beyond what has been recommended is not consistent with the
Town Center concept of the Urban Growth Management Functional Plan. Furthermore,
if the I-5 to 99W Connector were not constructed, approximately 1,000 vehicles would
be diverted to 99W in the peak hour. These through trips are not intended to pass
through the Tigard Town Center.

Improvements To Existing Facilities Evaluated But Not
Recommended54

Widening of Highway 217 to Four Lanes: As part of one alternative evaluated, Highway
217 would be widened to four lanes in each direction. Analysis showed that, with three
lanes in each direction and the additional modes and TDM program, the need could be
accommodated.

Murray Extension: As part of one alternative evaluated, Murray Boulevard would be
extended south of Scholls Ferry Road as a two lane arterial (in each direction). The
Murray Extension would have connected past 99W to I-5 somewhere in a corridor
roughly bounded by McDonald/Bonita in the north and Durham Road in the south.
Analysis showed that, with the locally planned and now completed improvements to
McDonald and Bonita and the additional modes and TDM program, the need could be
accommodated.

As recommended, improvements will be made to provide the capacity typically found
in a three-lane collector (one through lane an each direction) from Old Scholls Ferry
Road to 135th Avenue (Project #115). This segment will have a capacity of 900
vehicles per hour, likely a two-lane segment. It also completes the Murray Connection
(Project #161) to 99W by providing a new collector from 135th Avenue to Garage Street
and widening Garage Street from 121st Avenue to 99W. Together the recommendation
will provide the appropriate capacity from Scholls Ferry Road to 99W, but not a
complete extension to I-5 that would encourage through movements not needed or
planned for through these neighborhoods.

53 ODOT's preferred minimum interchange spacing is 2 miles.
54 WBS Alternative Analysis Report, May 1995, Table 5.1-1.
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Recommended Improvements to Existing Facilities55

A number of improvements to existing facilities, in combination with alternative modes,
TDM methods, and the 1-5 to 99W Connector, are recommended for addressing the
need identified in the 1-5 to 99W area (see Figure 4).

Project #169: Tualatin Road from 99W to Upper Boones Ferry Road. This project
improves the capacity of Tualatin Road by adding a median lane between 99W and
Upper Boones Ferry Road. (Construction complete).

Projects #15, #150 and #160: Highway 217 widened from Sunset Highway to 1-5. This
improvement will increase the two-way capacity to 6,250 vehicles per hour, with three
travel lanes in each direction. The three-lane improvement is consistent with the RTP,
and the local jurisdiction's plans. It is also identified in the ODOT Statewide
Transportation Improvement Program (STIP) (1995-1998). Project #15 is in the
Constrained RTP Funding. Projects #150 and #160 are also included in the Constrained
RTP. Two of the Region 2040 Growth Concept's Regional Centers and two Town Centers
are located adjacent to or near the Highway 217 corridor. The Regional Centers are
Washington Square and Beaverton and the Town Centers are Tigard and Highway
217/26. This project will increase the ability of Highway 217 to serve these key areas.

Highway 99W included three projects in the Recommended Alternative, Projects #113,
#163, and #406. Improvements would improve access between the Tigard, King City,
and Sherwood Town Centers. Analysis of this specific roadway project showed that it
will improve the peak hour level of service to D/E.56 99W needs this additional capacity
to reduce some of the congestion it currently experiences.

Project #113: The widening of 99W from Pfaffle Street to Commercial Street. This
project would result in capacity improvements for a six-lane segment.

Project #163: 99W intersection improvements. The improvements would enhance the
flow of traffic on 99W between the Tigard, King City, and Sherwood Region 2040 Town
Centers.

Projects #406: The widening of 99W from Durham Road to 1-5, and the upgrade of 99W
to a limited-access facility from Six Corners to Durham Road. This improvement will result
in the capacity of 2,700 vehicles per hour on this facility, potentially a six-lane facility.
Access management to upgrade 99W from Six Corners to Durham Road to a limited
access facility is under the jurisdiction of ODOT, which has the authority to implement
access standards on state facilities. Access management is required with the
Transportation Planning Rule where it is consistent with designated access
management categories.

This improvement will support the Region 2040 Growth Concept by enhancing the
connection between the Tigard, King City and Sherwood Town Centers and by

55 W B S R e c o m m e n d e d Alternative Report, June 1996, p a g e 1 1 .
56 W B S Al ternat ives Analysis Report, May 1995, Tab le 5 .1 -1 .
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enhancing the access of these to Town Centers to the Washington Square Regional
Center.
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IID. Alternative Land Use Patterns

One of the alternatives for the Western Bypass Study considered a different land use
pattern than that recognized in local comprehensive plans. The LUTRAQ Alternative
introduced new "mixed-use" land use patterns within Washington County that tended to
cluster jobs, residences, and shopping near transit lines to encourage transit use. The
transportation improvements specific to this alternative in the 1-5 to 99W area included
roadway improvements to Durham, Tualatin, and Tualatin/Sherwood Road consistent
with local plans and consistent with the Western Bypass Study Recommended
Alternative.

LUTRAQ transit improvements included the Westside LRT to Hillsboro, the TDM
Program, and Demand Responsive Transit as included in the Recommended
Alternative. Further, it included LRT in the Barbur corridor to Tigard, in the Tualatin
corridor to Lake Oswego and Tualatin, and on Highway 217 connecting Beaverton,
Tigard, and Tualatin. In addition, increases in expanded local feeder bus and express
bus service were designed to support the light rail system.

Since the beginning of the study, Metro has adopted the 2040 Growth Concept
(December 1994). This adopted future growth plan for the region reflects many of the
land use concepts that were part of the LUTRAQ Alternative. The 2040 Growth
Concept is now the preferred form of regional growth and development and is adopted
for long-term regional growth management.

The LUTRAQ LRT projects along Highway 217, Barbur Boulevard, and the Willamette
Shores are not part of the Recommended Alternative. Express bus service, highway
widening, and transit center/park-and-ride facilities are included in the Recommended
Alternative instead of LRT in the Highway 217 corridor for transit service improvements,
because that level of service can address the demand through the year 2010. The
Barbur and Willamette Shores LRT extensions did not address the need identified for
the Western Bypass Study, and therefore were not included as components of the
recommendation.

The LUTRAQ Alternative demonstrated that alternative land use patterns can improve
transportation performance, when combined with appropriate transportation
improvements. Analysis showed an increase of more than 10,000 daily work trips and
8,000 non-work trips in this alternative over any of the other alternatives analyzed.57 As
the land uses are conformed to those envisioned in the Region 2040 Growth Concept,
some of the measures for which LUTRAQ performed well (e.g., change in total Study
Area vehicle trips per day) will be reflected in the implementation of the Recommended
Alternative.

Even with these notable improvements that can occur with land use changes, demand
in the I-5 to 99W area will remain. Of particular concern is the congestion in the

57 WBS Alternatives Analysis Report, May 1995, Table 5.1-1.
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Tualatin Town Center. Without additional improvements, it is projected that there will be
significant congestion (level of service F in excess of one hour during the peak period)
and traffic diversion to roadways not intended for these types of trips.58 The result
would be significantly reduced access and result in safety concerns in the 1-5 to 99W
area.

a

58 Metro - WBS Level of Service Plots.
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III. Function of the 1-5 to 99W Connector

The Western Bypass Study Recommended Alternative included alternative modes,
transportation management measures, and improvements to existing facilities in the 1-5
to 99W area. The Recommended Alternative also includes a new limited access road
to provide needed additional capacity. This connection between 1-5 and 99W, in
combination with the other components, provides for the regional circumferential travel
demand identified in the Purpose and Need Statement for the Western Bypass Study,
consistent with travel patterns projected for the Study Area for the design year 2010.

The I-5 to 99W Connector will be a grade-separated facility with interchanges at
Tualatin/ Sherwood Road and ramps at I-5/I-205 and 99W and will have a capacity of
3,000 vehicles per hour in each direction. This facility could be a four-lane roadway,
which would alleviate much of the traffic congestion experienced on Tualatin and
Tualatin/Sherwood Roads, and provide reserve capacity for planned growth beyond
the year 2015. It would also provide an alternative route for the movement of heavy
commercial vehicles outside of the Tualatin Town Center.

The I-5 to 99W Connector will support the Region 2040 Growth Concept by providing a
new through road connecting two major urban highways. With through traffic using this
new connector, better access will be provided on existing roads between the Town
Centers in Sherwood and Tualatin, and between the other Town Centers along 99W.

Ill A. Purpose/Type of Trip

A select link analysis is part of the transportation planning software used by Metro. It
allows the transportation planner to identify the origins and destinations of travelers on
specific roadways to support analysis of the purpose and type of trip. The Study Area
was broken into a southern and northern section for the purpose of the select link
analysis. The southern portion of the Study Area consisted of the Tigard,
Tualatin/Wilsonville, Sherwood, and Scholls districts, while the northern portion included
the Beaverton, Hillsboro, Helvetia, North Sunset Corridor, and Aloha districts (see
Figure 2). These districts are sizable areas in themselves, and a significant amount of
trips can be expected to occur within a given district.

The 1988 analysis is based on the existing transportation system, and the 2010
analysis is based on the No-Build Alternative. The Tualatin and Tualatin/Sherwood
Road pair in the southern portion of the Study Area were analyzed for select link
information during the p.m. peak hour.59

Data from the select link analysis follows:

Tualatin Road and Tualatin/Sherwood Road
During the p.m. peak hour for year 2010, the trips produced by Tigard, Scholls,
Sherwood, King City, and Tualatin/Wilsonville are expected to increase by almost 74

59 WBS Statement of Purpose and Need, Appendix D.
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percent (from 3,000 trips in 1988 to 5,200 trips in 2010). Trips attracted to these areas
will grow by 72 percent (from 1,400 trips to 2,800 trips). Additionally, the number of
trips staying within these areas is expected to grow by 103 percent (from 1,400 trips to
2,800 trips). The number of trips staying within these areas is expected to grow by 103
percent (from 1,400 trips to 2,800 trips).

In 1988, during the p.m. peak hour, almost 64 percent of the total trips on the Tualatin
Road and the Tualatin/Sherwood Road began or ended in the Tigard, Scholls,
Sherwood, King City, and Wilsonville districts. Almost 16 percent of the total trips were
produced or attracted to Clackamas County and another 16 percent were generated or
attracted to the Portland area, Multnomah County, and Clark County. Less than 2
percent were distributed to the northwestern portion of the Study Area along the Sunset
Highway corridor. Likewise, only a little more than 2 percent were destined for
locations in the I-5 South Corridor, Gaston, and Western Washington County areas. Of
the total trips using these links, over 29 percent stayed within the Tigard, Scholls,
Sherwood, King City, and Wilsonville districts.

In comparison, in the year 2010 during the p.m. peak hour, more than 56 percent of
total trips using Tualatin Road and Tualatin/Sherwood Road are expected to begin or
end in the Tigard, Scholls, Sherwood, King City, and Wilsonville districts. Fourteen
percent will originate or in travel to Clackamas County , and more than 14 percent will
travel to or come from the Portland area, Multnomah County, and Clark County. Less
than 3 percent will travel to the northern part of the study area along the Sunset
Corridor, and less than 3 percent will go to the south of the I-5 Corridor. Furthermore,
at least 35 percent of the total trips will stay within the Tigard, Scholls, Sherwood, King
City, and Wilsonville districts.

In conclusion, origins and destinations of trips on connectors between 99W and I-5 are
dispersed throughout the Region in the year 2010 analysis. Trips from the northwest
portion of the Study Area are a small percentage of the total trips using the Tualatin and
Tualatin/Sherwood Roads. The majority of all trips using the Tualatin Road and
Tualatin/Sherwood Road were generated or attracted to Tigard, Scholls, Sherwood,
King City, and Wilsonville, and not the northwest portions of the Study Area. However,
almost a third of the trips were generated in or attracted to the Portland area or
Clackamas County.

Select link analysis also was completed during the subsequent Tollways Study. The
analysis concluded that the majority of trips are longer distance trips.60 Trips assigned
by the model to the connector roadways were sorted by the origin and destination
zones of the model, generally grouped into eight larger areas: Sherwood, Oswego/I-
205 Corridor, Wilsonville, Tigard & vicinity, Scholls and vicinity, CBD and vicinity,
through trips which both begin and end outside the Region, and other areas. The
grouping reflects the six largest percentages of vehicle trips to or from the 20 districts
used to summarize zonal trip flow produced by the Metro model, plus the through trips.
A summary of the travel forecast in vehicle trips by origin or destination using the
connector by option model assignment run is presented in Table 5.

60 Analysis of the Two Tollways Projects - Final Report, page 17.
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Table 5: Origins or Destinations of 2015 Peak Hour Vehicle Trips Using
the Tualatin/Sherwood Connector

Origin or
Destination

I-5 to
Highway 99

%of
Total

Sherwood

800
22%

I-205

Corridor

300
8%

Wilsonville

300
8%

Tigard &

Vicinity

150
4%

Scholls
&

Vicinity

250
7%

CBD&

Vicinity

500
14%

Through

Trips

1,000
27%

Other

Areas

380
10%

Veh.
Volumes

On
Connector

3,680
100%

Avg. Trip

Length
(Miles)*

16.40

Trips passing through the Region (through trips with both origins and destination
outside of the Region) represents 27 percent of the peak hour trips, or 1,000 p.m. peak
hour vehicle trips. The average trip length for trips using the connector roadway is
projected to be 16.4 miles.61

IIIB. Why A 4-Lane Limited Access Roadway?

The designation of the I-5 to 99W Connector as a four-lane limited access facility is
based on its projected use by through trips and by high traffic volumes. Traffic
projections completed during the Western Bypass Study for the I-5 to 99W Connector
indicate p.m. peak hour volumes in the range of 1,200 vehicles per hour westbound
and 1,500 vehicles per hour eastbound. The four-lane facility designation recognized
the need for passing lanes in the near term, given these projected 2010 volumes, and
anticipated additional demand beyond year 2010.

Based on select link analysis completed during the Western Bypass Study, the majority
of travel demand in the corridor was projected to be for trips longer than 6 miles.62 The
limited access designation was recommended as the best configuration for the longer
distance trips expected to use the facility. Full access facilities in the corridor area,
such as Tualatin/Sherwood Road, Tualatin Road, and Durham Road could then better
provide local trip alternatives.

Under the No-Build Alternative, significant north-south and east-west volumes are
projected in the Tualatin area. The intersection of Boones Ferry Road with
Tualatin/Sherwood Road will continue to experience significant congestion and
represents a travel time constraint to regional and through trips. Operating speeds
along Tualatin/Sherwood Road are also projected to be constrained as additional
intersections are added to serve south-north demand along this facility. The
designation of the I-5 to 99W Connector as a limited access facility was based on the

61 A tr ip length is the d is tance f rom an or igin to a dest inat ion. However , if a trip goes outs ide the
Region , only the length within the Region is inc luded.
62 WBS Statement of Purpose and Need, December 1990, Appendix D and supporting data.
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goal of maintaining attractive operating speeds to serve the longer distance trips
projected to use the facility. The limited access designation requires grade separation
from local north-south roadways, thereby providing benefits in operating speed.

Subsequent traffic analysis completed since the original analysis as part of the
Tollways Study64 has used Metro's current model. The current Metro model for year
2015 reflects the adopted land use as designated as part of the 2015 RTP Financially
Constrained network by Metro. Using this model, the projected p.m. peak hour
volumes for the I-5 to 99W connector are projected to increase to approximately 1,940
vehicles per hour westbound and 1,740 vehicles per hour eastbound. These
projections support the four-lane designation identified in earlier analysis. A two-lane
facility will not operate at acceptable levels of service with this demand, based on
standards in the Oregon Highway Plan and the Regional Transportation Plan (see
Section IB - Deficiencies).

The year 2015 Tollways Study also confirmed and enforced the conclusion that the
purpose of travel on the I-5 to 99W Connector will be for through trips. Analysis
demonstrated that 27 percent of the peak hour trips will both start and end outside the
Tri-County Portland Metropolitan region. The average trip using the I-5 to 99W
Connector during the peak hour will be more than 16 miles in length during the peak
hour (see Table 5).

The projected volumes and trip types identified by this subsequent analysis support the
four-lane limited access designation for the I-5 to 99W Connector recommended during
the Western Bypass Study. This facility would qualify as an Access Oregon Highway
(AOH) as designated in the current Oregon Highway Plan (OHP). Appendix C of the
OHP states that:

"In metropolitan areas, AOH facilities serve a dual role - providing for traffic
passing through the area and for trips being made to or solely within the area.
In these cases, do not reduce the priority of the through travel function while
providing for intra-area traffic. Take measures to provide a road network with
an access control strategy that will assure high level of service for future
through travelers."

64 Analysis of the Two Tollways Projects - Final Report.
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IV. General Location

The Western Bypass Study began analysis of the 1-5 to 99W Connector to address
whether the demand for access between those two radial facilities could and needed to
be accommodated by a new roadway. This new facility would be an independent
utility, not the first leg of a bypass, and not intended to be for or preclude such a
facility.

The 1-5 to 99W corridor analyzed in the Western Bypass Study (see Figure 4) was
originally identified in the local comprehensive plans for Washington County and
Tualatin for that portion of the Bypass between 1-5 and 99W. The width of the corridor
was not extended farther north because other existing roads were located there. Some
of these roads, such as Tualatin Road, Durham Road, McDonald/Bonita and Highway
217 could be improved if the demand extended further north.

Another new corridor for a new arterial between Tualatin Road and McDonald was
considered as part of the Western Bypass Study. This road is referred to as the Murray
Extension. Analysis showed that little demand for the I-5 to 99W Connector could be
accommodated north of the I-5 to 99W Connector Corridor (see Section 1MB). Analysis
showed that further improvements beyond those included in the Recommended
Alternative would not solve the problem.

The corridor was not extended further south because the urban area generating the
demand was not located there. Further, no options for new interchange connections
exist on 1-5 south of approximately Norwood Road.65

Subsequent year 2015 select link analysis for the I-5 to 99W Connector (see Section
IIIA) provides insight regarding which roadways vehicles attracted to the I-5 to 99W
Connector would move to if the connector is not be constructed. The analysis
confirmed the limits identified for the I-5 to 99W Connector Corridor. For the 3,680 total
p.m. peak hour trips, approximately 1,200 vehicles would use Tualatin/Sherwood Road,
approximately 1,000 vehicles would use 99W, 400 vehicles would use Tualatin Road,
and about 500 would use local roads south of the Tualatin/Sherwood Road. The
remaining trips would be distributed to other local roads.66 This select link analysis
confirms that little travel demand for an I-5 to 99W Connector exists beyond the
corridor limits.

The corridor was adjusted twice during the course of the Western Bypass Study. First,
a new connection option was added directly to I-5 roughly at I-205. While this was a
very controversial decision, this corridor limits change was made to make it possible to
subsequently evaluate, during project development, if a reasonable alignment
alternative in the corridor could be developed that would not require a Goal exception.

65 ODOT 's preferred minimum interchange spac ing requirement is 2 miles. The Norwood Road
overc ross ing is the last location north of the existing Wilsonville interchange that cou ld be
cons ide red for an interchange.
66 Metro Travel Demand Plots as prepared for the Analysis of Two Tollways Projects - Final
Report , June 1996.
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After the Tualatin National Wildlife Refuge Environmental Impact Statement (EIS) was
published, the corridor boundaries were adjusted a second time.67 The corridor limits
change was made to make it possible to subsequently evaluate, during project
development, if a reasonable alignment alternative in the corridor could be developed
that would not require a portion of the Wildlife refuge. Existing commercial and
residential development the Tonquin Scablands Geologic area, the 100-year floodplain,
and associated wetlands are also significant constraints in the corridor.

Rural Land Within the Corridor

The Western Bypass Study prepared an Alternatives Analysis Report as part of the
Major Investment Study. The information contained in that document was essentially
the same as that in a Tier I EIS. Impacts for all the individual improvements in each of
the alternatives were analyzed. The study team recognized that, owing to the width
and types of improvements and land uses within the corridor, impacts in the I-5 to 99W
Connector corridor could vary significantly depending on the alignment analyzed.
They therefore selected two sample alignments with right-of-way widths consistent with
that of a four-lane, limited-access facility.

The analysis demonstrated that impacts for an alignment solely within the UGB could
be significant. Using Metro's RLIS mapping data base, a Geographical Information
System (GIS) analysis indicated that the urban alignment could affect approximately 64
parcels, while the rural alignment could affect approximately 25 parcels.68 The
projected cost difference between the urban and rural right-of-way could be as much
as $40 million.69 Project development at the alignment level will need to address
whether the impacts for an alignment solely within the UGB are reasonable. Project
design of this facility will need to determine whether reasonable mitigation measures
can minimize operational impacts, support planned land use, enhance compatibility
with existing land uses, and avoid splitting neighborhoods and local access.

The portion of the alignment that may need to be outside the UGB can potentially be
limited relative to the overall length of the I-5 to 99W Connector. The I-5 to 99W
Connector could have direct impacts on agricultural or forest lands, designated EFU,
EFC, or AF-20, depending on the alignment chosen for the Connector at the project
development stage. If the alignment is outside the UGB, approximately 37 acres of
farmland could be directly affected by the limited-access facility from I-5 to 99W and
other improvements contained in the Recommended Alternative. Farm parcels within
the project corridor vary is size from 5 to 100+ acres.70 Some of the parcels have
residential development. Indirect impacts could range from the loss of crop income
from the local economy to the disruption of farming activities such as crop spraying
and harvesting.

67 The corr idor boundar ies were adjusted by approximately 1/2 mile northeast of the northeast
e d g e of the p roposed refuge.
68 WBS Recommended Alternative Report, June 1996, pages 37-38.
69 Analysis of the Two Tollways Projects - Final Report.
70 WBS Recommended Alternative Report, June 1996, pages 37-38.
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The 1-5 to 99W Connector could create pressure to allow land uses around interchange
locations that differ from planned land uses included in the adopted comprehensive
plans for these areas. These pressures should be addressed in project development,
especially in selecting interchange locations, so that the 1-5 to 99W Connector supports
its intended use for through trips. In similar situations along 1-205, planned land uses
have remained unchanged around interchanges, especially outside the UGB. The
same is expected to hold true for the 1-5 to 99W Connector as the acknowledged
comprehensive plans and Region 2040 Growth Concept are implemented.

Project level development and alternative alignment evaluation will be needed to test if
a reasonable alignment can be developed that would not require an exception. At this
systems level of analysis, the general location can be limited as contained in this
recommendation.
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APPENDIX A: LEVEL-OF-SERVICE
DEFINITION

The analysis of existing and projected transportation deficiencies was completed using
a level-of-service evaluation of major roadways within the Study Area. Specifically,
deficiencies within the Study Area were evaluated based on an examination of p.m.
peak-hour levels of service (LOS) using Metro's regional forecasting model (EMME-2).
This transportation model has been developed in accordance with acknowledged
comprehensive plans, reflects future regional growth allocations, and is recognized by
experts as appropriate for modeling the transportation system.

Information was developed at a systems level using updated population, employment,
and traffic data projected through 2010. Individual roadways were analyzed based on
volumes of traffic on sections of roadways rather than at specific intersections.
Congestion on roadways, therefore, may differ somewhat from that identified in the
Washington County Transportation Plan and the Metro RTP. However, when used as a
comparative tool with subsequent LOS evaluations in this study, the congestion
analysis provides a corridor view of existing and future traffic conditions.

Congestion is measured by comparing the relationship between the observed or
expected volume of traffic during the peak-hour of travel to the capacity of the facility
that can be reasonably accommodated. Capacity is determined using a number of
criteria, including number of traffic lanes, type of traffic control, roadway geometry, and
speed of travel.

LOS ratings are used to describe how well traffic flows on a particular facility or through
an intersection. LOS is defined by such factors as freedom to maneuver, speed, driver
discomfort and frustration, fuel consumption, lost travel time, and delay. LOS on
arterials is heavily affected by the type of arterial (principal, minor, suburban, or urban),
number of signalized intersections per mile, speed limits, availability of turn lanes,
parking, pedestrian interference, and roadside developments.

Level-of-service ratings range from A to F, with A being the best rating and F the worst.
At LOS A, B, and C, little congestion exists and travelers are relatively uninhibited in
their efforts to use the specific facility. At LOS D, small increases in traffic volumes will
cause the level of service to deteriorate rapidly, and driver comfort is usually poor.
LOS E is indicative of significant congestion, while LOS F represents severe congestion
or failure, with high driver frustration. Characteristics of each level of service are
detailed in Appendix A2.

For the Western Bypass Tier One EIS, the relationship between LOS and volume-to-
capacity ratios (v/c) was defined such that a v/c ratio of less than 0.90 indicated a LOS
of D or better; a v/c ratio greater than or equal to 0.90 and less than 1.0 indicated a
LOS of E, and a v/c ratio greater than or equal to 1.0 indicated a LOS of F. These
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definitions were based on the Highway Capacity Manual, TRB Special Report 209,
1986, and adopted by the Study Advisory Committees.

The Regional Transportation Plan has set a LOS D as the standard for the peak hour.
Technically this could be interpreted to mean that as much as 20 minutes of LOS E in
the peak hour could be acceptable as a design standard. The Urban Growth
Management Functional Plan does allow a local option for up to one hour of LOS E and
LOS F in certain high density areas, including Town Centers and Regional Centers.
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FINDINGS OF FACT AND STATEMENT OF REASONS IN SUPPORT OF AN
AMENDMENT TO THE REGIONAL TRANSPORTATION PLAN TO INCLUDE

THE INTERSTATE-5 TO HIGHWAY 99W CONNECTOR

I. INTRODUCTION

A. Project Description

This document sets out findings of fact and reasons to support amendments to Metro's
Regional Transportation Plan (RTP) and to the comprehensive plans of affected local
governments to include the lnterstate-5 (1-5) to Highway 99W (99W) Connector.

The 1-5 to 99W Connector is a proposed new four-lane, grade-separated, limited
access highway that would connect Interstate 5 south of the Tualatin Town Center with
Highway 99W north of the Sherwood Town Center. From a functional standpoint, the
facility will operate as a principal arterial serving long-distance, high-speed, interstate,
statewide and inter-regional travel as opposed to local trips.1 By providing a direct link
for through (inter-regional) travel between these two major highways, the facility will
facilitate improved roadway connections along facilities like Tualatin-Sherwood Road
and 99W that access primary Metro Region 2040 land use components such as the
Tualatin, Sherwood, King City and Tigard Town Centers.

The designation of the I-5 to 99W Connector as a limited access highway is based on
its projected use by through and regional trips. The four lane designation is based on
high traffic volumes and a design capacity of 3000 vehicles per hour per direction. The
general location of the facility is shown as a corridor approximately three to four miles
in length and one and one-half miles wide. See Figure 1. Terminus options along
Interstate 5 would likely be at or near Interstate 205 or Norwood Road. Terminus
options along Highway 99W would be somewhere south of Tualatin Road and north of
the Six Corners intersection. A grade-separated facility is envisioned, with
interchanges at Tualatin/Sherwood-Edy Road and ramps at I-5/I-205 and Highway
99W.

By the year 2015, PM peak hour volumes along the I-5 to 99W Connector in both
directions are expected to reach 3680 vehicles. Based on select link analysis,
approximately 27 percent of trips on the facility will be through trips originating and
ending outside the Portland metropolitan region. The average length of all peak hour
trips is expected to exceed 16 miles.

1 Letter dated March 10, 1997 from Michael G. Hoglund, Regional Transportation Planning Manager,
Metro, to Mark Greenfield ("Hoglund letter").
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B. Background

The 1-5 to 99W Connector is one of a package of many multi-modal transportation
improvements contained in the Western Bypass Study Recommended Alternative
("WBS Recommended Alternative").2 To understand the need for this new facility and
why that need cannot reasonably be met through alternative modes of transportation or
improvements to existing roadways, an understanding of its function and performance
in combination with the other multi-modal improvements contained in the WBS
Recommended Alternative is required.

The Western Bypass Study provided a focused, comprehensive analysis and
evaluation of mobility needs and related problems in the Western Bypass Study Area
(Study Area) of the Portland metropolitan region. The Study began by conducting an
extensive analysis to identify the types of travel that needed to be accommodated
within the Study Area, which consists of the area generally bounded by Highway 26 to
the north, the Willamette River and Yamhill County to the south, Interstate 5 and
Highway 217 to the east, and Highway 219 to the west. See Figure 1. A Statement of
Purpose and Need (February 1991) was prepared and reviewed publicly as part of the
process. Next, a number of different transportation strategies were developed and
evaluated to test how different modes of travel could provide solutions to the identified
needs. Following this initial evaluation, the strategies were reconfigured as
alternatives, combining the modes in ways that could gain potentially the most
effectiveness from each modal component. These alternatives were then further
analyzed and refined.3

The five alternatives developed and analyzed to address the transportation needs
identified in the Western Bypass Study included a No Build Alternative, a
Transportation Systems Management (TSM)/Planned Projects Alternative, an Arterial
Expansion/HOV Express Alternative, a Bypass Alternative, and a Land
Use/Transportation/Air Quality (LUTRAQ) Alternative. As part of the process, an
Alternatives Analysis Report (May 1995) was published and made available for public
review.4 The WBS Recommended Alternative includes a package of multi-modal
improvements selected from these various alternatives to address the transportation
needs in the Study Area. This package includes a Transportation Demand
Management (TDM) program, new and expanded transit facilities and services, bicycle
and pedestrian facilities, and roadway projects that build on the existing arterial system
and add a new roadway connection, the I-5 to 99W Connector.5

2The WBS Recommended Alternative is set out and summarized in the Western Bypass Study
Recommended Alternative Report ("Recommended Alternative Report") dated June, 1996 and
incorporated herein by this reference.
3 Recommended Alternative Report at 8-10.
4 Recommended Alternative Report at 10-11.
5 See Recommended Alternative Report at 11-20. The specific projects that comprise the WBS
Recommended Alternative are set out in Tables 3-5 and Figure 2.



