
SUBJECT: City of Ashland Plan Amendment
DLCD File Number 006-12

The Department of Land Conservation and Development (DLCD) received the attached notice of adoption.
Due to the size of amended material submitted, a complete copy has not been attached.  A Copy of the 
adopted plan amendment is available for review at the DLCD office in Salem and the local government 
office.  

Appeal Procedures*

DLCD ACKNOWLEDGMENT or DEADLINE TO APPEAL:  Friday, April 12, 2013 

This amendment was submitted to DLCD for review prior to adoption  with less than the required 35-day 
notice. Pursuant to ORS 197.830(2)(b) only persons who participated in the local government proceedings 
leading to adoption of the amendment are eligible to appeal this decision to the Land Use Board of 
Appeals (LUBA). 

If you wish to appeal, you must file a notice of intent to appeal with the Land Use Board of Appeals 
(LUBA) no later than 21 days from the date the decision was mailed to you by the local government.  If 
you have questions, check with the local government to determine the appeal deadline.  Copies of the 
notice of intent to appeal must be served upon the local government and others who received written notice
of the final decision from the local government.  The notice of intent to appeal must be served and filed in 
the form and manner prescribed by LUBA, (OAR Chapter 661, Division 10).  Please call LUBA at 
503-373-1265, if you have questions about appeal procedures.

*NOTE:     The Acknowledgment or Appeal Deadline is based upon the date the decision was mailed by local 
        government. A decision may have been mailed to you on a different date than it was mailed to 
        DLCD. As a result, your appeal deadline may be earlier than the above date specified. NO LUBA  
       Notification to the jurisdiction of an appeal by the deadline, this Plan Amendment is acknowledged.

Cc: Mike Faught, City of Ashland
Gordon Howard, DLCD Urban Planning Specialist
Josh LeBombard, DLCD Regional Representative
Gary Fish, DLCD Transportation Planner
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NOTICE OF ADOPTED AMENDMENT

04/01/2013

TO: Subscribers to Notice of Adopted Plan
or Land Use Regulation Amendments

FROM: Plan Amendment Program Specialist
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Date of Adoption : 3/19/2013 
Local file number: PA 2012-010511 

Date Mailed: 3/22/2013 

Was a Notice of Proposed Amendment (Form 1) mailed to DLCD? 1:8:J Yes D No Date: 11/9/2012 

D Comprehensive Plan Text Amendment 1:8:1 Comprehensive Plan Map Amendment 

D Land Use Regulation Amendment D Zoning Map Amendment 

D New Land Use Regulation 1:8:J Other: T.S.P. update 

Summarize the adopted amendment. Do not use technical terms. Do not write "See Attached". 

The adoption of an udpated Transportation System Plan (T.S.P.), and related amendments to the Street 
Dedication Map. 

Does the Adoption differ from proposal? Please select one 

no 

Plan Map Changed from: NA 
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1:8:J Yes 
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ORDINANCE NO. 30&':0 

AN ORDINANCE AMENDING THE CITY OF ASHLAND 
COMPREHENSIVE PLAN TO ADOPT THE TRANSPORTATION 
SYSTEM PLAN (TSP) AS A SUPPORTING DOCUMENT AND TO 

AMEND THE STREET DEDICATION MAP 

Annotated to show deletioAs and additions to the code sections being modified . Deletions are 
bold ~ and additions are in bold underline. 

WHEREAS, Article 2. Section l of the Ashland City Charter provides: 

Powers of the City The City shall have all powers which the constitutions, statutes, and 
common law of the United States and of this State expressly or impliedly grant or allow 
municipalities, as fully as though this Charter specifically enumerated each of those . 
powers, as well as all powers not inconsistent with the foregoing; and, in addition tnereto, 
shall possess all powers hereinafter specifically granted. All ·the authority thereof shall 
have perpetual succession. 

J 

WHEREAS, the above referenced grant of power has been interpreted as affording all 
legislative powers home rule constitutional provisions reserved to Oregon Cities. City of 
Beaverton v. International Ass'n of Firefighters, Local 1660, Beaverton Shop 20 Or. App. 293; 
53 l P 2d 730, 734 ( 1975). 

WHEREAS, the Transportation Element of the Ashland Comprehensive Plan contains the vision 
for Ashland 's transportation system to retain Ashland's small-town character by planning for "a 
transportation system that is integrated into the community and enhances Ashland's livability, 
character and natural environment." 

WHEREAS, the Ashland Comprehensive Plan includes goals and policies intended to work 
towards creating an integrated land use and transportation system to address the Transportation 
Planning Rule (TPR) Oregon Administrative Rule 660-012-0000 directive for" . .. coordinated 
land use and transportation plans should ensure that the planned transportation system supports a 
pattern of travel and land ·use in urban areas that will avoid the air pollution, traffic and livability 
problems faced by other large urban areas of the country through measures designed to increase 
transportation choices and make more efiicient use of the existing transportation system." 

WHEREAS, the TSP is one of several tools, along with the Ashland Land Use Ordinance 
(ALUO), Site Design and Use Standards, Street Standards, neighborhood p'lans such as North 

-Mountain Neighborhood, and official maps such as the Street Dedication, Comprehensive Plan 
and Zoning maps, used to implement the goals and policies in the Ashland Comprehensive Plan. 

WHEREAS, the TSP is an important resource that identifies the physical improvements to the 
transportation system and related studies and programs that will need to be funded and built in 
the 20-year planning period. 
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WHEREAS, the Street Dedication Map is one in a series of adopted offi cial maps for long range 
planning purposes, and is periodically amended to identify streets that will be needed in the 
future to connect the street network and provide access to undeveloped areas within the Urban 
Growth Boundary (UGB). 

WHEREAS, the Ashland Comprehensive Plan includes the following policies addressing street 
dedications: I) Development of a modified grid street pattern shall be encouraged for connecting 
new and existing neighborhoods during subdivi sions, partitions, and through the use of the Street 
Dedication map. ( I0.09.02.32); and 2) Street dedications shall be required as a condition ofland 
deve lopment. A future street dedication map shall be adopted and implemented as part of the 
Land Use Ordinance. (10.09.02.34). 

WHEREAS, the amendments to the Street Dedication Map address changes in existing 
conditions and projected needs that are identified in the TSP. 

WHEREAS, the City of Ashland Planning Commission considered the above-referenced 
recommended amendments to the Ashland Comprehensive Plan at a duly advertised public 
hearing on December 11 , 2012 and, following delib~rations, recommended approval of the 
adoption of an updated TSP and amended Street Dedication Map. 

WHEREAS, the City Council of the City of Ashland conducted a dul y advertised public hearing 
on the above-referenced amendments on February 5, 2013. 

WHEREAS, the City Council of the City of Ashland, following the close of the public hearing 
and record, deliberated and conducted first and second readings approving adoption of the 
Ordinance in accordance with Article IO of the Ashland City Charter. 

WHEREAS, the City Council of the City of Ashland has determined that in order to address 
changes in existing conditions and projected needs related to land use and transportation patterns, 
it is necessary to amend the Ashland Comprehensive Plan in the manner proposed, that an 
adequate f~.ctual base exists for the amendments, the amendments are consistent with the 
comprehensive plan and that such amendments are fully supported by the record of this 
proceeding. · 

THE PEOPL~ OF THE CITY OF ASHLAND DO ORDAIN AS FOLLOWS: 

SECTION l. The above recitations are true and correct and are incorporated herein by this 
reference. 

SECTION 2. The City of Ashland Comprehensive Plan Appendix entitled "Technical Reports 
and Supporting Documents" is attached hereto and-made-a-pa-t't-lteff6f as Exhibit A. 
Previously added supporting documents are acknowledged on this Appendix. 

SECTION 3. The document entitled "Ashland Transportation System Plan (201 3)" attached 
hereto as Exhibit B, and made a paFt hereof by this Feferenee is hereby added to ihe above-
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referenced Appendix ~o support Chapter X, [TRANSPORTATION ELEMENT] the 
Comprehensive Plan. 

SECTION 4. The officially adopted City of Ashland Street Dedication Map, referenced in 
Ashland Comprehensive Plan Chapter X [TRANSPORTAION ELEMENT] is hereby amended 
as attached hereto as Exhibit C, eeEI made a p1ut heFeef by this nferenee. 

SECTIONS. Severability. The sections, subsections, paragraphs and clauses of this ordinance 
are severable. The invalidity of one section, subsection, paragraph, or clause shall not affect the 
validity of the remaining sections, subsections, paragraphs and clauses. 

SECTION 6. Codification. Provisions of this Ordinance shall be incorporated in the City 
Comprehensive Plan and the word "ordinance" may be changed to "code", "article", "section", 
or another word, and the sections of this Ordinance may be renumbered, or re-lettered, provided 
however tha~ any Whereas clauses and boilerplate provisions (i.e. Sections I, 5-6) need not be 
codified and the City Recorder is authorized to correct any cross-references and any 
typographical errors. 

The foregoing ordinance was first read by title only in~ Article X, 
Section 2(C) of the City Charter on the .i_ day of ti~ , 2013, 

~~SE~d~dayof~ ,2013. 

Barbara·M. Christensen, Ci ty Recorder 

SIGNED and APPROVED this / f day of ~ 2013. 

Ordinance No. 30'50 Page 3 of 3 



BEFORE THE PLANNING COMMISSION 
City of Ashland, Jackson County, Oregon 

December 11, 2012 

IN THE MATIER OF PLANNING ACTION #2012-0151 1, A REQUEST FOR 
A PROPOSAL TO ADOPT AN UPDATED TRANSPORTATION SYSTEM 
PLAN (TSP) AS A SUPPORTING DOCUMENT TO THE ASHLAND 
COMPREHENSIVE PLAN, AND TO AMEND THE STREET DEDICATION 
MAP. 

APPLICANT: City of Ashland 

RECITALS: 

) 
) 
) 
) RECOMMENDATION 
) 
) 
) 

1) The application is to adopt an updated Transp01tation System Plan (TSP) as a supp01ting docmnent to 
the Ashland Comprehensive Plan, and to amend the Street Dedication Map. 

2) The requirements for a Legislative Amendment are described in 18.108.170 and 18.08.345 as 
follows: 

18.108.170 Legislative Amendments 
A. It may be necessary from time to time to amend the text of the Land Use Ordinance or make other legislative 
amendments in order to conform with the comprehensive plan or to meet other changes in circumstances and 
conditions. A legislative amendment is a legislative act solely within the authority of the Council. 

B. A legislative amendment may be in itialed by the Council, by the Commission, or by application of a property 
owner or resident of the City. The Commission shall conduct a public hearing on the proposed amendment at its 
earliest practicable meeting after ii is submitted, and within thirty days after the hearing, recommend to the Council, 
approval, disapproval, or modification of the proposed amendment. 

C. An application for amendment by a property owner or resident shall be filed with the Planning Department thirty 
days prior to the Commission meeting at which the proposal is to be first considered. The application shall be 
accompanied by the required fee. 

D. Before taking final action on a proposed amendment, the Commission shall hold a public hearing. After receipt of 
the report on the amendment from the Commission, the Council shall hold a public hearing on the amendment. 
Notice of time and place of the public hearings and a brief description of the proposed amendment shall be given 
notice in a newspaper of general circulation in the City not less than ten days prior to the date of hearing. 

E. No application of a property owner or resident for a legislative amendment shall be considered by the 
Commission within the twelve month period immediately following a previous denial of such request, except the 
Commission may permit a new application if, in the opinion of the Commission, new evidence or a change of 
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circumstances warrant it. 

SECTION 18.08.345. Legislative amendment. 
An amendment to the text of the land use ordinance or the comprehensive plan or an amendment of the zoning 
map, comprehensive plan maps or other official maps including the street dedication map described in section 
18.82.050, for land involving numerous parcels under diverse ownerships. 

3) The Planning Commission, following proper public notice, held a public hearing on December 11, 2012, 
at which time testimony was received and exhibits were presented. The Planning Conunission held their 
deliberations and recommended to the City Council approval of the proposal to adopt the updated TSP and 
to amend the Street Dedication Map. 

Now, therefore, The Planning Conunission of the City of Ashland reconunends as follows: 

SECTJON 1. EXHIBITS 

For the purposes of reference to this recommendation, the attached index of exhibits, data, and 
testimony will be used. 

SECTION 2. RECOMMENDATION 

2.1 The Planning Conunission fmds that it has received all information necessary to make a 
reconunendation based on the Staff Report, public hearing testimony and the exhibits received. 

2.2 The Planning Commission finds that the planning process made efforts to include a wide 
range of people including neighbors, property owners, business owners, community groups, and the 
general public, and to provide a variety of ways to learn about the project, participate in the plan 
development and provide conunents. Additionally, the Planning Commission finds that the public 
hearing on December 11, 2012 was properly noticed in the newspaper in accordance with 
18. 108. 170.D and by mail to properly owners impacted by the proposed amendments to the Street 
Dedication Map in accordance with ORS 227 .186. 

The draft TSP document is the product of a two and a half year planning process that began in 
June 2010, with a general timeline as follows. 

• System Analysis and Evaluation of Options: The first year was used for analysis of the 
existing system, projecting the transportation demand 20 years in the future, and developing 
a series of teclrnical memos and white papers addressing the various needs and options for 
the different modes of transportation. During this time there was a concurrent series of 
meetings in which the Technical Advisory Committee (TAC), Transpmtation Commission 
(TC) and Planning Commission (PC) reviewed the technical memos and white papers. 

• Draft Preferred nnd Financially Constrained Plan: The next three months involved 
compiling the draft plan, and joint meetings of the TC and PC to review the materials. 
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• Plan Refinement: The TC and PC held a series of joint meetings to review and refine the 
draft plan over the following year. 

• Final Edits and Application: After the joint TC and PC meetings, the final edits were 
made, and the formal application was submitted on October 26, 2012. 

In addition to the joint TC and PC meetings held tlu·oughout the project, four additional public 
meetings were spaced throughout the project - a TSP Update Workshop in March 2011, a 
Temporary Road Diet TC Special Meeting in March 20 11 , a Temporary Road Diet Public 
Meeting in June 201 1, and a Tnmspo1tation Forum in October 20 12. Three briefings were given 
on the TSP to the City Council, and these meetings were open to t he public. Similarly, all of the 
joint meetings of the TC and PC were open to the public, and included time for public 
participation and comments. 

2.3 Chapter 18.108 allows for legislative amendments "in order to conform with the 
comprehensive plan or to meet other changes in circumstances or conditions." The process of 
updating the TSP is primarily intended to address changes in conditions that have occurred 
during the 15 years since the previous TSP was adopted and project needs based on that updated 
analysis. The amendment of the Street Dedication Map is for consistency with the updated TSP, 
and therefore also is to address changes in conditions. 

The Planning Commission finds that the proposed plan and map amendments are consistent with 
local goals and policies included in the Ashland Comprehensive Plan. Conununity-wide needs 
include addressing the City's long range land use and transportation goals such as making sh·eets 
convenient, safe, accessible and attractive for users, and accommodating transportation needs 
due to future population and employment growth. A variety of Ashland Comprehensive Plan 
goals and policies, as detailed below, support the proposed TSP update and Street Dedication 
Map amendment. 

Housing 
Goal Ensure a variety of dwelling types and provide housing opportunities for the total cross­
secti on of Ashland's population, consistent with preserving the character and appearance of the 
city. 

Policy 3) Regulation of residential uses shall be designed to complement, conserve and 
continue the aesthetic character to of Ashland through use of the following techniques: 

Economy 

d) Street design and construction standards shall promote energy efficiency, air 
quality, and minimal use of land. To this end, the City shall: 

1) Adopt a master conceptual plan of future streets by size and use category. 
2) Adopt minimum street width standards which provide only what is need for 
adequate traffic flow and parking. · 
3) Incorporate bicycle and pedestrian traffic planning in street design. 
4) Limit street slopes, requiring curvilinear streets along contours in steeper areas. 

Goal To ensure that the local economy increases in its health, and diversifies in the number, type 
TSP Update/Street Dedication Map Amendment December I 1, 2012 
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and size of businesses consistent with the local social needs, public service capability and the 
retention of a high quality environment. 

Policy 2) The City shall design the Land Use Ordinance to provide for: 
b) Controlled access along Ashland Street to ensure limited points of common access 
to businesses that are developing or undergoing development in this area. 
c) Specific development guidelines which will ensure that: 

2) Development along Siskiyou Boulevard and Ashland Street will not primarily 
be automobile-oriented, but will also include attractive landscaping and designs 
that encourage pedestrian, bicycle, and mass transit forms of travel. 

Parks, Open Space and Aesthetics 
Goal To provide the people of Ashland with a variety, quantity and quality of parks, park 
facilities, open space, trails and visual resources sufficient for their needs. 

Policy 13) Require street trees in all new residential, commercial and industrial development. 
Policy 16) Develop an urban forest plan for the City including a street tree and a non-street 
tree section, a tree resource inventory, a plan for preservation and renewal of trees of stature 
and native species, Jong range maintenance plan, a plan to promote the greater use of trees 
and shrubs on both public and private land, and plan to educate the public regarding the 
benefits of trees on public right-of-ways. 

Transportation 
Street System Goal To provide all citizens with safe and convenient transportation while 
reinforcing the recognition of public rights-of-way as critical public spaces. 

Policy 28) Periodically assess future travel demand and corresponding capacity requirements 
of street network. Choose a comprehensive transportation system approach to address any 
capacity insufficiency that is consistent with the goals, polices and philosophy of the 
Transpo1tation Element of the Comprehensive Plan. 

Pedestrian and Bicycle Goal To raise the priority of convenient, safe, accessible and attractive 
walking and bicycling networks. 

Policy 5) Target walkways and bikeway improvements that link neighborhoods, schools, 
retail and service areas, employment centers and recreation areas. 

Public Transit Goal To create a public transportation system that is linked to pedestrian, bicycle 
and motor vehicle travel modes, and js as easy and efficient to use as driving a motor vehicle. 

Policy 1) Develop pedestrian and bicycle networks that are linked to the public transportation 
routes. 

Commercial Freight and Passenger Goal To provide efficient and effective movement of 
goods, services and passengers by air, mil, water, pipeline and highway freight transportation 
while maintain the high quality of life of Ashland. 

Policy 4) Maintain boulevard and avenue street facilities adequate for truck travel within 
Ashland. 

Energy, Air and Water Conservation 
Goal The city shall sh"ive, in every appropriate way, to reduce energy consumption within the 
community. 
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Policy 3) New Housing 
e) The City shall address overall energy usage of new developments instead of just 
looking at houses on an individual basis. Areas to be considered could be 
transpo11ation energy, recycling, composing, communal gardens, water usage and solar 
access protection. 

2.4 The Plarming Commission finds that tbe adoption of the updated TSP and amended Street 
Dedication Map is consistent with relevant Statewide Land Use Planning Goals as described 
below. 

Oregon Statewide Plaru1ing Goal 1 - Citizen Involvement requires a citb::en involvement 
program that insures the opportunity for citizens to be involved in aU phases of the planning 
process. Joint TC and PC meetings that were open to the public were held throughout the TSP 
update and included public conunent. Three briefings were given on the TSP to the City 
Council, and these meetings were also open to the public. A public workshop was held in March 
2011, a Transportation Forum was held in October 2012, as 1..vell as two public meetings on the 
temporary road diet for North Main Street. A project website was in place tlu·oughout the 
duration of the project and was updated with the latest project news, meetings and documents. 
Additionally, conunents could be submitted electronically via this site tluoughout the project. 

Oregon Statewide Planning Goal 2 - Land Use Plaru1ing requires a land use planning process 
and policy framework as a basis for all decision and actions related to use of land and to assure 
an adequate factual base for such decisions and actions. Through Technical Advisory 
Committee meetings, representative from the City, County, State (ODOT) and other stakeholders 
conducted a review and evaluation of existing plans, polices, standards and laws that are relevant 
to local transportation planning. In addition, a variety of data and projections including 
population and employment data and forecasts, buildable lands information and transportation 
data was used in the development of the plan. 

Oregon Statewide Planning Goal 9-Economic Development requires cities and counties to 
address providing adequate opportunities for a variety of economic activities for residents. The 
TSP includes projects and system adjustments to serve existing and planned commercial and 
employment uses. 

Oregon Statewide Planning Goal 10 - Housing requires cities and counties to provide for the 
housing needs of citizens of the state, including a range of types and price/rent levels, and 
allowing for flexibility of housing location, type and density. Existing and plarmed population 
density and land use patterns were taken into consideration when developing the TSP to plan for 
transpmiation facilities for future development of housing. The TSP was developed accounting 
for growth in future residential trips, and the implementati on measures were created to benefit all 
users in the city. 

Oregon Statewide Plmming Goal 11 - Public Facilities and Services requires cities and counties 
to provide for and develop a timely, orderly and efficient arrangement of public facilities and 
services to serve as a framework for development. The TSP documents existing conditions and 
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future needs for the transportation system in Ashland, and proposed improvements and 
implementation measures are tailored to meet those future needs. The Street Dedication Map 
identifies streets that will be needed in the future to connect the street network and provide 
access to undeveloped areas within the Urban Growth Boundary (UGB). 

Oregon Statewide Planning Goal 12 - Transportation, as well as OAR 660-012-0000 the 
"Transportation Planning Rule," require cities and counties to provide a safe, convenient and 
economic transpo1tation system, and requires transportation planning to be in coordination with 
land use planning. The TSP is an impo1tant component in the set of tools used to integrate land 
use and transpo1tation planning because the plan identifies the physical improvements to the 
transportation system along with suppo1ting studies and programs that will need to be funded and 
built in the planning period ending in 2034. Existing and future conditions were analyzed to 
create the final plan which addresses safety, mobility and accessibility as they relate to various 
modes of tra11spo1tation available in Ashland. 

SECTION 3. DECISION 

3.1 The updated TSP plans for a balanced city wide transportation system, with an emphasis on active 
transportation, improving pedestrian and bicycle faci lities, and enhancing transit service. The TSP is a 
key component ofimplementing the vision of retaining Ashland's small-tovm character by planning for 
"a h·anspo1iation system that is integrated into the community and enhances Ashland's livability, 
character and natural environn1ent'' as expressed in the Ashland Comprehensive Plan. In addition, the 
TSP is an important res.ource that outlines the physical improvements to the transpo1tation system along 
with suppmting studies and programs that will need to be funded and built in the planning period ending 
in 2034. 

