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CHAPTER 1:  INTRODUCTION 
 
The Elgin Transportation System Plan (TSP) identifies existing transportation facilities and provides 
guidelines for future planned and constructed transportation facilities until the year 2018. This TSP 
updates the transportation element of the Elgin Land Use Plan and replaces the 1979 Elgin Street Plan. 
The TSP is intended to satisfy the requirements of the Oregon Transportation Planning Rule (TPR) and 
implement Statewide Planning Goal 12: Transportation, which is Oregon’s transportation planning law. 
The TPR requires local jurisdictions to coordinate land use and transportation planning, and to consider 
all modes of travel.  
 
It is important to recognize the relationship between land use and transportation because vehicle trip 
generation is a direct result of land use. Intense land uses produce large amounts of traffic. If the 
transportation system around these land uses cannot accommodate the traffic, then congestion, delays, 
and pollution can degrade quality of life and harm business opportunities. Planning for future 
development in conjunction with planning the future transportation system results in the most efficient 
possible transportation system. Identifying transportation needs for the next 20 years also provides the 
opportunity to plan the most equitable and economically beneficial transportation system for Elgin. The 
TSP takes into account surrounding land uses as it identifies potential transportation projects.  
 
PLANNING AREA 
The TSP planning area includes the City of Elgin and all areas inside the Elgin Urban Growth Boundary 
(UGB). This TSP applies to streets that fall under different jurisdictions, including the State of Oregon, 
Union County, and the City of Elgin. Located at the junction of Oregon Highways 82 and 204, Elgin is 
approximately 20 miles north of La Grande and roughly 9 miles west of the Wallowa County border. 
Elgin contains an estimated 1,715 people. Principal industries include agriculture, timber processing and 
public employment. The natural beauty of the Elgin area draws many outdoor enthusiasts for activities 
such as skiing, hunting, fishing, and hiking. Union County is roughly 49% publicly owned, with 
National Forest land comprising the majority of public ownership. A map of the planning area is shown 
in Figure 1-1. The map shows Elgin’s Urban Growth Boundary (UGB), and the state and local street 
systems.  
 
There are two significant state corridors that intersect in the City of Elgin. Oregon Highway 82 and 
Oregon Highway 204 travel through Elgin. Oregon Highway 82 originates in La Grande at its 
intersection with US Highway 30 and extends approximately 33 miles in a northeasterly direction to the 
Wallowa County line, connecting Imbler, Elgin, La Grande, and Interstate 84. Oregon Highway 204, 
also known as the Weston-Elgin Highway, originates in Weston, Oregon and extends roughly 20 miles 
in a southeasterly direction to its intersection with Highway 82 in Elgin. 
 
At the local level, these state facilities serve as principal arterials, and support a large volume of freight 
and passenger vehicle traffic. On a regional level, these corridors also provide connectivity between 
population centers in other counties. In addition to state highways, a network of local city streets 
connects with the state system and provides local access, as well as connectivity to rural areas of Union 
County. 
 
PLANNING PROCESS 
The Elgin Transportation System Plan is part of a larger project funded by the Oregon Transportation 
and Growth Management Program to develop individual TSPs for rural Union County and the  
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incorporated jurisdictions of Elgin and Imbler. The Imbler and Elgin City Councils are serving as each 
jurisdiction’s Technical Advisory Committee (TAC). In Union County, the County Transportation 
Advisory Committee is serving as the county’s TAC. Important components of the process include: 
 
• Involving the Elgin community (Chapter 1) 
• Developing goals and objectives (Chapter 2) 
• Reviewing existing plans, policies, and transportation conditions (Chapters 3 & 4) 
• Developing travel forecasts (Chapter 5) 
• Developing and evaluating potential transportation system improvements (Chapter 6) 
• Developing modal plans (Chapter 7) 
• Identifying funding options (Chapter 8) 
• Developing implementing policy and ordinance amendments (Chapter 9) 
 
Community Involvement 
Community involvement is an important aspect of any planning process. Part of the transportation 
planning process includes providing opportunity for the public to participate in the development of the 
Elgin Transportation System Plan. The opportunity for the public to become involved depends on 
distribution of notice to affected citizens. Letters mailed to stakeholders, local officials, and interested 
citizens are the most direct methods of notification, and proved most useful to the City of Elgin. Posters, 
flyers, and public service announcements in local newspapers also serve to notify citizens of upcoming 
opportunities for public participation. A public involvement record is included in Appendix A. 
 
Goals and Objectives 
The goals and objectives of the Elgin TSP were developed using input from Elgin’s TAC. These goals 
and objectives were used to make decisions about potential improvement projects. The goals and 
objectives are listed in Chapter 2. 
 
Review and Inventory of Existing Plans, Policies, and Public Facilities 
In order to understand the present conditions of, and identify deficiencies in, Elgin’s transportation 
system, all existing plans and policies were analyzed and the current transportation system and facilities 
were cataloged. The purpose of this inventory and analysis is to assess Elgin’s growth and development 
based on existing policies and ordinances and to catalog the current transportation system and facilities. 
 
The inventory of existing conditions is included in Appendix B and is explained in detail in Chapter 3. 
Chapter 4 describes how Elgin’s current system functions. 
 
Future Transportation System Demands 
The Transportation Planning Rule requires a 20-year forecast be incorporated into each TSP. Future 
traffic volumes for the existing, plus committed, transportation system were projected using ODOT’s 
Level 1 - Trending Analysis methodology. The population and travel forecasts are discussed in detail in 
Chapter 5. 
 
Potential Transportation System Improvements 
Once future traffic volumes were identified, an analysis of several potential improvement projects took 
place. These potential projects were also evaluated against the goals and objectives identified in Chapter 
2. The analysis of the potential improvement projects was based on several factors including the 
estimated cost of each project, land use impacts, safety, and equity for transportation users. The 
potential improvement projects were developed with the help of Elgin’s TAC, community members, 
ODOT, and Union County staff. After project analysis, a series of recommended transportation system 
improvements was selected. These recommendations are described in detail in Chapter 6. 
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Transportation System Plan 
The Transportation System Plan addresses all modes of travel and identifies a future street system plan 
for the City of Elgin. This section of the TSP provides a framework for implementation by including 
street design standards, access management guidelines, and a capital improvement program. The street 
system plan was developed from TAC discussions and evaluation of the potential transportation 
improvement projects.  
 
The Elgin Bicycle and Pedestrian Plan is a separate document adopted by the Elgin City Council on 
August 13, 1996. The public transportation, rail, air, pipeline, and waterborne transportation modal 
plans were developed based on discussions with the owners and operators of the facilities. Chapter 7 
details each of the modal plans and discusses street and access management standards. 
 
Funding Options 
The City of Elgin will have to work with ODOT and each of the other eight county incorporated 
jurisdictions to pay for new transportation projects over the next 20 years. A survey of potential funding 
and financing opportunities is described in Chapter 8.  
 
Recommended Policies and Ordinances 
Recommended policy and ordinance amendments for the Elgin Land Use Plan, the Elgin Subdivision 
and Partition Ordinance, and the Elgin Zoning Ordinance are included in Chapter 9. These policy and 
ordinance changes are necessary to implement the TSP and meet the requirements of the TPR.  
 
RELATED DOCUMENTS 
The Elgin TSP addresses local transportation needs within its Urban Growth Boundary and City Limits. 
There are several other documents related to specific local and regional transportation needs, which are 
listed below. 
 
City Transportation System Plans 
Three city TSPs were prepared and adopted during the summer of 1998 for communities in the southern 
portion of Union County. These are: 
 
• City of Cove Transportation System Plan 
• City of Union Transportation System Plan 
• City of North Powder Transportation System Plan 
 
Additionally, La Grande and Island City are in the process of preparing a joint TSP to address 
transportation needs within both cities. This TSP is slated for adoption during fall 1999. 
 
In conjunction with Elgin’s Transportation System Plan, two more TSPs are being developed. These 
are: 
 
• City of Imbler Transportation System Plan 
• Union County Transportation System Plan 
 
Each small city TSP addresses identified needs within that jurisdiction’s UGB. Each plan describes 
street development standards, access management standards, a Street System Plan showing the layout of 
future streets, modal plans, and policy and ordinance changes necessary for the implementation of each 
TSP. 
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Corridor Strategies 
Oregon Highway 82 is a highway of statewide significance and constitutes a major transportation 
corridor in Union County. A final Oregon Highway 82 Corridor Plan was completed in May 1998 and 
details several corridor strategy objectives in order to protect the function of the state highway system. 
 
Other Plans 
The Elgin TSP will coordinate with Oregon Highway 82 corridor strategies, as well as the following 
plans: 
 
• Oregon Transportation Plan (1992) 
• Oregon Highway Plan (1991) 
• Elgin Bicycle and Pedestrian Plan (1996) 
• Oregon Aviation System Plan (1974 – currently being updated) 
• La Grande/Union County Airport Master Plan Update (1998) 
• Oregon Rail Freight Plan (1994) 
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CHAPTER 2:  GOALS AND OBJECTIVES 
 
The following goals and objectives provide a framework against which to compare each element of the 
TSP; specifically, the potential transportation system improvement projects. These goals and objectives 
were developed with input from the Technical Advisory Committee.   
 
OVERALL TRANSPORTATION GOAL 
Develop a transportation system that enhances the livability of Elgin and the county and accommodates 
growth and development through careful planning and management of existing and future transportation 
facilities. 
 
GOAL 1:   
Improve and enhance safety and traffic circulation on the local street system. 
 
Objectives: 
A) Develop an efficient road network for Elgin and the county. 
B) Improve and maintain existing roadways. 
C) Ensure planning coordination between Elgin, the county, and the state. 
D) Identify truck routes to reduce truck traffic in urban areas where needed. 
E) Ensure that roads created in land division and development be designed to tie into existing and 

anticipated road circulation patterns. 
F) Review and revise, if necessary, street cross section standards for local, collector, and arterial streets 

to enhance safety and mobility. 
G) Evaluate the need for traffic control devices. 
H) Analyze the safety of traveling speeds and consider proposals to modify posted speeds. 
I) Identify local problem spots and recommended solutions. 
 
GOAL 2:   
Preserve the function, capacity, level of service, and safety of Oregon Highways 82 and 204. 
 
Objectives:   
A) Develop access management standards. 
B) Develop alternative, parallel routes. 
C) Promote alternative modes of transportation. 
D) Promote demand management (rideshare, park & ride). 
E) Promote transportation system management (median barriers, etc.) 
F) Develop procedures to minimize impacts to and protect transportation facilities, corridors, or sites 

during the development review process. 
G) Promote railroad freight service. 
 
GOAL 3:   
Identify the 20-year roadway system needs to accommodate developing or undeveloped areas without 
undermining the rural nature of Elgin. 
 
Objectives: 
A) Adopt policies and standards that address street connectivity, spacing, and access management. 
B) Integrate new arterial and collector routes into improved grid systems with an emphasis on 

removing the pressure from traditionally heavy traffic collectors. 
C) Examine improved access into and out of Elgin and the county for goods and services. 
D) Explore improved access on and off arterials to encourage growth. 
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E) Determine whether there are opportunities to promote railroad freight service to reduce truck-related 
traffic. 

 
GOAL 4:   
Increase the use of alternative modes of transportation (walking, bicycling, rideshare/carpooling, and 
transit) through improved access, safety, and service. 
 
Objectives: 
A) Identify where shoulder bikeways are appropriate on rural collector and arterial roads. 
B) Promote alternative modes and rideshare/carpool programs through community awareness and 

education.  
C) Promote future expanded transit service by recommending funding to local transit efforts and 

seeking consistent state support. 
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CHAPTER 3:  TRANSPORTATION SYSTEM INVENTORY 
 
Part of the TSP planning process includes an inventory of Elgin’s existing transportation system. The 
inventory records the roadway system and roadway functional classifications, pedestrian and bicycle 
facilities, public transportation, rail service, and whether air service, pipeline systems, and waterborne 
transportation are present. 
 
ROADWAY SYSTEM 
The most obvious element of the transportation system is the roadway system. Historically, reliance on 
the automobile and rapid urbanization have led to the majority of transportation dollars being spent on 
building and maintaining roads. Recently, consideration of other modes, in addition to vehicular travel, 
has emerged as an alternative focus for transportation dollars. 
 
This TSP inventories and discusses all modes of travel, but in Elgin the automobile remains the 
prevalent mode due to the distances between Elgin and other population centers and due to the lack of 
mass transit service. As a result, over the 20-year planning period, the roadway system will remain the 
emphasis of the transportation system; therefore, maintaining a safe, equitable transportation system is 
the primary focus of this TSP.  
 
The existing street system in the City of Elgin was inventoried through several methods and includes 
facilities under different jurisdictions. All state highways, county and city arterials, collectors, and local 
streets included in the planning area were cataloged. Components of the inventory include: 
 
• Road name, classification, and jurisdiction 
• Road length, pavement width and total right-of-way width 
• Road surface and surface condition 
• Number of travel lanes 
• Presence of parking, bicycle, and pedestrian facilities 
• Posted speed limits 
 
The complete inventory of Elgin’s roadway system is included in Appendix B.  
 
Roadway Classification 
Elgin’s streets are in state, county, or city jurisdiction. Some streets around Elgin’s periphery are in joint 
city-county jurisdiction. Oregon Highways 82 and 204 serve as principal arterials for the City of Elgin. 
The state functional classification system is recognized as a separate classification system. Remaining 
city streets are grouped as arterials, collectors, or local streets according to their function. Figure 3-1 
shows Elgin’s existing street system and functional classifications. 
 
State Highways 
In Elgin, state highways serve as arterials and form the basis of the primary street network. This 
network facilitates the movement of large volumes of people and freight within and through Elgin and 
the outlying area. It also links distant jurisdictions and provides connections with the greater region and 
surrounding states. Though the purpose of an arterial is to expeditiously move cars and trucks from one 
destination to the next, the state highways in Elgin also serve to access property. This is evident in Elgin 
where the state highways accommodate local, regional, and statewide transportation needs. 
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Oregon Highway 82 
Oregon Highway 82 extends approximately 33 miles in a northeasterly direction to the Wallowa County 
line, connecting Interstate 84 and La Grande to Imbler and Elgin, and eventually terminating at 
Wallowa Lake in Wallowa County. Oregon Highway 82 is a two-lane, paved highway with a posted 
speed of 55 miles per hour, except within cities and potentially hazardous areas due to topography or 
weather. Oregon Highway 82 in Elgin is locally known as 8th Avenue. Posted speeds within Elgin’s 
UGB are typical of urban development; 25 miles per hour in congested areas, 20 miles per hour in 
school zones, and 40 miles per hour at the periphery of town. Pavement condition is generally “good.” 
The highway does accommodate pedestrians in the urban area but bicyclists commonly travel along the 
paved shoulders, which are typically 4 feet in width. Land uses along the highway are generally zoned 
for commercial and residential activities, with some industrial uses. City streets connect with Oregon 
Highway 82 to provide individual property access, and access to local businesses. 
 
Oregon Highway 82 is a highway of statewide significance and originates in La Grande at its 
intersection with US Highway 30. According to the 1991 Oregon Highway Plan, the primary function 
of statewide highways is to provide connections and links to larger urban areas, ports, and major 
recreation areas that are not directly served by interstate highways. Statewide highways also provide 
connection to the interstate system. The management objective of statewide highways is to provide for 
safe and efficient high-speed, through travel in rural areas and high-to-moderate speed traffic flow with 
limited interruptions in urban and urbanizing areas.  
 
According to the 1991 Oregon Highway Plan, Oregon Highway 82 is part of the Access Oregon 
Highway classification system, which was developed to identify a network of primary statewide 
highways that link major economic and geographic activity centers to each other, to other high level 
highways, to ports, and to other states. Designation as an Access Oregon Highway means that the 
Oregon Highway 82 corridor is a top priority for improvement project funding. Oregon Highway 82 is 
also part of the Hells Canyon Oregon Scenic Byway system and portions of the corridor in Wallowa 
County are part of the Oregon Scenic Waterway and National Wild and Scenic Study Corridor, which is 
tied to the Wallowa and Minam River systems.  
 
According to the Oregon Highway 82 Corridor Plan, “the overall strategy for the Highway 82 Corridor 
is to maintain the condition and increase the functionality of existing transportation facilities.”1 Corridor 
strategy objectives were identified in order to achieve the overall strategy and are grouped into either 
“transportation performance measures” or “transportation impacts.” These are terms developed by 
ODOT to provide common language for statewide corridor analysis and are based on Oregon 
Transportation Plan goals and policies. Each corridor strategy objective is also associated with specific 
“decisions.” Decisions can be either “management decisions,” “capital improvement decisions,” or 
“service improvement decisions.” These decisions, then, become the recommended improvement 
projects from the plan for the next 20 years. The Oregon Department of Transportation (ODOT) chose 
to use the term “decision” in order to demonstrate that some action was proposed to address an 
identified need within the corridor. These decisions, or improvement projects, will be implemented 
through the Statewide Transportation Improvement Program (STIP) and the ODOT Region 5 work 
program, depending on funding resources. The STIP balances recommended improvement projects from 
the Oregon Highway 82 Corridor Plan with other recommended improvement projects throughout the 
state in order to achieve a safe, efficient, and equitable transportation system. Each decision, or 
recommended improvement project, is prioritized as a “near” (0-5 years), “mid” (5-10 years), or “long” 
(10-20 years) term project. A more detailed discussion of improvement projects follows in Chapter 6. 
 

                                                 
1 Otak, “Oregon Highway 82 Corridor Plan,” May 1998, 7-1. 
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Oregon Highway 204 
Oregon Highway 204, also known as the Weston-Elgin Highway, and locally called Division Street, is a 
highway of regional significance. It originates at its junction with Oregon Highway 11 in Weston 
(Umatilla County) and extends roughly 20 miles in a southeasterly direction to its terminus at the 
junction with Oregon Highway 82 in Elgin. It is a two lane, paved highway with turn-outs provided for 
slow-moving vehicles outside the urban area. There are sidewalks installed along urban sections but 
cyclists share the travel lane or utilize two foot, paved shoulders. Posted speeds inside Elgin’s UGB are 
typical of urban development; 25 miles per hour in congested areas, 20 miles per hour in school zones, 
and 40 miles per hour at the periphery of town. Generally, pavement conditions are “fair” to “poor.” 
Land uses along Oregon Highway 204 are generally zoned for residential and general commercial uses. 
Outside the city limits, but within the UGB, the Elgin Boise Cascade Wood Products Operation is in a 
County I-2 Heavy Industrial Zone on the south side of Oregon Highway 204. City streets connect with 
Oregon Highway 204 to provide individual property access to these uses. 
 
The primary function of regional highways is to provide connections and links to areas within regions of 
the state, between small, urbanized areas and larger population centers, and to higher level facilities. A 
secondary function is to serve land uses in the vicinity of these highways. The management objective of 
regional highways is to provide for safe and efficient high-speed, through travel in rural areas, except 
where there are significant environmental constraints, and moderate-to-low speed traffic operation in 
urban and urbanizing areas with moderate interruptions of traffic flow.  
 
City Streets 
The City of Elgin has about 43 public streets totaling approximately 18 miles in its jurisdiction. These 
streets connect with the state highway system to form a network that provides circulation around the 
City of Elgin, and provides individual land access. City streets are two-lane facilities with most streets 
providing on-street parking. Pedestrian facilities are provided on core city streets. The adopted Elgin 
Bicycle and Pedestrian Plan identifies bicycle and pedestrian facilities on city streets, and is included in 
Appendix C.  
 
For the purposes of the TSP, city streets are classified into three categories. Functional classifications 
for state highways are determined at the state level. The function of state highways is mobility 
(movement through Elgin) versus access (movement to a specific destination within Elgin), and they 
carry the highest traffic volumes. Both Highway 204 and Highway 82 are paved facilities.  
 
Elgin’s designated arterials overlap with the state highway system. Therefore, portions of Division 
Street (Oregon Highway 204), South 8th Avenue (Oregon Highway 82), and Albany Street (Oregon 
Highway 82) are designated as arterials by the City of Elgin, as well as by the State of Oregon. The 
segment of 7th Avenue between Division and Albany and the segment of 8th Avenue between Albany 
and Baltimore are also designated as arterials to accommodate the signed truck route. Elgin’s city streets 
are designated either as arterials, collectors, or local streets. Arterials serve through traffic while 
collectors balance mobility and access. Both carry significant traffic volumes and connect major activity 
centers. Virtually all arterials and collectors are paved, very few are gravel. Local streets carry the 
lowest traffic volumes and their purpose is primarily to provide access to individual properties. Many 
local streets are paved, though several are gravel. Table 3-1 lists city arterials and collectors. City streets 
not identified as arterials or collectors are classified as local streets. Figure 3-1 shows Elgin’s existing 
street system and functional classifications.  
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Table 3-1 
Elgin Functional Classifications 

 
Elgin Arterials 
South 8th Avenue (Oregon Highway 82) 
East Albany Street (Oregon Highway 82) 
West Division Street (Oregon Highway 204) 
7th Avenue – Division to Albany 
8th Avenue – Albany to Baltimore 
Elgin Collectors 
Hartford Lane 
Detroit Street – 10th to 15th

Birch Street – 8th to 17th  
Cedar Street – east of Highway 82 
Palmer Street 
10th Avenue 
14th Avenue – south of Highway 204 
15th Avenue – north of Highway 204 
17th Avenue – south of Highway 204 
Division Street – 7th to 8th

Baltimore Street – 8th to 10th 
 
Bridges 
There are 208 bridges in Union County on county, state, and local facilities. Union County has 
jurisdiction over 70 of these bridges and ODOT has 133 bridges on its system. The City of Elgin has 5 
bridges in its jurisdiction, two of which have recently undergone rehabilitation projects.  
 
There are two small bridges across Phillips Creek. The first bridge over Phillips Creek exists on Highway 82 
between Dogwood Street and Canning Street. The second bridge exists on the Boise Cascade Access Road 
west of Pumpkin Ridge Road. 
 
Just outside the city limits the following three bridges exist over the Grande Ronde River: 
 

• Highway 82 east of 3rd Avenue 
• Cedar Street/Clark Creek Road at the east city limits 
• Highway 82 south of Canning Street 

 
The process for determining the priority of bridge rehabilitation projects is dependent upon several 
factors. ODOT has a program where a consultant bridge inspector is retained to inspect bridge facilities. 
Specific elements, such as structural conditions and functional obsolescence, are evaluated. A complex 
formula based on several factors is used to rate each bridge. The rating system ranges from 0 to 100 
with numbers over 80 indicating bridge sufficiency. Bridges can, however, be considered functionally 
obsolete yet still be structurally sound. This means that the bridge no longer meets minimum horizontal 
or vertical size requirements because the amounts and types of vehicles have changed over time, yet the 
integrity of the structure is not compromised. Bridge ratings then serve to prioritize maintenance and 
rehabilitation projects. This information is forwarded to the appropriate governmental unit. 
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PEDESTRIAN SYSTEM 
Walking is a popular form of exercise, as well as the most basic form of transportation, for people of all 
ages and income levels. Everyone is a pedestrian, yet in rural Oregon, pedestrian facilities are seldom 
designed as an integral component of the road system. According to the Oregon Bicycle and Pedestrian 
Plan, a person in reasonable physical condition can walk up to one kilometer (about .6 miles) in less 
than twenty minutes with minimal physical exertion. This makes walking a viable alternative to many 
short commuter trips, and actually may take less time than driving a car.  
 
Elgin’s pedestrian traffic is concentrated in the vicinity of the schools and commercially zoned areas, 
though many people walk throughout Elgin for exercise. Sidewalks are provided on most streets within 
the downtown core, although many sidewalks do not have curb cuts to facilitate wheelchair traffic. 
Elgin’s small size accommodates foot travel, but moderate-to-severe cold weather can often deter 
wintertime pedestrians. Some of Elgin’s outlying neighborhoods do not have sidewalk systems, forcing 
pedestrians to share the roadway with vehicles. Generally speaking, traffic volumes on local streets are 
not significant enough to jeopardize pedestrian safety. 
 
Nine crosswalk locations exist within Elgin. Three of these crosswalks are located across Highway 204 east 
of 12th Street, west of 11th Street, and west of 8th Street. Four crosswalks exist on all four approaches of the 
Baltimore Street/12th Avenue intersection. The remaining two crosswalks exist on 12th Street north of 
Division Street and Baltimore Street west of 10th Avenue. 
 
Figure 3-2 shows Elgin’s existing pedestrian system. 
 
BIKEWAY SYSTEM 
Bicycle facilities, like pedestrian facilities, are seldom designed as an integral component of the road 
system. Often, bikeways are added as an afterthought, and as a result, conflicts between cyclists and 
vehicles can occur, compromising safety.  
 
Cycling is an efficient mode of travel, with the average bicycle trip being two miles in length, and 
cycling mitigates some of the negative impacts of growth, such as air and water pollution, traffic 
congestion, and noise.  
 
The Elgin City Council adopted the Elgin Bicycle and Pedestrian Plan on August 13, 1996. This plan 
identifies appropriate streets, based on traffic volumes and posted speeds, that can safely accommodate 
bicycle traffic. Few of these streets contain facilities sanctioned only for bicycle travel; the majority of 
bicycle projects call for shared travel lanes with vehicles, or on roadway shoulder bikeways. Figure 3-2 
shows Elgin’s existing bikeway system. 
 
The City of Elgin sees a moderate level of bicycle use, both for recreational and transit purposes. Most 
cyclists in Elgin are children at play or traveling to and from school activities. Bicycle travel between 
cities also occurs on arterials and collectors, though on a much smaller scale. The recommendations 
from the Elgin Bicycle and Pedestrian Plan will expand and enhance bicycle travel in the city. The Elgin 
Bicycle and Pedestrian Plan is included in Appendix C. 
 
The Elgin Bicycle and Pedestrian Plan was funded by the Transportation and Growth Management 
Program and prepared in accordance with the TPR. The plan identifies a set of goals and objectives to 
guide the development of a safe and efficient bikeway system for the City of Elgin. The plan was 
developed involving citizen participation and was guided by the Elgin City Council. 
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PUBLIC TRANSPORTATION SYSTEM 
Public transportation in Elgin is provided by Community Connection, who provides transit services to 
the general public. Client transport services are provided by New Day Enterprises and the Center for 
Human Development for the elderly and disabled. Wallowa Valley Stage Line, Blue Mountain Cab 
Company, Greyhound Bus Lines, and Mid-Columbia Bus Company offer a variety of specific 
transportation services, all affect the City of Elgin to some degree. 
 
Community Connection is a Dial-A-Ride transit service begun originally for the transportation  
disadvantaged, but has expanded to serve the general public. Requests for rides should be made a day in 
advance. The bus fare is 50 cents per one way trip and $1.00 per round trip. Community Connection has 
a total of six vans; one 10-passenger bus is utilized in Elgin. Transit service in Elgin operates two days 
per week and all drivers are volunteers. The Elgin bus operates on Wednesdays, traveling to Elgin and 
Imbler, then continuing to La Grande. On Thursdays, the Elgin bus provides transit exclusively in Elgin, 
with a focus on the Elgin Senior Meal Site.  
 
Community Connection is projecting a substantial ridership increase. In the mid-1990s, countywide, 
Community Connection served about 13,650 rides per year, and this is anticipated to grow to 27,000 
rides per year. 
 
There are two Dial-A-Ride services available in the Elgin area specifically for the transportation 
disadvantaged. New Day Enterprises and the Center for Human Development both provide client 
transportation only. New Day Enterprises operates three lift-equipped vans, one lift-equipped mini-van, 
two standard vans, one standard mini-van, one lift-equipped station wagon, and one lift-equipped bus. 
The Center for Human Development operates one lift-equipped van, one lift-equipped bus, and three 
standard vans. These vehicles are used to transport group home clients on a 24-hour basis. Additionally, 
Union-Wallowa County Veteran’s Services has one 8-passenger van stationed in La Grande for the 
transportation of veterans to the Veteran’s Administration Hospital in Walla Walla, Washington two 
times per month. The van also travels periodically to Portland, Oregon. This van is used for medical 
transportation only and transported 700 people in 1997. There is no cost to passengers. The Veteran’s 
Administration Hospital pays for vehicle maintenance and fuel and drivers are volunteers. 
 
Together Community Connection, New Day Enterprises and the Center for Human Development 
provide necessary transit services for the transportation disadvantaged of Union County. In 1990, these 
three non-profit groups formed the Union County Transportation Coalition to pool resources in an effort 
to lower the cost per trip, and to efficiently increase service in Union County without duplicating 
services.  
 
The Wallowa Valley Stage Line is owned by Moffit Brothers Transportation and is based out of the City 
of Lostine (Wallowa County). An 8-person van operates daily, except Sundays and holidays, between 
Joseph in Wallowa County and La Grande in Union County with stops in Enterprise, Lostine, Wallowa, 
Minam, Elgin, Imbler, and Island City. This transit service is a fixed route service but during the 
summer months, Wallowa Lake is added to the route on an on-call basis only. Scheduled departure from 
Joseph is 6:30 A.M. with arrival in Elgin at 8:00 A.M. and the return trip is scheduled to depart from 
Elgin at 12:30 P.M. with arrival in Joseph at 2:45 P.M. The cost for a one-way trip from Joseph to Elgin 
is $6.65 while a round trip costs $11.90. Fare prices vary depending upon trip length. Wallowa Valley 
Stage Line does not currently have a van with wheelchair transport capabilities but is taking steps to 
remedy this situation. Until they have a van that complies with the Americans with Disabilities Act 
(ADA), Wallowa Valley Stage Line rents a van with these capabilities when a patron specifically 
requests the service. In addition to transporting passengers, Wallowa Valley Stage Line also transports 
individual packages. Moffit Brothers Transportation also offers charter service.  
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Blue Mountain Cab Company provides 24-hour taxi service to the general public, though they do not 
comply with the ADA. Trips within La Grande’s City Limits cost $5.00 one way and trips outside the 
city limits cost an additional $1.25 per mile. The cost for senior citizens is $2.50 one way, to any 
destination. 
 
Greyhound Bus Lines does not provide transit service within Union County, but does provide 
connections with destinations outside of Union County. During the summer months there are eight 
buses per day traveling through Union County while during the rest of the year there are five buses per 
day traveling through the county. Wallowa Valley Stage Line coordinates its arrival in La Grande to 
connect with Greyhound Bus service. Greyhound Bus Lines has an agreement with AMTRAK whereby 
AMTRAK tickets can be used to ride Greyhound buses in order to facilitate the movement of 
passengers through areas no longer served by passenger rail. 
 
Mid-Columbia Bus Company, based in Condon (Gilliam County), does not provide public transit 
services but does hold the contract in Union County for bussing school children. Additionally, Mid-
Columbia Bus Company offers charter service.  
 
RAIL SERVICE 
Union County no longer has passenger rail service. AMTRAK’s “Pioneer” route originated in Chicago, 
Illinois and ended in Seattle, Washington, utilizing the corridor that parallels Interstate 84 and stopping 
in La Grande. AMTRAK terminated its passenger rail service in May 1997 due to federal budget cuts. 
There is local interest in restoring AMTRAK service to La Grande. As passenger rail is developed in 
other parts of Oregon, an extension of this service to the east may be considered within the 20-year 
planning period. According to the ODOT Rail Section, there is a tentative proposal to implement a fleet 
of small, efficient trains for express service in the Willamette Valley within the 20-year planning period. 
This would serve as a test case to gauge support and ridership, and if successful, may impact eastern 
Oregon because express rail service may be extended to the eastern region of the state.  
 
AMTRAK designated Greyhound Bus Lines a carrier of AMTRAK ticket holders in order to move 
passengers through areas no longer served by the passenger rail company. This means that through trips 
can be booked using the same ticket. 
 
The Idaho Northern and Pacific (INP) railroad operates a freight line in Union County, which extends to 
Elgin. Idaho Northern and Pacific utilizes a branch line that diverges from the Union Pacific mainline in 
La Grande and heads due north along Oregon Highway 82 through Imbler to Elgin. This line moves less 
than one million gross tons of freight per year, mostly timber and agricultural products. In 1994, the 
Idaho Northern and Pacific petitioned the Surface Transportation Board to abandon roughly 61 miles of 
track between Elgin and Joseph, which lies mostly in Wallowa County. This petition for abandonment 
was approved March 12, 1997 by the Surface Transportation Board. The Oregon Highway 82 Corridor 
Plan identifies the acquisition of the INP railroad right-of-way to utilize as a multi-use path between 
Elgin and Joseph as a potential improvement project.  
 
AIR SERVICE 
Union County owns and operates the La Grande/Union County Airport, which is located roughly 20 
miles south of Elgin. Vehicle access is provided from Pierce Road, which intersects with Oregon 
Highway 82 north of Island City and intersects with Oregon Highway 203 south of La Grande. A light 
industrial park is situated south of the airport containing land uses that are fully compatible with airport 
uses. The airport and the airport light industrial park are on approximately 680 acres of land zoned for 
Public Airport and Light Industrial uses. Approximately half of the acreage is vacant and one scenario 
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for future land use is to expand the light industrial park. Surrounding zoning is for exclusive agricultural 
use. According to the Union County Zoning, Partition & Subdivision Ordinance, an Airport Overlay 
Zone was “created in 1983 to provide safe and suitable airport operations without dangerous 
obstructions to air space and to provide an environment around airports which will not be adversely 
affected by noise and safety problems and which is compatible with an airport and its operations.” 
Figure 3-3 shows the overlay zone.  
 
The La Grande/Union County Airport is currently a Transport Class Airport and is served by two 
runways, two parallel taxiways, and two stubtaxiways. Runway 12/30 is 5,600 feet long by 100 feet 
wide. Runway 16/34 is 3,400 feet long by 60 feet wide. The 1998 La Grande/Union County Airport 
Master Plan Update delineates two instrument approach procedures:  a Non-Precision Instrument Global 
Positioning System (GPS) approach to Runway 16 or a circling type Non-Precision Non-Directional 
Beacon (NDB/GPS-A) approach to the airport; though this type is not aligned with a specific runway. In 
1997, there were 40 based aircraft and an estimated 15,500 operations (take-offs and landings). As the 
number of based aircraft increases, so will the number of operations. Table 3-2 shows the forecast of 
based aircraft and operations until the year 2017. 

 
Table 3-2 

Based Aircraft and Operations Forecast 
 

 2000 2005 2010 2017 
Based Aircraft 40 42 49 54 
Operations 16,436 17,661 18,971 20,983 
Source:  La Grande/Union County Airport Master Plan Update, 1998 
 
The La Grande/Union County Airport does not have scheduled passenger air service, but charter 
services are available. Federal Express and United Parcel Service (UPS) both land at the La 
Grande/Union County Airport on a daily basis (except Sundays) to deliver and pick up individual 
packages, as well as business inventory. There is also a plane landing twice daily to pick up and deliver 
bank notes and other important banking documents. This airport also serves as a base of operations for 
the U.S. Forest Service during fire suppression season facilitating air tanker operations, transporting fire 
crews and smoke jumpers to fire sites, operating fire spotter planes, and storing and delivering food and 
materials. The U.S. Forest Service estimates that the La Grande/Union County Airport is the most 
economically efficient and most strategically located airport for fire suppression in this region.  
 
The La Grande/Union County Airport is currently equipped to accommodate commuter passenger 
service, except for the necessary metal detectors and related safety equipment for the terminal facilities. 
Union County supports commuter passenger service and has studied this issue to determine ridership in 
order to draw an air carrier to Union County. According to the Union County Director of General 
Services, an informal study of local travel agencies determined that approximately 36 airline tickets per 
day are purchased in Union and Wallowa Counties. So, theoretically, an airline with a six to ten 
passenger plane performing four operations per day would have the ridership necessary to support it. It 
is hard to gauge potential ridership, though, until a carrier actually tries to provide the service. The 
Union County Director of General Services speculates that La Grande would have to be a stop in  
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between two points and that fares would probably be high to cover start-up costs. So while the La 
Grande/Union County Airport would like to see commercial passenger service, it is not likely within the 
20-year planning period.  
 
PIPELINE SYSTEM 
There are two major pipelines that traverse Union County.  
 
The Chevron Pipeline carries refined products such as gasoline, diesel, and jet fuel. Chevron owns two 
lines but only one is utilized; the other is abandoned.  
 
The Northwest Pipeline includes two large lines carrying natural gas, which is administered locally in 
Union County by WP Natural. This pipeline serves seven of the eight incorporated jurisdictions in 
Union County; only Cove does not have access to natural gas service. The stub gas line that serves 
Imbler and Elgin roughly parallels Oregon Highway 82 and terminates in Elgin.  
 
Both the Chevron and Northwest Pipelines occupy the same corridor and enter Union County from 
Baker County at North Powder. They generally parallel Interstate 84 and exit into Umatilla County near 
Kamela.  
 
WATER TRANSPORTATION SYSTEM 
Elgin has no navigable waterways, therefore Elgin has no waterborne transportation services.  
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CHAPTER 4:  CURRENT TRANSPORTATION CONDITIONS 
 
As part of the planning process, the current operating conditions for the transportation system were 
evaluated. This evaluation focused primarily on street system operating conditions since the automobile is 
by far the dominant mode of transportation in Elgin. 
 
TRAFFIC VOLUMES 
A.M. and P.M. peak hour turning movement traffic volumes were collected by Union County and ODOT 
staff in August and September 1998 at the following study area intersections: 
 

• Division Street (Highway 204)/21st Avenue 
• Division Street (Highway 204)/17th Avenue 
• Division Street (Highway 204)/10th Avenue 
• Cedar Street/8th Avenue (Highway 82) 
• Alder Street/8th Avenue (Highway 82) 
• Division Street (Highway 204)/8th Street (Highway 82) 
• Albany Street (Highway 82)/7th Avenue 
  

The study intersections generally represent major intersections and access points for land uses generating 
significant amount of traffic. These traffic volumes were adjusted by applying seasonal factors from 
ODOT’s 1997 Traffic Volume Tables. The seasonal adjustment factors were derived from a permanent count 
station located on Highway 82 east of the Elgin City Limits. These seasonal factors are summarized in Table 
4-1. The resulting A.M. and P.M. peak hour traffic volumes are shown in Figure 4-1. 
 
The A.M. peak hour traffic counts indicate that the A.M. peak hour generally begins between 7:15 and 7:30 
A.M. depending on the location. The beginning of the P.M. peak hour generally occurs between 3:30 and 
3:45 P.M. 
 
Truck traffic was counted during the A.M. and P.M. peak hour turning movement counts by intersection 
approach. Table 4-2 summarizes the truck volumes and percentages. As shown in Table 4-2, the truck 
percentage in the A.M. peak hour on Highways 82 by intersection approach range from 0% to 23% in 
the northbound direction and 6% to 16% in the southbound direction. These percentages translate from 
1 to 45 trucks in the A.M. peak hour in both directions of travel. During the P.M. peak hour, the truck 
percentages by intersection approach range from 5% to 26% in the northbound direction and 7% to 13% 
in the southbound direction. The number of trucks on Highway 82 ranged from 27 to 38 in both 
directions of travel.  
 
The truck percentages in the A.M. peak hour on Highway 204 by intersection approach range from 10% to 
30% in the eastbound direction and 9% to 37% in the westbound direction. These percentages translate from 
20 to 24 trucks in the A.M. peak hour in both directions of travel. During the P.M. peak hour, the truck 
percentages by intersection approach range from 9% to 22% in the eastbound direction and 5% to 20% in 
the westbound direction. The number of trucks on Highway 204 ranged from 22 to 28 in both directions of 
travel.   
 
The relatively high truck percentages on Highways 82 and 204 are a function of the relatively low traffic 
volumes, which skew the importance of each truck. The truck percentages were used as one of the input 
parameters in the levels of service analysis. 
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Table 4-1 
Summary of Seasonal Adjustment Factors 

 
Month Seasonal Adjustment Factors 

January 1.27 

February 1.22 

March 1.25 

April 1.22 

May 1.02 

June 0.93 

July 0.79 

August 0.80 

September 0.87 

October 0.97 

November 1.05 

December 1.27 

 
Existing average daily traffic volumes for Highways 82 and 204 were obtained from ODOT's 1997 Traffic 
Volume Tables. To factor the 1997 daily traffic volumes to 1998 daily traffic volumes, an annual growth 
factor was derived from historical daily traffic volumes obtained from ODOT’s Traffic Volume Tables 
between 1980 and 1997.   
 
Based on these historical counts, Highway 82 traffic volumes have increased by 1.5% per year. The 
Highway 204 traffic volumes have increased by 1.6% per year. The 1998 daily traffic volumes are 
shown in Figure 4-1 with the A.M. and P.M. peak hour traffic volumes. As shown in Figure 4-1, the 
average daily traffic volumes on Highway 82 range from 2,100 to 5000 and the Highway 204 daily 
traffic volumes range from 1,800 to 4,600.     
 