The WBS Recommended Alternative included the 1-5 to 99W Connector to serve a
variety of trip types and trip purposes, including through trips, regional trips and some
local trips. Analysis completed in the Western Bypass Study demonstrated the need
for this new road to serve this range of trips in combination with the other multi-modal
components in the WBS Recommended Alternative.6 That analysis demonstrated that
even with other transportation modes, services and programs, need still exists for this
new roadway to serve transportation needs generated by existing and planned growth.
Indeed, the Western Bypass Study and subsequent analysis completed by the Oregon
Department of Transportation (ODOT) for the Tollways Study7 demonstrates that, for
the subarea in and near the proposed 1-5 to 99W Connector corridor, the alternative
modes, services and programs in the WBS Recommended Alternative will provide a
solution to the identified need only if they are combined with this new road.
Furthermore, other additional alternative modes, roadway improvements, services and
programs considered would not replace the need for this new road.8

C. Nature of Action

This action amending the RTP determines only the need, mode, function and general
location for the 1-5 to 99W Connector. Issues addressed at this "Tier 1" or "systems
level" stage include whether a "transportation need" exists for a project of this nature;
whether that need can be met through one or a combination of measures not requiring
goal exceptions (including alternative modes of transportation, traffic management
measures, or improvements to existing roadways); and identification of the corridor
within which the proposed facility should be located.

Decisions addressing the precise location, alignment and preliminary design of this
facility, including evaluation and mitigation of adverse impacts, will be made at a later
date, consistent with Section 660-12-010(1) of the Land Conservation and
Development Commission's Transportation Planning Rule (TPR).9 At that time, if the

6 While the WBS Recommended Alternative is based on a detailed analysis of regional transportation
needs, the Recommended Alternative Report recognizes that the I-5 to 99W Connector also will serve
important statewide and inter-regional transportation needs by connecting two significant state
transportation facilities, Interstate 5 and Highway 99W. See also Hoglund letter. Through this
connection the new facility will accommodate long distance travel and access to areas outside the
region, including Yamhill County and the Oregon Coast. See Recommended Alternative Report at 44.
7 As described in the text below, the I-5 to 99W Connector is one of two projects the 1995 Legislature
identified for study as a toll road. See Senate Bill 626, codified at ORS Chapter 383. ODOT already has
commenced analysis responsive to this statute. See Tollways, Public, Private Partnerships and Other
Innovative Financing Mechanisms — Final Report: Analysis of the Two Tollways Projects (hereinafter
'Two Tollways Projects Report"), June 1996.
8 Metro analysis preliminary to its anticipated adoption of an updated Regional Transportation Plan in
December, 1997 also confirms this conclusion. See Hoglund letter.
9 The Transportation Planning Rule, OAR 660, Division 12, distinguishes between "transportation system
planning", within which this action falls, and "transportation project development", which is the second
phase of the process As explained in OAR 660-12-010(1):

'Transportation system planning establishes land use controls and a network of facilities
and services to meet overall transportation needs. Transportation project development



precise location requires use of land outside the Urban Growth Boundary (UGB),
additional exceptions to Goals 3, 4, 11 and 14 beyond those taken as part of this
decision will be adopted to demonstrate why lands inside the UGB cannot reasonably
accommodate this facility. If lands outside the UGB are not required, no supplemental
exceptions will be taken.

D. Authorization for Action

This action is taken pursuant to ORS 268.390, which authorizes Metro to adopt a
regional "functional plan"10 on transportation.11 Under ORS 268.390(4), Metro is
authorized to review the comprehensive plans of cities and counties within its district
and "recommend or require cities and counties, as it considers necessary, to make
changes in any plan to assure that the plan and any actions taken under it conform to"
any functional plan adopted by Metro under ORS 268.390(2). When Metro
"recommends" changes to a local government's comprehensive plan, then to the extent
that a local government chooses to implement Metro's recommendations, it must
prepare and adopt land use findings demonstrating compliance with the applicable
statewide goals. However, when Metro "requires" amendments to local plans to
achieve conformance with a functional plan, Metro demonstrates compliance with the
statewide goals, thereby permitting local governments then to rely on Metro's findings
when they adopt their required comprehensive plan amendments.

As part of this RTP amendment, Metro is requiring the affected cities and counties to
amend their comprehensive plans to include the I-5 to 99W Connector. Accordingly,
these findings are intended to demonstrate goal compliance not only to support Metro's
action but also to support the subsequent local government plan amendments required
to implement this RTP amendment. For that reason, these findings address certain
standards which othe'rwise would not apply to Metro were this action merely a
"recommendation."

More specifically, there are relevant TPR standards, including the goal exception
standards in OAR 660-12-070, that apply to city and county "comprehensive plan"
amendments but not to Metro "functional plan" amendments. Cities and counties must
adopt any goal exceptions needed to amend their comprehensive plans to comply with
Metro's RTP. By definition, exceptions are comprehensive plan amendments (see ORS
197.732(8)). Even though the RTP is not a comprehensive plan, in order for Metro's

implements the [transportation system plan (TSP)] by determining the precise location,
alignment, and preliminary design of improvements included in the TSP."

10 A "functional plan" is not a comprehensive plan. It is, instead, a Metro-adopted plan addressing a
specific area or activity having significant impact upon the orderly and responsible development of the
metropolitan region with which city and county comprehensive plans may be required to conform. Metro
is required by state law to adopt a functional plan for regional transportation. See ORS 268.390.
11 The current RTP was adopted in 1989 and revised in 1992. As described in the text below, Metro
anticipates adopting major amendments to the RTP in December 1997 to fully implement the
requirements for regional transportation system planning in the TPR. See Hoglund letter.



functional plan action to require a change in local comprehensive plans, that action
itself must comply with the statewide goals. Hence, Metro must demonstrate that a
needed goal exception can be adopted by the cities or counties required to adopt the
functional plan provision to avoid a goal violation by the regional requirement.
Therefore, Metro findings justify the goal exceptions it is requiring the affected local
governments to take when they adopt local comprehensive plan amendments to
implement Metro's RTP amendments. That is what Metro is doing here.

This action amends the RTP to add only the 1-5 to 99W Connector. It does not amend
the RTP to include the whole package of multi-modal improvements identified in the
WBS Recommended Alternative, even though ODOT has forwarded that alternative to
Metro for adoption. Metro will consider adopting the remainder of the WBS
Recommended Alternative at the same time it considers adopting an integrated and
comprehensive network of multi-modal transportation improvements and demand
management measures for all of the metropolitan region, including Multnomah and
Clackamas Counties. That action currently is expected to occur in December 1997.12

Although some might believe that approval of the I-5 to 99W Connector concurrent with
the remainder of the improvements contained in the WBS Recommended Alternative
would be more appropriate, there are several good reasons supporting adoption of the
I-5 to 99W Connector into the RTP apart from and prior to adoption of the remainder of
the WBS Recommended Alternative. First, Senate Bill 626, enacted by the 1995
Legislative Assembly, requires ODOT to develop an institutional process for
investigating potential toll road projects, and the I-5 to 99W Connector is one of just two
projects it specifically identifies for study. See ORS 383.007(2). Already, ODOT has
commenced a toll road study that is responsive to this legislative directive.13 ODOTs
practice, for projects of this nature, is to act in a manner that is consistent with regional
and local plans. This practice is consistent with ODOTs State Agency Coordination
Agreement and with the TPR, which provides that state transportation projects be
consistent with acknowledged plans. See OAR 660-12-015(1 )(b) and (5). It is
important to ODOT that such projects be included in the regional and local plans of
affected jurisdictions prior to commencement of an alignment study, and this RTP
amendment action facilitates that result.

Second, unlike all other projects contained in the WBS Recommended Alternative, the
I-5 to 99W Connector requires the establishment of a new transportation corridor.14

Currently, development is occurring at a rapid pace within both the broader WBS Study
Area and the proposed I-5 to 99W Connector general corridor. See Figure 1. Absent

12 Hoglund letter.
13 Two Tollways Projects Report.
14 Arguably, the Beef Bend Extension requires the establishment of a new transportation corridor.
However, unlike this project, that corridor already was identified on Washington County's acknowledged
transportation plan map when ODOT forwarded the WBS Recommended Alternative to Metro.
Subsequently, Washington County adopted goal exceptions to authorize that new road at the general
location proposed in its comprehensive plan. Those exceptions were not appealed and are deemed
acknowledged.



an expeditious land use decision-making process, new urban development within the
proposed corridor might impede or preclude the location of the facility within portions of
the corridor, especially inside the urban growth boundary, thereby making it more
difficult to site the project within the urban growth boundary. Prompt inclusion of the
project in the RTP and local plans is warranted to preserve the range of potentially
reasonable alternative alignments.

E. Applicable Standards

The standards applicable to this RTP amendment at the regional or local levels include
OAR 660-12-060, 660-12-065, 660-12-070,15 the statewide planning goals and Metro's
Regional Urban Growth Goals and Objectives (RUGGOs). This document addresses
only compliance with the identified TPR standards. Compliance with the RUGGOs and
other applicable statewide planning goals is addressed in a separate findings
document.16

II. COMPLIANCE WITH TRANSPORTATION PLANNING RULE

A. Compliance with OAR 660-12-060

Under OAR 660-12-060(1), amendments to functional plans, acknowledged
comprehensive plans and land use regulations which "significantly affect a
transportation facility" must assure that allowed land uses are consistent with the
identified function, capacity and level of service of the facility. This can be achieved by
either (1) limiting allowed land uses to be consistent with the planned function, capacity
and level of service of the proposed facility; or (2) amending the transportation system
plan (TSP) to provide transportation facilities adequate to support the proposed land
uses.17

Initially, OAR 660-12-060(1) requires a determination whether the proposed
amendment approving the I-5 to 99W Connector would "significantly affect a

15 OAR 660-12-070 incorporates by reference the standards in ORS 197.732(1)(c), Goal 2 and OAR 660,
Division 4.
16 While the TPR provisions applicable to preparation and adoption of TSPs do not apply to this RTP
amendment, it is noted that the Western Bypass Study Statement of Purpose and Need, Alternatives
Analysis Report and Recommended Alternative Report in large measure provide the type of need and
alternatives analysis required by the rule. More specifically, they considered and recommend a range of
transportation system options, including improvements to existing facilities and services, new facilities
and services, transportation system management measures, and demand management measures. They
further considered and recommend measures intended to reduce reliance on the automobile, including
enhanced transit service (including express transit service, fixed route transit service and demand
responsive transit), improved bicycle and pedestrian travel, and parking charges and other measures
aimed at reducing the number of vehicle trips by auto. Further, they are intended to implement Metro's
2040 Growth Concepts, which include changes in land use designations, densities and designs that help
reduce reliance on the automobile. Evaluation of such land use changes is required under OAR 660-12-
035(2).
17 Metro does not currently have a "transportation system plan" as that term is used in the TPR.



transportation facility." If there is no significant effect, then OAR 660-12-060 does not
apply. Under OAR 660-12-060(2), a plan or land use regulation amendment
"significantly affects" a transportation facility if it (1) changes the acknowledged
functional classification of an existing or planned transportation facility; (2) changes
standards implementing the functional classification system; (3) allows types or levels
of land uses which would result in levels of travel or access inconsistent with the
functional classification of the facility; or (4) reduces the level of service (LOS) of the
facility below the minimum acceptable level identified in the TSP.

For both Metro and the affected local governments, the I-5 to 99W Connector would not
"significantly affect" a transportation facility. First, the proposed facility would not be
"changing" the acknowledged functional classification of any existing or planned
transportation facility identified in the RTP or on local comprehensive plans. Rather, it
would be "establishing" a classification for a new road not currently part of any existing
acknowledged plan. Second, the I-5 to 99W Connector would not be changing Metro
or local standards implementing a functional classification system. Third, the
amendment does not alter the types or levels of permitted land uses in the area, and
the levels of travel and access it would permit are consistent with its planned function
as a major limited access highway serving regional and through travel. Fourth, there
can and would be no "reduction" in the facifity's existing level of service because there
is no existing facility and because the facility is not yet included in a TSP. It is noted
that the Connector will meet current RTP and Urban Growth Management Functional
Plan LOS requirements.18

Although the I-5 to 99W Connector would not significantly affect a transportation
facility, its absence would have that effect because planned land uses would increase

18 Level of Service ratings are used to describe how well traffic flows on a particular facility or through an
intersection. LOS is defined by such factors as freedom to maneuver, speed, driver discomfort and
frustration, fuel consumption, lost travel time, and delay. LOS ratings range from A to F, with A being
the best rating and F the worst. At LOS D, small increases in traffic volumes will cause level of service
to decrease rapidly, and driver comfort is usually poor. LOS E is indicative of significant congestion,
while LOS F represents severe congestion or failure with high driver frustration. See I-5 to 99W
Connector Technical Report ("I-5/99W Technical Report"), March, 1997, Appendix A.

The RTP has set LOS D as the minimum acceptable standard for the peak hour. The Urban Growth
Management Functional Plan does allows a local option for up to one hour of LOS E and one hour of
LOS F in the Central City, Regional Centers, Town Centers, Main Streets and Station Communities
during the peak two hours if a city or county determines that this change is needed to achieve target
densities in these areas. See Urban Growth Management Functional Plan at 23. However, the local
option does not allow a level of service below LOS D during the peak one hour in areas outside of these
higher density areas. Moreover, for state highways, which would include the I-5 to 99W Connector, the
Urban Growth Management Functional Plan provides that the congestion performance standards shall be
as identified in Appendix F of the 1992 Oregon Transportation Plan. For facilities of statewide
importance, the category that would apply to the I-5 to 99W Connector, Appendix F requires an operating
level of service standard of "D" within urban parts of metropolitan areas, with LOS "E" acceptable in
"special transportation areas", including transit-oriented development districts or other activity centers
oriented to non-auto travel, where growth management considerations are paramount. See Urban
Growth Management Functional Plan at 25 (Section 4(D)(2)) and Oregon Transportation Plan at 141-
142. See also Hoglund letter.



travel on existing streets to levels that are inconsistent with their functional
classifications. This impact is described in more detail below. The 1-5 to 99W
Connector is needed to retain a balance between the transportation system and the
land uses and population and employment projected for the year 2015 using the 2040
Growth Concept.

B. Compliance with OAR 660-12-065

OAR 660-12-065 identifies the types of transportation improvements "which may be
permitted on rural lands consistent with Goals 3, 4, 11 and 14 without a goal
exception." Because the list of permitted transportation improvements does not include
new four-lane limited access highways on rural lands, OAR 660-12-065 does not apply.
Instead, the exception standards in OAR 660-12-070 apply. See OAR 660-12-070(1).

C. Compliance with OAR 660-12-070

As noted in the Introduction to these findings, a functional plan is not a "comprehensive
plan" as defined in ORS 197.015(5). Because, by definition, an "exception" is a
comprehensive plan amendment, Metro cannot take an exception to amend its RTP.
Nevertheless, Metro is addressing these exception standards because (1) its functional
plan requirements require the affected cities and counties to amend their
comprehensive plans; and (2) where amendments require exceptions to comply with
the statewide goals, Metro must demonstrate that the cities and counties can adopt the
needed goal exceptions.

1. OAR 660-12-070(1)

OAR 660-12-070(1) requires an exception for siting transportation facilities on rural
lands that do not meet the requirements of 660-12-065. The I-5 to 99W Connector
satisfies OAR 660-12-070(1) because an exception will be taken consistent with this
exception statement as required by this standard.

2. OAR 660-12-070(2)

OAR 660-12-070(2) requires that the exception be taken pursuant to ORS
197.732(1 )(c), Goal 2, OAR 660, Division 4 and OAR 660, Division 12. Because OAR
660, Division 4 and OAR Division 12 implement Goal 2 and ORS 197.732(1 )(c), a
demonstration of compliance with these administrative rule requirements demonstrates
compliance with all of these review standards.

This exceptions statement provides the findings of fact and reasons demonstrating
compliance with the applicable exception standards, as required by Goal 2 and ORS
197.732. As earlier noted, this exception will be taken by the affected cities and
counties only to identify the need, mode, function and general location of the I-5 to 99W
Connector. Subsequently, following further study, ODOT will select the precise
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alignment. In the event that alignment is located entirely inside the UGB, this exception
will have been unnecessary. On the other hand, should a precise alignment be
selected that extends outside the UGB, a second exception will be required to
demonstrate why non-exception locations cannot reasonably accommodate the facility,
and further to demonstrate compliance with OAR 660-12-070(7) (which requires a
comparison of the economic, social, environmental and energy consequences of
alternative locations requiring exceptions) and OAR 660-12-070(8) (addressing
adverse impacts the facility will likely have on surrounding rural land uses and adopting
measures to support continued rural use of surrounding rural lands and minimize
accessibility of rural lands from the new facility).19

3. OAR 660-12-070(3)

OAR 660-12-070(3) concerns exceptions that are "adopted as part of a TSP or
refinement plan." Because neither Metro nor the affected cities and counties will be
adopting this exception as part of a TSP or refinement plan, OAR 660-12-030 does not
appear to apply. Still, given the intent of this exception to justify need, mode, function
and general location for the I-5 to 99W Connector, the provisions in OAR 660-12-
070(3) effectively are considered as part of the demonstration of compliance with OAR
660-12-070(4).

4. OAR 660-12-070(4), ORS 197.732(1 )(c)(A), Goal 2 Part ll(c)(1),
OAR 660-04-020(2)(a) and OAR 660-04-022

OAR 660-12-070(4) states:

"To address Goal 2, Part ll(c)(1) the exception shall demonstrate that
there is a transportation need identified consistent with the requirements
of 660-12-030 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) Improvements to existing transportation facilities."

19 The second exception also would address corresponding provisions in OAR 660-04-020.



a. Transportation Need20

Need for Transportation Improvements in the 1-5 to 99W Subarea of the Western
Bypass Study Area

Population/Employment Growth within the Western Bypass Study Area

Year 2010 forecasts developed by Metro show that population and employment in the
Portland metropolitan area will continue to expand at significant rates.21 Within the Tri-
county metropolitan area, the Western Bypass Study Area, which contains most of
urban Washington County, will continue to be an area of much higher growth than the
region as a whole. Between 1988 and 2010, the Study Area population is expected to
grow by over 60 percent, compared to about 35 percent regionwide. The number of
households in the Study Area, which was slightly less than 99,000 in 1988, is expected
to exceed 167,000 by 2010. Study Area employment is expected to grow by over 73
percent, from about 136,000 in 1988 to approximately 236,000 by 2010. See Table 2
of the I-5/99W Technical Report.22

Population in the Study Area will increase from 18.5 percent of total region population
in 1988 to 22.0 percent in 2010, while employment will grow from 19.3 percent to 24.3
percent during that same period.23 With such growth, the Study Area will become an
increasingly important economic component of the Portland metropolitan area. With
growing numbers of retail and employment centers, increasing population, and new
recreational facilities locating within the Study Area, comes increased movement of
people and goods. The number of trips that both begin and end within the Study Area
will increase as a percentage of the total number of Study Area trips.

In 1988 there were 873,000 person trips beginning or ending in the Study Area.24 By
2010 this number is projected to increase by 67 percent to 1,457,000 trips. Consistent

20The transportation need for the I-5 to 99W Connector is described in considerably greater detail in the
I-5/99W Technical Report, incorporated herein by this reference. That document also explains the
reasons why alternative modes, transportation system management and improvements to existing
facilities, alone or in.combination, cannot reasonably accommodate the identified transportation need.
This identified need and the inadequacy of alternatives is confirmed and further explained in the Hoglund
letter, also incorporated herein by this reference.
21 The Western Bypass Study was based on a 2010 design year and existing comprehensive plans. See
Recommended Alternative Report at 6. The 2010 forecasts were subsequently updated to incorporate
Metro year 2015 population and employment projections and reflect Region 2040 Growth Concepts. See
Hoglund letter; see also Memorandum dated March 7, 1997 from Robert C. Brannan, PE, Parsons
Brinckerhoff to Mark Greenfield ("Brannan memorandum").
^Actual population and employment growth has exceeded the pace projected in year 2010 forecasts.
See I-5/99W Technical Report at 18; see also Brannan memorandum and Hoglund letter.
231-5/99W Technical Report at 13.
24 A "person trip" is a daily trip taken by one person by any mode of travel from any origin to any
destination which is counted as using the regional transportation system. A work trip is a person trip with
origin or destination at a place of employment. A non-work trip is a person trip which has neither an
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with adopted comprehensive plans, the type and rate of growth will result in land uses
within the Study Area becoming increasingly more mixed relative to today. Work-
related trips are forecasted to increase by 30.8 percent between 1988 and 2010,
reaching 1,226,700 daily work person trips in the Study Area by year 2010. The Study
Area's share of the region's work trips are projected to increase from 19.5 percent in
1988 to 23.8 percent in 2010, consistent with the projection that the Study Area will
experience more rapid growth in both population and employment than the region as a
whole.25

Population/Employment Growth within the 1-5 to 99 W Subarea

As part of the Study Area, the 1-5 to 99W subarea also will grow at a fast rate. The
proposed corridor for the 1-5 to 99W Connector is nearest to the districts of
Tualatin/Wilsonville, Tigard, and Scholls. See I-5/99W Technical Report, Figure 2. As
with the larger Study Area, population and employment in these districts are forecasted
to increase between 1988 and 2010. The Tualatin/Wilsonville district will experience
the majority of growth among the three districts with approximately 105 percent
population and 130 percent employment growth. Tigard is forecasted to have a 30
percent population and 55 percent employment growth. Scholls is projected to
experience growth of about 5 percent in population and 45 percent in employment26.

In terms of transportation demand, the Tualatin/Wilsonville district is expected to
experience an increase in daily person trips from 1988 to 2010 of approximately 121
percent, while the Tigard and Scholls districts are expected to experience daily person
trip increases of 43 and 42 percent respectively. See I-5/99W Technical Report, Table
3. Overall for the I-5 to 99W subarea, a 48 percent increase in trip volumes is
anticipated.27 As described below and at pages 7-12 of the I-5 to 99W Technical
Report, the existing transportation system cannot accommodate this demand.

In 1995, Metro developed updated population and employment forecasts to the year
2015, incorporating land use assumptions implementing Region 2040 Growth
Concepts.28 The 2015 allocations assumed that growth will be occurring consistent
with the 2040 concept and allocated higher densities primarily within Regional and
Town Centers, station communities and corridors with anticipated good transit
service.29 The 2015 forecasts were interpolated to the 2010 design year to project

origin or a destination at a place of employment. Person trips include travel by auto, transit, carpool,
bike or foot. See Brannan memorandum.

The rapid growth in person trips is attributable to rapid growth in population and employment and
plans for future growth. These plans for future growth are recognized in acknowledged comprehensive
plans and in the Region 2040 Growth Concept. Id.
251-5/99W Technical Report at 13.
26 Id. at 14. Much of the Scholls district is located outside the UGB.
27 Western Bypass Study 1988 Existing and 2010 No-Build Forecasting Analyses Results, October 1990,
page 22.
28 Hoglund letter.
29 Hoglund letter.
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Study Area growth patterns beyond the 2010 design year.30 Based on this
interpolation, population and employment forecasts for the year 2010 are now projected
to exceed the initial 2010 forecasts by three and 17 percent respectively. The
combined effect of the increase in households and employment would result in
approximately a 10 percent increase in person trips over the numbers used for the
analysis completed in the Western Bypass Study.31

With respect to the I-5 to 99W Connector, these growth adjustments in combination
with changes to implement the Region 2040 Growth Concepts to the year 2015 have an
even more sizable impact on volume projections. According to data contained in
ODOTs Tollways Study, which incorporated Metro's 2015 forecasts, projected Year
2015 volumes for the 1-5 to 99W Connector are 35 percent greater than those projected
in previous modeling for Year 2010 in the Western Bypass Study32

In December, 1994, Metro adopted the Region 2040 Growth Concept into Metro's
Regional Urban Growth Goals and Objectives.33 The Growth Concept continues the
policy groundwork laid out in the RUGGOs that were developed in collaboration with
the cities and counties of the region and adopted by the Metro Council in 1991. The
Growth Concept is an integrated set of goals and objectives which states the preferred
form of regional growth and development for the Portland metropolitan region. Future
growth is to be concentrated within the UGB and focused in mixed-use areas of varying
size. In the Study Area, there are Regional Centers at Washington Square, Beaverton
and Hillsboro. Regional Centers serve large market areas outside the central city,
connected to it by high capacity transit and highways. See Figure 1.

Connected to each Regional Center, by road and transit, are Town Centers providing
shopping and employment opportunities within a local market area. Town Centers are
planned in Tualatin, Sherwood, King City, at Highway 217/99W in Tigard, at Murray
Boulevard/Scholls Ferry Road in Beaverton, and on Farmington Road at 170th Avenue
in Aloha.

Transportation improvements on appropriately functioning and designed facilities are
needed in the I-5 to 99W subarea to connect and provide reasonable access to and
among the Town Centers at Sherwood, King City, Tigard, Tualatin and Scholls and the
Regional Center at Washington Square. As explained in Title 6, Section 1 of the Urban
Growth Management Functional Plan,34 focusing development in these concentrated
activity centers requires the use of both (1) alternative modes of transportation to avoid
unacceptable levels of congestion and (2) appropriate regional street design concepts
that fully integrate transportation and land use concepts. The designs should generally

30 Brannan memorandum.
31 Id. See also Hoglund letter, noting that the higher (2015) forecast does not eliminate the need for any
recommendations contained in the Western Bypass Study.
32 Two Tollways Project Report; see also Brannan memorandum.
33 Metro incorporates its RUGGOs and 2040 Growth Concept by reference herein.
34 Metro adopted is Urban Growth Management Functional Plan on November 21, 1996.