Based on the record of the Public Hearing on this matter, the Planning Commission recommends approval 
of the proposal to adopt the updated TSP and to amend the Street Dedication Map as descdbed in Planning 
Action #2012-0151, and recommends the following revisions to the final TSP document prior to the 
second reading of ordinances adopting the TSP. 

1. That references to the TSP serving as the Transportation Element of the Comprehensive Plan shall 
be deleted from the document. The following sentence in the introduction on page 2 of the plan 
shall be amended as follows: It also serves as the transp~ as a supporting 
document, of the Ashland Comprehensive Plan as required by state law." The following sentence 
under Ashland Comprehensive Plan on page 34 of the plan shall be amended as follows: The 
Comprehensive Plan was~ the bedrock of goals, policies, and land use designation for updating the 
TSP. 

2. That the recently updated and adopted Jackson County coordinated population projection for 
Ashland shall be included along with the "Historical and Projected Ashland Population" chmt in 
Exhibit 2-3 on page 7. 

3. That the Population Density by Census Block Group in Figu1e 2-4 on page 8 shall be update to 
include the 20 IO Census information. 
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4. That the descriptions of pedestrian facility types 011 page 94 and bicycle facility types on pages l 02-
103 shall be revised to reference the adopted Ashland Street Standards. 

5. That the Updated City of Ashland Street Functional Classification Map in Figure 6-1 011 page 87 
shall be corrected to include a Neighborhood Street classification consistent with the Ashland 
Comprehensive Plan and Street Standards (i.e. green lines appear to be mislabeled in legend as 
Neighborhood Street). 

6. That Table I 0-3 Preferred Plan Intersection and Road Projects on page 138 shall include a notation 
that the location of the connection from Clay Street to Tolman Creek Road shall be detennined at the 
time of redevelopment of the manufactured home park. 

7. That Project (R44) Tolman Creek-Mistletoe Road Streetscape Enhancements in Table 10-3 Preferred 
Plan Intersection and Road Projects on page 138 shall be revised to reflect the Phase I improvements 
to Mistletoe Road described in the Croman Mill District Standards. 

I / • // ' ,/// L 'r // ' , / t:L,<-.? , l,,- -r-o-,,~{,, '-
Planning Commission Approval 
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Council Communication 
March 19, 2013, Business Meeting 

CITY OF 

ASHLAND 

Second Reading of an Ordinance to Amend 
the Ashland Comprehensive Plan to Adopt the Transportation System Plan and to 

Amend the Street Dedication Map 

FROM: 
Maria Harris, Planning Manager, harrism@ashland.or.us 

SUMMARY 
The second reading of the ordinance adopting an updated Transportation System Plan (TSP) originally 
was scheduled for the March 5 meeting, but was postponed to the March 19 meeting. The TSP is 
Exhibit B to the ordinance. The TSP was revised after the first reading to incorporate recommended 
revisions by the Planning Commission, as well as to address testimony regarding the future street 
connection between Wimer St. and Ashland Mine Road. The Planning Commission's recommended 
revisions were referenced in the February 5 Council Communication and included in the record for the 
Council public hearing, and the recommendation as well as the future street connection between 
Wimer and Ashland Mine Rd. were covered in the February 5 staff presentation. Additionally, a li st of 
the TSP revisions is attached. 

The ordinance has been revised in Sections 2, 3 and 4 to make clear that Exhibits A, Band C though 
referenced in the ordinance, are external to it and need not be ful ly incorporated in the wording of the 
ordinance. Upon enactment of the ordinance, the version of the TSP, which is Exhjbit B, wil l become 
"adopted" as requi red by state land use statues and may be thereafter modified only by means of a 
subsequent ordinance. Likewise, Exhibits A and C will be adopted upon enactment of the ordinance 
will be subject to change only by ordinance. The ordinance with the revisions shown in strikeout and 
bold is the final attachment to this communication. 

BACKGROUND 
The City Council held a public hearing and passed first reading of an ordinance amending the 
Comprehensive Plan to adopt the TSP as a supporting document and the amended Street Dedication 
Map at the February 5 meeting. 

The Council approved the findings for the TSP at the March 5 meeting. The findings document 
summarizes the Council decision, and addresses the applicable parts of the City code and 
Comprehensive Plan, as well as the State planning goals. 

FISCAL IMPLICATIONS: 

The TSP estimates that $24,250,000 will likely be available for capital projects over the next 25 years. 
Based on thi s projection, the TSP i11cludes a "financially constrained plan·' which is comprised of high 
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CITY OF 

ASHLAND 
and medium priority projects, studies and programs that can be considered reasonably likely to have 
funding in the 25-year planning period. 

STAFF RECOMMENDATION AND REQUESTED ACTION: 
Staff recommends approving second reading of the ordinance adopting the TSP and the amended 
Street Dedication Map. 

SUGGESTED MOTIONS: 
I move to approve the second read ing of an Ordinance amending the City of Ashland Comprehensive 
Plan to adopt the TSP as a suppo1ting document and the amended Street Dedication Map. 

ATTACHMENTS: 
1. An Ordinance Amending the City of Ashland Comprehensive Plan to Adopt the Transportation 

System Plan (TSP) as a Supporting Document and to Amend the Street Dedication Map 
2. Exhibit A: Appendix A of the Ashland Comprehensive Plan 
3. Exhibit B: Ashland Transportation System Plan, Final, October 2012 
4. Exhibit C: Street Dedication Map 
5. Revisions to Ordinance for Second Reading 
6. Revisions to TSP for Second Reading 
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Exhibit A 

Appendix A: Technical Reports and Supporting Documents 
City of Ashland, Oregon Comprehensive Plan 
Periodically, the City may choose to conduct studies and prepare technical reports to adopt by reference within 
the Comprehensive Plan to make available for review by the general public. These studies and reports shall not 
serve the purpose of creating new city policy, but rather the information, data and findings contained within the 
documents may constitute part of the basis on which new policies may be formulated or existing policy 
amended. In addition, adopted studies and reports provide a source of information that may be used to assist 
the community in the evaluation of local land use decisions. 

Chapter 11, Introduction and Definitions 
The following reports are adopted by reference as a supporting document to the Ashland Comprehensive Plan, 
Chapter II, Introduction and Definitions. 

1. Croman Mill Site Redevelopment Plan (2008) by Ordinance 3030 on August 17, 2010 

Chapter IV, Environmental Resources 
The following reports are adopted by reference as a supporting document to the Ashland Comprehensive Plan, 
Chapter IV, Environmental Resources. 

1. City of Ashland Local Wetland Inventory and Assessment and Riparian Corridor Inventory (2005/2007) by 
Ordinance 2999 on December 15, 2009. 

Chapter VII, Economy 
The following reports are adopted by reference as a supporting document to the Ashland Comprehensive Plan, 
Chapter VII , The Economy. 

1. City of Ashland: Economic Opportunities Analysis (April 2007) by Ordinance 3030 on August 17, 2010 

Chapter X, Transportation 
The following reports are adopted by reference as a supporting document to the Ashland Comprehensive Plan, 
Chapter X, Transportation. 

1. Ashland Transportation System Plan ((month] 2013) by Ordinance# on (date]. 

Chapter XII, Urbanization 
The following reports are adopted by reference as a supporting document to the Ashland Comprehensive Plan, 
Chapter XII, Urbanization. 

1. City of Ashland: Buildable Lands Inventory (2011) by Ordinance 3055 on November 16, 2011 . 
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The progress of this plan was guided by the Project Management Team (PMT) made up of City of 

Ashland staff with input from the Oregon Department of Transportation (ODOT). The project was also 
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Introduction 

The 2034 Ashland Transportation System Plan (2034 TSP) is an important resource for the City to use to 

implement the community's goals regarding transportation. The City of Ashland is a community that 

fosters curiosity, creativity, and communication . It has a progressive and active business community 

that cultivates vibrant cultural and recreational activities to support tourism in the City and establish a 

healthy, diverse local economy to support Ash land's year-round residents. The citizens of Ashland place 

great value on creating and maintaining a sustainable and living community by maintaining high 

development standard s, emphasizing historic preservation and developing effective conservation 

programs. These values and characterist ics of the community influenced and in many respects defined 

the content of the 2034 TSP. 

In the scope of work to develop the 2034 TSP, the City and community clearly emphasized the desire 

for the 2034 TSP to integrate multimodal transportation and future land use to create a TSP aligned 

with the community's values. The process to develop the 2034 TSP was initiated in 2010 and completed 

in 2012. The resulting plan focuses on policies, projects, programs and studies that: 

• Improve bicycle and pedestrian facilities and enhance tran sit service to make Ash land a less 

auto dependent community; 

• Integrate future land use considerations to plan for and preserve opportunities for 

development that supports and facilitates bicycle, pedestrian and transit modes; and 

• Enhance livability, small-town character, and the natural environment. 

In addition to developing the 2034 TSP to be aligned with the community's values, it also meets the 

state requirements for a TSP and acts as a resource for staff, decision makers, and the public. It 

represents two years of hard work and co llaboration among City staff, Transportation Commission, 

Planning Commission, City Council, Chamber of Commerce, Technical Advisory Committee and 

community members. The 2034 TSP is the principal document for identifying the function, form, and 

location of future transportation facilities, directing resources to transportation project s, and providing 

the community with the level of investment that will be needed to support anticipated deve lopment 

with in the commun ity. It also serves as a supporting document of the Ashland Comprehensive Plan as 

required by state law. 

The Ashland Transportation Planning Context 

Transportation planning in Ashland is shaped by the community members who va lue the unique 

combination of small town Americana, rich history, and progressive attitude of embracing new and 

different problem so lving approaches for the purpose of enhancing the experience of living, working 

and visiting Ashland. Transportation planning in Ashland is also shaped by the topograph ica l and 

2 Kittelson & Associates, Inc. 



Ashland Transpartation System Plan October 2012 
Introduction 

physical constraints adjacent to the City. Steep hillsides in the northwestern t o southwestern portion of 

the City act as a natura l constra int to growth further west or south. Interstate 5 (1-5) along the 

northeastern to southeastern portion of the City serves as a constraint and connectivity challenge for 

growth further east or north. The majority of the City is located within the area defined by 1-5 and the 

steep hillsides - as a result the City is relatively compact. 

Based on the community's desires, a key focus of the 2034 TSP was to emphasize projects, programs, 

and studies to enhance bicycling, wa lking, and transit as comfortable, convenient, and reasonable 

means for travel. The City's compact nature supports further development of these modes as many 

trips within the City limits are relatively short in distance and with improved facilities and transit service 

can be comfortably, conveniently and reasonably made by bicycling, wa lking and/or riding transit. Some 

of the specific issues and opportunities that influenced the development of the 2034 TSP are 

summarized below. 

Statewide Highway as Main Street 

OR 66 and OR 99 pass through Ashland and within Ashland serve dual functions as statewide routes and 

local arterials needing to serve a variety of land uses and road users. As a result there are several 

projects and studies identified in the 2034 TSP that focu s on finding and establishing a balance of 

providing a facility that can support different types of road users, land uses and trave l purposes. 

Multimodal Connections to Surrounding Communities 

As noted above, Ashland is a relatively compact City making travel by bicycling, walking and transit 

feasible with enhancements to existing fa ci lities and additional faci lities to better support those modes. 

Multimodal connections to surrounding communities (or destinations) such as Medford present more 

challenges due to the distance between communities and the coordination needed with other agencies 

and organizations such as the regional transit district . As a result, the 2034 TSP includes a Transit 

Service Program that outlines the community's transit improvement priorities and identifies funding to 

support transit improvements. The Transit Service Program is designed to give the City the flexibility 

they need to be able to coordinate with other agencies to achieve the desired transit service the 

community would like to have available for travel to, from and within Ashland. 

Special Areas 

There are two areas within Ashland that are notab le opportunities for integrated mixed use 

deve lopment consistent with the community's desire to have land uses that support the loca l economy, 

enhance the livability of the community and are supportive of multiple transportation modes. These 

two areas are the Ra ilroad District located a few blocks north of the downtown couplet and Croman 

Mill Site located south of OR 66 near 1-5 . The 2034 TSP includes projects aimed at providing key 

transportation connections that will facilitate development in those areas. 

3 Kittelson & Associates, Inc. 
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The Oregon Revised Statutes require that the TSP be based on the current Comprehensive Plan land 

uses and that it provide for a transportation system that accommodates the expected growth in 

popu lation and employment that will result from implementation of the land use plan. Development of 

this TSP was guided by Oregon Revised Statute (ORS) 197.712 and the Department of Land 

Conservation and Development (DLCD) administrative rule known as the Transportation Planning Rule 

(TPR, OAR 660-012). 

The TPR requires that alternative travel modes be given cons ideration along with the automobile, and 

that reasonable effort be applied to the development and enhancement of the alternative modes in 

providing the future transportation system. In addition, the TPR requires that local jurisd ictions adopt 

land use and subd ivision ordinance amendments to protect transportation facilities and to provide 

bicycle and pedestrian facilities between residential, commercia l, and employment/institutional areas. 

It is further required that local communities coordinate their respective plans with the applicable 

county, regional, and state transportation plans. 

Further requirements were adopted by the Oregon Legislature in 2009 in Oregon House Bill 2001 - Jobs 

& Transportation Act (JTA). Among the chief changes introduced in JTA is an emphasis on sustainability. 

JTA requires the development of a least cost planning model, as well as planning for reduction in 

greenhouse gas (GHG) emissions. Precise implementation measures and eva luation technologies are 

still under development. However, these elements were integrated in concept in the development of 

the TSP. 

Planning Work Foundation 

The development of the 2034 TSP began with a review of the loca l and statewide plans and policies that 

guide land use and transportation planning in the City. In addition to the previously adopted 

transportation plan (1998), the TSP incorporates the following other transportation planning efforts: 

• City of Ashland 

• Comprehensive Plan 

Partial TSP Update 

• Land Use Code 

• Jackson County 

• Comprehensive Plan 

• Transportation System Plan 

• Regional 

• RVMPO Regiona l Transportation Plan 
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• RVMPO Regional Transportation Improvement Plan 

• RVMPO Freight Study 

• State 

• 

• 

• 

OAR Chapter 660 division 012 

OAR Chapter 734 division 051 

Oregon Highway Plan 

October 2012 
lnrraduction 

A complete list of plans and policies reviewed as part of the 2034 TSP development is included in 

Technical Memorandum #1 Plan and Policy Review within Volume 3. 

Public Involvement 

Public involvement for developing and reviewing the 2034 TSP was achieved through: 

• 12 Joint Transportation Commission (TC) and Planning Commission (PC) TSP meetings and 4 

Subcommittee meeting, advertised open to the public; 

• 1 public forums and one open house; 

• Ta rgeted outreach to loca l community organizations and groups such as the Chamber of 

Commerce; and 

• Public hearings as part of the adoption process. 

Organization of the TSP 

The 2034 TSP is comprised of a main document (Volume 1) and two volumes of technical appendices. 

Volume 1 is the final report of the 2034 TSP. It is organized into the following sections. 

• Section 1- Introduction (current section) 

• Section 2 - Existing Transportation System Inventory 

• Section 3 - Transportation Goals & Objectives and Plan & Policy Review 

• Section 4 - Existing Conditions 

• Section 5 - Future Demand, Land Use, Funding 

• Section 6 - Genera l Policies and Studies 

• Sect ion 7 - Pedestrian Plan 

• Section 8 - Bicycle Plan 

• Section 9 - Transit Plan 

5 Kirrelson & Associares, Inc 



Ashland Transportation System Plan 

• Section 10- Intersection and Roadway Plan 

• Section 11- Pedestrian Plans 

• Section 12 - Other Modes Plan (Air, Rail, Water, Pipeline) 

• Section 13 - Sustainability Plan 

• Section 14 - Funding and Implementation 

October 2012 
Int roduction 

• Section 15 - Plan Implementation Recommendations for Ordinance Amendments (zoning, 

subdivision, public works construction standards} 

Sections 1 through 5 of Volume 1 provide important background information on the existing and future 

anticipated performance of the transportation system. Sections 6 through 15 of Volume 1 present the 

policies, studies, projects and programs planned for the next 20 to 25 years. 

Volume 2 includes the technical information that directly supplements Volume 1 including the project 

prospectus sheets and bicycle/pedestrian treatments toolbox. 

Volume 3 contains the technical memorandums prepared during the development of the 2034 TSP 

including the detailed data and analysis that informed the final plan. 

6 Kittelson & Associates, Inc. 
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Existing Transportation System Summary 

EXISTING TRANSPORTATION SYSTEM SUMMARY 
This sect ion provides an inventory of the existing transportation system (as of 2010), including elements 

that influence the transportation system such as land use, population, and environmental constraints. 

The purpose of this section is to document the baseline existing transportation system within the 

Transportation System Plan (TSP) Project Area. The information presented in this section was obtained 

from a number of sources, including the 1998 TSP, the City of Ashland Comprehensive Plan, and the 

partial update to the TSP performed in 2007. The project team also used Geographic Information 

System (GIS) files, other data file formats (e.g., excel, PDF), and studies provided by the City of Ashland, 

Rogue Va lley Council of Governments (RVCOG), Rogue Valley Metropolitan Planning Organization 

(RVMPO), Rogue Valley Transit District (RVTD), Jackson County, and the Oregon Department of 

Transportation (ODOT) to assemble the inventory and also conducted limited field data collection and 

verification. 

The following elements are inventoried below: 

• Land Uses and Population; 

• Street System; 

• Public Transportation System; 

• Rail System; 

• Bicycle and Pedestrian Systems; 

• Air Transportation System; 

• Pipeline System; and 

• Water Transportation Syst em . 

The majority of the inventory is presented in figures and tabular form with supplemental text provided 

as needed to further explain the information illustrated. 

LAND USES AND POPULATION INVENTORY 

This section identifies the existing, planned, and potential land uses as well as environmental 

constraints to development. The land use and population inventory helped inform the existing and 

future cond itions ana lyses; particularly, as the project team worked with the community to develop 

future alternative scenarios that capture the community's vision for the City of Ashland. 

Existing maps produced by the City of Ashland illustrate the comprehensive plan, zoning, buildable 

lands, historic districts, and physical and environmental constraints including floodplain corridors, steep 

hillside lands, and wildfire lands. A set of these maps is contained in Appendix A of Technical 

Memorandum 113: System Inventory in the Technical Appendix. 

I 2 Kittelson & Associates, Inc. 
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Existing Transportation System Summary 

Figure 2-1 illustrates the activity centers that are likely destinations for bicyclists, pedestrians, and other 

active modes of transportation (e.g., rollerblading and skateboarding). These destinations are based on 

current City of Ashland maps and GIS data. As part of the existing and future conditions analyses, the 

activity centers shown in Figure 2-1 were integrated into considerations to improve access for 

pedestrians, bicyclists, and other active modes of transportation. Additiona l activity centers, such as 

concentrations of commercia l and employment uses, were also considered when making 

recommendations for enhanced transit service and active transportation improvements. 

Key destinations identified include Ashland High School, Ashland Middle Schoo l, several elementary 

schoo ls, Southern Oregon University, Ashland Community Hospital and the Ashland Public Library. 

Lithia Park is the city's largest park, but numerous neighborhood parks also generate significant bicycle 

and pedestrian travel. The downtown core is a significant pedestrian destination and accommodates 

the highest levels of pedestrian activity within the city. Exhibits 2-1 and 2-2 are examples of existing 

destinations in the City of Ashland. Exhibit 2-1 shows Garfield Park, a neighborhood park located off of 

E Main Street. Exhibit 2-2 is a picture of some of the shopping and downtown activity in Ashland. 

Exhibit 2-1: Garfield Park Exhibit 2-2: Downtown Ashland 

Figure 2-2 illustrates the location, by percentage, of the minority population residing within the City of 

Ashland. Figure 2-3 illustrates the percent of households without access to a personal automobile. The 

information displayed in Figure 2-2 and Figure 2-3 is based on 2000 Census Data. One notable finding 

from these figures is that there are currently large concentrations of minority populations located north 

of Main Street and near Interstate 5 (1-5) that do not have easy wa lking access to fixed-route transit. 

Those living near the intersection of Siskiyou Boulevard and Tolman Creek Road and those living 

between Iowa Street and Siskiyou Boulevard, however, are within a reasonable walking distance of 

existing transit service. 

This base information was used to eva luate public transportation, pedestrian, and bicyclist 

improvements and opportunities in the existing and future conditions analyses. 

3 Kittelson & Associates, Inc. 
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Ashland Transportation System Plan October 2012 
Existing Transportation System Summary 

The City of Ashland's historic and projected population is shown in Exhibit 2-3. As shown, the 

population in 2009 was estimated to be 21,505. Based on the Comprehensive Plan, the population 

projection for the TSP horizon year of 2034 is 25,464. The annual population growth rate from 1971 to 

2009 has averaged 1.45% per year. Historical population growth has tracked closely with population 

projections from the Ashland Comprehensive Plan, which assumes a higher growth rate than was 

assumed for Ashland by Jackson County (RPS) projections. Growth projections by the city are reflected 

in economic opportunities analysis work completed in 2003 and in 2007. Figure 2-4 illustrates where 

growth has been occurring in the City of Ashland from 1990 to 2000 using 1990 and 2000 US Census 

Data. 

Exhibit 2-3: Historical and Projected Ashland Population 

,0000 ........... ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~--.--i 

~###~~##~#~~##~~~#~~#~~~~~~~#~V#~##\#~~~ 
__.._. Historic Population --Comprehensive Plan Projection -- RPS Projection • - - Linear (H istoric Population) 

It should be noted that popu lation estimates shown in Exhibit 2-3 are for informational purposes only. 

Population estimates have been updated since 2009 when the TSP project began as shown below. 

Ashland Population ~rojections 

I~ 7 Kittelson & Associates, Inc. 



Ashland Transportation System Plan October 2012 
Existing Transportation System Summary 

Relative to Jackson County, the age distribution of the recent increases in population indicate lower 

shares of youth under 20 yea rs of age and lower shares of the typical working-age range of 25 to 64 

years. Retirees over the age of 65 years in Ashland are higher than the state average but remain slightly 

lower that Jackson County. The Economic Opportunities Ana lysis of 2007, reviewed as baseline data for 

Technical Memorandum #1, also provides analysis of growth trends for the City of Ashland. Key findings 

include: 

• The population of Ashland is aging and wil l continue to do so through an in-migration of 

people nearing retirement age. 