LEVEL OF SERVICE 
The following section provides a summary of the level of service (LOS) analysis conducted for the 
Elgin Urban Growth Boundary intersections and roadways. The level of service definition, 
methodologies used in calculating level of service, and the results of the analysis are summarized below. 
The purpose of this information is to provide an overview of LOS and to identify its relationship to the 
transportation goals and policies of the city. 
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Table 4-2 
Truck Volume and Percentage Summary 

 
A.M. Peak Hour Truck Volume and Percentage Summary 

 Intersection Approach 
 Northbound Southbound Eastbound  Westbound 

 
Intersection 

Truck 
Vol 

Total 
Vol 

Truck
% 

Truck 
Vol 

Total 
Vol 

Truck 
% 

Truck 
Vol 

Total 
Vol 

Truck 
% 

 Truck 
Vol 

Total 
Vol 

Truck 
% 

Hwy 204/21st 
Avenue 

4 13 31% - - - 13 43 30%  11 30 37% 

              
Hwy 204/17th 
Avenue 

0 14 0% 0 3 0% 13 73 18%  14 65 22% 

              
Hwy 204/10th 
Avenue 

0 18 0% 1 68 1% 11 106 10%  9 105 9% 

              
Hwy 82/Cedar Street 23 99 23% 22 151 15% 0 15 0%  1 14 7% 
              
Hwy 82/Alder Street 
 

22 107 21% 18 173 10% 0 20 0%  0 3 0% 

Hwy 82/Hwy 204 
 

24 127 19% 17 109 16% 11 109 10%  1 14 7% 

Hwy 82//7th Avenue 0 12 0% - - - 0 61 0%  1 17 6% 
              
P.M. Peak Hour Truck Volume and Percentage Summary 
Hwy 204/21st 
Avenue 

3 23 13% - - - 14 65 22%  12 60 20 

              
Hwy 204/17th 
Avenue 

1 23 4% 0 12 0% 15 95 16%  13 88 15% 

              
Hwy 204/10th 
Avenue 

0 26 0% 0 52 0% 12 132 9%  10 191 5% 

              
Hwy 82/Cedar Street 19 220 9% 19 176 11% 0 6 0%  2 20 10% 
              
Hwy 82/Alder Street 
 

13 243 5% 14 192 7% 0 37 0%  0 15 0% 

Hwy 82/Hwy 204 
 

14 247 6% 12 128 9% 14 136 10%  1 20 5% 

Hwy 82//7th Avenue 2 7 29% 0 5 0% 21 80 26%  15 115 13% 
              
 
Level of Service Definition 
Level of service (LOS) is an estimate of the quality and performance of transportation facility operations in a 
community. The degree of traffic congestion and delay is rated using the letter "A" for the least amount of 
congestion to the letter "F" for the highest amount of congestion. The following level of service categories 
provide individual descriptions for non-state roadways. Communities decide what level of traffic congestion 
is tolerable (i.e. decides whether "C," "D," or some other level). The choice of a particular LOS threshold 
can vary by planning sub-area, roadway classification, or specific corridor or street. 
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The level of service methodology for unsignalized intersections was based on reserve or unused capacity 
available for critical turning movements. Level of service values range from LOS A, indicating free-flowing 
traffic, to LOS F, indicating extreme congestion and long vehicle delays. Table 4-3 summarizes the 
relationship between level of service and reserve capacity at unsignalized intersections. 
 
Level of service at the roadway mid-blocks was calculated based on correlating the volume to capacity ratio 
(V/C) to LOS values. Table 4-4 summarizes the Volume/Capacity ratio ranges that have been developed for 
determining planning level roadway mid-block LOS on urban and rural roadways. 

Table 4-3 
Level of Service Criteria for Unsignalized Intersections 

 
Level of Service Reserve Capacity Expected Delay 

A 400 or more Little or no delay 

B 300 to 399 Short delays 

C 200 to 299 Average delays 

D 100 to 199 Long delays 

E 0 to 99 Very long delays 

F less than 0 Failure - extreme congestion 
 
 

Table 4-4 
Level of Service Criteria for Roadway Mid-Blocks 

 
 LOS Description  Volume/Capacity (V/C) Ratio 

 A less than  0.60 

 B less than or equal to  0.70 

 C less than or equal to  0.80 

 D less than or equal to  0.90 

 E less than or equal to  1.00 

 F Greater than  1.00 
 
Existing Level of Service 
Based on current A.M. peak hour, P.M. peak hour, and daily traffic volumes, levels of service were 
calculated for the study area intersections and roadway mid-blocks. The results of the unsignalized 
intersection level of service analysis are summarized in Table 4-5. The results of the roadway mid-block 
level of service are summarized in Table 4-6. 
 
As shown in Table 4-5, all of the study area intersections in both the A.M. and P.M. peak hours operate at 
LOS A.   All of the roadway mid-block sections are also operating at LOS A as shown in Table 4-6. 
 
TRANSPORTATION SAFETY 
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Accident data for the study area intersections and roadway mid-block sections were obtained from 
ODOT. Data was provided for a five year period between January 1, 1993 and December 31, 1997. 
Table 4-7 summarizes the accident data. 

 
Table 4-5 

Existing Intersection Level of Service 
 

 AM Peak PM Peak 
Unsignalized Intersection LOS Reserve Capacity LOS Reserve Capacity 
Highway 204/21st Avenue     
   Northbound Approach 
   Westbound Left 

A 
A 

1045 
1626 

A 
A 

1014 
1587 

Highway 204/17th Avenue 
   Northbound Approach 
   Southbound Approach 
   Eastbound Approach 
   Westbound Approach 

 
A 
A 
A 
A 

 
1120 
893 
1614 
1567 

 
A 
A 
A 
A 

 
1067 
960 
1585 
1546 

Highway 204 (Division Street)/10th Avenue 
   Northbound Approach 
   Southbound Approach 
   Eastbound Left 
   Westbound Left 

 
A 
A 
A 
A 

 
814 
847 
1511 
1544 

 
A 
A 
A 
A 

 
755 
693 
1362 
1524 

Highway 82 (8th Avenue)/Cedar Street     
   Northbound Left 
   Southbound Left 
   Eastbound Approach 
   Westbound Approach 

A 
A 
A 
A 

1402 
1505 
680 
997 

A 
A 
A 
A 

1412 
1327 
775 
762 

Highway 82 (8th Avenue)/Alder Street     
   Northbound Left 
   Southbound Left 
   Eastbound Approach 
   Westbound Approach 

A 
A 
A 
A 

1383 
1512 
824 
694 

A 
A 
A 
A 

1296 
1327 
661 
744 

Highway 204 (Division St)/Highway 82 (8th) 
   Northbound Left  
   Southbound Left 
   Eastbound Approach 
   Westbound Approach 

 
A 
A 
A 
A 

 
1463 
1587 
937 
760 

 
A 
A 
A 
A 

 
1366 
1505 
789 
563 

Highway 82 (Albany Street)/7th Avenue 
   Northbound Approach 
   Southbound Approach 
   Eastbound Left 
   Westbound Left 

 
A 
A 
A 
A 

 
1164 
1202 
1512 
1559 

 
A 
A 
A 
A 

 
786 
1000 
1514 
1468 
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Table 4-6 
Existing Arterial Roadway Level of Service Summary 

 
Roadway Section AADT Capacity V/C Ratio LOS 

Highway 82 
 
 
 
 
 
 
 
Highway 204 

South city limits 
0.01 mi north of Cedar St 
0.01 mi south of Hwy 204 
0.01 mi north of Hwy 204 
0.01 mi east of 8th Av 
0.01 mi east of 6th Av 
0.01 east of east city limits 
 
West city limits 
0.01 mi west of 17th Av 
0.01 mi west of 15th Av 
0.01 mi east of 14th Av 
0.01 mi eat of 11th Av 
0.01 mi west of Hwy 82 

3,600 
3,800 
5,000 
3,000 
3,200 
2,400 
2,100 

 
1,800 
2,700 
2,900 
4,100 
4,400 
4,600 

14,000 
14,000 
14,000 
14,000 
14,000 
14,000 
14,000 

 
14,000 
14,000 
14,000 
14,000 
14,000 
14,000 

0.26 
0.27 
0.36 
0.21 
0.23 
0.17 
0.15 

 
0.13 
0.19 
0.21 
0.29 
0.31 
0.33 

A 
A 
A 
A 
A 
A 
A 
 

A 
A 
A 
A 
A 
A 

 
 

Table 4-7 
Roadway Segment Accident Summary (January 1993 To December 1997) 

 
 Average Accidents per Year by Severity Total Total 
Intersection PDO2 Injury Fatal (acc/yr)3 (acc/mev)4

Alder St/11th Ave 0.2 0.0 0.0 0.2 0.55 
Baltimore St/6th Ave 0.2 0.0 0.0 0.2 0.55 
Birch St/11th Ave 0.2 0.0 0.0 0.2 0.55 
Detroit St/14th Ave 0.2 0.0 0.0 0.2 0.55 
Hartford Lane/11th Street 0.2 0.0 0.0 0.2 0.55 
Highway 82/Birch St 0.2 0.0 0.0 0.2 0.11 
Highway 82 (8th)/Alder St 0.6 0.0 0.0 0.0 0.30 
Highway 82/Albany St 0.2 0.0 0.0 0.2 0.19 
Highway 204/Highway 82 0.4 0.0 0.0 0.4 0.19 
Highway 204 (Division St)/10th Ave 0.2 0.4 0.0 0.6 0.37 
Highway 204 (Division St)/15th Ave 0.2 0.0 0.0 0.2 0.14 
Palmer St/15th Ave 0.0 0.2 0.0 0.2 0.55 
Mid-Block Roadway Section      
Highway 204      
   12th Ave to 14th Ave 0.2 0.0 0.0 0.2 1.25 
 
As shown in Table 4-7, all of the intersection accident rates are at or below 0.55 accidents per million 
entering vehicles.  These rates correspond to only 0.2 to 0.6 accidents per year.   
 
The only highway segment with accidents within the analysis period was Highway 204 between 12th 
Avenue and 14th Avenue. This section had an accident rate of 1.25 accidents per million vehicle miles 
traveled, which corresponds to one accident in the five year analysis period. In 1997, the average 
accident rate for rural primary non-freeway highways in Oregon was 0.72 accidents per million vehicle 

                                                 
2 PDO=property damage only 
3 acc/yr=accidents per year 
4 acc/mev=accidents per million entering vehicles 
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miles traveled. This rate was taken from the 1997 State Highway Accident Rate Tables, Transportation 
Data Section – Accident Data Analysis Unit, ODOT, August 1998. Although the accident rate along 
Highway 204 between 12th Avenue and 14th Avenue is higher than this average, the accident rate only 
represents one accident in the last five years and does not represent a safety concern. 
 
The following safety concern were identified through the public involvement process: 
 

• Due to the constrained intersection turning radii at the Highway 82/Highway 204 
intersection, trucks have a difficult time maneuvering through this intersection. 

 
• Truck traffic through the downtown area of Elgin is a concern to some residents. 
 
• Limited sidewalk facilities along Highway 204 is a concern, especially since the Stella 

Mayfield Elementary School fronts the highway and school children must utilize this 
roadway to access the school. 

 
TRANSPORTATION DEMAND MANAGEMENT MEASURES 
Transportation Demand Management (TDM) measures consist of efforts taken to reduce the demand on an 
areas transportation system. TDM measures include such things as alternative work schedules, carpooling, 
and telecommuting. 
 
Alternative Work Schedules 
One way to maximize the use of the existing transportation system is to spread peak traffic demand over 
several hours instead of a single hour. Statistics from the 1990 Census show the spread of departure to work 
times over a 24-hour period (see Table 4-8). Approximately 24% of the total employees depart for work 
between 7:00 and 8:00 A.M. Another 32% depart either the hour before or the hour after the peak. 
 
Assuming an average nine-hour workday, the corresponding afternoon peak can be determined for work 
trips. Using this methodology, the peak work travel hour would occur between 4:00 and 5:00 P.M., which 
corresponds with the peak hour of activity measured for traffic volumes. The actual P.M. peak hour begins 
between 3:30 and 3:45 P.M. and is slightly earlier than the P.M. peak indicated by the departure to work 
distribution. 

Table 4-8 
Departure to Work Distribution 

 
 1990 Census 
Departure Time Trips Percent 
12:00 a.m. to 4:59 a.m. 29 5.0 
5:00 a.m. to 5:59 a.m. 85  14.7 
6:00 a.m. to 6:59 a.m. 110 19.1 
7:00 a.m. to 7:59 a.m. 140 24.3 
8:00 a.m. to 8:59 a.m. 77 13.3 
9:00 a.m. to 9:59 a.m. 19 3.3 
10:00 a.m. to 10:59 a.m. 9 1.6 
11:00 a.m. to 11:59 a.m. 3 0.5 
12:00 p.m. to 3:59 p.m. 73 12.7 
4:00 p.m. to 11:59 p.m. 32 5.5 
Total 577                      100 
TRAVEL MODE DISTRIBUTION  
Although the automobile is the primary mode of travel for most residents in Elgin, some other modes 
are used as well. Modal split data is not available for all types of trips; however, the 1990 census data 
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does include statistics for journey-to-work trips as shown in Table 4-9. The census data reflects the 
predominant use of the automobile. 
 
Most Elgin residents travel to work via private vehicle. In 1990, 73% of all trips to work were in an auto, 
van, motorcycle, or truck. Carpooling accounted for almost 14% of work trips. Only one half a percent used 
public transportation to commute. The remaining 13% of work trips were accounted by either bicycling, 
walking or telecommuting.   

 
Table 4-9 

Journey to Work Trips 
 

 1990 Census  
 Trips Percent 
Car, Truck, or Van:   
     Drove alone 432 72.2 
     Carpooled 83 13.9 
Public Transportation 3 0.5 
Motorcycle  3 0.5 
Bicycle 4 0.7 
Walked 52 8.7 
Other Means 0 0.0 
Worked at Home 21 3.5 
Total 598 100 

 

EXISTING DEFICIENCIES 
The existing deficiencies are described in the following sections: roadway system deficiencies and 
bicycle and pedestrian system deficiencies. There are no capacity deficiencies in the City of Elgin based 
on the level of service analysis. All of the deficiencies are related to existing geometric problems, truck 
traffic impacts through downtown, and pedestrian safety. 
 
Roadway System Deficiencies 
Elgin streets were constructed prior to the adoption of land use regulations stipulating street 
development standards, therefore, many of Elgin’s streets can be identified as deficient. As development 
allows, and traffic volumes warrant, Elgin is modifying its street system to conform to its land 
development regulations. 
 
Consider widening the following surface widths to city standards if traffic volumes increase 
significantly or if safety problems develop: 
 

• Detroit Street from 10th Avenue to 15th Avenue, which is classified as a collector, has a 
pavement width of only 20 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 

 
• Birch Street from 8th Avenue to 17th Avenue, which is classified as a collector, has a 

pavement width of only 20 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 

• 10th Avenue from Division Street to Hartford Lane, which is classified as a collector, has a 
pavement width of only 22 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 
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• 14th Avenue from Division Street to Birch Street, which is classified as a collector, has a 
pavement width of only 20 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 

 
• 15th Avenue from Division Street to Palmer Street, which is classified as a collector, has a 

pavement width of only 20 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 

 
• 17th Avenue from Division Street to Birch Street, which is classified as a collector, has a 

pavement width of only 22 feet. Based on Elgin roadway standards, collectors should have 
a minimum pavement width of 24 feet, with 8-foot shoulders. 

 
• Baltimore Street between 8th and 10th Avenues is classified as a collector yet has a surface 

width of only 20 feet. Collectors should have a minimum pavement width of 24 feet, with 
8-foot shoulders. 

 
• 7th Avenue between Albany and Division is classified as a collector yet has a surface width 

of only 20 feet. Collectors should have a minimum pavement width of 24 feet, with 8-foot 
shoulders. 

 
• Division Street between 7th and 8th Avenues is classified as a collector yet has a surface 

width of only 20 feet. Collectors should have a minimum pavement width of 24 feet, with 
8-foot shoulders. 

 
• The following local roadway sections are gravel: 
 

- 21st Avenue from Boise Cascade Access Road to Albany Street 
- 20th Avenue from Alder Street to Albany Street 
- 19th Avenue from Boise Cascade Access Road to Albany Street 
- 16th Avenue from southern terminus to Adele Terrace 
- 14th Avenue from Carolyn Terrace to northern terminus 
- 13th Avenue from Stella Mayfield Elementary School to Baltimore 

Street 
- 12th Avenue from southern terminus to Birch Street and Carolyn 

Terrace to Hartford Lane 
- 11th Avenue from southern terminus to Division Street and Carolyn 

Terrace to Hartford Lane 
- 9th Avenue from Cedar Street to Alder Street and Detroit Street to 

northern terminus 
- 6th Avenue from southern terminus to Cedar Street 
- 5th Avenue from Baltimore Street to Detroit Street and Division Street 

to Albany Street 
- 3rd Avenue from Baltimore Street to Columbus Street 
- Palmer Street from Hartford Lane to Private Trailer Park 
- Galveston Street from 12th Avenue to 10th Avenue 
- Carolyn Terrace from 12th Avenue to 9th Avenue 
- Evanston Street from 10th Avenue to 8th Avenue 
- Columbus Street from 17th Avenue to 12th Avenue and 7th Avenue to 

3rd Avenue 
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- Stella Mayfield Elementary School east-west access road from 13th 
Avenue to 12th Avenue 

- Alder Street from western terminus to 20th Avenue 
- Dogwood Street from Cedar Street to Highway 82 
- Boise Cascade Access Road/Hemlock Street from 21st Avenue to 

Highway 82 
- Pumpkin Ridge Road from south city limits to Boise Cascade Access 

Road 
- Canning Street from western terminus to Highway 82 

 
• The following local streets have lane widths of less than 10 feet: Beverly Terrace, 5th 

Avenue, and Depot Street. 
 

• Truck traffic is negatively impacting downtown Elgin. Based on 1998 traffic counts 
conducted by ODOT and Union County staff, the downtown area is impacted by 20 to 40 
trucks in the P.M. peak hour. Also, the deficient intersection geometry at the Oregon 
Highways 82/204 intersection creates problems for trucks negotiating turning movements at 
this intersection. 

Bicycle and Pedestrian System Deficiencies 
Sidewalks within the City of Elgin primarily exist in the downtown area. Outside the downtown area, 
sidewalks are limited to more recently developed areas. To promote walking within the city, the 
sidewalk installation should be considered to connect the downtown area to residential areas. Also, 
several of the city’s activity centers such as Tom McDowell Park, Elgin High School, and the Boise 
Cascade Mill are not served by sidewalks. These activity centers should also be considered for sidewalk 
installation to link to the downtown area, as well as to residential areas within the city. 
 
Sidewalks along Division Street (Oregon Highway 204) are in poor condition. Since the Stella Mayfield 
Elementary School fronts Oregon Highway 204, school children utilize this roadway to access the school. 
Sidewalk improvements along Oregon Highway 204 should be considered to improve safety for school 
children walking to school. 
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CHAPTER 5:  2018 TRAFFIC VOLUME FORECAST 
 
Chapter 5 identifies future traffic volumes, and how this could impact the current and planned 
transportation system in the City of Elgin. 
 
2018 TRAFFIC FORECAST METHODOLOGY 
The 2018 traffic projections developed as part of this study are used as the basis for assessing future 
roadway conditions and likely improvement requirements. These projections were developed through a two 
step process. First, the historical relationship between traffic growth and population growth was developed. 
Second, this traffic to population relationship was applied to the 20-year projected population to obtain the 
20-year traffic forecast. 
 
The population growth in Elgin between 1980 and 1997 has been very modest. Based on historical 
population information, the City of Elgin’s population has increased from 1,684 to 1,745 between 1980 and 
1997. This equates to an annual population growth rate of 0.2%. Table 5-1 summarizes this information. 
 

Table 5-1 
Elgin Historic Population Growth Trend 

 
 

1980 
 

1997 
1980-1997 

Percent Change 
Annual Growth 

Rate 

1,684 1,745 3.6% 0.2% 

 
Table 5-2 shows the traffic growth rate for Highways 82 and 204 in the City of Elgin between 1980 and 
1997. As shown in Table 5-2, the historic annual traffic growth rates range from 0.5% to 2.4% on Highway 
82 and 0.3% to 1.9% on Highway 204. The weighted average historic annual traffic growth rates for 
Highways 82 and 204 are 1.5% and 1.6% respectively. 
 
The historic traffic-to-population growth rate ratio from 1980 to 1997 is 7.08. This ratio is extremely high 
and indicates that there is not a direct correlation between the historic traffic and population growth. The 
majority of traffic growth on Highways 82 and 204 in Elgin can be attributed to trips generated outside the 
city. Since there is not a direct correlation between traffic growth on Highways 82 and 204 to population 
growth, the traffic-to-population relationship was not applied to the expected future population growth to 
obtain the future traffic volumes. Instead, the historical traffic growth rates of 1.5% and 1.6% per year on 
Highways 82 and 204 were used to forecast the 2018 traffic volumes. 
 
The 2018 A.M. and P.M. peak hour and daily traffic volume forecasts based on the annual traffic growth 
rates are shown in Figure 5-1. 
  
2018 LEVELS OF SERVICE 
Level of service analyses were conducted based on the 2018 traffic volumes shown in Figure 5-1.   
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The results of the analysis summarized in Tables 5-3 and 5-4. As shown in Tables 5-3 and 5-4, all of the 
study area intersections and roadways are projected to continue to operate at LOS A in the 2018 condition. 
 

Table 5-2 
Elgin Historic Traffic Growth Trend on Highway 82 

 
Milepost Location Description 1980 ADT 1997 ADT Annual Growth Rate 
Highway 82 
19.48 South city limits 2,550 3,500 1.9% 
20.08 0.01 mi north of Cedar Street 3,250 3,700 0.8% 
20.24 0.01 mi south of Highway 204 3,350 4,900 2.3% 
20.26 0.01 mi north of Highway 204 2,750 3,000 0.5% 
20.31 0.01 mi east of 8th Avenue 2,150 3,200 2.4% 
20.42 0.01 mi east of 6th Avenue 2,100 2,400 0.8% 
20.70 0.10 mi east of east city limits 1,600 2,100 1.6% 
  Weighted Average 1.5% 
Highway 204 
40.27 West city limits 1,700 1,800 0.3% 
40.37 0.01 mi west of 17th Avenue 2,000 2,700 1.8% 
40.45 0.01 mi west of 15th Avenue 2,250 2,900 1.5% 
40.52 0.01 mi west of 14th Avenue 3,100 4,000 1.5% 
40.67 0.01 mi west of 11th Avenue 3,150 4,300 1.8% 
40.83 0.01 mi west of Highway 82 3,250 4,500 1.9% 
  Weighted Average 1.6% 
 
2018 DEFICIENCIES 
No additional deficiencies to those previously defined in the Existing Deficiencies section have been 
identified since the 2018 levels of service analysis yielded the same results as the existing levels of 
service analysis. 
 

Table 5-3 
2018 Intersection Level of Service 

 
 AM Peak PM Peak 
Unsignalized Intersection LOS Reserve Capacity LOS Reserve Capacity 
Highway 204/21st Avenue     
  Northbound Approach 
  Westbound Left 

A 
A 

1001 
1597 

A 
A 

952 
1542 

Highway 204/17th Avenue 
  Northbound Approach 
  Southbound Approach 
  Eastbound Approach 
  Westbound Approach 

 
A 
A 
A 
A 

 
1062 
838 
1578 
1518 

 
A 
A 
A 
A 

 
986 
885 
1540 
1485 

Highway 204 (Division Street)/10th Avenue 
  Northbound Approach 
  Southbound Approach 
  Eastbound Left 
  Westbound Left 

 
A 
A 
A 
A 

 
717 
732 
1441 
1486 

 
A 
A 
A 
A 

 
643 
565 
1247 
1459 

Highway 82 (8th Avenue)/Cedar Street     
  Northbound Left 
  Southbound Left 
  Eastbound Approach 
  Westbound Approach 

A 
A 
A 
A 

1307 
1439 
582 
915 

A 
A 
A 
A 

1318 
1212 
649 
644 
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Highway 82 (8th Avenue)/Alder Street     
  Northbound Left 
  Southbound Left 
  Eastbound Approach 
  Westbound Approach 

A 
A 
A 
A 

1283 
1448 
721 
593 

A 
A 
A 
A 

1175 
1212 
516 
595 

Highway 204 (Division St)/Highway 82 (8th) 
  Northbound Left 
  Southbound Left 
  Eastbound Approach 
  Westbound Approach 

 
A 
A 
A 
A 

 
1383 
1544 
812 
651 

 
A 
A 
A 
A 

 
1250 
1439 
637 
433 

Highway 82 (Albany Street)/7th Avenue 
  Northbound Approach 
  Southbound Approach 
  Eastbound Left 
  Westbound Left 

 
A 
A 
A 
A 

 
1127 
1148 
1448 
1508 

 
A 
A 
A 
A 

 
679 
884 
1448 
1390 

 
 

Table 5-4 
2018 Arterial Roadway Level of Service Summary 

 
Roadway Section AADT Capacity V/C Ratio LOS 

Highway 82 
 
 
 
 
 
 
 
Highway 204 

South city limits 
0.02 mi north of Cedar St 
0.02 mi south of Hwy 204 
0.02 mi north of Hwy 204 
0.02 mi east of 8th Av 
0.02 mi east of 6th Av 
0.01 east of east city limits 
 
West city limits 
0.02 mi west of 17th Av 
0.02 mi west of 15th Av 
0.02 mi east of 14th Av 
0.02 mi eat of 11th Av 
0.01 mi west of Hwy 82 

4,800 
5,000 
6,700 
4,100 
4,400 
3,300 
2,900 
 
2,500 
3,800 
4,000 
5,600 
6,000 
6,300 

14,000 
14,000 
14,000 
14,000 
14,000 
14,000 
14,000 
 
14,000 
14,000 
14,000 
14,000 
14,000 
14,000 

0.34 
0.36 
0.48 
0.29 
0.31 
0.24 
0.21 
 
0.18 
0.27 
0.29 
0.40 
0.43 
0.45 

A 
A 
A 
A 
A 
A 
A 
 
A 
A 
A 
A 
A 
A 
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CHAPTER 6:  TRANSPORTATION IMPROVEMENT OPTIONS  
 
The Transportation Planning Rule requires that Transportation System Plans evaluate alternatives to 
resolve system deficiencies. Various improvement alternatives were developed and analyzed with input 
from the TAC, City of Elgin staff, the Transportation Subcommittee, and the public. The transportation 
system alternatives attempt to satisfy TSP goals and objectives, and meet identified needs.  
 
The proposed improvement projects include state and city street projects; bicycle and pedestrian 
improvements; rail, air, and public transportation plans; and transportation demand management 
strategies. The proposed improvement projects address identified needs for all modes of travel in Elgin.  
 
EVALUATION OF PROJECT ALTERNATIVES 
Analysis of current and forecasted traffic volumes identified no capacity issues within the City of Elgin 
over the next 20 years. Improvement alternatives were evaluated based on project cost; safety; 
connectivity between high impact land uses; and environmental, socioeconomic, and land use impacts. 
Listing project alternatives, however, does not imply final approval of the projects. Environmental 
issues may result in changes, delays or cancellation of projects. 
 
The previously listed factors were the basis for determining project priority. Capacity issues aside, 
safety, truck routing, and connectivity emerged as the Elgin TAC’s primary considerations. Other 
transportation system projects were also identified and prioritized in previous plans, such as the Oregon 
Highway 82 Corridor Plan, the Elgin Bicycle and Pedestrian Plan, and the La Grande/Union County 
Airport Master Plan Update. These projects have been incorporated into the TSP. 
 
The City of Elgin identified two concerns within the TSP process, the safety issue at the intersection of 
Oregon Highways 82 and 204 and connectivity issues at Elgin’s periphery. Four projects are listed, and 
each project contains a series of improvements. The first project is the preferred truck route 
improvement project (titled, Alternative 7). It was developed by the Elgin Transportation Subcommittee 
to alleviate the safety concerns at the intersection of the two highways in Elgin. The remaining three 
projects were developed to provide adequate traffic circulation within industrial and residential areas, 
and to provide adequate transportation connections for the new fire station site.  
 
The Elgin TAC designated the Elgin Transportation Subcommittee to identify different options for the 
Oregon Highway 82/204 intersection. The subcommittee held a public meeting on January 14, 1999 and 
considered different options presented by the TSP Management Team. Members of the subcommittee 
and the general public collaborated on other considerations, eventually developing the preferred 
alternative. Seven alternatives were considered and are included in Appendix D.  
 
The four projects are detailed in the Street System Improvements section at the end of this chapter. The 
Elgin TAC recommends all projects eventually be constructed.  
 
STATE WIDE TRANSPORTATION IMPROVEMENT PROGRAM PROJECTS 
The Oregon Department of Transportation has a comprehensive improvement and maintenance program 
for Oregon’s highway system. The Statewide Transportation Improvement Program (STIP) is updated 
every two years and identifies projects that could improve the overall transportation system.  
 
A complete list of committed and preliminary STIP projects for 1999-2003 is identified in the Union 
County Transportation System Plan. Draft STIP projects for 2000 through 2003 are listed below and 
specify transportation needs. 
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Elgin Section 
This is a reconstruction project located on the Weston-Elgin Highway (OR-204) between milepoints 
40.25 and 40.84. Improvements to this section include rebasing and paving the roadway, installing 
sidewalks, curbs, storm sewers, and relocating utilities. Estimated project cost is $1,200,000 (High 
Priority). 
 
Umatilla County Line – NW City Limits (Elgin) 
This project includes resurfacing the roadway (OR-204) between milepoints 21.30 and 40.25, with 
alignment improvements. Estimated project cost is $12,300,000 (High Priority).  
 
Highway 82 Scenic Turnouts 
This project includes adding scenic turnouts to Highway 82 to highlight scenic cultural/historical, 
environmental, and recreational resources between milepoints 20.74 and 71.42. Project cost is estimated 
at $300,000 (Low Priority).  
 
Minam Grade (Phase 2)  
This project includes the realignment of curves and roadway widening (OR-82) near milepoint 30.00. 
Estimated project cost is $5,000,000 (Low Priority).  
 
OREGON HIGHWAY 82 CORRIDOR PLAN 
Improvement projects identified in the Oregon Highway 82 Corridor Plan will be implemented through 
the Statewide Transportation Improvement Program (STIP) and the ODOT Region 5 work program. 
Each recommended improvement project is prioritized as a “near” (0-5 years), “mid” (5-10 years), or 
“long” (10-20 years) term project. Projects are associated with three categories of management 
decisions, which are “Management Decisions,” “Capital Improvement Decisions,” and “Service 
Improvement Decisions.” Improvements that are projected to be implemented within the next 20 years 
include: 
 
Capital Improvement Decisions 
1. Right-of-Way Acquisition, Elgin to Joseph (near: 0-5 years) – This project includes the acquisition 

and preservation of the Idaho and Northern Pacific (INP) railroad right-of-way between Elgin and 
Joseph for future rail or other transportation purposes. 

2. Highway 204 Truck Connection (mid: 5-10 years) – To alleviate truck impacts through downtown 
Elgin, two alternatives have been identified: Alternative (1) involves increasing the turning radiuses 
at the Highway 82/Highway 204 intersection by cutting back the curb returns, eliminating on-street 
parking, and restriping as needed. This alternative primarily attempts to improve the truck turning 
problems at the Oregon Highways 82/204 intersection and does not address truck impacts through 
downtown Elgin. Alternative (2) involves developing a truck bypass using the Boise Cascade 
Access Road. This solution would divert eastbound to southbound truck traffic from Oregon 
Highway 204 to Oregon Highway 82 and northbound to westbound truck traffic from Oregon 
Highway 82 to Oregon Highway 204 away from downtown Elgin. However, southbound to 
westbound truck traffic from Oregon Highway 82 to Oregon Highway 204 would still impact 
downtown Elgin and would still have problems negotiating the Oregon Highways 82/204 
intersection. 

3. Grade Crossing Protection Program (long: 10-20 years) – The program is intended to improve the 
safety of highway and side road crossings of the Idaho Northern and Pacific (INP) by consolidating 
private and public crossings where practical between Island City and Elgin. The following are 
specific crossings that could be considered for future modification: Combine two crossings near 
both MP 8.2 and MP14.2; consolidate three crossings to two near Baum Industrial Park; close one 
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of three public crossings near the center of Imbler; close Hayes and Janson Roads near the track; 
gate the six remaining public crossings between Island City and the east end of Elgin. 

4. Railroad Track Improvement Program, La Grande to Elgin (long: 10-20 years) – The program is 
designed to improve the average speed of the INP to 25 mph between the Union Pacific Railroad 
interchange in Island City and Elgin by implementing track and maintenance enhancements such as 
partial tie replacement, addition of ballast, and surface and track alignment. 

 
Service Improvement Decisions 
1. Elgin to Joseph Freight Rail Preservation Plan (near: 0-5 years) – Work with Oregon Parks and 

Recreation Department, Union and Wallowa Counties, local jurisdictions, interested groups and the 
INP, to develop a plan that addresses the ongoing preservation of the Elgin-Joseph rail line for 
freight transportation. 

 
STREET SYSTEM IMPROVEMENTS 
The four locally identified projects are described and listed below. Improvement projects are located in 
Figure 7-4, except for the truck route alternative, which is located in Figure 7-5. If roadway 
improvements are identified in the Elgin Bicycle and Pedestrian Plan, then they are depicted in Figure 
7-6 rather than 7-4. 

 
Table 6-1 

Elgin Transportation Improvement Cost Estimates 
 

 Project Description  Estimated Cost 
(A)  Baltimore Street – upgrade to collector with one railroad crossing $375,000 
(B)  Hemlock Street – upgrade to collector with two railroad crossings $1,920,000 
(C)  Local Streets – new local streets as depicted in Figure 7-4 * 
(Alt. 7)  Elgin preferred truck route improvement $315,000 
* Developers will pay the cost for new local streets as development occurs. 
 
(A) New Fire Hall Site – Elgin’s new fire hall will be sited on the southeast corner of Baltimore and 

10th Streets. This project includes improving to a collector standard, the segment of Baltimore 
between 8th and 10th Avenues and the segment of 8th Avenue between Baltimore and Albany. The 
railroad crossing also needs to be upgraded to a public crossing.  

 
(B) Industrial Development – This recommendation involves land owned by Boise Cascade 

Corporation and will be considered only when the land is available. The land is located south of 
Elgin and west of Oregon Highway 82. The project includes upgrading the Boise Cascade private 
haul road and a portion of Pumpkin Ridge Road to a collector standard, improving the bridge over 
Phillips Creek, and upgrading private railroad crossings to public railroad crossings. Additionally, a 
local street network plan will be developed at the time Elgin considers this project to facilitate an 
orderly and efficient street development pattern. 

 
(C) Residential Connectivity – This project includes the extension and creation of specific streets in 

north Elgin. It is recommended that 14th and 15th Streets be extended to connect with Hartford Lane. 
The cul-de-sac on the west end of Evangeline Terrace should be extended to the west. On the north 
side of Hartford Lane, 11th, 13th, and 16th Streets should be extended to intersect with a proposed 
east-west street. It is recommended that Baltimore Street be extended to the west and 19th Avenue 
be extended to the north so that they intersect. These recommendations will accommodate 
residential development. 
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• Construct the following new local streets for the identified projects as they are needed: 
 

- Baltimore Street from 19th Avenue to 17th Avenue 
- 19th Avenue from Baltimore Street to Division Street 
- Levi Lane from 11th Avenue to 16th Avenue 
- 13th Avenue from Levi Lane to Hartford Lane 
- 16th Avenue from Levi Lane to Hartford Lane 
- 14th Avenue from current northern terminus of 14th Avenue to  

Hartford Lane 
- 15th Avenue from Palmer Street to Hartford Lane 
- Evangeline Terrace from western terminus to drainage ditch 

 
New local streets are depicted in Figure 7-4. 

 
• Upgrade the following arterials and collector streets for the identified projects as shown  

in Figure 7-4. 
 

- Division Street from 8th Avenue to 7th Avenue – upgrade to arterial 
- 7th Avenue from Highway 82 to Division Street – upgrade to arterial 
- 8th Avenue from Highway 82 to Baltimore Street – upgrade to collector 
- Baltimore Street from 10th Avenue to 8th Avenue – upgrade to collector and 

upgrade railroad crossing to public standard 
- Boise Cascade private haul road from 17th Avenue to Highway 82 – upgrade to 

collector 
- 17th Avenue from Birch Street to Hemlock Street – upgrade to collector 

 
• To alleviate truck impacts through downtown Elgin, several alternatives were considered, 

including the following two alternatives identified in the Oregon Highway 82 Corridor Plan, 
ODOT, May 29, 1998. 

 
Alternative One in the Oregon Highway 82 Corridor Plan involves increasing the turning radiuses at 
the Highway 82/Highway 204 intersection by cutting back the curb returns, eliminating on-street 
parking, and re-striping as needed. This alternative primarily attempts to improve the truck turning 
problems at the Highway 82/Highway 204 intersection and does not address truck impacts through 
downtown Elgin. 
 
Alternative Two in the Oregon Highway 82 Corridor Plan involves developing a truck by pass using 
the Boise Cascade Access Road. This solution would divert eastbound to southbound truck traffic from 
Highway 204 to Highway 82 and northbound to westbound truck traffic from Highway 82 to Highway 
204 away from downtown Elgin.  However, southbound to westbound truck traffic from Highway 82 to 
Highway 204 would still impact downtown Elgin and would still have problems negotiating the 
Highway 82/Highway 204 intersection.  

 
Neither of the two alternatives identified in the Oregon Highway 82 Corridor Plan was preferred by 
Elgin’s citizens. Instead, the citizens of Elgin developed the truck route depicted in Figure 7-5 (titled 
Alternative 7). A total of seven alternatives were considered and are included in Appendix D. The 
preferred alternative utilizes the existing street system and requires signing and upgrading the pavement 
of two city blocks. The streets needing pavement upgrades are Division Street between Highway 82 and 
7th Avenue, and 7th Avenue from Division Street to Highway 82. A signal would be installed to direct 
traffic through the intersection. The signal is crucial in making the alternative work because heavily 
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loaded trucks, or trucks stopping on an adverse incline require traffic control to proceed through the 
intersection in a timely and safe manner. Traffic control devices, such as signals, must be reviewed by 
an ODOT traffic engineer.  
 
With the preferred truck route alternative, to avoid turning at the Highway 82/Highway 204 intersection 
with the restricted turning radii, trucks would go through the intersection and make a loop around the 
block under this alternative. For example, Highway 204 eastbound truck traffic desiring to travel 
southbound on Highway 82 would travel through the Highway 82/Highway 204 intersection, take a 
right at the Division Street/7th Avenue intersection, take another right at the 7th Avenue/Alder Street 
intersection, and finally take a final turn left onto Highway 82 southbound at the Alder Street/Highway 
82 intersection. For Highway 82 northbound truck traffic wanting to travel west on Highway 204 would 
travel through the Highway 82/Highway 204 intersection, take a right at the Highway 82/Albany Street 
intersection, take a second right at the Highway 82/7th Avenue intersection, take a third right at the 7th 
Avenue/Division Street intersection, and finally go through the Highway 82/Highway 204 intersection 
westbound. 

 
A longer term truck route alternative would be to utilize Hemlock Street and 17th Street if the Boise 
Cascade private haul road is upgraded to a collector street. This concept is depicted in Figure 7-4 (titled 
Industrial Development) with the other transportation system improvements. 
 
BICYCLE AND PEDESTRIAN SYSTEM IMPROVEMENTS 
The Elgin Bicycle and Pedestrian Plan was adopted on August 13, 1996 and specifies improvements 
necessary to mitigate previously identified deficiencies and improve pedestrian and bicycle facilities in 
Elgin. The Elgin Bicycle and Pedestrian Plan is included in Appendix C. Recommended bicycle and 
pedestrian improvements for Elgin are listed in Table 6-2 and project cost is listed in 1996 dollars. 
Figure 7-6 shows the improvements identified in the Elgin Bicycle and Pedestrian Plan. 
 

Table 6-2 
Recommended Elgin Bicycle and Pedestrian Projects 

Road Segment Project Description Length 
(miles) 

Priority Cost 

8th Avenue (Hwy 82)     
Phillips Creek Bridge to 5th 
Ave 

(2) 6’ sidewalks .32 Medium
-High 

$37,800 

Division Street (Hwy 204)     
8th Ave to 17th Ave (2) 6’ sidewalks & paint 

crosswalks 
.44 High $105,800 
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Birch Street     
8th Ave to 17th Ave (2) 14’ travel lanes + (2) 8’ gravel 

parking lanes + (2) 5’ sidewalks 
.44 High $160,143 

Cedar Street     
8th Ave to Elgin E.C.L. (2) 14’ travel lanes + (2) 8’ gravel 

parking lanes + (2) 5’ sidewalks 
.38 Medium

-High 
$119,402 

Detroit Street     
10th Ave to 15th Ave (2) 12’ travel lanes + (2) 8’ gravel 

parking lanes + (1) 5’ sidewalk 
on south side 

.24 Medium
-High 

$51,078 

Hartford Lane     
10th Ave to Palmer St (2) 12’ travel lanes + (2) 4’ paved 

shoulder bikeways + (1) 8’ gravel 
parking lane & (1) 5’ sidewalk on 
north side 

.42 High $278,643 

Palmer Street     
Hartford Ln to Carolyn 
Terrace 

(2) 12’ travel lanes .20 Medium
-High 

$178,120 

10th Avenue     
Division St to Hartford Ln (2) 12’ travel lanes + (2) 4’ paved 

shoulder bikeways + (2) 8’ gravel 
parking lanes + (1) or (2) 5’ 
sidewalks 

.52 High $418,530 

14th Avenue     
Division St to Birch St (2) 12’ travel lanes + (2) 8’ gravel 

parking lanes + (2) 5’ sidewalks 
.11 High $31,891 

15th Avenue     
Carolyn Terrace to 
Division St 

(2) 12’ travel lanes + (2) 8’ gravel 
parking lanes 

.38 Medium
-High 

$80,258 

17th Avenue     
Division St to Birch St (2) 12’ travel lanes + (1) 8’ gravel 

parking lane on west side + (2) 5’ 
sidewalks 

.11 Medium
-High 

$28,560 

 
TRANSPORTATION DEMAND MANAGEMENT STRATEGIES  
Transportation demand management strategies shift the reliance on one specific mode of travel to other 
modes, including walking and cycling. Demand management strategies also include ridesharing, 
telecommuting, or staggering workdays per week or work hours per day in order to spread traffic 
demand over many hours instead of focusing it into a specific peak time period.  
 
PUBLIC TRANSPORTATION PROJECTS 
Public transportation is coordinated by the Union County Transportation Coalition. The Coalition 
includes Community Connection, New Day Enterprises, and the Center for Human Development 
(CHD). Clients of these various organizations make up the majority of transit trips, but the public is also 
served by Community Connection. Shelter from the Storm and Union/Wallowa Veteran’s Services are 
not considered part of the Union County Transportation Coalition, yet if a centralized transit program 
were developed, with a fixed point system and full-time coordinator to manage the overall program, 
they would benefit tremendously. 
 
The diverse needs of the transportation disadvantaged make it difficult for each organization to reach 
their financial goals. As a result, the Coalition strives to consolidate resources in order to accommodate 
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the specific needs of the elderly, disabled, and general public. The Union County Transportation 
Coalition desires to form one corporate umbrella over all of the non-profit transit services in Union 
County with a full-time coordinator to manage the entire program. Forming the Union County 
Transportation Coalition has allowed the three groups to combine their efforts to obtain grant money to 
purchase vehicles.  
 