12



form a continuum, ranging from a network of throughways (freeway and highway
designs) that emphasize auto and freight mobility and connect major activity centers, to
slower-speed "boulevard" designs within Regional and Town Centers that balance the
multi-modal travel demands for each mode of transportation within these areas and
lessen the negative effects of motor vehicle traffic on other modes of travel.35

Implementation of amenity oriented boulevard treatment that better serves pedestrian,
bicycle and transit travel in Regional and Town Centers is deemed "a key step in the
overall implementation of the Metro 2040 Growth Concept."36

By facilitating long distance, higher speed through traffic traveling between Interstate 5
and Highway 99W, the 1-5 to 99W Connector removes inter-regional trips from the
existing local arterial network, thereby allowing existing arterials, such as 99W and
Tualatin/Sherwood Road, to properly function as boulevards in designated major
activity centers.37 Simply stated, both types of roadway improvements are needed to
achieve implementation of 2040 Growth Concepts. The 1-5 to 99W Connector provides
for relatively high speed movement of people and goods into and out of the region.
Through its design and function, it separates incompatible traffic such as
collector/arterial traffic from regional/through traffic and minimizes the effect of traffic on
alternative modes and users. It also eliminates unnecessary higher speed through
traffic on more local arterials serving the designated Town Centers in Tualatin,
Sherwood, King City and Tigard, thereby permitting densities in those areas to be
maximized.38

Analysis of the LUTRAQ Alternative as part of the Western Bypass Study confirms the
need for both the 1-5 to 99W Connector and improved local arterials in the 1-5 to 99W
subarea. Unlike the other Western Bypass Study alternatives, the LUTRAQ alternative
did not determine future transportation needs based on existing, acknowledged land
use plans, but instead introduced alternative, higher density "mixed use" development
patterns which clustered jobs, housing and shopping near transit lines to encourage
more transit ridership and reduce reliance on the automobile.39 The modeled LUTRAQ

35The Boulevard design standards in Title 6 do not apply to highway facilities like the 1-5 to 99W
Connector whose primary function is to serve inter-regional travel, but rather to arterials located within
2040 land use types (such as Regional and Town Centers) whose function is to accommodate short,
local trips. Facilities like the Connector must, however, be evaluated for congestion management
strategies consistent with Title 6, Section 4.D. See Hoglund letter.
36 As explained in the Hoglund letter and in detail below, the 1-5 to 99W Connector is needed to serve
long-distance, high speed inter-regional travel as opposed to shorter arterial trips accessing primary
Region 2040 mixed use areas.
37 Hoglund letter; see also I-5/99W Technical Report at 19. As further explained in the Hoglund letter,
boulevard design standards were not intended to, and do not apply to highway facilities like the I-5 to
99W Connector whose primary function is to serve through, inter-regional travel. Instead, they apply to
arterials whose primary functions are to accommodate short, local trips with a minimum of through traffic
and connect and access mixed use centers
38 Hoglund letter.
39 The transportation improvements specific to the LUTRAQ alternative included a limited number of
roadway improvements from the TSM alternative, all of the improvements in the No-Build alternative,
increased feeder and express bus service, plus additional light rail transit improvements in the Barbur
corridor to Tigard, in the Tualatin corridor to Lake Oswego and Tualatin, and on Highway 217 connecting
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Alternative conceptually closely resembles the 2040 Growth Concept on which the
region's future growth pattern is based, in that it involved the development of compact,
mixed use corridors and centers in both Tualatin and Sherwood.40

The Western Bypass Study analysis of the transportation system in the 1-5 to 99W
subarea under the LUTRAQ Alternative showed that the major arterials, if not improved
and without additional roadway facilities, would be congested by the year 2010 even
with alternative land uses consistent with the 2040 Growth Concept. In particular
Tualatin/Sherwood Road would operate at level of service F in downtown Tualatin
during the PM peak hour.41 Currently, the half hours surrounding the peak hour have
approximately the same traffic flow as the peak hour in downtown Tualatin. Therefore,
level of service for the peak two-hour period can be projected to be at F/F in the year
2010, in excess of level of service options even for Regional and Town Centers in the
Urban Growth Management Functional Plan.42 This deficiency reflects the need for
additional transportation improvements in the I-5 to 99W subarea.43

Need for the I-5 to 99W Connector44

The Transportation Planning Rule, at OAR 660-12-005(27), defines "regional
transportation needs" as "needs for movement of people and goods between and
through communities and accessibility to regional destinations within a metropolitan
area, county or associated group of counties." The I-5 to 99W Connector would serve
regional transportation needs by enhancing the movement of traffic through the
subarea, by improving access to regional population and employment centers in
Washington, Clackamas and Multnomah counties, by providing better linkages on

Beaverton, Tigard and Tualatin. The Metro 2040 Growth Concept reflects many of the land use concepts
that were part of the LUTRAQ alternative. See Recommended Alternative Report at 23. Many of the
transportation improvements in the LUTRAQ alternative are included in the WBS Recommended
Alternative, including the roadway improvements in the TSM alternative, demand responsive transit and
transportation demand management.
40 Brannan memorandum. The 2040 Growth Concept compares favorably with the LUTRAQ option in
minimizing traffic demand for the area. Both plans assume higher densities, identified mixed use areas,
control parking, and assume better pedestrian and transit environments than were considered in the 2010
forecast. See Hoglund letter.
41 Alternative Analysis Report, Table 5.1-1.
421-5/99W Technical Report at 19; Brannan memorandum.
43 Accord ing to Met ro staff, the updated 2015 populat ion project ions and appl icat ion of the Region 2040
Growth Concepts indicate even more of a need for the I-5 to 99W Connector than under the Western
Bypass Study 2010 analysis. Hoglund letter.
44 As used in this section and throughout these findings, "I-5 to 99W Connector" refers to the facility
described at the beginning of these findings, i.e. a four lane, limited access highway, approximately three
to four miles in length, to be located in the corridor identified in Figure 1 and with a capacity to
accommodate approximately 3000 vehicles per hour per direction. The specific alignment will be
determined by ODOT following preparation of a design-level (Tier II) environmental document in a
manner consistent with federal requirements set out in the National Environmental Policy Act and
implementing regulations, including public and agency involvement processes and opportunity for public
comment. This process also will require ODOT to address and show compliance with all applicable local
government and agency ordinances, regulations and permit requirements, including provisions for
mitigation of adverse impacts.
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existing roads connecting and serving Town Centers in Sherwood, Tualatin, Tigard,
King City and Scholls, and by providing access to new recreational destinations of
regional and even national importance, including the Tualatin River National Wildlife
Refuge.

The 1-5 to 99W Connector also would serve "state transportation needs", which the
TPR defines as "needs for movement of people and goods between and through
regions of the state and between the state and other states." OAR 660-12-005(28).
Like Interstate 5, Interstate 84, the Sunset Highway, US 26 east, and US 30 north, the
I-5 to 99W Connector would be a principal arterial, designed primarily to serve long-
distance, high-speed, interstate, statewide and inter-regional travel.45 By connecting
two key elements of the state transportation network, I-5 and Highway 99W, the facility
would provide linkages to highways and destinations beyond the Portland metropolitan
area, including Yamhill County and the Oregon coast.

Upon incorporation into Metro's RTP and local comprehensive plans, the I-5 to 99W
Connector is expected to become part of the National Highway System (NHS),
replacing 99W through Tigard, Tualatin and Sherwood as the principal arterial to serve
major travel destinations, particularly inter-regional travel,46 and the Access Oregon
Highways (AOH) system, which "was designed to establish a logical and effective
system of highways to link major economic and geographic activity centers to each
other, to other high level highways, to ports, and to other states.47 See 1991 Oregon
Highway Plan ("Highway Plan") at C-1 through C-5.48

As explained in Table 5 and the text at pages 39-41 of the I-5/99W Technical Report,
the majority of trips using the I-5 to 99W Connector would be longer distance statewide
or regional trips as opposed to local trips accessing local neighborhoods or mixed use
centers. According to select link analysis completed during the Western Bypass Study,

45Hoglund letter. This functional need has been adopted by resolution by both Metro Council and
Metro's Joint Policy Advisory Committee on Transportation (JPACT) in 1996 and is not likely to change
with further development of Metro's TSP. Id.
46 Id. The NHS purpose is to provide an interconnected system of principal arterial routes which will
serve major population centers, international border crossings, ports, airports, public transportation
facilities and other major travel destinations; meet national defense requirements; and serve interstate
and inter-regional travel." Id.
47 By its inclusion in the AOH program, the I-5 to 99W Connector becomes part of a network intended to
move through traffic safely and efficiently through and between geographic and major economic areas
within Oregon, between Oregon and adjacent states, and to and through major metropolitan areas. AOH
Policy Goal, Highway Plan at C-2. Under Highway Plan AOH implementation strategies, operating
speeds along AOH highways will in general be at least 45 miles per hour in higher density urban areas.
Id. In metropolitan areas, AOH highways serve a dual role of providing for traffic passing through an
area as well as for trips remaining in the area. However, the through travel function retains priority in
such circumstances. Id.
48The Highway Plan recognized a transportation need for a transportation facility of statewide
significance in this area, but it deferred determination of the specific transportation mode to meet that
need. Highway Plan at C-5. The I-5 to 99W Connector is the specific mode determined and
recommended by ODOT to meet that identified need.
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by the year 2015 approximately 27 percent of all peak hour trips on this facility49 are
expected to be "through" (inter-regional) trips.50 The average trip length of all vehicles
using the facility would exceed 16 miles.51 Existing arterial roadways in the corridor
area are or will be heavily congested, are needed to serve more local transportation
purposes, or do not continue far enough to provide effective connections between I-5
and 99W for these longer distance trips. The limited access configuration for the I-5 to
99W Connector was recommended as the best configuration for the longer distance
trips expected to use the facility.52 Full access facilities in the corridor area, such as
Tualatin Road and Tualatin/Sherwood Road, could then better provide local trip
alternatives.53

To fully understand the transportation need for the I-5 to 99W Connector, it is important
to understand the transportation deficiencies in the I-5 to 99W subarea from Tigard in
the north to Sherwood and Tualatin in the south.54

Currently, Tualatin Road, Durham Road and Tualatin/Sherwood Road are the only
roadway connections between I-5 and Highway 99W in the southern end of the
Western Bypass Study Area which are designed or intended to accommodate through
traffic.55 Without the 1-5 to 99W Connector, traffic conditions on portions of these full-
access roadways will deteriorate to Level of Service (LOS) "F"56 during the PM peak
hour, even with committed improvements.57

Without the 1-5 to 99W Connector, downtown Tualatin will continue to experience
significant congestion. Level of service in downtown Tualatin along Tualatin/Sherwood
Road is projected to worsen to a LOS F for both hours of the peak two-hour period.58

The intersection of Boones Ferry Road with Tualatin/Sherwood Road already has high
PM peak hour traffic demand on all approaches. This intersection will cause a

49 Peak hour trips are a reasonable indication of average daily trips. Typically these type of through trip
volumes continue through the day, while shorter trips are more prevalent during the peak hour. See
Brannan memorandum.
50Through trips are trips that begin and end outside the region. Regional trips have at least one trip end
that begins or ends inside the region.
51 See I-5/99W Connector Technical Report at 41. A trip length is the distance from an origin to a
destination. If a trip goes outside the region, only the length within the region is included. Id.
52 This configuration also is consistent with existing RTP policy. See Hoglund letter.
53 Id.
54 The evaluation of deficiencies within the Study Area was based on an examination of PM peak-hour
levels of service using Metro's regional forecasting model (EMME-2) as documented in the WBS
Statement of Purpose and Need. Analyzing travel demand and deficiencies during the peak hour is an
industry standard. See Brannan memorandum.
551-5/99W Technical Report at 9.
56 Level of Service is described in footnote 18. For a more detailed discussion of LOS, see Appendix A
of the I-5/99W Technical Report.
571-5/99W Technical Report at 9. Committed improvements under the No-Build Alternative include
widening Durham Road to three lanes, widening Tualatin-Sherwood Road to three lanes between 99W
and Avery, and widening Tualatin-Sherwood Road to 5 lanes between Avery and Boones Ferry Road.
The WBS Recommended Alternative Report also recommends widening Tualatin Road to three lanes.
581-5/99W Technical Report at 19; Brannan memorandum.
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significant time travel constraint for through trips. Year 2015 traffic demand projections
indicate that approximately 36 percent of the PM peak hour westbound trips turn at
Boones Ferry Road.59 This heavy turning movement will result in increased delay for
opposing flow and a general increase in delay for all traffic serviced at this location.
The proximity of the Boones Ferry/Tualatin-Sherwood intersection to the I-5 Tualatin
interchange currently results in the traffic being backed up from the interchange
through the intersection during the PM peak hours. This situation will not improve
without the I-5 to 99W Connector.

The segment of Tualatin-Sherwood Road between I-5 and Boones Ferry Road is
densely developed with commercial and light industrial uses that generate a large
number of vehicle trips, including supermarkets, retail stores, banks, a hotel and
general office space. A large shopping center is currently being developed at the
northwest corner of the intersection of Tualatin/Sherwood Road and Boones Ferry
Road, and light industrial activities and some retail uses exist on the south side of
Tualatin/Sherwood Road to the west of Boones Ferry Road. Even if separate turning
lanes or ramps are considered at the intersection of Boones Ferry Road and
Tualatin/Sherwood Road, the traffic likely would still be backed up through the
intersection from Interstate 5.60

In all, tight horizontal curvatures of the roadway, adjacent commercial development and
close proximity to the I-5 interchange at Tualatin limit the options for roadway
expansion. Given all of these factors, options for roadway expansion are limited and
would still result in a significant travel time constraint for through trips.61

Increasing congestion typically results in traffic diverting from minor arterials to the
collector and local streets in the neighborhoods. Between I-5 and 99W, this effect was
demonstrated in the analysis by data projecting that peak hour vehicle miles traveled
on minor roadways would be 11 percent higher in the No-Build Alternative than for the
WBS Recommended Alternative.62 However, these local streets were not designed to
accommodate these types of trips either from a capacity, maintenance or safety
perspective.

Arterials are designed to carry longer length trips at higher speeds than collectors and
local roads. Drivers diverting from arterials to local roads are doing so to save time and
increase speed relative to a congested arterial. Local and collector roads, however,
are designed for slower speeds, have shorter sight distances and more pedestrians
and bicyclists. Pedestrians and bicyclists will become even more prevalent as the
Region 2040 Growth Concept is developed. In addition to safety concerns related to
increased traffic and speed, neighborhood infiltration causes a capacity problem where

59 Two Tollways Projects Report.
601-5/99W Technical Report at 10.
61 Id. at 9-10.
62 Recommended Alternative Report, Table 7 at page 28.
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drivers seek to re-enter the arterial network system because these intersections were
designed to serve local volumes, not pass-through traffic.63

The designation of the 1-5 to 99W Connector as a four lane limited access facility is
based on its projected use primarily by inter-regional and regional trips. A limited
access facility is warranted to implement and preserve the primary arterial function of
the roadway.64 With a limited access facility, adequate operating speeds consistent
with applicable provisions of the 1991 Oregon Highway Plan, the Oregon
Transportation Plan (Appendix F) and Title 6 of Metro's Urban Growth Management
Functional Plan can be maintained to service the regional and through trips projected
to use the facility, including trips moving freight through the region.65 This will require
grade separation from local north-south roadways, thereby providing the benefits in
operating speed.

Although a four-lane designation builds in excess capacity to the year 2010, the need
for that excess capacity is realized by the year 201S.66 Using Metro's current model as
applied to the Tollways Study, the projected year 2015 PM peak hour volumes for the I-
5 to 99W Connector would be approximately 3680 vehicle trips per hour, with 1940
vehicles traveling westbound and 1740 vehicles traveling eastbound. These numbers
support a four-lane roadway. A two-lane roadway will not operate at acceptable levels
of service with this demand based on standards in the Oregon Highway Plan or
Regional Transportation Plan.67

Without the I-5 to 99W Connector corridor, select link analysis indicates that for the
3680 total PM peak hour trips, approximately 1200 vehicles would be diverted onto
Tualatin/Sherwood Road, 1000 vehicles onto 99W, and 400 vehicles onto Tualatin

63l-5/99W Technical Report at 10. For the WBS Recommended Alternative, peak hour volumes on
Durham Road, Tonquin Road, Martinazzi Avenue and Tualatin Road would be 20 percent, 35 percent, 12
percent and 10 percent less, respectively, compared to the No-Build Alternative. These numbers were
obtained from Metro modeling output. It is assumed that the same trend would continue, to a lesser
extent, on the local and collector streets that are not included in the model. Id.
64 Hoglund letter. AOH Implementation Strategy 1.3 expressly recognizes that in metropolitan areas,
AOH facilities may play a dual road of providing both "for traffic passing through the area and for trips
made to solely within the area." The Western Bypass Study found that some local trips may travel on
this facility. See I-5/99W Technical Report, Table 5. However, in these cases, the priority of
accommodating a high level of service for through travel may not be reduced. See Highway Plan at C-2.
65Hoglund letter. As earlier noted, Title 6 of the Urban Growth Management Functional Plan
distinguishes between "freeway" designs that emphasize auto and freight mobility and serve the needs of
through travel, and "slower-speed boulevard designs" within concentrated activity centers that balance
the multi-modal travel demands of each mode of transportation within these areas.
66 See Brannan memorandum. Metro staff also concurs with this conclusion, noting that the demand for
the facility is heightened by the increases within Metro's adopted 2015 population and employment
projections developed consistent with the Region 2040 Growth Concepts. See Hoglund letter.

The four-lane designation also is consistent with AOH Objective 1, Implementation Strategy 1.2, which
calls for long-range plans to preserve facilities to meet future traffic demand. 1991 Highway Plan at C-2.
See also Hoglund letter (identifying the longer term need enables right-of-way preservation to begin early
and allows growth control implementation to ensure limited access and development along and adjacent
to the Connector).
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Road. Approximately 500 vehicles would use local roads south of Tualatin/Sherwood
68

Road, with the remaining trips distributed to other local roads. As described
69elsewhere in these findings, Tualatin/Sherwood Road, Tualatin Road and 99W

cannot be improved beyond what is already planned for them to accommodate these
additional traffic volumes. Further, shifting regional and through trips onto already
congested arterials, collectors or local roads is inconsistent with the planned functions
of these other roadways to serve shorter trips accessing Regional and Town Centers,70

with regional accessibility concepts in the Urban Growth Management Functional
Plan71, and with the intent of the TPR, which is to provide a roadway system in which
the various elements of the roadway network serve their intended functions and
operate within their intended capacities and levels of service. See, e.g., OAR 660-12-
060.72

Based on the above findings, Metro concludes that a transportation need exists for the
I-5 to 99W Connector. That transportation need is both a regional need to move
people and goods between communities within the region, and a statewide need to
move people and goods through the Portland region or to other destinations in or
outside the state. A limited access facility is warranted to preserve the function of the
roadway to facilitate regional and inter-regional trips. A limited access facility also is
consistent with the 1992 RTP and the 1996 Policy Chapter, both of which recognize the
need to maintain a system of principal arterials (freeways and highways) that serve
long-distance, high-speed, interstate, statewide, inter-regional travel.73 Projected 2015
travel volumes support the four-lane designation. Without this new facility, arterial,
collector and local streets in the I-5 to 99W corridor area will become overburdened.
For reasons described below, the overburdening of streets in the corridor would
seriously jeopardize Metro's ability to achieve implementation of its adopted 2040
Growth Concepts consistent with its Urban Growth Management Functional Plan.

b. Consistency with 660-12-030

To comply with OAR 660-12-070(4), the identified transportation need must be
consistent with the requirements of OAR 660-12-030.

6 8 1-5 /99W Techn ica l Report at 43.
69 See discussion below addressing improvements to existing facilities.
70 Hoglund letter. Even if widened, travel speeds on these facilities during both peak and off-peak hours
would be inconsistent with adopted Metro policy expectations to maintain higher speeds for external
travel. Id.
71 See Title 6, Section 1; see also Hoglund letter.
72 Both the Urban Growth Management Functional Plan and the T P R seek a balanced network of
transportat ion faci l i t ies that adequately serve the various transportat ion needs of the urban area.
Because the pr imary funct ion of the I-5 to 9 9 W Connector is to move inter-regional and regional traff ic,
design standards applicable to regional act iv i ty centers do not reasonably apply to the facility. See
Hoglund letter. Indeed, those design and level of service standards are inconsistent with the state
standards for highways of statewide signif icance identif ied in the Oregon Transportat ion Plan. Id.
7 3 1992 RTP, p. 1-5; 1996 Policy Chapter, p. 1-23. See Hoglund letter.
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OAR 660-12-030(1) requires that a TSP identify transportation needs relevant to the
planning area and the scale of the transportation network being planned, including
state, regional and local transportation needs, the needs of the transportation
disadvantaged, and needs for movement of goods and services. As earlier noted,
Metro does not have a TSP, and RTP amendments to adopt a TSP are probably about
a year away.

Similarly, the Western Bypass Study Recommended Alternative Report is not a TSP,
even though the report incorporates many TPR requirements, particularly those
encouraging a multi-modal transportation system that reduces principal reliance on the
automobile. Indeed, the Western Bypass Study approach, which carefully considered a
variety of transportation modes as well as transportation system management and
transportation demand management, very closely parallels the type of planning
exercise required by the TPR for transportation system planning.

Because the requirements in OAR 660-12-030(1) relate to a TSP, it would appear that
the standard does not directly apply at this time. However, OAR 660-12-070(4)
requires that exception analysis include the identification of need for the I-5 to 99W
Connector which is consistent with and meets the intent of OAR 660-12-030(1). The
Connector is consistent with OAR 660-12-030(1) because it is based on the Western
Bypass Study Recommended Alternative Report which considered and identifies
transportation needs relevant to the Study Area and the scale of the transportation
network being planned.

The I-5 to 99W Connector also is needed to move goods and services. As described in
the I-5/99W Technical Report,74 freight movement is accommodated for large
commercial vehicles through expansion of the State highway system, including I-5 and
Highways 26, 99W, and 217. Tualatin/Sherwood Road connects 99W to I-5 through
the downtown center of Tualatin. No alternative direct connection exists between I-5
and 99W to serve that freight need.

Currently, truck traffic on Tualatin/Sherwood Road represents six to eight percent of
total traffic volume in the peak hour. It continues fairly constantly during the day, with
even higher percentages of truck traffic during mid-day hours. This freight movement,
which is not destined for downtown Tualatin but instead for I-5, I-205 and other
destinations, is putting additional strain on the already congested conditions. Further
widening of the existing road, which already is built to two through lanes in each
direction plus turning lanes, would require additional right-of-way. No alternative direct
connection exists between I-5 and 99W to serve that freight need.75 Additional right-of-
way along Tualatin-Sherwood Road within the Tualatin Town Center would undermine
implementation of the Region 2040 Growth Concept, which favors high density
development over very wide rights-of-ways in Town Centers, and the Urban Growth

741-5/99W Technical Report at 6.
75 Id.

20



Management Functional Plan, which favors pedestrian-sensitive boulevard designs in
lieu of throughways in concentrated activity centers.76

As explained above, ODOTs 1991 Highway Plan identifies a need for a new AOH
facility in this area which would serve as a primary network for moving goods and
people through and between geographic and major economic centers and to and
through major metropolitan areas.77 In accordance with adopted AOH policies,
objectives and implementation measures, the I-5 to 99W Connector will play a key role
in accommodating the movement of people and freight between subareas of the
Portland metropolitan area and between this region and other regions of the state.78

Without the new facility, under either current RTP or the optional Urban Growth
Management Functional Plan level-of-service choices, through freight traffic will be
severely inhibited given congestion on the current system. While freight level-of-
service standards are still subject to adoption by the Metro Council, the current
proposal for external and through freight movement, particularly on the suburban fringe,
would be to allow no worse than LOS "E". Without the new facility, I-5, 99W and
Tualatin/Sherwood Road would not meet that minimum level of service standard.79

OAR 660-12-030(2) requires that Metropolitan Planning Organizations80 preparing
regional TSPs rely on the analysis of state transportation needs in adopted elements of
the state TSP81, and that local governments preparing local TSPs rely on the analyses
of state and regional transportation needs in adopted elements of the state TSP and
adopted regional TSPs. Because this amendment does not concern the adoption of a
regional TSP pursuant to the TPR, this standard does not appear to apply at this time.
Even so, Metro here is adopting findings of goal compliance in support of a roadway of
statewide and regional significance that Metro is requiring be added to city and county
comprehensive plans. Metro's action is consistent with ODOTs 1991 Highway Plan,
which identifies a need for an AOH facility in this area of the Portland region.82 This
action also is consistent with ODOTs recommendation to amend the RTP to include
the I-5 to 99W Connector to accommodate state transportation needs.83 Further, when

76 Hoglund letter. Widening Tualatin/Sherwood Road through Tualatin or 99W through Tigard and King
City, is not an option. Such widening would result in arterials requiring an approximate 140 foot cross-
section. That cross-section would need to accommodate all modes and function of traffic and would
result in significant potential for modal and functional conflicts. The 140 foot cross section would also
create a physical barrier for pedestrians within Town Centers and result in a visual separation between
buildings. The latter conflicts with the compact urban form principal for Town Centers.
77 AOH Goal, Highway Plan at C-2.
78 Highway Plan at C-1 to C-5.
79 Hoglund letter.
80 Metro is a Metropolitan Planning Organization.
81 The 1991 Oregon Highway Plan is an adopted element of the state TSP.
82As previously noted, the adopted 1991 Highway Plan identifies a transportation need for an AOH
facility within the Western Bypass Study Area. Highway Plan at C-5. However, the Highway Plan
deferred action on the selection of the appropriate mode to meet that need. This action implements
ODOT's recommendation identifying the I-5 to 99W Connector as the transportation mode meeting that
identified need.
83 See OAR 660-12-015(2)(b), requiring coordination between Metro and ODOT. This current action is
proceeding at the request of ODOT.
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the affected cities and counties prepare their TSPs, they may rely on these findings to
support inclusion of the 1-5 to 99W Connector.

OAR 660-12-030(3) requires that local and regional transportation need determinations
within urban growth boundaries be based on 20-year population and employment
forecasts and distributions which are consistent with acknowledged comprehensive
plans and Goal 14 urbanization policies. As explained in the I-5/99W Technical Report
and the Hoglund letter, although the Western Bypass Study was based on a 2010
design year and existing comprehensive plans, Metro since has updated its population
and employment forecasts to the year 2015. The 2015 forecasts reflect local
comprehensive plan amendments adopted subsequent to the commencement of the
Western Bypass Study. These forecasts also reflect the Region 2040 Growth Concept.
With respect to the I-5 to 99W Connector, these growth adjustments, in combination
with land use changes, have a sizable impact on traffic volume projections. As earlier
noted, the projected Year 2015 volumes for this facility are 35 percent greater than
those projected in previous modeling for Year 2010.84

Metro's adopted 2040 Growth Concept states the preferred form of regional growth and
development in the Portland metropolitan region.85 Consistent with Goal 14
urbanization provisions encouraging urban development on urban lands prior to
conversion of urbanizable lands, this preferred urban form concentrates growth within
Metro's existing UGB, focusing it in existing urban mixed use areas of varying sizes.
Those mixed use areas include Regional Centers planned at Washington Square,
Beaverton and Hillsboro and Town Centers planned at Sherwood, Tualatin, King City,
Tigard, Murray Boulevard at Scholls Ferry Road, and Aloha.

The determination of regional need for the I-5 to 99W Connector is based not only on
Metro's Year 2015 population and employment projections, but also on the need to
connect and provide reasonable access to and among mixed use Town Centers,
Regional Centers and the Central City on appropriately functioning facilities designed
in a manner that is consistent with adopted regional urbanization strategies. The I-5 to
99W Connector provides two basic functions. First, it provides for inter-regional
passenger and freight movement and for longer distance regional trips.86 Second, by
segregating through traffic from local traffic, it allows lower-level arterials such as

841-5/99W Technical Report at 18.
85 Metro's 2040 Growth Concept was acknowledged by LCDC order.
86 Chapter 1 policy directs that relatively hfgh speeds be maintained for inter-regional traffic. The current
level of service for such traffic is LOS "D". However, service levels and standards are being reviewed as
part of the RTP update. Based on factors such as the 2040 Growth Concept, RTP functional
classifications and the planned availability of alternative modes (particularly good transit), these levels
may vary throughout the region. Early RTP analysis suggests that LOS "E" may be an acceptable
standard for through, inter-regional routes in urban areas during the peak period. However, a standard
below LOS E is unlikely. An LOS of E would result in operating speeds of between 30-46 miles per hour
on expressway/freeway type facilities serving inter-regional traffic. The I-5 to 99W Connector is
necessary to achieve that minimal operating characteristic based on the analysis shown in the Western
Bypass Study. See Hoglund letter.
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Tualatin-Sherwood Road and Highway 99W north of Sherwood to function properly as
arterials to connect and provide access into adjacent and nearby Town and Regional
Centers.87

In addition, arterials such as Tualatin-Sherwood Road and Highway 99W through
Tigard will be subject to Boulevard Design Standards as described in Title 6, Section 2
of Metro's Urban Growth Management Functional Plan. Boulevards are intended as
slower speed facilities providing direct motor vehicle and transit access into Regional
and Town Centers and allowing for safe, convenient bicycle and pedestrian circulation
within those centers.88 The use of Boulevard Design substantially furthers regional
urbanization objectives for developing pedestrian and bicycle friendly mixed use
Regional and Town Centers.89 To the contrary, widening these arterials to
accommodate through traffic that otherwise would be carried by the 1-5 to 99W
Connector would make the boulevard areas of these roads much less pedestrian and
bicycle friendly and increase the operation of these roads as barriers through the
middle of mixed use areas. Creation of barriers to pedestrian friendly mixed use areas
would make it more difficult for the region to attract population to Regional and Town
Centers and achieve the desired urban form. With the 1-5 to 99W Connector, the
system is more balanced.90

Under OAR 660-12-030(4), calculations of local and regional transportation needs are
to be based upon accomplishment of the requirements in OAR 660-12-035(4) to reduce
reliance on the automobile. Specifically, OAR 660-12-035(4) requires Metro to design
its TSP to achieve a 10 percent reduction in vehicle miles traveled per capita (VMT) in
20 years.

Again, Metro has not yet adopted its regional TSP pursuant to the TPR, and this action
is not intended for that purpose. Moreover, the VMT standard necessarily must be
applied on a regional system planning basis rather than an individual project
development basis, and there is nothing in the standard that precludes a single project
even from increasing VMT provided the TSP, as a whole, has an overall effect of
reducing VMT.

The question of how the VMT standard applies prior to adoption of a regional TSP is
addressed in a December 9, 1991 letter from Larry Knudsen, Assistant Attorney
General, to Michal A. Wert, Highway Division. As reproduced at Appendix F of the

87 The accommodation of high levels of through traffic on lower level arterials accessing mixed use
centers is not envisioned and, in fact, conflicts with the concept for Town Centers. See Hoglund letter.
88 Id.
89 Under the 2040 Growth Concept, densities in Town Centers should jump from a 1990 level of 23
persons per acre to about 40 persons per acre when fully developed. Town Centers are seen as
changing away from auto-oriented development and traffic to a more transit and pedestrian-friendly
character. See Hoglund letter.
90 Id. See also Title 6, Section 1 of the Urban Growth Management Functional Plan.
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Western Bypass Study Land Use Technical Report (August 1994), that letter states in
pertinent part:91

"OAR 660-12-035(4) establishes objectives for the reduction of vehicle
miles traveled (VMT) in Metropolitan Planning Organization (MPO) areas.
There has been some question about whether the numerical reduction
objectives apply to individual transportation projects and whether they
apply at ail to ODOT.

"In my opinion, the objectives do not apply directly to individual projects.
Rather, they are to be applied over an entire planning area and over a
specific (10 and 20 year) time period. In other words, a TSP may include
a project that fails to reduce (or even increases) VMT so long as the plan,
as a whole, is designed to achieve the objective.