• Ashland has a large population of college aged residents. 

• The most robust employment growth will likely be Retail, Hea lth Care, Social Assistance, 

Leisure and Hospitality. 

8 Kittelson & Associates, Inc. 
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Ashland Transparta tian System Plan October 2011 
Existing Transportation System Summary 

Housing costs in the City of Ashland are the most expensive in Jackson County and may be a constraint 

on growth, if affordable work force housing is not sufficiently avai lable. 

STREET SYSTEM INVENTORY 

Roadway deve lopment and construction in the City of Ashland has historica lly been constrained due to 

the steep hillside topography through the southwestern portions of the City. 1-5 borders the City along 

its northern edge and passes through the southeastern edge of the City. In addition to 1-5, two state 

highways, OR 99 and OR 66, pass through the City of Ashland serving as key boulevards within the 

urban area. A local network of avenues and neighborhood collectors distribute traffic from OR 99 and 

OR 66 throughout the remaining urban area. 

The fo llowing set of figures illustrate the current street characteristics within the urban growth 

boundary including roadway classifications, roadway jurisdiction, intersection characteristics (e.g., 

signal locations), number of vehicle travel lanes, posted speed limits, on-street parking and other 

similar characteristics. 

Functional Street Classifications and Jurisdictional Roadway Responsibilities 

Prior to this TSP Update, the City of Ashland recognized six functional street classifications in the 

Transportation Element of the Ashland Comprehensive Plan. These classifications are boulevard (i .e., 

arterial), avenue (i.e., major collector), neighborhood co llector (i.e., minor collector), neighborhood 

street (i.e., loca l street), alley, and multiuse path. The Transportation Element of the Ashland 

Comprehensive Plan provides the following descriptions for the street classifications: 

• Boulevard (8,000 to 30,000 ADT) - Provide access to major urban activity centers for 

pedestrians, bicyclist s, transit users and motor vehicle users, and provide connections to 

regional traffic ways such as Interstate 5. 

• Avenue (3,000 to 10,000 ADT) - Provide concentrated pedestrian, bicycle, and motor 

vehicle access from boulevards to neighborhoods and to neighborhood activity centers. 

• Neighborhood Collector (1,500 to 5,000 ADT) - Distribute traffic from boulevards or 

avenues to neighborhood streets. 

• Neighborhood Street (less than 1,500 ADT) - Provide access to residential and 

neighborhood commercial areas. 

• Alley - A semi-public neighborhood space that provides access to the rear of property; the 

alley eliminates the need for front yard driveways and provides the opportunity for a more 

positive front yard streetscape. 

• Multiuse Path - Off-street faci lities used primarily for walking and bicycling; these paths can 

be relatively short connecti ons between neighborhoods or longer paths adjacent to rivers, 

creeks, railroad tracks, and open space. 

10 Kittelson & Associates, Inc 



Ashland Transportation System Plan October 2012 
Existing Transportation System Summary 

As part of the TSP Update, the street classifications were reviewed and many were updated to be more 

consistent with the existing and projected future traffic volumes and function. Figure 6-1 in Section 6 

provides the updated street functiona l classifications. 

1-5 serves as the major north-south connection to destinations beyond the Rogue Va lley Region and 

links Ashland to Oregon's largest communities including Eugene, Salem and Portland as well as extends 

south to California. Three freeway interchanges provide access from City of Ashland surface streets to I­

S; these interchanges are located at Exits 11, 14, and 19. Exits 11 and 14 provide access to the southern 

end of Ashland, while Exit 19 provides access to the northern end. 

OR 99 and OR 66 serve as the primary east-west boulevards within Ashland. OR 99 provides access from 

1-5 in the southeastern portion of Ashland through the approximate center of the City's urban area 

extending beyond the northwestern edge of t he City's boundary. OR 66 provides access from 1-5 at Exit 

14 extending west to intersect with OR 99. OR 66 also extends east beyond the southeastern edge of 

the City's boundary. 

The remaining roadways illustrated provide access to/from OR 66 and OR 99 to the surrounding 

commercia l, residential, recreat ional, employment, and industrial areas within Ash land. Key avenues in 

Ashland include Tolman Creek Road, Walker Avenue, Mountain Avenue, Oak Street, Helman Street, 

Hersey Street, Iowa Street, Wimer Street, and Grandview Drive. These avenues provide north-south and 

east-west connectivity within the urban boundary. 

Figure 2-5 illustrates the jurisdictional responsibil ities for the streets in the City of Ashland. 

The City of Ash land is responsible for the majority of streets within the urban growth boundary. The 

exceptions are portions of OR 66 and OR 99, which fall under ODOT responsibi lity. Portions of OR 99 

(Siskiyou Boulevard) have been designated by ODOT with Special Transportation Area (STA) and Urban 

Business Area (UBA) designations which allow OR 99 to deviate from typica l ODOT District OR standards 

providing the City with additional flexibi lity when managing and planning their downtown urban core. 

These sections are located in the downtown Ashland area and on OR 99 northwest of downtown. The 

specific segments of OR 99 are shown in Figure 2-5. There are also five roadway segments classified as 

avenues that fa ll under Jackson County jurisdictional responsibility. 

Study Intersection and Street Segment Characteristics 

Figure 2-6 summarizes the intersections (and the existing traffic control) that were ana lyzed 

operationally in the existing and future conditions analyses. These study intersections are generally 

located where neighborhood collector facilities and higher-order roadways intersect. 

Of the thirty study intersections, eighteen are stop controlled and twelve are controlled by traffic 

signals. The traffic operations and safety performance of these intersections are presented and 

discussed below. Figures 2-7 through 2-9 illustrate the roadway segment characteristics including 

number of lanes, posted speed limits, and type of roadway surface . 

11 Kittelson & Associates, Inc 
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Ashland Transportation System Pion October 2012 
Existing Transportation System Summary 

As shown in Figure 2-8 and Figure 2-9, the majority of roadways within Ashland are paved with posted 

speeds of 25 mph. Roadway facilities such as Siskiyou Boulevard (OR 99} and Ash land Street (OR 66) 

have higher posted speeds particularly as these facilities approach 1-5 and reach the southeastern and 

northwestern edges of the City limits. 

Designated On-Street Parking 

Figure 2-10 illustrates designated on-street parking in the City of Ashland. As shown, designated on­

street parking is primari ly located in the downtown core of Ash land. While on-street parking is 

permitted in other areas of Ashland, designations in terms of time and use (e.g., loading zones, 

commercial uses) occur primarily in the downtown shopping and commercial area and near the 

hospital. 

Freight Routes 

The freight routes within the study area are illustrated in Figure 2-11 and include 1-5, OR 99 and OR 66. 

1-5 is designated as a National OR System Freight Route. The City has designated OR 66 and OR 99 as 

freight routes through the City. The City designated routes are intended primarily for local freight 

deliveries and local freight movements. Regional and national truck freight movements are intended to 

occur via 1-5. 

ITS Infrastructure 

The on ly Intelligent Transportation System (ITS} infrastructure in the area is outside of the urban 

growth boundary and is located along 1-5. There are two locations along 1-5 with dynamic message 

signs, one weigh in motion station, and an OR advisory signal for motorists; the location of these items 

are shown in Figure 2-12. 

PUBLIC TRANSPORTATION SYSTEM INVENTORY 

The Rogue Valley Transit District (RVTD) provides intercity and regional public transit within Jackson 

County. RVTD serves the City of Ashland as we ll as Talent, Phoenix and Medford w ith fixed-route bus 

and dial-a-ride paratransit service. 

Fixed-Route Service 

RVTD operates fixed-route transit service in Ashland. Route 10 circulates around Ashland and connects 

to Medford via Talent and Phoenix. Route 10 currently provides service for Ashland from approximately 

5:00 a.m. to 10:00 p.m. Monday through Friday and 8:00 a.m. to 6:00 p.m. on Saturday. The route 

operates on 20-minute headways from approximately 7:00 a.m. to 5:00 p.m. on weekdays, 30-minute 

headways from 5:00 a.m. to 7:00 a.m. and 5:00 p.m. to 10:00 p.m. on weekdays, and 60-minute 

headways on Saturdays. 

17 Kittelson & Associates, Inc 
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Ashland Transportation System Plan October 2012 
Existing Transportation System Summary 

Figure 2-13 illustrates the transit routes and stops. Currently, there are no park and ride locations 

within the City of Ashland. Connectivity to other transit is through the Front Street Station in Medford. 

Ridership levels for the City of Ashland have fluctuated with changes in fares and service. Historically, 

ridership system-wide and within the City of Ashland have increased in response to sharp increases in 

fuel prices. Peak ridership levels were reached during 2003 through mid-2006 when no fares were 

charged to Ashland riders. When fares were increased and the Route 5 loop service was discontinued, 

ridership dropped sharp ly. Loop service was restored in 2009 (Route 15); however, fares were 

increased from $0.50 to $1.00 (which still represented a significant city subsidy to the $2.00 fare on the 

rest of the RVTD system) and the overa ll fixed route ridership has been declining over the past two 

years. Similarly, ridership for the Valley Lift paratransit service, described below, has also had minor but 

steady decline since 2005 (data is not available prior to 2005). 

Stop amenities for RVTD's fixed-route bus service include shelters and bike racks at some locations. In 

addition to the shelters provided by RVTD, the City of Ashland has purchased shelters for additiona l 

stops and pays for repair and maintenance of those shelters. RVTD is current ly developing new bus stop 

standards and policies that will determine which stops wi ll qualify for shelte rs in the future. 

Dial-a-Ride Service 

RVTD also operates a paratransit service through their Val ley Lift Program and Translink. The Valley Lift 

Program is a shared ride, curb-to-curb, wheelchair accessible transportation service for people with 

disabilities preventing them from using RVTD's fixed-route bus service. Va lley Lift service is provided 

within Ya mile buffer on either side of the RVTD fi xed-route system. This transportation option fulfi lls 

requirements of the Americans with Disabi lities Act. RVTD owns and maintains t he vehicles; the drivers 

are contracted through Paratransit Services. Users of this service fa ll into three categories of eligibility: 

temporary, conditional and unconditional. During the last fiscal year, ridership averages 750-800 trips 

per month. The fare is $2.00 and provides a low cost recovery since each trip costs $20-30. 

Translink is a 7-county Medicaid transportation service provided to eligible Oregon Health Plan (OHP) 

and eligible Medicaid clients trave ling to authorized medica l services. Translink is funded through the 

Oregon Department of Human Services. RVTD is considered the Lead Specia l Transportation Service for 

ODOT Region 3. In that administrative capacity, the agency schedules and dispatches rides through 

multiple providers. 

RAIL SYSTEM INVENTORY 

Freight rail service is provided through and within the city limits by the Central Oregon and Pacific 

Railroad (CORP) and the White City Terminal and Utilities (WCTU). The rail line provides service to 

several loca l manufacturers, including the t imber industry and plants in the White City industrialized 

area just north of Medford. CORP acts as a feeder line to Union Pacific. 

21 Kittelson & Associates, Inc. 
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Ashland Transportation System Pion October 2012 
Exis ting Transportation System Summary 

The Siskiyou Line of the Southern Pacific Rail System runs from Springfield, Oregon through Roseburg, 

Grants Pass, cent ra l Point, Medford, Phoenix, Talent and Ashland. The line continues into California 

under the name Black Butte Line. RailAmerica owns the enti re rail line from Springfield to Montague, 

California. 

The rail enters the City from the north by crossing eastward over OR 99 and passing southeast through 

the city limits approximately Yi mile to the east of downtown and OR 99. It runs parallel to OR 99 south 

of the city and crosses over 1-5 where OR 99 merges into 1-5. The rail alignment through Ash land is 

primarily single track with a section of double track extending approximate 1,500 feet west of Oak 

Street transitioning to a triple track extending approximately 3,000 feet east of Oak Street and then 

transitioning back to a double track and then single track over a few hundred feet . Figure 2-14 

illustrates the railroad track alignment through Ashland along with the traffic control devices at each of 

the railroad crossings. 

The lines are mainta ined as FRA Class 2, which allows train speeds of 25 mph. Historica lly the rail lines 

have primarily handled products of the timber industry including lumber, plywood, veneers, sand, clay, 

cements, siding, particleboard and feed and ferti lizers. Currently the line is not being used by any 

industry. There is no passenger rail service along the rail l ine that passes through Ashland (and 

Medford). The nearest passenger rail service stops is located in Klamath Falls, approximately 80 miles to 

the east of Ashland. 

BICYCLE AND PEDESTRIAN SYSTEM INVENTORY 

This sect ion provides an inventory of existing pedestrian and bicycle systems in the City of Ashland 

based on data provided by the City. The GIS data used to identify existing sidewalks and sidewalk gaps 

was created by the project team based on information in the city's impervious surface GIS layers. Some 

modifications to the City's GIS bicycle network were also made based on field observations. Travel 

trends as wel l as facility types and demands are discussed below. 

Pedest rian Network 

The existing pedestrian network is shown on Figure 2-15. Table 2-1 summarizes the existing sidewalk 

network coverage within Ashland's UGB. 

Table 2-1 City of Ashland Sidewalk Inventory 

I

·- - - - - Neighborhood Collectors, ' 

Sidewalk Present Neighborhood Collectors Avenues Boulevards Avenues, and Boulevards : 

Both Sides 0.6 m iles (13%) 6.6 miles (24%) 5.1 miles (34%) 12.3 miles (26%) 

One Side 1.4 miles (30%) 6.4 miles (24%) 1.5 miles (10%) 9.3 m iles (20%) 

No Sidewalk 2.7 miles (57%) 14.0 miles (52%) 8.6 miles (56%) 25.3 m iles (54%) 

Total 4.7 mi les (100%) 27.0 miles (100%) 15.2 m iles (100%) miles(100%) 

23 Kittelson & Assoc,otes, Inc. 
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In general, the higher density areas of the City including the downtown and surrounding residential 

streets are well served with a comprehensive network of sidewalks and crossings. Sidewalk coverage 

declines as you travel further from downtown and the primary traffic corridor (Main Street - Siskiyou 

Boulevard), although a number of the newer residential developments on the outskirts of the City have 

been constructed with sidewalks on both sides of all streets. 

Table 2-1 shows that just over ha lf (54%) of the major street network (i.e., neighborhood co llectors, 

avenues and boulevards) does not have sidewalks. The network of boulevards have sidewalks on both 

sides along just over a third (34%) of its length and on one side for a another 10%. Avenues are covered 

by 24% with sidewalks on both sides and 24% with sidewalks on one side, i.e. over half of avenues in 

the City of Ashland (52%) are without sidewalks on either side. Similarly, 57% of neighborhood 

collectors have no sidewalks. In addition to the sidewalk network, there is approximately 6.8 miles of 

off-street multi-use path. 

The density of designated crosswalks, i.e. signalized or marked crosswalks is approximate ly 2.9 

crossings per mile along boulevards (i.e. one every 0.35 miles or approximate ly 3-4 minutes wa lking 

distance to the closest crossing) and 2.5 crossings per mile along avenues (i.e. one every 0.4 miles or 4 

minutes walking distance). In general the downtown and other high-density locations are wel l served 

w ith frequent crossing opportunities. Further from these areas, crossing density is less, but traffic 

vo lumes may reduce sufficiently to allow safe and frequent crossing opportunities. 

Bicycle Network 

An inventory of the bicycle network (Figure 2-16) shows the fo llowing breakdown of bicycle faci lities: 

• Shared roadway/ signed shared roadway: 8.3 miles 

• Shoulder bikeway: 2.1 miles 

• Bike lanes: 12.7 miles 

• Multi-use path: 4.06 miles 

• Greenway Trails: 2.89 miles 

Overall, approximately 26% of all major roadways (i.e. neighborhood collectors, avenues and 

boulevards) have on-street bicycle lanes and 22% are signed as shared roadways or have shou lder 

bikeways. The loca l street network has not been included in this analysis, but it is likely many local 

streets provide a comfortable environment for bicyclists and could form part of a future network of 

bicycle boulevards. 

Exhibits 2-4 and 2-5 are photos of some of the existing bicycle network elements in Ashland. Exhibit 2-4 

shows an example of on-street bicycle parking provided in downtown Ashland. Exhibit 2-5 shows one of 

the multi-use paths in Ash land. 
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Exhibit 2-4: Bicycle Parking in Downtown Ashland 
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-
Exhibit 2-5: Multi-Use Path in Ashland 

Example Cross-Sections with Pedestrian and Bicycle Facilities 

Example cross-sections for boulevards, avenues and local streets are shown below in Exhibit 2-6 which 

provides examples of the pedestrian and bicycle facilities provided in Ashland. 

Exhibit 2-6: Cross-Sections with Pedestrian and Bicycle Facilities 

Siskiyou Boulevard - East of Sherman Street 
Sidewalks on both sides w/ on-street bike lanes 

E Hersey Street - West of Carol Street 
Sidewalks on one side w/ on-street bike lanes 

K 

Siskiyou Boulevard - East of Walker Avenue 
Sidewalks and bike lanes on one side w/ shoulder 

bikeway other side ---------

Crispin Street 
Sidewalks on both sides, Cyclists share roadway 
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The Ashland Municipal Airport is located 3 miles northeast of downtown at the eastern boundary of the 

city limits. (S03} Ashland Municipal Airport, as designated by the Federal Aviation Administration, has a 

single runway designated 12/30 which is 3,600 feet long x 75 feet wide. The surface area of the airport 

is approximately 95 acres. The airport is a Category 3 General Aviation Airport defined by the Oregon 

Department of Aviation . The land within the Ashland city boundary and within the Airport Overlay Zone 

is zoned as E-1, RR-1, R-1-10 and C-1. Figure 2-17 shows the location of Ashland Municipal Airport. 

The Ashland Municipal Airport does not offer commercia l flights. The nearest commercial flights are out 

of the Rogue Val ley International-Medford Airport. Medford offers both passenger and freight service 

to cities throughout the Northwest with connections to larger airports and markets. The Rogue Va lley 

International-Medford Airport is 989 acres in size and is located 3 miles north of the Medford centra l 

business district near 1-5. Figure 2-18 illustrates the location of Rogue Valley International Medford 

Airport as well as several other smaller municipal or regional airports. 

PIPELINE INVENTORY 

Within the Rogue Valley there is a natural gas pipeline owned and operated by Avista Corporation. 

Originally the pipeline extended from Portland to Medford but a subsequent project connect ed this 

pipeline to a line that crosses central Oregon. The distribution lines for this pipeline are located along I­

S between Grant's Pass and Ashland and the main pipeline is located within the 1-5 corridor. 

Recently a new pipeline was installed from Ashland to Klamath Fa lls to increase the natural gas capacity 

of the local lines and meet increasing demand. There are no intermodal terminals located in or near 

Ashland. Natural gas can on ly be transported by pipeline. 

WATER TRANSPORTATION INVENTORY 

The Rogue River is the largest body of water in the area but is not large enough to use as a form of 

transportation, only recreation. The nearest port is located in Coos Bay and is an international/national 

shipping facility. 
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TRANSPORTATION GOALS & OBJECTIVES AND PLAN & POLICY 
REVIEW 

This section presents the City of Ashland's Transportation System Plan goals and objectives. It also 

summarizes related state, regional and loca l plans, policies and regulations that influence the City of 

Ashland. 

CITY OF ASHLAND'S TRANSPORTATION GOALS AND OBJECTIVES 

In the summer and fall of 2010, the City updated its transportation goa ls and objectives in collaboration 

with the City's Transportation Commission and Planning Commission. The goals and objectives provided 

guidance on the types and priorities of policies, programs, studies and projects that are included in 

Sections 4 through 10 of this transportation system plan. 

Goals and Objectives 

Goal #1: 

Create a "green" template for other communit ies in the state and nation to follow. 

Objectives for Goal 1: 

lA. Create a prioritized list of active transportation (e.g., travel by bicycle, by foot and/or a 
combination of non-auto modes), green projects that reduce the number of auto t rips, auto 
trip length, and vehicle emissions. 

18. Expand active t ransportation infrast ructure to include features that encourage non-auto 
travel. Potential features include bicycle boulevards, bicycle lanes, wider bicycle t ra ils, and 
improved lighting for bicycles and pedestrians. 

lC. Esta blish targets for increasing biking, walking, and transit trips over t he next 5, 10, and 20 
years. 

lD. Develop plans for pedestrian-oriented, mixed land-use activity centers w ith an active 
transportation focus and green infrastructu re. 

lE. Identify ways to reduce carbon impacts through changes to land use patterns and 
transportation choices to make travel by bicycle, as a pedestrian and by transit more viable. 

lF. Update City of Ashland code street design standards to provide more flexibility and options 
for enhanced active transportation facilities. 

lG. Implement environmenta lly responsible or green design standards. 

lH. Investigate creative, cutting edge ways including policies to increase act ive transportation 
trips in the City of Ash land. 
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Goal #2: 

Make safety a priority for all modes of travel. 

Objectives for Goal 2: 

October 2012 
Transportation Goofs & Objectives and Plan & Policy Review 

2A. Coordinate with safe routes to school (SRTS) plans for local schools including Southern 
Oregon University. 

28. Develop an access management plan that can be adopted into code and enforced. 

2C. Strategically plan for safety and operational improvements for bicyclists and pedestrians. 

20. Develop recommendations for rea ligning the highly skewed intersections within the City of 
Ashland that indicate there is notable potential to improve safety. 

2E. Recommend appropriate means for managing state highways and major arterials to meet 
local and through traffic needs in terms of mobility, access, and safety. 

2F. Incorporate the Highway Safety Manual (HSM) into development review and capita l projects 
eva luation processes. 

2G. Reduce the number of fatal and serious crashes in the City of Ashland by 50% in the next 20 
years. 

2H. Reduce the frequency of bicycle and pedestrian related crashes in the City of Ashland by 50% 
in the next 20 years. 

Goal #3: 

Maintain small-town character, support economic prosperity and accommodate future growth. 

Objectives for Goal 3: 

3A. Develop an integrated land use and t ransportation plan to increase the viability of active 
transportation. 

38. Consider modal equity when integrating land use and transportation to provide travel options 
for system users. 

3C. Identify opportunities, guidelines and regulations for bicycle, pedestrian and transit 
supportive land uses within the City of Ashland. 

30. Identify transportation projects or system adjustments that improve development potentia l 
and support increased mixed use development within the current Urban Growth Boundary. 