Demand for Dial-A-Ride service has increased steadily and is reaching capacity. The Coalition 
estimates that transit will have to shift from a Dial-A-Ride system to a fixed point system in order to be 
efficient. A fixed point system has all bus stops “fixed,” but the route used by the driver varies 
depending upon the discretion of the dispatcher and driver. Though this is the Union County 
Transportation Coalition’s primary goal, they estimate they are $13,000 short of instituting a fixed point 
system. This type of service requires a centralized scheduling system, and specific locations and travel 
times. A full-time coordinator would be necessary to manage scheduling and coordinate vehicle 
maintenance. The coordinator would also be responsible for grant writing and identifying other funding 
opportunities for project support. Currently, the major funding source for these services is ODOT’s 
Special Transportation Fund, which comes from a 2-cent cigarette tax.  
 
Another goal of the Union County Transportation Coalition is intercity bus service between all 
jurisdictions in Union County, which would provide total connectivity within Union County. This 
would expand the service area to include North Powder and Summerville, which do not currently have 
access to transit service. The Coalition would also like to expand service to include weekends. In order 
to reduce traffic congestion and reserve capacity on the state highway system, the Union County 
Transportation Coalition is considering utilizing park and ride lots in conjunction with a fixed point 
system that would primarily benefit commuters to the Baum Industrial Park.  
 
AIRPORT PROJECTS 
The La Grande/Union County Airport Master Plan Update was adopted by Union County in 1998 and 
identifies a 20-year capital improvement plan for airport expansion. A detailed description of airport 
improvement projects is listed in the La Grande/Union County Airport Master Plan Update and the 
Union County TSP. 
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CHAPTER 7:  TRANSPORTATION SYSTEM PLAN AND 
RECOMMENDATIONS 

 
Elements of the transportation plan include street development standards, access management standards, 
transportation demand management measures, and modal plans. 
 
STREET DEVELOPMENT STANDARDS 
Street development standards are an important component of the TSP because they direct the design of 
future street construction or re-construction. Therefore, street standards must reflect the kind of street 
development the City of Elgin wants to see in the future. Table 7-1 shows the current street development 
standards. During the TSP process, the Elgin TAC revisited these street standards and the recommended 
standards are shown in Table 7-2.  
 

Table 7-1 
Existing Street Development Standards for the City of Elgin 

 
Type of Street Minimum R-O-W Roadway 

Arterials 80’ 44’ 
Collectors 60’ 40’ 
Minor Streets 60’ 40’ 
Cul-de-sac streets less than 
    800’ in continuous length 

 
50’ 

 
36’ 

Radius for turn-around at 
    end of cul-de-sac 

 
45’ 

 
30’ 

Alleys 20’ 20’ 
*Marginal access rights-of-way or private access easements shall not be less than 10% of street length, and shall be provided with utility 
easements on each side to provide 50’ combined utility easement and right-of-way width.  
 
City Arterial Streets 
City arterials are the primary corridors of travel in Elgin. Arterials connect high activity areas, link 
Elgin with the state highway system, and link Elgin with outlying communities and regions. Arterials 
carry the highest traffic volumes. 
 
Figure 7-1 shows the recommended cross section for city arterial streets in Elgin. Right-of-way width is 
80 feet, with a 28-foot paved surface width. The right-of-way includes two, eight-foot parking lanes, 
two, eight-foot shoulders and, if designated in the Bicycle and Pedestrian Plan, the provision for 
sidewalks or shoulder bikeways.  
 
City Collector Streets 
Collector streets distribute traffic between local and collector streets. Collector streets also serve to 
access property.  
 
Figure 7-1 shows the recommended cross section for city collectors in Elgin. The total right-of-way 
width is 60 feet, with a 24-foot paved surface width. The right-of-way includes two, eight-foot parking 
lanes, two, eight-foot shoulders and, if designated in the Bicycle and Pedestrian Plan, the provision for 
sidewalks or shoulder bikeways.  
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City Local Streets 
The primary purpose of local streets is to access property. These streets typically have lower traffic 
volumes than arterial or collector streets. 
 
Figure 7-1 shows the recommended cross section for Elgin’s local streets. The total right-of-way width 
is 60 feet, with a 24-foot chip sealed surface. The right-of-way includes two, eight-foot parking lanes, 
two, eight-foot shoulders and, if designated in the Bicycle and Pedestrian Plan, the provision for 
sidewalks or shoulder bikeways.  
 
Bicycle and Pedestrian Facilities 
The Elgin Bicycle and Pedestrian Plan designates shared shoulder bikeways or separated bike lanes and 
sidewalks along selected Elgin streets. Average daily traffic, and in some cases, travel speed determined 
what type of facility would be added.  
 

Table 7-2 
Recommended Street Development Standards for the City of Elgin 

 
 Arterial Collector Local Cul-de-sacs 

(<800’ in 
continuous 

length) 

Cul-de-sac 
radius 

Marginal 
Access 

Alley 

ROW 
 

80’ 60’ 60’ 50’ 45’ 30’* 20’ 

Surface 
width 

28’ 24’ 24’ 20’ 30’ 20’ 20’ 

Parking 
lane width 

8’ 8’ 8’ None None None None 

Base depth 
& material 

9” deep 
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

Leveling 
course 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

Overlay 
material 

3” asphalt 
concrete 

2” asphalt 
concrete 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” crushed 
gravel 

Shoulder 
width 

8’ chip seal 8’ chip seal 8’ crushed 
gravel 

8’ crushed 
gravel 

8’ crushed 
gravel 

None None 

Shoulder 
depth & 
material 

Same as 
base + 

leveling 
course 

Same as base 
+ leveling 

course 

Same as 
base + 

leveling 
course 

Same as 
base + 

leveling 
course 

Same as 
base + 

leveling 
course 

None None 

Where 
designated: 
sidewalk & 
bicycle 
facilities 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

None None 

*Marginal access rights-of-way or private access easements shall not be less than 10% of street length, and shall be provided with utility 
easements on each side to provide a combined utility easement and access right-of-way width. Marginal access streets may be permitted for 2 to 
5 dwellings, only where local street connectivity is not practical due to topographic constraints or existing development patterns preclude a 
through route extension. 
 
ACCESS MANAGEMENT 
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Access management is an important means of transportation system protection. By managing the 
location, design, and number of access points to a transportation system, the overall system level of 
service can be maintained. Too many connections to state highways in the form of new driveways and 
public roads can degrade the function of the road by increasing congestion and causing traffic delays. 
Too many access points can also create safety problems by increasing the potential for traffic conflicts 
at intersections or driveways.  
 
The Oregon Department of Transportation has an access management policy for the state highway 
system to protect the function of Oregon highways. State highways are divided into levels of importance 
to prioritize improvement needs and define operational objectives. The four levels of importance are 
interstate, statewide, regional, and district. The degree of access management coincides with each level 
of importance. A primary and secondary function is designated for each level of importance, as well as 
management objectives to guide highway operations. Elgin has one highway of statewide significance, 
Oregon Highway 82; and one highway of regional significance, Oregon Highway 204. 

 
Table 7-3 

Oregon State Highway Access Management Standards 
 

Intersection 
Public Road Private Drive 

Highway Category Level of 
Importance 

Urban/ 
Rural 

Type Spacing Type Spacing 
Inside 
UGB 

at-grade or 
interchange 

1320’ L/R turns 500’ 82 4 Statewide 

Outside 
UGB 

at-grade or 
interchange 

5280’ L/R turns 1200’ 

Inside 
UGB 

at-grade 1320’ L/R turns 300’ 
 

204 5 Regional 

Outside 
UGB 

at-grade 2640’ L/R turns 500’ 
 

Source:  Table 1 – Access Management Classification System, Appendix B, 1991 Oregon Highway Plan. 
 
Potential Access Management Mitigation Measures 
The frequency of access points to the state highway system can be managed in the following ways: 
 
• Restrict the spacing between access points 
• Share access points among adjacent properties 
• Utilize access points on side streets, not the state system 
• Construct frontage roads for the connection of new access points, instead of connecting to the state 

highway system 
• Offset driveways to produce T-intersections so conflicts between driveway traffic and through 

traffic can be minimized 
• Install raised median islands 
• Add turn lane refuges 
 
Recommended Access Management Policy 
Union County and ODOT have collaborated with the jurisdictions in the county to develop a process for 
access management in conjunction with the 1991 Oregon Highway Plan. According to ORS 374.305, 
ODOT retains state highway access permitting authority, while within Elgin’s UGB, Elgin retains land 
use authority. Together, ODOT and the City of Elgin developed a Memorandum of Understanding 
(MOU) detailing joint review of access points to the state system, and this MOU provides joint criteria 
by which access review is carried out (Appendix F).  

45 



Elgin Transportation System Plan 

 

 
All land within the Urban Growth Boundary (UGB) is divided into “urban” and “urbanizable” 
categories. Urban land is land that is built out. There are few opportunities for new or denser 
development. Urbanizable land is land between the built out, or urban area, and the UGB. Urbanizable 
land is typically sparsely developed with opportunities for new construction, and additional 
opportunities for driveways and new public streets. Existing accesses onto the state highway system at 
the time of TSP adoption are designated as conforming features. The existing block spacing of 
approximately 225 to 250 feet will not be affected by the spacing standards set forth in the TSP.  
 
Included in Appendix E is a checklist designed to gauge the preliminary location and intensity of 
proposed development. The purpose of the checklist is to alert potential developers/property owners that 
they must coordinate with ODOT, Region 5 before planning development, such as architectural 
drawings or site plans, and address Elgin development standards. In part, the checklist asks whether the 
property in question joins either Oregon Highway 82 or 204. If so, the checklist gives contact 
information so the developer/property owner can coordinate with ODOT prior to submitting any land 
use application.  
 
All existing access points to Oregon Highways 82 and 204 within Elgin’s UGB are mapped and any 
access points with potential safety hazards have been identified as Reviewable Access Points on the 
TSP Access Management Maps (Figures 7-2 and 7-3). The identification of potential safety hazard 
access points indicates an opportunity for ODOT review prior to Elgin’s final decision on the land use 
application.  
 

Elgin Urban TSP Area: If a property is proposed for new development or redevelopment and 
is identified on the TSP Access Management Maps (Figures 7-2 and 7-3) as a Reviewable 
Access Point, the applicant will coordinate with ODOT, Region 5 prior to submitting any land 
use application. Additionally, if a proposed property use will generate a change equal to 100 
daily vehicle trips or more on Oregon Highways 82 or 204, then the applicant will coordinate 
with ODOT, Region 5 prior to submitting any land use application. All proposals accessing 
Oregon Highways 82 or 204 requiring a zone change or plan amendment will also be referred to 
ODOT, Region 5 prior to submitting any land use application. The purpose of ODOT, Region 5 
review is so applicants have the benefit of ODOT comments prior to large financial 
expenditures (i.e. site plan preparation, architectural drawings, etc.).  
 
There are several alternatives when considering Reviewable Access Points - the access onto the 
state highway is closed and moved to a side street, the access is combined with other accesses 
within the same block, the access is moved toward the center of the block in order not to 
conflict with intersection traffic, the access conforms to previously listed “Potential Access 
Management Mitigation Measures,” or nothing is done and the access is left alone. 
 
Elgin Urbanizable TSP Area: On the south end of Elgin and west of Oregon Highway 82, is 
an area that is urbanizable. There is an opportunity for one additional road connection onto 
Oregon Highway 82 based on the access management standards identified in the 1991 Oregon 
Highway Plan. The Boise Cascade Corporation private haul road is in the approximate location  
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of this future connection and could be upgraded to a collector street. To serve future industrial 
development in this area, additional driveways and streets could connect to the new collector 
street and not to the state highway system.  
 

MODAL PLANS 
Elgin modal plans were drafted using data collected from a physical inventory of existing conditions, 
previous plans, Technical Advisory Committee and public input, forecasts, and community goals. The 
modal plans address transportation needs over the next 20 years, taking into account projected traffic 
volume growth. The specifics of recommended transportation improvement projects may change 
slightly depending on the timing and location of projected growth in Elgin. 
 
Street System Plan 
Recommended improvements to the transportation system, including project priority and estimated  
cost, are listed in Tables 7-4 and 7-5. Table 7-4 lists state identified transportation system 
recommendations. Street system improvement projects identified by Elgin and refined by the Elgin TAC 
are listed in Table 7-5. Figure 7-4 shows project locations and is numbered based on Table 7-5. Figure 
7-5 shows the preferred truck route alternative in detail. 
 

Table 7-4 
State Identified Transportation System Recommendations 

 
State Identified Projects Priority Estimated Cost 
Oregon Highway 82 Corridor Plan Project Recommendations   
Right-of-way Acquisition, Elgin to Joseph High $2,500,000 
Elgin to Joseph Freight Rail Preservation Plan High $50,000 
Elgin Section High $1,200,000 
Umatilla County Line – NW City Limits (Elgin) High $12,300,000 
 
Highway 204 Truck Connection 

 
Medium 

Option 1 = $60,000 
Option 2 = $4,000,000 

Grade Crossing Protection Program Low No Estimate 
Railroad Track Improvement Program, La Grande to Elgin Low $1,200,000 
Highway 82 Scenic Turnouts Low $300,000 
Minam Grade (Phase 2) Low $5,000,000 

 
 

Table 7-5 
Locally Identified Street System Recommendations 

 
Locally Identified Projects Priority Estimated Cost 
(A)  New Fire Hall Site High $375,000 
(B)  Industrial Development High $1,920,000 
(C)  Residential Connectivity High * 
(Alt. 7)  Oregon Highways 82/204 Intersection (Preferred Truck Route Alternative) High $315,000 
* Developers will pay the cost for new local streets as development occurs. 
 
Bicycle and Pedestrian System Plan 
Table 7-6 lists recommended bicycle and pedestrian projects from the Elgin Bicycle and Pedestrian 
Plan, which was adopted in 1996. Figure 7-6 shows bicycle and pedestrian improvement locations. 
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Table 7-6 
Recommended Elgin Bicycle and Pedestrian Projects 

 
Road Segment Project Description Length 

(miles) 
Priority Cost  

(1996 dollars) 
8th Avenue (Hwy 82)     
Phillips Creek Bridge to 
5th Ave 

(2) 6’ sidewalks .32 Medium
-High 

$37,800 

Division Street (Hwy 
204) 

    

8th Ave to 17th Ave (2) 6’ sidewalks & paint 
crosswalks 

.44 High $105,800 

Birch Street     
8th Ave to 17th Ave (2) 14’ travel lanes + (2) 8’ 

gravel parking lanes + (2) 5’ 
sidewalks 

.44 High $160,143 

Cedar Street     
8th Ave to Elgin E.C.L. (2) 14’ travel lanes + (2) 8’ 

gravel parking lanes + (2) 5’ 
sidewalks 

.38 Medium
-High 

$119,402 

Detroit Street     
10th Ave to 15th Ave (2) 12’ travel lanes + (2) 8’ 

gravel parking lanes + (1) 5’ 
sidewalk on south side 

.24 Medium
-High 

$51,078 

Hartford Lane     
10th Ave to Palmer St (2) 12’ travel lanes + (2) 4’ 

paved shoulder bikeways + (1) 
8’ gravel parking lane & (1) 5’ 
sidewalk on north side 

.42 High $278,643 

Palmer Street     
Hartford Ln to Carolyn 
Terrace 

(2) 12’ travel lanes .20 Medium
-High 

$178,120 

10th Avenue     
Division St to Hartford 
Ln 

(2) 12’ travel lanes + (2) 4’ 
paved shoulder bikeways + (2) 
8’ gravel parking lanes + (1) or 
(2) 5’ sidewalks 

.52 High $418,530 

14th Avenue     
Division St to Birch St (2) 12’ travel lanes + (2) 8’ 

gravel parking lanes + (2) 5’ 
sidewalks 

.11 High $31,891 

15th Avenue     
Carolyn Terrace to 
Division St 

(2) 12’ travel lanes + (2) 8’ 
gravel parking lanes 

.38 Medium
-High 

$80,258 

17th Avenue     
Division St to Birch St (2) 12’ travel lanes + (1) 8’ 

gravel parking lane on west side 
+ (2) 5’ sidewalks 

.11 Medium
-High 

$28,560 

 
Transportation Demand Management Plan 
Transportation demand management promotes efficient utilization of the existing transportation system  
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rather than widening or constructing new roadways. Some successful techniques include ridesharing, 
telecommuting, encouraging the use of other modes, and staggering work schedules. Many of these 
strategies work best when focused on high density employment areas.  
 
Encouraging other modes, such as bicycle and pedestrian facilities, could reduce some traffic congestion 
and such facilities are being recommended in all local bicycle and pedestrian plans. Telecommuting and 
staggered work schedules provide for employee work schedule flexibility, less onsite parking demand, 
and reduced peak hour traffic flows.  
 
Community Connection is pursuing the implementation of intercity bus service, and is currently 
developing a 5-year plan for the identification of transit needs and funding sources. Intercity bus service 
would incorporate the area industrial parks and may reduce congestion.  
 
No costs have been estimated for the transportation demand management plan.  
 
Public Transportation Plan 
Wallowa Valley Stage Line, Blue Mountain Cab Company, Greyhound Bus Lines, and Mid-Columbia 
Bus Company offer a variety of privately owned public transportation services for Union County and 
the City of Elgin. Public transportation is also provided through the Union County Transportation 
Coalition. The Coalition includes Community Connection, New Day Enterprises, and the Center for 
Human Development (CHD). Clients of these various organizations make up the majority of transit 
trips, but the general public is also served by Community Connection. Shelter from the Storm and 
Union/Wallowa Veteran’s Services provide client transport as well. 
 
Wallowa Valley Stage Line, Blue Mountain Cab Company, Greyhound Bus Lines, and Mid-Columbia 
Bus Company have no plans for service expansion. 
 
The Union County Transportation Coalition is working toward the implementation of a fixed point 
system in the La Grande area, and eventually instituting intercity bus service connecting Union County 
communities and linking with Baker and Wallowa Counties. The Coalition is currently formulating a 5-
year plan that identifies countywide transit needs and funding opportunities to meet those needs.  
 
Fixed point bus service would include connecting the court system, Eastern Oregon University, and 
mental and public health services with Max Square, the downtown intermodal transportation hub, and 
with the senior center and businesses along Island Avenue (Oregon Highway 82) in La Grande. Fixed 
point bus service would ultimately connect with outlying communities, including Elgin, and could 
provide increased mobility within the Union County community. Intercity transit service would also 
reserve capacity on the state highway system by providing alternatives to auto travel. 
 
Rail Transportation Plan 
There is local interest in restoring AMTRAK service to La Grande, and ODOT’s Rail Section is 
currently pursuing restoration at this time. As passenger rail develops in other parts of Oregon, an 
extension of this service to the east may be considered within the 20-year planning period. According to 
the ODOT Rail Section, there is a tentative proposal to implement a fleet of small, efficient trains for 
express service in the Willamette Valley within the next 20 years. This would serve as a test case to 
gauge support and ridership, and if successful, may be extended to the eastern region of the state.  
 
In 1994, the Idaho Northern and Pacific petitioned the Surface Transportation Board to abandon roughly 
61 miles of track between Elgin and Joseph, which lies mostly in Wallowa County. This abandonment 
petition was approved March 12, 1997 by the Surface Transportation Board. The Oregon Highway 82 
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Corridor Plan identifies the acquisition of the INP railroad right-of-way to be used as a multi-use path 
between Elgin and Joseph as a potential improvement project.  
 
Discussion between Union County and Wallowa County is ongoing. Additionally, the Oregon Parks and 
Recreation Department is pursuing a grant application for Statewide Transportation Enhancement 
(TEA-21) funds through the Oregon Department of Transportation for the purchase of the abandoned 
rail corridor between Elgin and Joseph. There is local support for the preservation of the abandoned 
Idaho Northern and Pacific railroad right-of-way for a multi-use path between Elgin and Joseph.  
 
Air Transportation Plan 
The La Grande/Union County Airport Master Plan Update was adopted by Union County in 1998 and 
identifies a 20-year capital improvement plan for airport expansion. A detailed description of airport 
improvement projects is listed in the La Grande/Union County Airport Master Plan Update and the 
Union County TSP.  
 
Pipeline Transportation Plan 
The two major pipelines that traverse Union County are the Chevron and Northwest Natural Gas 
Pipelines. The pipelines are projected to provide adequate capacity over the next 20 years. 
 
Water Transportation Plan 
The City of Elgin has no navigable waterways, therefore Elgin has no waterborne transportation 
services. 
 
TRANSPORTATION SYSTEM PLAN IMPLEMENTATION PROGRAM 
The implementation program includes a 20-year TSP Capital Improvement Program, which identifies 
project priorities for the next 20 years. High priority projects are those scheduled to be undertaken in the 
next 5 years, medium priority projects are those scheduled to be undertaken in the next 5 to 10 years, 
and low priority projects are those scheduled to be undertaken between the next 10 to 20 years. This 
Capital Improvement Program shall be updated yearly by resolution, if determined necessary by the 
Elgin City Council. Table 7-7 includes the Capital Improvement Program, project priority, and 
estimated project cost. These projects originate from several sources including the Oregon Highway 82 
Corridor Plan, the Elgin Bicycle and Pedestrian Plan, and locally identified TSP projects. Bicycle and 
pedestrian facilities are listed in 1996 dollars. The timing of these projects may change based on staff 
and financial resources.  
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Table 7-7 
TSP Capital Improvement Program 

 
Project Estimated Cost 
High Priority  
Right-of-way Acquisition, Elgin to Joseph $2,500,000 
Elgin to Joseph Freight Rail Preservation Plan $50,000 
New Fire Hall Site $375,000 
Residential Connectivity ** 
Industrial Development $1,920,000 
Oregon Highways 82/204 Intersection (Locally Identified Truck Route Option) $315,000 
Elgin Section $1,200,000 
Umatilla County Line – NW City Limits (Elgin) $12,300,000 
8th Avenue – Phillips Creek Bridge to 5th Avenue* $37,800 
Division Street – 8th Avenue to 17th Avenue* $105,800 
Birch Street – 8th Avenue to 17th Avenue* $160,143 
Cedar Street – 8th Avenue to East City Limit* $119,402 
Detroit Street – 10th Avenue to 15th Avenue* $51,078 
Hartford Lane – 10th Avenue to Palmer Street* $278,643 
Palmer Street – Hartford Lane to Carolyn Terrace* $178,120 
10th Avenue – Division Street to Hartford Lane* $418,530 
14th Avenue – Division Street to Birch Street* $31,891 
15th Avenue – Carolyn Terrace to Division Street* $80,258 
17th Avenue – Division Street to Birch Street* $28,560 
Medium Priority  
 
Highway 204 Truck Connection (Highway 82 Corridor Plan Options) 

Option 1 = $60,000 
Option 2 = $4,000,000 

Low Priority  
Grade Crossing Protection Program No Estimate 
Railroad Track Improvement Program, La Grande to Elgin $1,200,000 
Highway 82 Scenic Turnouts $300,000 
Minam Grade (Phase 2) $5,000,000 
*Elgin Bicycle and Pedestrian Plan 
**Developers will pay the cost for new local streets as development occurs. 
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CHAPTER 8:  FUNDING OPTIONS  
 
The Transportation Planning Rule, OAR 660-012-0040 states under “Transportation Financing 
Program” that TSPs for jurisdictions within an Urban Growth Boundary containing a population greater 
than 2,500 people shall include a transportation financing program. Elgin’s population of 1,745 people 
precludes a detailed TSP transportation financing program. This TSP will, however, evaluate potential 
funding and financing sources available for identified transportation improvement projects.  
 
HISTORICAL STREET IMPROVEMENT FUNDING SOURCES 
In the State of Oregon, transportation improvements are coordinated among state, county, and city 
jurisdictions in order to benefit the overall transportation system. Because of this relationship, project 
costs are frequently shared. 
 
Table 8-1 shows the distribution of road revenues by jurisdiction level in Oregon. This analysis was 
performed in 1991, and continues to reflect the current funding allocation revenue structure.  
 

Table 8-1 
Road Revenue Allocation by Jurisdiction Level 

 
 Jurisdiction Level  

Revenue Source State County City Statewide Total 
State Highway Fund 57% 38% 41% 49% 
Local 0% 22% 55% 17% 
Federal Road 34% 40% 4% 30% 
Other 9% 0% 0% 4% 
Source:  ODOT 1993 Oregon Road Finance Study 
 
Across Oregon, the State Highway Fund comprises 49% of road revenues and becomes a significant 
source of funding at all levels of government. Sources of revenue for the fund include gas taxes, vehicle 
registration fees, and weight/mile taxes. Federal road sources generate another 30% of road revenues, 
and are comprised of federal highway funds and federal timber revenues. The remainder of road 
revenues are generated at the local level and are comprised of property taxes, Local Improvement 
Districts (LIDs), bonds, impact fees, system user taxes, general funds, and other sources.  
 
In Oregon, the state produces 94% of its highway revenues from user fees, which is a much higher 
percentage than the average 78% for all other states. These highway revenues are generated from 
vehicle registration fees, weight/mile taxes, and fuel taxes. Theoretically, this is an equitable fee system 
because it generates the highest revenues from those creating the highest system maintenance needs. 
Oregon has not tied this fee system to inflation, therefore, the fuel tax is a fixed 24 cents per gallon. 
 
Transportation Revenue Outlook 
In a Financial Assumptions document prepared by ODOT in March 1995, some assumptions are 
recommended for consideration in the preparation of Transportation System Plans. The document 
projects revenues from the State Highway Fund through the year 2018. These estimates assume (1) the 
fuel and weight/mile tax will increase one cent per gallon per year, with an additional one cent per 
gallon every fourth year; (2) TPR goals are met; and (3) that inflation occurs at an average annual rate 
of 3.7%. Figure 8-1 shows projected State Highway Fund revenues to the year 2018. Both current and 
adjusted dollar amounts are shown. Revenues are projected to increase faster than inflation in the first 
10 years, but slow to a rate less than inflation, and decline slightly, in the last 10 years.  
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The State Highway Fund will remain a significant source of funding for Elgin over the next 20 years, 
however due to a projected reduction in State Highway Fund revenues, it is recommended that Elgin 
reduce reliance on this funding source. 
 
REVENUE SOURCES 
Road revenues have decreased, along with USFS timber receipts. Additionally, property tax limitations 
(Measures 5 and 50) have further reduced revenues for road maintenance and improvements. Over the 
next 20 years, Elgin will need to pursue other transportation funding sources. The following overview 
provides several Elgin funding options. 
 
Property Taxes 
Property taxes can be a local revenue source controlled by local decision makers because they can be 
relatively more stable than income or sales taxes.  
 
Property taxes can be assessed in three ways – tax base levies, serial levies, and bond levies. The most 
common assessment method is through tax base levies, which don’t expire and currently in Oregon can 
be increased by 3% per year. Serial levies place a limit on the levied amount and limit the time they can 
be imposed. Bond levies are project specific and have time limits based on the local jurisdiction’s debt 
load.  
 
Ballot Measure 5, passed in the early 1990s, limits the property tax rate for purposes other than payment 
of certain voter-approved general obligation debt. The tax rate for all local taxing authorities is limited 
to $15 per $1,000 of assessed valuation. Non-school taxing authorities are limited to $10 per $1,000 of 
assessed valuation. All tax base, serial, and special levies are subject to the tax rate limitation.  
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Measures 47 and 50 were passed in November 1996, and 1997, respectively. They reduce and limit 
property taxes while also limiting local revenues. The measures limited 1997-98 property taxes to the 
lesser of either 1995-96 taxes minus 10%, or 1994-95 taxes. It also limits future annual property tax 
increases to 3%, with some exceptions. The lost revenue may be replaced only with state income tax, 
unless voters approve replacement fees or charges. Tax levy approvals require 50% voter participation 
in certain elections. Measure 50 also requires that cities and counties prioritize funding for education 
and public safety, and obtain voter approval to raise fees for services, if increased fee revenue is a 
substitute for property tax support. 
 
System Development Charges 
System development charges, or SDCs, are a method of generating revenue only if a community has 
specific infrastructure plans in place according to state guidelines. SDCs allocate infrastructure system 
development costs to the portion of property development that creates the increased system need.  
 
Cities and counties have the legal authority to assess property owners/developers SDCs based on the 
projected demand from their development. SDCs usually target improvements to infrastructure systems, 
such as transportation, sewer, and water systems.  
 
Elgin could utilize SDCs to generate money for transportation system maintenance and improvement. 
The fee is collected upon building permit issuance. In the case of transportation, SDCs would be 
calculated based on new development trip generation. This may not prove to be a significant revenue 
source, because the development rate in Elgin is slow, and not projected to increase to a level that make 
SDCs a pragmatic funding source.  
 
State Gas Taxes 
Fuel taxes are allocated by the state to all cities and counties for road system maintenance and 
construction. The fuel tax, along with vehicle registration fees and weight/mile taxes, are allocated back 
to cities and counties based on population and other factors determined at the state level. This is a 
significant source of revenue for Elgin. 
 
Local Gas Taxes 
The Oregon Constitution permits incorporated jurisdictions and counties to levy an additional fuel tax 
beyond the state fuel tax. The locally levied fuel tax must be used only for road system construction or 
improvements within the jurisdiction. Currently, only a handful of cities and counties use this method, 
including Woodburn, The Dalles, Washington County, and Multnomah County.  
 
Vehicle Registration Fees 
Oregon vehicle registration fees are distributed for city and county road funding based on a state level 
formula. Oregon counties do have state authority to impose local vehicle registration fees. This fee 
would be assessed to passenger cars on a biannual basis. This method is not currently being used in 
Oregon and would require coordination among other incorporated jurisdictions, Union County and 
Elgin. 
 
Local Improvement Districts 
Oregon Revised Statutes do allow local governments to form Local Improvement Districts (LIDs) to 
construct public improvements. LIDs are commonly used to construct projects in specific areas, such as 
a new bikeway, or a neighborhood street improvement project. State statutes allow for district formation 
by either the local government or property owners. An ordinance must be in place stipulating the 
procedure for district formation and participant payback. Costs can be allocated based on property 
frontage or other methods, such as trip generation. Participants’ costs are considered an assessment 
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against the property, which is similar to a tax lien. Participants can generally choose to pay the 
assessment in cash or apply for financing through their local jurisdiction. Since Ballot Measure 5, 
counties often fund LIDs by selling special assessment bonds.  
 
Grants and Loans 
Most grants and loans are aimed at furthering economic development. They are typically used in 
developing areas that lack specific infrastructure, such as sewer, water, and adequate transportation. 
Many grant and loan programs require a local match and should not be counted on as a stable revenue 
source because there is no guarantee of project selection. These programs include Immediate 
Opportunity Grants, Oregon Special Public Works Funds, Public Transportation Funds, and Bicycle and 
Pedestrian Programs, which are described below. 
 
Immediate Opportunity Grant Program 
The Oregon Economic Development Department (OEDD) and the Oregon Department of 
Transportation jointly administer the Immediate Opportunity Grant Program. The program purpose is to 
provide financial opportunity for local and regional economic development efforts.  The program 
receives $5,000,000 from Oregon fuel tax revenues and individual maximum grants are $500,000. The 
most significant components in determining whether a grant request will be funded are the potential 
improvement of public roads, the inclusion of a regionally significant economic development project, 
the creation of primary employment, and the presence of a local match.  
 
Oregon Special Public Works Fund 
This fund is derived from the Oregon Lottery and was created in 1995 as a means of distributing lottery 
money for economic development projects. Grants and loans are available to fund infrastructure 
construction necessary to support developments creating permanent jobs or retaining jobs. Infrastructure 
in support of developments wishing to locate, expand, or remain in Oregon are eligible for this program. 
These funds can be used for new construction or the expansion and rehabilitation of public 
improvements, such as sewage treatment plants, water works, and public transportation facilities.  
 
Even though both loans and grants are available, the program emphasizes loans in order to ensure that 
money returns to the program for local project reinvestment. The maximum loan amount per project is 
$11,000,000. The loan term cannot exceed the life of the project, or 25 years, whichever is less. The 
maximum grant per project is $500,000 and may not exceed 85% of total project cost.  
 
Public Transportation Funds 
There are many grants and loans available for public transportation funding, some include Special 
Transportation Funds (STF), Section 5311 funds, Community Transportation Program funds, and 
Special Transportation District funds. All of these programs require local matches from the participating 
agencies. 
 
Bicycle and Pedestrian Program Funds 
Oregon’s Bicycle and Pedestrian Program have grants for bicycle and pedestrian system improvements. 
These funds cannot be used for the construction or improvement of purely recreational facilities, but 
must be spent on projects that provide alternatives to the automobile. Local matches are required. 
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ODOT Funding Options 
The Statewide Transportation Improvement Program (STIP) is administered by ODOT and prioritizes 
transportation projects throughout the state that would enhance the statewide transportation system. 
Projects are identified over a 3-year period and updated yearly. ODOT coordinates projects with local 
jurisdictions and verifies that the STIP is consistent with other plans including, corridor plans, TSPs, 
ODOT modal plans, and ISTEA planning requirements. Likewise, the Elgin TSP provides ODOT with a 
20-year local transportation improvement projects estimation. 
 
ODOT has stipulated that improvement projects not on the state highway system may be eligible for 
state funding if the project would reserve capacity on the state system by reducing congestion and 
preserving safety. ISTEA made this possible by allowing for the use of federal and state dollars outside 
of highway corridors. This is a viable option for Elgin.  
 
FINANCING TOOLS 
Financing tools are an opportunity for local governments to pay for projects over time. These are 
different than the previously mentioned funding opportunities because here financing means accruing 
money through debt obligation. The previously mentioned funding opportunities are the actual 
generation of dollars for projects.  
 
There are many types of financing options available to Elgin. These should not be viewed as a source of 
income, however, only as a method of shifting funding over time. Using debt to finance improvements 
depends upon the local government’s ability to pay for debt service, the impact of the debt load, and the 
local government’s credit rating. Debt financing is a way to shift the improvement cost burden to the 
people using the transportation system, and spreading it over the life of the transportation system. 
 
General Obligation Bonds 
General obligation bonds (GO bonds) are voter-approved and are the least expensive borrowing 
mechanism on the part of the local government. These bonds are typically supported by property tax 
levies that are specifically approved to retire debt, and do not expire until the debt is paid. The property 
tax levy is spread throughout the taxing district based on assessed valuation. These types of bonds are 
appropriate for public improvements, such as the transportation system, that benefit the entire 
community.  
 
GO bonds are not subject to the limitations set by Ballot Measures 5 and 50 since they are issued 
subsequent to voter approval. 
 
Limited Tax Bonds 
Limited tax bonds are similar to general obligation bonds because they are an obligation on the part of 
the local government. This obligation is limited by current revenue sources and does not require voter 
approval. Since these are not issued pursuant to the taxing power of a local government, there is a higher 
borrowing cost than general obligation bonds. Because these bonds are not voter approved, Ballot 
Measure 5 and 50 limitations apply.  
 
Bancroft Bonds 
State law allows for local governments to issue Bancroft bonds. These bonds would pledge Elgin’s faith 
and credit. They are essentially general obligation bonds that are paid with assessments. Historically, 
these bonds did not require voter approval, yet provided Elgin with the ability to pledge its faith and 
credit to obtain a lower borrowing cost. Since they are not voter approved, the Ballot Measure 5 and 50 
limitations apply to the taxes levied to pay debt service. Bancroft bonds have generally not been used 
since 1991 and the passage of Ballot Measure 5. 
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CHAPTER 9: RECOMMENDED POLICY AND ORDINANCE AMENDMENTS 
 
IMPLEMENTATION PLAN 
Transportation System Plan implementation includes updating street development standards, utilizing 
access management guidelines, and amending the Elgin Land Use Plan, Zoning Ordinance, and Partition 
& Subdivision Ordinance. This ensures implementation at the local level through coordinated and 
consistent development review, allows Elgin to address emerging transportation issues, and satisfies the 
requirements of the Transportation Planning Rule (TPR). 
 
Table 9-1 shows TPR requirements for land use regulations and whether they are currently addressed in 
Elgin’s Land Use Plan and Zoning, Partition & Subdivision Ordinances. Some elements are partially 
addressed and some are not addressed at all. Upon adoption of the Transportation System Plan, all the 
required elements will be addressed in Elgin’s code language.  
 

Table 9-1 
Required Code Elements of the Transportation Planning Rule 

 
 
 
 
TPR Requirements 

 
Addressed 

in Code 
Language 

Partially 
Addressed 

in Code 
Language 

Not 
Addressed 

in Code 
Language 

Amend land use regulations to reflect and implement the TSP – including road 
development standards 

  
X 

 

Identify which transportation services and facilities will be allowed outright and 
which will be conditionally allowed 

   
X 

Adopt land use or subdivision ordinance measures, consistent with applicable 
federal and state requirements to protect transportation facilities, corridors, and 
sites for their identified functions, to include the following topics: 

  
 

X 

 

   Access management and control   X 
   Protection of public use airport   X 
   A process for coordinated review of land use actions with ODOT   X 
   A process to apply conditions to development approvals X   
   Regulations to provide notice to public agencies  X  
   Land use applications that require public hearings X   
   Subdivision and partition applications X   
   Other applications that affect private access to roads X   
Regulations ensuring that amendments to land use designations and densities are 
consistent with the function, capacity, and facility levels of service identified in the 
TSP. 

  
 

X 

 

 
The Elgin Bicycle and Pedestrian Plan was adopted on August 13, 1996 and was found to be in 
compliance with the TPR for bicycle and pedestrian facilities. Therefore, the proposed amendments in 
this chapter address other requirements of the TPR. The La Grande/Union County Airport Master Plan 
Update addresses the required elements of the TPR for public use airports. Policy and ordinance 
amendments are recommended for the Elgin Land Use Plan, the Elgin Zoning Ordinance, and the Elgin 
Partition and Subdivision Ordinance. Upon adoption of the Elgin TSP, the 1979 Elgin Street Plan will 
be repealed and replaced by the Elgin Transportation System Plan. 
 
To comply with ORS 197.015 Statewide Planning Goal 12: Transportation, and OAR Chapter 660, 
Division 12, The Transportation Planning Rule (as amended), adoption of the final Elgin Transportation 
System Plan must take place following public review and comment on the draft TSP.  
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Proposed language is written in bold format while language proposed for deletion is stricken through. 
 
Elgin Land Use Plan 
 
Land Use Planning Goal 
Policies: 

(D) The Plan will be coordinated with the Union County Land Use Plan and with other state and 
federal agencies, that may have an effect upon or be affected by local decisions. 

10. Land use decisions will consider impacts on existing or planned transportation facilities. 
11. Development proposals, plan amendments, or zone changes will conform with the adopted 

Transportation System Plan. 
 
Policy Recommendations: 
3. Elgin will submit amendments and updates to the Land Use Plan for Union County Planning 

Commission and Union County Court review. 
 
Public Facilities and Services Goal 
Policies: 
1. That in planning for future development, the existing capacity or planned capability of public 

facilities and services, and the proximity of future development to the transportation system 
will be considered. 

4. That improvements or development of City facilities and services be guided by the Capital 
Improvement Program and the Transportation System Plan, but that enough flexibility be 
allowed to move projects to a higher priority if funding from outside sources becomes available. 

 
Policy Recommendations: 
2. Development and improvement of City facilities and services will be guided by the Capital 

Improvement Program and the Transportation System Plan. This program The Capital 
Improvement Program will be updated annually. 

 
Transportation Goal 
Background Information: 
2. Inventory of Local, Regional, and State Transportation Needs –  

On June 10, 1980, the City of Elgin adopted a Street Plan that recognizes the interrelationship 
between planning for land use, public facilities and service, and streets. Policies were adopted to 
devise a system of arterial, major and minor collectors, and secondary and local streets that will 
facilitate existing and anticipated traffic movement. Improvement standards, sign placement, and 
maintenance programs are also outlined within the plan which is included as part of the 
comprehensive plan. 

 
State highways 82 and 204 run through the City and have been slated for future improvement. A 
section of Highway 82 between Elgin and Minam Junction for a distance of 9.7 miles was 
overlayed, widened and straightened. A storm drainage improvement project in downtown Elgin on 
Highway 82 was completed in the summer of 1982. The Traffic Safety Commission has identified 
the need to place railroad gates and signals on Division Street. 
The Elgin Transportation System Plan was developed in 1998-1999 in order to inventory the 
transportation system, recognize the relationship between land use and transportation, and 
identify system needs over a 20-year period.  
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5. Minimize Adverse Social, Economic and Environmental Impacts and Costs – Elgin is encouraging 
infilling that utilizes existing transportation networks. New street development will be discouraged 
to minimize maintenance, safety and environmental hazards. The Elgin Street Plan does not identify 
significant residential developments along existing arterial streets, therefore reducing environmental 
impacts associated with highway noise. 

 
9. Conform with local and regional comprehensive land use plans – According to a policy in the Elgin 

Street Plan, the Transportation System Plan street planning decisions will be in accord with the 
area Land Use Plan, and Zoning Maps Ordinance, and Partition and Subdivision Ordinance. 
The Elgin Land Use Plan and Transportation System Plan have been written in cooperation with 
Union County.  

 
Policies: 
1. The Transportation System Plan is an element of the Elgin Land Use Plan and identifies the 

general location of transportation improvements. 
2. 1. Elgin will continue to support the development of all types of economical transportation for local 

citizens, including a network of streets, bikeways, sidewalks, and safe street crossings to 
promote safe and convenient bicycle and pedestrian circulation within the community, as set 
forth in the Elgin Bicycle and Pedestrian Plan.  

3. 2. A priority list, as a part of the TSP, will guide road improvements and developments. 
4. 3. That roads created in subdividing or land parceling will be designed to tie into existing and 

anticipated road systems. 
5. 4. That the cost for street improvements for land being converted to urban uses be borne by the 

developer and constructed to city standards identified in the Transportation System Plan. 
6. Road or street right-of-ways will not generally be vacated, but the corridors will be considered 

for other possible public uses, such as accessways, paths, or trails. 
7. Elgin will protect the function of existing and planned roadways or roadway corridors as 

identified in the Transportation System Plan through the application of appropriate access 
control measures and land use regulations.  