"The rule does not expressly apply to ODOT. By its terms, only 'regional
and local TSPs shall be designed to achieve1 VMT reduction objectives.
Indirectly, however, the rule does affect ODOT. For example, VMT
reduction objections [sic] must be considered when calculating local and
regional needs in the preparation of a plan. OAR 660-12-030(4).
Similarly, under the state agency coordination program, ODOTs actions
(with respect to programs affecting land use) must comply with the
statewide goals and be compatible with local land use plans. Unless a
project is authorized by acknowledged local plan provisions, ODOT should
consider whether a proposed land use action would make it impracticable
for the MPO to achieve its VMT objectives." (Emphasis added.)

The Western Bypass Study identifies and recommends, on a subregional basis, various
alternatives that the region can use to reduce per capita VMT. These alternatives
include a substantially improved transit system (include demand responsive transit),
transportation demand management, and changes to land uses such as those
identified in the adopted 2040 Growth Concept. When it adopts its TSP, Metro will be
considering these and other mechanisms on a regional basis, consistent with the rule.
Also, Metro will consider how VMT is to be measured, i.e. which trips reasonably
should be included or excluded in the calculation. The TPR is not precise on this
issue.

With regard to the I-5 to 99W Connector, one could argue that given its primary
function to provide for long-distance, high speed inter-regional passenger and freight
movement, the facility cannot help but increase VMT. However, for several reasons
that conclusion is not so readily apparent. First, as previously noted, approximately 27
percent of trips traveling along this facility will be trips beginning and ending outside the

91 Appendix F to the Land Use Technical Report is a memorandum from Mark J. Greenfield to Robert C.
Brannan entitled "Application of Statewide Goals and Transportation Planning Rule to Western Bypass
Study." The VMT standard is discussed at pages 33-37 of that memorandum.
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metropolitan area. At least to the extent it serves these external, out-of-region trips, the
roadway does not serve "regional or local transportation needs" and would not appear
subject to the VMT standard under the plain language of OAR 660-12-030(4).

Second, while the identified need for the I-5 to 99W Connector admittedly includes a
regional element (to move people and goods between and through communities and to
regional destinations), the new roadway concurrently would serve the critical function of
facilitating implementation of Metro's 2040 Growth Concept which itself helps reduce
VMT per capita by providing employment and shopping options in much closer
proximity to where people live and work. This conclusion is borne out by the LUTRAQ
study. As made clear by the I-5/99W Technical Report, if this new roadway is not built,
traffic that otherwise would use this facility instead will either move on other arterials
(like Tualatin-Sherwood Road, Highway 99W and Tualatin Road) that will be over
capacity, or it will detour onto collector and local streets not designed to accommodate
through traffic. Particularly given the predominant inter-regional and regional nature of
the trips using the facility, it would be speculative to assume that travel along such
circuitous routes would yield less VMT per capita than would result from travel along
the new roadway. What is not speculative, however, is that the alternatives to the new
road, including further widening of Tualatin-Sherwood Road, would substantially inhibit
the region's ability to implement the 2040 Growth Concept by creating barriers to
achieving a more compact and pedestrian-friendly urban form. See Hoglund letter.

In conclusion, while the new road, individually, might not reduce VMT per capita based
on its intended function, mode and planned capacity, one cannot reasonably conclude
from this that the I-5 to 99W Connector would increase VMT or otherwise make it
"impractical" for Metro to achieve the VMT standard in the rule on a regionwide basis.
This is particularly so given the high percentage of through and regional trips using the
facility, the ability to significantly improve transit service in the region (including light
rail, express bus and demand responsive transit),92 the availability of TDM measures
that have been shown to substantially reduce single occupancy vehicle work trips in the
Study Area,93 and implementation of 2040 Growth Concepts which should help reduce
the number and length of vehicle trips per capita.94

c. Inadequacy of Alternatives

The I-5 to 99W Connector is only one component of the recommended transportation
solution for the Western Bypass Study Area. Included also are extensive alternative
mode and transportation demand management measures, in addition to improvements
to existing facilities.

92 Many vehicle trips may be absorbed by transit as a result of the increase in transit coverage from 64 to
99 percent of the Study Area. See I-5/99W Technical Report at 20.
93 Id. at 30-31. See also Hoglund letter.
94 See OAR 660-12-035(2), which requires local governments in the Metro area to evaluate alternative
land use densities, designations and designs that increase residential densities near transit lines and
major employment areas and generally bring people closer to where they work and shop.
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Numerous alternatives to the 1-5 to 99W Connector were considered in arriving at the
WBS Recommended Alternative. The Study analyzed whether additional transit spines
or other types of transit service (such as commuter rail or heavy rail), either separately
or in combination, could address the need. Although the WBS Recommended
Alternative includes extensive improvements to transit service, additional transit
beyond that identified in the WBS Recommended Alternative still would not preclude
the need for the new roadway facility.

Alternative Modes of Transportation

Introduction

Both supply and demand factors influence people's mode of travel. The land use
patterns in the Western Bypass Study Area are characterized by origins and
destinations that are, overall, relatively dispersed. The road system, serving both
buses and cars, is not a complete grid system such as is found in many parts of
Portland. Because of the many geographic constraints, the road network is
discontinuous. It is thus difficult to serve many parts of the Study Area efficiently with
fixed route transit.

Despite these potential constraints and limitations, the Western Bypass Study
conducted an extensive technical and public process to develop, evaluate, refine and
recommend a balanced transportation system. Alternative modes studied included bus
and rail transit, demand responsive transit, high occupancy vehicle facilities, ride-
sharing, and bicycle and pedestrian travel. In addition to the 1-5 to 99W Connector and
improvements to existing road facilities, the WBS Recommended Alternative includes
extensive alternative mode and transportation demand measures.

Under the Recommended Alternative, total Study Area vehicle trips are projected to be
reduced by nearly four percent, with a corresponding reduction in work-related vehicle
trips of nearly 17 percent.95 This overall reduction in vehicle trips supports the
conclusion that auto usage will decrease when compared with the No-Build Alternative.
Many of these vehicle trips may be absorbed by transit as a result of the increase in
transit coverage from 64 to 99 percent of the Study Area.96

As noted above, the I-5 to 99W Connector will serve a variety of trip types and
purposes, including through with destinations outside the region, regional trips and
local trips. Analysis completed in the Western Bypass Study, and subsequent analysis
completed for the Tollways study, demonstrated the need for this facility to serve this
range of trips. The analysis in the Western Bypass Study demonstrated that even with
the other transportation modes, services, and programs as included in other

951-5/99W Technical Report at 20.
96 Id.

26



alternatives analyzed, this new roadway still is needed to serve the travel demand for
existing and planned growth.97

The Western Bypass Study also demonstrated that, for the subarea in and near the
proposed 1-5 to 99W Connector corridor, the alternative modes, programs and services
in the WBS Recommended Alternative will provide a solution to the identified need only
if they are combined with this new road. Furthermore, other additional alternative
modes, roadway improvements, programs and services would not replace the need for
this new road.98

Alternative Modes Considered

The Western Bypass Study evaluated a broad range of bus and rail transit and high
occupancy vehicle (HOV) facilities as transportation alternatives to the private
automobile within the Western Bypass Study Area, including the 1-5 to 99W subarea.
Modes considered included paratransit, conventional and express bus operations,
enhanced bus and HOV techniques, smart vehicle technology, people movers, light rail
transit, commuter rail, railbus, automated guideway transit, heavy rail and high speed
rai l ." These modes primarily operate to move or carry people rather than commercial
goods.

Of these, the most appropriate modes for the Study Area were identified as those
providing urban/regional type service. Such modes typically serve metropolitan areas,
have numerous stops, and operate at low to medium speeds. Other modes which
provide shorter connections (short haul) as a support to the urban regional type service
also were considered to have potential application. Based on these service
requirements and the results of the analysis of the existing and future transit conditions
within the Western Bypass Study Area, several modes were identified as the most
applicable and effective for consideration in developing strategies.100 These modes
are paratransit (including demand responsive transit and pre-arranged ridesharing),
conventional and express bus, enhanced bus (transitway) and HOV techniques, and
light rail transit. These modes are enhanced by a network of suburban transit centers
and park-and-ride facilities.

Paratransit technologies, which share characteristics of both traditional fixed route
transit modes and the private automobile, offer the flexibility to develop a family of
services to meet the variety of market needs within an urban, rural, or suburban
environment. Conventional bus and express bus operations can provide service
levels ranging from local circular routes to service levels approaching semi-rapid

97 Id. at 20-21; See also Alternatives Analysis Report, May 1995.
98The inability of alternatives modes, programs and services to meet the identified statewide and
regional transportation needs to move people and freight between and through regions and communities
and provide accessibility to Regional and Town Centers is addressed in greater detail at pages 21-30 of
the I-5/99W Technical Report, incorporated herein by reference.
"Western Bypass Study Alternative Transportation Technology Report, January 1991.
100 The modes deemed not effective were not further analyzed as part of the study.
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transit. These all-bus systems can serve low-volume suburban routes as well as high-
volume suburban commuter routes. Enhanced bus and HOV techniques offer a
number of methods for upgrading and enhancing conventional and express bus
service, and for encouraging carpooling. These methods include transit-exclusive
ramps onto major roads, traffic signal prioritization, transit-only lanes, and HOV lanes.

Light rail transit (LRT) has been shown to be a more attractive alternative to the other
identified less transit-intensive modes, supporting planned growth patterns. Existing
and current projections for future population densities within the Study Area are similar
to those in the Westside LRT Corridor. Furthermore, an expansion of the existing LRT
network would be in keeping with the long range regional light rail plan.

Other transit intensive modes were found to be less effective due to a number of factors
including operational constraints and capital cost limitations. These modes include
people movers, smart vehicle technology, commuter rail, automated guideway transit,
heavy rail and high speed rail. These modes were determined difficult to integrate with
the existing regional light rail network, and would thus create additional service and
operating expenses if implemented as part of the current regional transit system.

High speed rail and people movers, including monorails, were eliminated from further
evaluation and analysis because it is unlikely that these systems could efficiently serve
the transit needs of the Study Area. Generally, people mover technologies are
intended for short haul type service only, the type found in amusement parks and
airports. People movers function best when the service is intended to be of a shuttle
nature, rather than regional, as would be needed to serve a larger and dispersed
geographic area.

High speed rail could provide effective inter-urban service between dispersed nodes of
high density development. Minimum spacing between stations for such system,
assuming that top speeds are attained, are between 8 and 10 miles. Typical spacing
between high speed rail stations is on the order of 20 to 30 miles.

Likewise, heavy rail and commuter rail systems are also intended to provide service
to longer distance travelers. Though the minimum spacing between transit stations for
these two technologies is significantly less than that for high speed rail, it is still
typically longer than what would be required to serve the majority of the identified
demand for regional trips and connections between Town Centers. As demonstrated in
the discussion below for commuter transit service, the demand in the subarea is not
consistent with these various transit technologies.

Most of the rail type options, including automated guideway transit but with the
exception of light rail transit (LRT) and commuter rail, would be difficult to integrate with
the existing Tri-Met service in the Portland region. This is a significant factor because
the Portland region has chosen light rail transit as the preferred transit intensive
technology for the area. To implement and integrate a different form of rail transit such
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as heavy rail, automated guideway transit, or people mover technology, substantial
investment would be required for new maintenance facilities and other capital intensive
requirements. It is unlikely that such a new system would be compatible with the
existing LRT networks, requiring completely separate tracks, control systems, and other
technology specific equipment. Commuter rail, although differing from the existing LRT
network, could operate independently from LRT, sharing maintenance facilities with
existing freight rail operations in the Portland region. For this reason, compatibility of
commuter rail for longer distance service with the existing transit system would be less
difficult to achieve

Commuter Transit Service

Commuter transit service was considered, but due to the small amount of demand it
could accommodate relative to the identified need, it was not evaluated or advanced for
further study.101

Combining estimated local/express transit ridership and intercity/commuter ridership, it
was determined that a total of 250-375 trips would be served by all transit modes in the
peak hour. This corresponds to approximately 7-10 percent of the peak hour bi-
directional flow of 3680 vehicles forecast for the year 2015. This is a number twice the
transit mode share for Washington County today. Thus, it is an ambitious estimate of
potential transit ridership in the future.

While the number of commuter transit trips would thus be meaningful, it would not
make a significant impact on overall levels of service in the I-5 to 99W corridor, nor
would it reduce significantly the number of trips forecast to be made by automobiles.
Accordingly, commuter transit service does not eliminate the need for the I-5 to 99W
Connector.

Transit Intensive Strategy102

The Western Bypass Study evaluated a transit intensive strategy. Key elements of that
strategy included expanded transit service improvements to support LRT corridors, a
Barbur Boulevard LRT corridor with a southern terminus at l-5/Highway 217, a Highway
217 LRT corridor connecting the Barbur and Westside LRT corridors, transportation
demand management, demand responsive transit, and land use changes to
complement transit improvements.

Analysis showed that although this strategy would result in better transit use throughout
the Study Area, in and of itself it was not successful at reducing congestion in the Study
Area as compared to the No-Build strategy. Not enough trips could be transferred from

101 Estimates of travel demand include trips from areas outside the region. However, they are not
precisely coded in the Metro Regional Transportation model to specific local origins or destinations
outside Metro's traditional regional modeling area. See I-5/99W Technical Report at 23.
102 See WBS Transportation, Traffic and Safety Technical Report, August 1994, at 25.
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auto to transit to reduce congestion to acceptable levels. For example, at PM peak
hours Durham and Tualatin Roads are expected to operate at LOS F under the No-
Build Alternative and under the Transit Intensive Strategy.

The Transit Intensive Strategy was also looked at in combination with land use
changes in the LUTRAQ Alternative. As described below, the LUTRAQ Alternative did
not eliminate the need for an 1-5 to 99W Connector. While the Transit Intensive
Strategy was not carried forward as an alternative in the Western Bypass Study, all the
components of the Transit Intensive Strategy which relate to the 1-5 to 99W travel
demand are included with the new 1-5 to 99W Connector as part of the WBS
Recommended Alternative.

Circumferential Rail Strategy™3

The circumferential rail strategy consisted of a high quality rail system operating from
Forest Grove to Beaverton and from Beaverton to Tigard and Lake Oswego, all
following a right-of-way currently owned by private railroad companies. The strategy
also included an extension of such service across the Willamette River to Milwaukie, at
which point it would follow an existing right-of-way in public ownership. The service
included stops at the Gateway Transit Center where it would connect with the existing
Eastside (MAX) LRT line.

This strategy was analyzed using several transportation systems performance
measures which were estimated using other existing data. It was analyzed in the
context of the Western Bypass Study goals and objectives and evaluation criteria which
focused on accessibility, travel demand and congestion.

Fixed guideway high capacity transit service does not operate as effectively in a land
use environment like the Study Area and the subarea where both origins and
destinations are widely dispersed. Moreover, the alternatives in the Western Bypass
Study included options for transit service which better responded to those dispersed
land uses and related travel demand. These included demand responsive transit,
which can provide service to any destination on a dial-a-ride basis.

Express Bus Service On Tualatin/Sherwood RoacfM

Another significant transit intensive strategy evaluated but .not recommended was the
LUTRAQ Alternative. This alternative explicitly included the provision of express bus
service on Tualatin/Sherwood Road. The LUTRAQ Alternative transit plan proposed
this as service supporting high capacity transit service on Barbur Boulevard and
Highway 217, serving Washington County as well as Downtown Portland.

103 Id. at Appendix A-6.
104 Alternative Analysis Report, Table 5.1-1.
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Findings in the Western Bypass Study indicated that the provision of transit in
connection with the LUTRAQ Alternative produced substantial numbers of transit trips
(59,000 daily work trips by transit, a 240 percent increase over the No-Build, and
almost 25,000 daily non-work trips by transit, a 57 percent increase over the No-Build).
However, even with this improved use of alternative modes, congestion still was not
adequately resolved to provide for reasonable access serving regional and through
travel. This alternative resulted in unacceptable levels of congestion on
Tualatin/Sherwood Road. The peak hour level of service on the facility for the
forecasted year in the LUTRAQ alternative was LOS "F". This peak hour would be for
a duration of approximately two hours, based on current trends.105 Hence, while the
number of increased transit trips would be meaningful, the change would not reduce
significantly the number of trips forecast to be made by automobiles, nor eliminate the
need for the new facility.

WBS Recommended Alternative Modes^06

The WBS Recommended Alternative includes extensive express and fixed route transit
service in addition to transportation demand management measures and improvements
to existing facilities. Together, these are expected to reduce work-related single
occupancy vehicle use by approximately 22 percent in comparison to the No-Build.107

A component of the recommendation is that full transit subsidies will be provided to all
employees who work in the Study Area and ride transit to work. The combination
generated a significant amount of transit ridership. Overall, there is expected to be an
increase in daily work person trips by transit of approximately 175 percent, or about
48,000 more daily work trips by transit. This is equivalent to approximately 14 percent
of the total daily work person trips in the Study Area.

Analysis showed that daily non-work trips were not significantly affected by increased
transit service. Overall, non-work trips by transit were less than two percent of total
non-work trips for any alternative analyzed.

Even so, congestion on Study Area corridors is expected to remain significant unless
the transit improvements are combined with TDM and improvements to existing
roadways and the new I-5 to 99W Connector.108 For example, in the location of the I-5
to 99W area, Tualatin Road is forecast to operate at LOS F in the PM peak hour under
the No-Build Alternative. These roads will continue to operate at unacceptable levels
of service even if the TDM and transit improvement measures described in the WBS
Recommended Alternative are implemented. Thus, although alternative modes are an
important component of the WBS Recommended Alternative, alone they do not provide

1051-5/99W Technical Report at 19.
106 Recommended Alternative Report at 19.
107 Id. at page 28, Table 7.
108 Alternatives Analysis Report at Table 5.1-1.
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enough congestion relief to meet the objectives of the study, and they must be
supplemented with other improvements. 109

Express transit service110 is included in the WBS Recommended Alternative. It
consists of a Highway 217 express bus/feeder network with express stops at I-5,
Scholls Ferry Road, Washington Square and the Beaverton Transit Center for a
connection with the Westside LRT. The express bus service will combine the local
collection from the southerly centers such as Sherwood, Lake Oswego, Wilsonville and
Tualatin with the line-haul express service between Tigard and Beaverton. This
service is recommended for implementation by Tri-Met as part of its Primary Transit
Network for the Highway 217 corridor. The express bus service and transit stops
include park-and-rides at I-5, Washington Square and Scholls Ferry Road.

This transit service supports the more intensive mixed use urban form identified in the
Region 2040 Growth Concept, including the Regional Center at Washington Square.
LRT along Highway 217 was evaluated as part of the Transit Intensive Strategy. The
Express Transit service essentially provides similar coverage for the 2010 design
horizon, and can help build the ridership demand to support the planned
implementation of that LRT extension in the future. With either, however, the I-5 to
99W Connector is still needed.

Fixed-route transit service111, which is regularly scheduled transit service on
designated routes, is included as a component of the WBS Recommended Alternative.
New routes developed for the WBS Recommended Alternative include those planned
to support the express bus service on Highway 217. In the I-5 to 99W subarea, fixed
route transit service is one of several modes identified to address the demand for
travel, in addition to the I-5 to 99W Connector.

The fixed-route transit service incorporates the expansion of the feeder bus network.
The expansion components are designed to support and integrate with the express bus
high capacity transit element. Elements of the fixed-route transit service improvements,
near the proposed I-5 to 99W Connector corridor, include a new Transit Center in
Tualatin and a new park-and-ride lot at the Tigard Transit Center. Route extensions
and improvements are set out in the I-5/99W Technical Report at Table 4.

The fixed-route improvements are anticipated to result in an increase in transit ridership
for work trips of about 75 percent over the No Build Alternative. This is equivalent to
approximately 30,000 daily trips, which represents 9 percent of the total work person
trips in the Study Area. No additional fixed route transit service was included because
it would have been redundant with the Demand Responsive Transit component of the
WBS Recommended Alternative.

1091-5/99W Technical Report at 26.
110 Id.; See also Alternatives Analysis Report at Table 5.1-1.
1111-5/99W Technical Report at 27; See also Alternatives Analysis Report at Table 5.1-1.
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Demand Responsive Transit (DRT)112 is included in the WBS Recommended
Alternative. It provides service to riders when it is needed and where it is needed. It
includes types of dial-a-ride, shared ride and shuttle services. It provides flexibility that
fixed-route service cannot, as well as more comprehensive transit coverage. In
essence, DRT provides opportunities to call a central control, be picked up anywhere
within the study area, and then be delivered to a destination within the study area. If
adopted by Metro, the DRT component is expected to provide approximately 18,000
work person trips and over 4,000 non-work person trips in the Study Area. These trips
correspond to 5 percent of the total work person trips and 1 percent of the total non-
work person trips in the Study Area.

The following were incorporated in modeling this element as part of the Western
Bypass Study. A system of five DRT cells were mapped that covered the entire Study
Area. Dial-a-ride service was provided to users within each of these cells. Service
coverage was provided to any and all destinations within a cell, including residences,
offices, shopping centers, bus stops, light rail stops and transit centers. DRT service
was not provided between cells because that service would be provided by fixed-route
service. DRT service is intended to be provided in addition to the expanded fixed-route
transit service and express transit service.

The overall DRT program is another mode in addressing the demand for travel in the I-
5 to 99W subarea, in addition to the I-5 to 99W Connector. Since its coverage is
complete, it demonstrates that the WBS Recommended Alternative has comprehensive
transit service in combination with the other components of that recommendation. Any
additional transit service would be redundant.

The WBS Recommended Alternative also includes bicycle facilities which will provide
a continuous bike route connection from the southern end of the Study Area at I-5 to
the Sunset Highway.113 This bicycle route can be provided through improvements
associated with the new I-5 to 99W Connector, 99W widening, and the Murray
Connection between 99W and Scholls Ferry Road. Murray Boulevard north of Scholls
Ferry Road to Highway 26 has an existing bike lane.

Many other projects in the WBS Recommended Alternative will include bicycle and
pedestrian improvements as part of design development.114 The Highway 217
widening would also include, as appropriate, improvements to provide for bicycles and
pedestrians; although pedestrian improvements may be limited to interchange areas.

Bicycle linkage is also provided on all of the roadway improvements in the WBS
Recommended Alternative to provide connectivity throughout the Study Area. With

112 Id. at 29.
113 Id. at 29-30.
114 Id.
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these improvements bicycle and pedestrian trips will remain fairly constant at nine
percent of work trips and nine percent of non-work trips. Thus this important mode of
travel does not affect the need for the 1-5 to 99W Connector.

Even when all of these recommended alternative transit modes are taken together,
congestion on Study Area corridors still is expected to remain significant unless the
transit improvements are combined with TDM, improvements to existing facilities and
the new 1-5 to 99W Connector. For example, in the 1-5 to 99W subarea during the PM
peak hour, Tualatin Road is forecast to operate at LOS F under the No-Build
Alternative. Without the 1-5 to 99W Connector, Tualatin Road will continue to operate
at LOS F, even if the TDM and transit improvement measures described as part of the
WBS Recommended Alternative are implemented. Thus, although alternative modes
are an important component of the WBS Recommended Alternative, alone they do not
provide enough congestion relief to meet the objectives of the study and must be
supplemented with other improvements.

Transportation System Management Measures115

Transportation Demand Management is a program with elements designed to reduce
the number of trips by auto by creating measurable or quantifiable differences in time or
cost. TDM is included in the WBS Recommended Alternative and is a demand
reduction component in the I-5 to 99W subarea.

The following were incorporated into modeling this element as part of the Western
Bypass Study. Parking charges were applied to all work-related single occupancy
vehicles (SOVs) parking in the Study Area. These charges were applied uniformly
throughout the Study Area. No parking charges were assessed for carpools or
vanpools. Full (100 percent) transit subsidies were provided for all employees who
work in the Study Area and ride transit to work.116

TDM measures are recommended for implementation as part of a regional TDM
program. The actual measures may be different than those modeled in the Western
Bypass Study.117 Since the TDM program modeled in the Study focused on work trips,
it indicates that an employer-based TDM program may be successful. The region has
certain TDM programs already in place. These activities are generated from policies in

115 See Recommended Alternative Report at 15.
116 Parking charges were not included for non-work trips because research has demonstrated that an
effective TDM program is focused on regular (commuter type) trips.
117 See Hoglund letter. Currently, the region is pursuing TDM actions such as congestion pricing, toll
roads, rideshare programs, and transportation management associations. While congestion pricing
seems to be the most promising alternative to reducing system demand to the level assumed in the
Bypass Study, the program remains in the study stage. Metro is looking at the I-5 to 99W Connector as
one alternative to be priced. In addition, Metro staff supports examining the use of tolls on the
Connector in order to both fill the revenue gap and to manage demand (particularly commuter travel) on
the facility. Id.
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the RTP and focus on ridesharing and parking management. Other specific TDM tools
that could be used include lane pricing and user fees.

As modeled in the Western Bypass Study, the TDM program reduces the number of
SOV daily work trips in the Study Area by approximately 37,000. This is equivalent to a
15 percent reduction of SOV work trips for the total Study Area. Based on research of
other TDM programs nationwide, it was projected that a Regional TDM program could
generate demand reduction for work trips in the five percent range.118 While a specific
employer or locality could potentially provide greater reductions, this five percent
threshold was determined to be reasonable for the area.119

Currently, the region is aggressively pursuing TDM and alternative mode programs to
address congestion and to comply with growth management and air quality
requirements. These include the Employee Commute Options (ECO) program
mandated by the adopted DEQ Air Quality Maintenance Plan. The program requires
employee trip reductions by up to 10 percent for all the region's employers of 50 or
more. Metro is also developing region-wide alternative mode programs as part of the
RTP update which will result in recommendations on how to meet the TPR goal of
reducing overall VMT per capita by 10 percent in the next 20 years.120

In addition, Title 2, Section 2 of the Urban Growth Management Functional Plan
identifies maximum parking ratios intended to reduce vehicle miles of travel. Those
actions, together with other regional proposals (toll roads, congestion pricing,
education programs) ensure that an aggressive TDM program component can be
implemented over time. However, even together with alternative modes of
transportation and improvements to existing facilities, need for the I-5 to 99W
Connector will remain to serve interregional passenger and freight needs.121

Improvements to Existing Facilities

In the I-5 to 99W subarea, improvements to existing facilities were considered and a
number are included in the Recommended Alternative, in addition to the I-5 to 99W
Connector. Some were evaluated and not recommended because they did not address
the need or demand. Others were not evaluated because they would not function in
response to the identified need. See I-5/99W Technical Report at pages 31-36.

There are a limited number of existing roadways which connect I-5 to 99W.
Improvements to all were considered, but only reasonable options for addressing the
regional need identified were further analyzed.

118 Western Bypass Study Technical Memorandum, 'Transportation Demand Management Measures",
June 27, 1991, at 9. The Hoglund letter describes the Western Bypass Study TDM analysis as "very
aggressive."
11* I-5/99W Technical Report at 30-31.
1 2 0W.at31.
121 Id. See also Hoglund letter.
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Improvements to minor arteriais and neighborhood streets between 1-5 and 99W
were not evaluated. The demand in the year 2015, in combination with other
transportation modes and TDM, is for over 3600 vehicles in the peak hour. Minor
capacity improvements to these streets would not address the identified transportation
needs. Short connections or intersection improvements would not address the longer
distance connections needed as discussed in this exceptions document. Furthermore,
these types of roadways were not intended to serve through trips.

Specifically, north-south roadways such as Hall Boulevard and Boones Ferry Road are
oriented in the wrong direction to be through connectors between I-5 and 99W. They
can only provide parallel, non-connecting routes. Tualatin area east-west roads such
as Saggert, Avery and Herman do not connect between I-5 and 99W. Even if widened,
these small roads would not provide the regionally needed through connection between
I-5 and 99W. If extended, these roads would not provide the needed direct connection
to I-5 because there are no interchanges at their ends. The same would be true for
minor roadways in Sherwood. For example, Sunset Road would not provide a through
connection.