3E. Identify adjustments to transportation and land use codes and regulations that will facilitate 
higher density developments in transit corridors, and shorter trip length and non-motorized 
modes of travel throughout the City of Ashland. 

3F. Incorporate the Highway Capacity Manual multi-modal procedures into development review 
and capital improvement project evaluation processes. 
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Create a system-wide balance for se rving and facilitating pedestrian, bicycle, rai l, air, transit, and 

vehicular traffic in terms of mobility and access with in and through the City of Ashland. 

Objectives for Goal 4: 

4A. Identify ways to improve street connectivity to provide additional travel routes to the state 
highways for bicyclists, pedestrians, and autos. 

48. Identify ways to provide sufficient levels of mobility and accessibility for autos while making 
minimal investment in new automobile focused infrastructure. 

4C. Upgrade pedestrian facilities to ADA compliant standards. 

40. Develop alternative (e.g., multimodal) mobility standards that allow for planned congestion 
to help achieve multimodal and land use objectives. 

4E. Identify corridors where the alternative mobility standards could be beneficial to achieve 
multimodal and land use objectives. 

4F. Recommend creative, innovative ways to more efficiently manage, operate, and fund the 
transportation system. 

4G. Create a comprehensive transportation system by better integrating active transportation 
modes with transit and travel by auto. 

STATE1 REGIONAL, AND LOCAL PLAN AND POLICY REVIEW 

Review of over forty documents identified a state, regional, and county regulatory context and a 

community vision that were considered when evaluating alternatives and ultimately updating the City 

of Ashland TSP. Technical Memorandum 1 contained in the Technical Appendix presents the detailed 

review. The fo llowing highlights the key findings. 

A few of the City of Ashland documents are not adopted plans; therefore, did not provide a regulatory 

context. However, they did provide useful "baseline" insight into the recent history of community 

planning and citizen input with regard to transportation issues and the relationship of those issues to 

land use development in the future. 

• Ashland Comprehensive Plan: The Comprehensive Plan is the bedrock of goals, policies, and 

land use designations for updating the TSP. It provides clear policies and criteria for 

eva luating transportation improvements, transit corridors, and any land use concepts for 

pedestrian nodes and locations for increasing density. 

• Ashland Land Use Code: The land use code is a supporting document for the 

Comprehensive Plan. The zoning designations provided starting places for investigating 

opportunities for future pedestrian nodes and other intensification of development that is 

integrated with multimodal transportation improvements, particularly enhanced transit 

service. 
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• Ashland in Action 2000 and the Downtown Plan: Both documents include prob lem 

statements and cha llenges that were considered in updating the TSP. The plans also make 

specific improvement proposa ls for the pedestrian and bicycle circulation, transit service, 

and parking that were considered and discussed in updating the TSP. 

• A Handbook for Planning and Designing Streets: The street standards are comprehensive 

and hierarchica l. They were the starting point for any recommended changes to loca l st reet 

design. 

• The SOU Master Plan Update, the Railroad Property Master Plan, and the Croman Mill Site 

Redevelopment Plan: Each of these plans is illustrative of important transportation 

connections and choices that will help define the coming years for the City of Ashland. 

These plans informed the project lists in the modal plan chapters of thi s TSP. 

• RVTD Ten Year Long Range Plan: There will be opportunities for an integrated consideration 

of transit corridors with enhanced service and intensification of land uses. This integrated 

planning can help define appropriate leve ls of transit-oriented development and provide 

needed data for implementing the Tiered Service Expans ion proposed by RVTD. Planning 

should also include consideration of transportation for the elderly and disabled through 

paratransit services. 

• RVMPO Regional Transportation Plan (RTP) and Regional Transportation Improvement 

Plan (TIP): Opportunities to coordinate local and regional objectives through specific 

projects and their timelines for funding and implementation. The RTP includes adopted 

regional goals for transit service. 

• State Plans and Standards: Coordination of plans and requirements access spacing and 

design standards for roadway elements will be required for the state highway facilities that 

also serve as major streets for the City of Ashland. 

• Interchange Area M anagement Plan for Interchange 14: The TSP update is consistent with 

the IAMP. 

• Other References: These documents can provide useful guidance and best practices 

examples for improving multimodal faciliti es. 
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This section documents the current conditions and performance of the City of Ashland's transportation 

syst em. Findings from this section were used to identify system deficiencies and opportunities to 

improve the system to meet the City's goals and objectives. The existing conditions of the following 

elements of the transportation system are discussed further below: 

• Active transportation faci lities (facilities for active modes of t ransportation such as bicyclists and 
pedestrians); 

• Traffic counts and traffic analysis; 

• Collisions ana lysis; 

• Access management; 

• Bridge cond itions; 

• Inter-modal and intra-modal connections; and 

• Funding analysis. 

ACTIVE TRANSPORTATION FACILITIES 

The term active transportation refers to modes of transportation that require physical activity on the 

part of the traveler. Traveling as a pedestrian or bicyclist are the two most common forms of active 

transportation. However, the term also incorporates skateboa rds, rollerblades, and other such modes. 

While some of these active modes are less common than pedestrian and bicycle travel, planning and 

designing for ways to accommodate multiple active transportation modes can help facilitate non-auto 

travel at the broadest level and help reduce confl icts or friction between non-auto modes. A simple 

example is making multi-use paths sufficiently wide to allow for safely accommodating bicycle and 

pedestrian travel. This section provides an analysis of the existing pedestrian and bicycle system in the 

City of Ashland. The analysis considers active transportation demand as well as reviews system, 

network, and location deficiencies in the pedestrian and bicycling networks using risk and gap analyses. 

Active Transportation Demand 

Active transportation demand potential in Ashland has been determined based on the "relative 

attractiveness" of key destinations in the area. Each attractor will generate demands from within a 

"comfortable" walking or cyc ling radius (referred to as the buffer area) - the amount of that demand 

depends on the relative strength of the attractor to walking and biking, its geographic proximity to 

potential users, and conglomerations of multiple attractions. 

Relative strength is represented by a multiplier that rates the attraction of one destination compared to 

another and is based on our experience in other cities . For example, a transit center is likely to be more 

attractive than an individual bus stop. A list of attractors and their multipliers is included in Table 4-1. 
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Table 4-1 Attractiveness Multipliers 
---------- -- - --- ---------------- -

Attractor Multiplier 

Regional Center 5 

Village Center 4 

Transit Center 4 

Bus Transfer Stop 2 

Bus Stop 1 

Regional Park 2 

Local Park 1 

Civic - Just ice/Government 1 

Civic - Library/Museum 2 

Civic - Recreation Center 3 

Post-Secondary Institution 4 

School (K-12) 2 

October 2012 
Existing Conditions 

----

GIS spatial analyst was used to model potential active transportation demands in Ashland. Areas of high 

and low potential demand are shown on Figures 4-1 and 4-2 with the pedestrian and bicycle networks 

overlaid respectively. 

Not surprisingly, the areas of highest demand are located along the boulevard road network. This 

reflects land use development patterns that have historically emphasized a compact urban form and 

directed the concentration of attractors (e.g. strip retail, commercial centers, education facilities, etc.) 

to be located on major traffic routes and in close proximity to existing population centers. 

Risk Analysis 

Figures 4-3 and 4-4 show the location of crashes involving pedestrians or cyclists reported between 

1999 and 2009. Crash data used for this risk ana lysis is from GIS data files provided by the City of 

Ashland. Pedestrian and bicycle volumes recorded during the weekday p.m. peak hour (3:15 - 4:15 PM) 

at the 31 intersections included in the 2009 count program are also displayed. 

Pedestrian Risk Analysis 

In the 10 years between 1999 and 2009 a total of 86 crashes involving pedestrians were reported, 

including 68 injury crashes and 4 fatal crashes (i.e . approximately 84% of pedestrian-related crashes 

invo lved injury or death of the pedestrian). Figure 4-3 shows that crashes involving pedestrians are 

heavily concentrated along the boulevard road network - in particular along OR 99 and OR 66. 
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A segment analysis of these two highways (within the City of Ashland) is included in Table 4-2 and 

compares the pedestrian-involved crash rate with environmenta l factors including vehicular traffic 

volumes, sidewalk coverage, and signa lized crossing density and coverage. 

Table 4-2 Pedestrian Analysis of Boulevard Segments 
~- ------------ -· - - -~---- - -- - -- - - - -------1 

' 
' 
I 

' 

Segment Crashes 
Involving 

Pedestrians Traffic 
(crashes/mi Volume• 

Road To From /year) (vph) 

OR 99 (N Main St) Valley View Rd Maple St 0.2 -
OR 99 (N M ain St) Maple St Helman St 1.0 1,500 

OR 99 (N Main St) Helman St Siskiyou Blvd 2.4 1,500 

OR 99 (Siskiyou Blvd) Union St Ashland St 1.1 900 

OR 99 (Siskiyou Blvd) Ashland St Normal Ave 0.8 800 

OR 99 (Siskiyou Blvd) Normal Ave Boundary 0.2 500 

OR 66 (Ashland St) Siskiyou Blvd Clay St 0.6 1,100 

OR 66 (Ashland St) Clary Boundary 1.0 1,250 

•weekday p.m. peak hour traffic volumes (3:15-4:l SPM) collected in September/October 2009 . 
.. Sidewalk coverage calculation determined by presence of sidewalks on bot h sides of the st reet. 

Signalized 
Sidewalk Crossing Signal 

Coverage Density Coverage 
(%) (er/ml) (sig/int) 

56% 1.7 20% 

83% 1.7 30% 

85% 6.0 35% 

95% 5.0 70% 

65% o.o 30% 

52% 1.1 7% 

80% 1.0 20% 

65% 1.7 7% 

In general the road segments with the highest pedestrian-involved crash rates w ere those where high 

numbers of pedestrian crossings interact with high traffic volumes - such as in and near downtown -

and where there is higher traffic vo lumes and fewer intersections treated with signa ls. 

Bicyclist Risk Analysis 

In the 10 years between 1999 and 2009 a total of 122 crashes involving cyclists were reported including 

90 injury crashes (i.e., approximately 74% of crashes involving cyclists resulted in an injury to the 

cyclist). There were no fatal crashes involving cyclists during this time. Figure 4-4 shows that, similar to 

pedestrian-involved crash distribution, crashes involving cyclists also tend to be concentrated along the 

boulevard road network - particularly along OR 99 and OR 66. 

Cyclist-involved crash rates for segments of OR 99 and OR 66 have been compared to bicycle traffic 

volume, vehicular traffic volume, bike lane coverage (note: this does not include shared roadways), and 

signalized crossing density and coverage in Table 4-3. 
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Table 4-3 Bicycling Analysis of Boulevard Segments 
------ -- - - - ------

Crashes 
Involving 

Segment Cyclists Bike Traffic Bike Lane 
(crashes/ Volume• Volume• Coverage 

Road To From mi/year) (bph) (vph) (%) 

OR 99 (N Main St) Valley View Rd M aple St 0.0 0% 

OR 99 (N Main St) Maple St Helman St 0.5 11 1,500 0% 

OR 99 (N Main St) Helman St Siskiyou Blvd 1.7 14 1,500 43% 

OR 99 (Siskiyou Blvd) Union St Ashland St 1.7 9 900 100% 

OR 99 (Siskiyou Blvd) Ashla nd St Normal Ave 2.2 13 800 100% 

OR 99(Siskiyou Blvd) Normal Ave Boundary 0.4 15 500 80% 

OR 66 (Ashland St) Siskiyou Blvd Clay St 1.1 14 1,100 100% 

OR 66 (Ashland St) Clary Boundary 1.0 3 1,250 50% 

• weekday p.m. peak hour bike and traffic volumes (3:15-4:15PM ) collected in September/October 2009. 

October 2012 
Existing Conditions 

Signalize 
d 

Crossing Signal 
Density Coverage 
(er/mi) (sig/int) 

1.7 20% 

1.7 30% 

6.0 35% 

5.0 70% 

0.0 30% 

1.1 7% 

1.0 20% 

1.7 7% 

There are no obvious trends to explain why one segment performs better than another. In fact, a 

number of segments that are fully covered by on-street bike lanes and had lower traffic vo lumes than 

other segments recorded higher rates of crashes involving cyclists . 

Gap Analysis 

System, network, and location deficiencies in the pedestrian and cycling networks have been assessed 

through a desktop inspection of the existing networks. The findings of this analysis are included below. 

Pedestrian Network 

There are a number of gaps in the City's major street (i.e., neighborhood collectors, avenues, and 

boulevards) sidewalk network. As described in Section 1, 34% of the 15.2 miles of boulevard network 

has sidewalks on both sides of the street and 44% has sidewalks on at least one side of the street. For 

avenues and neighborhood collectors, sidewalk coverage on at least one side of the street is 

approximate ly 48% and 43% respectively. 

Signalized crossings are generally located along the boulevard road network, with the highest 

concentrations located downtown, in front of the Southern Oregon University, and near the 

intersection of OR 99 and OR 66. Detailed signal warrants have not been undertaken given the limited 

availability of data; however, ODOT's AADT-based preliminary signal warrants can be used to determine 

if an intersection generally meets the volume levels for signalization. 

Crossing locations where higher pedestrian / bicycle volumes interact with higher motorized traffic 

volumes and/or vehicle speeds should be prioritized for engineering studies to consider what (if any) 

enhanced pedestrian crossing treatments such as marked crosswalks, pedestrian-activated signals and 

traffic signals are warranted. Based on pedestrian and traffic volumes recorded during the weekday 
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p.m. peak hour (3:15 - 4:15 PM) at the 31 intersections included in the 2009 count program, the 

following unsigna lized intersections observe the highest conflicts of vehicle and pedestrian traffic: 

• OR 99 (NB)/ Oak Street; 

• OR 99 (SB)/ Oak Street; 

• OR 99 / Wimer Street/ Hersey Street; 

• Walker Avenue/ Iowa Street; and 

• S Mountain Avenue/ Iowa Street. 

There may be other intersections, mid-block locations, or railway crossings that were not included in 

the count program that may also qualify for further study. Existing under-serviced demands, such as 

where "illegal" crossings or informal trails have developed should be considered in the evaluation along 

with latent demands, which are those pedestrians that would use a crossing or facility if safe and 

convenient opportunities were provided. 

Bicycling Network 

The land use and road network pattern in Ashland is a " fishbone" network that consists of one or two 

east-west "spines" (OR 99 and OR 66) supported by a north-south col lector system. The spinal corridors 

provide a regional traffic mobility function as well as hosting the majority of the City's attraction-based 

land uses including its retail, commercial, service, and educationa l hubs. These locations are also 

attractive to bicycle riders (see Figure 4-1). 

The existing bikeway network reflects the same structure as the major road network (i.e., 

neighborhood collectors, avenues, and boulevards); there are few continuous alternatives to the 

boulevard network, particularly routes that connect riders t o the major land use attractions. 

Overa ll, the City has approximately 30 miles of bikeway facilities. Approximately half of these are 

dedicated on-street facilities (i.e., bike lanes or bike shoulders) that cover approximately 32% of the 

major road network (i.e ., neighborhood collectors, avenues and boulevards) in Ashland . An additional 

23% of the bikeway network is off-street (i .e., either multi-use path or greenway trails) with the 

remainder of the network consisting of shared roadway or signed shared roadway facilities. 

Network Analysis 

An analysis of the bicycle network has been conducted that describes the existing syst em and provides 

some general commen ts on gaps in the existing system with a particular focus on facilities that cater 

towards the "interested but concerned" cycl ing group. For the purposes of the analysis, the City has 

been organized into four analysis areas: the north-east quadrant (generally north of Siskiyou Boulevard 

and east of downtown), the north-west quadrant (north of E Main Street including and west of 

downtown), south of OR 99, and along OR 99. Exhibit 4-1 illustrates these analysi s areas. 
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North-East Quadrant 

Exhibit 4-1 Network Analysis Areas 

October 2012 
Existing Conditions 

Currently, there is approximately 7 miles of off-street pathway or trail network in the City of Ashland 

that caters to the " interested but concerned" cyclist . Some of this is contained within parklands and 

tends to attract recreational cyclists. 

The multi-use path adjacent to the rail corridor between Tolman Creek Road and 6th Street provides 

the basis of a comprehensive bike network in the north-east quadrant of the City. On-street bike lanes 

on E Main Street, OR 66 (Ashland Street), Tolman Creek Road, Wa lker Avenue, and Mountain Avenue 

provide connections to the attractions along OR 99 and OR 66 at regular spacing - approximately every 

0.5 to 1.0 mile. 

Future deve lopment of the network in the north-east quadrant could include "in-filling" existing 

connections between the multi-use pathway and OR 99 and OR 66 with a greater emphasis on faci lities 

more appropriate for " interested but concerned" cyclist s. This cou ld include on-street (preferably 

buffered or separated) bike lanes or bicycle boulevards along lower volume street s and alleyways. 

North-West Quadrant 

Bicycle facilities in the north-west quadrant consist of three primary north-south bikeways including on­

st reet bike lanes on Mountain Avenue and shared lanes on Oak Street and 4th Street (the latter in 

downtown only). Only Mountain Avenue provides protected facilities and there are no north-south 

bikeways west of Oak Street. 
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East-west bikeways include shared lanes along Nevada Street and A Street (downtown) and on-street 

bike lanes along Hersey Street . A Street may be an appropriate street, in-terms of directness and traffic 

environment, to provide an interim on-street alternative to the continuation of the multi-use pathway 

along the rail corridor. There are a number of gaps along the Nevada Street bikeway including an 

incomplete connection across the creek between Kestrel Parkway and Oak Street and the section west 

of Helman Street. Apart from those already provided, there are few opportunities for additional east­

west bikeway connections due to geographical and physical barriers. 

Continuing the multi-use pathway along the rail corridor would provide a comfortable "distributor" 

function for bicyclists in the north-west quadrant. A number of pathway "stubs" would provide 

connection to existing bikeways such as Nevada and Hersey Streets as well as development areas such 

as the lands south of Hersey Street between Mountain Avenue and Oak Street. 

Similar to the north-east quadrant, connections to OR 99 can be provided along low vo lume streets or 

alleyways in the form of bicyc le boulevards or using buffered or separated on-street bike lanes where 

appropriate. These wi ll supplement or upgrade the existing connections to OR 99 that include an on­

street bike lane along Hersey Street and shared roadways along Oak Street, and 4th Street. Additional 

connections may include a centra l connection to downtown (perhaps a bicycle boulevard along 1st or 

2nd Street) and a north-south connection between Helman and Hersey Streets. A north-south 

connection reaching into the residential areas west of Oak Street and north of Hersey Street wou ld also 

be appropriate. This could connect to the existing greenway trail north of Nevada Street. 

South of OR 99 

The existing cycling network is sparse south of OR 99 with a few off-street pathways provided in the 

Southern Oregon University campus and in Lithia Park and a shared roadway route along Winburn Way. 

There appears to be fewer opportunities to create a continuous bicycle route parall el to OR 99 as is 

provided by the rail corridor trai l on the north side of OR 99. However, there is an opportunity to 

provide a more circui tous bicycle boulevard network that winds through the loca l street and alleyway 

network. This will require additional signing and striping to highlight changes in direction, but would 

provide an alternative to OR 99 for "interested but concerned" cyclists that are generally less 

concerned with speed and direct routes. 

There are few north-south connections currently. It is recommended that north-south connections to 

OR 99 occur at a spacing of at least every mile initially to be fi lled in later to every 0.5 miles or less. At a 

minimum these should consist of on-street bike lanes, but preferably would consider separated or 

protected bike lanes along heavier traffic streets or utilize lower volume streets and alleyways to create 

bicycle boulevards. 

OR99 

OR 99 provides the quickest and most direct route through the City as well as between land use 

attractions w hich are general ly concentrated along the highway. The existing policy of developing on-
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street bike lanes will continue to attract the "strong and fearless" and "enthused and confident" cycling 

groups. Therefore, continuing on-street bike lanes north of the E Main Street / Siskiyou Boulevard 

intersection is still appropriate. 

However, to attract the "interested but concerned" cycling group, a system of protected or buffered 

bike lanes along OR 99 or a parallel alternative route along lower volume streets or an off-street multi­

use path is recommended. North of the highway, there are no continuous parallel streets and the multi­

use path adjacent the rail corridor is approximately 0.5 miles north of OR 99. There is more potential for 

a parallel route south of OR 99, although this would be a circuitous combination of local streets. The 

potential for protected bike lanes along OR 99 should be investigated further. 

Some locations along OR 99 may warrant enhanced crossing treatments for less experienced cyclists. 

This could include median refuge crossings and pedestrian-activated signa ls with bicycle push buttons. 

Enhanced crossings shou ld be considered where crossing opportunities are limited by traffic volumes or 

vehicle speeds or where there is a safety risk for crossing bicyclists. 

TRAFFIC ANALYSIS 

Section 1 includes a detailed inventory of the City of Ashland's roadway facilities for those classified as 

neighborhood collectors and higher (i.e., neighborhood collectors, avenues, and boulevards). The 

inventory includes information on functiona l classification, jurisdictional responsibil ities, posted speed 

limits, surface type, number of lanes and other similar roadway characteristics. The focus of this section 

is to document the existing traffic operations for the study intersections identified for the TSP update. 

Study Intersection Operations Assessment 

Existing conditions traffic operations analysis was conducted for 31 key intersections within the City of 

Ashland during the weekday p.m. peak hour. Technical Memorandum #3 contains detailed information 

on the traffic count data used in the ana lysis, the analysis methodology applied, the operational 

standards used to assess the results, and the development of peak hour traffic volumes for the analysis. 

The following documents the results of the analysis for the study intersections under existing traffic 

conditions. 

Intersection Delay and Capacity Analysis 

Figures 4-5, 4-6, and 4-7 illustrate the study intersection locations, lane configurations and traffic 

control devices, and the traffic operations results, respectively. 
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As shown, there is one study intersection under ODOT's jurisdiction that does not meet its applicable 

mobility standard. There is also one study intersection under the City of Ashland's jurisdiction that 

exceeds the LOS D threshold identified for traffic signal controlled intersections in the City of Ashland. 

The LOS D threshold is not a formal City of Ashland standard (the City does not currently have adopted 

mobility standards). The LOS D threshold was set for the purpose of this ana lysis to identify 

intersections under the City's jurisdiction that may experience existing operational issues. 