8. All development proposals, plan amendments, zone changes, and transportation facilities shall 
conform with the adopted Transportation System Plan street development standards. 

9. Elgin will coordinate with the Oregon Department of Transportation to implement the 
highway improvements listed in the Statewide Transportation Improvement Program (STIP) 
that are consistent with the Elgin Transportation System Plan and Land Use Plan.  

 
Policy Recommendations: 
1. The Transportation System Plan and Capital Improvement Program will coordinate and prioritize 

transportation improvements and developments. 
2. Elgin will support programs to improve transportation conditions for the disadvantaged. 
3. Elgin will cooperate with other and notify all appropriate local, state, and federal agencies to help 

and transportation interest groups when an application potentially impacts a transportation 
facility. Transportation interest groups must request notice in writing and may be subject to a 
fee. Notification will help to identify agency standards and provide an efficient and economical 
transportation system.  

 
Energy Conservation Goal 
Background Information: 
4. Encourage: 1) Non-petroleum or pedestrian means of transportation and 2) alternatives to single 

occupancy vehicles. 
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The Elgin Street Bicycle and Pedestrian Plan recognizes that bicycle and pedestrian travel are 
important alternatives to vehicular transportation. The city is seeking funding to establish a bicycle 
trail and development of the floodplain for bicycle and pedestrian use and is under consideration. 
New residential development may requires sidewalks on at least one side of the street to 
accommodate pedestrian needs. Due to the rural nature of the area, the principal transportation 
system route is by highway. Establishment of a community center car pool referral service would 
encourage fuel savings. The community center currently serves as a stopping point for the County 
Senior Citizen bus service.  

 
Policies: 
1. Developments with high demand for transportation and utilities will be located along major 

transportation and utility routes while incorporating access management standards set forth in 
the Transportation System Plan. 

 
Policy Recommendations: 
1. The Zoning Ordinance map and standards in the Transportation System Plan will be used to 

locate high demand transportation developments near transportation routes. 
 
Elgin Zoning Ordinance 
 
Article 2: Definitions 
 
URBAN TSP AREA. The platted and developed portions within Elgin’s Urban Growth Boundary 
where existing driveways onto the state highway system are conforming features.  
 
REVIEWABLE ACCESS POINT. Reviewable Access Points are accesses identified in yellow on 
the TSP Access Management Maps (Figures 7-2 and 7-3 in the TSP) requiring evaluation by the 
City of Elgin and ODOT in order to preserve safety.  
 
URBANIZABLE TSP AREA. The sparsely developed portion of land between the Urban TSP 
Area and the Urban Growth Boundary where new public streets accessing the state highway 
system are based on the access management standards identified in the Transportation System 
Plan and new driveways accessing the state highway system are at least 500 feet apart, provided 
connections can be made in a safe manner. 
 
Article 10: Provisions Applicable to all Zones 
Section 10.13 Access 
 
Existing access points (streets and driveways) on Oregon Highways 82 or 204, in place at TSP 
adoption shall be designated as conforming features.  
 
For proposed Urban TSP Area property development or redevelopment accessing Oregon 
Highways 82 or 204 the developer/property owner shall, prior to making application, notify and 
coordinate with the City of Elgin and the ODOT District Manager to ensure access safety and 
pursue access alternatives if safety is compromised. Reviewable Access Points on the TSP Access 
Management Maps, proposals accessing Oregon Highways 82 or 204 that generate a change equal 
to 100 daily vehicle trips or more, and zone changes/plan amendments adjacent to the state system 
will be evaluated by the City of Elgin and ODOT in order to preserve safety. The purpose of such 
contact is to involve ODOT at the beginning of the application process so that the 
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developer/property owner has the benefit of ODOT comments prior to submitting a site plan, 
conditional use, or tentative plat map.  
 
There are several alternatives available when considering Reviewable Access Points - the access 
onto the state highway is closed and moved to a side street, the access is combined with other 
accesses within the same block, the access is moved toward the center of the block in order not to 
conflict with intersection traffic, the access conforms to “Potential Access Management Mitigation 
Measures” listed in the TSP, or nothing is done and the access is left alone. 
 
For proposed Urbanizable TSP Area development or redevelopment of properties accessing a 
state highway, new public streets shall be based on the access management standards identified in 
the Transportation System Plan and new driveways shall be at least 500 feet apart.  
 
Land development affecting State Highways 82 or 204 will address safety, capacity, functional 
classification, and level of service. Access management policies for the City of Elgin set forth in the 
Transportation System Plan will be observed. 
 
Section 10.14 Standards for Transportation Projects 
All transportation facilities will conform with the Transportation System Plan street development 
standards. Changes in the specific alignment of proposed public roads and highways shall be 
permitted without plan amendment if the new alignment falls within a transportation corridor 
identified in the Transportation System Plan. Transportation projects involving the operation, 
maintenance, repair, and preservation of existing facilities that are consistent with the 
Transportation System Plan, the classification of that roadway and approved road standards shall 
be allowed, except where specifically regulated (i.e. within a floodplain). Dedication of right-of-
way, authorization of construction and the construction of facilities and improvements shall be 
allowed, where the improvements are consistent with the Transportation System Plan, the 
classification of the roadway and approved road standards. For state projects that require an 
Environmental Impact Statement (EIS) or Environmental Assessment (EA), the draft EIS or EA 
shall serve as the documentation for local land use review, if local review is required. More 
specifically, uses will be permitted as follows: 
 
(A) Uses Permitted Outright 

1. Normal operation, maintenance, repair, and preservation activities associated with 
transportation facilities. 

2. Installation of culverts, pathways, fencing, guardrails, lighting, and similar types of 
improvements that take place within the existing right-of-way.  

3. Projects specifically identified in the Transportation System Plan as not requiring further 
land use regulation. 

4. Landscaping as part of a transportation facility. 
5. Emergency measures as necessary for the safety and protection of property. 
6. Acquisition of right-of-way for public roads, highways, and other transportation projects 

identified in the Transportation System Plan are permitted outright, except for those that 
are located in exclusive farm or forest zones. 

(B) Conditional Uses Permitted 
1. Construction, reconstruction, or widening of highways, roads, bridges, or other 

transportation projects that are: (1) not specifically identified in the Transportation 
System Plan or (2) not designed and constructed as part of a subdivision or planned 
development subject to site plan and /or conditional use review, shall comply with the 
Transportation System Plan and applicable standards, and shall address the following 
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criteria. For state projects that require an EIS or EA, the draft EIS or EA shall be 
reviewed and used as the basis for findings to comply with the following criteria: 
• The project is designed to be compatible with existing land use and social patterns, 

including noise generation, safety, and zoning. 
• The project is designed to minimize avoidable environmental impacts, to identified 

wetlands, wildlife habit, air and water quality, and cultural resources. 
• The project preserves or improves the safety and function of the facility through 

access management, traffic calming, or other design features. 
• The project includes provision for bicycle and pedestrian circulation as consistent 

with the Land Use Plan and other requirements of this ordinance. 
2. Construction of rest areas, weigh stations, and temporary storage and processing sites. 
3. If review under this section indicates that the use or activity is inconsistent with the 

Transportation System Plan, the procedure for a plan amendment, including any 
necessary goal exceptions, shall be undertake prior to or in conjunction with the 
conditional permit review. 

 
Article 14: Site Plan Review 
Section 14.02 Site Plan Contents 
 
All site plans shall include the following information as well as any additional information which may 
be required by the City Council: 
1. Lot dimensions. 
2. Existing and proposed structures – location, dimensions, height, size and type. 
3. Existing and proposed fences and signs – heights, size and type. 
4. Off-street parking – location, number and size of spaces, traffic flow. 
5. Access points – including loading and unloading areas and proposed connections to adjoining 

streets in order to insure adequate traffic circulation for Elgin’s transportation system.  
6. Existing and proposed lighting. 
7. Landscaping – type of irrigation. 
8. All existing and proposed utility lines and size. 
9. Any elevation lines at five foot intervals. 
10. The location, width, and purpose of easements. 
11. The location and design of existing and proposed bicycle and pedestrian facilities, including 

bicycle parking facilities. 
12. If direct access to Oregon Highways 82 or 204 is proposed, access must be provided in a 

manner consistent with the access management provisions and spacing standards set forth in 
the Transportation System Plan. 

 
Article 15: Amendments 
Section 15.01 Initiation 
 
The Council may on its own motion, or upon property owner petition, after public notice and hearing, 
amend the text of the Elgin Land Use Plan, and the Zoning Ordinance, or the Partition and Subdivision 
Ordinance, and the Transportation System Plan, and change plan and zone boundaries. Amendments 
will address Transportation System Plan policies and standards. 
 
Section 15.02 Notice 
 
(A) A Plan or Zoning map change may be made only after notice to the owners of record of the 

properties within the area proposed for change, and to those other property owners of record within 
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the area determined by the Council to be that logical for inclusion in the change, and to those 
property owners within 200 feet of such areas. Width of streets and of alleys shall be excepted in 
the measurement of areas mentioned above. 

(B) A proposal to amend the Land Use Plan or Zoning or Partition and Subdivision Ordinances or 
Transportation System Plan to adopt a new land use regulation shall be submitted to the Director 
of the Oregon Department of Land Conservation and Development and the Oregon Department 
of Transportation, Region 5 Office at least 45 days before the final City Council hearing on 
adoption. The proposal submitted shall contain four three copies of the text and any supplemental 
information the City believes is necessary to inform the Director of DLCD and ODOT, Region 5 
as to the effect of the proposal and shall indicate the date of the final hearing on adoption by the 
City Council. 

 
Section 15.05 Findings 
 
In considering an amendment, the City Council shall seek to determine that: 

a) The change is in accord with the Land Use Plan for the area, and  
b) There has either been a substantial change in the character of the area since the current 

zoning was adopted which warrants changing the zone, or the zoning adopted for the 
area was in error, and 

c) If the amendment significantly affects a transportation facility, the amendment shall 
assure that land uses are consistent with the function, capacity, and level of service of 
the facility identified in the Transportation System Plan. This shall be accomplished by 
one of the following:   
• Limiting allowed land uses to be consistent with the planned function of the 

transportation facility; 
• Amending the Transportation System Plan to ensure that existing, improved, or 

new transportation facilities are adequate to support the proposed land uses 
consistent with the requirement of the Transportation Planning Rule; or, 

• Altering land use designations, densities, or design requirements to reduce demand 
for automobile travel and meet travel needs through other modes. 

 
A plan or land use regulation amendment significantly affects a transportation facility if it: 

• Changes the functional classification of an existing or planned transportation 
facility; 

• Changes standards implementing a functional classification system; 
• Allows types or levels of land use that would result in levels of travel or access that 

are inconsistent with the functional classification of a transportation facility; or 
• Would reduce the level of service of the facility below the minimum acceptable level 

identified in the Transportation System Plan. 
 
Section 15.05 Section 15.06 Notice of Final Action 
 
Notice of City Council final action shall be given in the following: 
 

The signed copy of each amendment to the Land Use Plan or a land use regulation shall be 
maintained on file in the office of the City Clerk. Additional copies shall be made available to 
the public. 
 
Four Three copies of the ordinance amending the Land Use Plan or land use regulation, or new 
land use regulations and findings to support the adoption shall be mailed or otherwise submitted 
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to the Director of the Oregon DLCD and ODOT, Region 5 within five days after the final 
decision by the City Council. 

 
Elgin Partition and Subdivision Ordinance 
 
Section 3: Approval of Subdivisions and Partitions. All subdivisions, partitions, and streets or ways 
created for the purpose of partitioning land shall be approved by the City Council in accordance with 
these regulations and the Transportation System Plan (TSP). A person desiring to subdivide land, 
partition land or create a street or way for the purpose of partitioning, shall submit tentative plans and 
final documents for approval as provided in this ordinance, the TSP, and in the State law.  
 
If any parcel of land proposed for development joins Oregon Highways 82 or 204 then the 
applicant shall notify ODOT, Region 5 Office prior to submitting any land use application. The 
purpose for this contact is to involve ODOT, Region 5 at the beginning of the application process 
so that the property owner/developer has the benefit of ODOT comments prior to submitting a 
site plan, conditional use application, or tentative plat map. The identification of access points 
with potential safety hazards indicates an opportunity for ODOT review prior to Elgin’s final 
decision on the land use application. 
 
Section 4: Definitions.
Urban TSP Area. The platted and developed portions within Elgin’s Urban Growth Boundary 
where existing driveways onto the state highway system are conforming features.  
 
Reviewable Access Point. Reviewable Access Points are accesses identified in yellow on the TSP 
Access Management Maps (Figures 7-2 and 7-3 in the TSP) requiring evaluation by the City of Elgin 
and ODOT in order to preserve safety.  
 
Urbanizable TSP Area. The sparsely developed portion of land between the Urban TSP Area and 
the Urban Growth Boundary where new public streets accessing the state highway system are 
based on the access management standards identified in the Transportation System Plan and new 
driveways accessing the state highway system are at least 500 feet apart, provided connections can 
be made in a safe manner. 
 
Section 5: Scope of Regulations.  
1. This ordinance and the Transportation System Plan shall be applicable to creation or adjustment 

of all lots and parcels.  
2. Partition and subdivision plats, and streets and ways created for the purpose of dividing land shall 

be approved by the City in accordance with these regulations and the Transportation System Plan 
prior to the sale of any such lot or parcel. All changes in property boundary lines shall be in 
accordance with these regulations. 

3. A person desiring to subdivide or partition land within the incorporated area of the City shall submit 
tentative plans and final documents for approval as provided in this ordinance, the Transportation 
System Plan, and State law. 

4. Recording of a lot or parcel. No lot or parcel created by subdividing or by major or minor 
partitioning shall be submitted for recording with the Union County Clerk nor have any validity 
unless it has been approved as required by this ordinance and the Transportation System Plan. 

5. No person shall dispose of, transfer, or sell any lot in any partition or subdivision with respect to 
which approval is required by this ordinance and the Transportation System Plan. In negotiating 
to sell a lot in a subdivision or convey any interest in a parcel in any partition a person may use the 
approved tentative plan for such subdivision or partition. 
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6. Permits. No building permit, or permit for the connection to a water or a sewage disposal system 
shall be issued for any structure on a parcel or lot in a partition or subdivision for which the 
tentative plan or plat has not been approved and recorded in a manner prescribed in the 
Transportation System Plan and herein. 

7. The City will withhold all public improvements, including maintenance of streets and roads, from a 
partition or subdivision which has not been approved and recorded in the manner prescribed in the 
Transportation System Plan and herein.  

 
Section 5A: Application. A partitioner or subdivider shall submit an application on forms provided by 
the City accompanied by a tentative plan showing the general design of the proposed subdivision or 
partition accompanied by a tentative plan showing the general design of the proposed subdivision or 
partition accompanied by the prescribed fee.  
 
If any parcel of land joins Oregon Highways 82 or 204 then the applicant shall notify and 
coordinate with the City of Elgin and the ODOT District Manager (ODOT, Region 5) prior to 
submitting any land use application. The purpose for this contact is to involve ODOT at the 
beginning of the application process so that the property owner/developer has the benefit of 
ODOT comments prior to submitting a site plan, conditional use application, or tentative plat 
map. The identification of access points with potential safety hazards indicates an opportunity for 
ODOT review prior to Elgin’s final decision on the land use application. 
 
Section 5B: Submission of Tentative Plan. The partitioner or subdivider shall prepare a tentative plan, 
together with improvement plans and other supplementary materials as specified in this ordinance and 
the Transportation System Plan. The partitioner… 
 
Section 9: Proposed Design. The following information shall be included on the tentative plan: 
4. The location and design of existing and proposed bicycle and pedestrian facilities, including 

bicycle parking facilities.  
5. If direct access to Oregon Highways 82 or 204 is proposed, access must be provided in a 

manner consistent with the access management provisions and spacing standards identified in 
the Transportation System Plan and approved by ODOT. 

 
Section 11: Partial Development. Where the plat contains only part of the tract owned or controlled by 
the developer, the City Council may require a sketch of a tentative layout for streets in the unpartitioned 
or unsubdivided portion to insure adequate traffic circulation. 
 
Section 12A: Supplemental Plans with Tentative Plan. The following information shall be submitted 
with the tentative plan: 
 
7. Traffic analysis procedures. If it is determined that a proposed project may impose an undue 

burden on the public transportation system, then traffic analysis and mitigation must be 
undertaken. Proposals generating up to 100 vehicle trips per day will be reviewed locally by 
ODOT, Region 5. Proposals generating between 100 and 400 vehicle trips per day will be 
reviewed by an ODOT Traffic Engineer. Proposals generating over 400 vehicle trips per day 
will be required to submit a traffic impact study.  

 
• For developments that are likely to generate more than 400 average daily motor 

vehicle trips (ADTs), the applicant shall provide adequate information, such as a 
traffic impact study or traffic counts, to demonstrate the level of impact to the 
surrounding street system.  
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• Standards by which to gauge average daily vehicle trips include: 10 trips per day 
per single family household; 5 trips per day per apartment; and 30 trips per day 
per 1,000 square feet of gross floor area such as a new supermarket or other retail 
development. The developer shall be required to mitigate adverse impacts 
attributable to the project. The determination of impact or effect, and the scope of 
the impact study, should be coordinated with the provider of the affected 
transportation facility. 

• Undue burden on the public transportation system includes any one of the 
following: 1) changes to the functional classification of an existing or planned 
transportation facility; 2) changes to standards implementing a functional 
classification system; 3) allowance of land uses that would result in levels of travel 
or access that are inconsistent with the functional classification of a transportation 
facility; or 4) reduction in facility level of service below the minimum acceptable 
level identified in the Transportation System Plan. 

 
Section 14: Consideration of the Tentative Plan.  
 
8. No tentative plan for a proposed subdivision and no tentative plan for a proposed major partition 

shall be approved unless: 
c) The tentative plan complies with this ordinance and the applicable zoning ordinance and 

regulations, and Transportation System Plan that are in effect. 
 
Section 16: Final Plat Requirements. The final plat, known as the partition plat or subdivision plat, shall 
conform to surveying requirements in ORS 92.050 through 92.080, except any parcels created that are 
greater than 10 acres need not be surveyed or monumented. In addition to specific action in Oregon 
Revised Statutes, the following information shall be shown on the final plat: 
 
8. Land parcels to be dedicated for any purpose, public or private, to be distinguished from lots 

intended for sale. The City shall preserve right-of-way for planned transportation facilities 
through exactions, voluntary dedications, or setbacks. 

 
Section 17: Supplementary Information with Final Plat. The following data shall accompany the final 
plat: 
4. A certificate by the City that the partitioner or subdivider has complied with one of the following 

alternatives: 
a) All improvements have been installed in accordance with the requirements of these 

regulations, the Transportation System Plan, and with the action of the Council in giving 
approval of the tentative plan, or 

b) An agreement has been executed as provided in Sections 30A and 30B to assure completion 
of required improvements. 

 
Section 18: Technical Review. Upon receipt by the City, the final plat and other accompanying data 
shall be reviewed by the Planning Official. The Planning Official… 
5. Compliance with other provisions of Oregon Revised Statutes, the Transportation System Plan, 

and this Ordinance. 
 
Section 23: Creation of Streets Not Within a Subdivision. 
1. Creation of Streets. The creation of all streets not within a subdivision shall meet the street 

construction standards for streets within a subdivision identified in the Transportation System 
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Plan. Creation of such streets may be initiated by the Council or County Court Board of 
Commissioners by resolution or by property owner or his authorized agent by request. 

 
3. Application for road approval shall comply with applicable tentative plan and final plat procedures 

and standards as provided in this ordinance and the Transportation System Plan. 
 
Section 24: Creation of Ways. Streets providing access to allow the partitioning of land shall conform to 
the standards for streets identified in a subdivision the Transportation System Plan except that a 
private easement of way may be established without full compliance with these regulations. … 
 
Section 26: Principles of Acceptability. Partitions and subdivisions shall conform to the City 
Comprehensive Land Use Plan, the Transportation System Plan, and related ordinances and shall take 
into consideration anticipated surrounding area development. Partitions and subdivisions shall also 
conform to the requirements of State Law (particularly ORS Chapter 92), and the standards established 
by the Transportation System Plan and this ordinance. 
 
Section 27: Streets. 
1. General. The location, width and grade of streets shall be considered in their relation to designed to 

coordinate with existing and planned streets, to topographical conditions, to public utilities, 
service, convenience and safety, and to the proposed use of the land to be served by the streets. The 
arrangement of streets in partitions and subdivisions shall either: … 

2. Minimum right-of-way and roadway widths Standards. The widths of streets and roadways in feet 
and construction standards for streets and roadways shall be adequate to fulfill City 
specifications as provided for in this ordinance the Transportation System Plan and unless 
otherwise indicated in the Comprehensive Plan, shall not be less than the minimum shown in the 
following table: Table 7-2 of the Transportation System Plan for dimensional street standards 
for arterial, collector, local, marginal access streets, alleys, and cul-de-sacs. 

 
Table 7-2 

Street Development Standards for the City of Elgin 
 

 Arterial Collector Local Cul-de-sacs 
(<800’ in 

continuous 
length) 

Cul-de-sac 
radius 

Marginal 
Access 

Alley 

ROW 
 

80’ 60’ 60’ 50’ 45’ 30’* 20’ 

Surface 
width 

28’ 24’ 24’ 20’ 30’ 20’ 20’ 

Parking 
lane width 

8’ 8’ 8’ None None None None 

Base depth 
& material 

9” deep 
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

8” deep  
4” minus 

Leveling 
course 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

4” deep 
1.5” minus 

Overlay 
material 

3” asphalt 
concrete 

2” asphalt 
concrete 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” chip seal 
(applied in 3 

courses) 

2” crushed 
gravel 

Shoulder 
width 

8’ chip seal 8’ chip seal 8’ crushed 
gravel 

8’ crushed 
gravel 

8’ crushed 
gravel 

None None 

Shoulder Same as Same as base Same as Same as Same as None None 
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depth & 
material 

base + 
leveling 
course 

+ leveling 
course 

base + 
leveling 
course 

base + 
leveling 
course 

base + 
leveling 
course 

Where 
designated: 
sidewalk & 
bicycle 
facilities 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

5’ sidewalks 
&/or shared 

shoulder 
bikeways  

(see Bike & 
Pedestrian 

Plan) 

None None 

*Marginal access rights-of-way or private access easements shall not be less than 10% of street length, and shall be provided with utility 
easements on each side to provide a combined utility easement and access right-of-way width. Marginal access streets may be permitted for 2 to 
5 dwellings, only where local street connectivity is not practical due to topographic constraints or existing development patterns preclude a 
through route extension. 
 
3. Marginal access. Marginal access rights-of-way or private access easements shall not be less than 

10% of street length, and shall be provided with utility easements on each side to provide a 50-foot 
combined utility easements and access right-of-way width. Marginal access streets may be 
permitted for 2 to 5 dwellings, only where local street connectivity is not practical due to 
topographic constraints or existing development patterns preclude a through route extension. 

5. City of Elgin Street Alignment. So far as practical, streets other than minor proposed arterial and 
collector streets shall be in alignment with existing arterial and collector streets by continuations 
of the center lines thereof. Staggered street alignment resulting in “T” intersections shall, wherever 
practical, leave a minimum distance of 200 feet between the center lines of such streets having 
approximately the same direction, and otherwise shall not be less than 125 feet.  

6. Intersection angles. Streets shall be laid out to intersect at angles as near to right angles as practical 
except where topography requires a lesser angle, but in no case shall the acute angle be less than 75 
degrees unless there is a special intersection design. The intersection of arterial or collector streets 
with other arterial or collector streets shall have at least 100 feet of tangent adjacent to the 
intersection. Other streets, except alleys, shall have at least 50 feet of tangent adjacent to the 
intersection. Intersections which contain an acute angle of less than 75 degrees or which include an 
arterial street shall have a minimum corner radius sufficient to allow for a roadway radius of 20 60 
feet and maintain a uniform width between the roadway and the right-of-way line. 

8. Half streets. Half streets, while generally not acceptable, may be approved where essential to the 
reasonable development of the partition or subdivision, when in conformity with the other 
requirements of these regulations, and when the Council finds it will be practical to require the 
dedication of the other half when the adjoining property is partitioned or subdivided. When a half 
street is adjacent to a tract to be partitioned or subdivide, the other half of the street shall be platted 
within such tract. Reserve strips and street plugs may be required to preserve the objectives of half 
streets. No parcels or lots shall be allowed to develop on the half street until the remaining half of 
the street is dedicated and improved as provided in this ordinance.  

11. Grades and curves. Centerline radii of curves is determined by speed limit but shall not be less 
than 300 400 feet on arterials, 200 300 feet on collectors, or 100 200 feet on other streets, and shall 
be to an even 10 feet. In flat areas allowance shall be made for finished street grades having a 
minimum slope, preferably, of at least 0.3%. 

14. Frontage streets. Where a partition or subdivision abuts or contains an existing arterial street, 
the Council may require frontage streets or other such treatment as may be necessary for 
adequate protection of abutting properties, and to afford separation of through and local 
traffic in order to preserve the arterial level of service. 

15. Access. For joint and cross access, adjacent commercial and industrial developments classified 
as major traffic generators shall provide a cross access drive and pedestrian access to allow 
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circulation between sites. Shared parking areas shall be permitted a reduction in required 
parking spaces if peak demands do not occur at the same time periods. 

16. Access Connection and Driveway Design. Driveway width shall meet the following guidelines: 
a) if the driveway is a one way in or one way out, then the driveway shall be a minimum width 
of 10 feet and shall have appropriate signage designating the driveway as a one way 
connection; b) for two-way access, each lane shall have a minimum width of 10 feet and a 
maximum of four lanes shall be allowed. Whenever more than two lanes are proposed, a 
median should be considered to divide the entrance and exit lanes. Driveway approaches must 
be designed and located to provide an exiting vehicle with an unobstructed view. Construction 
of driveways along acceleration or deceleration lanes and tapers shall be avoided due to the 
potential for vehicular weaving conflicts. The length of driveways shall be designed in 
accordance with the anticipated storage length for entering and exiting vehicles to prevent 
vehicles from backing into the flow of traffic on the public street or causing unsafe conflicts 
with onsite circulation. 

17. Existing Access Features. Driveway connections and curb cuts (where applicable) on Oregon 
Highways 82 or 204 in place as of adoption of the TSP shall be designated as conforming 
features. Proposed property use changes generating an additional 100 daily vehicle trips or 
more, zone changes/plan amendments, or Reviewable Access Points on the TSP Access 
Management Maps, trigger the developer/property owner to notify and coordinate with the 
City of Elgin and the ODOT District Manager (ODOT, Region 5) prior to making application, 
to ensure access safety and to pursue access alternatives if safety is compromised. There are 
several alternatives available when considering Reviewable Access Points - the access onto the 
state highway is closed and moved to a side street, the access is combined with other accesses 
within the same block, the access is moved toward the center of the block in order not to 
conflict with intersection traffic, the access conforms to “Potential Access Management 
Mitigation Measures” listed in the TSP, or nothing is done and the access is left alone.  

18. New Access Features. For proposed Urbanizable TSP Area development of properties 
accessing Oregon Highways 82 or 204, new public streets shall be based on the access 
management standards identified in Table 7-3 in the Transportation System Plan and new 
driveways shall be at least 500 feet apart. The highest priority shall be placed on providing 
access to property adjoining Oregon Highways 82 or 204 from city streets, combining 
driveways, or providing access points in the middle of the block. Access management policies 
for the City of Elgin set forth in the Transportation System Plan will be observed. 
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Table 7-3 
Oregon State Highway Access Management Standards 

 
Intersection 

Public Road Private Drive 
Highway Category Level of 

Importance 
Urban/ 
Rural 

Type Spacing Type Spacing 
Inside 
UGB 

at-grade or 
interchange 

1320’ L/R turns 500’ 82 4 Statewide 

Outside 
UGB 

at-grade or 
interchange 

5280’ L/R turns 1200’ 

Inside 
UGB 

at-grade 1320’ L/R turns 300’ 
 

204 5 Regional 

Outside 
UGB 

at-grade 2640’ L/R turns 500’ 
 

Source:  Table 1 – Access Management Classification System, Appendix B, 1991 Oregon Highway Plan. 
 
19. Shared Access. Proposed subdivisions with frontage on Oregon Highways 82 or 204 shall be 

designed to share access points from the highway. If access from a city street is possible, then 
access shall not be allowed onto the state highway. If access from a city street becomes 
available, then conversion to that access is encouraged, along with closing the state highway 
access. Normally, a maximum of 2 state highway accesses may be allowed regardless of the 
number of lots or businesses served.  

 
Section 28: Blocks. 
2. Size. No block shall be more than 1,000 feet in length between street corner lines unless it is 

adjacent to an arterial street or unless the location of adjoining streets justifies an exception. Blocks 
abutting Oregon Highways 82 and 204 shall coincide with the existing block length of 225 to 
250 feet, in accordance with the access management standards identified in the 
Transportation System Plan. 

3. Easements.  
3. Pedestrian ways. When desirable for pedestrian convenience, Pedestrian ways may be required 

to connect cul-de-sacs or to pass through unusually long or oddly shaped blocks. It shall be the 
responsibility of the developer to install four five-foot minimum sidewalks where pedestrian 
ways are required, per the Elgin Bicycle and Pedestrian Plan. 

 
Section 31: Improvement Procedures. In addition to other requirements, improvements installed by the 
partitioner or subdivider, either as a requirement of these regulations or at his own option, shall conform 
to the requirements of this ordinance, the Transportation System Plan, and improvement standards or 
specifications adopted by the City and shall be installed in accordance with the following procedure: … 
 
4. Streets and sidewalks. The partitioner or subdivider shall improve streets in the partition or 

subdivision and the extension of such streets intersect in accordance with City approved 
specifications. Such improvements shall include proper base, curbs and pavement. A five-foot 
sidewalk on each side of the street within the partition or subdivision may also be required, per the 
Elgin Bicycle and Pedestrian Plan. Any or all of these street and sidewalk improvements may be 
required on an exiting street which abuts the partition or subdivision. 

 
Section 37: Amendments. 
Consideration of an amendment shall be made by the Council at a public hearing. The Planning Official 
shall maintain a record of amendments to the text of this ordinance, or to the Transportation System 
Plan, in a form convenient for public use.  
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Section 38: Hearings. 
Any hearing to consider a modification, amendment, or appeal request shall be held only after 
publishing public notice of the hearing at least 10 days prior to the hearing in a newspaper of general 
circulation published in the area in which the land affected is situated. 
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I south This would eliminate the most dif- th& ihe'diln at &b &bet anb Albanv. - , 1 & 
ficult turns that truck drivers now havb b / negotiate ". 

I S~lver's plan also calls for a sto~liaht. tigd 
in with the rarlroad crossing on '~i<ision. 
tie did not feel that the loop would work , 
without a signal. e 1 ~ i ~ ; . 3 - ~ ~ & i t Q ~ t  dibctkmg his loop truck routing plan with 

~lrnw~idniter ~ l d &  rldnktns. Key to making the plan work would be 
very visible signmg to d~rect traffic flow. lntersedion with Division The plan al- 
following are the routes that would be lows more room for trucks turnmg 
followed , south from Tollgate Highway toward La 
* La Grande to Tollgate - trun right at Al- ~~~~d~ and those turning +"ward 
bany and Sth, right at 7th, right on t Divi- , Tollgate. Parkrng would be e l i ~  .ed 
sion to Tollgate on the east side of Highway 82 tor Wo 
* La Grande to Wallowa -turn right at . Continued on page 4 



Truck routing 
Continued fmm page I 
blocks and replaced w~th angle parking on the west s~de. Panng 
on the south side of Divwon across from the postoffice would 
be elim~nated. 

on to Altematrve I was the loss of parkrng. 
n Highway 82 between Divis~ort and Albany 

depend on.delwery truck parkmg, pamcularly EIgm 
rig the prwate alley behind these businesses was 
there were questions whether this was possble. Jenkms 
that improv~ng the alleyway would have to be part of the plarr d it 
were implemented. 

The advantages of Alternave 1 we 
s~bility of acting on ~tqu~ckl  

A plarrpresented by 
owner, would eliminate some parking at the Highway 82-2CX 

'- 

~nterrection. The main issue; he said; is thesafety of pedestri- 
ans. The plan would restrict crossing tothenortkand westsides 

- .  of the intersection. 
Darrow's plan also called for the insta!lation of stoplight . 
Bill Johnson, owner of the Elgtn Garner Market, asked, "Is 

the problem large enough that we have to make achange?" 
Jenkins responded that getting an Elgin Transpartation Plan 
completed was a pnonty. 'The plan is mandatecf, not thetime o f  
achon." Although the plan isto covet-20 years, ~t cam be - 

changed Irr thefuture if thecrty chooses  to dathis through as 
- 

publtc hearmgs process 



by Ron Brand Thb new LooplLight trdck routing plari that 
After "almost three terms" on the city cob- was approved earlibr this tdohth' Bt he6tinQ 

cil, Berta "Boots" Churchill is now E)gih'$ hew with Union CoUhw plannets is, &did Chuichill, 
mayor Churchill replaces Rick Smith, who de- he best Solution found SO far. She does not set! 
cided not to run for re-election last November 
after serving one term John Braughton 
selected to fill Churchill's council position. 

The new mayor said shs felt there were 
several issues the city needed to get invokd i 

1 Primary among these is to "get some busj- , 

nesses in town." 
Elgin EDGE (Economic DevelophdMf a 

Growth Endeavor) is involvdd in work pt 
the city and has been making montfil'y 
the city council. Churchill said she will 
ing with Elgiri EDGE committebs, "Bs th%)/bi %h 
as a person." In addition to her pasition 4s , 

mayor. Churchill is the owner of fib &hk&j id' j 
downtown Elgin 

t@c)khittee recommendations 
fr8m b r l ~  Dqcker, Union County planner 
+ii ~ a h f  1 sblid centerline on Highway 82 on the corner of Al- 

corners to accommodate the turning 

FL 1) 8tfilbilbtihy (edsf side) 
I s  2) 7 t4 fA lb i i  (bdth sides) 

3) 7 t f i k j i ~ i ~ ~ i i  (both sides) 
j t?) irtfl.ftl$% (Mist gide) 

P, ,< i ~ o ~ i d 8 3 / @ t i s  to direct drivers utilizing the truck route 
$1 284,~8k,j&tid ptovide signs for traffic control (stop signs, etc) 

4 ,, Itlsbil (I trakid i3i&d at thb Inteksdion of Oregon Highways :' 82 an8 204 (8th ahd bivislon) tied to the railroad crossing 
4 Recahstruct local gtreets, including any improvements to 

. thh todd Base, tb hdndle heavy truck traffic on Alder between 
I 7th %hd 8th and 7th between Division and Alder. 

-.- - 



ELGIN TRANSPORTATION SYSTEM PLAN 

Tuesday, February 9,1999 
7:00 P.M. 

Elgin City Hall 

AGENDA 

11. Discuss/Select TSP Projects 
Specific project selection - preferred alternative and a second alternative 
Project prioritization - ranked low, medium, or high priority 

111. Roadway Functional Classifications 
Consider any road classification changes 

IV. Discuss Road Standards 
Determine adequacy 

V. Discuss Road Jurisdiction (Richard Comstock) 
Who is responsible for the cost of projects on County roads? 
Memorandums of Understanding (MOUs) to agree to work together to 
identifl project funding 

VI. Other Discussion/Questions 
Next TAC meeting is March 9, 1999 

Topics include access management and a future street plan 



SIGN IN PLEASE! 
ELGIN TRANSPORTATION SYSTEM PLAN 

Tuesday, February 9,1999 
7:30 P.M. 

Elgin City Hall 





ELGIN TRANSPORTATION SYSTEM PLAN 

Tuesday, March 9,1999 
7:00 P.M. 

Elgin City Hall 

AGENDA 

1. Access Management 
Q 

e 

2. Local 
6 

6 

ee 
Recommended standards 
How do these standards relate to development? 

Street Plan 
Future street system - how does this relate to development? 
Location of future projects 
Other future modal plans 

3. Street Development Standards 
e Are recommended standards adequate? 

4. Other Discussion/Questions 
Next TAC meeting is April 13, 1999 

Topics include implementing language for the TSP 



SIGN IN PLEASE! 
ELGIN TRANSPORTATION SYSTEM PLAN 

Tuesday, March 9,1999 
7:30 P.M. 

Elgin City Hall 





ELGIN TRANSPORTATION SYSTEM PLAN 

Tuesday, April 13,1999 
7:00 P.M. 

Elgin City Hall 

AGENDA 

Elgin Partition & Subdivision Ordinance 
Elgin Zoning Ordinance 
Elgin Street Plan will be replaced by the Elgin TSP 

2. Other Discussion/Questions 
Draft final will be provided for your review before the first public hearing - 
tentatively scheduled for May 11, 1999 



Elgin TAC Meeting 
Tuesday, April 11,1999 

7:00 p.m. Elgin City Hall 
Name AddressIAgency 



LG: Deficit disorder support group sets meet . . 
- - 
-t . - C.H.AD.D., a parents support group for chi ldren and  adults with . 

IC nutrition class talks gardening attent ion deficit disorder will meet a t  7 p.m. Tuesday in the Shelter 
F rom the Storm building, Fifth and L streets. 

.sf. 
$! m e n i n g  i s  the focus of the WC nut r i t i on  education class a t  10 Robin Wortman of the coal i t ion in Oregon for Parent Educ 
a.m. Wednesday. Master  Gardener Debra K i l l e r  of the Oregon State will discuss strategies t o  use in advocating for your  chi ld in s 

Service will give the presentation. 
Your bridfly item: ltems deal~ng wrth meetrngs and events open to the public; in the group afthe Joseph appear in this space dally. To get your event m any day's newspaper, please 

g is open t o  the public. call before 3 p.m. the previous day. Items involving sports events, such as little - 
League and other meetings, wlll appear in the sports sectlon. - 

CALENDA 
Monday 

x Efsm': Intersection of 204f ** safety is focus 
5:45 p.m. - LA GRANOE C m  COUNCIL special meeting, council cha 

The E l g i n  Technical Advisory Commit tee for the  city's trans- City HalLAgenda: award bid for City Hall elevator construction. 
portat ion system plan will meet Tuesday. 6 p.m. - LA GRANOE C m  BUDGET COMMITTEE, council chambers, ~ ~ t y  Hall. 

Tueaday = The meeting will be during the c i ty  council meeting a t  7 p.m. in I p.m. - Noanrasr OR~GON HOUSING AUIHORITY. mnuai  meewgt 
all. Realty Bulldlng, John Day.(A planning sesston 1s scheduled for 8 a.m. t 
committee will discuss ways t o  improve the intersection o f  

ways 204 and  82 inside the city. The meet ing i s  open t o  the 

showers. Snow level 

orthwest wind 5 

Monday: Mostly 
sunny west and in 
the south. A chance 
of - rain or snow 
showers in the east. 
Lows in the 20s in the 
mountains. 30s in the 

ga,by~. Highs in the 40s in the east 
-mountains and 50-60 elsewhere. 
, Tuesday: Isolated showers in the 
+far east mountains. Otherwise mostly 
",y and warmer. Lows in the 20s in 
;t4.- east mountains to 35-45 elsewhere. -&is-- 

Highs 45-55 in the east mountains to 
65-75 elsewhere. 

Wednesday: Partly sunny and 
warmer. Lows in the 30s in the moun- 
tains to the lower 40s in the valleys. 
Highs in the 60s in the mountains to 
the 70s in the valleys. 

r Western Oregon 
Sunday: Partly sunny with a chance 

of showers. Highs in the mid 50s. 
Monday: Partly sunny and warmer 

after areas of morning clouds. Lows in 
the upper 30s to mid 40s. Highs along 
the coast near 60. Highs inland in the 
mid to upper 60s north to lower 70s 
south. 

Tuesday:.Mostly cloudy wi th a 
chance of showers north. Partly cloudy 
after areas of morning clouds south. 
Lows near 40. Highs along the coast 
near 60. Highs inland in the mid to up- 
per 60s north to lower 70s south. 

Wednesday: Partly cloudy after ar- 
eas of morning clouds. Chance of 
showers north, mainly near the moun- 
tains. Lows in the lower to mid 40s. 
Highs along the coast near 60 north to 

the mid 60s south. Highs inland in the 
m i d  to upper 60s north -to mid 70s 
south. 

r Rain gauge 
La Grande precipitation today: 0 
Month to date: .28 
Year to date: 2.81 

r National temps 
Temperatures indicate previous 

day's high and overnight low to 5 a.m. 
Pacific time. 