The WBS Recommended Alternative includes widening Tualatin-Sherwood Road to
three lanes between 99W and Avery and five lanes between Avery and Boones Ferry
Road. Widening of Tualatin-Sherwood Road beyond five lanes would conflict with the
concept for Town Centers and with Boulevard Design elements contained in Title 6,
Section 2 of the Urban Growth Management Functional Plan.122

The language of Title 6, Section 2 clearly shows the difficulty of expanding the existing
arterial configuration through the Tualatin Town Center. The standards for facilities
designated as "boulevards," such as Tualatin/Sherwood Road, include, among other
things, wide sidewalks, landscape strips, pedestrian crossings at all intersections and
mid-block crossings where intersection spacing is excessive, bikeways, on-street
parking and use of landscaped medians. While "boulevard" designations have not yet
been added to comprehensive plans, the design challenge of further expanding
Tualatin/Sherwood Road through the center of Tualatin and simultaneously meeting
these standards would be substantial, and such expansion would be counterproductive
to achieving Region 2040 implementation. As earlier noted, as well as creating a
physical barrier for pedestrians, such further widening would create a 140 foot cross
section that would result in significant potential for modal and functional conflicts.123

The WBS Recommended Alternative includes widening Durham Road to three lanes.
Durham Road does not connect to I-5 and cannot reasonably be extended through the

122 See Hoglund letter. Widening Tualatin/Sherwood Road to five lanes between Avery and 99W
eventually may be necessary and not entirely inappropriate to serve arterial trips between the Sherwood
and Tualatin Town Centers. However, widening the facility beyond five lanes would draw regional traffic
to the arterial and create conflicts with the Boulevard Design elements for reasons explained in the text.
123 Hoglund letter.
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existing urban area to 1-5. More importantly, Durham Road is north of the area in which
the identified travel demand exists. Select link analysis demonstrated that if the 1-5 to
99W Connector were not constructed, there would not be significant increased travel
demand on this roadway. This is because little travel demand for an 1-5 to 99W
connector exists beyond the identified corridor limits. Simply put, the regional through
demand is located farther south than Durham Road.124

The WBS Recommended Alternative also includes widening Tualatin Road to include
a median lane between 99W and Upper Boones Ferry Road. Tualatin Road does not
connect to I-5 and cannot be extended through the existing urban area without
displacement of significant existing commercial developments. Nor could a new
connection at I-5 reasonably be constructed due to interchange spacing
requirements.125 Tualatin Road is constrained from being widened by a golf course,
railroad right-of-way, and a city park. Finally, select link analysis demonstrated that
less than 15 percent of the I-5 to 99W Connector travel demand could be
accommodated for if this facility were upgraded to a through road. Accordingly, this
existing roadway is not an option for providing a through connection or a significant
capacity increase in the I-5 to 99W area.126

The WBS Recommended Alternative authorizes the widening of 99W to potentially six
travel lanes from Pfaffle Street to Commercial Street and from Durham Road to I-5. It
further includes 99W intersection improvements to enhance the flow of traffic between
the Town Centers of Sherwood, King City and Tigard, which 99W will serve and
connect. Moreover, between Six Corners in Sherwood and Durham Road, 99W would
be upgraded to a limited access highway. This would improve the PM peak hour LOS
from F to D/E. 99W needs this additional capacity to reduce some of the congestion it
currently experiences.

Further widening of 99W beyond that included in the WBS Recommended Alternative
is not a reasonable option. 99W passes through the King City and Tigard Town
Centers. Additional widening would conflict with Boulevard Design elements contained
in Title 6, Section 2 of the Urban Growth Management Functional Plan that are
applicable to and required to achieve the Town Center concept. As with further
widening of Tualatin/Sherwood Road, such widening would create a 140 foot cross
section that would result in significant potential for modal and functional conflicts.127

Without a new I-5 to 99W Connector, there will be additional demand for travel through
the Tigard Town Center on an already congested 99W. The 2015 select link analysis
showed 1000 vehicles diverting to 99W in the PM peak hour if the I-5 to 99W

1241-5/99W Technical Report at 32. See also Two Tollways Projects Report.
125ODOT's preferred minimum interchange spacing is two miles.
1261-5/99W Technical Report at 33. See also Hoglund letter (the only potentially viable alternatives that
exist or are appropriate to carry the inter-regional traffic intended to be carried on the I-5 to 99W
Connector are 99W and Tualatin-Sherwood Road).
127 Hoglund letter.
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Connector is not built.128 Since this Town Center is not intended to accommodate
through traffic, it is important to provide the Connector to serve the identified through
traffic demand.129

Conclusions with Respect to Alternatives

As the above-described analysis demonstrates, alternatives to the I-5 to 99W
Connector were exhaustively studied. For all of the reasons stated above and in the I-
5/99W Technical Report, those alternatives, even in combination and even if adopted
into the RTP, cannot reasonably accommodate or eliminate the identified need for the
I-5 to 99W Connector. Already, transit and TDM measures are substantially
incorporated into the WBS Recommended Alternative. With DRT, transit service will
become available to virtually all of the I-5 to 99W subarea. Further expansion of the
transit system still would not eliminate the identified need.

Additional improvements to existing roadway facilities cannot reasonably accommodate
the need. Substantial improvements already are proposed for 99W and
Tualatin/Sherwood, Tualatin, and Durham Roads. Some roads, like 99W and
Tualatin/Sherwood, cannot be further widened to meet capacity requirements without
creating modal conflicts and violating the Boulevard Design standards contained in the
Urban Growth Management Functional Plan. Other roads, like Tualatin and Durham,
are out of direction, out of the travel demand area, or cannot reasonably be extended to
I-5 to meet the identified regional and state transportation need. Still other roads are
too far removed to serve the identified need in this area.

Moreover, further widening of these roads would run contrary to the primary functions
to be served by the new facility. The identified transportation need for the I-5 to 99W
Connector is for a facility that (1) provides for relatively high speed movement of people
and goods into and out of the region; (2) separates incompatible traffic such as
collector/arterial traffic from regional/through traffic and minimizes the effect of traffic on
alternative modes and users; (3) eliminates unnecessary higher speed through traffic
from designated Town Centers in Tigard, King City, Tualatin and Sherwood; and (4)
maintains current and anticipated RTP performance levels for principal arterials. See
Hoglund letter. To implement the 2040 Growth Concept, 99W, Tualatin/Sherwood
Road, Tualatin Road, Durham Road, and other lesser arterials are needed to serve
local transportation needs. These roads need to operate in pedestrian, bicycle and
transit-friendly manners, at slower operating speeds. This result cannot be achieved
by creating a single facility concurrently serving both inter-regional and local trip needs.

128Two Tollways Projects Report.
1291-5/99W Technical Report at 12. As noted in the Hoglund letter, 99Ws designation as a through route
is proposed for change in the RTP update. As proposed, the I-5 to 99W Connector would replace 99W
as the principal arterial to serve major travel destinations, particularly inter-regional travel. 99Ws new
primary function would be to provide access to and circulation within designated Region 2040 Town
Centers, thereby accommodating short, local trips with a minimum of through traffic.
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Finally, changes in land use designations, densities and designs would not eliminate
the need for the 1-5 to 99W Connector. The 2040 Growth Concept adopted in 1994
already reflects many of the "mixed use" land use concepts introduced in the LUTRAQ
alternative. The "Regional Center" and "Town Center" concepts have the effect of
clustering jobs, residences and shopping near transit lines to encourage transit use.
Indeed, the 2040 Growth Concept is now the preferred form of regional growth and
development and is adopted for long-term regional growth management.

The LUTRAQ LRT projects along Highway 217, Barbur Boulevard and the Willamette
Shores are not part of the WBS Recommended Alternative. Express bus service,
highway widening, and transit center/park-and-ride facilities are included in the WBS
Recommended Alternative instead of LRT in the Highway 217 corridor for transit
service improvements, because that level-of-service can address the identified demand
through the year 2010. The Barbur and Willamette Shores LRT extensions did not
address the needs identified for the Western Bypass Study, and therefore were not
included as components of the recommendation.

The LUTRAQ Alternative demonstrated that alternative land use patterns can improve
transportation performance, when combined with appropriate transportation
improvements. Analysis showed an increase of more than 10,000 daily work trips and
8,000 non-work trips in this alternative over any of the other alternatives analyzed.130

As the land uses are conformed to those envisioned in the Region 2040 Growth
Concept, some of the measures for which LUTRAQ performed well (e.g. change in total
Study Area vehicle trips per day) will be reflected in the implementation of the WBS
Recommended Alternative.

Even with these notable improvements which can occur with land use changes,
demand in the 1-5 to 99W subarea will remain. Of particular concern is the congestion
in the Tualatin Town Center. Without the 1-5 to 99W Connector it is projected that
there will be significant congestion (LOS F in excess of one hour during the PM peak
period) and traffic diversion onto roadways not intended to accommodate through and
regional travel.131 The result would be significantly reduced access in the I-5 to 99W
subarea.

d. ORS 197.732(1 )(c)(A), Goal 2 Part ll(c)(1), OAR 660-04-
020(2)(a) and OAR 660-04-022

ORS 197.732(1 )(c)(A), Goal 2 Part ll(c)(1) and OAR 660-04-020(2)(a) and -022 parallel
OAR 660-12-070(4). ORS 197.732(1 )(c)(A) and Goal 2, Part ll(c)(1) require an
exception to include reasons which justify why the state policy embodied in the
applicable goals should not apply. OAR 660-04-020(2)(a) interprets these
requirements by explaining that the exception should set forth the facts and

130 Alternatives Analysis Report, Table 5.1-1.
131 Id.
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assumptions used as the basis for determining that a state policy embodied in a goal
should not apply to a specific property or situation, including the amount of land for the
use being planned and why the use requires a location on resource land.

OAR 660-04-022 gives examples of the types of reasons which may justify exceptions,
including demonstrated need for the activity based on one or more requirements of
Goals 3 to 19 and specialfeatures of the proposed use or activity that necessitate its
location on the proposed exception site.

The reasons which justify exceptions to Goals 3, 4, 11 and 14 for the I-5 to 99W
Connector are stated above. Those reasons relate to Goal 12 and reflect statewide
and regional transportation and growth management policies and identified statewide
and regional transportation needs. Those reasons also reflect the inability of existing
facilities or alternative modes to reasonably accommodate the needed four lane limited
access highway. The reasons are consistent with the more specific reasons required
under OAR 660-12-070(4).

It is not yet clear whether, in fact, the I-5 to 99W Connector will require a rural location.
This matter will be determined during project development, when alternative alignments
are considered and a specific alignment selected. However, good reasons exist for
recognizing the possibility for portions of the I-5 to 99W Connector to be located on
rural lands. Of course, when an alignment is selected, any determination authorizing
any portion of the roadway to be located outside the UGB would need to be
accompanied by another goal exception explaining why the facility cannot reasonably
be accommodated within the UGB.

The I-5 to 99W corridor analyzed in the Western Bypass Study was originally that
identified in the local comprehensive plans for Washington County and Tualatin for that
portion of the proposed Western Bypass between I-5 and 99W. The width of the
corridor did not then extend farther north because other existing facilities were located
there, including Tualatin/Sherwood Road. Some of these facilities, including Tualatin
Road, Durham Road, McDonald/Bonita and Highway 217 could be improved if the
demand extended farther north.

Another new facility corridor for a new arterial was considered in the area between
Tualatin Road and McDonald, referred to as the Murray Extension. However, analysis
during the course of the Western Bypass Study snowed that this corridor could
accommodate little of the demand shown for the I-5 to 99W Connector. Analysis
showed that further improvements to the north of the area in the recommended I-5 to
99W corridor would not satisfy the identified needs.
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The corridor was not extended farther south because the urban area generating the
demand was not located there. Furthermore, no options for new interchange
connections exist on 1-5 south of approximately Norwood Road.132

The corridor was adjusted twice during the course of the Western Bypass Study. First,
a new connection option was added directly to I-5 roughly at I-205. While this was a
very controversial decision, this change was made to make it possible to subsequently
evaluate, during project development, if a reasonable alignment alternative in the
corridor could be developed which would not require a Goal exception.

After the Tualatin National Wildlife Refuge Environmental Impact Statement (EIS) was
published, the corridor boundaries were adjusted again, approximately one-half mile
northeast of the northeast edge of the proposed refuge. The change was made to
make it possible to subsequently evaluate, during project development, if a reasonable
alignment alternative in the corridor could be developed which would not require a
portion of the Wildlife Refuge. The Tonquin Scablands Geologic area, the 100 year
floodplain and associated wetlands were also significant constraints in the corridor.

The Western Bypass Study prepared an Alternatives Analysis Report as part of the
Major Investment Study. The information contained in that document was essentially
the same as that in a Tier I EIS. Impacts for all the individual improvements in each of
the alternatives were analyzed. The study team recognized that, due to the width and
types of improvements and land uses within the corridor, impacts in the I-5 to 99W
Connector corridor could vary significantly depending on the alignment analyzed. They
therefore selected two sample alignments with right-of-way widths consistent with that
of a four lane limited access facility.

The results of the analysis demonstrated that the adverse impacts for an alignment
solely within the UGB could be significant. Using Metro's RLIS mapping data base,
Geographical Information System (GIS) analysis concluded that the urban alignment
could result in impacts to 64 parcels while the rural alignment could impact
approximately 25 parcels.133 The projected differential in cost between the urban and
rural right-of-way could be as much as $40 million.134 Project development at the
alignment level will need to address whether the impacts for an alignment solely within
the UGB is reasonable. Project design of this facility will need to test if mitigation is
reasonable to provide measures to minimize operational impacts, support planned land
uses, enhance compatibility with existing land uses, ensure compatibility with 2040
growth management and design objectives, and avoid splitting neighborhoods and
local access.

132ODOT's preferred minimum interchange spacing requirement is two miles. The Norwood Road
overcrossing is the last location north of the existing Wilsonville interchange that could be considered for
an interchange.
133 Recommended Alternative Report at 37-38.
134 Two Tollways Projects Report.
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The portion of the alignment which might need to be outside the UGB can potentially be
limited relative to the overall length of the 1-5 to 99W Connector. The 1-5 to 99W
Connector could have direct impacts on agricultural or forest lands designated EFU,
EFC, or AF-20, depending on the alignment chosen at the project development stage.
If the alignment is outside the UGB, approximately 37 acres of farmland could be
directly impacted by the limited-access facility and other improvements contained in the
WBS Recommended Alternative. The farm parcels within the project corridor vary in
size from five to one hundred plus acres. Some of the parcels have residential
development. There could also be indirect impacts that range from the loss of crops
from the local economy to the disruption of farming activities such as crop spraying and
harvesting.

The 1-5 to 99W Connector could create pressures to allow land uses around
interchange locations that differ from the planned land uses. There are adopted
comprehensive plans for these areas. These induced pressures will need to be
addressed in project development, especially in selecting interchange locations so that
the 1-5 to 99W Connector supports its intended use for through trips. In similar
locations along the 1-205 facility, the planned land uses have remained unchanged
around interchange locations, especially outside of the UGB. The same is expected to
hold true for the 1-5 to 99W Connector as the existing acknowledged plans and the
Region 2040 Growth Concept are implemented.

In summary, project level development and alternative alignment evaluation will be
needed to test if a reasonable alignment can be developed which would not require an
exception. At this systems level of analysis, the general location can be limited as
contained in this recommendation.

e. OAR 660-12-070(5), ORS 197.732(1 )(c)(B), Goal 2 Part
ll(c)(2) and OAR 660-04-020(2)(b)

OAR 660-12-070(5) provides that to address Goal 2, Part ll(c)(2), the exception must
demonstrate that non-exception locations cannot reasonably accommodate the
proposed transportation improvement or facility. Similarly, OAR 660-04-020(2)(b)
requires justification why "areas which do not require a new exception cannot
reasonably accommodate the use."

It is premature to address OAR 660-12-070(5) and 660-04-020(2)(b) at this time. The
action taken here merely establishes a general corridor within which the proposed
facility is to be located. Because locating the I-5 to 99W Connector entirely inside the
UGB could potentially result in unreasonable adverse impacts that would justify a
location outside the UGB, this general corridor includes some lands located outside the
UGB. However, the decision to include those rural lands does not, in itself, authorize
construction of this facility on those lands. For that to happen, a second exception
must be taken demonstrating why the facility cannot reasonably be located entirely
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within the UGB. Insufficient evidence is available at this time to conclude one way or
the other.

f. OAR 660-12-070(6)

OAR 660-12-070(6) requires the exception to justify the thresholds chosen to judge
whether an alternative method or location identified under OAR 660-12-070(4) or (5)
cannot reasonably accommodate the proposed transportation need or facility. These
thresholds include cost, operational feasibility, economic dislocation and other relevant
factors.

For the I-5 to 99W Connector, the most relevant thresholds are the nature of the
transportation need, operational feasibility and impacts on planned urban growth
patterns. As noted in these findings and throughout the I-5 to 99W Technical Report,
the facility is intended to and would serve predominantly state and regional
transportation needs to move people between and through the region and to connect
Town and Regional Centers. These needs cannot reasonably be met through
alternative modes of transportation or through facilities serving local needs. The
Western Bypass Study WBS Recommended Alternative includes significant planned
transit improvements which will extend transit service to 99 percent of the Study Area,
including the I-5 to 99W subarea. Those improvements have been taken into account
in determining the need for this facility. Transit improvements beyond those planned,
even in conjunction with TDM measures, still would not eliminate the need for this
facility. Indeed, they would do little even to reduce the need for this facility.

Similarly, improvements to existing roadways beyond those contained in the WBS
Recommended Alternative would not eliminate the state and regional needs for this
facility or meet the operational objectives of providing a facility designed to serve
through traffic. If the I-5 to 99W Connector is not built, the roadways that would
accommodate the bulk of the diverted traffic, i.e. Tualatin/Sherwood, Tualatin and 99W,
would exceed their planned capacity and levels of service. Further widening of these
roadways cannot reasonably accommodate the identified need for reasons already
stated in these findings. Roads elsewhere in the Study Area, including Durham Road,
Bonita and Highway 217, do not serve the identified need. For those reasons, further
consideration of improvements at those alternative locations is not warranted.

The impacts alternatives would have on Metro's ability to implement its 2040 Growth
Concept is another major consideration. The 2040 Growth Concept earmarks urban
communities including Sherwood, Tualatin, King City and Tigard to accommodate
regional urban growth needs through their development as Town Centers. The urban
form in which these Town Centers grow is important to their success. While a safe and
convenient roadway and transit network connecting Town Centers and Regional
Centers is vital to the success of the 2040 Growth Concept, the resulting transportation
system must be compatible with and cannot overwhelm or undermine planned design
concepts implementing these urban designations as provided in Title 6, Section 2 of
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the Urban Growth Management Functional Plan. As described above, further widening
of Tualatin/Sherwood Road or Highway 99W would prevent the region from developing
the Tualatin and Tigard Town Centers in the manner consistent with the Urban Growth
Management Functional Plan. A six or seven lane full access roadway dividing the
center of the Tualatin or Tigard Town Center would destroy the compact, pedestrian
friendly development concept planned for those Town Centers and seriously impede
the region's ability to achieve full implementation of the 2040 Growth Concepts.135

Cost also is a consideration. Consistent with federal law, Metro has adopted a
Financially Constrained RTP that includes projects for which adequate funding
reasonably is anticipated over the planning period. Because the proposed road is
being considered as a tollway, the potential for funding it may be more likely than
funding transportation alternatives, such as a new light rail line. Also, extending light
rail to Tualatin or Sherwood is infeasible given cost constraints and higher regional
LRT priorities. Given funding uncertainties, however, cost is not a major factor.

Economic dislocations, including displacements, fragmentation, encroachments and
property access impacts, and social impacts, including residential displacements,
visual impacts, disenfranchisement, noise, traffic, safety and community cohesion, will
become factors when decisions selecting the precise location and alignment are made.
Likewise, adverse environmental impacts, including impacts on wetlands and wildlife
habitat, parks and recreational areas, hydrology and water quality, air quality and
cultural resources, will become factors. At this systems level, they are not factors
except to the extent they might prevent roadway expansion or influence the location of
the I-5 to 99W corridor (e.g., to avoid or minimize impacts to the Tualatin River National
Wildlife Refuge and the Tonquin Scablands).

The ability to achieve regional VMT objectives also is a factor. Because VMT is
measured on a regional rather than an individual project basis, the focus is on whether
the new facility is likely to substantially impede Metro's ability to meet VMT standards in
the TPR. For reasons stated above, it does not appear that the I-5 to 99W Connector
will have any significant impact on the region's ability to meet VMT objectives, even
given that most trips along this facility would be regional and through trips. The TPR
recognizes the need to plan for and accommodate these types of trips.

g. OAR 660-12-070(7), ORS 197.732(1 )(c)(C), Goal 2 Part
ll(c)(3) and OAR 660-04-020(2)(c)

OAR 660-12-070(7) provides that to comply with Goal 2, Part ll(c)(3), the exception
must compare the economic, social, environmental and energy consequences of the
proposed location with other locations requiring exceptions. The exception must
discuss "whether the net adverse impacts associated with the proposed exception site
are significantly more adverse than the net impacts from other locations which would

135 Hoglund letter.
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also require an exception." The proposed exception would fail only if the impacts
associated with it are "significantly more adverse" than the other identified exception
sites. Under OAR 660-12-070(7)(c), the evaluation of consequences may be
generalized.

OAR 660-04-020(2)(c) is similar to OAR 660-12-070(7). It requires a general
description of the character of each alternative area and discussion of the advantages
and disadvantages of the various alternatives, including positive and negative
consequences. Like OAR 660-12-070(7), the exception must explain why the use at
the chosen site is not "significantly more adverse" than would typically result from the
same proposal being located at one of the exception sites. Considerations include
which resource lands are most productive; the ability to sustain resource uses near the
proposed use; and long-term economic impact on the general area resulting from
removal of land from the resource base.

Because no specific alignment is proposed at this time, it is premature to address these
standards. If. at the time of project development, alignments are proposed that extend
outside the UGB, consideration of these standards will be required.136

h. OAR 660-12-070(8), ORS 197.732(1 )(c)(D), Goal 2 Part
ll(c)(4) and OAR 660-04-020(2)(d)

OAR 660-12-070(8) provides that to comply with Goal 2, Part ll(c)(4), the exception
must 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. This section also requires, as part of the
exception, facility design and land use measures which minimize accessibility of rural
lands from the proposed transportation facility and support continued rural use of
surrounding lands.

Similarly, OAR 660-04-020(2)(d) requires the exception to explain how the proposed
use is compatible with other adjacent uses or will be rendered compatible through
measures designed to reduce adverse impacts. As used in this section, "compatible" is
not intended as an absolute term meaning no interference or adverse impacts of any
type with adjacent uses.

At this time, it is unclear whether any of the I-5 to 99W Connector would be located
outside the UGB. Should the alignment be situated entirely inside the UGB, a
demonstration of compliance with these criteria will be unnecessary. On the other
hand, if an alignment extending outside the UGB is selected, a second exception will

136 No alternative corridor locations requiring exceptions have been proposed that might trigger
application of these standards at this time.
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be required to show how these standards are met. Accordingly, a demonstration of
compliance with these sections at this time is premature.

D. Overall Conclusion of Compliance with the Transportation
Planning Rule.

For all of the reasons listed above, compliance with all currently applicable TPR
provisions has been demonstrated. These findings support amendment of the RTP to
include the 1-5 to 99W Connector. They further provide the justification required by the
goals and OAR 660-12-070 for affected local governments to amend their
comprehensive plans to include this transportation facility.
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M E T R O

EXHIBIT D
CONDITIONS OF APPROVAL

I-5/99W Connector

A. Conditions relating to improved accessibility to preserve the function of US
99W and the I-5/99W Connector.

1. Adoption of a Neighbor City Agreement between Metro and the City of
Newberg, addressing the RUGGO Objectives 26.1, 26.2, as follows:

a. Maintaining rural area in between the Metro and City urban
growth boundaries.

b. Policies to improve the jobs/housing balance in the City of
Newberg and southwestern communities inside the Metro
urban growth boundary.

c. Agreement to coordinate population forecasts that are used as
the basis for land use planning.

2. Adoption of a Green Corridor and Rural Reserve Agreement among
City of Newberg, Yamhill and Washington Counties, ODOT, and Metro
addressing RUGGO Objectives 26.3 and 2040 Growth Concept Rural
Reserves, as follows:

a. Policies to maintain the transportation facility that links the
metropolitan area and the City of Newberg with limits on access
to the farms and forests of rural reserve areas.

b. Policies to maintain the rural character of the landscape by
maintaining rural zoning designations.

c. Policies to limit new rural commercial or industrial
development in rural reserves.

d. Maintaining resource protection and very low density
residential zoning.

B. Conditions relating to project development decisions



1. A build/no build decision will be made through an amendment of the
Regional Transportation Plan after completion of an alignment level
Final Environmental Impact Statement (FEIS).

2. Further exceptions to applicable statewide land use planning goals
consistent with OAR 660-12-070 shall be taken if any portion of the
selected alignment is located outside the acknowledged urban growth
boundary.

3. Consideration of the use of tolls should look at methods to both
finance the 1-5/99W Connector and to manage corridor demand
consistent with the Green Corridor and Neighbor City agreements

LSS/jep
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M E T R O

EXHIBIT E

Text revisions to the
1992 Regional Transportation Plan

April 1997

With adoption of Ordinance No. 97-689A, the 1992 Regional Transportation
Plan will show the following text amendments:

Figure 5-7 (map text):

A variety of transportation and land use alernatives arc being examined in
the Tualatin-Hillsboro corridor as part of the Western Bypass Study.

Page 5-16: 10-Year Priority Projects (Reduce Congestion)

Consider constructing Construct a limited access facililty in the Tualatin-
Hillsboro from 1-5 to Highway 99W or other alternatives as identified in the
ODOT Western Bypass Study. Construction is contingent upon completion of
an alignment-level EIS to select a preferred alignment, including any required
exceptions, and upon Green Corridor and Neighbor City inter-governmental
agreements between Metro, ODOT, and jurisdictions within the Connector
and Highway 99W corridor.

Page 5-16: 10-20 Year Projects (Reduce Congestion)

Constructing interchanges on the proposed bypass facility at Highway 99W
and Tualatin-Sherwood/Edy Roads. (The proposed bypass is contingent upon
the recommendations of ODOT's Western Bypass Study. If a decision is made
to not build the bypass facility, then the need for these improvements will be
re-evaluated).

Page 5-17: 10 Year Priority Project (Circumferential Travel)

Consider constructing facility improvements in the Tualatin-Hillsboro
corridor from Highway 99W to Tualatin Valley Highway and from Tualatin
Valley Highway to Sunset Highway, or other highway transit, or land use
alternatives as identified in ODOT's Western Bypass Study.

Page 5-17: 10-20 Year Projects (Arterial Operations)



Widening Scholls Ferry Road from Beef Bond to the bypass facility, Consider
capacity improvments to Scholls Ferry southwest of Murray, and

Page 5-18: 10-Year Projects (Remove Through Traffic)

Constructing interchanges at I-5/I 205 and the proposed bypass facility. (The
proposed bypass is contingent upon the recommendations of ODOT's
Western Bypass Study. If a decision is made to not build the bypass facility,
then the need for these improvements will be re-evaluated).

Page 8-14: Outstanding Issues

6. Tualatin-Hillsboro Corridor 1-5/99W Connector

The Western Bypass was adopted as a contingent recommendation subject to
the findings of a land use and environmental analysis. ODOT has begun a
study of the Tualatin Hillsboro Corridor evaluating the need for
transportation improvements in the corridor and assessing the land use
consequences of a range of reasonable alternative. The ODOT Western Bypass
Study will incorporate the results of 1000 Friends of Oregon LUTRAQ Study if
that study produces a viable land use/transportation strategy.

ODOT completed the Western Bypass Study in 1997. Part of the findings of
the study was to construct a limited access facility from 1-5 to Highway 99W.
The study also conclude that a full bypass route should be dropped from
consideration. Further, construction of the Connector is contingent upon
completion of a alignment-level EIS to select a preferred alignment, including
any required exceptions, and upon Green Corridor and Neighbor City inter-
governmental agreements between Metro, ODOT. and jurisdictions within
the Connector and Highway 99W corridor.

Page 8-15: Outstanding Issues

9. Land Use

The RTP constains three new proposed improvements on the regional
highway system that would likely impact resources protected under the
Statewide Land Use Planning Goals:

• Tualatin-Hillsboro Corridor (Western Bypass) 1-5/99W Connector in
Washington County

MH
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WHEREAS, an alignment-level Environmental Impact Statement

Process is required to select a preferred alignment and that a second-tier

statewide planning goal exception process will be required if any portion of

the selected alignment falls outside the Metro Urban Growth Boundary, and

WHEREAS, Green Corridor and Neighbor City agreements consistent

with Metro's Regional Urban Growth Goals and Objectives will be developed

upon selection of a preferred alternative, now, therefore

THE METRO COUNCIL HEREBY ORDAINS:

1. That the 1992 Regional Transportation Plan (RTP) be amended

to require the need, function, mode, and general corridor for the 1-5/99W

Connector as defined and shown on the map in Exhibit A and supported in

Technical Report (Exhibit B) and the Findings Report (Exhibit C).

2. That Metro should work cooperatively with the Green Corridor

and Neighbor City jurisdictions to ensure execution of the agreements in

Exhibit D prior to construction of the I-5/99W Connector.

3. That the 1992 RTP reflect the text revisions as shown in Exhibit E.

Jon Kvistad, Presiding Officer
Approved as to Form:

Daniel B. Cooper, General Counsel

MH:4/30/97
Connector.Ord



STAFF REPORT

CONSIDERATION OF RESOLUTION NO. 97-2497 FOR THE PURPOSE OF
ENDORSING THE RECOMMENDED ARTERIAL AND HIGHWAY IMPROVEMENTS
CONTAINED WITHIN ODOT'S WESTERN BYPASS STUDY AND AMENDING THE
199 5 INTERIM FEDERAL REGIONAL TRANSPORTATION PLAN

Date: April 25, 1997 Presented by: Andrew Cotugno

PROPOSED ACTION

This resolution endorses the arterial and highway recommendations
contained within the Oregon Department of Transportation (ODOT)
Western Bypass Study Recommended Alternative Report, June 1996.
This resolution also acts to amend the Preferred Project List of
the 1995 Interim Federal Regional Transportation Plan (RTP) to
incorporate the recommended arterial and highway projects identi-
fied in the Recommended Alternative Report.