The intersection under ODOT's jurisdiction that does not meet its applicable mobility standard is OR 

66/1-5 Exit 14 NB Ramps intersection. The OR 66/1-5 Exit 14 NB Ramps are located in the southeastern 

portion of the City. An Interchange Area Management Plan (IAMP) has recently been prepared for the 

OR 66/1-5 interchange. The intersection improvements identified within the IAMP for the OR 66/1-5 Exit 

14 NB Ramps intersection includes converting the existing two-way stop controlled intersection to a 

signa lized intersection, which will help address existing operationa l issues. The findings and 

recommendations in the IAMP will be considered when future analysis scenarios are conducted within 

this TSP update project . 

The study intersection under the City of Ash land's jurisdiction identified as potentially experiencing 

operational issues is E Main Street/Mountain Avenue intersection. The intersection is currently 

signalized and has exclusive left-turn lanes on all four approaches. The intersection is currently 

operating with at LOS E with a V/C ratio of 0.59. The southbound left-turn movement in the weekday 

evening peak hour is the dominant north-south movement and is the likely the contributing factor to 

the intersections higher average control delay (i.e., LOSE) and relatively low V/C ratio. There are likely 

signal timing adjustments that could be made to reduce the average control delay at this location. 

Intersection Queuing Analysis 

Queuing analysis was performed at the study intersections in accordance with the recommendations 

provided in Section 8.3 of the ODOT Analysis Procedures Manual. The 95th Percentile queue lengths 

reported are from those calculated using Synchro 7 software, which implements the 2000 Highway 

Capacity Manual methodology. 

As there were 31 intersections included in the analysis, Table 4-4 summarizes the queuing resu lts for 

the study intersections where storage deficiencies were identified. The queue lengths reported in Table 

4-4 were rounded up to the nearest 25 feet. The available storage length is based on the striped 

storage lane at the intersection. If a striped storage lane is not provided for a movement, the distance 

between roadways is reported as the available storage. Appendix D of Technical M emorandum #4: 

Existing System Conditions in the Technical Appendix contains the results of the queuing analysis for all 

of the study intersections. 
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Table 4-4 95th Percentile Queues at Study Intersections with Storage Deficiencies 
---- - --- - -- --- ---- - --- - --- - -- - - --1 

Approach/ 95th Percentile Queue Striped Storage 

I Location Movement (ft) Available (ft) Adequate Storage? 

OR99/ 
WBR 

Valley View Road 
300 100 No 

Hersey St/ 
EBR 

N Mountain Avenue 
150 100 No 

EBL 150 100 No 

OR66/ 
WBL 

Tolman Creek Road 
225 100 No 

NBL 125 100 No 

·The following abbreviations are used in this table: NB: Northbound; SB: Southbound; EB: Eastbound; WB: Westbound; L: Left; LTR: Shared 

left/through/right lane; LT: Shared left/through lane. 

As shown in Table 4-4, seven study intersections were found to have 951
h percentile queues on one or 

more approach that exceed the available storage capacity. The remaining study intersections were 

found to have adequate storage at each approach. 

COLLISION ANALYSIS 

Collision ana lysis was conduct ed for the Ashland TSP study intersections and key roadway segments 

w ithin the City. The intersection analysis was perform ed using ten years of crash data obtained from 

ODOT; the data covers crashes reported from 2000 through 2009. The segment crash analysis was 

performed using a GIS data set from the City of Ashland. As part of the analysis, the Statewide Priority 

Index System (SPIS) was reviewed to determine if ODOT had identified any hazardous locations along 

OR 99 or OR 66 within the City of Ashland. 

Findings from the collision analysis indicated the following. 

• ODOT's 2009 SPIS ana lysis rates OR 99 and OR 66 through Ashland as Category 3 (of 5 
categories) or lower indicating 3 to 5 fatal and/or se rious injury crashes or fewer per five miles 
have occurred on OR 66 and OR 99 sometime from 2006 t hrough 2008. 

• There are five study intersections with crash rates higher than expected based on crash rates at 

similar types of intersections w ithin Ashland; these intersect ions are: 

o OR 99/Hersey St reet/Wimer Street ; 

o OR 99 SB/Oak Street; 

o OR 99/Tolman Creek Road; 

o OR 99 NB/E Main Street; 

o OR 66/Tolman Creek Road; and 

o OR 66/E Main Street/Oak Knoll Drive. 

• The majority of reported cra shes on the selected roadway segments were property damage 

on ly crashes. 
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Technical Memorandum4 Existing System Conditions, dated November 23, 2010 presents additional 

details regarding t he collision analysis . The following section summarizes information regarding the 

safety focus intersections identified based on the collision analysis. 

Six intersections were identified as safety focus intersections based on how their crash history 

compared to other intersections in Ashland with similar characteristics. The safety focus intersections 

are: 

• OR 99/Hersey Street/Wimer Street; 

• OR 99 SB/Oak Street 

• OR 99/Tolman Creek Road; 

• OR 99 NB/ Lithia Way/E Main Street; 

• OR 66/Tolman Creek Road; and 

• OR 66/E Main Street/Oak Kno ll Drive. 

A more detailed review of the reported crashes at each of these six intersections was conducted to 

determine potentia l contributing factors as well as potential countermeasures for reducing crashes. The 

resu lts of the more detai led review are summarized in Table 4-5. Technica l Memorandum 4 Existing 

Syst em Conditions describes each intersection and the potentia l improvements in more detail 

Table 4-5 Potent ial Countermeasures at Safety Focus Intersections 
- --------------- ~ - -~ .. -- - ~------ -- --------, 

I 

I 

. Add left-turn pockets and/or right-turn lanes on OR 99 . . Consider Installing a traffic signal or roundabout . 

OR 99/Hersey Street/Wimer Street . Convert access to Hersey Street and Wimer Street to right-in/right-out access 

only. 

. Consider realigning southern approach from off-street parking to occur at closer 

OR 99 SB/Oak Street to a 90-degree angle. 
. 

. Prohibit parking on OR 99 in the vicinity of the intersection . 

OR 99/Tolman Creek Road • Conduct a speed study and investigate potent ial speed reduct ion treatments. 

. 
OR 99 NB/Lithia Way/E Main St reet 

Consider automated enforcement such as installing red-light running cameras . 

. 
OR 66/Tolm an Creek Road 

Consider automated enforcement such as install ing red-light running cameras . 

. Conduct a sight-distance evaluation at the intersection . . Add left-turn and right-turn pocket s on OR 66 . . Investigate prevailing vehicle speeds on OR 66 and consider treatments to reduce 
OR 66/E Main Street/Oak Knoll Drive vehicle speeds. . Increase intersection sight distance by realigning intersection approaches . 
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Using the ODOT Bridge Management System, conditions for ten bridges were investigated based the 

inspection report database PONT/5. No inspection records were found for Hamilton Creek, Highway 21 

Bridge (No. 03676A). There are many factors that go into the decision-making process for determining 

whether a bridge needs to be replaced or rehabilitated. The sufficiency rating (SR) can be a useful 

assessment tool and used as an indicator to the condition of the bridge. The following are not 

absolutes, but guidelines that some agencies have used: 

• An SR less than SO is a sign that the bridge may need to be replaced. 

• SRs between SO and 70 indicate that the bridge may need to be rehabi litated. 

• SRs above 70 may require some maintenance and repair. 

Table 4-6 summarizes the bridge conditions for the ten bridges investigated . 

Table 4-6 Bri dge Condition Summary 

I 
Bridge No. Bridge Name Location Sufficiency Rating Year Built 

I 

08049 Ashland Creek, Hwy 63 NB (Li thia Way) 027 Ml N ASHLAND 6.0 (Structurally Deficient} 1956 

Ashland Creek, Hwy 63 SB (N Main 
018 M l N ASHLAND SCL 

OM274 Street} 66.S (Functionally Obsolete} 1911 

29CY3 Ashland Creek, Van Ness Ave 0.1 EAST OF HELMAN ST 67.1 (Not Deficient} 1974 

Hwy 21 over Hwy 1 (Ashland Street 
00.0 INTERSECT HWY 001 

08745 over 1-5} 73.5 (Not Deficient) 1963 

18911 Ashland Creek, Winburn Way WINBURN WY AT LITHIA PARK 79.4 (Not Deficient) 2000 

08746S Hwy 1 SB (1-5 SB) over Crowson Rd 13.3 Ml N CA STATE LINE 81.0 (Not Deficient) 1963 

20785 Ashland Creek, Water St 0.3 NORTH OF B STREET 82.4 (Not Deficient) 2006 

29CY4 Bear Creek, Mountain Ave MOUNTAIN AVE AT BEAR CR 83.3 (Not Deficient) 1967 

03676A Hamilton Creek, Hwy 21 (OR 66) 002 Ml W HWY I 

Note: • inspection report not available. 

Figure 4-8 illustrates the location of each bridge noted in Table 4-6 and its corresponding sufficiency 

rating. Appendix H in Technical Memorandum #3: System Inventory in the Technical Appendix contains 

additional information for each bridge including bridge length, structural materials, and observations 

from inspection reports. 
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In the course of inventorying the existing air, rail, pipeline, and water transportation facilities within the 

City of Ash land and those serving the City of Ash land deficiencies in these systems were not identified. 

Forthcoming future conditions analysis wi ll consider the potentia l demand for expanding such services 

as passenger rail which is currently not provided to/from the City of Ashland. 

INTRA-MODAL AND INTER-MODAL CONNECTIONS 

The City of Ashland does not currently contain hubs for intra-modal and inter-modal connections. The 

nearest transit center is located in Medford, Oregon, which is approximate ly 15 miles northwest of 

Ashland. While ra il freight passes through Ashland on the Centra l Oregon and Pacific Railroad there are 

no major transfer hubs for rail to truck freight movements nor are there such transfer or intra-modal 

connections between air and truck freight. However; the city has plans for future inter-modal 

connections in the Croman Mill District (CMD) Plan. The CMD identifies a location for a Freight Rail Spur 

Easement (pg. 90 of the Site Design and Use Standards). This area includes a reserve strip to be 

designated for loading and unloading (rail to truck) . In addition, the commuter rail platform identified in 

the CMD would potentially create opportunities for coordination between transit and rail. 
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This section documents the results of the future " No-Build" traffic cond itions analysis prepared for the 

TSP Update. This section includes an evaluation of how the study intersections are expected to operate 

in the year 2034 assuming growth and development occur without any modifications to the 

transportation system and an evaluation of existing and future multimodal levels-of-service (MMLOS) 

along six major roadways throughout the City. 

FUTURE "NO-BUILD" TRAFFIC OPERATIONS 

Technica l Memorandum #4 provides a detailed description of the no-bui ld traffic conditions ana lysis, 

including the future population and employment growth assumptions used in the intersection 

operations and multi-modal level-of-service (MMLOS) ana lyses and a description of the methodology 

used to develop forecast traffic volumes at the study intersections. The following presents the results of 

the analyses and identifies future funding forecasts and funding options for future transportation 

system improvements. 

FUTURE POPULATION AND EMPLOYMENT ASSUMPTIONS 

The following documents the modeling assumptions for the 2034 future no-build traffic conditions 

analysis and evaluates the differences between the population and employment growth assumptions 

included in the Rogue Valley Metropol itan Planning Organization's travel demand model (RVMP02) and 

existing City plans. As discussed in the following sections, the population and employment assumptions 

included in the RVMP02 model are inconsistent with population and employment projections included 

in the City's comprehensive plan and the City's Economic Opportunities Analysis. 

It should be noted that in 2011 the County adopted a revised population element (Ord. 2011-14), but the 

projections used in the Future Transportation Conditions operations analysis are based on the 2007 

population figures included in the RVMP02 model in effect at the time of the TSP analysis. 

Population and Employment Growth 

Table 5-1 documents the 2009 certified population estimate for Ashland along with the year 2040 and 

interim year 2034 population forecasts based on the City's comprehensive plan. As shown, the 

comprehensive plan estimates an increase of 3,959 people between 2009 and 2034, or approximately 

158 people per year. 

Table 5-1 City of Ashland Actual Population and Comprehensive Plan Growth 
- - - - - --- -- - - - - - -

' Year Population Difference Annual Growth 

2034 25,464 3,959 (Year 2034-2009) 158 people/yr 0 .74%/yr 
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Tab le 5-2 provides the 2007 jobs and projected 2037 jobs from the City's Economic Opportunities 

Ana lysis along with 2009 and 2034 jobs interpolated for the purpose of this analysis . As shown in Table 

5-2, t he City's EOA est imates an increase of 2,212 jobs between 2009 and 2034, or approximate ly 88 

jobs per year. 

Table 5-2 City Economic Opportunities Analysis Job Forecast 

I Year Jobs Difference Annual Growth ---

2007 13,107 

2037 15,761 2,654 (Year 2007-2037) 88 jobs/yr I 0.68%/yr 

2009* 13,284 

2034* 15,496 2,212 (Year 2009-2034) 88 jobs/yr I 0.67%/yr 

•interpolated year using straight-line growth between data provided 

Table 5-3 documents the 2009 and 2034 population and employment growth forecasts wit hin t he City's 

urban growth boundary included in t he RVMP02 travel demand model. It should be noted t hat the 

extents of the RVMP02 model does not align direct ly wit h the city's urban growth boundary; therefore, 

it is t he average annual growth rate t hat is most important and not the 2009 base data. 

Table 5-3 RVMP02 Model and Ashland Projected Population and Employment (within UGB) 
------ - - - - - ------------- ------ ---

RVMPO 2 Model City Plans 

2009-2034 Annual 
2009 Base 2034 Base Difference Growth Annual Growth Source 

Households (HH) 10,935 11,604 669 27 HH/ yr 

Population (people) 23,941 25,528 1,587 63 people/yr 158 people/yr City Comp Plan 

Employment Uobs) 14,484 18,806 4,322 173 jobs/yr 88 jobs/yr City EOA 

As shown in Table 5-3, the RVMP02 model population growth is significant ly less than what is projected 

in the city's comprehensive plan and the employment growth is significantly higher than the City's EOA. 

Figures 5-1 and 5-2 illustrate the differences in the population and employment growth assumptions in 

the RVMP02 model and the City's comprehensive plan and EOA. As shown in Figure 5-1, the City's 

comprehensive plan anticipates significantly more growth in popu lation t hroughout t he city t han the 

RVMP02, wh ile Figure 5-2 shows that the RVMP02 model anticipates significantly more growth in 

employment throughout the city than the City's EOA. 

Further eva luation of the differences between the model and City plans is included in the fo llowing 

sections, including an eva luation of how t he differences impact traffic operations at the study 

intersections. 
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The following describes the weekday p.m. peak hour traffic volumes and the projected weekday p.m. 

peak hour traffic operations under year 2034 no-build traffic cond itions. 

Traffic Operations Analysis Results 

Level-of-service {LOS), vo lume-to-capacity (v/c) ratios, and 95th percentile queue lengths were 

calculated for each of the study intersections. The following present the results of these ana lyses and 

discusses which intersections do not meet the applicab le standards under future no-build traffic 

conditions . While the results of the analyses are based on the assumptions in the RVMP02 model, an 

eva luation of how a model based on the City's Comprehensive Plan and EOA is also provided for 

informational purposes. 

Intersection Delay and Capacity Analysis 

Figures 5-3, 5-4, and 5-5 illustrate the study intersection locations, lane configurations and traffic 

control devices, and the traffic operations results, respectively. 

As shown in Figure 5-3, there are three study intersections under ODOT's jurisdiction that are forecast 

to exceed the applicable OHP mobility standard under future no-build traffic conditions. Improvements 

at these intersections as well as those potentially impact ed by other future "build" improvements will 

need to satisfy the mobility standards identified previously. Alternatively, the City and ODOT may seek 

alternative mobility standards for these intersections. Further eva luation of operations at the study 

intersections based on link volumes derived from the City's Comprehensive Plan and EOA is provided 

below. 

OR 66 (Ashland Street)/1-5 Northbound/Southbound Ramp Terminals 

Operations at the Ashland Street {OR66)/l-5 Northbound/Southbound Ramp terminals reflect 

intersection improvements currently underway, including the conversion of the existing two-way stop 

controlled intersections to signa lized intersections. As indicated in the existing conditions analysis, an 

Interchange Area Management Plan {IAMP) has recently been prepared for the OR 66/1 -5 interchange, 

which includes additiona l access management measures near the interchange. The findings and 

recommendations of the IAMP will be considered when future "build" analysis scenarios are conducted 

within this TSP update project. 
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The N Main Street (OR99)/Wimer Street intersection is a four-leg, stop-controlled intersection with two 

north-southbound travel lanes and one east-westbound shared left-through-right lane (however under 

present condit ions a temporary road diet is in place that reduces the north-southbound travel lanes to 

one in each direction but with the addition of a northbound/ southbound center left-turn lane). Both 

the east and westbound approaches to the intersection are forecast to operate at LOS F and above 

capacity during the weekday p.m. peak hour under future no-build traffic conditions with relative ly few 

minor street left-turns or through movements. Signal Warrants at the N Main Street (OR99}/Wimer 

Street intersection ore presented in the next section. 

It should be noted that the N Main Street (OR99)/Wimer Street intersection hos recently been re­

aligned to improve east-west connectivity through the intersection which may increase the amount of 

side street traffic at this intersection. The future traffic conditions described above do not consider this 

re-alignment. 

E Main Street (OR99 SB)/Oak Street 

The E Main Street (OR99 SB)/Oak Street intersection is a four-leg intersection with two eastbound 

travel lanes, one stop-controlled southbound left-turn lane, one stop-controlled northbound through 

lane, and a free-flow northbound right-turn lane. The northbound approach to the intersection is 

forecast to operate at LOS F and below capacity during the weekday p.m. peak hour with 108 

northbound through movements and 153 northbound rights while the southbound approach is forecast 

to operate at LOS F and above capacity with 182 southbound rights. Signal warrants at the E Main 

Street (OR99 SB)/Oak Street intersection are presented in the next section. 

Lithia Way (OR99 NB)/ Oak Street 

The Lithia Way (OR99 NB)/Oak Street intersection is a four-leg intersection with two westbound travel 

lanes, one northbound shared left-through travel lane, and one southbound shared through-right travel 

lave. The north and southbound approaches are currently stop control led. The northbound approach to 

the intersection is forecast to operate a LOS F and above capacity during the weekday p.m. peak hour 

with 77 northbound lefts and 70 northbound throughs, while the southbound approach is forecast to 

operate at LOS E and below capacity with 42 southbound throughs and 54 southbound rights. Signal 

Warrants at the Lithia Way (OR99 NB) /Oak Street intersection are presented in the next section. 

Traffic Signal Warrants 

Traffic signa l warrants were evaluated at the unsignalized intersections identified above in accordance 

with the methodology described in Section 7.4.1 of the ODOT Analysis Procedures Manual. For a long­

term future conditions analysis signal warrants 1, Case A and Case B, which deal primarily with high 

volumes on the intersecting minor street and high vo lumes on the major-street must be met. Meeting 

preliminary signal warrants does not guarantee that a signal shall be installed. Before a signal can be 

installed a field warrant analysis is conducted by the Region. If warrants are met, the State Traffic 
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Engineer will make the final decision on the installation of a signal. Table 5-4 summarizes the signal 

warrant analysis for the study intersections under future no-build traffic conditions. 

Table 5-4 Signal Warrant Analysis - 2034 Future Traffic Conditions 

Peak Hour Traffic Volumes Preliminary Signal Warrants 

Case A - Minimum Vehicular Case B - Interruption of 

Intersection EB WB NB SB Volumes Continuous Traffic 

N Main Street (OR99)/ Wimer 
181 191 

Street 
1,021 1,019 No No 

E M ain Street (OR99 SB)/ 
1,094 0 108 182 No No 

Oak Street 

Lithia Way (OR99 NB)/ 
0 1,312 

Oak Street 
147 96 No No 

1 All of the eastbound rights and a majority of the westbound rights were excluded from the signal warrant analysis at the N Main Street/Wimer 
Street intersect ion based on the methodology described in Section 7.4.1 of t he APM. 

As show n in Table 5-4, preliminary signal warrants were not met at any of the intersections identified as 

deficient under future no-build traffic conditions. Additional signal warrants, including the Four Hour 

and Peak Hour warrants were also evaluated at the intersections under future no-build traffic 

conditions. However, these warrants were also not met. Whi le traffic signal warrants are not met under 

future conditions based on the ex isting lane configurations, traffic signal warrants are likely to be met 

at each of these study intersections if the number of through lanes were to be reduced. For example, a 

signal is likely to be warranted at the N. Main Street/Hersey-Wimer Street intersection if the road diet 

were to be made permanent. 

Intersection Queuing Analysis 

A queuing analysis was performed at the study intersections under future traffic conditions in 

accordance with the recommendations provided in Section 8.3 of the APM. The APM recommends the 

use of SimTraffic for estimating queues at intersections belonging to a coordinated signal systems. 

SimTraffic performs microsimulation and animation of vehicle traffic, modeling t ravel through 

signalized and unsignalized intersections and arteria l networks, with ca rs, trucks, pedestrians and 

buses. SimTraffic includes the vehicle and driver performance characteristics developed by the Federal 

Highway Administration for use in traffic modeling. SimTraffic is primari ly used by ODOT for the ana lysis 

of signal systems and vehicle queue estimation, especially in congested areas and locations where 

queue spi llback may be a problem. 

The results of the queuing analysis represent an average of 5 consecut ive, random runs of the 

SimTraffic model as recommended by the APM. As there were 30 intersections included in the analysis, 

Table 5-5 summarizes only the queuing results for the study intersections where storage deficiencies 

are anticipated. The queue lengths reported in Table 5-5 were rounded up to the nearest 25 feet . The 

available storage length is based on the striped left and right-turn storage lanes at the inte rsection . 
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Table 5-5 95th Percentile Queues at Study Intersections with Storage Deficiencies 

1

--- - - - Approach/ - ~;Perce~tile - Striped Storage Additional Storage_ I 
Location Movement Queue (ft) Available (ft) Adequate Storage 7 Required (ft) 

OR99/ 
Va lley View Road 

S Mountain Aven ue/ 
Siskiyou Blvd (OR99) 

M ount ain Avenue/ 
E Main Street 

Ashland Street (OR66)/ 
Walker Avenue 

Ashland Street (OR66)/ 
Tolman Creek Road 

Ashland Street (OR66)/ 
Washington Street 

EBL 

WBR 

WBL 

SBL 

EBL 

SBTRl 

EBL 

WBL 

EBL 

WBL 

NBL 

SBL 

NBL 

200 150 No so 

150 100 No so 
175 125 No so 
150 100 No so 

125 100 No 25 

250 200 No so 

150 100 No so 

125 100 No 25 

150 100 No so 

150 100 No so 
175 100 No 75 

150 100 No so 

225 150 No 75 

1The 95'" percentile queue for t he southbound t hrough-right (SBTR) turn movement extends beyond the 200-feet of available storage into t he 
southbound left t urn lane, which is the dominant m ovement at t he intersection. 