Hi Lo Prc Otlk 
Boise 57 32 cdy 
Charlotte, N.C. 78 60 .O1 cdy 
Chicago 58 52 .02 cdy 
Cincinnati 73 46 cdy 
Cleveland 76 54 cdy 
Dallas-Ft Worth 83 60 clr 
Denver 71 49 clr 
Detroit 78 49 rn 
Honolulu 85 74 clr 
Kansas City 61 48 clr 
Las Vegas 93 71 clr 
Los Angeles 70 59 clr 
Miami Beach 85 73 cdy 
Milwaukee 57 50 -01 cdy 

Mpls-St Paul 52- 45 4; 
Nashville Ad 76 54 -; r 
New Orleans. . . 85 60 .'* 
New York City, ., 60 '53 .25- 
Orlando - - 88. 67: -04' 
Philadelphia :':G 64:. qw .03' 
Phoenix " 5  1 95' 68,-'.: 
Pittsburgh ~ ' ' . 77 , ; 5~k27 -  
Pocatello -* 65 40%"~ 
Reno . 72 3 9 e ~  
Salt Lake City 69,, 49: -01 
San Francisco . 61 46&$:- 
Seattle - 48 37- .19 
Spokane % ' !jlq&'31 :':@* 

Tampa-St Ptrsbg 89'-" 6gP 36 
Washinaton. D.C 78 62 .17c 
~ak ima"  55, 26,' -.z 

ii .. 7- 

National Temperature Extren 
High Friday: 102 at  Lake Ha 

City, Ariz. 
Low today: 16 at Stanley, I& 

+>..A 

I Sunrlse, sunset ,,sax 
Sunset today: 8:08 

...- i.*w 
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7:00 p.m. Elgin City Hall 
Name AddresdAgency 



Elain 1 
surfacl pave 

surfacing ng length able to widen ROW width 
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8th-17th shared 
B~rch St 2 N d~scont~nuous lanes pavement good E17th collector 0 8 City Y  60' 20 rest pf local 

82-east shared 42 east of hwy W of 82 I 
Cedar St 2 N d~scontmuous lanes - pp 

Y  60' 20' local -- 
2 N  N N  local Y  60' 

Palmer St 

Pumpkin Ridge 

BC Access Rd 
(Hemlock) 

Canning St 

3rd Ave -- 

mid 8th 2 Y  Y I N  pavement good local 0.1 City Y  60' 30' 
BGaeees44a ' , 

S 8th (82) 2 Y W side i N pavement good P -1 0 6  ww 

60' 30' 

2 

2 

2 

4th Ave 

N 5th 

mid 5th 

S 5th 

6th Ave 

N  7th 

S 7th 

i I 
2 

2 

N 

N  

N  

N  8th 2 Y shared lanes pavement , good local 0.1 City Y  60' 30' 
I I 

2 

2 

2 

2 

2 

2 

2 

I 
N  

N  

i I 

N  

N 

N 

N  

N 

Y  

N 

N  shared roadway 

N  N  
i 

gravel 

gravel 

gravel N  

N N  

N 

gravel 

gravel N  

N  I N  

good 

good 

good 

N - 

N  

N  

N  

N 

Y 

discontinuous 

good 

good 

shared lanes - 

shared lanes 

shared lanes 

N  

N  

N  
Albany-south CL 

pavement good local /01 city Y - - 

gravel poor Y  

collector 

IOMI 

private 

60' - 

60' 

60' 

60' 

60' 

60' 

60' 

gravel 

pavement 

gravel 
pavement 

pavement 

pavement 

local 

l o ~ l  -- 

20' 

18' 

18' 

18' 

20' 

30' 

M' 

good 

good 

good 

good 

good 

0.1 / City 

0.1 

0.1 

- 

Y  

Y  

Y  

1 

0 8 

local 

l o ~ l  

local 

local 

~wq- ~ ~ s i B n -  
local 

County 

Private 

City 

City 

I 
50' 1 

60' 

0.07 

0.3 

.1 .4 
/ I  

0.1 

0.4 

wide already 

wide! 

Y  

Y  

City 

City 

City 

City 
d* 

City 

60' 

60' 

Y  

Y  

Y  

Y 

Y  

20' 
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N 
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13th Ave 

16th Ave 
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Appendix C 

CITY OF ELGIN 

BICYCLE-PEDESTRI-LN PLAN 

A Comprehensive Land Use Plan Supplement 

Prepared by Union 60 

Tracy Allen 
Jcn Jinings 

Xanley Zenkins, I1 

Adopted : 
August 13, 1996 

Ordinance #113-96 

This project is partially funded by a grant from the 
Transportation Growth Management (TGM) Program, a Joint 
Program of the Oregon Department of Transportation and the 
Oregon Department of Land Conservation and Development. 
TGM grants rely on federal Intermodal Surface  rans sport at ion 
Efficiency Act and Oregon Lottery funds. 
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Bicycle and Pedestrial-  2lan 

PLAN PURPOSE 

I. INTRODUCTION 
Bicycling and walking are ecological, energy efficient, and cost 
effective modes of transportation, which can help reduce traffic 
congestion, air and water pollution, road wear and the cost of 
road construction and repair. Urban bikeway and walkway networks 
address nicely the mobility and access needs of those who do not 
drive, including children too young to drive, people with income 
too low to own a car, many elderly people, and people with 
disabilities. 

A .  PURPOSE 
This Plan addresses the Transportation Planning Rule bicycle and 
pedestrian requirements for the City of Elgin. The Plan 
identifies and directs opportunities for developing and improving 
bicycle and pedestrian facilities to assure that new streets and 
new deveLopment are designed in ways that provide safe, 
co~~re_?_iezt, and d i r e c t  bicycle and ~edesrrrian access. 

The 3icycle and 'edestrian ?Ian serves several Turposes: 

Guide the development of bicycle and pedestrian facilities 
in the participating jurisdictions; 

Educate and inform about 
transportation; znd 

bicycle and pedestrian 

Set standards for planning and construction bikeways and 
walkways. 

The Plan is intended to be used by the people of Elgin as a tool 
to preserve and enhance the livable character of the community 
and the quality of the road network by increasing non-motorized 
transportation choices. Most existing land use and 
transportation patterns and land development codes are oriented 
toward automobiles as the dominant transportation mode, with 
ii~cie cnougnc ylven co cne aeeas of seopie ~ h o  bicycle 2nd walk 
as a means of transportation. Today, each household owns more 
cars, makes more trips, and travels more miles per year than ever 
before. This has undesirable consequences as urban areas grow. 
Traffic volumes increase. More traffic means increased 
congestion, noise, and air and water pollution. Livability of 
communities declines, and demand for expensive road improvements 
increases. 

Walking for recreation is a popular activity, and 75% percent of 
us own bikes. Most of our trips are short trips, less than two 
mlles from home. Yet most of us make even short trips by 
automobile because there aren't safe and easy ways to get from 
one place to another by walking or bike riding. If safe, 
convenient walkways and blkeways are provided people will choose 

City of Elgin, August 23, 1995, p.1 



Bicycle and Pedestrian Plan 

to walk and bicycle more and drive less for short trips around 
town. 

B: POLICY FRAMEWORK AND RELATED DOCUMENTS 
All levels of government recognize bicycling and walking as 
viable modes of transportation and encourage planning 
Transportation systems to include safe and convenient bicycle and 
pedestrian facilities. 

1. FEDERAL POLICY 
The federal government signed the Intermodal Surface 
Transportation Efficiency Act (ISTEA) into law in December 1991. 
The ISTEA requires states to staff a bicycle and pedestrian 
c~ordinator and to plan for bicycles and pedestrians. It also 
makes funds available to states for a variety of bicycle and 
pedestrian projects. 

3 - .  STATE SOLICY 
Oregon 1s recognized as a leader in blcycle and pedes~rian 

8 - 3  

2 .  a The scats ?rovides s?ec:r:c ~olicies and standards for 
develop~ng bicycle and pedestrian facli~tles to help local 
governments reach goals and build the multi-modal transportation 
system. 

a. Bicycle Bill 
Cregon's stacewide Sicvclz 2rogrzm began in 1971 when the "Oregon 
Bicycle Bill" passed into law (HB 1700, now ORS 366.514) . The 
first of its kind in the country, it mandated a minimum one 
percent gas-tax be dedicated to construct, maintain and operate 
bicycle and pedestrian facilities. 

b. Oregon Transportation Plan 
The Oregon Transportation Plan (OTP) sets the general direction 
for transportation development statewide for the next 20 years. 
The OTP outlines a vision of a multi-modal transportation system, 
and sets project and program priorities for the allocation of 
resources. Speclfic pians for each transporcatlon mode - 
aviation, highways, mass transit, bicycle and pedestrians, 
railroads, and transportation corridors - refine and extend the 
general provisions in the OTP. These specific plans also include 
two programs to reduce traffic deaths, and to promote 
connections. 

c. The Oregon Bicycle and Pedestrian Plan, 1995 Draft 
The Oregon 3~cycle/Pedestrian Plan establishes statewide policies 
and standards for planning and developing safe, attractive 
transportation facilities-that emphasize-bicycling and walking. 

d. Statewide Planning Goals 
St&tewi.de Planning Goals support bicycling and walking as 
sensible transportation choices, because they help reduce air 

City August 



Bicycle and Pedestrian Ian 

pollution, traffic congestion and consumption of petroleum 
resources; they reduce the consumption of land for roads and 
parking resulting in compact urban growth; and they have very low 
impact on land uses and natural systems. 

e. Transportation Planning Rule 12 
The Transportation Planning Rule (OAR Chapter 660, Division 12) 
adopted in April 1991, requires cities and counties to plan for 
non-automotive transportation choices including bicycling and 
walking. Rule provisions vary based on a jurisdictionls 
population. Small jurisdictions are defined as cities with 
population under 2,500; small counties are those with populations 
under 25,000. Except for the City of La Grande, eight of the 
nine jurisdictions in Union County are defined as small 
jurisdictions, and are eligible to apply for whole or partial 
exemption from the Rule, 

The TPR 12 bicycle and pedestrian facility requirements are as 
follows : 

SaZe and Convenient aike  and Pedestrian Access 
?;cili;ies providing saEe and c3nvenient pedestrian and 
blcycle access shall be provraec dlrnln and from new 
subdivisions, planned  development^, shopping caxters and 
industrial parks to nearby residential areas, transit stops, 
and neighborhood activity centers, such as schools, parks 
and shopping. This shall include: 

(A) Sidewalks along arterials and collectors in urban 
areas ; 

(9) Bikeways along arterials and major collectors; 

(C) Where appropriate, separate bike or pedestrian ways to 
minimize travel distances within and between the areas 
and developments listed above. 

"Safe convenient and adequate" means bicycle and pedestrian 
routes faclirtres and lmprovemencs wnlcn; (A) are reasonably 
free from hazards particularly types or levels of automobile 
traffic which would interfere with or discourage pedestrian 
or cycle travel for short trips. (B) Provide a direct 
route of travel between destinations, such as between 
transi~ stop and a store; and, (C) meet the travel needs of 
cyclists and pedestrians considering the destination and 
length of trip. (045 (3) (b) ) . - 

Internal Pedestrian Circulation 
Internal pedestrian circulation shall be provided in new 
office parks, 2nd commercial developments through clustering 
buildings, construcrion of pedestrian ways, skywalks, where 
appropriate, and similar techniques. (045 ( 3 )  (di ) . 

City of Zlgin, August 23, 1995, p.3 



Bicycle and Pedestrian Pi: 

Sidewalks and Bikeways 
Sidewalks shall be provided along 
in urban areas. (045)(3)(b)(A). 

Bike Parking Facilities 
Bicycle parkinq facilities shall 

arterials and 

provided 

collectors 

part of new 
multif amilv residential developments of four units or more, 
new retail, office institutional developments and all 
transit transfer stations and park and ride lots. 

City of Elgin, August 23, 1995, p.4 



II. EXISTING FACILITIES INVENTCRYl NEEDS ANALYSISI LW 
RECOMMENDED BICYr-F AND PEDESTRIAN FACILITY 'POJECTS. 

A. COMMUNITY PROFILE 
Elgin is a small rural city, population 1,630, the third largest 
city in Union County, located in the Indian Valley between the 
Blue Mountains and the Wallowa Mountains. Elgin's economy is 
primarily based on wood products. The Boise Cascade lumber and 
plywood mills have long been the dominant employers in Elgin. 
The majority of households are families, many with both spouses 
in the work force. Half the wage earners live in or near Elgin, 
drive less than 10 minutes to work, while others commute 20 to 90 
minutes or more to nearby towns. In 1990, 72% of Elgin's workers 
drove to work alone in an automobile, 4% carpooled, 1% bicycled, 
9% walked to work, and 4% worked at home. The area's 
transportation network is designed for automobiles, essential for 
transportation in rural areas. 

COMPRSHENSTVE .?L 
The City of Elgin Comprehensrve Plan supporcs che development and 
- 7 7 3  ?- 

? - .  , - -  ,: =,l",l,?rnat:~re r7,mi3s - - 3f 3nerg-y 3rrl~:enc ar5. ecgnornical 
transportation for local citizens. The Clty supports che use of 
bicycles and walking as transportation; it supports programs KO 
in~rove transporfation conditlncs for the disadvantaged; and 
cobperat2s with other local, state and fsdcral agencies to help 
provide an efficient and economical transportation system. 

The comprehensive Plan projects that development will occur where 
access is most readily available. Areas with the hishest level 
of improvements, e . g . ; paving, curbs and sidewalks, will 
generally be the most desired areas for living, develop faster, - 
and be the most attractive in the community. Area liveability is 
usually increased where these improvements-can be made, or where 
they are required in new development. 

C.  BICYCLE AND PEDESTRIAN PLANNING IN ELGIN 
The City of Elgin has developed largely wichouc curbs, gutters, 
sidewalks, or bike facilities. Most areas in Elgin do not have a 
storm drain system. However, Elgin does have good soil 
permeability and maintains barrow ditches and swales adjacent 
City streets for snow removal and drainage. 

In the past, the citizens and City Council felt the City was too 
small and rural in nature, and financial resources were too 
limited to plan for alternative modes of transportation.   he 
Street Plan (1980) mentions a possible community trail along the 
drainage crossing the north end of 15th Avenue which could 
connect residential areas to shopping, schools and other 
destinations. Another trail was suggested to extend east to the 
Zlver, then follow the river south to the park and possibly the 
s~ampede grounds. However, no bicycle facilities presently exist 
in Zlgin. The arterial streets have sidewalks in varying degrees 
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of repair, but there are no inventoried sidewalks on the major 
and minor collector streets. The City receives State Highway 
Funds which at least one percent is earmarked for bicycle and/or 
pedestrian improvements to road right-of-ways. In 1995, Elgin 
received $ for this purpose. 

Despite challenges there are excellent opportunities to improve 
bicycling and walking conditions and preserve and enhance the 
quality of life enjoyed in Elgin. The City is one mile to one 
and one half miles east-west which is small enough the schools, 
churches, stores, post office, community center, parks, and other 
destinations are within walking and biking distances. Elgin's 
urban residential densities range from one to six dwellings per 
acre (maximum 8 dwellings per acre). The residencial development 
pattern in Elgin includes concentrations of residences on 5,000 
square foot lots interspersed with lower density development and 
undeveloped uses. 

3. ZXISTING STREET SYSTEM 
The City of Elgin Street Plan (adopted 1980) recognizes the 
l-ctrrsla~ionsni;~ Secween land 252, tramsortation a ~ c  ?ublir 
utility planning. City officials are directed to provide 
automobile, bicycle, and pedestrian access primarily through a 
netwcrk of major and minor collector streets. Street development 
and maintenance standards were based on functional 
classifications. The City agreed to provide separated automobile - - .  -y . - - . - -  i , a i i l ~  lanes, bike lanes, and ped2strlan sidewalks, as fmds 
allow, to maximize safety and movement and decrease conflicts 
between the different transportation modes. All City streets are 
maintained by City crews. However, major City street 
construction projects are contracted to private road builders. 

The City's Subdivision Ordinance establishes minimum 80 foot 
rights-of-way and 44 foot surface widths for arterial street. 
These streets have the most significant bicycle and pedestrian 
facility needs because they carry high speed, high volume 
throush-traffic. 

Major and minor collector streets connect arterials and often 
have high traffic volumes and significant through traffic. The 
City's Subdivision Ordinance requires collectors to have 60 foot 
right-of-ways and 40 foot surface improvements. These widths 
assure safe visibility and maneuverability needed to reduce 
chances for accidents: The Subdivision ordinance states that 
collectors should be curbed and paved when constructed. Through 
traffic is discouraged on local neighborhood streets. Local 
streets also have 60 foot right-of-way width and 40 foot surface 
width requirements. 

Elgin's street grid was developed assuming vacant land would be 
developed with the most efficient land use at maximum allowable 
densities - 5,000 square foot lots for single family dwellings. 
However, less chan 20% of developed residential lots are 5,000 
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2re feet. Most are larger due to a traditional desire for 
3er lots in rural communities. A significant amount of land 
nin the City Limits is undeveloped. 

Street Plan identifies the following land uses and related 
ivities which generate significant amounts of automobile, 
fcle, and pedestrian traffic: 

Elgin ElementaryjMiddle and the High School sites generate 
large amounts of both pedestrian and vehicular traffic, and 
the approach to them should be made as easy and safe as 
possible. Given the location of the schools near the center 
of the City, it is necessary to provide pedestrian 
crosswalks in appropriate locations. Motor 
veh.icle/pedestrian conflicts can be minimized by providing 
pedestrianjbicycle access by means of designated paths. 

Boise-Cascade Mill is probably the largest generator of 
vehicular traffic. There are very few slack days for 
traffic to and from the mill, as it usually operates chree 
shifcs 2er day, seven days per week. There is some 
pedestrian traf'ic to the mill, which could be separated 
from cne ixgnway zrafflc oy a crari s y s c s ~  aiong cne - 1 o r ~ 2  
side of the highway. 

The commercial area in the center of the City is a generator 
of both vehicular and pedestrian traffic. In addition to 
the core area, there is commercial development along both 
Highway 82 and 204. These areas are expected to expand in 
the future, and may require the location of additional 
crosswalk markings on the arterials and collectors. 

Park and rzcreation uses are "destinationN sites and should 
also be urovided separate pedestrian/bicycle and vehicular 
access wherever possible. 

NEEDS ANALYSIS 
.rig tne preparation of ;his plan, July i, 1594 t~ June 30, 
1 ,  the Elgin City Council served as the Citizen Involvement 
littee !CIC) . Three CIC meetings were held during the year. 
purpose of the first one was to familiarize the committe~ 

i the planning principles, goals, objectives, and requiremi-3:-: 
-ing the plan. The second one focused on inventory results 
facility design standards. At the third meeting we-analyzed 
mrnatives and made recommendations. The guidelines the 
iittee used in recommending bicycle and pedestrian 
xmements are based on the Oregon Transportation Planning Rule 
.irements which are discussed in the POLICY section of this 
., and the Oregon Bicycle and Pedestrian Plan requirements 

are discussed in the ST.9NDARDS section of this Plan. 

Transportation Planning Rule (TPRI requires that cities 
i c k  safe, dlrect, continuous and well connected networks for 
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bicycles and pedestrian travel. In general, the TPR requires 
sidewalks and bikeways along arterials and major collectors. 
Along minor collectors and local streets sidewalks and bikeways 
are provided as needed to connect other bike and pedestrian 
facilities and to provide access to important destinations. The 
TPR also directs local governments to adhere to the standards and 
guidelines established in ODOT's Bicycle and Pedestrian Plan. 

In urban areas the appropriate type of bicycle and pedestrian 
facility is determined by the street functional classification. 
The ~ l g i n  Bicycle and ~ehestrian Plan employs urban facility 
standards modified for low density rural city streets without 
storm drain systems. In portions of Elgin where densities are 
very low, rural standardsare recommended to meet existing and 
foreseeable urban development needs. 

I. State H w  82/Wallowa Lake Highway 
From Phillips Creek Bridge to 5th Avenue . . 
The Wallowa Lake Bighway, a minor arterial, is Elgin's main 
commercral screec. in tne summer of 1982, CDOT ~nszaiiea 
curbs and gutters, and completed a storm drain improvement 
project on Hwy 82 in downtown Elgin. The paved surface is 
44 feet wide allowlng two 14 foot travel lanes and two 8 " .  

foot parking lanes. There are 5 foot sidewalks adjacent the 
parking lanes on both sides of the street from Birch Street 
to Albany Street. A 5 foot sidewalk is provided on the west 
side only from the Phillips Creek Bridge to Birch Street, 
and another segment on the south side from Depot Street to 
6th Avenue. 

3ecommendations: 
Provide and maintain 5 foot sidewalks on both sides of Hwy 
82 from Phillips Creek to 5th Avenue adjacent parking lanes. 

Droj ect From-To Miles Cost Priority 

1x5 ft sidewalk Phillips Cr-Birch .17 $19,800 med/ high 

1x5 ft sidewalk Depot-5th .15 $18,000 med/high 

2. State Hwy 204/Division 
From Hwy 82 to 17th Street 
Division is an east-west minor arterial which passes Stella 
Mayfield Elementary School and provides access to many 
businesses and the central business district. It has an 80 
foot right-of-way width. The pavement is 44 feet wide with 
two 14 foot travel lanes and two 8 foot parking lanes. 
There are sidewalks without curbs and gutters on both sides 
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of Division Street which are in disrepair except in front of 
Stella Mayfield Elementary School. 

Recommendations: Replace deteriorated sidewalks with 5 foot 
sidewalks on both sides of the street and paint crosswalks 
at 10th Avenue, 14th Avenue, and Hwy 82. 

P r o j e c t  From-To Miles Cost P r i o r i t y  

2x5 ft sidewalks Hwy 82-17th .44 $105,300 high 

Crosswalks Hwy 82, loth, 
marked, signed and 14th 

$500 high 

4 .  Birch S t r e e t  
From W 2 t o  17 th  S t r e e t  
Elgin High School is located on Birch Street, a minor 
collector frequently used by young people bicycling and 
waiklng co and from schooi. Zirch Streec has c 60 fooc 
right-of-way width and a 20 foot paved surface which allows 

3ecommendazlons: Eeconstr~ct Sirch Strezt to widen it to 28 
feet to provide two 14 foot shared travel lanes, and provide 
two 8 foot gravelled parking lanes. Install 5 foot 
sldewalks on bseh sides of the street sepzrated from traffic 
by the 8 foot gravelled parking lanes or at least 8 foot 
wide drainage swaies. 

O~tion: Per the Elgin Subdivision Ordinance, consider 
instailing curb and gutter, and paving 44 feet curb to curb, 
including two 14 fooc travel lanes for shared automobile and 
bike use and two 8 foot parking lanes. Install two 5 foot 
sidewalks adjacent the parking lanes or separated from the 
road by narrow planting strips. Explore options to improve 
the drainage syste9 in conjunction with other right-of-way 
improvements. 

P r o j e c t  From-To Miles Cost P r i o r i t y  

Widen pavement 
+8 ft asphalt Hwy 82-17th . 44 $28,080 high. 

Parking lanes 
+15 fx gravel Hwy 82-17th .44 $25,763 high 

2x5 ft sidewalks Hwy 82-17th . 44 $105,300 high 
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4 .  Cedar S t r e e t  
From Hwy 82 t o  Elgin e a s t  Ci ty Limits 
Cedar Street is a minor collector with a 60 foot right-of- 
way width. The 26 foot asphalt surface allows two 13 foot 
travel lanes. No curbs, gutters, or sidewalks are provided. 
Cedar Street from Hwy 82 to the east City Limits forms part 
of a popular bicycle and pedestrian loop when connected with 
Elgin Cemetery Road and Indian Creek Road. 

Recommendations: Widen the paved surface to 28 feet to 
provide two 14 foot shared travel lanes. Provide two 8 foot 
gravelled parking lanes. Install two 5 foot sidewalks 
separated from traffic by the 8 foot gravelled parking lanes 
or drainage swales. 

Proj  e c t  Miles Cos Pr io r f  t y  

Widen pavement 
+2 ft asphalt Hwy 82-east CL .38 $6,000 med/high 

Parking lanes 
+16 ft gravel 3w 82-east CL .38 $23,114 med/high 

2x5 ft sidewalks Hwy 82-east CL .38 $90,288 med/high 

D S t r e e t  
From Palner S t  t o  15th  A v e  
This one block segment of D Street connects 15th Avenue and 
2almer Street which together form an important north-south 
collector. The paved surface is about 20 feet wide, in poor 
condition, allowing two 10 foot travel lanes. No curbs, 
gutters or sidewalks are provided. 

Recommendations: Widen the paved surface to 24 feet to 
provide two 12 foot shared travel lanes, and provide two 8 
foot gravelled parking lanes. Consider installing a 
sidewalk on the west side of D Street separated from traffic 
by an 8 foot parking lane or drainage swale. 

P r o j e c t  From-To Miles Cost P r i o r i t y  

Widen pavement 
+2 ft asphalt Palmer-15th 

24 ft overlay palmer-15th -24 $ 

Parking lanes 
+16 ft gravel 

I x S  ft sidewalk Palmer-15th .24 $28,600 h, m, 1 
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D e t r o i t  S t r e e t  
F r o m  1 0 t h  A v e n u e  t o  15th  A v e n u e  
Detroit Street functions as an east-west minor collector. 
It has a 60 foot right-of-way and a 20 foot paved surface 
which allows two 10 foot travel lanes. Detroit Street is an 
important link in the bicycle and pedestrian network because 
it connects 15th Avenue and 10th Avenue at the Community 
Center and Tom McDowell Park. The existing road surface is 
aligned closer to the north side of the right-of-way. There 
are drainage swales on both sides of the road. 

Recommendations: Widen the street surface to 24 feet and 
provide two 12 foot shared travel lanes. Provide two 8 foot 
gravelled parking lanes. Install a 5 foot sidewalk on the 
south side separated from traffic by an 8 foot parking lane 
and drainage swale. 

M i l e s  G o s  r i o s i t y  

Widen savenent 
+4 ft asphalt 10th-15th .24 $7,680 med/high 

Parking lanes 
t16 ft gravel 

1x5 ft sidewalk 10th-15th .24 $28,800 med/high 

7 .  H a r t f o r d  L a n e  
F r o m  1 8 t h  S t r e e t  t o  Palmer S t r e e t  
Hartford Lane is a major collector which is frequently used 
for bicycling and walking. There are deep drainage ditches 
on both sides of the 60 foot right-of-way. The pavement is 
20 feet wide with two 10 foot travel lanes. No sidewalks 
are provided. 

Recommendations: Widen the road 
~rovlde two 12 foot shared travel 
shoulder bikeways. Provide one 8 
lane on the north side. Install 
north side separated from traffic 
and/or drainage ditch. 

surface to 32 feet to 
lanes and two 4 foot paved 
foot gravelled parking 

one 5 foot sidewalk on the 
by an 8 foot parking lane 

O~tion: Per the Elgin Subdivision Ordinance, consider 
inscalling curb and gutter, paving 42 feet curb to curb 
provide two 12 foot travel lanes, two 5 foot bike 1an.e~ 
one 8 foot parking lane on the north side. Install one 
fooc sidewalk on the north side behind the parking lane 
Explore options to improve the drainage facility in 
conjunc~ion with other right-of-way improvements. 

I to 
, and 
5 
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Project From-To Miles Cost Priority 

Widen pav, ement 
+12 ft asphalt 10th-Palmer .42 $40,320 high 

Parking lane 
+8 ft gravel 10th-Palmer .42 $12 , 773 high 

1x5 ft sidewalk 10th-Palmer .42 $50,400 high 

O~tion 
Widen pavement 
+22 ft asphalt 10th-Palmer 

Curb, gutter 10th-Palmer . 42 $46,569 h, m, 

.42 $50, 400 1x5 f t sidewalk 10th-Palmer h, rn, l 

Storm drains 10th-Palmer .42 $5,000 h, m, 1 

3 .  2aimer Skreec 
From Hartford to D Street 
Palmer Street is the northern extension of 15th Avenue, an 
important north-south collector. Palmer Streec has a 60 
foot right-of-way and a 20 foot wide gravel surface in poor 
condition, with deep drainage ditches on both sides. 

Xecommendations: Reconstruct the road to a 24 foot paved 
surface to provide two 12 travel lanes. 

O~tion: Per the City's Subdivision Ordinance, explore 
options to install paved 40 feet to provide two 12 foot 
travel lanes and two 8 foot shoulders. Consider installing 
a sidewalk on the westerly side of the street behind the 
drainage ditch to serve pedestrians. Consider improving the 
drainage system in conjunction with other right-of-way 
irnprovenents . 

Pro j ect From-To Miles Cost Priority 

Widen pavement 
-24 ft asphalt Bartford-D .20 $38,880 med/high 

Opcion 
Widen pavement 
+42 ft asphalt Hartford-D .20 $88,704 med/high 

Curb, gutter Xartford-D .20 $22,176 med/high 

1x5 ft sidewalk Hartford-D .20 $23,760 med/high 

Storm drains Iiartford-D .20 $4,600 med/high 
- -- 
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1 0 t h  Avenue 
From Hwy 2 0 4  t o  Hartford Lane 
Tenth ~ k n u e  is a major collector with an 80 foot right-of - 
way which connects Division Street (Hwy 204) on the souch 
with Hartford Lane on the north. The paved surface is 24 
feet wide with two 12 foot travel lanes. No curbs, gutters, 
or sidewalks are provided. The Elgin Community Center, 
pool, and Tom McDowell Park, located on the west side of 
10th Avenue, attract significant bicycle and pedestrian 
traffic. 

Recommendations: Reconstruct the road to a 32 foot surface 
to provide two 12 travel lanes and two 4 foot paved shoulder 
bikeways. Provide two 8 foot gravel parking lanes. Install 
a 5 foot sidewalk on one or both sides of the street 
separated from traffic by an 8 foot (4 foot min.) planting 
strip and/or drainage swales. If only one sidewalk is 
provided, it should be located on the west side. 

Option: Per the Elgin Subdivision Ordinance, consider 
installing curb and gutter, and 2aving 50 feet curb to curb, 
to provlae two 12 foot travei ianes, t ~ o  3 fooc blke ianes, 
and two 8 foot parking lanes. Install a 5 foot sidewalk on 
one or both sides of the street, separated from traffic by 
an 8 foot (4 foot min.) planting strip. If only one 
sidewalk is provided, it should be located on the west side. 
Improve the drainage system in conjunction with other right- 
of-way improvements. 

P r o j e c t  From-To Miles Cost P r i o r i t y  

Widen pavement 

Parking lanes 
+i6 fz gravel 

1x5 f~ siaewaik 

O D ~  ion 
Widen pavement 
+26 ft asphalt 

Curb, gutter 

1x5 ft sidewalk 

Storm drains 

Hwy 204-Hartford .52 $32,950 high 

Hwy 204-Hartford .52 $31,629 high 

Hwy 204-Xarcfora .52 $i22,430 high 

Hwy 204-Hartford .52 $107,100 h, m, 1 

Hwy 204-Hartford .52 $57,666 h, m; 1 

Hwy 204-Hartford .52 $61,785 h, m, 1 

Hwy 204-Hartford .52 $5,000 h, m, 1 
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10. 1 4  th Avenue 
From Hwy 204/~ivision-Birch 
Fourteenth Avenue provides access to the high school by 
connecting Division Street and Birch Street. This two-block 
section is frequently used by young people riding and 
walking to and from schools and stores. It functions as a 
minor collector, has a 60 foot right-of-way, and a 24 foot 
paved surface which allows two 12 foot travel lanes. No 
curb, gutter or sidewalks are provided. 

Recommendations: Provide a 24 foot road surface to allow 
two 12 travel lanes, and provide two 8 foot gravel parking 
lanes. Install two 5 foot sidewalks separated from traffic 
by 8 foot gravel parking lanes and drainage swales. 

rojeet Miles Cost 

Parking lanes 
i-16 gravel H.wy 204-Birch . I1 $6,691 high 

2x5 ft sidewalks H w y  204-Birch hign 

11. 15th Avenue 
From D Street-Hwy 204/Division 
Fifteenth Avenue is an important north-south minor collector 
which connects Division Street and Hartford Lane via Palmer 
Street. It is located in a primarily residential 
neighborhood. Established private yards encroach on the 50 
to 60 fooc public right-of-way. The paved surface is 20 to 
24 feet wide which allows two 10 or 12 foot travel lanes. 
No curb, gutter, or sidewalks are provided. 

Recommendations: Provide a 24 fooc road surface to allow 
two 12 foot travel lanes, and provide two 8 foot gravel 
parking lanes. 

O~tion: Per the City's Subdivision Ordinance, consider 
installing one 5 foot sidewalk to serve pedestrians on one 
side (west?) separated from traffic by an 8 foot parking 
lane, drainage swale, or planting strip. 

Pro j ec t From-To Miles Cost Priority 

Widen pavement 
+2 ft asphalt H w y  204-D .38 $12,000 med/hign 

Parking lanes 
+15 ft gravel 

O~tion 
1x5 ft sidewalk H w y  204-D .38 $45,144 h, m, 1 
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12. 17th Avenue 
From Hwy 204/Division-~irch 
Seventeenth Avenue between Division Street and Birch Street 
is frequently used by young people riding and walking to and 
from the high school and stores. Seventeenth Street also 
provides access from Hwy 204 (Division Street) to Boise 
Cascade Mill. This street functions as a minor collector. 
It has a 60 foot right-of-way width and a 24 foot paved 
surface which allows two 12 foot travel lanes. It does not 
have curbs, gutter, or sidewalks. 

Recommendations: Provide a 24 foot road surface to allow 
two 12 foot travel lanes, and provide one 8 foot gravel 
parking lane on the west side. Install two 5 foot sidewalks 
separated from traffic by 8 foot parking lane, drainage 
swale, or planting strip. 

r o j e c t  From-To Miles Cost Priority 

Parking lane 
+8 gravel Hwy 204-Birch .11 $3,360 med/high 

2x5 ft sidewalk Hwy 204-Birch .11 $25,200 med/high 
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Table 1: Summary of Existing Facilities and Recommendations 

- - -- 

Street Name, Segment 

State Hwy 82  
Wallow Lake Highway 

Birch to Albany 
on both sides. 

Phillips Crk-Birch 

Depot-5th Ave 

Downtown main street 

State Hwy 204 
Weston-Elgin Hwy 
(Division) 
Wallowa Lk Hwy-17th 

Commercial strip, 
access to schools. 

Frequent bike and 
pedestrian use. 

Birch Street 

17th-Wallowa Lk Hwy 

Access to high school 

Frequent bike and 
pedestrian use. 

Existing Geometry 

Minor Arterial 
Right-of-way: 80 

Length : 
Pavement: 44 
2 (14t) 
2 (8p) 
2 (5sw) Sidewalks 
from Phillips Grk 

Sidewalk on west 
side only. 

Sidewalk on south 
siae only 

Minor Arterial 
Right-of-way: 80 

Length: 
Pavement: 44 
2 (14t) 
2 (8p) 
2 (5sw) 
Sidewalks are in 
poor condition. 

Minor Collector 
Right-of-way: 60 

Length : 
Pavement: 20+ 
2 (lot) 

2(8p) gravel 

Recommendations 

No Change, except 
to provide 5 foot 
sidewalks on both 
sides of Hwy 82 
to 5th Ave. 

Pavement: 44 
2 (14t) 
2 (8p) 
2(5sw) Replace 
sidewalks 

Pavement: 28 
2 (14t) paved 

2 (5sw) 
provide two 5 ft 
sidewalks 
behind parking.. 

O~tion 
See text. 

Key : bl bike lane, p parking, t travel lane, 
sh shoulder bikeway, sw sidewalk, 
Pavement pavement width. 
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Table 1: Summary of Existing Facilities and Recommendations 

Street Name, Segment 

14th Avenue 

Division St-Sirch St 

Access to school 
and stores. 
Frequent bike and 
pedestrian use. 

15th Avenue 

D St-Elgin Hwy 

Important north- 
south collec~or, 
links Divlsion St 
and Hartford Ln via 
Palmer St. 

17th Avenue 

Elgin Hwy-Birch St 

Access to schocl. 
uent bike and 
and pedestrian use 
and truck traffic. 

Existing Geometry 

Minor Collector 
Right-of-way: 60 

Length: 
Pavement: 20-24 
2 (10-12t) 

Minor Coiiec~or 
Right-of-way: 

K O - 5 3  - 
Length : 
Favement: 20-24 
2 (10-12t) 
2 (8p) 

Private yards 
encroach public 
right-of-way. 

Minor Collector 
Right-of-way: 50 

Length : 
Pavement: 20-24 
2 (lot-12t) 

Recommendations 

Pavement: 24 
2 (12t) 
2 (8p) gravel 
2 (5sw) 
Place sidewall C S 
separated from 
traffic 8 feet 
(4 fc min.) by 
parking, planting 
drainage swales. 

Pzvement: 24 
2 (12t) 
2 (8p) gravel 

O~tion See text. 

Pavement: 24 
2 (12t) 
1 (8p) gravel 
2 (5sw) 
Place sidewalks 
separated from 
traffic by 8 foot 
( 4  ft min.) . 
parking, planting 
drainage swales . . 

Key : bl bike lane, p parking, t travel lane, 
sh shoulder bikeway, sw sidewalk. 
Pavement pavement width. 
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III. BIKEWAY AND WALKWAY PLANNING PRINCIPLES,OBJECTIVES,PLAN 
POLICIES AND DESIGN STANDARDS 

The bikeway and walkway planning principles and design standards 
discussed below were derived in whole or part from the Oregon 
Bicycle and Pedestrian Plan, 1995 draft, which has been an 
invaluable aid in preparation of this plan. 

PLANNING PRINCIPLES 

1 IN'I'RODUCTHON 
New national and statewide emphasis on increasing walking and 
bicycling as important modes of transportation require that we 
design and provide appropriate bicycling and pedestrian 
facilities that are safe, direct, convenient and attractive to 
users. 

It is physically, financially and politically impractical to 
2rovlde a new and se?araE- Sicycle and 2edestrian necwork in 
developed urban areas. It is therefore necessary to reconfigure 
existing roads to accommodate bicycles and pedestrians. 

In Oregon, a basic principle for planning bikeway and walkway 
networks is to build and reconfigure roads to serve all users, 
both motorized and non-motorized. Bicycling and walking should 
occur on the existing roadway system that already serves all 
destinations. 

2. ARTERIAL AND COLLECTOR STREETS 
The arterial and collector street network is important to 
pedestrian and bicycle circulation in urban areas because it 
serves the mobility and access needs of the entire community. 
Arterial streets carry mostly through traffic. Collector streets 
carry traffic to and from local streets and arterials. Arterials 
and collectors provide direct, continuous and convenient access 
to most destinations. However, problems need to be overcome 
before they can be effectively used. Many arterial and collector 
streets have very high traffic volumes and speeds that discourage 
people who might want to walk or bike. Local streets are 
quieter, but are often not as direct or convenient. 

Arterial and collector streets can be modified to accommpdate 
bicycles and pedestrians when they are newly built or 
reconstructed, or by renovating them with bikeways and walkways. 

In developed urban areas there is often little opportunity to add 
bicycle and pedestrian facilities by widening roadways because 
right-of-ways are utilized. Therefore, it will often be 
necessary to rededicate existing roadway space from automobile to 
bicycle and pedestrian use. This can help reduce traffic speeds 
and make the streets more attractive safe and pleas an^ for all 
csers. 
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3 .  RURAL AND URBAN BICYCLE AND PEDESTRIAN F A C I L I T I E S  
Union County's road network contains urban and rural areas with 
both paved and gravel semi-rural roads as well as city streets 
with and withou~ curbs and sidewalks. The principles used to 
design bike and pedestrian facilities for urban and rural areas 
are summarized below. 

a .  R u r a l  A r e a s  
Rural areas include the unincorporated portion of the county. 
For small incorporated rural cities with low population densities 
rural standards may suffice for existing levels of urban 
development. However, as urban development increases, urban 
standards should be used. 

ikeways 
On most rural county roads shoulder bikeways are 
appropriate. In general the standard shoulder widths 
recommended by ODOT for rural highways are adequate for 
Sicvcle tx-avel. These standards take into account traffic 
vol;mes, traffic speeds, and other traffic operation 
considerations. 

Walkways  
In small rural cities with low population density 6 foot 
wide roadway shoulders may be used as interim pedestrian 
facilities. On rural county roads or state highways where 
residential and commercial uses abut the road, sidewalks may 
be needed. In a rural community, sidewalks or streets 
without curbs and gutters, on one or both sides of the 
street, will provide adequate pedestrian facilities and 
preserve the rural residential character of the street 
better than paving 6 foot shoulders. 

b. U r b a n  A r e a s  
In urban areas the type of bicycle and pedestrian facilities is 
determined by the functional classification of the roadway. 

B i k e w a y s  
Arterials and Maior Collectors 
On arterial and collector streets the appropriate facilities 
for bicycles are bike lanes. Bike lanes help define the 
road space, provide bicyclists a path free of obstructions, 
increase the comfort and confidence level of bicyclists 
riding in traffic, and signal to motorists that bicyclists 
have a right to the road. 

Where it is not physically possible to provide bike lanes 
due to physical constraints such as existing buildings or 
2nvironme~tally sensitive areas, a 14 foot wide outside lane 
may be substituted. A 14 foot wide lane allows a motor 
vehicle to pass a bicycle without leaving the travel lane. 
The bike lane should resume where the constraint ends. 
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Where bike lanes cannot be provided, a safer bike and 
pedestrian environment can be achieved by reducing traffic 
speeds to 25 MPH or less using traffic calming techniques. 

Minor Collectors and Local Streets 
The appropriate facilities for bikes on minor collectors and - -  - 
local streets are shared roadways, because the low traffic 
speeds and volumes allow bicycles and automobiles to safely 
share the road. 

Bike lanes are appropriate on minor collectors if traffic 
speed is above 25 MPH or traffic ADT is over 3000. Bike 
lanes on minor collectors are also appropriate to connect 
existing bike lanes or to extend bike lanes to destination 
poin~s that generate high bicycle use, such as schools, 
parks and multi-family residential uses. 

Sidewalks are the appropriate pedestrian facilities in urban 
areas and should be provided on all urban streets. They 
?rovi.de a hard all-weather surface, physically separated 
from motor vehicie traff~c as requlred by ADA regulaclons. 
Planting strips separate pedestrians from traffic and 
increase user comfort and safety. 

Arterials and Major Collectors 
Sidewalks should be provided on both sides of arterial and 
major collector streets in urban areas. In developing areas 
at the urban fringe or in small rural cities a paved 6 foot 
shoulder for shared pedestrian and bicycle use may be used 
as an interim pedestrian facility. This notion is based on 
rural standards. As urban development proceeds sidewalks 
should be provided. 

Minor Collectors and Local Streets 
Sidewalks should be provided continuous on one or both sides 
of all new minor collector and local streets. Often it 
isn't possibie LO ins~all sidewaiks in neighborhoods which 
were developed without them. On minor collector and local 
streets which do not have sidewalks, and have very low 
traffic volumes and speeds, it may be appropriate for 
pedestrians to share the road with vehicles. When 
pedestrians must share the road, a safer pedestrian 
environment can be achieved by reducing traffic speeds to 25 
MPH or less using traffic calming techniques. 

4. AASHTO GUIDELINES 
To establish design practices and standards for bicycle 
facilities the Oregon Department of Transportation adopted the 
American Association of State Highway and Transportation 
Official's (AASHTO) manual "Guide for the Development of Bicycle 
Facilities 1991," with minor changes and supplements. The guide 
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is available from the American Association of State Highway and 
Transportation Officials, 444 N. Capitol Street, N.W., Suite 225, 
Washington, D.C. 20001. 