With this resolution, the Metro Council and JPACT also recognize
that the recommended highway and arterial improvements represent
a minimal 2 0-year need for the study area to meet current per-
formance standards. It is recognized that the full transporta-
tion needs in the study area require a complementary strategy of
transit, transportation demand management (TDM), transportation
system management (TSM), and other alternative modes. As Metro
updates the RTP through 1997, a number of issues will be
addressed which may refine the recommendations contained within
the Recommended Alternative Report. Specifically, appropriate
transit, TDM, TSM, and other alternative mode strategies will be
identified for the area and all arterial and highway recommenda-
tions contained in the current RTP Preferred Project List will be
reviewed consistent with adopted performance measures and stan-
dards .

TPAC has reviewed this proposed amendment to the 1995 Interim
Regional Transportation Plan and recommends approval of Resolu-
tion No. 97-2497.

FACTUAL BACKGROUND AND ANALYSIS

Study Background

ODOT initiated the Western Bypass Study in 1989. The study
responded to issues related to the adequacy of north-south
circumferential transportation needs in Washington County. Those
issues were identified both in Metro's 1987 Southwest Corridor
Study and during the Washington County Transportation Plan
development in 1988.

The Western Bypass Study provided a focused analysis and evalua-
tion of the mobility needs and related problems in a large study
area that included essentially the entire urban portion of
Washington County and westernmost portions of both the City of



Portland and Clackamas County. The study area also included
portions of rural Washington County. The study provided for a
comprehensive, multi-modal analysis and evaluation of alternative
options to address the identified transportation problems in the
Study Area. A Statement of Purpose and Need (February 1991) and
an Alternatives Analysis Report (May 1995) were published and
underwent a public review as part of that process.

Three committees participated in the study throughout the
process. The Citizens Advisory Committee (CAC) was comprised of
representatives from diverse interest groups and neighborhoods.
The Technical Advisory Committee (TAC) was comprised of repre-
sentatives from the cities within the Study Area, Washington
County, Metro, Tri-Met, and other state and federal agencies.
The Steering Committee was comprised of policy-makers, elected or
top level appointed officials from each jurisdiction or agency.
A complete listing of the members of each committee is included
in Appendix A of the Recommended Alternative Report.

The study began prior to the USDOT's promulgation of planning
rules related to the Intermodal Surface Transportation Efficiency
Act (ISTEA) of 1991. As such, the project was initiated as .a
corridor-level Draft Environmental Impact Statement consistent
with the National Environmental Policy Act. The process was
designed to look at the impact of viable alternatives on the
built and natural environment. With the release of new federal
planning rules in 1993, the project was completed as a Major
Investment Study (MIS). The MIS incorporates an environmental
analysis with alternatives analysis. Five alternative packages
were examined as part of the study. These included the No Build,
the TSM/Planned Project Alternative, the Arterial Expansion/HOV
Express Alternative, the Bypass Alternative, and the LUTRAQ
Alternative.

Recommended Alternative

The Western Bypass Study Recommended Alternative, summarized in
the Recommended Alternative Report, includes a package of multi-
modal improvements which reflect the best performing components
of the five alternatives that meet the study needs. The needs
are based on current traffic operational performance measures
identified in the RTP, the State Highway Plan, and local plans,
or necessary strategies to address a specific traffic function
that is otherwise not being met. The latter includes the recom-
mendation for a new expressway-type connector facility between
Highway 99W and 1-5. The facility addresses an inter-regional,
interstate function that is missing in that portion of the study
area. The Recommended Alternative Report summarizes the trans-
portation problems within the Study Area.

Attachment 1 shows the recommended study area projects as identi-
fied in the study Recommended Alternative Report. Included are
roadway projects that build on the existing arterial system and



add new connections, a TDM program, transit service and facili-
ties, and bicycle and pedestrian facilities. The recommendations
are additive throughout the three tables. Table 3, No Build
Alternative, identifies projects already identified in other
plans or programs. Table 4, TSM Alternative, identifies roadway
projects already under active planning or are suggested system,
demand management, and transit improvements to meet study area
needs. Table 5, Study Recommended Alternative adds the road
projects specifically recommended as a result of the study.

The Recommended Alternative includes packages of transit, TDM,
bicycle, and pedestrian improvements. Also evaluated as part of
the study was the Land Use Transportation Air Quality (LUTRAQ)
alternative. It is not recommended that those specific strate-
gies be adopted into the RTP at this time. Those packages were
included in the Western Bypass Study as a means of showing the
maximum potential demand reduction that could be accomplished in
the study area. The arterial and highway projects respond to
that demand.

Instead, it is recommended that the appropriate alternative mode,
TDM, and TSM packages reflect the more comprehensive activities
that have and will occur. First, the study recommendations were
reviewed for consistency with the regionally adopted 2015 popu-
lation/employment forecast. That forecast was developed con-
sistent with the Region 2040 Growth Concept and represents the
adopted land use alternative. Second, recent TDM actions should
be recognized as generally superseding the Western Bypass Study
strategies. These primarily include the Employee Commute Option
program developed for the region's air quality maintenance plan
and the regional parking ratios developed as part of the Urban
Growth Management Functional Plan (UGMFP). Third, the transit
component for the area should reflect work resulting from Tri-
Met's Transit Choices for Livability process intended to identify
suburban transit strategies. Fourth, the RTP update will further
define other TDM, TSM, transit, and alternative mode actions for
the area which will be balanced against other regional needs.

Finally, the study concluded that circumferential vehicular
traffic within the study area is best served by the identified
highway, arterial, and TSM improvements. As a result, the study
does not recommend continued study or action on a full bypass. A
minority conclusion of the Steering Committee was that the I-
5/99W Connector should still be considered as a first leg of a
full bypass. That recommendation was not supported by the full
Steering Committee and is not included in this resolution.

JPACT/Metro Council Action

Resolution No. 97-2497 endorses in Exhibit A only the new highway
and arterial recommendations contained in the Western Bypass
Study Recommended Alternatives Report, June 1996, for inclusion
into Metro's 1995 Interim Federal Regional Transportation Plan
Preferred Project List. A number of the projects contained in



Attachment 1, Tables 3 and 4, are already contained in the RTP.
Exhibit A to the resolution identifies those highway and arterial
projects that are new as a result of the Western Bypass Study and
are being recommended to be included in the Interim Federal RTP,
Chapter 5, Preferred Project List. The resolution also notes
that significant environmental, land use, and other project
development activities remain for a number of the projects shown
in Exhibit A.

Exhibit B to the resolution contains the specific text changes
being made to the Interim Federal RTP resulting from the Western
Bypass Study. Those changes primarily delete reference to the
study process as an outstanding issue.

Following this adoption process, the arterial and highway
projects contained within the current RTP Preferred System,
including the Western Bypass Study recommendations, will be
evaluated against potentially new performance measures and
standards that are oriented towards implementing the Region 2040
Growth Concept. Consequently, the project status of some of the
recommended improvements contained in the Bypass Study may change
as a result of the RTP update.

1-5/99W Connector

The Western Bypass Study and supporting documentation identified
the need, mode, function, and general corridor for the I-5/99W
Connector. Ordinance No. 97-689 is being reviewed concurrent
with this resolution and contains a number of conditions as part
of its recognition in the State RTP. That recognition enables
the project to move into an alignment-level EIS process consis-
tent with State land use planning goals for its need, mode,
function, and general corridor. The staff report and adopting
ordinance provide the details of that action.

MH:lmk
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Table 3:

No Build Alternative ATTACHMENT

ROADWAY IMPROVEMENTS

NO.

1

2

3

5

6

8

0

11

15

18

25

26

30

32

34

35

36

37

38

40

41

42

43

45

46

48

50

58

62

63

64

65

129

132

166

167

168

PROJECT

I-5/I-20S INTERCHANGE

1-5: UPPER BOONES FERRY RD. - (-205

TV HWY: SW 170TH, 198TH, BROOKWOOD AVE

SCHOU.S FERRY RD AT BEEF BENO RD

SCHOLLS FY RD: MURRAY BLVD - FANNO CRK

HALL BLVD AT SW WASHINGTON

HALL BLVD AT SW OAK ST.

HWY. 26 AT NW 185th AVE. INTERCHANGE

I-5/HWY. 217 INTERCHANGE

U.S. 26 BETWEEN KATHERINE LANE
AND SYLVAN INTERCHANGE

TV HWY: SE 21st AVE-OAKST.

HALL BLVD: ALLEN BLVD. - GREENWAY

BARNES EXTENSION: HWY. 217-BARNES RD

SW 170th AVE. AT FARMINGTON RD

SW 185th AVE. AT KINNAMAN RD

SW 185th AVE. AT ROSA RD

DURHAM RD: HALL BLVD. - 72ND. AVE.

GREENBURG RO. AT HWY. 217 INTERCHANGE

BEEF BEND RD: HWY. 99W-131ST AVE.

NW 185th AVE: ROCK CK. BLVD-TAMARACK WAY

MURRAY BLVD:
ALLEN BLVD - OLD SCHOLLS FERRY RD

BASELINE RD:
158th AVE. - 185* AVE.

EAST MAIN ST: 10th AVE - BROOKWOOD AVE

FOREST GROVE ARTERIAL HWY 47 - QUINCE RD

TUALATIN-SHERWOOO/EDY RD:99W TO AVERY
AVERY TO BOONES FERRY RD.

MCDONALD ST: HALL BLVD.

121st AVE:
SCHOLLS FERRY RO - BURLHEIGHTS OR

1-5 AT STAFFORO INTERCHANGE

CORNELL RO: CORNELIUS PASS RD - 185TH AVE

NE EVERGREEN PKWY:
SHUTE RD • CORNELIUS PASS RO

CORNELIUS PASS RO: CORNELL RD - HWY. 2«

NW 229th AVE: CORNELL RD-EVERGREEN PKWY

GREEN8URGRO: T1E0EMAN AVE. - HWY. 99W

SW 65TH ST.: NYBERG ST. - BORLAND RD

DURHAM RO: HWY B9W - HALL BLVD.

8ONITA RO: HALL BLVD. • t-5

MCOONALO STREET: HWY »9W - 97TH AVENUE

DESCRIPTION

REALIGN, WIDEN NB RAMP, ADO AUXILIARY LANE TO 1-205

CONSTRUCT AUXILIARY LANES

CONSTRUCT RIGHT-TURN LANES

CONSTRUCT LEFT-TURN REFUGE

WIDEN TO S LANES

CONSTUCT LEFT-TURN REFUGE

CONSTRUCT LEFT-TURN LANES

WIDEN INTERCHANGE AND STRUCTURE. LEFT-TURN STORAGE

INTERCHANGE IMPROVEMENTS
INCLUDING 72NO AVE. RAMPS

SCHOLLS FY. RD. TO CANYON RD.: ADO 12* TO EXISTING
WB LANES. CANYON RD. TO KATHERINE LANE
WIDEN TO 3 LANES EACH DIRECTION

WIDEN TO S LANES

WIDEN TO 5 LANES

CONSTRUCT NEW 3-LANE ROAD E/W OF CEDAR HIUS

ADO LEFT-TURN LANES N/S. MOOIFY SIGNAL

ADD LEFT-TURN - 4 LEGS. TRAFFIC SIGNAL

ADO LEFT-TURN LANES, TRAFFIC SIGNAL

ADO LEFT-TURN LANES. EXTENO TO SW 72ND AVE.

WIDEN, IMPROVE OVERCROSSING

IMPROVE ALIGNMENT. TURN LANES AT
INTERSECTION. WIOEN AS POSSIBLE

WIDEN TO 5 LANES, TURN LANES AT INTERSECTION

WIDEN TO 5 LANES. ADD TURN LANES

WIDEN TO 3 LANES: 170TH-185THAVE.
CONSTRUCT NEW ROAD Wfl58TH

WIOEN TO 3 LANES. BIKE LANES. SVW

CONSTRUCT NEW 3-LANE ROAD

WIDEN TO 3 LANES
WIDEN TO 5 LANES
ADD TURN LANES AT INTERSECTION

ADO TURN LANES

WIDEN BRIDGE TO S LANES

WIOEN TO 5 LANES

CONSTRUCT 3 LANE EXTENSION

WIDEN TO 5 LANES

CONSTRUCT 3 LANE EXTENSION

WIOEN TO 3 LANES

WIDEN TO 3 LANES

WIOEN TO 3 LANES

WIOEN TO 3 LANES

ADD TURN LANES. SIOEWALKS

OTHER ELEMENTS
WESTSIDE LRT TO 185TH AVE. - SUPPORTEO BY FEEDER BUS ROUTES

p:Vwt>tM11\cord\nobuiklcdr 11/13/95
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Table 4:

Transportation Systems Management (TSM)/
Planned Projects Alternative

ROADWAY IMPROVEMENTS
NO.

100

101

103

104

105

106

107

108

109

110

113

114

115

116

117

120

121

122

123

124

125

126

127

128

130

131

134

135

137

PROJECT

EAST/WEST ARTERIAL: MURRAY BLVD. - HWY. 217

SW125THAVE: BROCKMAN AVE. - HALL BLVD.

SW BEAVERTON-HILLSDALE HWY.
117TH AVE. -HWY217

SW DAVIS RD: 160TH AVE.-MURRAY BLVD.

SW DENNEY RD: HWY. 217-SCHOLLS FERRY RD.

SW FARMINGTON RD: 149TH AVE. - MURRAY BLVD.

SW HART RD: 165TH AVE. - MURRAY BLVD.

SW LOMBARD AVE.: HWY. 10 - HWY. 8

DARTMOUTH ST: l-5/HAINES - HWY 99W/78TH AVE

BULL MOUNTAIN RD AT HWY. 99W

HWY. 99W: PFAFFLE ST. - COMMERCIAL ST.

TAYLORS FERRY RD: WASHINGTON DR - OLESON RD

MURRAY BLVD: OLD SCHOLLS FERRY RD-135TH AVE

135TH AVE: WALNUT ST. - BULL MOUNTAIN RD.

132ND AVE: WALNUT ST. - BULL MOUNTAIN RD.

CORNELIUS PASS RD: HWY. 26 - WEST UNION RO.

CORNELL RD: 185TH AVE-158TH AVE.

MURRAY BLVD.: MILLIKAN WAY - JENKINS RD.

OLD SCHOLLS FERRY RD: MURRAY BLVD - REUSSER RD

112TH AVE. EXTENSION: CORNELL RD - BARNES RD

NW BARNES RD: CORNELL RO - BARNES EXT.

SW BARNES RD: MlLLER RD - LEAHY RD

SW BARNES RD: MULTNOMAH CO. LINE - MILLER RD.

CORNELL RO: HWY. 28 - BARNES RD

JENKINS RD: MURRAY BLVD. - 158TH AVE

MURRAY BLVD.: HWY. 28 - CORNELL RO

SW 158TH AVE.: WALKER RD - JENKINS RD

BARNES EXTENSION: HWY. 217 - CEDAR HILLS BLVD.

CORNELL RD: SALTZMAN RD. - WASH. COUNTY UNE

DESCRIPTION

NEW 5-LANE ROAD

NEW 5-LANE ROAD

CONSTRUCT 6-LANE SECTION

RECONSTRUCT RDWY. CONNECT TO ALLEN BLVD

RECONSTRUCT ROADWAY WITH LEFT-TURN

RECONSTRUCT ROADWAY. LEFT-TURN, NEW LANES

RECONSTRUCT ROADWAY, LEFT-TURNS

CONSTRUCT NEW 5-LANE ROAD

CONSTRUCT NEW 3-LANE ROAD

ADD APPROACH LANE ON BULL MTN. ROAD

WIDEN TO 6 TRAVEL LANES

EXTENSION OF TAYLORS FERRY ROAD - 2 LANE

CONNECTION, CONSTRUCTION OF NEW ROAD

CONSTRUCT NEW 2-LANE ROAD

CONSTRUCT NEW 2-LANE ROAD

CONSTRUCT 5-LANE SECTION, BIKE LANES

WIOEN TO 5 LANES WITH BIKE PATH

WIDEN STRUCTURE TO 5 LANES. BIKE PATH

WIOEN TO S LANES

CONSTRUCT NEW 3-LANE ROAO

RECONSTRUCT TO 5 LANES. ALIGN

WIDEN TO 5 LANES

WIOEN TO 5 LANES

RECONSTRUCT TO S LANES

RECONSTRUCT TO 5 LANES W/BIKE

WIOEN TO S LANES. INCLUDING INTERCHANGE

WIOEN TO 5 LANES. W/BIKE PATH

BUILD 5 LANE ULTIMATE SECTION

RECONSTRUCT TO 3 LANES. W/BIKE

M\111\cofel\ttm-1.cdr 11/14/9S
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Transportation Systems Management (TSM)/
Planned Projects Alternative

ROADWAY IMPROVEMENTS
NO. PROJECT DESCRIPTION
13S

139

142

143

150

151

152

153

155

156

157

159

160

161

163

164

165

169

170

NYBERG RD: INTERSTATE 5 - 65TH AVE.

WALKER ROAO: 185TH AVE. - CORNELL RO

SW 170TH EXTENSION: BASELINE RD - WALKER RD

BROOKWOODAVE.: CORNELL RD - BASEUNE RO

HWY.217: HWY. 26 - TV HWY.

HWY. 26: HWY. 217 - KATHERINE LANE

HWY. 26: HWY. 217 - CORNELIUS PASS RD

HWY. 26: JACKSON RD INTERCHANGE

HALL BLVD.: SCHOLLS FERRY RD - DURHAM RO

SW 170TH AVE.: FARMINGTON RD - MERLO RD

FARMINGTON RD: 149TH AVE. - 209TH AVE.

BEEF BEND RD: SOUTH OF SCHOLLS FERRY RD
TO ELSNER RO

HWY. 217: CANYON RD - 72ND AVENUE

MURRAY BOULEVARD CONNECTION:
WALNUT/135TH AVE. - GAARDE ST.

GAARDE STREET: 121STAVE.-HWY.9SW

TV HIGHWAY: INTERSECTION IMPROVEMENTS

BASELINE RO: BROOKWOOO AVE. - 216TH AVE.
216TH AVE. - 158TH AVE.

WALKER RD: 185TH AVE.-MURRAY BLVD.

TUALATIN RD: HWY «9W - UPPER BOONES FERRY

UPPER/LOWER BOONES FERRY RD: TUALATIN RD -1-5

RECONSTRUCT TO 5 LANES

WIDEN TO 5 LANES

CONSTRUCT NEW 3-LANE ROAO. BIKE LANE

CONSTRUCT 2-LANE ROAO. NEW

HIGHWAY IMPROVEMENTS ONLY. INCLUDING ALL ROW

ADO 2 LANES - 1 EACH DIRECTION

WIDEN TO 6 LANES

CONSTRUCT NEW INTERCHANGE

WIOEN TO 3 LANES

UPGRADE TO 3 LANES

WIDEN TO S LANES

ALIGNMENT IMPROVEMENTS TO SCHOLLS/SHERWOOD
WIDEN TO 3 LANES
CONSTRUCT NEW 3-LANE FACILITY TO ELSNER RD.

WIDEN TO 3 LANES EACH DIRECTION

CONSTRUCT NEW 3-LANE COLLECTOR

WIOEN TO 3 LANES

WIOEN TO 3 LANES
WIOEN TO 5 LANES

WIDEN TO 5 LANES

WIOEN TO 3 LANES

WIOEN TO 3 LANES

OTHER ELEMENTS
ALL ELEMENTS OF NO-BUILD ALTERNATIVE

WESTSIDE LRT - HILLSBORO EXTENSION

DEMAND RESPONSIVE TRANSIT (DRT)

TRANSPORTATION DEMAND MANAGEMENT (TDM)

HWY 217 EXPRESS BUS SERVICE (HCT)

185th AVE. TO HILLSBORO -
SUPPORTED BY FEEDER BUS ROUTES

CMAL-A-RIDE SERVICE

OEMANO REDUCTION MEASURES

SUPPORTED 8Y FEEDER BUS ROUTES

p^*b»M11VcoreMim-2.cdr 1W4/95
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Table 5: Study Recommended Alternatives - Improvement Projects

No.
171

402

406

412

413

Project

Scholls Ferry Road: 121st Ave -
Highway 217

Highway 99W: 1-5 to Durham Road

Highway 99W: Durham Road to Six
Corners (Edy/Scholls Sherwood
Road)

216th/219th Ave.: Cornell Road -
TV Highway

Limited Access Expressway: 1-5 to
Highway 99W

Description

Capacity 2,700 vph per direction

Intersection Improvements

Capacity 2,700 vph per direction
Upgrade to limited access facility

Capacity 1,800 vph per direction

Capacity 3,000 vph per direction.
Grade-separated facility with
interchanges at Tualatin/Sherwood-Edy
Road and ramps at I-5/I-205 and
Highway 99W



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF.ENDORSING ) RESOLUTION NO. 97-2497
THE RECOMMENDED ARTERIAL AND )
HIGHWAY IMPROVEMENTS CONTAINED ) Introduced by
WITHIN ODOT'S WESTERN BYPASS ) Jon Kvistad, Presiding Officer
STUDY AND AMENDING THE 1995 ) Chair, JPACT
INTERIM FEDERAL REGIONAL )
TRANSPORTATION PLAN

WHEREAS, The Oregon Department of Transportation initiated

the Western Bypass Study in 198 9 to address north-south circum-

ferential transportation needs in Washington County; and

WHEREAS, The Western Bypass Study provided for a comprehen-

sive, multi-modal analysis and evaluation of alternative

transportation options to address the identified transportation

needs in the Study Area; and

WHEREAS, The study process included three standing commit-

tees: a Steering Committee, a Citizen Advisory Committee, and a

Technical Advisory Committee; and

WHEREAS, A study Statement of Purpose and Need Report

(February 1991) and an Alternatives Analysis Report (May 1995)

consistent with federal planning rules were published and

underwent public review; and

WHEREAS, A Recommended Alternative Report was approved by

the three study committees in 1996; and

WHEREAS, The recommendations are included as Attachment 1 to

the Staff Report; and

WHEREAS, The recommended alternative strategies will be

evaluated as part of Metro's 1997 update to the Regional Trans-

portation Plan (RTP) consistent with any adopted performance



measures and standards; now, therefore,

BE IT RESOLVED:

1. That the Preferred Project list of the 1995 Interim

Federal RTP be amended to include the highway and arterial

improvements identified within the Western Bypass Study as shown

in Exhibit A, and that the text reflect the changes as shown in

Exhibit B.

2. That the study recommendations be evaluated consistent

with adopted performance measures and standards as part of the

1997 RTP Update to determine full consistency with the Region

204 0 Growth Concept and requirements contained within the State

Transportation Planning Rule.

ADOPTED by the Metro Council this day of , 1997.

Jon Kvistad, Presiding Officer

Approved as to Form:

Daniel B. Cooper, General Counsel

MH:lmk
97-2497.RES
4-29-97



Exhibit A
New Highway and Arterial Projects from Western Bypass Study to Add to Interim Federal RTP Preferred Project List

Jurisdiction

COOT

ODOT
COOT

Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.

COOT
COOT
OOOT

Washinqton Co.

No.
143
144
145
107
108
109
110
111
112
113
114
115
116
117

118

119
120
121
122

123
124

125
126
146
147
148
127

Project Name

1-5/ 1-205 Interchange

TV Hiqhway Intersections

Scholls Ferry Road
Hall Blvd. at SW Oak
Farminaton Road

Beef Bend Road
Baseline Road

McDonald Street at Hall Blvd.
Greenburg Road
Bonita Road
McDonald Street
Beaverton Hillsdale Highway
SW Davis Road
SW Fafminqton Road
SW Hart Road
SW Lombard Ave.
Bull Mountain Road at Highway 99W
Taylors Ferry Road
135th Ave.
132nd Ave.
SW 170th Extension
Murray Blvd. Connection
Gaarde Street
Scholls Ferry Road: 121st - Hwy. 217
Highway 99W: 1-5 to Durham
Highway 99W: Durham to Six Comers
216th/219rh Ave.

Pro|ect Location
1-5/ 1-205 Interchange
At 170th, 198th, and Brookwood Avenue
Murray Blvd. to Fanno Creek
Hall BlvdVSW Oak St. intersection
Murray Blvd. to 172nd Ave. -
King Arthur to 131st Ave.
158th to 185th
McDonald Street/Hall Blvd. Intersection
Tiedeman to Highway 99W
Fanno Creek to 1-5
Highway 99W to 97th Ave.
117th Ave. to Highway 217
160th Ave. to Murray Blvd.
149th to Murray Blvd.
165th to Murray Blvd.
Highway 10 to Broadway St.
Bull Mountain Road/Highway 99W intersection
Washington Dr. to Oleson Road
Walnut St. to Bull Mountain Road
Walnut St. to Bull Mountain Road
Baseline Road to Walker Road
Walnut/135th to Gaarde St.
121st Ave. to Highway 99W
121st to Highway 217
I-5 to Durham Road
Durham Road to Edy/Scholls Sherwood Road
Cornell Road to Tualatin Valley Highway

Note: Metro staff continues to work on obtainino cost estimates (in 1995 dollars) for some projects.

Roadway Lanes
Existing

n/a
n/a
2

n/a
3
2
2

n/a
2
2

n/a
5
2
3

n/a
0

n/a
0
0
0

0/2
0
2

5""
5
5
2

i

Proposed
n/a
n/a
5

n/a
5
3
5

n/a
3
3

n/a
6
3
5

n/a
3

n/a
2
2
2
3
3
3
7
7
6
5

Transit

•
O

a
a

o
a

a

a

a

a
a

Modal Elements
Bicycle

•

•
D
•
•
•

a
•
•
a
•
a
a
•
•
a
a
a
a
a
•
•
•
•

Ped

•
•
•
•
a
•
•
•
a
a
•
a
•
D
•
•
a
D
a
a
•
a

•
a

Freight
•
•

•

•

a
•

a

TDM TSM

•

•

•

•

i Total
= Improves/Expanc
= Complements Re

is Regio
xjional S

Pro|ect or RTP Cost
(1995 Dollars)

$1,040,000
$133,000

$7,935,000
$550,000

$11,786,000

$5,649,000
$856,000

$1,985,000

$608,000

$4,483,000
$893,000

$3,193,000
$1,434,000

$21,000
$1,697,000
$1,417,000
$1,313,000
$2,821,000

$2,000,000
$13,518,000

$25,000,000

588,332,000
lal System
ystem
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EXHIBIT B

Text revisions to the Interim Federal
Regional Transportation Plan

' Western Bypass Study Recommendations
April, 1997

With adoption of Resolution No. 97-2497, the 1995 Interim Federal Regional
Transportation Plan will incorporate the following text amendments:

Page 8-13:

4-. Tualatin-Hillsboro Corridor

The Western Bypass was adopted as a contingent recommendation subject to
the findings of a land use and environmental analysis. ODOT continues a
study of the Tualatin-Hillsboro Corridor evaluating the need for
transportation improvements in the corridor and assessing the land use
consequences of a range of reasonable alternatives. The ODOT Western
Bypass Study is incorporating the results of 1000 Friends of Oregon Land
Use/Transportation/Air Quality (LUTRAQ) Study if that study produces a
viable land use/transportation strategy.

4. 1-5/99W Connector

The Western Bypass Study was adopted in lune. 1997. Included in the study
was the need for a 1-5/99W Connector to serve inter-state and inter-regional
traffic and separate that traffic from 99W, Tualatin-Sherwood Road and other
arterials and collectors in the study area. The designation of the actual
alignment for the Connector will be determined as part of the alignment-
level Environmental Impact Statement (EIS) Process. As part of that process,
statewide planning goal exception(s) consistent with OAR 660-12-070 will be
required if any portion of the alignment is outside the Urban Growth
Boundary.

M H
•Bypass.ExhB



Exhibit A
New Highway and Arterial Projects from Western Bypass Study to Add to Interim Federal RTP Preferred Project List

Jurisdiction
COOT
COOT
ODOT
ODOT
ODOT
ODOT
COOT

ODOT
Washinqion Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.
Washinqton Co.

No.

143
144
145

146
147
148

149

150

1 0 7

108

109

111

112

113

114

115

1 1 6

117

118

119

120

Project Name

1-5/ 1-205 Interchange
TV Highway Intersections
Beaverton Hillsdale Highway
Farmington Road
SW Farminqton Road
Scholls Ferry Road: 121st - Hwy. 217
Hiqhway 99W: Pfaffle - Commercial

Hiqhway 99W: Commercial - Six Corners
Hall Blvd. at SW Oak
Beef Bend Road
Baseline Road
McDonald Street
SW Davis Road
SW Hart Road
SW Lombard Ave.
Taylors Ferry Road
132nd Ave. *
SW 170th Extension
Murray Blvd. Connection
Gaarde Street
216th/219th Ave.