*The following abbreviations are used in t his table: NB: Northbound; SB: Southbound; EB: Eastbound; WB: Westbound; L: Left; LTR: Shared 

left/through/right lane; LT: Shared left/through lane. 

As shown in Table 5-5, there are six study intersections that were found to have 95th percentile queues 

on one or more approach that exceed the available storage capacity under future no-build traffic 

conditions. The rem aining study intersections were found to have adequate st orage at each approach. 

Intersection Queuing Analysis - Synchro 

The 951
h percentile queues shown in the Synchro analysis results were furt her reviewed to identify the 

study intersections where 95th percentile traffic volumes are expected t o either exceed the capacity of 

t he intersection or be metered by an upstream intersect ion. The reported queues at these locations are 

expected to be longer than w hat is shown in Synchro. Table 5-6 summarizes the study inte rsections and 

the individual turning movements where 95th percentile t raffic volumes either exceed capacity or are 

being metered. Per direction from ODOT's Transport ation Planning Analysis Unit, the information 

shown in Table 5-6 is fo r inform ational purposes and is not be used as a basis for TSP project decisions. 
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Table 5-6 95th Percentile Volumes that Exceed Capacity or are Metered 
- -- - --- - -------- -- ----- ----- --- ----

95th Percentile Volumes 

Intersection Movement Exceeds Capacity? Metered? 

EBL Yes No 

OR99/S Valley View Road WBR Yes No 

SBL Yes No 

EBT Yes No 

S Mountain Avenue/Siskiyou Blvd (OR99) WBT Yes No 

SBR No Yes 

WBT Yes No 

NBL No Yes 
Mountain Avenue/E Main Street 

NBT No Yes 

SBL Yes No 

EBT Yes No 

Tolman Creek Road/Ashland Street (OR66) W BL Yes No 

NBT Yes No 

Ashland Street (OR66)/l-5 SB Ramp WBT No Yes 

EBL Yes No 

Ashland Street (OR66)/l-5 NB Ramp EBT Yes No 

WBT Yes No 

*The following abbreviat ions are used in this table: NB: Northbound; SB: Southbound; EB: Eastbound; WB: Westbound; L: Left; LTR: Shared 

left/through/right lane; LT: Shared left/t hrough lane. 

RVMP02 vs Comprehensive Plan and EOA 

As indicated previously, operations at the study intersections were further eva luated based on link 

volumes derived from the City' s Comprehensive Plan and EOA. A preliminary review of the City's link 

volumes indicates that there are relatively minor differences along many of the major roadways 

th roughout the City. The differences that are shown include link volumes that are both higher in some 

areas and lower in others. In areas where the City's link volumes were found to be higher, the impacts 

on operations at the intersections were eva luated following the same methodology described above. 

Tab le 5-6 summarizes the study intersections with link volumes on one or more approaches that were 

significantly higher than the link volumes from the RVMP02 model. Tab le 5-7 also summarized the 

operations at the study intersections given both sets of volumes. 
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Table 5-7 RVM02 Model vs. City Plans 
- ---- - - ------ - --- - ~ 

S M ountain Avenue/Siskiyou Blvd (OR99) 0 .90 .76 28.9 C .77 26.5 C 

Tolman Creek Road/Siskiyou Blvd (OR99) 0.90 .17 18.3 C .27 25.7 D 

Mistletoe Road/Siskiyou Blvd {OR99) 0.90 .07 10.0 A .31 12.4 B 

Oak Street/Nevada Street LOSE .13 11.8 B .14 12.1 B 

Oak Street/Hersey Street LOS D .46 11.6 B .47 11.9 B 

N M ountain Avenue/Hersey Street LOS D .63 13.0 B .60 12.S B 

Tolman Creek Road/ Ashland Street (OR66) 0.85 .82 43.9 D .78 39.4 D 

Oak Knoll Dr ive/Ashland Street (OR66) 0.85 .22 21.0 C .40 19.3 C 

Tolman Creek Road/Mistletoe Road LOSE .07 15.6 C .10 20.9 C 

As shown in Table 5-7, the overa ll impact of the City's higher link vo lumes on one or more approach to 

the study intersections was not sufficient to cause any of the intersections to fail to meet their 

applicable mobility standards. In addition, lower link volumes on one or more approaches to the 

intersections often off-set the higher link volumes, and in some cases, improved operations at the 

intersections (operations at the intersections shown in grey improved with the application of the City's 

link vo lumes, despite higher link volumes at one or more approach). 

In areas where the City's link volumes were found to be lower on one or more approach, the impact on 

operations at the intersections found t o be fai ling under the RVMP02 model were eva luated fo llowing 

the same methodology described above. Table 5-8 summarizes the intersections that were ant icipated 

to fail under the RVMP02 model and the resulting operations given the application of the City's link 

volumes. 

Table 5-8 RVM02 vs . City Plans 
- ------ - - ------- --

-----~ 

RTP Model 

Mobility 

Intersection Standard V/C Delay LOS V/C Delay LOS 

N Main Street (OR99)/Wimer Street 0.95 1.06 226.1 F 1.08 158.1 F 

E M ain Street (OR99 SB)/Oak St reet 0.95 3.55 Errl F 2.40 718.1 F 

Lithia Way (OR99 NB)/Oak Street 0.95 1.10 169.S F 0.48 46.5 E 

'when the volume/capacity of an intersection exceeds 3.0, Synchro presents an error in place of the Delay. 

As shown in Table 5-8, the Lithia Way (OR99 NB)/Oak Street intersection wou ld meet its applicable 

mobility standard with a v/c of 0.48, while the remaining intersection would improve slightly either in 

terms ofv/c, delay, or LOS, but continue to fail to meet their individual appl icable mobility standards. 

It should be noted that the results shown in Tables 5-7 and 5-8 are for informational purposes on ly and 

should not be used as a basis for making TSP project decisions. 
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A multi-modal level-of-service (MMLOS) analysis was conducted along six major corridors throughout 

the City of Ashland; the corridors evaluated were: N Main Street/E Main Street/Siskiyou Boulevard 

(OR99), Ashland Street (OR66), E Main Street, Mountain Avenue, Walker Avenue, and Tolman Creek 

Road. Each corridor was divided into several segments based on the location of major study 

intersections and changes in the roadway characteristics. The analysis was conducted in accordance 

with the methodology described in the National Coopera tive Highway Research Program Report 3-70, 

which has been included in the 2010 Highway Capacity Manual. It should be noted that the MMLOS 

methodology was originally developed for smaller sca le analyses within a deta iled corridor study or 

eva luation. It was applied here at a larger scale and indicates the genera l trends in performance for 

each mode; however, it is not intended to precisely represent users' experiences as a bicycl ist, 

pedestrian, and/or transit user. 

NCH RP 3-70 provides a set of recommended procedures for predicting traveler perceptions of quality of 

service and performance measures along urban streets. A level-of-service for each mode is derived 

based on several inputs related to conditions along the roadway. The types of inputs considered by this 

ana lysis for bicyclists and pedestrians include peak hour traffic volumes, presence and width of 

sidewalks and bicycle lanes, crossing delay, and driveway and unsignalized intersection density; for 

transit users, access to transit facilities, headways, and travel experiences play an important role. 

Figure 5-6, 5-7, 5-8, and 5-9 summarize the results of the MMLOS ana lyses conducted under existing 

and futu re no-build t raffic conditions for auto, transit, bicycle, and pedestrian facil ities, respective ly. As 

shown there is little difference in the level -of-service between the two travel directions shown along 

each corridor. Where there are differences, it is typically due to the presence of a sidewalk, bike lane, 

or unsignalized intersections and/or driveways with high traffic volumes on one side, but not the other. 

There is also little difference between exist ing and future no-build traffic conditions. The differences 

that are present reflect the influence of traffic volumes on the level-of-service for each mode. 

Auto 

Auto level of service is primarily measured by the average speed over the length of the corridor and the 

average of number of stops per mile. Traffic volumes, heavy veh icle percentages, turning percentages, 

and peak hour factors are all inputs to the auto level of service along with signal timing at signalized 

intersections and saturation flow rates. Additional information related to Auto level-of-service at the 

study intersections is provided in Figure 5-5 above. 
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The three primary performance measures that influence the transit LOS results include access, wait 

time, and ride experience. Access is represented by the pedestrian level of service score and pedestrian 

access to bus stops along the corridor. Wait time and ride experience are affected by headways and 

passenger per seat ratings. For the corridors in Ashland, the MMLOS results for transit facilities are 

generally well-rated; transit service is provided along each of the roadways included in the analysis 

except for Mountain Avenue and Walker Avenue. However, both of those roadways cross Siskiyou 

Boulevard (OR99) and/or Ashland Street (OR66}, each of which have transit service, therefore, transit 

service is provided within a quarter mile of at least a portion of both Mountain Avenue and Walker 

Avenue. It should be noted that the transit LOS result is biased towards the weekday p.m. peak hour 

when service is available. It does not take into account that service is not proved after 6:30 p.m. and 

that no service is provided on Saturdays or Sundays. Opportunities to improve transit service include 

the provision of bus shelters or seating at key stop locations, shorter headways, longer service hours, 

and more extensive coverage. 

Bicyclists 

Similar to the pedestrian LOS, there are two basic performance measures that influence the bicycle LOS 

results within the MMLOS analysis. One is the feeling of security and quality of experience a bicyclist 

has riding on a roadway facility (e.g., presence and width of bicycle lanes) . The second is the frequency 

of conflicts with vehicle cross traffic (e.g., frequency of driveways or unsigna lized intersections). For the 

corridors studied in Ash land, the MMLOS results for bicycle facilities indicate bicycling along these 

roadways may be uncomfortable for many individuals. This is primarily due to the lack of bicycle 

facilities on some roadways or roadway segments, relatively high traffic volumes, and the frequency of 

unsignalized intersections and driveways. Opportunities to improve LOS for bicyclists along the major 

roadways include adding additional bicycle lanes, implementing buffered bicycle lanes, and 

consolidating driveways. 

Pedestrians 

There are two basic performance measures that influence the pedestrian LOS results within the MM LOS 

methodology. One is the feeling of security and quality of experience a pedestrian has walking 

alongside a roadway facility (e .g., presence and width of sidewalks). The second is the ability 

pedestrians have to safely and efficiently cross the major roadway. For the corridors studied in Ashland, 

the MMLOS results for pedestrian facilities indicate pedestrians generally feel safe wa lking along the 

major roadways. However, curb-tight sidewalks, high traffic vo lumes, and the absence of crosswa lks at 

several major intersections degrade the pedestrian experience resulting in a pedestrian LOS that may 

not be expected on facilities that provide continuous sidewalks. Opportunities to improve the 

pedestrian LOS include providing landscape strips between the roadway and the sidewalk, increasing 
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the width of sidewalks, and providing additional opportunities for pedestrians to safely and efficiently 

cross major roadways. 

FUTURE TRANSPORTATION FUNDING 

The historical funding mechanism for transportation improvements in Ashland is the Street Fund. The 

Street Fund includes revenue generated through gas taxes, franchise fees, system development charges 

(SDCs), transportation user/utility fees, specific project funds generated through local improvement 

districts, and a variety of state and federal grants. Once obtained, these fees are generally dedicated to 

improvements, and do not require voter approval. 

Historically, communities around the state have included funding sources that have leveraged 

improvements through advance financing by developers, assessed special property tax levies, or used 

revenue bonds for specific capital improvements which are backed by specific dedicated future revenue 

sources. With the exception of advance financing by developers, the majority of these funds are 

dependent on voter approva l, which may temper their reliability as a funding source. These funding 

sources are almost always dependent upon current market and economic conditions, being less robust 

revenue streams in a 'down economy'. 

Future Funding Forecast 

The Street Funds three primary sources of revenue for the 2011 fisca l year are intergovernmental 

revenues (gas tax, state and federal grants), fees, and bond proceeds. The intergovernmental revenues 

are expected to account for approximately 50 percent of the Street Fund in the 2011 fiscal year. This 

indicates the importance of the gas tax, and state and federa l grants, to the overa ll streets program for 

the City of Ashland. 

Intergovernmental revenues, fees, and bond proceeds wi ll likely continue to be the primary sources of 

revenue for the Street Fund in future budget cycles . Bond proceeds and fee increases will continue to 

be dependent on the state of the economy and voter willingness for passage. The state gas tax, for 

example, increased from 24 cents to 30 cents on January 1, 2011. This represents a 25 percent increase 

over the previous tax, and constitutes the first rise in the Oregon gas tax since 1993. However, the tax 

increase should not be considered a long-term funding source given the improved fuel efficiency of 

newer vehicles, the rise in ownership of hybrid and electric vehicles, and the increased use of 

alternative fuels. Additionally, Ashland will not be ab le to increase its proportional share of that tax 

increase without legislative action at the state level. It is reasonable to assume the overall total revenue 

will temporarily increase with the legislative action. However, if the average fuel efficiency of veh icles 

increases or there is precipitous drop in vehicle miles, a decline in gasoline consumption may lead to a 

decline in revenue. 
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There is a community desire to enjoy a transportation system that includes enhanced pedestrian and 

bicycle facilities, reduces vehicle trave l, and increases transit service and amenities. Those improved 

transit choices lend themselves to integration with compact, transi t -supportive development. Those 

objectives can be better achieved through considering alternative ways to fund and promote these 

initiatives. Alternative funding sources to consider include any combination of those summarized in 

Table 5-9. 

Table 5-9 Alternative Funding Sources 

Funding Source Description Benefits 

Fees tacked onto a monthly utility bill or t ied t o the annual 
registration of a vehicle to pay for improvem ents, expansion, 
and maintenance to the street system. This m ay be a more 
equitable assessment given t he va rying fuel efficiency of 

User Fee 
vehicles. Rega rdless of fuel efficiency, passenger vehicles do 

Prim arily Street Improvements 
equal damage to the street system. The cost of implementing 
such a syst em could be prohibitive given the need to track the 
number of vehicle m iles traveled in every vehicle. Additionally, 
a user fee specific to a single jurisdiction does not account for 
t he street use from vehicles registered in other jurisdictions. 

System -wide transportation faci lities 

The fee is based on t he number of t rips a pa rticular land use 
including: 

generates and is usually collected through a regular utility bill. 

Street Utility Fees/Road For t he communities in Oregon that have adopted t his . Streets 

Maintenance Fee approach, it provides a stable source of revenue to pay for . Sidewalks 

street m aintenance allowing for safe and efficient m ovement . Bike lanes 

of people, goods, and services. • Trails 

A local tax assessed on fuel purchased wit hin t he jurisdiction 
that has assessed the tax. Some would argue that th is tax is 

l ocal Fuel Tax 
unfair given t he increased fuel efficiency of t oday's vehicles. 

Primarily Street Improvements 
On the other hand, the tax could potentially genera te revenue 
while encouraging fuel efficiency and lessening impacts to the 
environment. 

Sometimes referred to as a transportation impact fee, so cs 

are fees assessed on development for impacts created to 
public infrastructure. For example, Washington County 
implem ented a transportation development t ax in 2008 to 
replace t heir transportat ion impact fee. A transportat ion 
development tax is based on the estimated traffic generated. 

Al l revenue is dedicated to transportat ion capital 
improvements designed to accommodate growth. 

System-wide transportation faci lit ies 

socs do generate revenue when t he economy is doing well, including: 

and development is occurring. socs should not be considered 

System s Development Charges 
a reliable source of income given the volati lity of t oday's . St reet s 

{SDCs) 
markets. Even when stable, some would argue that SOCs are . Sidewalks 
not equitable because they are sometimes assessed in . Bike lanes 
locations where services are already available. Nevertheless, 

Trails t hey are an accepted source of revenue for many cit ies in • 
Oregon, and help to offset the cost of new construct ion on 
public infrastructure. socs should be evaluated on a regular 
basis to ensure that they are propor tional to the impacts 

created by new development. 

SOC credits can encourage private development to provide 
small-scale public improvements t hat can be constructed by 

t he private sector at a smaller cost . For example, an SOC credit 
might be given for providing end-of- tr ip bike facilities wit hin 
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the new development. Eligible projects are on major roads, 
including sidewalks and bike lanes, as well as transit capital 
projects. 

Systems Development Charges, Grants, and Loans obtained for 
the purposes of making improvements to stormwater 

Stormwater SDCs, Grants, and management facilities. Some jurisdictions in Oregon have used 

Loans these tools to finance the construction and maintenance of 
Green Streets, and should be considered as an alternate 
funding source for Green Streets in Ashland. 

A tax assessed on the purchase of goods and services w ithin a 

Local Sales Tax 
specific location. A sales tax could be assessed only on auto-
related goods and services to generate revenue for 
transportation-related improvements. 

A tax that is paid at the option of the taxpayer to fund 
improvements. Usually not a legislative requirement to pay 

Optional Tax 
the tax and paid at the time other taxes are collected, optional 
taxes are usually less controversial and easily collected since 
they require the taxpayer to decide whether or not to pay the 

additional tax. 

Parking In-lieu Fees 
Fees t hat are assessed to developers that cannot or do not 

want to provide the parking for development. 

Financial backing of a public-interest program or project by a 
firm, as a means of enhancing its corporate image. This has 

Sponsorship been used by local transit providers to help offset the cost of 
providing transit services and maintaining transit related 

improvements. 

An enticement such as bonus densities and flexibility in design 

Incentives 
in exchange for a public benefit . Examples might include a 

Commute Trip Reduction (CTR) program, or transit facilities in 

exchange for bonus densities. 

Competitive pricing of public facilities to discourage non-
essential tr ips during peak travel times and encouraging 

alternative forms of transportation. Congestion pricing is also a 
tool that can be used for parking management. Congestion 
pricing is basically a toll applied to drivers who drive or park 

Congestion Pricing within a designated area or on a designated facility during 
periods of heavy congestion. In some cases, such as parking, 
higher fees are imposed in certain areas to discourage long 

term use. Similar variable charges have been successfully 
utilized in other industries-for example, airline tickets, cell 
phone rates, and electricity rates. 

Rarely used for transportation facilities, public/private 

partnerships are agreements between public and private 
Public/Private Partnerships 

partners that can benefit from the same improvements. They 
have been used in several places a round the country to 
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Benefits 

Primarily street improvements 

System-wide transportation facilities 
including: 

• Streets 

• Sidewalks 

• Bike lanes 

• Trails 

• Transit 

System-wide t ransportation facilities 
including: 

• Streets 

• Sidewalks 

• Bike lanes 

• Trails 

• Transit 

System-wide t ransportation facilities 

including: 

• Streets 

• Sidewalks 

• Bike lanes 

• Trails 

• Transit 

Transit Facilities 

System-wide t ransportation facilities 
including: 

• Streets 

• Sidewalks 

• Bike lanes 

• Trails 

• Transi t 

Primarily street improvements 

System-wide transportation facilities 
including: 

• Streets 
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Funding Source Description 

provide public transportation amenities within the public right-
of-way in exchange for operational revenue from the facilities. 
These partnerships could be used to provide services such as 
charging stations, public parking lots, bicycle lockers, or 
carshare facili t ies. 

A tool cities use to create special districts (tax increment areas) 
and to make public improvements within those districts that 
will generate private-sector development. During a defined 
period, the tax base is frozen at the predevelopment level. 
Property taxes for that period can be waived or continue to be 

Tax Increment Financing (TIF) 
paid, but t axes derived from increases in assessed values (the 
tax increment) resulting from new development either go into 
a special fund created to retire bonds Issued to originate the 
development or leverage future improvements. A number of 
small-to-medium sized communit ies in Oregon have 
implemented, or are considering implementing, urban renewal 
districts that will result in a TIF revenue stream. 

October 2012 
Future Demand, Land Use, Funding 

Benefits 

• Sidewalks 

• Bike lanes 

• Trails 

• Transit 

System-wide transportation facilities 
including: 

• Streets 

• Sidewalks 

• Bike lanes 

• Trails 

• Transit 

Table 5-9 is not an all-inclusive list of alternative funding. Each of these finan cing tools requires focused 

research to ensure that it is the right fit for the community, and can be closely matched with achieving 

the objectives of the TSP update. 

Transportation System Development Charge Updates 

The City should evaluate the existing TSDC rates. Typica lly, in other jurisd ictions in Oregon, Systems 

Development Charges account for approximately 10 to 12 percent of revenues that are applied towards 

the improvement and maintenance of streets. This has not been the case in Ashland since 2007. Prio r 

to 2007, the Systems Development Charges that have been collected by the City accounted for a higher 

percentage of revenue within the street fund. In the next fi sca l year, they will account for less than 1 

percent of the revenue in the Street Fund. 

Street Fund revenues for the 2011 fisca l year are 63 percent higher than in 2005 when SDCs accounted 

for approximately 12 percent of the revenues. Since 2008, it would make sense that the revenue 

generated from SDCs would be lower given the decline in the economy, and the overall lull in 

construction activity, but revenues generated from SDCs began decreasing well before the 2008 market 

decl ines. This trend wou ld suggest that it may be time for the City to eva luate its SDC program to 

ensure that new construct ion helps to pay for the impacts that it creates. Several cities in Oregon 

increase their SDCs annually to keep current with the cost of inflation. Ashland should consider doing 

the same to ensure that the SOC program continues to pay for the true costs of maintaining and 

improving its transportation system. SDC's should be considered not on ly for the street system and 

location specific capacity improvements. This can be revenue st ream to meet community-wide 

multimodal transportation system goals. From that perspective, funding could emphasize providing city 

w ide pedestrian connectivity through continuous and standard sidewalks (e .g. fill in the gaps where 

needed), public trails development, enhanced bicycle facilities, enhanced pedestrian facilities on 

col lector and arteria l streets, and transit stop amenities beyond those provide by RVTD. The possibility 

of using SDC cred its to encourage private development to meet some of these object ives was 

previously noted. 
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The general policies and studies presented below influence multiple transportation modes and/or 

transportation system elements. An overview of the policies and studies in this section follows. 