Local bikeway projects funded by ODOT grants must conform to the 
ASSHTO guidelines as supplemented in the Oregon Bicycle and 
Pedestrian Plan. The Oregon Bicycle and pedestrian-plan is 
available f rom ODOT' s ~icycle an2 Pedestrian Program, 210 
Transportation Building, Salem, OR 97310. 

All traffic control devices must conform to the national "Manual 
on Uniform Traffic Control Devicesu (MUTCD) as supplemented by 
the Oregon Traffic Control Devices Committee. 

. T ORTAT 
P R I M  

The Transportati 660 Chapter 12) requires 
local bicycle and pedestrian plans to comply with the Oregon 
Trans?ortation Plan IOTP). The Oreqon Bicycle and Pedestrian 
Plan is a refinement of the OTP that sets statewide standards fcr 
the design, construction, operation, and maintenance of safe and 
attractive bicycle and pedestrian faclli~les. The C i ~ y  of La 
Grande Bicycle and Pedestrian Plan is guided by the Oregon 
Bicycle and Pedestrian Plan and adheres to the statewide 
standards. 

The goal of this Plan is to integrate a county-wide network of 
safe, convenient and attractive bicycle and pedestrian facilities 
that will link state, county and city systems and enable people 
in urban and rural residential areas to access any destination 
within 5 miles of their homes by bike or foot. 

The plan policies identify general guidance for future bicycle 
and pedestrian facilities. They are developed to implement 
specific Oregon Transportation 2lanning Rule requirements. 

Land use plan policies and planning standards are implemented by 
land use regulation code provisions, i.e. zoning, partition and 
subdivision ordinances; which are specific, usually establishing 
specific standards for future development. - 

The plan policies, planning standards and code provisions are an 
, , assimilation of local experience and other local references - -  

A 

i.e. Transportation Rule Implementation Project - City of Eugene, 
October 1992 and Xecommendations for Pedestrian, Bicycle and 
Transit Friendly Development Ordinances - APA, February 1993 
Draft . 

The following Objectives and Plan Policies will be 
incorporated into the land use plan during implementation. These 
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provisions are also intended to be used as a model for other 
jurisdictions when they are addressing federal and state bicycle 
and pedes~rian transportation planning requirements. 

Objective 1 

Integrate bicycle and pedestrian planning into all transportation 
planning, design, construction and maintenance activities of 
ODOT, Union County and the eight incorporated cities. 

Plan Policies 

. Sicycle and pedestrian routes along road and street networks 
are preferred over separate pathways or accessways to provide 
safe, direct and convenient facilities. 

. Separate bicycle and pedestrian pathways and accessways are 
reserved for situations where bicycle and pedestrian access would 
be enhanced and where street connections do not exist or are 
inagpropriate. 

. New residential streets will connect with existing street 
networks in order to provide more direcc and convenient rouces 
for automobiles, pedestrian and bicycle travel. Cul-de-sacs will 
be discouraged except where necessitated by environmental or 
existing development limitations. 

Plan policies are adopted to satisfy the bicycle and pedestrian 
elements of the TPK 12. 

Implementing 
out the Plan 

ordinances, 
Policies. 

codes and standards are adopted to carry 

A Bicycle Coordinator and perpztual Bicycle Advisory Committee 
will coordinate the efforts of planning, public works, 

- - 

enforcement, and promotional activities as described in this 
Plan, and will be responsible for monitoring the continuing 
achievements of the Plan. 

Develop dependable funding sources and actively seek additional 
sources. 

Objective 2 

Provide and maintain a network of safe and convenient pedestrian 
and bicycle access within and from new subdivisions, planned 
developments, shopping centers and industrial parks to nearby 
residential areas, and neighborhood activity centers, such as 
schools, parks and shopping. 

Plan Policies 
Provide bicycle facilities along all arterial and major 
collectors and sidewalks along all arterials and collector 
streets in urban areas. 
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Improve access and mobility for commuter and recreational 
bicyclists and foot travelers of all ages by removing hazards or 
barriers and minimizing travel distances. 

Designate and develop bikeways and sidewalks connecting 
neighborhoods, schools, commercial, industrial and recreation 
centers. 

Provide internal pedestrian circulation in new office parks, and 
commercial developments by clustering buildings, and constructing 
sidewalks. 

Provide bicycle parking facilities as part of new multifamily 
residential developments of four units or more, new retail, 
office, and institutional developments. 

Provide convenient and secure parking and commucer facilities at 
destinations. 

Estabiish expenditure priorities for the minimum 1 percent State 
ui9hway Funds set aside by ORS 366.514 to construct, maintain and 
operace bicycle and pedestrian facilicles. 

Adopt design standards and policies that promote safe, convenient 
and pleas~lrable bicycle and pedestrian facilities to encourage 
bicycling and walking. 

Provide uniform signing and marking of all bike and pedestrian 
facilities. 

Ideneify and adopt management practices such as regular sweeping, 
patching and maintenance to preserve bikeways and sidewalks in a 
generally smooth, clean and safe condition. 

Objective 3 

Promote bicycling and walking as safe and convenient forms of 
transportation for ali ages and all trip types by promoting 
bicycle and pedestrian safety education and enforcement programs. 

Plan Policies 
auild bicycle safety education programs to improve bicycle 
skills, observance of traffic laws, and promote overall safety 
for bicyclists and pedestrians of all ages. 

Monitor and analyze bicycle accident data to formulate ways to 
improve bicycle safety. 

Moderate hazards due to high traffic speeds and volumes to 
encourage bike and foot travel for short trips. 
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Objective 4 

Increase bicycling and walking in urban areas to encourage 10% of 
trips by bike or foot. 

Plan Policies 
Collect and analyze data annually to increase bicycle usage and 
to improve the system's safety and efficiency. 

Establish benchmarks to measure progress. 

C. BIKEWAY DESIGN STANDARDS 

Bicycles are legally classified as vehicles. They can and will 
be ridden, and should be expected on most public roadways in 
Oregon. New roadways in La Grande therefore should be designed 
and constructed to accommodate both automobile and bicycle 
traffic. Road improvements for automobiles should be planned to 
enhance bicycle travel whenever possible, and should not create 
barriers and hazards for bike travel. 

La Grande's urban and rural areas contain both paved and gravel 
semi-rural roads as well as city streets with and without curbs 
and sidewalks. The following standards recognize this varie~y 
and address both new construction and improvements on existinq 
roadways. The design standards are meant-to give bicyclists shace 
on the roadway where they can travel with convenience-and safety; 
to allow bicyclists to emulate automobile drivers and blend into 
the traffic flow. Attention is given to minimizing conflicts 
with motorists and pedestrians. In all cases, it is important 
that bikeways be incorporated into other road work to both 
minimize cost and to create an integrated system where all modes 
- mo~orized and non-motorized - are considered. 

2. TYPES OF BICYCLE FACILITIES 
There are four cypes of bicycle facilities: 1. shared roadways, 
2. wide outside lane, 3. shoulder bikeway, and 4. bike lanes. 
Each facility design is discussed below. 

a. Shared Roadway 
On a shared roadwa; bicycles and automobiles share the same 
travel lanes. An automobile driver usually crosses over' into the 
adjacent travel lane to pass a bicycle. 

Desiqn Criteria 
There are no specific bicycle standards or treatments for 
shared roadways; they are simply the roads as constructed 
for automobiles. Shared roadways are appropriate on urban 
and rural minor collectors and local roads which have low 
traffic volumes and speeds. 
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Shared roadways are suitable in urban areas on streets with 
speed limits of 25 MPH or less, or traffic volumes of 3,000 
ADT or less. In rural areas, the suitability of a shared 
roadway decreases as traffic speeds increase, especially on 
roads with poor sight distance. 

Oregon state law establishes 25 MPH as the speed limit for 
residential streets and 20 MPH in business districts. 
However, typical residential and commercial streets allow 
35-45 MPH speeds and volumes which are higher than their 
functional classification would normally allow. Traffic 
speeds and volumes may be reduced using relatively low cost 
"traffic calming" techniques such as curb extensions and 
diagonal diverters. 

A wide outside lane may be used where shoulder bikeways or bike 
lanes are warranted but cannot be provided due to physical 
constraints. 

Desiqn Criteria 
A wide outside lane should be 14 feet wide but no more than 
_ 1 -  - n  - ? 7 

- 5  zs-t w i c k .  A -i ro-t  wi&e outsl2e l a ~ e  ai~cws zn zver2.45 
size automobile to pass a bicycle without crossing over into 
the adjacent travel lane. Lane widths greater than 14 feet 
encourage the undesirable operstion of two automobiles in 
one lane. In this situation, it is best to stripe a bike - 
lane or shoulder bikeway. The pavement width is normally 
measured from curb face to lane stripe with zdjustments made 
for drainage grates, parking, and longitudinal ridges 
between pavement and gutter sections. 

e. Shoulder Bikeway 
Smooth paved roadway shoulders on rural roadways provide a 
suitable area for bicycles, safe from conflicts with faster 
moving traffic. The majority of rural bicycle travel in 
unincorporated Union County will be accommodated on shared 
roadways or roadway shoulders. 

Desian Criteria 
In rural areas the suitability of a shared roadway decreases 
as traffic speeds increase, especially on roads with poor 
sight distance. Where bicycle use or demand is expected tc 
be high, roads should be widened to include shoulder 
bikeways or bike lanes. If traffic speeds are greater than 
45 MPH and the ADT above 2000, bike lanes are recommended. 

Paved shoulders are provided on rural roadways for a variety 
of safety, operational, and maintenance reasons, including 
emergency stopping, improved sight distance, structural 
support of the paved surface, and other maintenance and 
operation considerations. In general, the shoulder widths 
recommended for rural roadways and highways in the ODOT 
Highway Design Manual will serve bicycles well. 
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The standard width for shoulder bikeways is 6 feet. This 
provides ample width for bicycles, allows bicyclists to ride 
far enough from the edqe of the pavement to avoid debris. 
and far enough from passing vehicles to avoid conflicts. ' 
Where there are physical width limitations, a minimum 4 foot 
shoulder may be adequate. Shoulders against a curb face 
must have a 5 foot minimum width, measured from lane stripe 
to curb face, the face of a guard rail, or other roadside 
barrier. On climbing lanes, a 6 foot shoulder (5 foot 
minimum) is needed to give uphill bicyclists the additional 
space needed to maneuver. 

Whenever a highway or roadway is constructed, widened or 
overlain, all gravel driveways should be paved back a 
minimum 15 feet to prevent loose gravel from tracking onto 
the roadway shoulders. 

ADT under 250 
ADT 250-400 
ADT 400-DHV *I00 
DHV 100-200 
DHV 200-400 
DHV over 400 

Rural 
Arterial 

I 
C o l l e c t o r  I 

Rural 
Local 

2 2 f t  'ft I 

L I 

* D W  (Design Volume) is the expected traffic volume in the 
peak design hour (usually commuter times). DHV can vary 
from 13% to 25% of ADT. Source: Oregon Bicycle and 
Pedestrian Plan, 1995 draft. 

Many paved county roads are 24 feet wide or less without a 
fog line. If present, fog lines are striped 10 or 11 feet 
from the center line. The remaining 2 feet of pavement 
should not be considered a shoulder bikeway (minimum width 
is 4 feet for a shoulder bikeway). These are considered 
shared roadways because most bicyclists will ride on or near 
the fog line. 

Where existing gravel shoulders have sufficient width and 
base to support shoulder bikeways, minor excavation and the 
addition 03-3 to 4 inch asphalt-mat is often all that is 
required to provide shoulder bikeways. It is better to 
construct shoulder widening projects in conjunction with 
pavement 

The 

overlays 

top lift 

for the following reasons: 

asphalt will add structural strength. 

The final lift will provide a smooth, seamless joint. 
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The overall cost will generally be less per ton of 
material because labor and equipment can be used more 
efficiently 

Traffic will be disrupted only once for both operations 
(widen the shoulder and overlay the pavement) . 

Pavement Oesiqn 
When shoulder bikeways are constructed as part of a 
reconstruction project the pavement structural design should 
be the same as for the roadway. On shoulder widening 
projects that primarily benefit bicycles, consider building 
to a lesser thickness to reduce costs. Two to three inches 
of aggregate and two to four inches of asphalt over the 

, - 
existing roadway shoulders may be adequate l r  the following 
conditions are met: 

There are no planned widening projects for the road 
section in the foreseeable future. 

The existins shoulder area and roadbed are stabie and - 
a - 7  -2e-s Is 3d~zuate dralnage 5r adequatl drain322 czn be 
provided without major excavation and grading work. 

The existing travel lanes have adequate width and are 
in stable condition. 

The horizontal curvat-ure is not excessive, so that the 
wheels of larqe vehicles do not track on the shoulder 
area. On roads that have generally good horizontal 
alignment, it may be feasible to build only the inside 
curves to full depth. 

The existing and projected ADT and heavy truck traffic 
is not considered excessive (e.g., under 10%). 

The thickness of base material and pavement will depend upon 
local conditions. Engineering judgment should be used. On 
short sections where travel lanes must be reconstructed or 
widened, the road pavement should be constructed to normal 
full-depth base design standards. 

When paved shoulder bikeways are added to an existing 
roadway to accommodate bicycles where no overlay project is 
scheduled, a saw-cut one foot inside the existing edge of 
the pavement allows a good tight joint, eliminates a ragged 
joint at the edge of the existing pavement. 

d .  B i k e  Lanes 
A bike lane is a well marked travel lane on the roadway 
designated for preferential use by bicycles. Bike lanes are 
appropriate on urban arterials and major collectors. They may 
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also be established on rural roads where sigcificant bicycle use 
is expected. 

Desi~n Criteria 
Bike lanes are one-way facilities that carry bicycle traffic 
in the same direction as adjacent motor vehicle traffic. 

The standard bike lane width is 6 feet, wide enough for a 
bicyclist to ride far enouqh from the curb to avoid debris 
andA drainage grates and fa; enough from adjacent traffic co 
avoid conflicts. Bicyclists riding three or four feet from 
the curb are more visible to passing traffic than bicyclists 
who hug the curb. 

The minimum width for a bike lane is 4 feet on open 
shoulders, or 5 feet from the face of a curb, guard rail or 
parked cars. Bike lanes wider than 6 feet may be mistaken 
for a motor vehicle travel or parking lane. 

A bike lane must be marked with an 8-inch wide lane stripe 
and 2avement stzncils to mark it for preferencia1 use by 
bicycles. 
- 
If parking is permitted the bike lane should always be 
placed between the parked cars and the travel lane and be a 
minimum 5 feet wide. 

Bike lanes on one-way streets should be on the right side of 
the roadway except where a bike lane on the left will 
decrease the number of conflicts (e.q., conflicts with - 
right-turn lanes, driveway entrances) . Bike lanes should 
only be located on the left side of one-way street if it is 
possible to safely reenter the traffic flow at the ends of 
the section. 

A contra-flow bike lane on a one-way street is permitted in 
the December 1994, draft Oregon Bike and Pedestrian Plan, 
page 112, in some situations including the following: 

1. The contra-flow bike lane is short and provides direct 
access to a high use destination. 

2. Bicyclists can safely and conveniently reenter the 
traffic stream at either end of the section. 

3. Bicyclists already use the street. 

4 .  There is sufficient street width to accommodate 'full- 
dimension bike lanes. 

5. The contra-flow bike lane would be placed on the right 
hand side of the street (to drivers' left) and must be 
separated from the oncoming traffic by a double yellow 
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line. This indicates that the bicyclists are riding on 
the street legally, in a dedicated travel lane. 

3. ADDITIONAL BIKEWAY DESIGN CONSIDERATIONS 

a. Signalized Intersections 
At contEolled intersections along roadways designated for 
bicycles,  he traffic signal timing and detection devices should 
be responsive to bicycles. Bicyclists can usually cross an 
intersection in the same time allowed for automobiles. On multi- 
lane streets it is important to use longer signal intervals. 

b. Drainage Grates 
Drainage grate inlets and utility covers pose potential problems 
for bicycles. When new roadways are designed and constructed all 
graees and covers should be kept out of the bikeway. It is 
important that grates and utility covers be installed flush with 
the roadway surface, even after the road is resurfaced. 

Existing parallel bar drainage grates with bar spacing wide 
encugh t3 zatch Sizycle wheels can cacse serlous damage to a 
bicycle wheel or frame and/or injure the rider. The graces 

- z h s i l l ?  Se re5l~~c&with bicycle- saf e and hvdraulicallv ef f irient 
ones. As a short-term safety measure steei cross bars should 
welded perpendicular to the parallel bars. Simply flagging 
para1121 grates with pavement markings doesn't make them safe 
bikes. 

c. Railroad Crossings 
Railroad highway grade crossings should be at right angles to 

be 

for 

the - - 

rails.  he-qreater the crossinq deviates from 90 deqrees, the 
greater the chances of a bicycle front wheel being caught in the 
flangeway causing the rider to fall. It is also important for 
the roadway approach to be the same elevation as the rails. The 
angles, elevations, materials, and signs used for railroad 
crossings should conform to AASHTO standards. 

d. Community Path System 
A svstem of community trails and ~aths can contribute to the 
bikeway and walkway network if carefully designed and developed. 
Refer to the The Oregon Sicycle and Pedestrian Plan for standards - 

and guidelines. 

e. Touring Routes 
Bicycle touring may be an impor 
The cities, county and chambers 
work together to develop guides 

tant regional recreation activi 
of commerce are encouraged to 

, maps, and brochures to promoE 
recreational bicycling opportunities. 
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D. WALKWAY DESIGN STANDARDS 

1. TYPES OF WALKWAY FACILITIES 
Walkways, usually sidewalks, are designed and constructed to 
provide safe, convenient, and attractive places for people to 
walk separated from traffic. Walkways include sidewalks, paths, 
and roadway shoulders. 

a. Sidewalks 
In urban areas sidewalks are recommend for pedestrians. Curbs 
and gutters help drain the road and separate pedestrians from 
traffic. However, curb and gutter can add substantially to the 
cost of providing sidewalks in areas without storm drain systems. 
There are many situations in Eastern Oregon where sidewalks are 
needed but the cost of curb, gutter, and drainage cannot be 
justified, or where curbs don't fit the rural character of the 
community. 

Desiqn Criteria 
Ideally a sidewalk should be 5 feet wide 
situa~ions a 5 foot sidewalk is adequate 
two people to walk side by side, or to p 
witho3~t leaving the sidewalk surf ace. - 
not include the curb. 

, butin most 
. This width all~ws 
ass a third person 
idewalk width does 

The useable 5 foot sidewalk space must be unobstructed from 
street furniture, trees, planters, mail boxes, light poles, 
signs, or other obstructions. 

A sidewalk directly adjacent a travel lane should be 5 feet 
wide. In commercial areas and other areas with high foot 
traffic an 8 foot sidewalk is recommended. It is best to 
buffer pedestrians from traffic by placing a planting strip, 
bike lane, or parking lane adjacent the sidewalk. 

Vertical clearance under signs, trees, and other vertical 
obstructions should be 8 feet, minimum 7 feet. 

Sidewalks on bridges should match the width of the approach 
sidewalk, but should not be less than 5 feet. Raised 
sidewalks on bridges with design speeds greater than 40 MPH 
require a fence or other vertical barrier at curb line. 

In small cities with open drainage systems, sidewalks 
without curb and qutter may be installed separated from 
traffic behind drainage swales or drainage ditches. These 
sidewalks should be built to the same standard as curbed 
sidewalks. 

City of Elgin, August 23, 1995, p.34 



3icycle and Pedes t r lc - -  Plan 

T ;  ,gure I : Sidewal.k ;laced S e h l ~ d  drairzage d l  tch 
Source:  Orzgon 3icycle and Pedestrian P l a n ,  1 9 9 5  draft. 

?ortiand Cement Concrete (PCC)  is the best sldewalk 
material. It pravldes a smooth durable all weather surface 
that is easy to grade and repair. Asphaltic Concrete (AC) 
may be used, but it is susceptible to plant root damage, 
requires more maintenance, and is less durable than PCC. 

b .  Paths 
in developing urban areas within an Urban Growth Sounaary a path 
along rural roads may be adequa~e. ?or example, a path to a 
rural school may serve pedestrians where sidewalks, curbs, and 

- 

gutters are not warranted. 

Cesion Criteria 
2atb.s can be either paved or unpaved. In general the . 3 standard width of an unpaved 2s:; 13 zhe  s a m  as fsr 
sidewalks. As a rule, an unpaved path shouid not be 
constructed where a sidewalk is more appropriate. The 
unpaved surface must be packed hard enough for wheelchair 

, - 
use. Xecycled pavement grinaings, I: available, are usually 
inexpensive and easy to grade and 2ack. 2aved paths are 
surfaced with the same materials used for sidewalks. 

c .  Roadway Shoulders 
Aionq sections of rural roads where few residences or businesses - 
zbut the roadway, the roadway shoulder widths recommended by ODOT 
may be adequate to accommodate pedestrians. 

Deslan Crlteria 
Paved shouldsrs are recommended as pedestrian facliities 
prlmarliy an zuiec secticxs of r7xai roads, not as urSan 



Bicycle and Pedestrian 1 n 

pedestrian facilities. However, in low density rural 
communities a 6 foot paved shoulder may serve pedestrian 
needs in the interim. Note that roadway shoulders do not 
satisfy ADA requirement for pedestrian facilities which are 
physically separated from motor vehicle traffic. On rurai 
county roads or state highways where residential and 
commercial uses abut the road, sidewalks may be needed. 
Sidewalks without curb and gutter, provided on one or both 
sides of the road will provide adequate pedestrian 
facilities and preserve the rural residential character of 
the community better than paving 6 foot shoulders. 

I. AMERIG S WITH DISABPLI 
The American with Disabilities Act (ADA) requires that 
transportation facilities accommodate disabled persons. 
For most practical purposes wheelchair users and vision-lmpaired 
people are ~ n e  pedestrian facilicy user groups whose needs 
require special attention. ADA requires that pedestrian 
?. 4 . 4  . z ~ c r - ~ z ~ e s  Se znyslca1l-j separatzd frgn xotsr vehicle traffic. 

Sidewalk standards used by the jurisdictions in Union County are 
based sn ODCT1s standards and meet or exceed minimum -ADA 
requirements. 

a. Width 
ADA requires a minimum 3 foot wide sidewalk; ODOT1s standard 6 
foot wide sidewalk exceeds this requirement. 

b. Grade 
ADA requires that facilities have 5% or less grade. A maximum 
grade of 12:l (8.33%) is acceptable for a rise not more than 2.5 
feet if a level landing at least five feet long is provided at 
each end. It would be-better to extend the length of the rise to 
achieve a flatter grade of 5%. 

Often when roads are built in hilly terrain, and the adjacent 
residential and commercial land uses warrant sidewalks, they will 
probably have to be built to the grade of the adjacent road. 

c. Crossings 
The allowable cross-slope for sidewalks and paths is 2 % . .  At 
driveway approaches and curb cuts a minimum 3 foot wide area 
should be maintained at 2%. 

d. Facilities for the Visually Impaired 
Pedestrian facilities should be designed so visually impaired 
people can track through intersections. It is important to 
install crosswalks so they form a 90 degree angle with the curb, 
because visually impaired pedestrians are conditioned to depart 
the curb at 90 degrees and go straight to the opposite side. If 
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angles other than 90 degrees are used, then the pavement marking 
material should be detectable to the visually impaired using the 
long cane method. Most recommended practices for sidewalk 
construction satisfy these requirements. 

2. PLANTING STRIPS 
Planting strips separate pedestrians on sidewalks from noisy fast 
moving traffic, adding to the safety, convenience and enjoyment 
of walking. A planting strip should be at least 4 feet wide. 
Wider planting strips allow room for landscaping, street 
furniture, utilities, and provide a place to store snow removal 
during winter. Planting strips help improve wheelchair access 
because sidewalks can be keep at a constant 2% slope (or less) if 
driveway slopes are built into the planting strip. 

3. PEDESTRIAN STREET CROSSING 
A syseem of sidewalks is noE complete without safe and convenient 
places to cross the street. Streets can become barriers to 
sedestrla~s without safe, convenient crossings to reduce the risk 
of automobile-pedestrian accidents. 

a. Iilumination 
Many walkway crossings are not well lit. At many locations, 
improved lighting can increase pedestrian crossing safety at 
night. 

b. Signage 
Pedescrian crossing signs, such as advance warning signs -(Wl1-2) 
and pedestrian crossing signs (Wll-A2), located at the crossing 
can benefit pedestrians. Regulatory signs at intersections 
reinforcs the message that motorists must yield to pedestrians 
(ORS 17-5). These signs should only be placed at warranted - 

locations because if too many signs are used they may be missed 
or Ignored. 

c. Crosswalks 
Crosswalks are marked or unmarked areas on the street surface 
used bv ~ e o ~ i e  to cross a road. CrzsswaLLs zr? intended to 

2 2 .  - 
channel pedestrian movement to designated areas and reduce 
~edestrian conflicts with motorists. Combined, illumination, - 
signage, and marked crosswalks increase pedestrian safety. 

d. Curb Extensions 
Curb extensions can reduce the crossing distance for pedestrians 
on roads and shouid be considered at all intersections where on- 
street parking is allowed. On arterial and collector stree+s, 
space must be provided for existing or planned bike lanes. Mid- 
block curb extensions may be constructed where there are 
pedestrian generators on both sides of the road, i.e., schools, 
stares, or multiple-family dwellings where significant foot 
traffic translatss into many street crossings. Curb extensions 
are illustrated in the subsection on Traffic Calming. 
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To address these concerns for bicyclists, the paths of through 
bicyclists and right turning drivers should merge and cross prior 
to the intersection for che following reasons: 

Their paths cross and potential con£ licts occur prior the 
intersection; 

The different travel speeds allow a vehicle driver to pass a 
bicyclist rather than ride side-by-side; and 

All users are encouraged to follow the rules of the road 
requiring through vehicles to proceed to the left of right- 
turning vehicles. 

For pedestrian safety and convenience, the pedestrian crossing 
must be clearly visible to the approaching right-turning 
vehicles. Where needed, curb extensions and pedestrian refuges 
should be provided to increase visibility and decrease the total 
crossing distance. 

F. BIKEWAY SIGNING, Mr-RXING, -9ND RESTRIPING 

I. INTRODUCTION 
As previously mentioned, all traffic control devises must conform 
to the national "Manual on Uniform Traffic Control Devices" 
(MJTCD! as sup~lemented by the Oregon Traffic Control Devices 
Committee. It is very important that signing and marking of 
bikeways and walkways is uniform and consistent if the facilities 
are to command the respect of the public and be safe for users. 
To provide uniformity and continuity, all jurisdictions in Union 
County will adopt the statewide traffic control standards. 

2. BIKEWAY SIGNING AND MARKING 
Standards for bikeway signing and marking are provided in the 
Oregon Bicycle and Pedestrian Plan, and the MUTCD, and are 
summarized below. 

There are three groups of signs: regulatory, warning and 
guidance. Regulatory signs inform bicyclists, motorists and 
ocher users of traffic laws or regulations. Warning signs inform 
bicyclists and other users of potential hazardous conditions such 
as turns and curves, intersections, stops, hills, slippery 
surfaces, and railroad tracks. Guidance signs direct bicyclists 
and other users along an established bikeway. 

a. Shared Roadways and Shoulder Bikeways 
Sisnino and Markinq 
Signs aren't usually required on shared roadways and 
shoulder bikeways. Sicyclists should be expected on all 
urban local streets which are mostly shared roadways. 
Roadway shoulders that meet ODOT standards have adequate 
width and surface to serve bicyclists. 
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On narrow rural roads heavily used by bicyclists it may be 
helpful to install bike warning signs (W11-1) with ths rider 
"ON ROADWAYtt or "ON BRIDGE ROADWAY. I t  These signs should be 
used where there is insufficient shoulder width for a 
significant distance. This signing should be placed in 
advance of the roadway condition. If the roadway conditioc 
is continuous, an Additional rider "NEXT XX MILES" may be 
used. 

- 
czgure 2 :  31911 X I l - l  with riciers 
Source: Oregon S icyc le  and Pedestrian Plan, 1995 draft. 

Directional signs are used when bicycles follow a route 
a ? ?  dlrrerent from automobiles for reasons of saflty, - 

convenience, or because bicycle are banned from a section of 
roadway. The detour route should have obvious advantages 
over the other route. 

No special markings are used on shared roadways. A normal 4 
inch fog line stripe is used to mark shoulder bikeways. 

b. Bike Lanes 
Sionins and Markinq 
Official marking of bike lanes on urban arceriais and 
coilectors, and on appropriat2 suburban and rural roadways, 
creates an exclusive or preferential travel lane for 
bicycles. 

, - 
Bike lanes are d~rferentiated from the automobile travel 
lane by an 8 inch white bike lane stripe, and by stenciling 
a bicycle symbol and direccionai arrows on the bike lane 
pavement. 

If parking is allowed next to the bike lane, the parking 
area should be defined by ?arking space narkings or a solid 
4 inch wide stripe. 

Normally, bike lanes are r c c  stri~ed adjacsnt co diagonal 
7- a Where chere is ample roadway wldch and parking 
spacss are long enough for large vehlcles a blke lane may be 
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located behind angled parking. A 4 inch srripe is used to 
separate the bike lane from the parking. 

Bicycle stencils should be placed after mosc incersections 
to alert drivers and bicyclists entering the roadway that 
bike lanes are designaced for bicycle use. Stencils should 
be placed after every intersection where a parking lane is 
placed becween the bike lane and the curb. Avoid placing 
stenclls where automobiles frequently cross the bike lane, 
such as driveways, and the area immediately past 
intersections. 

Zxtra stencils should be placed on long sections of roadway 
with no intersections. To determine the stencil spacing, 
multlply the travel speed (in MPE) by 40. For example, in a 

, - 
35 MPV zone ste~cl-s would be placed apprcxinately every 
1409 feer. Stencils can be placed closer togecher if 
necessary. 

7 - Xnere parLi2- - is restrlctee, i-s~z-- "NO D - W K 3 G "  siczs d ( R 7 -  
9 ana 27-5ai if problems wlch parLlng occur, or paint curbs - 

i yellow to izdicate -hat parking is grohibited. 

- Edge of pavement 

Fiaure 2 3 : Typical bike lane markings 
Source: Oregon aicycle and Pedestrian Plan, 1995 draft 
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For rlcht tcrn lanes at intersections, the short through 
bike lane segment should be str~ped with two 8 inch stripes 
to the left of the right-turn lane and connect to the 
proceeding bike lane with a dashed llne, using 8x24 inch 
segments on 15 foot centers. This allows ~urning motorists 
to cross the bike lanes. A stencil must be placed at the 
beginning of the through bike lane. Sign 2 4 - 4 ,  "3EGIN RIGHT 
TURN LANE, YIEL3 TO BIKES," must be placed at the beginning 
of th? taper (see ODOT Bicycle and Pedestrian Plan for 
standard taper rates) . 

Figure 4 :  +Tight t u r n  bike lane 
Sc~rce: Oregon Bicycle and Pedestrian Plan, 1995 draf 

Multi-Use Paths 
Sicnino and Stri~inq 
Mulzi-use pachs should be signed with appropriate 
regclatory, warning and directional signs. Refer 

- 

Jregon 3icycle and 2ekescrian Flan. 

d. Review of Existing Bikeway Signing and Marking 
Xany clder bikeway siqns are now obsolete. It is 

the 

necessary - 
to periodically inventory and review existing bikeway sips 
and markings LO upgrade and stzndardized them. In most 
cases chis-results-in a net. decrease in the number 'of signs. 

3. BIKE LANE RESTRIPING GUIDELImS 
A3 nczed, nzny roadways in the urban areas of Union Counry were 
cons2racteLi wlchou~ accommodations for bicycles. Few roads 
:nclude bl!<e lanes. 3owever, 51ke lanes can be provided to 
rznove barrlers and encourage bicycle travel by retrofitzlng 
exist-ng roadways uslng the foilowmg mechods: 
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Mark and sign existing shoulders as bike lanes. Bike lane 
standards are listed above and outlined in che Oregon 
Bicycle and Pedestrian Plan. 

Physically widen the road to add bike lanes. Standards are 
outlined in the Oregon Bicycle and Pedestrian Plan. 

Restripe the existing road to add bike lanes. On many 
roadways it is necessary to use the existing road surface to 
acccmmodate bike lanes. 

Three options for modifying existing roads to accommodate bike 
lanes or wide outside lanes are discussed below: 1. reduce 
travel lane widths; 2. reduce number of travel lanes; and 3. 
reconsider the need for parking. 

a. Reduce Travel Lane Widths 
Current urban roadway width standards are 12 foot travel lanes, 
14 foot center turns lanes, 6 foot bike lanes, and 8 foot parking 
lanes. The reduced lanes widths presented below are within 
ASSHTO guidelines. However, review by a traffic zngineer is 
advised. The need for full-width travel lanes decreases with 
L ? = - r - r ;  -- <L- -C  sigeeCi. 

b. 
Many 

In 25 MPH speed zones, travel lanes may be reduced to 10 or 
10.5 feet; 

In 30 to 40 MPH speed zones, 11 foot travel lanes and 12 
foot center turn lanes may be adequate; and 

In 45 MPH or greater speed zones, maintain a 12 foot outside 
travel lane, and if traffic volumes are high, maintain a 14 
foot center turn lane. 

Reduce Number of Travel Lanes 
one-way couplets were oriqinally two-way streets. In some 

cases traffic can be handled with one less lane. 

c. Reconsider the Need for Parking 
A roadways primary function is to move people and goods not to 
store stationary vehicles. When parking is removed safety and 
road capacity are generally improved. Restricting parking will 
require negotiations with city councils and affected businesses 
and residents. To stave off potential conflicts, careful 
research is needed before making a proposal'. This includes: 

Counting the number of businesses and residences and the 
availability of both on-street and off-street parking. 

Selecting which side would be less affected by removal. It 
will usually be the side with f3wer businesses and 
residences or the side with residences rather than 
businesses in a mixed-use neighborhood. 
Proposing alternatives such as- 
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~ l l o w  parking for church or school activities on 
adjacecc lots during services or special events; 

Businesses share parking; or 

Construct special parking spaces for rssidents or 

BEFORE: 
businesses with no ocher options. 

AFTER: 

?F gure In there  are no rezaonable 
a1 csmat ives .  Source: Oregon Bicycle and Pedestr ian Plan, 1995  
d r s z r ~ .  

Xemove Parkina on One Side Onlv 
It may be necessary to remove parking from one side of the 
street co provide bike lanes. 

Chan~inc from 3iaaonal to Farallel Parkinc 
Diagonal parking takes up an inordinate amount of roadway 
wtdth relative to ?he number of parking spaces provided. It 
can be hazardous as drivers backing out often can't see 
oncoming traffic. Changing to parallel parking reduces 
2arklng spaces by less than one-half. 

Prohibit 3n~lovee 2arkina 
Most businesses cite the fear of losing potential customers 
as the main reason to retam on-street parklng. Many cztles 
have had successes with ordmances prohlblting employees 
2arking on the sxreet. T h s  could help increase the number 
0 5  ?arking spaces available for customers, even if the 
number of parking spaces 1s reduced. Note chat one parking 
space occupled by an employee for elght hours 1s the 
eq~lvalenc of 15 customers parklng for half an hour each, or 
32 customers for 15 mlnuces. 
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d. Other Considerations 
Obviously not all existing roadway conditions and options for 
retrofitting roads for bicycles are discussed here. The examples 
listed provide options to combine and use in uniaue and creative 
ways to-modify ekisting roads for bike lanes. I< is important to 
have a traffic engineer review proposals which reduce roadway 
widths below the current urban standards. 

Adding bike lanes can increase safety because automobile travel 
lanes are farther from curbs, traffic lanes are better defined, 
and parking is reduced. Adding bike lanes often improve sight 
distances and increase radii at intersections and driveways. 

Restriping travel lanes relocates automobile traffic lanes which 
can help extend the pavement life as traffic is nc icnger driving 
in the same well worn ruts. 

ICY ARKXNG 

1. INTRODUCTION 
The Transportation Planning Rule requires jurisdictions to adopt 
blcycie 2srking stancards. OAR 563-12-045(3) (a) rzquires ,.'iccs;l 
governments to adopt land use or subdivision regulations for 
urban areas and rural communities to require: (a) bicycle parking 
facilities as part of new multi-family residential developments 
of four units or more, new retail, office and institutional 
developments. . . "  
Safe and convenient parking facilities are ess 
of transportation, including bicycles. Any bi 
parking. The lack of secure and convenient pl 
bicycles discourages their use as transportati 
c~csideration should be given to bicyclists as 
automobile drivers who expect to find parking 
destinations. 

enti 
cycl 
aces 
on. 
is 

at t 

a1 to all 
e trip in 
to park 
The same 
given to 
heir 

modes 
cludes 

2. TYPES OF BIKE PARKING 
There are two types of bike parking, Class 1 and Class 2: 

a. Class 1, long-term parking should provide complete security 
and protection from weather. It is intended for situations 
where a bicycle is left unattended for.extended periods of 
time. For example, apartment complexes, places of - 
employment, schools, libraries, entertainment centers, and 
shopping centers. - 

b. Class 2, short-term parking, provides racks that allow the 
bicycle frame and both wheels to be locked to the rack, but 
is not necessarily protected from the weather. 
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3. BICYCLE RACKS 
Bicycle racks for required bicycle parking must be designed so 
that they: 

DO not bend wheels or damage other bicycle parts; 

Accommodate the high security U- shaped locks ; and 

Accommodate locks securing the frame and both wheels. 

BIKE-ROOT 
Figure 6: Preferred bike racks 
Source: Oregon S icyc l e  and Pedestrian P i a n ,  1995 draft. 

4. BICYCLE PARKING SPACE DIMENSIONS 
The following dimensions assure that bicycle racks will be 
convenient to use and bicycles may be securely locked, 
safeguarded from theft or acc~dental damage: 

Sicycle parking spaces should be at least 5 feet long and 2 
feet wide and overhead clearance In covered spaces should be 
at ieasc 7 feet; 

A 5 fooc aisle should be provided beside and between rows of 
bike racks; and 

3icycle racks should be securely anchored to the surface or 
a structure. 

5. COVERED BICYCLE PAXKING REQUIREMENTS 
Covered long cerrn bicycle parking is critical in inclement - 

weather for multifamily residential uses, for employees, and 
other cgmmuters. Covered parking is not so important for snort 
utili~arian or casual trips. 

rn 'he requirement for covered bike parking can be met in 2 number . , 
of wzys including ~ u ~ l d i n a  .., Dr rsof overhangs, awnings, locksrs, 
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or bicycle storage spaces within buildings. Covered parking 
should be visible for security purposes. The following 
requirements apply to covered bicycle parking: 

All of the required bicycle parking for residential, school 
and places of employment should be covered. 

50% of required bicycle parking for commercial uses should 
be covered. 

If motor vehicle parking is covered, required bicycle 
parking should also be covered. 

If 10 or more bicycle parking spaces are required, then at 
least 50% of the bicycle parking spaces should be covered. 

6 .  KING LOCATION 
Required bicycle parking should be located in well lighted, 
secure locations within 50 feet of a main entrance to a building, 
but not further from the enLrance chan the closest automobile 
parking space. A highly visible location with significant 
pedestrian traffic reduces the risk of theft. Care nust be taken 
to avoid conflicts with pedestrian traffic. 

Short term bike parking for custamers may be located up front; 
long term parking for employees should be covered and may be 
located farther from an entrance. 

In Central Susiness Districts efforts should be made to provide 
bicycle parking on the street or in established parking lots 
rather than on sidewalks. Bike parking on sidewalks encourages 
riding on the sidewalks and reduces the available sidewalk width. 
Care must be taken to protect on-street bike parking from 
automobiles. 

Bicycle parking may be provided within the public right-of-way in 
areas without building setbacks, subject to approval of local 
officials and provided it meets other bicycle parking 
requirements. Bicycle parking within a public right-of-way 
should allow 6 feet clearance around parked bikes to allow 
pedestrians to pass. 

7. NUMBER OF PARKING SPACES 
The required number of bicycle parking spaces should be based on 
easily measured criteria such as, square feet of buildings., 
number of residential units, number of classrooms, etc. 
Employment and retail centers are encouraged to voluntarily 
provide additional parking to satisfy the needs of their 
customers and employees. 
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8. SIGNAGE 
Bicycle parking facilities may be under used if they are not 
identified with appropriate signs, particularly when parking 
locations are not visible from the main building entrance. Signs 
indicating the bicycle parking location should be installed. 

9. PARKING FEES 
Bicycle parking should be provided free of cost to bicyclists 
with only a nominal fee for key deposit for locker use. 

H. TRAFFIC CALMING TECHNIQUES 

1, 
Well designed local streets are intended to provide only Low 
volume, low speed traffic access to neighborhoods. However, 
citizens often complain about excessive traffic speeds and 
volumes on neighborhood streets. 

TrlffLc calming involves reducing traffic speeds and volumes on 
neighborhood streets. Reduced traffic speeds and flows allow 
bicycles and pedestrians to share the road. Streets are safer, 
quieter and easier for people of all ages to cross. In general, 
traffic calming involves designing and redesigning streets so 
local traffic moves at slower speeds, and through traffic is 
discouraged. 

Several traffic calming techniques useful for reducing traffic 
speeds and discouraging through traffic on neighborhood streets 
are summarized below. There are many other techniques; design 
details are discussed in other publications such as, FHWA-PD-03- 
028, Case Study No. 19, Traffic Calmlng, Auto Restricted Zones 
and Other Traffic Management Techniques - Their Effects on 
Bicycling and Walking, and in the Oregon Bicycle and Pedestrian 
Plan, 1995 draft. 

2 .  REDUCE TRAFFIC SPEEDS 
Many t 
street 
illusi 

raffic calming techniques u 
s physically constrict the 
on of less space. 

.sed to control 
roadway, while 

traffic on local 
others create an 

a. Physical Constraints and Illusion of Less Space 

Narrow local streets tend to reduce traffic speeds and cost 
less to construct and maintain. 