Project Location
1-5/ 1-205 Interchange
At 170th, 198th, and Brookwood Avenue
117th Ave. to Hiqhway 217
Murray Blvd. to 172nd Ave.
172nd to 209th.
121st to Hiqhway 217
Pfaffle St. to Commercial St.
Commercial St. to Durham Road and
Durham Road to Edy/Scholls Sherwood Road
Hall BlvdVSW Oak St. intersection
King Arthur to 131st Ave.
158th to 185th
Highway 99W to 97th Ave.
160th Ave. to Murray Blvd.
165th to Murray Blvd.
Highway 10 to Broadway St.
Washington Dr. to Oleson Road
Walnut St. to Bull Mountain Road
Baseline Road to Walker Road
Walnut/135th to Gaarde St.
121st Ave. to Highway 99W
Cornell Road to Tualatin Valley Highway

Roadway Lanes
Existing

n/a
n/a

5

3
3
5

5

5

n/a
2

2

n/a
2

n/a
0

0
0

0 to 2
0

2
2

Proposed
n/a
n/a
6

5
3 to 5

7

6

6

n/a

3

5

n/a
3

n/a

3

2
2

3

3

3

5

* Cost of 132nd Avenue project reflects that project is partially completed.
n/a = not applicable

Transit

D
D
O

a
D

a
a

o

•

Modal Elements
Bicycle

•
•
•
•

•

•
•
D

•
D

D

•
•
D

D

D
D
•

Ped

•
•

•
D

•
D

•
D
•

•
•
•
D

•

•
•

Freight
•
•
•

n
•

•

D

TDM

- - •

TSM

•

•
•

Project or RTP Cost
(1995 Dollars)

_$1jJ)40,000
$133,000

$2,670,000
$11,786,000
$22,264,000
$13,518,000

$8,029,000

$7,272,000
$550,000

$3,121,000
$5,649,000

$608,000
$4,483,000
$3,193,000
$1,434,000
$1,697,000

$657,000
$2,821,000
$2,417,000
$2,000,000

$25,000,000

Total $120,342,000
= Improves/Expands Reqional System
= Complements Regional System



Exhibit A
Highway and Arterial Projects from Western Bypass Study to Add to Interim Federal RTP Preferred Project List

Jurisdiction
OOOT
ODOT
ODOT
ODOT
ODOT
ODOT
OOOT

ODOT
Washinqton Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washinqton Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.
Washington Co.

. ._

No.
143

144

145

146
147

148

149

150
107

108
109

111

112
113
114

115

116
117

118

119

120

Project Name
1-5/ 1-205 Interchange
TV Hiqhway Intersections
Beaverton Hillsdale Highway
Farminqton Road
SW Farminqton Road
Scholls Ferry Road: 121st - Hwy. 217
Hiqhway 99W: Pfaffle - Commercial

Hiqhway 99W: Commercial - Six Corners
Hall Blvd. at SW Oak
Beef Bend Road
Baseline Road
McDonald Street
SW Davis Road
SW Hart Road
SW Lombard Ave.
Taylors Ferry Road
132nd Ave. '
SW 170th Extension
Murray Blvd. Connection
Gaarde Street
216th/219th Ave.

Project Location
1-5/ 1-205 Interchange
At 170th, 198th, and Brookwood Avenue
117th Ave. to Highway 217
Murray Blvd. to 172nd Ave.
172nd to 209th.
121st to Highway 217
Pfaffle St. to Commercial St.
Commercial St. to Durham Road and
Durham Road to Edy/Scholls Sherwood Road
Hall BlvdVSW Oak St. intersection
King Arthur to 131st Ave.
158th to 185th
Highway 99W to 97th Ave.
160th Ave. to Murray Blvd.
165th to Murray Blvd.
Hiqhway 10 to Broadway St.
Washington Dr. to Oleson Road
Walnut St. to Bull Mountain Road
Baseline Road to Walker Road
Walnut/135th to Gaarde St.
121st Ave. to Highway 99W
Cornell Road to Tualatin Valley Hiqhway

• Cost of 132nd Avenue project reflects that project is partially completed.
n/a = not applicable j I

Roadway Lanes
Existing

n/a
n/a
5

3

3

5

5

5

n/a

2
2

n/a
2

n/a
0

0
0

0 to 2
0

2
2

Proposed
n/a

n/a

6

5
3 to 5

7

6

6
n/a

3
5

n/a
3

n/a
3

2

2

3

3

3

5

Transit

D
D
D

a
D

D
a

a

•

f

Modal Elements
Bicycle

•
•
•

•
•

• •
D
•
•
D
D
a
•
D
D
a
D
•

Ped

•
•
•
•

•
a
•
D

- D~7
a
•
D
a
a
a
D

•

Freight
•
•
•

a
•

•

D

TOM TSM

•

•
•

Total

Project or RTP Cost
(1995 Dollars)

$1,040,000
$133,000

$2,670,000
$11,786,000
$22,264,000
$13,518,000

$8,029,000

$7,272,000
$550,000

$3,121,000
$5,649,000

$608,000
$4,483,000
$3,193,000
$1,434,000
$1,697,000

$657,000
$2,821,000
$2,417,000
$2,000,000

$25,000,000

$120,342,000
= Improves/Expands Regional System
= Complements Regional System

"~"J """1



III. Committee Reports
The following are committee reports from the Citizens Advisory Committee (CAC) and
the Steering Committee (SC). For the Western Bypass Study, the CAC submitted both
a Majority and Minority Report, based on the opinions and concerns of committee
members. The CAC Minority Report is a response to the Majority Report. The Steering
Committee Recommendation is based on the CAC Majority Report. The Technical
Advisory Committee (TAC) does not submit a formal report because they serve as the
advisory committee to the SC. The following sections include both the CAC Majority
and Minority Reports, as they were formulated by the committee members.

Citizens Advisory Committee (CAC):

Majority Report
The Citizens Advisory Committee voted to support the Recommended Alternative with
the following modifications, provisions and additional recommendations.

Modifications:
We recommend the following improvements be added to the Draft Recommended
Alternative:

1. 216th/219th, Cornell Road to TV Highway -- 5-lane arterial.

2. Scholls Ferry Road -- explore other design solutions to meet capacity needs.

Support Draft Recommended Alternative
We believe, as modified:

1. The recommended alternative meets the projected north/south, circumferential
need as projected by this study.

2. It is the most realistic, given the current funding outlook and current land use rules
and plans.

Provisions
We support the Recommended Alternative, as modified, provided:

1. ODOT recommends that refinement of the corridor (or identification of an
alignment) for the 1-5/99W connection begin as soon as possible.

2. The 1-5/99W connector is a stand-alone project. It is to provide a connection
between facilities of statewide significance and provide access to neighbor cities
(Newberg) as envisioned in the Region 2040 Growth Concept. It is not designed
or intended to preclude or presuppose a bypass.

3. Other Study Alternatives are to be reconsidered if the recommended alternative
proves to be insufficient to meet growth and travel demand.

PARSONS 5 1 Western Bypass Study
BRINCKERHOFF Recommended Alternative Report



Additional Recommendations

1. Metro should develop means to evaluate consistency of the individual projects,
services, and programs with 2040.

2. Metro, consistent with 2040, should endorse the recommendation of the Western
Bypass Study, and set high priorities to implement the projects, services and
programs in the recommendation.

3. Responsible agencies should explore means of identifying and addressing freight
and commercial travel needs. Also, explore means of protecting those
improvements.

4. In designing the I-5/99W connector, ODOT should locate interchanges to be
consistent with the UGB.

5. Metro and Tri-Met should aggressively pursue implementing TDM and DRT as
regional priorities.

6. Responsible agencies should explore alternative design standards for arterials and
collectors and increase connectivity to reduce negative impacts on existing
neighborhoods in the urban area.

Citizens Advisory Committee (CAC):

Minority Report

The Minority Report contains the opinions of some members of the CAC who supported
an alternative to the Recommended Alternative. Some members supported the Bypass
Alternative as their first choice. Other members supported the Recommended
Alternative, but had comments on the alternative or on the Majority Report's Provisions
or Modifications. All of the Minority Report comments are included.

Some Committee Members Support the FULL BYPASS ALTERNATIVE
because:

The full Bypass Alternative is a:
• solution to north/south and circumferential travel
• solution for the long-term

1. The Draft Recommended Alternative is not an adequate long term solution.

2. The Draft Recommended Alternative is based on faulty assumptions about growth
and faulty assumptions about the region's ability to implement the programs and
improvements, because:

Western Bypass Study 52 PARSONS
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• The assumptions are not adequate since population and employment
projections are below current growth rates for the Study Area.

• Transit improvements do not have Tri-Met commitment or funding, and if
these improvements are not implemented the Recommended Alternative will
not perform as needed.

• It relies on TDM programs that are not realistic and may not be
implementable.

3. The Draft Recommended Alternative will not support, and may harm, the economy
because:

• It does not support the movement of goods and services, and employees,
between the economic centers within the Study Area.

• It may force employers to move elsewhere, due to increased congestion
and decreased accessibility.

• It may have unintended consequences for neighboring communities.
• It does not adequately address commercial traffic needs, especially from

south county to the county seat.

4. Components of the Draft Recommended Alternative will split apart existing
neighborhoods.

Some Committee Members Support the RECOMMENDED ALTERNATIVE
With the Following Comments:

We Support the Majority Report Modifications:
1. Yes

2. Yes

We support the Draft Recommended Alternative, with the following
comments:
We would modify the Majority Report "We believe, as modified" comments:

(1.) NO, we don't agree that the recommended alternative meets the projected
north/south, circumferential need as projected by this study.

(2.) We agree that is the most realistic, given the current funding outlook and
current land use rules and plans, with the following addition of:

Yes, with qualifications. Realistic today, if had to fund today. Over time the
funding ability changes.

(3.) Support removing.

We have the following comments on the Majority Report
"Provisions":

(1.) Yes, visionary concept for roads.

PARSONS 5 3 Western Bypass Study
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(2.) (a) Qualified yes. The I-5/99W connector should be first leg of the full
bypass.

(b) Concur with 2nd sentence.
(c) Delete 3rd sentence.

We have the following comments on the Majority Report "Additional
Recommendations":

(1.) Yes.

(2.) Yes, and agree that Points 1 and 2 should be reversed.

(3.) (a) Yes.
(b) 2nd sentence too vague.

(4.) Yes.

(5.) Revised to read: Tri-Met should actively pursue increased service within
the Study Area. Metro and Tri-Met should continue to investigate TDM and
DRT opportunities as regional priorities.

(6.) Yes, with qualifications. "Increase connectivity in new developments and,
where practicable, in existing neighborhoods within the Study Area."

Steering Committee (SC) Report
The Steering Committee reviewed the Adopted Recommendations and the Minority
Opinion Report of the Citizens Advisory Committee. With this information, the Steering
Committee voted to support the Recommended Alternative with the following
modifications, provisions and additional recommendations. These modifications,
provisions and additional recommendations are based directly on those developed by
the Citizens Advisory Committee, with several differences. Differences that are
addressed in the Minority Opinion Report are noted with an asterisk (*). Other
differences are noted with a double asterisk (**).

Modifications:
We recommend the following improvements be added to the Draft Recommended
Alternative:

1. 216th/219th, Cornell Road to TV Highway -- 5-lane arterial.

2. Scholls Ferry Road -- explore other design solutions to meet capacity needs.

Support Draft Recommended Alternative
We believe, as modified:

1. It is the most realistic, given the current funding outlook and current land use rules
and plans.

Western Bypass Study 5 4 PARSONS
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Provisions
We support the Recommended Alternative (as modified), provided --

1. ODOT recommends that refinement of the corridor [or identification of an
alignment] for the I-5/99W connection begin as soon as possible.

2. * The I-5/99W connector is a stand-alone project. It is to provide a connection
between facilities of statewide significance and provide access to neighbor cities
(Newberg) as envisioned in Region 2040 Growth Concept.*

3. * This Recommendation is not designed or intended to preclude or presuppose a full
bypass or other alternatives that may address future travel needs.

4. Other Study Alternatives are to be reconsidered if the recommended alternative
proves to be insufficient to meet growth and travel demand.

Additional Recommendations
We also submit the following recommendations:

1. Metro should develop means to evaluate consistency of the individual projects,
services, and programs with 2040.

2. Metro, consistent with 2040, should endorse the recommendation of the Western
Bypass Study, and set high priorities to implement the projects, services and
programs in the recommendation.

3. Responsible agencies should explore means of identifying and addressing freight
and commercial travel needs. Also, explore means of protecting those
improvements.

4. In designing the I-5/99W connector, ODOT should locate interchanges to be
consistent with the UGB.

5. * Tri-Met should actively pursue increased service within the Study Area. Metro
and Tri-Met should continue to investigate TDM and DRT opportunities as regional
priorities.

6. * Responsible agencies should explore alternative design standards for arterials
and collectors to reduce negative impacts on existing neighborhoods and
increase connectivity in new developments and, where practicable, in existing
neighborhoods within the Study Area.
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April 17, 1997

Mike Hoglund
Metro
600 NE Grand
Portland, OR 97232

CITY OF TIGARD
OREGON

Subject: Western Bypass/ I-5/99W Connector Resolution

City staff first learned of the proposed condition last Friday, April 11. According to Metro's
schedule, there will be a first reading to Metro Council on April 24 and the plan is have the
second reading and action by June 5. We are concerned with the haste in which the adoption of
this proposed resolution is moving and would recommend that the timeframe be extended to
allow review and comment, at least on the proposed findings.

To make you aware, the City amended its transportation plan to include widening of Highway
99W to seven lanes, as part of the recent adoption of the Tigard Triangle Plan . The widening
was part of the toolbox recommendations for the 1-5/217 interchange study. For the
comprehensive plan amendment application for the Phil Lewis School site in the Tigard
Triangle, ODOT commented that the City should amend its transportation plan to include the
toolbox improvements, which included Highway 99W widening. The City responded by
amending the City's transportation plan to include those improvements.

Through the recent Tigard Triangle planning effort, a task force was formed that included
citizens, businesspeople, and representatives from Metro and ODOT. Our consultants said that
Highway 99W needed to be widened to seven lanes to adequately support traffic from the
Triangle in the future. Metro and ODOT did not oppose the inclusion of Highway 99W
widening in the Triangle Plan. In fact, ODOT requested that a recent development application, a
proposed McDonald's restaurant on the corner of SW 72nd and Highway 99W, be conditioned
to include dedication to provide for future widening to seven lanes.

The City is in the process of updating the street component of the Transportation System Plan
and applying for a Transportation Growth Management Grant for Highway 99W Access
Management Implementation. There needs to be community input on the future configuration of
Highway 99W, south of Highway 217. The Transportation System Plan and Access
Management Implementation will solicit community involvement in addressing the future of
Highway 99W in Tigard. These planning efforts will also include Metro and ODOT
involvement. Furthermore, the Highway 99W corridor plan has not been completed.

13125 SW Hall Blvd., Tigard, OR 97223 (503) 639-4171 TDD (503) 684-2772



The City supports the future connector for through traffic; however, widening of Highway 99W
north of Highway 217 is also needed to handle traffic from the Tigard Triangle and prevent
traffic from using neighborhood streets as cut-through routes. The proposed connector should
help relieve traffic congestion in Tigard.

We are concerned with the two proposed conditions of this resolution, both of which would
require agreements with Yamhill County and the City of Newberg regarding growth and green
corridors. At the staff level, no draft agreements or examples of draft language have been
presented. These agreements may help preserve investment in the I-5/99W connector, however,
efforts to obtain the agreements should not impede the project's overall progress.

Thank you for the opportunity to provide input on the proposed resolution. Please include the
City's comments in the public record regarding the resolution for the 1-5/99W connector.

Sincerely,

James N.P. Hendryx
Director of Community Development

cc: Bill Monahan, City of Tigard City Administrator
Gus Duenas, City of Tigard City Engineer
Nadine Smith, City of Tigard Planning Supervisor
Laurie Nicholson, City of Tigard Planner
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April 21, 1997

Pamela Rosales
3470 NE Azalea
Hillsboro, OR 97124

Mike Hoglund
Transportation Planning Manager
Metro
600 NE Grand Ave.

Portland, OR 97232

RE: Public Hearing May 6, 1997, 1:30 p.m.

Dear Mr. Hoglund:
I would appreciate it if you would share this letter with the
council members re: the above-mentioned hearing.

I am so disappointed and disgusted I don't even know why I'm
wasting my time writing - but I guess at heart I'm an optimist that
always hopes sanity will prevail.

I have read the reports and seen the studies that have transpired
over the years - at great expense to the taxpayer and still...no
good answers - only idealistic bandaid approaches that will not
significantly help our traffic problems.

For those of us who live in northwestern Washington County, Highway
217 is really our only option to travel between 26 & 1-5. The
Western Bypass would have alleviated the heavy traffic on the
Sunset, 217 and the miserable exit off of 1-5 to head north on 217.
If you still refuse to do the Bypass these areas will continue to
get worse, in addition to the ridiculous plan to move the same dirt
again and widen 217, putting the motorists in an intolerable
situation for who knows how many years.

The environmental impact of the Bypass was totally insignificant
when a person really asked questions and got to the bottom of what
the numbers were actually saying. They were very large sounding
numbers that made us think great amounts of farmland would be
devastated and birds and whatever would be destroyed. The reality
was quite different, however, when put in the form of percentages.

The old days of Hillsboro being a small farm community and needing
to get crops to downtown Portland are over. We have the fastest
growing area in the state and people need to get to Tualatin,
Wilsonville, Salem, etc. without bottlenecking the one route that
exists.

Is it any better to waste our resources: gas, oil, car parts, tires
plus put more exhaust in the air from the additional miles we must
travel - at a snail's pace - to reach southwestern Washington
County or to travel south on 1-5?



Urban sprawl has already happened. You can't wipe it out.
Especially the west side of the Willamette. The roads wind all over
and there aren't the straight streets and cross streets like in
east and downtown Portland that allows good bus service. I have
been on the Sunset heading east during heavy traffic and saw at
least four buses entering the freeway from different ramps with
signs on them saying "there are hundreds of cars at home because of
the people riding this bus"...only problem is, there were zero to
1 or 2 people on the bus. All the buses do is take up more space on
the freeway and smell up the air with fumes.

I am going to include a few articles I've cut out of the paper over
the years for you to read rather than saying the same thing over
again in this letter. The articles address my sentiments on the
situation exactly.

Sincerely,

Pamela Ros'ales



DONALD H. DAY
12293 N.W. Cornell Road

Portland, OR 97229



To:
From:
CC:
Subject:
Date Sent:

trans @ no_host_given
Raj Savara

Bypass opinion
Tuesday, April 29, 1997 3:31 AM

I travel 5-6 days a week from Lake Oswego to Hillsboro via Hwy. 217 and Hwy.
26. I have seen your recommendations for future development of traffic and
would like to offer my opinion on the options.

Construction of a new limited access expressway from I-5 to 99W is good, but
not enough. This needs to be continued all the way through to Hwy. 26. I
have lived in this state for over 35 years, and can say that growth is going
to happen with or with out planning for it. I can't imagine how bad the
traffic would be without Hwy. 205. This road was put in when farm fields
were abundant and the idea of a 6 lane road seemed like over kill, but now
it is a necessity. The core of the issue is infrastructure so people can
travel from job to work without spending hours on the road. With the growth
which is happening in Wilsonville and Hillsboro, having a expressway access
is only sensible. To build up the arterial roads only prolongs the
inevitable, and will cost 2-3 times as much 5 years from now.

All the recommendations are dancing around the issue of a expressway. Why?
Does not planning for infrastructure stop growth? I do not think so.
Look at all the suburbs and all have grown considerably in the last 5

years. I believe changing Scholls Ferry road or Murry Rd, in order to
alleviate Hwy. 217 traffic only increases the traffic flow by a small
percentage as compared to a expressway and the cost is large in both cases.
If the goal is to plan for present and future needs, then a express way is

the answer. If the goal is to alleviate present congestion, and not fully
address the future growth, then widening the arterial roads will suffice.

I am only one voice, but I have lived here for most of my 38 years, and I
believe the people who have witnessed the growth are more in tune with the
overall picture rather than someone who just moved in and does not want any
more growth. I hope my opinions have helped. Please feel free to email me
back or write me at:

Raj Savara
17007 Westview Dr.
Lake Oswego, OR 97034

675-0607

Rajs@tqs.com

Sincerely



To:
From:
CC:
Subject:
Date Sent:

'trans @ metro.dst.or. us'
Valerie Crafard

Western Bypass Study
Wednesday, April 30, 1997 2:57 PM

Successful Money Management Seminars, Inc., supports the construction of
a new limited access expressway from I-5 to 99W. The current state of
traffic congestion has a negative impact on the desirability to live and
work in the Tualatin area. The expressway will reduce traffic congestion
in Tualatin proper during business hours, particularly during the
morning, noon, and evening rush hours.

The expressway will increase employee and vendor access to Tualatin
businesses and encourage employees to settle closer to their Tualatin
employers as traffic congestion due to commercial traffic will be
greatly reduced. Again, Successful Money Management Seminars, Inc.,
supports the recommendation of construction of a new limited access
expressway from I-5 to 99W.



8675 SW Cortex Ct.
Beaverton, OR 97008

(503) 524-4754
e-mail: ejduckl2@ix.netcom.com

May 2, 1997

Metro Council Transportation Committee
Metro
600 NE Grand Avenue
Portland, OR 97232-2736

via fax 797-1794

RE: Western Bypass Study Recommendations

Dear Members of the Committee:

I write in strong disagreement with the Western Bypass Study recommendations concerning the
Western Bypass and urge you to reject the recommendation to delete the Western Bypass from
further consideration.

As chairman of the City of Beaverton Traffic Commission, past chair of the Tri-Met Citizens
Advisory Committee on the Budget, active on numerous other committees addressing transportation
issues, and a 34-year resident of the region, I have had the opportunity to observe the increasingly
congested state of Washington County's transportation system and to hear from hundreds of citizens
and business persons frustrated with the region's response to Washington County's transportation
needs.

Washington County is growing rapidly and its existing transportation system is already stretched to
the limit. Highways 26 and 217 are congested in both directions for several hours each day.
Canyon Road, Beaverton-Hillsdale Highway and Scholls Ferry Road are reaching capacity at
certain times of the day. Congestion on these arterial routes is forcing through-traffic onto
neighborhood streets not designed to handle large volumes of traffic. In short, the inadequate
capacity of our existing major roadway system has impacts all the way down to local
neighborhoods.

I agree with several of the recommendations included in the Recommended Alternative Report,
especially the widening of Highway 217, transit improvements and demand management strategies.
I do not agree, however, that these represent alternatives to the construction of the Bypass. These
proposals should be pursued in conjunction with, not in lieu of, building the Bypass.

Even if the highly optimistic 20% per capita trip reduction mandate contained in the Transportation
Planning Rule is achieved, it remains a fact that if Metro's growth projections are realized, there will
be a significant increase in the total number of vehicle trips in the region. I cannot imagine for a
moment that Highway 217, 99 W, Scholls Ferry Road and an extended Murray Boulevard will be as
capable of handling the projected number of trips that could be served, with less impact to the region
as a whole, as the Western Bypass.
hi conclusion, Washington County's transportation system both in absolute terms, and in relation to
the other counties in the region, is inadequate. Major system improvements, not just minor tweaks
to an already overburdened system, are necessary to preserve the economic vitality of the County



and to protect neighborhoods from excessive volumes of through traffic. Like 1-205 through
Clackamas and Multnomah counties, the Western Bypass is an essential element in the regional
transportation system. The question should not be whether the Bypass should be built, but when.

I urge Metro to take the first step toward bring transportation equity to Washington County by
affirming the very clear need for the Western Bypass and by rejecting the Committee
recommendation to terminate the Bypass.

Sincerely,

Eric H. Johansen

cc: Mayor Rob Drake
Commissioner Kim Katsion
Councilor Jon Kvistad



To: trans @no_host_given
From: Bunker
CC:
Subject: Western Bypass Alternative Study
Date Sent: Tuesday, May 6, 1997 7:23 AM

Please accept this as written comments supporting the Bypass Alternative
Report reflecting the DELETION from further study of a bypass from I-5 to
the Sunset Highway. I support the alternatives of improving the planning
and encouragement for the common worker to live closer to the work place.
And o improve the lesser predominant trip patterns of the area.

Thank you,

Tom Bunker
5365 SW 209th Ave.
Beaverton, OR 97007

649-9164



To: 'Mike Hoglund'
From: Phil Patterson (filp)
CC:
Subject: Limited access expressway from 15 to 99W
Date Sent: Tuesday, May 6, 1997 8:19 AM

Mike Hoglund
Transportation Planning Manager
Metro
600 NE Grand Ave.
Portland OR 97232

email:trans@ metro.dst.or.us

re: Limited Access Expressway from I-5 to 99W

Dear Mr. Hoglund

In evaluating the desirability of the proposed link between 15 and 99W I
believe the following points deserve additional consideration.

Traffic Volumes

The amount of traffic now using the Tualatin-Sherwood corridor consists
of a mix of through traffic and local traffic. As the build-up in the
Tualatin area continues an increasing portion of the traffic will be
local. This traffic will not benefit from a limited access roadway.

Unique Geology and Sensitive Ecology

The proposed corridor for the expressway traverses an area of geologic
uniqueness and will dramatically, and adversely, impact this area if
constructed.

The proposed corridor also contains the Tualatin River National Wildlife
Refuge; traversing this refuge will cause irreparable harm.

Willamette River Crossing

The corridor for the proposed expressway does nothing to alleviate the
bottleneck caused by 15 crossing the Willamette River in Wilsonville. A
forward thinking plan would focus on an expressway that intersected 15
south of the river and led to the Newburg area.

For these, and other, compelling reasons I strongly recommend that Metro
reject the the study recommending the expressway as proposed.



Regards,

Phil Patterson
25795 SW Meadowbrook Lane
Sherwood OR 97140
625-1205



13900 NW Old Germantown Road
Portland, Oregon 97231
May 6, 1997

Mike Hogland
Transportation Planning Manager
METRO
600 NE Grand Ave.
Portland, Oregon 97232

Dear Mr. Hogland,

We wish to comment on ODOT's "Western Bypass Study Recommended
Alternative Report," which we have read in the past few months.

On the whole, we think it is a carefully prepared and thorough study, showing
evidence of plenty of public participation. We look forward to implementation
of, in particular, the TSM actions, which we believe can substantially improve
traffic flow at minimal investment. For example, timed lights instead of on-demand
lights should help to smooth flow of traffic, as a comparison of free-flowing arterials
in Portland vs. backed-up arterials in Beaverton can show.

We are also supportive of limited TDM measures as long as they are carefully thought
out to allow people choices given today's transportation realities. For example, a single
parent who has to drop off children at multiple sites (making the bus option too lengthy
and expensive) and then drive to work (as an "SOV") should not be financially penalized
for her situation. Bus, bicycle, or carpool may not be a realistic option until either her
circumstances change, or the community has constructed a much better range of both
transportation and housing options.

As far as road projects go, we agree that improvements to existing key travel roads
are to be preferred over new alignments. In particular, we are very pleased that the
Western Bypass has been deleted from consideration. The Bypass would have been
extremely costly and destructive of farmland, yet of minimal use in addressing the real
traffic problems on the west side. We hope that it does NOT surface again in future
plans.

Thank you for the opportunity to comment on these key issues.

Sincerely,

James and Judith Emerson
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Mike Hoglund
Transportation Planning Mgr.
Metro
600 NE Grand Ave.
Portland, OR 97232

5/6/97
Dear Mr. Hoglund:

I have been a Tualatin business owner and resident for 14 years. During this time I have
watched the city's complexion change greatly. And of course, the traffic problems have
changed with it.

I am writing out of concern for the heavy truck traffic that has been routed through
Tualatin since the Tualatin Sherwood Road improvements were completed 2-3 years ago.
At times you can literally see dozens of semi-tractor/trailers lined up at our stop lights.
The time and fuel it takes to move one of these rigs from light to light is astounding. 1
believe this type of traffic problem detracts from Tualatin's liveability and adds to the clean
air problem the Metro Portland area is experiencing.

This is the single most important reason why Metro must continue to consider and then
act upon a Western By-pass around Tualatin. The situation will only continue to get
worse over the next few years. So again, please act now to continue with a limited access
highway from 99W to 1-5.

This morning I talked with fellow Tualatin Chamber of Commerce Board Member,
Tualatin businesswomen and Tualatin resident, Claudia Clark of His and Hers Carpet
Care. Claudia agrees with my opinion concerning the by-pass and has asked that I include
her name in this letter.

Thank you for your time and consideration in reading this letter.

Sincerelv

John R. Bendit
Tualatin business owner
Tualatin resident
Tualatin Chamber of Commerce Board Member

19460 S.W. 89th, 'luaiatin, Oregon 97062, 692-0846 (Mazda), 692-0970 (Honda, i'oyoia), 691-i SO6 (I'cad, Nissan)



TO:

From:

Date:

Subject:

Mike Hoglund
Transportation Planning Manager
Metro
600 NE Grand Avenue

Portland, OR 97232

Joan Patterson

May 6, 1997

Western Bypass Study
Construction of a new limited access expressway from I-5 to 99W

I am writing in order to provide my comments regarding the Western Bypass Study's
recommendation for a new limited access expressway from I-5 to 99W. At this time I
oppose the construction of this expressway for the following reasons:

• The expressway's ability to alleviate congestion in the Tualatin, Sherwood, Tigard
area is questionable. As a frequent traveler on Tualatin-Sherwood it appears that the
majority of the traffic is generated by industry along this road - its local traffic.

• An expressway could negatively impact the Tonquin Scabland which are of major
geological interest.