• Policy #1 (Ll) Street Functional Classifications - Presents the updated street functional 

classifications for the City of Ashland including a new Shared Streets functional classification. 

• Policy #2 (L2) Multimodal/Safety Based (Alternative) Development Review Process - Presents 

the multimodal/safety based (alternative) development review process, which outlines a new 

process for reviewing and approving development applications. The process provides a means 

for the City of Ashland to collect funds for multimodal and safety oriented programs and 

projects, while streamlining the development review process and providing more certainty for 

app licants regarding potential needed transportation investments. 

• Policy #3 - #9 (L3 through L9) Downtown Enhancement Policies - Presents policies aimed at 

enhancing the downtown environment for multiple transportation modes. 

• Policy #10 (LlO) Green Street Treatments - Contains the policy supporting the incorporation of 

green street treatments into transportation, sewer, water, and stormwater projects. 

• Study #1 (Sl) Funding Sources Feasibility Study -Discusses the need for and scope of a study to 

ident ify future feasible funding sources to support improvements to the transportation system. 

• Study #2 (S2) Downtown Parking and Multi-Modal Circulation Study - The City of Ashland will 

conduct a downtown parking management and multi-modal circulation study to eva luate the 

effectiveness of existing downtown parking management and truck loading zones and potential 

changes in parking management and travel demand management (TDM) strategies to increase 

overa ll accessibility to downtown for tourists, customers, and employees. The multi-modal 

circu lation study will review pedestrian circulation, bicycle circulation, and vehicle circulation 

for vehicles and trucks downtown. The study wil l eva luate the alternatives generated for 

providing bicycle lanes and wider sidewalks on E Main Street through downtown that were 

generated during the TSP alternatives analys is phase. The alternatives eva luation wi ll consider 

impacts to vehicle and truck parking and circu lation. 

Policies and studies specific to transportation modes are presented within the app licab le modal plan. 
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The street functional classifications for the City of Ashland are below. The functional classifications are 

consistent with City of Ashland's Comprehensive Plan and Street Standards Guidebook with the 

exception of the Shared Street classification. The Shared Street classification is a new functional 

classification that needs to be added to the Comprehensive Plan and Street Standards Guidebook. It is 

being applied primarily to formerly designated Neighborhood Streets that currently do not have 

sidewalks or bicycle lanes and where sidewalks and bicycle lanes are either infeasible due to right-of­

way or other constraints and where construction of small segments by development would likely remain 

disconnected from other pedestrian and bicycle facilities into the foreseeable future. It could also be 

applied to streets in new development areas. The vision for new Shared Street roadways is included in 

the Shared Streets and Alleyways White Paper dated February 2, 2011. 

• Boulevard - Provide access to major urban activity centers for pedestrians, bicycl ists, transit 

and motor vehicle users, and provide connections to regional traffic ways such as Interstate 5. 

• Avenue - Provide concentrated pedestrian, bicycle, and motor veh icle access from boulevards 

to neighborhoods and to neighborhood activity centers. 

• Neighborhood Collector - Distribute traffic from boulevards or avenues to neighborhood 

streets. 

• Neighborhood Street - Provide access to residential and neighborhood commercial areas. 

• Shared Street - Provides access to residential or commercia l uses in areas in which right-of-way 

is constrained by topography or historica lly significant structures. The constrained right-of-way 

prevents typical bicycle and pedestrian facilities such as sidewalks and bicycle lanes. Therefore, 

the ent ire width of the street is co llectively shared by pedestrians, bicycles, and motor vehicle 

users. The design of the street should emphasize a slower speed environment and provide clear 

physical and visua l indications the space is shared across modes. 
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• Alley- A semi-public neighborhood space that provides access to the rear of property; the alley 

eliminates the need for front yard driveways and provides the opportunity for a more positive 

front yard streetscape. Alleys also provide an alternative location for utility placement. 

• Multiuse Path - Off-street facilities used primarily for wa lking and bicycling; these paths can be 

relatively short connections between neighborhoods or longer paths adjacent to rivers, creeks, 

railroad tracks, and open space. 

Figure 6-1 presents the updated street functional classifications for the City of Ash land. 

Policy #2 {L2) Multimodal/Safety Based {Alternative) Development Review Process 

The Multimodal/Safety Based {Alternative) Development Review Process is a means to help support the 

City's TSP goals by providing funding for multimodal and safety programs and projects. It is inherently 

multimodal helping to create a green template {Goal 1), improvements are safety and multimodal 

driven making safety a priority for all modes {Goal 2), it supports economic growth by streamlining the 

development review process for developers {Goal 3), and facilitates system wide balance by placing all 

modes, safety, and access at the same level as mobility {Goal 4). See the Alternative to Traditional 

Development Review and Transportation Funding White Paper {dated March 7, 2011) for more details. 

The City of Ash land should amend Chapter 18 of the Municipal Code to establish a Multimodal/Safety 

Based (Alternative) Development Review Process for reviewing and approving development 

applications. The development review process is outlined below. 
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1) Applicants that generate 10 or more peak hour trips are required to prepare a transportation 

assessment that focuses on: 

A. On-site vehicular, pedestrian, bicycle, truck delivery, and emergency service circu lation 

and safety; 

B. Safety, using principles and information from the Highway Safety Manual (HSM), of the 

proposed site access(es) to the transportation system; 

C. Multimodal LOS, per the 2010 Highway Capacity Manual (HCM), along the adjacent 

collector and/or arterial corridors; and 

D. Person trips generated by the development, including those person trips expected to 

travel through any of the City's previously identified safety focus intersections. Per the 

City's 2011 TSP update, these intersections are: 

• N Main Street (OR 99)/Hersey Street -Wimer Street 

• Ashland Street (OR 66)/0ak Knoll Drive - E Main Street 

• Siskiyou Boulevard (OR 99)-Lithia Way (OR 99)/E Main Street 

• E Main Street (OR 99 Southbound)/Oak Street 

• Siskiyou Boulevard (OR 99)/Tolman Creek Road 

• Ashland Street (OR 66)/Tolman Creek Road 

2) The Applicant mitigates safety issues on-site and at their access point(s) to the transportation 

system . 

3) The Applicant contributes financially to the safety and multimodal improvements identified for 

the City's safety focus intersections identified in Step 1. 

4) The City assesses a Multimodal SDC, whereby an applicant is assessed a fee based on the 

number of person trips the proposed development is estimated to generate. This allows the 

system revenues to be used to fund capacity related improvements to the vehicular, pedestrian, 

bicycle, and transit systems. 
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Policy #3-#9 (L3 through L9) Downtown Enhancement Policies 

The fo llowing policies are aimed at enhancing the downtown environment for pedestrians, bicyclists, 

and transit users while also facilitating economic prosperity for downtown. 

It 

• Policy #3 {L3) Incorporate Wider Sidewalks - As feasible, incorporate wider sidewalks into the 

downtown core area on E Main Street, Lithia Way, and the supporting cross streets (e.g., Oak 

Street) . The purpose of wider sidewalks is to provide additional capacity for pedestrians and 

pedestrian activities (Goals 3 and 4). 

• Policy #5 (LS) Incorporate Preferred Pedestrian Treatments - As feasible, incorporate preferred 

pedestrian treatments into downtown area projects, including pedestrian countdown signals, 

landscape buffers, pedestrian refuge islands, and benches. These treatments will help enhance 

the environment for pedestrians (Goals 2 and 4). Exhibits 6-2 and 6-3 illustrate two of these 

treatments. 

Exhibit 6-2 - Pedestrian Countdown Signal Exhibit 6-3 - Pedestrian Refuge Island 

• Policy #6 {L6) Encourage Alley Enhancements - Work with the Chamber of Commerce and 

downtown business owners, to encourage property owners along downtown alleys to enhance 

the environment through improved landscaping, orienting businesses towards the alley, and 

other simi lar characteristics (Goals 3 and 4) . 

• Policy #7 {L7) Incorporate Bicycle Parking - As feasible, incorporate bicycle parking into 

downtown projects to encourage and facilitate bicycle travel (Goal 4). Locally affected business 

owners will be included in the process of determining where bicycle parking is located. 

• Policy #8 (LB) Develop Incentives for Truck Loading/Unloading - Work with the Chamber of 

Commerce and downtown business owners to reduce delivery and pick-up of goods during peak 
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times through strategies such as incentives or time rest rictions. The purpose of this policy is to 

limit potential truck loading/unloading impacts on other downtown activities (Goals 3 and 4). 

11 Policy #9 (L9) Update Downtown Parking Management - Work with the Chamber of Commerce 

and downtown business owners to update parking management strategies such that the 

strategies encourage the use of existing parking garages, increase the turn-over of on-street 

parking, and work towards paid parking to manage parking within and to reduce auto trips to 

downtown {Goals 3 and 4). 

Policy tt 10 (LlO) Green St reet Treatments 

The City of Ash land will inco rporate green street treatments into transportation, sewer, water, and 

stormwater capita l, maintenance, and operations projects, as feasible . The type and design of the green 

street treatments will be determined using the information contained in t he City of Ash land's 

Stormwater Master Plan. 

Green street treatments are a new opportunity to promote a vision of sustainable urbanism for the City 

of Ashland and help create a green template {Goal 1). By more closely mimicking the natural hydrology 

of a particular site, Green Streets help reduce the impact of urban development. Green street 

stormwater facilities have been shown to improve water quality of runoff through effective treatment, 

minimize erosion through the reduction of peak flow rotes and discharge velocities, and decrease 

stormwater volumes discharged to local streams by infiltrating all or a portion of local rainfall events. 

Study #1 (Sl) Funding Sources Feasibility Study 

The City of Ashland wi ll conduct a funding sources feasibility study to identify and eva luate the 

feas ibility of additional funding sources to support transportation programs, studies and projects. The 

study will establish priorities for pursuing additional funding sources based on such factors as the 

probability of successfully securing the funding source, stability of the funds, and amount of funds. The 

cost estimate for the study is $30,000; the priority is medium ind icating a timeline of 5 to 15 years (i.e., 

the study is to be conducted 5 to 15 years into the future). 

The purpose of allocating funds to such a study is to enable the City to identify additional long-term 

funding sources to increase the City's ability to fund transportation system improvements. Currently 

there is limited consensus on what to pursue. A study focused on the topic will provide the City with 

clear direction for the future. 

Study #2 (S2) Downtown Parking and Multi-Modal Circulation Study 

The City of Ashland wi ll conduct a downtown parking management and multi-modal circulation study to 

evaluate the effectiveness of existing downtown parking management and truck loading zones and 
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potentia l changes in parking management and travel demand management (TDM) strategies to 

increase overall accessibility to downtown for tourists, customers, and employees. The multi-modal 

circulation study will review pedestrian circulation, bicycle circulation, and vehicle circulation for 

vehicles and trucks downtown. The study will evaluate the alternatives generated for providing bicycle 

lanes and wider sidewalks on E Main Street through downtown that were generated during the TSP 

alternatives analysis phase. The alternatives eva luation will consider impacts to vehicle and truck 

parking and circu lation. The cost estimate for the study is $100,000; the priority is high indicating a 

timeline of Oto 5 years (i.e ., the study is to be conducted Oto 5 years into the future) . 

The purpose of allocating funds to a parking and multi-modal circulation study is to enable the City to 

fully investigate the inter-related nature of parking management and pedestrian, bicycle, and vehicle 

access and circulation downtown. The intent is to improve safety and access to downtown for all modes 

of travel and identify pref erred approaches for parking management and providing enhanced 

pedestrian and bicycle facilities without adversely impacting downtown business' access for truck 

deliveries and parking for customers. 

SUMMARY OF GENERAL POLICIES AND STUDIES 

Table 6-1 summarizes the Preferred Plan general policies and studies. 