Narrower travel lanes make many drivers slow down to adjust 
to the available lane width. 
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Speed humps (not speed bumps) cause drivers to slow to the 
intended speed as they proceed over the hump with minimal 
discomfort. 

Curb extensions restrict the street width and provide 
pedescrians a shorter crossing distance. 

Creating vertical lines by bringing buildings closer to the 
roadway edge, or by adding trses, make the street appear 
narrower than it is. 

3. DISCOURAGING THROUGH TRAFFIC ON LOCAL STREETS 
Techniques that limit access to local streets for through 
vehicles have advantages but may require some out-of-direction 
travel for some residents. 

One-way curb extensions allow motor vehicles in or out of a 
street, but not both. However, bicycles and pedestrians are 
allowed through travel in both directions. 

Diverters and cul-de-sacs prohibit all movements into - 

cer~aix segmen: of =he rsadway. 2.d.-de-sacs -IS 
and may conflict with other transportation goals 
open grid system, and should be used judiciously 
sacs must provide bicycle and pedsstrian access. 

i .- 2 
Lii~': acce 
, such as 

.. Cul-de- 
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IV. IMPLEMENTATION 

COORDINATION & MAINTENANCE 

The success of any plan depends on proper coordination between 
affected parties. To properly implement the policies and 
standards identified in this document coordination among affected 
parties will need to be on going. 

Facility projects identified in this plan have been developed 
according to the Oregon Department of Transportation (ODOT) 
guidelines. ODOT should actively communicate with all local 
jurisdictions to inform them about State improvement projects in 
their areas. Opportunities may exist for local projects to be 
developed in conjunction with State projects. It may also be 
possible for jurisdictions within the La Grande-Wallowa Lake 
Tracsportation Corridor to have certain projects performed by 
ODOT as part of their Corridor Management Plan. 

The Union County Planning Department which has supplied staff and 
resources for the creation of this plan shall continue to 
encourage the adoption of this macerial and to offer technical 
support. This Department has acted as a nucleus for this 
planning effort and will continue to work with local communities 
and State Agencies on an as needed basis. 

Local incorporated jurisdictions are now responsible for 
implementing their own bicycle and pedestrian facility plans. 
Most jurisdictions are not adequately staffed, therefore County 
and State agencies if requested must be available to aid in this 
process. 

Internal coordination between local Public Works and Road 
De~artments and other offices will be essential durinq 
imalementation . All departments must have a firm understanding 
of the location and magnitude of each improvement project. Their 
role must be identified prior to starting any projects. 

Many identified bikeway projects can be accomplished by 
restriping and/or minor widening of the existing roadway surface. 
Integrating these projects into the jurisdictions regular 
improvement schedule can be an orderly and cost effective way to 
complete these projects. For example, roads identified to 
include bicycle lanes can be reconfigured during annual striping 
rather than receiving the traditional striping. Roadways which 
are scheduled to be paved or resurfaced may be widened to - 
properly accommodate bicycle and pedestrian traffic. 
Communication between agencies will ensure that the projects have 
been identified and properly funded. 

When facilities have been constructed or improvements have been 
completed ths final step is coordinating operation and 
maintenance. Union County's seasonal conditions require many 
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roads be sanded or gravelled in the late fall and winter and many 
areas are subject to high water or run off in the spring and 
early summer mon~hs. These conditions dictate that debris will 
accumulate along roadways and will inevitably end up on the 
bikeways or shoulders, directly in the path of the bicyclist and 
pedestrians. This unwanted material often includes ocher items 
such as larger rocks, broken glass and woody debris. All of 
these items represent a hazard to bicyclists and pedestrians. 

The presence of vegetation on, in or near the bicycle or 
pedestrian facility will also discourage the use of these 
alternate forms of transportation. Tree branches which are 
allowed to extend into the bikeway or walkway will provide a 
constant nuisance. Such branches can also create conflicts as 
bicyclists are encouraged to swerve out into the travel lane to 
avoid them. Vegetation near intersections can reduce vision and 
create hazardous conditions for automobile users, bicyclists and 
pedestrians alike. The roots of trees and other types of large 
vegetation can also run under the facilities which will cause 
cracking and splitting. 

The occurrence of relatively cold winters and warm summers 
presents a wlde temperature range which is hard on road surfaces 
and sidewalks. Given time, these surfaces will begin to crack 
and/or fray which will seriously compromise the integrity of the 
facility . 

If nothing is done to remedy these conditions bicycle and 
pedestrian traffic will be reduced or will be moved back into the 
travel lanes. Either of these situations is in direct conflict 
with the purpose of establishing facilities for bicycle and 
pedestrian mobility. 

Forcunacely che deveiopmen~ of a comprehensive maintenance 
program in coordination with the applicable Public Works 
Department can ensure that the above described scenarios do not 
occur. Probably the simplest and most necessary component of a 
maintenance program would be a regular cleaning schedule. Most 
jur~sdictions currently have some cype of sweeping program. 
Sweeping the high use bike lanes and shoulders should be 
incorporated into the existing street programs. A program which 
identifies bike lanes and shoulders to be swept at least as 
frequently as streets will be essential. It may also be 
beneficial to plan to sweep bicycle routes after large storms 
which may deposit mud and other debris on the bicycle routes. 

Veaetation removal and reduction can focus on a component of the - 
maintenance program. Targeting identified problem areas for 
regular pruning is necessary to provide safe and efficient 
opportunities for bicycle and pedestrian mobility. Incorporating 
leaf and woody debris removal into this program would help to 
eliminate other potential hazards. Removing problem trees will 
also help to maintain the condition of the facility. Utilizing a 

City of Zlgin, August 23, 1995, 9.52 



Bicycle and Pedestriai- 2lan 

root barrier (12 inch recommended) when constructing new 
facilities will help to supplement this effort. 

The edges of paved areas are typically very susceptible to 
deterioration. Since this is the portion of the roadway which is 
utilized for bicycle and pedestrian activity it is 
important they are maintained in an acceptable condition. Chip 
sealing and oiling needs to be extended across the entire roadway 
so the ability to utilize shoulders for alternate sources of 
transportation is not jeopardized. This action will also ensure 
that the surface of the roadway is smooth and accommodating and 
that noticeable inconsistencies between travel lanes and other 
portions are rare. Items such as manhole covers and drainage 
gates should be improved so that they match the surface of the 
roadway with a minimum marqin of error (no more than 3/4" is 
recommended) . Where this can not be accomplished, edges should 
be ta?ered to provide a transition area in the roadway surface. 

Maintenance work which is limited to one area or spot on the 
roadway surface may also prove to be detrimental unless 
precautionary measures are taken. If possible, the improvement 
project should extend across the entire roadway to maintain a 
consistent surface. If this is not possible, fill or patch 
material should be properly compacted and excess or loose 
materials should be swept away before they are able to stray onto 
a bikeway or shoulder and cause conflicts. Rollinq is preferred 
to utilizing a grader blade although a grader having smooth tires 
will work acceptably. Maintenance projects which occur directly 
on the shoulder or In the bike lane should leave a smooth 
surface. Eliminating sharp edges is also important. 

Ideally each jurisdiction would be capable of creating a position 
for a Bicycle/~edestrian Coordinator. This position would 
oversee the development and maintenance of the program. Acting 
as a liaison between involved agencies the coordinator would have 
primary responsibility to ensure that facilities are planned, 
funded, constructed, maintained and used. This position would 
also work with the public on awareness and educational items. 
Lackmg such an ~nalviaual to work exclusiveiy and extensiveiy 
with bicycle and pedestrian elements, a Bicycle/Pedestrian 
Advisory Commi~tee can play a key role in the implementation of 
the bicyle/pedestrian program. 

The committee can identify current or poten~ial conflicts between 
transportation system users due to a lack of signing, maintenance 
and/or high levels of traffic. Holding meetings in an open forum 
can solicit public input. The committee can provide support to 
local law enforcement officers who are rewired to issue tickets 

A 

for violations related co bicycle use and provide the public with 
educational information about bicycling standards and the 
iocation of bicycle and pedestrian routes. In addition, the 
Bicycle/Pedestrian Advisory Committee can work to encourage 
recreational uses. 
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Promoting riding and/or walking as recreational activi~ies can be 
achieved through a number of ways. Identifying routes that are 
conducive to this type of activity and being able to provide 
information on their location and condition will encourage these 
activities. Working with the public to increase awareness of 
such opportunities will also increase recreational uses. People 
who ride or walk recreationally are that much more likely to 
utilize these same sources for transportation. 

B. PRIORITIZATION 

S~ecific bikeway and walkway projects identified in this plan 
have been designated a high, medium or low priority status. This 
determination has been made based on public input and other 
factors relacing to levels of current use, safety and funding 
availability. 

The project cost estimates have been calculated using a variety 
of informa~ion. Shoulder additions have been estimated assuming 
they will be built to County or City road standards and have been 
calculated basea on the following figures: 

4 foot shoulders 
Eztimate: $2.80 - $4.OO/Linear Foot x 5280 Feet 

$14,784 - $21,12O/mile one side 
$27,568 - $42,24O/mile both sides 

6 foot shoulders 
Estimate: $4.00 - $6.OO/Linear Foot x 5280 Feet 

$22,176 - $31,68O/mile one side 
$44,352 - $63,36O/mile both sides 

These cost figures were based on a road right-of-way being able 
to accommodate surface widening with minimal fill. 

County roads needing widening have been designated a "chaos 
factoru of 2 while City streecs were given a "chaos factorH of 
1.5. This factor is meant to take into account the reality that 
the majority of County roads will need substantial barrow pit 
filling so that they can be improved. City streets where given a 
lower chaos factor because less filling and compacting will be 
necessary to complete the widening. These factors also account 
for all labor, material and hopefully, all unforeseen 
circumstances which will be part of construction. Examples are 
as follows: 

Countv Road: 
Widen roadway 6 feet for a distance of 1000 feet (fill needed) 
$6.00 multiplied by 1000 feet = $6,000.00 (one side) 
$6,000.00 multiplied by a chaos factor of 2 = $12,000.00 
$12,000.00 is the estimated expense of the improvement for one 
side 
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Citv Street: 
Widen roadway 6 feet for a distance of 1000 feet (fill needed) 
$6.00 multiplied by 1000 feet = $6,000.00 (one side) 
$6,000.00 multiplied by a chaos factor of 1.5 = $9,000.00 
$9,000.00 is the estimated expense of the improvement for one 
side 

These figures are estimates and can not be considered to 
represent the true cost of the improvement projects. This method 
of calculating costs has been reviewed by representatives of the 
Union County Road Department. The analysis concluded that 
although the figures may not be correct, they should by no means 
be under stated. 

The expense of striping the road surface to delineaee bicycle 
lanes and shoulder bikeways has been determined with more 
precision. Information gathered from the Oregon Depar~rnent of 
Transportation identifies the following costs for painting llnes: 

4 "  Solid Line - $180.00/mile approximately $.034/foot 
8" Solid Line - $384.00/mile approximately $.073/foot 
4 "  Skip Line ' $70.00Jmile 

ODOT estimates striping projects at cost plus 10%. 
was used to calculate project expenses. The cost 
inch solid line was utilized. 

This method 
for an eight- 

Sidewalk construction costs have also been estimated with 
relative precision. Information provided the City of La Grande 
Public Works Department identifies the City's low bid for 
sidewalks at $4.50 per square foot. This figure has been used to 
calculate project expenses. Curb installation cost the City of 
La Grande $21.00 per foot. Storm drains have been estimated at 
$1400.00 per catch basin, $2500.00 per man hole into which the 
catch basin drains and $30.00 per foot for pipe (8"). 

D. FUNDING 

Finding funding sources will be critical to the implementation of 
this plan. Programs such as the federal Intermodal Surface 
Transportation Efficiency Act (ISTEA) and the State Highway Fun6 
are potential sources. 

ISTEA was passed in 1991 to facilitate and encourage the. 
development of transgortational facilities which are not 
dependant on the automobile. Along with the passage of this act 
vast sums of money were dedicated to supporting transportation 
enhancements. These enhancements have been defined as follows: 

l1 with respect to any projects or the area to be served by the 
project, provision of facilities for pedestrians and bicycles, 
acquisition of scenic easements and scenic or historic sights, 
scenic or historic highway programs, landscaping and other scenic 
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beautification, his~oric preservation, rehabilitation and 
operation of historic transportation buildings, structures or 
facilities (including historic railroad facilities and canals), 
preservation of abandoned railway corridors (including the 
conservation and use thereof for pedestrian and bicycle trails), 
control and removal of outdoor advertising, archaeological 
planning and research, and mitigation of water pollution due to 
highway runoff . I' 

- [23 USC 1011 

To be eligible for ISTEA funding a project must meet one of three 
tests. A project must: 

1. Have a functional relationship to an existing or 
planned transportation facility ( a bicycle facility is 
a good example of this). OR 

2. Be related in ~roximitv (ex. removing illegal 
billboards in the viewshed of a scenic highway) OR 

3. Have an impact on an existing transportation facility 
(ex. if constructing a system of pedestrian ways 
reduces hut0 use in an area, chat is an impact-related 
enhancement) . 

The State Highway Fund may also be a source of financing. ORS 
366.514 states that out of the funds received by any County or 
City from this source reasonable amounts shall be expended as 
necessary to provide foot paths and bicycle paths. bne percent 
of the State Highway Funds received in one fiscal year is the 
minimum amount a jurisdiction can spend on these types of 
facilities. However, Cities or Counties in which one percent of 
received highway funding is less than $250.00 (cities) or 
$1500.00 (counties) are exempt from this requirement. 

Bicycle and pedestrian projects which are completed with this 
funding source are divided into four categories. 

Category 1 describes the construction of bikeways associated with 
new, reconstructed or relocated highways. The cost of these 
types of improvements is usually quite small when compared to the 
cost of the overall project. 

Category 2 describes projects which maintain and improve existing 
facilities. Examples of a category 2 project would be the 
replacement of old signs and the establishment of a regular 
maintenance and sweeping schedule. .- 

Category 3 describes bikeway projects which occur within the 
State Highway right-of-way. Widening the road surface to provide 
bike lanes or shoulder bikeways are examples of cateqory 3 - - 
projects. The establishment bf a separated multi-use path within 
the right-of-way would also fall into this category. 
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Category 4 is the name given to local assistance grants which 
jurisdictions are eligible to apply for. In this category 
applications can be made for construction projects with 80% state 
grants up to $50,000. Bicycle plan development with 50% state 
grants up to $20,000 and Bicycle map development with 50% state 
grants up to $10,000. 

The Oregon Community Development Block Grant Program is also a 
possible source of state funding for bicycle projects. The 
Oregon Special Works Fund is another. Education and safety 
programs may be partially funded by the Oregon Traffic Safety 
Division. 

Some projects for jurisdictions such as Union County, La Grande, 
Imbler and Elgin may be eligible to be included in the Oregon 
Department of Transportation's Corridor Management Plan for the 
La Grande-Wallowa Lake Transportationai Corridor. The intent of 
this management plan is to analyze all types of transportation 
within the corridor and to encourage alternate sources of 
trznsportation which are not dependent on the automobile. The 
inciusion of some of these projects into ODOT's improvement 
program may shift the responsibly from the affected jurisdiction. 

In addition, private citizens, businesses and developers may all 
be persuaded to encourage the use of alternate sources of 
transportation and perhaps even fund  he construction of 
facilities or donate materials and/or equipment. Abandoned 
railroad lines, utility easements and many other types of 
corridors present opportunities to establish bicycle and 
pedestrian facilities. Jurisdictions need to be constantly on 
the look out for potential facilities. 

E. EDUCATION & ENFORCEMENT 

Along with providing facilities for bicycle and pedestrian 
mobility the public needs to be educated about their use. First 
of all, the public needs to understand where such facilities are 
located, so they can choose safe routes and reduce conflicts with 
the other system users. 

Educating the public how to use these facilities is also 
extremely necessary. This aspect is commonly overlooked. 
3icyclists who are turned onto the roadway with little or no 
regulations and an equally deficient understanding of how to 
effectively utilize the facilities are a potential threat to 

Qm users. themselves and other syst, 

Failing to educate the public about location and proper use can 
have several adverse effects. Faculties which are constructed 
but not used are of no benefit to anyone. Misuse of the 
facilities can create an animosity between motorists and 
bicyclists which discourage bicycle use and encourage conflict 
becween the two users. 
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Several tools are available to educate the public about bicycling 
opportunities and pedestrian mobility. One item which may be 
easily prepared and cost effective tb distribute are INFORMATION 
PACKAGES. These packages should include a map of the particular 
jurisdiction showing the locations and types of facilities which 
are offered. The map may also identify recreational or scenic 
routes and supply language which suggests which route or type of 
route would be most appropriate. Other beneficial information 
would be the location of local services and the names of local 
contacts. This information will prove useful to both local users 
and those from out of the area. The final item is an 
informational listing of safety tips and bicycle/pedestrian 
etiquette. This material will act to inform and remind the users 
how they should act to reduce the potential for injury to 
themselves and others and to reduce the potential for conflict. 

In addition to the information packets, jurisdictions should 
strive to establish TRAINING CTLASSES. Bicyclists need to be 
taught to interact with motorists, The use of the facilities in 
a safe and efficient manner can be demonstrated through these 
types of classes. This can help to encourage individuals who had 
previously been reluctant to use the system because of a lack of 
experience or confidence. While schools are the ideal place to 
begin these classes, the education does not have to be, and 
should not be, limited to children. Churches, community centers, 
health and recreational centers, community events and skills 
fairs are only a few of a long list of locations and activities 
which can present opportunities for bicycle/pedestrian education. 
Several types of programs have been developed with a variety of 
age groups and skill levels in mind. There are also videos on 
bicycle rules and safety precautions available from the State of 
Oregon. 

The creation of ZOMITGTER PROGmlS can also be beneficial in 
encouraging people to utilize the bicycle and pedestrian 
facilities. Sponsoring llbike-to-workll events has had large 
amounts of success through out the nation. These types of 
activities are very beneficial because most people have never 
ridden a bike to work and may not have gotten on a bicycle for 
utility reasons since childhood. They need advice and 
encouragement. They also need to feel secure that they will not 
be the only ones doing it. 

Just as education is necessary, enforcement-of bicycle rules is 
equally important. Bicycles are considered vehicles and'must act 
accordingly on the roadway. A brochure detailing the rules of 
riding on Oregon's Highways may be obtained from the Department 
of Motor Vehicles. The Oregon Bicycle Plan identifies 32 
statutes relating to bicycle use and ORS 814.400 specifically 
states that "everyone riding a bicycle or an animal on a public 
way is subject to the same provisions applicable to and has the 
same rights and duties as the driver of another vehicle . . . "  
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Requiring bicyclists to obey the rules designed for them has a 
farther reaching effect than simply issuing citations. 
Statistics show that many bicycle/automobile accidents are the 
result of a bicyclist failing to yield at a stop sign or weaving 
in and out of traffic with reckless abandon. These activities 
and similar traffic infractions place both the cyclist and the 
motorist in danger. These are also the type of activities which 
enrage motorists and discourages their support for construction 
of bicycle and pedestrian facilities. Police officers must be 
willing and able to enforce bicycle laws. They must receive the 
support of the community in doing so. 
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APPENDIX A: GLOSSARY OF TERMS AND ABBREVIATIONS 

AASHTO American Association of State Highway and Transportation 
~fficiss. Their publication, Guide for Development of New 
Bicycle Facilities, provides the basic facility construction 
guidelines and specifications for this plan. 

Accessway An interconnecting paved pathway that provides 
pedestrianand or bicycle passage between blocks running from 
street to street. 

ADA The Americans with Disabilities Act; civil rights 
legislation passed in 1990, effective July 1992. 

T - Average daily trips, a measure of traffic volume. 

Arterial A through road that connects major traffic generators. - 
Arterials are designated y the Transportation ~lan/Comprehensive 
Plan and the various City Comprehensive Plan. 

BADT - Bicycle average daiiy trips measured during the months of 
June through September. 

Bicycle In the strictest sense a bicycle is a human-powered 
land vehicle with two tandem wheels, a steering handle, a saddle 
seat, and pedals by which it is propelled. In legal terms, the 
definition is expanded to include other velocipedes: (1) designed 
to operate on the ground on wheels, ( 2 )  propelled solely by human 
power, upon which any person or persons may ride, and (3) with 
every wheel more than 14 inches in diameter. This takes in the 
broader range of bicycle-type vehicle (recumbents, tricycle, 
etc.) while excluding such vehicles as pushcarts. Bicycles are 
legally classified as vehicles that may be ridden on public 
roadways in Oregon. 

Bicycle Facilities General term denoting improvements and 
provisions made bypublic agencies to accommodate or encourage 
bicycling, lncluding parking facilities, all bikeways, and shared 
roadways not specifically designated for bicycle use. 

Bicycle Parking FacilitiesSpace and improvements dedicated for 
securing bicycles includinq but not limited to marked spaces, 
structures including lockers, racks and enclosures and areas 
providing maneuvering space for access to parking spaces and 
Improvements . 

Bike Lane - A portion of the roaaway which has been designated 
striping, signing, and pavement marking for preferential or 
exclusive use by bicyclists. 

Bike Lane Stripe - An 8-inch wide line separating a bike lane from 
a ~ravei lane. 
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Bike Route A segment of bikeway system designated with 
appropriatedirectional and information markers by the 
jurisdiction having authority. 

Bikeway Any road, path, or way which in some manner is 
specifically designated as being open to bicycle travel, 
regardless of whether such facilities are designated for the 
exclusive use by bicycles or are shared with other transportation 
modes. 

CBD Central Business District - A traditional downtown area 
u s u ~ l y  characterized by established businesses fronting the 
street, sidewalks, slow traffic speeds, on-street parking and a 
compact grid system. 

1 Width required for safe passage of a bicycle 
as measured in a horizontal plane. 

earance, Vertical Weight necessary for the safe passage of a 
bicycle as measured7n a vertical plane. 

Collector - A branch road that feeds into an arterial from the 
local roads. Collectors ?re designated by Union Couxty 
Comprehensive Plan and Transportation Plan and the respective 
City Comprehensive Plans. 

Commuter Parking Long-term parking, such as at work or school, 
where the bicyclemust be left unattended for the greater part of 
the day. 

Commuter/Utility Bicyclist Riders who regularly travel to and 
from a specific destination, usually as quickly and directly as 
possible, for very practical purposes, such as to purchase or 
transport goods and services or to travel to and from work or 
school. 

Convenience Parking Short-term parking, such as at a store or 
park, where the bicycle is left for a brief time. 

Cros 
cros 
are 

swalk - The portion of a roadway designated for pedestrian 
sing. They may be marked or unmarked. Unmarked crosswalks 
a natural extension of the shoulder, curb line or sidewalk. 

Direct Route The shortest reasonable route between two points. 
A route is direct if it does not involve significant out of 

7 .  alrection travel which could be avoided. Out of direction travel 
is significant if it is more than 50% longer that the straight 
line distance between two points. 

Fog Line A 4-inch white stripe delineating the edge of the 
roadway and separating it from the shoulder. 

Grade (percent) The rise ( + )  or fall - of a roadway measured 
in feet per 100feet of length, expressed as a percentage. 
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Grade Separation - Vertical separation of travelways through the 
use of a structure so the traffic crosses without interference. 

Highway - A general term denoting a public way for purposes of 
travel, including the entire area within the right-of-way. 

ISTEA The - Intermoda Surf ace Tran tat ion Eff ici ency Act. 

Local Street A street designated to provide access to and from 
residences orbusinesses. 

Main Entrance - The principle building entrance or entrances. A 
main entrance door is not a door that is locked during normal 
business hours. 

Motor Vehicles - A vehicle that is self propelled or designed for 
self-propulsion. 

Multi-Use Path A bikeway physically separated from motorized 
vehicular trafflc by an open space or barrier and either within 
the highway right-of-way or within an independent right-of-way. 

MUTCD Abbreviation for Manual on Uniform Traffic Control Devices 
approved by the Federal Highway Administration as a national 
standard for placemsnt and selection of all traffic control 
devices on or adjacent to all roadways open to public travel. 

MVC Motor Vehicle Code which contains the rules of the road that - 
motorists and cyclists must follow. 

Mountain Bike A bicycle generally characterized by rugged 
construction, wide tires, extra bottom bracket clearance, low 
gears, and stable handling - attributes that enhance its 
rideability on rough and steep terrain. 

Mountain Bike Route A rough or unpaved bikeway upon which an 
average cyclist using a normal road bike would have difficulty. 

OAR Oregon Administrative Rule, A rule written by an affected 
government agency, intended to clarify the intent of an ORS. 

ODOT - Oregon Department of Transportation 

ORS Oregon Zevised Statute. ORS 366.514, the "Oregon Bicycle 
~ i l c "  is the law describing funding and development of bikeways. 

- 
Pavement Marking Painted or applied line(s) or legend placed on 
any bikeway surface for regulating, guiding or warning traffic. 

Pedestrian A person whose mode of transportation is on foot. A 
person walking a bicycle becomes a pedestrian. 
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Pedestrian Facilities Any facility provided for the benefit of 
pedestrian travel, including walkways, crosswalks, signs, 
signals, illumination and benches. 

Pedestrian Scale Lighting Light standards or placements no 
greater than 14 feet in height located along walkways 

Public Building Entrance An entrance to a building intended for 
use by members of the general public, such as customers, clients 
and visitors. Also, employee or resident entrances used by more 
than 50 employees or residents per day. 

Racing Bicycle racing is a specialized sport. Race 
use public roadways with the approval of appropriate 
agencies. For more information on bicycle racing in 
please contact the Bikeway/Pedstrian Program Manager, 
the "Guidelines for Administration of Bicycle Racing 
Roads. " 

Recreational CycPist_An individual who enjoys local 

courses may 
government 
Oregon, 
to obtain 

on Oregon 

bike rides 
for pleasure or fitness. The 6estination is of secondary 
importance. 

Right-of-way A general term denoting land, property or interest 
therein, usualy in a strip, acquired for or devoted to 
transportation purposes. 

Roadway - The portion of the highway for vehicle use. 

Shared Roadway A type of bikeway where bicyclists and motor 
vehicles sharethe same roadway. 

Shoulder A portion of a highway contiguous to the roadway that 
is primarily used by pedestrians, bicyclists and stopped vehicles 
for emergency use. 

Shy Distance The distance between the edge of a travelway and a 
fixed obj ect. 

Sidewalk The portion of the roadway or street designated for 
preferential or exclusive use by pedestrians. 

Sight Distance - A measurement of a vehicle operator's visibility, 
unobstructed, along the normal path to the farthest visible point 
of the roadway surface. 

Skew A n g l e T h e  angle formed between a roadway, bikeway, or 
walkway and an intersecting roadway, bikeway, walkway or railroad 
line, measured away from the perpendicular. 

Touring An extended bicycle trip requiring some advance planning 
to identify destination, accommodations, services and routes. 

TPR - The Transportation Planning Rule (OAR 660-12). 
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Traffic Control Devices Signs, signals or other fixtures, 
whether permanent or teGorary, placed on or adjacent to the 
travelway by authority of public body having jurisdiction to 
regulate or guide traffic. 

Traffic Volume The number of vehicles that pass a give point for 
a given amount<£ time, usually expressed as Average Daily Trips 
(ADT) . 

Travelway Any way, path, road or other travel facility used by 
any and a n  modes of transportation. 

UGB - Urban Growth Boundary defines the area near an incorporated 
city, that is deemed suitable and necessary for urban uses. 

icle Bny device in, upon or by which any person or property 
is or may be driven or drawn upon a public highway. A bicycle is 
a vehicle. 

W a l k w a y A  transportation facility built for use by pedestrians, 
including persons in wheel chairs. Walkways include sidewalks, 
paths and paved shoulders. 

Wide Outside Lane A wider than normal curbside travel lane that 
is provided for ease of bicycle operation where there is 
insufficient room for a bike lane or shoulder bikeway. 
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APPENDIX B: LAND USE REGULATION CODE PROVISIONS 

TPR Requirements for Urban Areas and Rural Communities [OAR 660- 
12-045 (3) (a)] 

(3) (a) Bicycle parking facilities as a part of new multi- 
family residential developments (9+  units), new retail, office 
and institutional developments. 

A. Discussion 

Two types of bicycle parking are needed: long-term parking for 
employees and residents and short-term parking for visitors and 
customers. Long-term parking needs to be especially secure and 
protected because it may be unattended for hours at a time or 
overnight and possibly even longer. However, it does not need to 
be located any closer to a building entrance than auto parking. 
Short-term parking does not need to be as secure, bicycles will 
not be left unattended for iong periods of time. To be 
convenient, short-term bicycle parking does need to be located 
near a building entrance. 

Bicycle parking requirements need to address two distinct needs. 
Generally, long-term bicycle parking shoui2 be provided for one 
out of ten employees. 

The need for the second type of bicycle parking, short-term, will 
vary from use tc use. For example, an industrial use will not 
receive many visitors or customers, and therefore would not need 
a large amount of short-term parking of any kind. Retail uses, 
on the other hand, can expect to receive a large amount of short- 
term traffic and should provide for greater amounts of short-term 
parking. The recommended bicycle parking requirements are based 
on these concepts. 

B. CODE PROVISIONS 

Standards for Commercial, Professional and Public Zones, and 
Commercial Uses in Residential Zones 

1. Number of Parkins S~aces Reauired 

- Integrate bicycle parking space requirements with auto 
parking space requirements - i.e, one space per multi-family 
residential unit, one space per 5,000 square feet of retail 
show room floor, one space per five employees and one space 
per five persons for places of assembly - churches, granges, 
etc. 

- Shared bicycle parking areas shall be encoura~ed where all 
of the bicycle standards can be satisfied for the collective 
uses. 
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- The only exempt uses from meeting bicycle parking 
standards would be seasonal or part-time uses, i.e. fruit 
stands, fireworks stands and others. 

2. Bicycle Parkins Facilities 

(Short-term sheltering from precipitation is not a necessary 
requirement in Union County with an average annual 
precipitation of 16 inches in the Grande Ronde Valley) 

- Covered long-term bicycle parking will be provided for 
multi-family, residential, schools and places of employment 

- Appropriate security methods will be adopted as a part of 
new construction or redevelopment for both long-term and - 

short-term bicycle parking. 

- Bicycle parking areas will be well-lighted, secure 
Locations within 50 feet of the primary building entrance 
for new buildings and 100 feet for redevelopment. Require 
pedestrian access from bicycle parking area to building 
entrance. Bicycle parking area shall be as close as the 
closest auto parking area. 

- Each bicycle parking space -shall be a minimum six feet 
length, two feet width, seven 
five feet between rows. 

- For buildings with multiple 
term bicycle parking shall be 
the various public entrances. 
parking shall also be located 
applicable. 

feet clearance and at least 

entrances, required short- 
distributed proportionally at 
Required long-term public 
at the employee entrance, if 

- Bicycle parking may be provided within a building, but the 
location must be easily accessible for bicycles. 

- In areas of demonstrated, anticipated or desired high 
bicycle use, additional bicycle parking, in exchange 
for required motor vehicle parking, may be authorized 
by the decisionmaker. 

- Employee and residential bicycle parking shall offer 
a high level of security, i.e., bicycle lockers or a 
locked cage or room with locking facilities inside,.to 
provide safe, long-term parking. 

- Bicycle parking may be provided within the pub 
right-of-way in areas without building setbacks, 
subject to approval of the appropriate local off 
and provided it meets the other bicycle parking 
requirements. 

lic ' 

icial 
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- Bicycle parking facilities shall be separated from 
motor vehicle parking and maneuvering areas by a 
barrier or sufficient distance to prevent damage to the 
parked bicycles. 

- If ten or more bicycles spaces are required, then at 
least 50 percent of the bicycle spaces must be covered. 

- Vertical or upright bicycle storage structures are 
exempted from the parking space length standard. 

- Each required bicycle parking space must be 
accessible without moving another bicycle. 

- Bicycle parking facilities shall offer security in 
the form of either a lockable enclosure in which the 
bicycle can be stored or a stationary object (i.e., a 
"rack") upon which the bicycle can be locked. 

- All bicycle racks, lockers, or other facilities shall 
be securely anchored to the ground or to a structure. 

- Lightin9 shall be provided in a bicycle parking area 
so that all facilities are thoroughly illuminated and 
visible from adjacent sidewalks or motDr vehicle 
parking lots during all hours of use. Bicycle parking 
shall be at least as well-lit as motor vehicle parking. 

- Areas set aside for required bicycle parking must be 
clearly marked and reserved for bicycle parking only. 

- Where bicycle parking facilities are not directly 
visible and obvious from the public right(s) -of-way, 
entry and directional signs shall be provided to direct 
bicyclists from the public right-of-way to the bicycle 
parking facility. Directions to employee parking 
facilities may be signed or supplied by the employer as 
appropriate. 

- Outdoor bicycle parking facilities shall be surfaced 
in the same manner as the motor vehicle parking areas 
or with a minimum of one inch thickness of hard 
surfacing (i.e., asphalt, concrete, pavers, or similar 
material). This surface will be maintained in a 
smooth, durable, and well-drained condition. 

TPR Requirements for Urban Areas and Rural Communities [OAR 660- 
1 2 - 0 4 5  ( 3 )  (b) , (c) & (dl I 

( 3 )  (b) Safe and convenient pedestrian and bicycle access 
within and from new subdivisions, planned developments, shopping 
areas and industrial parks to nearby residential areas, 
neighborhood activity centers including: 
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Sidewalks along arterial and collectors in urban areas; 

Bikeways along arterials and major collectors; 

Where appropriate, separate bicycle and pedestrian ways to 
minimize travel distances within and between areas; and 

(c) "Safe, convenient and adequaten mean facilities that - 

Are reasonably free from hazards, particularly automobile 
traffic that would discourage short trips; 

Provide direct routes of travel between uses; and 

Meet cyclists nd pedestrian travel needs considerin 
th of trip estinatisn. 

DISCUSSION 

While the TPR does not explicitly require sidewalks on local 
urban streets, they should be required by local ordinances. 
Sidewalks are critical to home-based pedestrian trips and 
transit. Without sidewalks, pedestrians must walk either in the 
road or on the roadway shoulder. These conditions make walkmg 
unsafe and inconvenient and discourage walking trips. 

B. CODE PROVISIONS 

Future Street Extensions 

- All street 
connect to c 
and planned 
terminate at 
land within 

s, alleys, bicycle and pedestrian pathways shall 
lther streets within the development and to existing 
streets outside the development. Streets shall 

& 

other streets or at parks, schools or other public 
a neighborhood. 

- Local roads shall align and connect with other roads when 
crossing collectors and arterials. 

- Cul-de-sacs, dead end streets or alleys, and flaq lots shall 
only 

(a) 

be permitted when the following conditions are met: 

One or more of following conditions prevent a required 
street connection: excess slope (20% or more) ; presence of 
a wetland or other body of water which cannot be bridged or 
crossed; existing development on adjacent property prevents 
a street connection, presence of a freeway or railroad; 

A street pattern which either meets standards for connection 
and spacing or requires less deviation from standards than 
possible; 

An accessway is provided consistent with the standards for 
Accessways; 
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(d) Cul-de-sacs shall be as short as possible and shall not 
exceed 400 feet in length. 

- Where a subdivision or partition includes or is adjacent to 
land likely to be divided and developed in the future; streets, 
bicycle paths and pedestrian ways shall continue through the full 
length of the subdivision or partition and be planned for the 
adjacent land where necessary to provide for convenient 
pedestrian and bicycle access to other transportation routes, 
businesses and residential services areas. 

- Where subdivision lots or partition parcels can be redivided 
the location of lot and parcel lines and other layout details 
shall be such that future division may be readily made without 
interfering with the orderly extension of adjacent streets, 
bicycle paths or pedestrian ways. Any building restrictions 
within future transportation locations shall be made a matter of 
record for the purpose of future land divisions. 

- Where determined necessary Sy the decisionmaking body for 
public safety and convenience, the land developer may be required 
to publicly dedicate accessways (1) to connect KO cul-de-sacs, 
( 2 )  to pass through oddly shaped or unusually long blocks, ( 3 )  to 
provide for networks of public pedestrian and bicycle paths, or 
( 4 )  to provide access to other transportation routes, businesses, 
residential or services areas. 

- New construction or recons~ruction of major collector and 
arterial streets will include bicycle facilities as prescribed by 
the 3P Plan. 

- Bikeways and sidewalks shall be installed along the frontage of 
all new streets during the construction of arterial and collector 
roads, where so designated in the comprehensive land use plan 
during reconstruction of arterial and collector roads and 
streets, and construction of local streets in other than single- 
family residential developments. 

- On local streets in areas pianned for single family residential 
development, sidewalks shall be constructed during home 
construction. The land divider may file an agreement as 
assurance of completion of all sidewalks within two years of 
final plat. The agreement may be in the form of a bank's letter 
of credit, surety bond or other acceptable surety and must cover 
100% of the cost of the sidewalks. Sureties coverinq staqes or - 
portions of improvements may be released as such portion is 
completed to the satisfaction of the City Council or authorized 
agent. 

- Where lack of public right-of-way width prevents inclusion of 
sidewalks within the public right-of-way, an easement may be 
required ta provide for all or part of one or both sidewalks. 
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- When a sidewalk in good repair is required and does not exist 
an applicant for a building permit shall, prior to ob~aining the 
building permit, or in conjunction with the issuance of a 
building perait, obtain a permit to construction a sidewalk for 
the full frontage of the lot or parcel. No final inspection or 
certificate of occupancy shall be issued for said building permit 
until there exists such a sidewalk in accordance with the 
requirements of the permit to construct the sidewalk. 

- Sidewalks are not required along freeways and other fully 
access controlled highways. 

- The provisions of sidewalks may be waived in residential zones 
where the street serves fewer than five potential dwelling units 
and cannot be continued or extended to other properties. 

- To ensure access between a development site and an existing 
developed facility such as a commercial center, school, park or - - 
trail system, the decisionmaking body may require off-site 
pedestrian improvements concurrent with development where need 
for the access and its costs can be shown to be roughly 
proportional to the traffic created by the development. 

- Structures are not allowed in any dedicated sidewalk areas 
which will obstruct movements of the sidewalk. The minimum areas 
of obstructions must meet ADA standards. All structures placed 
in the sidewalk are allowed only with permission of the City or 
County. 

- Sidewalks shall be designed to parallel streets in line and 
grade and shall avoid unnecessary meandering and elevation 
changes except as necessary to avoid significant trees or 
traverse topographic barriers. 

- Sidewalks shall be constructed to meet the following minimum 
widths : 

Land Use Designation/Sidewalk Type 

Street T m e  Curb Setback Curb Setback 

Local 6 ft 5 ft 7 ft 6 ft 

Collector 7 ft 6 ft 8 ft 7 ft 

Arterial 7 ft 6 ft 10 ft 8 ft 

* Curb sidewalks shall maintain a minimum unobstructed width 
two feet less than the required sidewalk width. (Example - 
A mailbox may be located within two feet of the curb) 
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* .A setback 
planting str 
strip may be 

sidewalk 
ip of at 
paved in 

shall be separated from t 
least four feet in width. 
neighborhood commercial 

he curb by a 
The planting 

areas. 

* Bike lanes and shoulder bikeways along collectors and 
arterials shall be six feet wide and shall be provided for 
each direction of travel allowed on the street. 

* Sidewalk and bicycle path lighting shall be provided in 
conjunction with new road construction and new development. 

* Wheelchair ramps and other facilities shall be provided as 
required by the Am-ericans with Disabilities Act (FDA) . The 
lower lip of the wheelchair ramp shall be flush with the 
roadway surface. 

* Bikeways shail be desiqned and constructed consistent with 
the design standards in the Oregon Bicycle Plan, 1992 and 
AASHTO's "Guide for the Development of Bicycle Facilities, 

- Adequate overhead clearance on sidewalks, pedestrian paths and 
bicycle paths shall be eight feet for all signs projecting over 
such routes except where a marquee projects more than two-thlrds 
of the distance from the property line to the curb or street side 
of the bicycle way, the minimum clearance shall be 12 feet. 

- Vegetation shall not overhang or encroach upon a sidewalk, 
pedestrian path or bicycle path lower than nine feet. The city 
may require the person(s) responsible for encroachment into 
clearance areas to trim, prune or remove all trees, shrubs, 
plants and vegetation. 

- Sidewalks along collector and arterial streets shall be set 
back from the curb where possible. On low-volume, residential 
collector streets, a five foot wide, curb-side sidewalk may be 
acceptable. On high-volume collector streets if che sidewalk is 
built adjacent to the curb, it shall be a minimum of seven feet 
wide. Greater width, up to 10 feet, may be required where higher 
pedestrian volumes, shared use with bicycles, or other per~inent 
factors require a safer and move convenient facility. 

Vacatins Public Riaht-of-Way 

When vacating improved or unimproved public -right-of-way, 
pedestrian and bicycle easements shall be established for public 
safety and convenience where determined necessary. 

Accessways [ 0 4 5  ( 3 )  (b) (C) 1 

A. DISCUSSION 

explain how an accessway is different from 
b~cycle/pedestrian routes. 
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2 .  CODE PROVISIONS 

Accessways shall be provided in the following situ-" a~lOnS : 

a. In residential areas and industrial parks where addition of 
a walkway/bikeway would reduce walking or cycling distance 
to a school, shopping center, or neighborhood park by 400 
feet and by at least 50% over other available pedestrian 
routes and a street connection is not feasible. 

b. For schools, commercial uses where addition of a 
walkway/bikeway would reduce walking or cycling distance to 
an existing or planned transit stop, school, shopping 
center, or neighborhood park by 200 feet and by at least 50% 
over other available pedestrian routes. 