• The Tualatin River National Wildlife Refuge would border the expressway. Any plans
would need to minimize the impact on wildlife and visitors to this National Refuge.

• Another set of entrance and exit ramps on I-5 in the Tualatin/Wilsonville area would
create safety hazard.

I would appreciate being kept informed of Metro's decisions regarding the Western
Bypass Study.

Regards,

Joan Patterson
25795 SW Meadowbrook Lane
Sherwood, OR 97140
(503)625-1205



Robert E. Ruedy

14185 S.W. 100th Avenue Tigard, Oregon 97224-4951 (503) 620-5997

May 6, 1997

Mr. Mike Hoglund
Transportation Planning Manager
Metro
600 NE Grand Avenue

Portland, OR 97232

RE: Western Bypass Study - Public Comment Opportunity

Dear Mike:
I would first like to state that I am a lifetime resident of the Portland metropolitan area, and specifically the west side which
is in controversy within this study. My concerns for efficient transportation planning, for both residents and businesses,
comes from my sincere compassion for our community and positive aspects which will help better it. With that said I will
address the study recommendations:

• Construction of a new limited access expressway from I-S to 99W. This recommendation I strongly support as a
formal measure to alleviate congestion on Tualatin-Sherwood and Edy roads. This would solve a long term problem
that to date has not been able to keep up with population expansion. From N. Wilsonville through the Tonquin road
area to north of Sherwood would probably alleviate traffic best, and concurrently provide the least impact on existing
residential neighborhoods.

• Deletion from further consideration a bypass from 1-5 to the Sunset Highway. This recommendation I very
strongly disagree with as I don't feel it takes into account our long term transportation needs. When discussing the
option of a western bypass with other concerned citizens I liken this "recommendation" to that of having provided a
"No Build" decision to the construction of 1-205 say 30 to 35 years ago when it was in its study and planning stages.
Just take a minute to imagine what traffic congestion would be like right now if all north & southbound local and
interstate traffic had to take 1-5 to 1-84 to travel eastbound. What a nightmare that would be. Well, looking at the
population expansion expectation charts for this western bypass study area shows that if the population is going to
double by 2015, a couple extra lanes on primarily one roadway(namely Hwy. 217) isn't going to cut-it for the long
term. We will have more congestion and severely within that corridor of road networks. Hence, a long term solution
is in order for northbound 1-5 traffic(and southbound for that matter) who need to go eastbound on Hwy. 26.
Expecting all the traffic to come through Tualatin, through Tigard, through Beaverton and beyond another 5 miles just
to get to Hillsboro(now a major industrial manufacturing component of our region) is ludicrous.

• Construction of a series of arterial and collector road improvements. I agree that this will help to alleviate the
immediate congestion issues. But for the long term I feel they will then (out 15 years) be considered local and
collector roads in relation to the new traffic volumes. A long term solution is still needed beyond these improvements.

• Widening of Highway 217. This I strongly agree with but as we can all see, its already been improved to 3 lanes
except at entrance and exit ramps. Traffic still remains a problem. Widening the roadway at those locations will
definitely help but will it really do much? Probably not. The reason I say this is because its 1997 now. Those projects
won't probably be completed till into the next century and by then the population and commerce will have increased to
max out the improvements, most likely before they're completed. Remember, this is and has been the fastest growing
county in the state for the last 5-7 years. And the end is not in sight!



• Transportation System Management Actions. This I am in favor of. Westside Light Rail will arrive just in the nick
of time. In the planning stages for many, many years. Unfortunately it only runs radially from our regional core. I
applaud those wim the foresight and fortitude. This will take some of the load off our roadway system but not for
those in the sales, service, commercial and industrial sectors. Also those of us who travel to non serviced or poorly
serviced by mass transit areas will still be vehicle dependent. I do hold hope though for improvements in this topic.

• Transportation Demand Management I do agree with the promotion of this topic too. It's a great idea, although
somewhat impractical. My information states that it will only be applicable to maybe 10 percent of the workforce,
which doesn't take into account the increase in trips for "home office" service work on equipment and trips to copy
shops, possibly multiple times per day. I think the jury is still out on how much traffic this will actually relieve.

• Transit Service Improvements. I definitely agree with this recommendation. I also think we need to provide the
transit system "users" the opportunity to more equitably participate in the cost of the transit system. Think they'll go
back to their cars? Think again, after you look at my suggestion below to help pay for all the roadway improvements.

Well, I'd like to thank you for the opportunity to address all the issues shown above. If it weren't for this opportunity, my
opinion and concerns for my favorite town probably wouldn't be heard by those in position to do anything about it.. I can
only hope that the remaining processes that these decisions go through will be performed by individuals and public
agencies that have all the data and have had the experience of sitting in a few rush hour traffic snarls, with over-heated
tempers, late for their most important meeting or plane fight. Until you've lived it, you can't even begin to imagine it. It
affects out commerce, our livability and it at times has even created occasional hostility on our commuter arterials.
Portland's west side once was a relatively docile and pleasant series of communities. It has grown at record pace, and the
road system, even including our transit system, has not been able to keep pace. Those of us who know alternate routes
further away from the congestion, take them whenever possible to avoid the traffic headaches. But as traffic move further
away from the center of town; rural roads, unable to handle current high vehicle counts show the stresses. Commercial and
personal vehicles skirt the congestion on these roads, roads that were not designed for these new volumes of traffic and
weights of commercial vehicles. Accident rates on these roads are rising and eventually the roadways will fail prematurely
due to over-use. Look at current traffic congestion on both Highway 26 and Highway 217. The vehicle count figures on
the study are being surpassed and rapid improvements are the only solution. People are going to continue to come, and
with them will be their personal vehicles along with the demands on commerce within the community. Help keep it
livable. Help keep it moving. The power is yours, so please don't let your town down.

Sincerely,

Robert E. Ruedy / / ~

I promised you a suggested funding solution: Since this congestion and traffic improvements are a regional issue. The
majority of funding should be a regional issue too. My proposition is this: Those who want to or need to have their
vehicle(s) at their service can burden majority of the cost of the roadway system. A 10 to 25 cent a gallon fuel tax, across-
the-board gasoline and diesel. Only farm use exemptions within the zone. The Zone is any fuel source within a 25 mile
radius of Portland's 00 by 00 grid center(within Oregon, of course). This added cost will convince vehicle owners and
operators to reevaluate their driving habits, and will also deter transit system users from going back to their cars when then-
user rates increase to help defer their portions of the improvements costs. Try it! I know I'd pay it if I had to, to alleviate
traffic congestion.

Thanks for your time. And please contact me if 1 can be of further assistance to these issues. I'm a 5th generation
Portlander and would like to remain proud of it



To: trans @no_host_given
From: Terry White
CC:
Subject: May 6, 1997 Hearing
Date Sent: Thursday, April 17, 1997 11:39 PM

Mike Hoglund
Transportation Planning Manager
Metro
600 N.E. Grand Ave.
Portland, OR 97232

Sir:

I have used Hwy 217 to commute between Beaverton/Hillsboro areas and my
home in Canby for 15 years. With the business growth in Hillsboro area
(Silicone Forest), a better inter-connection to I-5 is needed. I was sorry
to hear that a "West Side Bypass" is no longer being considered. If
Portland plans to have continued growth in the 21 century, plans must be made
now to get the workers into and out-of the industrial areas.

Many cities have a "Belt Way" circling the metro area to handle the growing
traffic problems. If the west side bypass is built, Hwy 217, while still
needing improvements and an interchange upgrade at I-5, would not need
widening. If we look at the success of Hwy 205 and apply it to a West Side
Bypass, I think it is clear how it would improve the traffic into and out-of
the Washington County industrial area. I am sure if an interstate highway
went past my back yard, I would not want it either, but if the community
citizens, like those living in Sherwood were to commute down Hwy 217 daily
as thousands do, they may see the need for a bypass as we.

Respectfully

Terry A. White
9480 South Gribble Road
Canby, OR 97013



1000
FRIENDS
OF OREGON

Testimony of Keith Bartholomew
before the Metro Transportation Committee

Re: ODOT Recommendations from the Western Bypass Study
May 6, 1997

It is my pleasure to testify before you today on the recommendations from the
Western Bypass Study. Certainly, the process of the Bypass Study has been a long
one—when it began, I was childless; I now have a son in kindergarten. But in the
view of 1000 Friends of Oregon, the wait, and the work done during that wait, have
been well worth it.

In the beginning, the Bypass Study was about a single facility in a narrow
corridor. Over the course of the years, the Study expanded its horizons to include
consideration of multiple modes and a broad geography.

While it is tempting to recount all the tales of such an epic story, I will pro-
ceed to the issue at hand—the final recommendations from the study. Two years
ago, we voted as a member of the study's Citizens Advisory Committee in favor of
the recommendations now before you, with two caveats. We repeat that position
today and note an additional concern.

For us, the primary thrust of the recommendations is the recognition that a
Western Bypass between 99W and the Sunset Highway is not needed nor is desir-
able for this region. According to the analysis completed by Metro for the LUTRAQ
study, building the Bypass—just the facility itself, without the bells and whistles
included in the ODOT study—would result in more miles of driving and more air
pollution (NOX & CO2) than the No-Build alternative. In other words, according to
these measurements, the region is better off doing nothing than it would be if it
built the Bypass.

Vehicle Miles of Travel

NOX (kg/day)

Greenhouse Gases (CO2 kg/day)

No Build

6,883,955

14,104

4,814,705

Bypass Only

6,995,986

15,054

4,893,061

LUTRAQ

6,442,348

13,744

4,505,841

By contrast, the LUTRAQ alternative—which focuses new development into
light rail station areas—reduces miles traveled and emissions of air pollutants.
Moreover, the LUTRAQ alternative results in more than twice as many work trips
on transit, 10% fewer hours of driving, and 10% less congestion than building the
Bypass, while providing almost twice of the amount of improved access to jobs.



Work Trips on Transit

Vehicle Hours of Travel
% difference from No Build

Vehicle Hours of Delay
% difference from No Build

% of Study Area w/i 30 Mins. 500,000 Jobs
% difference from No Build

No Build

7.5%

21,110

2930

41.8

Bypass
Only

8.8%

19,920
-5.6%

1670
-43%

55.7
13.9%

LUTRAQ

18.2%

17,790
-15.7%

1370
-53.2%

67.5
25.8%

While some may want to dismiss the LUTRAQ alternative as nothing more
than a planners dream, the fact is that it has already been incorporated into some of
the most important planning documents in this region, and is currently being built
on the ground. As part of the LUTRAQ project, we analyzed the differences
between the LUTRAQ alternative and the 2040 Growth Concept. We found that
the two are virtually identical: 91% of the acres in the LUTRAQ alternative have
the same or comparable planning designations as those indicated in the Growth
Concept.

In addition, LUTRAQ is being implemented through the LCDC Transporta-
tion Planning Rule—which requires jurisdictions to rezone land around transit lines
for Transit-Oriented Development—and through the station-area planning pro-
cesses that are a part of the Westside Light Rail project. In the latter case, Washing-
ton County and the cities of Hillsboro and Beaverton have had interim station-area
overlay zones in place since 1993. These zones effectively incorporate most of the
zoning changes implied in the LUTRAQ alternative. Moreover, these interim over-
lay zones are now being replaced with permanent zoning districts that in many
cases look nearly identical to some of the illustrations created in the LUTRAQ study.

Given all these recent and prospective changes to local land use plans, it is
difficult to dismiss the LUTRAQ alternative as "pie-in-the-sky." Rather, it would be
more accurate to characterize LUTRAQ as being part of the status quo, a new base-
line against which other options should be compared.

That analysis essentially occurred a couple of years ago as part of the 2040
process. As you know, the 2040 Growth Concept contains a freeway connection
between 1-5 and 99W. It does not, however, include the Bypass between 99W and
the Sunset Highway. Nevertheless, as part of the 2040 process, Metro added the
Bypass to the Growth Concept for study purposes, and modeled the scenario to dis-
cover the Bypass' impact on Washington County transportation. The results show
that, when coupled with the Growth Concept, the Bypass would have negligible
impacts on reducing congestion levels for Highway 217, while substantially
increasing congestion on 99W, Nyberg Road, and Scholls Ferry Road:



Roadway

Highway 217

Scholls Ferry Road

Highway 99W

Nyberg Road

Scholls Ferry Road

Segment

Allen to Canyon

West of 217

North of 217

Downtown Tualatin

Old Scholls Ferry

Volume
Change (%)

-2.4

-3.5

+ 10

+ 12

+37

Under the Growth Concept, all of these road segments are near or above capacity
without the Bypass. Adding the Bypass, however, does not bring the traffic vol-
umes below capacity, and in many cases only makes the situation worse.

In addition to the Bypass' ineffectiveness at solving traffic congestion, we are
concerned that building the Bypass would lead to significant sprawl development
on lands that are now outside the urban growth boundary and producing substan-
tial income for Washington County farmers. Although our land use planning sys-
tem is designed to curb such sprawl, actual planning practice shows that our zoning
designations and development restrictions are not perfect and would be unlikely to
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reverse the market pressure that would be placed on these lands were the Bypass
to be constructed.

In a study commissioned by ODOT several years ago, ECONorthwest found
that increasing access to land that is near a growing urban area will significantly
increase the market pressures to develop that land. Even under existing restric-
tions, an analysis by Metro and 1000 Friends shows there is the potential for several
thousand additional dwellings in the rural areas of Washington County. If the
Bypass is built, access to these properties will be significantly increased and the
pressure to develop them will increase too. Moreover, the Bypass' presence will
increase pressure to move the urban growth boundary to include these lands and/or
to change the zoning to allow for more development.

Any way you slice it, the Bypass is bad news for this region. It would result in
more driving, less transit ridership, and dirtier air; it would not solve Washington
County's congestion problems, and in the end would likely make them worse by
furthering the county's dependence on the automobile; and it would fuel the
engines of sprawl that could decimate Washington County's $183 million/year agri-
culture industry. In short, we support the Western Bypass Study's recommendation
to not build the Bypass, and to cease consideration of that proposed facility.

Our two prior reservations about the Bypass Study recommendations concern
the proposals to expand Highway 99W and Scholls Ferry Road to seven lanes. Both
facilities bisect areas indicated as Town Centers in the 2040 Growth Concept. Turn-
ing these facilities into seven-lane "super" arterials would eliminate the chances of
these Town Centers achieving their design potential of being pedestrian-friendly
mixed-use districts, which is what Town Centers are supposed to be. In other
words, we view the proposals to seven-lane these roads as being inconsistent with
the Growth Concept.

In addition, we are concerned with the analysis that is being offered in sup-
port of the Tualatin-Sherwood expressway. While we have acknowledged the need
for some improvements in this part of the region, we are not convinced that other
alternatives to constructing a limited access freeway have been adequately studied.

With these reservations, we are pleased to be here is support of the Western
Bypass Study recommendations.

Thank you for this opportunity to testify.

Attachments: LUTRAQ Vol. 6: Implementation, pp. 17-19, Fig.^^T h '2.
LUTRAQ Vol. 5: Analysis of Alternatives
LUTRAQ Vol. 7: Making the Connections



Chapter 5: Plan Changes

Chapter 5: Plan Changes

Overview

How different are the land uses proposed in the LUTRAQ alternative from
those now adopted in local comprehensive plans? More to the point, how
different are the land uses proposed in the LUTRAQ alternative from those
that are likely to exist when local governments revise their comprehensive
plans to comply with new regional and state requirements? The analysis in
this chapter, prepared by 1000 Friends of Oregon, provides some answers.
Although the chapter contains maps indicating the general results of the
research, more detailed maps are included in Appendix E.

The analysis presents two comparisons. The first compares the LUTRAQ
plan (Figure E-l) with the "Land Use Plan Map" from Metro's Regional Land
Information System (RLE). The Land Use Plan Map (Figure E-2) contains
generalized versions of the adopted comprehensive plan maps for all the
jurisdictions in the study area. As part of the land use policies and laws
developed and adopted by local governments, these comprehensive plan
maps govern the types of land uses currently allowed within the study area.

There are, however, a number of recently adopted state and regional laws
and policies that, over the next several years, will require major changes to
the adopted comprehensive plan maps. The most prominent of these
changes is reflected in the second analysis presented here: a comparison of
the LUTRAQ plan with the Metro "2040 Growth Concept Map." The
Growth Concept Map (Figure E-3) is an interim product in a series of plan-
ning exercises that will form the basis for new comprehensive land use plans
for the Portland region. Metro will use the Growth Concept Map to develop
a more detailed "Regional Framework Plan." Local governments will be
required to amend their comprehensive plans to be consistent with the
Regional Framework Plan when it is completed.

Another land use law that will change local comprehensive plan maps is the
Transportation Planning Rule (TPR), adopted by the Oregon Land Conserva-
tion and Development Commission in 1991.1 Among other provisions, the
TPR requires local governments to amend comprehensive plans for lands
along all existing and planned transit routes to allow transit-oriented devel-
opment (TOD) and to designate "types and densities of land uses adequate
to support transit."2 These changes are required to be made by May 1997. To
reflect these requirements, both comparisons in this chapter include Tri-Met's
planned transit system for the study area.

The text of the Transportation Planning Rule can be found at Oregon Administrative
Rule (OAR) 660-12.
OAR660-12-045(4)(g), (5Xa).

Implementation 17



Chapter 5: Plan Changes

Finally, station-area planning for the Westside Light Rail Line (now under
construction) has resulted in a number of planning efforts that will substan-
tially effect local comprehensive plans. Although permanent station-area
plans have yet to be adopted, all of the jurisdictions involved have adopted
interim station-area zoning provisions to ensure transit supportive develop-
ment.

Methods
The analyses presented in this chapter compared the LUTRAQ alternative,
first with the existing land use plans, then with the Region 2040 Growth Con-
cept. In both cases, full implementation of the TPR was assumed. Also, both
comparisons incorporated the station planning areas for Westside light Rail.

To complete the analyses, maps were prepared that overlaid the polygons
(i.e., the colored land use designations shown in Figure E-l) from the
LUTRAQ map on each of the two base maps (Planned Land Use and 2040
Growth Concept). Each map also contained the station planning areas for
Westside light Rail and a draft version of the Tri-Met Primary Transit Net-
work. Then, for each LUTRAQ polygon, the planning designation under
LUTRAQ was compared to the designation on the base map. The correla-
tions listed in Table 5-1 were used to determine the consistency of the
LUTRAQ designation with that of the base map.

Table 5-1: Similar Land Use Designations

LUTRAQ Alternative

Downtown Mixed Use

Urban TOD

Neighborhood TOD

Secondary Residential

Large Lot Residential

Employment

Commercial Core

Planned Land Use Map

Central Commercial
Office Commercial

General Commercial

Multi-Family
Single-Family
5-7000 sq. ft lots

Multi-Family 8-25 units/acre
Single-Family

Single-Family

Single-Family

Industrial

Neighborhood Commercial

2040 Growth Concept

Regional Centers
Town Centers

Town Centers
LRT Station Areas

Corridors
Inner Neighborhoods

Corridors
Inner Neighborhoods

Inner/Outer Neighborhoods

Inner/Outer Neighborhoods

Industrial

Town Centers
Corridors

In addition to determining consistency between LUTRAQ designations and
the designations of the base maps, attempts were made to incorporate West-

Implementation



Chapter 5: Plan Changes

side light Rail station area planning efforts and the mandates of the TPR. To
this end, LUTRAQ polygons containing transit-oriented developments (i.e.,
Downtown Mixed Use, Urban TOD, Neighborhood TOD) located adjacent to
a portion of the Primary Transit Network or within a station area planning
district were deemed to be consistent with the base map, irrespective of base
map designation.

Conclusion
The analyses show mat the differences between the LUTRAQ map and the
adopted comprehensive plan maps of the local jurisdictions (as depicted in
the Planned Land Use Map) are relatively small when the effects of Westside
LRT station planning and TPR implementation are factored in (Figures 5-1,
E-4). Out of a total of 16,965 acres in the LUTRAQ polygons, 13,197 (78%)
were deemed to be consistent, while only 3,768 (22%) were deemed to be
inconsistent.

The differences between LUTRAQ and the 2040 Growth Concept are even
fewer (Figures 5-2, E- 5). Considering the effects of the TPR and Westside
LRT station planning, only minor inconsistencies between LUTRAQ and
2040 were detected. Starting, again, with a base of 16,965 acres in LUTRAQ
polygons, only 1,452 acres (9%) in the LUTRAQ polygons were determined
to be inconsistent The balance of the acreage (15,513 (91%)) was deemed to
be consistent with 2040. Given mis low degree of variation, at this general-
ized level of planning it is accurate to say that the LUTRAQ Alternative and
the 2040 Growth Concept are very similar and in many ways are identical.
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Figure 5-2

LUTRAQ vs.
Region 2040



BEST PLACES
FOR READING
"WAR AND
PEACE"
IN THE CAR:
1. Pacific High-
way in Tigard
2. Downtown
Tualatin
3. Cedar Hills
Boulevard be-
tween Walker
Road and Hall
Boulevard
4. Anywhere on
Canyon Road
around the Bea-
vertori9"own
Center on a Sat-
urday afternoon
5. Oregon 217,
rush hours
6. Crawling up
the Sunset High-
way in the
morning .

Poor bus service
I applaud the various efforts

to control urban sprawl in
Washington County, and en-
dorse the goals of the 2040
Plan. '

Yet I have some serious con-
cerns about our vision for tran-
sition toward self-sufficient
villages.

Plans for transportation
continue to manifest the his-
toric Oregonian attitude that I
call "if we don't build it, they
won't come."

Light rail is a great idea
'. when it is part of a comprehen-

sive plan; In New York City
and other major cities, one
need not use a car because pub-
lic transportation is imple-
mented as a grid, making it
possible to go nearly anywhere.

Here, however,, I can't use
buses (or the train in 1998) un-
less I am going to certain areas
of downtown Portland.

• Buses that do not go down-
town follow the most circuitous
of routes, and most run only
during the traditional rush
hours.

TV highway is clogged dur-
ing non-rush hours with peo-
ple going places they can't
reach except by car.

We need a bus service grid to
support light rail, and we need
to recognize that most people in
Washington County don't work
in downtown Portland.

Common sense tells me we
should have an I-605 to con-
nect to I-205 in the south and
t h e n o r t h .

Such a road would cut
dozens of miles from trips to
Tigard, Salem, Longview and
Seattle, while1 substantially re- '
ducing traffic on 217, Hwy. 26
and TV Hwy.

The Portland region will
eventually build a beltway like
those in other major metro ar-
eas,-but we will wait until long
after gridlock lasts all day and

the land acquisition costs are
ten times:higher.

Until we, haye a grid of
trains and buses that elimi-
nates the need for cars and

, supports our bustling, 24-
hour-a-day economy, we. will
need sensible highway solu-
tions.

Daniel Enroth
Hillsboro



Western By-pass need
feeding off congestion

: By Larry Chabreau

\ The Western By-pass is not
•a dead concept!
; Common sense tells us that
•we in Western Washington
County cannot continue to
[grow in population and indus-
try and yet be constrained by
two traffic corridors that
^already are at or above capaci-
ty.
. No matter how many lanes
)are added to Hwy 26 the tun-
"jiels remain the bottleneck,
;and to think that adding two
danes to Hwy 217 will be a
•solution is absurd.
: Q

> The population projections,
Ithe developments of the Peter-
Jcort property, and the Tigard
jTriangle have used up one lane
'even before the widening takes
jplace.
• Conceive for a moment what
ithe widening of 217 entails.
.Every overpass must be
lengthened, including 217 at
Canyon Road and Bertha-
Beaverton Hwy. The connec-
tions at 26 and 1-5 will be a
nightmare. Additional right-of-
way will be required and all of
this after the lightrail is in
place and using part of the
same corridor.

•
If this type of congestion

and disruption only affected
the people adjacent to these
bottlenecks I would still be
concerned, but there's even
more concern when it affects
the movement of people, goods
and services in and out of
Western Washington County.

The automobile is still a
major factor in the life and liv-
ability of the average Ameri-
can family.

Public transportation (light-
rail and buses) are necessary

to accommodate those who find
the use of the automobile
either out of their financial
ability or less convenient to
their needs.

Strategies to help people to
use their cars less are helpful
in reducing peak traffic loads
but have not been able to take
the place of the personal free-
dom afforded by one's own
vehicle.

•
So long as we have industry

and business scattered from
Forest Grove to downtown
Portland to Gresham to Ore-
gon City to Oswego, Wilson-
ville, Tualatin and Tigard we
are going to have the problems
of intra-region movement of
workers.

People go where the jobs are
and where their special skills
are needed. We do not live in a
"smokestack" industrial era of
clustered working class neigh-
borhoods or company towns.

North-south traffic moves
through Western Washington
County on inadequate farm to
market roads and that traffic
continues to increase as the
industrial bases in the Sunset
and 1-5 corridors increase and
the major routes, 217 and
99W, become increasingly
clogged.

The Oregon Department of
Transportation and Metro
have been influenced by a
coalition that seeks through a
social agenda (in the guise of
landuse and transportation
planning) to create a com-
pressed region where everyone
walks, rides bicycles, shops at
the corner grocery and lives in
an apartment, a condo or on a
50-by-lOO-foot lot and public
transportation is their means
of getting back and forth to
their jobs.

This idyllic situation existed
up through the middle of this
century when the working
man discovered the freedom of
individual transportation.

•
We cannot put the genie

back in the bottle and as our
region grows in poulation and
industry, we need to at least
use a pragmatic approach to
deal with the reality of the
problems confronting us.

No individual, computer
assisted agency or advocacy
group is prescient enough to
plan ahead for 50 years. Past
history alone should make us
humble enough to realize that
such an exercise is only that,
an Exercise. The forces that
shape our future are yet to be
revealed and even now some
are dimly taking shape.

We had best continue to
meet our immediate needs
within the framework of the
existing Comprehensive Plans
and Administrative rules that
have served us well for almost
20 years. The market forces
are ever at work in our econo-
my and with proper govern-
ment encouragement and
supervision do a better job in.
the long run than mandateoL
government policies or vision-
ary exercises.

•
A clear need for a Wester^

By-pass or perhaps a Beltway
exists and time will only exac-
erbate that need until the situ-
ation in the existing corridors
becomes intolerable and publie
outcry brings about the imple-
mentation.

(Larry Chambreau, is a Forest
Grove resident, member of the
Hillsboro City Council for 10 years and
a member of the Hillsboro Chamber o;
Commerce Landuse & Transportatio:
and Long-range Study committees.)
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WASHINGTON

COUNTY, May 5, 1997
OREGON y

Mike Hoglund
Transportation Planning Manager
Metro
600 NE Grand Avenue
Portland, OR 97232-2739 '

RE: I-5/99W CONNECTOR

On May 5,1997, the Washington County Coordinating Committee reviewed and considered
Metro's proposed modifications to the Regional Transportation Plan (RTP) resulting from the
recommendations of the Western Bypass Study. Many of the Coordinating Committee
members participated in this work as members of the project Steering Committee.

A quorum of the Coordinating Committee was not present but those present, including
representatives from the cities of Beaverton, Hiilsboro, Forest Grove and Tualatin support the
addition of the projects contained in Exhibit A to Resolution No. 97-2497, and the associated
revisions. Washington County also supports these actions.

With regard to Ordinance No. 97-689, the Coordinating Committee members present at the
meeting and Washington County support the modifications to the RTP for the I-5/99W
Connector, but are concerned with the apparent contingent nature of this decision as it relates
to conditions of approval." This approach could afford the opportunity for jurisdictions outside
of the region to hold project decisions hostage by their failure or unwillingness to sign the
neighbor city or green corridor agreements. Similarly, conditioning decisions can create
stumbling blocks and avenues for appeal that otherwise may not exist In a project
development and funding environment where timing is often critical, this may not be in our
long-term collective best interest.

This said, we recognize and continue to support the concept of green corridors and neighbor
cities contained in the Regional Urban Growth Goals and Objectives. However, we continue to
have concerns about linking project decisions to the completion of multi-jurisdictional
agreements as proposed by this ordinance.

Sincerely,

Roy Rogers, Chairman
Washington County Coordinating Committee

J.\8hared\pktg*vpsh»wcccbyp.ltr

Board of County Commissioners



WHEREAS, an alignment-level Environmental Impact Statement

Process is required to select a preferred alignment and that a second-tier

statewide planning goal exception process will be required if any portion of

the selected alignment falls outside the Metro Urban Growth Boundary, and

WHEREAS, Green Corridor and Neighbor City agreements consistent

with Metro's Regional Urban Growth Goals and Objectives will be developed

upon selection of a preferred alternative, now, therefore

THE METRO COUNCIL HEREBY ORDAINS:

1. That the 1992 Regional Transportation Plan (RTP) be amended

to require the need, function, mode, and general corridor for the 1-5/99W

Connector as defined and shown on the map in Exhibit A and supported in

Technical Report (Exhibit B) and the Findings Report (Exhibit C).

2. That Metro should work cooperatively with the Green Corridor

and Neighbor City jurisdictions to ensure execution of the agreements in

Exhibit D prior to construction of the 1-5/99W Connector.

3. That the 1992 RTP reflect the text revisions as shown in Exhibit E.

Jon Kvistad, Presiding Officer
Approved as to Form:

Daniel B. Cooper, General Counsel

MH:4/30/97
Connector.Ord
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