For purposes of (a) and (b) other available pedestrian 
routes include sidewalks and walkways including walkways 
within shopping centers, planned developments and industrial 
parks. (Routes may be across parking lots on adjoining 
properties if the route is open to public pedestrian use, 
hard surface, unobstructed, e.g. not through landscaped 
areas unless step stones are provided.) 

c. For cul-de-sacs or dead end streets except when the review 
authority determines based on evidence in the record that 
construction of a separate accessway is infeasible or 
inappropriate. Such evidence may include but is not limited 
to: 

When other federal, state or local requirements prevent 
construction of an accessway; 

When the nature of abutting existing development makes 
construction of an accessway impractical; 

When the walkway/bikeway would cross a natural area 
with significant natural habitat and construction would 
be incompatible with protection of natural values; 

When the accessway would cross land designated for 
water quality, flood control or flood hazard and the 
accessway is incompatible with the designated use; 

When the accessway would cross topography where slopes 
exceed 30% or where path grade would exceed 12% slope 
except when construction or a crossing structure'is 
found to be feasible; or, 

When a cul-de-sac or dead end street abuts rural 
resource land in farm or forest use at an urban growth 
boundary except where the adjoining land is designated 
as an urban reserve area. 
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Accessways shall be provided to adjacent developments when 
feasible. Development patterns must not preclude eventual site- 
to-site connections even if infeasible at the time of 
development. 

(3) (d) Provide internal pedestrian circulation in new office 
parks and new commercial developments by clustering buildings; 
constructing pedestrian ways, skywalks, where appropriate; and 
similar techniques. 

A. DISCUSSION 

Walkways should be provided for the following: 

New office parks and commercial developments. 

Recommended for institutional development and public buildings 

. To each street abutting the property, not including limited 
access freeways. 

. For every 300 feet 
of vehicle parking. 

street frontage for every eight 

. To any bikeway or walkway along a frontage of the site 
which is not bordered by a street. 

B. CODE PROVISIONS 

- Walkways shall connect building entrances to one another 
and from building entrances to public street entrances. 

- Onsite walkways shall connect with walkways, sidewalks, 
bikepatns, alleyways and other bicycle or pedestrian 
connections on adjacent properties used or planned for 
commercial, multi-family, institutional or park use. 

- Walkways and driveways shall provide a direct connection 
LO walkways and driveways on aajacenc developments. 

- Potential pedestrian connections between the proposed 
development and existing or future development on adjacent 
properties other than connections via the street system 
shall be identified. The development application shall 
designate these connections on the propbsed site plan or' 
findings shall be submitted demonstrating that the 
connection is infeasible. 

- Rights-of-way or public easements 
all rsquired walkways which provide 
adjacent properties. 

shall be 
a direct 

provided for 
connection to 

rows 
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- Accessways shall be located to provide a reasonably direct 
connection between likely pedestrian destinations. A 
reasonably direct connection is a route which minimizes out 
of direction travel for most of the people likely to use the 
walkway/bikeway considering terrain, safety and likely 
destinations. 

- The length of an accessway shall not exceed 400 feet. 

- Accessways shall be as short as possible and, where 
possible, straight enough to allow one end of the accessway 
to be seen from the other. 

- Stairways shall be at least five feet wide with a handrail 
on both sides. 

- Accessways shall be lighted either by stree-c lights on 
adjacent streets or pedestrian scale lighting along the 
accessway. Lighting shall not shine into adjacent 
residences. 

Fencing along accessways shall meet one of the following 
standards: 

- Accessways shall be fenced from adjoining residential 
properties with at least a five foot high chain link or 
similarly constructed fence without a top rail; or, 

- Residences along accessways which are 200 feet or longer 
shall have the building fronts oriented to the accessway and 
shall treat the yard along the accessway as the front yard. 
Fences along such accessways shall not exceed three and one- 
half feet in height; or, 

- For purposes of fencing only, accessways will be treated 
as a front yard. 

Pedestrian walkways shall be directly linked to entrances 
and the internal circulation of the building. The onsite 
peaescrian circuiation syscem shail directly connect the 
street to the main entrance of the primary structure on the 
site. 

- Walkways shall be at least five feet in paved unobstructed 
width. Walkways bordering parking spaces shall be at least 
seven feet wide unless concrete bumpers, bollards, or 
curbing and landscaping or other similar improvements are 
provided which prevent parked vehicles from obstructing the 
walkway. 

- Pedestrian scale lighting fixtures shall be provided along 
all walkways. Onsite pedestrian walkways must be lighted to 
a level where the system can be used at night by employees, 
residents and customers. 
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- Stairs or ramps shall be provided where necessary to 
provide a direct route. Walkways without stairs shall have 
a maximum slope of eight percent and a maximum cross slope 
of two percent. Where walkways provide principal access to 
building entrances maximum slope is limited to five percent 
to meet ADA standards. 

- Where the pedestrian system crosses driveways, parking 
areas and loading areas, the system must be clearly 
identifiable through the use of elevation changes, speed 
bumps, a different paving material or other similar method 

- Walkways on private property that provide direct links 
between publicly owned pedestrian routes shall be placed in 
public easements or be dedicated to the public. 
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( 1 )  Acces  Mcnoqemenr. ~mecns necsures 
iec;u:orrng cctan :a srreers. roads end mgnwoyj t o n  
7 ~ 2 : : ~  IOCCS C n d  3rivc:e crivewcys. ~wecsures mcy 
l r ? c : ~ a  OG c:e not I~rnrrea :o res:ricrtonz on me siring ot 
. i ? l ~ C . 7 c n ~ s .  :eStitC;iOT?S on ine ?/-,e cna c m c ~ n l  of 
CCCPSS :o roccwys .  cnd u e  ol pnysccl conrrcu. sucn 
es :lqnc3 CnC Cnanne!cctlcn lneuainq rcaea meclcns. 
Y O  tSCuc2 trnocc:s or c=prcccn rcoa rrcr;ic on me mc:n 
:ct;;:ry 
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( I  I )  Qetinemenr Plon c n  cmcnanmt lo rne 
I:cnswnal~on system oloc wn~cn cesolves. c l  2 rr5!erns 
level der ermlnaiions on bncllon. mooe or genercl 
IoCzl~on w l c n  were aelerrea Curing :rcmcmnanon 
sysrem plonnrng becouse aelolled infornc!ion n e o e d  
ro make mose aelermrncrlors could not reaonobly be 
031cined durn6 mat process. 

(12) Roods: meom s:reers. roacs and hignwcys 

(1:) T rod-wenled dsve4opment OCO) meox  a 
mrx 01 resaennol. retoi! anC of ice uses and awpcr r ing  
network ol  roods. bicycle on@ pedeslrtcn way; foccied 
on c m m t  s:op desrgnec! lo suwon a hrgh level 
of irarut w. 7he key teofures of trcmt orrenred 
beveiwment ~nctude 

(id) ircns3onc hon fcc:irttes: rnec;J czy 3hysCC1 
fcciirw rhCl moves 01 ass8  in me rnovemenr 01 oecole 
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exclubing elec:r~c.ry. sewage ond wcter wlems. 
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rneons lecnruaues foc mcrecnng me efficrenc{. sorev. 
CCCYlcW 01 level of serwce of  0 i rC~n$oonat~~  f ~ ~ : i l W  
wrnoul locreasrng its sue. Excmdes incjbde. bur ore noi 
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Cevrces mcludrng instollslg medrors and porkng 
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(HOW lanes. 
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reaulremenrs 01  IS rule. Needs ore rypically based on 
Droiechons ot Mure trcvel demand resdt~ng horn o 
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rue. e e c i o l V  mose tor avotdlng prtncoal reliance on 

. ony one moae c l  tromportotton 

(3) Transmnarron Roiecr Deve1o~mer.f rnecns 
imolementng :ne rrOns30~crion mrem plan USP) SY 

aaierminrng :he Precne loccnon. airgnmenr cno 
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Ironsoonahon system plcnning end traraortcrlcn 
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the reQuiremenrs of n.15 d l w m .  :nose pions or pro~rcr .s  
may be lncorporcred by relerence ~n fo  me TS? reciuired 
by !hrs 51vtnon. Ordy mose refaenced ponlom of sum 
aocumenrsmotl be ccnsderea to be c  DO^ o l  me TSP 
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- 
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(b) Stale r amor ta t t on  prolect plans snoll be 
cmoa:ib(e wlh ac'xnowiedged cornorehewe aonr, cs 
pro~:aed loc in OAR 731. Divaon 15 hcgreemann 
beiweon OOOr and anecred local ~ o v e r m e n h  f ia l l  
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(a) A brcycle cnC pedeslrlon plcn for c nerwork 
01 bicycle and gedestr~an rcules mrougnour me 
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aescr~pt~on mat ts appcprrme. 
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(2) hdings c( cornp..znce w ~ h  cml1cS31e 
srctewde plann~ng goats and ccknowleaged 
comprehensive plan oalicres Cnd land us2 re$u!cricns 
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lrnplemenfoi~on of tne ternornaec of tne IS?: 

(d) Describe the narure of-the findings whch wlll 
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( A )  Where a Corrlaor f?vl:onrnenral Imoc-' 
Slalemenr (€IS) IS oreoorea m,s~cnr  !o rne ceculleme 
ol me No!~onol Gnvlronmenrcl ;CIIC'/ Ac: 01 lgCO. me 
C ~ v ~ 1 0 0 r ; l i ? i l  0 1  :?p 'n'..l?'-,?i:: clcn SnC'l 3 P  



( 1 )  The TS? snail ~denlify lror&porfarron neeCs 
relevcn! to the gonnlng Ore0 c-d me sceie ol :ne 
1rcr~=0rraT1on nerworv oang ?looneU lnciuamg: 

(3) Dale. reg~oncl. ono local rrcnsponotlon 
nescs. 

(5)  Needs of the norsoorranon aucavon:oged. 

(c) Needs for movement ot gooas and seMces to 
smpoCI indlssnicl cnd commercral development 
zicnned for pursucnr :o OAR 65GJX and Goal 9 
(Ecszsmrc Oe~,eIccrneflr) 

(a) ?O~U!C~IOP cnd ;rn;loyment :or?ccs:s cnC 
zs:;i3ut10rs wnlcn cre c3rss:enr m me ccknowtec~cc 
,:morenensve ;an. lncrucrng nose ,-c1tc:es WK:: 

-alemen! Goal I.: inc!c;acng G x l  10's requrremanr 
m c o u r c ~ e  urbcn develoornenr on urban iCnOS prlof to 
cc~nve(s:on ot urD0nZODle 10nc.s. ioreccS;s cna 
C:S::IZUIIC~S shall 3e lor yecrs cnc. ii aeslrta. for 
37;ef 2eri3CS. 

(b) Measures 0003!ed purwani :o 6 6 3 - i 2 a 5  to 
mcctirccje r e c c e a  rerronce on ine ouromobue. 

&50-12-035 E v a l u a t r o n  a n d  Se lec t ton  of 
Transpananon System Alternct~ves 

(2) Local Governmenis in M W  orecs of larger tnon 
I aXj,OXl poculanon shcil ona om% govefnrnenrs may 
om evaluate altefnanve land u a  GevgmlloPs. aer-sma 
and design standards to meet loco1 ana iegtwal  
rronswndron needs. Local 6overnments DreDarrng 
such a snategy mcII comaer' 

(a) Se9po:rng lane wos 'o ;:owco z 2eCac 
hc!cncs Cerween :aos and ~ O L S I P ~  comC2f1n~' 

(P,)  The total numosr a! l c r  cna rorcr oi numoar 
01 t ;oang un!B ex3ec:aa In !he area or s~acrea: 

(C)  aro~vlon O[ housing csportuni;:ss in close 
proxrmrty :o erndoyrnent orecs. 

(3) ihe :ollourmg stancc:Cs ~ ~ i l  &? isea :o 
evaluare cnd sslect clrerncnves: 

(5) 7ae I~aMOWc:Ion sysrern sncll Se cor-s:enr 
wrn .safe' and lecercl SicndCrCS for 3roiec::on of c::. 
lcna m d  wafer cucuy nctucing :ne 3 c : e  
lmolemenraron Ran unaer ine Federal Cean k j r  ACT 
cnc ine Stcre Waier Cu~lrn/ Mancgemenr Ron: 



( A )  In MPC arec:. regional cnd lccol TSFs snc!l ba 
Qesigned to ccnieve me lollowng oQectwes for 
iecucng cuiomoo~le vehicle mdes travel!ed (VMT) per 
ccPita fa ihe MPO area. 

(a) NO lncrecse wrtnin 10 yecrs ot adcpiion of a 
p:cn cs requtred by OAR W i 2-09: 1): 

(5 )  A 1E reduc:ion wnhln M yecrs o! adcphon of 
c $cn s :squ~red Sy CAR &l2355( I ) :  and. 

(b) A n  inc:eose in cvercge oulonooile 
0cccDan:v ( i e  3etmcs per venicie) auring: for 
examc:e. an inc:ecse ro cn average oi i 5 Dersons per 
venic!e. cnd. 

(c: Where c33ropr1ate. a decrease In me number 
or 1ec.p of aurcnootle vencle :[IF per ccpta oue :o 
cemand management program, fecrrcngng ol lend 
L'SS of omer mears. 

(b) Reglono1 ana I O C ~ I  T S R  sf~cll ~nc!uae interim 
benchmarks to assure saPdaCiory progels foworcs 
Teering me requlremenrs of this secnon at f ~ e  year 
nrervols over rne planrung period. MPOr cnd local 
;;overnmenrs sna!l evciuare proc;cen ~n meerlnq inrec:m 
Sencmorks at five year inlervals hom odophon ol me 
reglocal and locel TS&. Where Inferlm hnChmOfkS ore 
nor met. me re4evant TS? mall be amenaed to incbde 
new or aadtrioncl effms adequate to meel me 
recuremenls ot nu secrion 

(7) The Comrnasicn s+mll, a! five year inrervcs 
from me adoolion of fhls rule. evolucte ihe rewlrs o l  
enom !o ocnieve :he reouc!ion n VMT and me 
etfeciivenw of :ne slondord In acneving the oolecTNe 
01 reouting reliance on rne automooile. 

(8) Where extsring Ond comm~ned rromonarlon 
'oc:lmes and sewcns nove odfcuare coooc!? :O 
0 P a i r i  i : ~  oclinoLvlcogea 
~:3.3C(eners:ve 3103 Inc 10c2l governmen1 sncll not 02 
'Pr--l(co :a BVOIU,J:C ti i i~tnui~ves os DrOv~aEd In lnls 

scL".cn 

(a) A Is: of plcnned trcworrchon !cc:liha cnc 
mqor :mprovemenrs. 

(b) A general as:imcTe ci me ;Iming :or alc,nnec 
!rc?sportc?ion !oc:!rtles cnd m a p  1mDrovemen:s 

(c) Deterrninatlon of rough c%t estrmctes for 3 s  
tronspxtatlon ioc:iities and major. improve-er.5 
ioentified in the IS?. 

( 3 )  n-ie c!erer;nr-c::cr, c! r w q -  ccs: e8t:ncres :s 
nrsnced io provice on es::,Tcr;e 01 :ne 8cz! 
recurremenrs to su3oorr me lcna aes in ,me 
ccknowiedged eomcxenave 91cn cna ciicw 
jcrtsdictions to assess me abequocy o( exsmg anS 
*fie, ,,,3le alternative funding mcu.?o~?csrns. In clbition fo 
Inc:.ja:ng r o u p  ccs; sirnares ;or sccn :rc.-;ccsc::en - 
:cc!ii!y and major rmDrovemenr. :he ~CWOGOnOn 
1 , 7 ~ ; 7 ~ : 9 ~  ^can snc:l inc:uce a c:::2s:on O i  :>o !ac:!:?~ 
=:owder's exunng runc:ng mecnansms cna me cmnf c: 
the= cna posble new mecnanfms lo ?md 3 e  
cevelomnenr 01 eccn lrcnsoonflion fac:!iw cnc malor 
~morovemenr. These func:ng rnecncnms ~ ~ o y  c'so oe 
besc:ioed in terns of general g.nCelines Or locol 2oIici-.- 

(41 Ank:pated tlming and financng prowons In 

tne rrawortatlon fnancing progicm are nor conscered 
lcnd Lse aectvons as specified in ORS 197.712(2)(e) Cnd. 
ineielote. camor be n e  bcss of appeal under CRS 
197 b10(1) and (2) or ORS 197835(4. 

(5) The iransaortat~on hncnclng prog:om snoll 
IGolemmr Cmptenersrve pian Doirciei wnch 3:OWde 
!3t Dhastng of m a p  tmocovemenrs To mcouroge lnfill 
cnd redevelo~menl of uroan !an- prlor :o :oc:ltties 
With would c315e premcPue developmen1 01 
uroanrzable areas or conversion ol  rural lands fo urban 
uses. 

M- 12-045 Implementation ot the Transportation 
System Plan 

( 1) i o cn  loco! sovernmenr snoe' omena in land 
use regularions to lmolemenf m-e is?. 

(a) The t o l l o~ng  :ransoonanon !acilities. services 
and Improvements need nor oe sublect lo lCna use 
regulations except 0s necenoy ro implement me TSP 
cnd. unaer oramcry clrcumsronces do not have 0 
si(jnifiC3ni imooci on lona us2 

( A )  Opcrc!~on. mc:eiei.i~nc?. cna rcvu~f 0 :  cris::nt; 
:ronsooncr~cn ioc!l~ties icenrinea ir rne TSP.  sucn cs rc 
:~c'{cle. DeCe8r:iun. Don. o:rucn cna roll :ocil~l~es. om ,d 
-c;or regonni o loc iv~~s c-a telrnors. 



(0)  Changes In me lrwuency o l  transn. roll ana 
c r w r t  Secvlces. 

(3) To The efient. if  any. mat a ircraonafron 
fCC:!rtY.Se~ce or uncfovement cmcerm me oDdlcanon 
o l  a c o m p r e h e w e  plan orowon or land use 
requahon. i t  m c y  b e  allowed wthout furmet lona use 
rewew t f  ~t ts pamined cwtrrgnt or I (  a is subjec: fo 
s:cnd=rds thar ao  not rqutre nter@re:cnon or h e  
exercse ol lcc!ucl. 3dicy or legal juCgnWf. 

(5) Scr?cc:os ro pcrec: :mre  ooemhcn o( roc=. 
::cr'.,r(rwar, c n d  maicr frcrs~t ccrrrcors; 

(3) [ccai governments snal~ ccoot a n d  u e  or 
scb@!wi~n  regL4arons for urnon areas ona rural 
communities io recure: 

(5) icc:Iit:ss ~towcing =re anc c3nq<enteni 

3 s ~ e ~ z : a n  cnc ~ I C / C ! S  CC=PS ,.@;nln an5 from new 
~ :~c rv~~ ;ons .  pcnnea ceverocmsnrs. szocsrn~ C?cfe!s 
ona nC~srrlcl i o  necroy resaenrior arecs. :rCrsir 
;;;~i. ".?C 7Rq,-,3C:nC:,: :;;xr;i C21?ie!S. L C -  Zi 

scn001S. WrlCS ona moDping. ihis sna11 Inciuue. 

(A) Sidewalks along afieftca and col1ec:ors in 
uracn ~ r s a s .  

(8) a i k e w a ~  otong anerloS cnd mc;or co1iec:ors: 

(C) Whefe aporooc~ate. seoaraie W e  or 
gecesirrcn ways to mimmcze rrovei arsicnces wlrnln ond 
Senveen :he a r e a  ana aeveiooments !&ie5 COove 

(A) Are reasonc~cy free ifam nazcras. ~cG:CUIC:IV 

(wes  c: levea st curomoo~ie ncdc  wnlcn wcu!s 
~nrerfere vnm or cscouro~e  cecestrlcn or cycle rrovel :Cr 

snofl irlCS. 



(b) New reia~l. ofice acd im:~rbrionol buiic:ngs c!  
or necr exstlng or Donned trcnsrt s:ops :o DiOVlae 
2:eierenncl o c c m  io r:om;: Fiougn me loilowng 
meour es. 

(A) Orleniing Cuila~nG enrrcnces :o me Iro,nsit srop 
CI srciion: 

(8) C:us:aring building around rrarsii sro~s. ona. 

(e) Rocd sn:ems for new de~eloo~ment wicr? Con 
2s ccecua!ely sarved Sy ironst. nc!udlng Drovulon 0: 

=ebes:r~an occen  :o exa:in(j ona rcenfhea fclrure trOPSir 

rou:es in~s snail incluae. wnere oporopriare. seoarcre 
olcycle and peces:nan ways :a mcnrmire i lcvo~ 
CS:CnC BS 

( 5 )  In MPO areas. local governments sac!! o d o ~ l  
!cnd ,use cna suxwrslon rer&~larlons to reauce fetionce 
on the outomoblie wnrcn 

(b) lmclements a demand management ptogram 
lo meer tne meas;l:c3ie sronazrcs set in :he :S? in 
(esoonse lo  &- 12435(4) 

(d) Reculre c!l major ~nCis::lcl. ~m:irur~onoi, letail 
cnd otTice aeveloDmenn :o prowae errnef :: :re,-sir srco 
on sie or connection lo a !rcmi slop alonc; c  XI! 
:runk roue wnen me ricnsf opeforor requires sue? cn 
improvemenr. 

(6) In developing o bcycle and pedesir~cn 
c:rcuiei~on pian cs required b y  &I- l2-XC(2)(6). ;occ! 
Governmenrs hall idenflfy lmprovemenrs to Icc:lr;cre 
3!c7/c!e o m  ~edesrrrcn : r : r  to meel loccl trove1 necci 
cn cevelooed areas Appcogf~ore lmofovernenrs ; ~ ~ 1 6  

ZcOvtde Ior mote clcecr. conveclenr cnd sc:a 91cyc.2 o: 
peaesrrtcn iicvel wrnin onc Dcrween resaenticl crec; 
cna nerg?oornocd ac!~wW csnrefs (i e 8;r'cz:s. 
snooptng. ;icnsir srcps). Csec:hc rnecsures inc!ucs. icr 
excrnple. corst:uc!rnr; wc!kwc;5 DeWeen cuI.ce-scs - ,,.a - Z31CC3ni ,OcCC. 3rowc!."g wc!kwciS 3ewee5 
zu~lc~ngs. znd provrc:ng met: cccen  x w e e n  
m g c e n i  css .  

660-1 24.50 iransportc!ion Proiect Development 

( I )  io: 3ro;ec:z rcennrien ay COOT x:suu^.~: to 
OAR 73 1. Cwtsion 15. porec; aevelocmenr sncl! occ: 
:ne manner ser lonn In ;not h w o n  

(2) iiegionoi TS;S mo!l cxov~de !or cooramcred 
project cevelooment cmong offec:ed loco1 
governmenrs. ihe srocess snag inc:vde: 

(a) Designailon or o leoa cgency io prepare ana 
coorainare project beveloomenr, 

(b) A otocen for crtuen ~nvolvemeni. inc'iloing 
DUO~IC nonce and hearing. 11 proleci ceveiocmer.r 
tnvolves IcnS use decslon-mokmg. The srocess snall 
~nclude norlce To affected trcnsoonotion :aclllry ond 
semce orowcers. VP3. and CCOr 

(c) A process for develocrng and caognng 
findings of complronce wnn copsco5le srafewme 
gfannrng goo&. 11 any. ihu sno!l include a D I O C 2 U  :O 

allow amenanenrs lo acknowledged comprenenslve 
plans *ere sucn omenamenrs ore neCeSGn( 10 
OCcOrnmOdaie me protect: . 

( U )  A process for develop~ng end aacorlng 
f lndin~s of comclionce w~rn  c=sl~ccole ccLnOwleageO 
c~rnorenens~e  plan pc41c1es and ;ona cse reguiorlons of 
inaiwauoi loccl governmenrs. I(  any ih~s snall incvude 0 

Drocess lo allow omenamenrs fo QCknowleaged 
c3moreneis:ve slcm or IOrc sf ' ~ ~ u 1 0 1 1 0 m  wne'v? SuC7 

omcinamfnls are rlecesory :3 occommoa0;a 'me 
3!0lCCf 



(c) Alisr~ng lona iso ~3eiiGnaiot-s. Oemitia. or 
cesign reourernems 7 0  reduce aerncnc tor cuicrnoDile 
iravei cnd meet >ova needs rhlough orner modes. 

660- 12-065 Trcns~oncrion Improvements on Rural 
Lanas 

( 1) Ths sec:ion ldenr~lres rronsmnotion fcc~irtres. 
serv~ces cnc irsrovemenn wnicn may oe ~ermrtied on 
rurcl lcnas cwslsienl wtm GOOIS 3. 4 ,  i I one Id wthoul 
3 soal sxceorion 

(0) A C C ~ S S  IOOCS meom low volume DUMIC Or 

prlvore roc= :nor Droviae cccen  lo prooerry and trove1 
vnlhin a 3~111 c.?C cu^mmmea area 

(a) 9 ~ 1 2  ntgnwovs 01 ~ e g ~ n o l  or srorewicc 
srgn~liconce mecns hrg?wcn idenlihea In 0001's 
H~gnway PIcn cs lniersrote hgnwcys Accas; Cregon 
51gnwcr;. cnd hrghwCy-8 0 l  iegonal or slc!evnce 
wtpficcnc e. 

(a) Malor road Impcovement mecm c major 
reclrSrmenl. oddrtion of ?avel ' o n e  and 2ew 
interchcnges cnd Intersec:rons Mclor f o c d  
improvements do not rnclude replacerneni 01 cn ex!mrg 
intefwctron wrth cn lnterchcn~e. me rwlccament of 
cPe or more rntefsectrms wlh anoner fnrersecnon to 
~ 3 1 . 3 ~ :  c sctery detic!ercy. or me crecnon ct en 
~nlersec:~on tor Q !eQ haul roaa 

(3) h e  tal!owlng trczioonction tcc:!~hes a?C 
rncrcvenenrs are cornisrent wtm Gocls 3 and c an0 
mcy t;e sled on rurcl cgricurturcl and toresl lcna. 

(a) On land zoned tor cgnculturcl use. 
~ r ~ i ~ ~ o n e ~ ~ o n  f c ~ : l ~ t l e ~  ona lmorovernenrs pefmi7td 
outrrgnf or condi;ional~ unaer ORS 215.213 ( I )  or (2) or 
ORS 2 15.263 ( 1 )  O i  (2): cnd. 

;b) On lcnc zoned tcr forest use. trc?s2onarlon 
lacrlhes cnd irnorovemena petrncnea oufignf or 
conOit~onaily under OAR &O. Dialon 6. . - 

(4) The (ollowtng trcmoorrotlon toc:l~hes and 
imorcvemenrs are cornstent ~ r n  Goals 1 I ond Id and 
rnoy De locoled on rural lonas: 

(0) tUc:?tenance or reoarr of on ex~stlnc; 
lransDorlOtron laalify. 

(b) Reconsnuc:ion. surfacing. mrnor widenrng or 
reafignment ol  cn ex~shng rocd. but no1 inc!udlng me 
oderlion ol ircvel lanes: 

(c) Reolocement o( brlcrges. 

(dl Re~lacarnent of Cocb. cna .orher facli~ties 
wmour srgnlficcntiy increarnc; rhe b o c c : l ~  ot !hose 
locrlilres. 

( e )  Cirm~~ng ona Dosing lanes 

(0 ^<ew ac;cs IOCZS 117 DUIII onc comn.rr:eo 
excepilon (:'CC.S 

(c) .3c2. ' :CVCI - eoq  rrcvpl w~rnirl a nuiii cnd 
$:>.7-fTl>::-'. "1 ~ ' k . t ~ v * . f ~ O  l t ! > d t ) : L . l !  ,:;:!':\ 2' ;l iXJII1 



L.,I;.~ c 3 ~ 1 , c c o c  rc?':,-irer~~,irs :ernc!n au!s:cnc,:)g ' :np 

:;:OI~CI a~velc'Srnc?~,l 3na3~c? Issues n a y  lnciiiae. D i i i  cre 
nor iirr.11cd to. co rnc~~cncc  with iegutoriors =!c:cc:lng or 
l e ~ u l o t i n ~  aevelOOmenl w i rm  n o o o w o ~  ona oinei 
nczora areas, idcnrinea Goor 5 iesource oleos. esruarlne 
and coasial snotelond a rea .  c;nd lne CVillonerle hvec 
G:eenwoy. Vvihere Dtolec! develoomenr invaves ionc 
u x  aecaonmak~ng. 011 wvesolved sues of compllonce 
w in  aootcsole ocicnovAedged c m o r e n m v e  son 
potrc:es ona land u e  fegucr lon sncll be oacrenea ond 
findcng o f  compliance oaopl9d pfror to ptcjecf 
c ~ p o v a l .  TO tne extent compllonce hcs clreody Seen 
aaletmlned auring iramoonarlon s-tern $crn:ng, 
tncbding adop l~on  of a refinement prcn: oliecfed bc3 i  
governments may rely on and celwence me earlier 
f indng of compliance wJb oppIica31e ROndO(ds. 

~ - 1 2 - ~ ~  Timing of Adoption cnd UWale Of 

Trcnsponanon Sysfem Pian:: Eiemztic?ns 

(b) l f  o refinement d o n  nos nor been  adopted 
ccmwi:ent with me tequrremenrs of M- 12132%3). 

(5) The d1rec:or may grant a m o l e  a ffinlc~ 
exernotlcm from me 1eQu:remerr; of thls d lmon to c : ha  
under 2 - 5 3  popdarlon outsde M P O  oreas end csm: i a  
unaer 2 5 . W  DooulGlon. Eli~iMe jurad~ct~cm may. w m ~ n  
CNe yeors foilowng the adoption of Fa f ~ l e  or at 
woseauent pefloaic ievlews, recuesf mat me d~reclor 
~ z s o v e  cc exemption hom cll cr FCC of ;r\e 
recuirelrenn rn mrs diwucn ~ n r ! l  me ~~~~~~~~on s nert 
9e110~1c cevrew 

\3) '~Vheiner >e new Cave,oc-,er: cr eczcic::cn 
g:owin u annc:pcrea In the planning crea over :he n e a  
cve yeors. 

(C)  Wnerner cc;or new ire,-s~oncrron fcci!rtir -:e 
=:ocred wnrcn WOUIC afisc; me planning crecs 

(3) Whsrner delefro1 0: plannlng recuirernents 
W G L : ~  confic: wrm accomnoccnng s:are c: reC;:onc: 
: r c ~ z o n c r ~ o n  neecs. cna. 



1 iurn reruges or exlsnng street Interssc:~ms. 

@ Trcnsxx7ahonsystem management mewres. 
!nc!ucmg medlcrs With 5m1t or mevent iurnlng 
rnovemmrs. bul nor 1nc:uding me creahon of a d d ~ h ~ ~ l  
r r ~ ~ e l  lsnes or median rc!n icnes: 

(L) Sireels and bidges on l a m  or forest !cncs for 
the p u p x e  ot rnancgrng land for form a forest tsa: 

(f) Railroad rnainiines and branchl~nes: 

(n) Pipelines: 

( Q )  Lcccl :ravel mcy De occcnrr.oactea io ;he 
exient rho1 11 is no1 feasible to meel suc9 neecs on omer 
e~~sling IOCCS a :nrougn 1m3rovcmenI: lo ona ;.ilsilng 
roacs. inC!udtng C0rslruc:lon 01 OcGl cccx ;  roocs in 
~IUIIT cna commmed arecs. 

( c )  New inrerchcnges or intenechm may be 
clloweu Only in ;he loclowng crcumsicnczs: 

(Aj To connect to Other state hrghwav ot regronar 
or slatewde ogruficonce: 

(8) To replace ensiing interchanges or 
~nrersections: or 

(C) To iecuce cnd comol~da!e dlrec: rocd 
cc-asas corsstsnr wih (a) and (b) coove. 

(i) L!mnec lefi turn refuges: 

(iii) Meoicn barriers; and 

(iv) Reconstrucnon ol  exst1r.g rocd e c c s e s  or 
,-u:c%se ot o c c a  righ6. 

(S) h e  rneacn Turn lcne s cs3nssienr WIT o e  
hncnon cnd operaion of me :cc~Iitv cxs1denr.6 nctTic 
on czecrec roacs cna accenes at Du~dovr ol nearoy 
rurct Icnas: cnd 

( 3  Realignmenrs hacl nor create new pcrcets of 
Ion0 iZai crs prowaea airec: access io :ne hgnwcy. 

( 6 )  A bypas o( ell or pan o l  an urocn g r o m  
bcuncery snall 9e =o!m:;;eQ cniy I (  plenne. 6z:c-es 
ona ooercned ;o ICJ: '33 tor ; r r m  Derween IOCP::XS 

winin ine ucocn grow77 Counacry lo De len inan o n1r3 
ol h e  average aaliy traMc on me Dypcss. 

(7) Other rramoffcnbo lac:itr~es. swices or 
imorovemenn serve Icczl needs I /  



M - i 2 - 0 3 0  Excep! ions lor  i rcn:por ta l ion 
lmorovements on Rural Land 

( I )  ircnsoortcnon ioc:!ih= and 'morovements 
w l c n  do no; meer me requirements of 660-i2-35 
iacsre cn excepnon to be s-ed on ~ m l  lcncs. 

(2) Ladhere an excwnon ro Goals 2 .  2 .  1 1 .  cr 14 a 
f~c:::ed. i??e excep:lon s%Il be  tcken pursuant io CRS 
i 9 i  i32(i)(cj. Goai 2. OAR 660. C~vlsion A cnd mfi 
Cimsion 

/ -  .") Yne 512s. c e s ~ n  cnd cmac:% of fie pooosad 
iaci!lrr or rnorovemenr mall be acscr~bed generalV. bu7 
(n su;;'ic:ec.r deic!l ro c!lcw a general unae!sranamg of 
2 ~ k a y  ;nee'; of me prcoosea faality or 
morcvemenr mMecsure5 limiting ihe srze. deslyn or 
ca3ccw ,mcy be soeafied m ine ces=::p:lon ot h e  
3roocsed use in order io simol~fy me analflu of h e  
GGsC:j 01 Tie proposed use 

(c) The ccooied exce~t ionnci l  lncluae a process 
c?d 8tCnCC:Zs 10 t u a e  se~ecfion o l  tho Drecse dswgrt 
ond :occncn wmin me corrldor and conststenr wrm me 
genelc! cescr'or~on of me propcsed lac~ltly of 
morovemeni Fcr example. m e r e  a general loconon or 
corr~dor c:oses o rrver. tne exception would scecibj mot 
c 3laqe c:or;ng would be Suit Sul  woula defer io 
D!olecr develo~menr aecsrons aboul precse IOCCnOn 
ona aesign of  tne bnage wmin me setecfed corrloor 
Su31ecr i O  i e ~ u ~ r e m e n r ~  ro mrnrmee ~mpccts on rrparlan 
vegerarion, naonat va!ues. etc. 

(0) i cnd  use iegulot~ons ~mpiemenllng the 
exceorion may ~nclude sfancaras loc saectk rnttrgat~on 
measures 10 otker unavaao31e ~nv~ronmenlol. 
economic. social or energy imoaca ol  rne proposed 
ICCllliV Or :morovenent or me assure compolib~lify ~m 
ociocenr uses 

(5) To oaaren Gcal 2. "cri li(cX2). me excegricn 
snail demwshate That non-excwtlon Iocenom csnnor 
!eascncOly accommcdcte the proposed i rars~r ;o l ion 
improvemenr or facility 

(6) To delermme ihe ieasonobieneu of 
alternatives :o on excwtion undef subsec:icrs ( A )  cnd 
( 5 )  of h i s  sechon. COST. oD€fcflonal fecsrbdily, economic 
disiocanon and other ielevonr icclots 97011 30 
cdarened. h e  ihres~oibs chosen to juCc;e kherher en 
clrernanve nethod or iocctim cennor recsmc3ly 
occormodore The progcsed :rcns.xnc:ion need or 
:cc:!lh mus; DP jwlfiec In me excwrion 

( 5 )  o'erermlne $meinsf :ne ner ccve.52 mocc:; 
osoc:aIea w in  rhe proposed axceoiion site ore 
rgnlliccnfly mc:e caverse 3 o n  me net moocn  3o.m 
omer ioca;iors wnicn woutd c!so reQu:re cn excmnon. - 
A procosed excegtion iocction would :c:l io meer 3 s  
requlremenr only I( ihe aGeciea ioccl governmen: 
conc!udes mat :ne moacrs cnocicred wth it c:e 
s:gntficoniiy mole adverse man me other ~dsniriiea 
exceonon sties. 

(c) The evaiuchan 01 me consequences of generci 
i o c a r l o ~  a corraors need no1 Se nte-spec~fic. 3 5  mcy 
Se genercllzed cms6:enr w,tTi lne requiremen% sl  MO- 
i Z-O?C(.?). 

(8) To oddres Goal 2. Pan ii(c)(d). me exceoticn 
ShOII: 

(a) 0esc:rSe ;he cdverse efiects mat me ocososea 
tronsoonat~on ~mptovement s iikecy ;o mvo  on 7 e  
surrwnaing turol ionds and land usas. lnciuolng 
increased rrcmc cnd pressure for nonfcrm or nignwcy 
orlenled development on areas maae more accenlDle 
by fhe Ironsoonation improvement 

(b) ACopr cs pan of me excepnon. fcc:lily aeslgn 
and land use rnecsures wh~ch rnl&m~e occenio~liry of 
rural Ionas from me propaed rronsoonanon ioc~llly or 
lmorovemenl and support conrlnued 'rural use of 
surrounarng lands , 

(6) To ocaress Goor 7. Pan Il(c)(l) !he exceorion 
si\c,Il r ,~-o~st rure :nor I ? C I C  :s 3 lrar~oonafion need 
~ J F . - ~ I ~ c ~ : I J  :i)x:::,?(:: ,.AI:~ 1 ~ :  Ioct~I(crnCnis ci 6ci-l. 12 .C33 
wrllc:n c::r:nOf reasoncDly ~e oczammoacfea lmougn 
1 ; l . t '  51 i:i)mUlfi(Jllon 01 lrie Il)liovmy measures nor 
,c.:::lrtn5 ;:I C>ICCL)IIOO 



ALTERNATIVE 1 , 

I 
Restripe to d 
angle parking 

parking 

Restripe to 
angle parking 

Appendix D 
Transi, .i roadway 
back to existing 
centerline 

Eliminate 
/-parking 

Move centerline of 

\ 

I 
parking 

Transition roadway 
back to existing 
center line 



ALTERNATIVE 2 

N E I / 4  SE1/4 SEC.15 T.IN. R.39E. W.M. 
UNION COUNTY 

: BALTIMORE (WALLOWA AVE.) STREET 

IF? : c ( ~ \ l h ) i ' i  ---.- : 5 b STREET 3 1 ,., .. -- -7.: ." 2. In , I.., 
/6:00 6 3 ~  LO 7 vY/&$lA 9 2:: 



ALTERNATIVE 3 

NE1/4 S E l / 4  SEC.15 T.IN. R.39E. W.M. 
UNION COUNTY 

1.- 00 
0 

1 / , , , SEE M4P IN 39 15A0 , I i 

; BALTIMORE (WALLOWA AVE.) S T R E E T  



ALTERNATIVE 4 

NEI /4  SE1/4 SEC.15 T.IN. R.39E. W.M. 
UNION COUNTY 

3 

_i [ , , 1 SEE MAP IN 39 15dD , , 1 1 

t BALTIMORE (WALLOWA AVE.) STREET 

- ." 
IF? 

,,., :.:: - ,=R,!?..$. : ; ; I i A ' L ~ E R  4 I : ( I )  , , , . . I n  . : : S ~ R E E T  s t*'!7m/:*i l & 4 ~ 3 " k k o 2 ~ 7 1 ~  1 1  & .. 4 .;. I T .. I 5 9 0 1  , I.. 

L i  
$ 5000 SIW 7 8 



ALTERNATIVE 5 

N E I / 4  SE1/4 SEC.15 T.IN. R.39E. W.M. 
UNION COUNTY 

1'- 100' 
a 

/ 1 , L 1 I I I SEE N4P IN I9 15dD 

: BALTIMORE (WALLOWA AVE.) S T R E E T  





ALTERNATIV 

I)  I ollgale lo WillIowa County - use signed truck roirie XXX'A 

2) Tollgale to La Graritle - use loop lo t i le sorltll czooco 

3) La Qrande lo Tollgale - use loop to tile ilortll ---- 

4) La Grarde lo Wallowa Cormay - use 18ighway 82 ---------- 
5) Wallowa County to Tollgale - use signed truck route - 
6) Wallowa Courify lo I,a G r a d e  - use Il igl~way 82 ............-.-... 

DIVISION 



TRANSPORTATION SUBCOMXIITTEE 
RECOMM.ENDATION 

P Paint a solid centerline on Highway 82 on the comer of Albany'and gth Streets 

P Round the following comers to accommodate the turning radii of semi trucks: 
1) 8th/~lbany (east side) 
2 )  7th/~lbany (both sides) 
3) 7&~ivis ion  (both sides) 
4) ?&/~lder  (west side) 

vers utilking ck route (To 204, etc.) 

3 Install a traffic signal at the intersection of Oregon Highways 82 and 204 (8th 
and Division) tied to the railroad crossing 

> Reconstruct local streets, including any improvements to the road base, to 
handle heavy truck traffic on the following road segments: 

1) Alder between 7th and 8& 
2) 7" between Division 



Appendix E 

City of Elgin 
Checklist for Proposed Development 

Does the property abut Oregon Highways 82 or 204, or does the property abut a 
local street? 
If property abuts a state highway, then the next step is to contact the Oregon Department of 
Transportation, District 13 Office at (541) 963-8406. Contacts are Mike Buchanan, District 
Manager or Mike Barry, Assistant District M k q e r .  A letter is required fiom ODOT to the City 
of Elgh concerning your property, identifying any access concerns, Potential access 
requirements shall be considered as a part of site plan or administrative review. 

the se ste t in 
conditional uses for the applicable zone? 

If the proposed use is listed as a conditional use, are there any specific review 
criteria that must be satisfied before approval can be 
granted? 

Does the proposed use require a site plan? 

ill the siting of the proposed use meet the applic Ie zone's development 
standards, such as setbacks, height limitations, etc? 

Will the proposed use involve the construction of 40 homes, 80 apartment units, or 
1,000 feet or more of gross floor area? 
If yes, then a traffic impact study may be required to gauge the impact on the transportation 

Is the property located at the Urban Growth Boundary (UGB) andor City Limit? 

If yes, then you may be directed by the Elgin City Recorder to contact the Union County 
Planning Department at (54 1) 963- 1014 or 1001 4& Street, Suite C, La Grande, OR 97850. 
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