Table 6-1 Summary of Preferred Plan General Policies and Studies 
~~~~~~~~~~~~~~--~~~~~~~~~~~~~~~~~~~~~~~~~~~~~-

Priority 

(ID#) Policy (l) or Study (S) Name Description (Time line) Cost 

(ll) Street Functional Classi fications 
Update to City of Ashland's street functional classi fications N/A N/A 
including a new functiona l classification called Shared Streets. 

(L2) Multimodal/Safety Based (Al t ernative) Multimodal and safety based approach for reviewing and N/A N/A 
Development Review Process approving development applications. 

One of seven policies to enhance the downtown. As feasible, 
(L3) Incorporate Wider Sidewalks incorporate wider sidewalks into downtown project s to N/A N/A 

provide more space for pedestrians. 

(L5) Incorporate Preferred Pedestrian 
One of seven policies to enhance the downtown. Incorporate 
preferred pedestrian treatments into downtown projects, as N/A N/A 

Treatments 
feasible. 

One of seven policies to enhance the downtown. Encourages 

(L6) Encourage Alley Enhancements 
property ow ners along alleys t o enhance the environment N/A N/A 
through improved landscaping, businesses oriented towards 
the alley and other similar characteristics. 

(L7) Incorporate Bicycle Parking 
One of seven policies to enhance the downtown. As feasible, N/A N/A 
incorporate bicycle parking into downtown projects. 

(LB) Develop Incentives for Truck 
One of seven policies to enhance the downtown. Work with 
Chamber of Commerce and downtown business owners t o N/A N/A 

Loading/U nloadlng 
reduce delivery and pick-up of goods in peak hours. 

One of seven policies to enhance the downtown. Work with 
(L9) Update Downtown Parking Management Chamber of Commerce and downtown business to update N/A N/A 

parking management strategies. 

(LlO) Green Street Treatments 
Incorporate green street treatments into transportation, 

N/A N/A 
sewer, water, and stormwater projects. 

Develop a fee in lieu policy for sidewalk construction projects 
(L27) Fee In lieu that apply to streets designated as Shared Streets (See Pol icy N/A N/A 

ll) 
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(S2) Downtown Parking and Multi-Modal 

Circulat ion Study 
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- ----- -- - - ----- - - - - -

Priority 
Description (Time line) Cost 

Study to identify future feasible funding sources to support Medium 
$30,000 

improvements to the t ransportation system. (5· 15 years) 

See study descript ion on pages 88-89. 
High 

$100,000 
(0·5 years) 

N/A Indicates category is not applicable to the policy or study. For examples, policies do not have costs or priori t ies associated with them, because 

they do not require funding to implement. 
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The pedestrian network in Ashland is made up of sidewalks, multi-use paths, and tra ils as we ll as 

marked and unmarked, signalized and unsignalized pedestrian crossings. In general, high activity areas 

such as downtown and along N Main Street/Siskiyou Boulevard are we ll-served by sidewalks and 

designated crosswa lks that are either marked or signa lized . Newer developments also have good 

sidewa lk coverage, wi th sidewalks constructed on both sides of nearly all streets. Sect ion 3 provides 

more information on the existing pedestrian network. Technica l memorandums 3.1 and 4.1 in the 

Technica l Append ix also contain more deta iled and extensive information on the exist ing pedestrian 

network.I The fo llowing sections present t he Ci ty of Ash land's pedestrian related po licies, programs, and 

projects. 

POLICIES AND PROGRAMS FOR IMPROVING THE PEDESTRIAN ENVIRONMENT 

The policies be low focus on providing a more comfortable pedestrian environ ment consistent with 

Goa ls 1, 2, 3 and 4 outlined in Section 2. 

• Policy #13 (L13) Incorporate Preferred Pedestrian Treatments - As feasible, integrate 

preferred pedestrian t reatments into city-wide projects tha t arise t hrough CIP investments 

or development. Preferred pedestrian t reatments include pedestrian countdown signals, 

audible pushbuttons, landscape buffers, pedestrian refuge islands, benches, curb 

extensions, enhanced crosswa lks, signalized crossings, and ADA compliant curb ramps (see 

AB for Bike and Pedest rian Design Treatment Toolbox) . These treatments will help enhance 

the environment for pedestrians and facilitate travel as a pedestrian (Goals 2 and 4). 

• Policy #27 (L27) Fee In Lieu - The City of Ash land should develop a fee in lieu policy for 

sidewalk construction projects that apply to streets designated as Shared Streets (See 

Project Ll) as well as any other streets the Public Works Direct or requests or approves in 

order to help complete higher priority sidewalks first. The fee in lieu applies to development 

applications that would otherwise be required to construct sidewalks along their site 

frontage. Rather than having the applicant construct the sidewalks along their site f rontage, 

the fee in lieu policy would have them pay a fee into a sidewalk construction fund equivalent 

to the cost of constructing sidewalks along their site frontage. The sidewalk construction 

fund would be used to construct high priority sidewalk projects. 

• Program #1 {01) Create Trave1Smart Educational Program - Invest in individualized, 

ta rgeted marketing materials to be dist ributed to interested individuals for the purpose of 

informing and encouraging travel as a pedest rian or by bicycle. The approximate cost of the 

program (including maps, materials, incent ives, outreach staff and mail costs) is $30 per 

household. 

Program Funding: The first three years of this program wil l be funded at $15,000 per year 

enabling the City to distribute material to approximately 500 households per year. Funding 
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for subsequent years will be determined based on the outcomes of the first three years. 

(This program is also presented in Section 6 Bicyc le Plan.) 

PEDESTRIAN FACILITY TYPES 

The Ashland Street Standards guidebook provides information related to pedestrian facility types within 

Ashland, including minimum requirem ents for sidewalks and multi-use paths. All existing and planned 

pedestrian facilities should be consistent with these requirements. 

The following designations are used throughout the TSP to describe the City's pedestrian facilities. 

These designations and definitions are consistent with the Oregon Bicycle and Pedestrian Plan (OBPP). 

• Sidewalks - Sidewalks are located along roadways, are separated from the roadway with a 

curb and/or planting strip, and have a hard, smooth surface, such as concrete. The City 

standard for sidewalk width is 6 to 10 feet on arterial and collector streets, with wider 

sidewalks required in areas of high pedestrian activity, and 5 feet on local streets. The 

unobstructed travelway for pedestrians should be clear of utility po les, sign posts, fire 

hydrants, vegetation and other site furnishings. 

• Multi-Use Paths - Multi-use paths are used by a variety of non-motorized users, including 

pedestrians, cycl ists, skaters, and runners. Multi-use paths may be paved or unpaved, and 

are often wider than an average sidewalk. In circumstances where peak traffic is expected 

to be low, pedestrian traffic is not expected to be more than occasiona l, good passing 

opportunities can be provided, and maintenance vehicle loads are not expected to damage 

pavement, the width may be reduced. The City multi-use path standard is 6 to 10 feet in 

width, depending on type of path (e.g. short neighborhood connector, unpaved trail, longer 

greenway type path) and the volume of non-motorized traffic. 

• Roadway Shoulders - Roadway shoulders often serve as pedestrian routes in many rural 

Oregon communities. On roadways with low traffic volumes (i.e., less than 3,000 vehicles 

per day), roadway shoulders are often adequate for pedestrian travel. These roadways 

should have shoulders wide enough so that both pedestrians and bicyclists can use them, 

usually 6 feet or greater. 

PLANNED PEDESTRIAN NETWORK 

The planned pedestrian network for the City of Ashland is shown in Figure 7-1. This network improves 

the connection between residential neighborhoods and commercia l, socia l and educationa l locations 

around the City-areas that require a high level of connectivity to meet resident's daily needs. 
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The planned network reflects projects identified based on the crash analysis summarized in Section 3 

and technica l memorandums 3.1 and 4.1. The planned network also prioritizes projects that are located 

on designated Safe Routes to School, streets with higher street functional classifications (indicating 

higher t raffic vo lumes and speed), and adjacent to land use destinations. Detailed information 

regarding project extent, priority designation and planning level cost estimates for each pedestrian 

project is provided in Table 7-1 below. Note the multi-use path projects are documented in Section 6 

Bicycle Plan. Appendix A contains the project prospectus sheets for the pedestrian related projects. 

Table 7-1 Pedestrian Projects 

Safe Routes Reasons for the Priority 

(Project #) Name Description to School?' Project (Time line) Cost' 

Create TravelSmart Education 
Encourage and 

High 
(01} - facilitate pedestrian $45,000 

Program 
and bicycle travel 

(0-5 Years) 

(Pl) N Main From N Main Street to Schofield Fill gap in existing High 
$50,000 -

Street/Highway 99 Street sidewalk network (0-S Years) 

(P4) Laurel Street 
From Nevada Street to Orange 

Yes 
Fill gap in existing Medium 

$500,000 
Avenue sidewalk network (5-15 Years} 

(PS) Glenn Street/ From N Main Street to 175' east of 
Yes 

Fill gap in existing High 
$200,000 

Orange Avenue Willow Street sidewalk network (0-5 Years} 

(PG) Orange Avenue 
175' west of Drager Street to Helman 

Yes 
Fill gap in existing High 

$250,000 
Street sidewalk network (0-5 Years) 

(P7} Hersey Street From N Main Street to Oak Street Yes 
Fill gap in existing High 

$750,000 
sidewalk network (0-5 Years} 

(PB} Wimer Street From Thornton Way to N Main Street Yes 
Fill gap in existing Medium 

$800,000 
sidewalk network (5-15 Years) 

(P9) Maple Street 
From Chestnut Street to 150' east of 

Yes 
Fill gap in existing High 

$100,000 
Rock Street sidewalk network (0-5 Years} 

From Maple Street to Wimer Street Yes 
Fill gap in existing High 

$250,000 
sidewalk network (0-5 Years} 

(PlO) Scenic Drive 
From Wimer Street to Grandview 

Yes 
Fill gap in existing Low 

$300,000 
Drive sidewalk network (1 5-25 Years) 

(Pl 7) Beaver Slide From Water Street to Lithia Way -
Fill gap in existing High 

$50,000 
sidewalk network (0-5 Years} 

(P18) A Street 
From Oak Street to 100' west of 6th Fill gap in exist ing High 

$250,000 
Street 

-
sidewalk network (0-5 Years} 

(P22) N Mountain From 100' south of Village Green Way Fill gap in existing High 
$450,000 

Avenue to Iowa Street sidewalk network (0-5 Years) 

(P23) Wightman Street 
From 200' north of E Main Street to 

Yes 
Fill gap in exist ing High 

$400,000 
625' south of E Main Street sidewalk network (0-5 Years) 

(P25) Walker Avenue 
950' north o f Iowa Street to Ashland 

Yes 
Fill gap in existing High 

$750,000 
Street sidewalk network (0-5 Years) 

From Oregon Street to Woodland 
Yes 

Fill gap in existing High 
$200,000 

Drive sidewalk network (0-5 Years) 
(P27) Walker Avenue 

From Woodland Drive to Peachey 
Yes 

Fill gap in existing Low 
$150,000 

Road sidewalk network (15-25 Years) 

From S Mountain Avenue to Morton 
Yes 

Fill gap in existing High 
$450,000 

Street sidewalk network (0·5 Years) 
(P28) Ashland Street 

From Morton Street to Guthrie Street Yes 
Fill gap in existing Low 

$500,000 
sidewalk network (15-25 Years} 

(P37} Clay Street 
From Faith Avenue to Siskiyou 

Yes 
Fill gap in existing Medium 

$1,000,000 
Boulevard sidewalk network (5-15 Years} 

(P38) Clay Street From Siskiyou Boulevard to M ohawk Yes Fill gap in existing High $300,000 
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(Project#) Name Description 

Street 

From Mohawk Street to southern 
terminus 

(P40) Hillview Drive 
From Siskiyou Boulevard to Peachey 
Road 

(P42) S Mountain From Ashland Street to Prospect 

Avenue Street 

(P54) Iowa Street From Terrace Street to Auburn Street 

From Siskiyou Bouleva rd to City Limits 

(PS7) Tolman Creek (west side) 

Road From Siskiyou Bouleva rd to City Limits 

(east side) 

From Hersey Street to Van Ness 
Avenue 

(PSS) Helman Street 
From 1500' north of Orange Avenue 
to Orange Avenue 

(P59) Garfield Street 
From E Main Street to Siskiyou 

Boulevard 

(P60) Lincoln Street From E Main Street to Iowa Street 

(P61) Cal ifornia Street From E Main St reet to Iowa Street 

(P62) Quincy St reet 
From Garfield Street to W ightman 
Street 

(P63) Liberty Street 
From Siskiyou Boulevard to Ashland 

Street 

(P64) Water Street From Van Ness Avenue to B Street 

(P65) Faith Avenue 
From Ashland Street to Siskiyou 
Boulevard 

(P66) Diane Street 
From Clay Street to Tolman Creek 

Road 

(P67) Frances Lane 
From Siskiyou Boulevard t o Oregon 
Street 

(P68) Carol Street 
From Patterson Street to Hersey 

Street 

(P70) Park Street 
From Ashland Street to Siskiyou 

Boulevard 

(P71) Orchard Street 
From Sunnyview Drive to Westwood 

Street 

(P72) C St reet From Fourth Street to Fifth Street 

(P73) Barbara Street 
From Jaquelyn Street to Tolman Creek 

Road 

(P74) Roca Street 
From Ashland Street to Prospect 

Street 

(P75) Blaine Street From M orton Street to M orse Avenue 

(P78) Patterson Street From Crispin Street to Carol Street 

(P79) Harrison Street From Iowa Street to Holly Street 

(P80) Spring Creek Drive From Oak Knoll Drive to road end 

- - - - - - - --

Safe Routes Reasons for the 
to School?1 Project 

sidewalk network 

Yes 
Fill gap in exist ing 
sidewalk network 

Fill gap in existing -
sidewalk network 

Fill gap in existing 
-

sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Fill gap in exist ing -
sidewalk network 

Fill gap in existing -
sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in existing 

sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in existing 

sidewalk network 

Yes 
Fill gap in exist ing 
sidewalk network 

Yes 
Fill gap in existing 

sidewalk network 

Yes 
Fill gap in exist ing 
sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in exist ing 
sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in exist ing 

sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in existi ng 
sidewalk network 

Yes 
Fill gap in existing 

sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in exist ing 

sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in existing 
sidewalk network 

Yes 
Fill gap in exist ing 
sidewalk network 

Yes Fill gap in exist ing 
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Priority 
(Time line) 

(O-S Years) 

Low 
(15-25 Years) 

Low 
(15-25 Years) 

Low 
(15-25 Years) 

Low 
(15-25 Years) 

High 
(0-5 Yea rs) 

Low 
(15-25 Years) 

High 
(0-5 Years) 

Low 
(15-25 Years) 

High 
(0-5 Years) 

High 
(0-5 Years) 

High 
(0-5 Yea rs) 

M edium 
(5-15 Years) 

High 
(0-5 Years) 

Medium 
(5-15 Years) 

High 
(0-5 Years) 

High 
(0-5 Years) 

High 
(0-5 Years) 

High 
(0-5 Years) 

High 
(0-5 Years) 

Low 
(15-15 Years) 

M edium 
(5-15 Years) 

Medium 
(5-15 Years) 

M edium 
(5-15 Years) 

M edium 
(5-15 Years) 

Medium 
(5-15 Years) 

Medium 
(5-15 Years) 

Medium 

October 2012 
Pedestrian Plan 

------

Cost' 

$300,000 

$2SO,OOO 

$400,000 

$350,000 

$425,000 

$425,000 

$100,000 

$200,000 

$750,000 

$450,000 

$500,000 

$150,000 

$650,000 

$250,000 

$350,000 

$20,000 

$10,000 

$150,000 

$650,000 

$100,000 

$100,000 

$100,000 

$250,000 

$100,000 

$100,000 

$100,000 

$350,000 
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Safe Routes Reasons for the 

(Project #) Name Description to School?1 Project 

sidewalk network 

(P81) Bellview Avenue 
From Greenmeadows Way t o Siskiyou 

Yes 
Fill gap in existing 

Boulevard sidewalk network 

High Priority (0-5 Years) 

Medium Priority (5-15 Years) 

Low Priority (15-25 Years) 

Total 

Notes: 

*Some sidewalk projects in t he table above may not be feasible due to right-of-way and/or topographic constraints. 

- - - -

Priority 
(Timeline) 

(5-15 Yea rs) 

Medium 
(5-15 Years) 

October 2012 
Pedestrian Plan 

----- -

Cost' 

$250,000 

$8,550,000 

$4,050,000 

$2,975,000 

$15,575,000 

'A "Yes" indicates the project contributes to a Safe Routes to School Plan by helping to fill a sidewalk or bicycle network gap on a safe route to a local 
school. The safe routes are those identified in the City's Safe Routes to School Plan maps. A"-" indicates the project does not overlap with a 
designated safe route to school. 

2Planning level cost estimates are for construction and engineering; does not include right-of-way costs. 
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The existing bikeway network reflects the same structure as the major road network (i.e., 

neighborhood collectors, avenues, and boulevards). There are limited continuous alternative routes for 

bicyclists to use instead of the boulevard network, particularly routes that connect riders to the major 

land use attractions. The land use and road network pattern in Ashland consists of one or two 

continuous east-west streets (OR 99 and OR 66) that are supported by a north-south collector system. 

The east-west corridors provide a regional traffic mobility function as well as hosting the majority of the 

City's attraction-based land uses including its reta il, commercial, service, and educationa l hubs. These 

locations are also attractive to bicycle riders. 

Overall, the bicycle network consists of a variety of facility types and covers approximately 48-percent 

of the major road network with a little over half (54-percent) being on-street bike lanes. The remainder 

includes shared roadways (37-percent) and shou lder bikeways (9-percent). In some cases local streets 

may provide more comfortable alternatives to the major road network and these streets serve as the 

basis for a potential well -connected bicycle boulevard system. In addition to on-street facilities, there is 

also an existing 6.8 miles of off-street multi-use path. Section 3 provides more information on the 

existing bicycle network. Technical Memorandums #3 and #4 in the Technical Appendix also contain 

more detailed and extensive information on the existing bicycle network. 

Bicyclist Types 

Increasingly, it is more recognized that there are various types of cycling populations. For example, 

many cities have found that its current ridership is represented by a small percentage of people that are 

"strong and fearless" and will generally ride regardless of the roadway conditions. They have also 

identified an "enthused and confident" group that is comfortable with the current policy of providing 

on-street bicycle lanes and similar facilities. This group represents the majority of recent growth in 

bicycle rid ership. 

There is also a larger segment of the population that is "interested but concerned" in cycling. These 

people wou ld like to cycle but currently have some sort of concern about using the existing cycling 

system - often this is a concern about safety riding amongst traffic. 

There is an opportunity to attract more travel by bicycle by providing a multi-level cycling system that 

caters to different types of cyclists. The existing cyclists, made up of the "strong and fearless" and 

"enthused and confident" groups, prefer direct, unimpeded, quick routes that tend to be along the 

major road network (i.e., neighborhood collectors, avenues and boulevards), whereas the "interested 

but concerned" group is less interested in speed and tend to seek greater comfort and an enhanced 

sense of safety. Genera lly, the "interested but concerned" group can be catered for in two ways: 

1. By providing more protection along busy traffic streets (e.g., using buffered, protected, or 

separated bike lanes); or 
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2. By providing comfortable alternatives to the boulevard network, such as bicycle boulevards 

along low volume streets or alleyways. 

The following sections present the City of Ashland's bicycle related policies, programs, and projects that 

are designed to increase bicycle ridership for each of the cycling populations. 

POLICIES AND PROGRAMS RELATED TO BICYCLING AND BICYCLISTS 

The policies and programs below focus on making bicycling more appealing to a wider range of ages 

and ability consistent with Goals 1, 2, 3 and 4 outlined in Section 2. 

• Policy #11 (Lll) Integrate Bicycle Parking - Work with the Planning Commission and 

Chamber of Commerce to establish on-street bicycle parking requirements (in areas where 

on-street vehicle parking is also provided) to complement existing off-street bicycle parking 

requirements in the development review process. Also, establish a tier system for the on­

and off-street parking requirements that recognizes some parts of the City of Ashland are 

like ly to attract more bicycle trips than others parts {Goal 1, 3 and 4). 

• Policy # L12 (L12) Establish Incentives for Bicycle Friendly Businesses - Work with the 

Planning Commission and Chamber of Commerce to establish incentives for bicycle friendly 

businesses. The incentives shou ld encourage businesses to facilitate and promote bicycling 

for employees and customers. The League of American Bicyclists has benchmarks for 

businesses to use to qualify for Bicycle Friendly status. City staff will work with the Planning 

Commission and Chamber of Commerce to pair the League of Ameri can Bicyclists 

benchmarks (or similar benchmarks customized to Ash land) with incentives attractive to 

loca l Ashland businesses. Establishing these incentives and benchmarks will encourage 

travel by bicycle helping creating a green template, assisting the City in moving towards 

Platinum status as a bicycle community, while also supporting economic prosperity {Goals 1 

and 3}. 

• Program #1 (01) Create Trave1Smart Educational Program - Invest in individualized, 

targeted marketing materials to be distributed to interested individuals for the purpose of 

informing and encouraging travel as a pedestrian or by bicycle . The approximate cost of the 

program (including maps, materials, incentives, outreach staff and mail costs) is $30 per 

household. 

Program Funding: The first three years of this program will be funded at $15,000 per year 

enabling the City to distribute material to approximately 500 households per year. Funding 

for subsequent years will be determined based on the outcomes of the first three years. 

(This program is also contained in Section 5 Pedestrian Plan.) 

• Program # (04) Retrofit Bicycle Parking Program - Establish a retrofit bicycle parking 

program allowing interested property owners to apply for bicycle racks or bicycle corra ls to 

be installed in front of their establishment. The City will coordinate with local business 
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owners as to where bicycle racks are installed to be sensitive to the potential impacts on 

pedestrian space and vehicle parking. 

Program Funding: The program will be allocated $10,000 annually for a five year period and 

the funds will be administered on a first-come first-serve basis and on ly after minimum 

bicycle parking requirements have been satisfied. The City will purchase racks, mange the 

request process, install racks, and keep records of where bicycle racks have been placed. 

This leve l of funding is estimated to provide approximately 40 inverted-U style bicycle racks 

per year (including hardware and staff costs). 

BICYCLE FACILITY TYPES 

The Ashland Street Standards guidebook provides information related to bicycle facility types within 

Ashland, including the minimum requirements for bicycle lanes and multi-use paths. All existing and 

planned bicycle faci lities shou ld be consistent w ith these requirements. 

The following designations are used throughout the TSP to describe the City's bicycle faci lities. These 

designations and definitions are consistent wi th AASHTO and OBPP. The purpose of having multiple 

bicycle facility types is to provide a multi-leve l cycl ing system that caters to different types of cyclists 

ranging from novice to experienced riders. In general, bicycles are allowed on roadways in the City of 

Ash land regardless of t he presence or type of bicycle facility on the roadway. 

• Shared Roadway/ Signed Shared Roadway - Shared roadways include roadways on which 

bicyclists and motorists share the same travel lane. This is the most common type of 

bikeway. The most suitable roadways for shared bicycle use are those with low speeds (25 

mph or less) or low traffic volumes (3,000 vehicles per day or fewer) . Signed shared 

roadways are shared roadways that are designated and signed as bicycle routes and serve 

to provide continuity to other bicycle faci lities (i.e., bicycle lanes) or designate a preferred 

route through t he community. Common practice is to sign the route with st andard Manual 

on Uniform Traffic Control Devices (MUTCD) green bicycle route signs with directional 

arrows. The OBPP recommends aga inst the use of bike route signs if they do not have 

directional arrows and/or information accompanying them. Signed shared roadways can 

also be signed to highlight special touring routes or to provide directional information in 

bicycling minutes or distance (e.g., "Library, 3 minutes, 1/2 mile"). 

• Shoulder Bikeway - These are paved roadways that have striped shoulders wide enough for 

bicycle travel. ODOT recommends a 6-foot paved shoulder to adequately provide for 

bicyclists, and a 4-foot minimum in constrained areas. Roadways with shoulders less than 4-

feet are considered shared roadways. Sometimes shoulder bikeways are signed to alert 

motorists to expect cyclists. 

• Bicycle Lane - Bike lanes are portions of the roadway designated specifically for bicycle 

travel via a striped lane and pavement stenci ls. Bike lanes are most appropriate on arterials 
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and major collectors, where high traffic volumes and speeds warrant greater separation. 

The Cit y standard width for a bicycle lane is 6 feet . 

• Multi-Use Path - Multi-use paths are used by a variety of non-motorized users, including 

pedestrians, cyclists, skaters, and runners. Multi-use paths may be paved or unpaved, and 

are often wider than an average sidewalk. In circumstances where peak traffic is expected 

to be low, pedestrian traffic is not expected to be more than occasional, good passing 

opportunities can be provided, and maintenance vehicle loads are not expected to damage 

pavement, the width may be reduced. The City multi-use path standard is 6 to 10 feet in 

width, depending on type of path {e.g. short neighborhood connector, unpaved trail, longer 

greenway type path) and the vo lume of non-motorized traffic. 

• Bicycle Boulevard - Bicycle boulevards are an adaptation of shared roadways that modify 

local streets to allow the through movement of bicycles whilst maintaining loca l access for 

automobiles . Bicycle boulevards typically include bicycle route signage and pavement 

markings and often feature t raffic ca lming to slow vehicle speeds and provide a more 

comfortable environment for cyclists. 

PLANNED BICYCLING NETWORK 

The planned bicycle network is shown in Figure 8-1. It creates increased route options and connectivity 

to serve bicyclists w ith a wide range of skill sets and comfort (i.e., to serve novice to experienced 

riders). The planned network reflects projects identified based on the crash ana lysis summarized in 

Section 3 and technica l memorandums 3.1 and 4.1. The planned network also prioritizes project s that 

are located on designated Safe Routes to School, streets with higher street functional classifications 

(indicating higher t raffic volumes and speed), and adjacent to land use destinations. For detailed bicycle 

project information, including project extent, designated priority and planning level cost estimates, see 

Table 8-1. Appendix Bis a Bicycle and Pedestrian Facility Design Toolkit the City can use to in designing 

the specific attributes of the various planned bicycle facilities. Appendix A contains the project 

prospectus sheets for the bicycle related projects. 
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Safe Routes Reasons for the Priority 

(Project #) Name Description to School?' Project {Timeline) Cost' 

(04) Retrofit Bicycle 
Establish funds and process for 

faci litate bicycle High 
Program 

installing off-street bicycle racks at 
travel (0-5 Years) 

$50,000 
existing business/establishments 

Bicycle Boulevard - From Scenic Drive 
Upgrade of existing 

(B2) Wimer Street to N Main Street. Coordinate with 
bikeway to High 

$20,000 
Project R31. 

encourage greater (0-5 Years) 

use 

Bike Lane - From Vansant St reet to N 
Fill gap in exist ing Medium 

(B3) Nevada Street Mountain Avenue. Coordinate with $230,000 
Project Rl 7. 

bicycle network (5-15 Years) 

(B4) Glendower Street 
Bicycle Boulevard · From the Bear Fill gap in existing Low 

$20,000 -
Creek Greenway to Nevada Street bicycle network (15-25 Years) 

(BS) M aple/Scenic Bicycle Boulevard - From N Main 
Yes 

Fill gap in existing High 
$110,000 

Drive/Nutley Street Street to Winburn Way bicycle network (0-5 Years) 

Upgrade of bikeway, 

(B6) Winburn Way 
Bicycle Boulevard - From Calle slow travel speeds, Low 

$10,000 -
Guanjuato to Nutley Street encourage (15 -25 Years) 

commercial activity 

Bike Lane - From Terrace Street to 
Fill gap in existing High 

(B7) Iowa Street road terminus and from S Mountain Yes $240,000 

Avenue t o Walker Avenue 
bicycle network (0-5 Years) 

(BB) Morton Street 
Bicycle Boulevard - From E Main Fill gap in existing Low 

$60,000 . 
Street to Ashland Street bicycle network (15-25 Yea rs) 

(B9) Ashland Street 
Bicycle Boulevard · From M orton 

Yes 
Fill gap in existing Medium 

$30,000 
Street to University Way bicycle network (5-15 Years) 

(BlO) S Mountain Bike Lane - From Ashland Street to E 
Yes 

Fill gap in existing High 
$120,000 

Avenue M ain Street bicycle network (0-5 Years) 

(Bll) Wightman St reet 
Bicycle Boulevard - E Main Street to 

Yes 
Fill gap in existing High 

$60,000 
Siskiyou Boulevard bicycle network (0-5 Years) 

(B12) Wightman Street 
Bicycle Boulevard - From road end to Fill gap in existing Low 

$20,000 
E Main Street 

. 
bicycle net work (15-25 Yea rs) 

(813 ) B Street 
Bicycle Boulevard - From Oak Street 

Yes 
Fi ll gap in existing High 

$80,000 
to N Mountain Avenue bicycle network (0-5 Years) 

Upgrade of bikeway, 

{814) A Street 
Bicycle Boulevard · From Oak Street slow travel speeds, Low 

$50,000 
to 6th Street 

-
(15-25 Years) encourage 

commercial activity 

{816) Lit hia Way 
Bicycle Boulevard - From Oak Street 

Yes 
Fi ll gap in existing High 

$110,000 
to Helman Street bicycle net work (0-5 Years) 

(817) Main Street 
Bicycle Boulevard· From Helman 

Yes 
Fill gap in existing High 

$50,000 
Street to Siskiyou Boulevard. bicycle network (0-5 Years) 

Bike Lane - From Jackson Road to 

{818) N Main St reet 
Helman Street Fill gap In existing Medium 

$260,000 
Included as part of Projects R35 and 

. 
bicycle net work (5-15 Years) 

R36. See Table 10-2 for more details. 

{819) Helman Street 
Bicycle Boulevard · From Nevada 

Yes 
Fill gap in existing High 

$80,000 
Street to N Main Street bicycle net work (0-5 Years) 

(820) Water Street 
Bicycle Boulevard · From Hersey Fill gap in existing Medium 

$30,000 
Street to N Main Street 

Yes 
bicycle network (5 -15 Years) 

{821) Oak Street 
Bicycle Boulevard - From Nevada Fill gap In existing Low 

$100,000 
Street to E Main Street 

. 
bicycle network (15-25 Years) 

(822) Clay Street' 
Bicycle Boulevard - From E Main Fill gap in existing Low 

$60,000 
Street to Ashland Street bicycle network (15-25 Years) 

{824) Clover Lane Bike Lane - From Ashland Street t o . Fill gap in existing Low $40,000 
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(Project #) Name Description 

proposed bike path 

(825) Tolman Creek Bike Lane· From Siskiyou Boulevard 
Road to Green Meadows Way 

Bike Lane· From E Main Street to 
(826) Normal Avenue Siskiyou Boulevard. Coordinate with 

Project Rl 9. 

(828) Clay Street' 
Bicycle Boulevard· From the rail line 
to Siskiyou Boulevard 

(B29) Walker Avenue 
Bicycle Boulevard • From Siskiyou 
Boulevard to Peachey Road 

(830) Ashland Street 
Bike Lane · From 1-5 Exit 14 SB to Hwy 
66 

(831) Indiana Street 
Bicycle Boulevard · Siskiyou Bouleva rd 
to Oregon Street 

(B33) 8th St reet 
Bicycle Boulevard· A Street to E Main 
Street 

(834) 1st Street 
Bicycle Boulevard· A Street to E Main 
Street 

(B35) Railroad Property 
Bike Lane - From Proposed Bike Path 
to N Mountain Avenue 

(B37) Clay Street ' 
Bicycle Boulevard· From Siskiyou 
Boulevard to M ohawk Street 

(B38) Oregon/Clark Bicycle Boulevard - Indiana Street to 
Street Harmony Lane 

(B39) Glenn Bicycle Boulevard · From N Main 

Street/Orange Avenue Street to Proposed Trail 

(B40) Laurel St reet 
Bicycle Boulevard· From Orange 
Street to Nevada Street 

(TRl) Northside Trail 
Mult i-use Path - From Orchid Avenue 

to Tolman Creek Road 

(TRZ) New Trail 
Multi- Use Path - From Clay Street to 

Tolman Creek Road 

(TR3) New Trail 
Multi-use Path- From new trail to 
Hersey street 

TR4 New Trail 
Mult i-use Path - From A Street to 
Clear Creek Drive Ext ension 

High Priority (0-5 Years) 

Medium Priority (S· 15 Years) 

Low Priority (15-25 Years) 

Development Driven 

Total 

Notes: 

- -- -------

Safe Routes Reasons for the 
to School?' Project 

bicycle network 

Fill gap in exist ing . 
bicycle network 

Fill gap in exist ing 
Yes 

bicycle network 

Fill gap in exist ing -
bicycle network 

Fill gap in existing 
. 

bicycle network 

Yes 
Fill gap in existing 
bicycle network 

Fill gap in existing . 
bicycle network 

Yes 
Fill gap in existing 
bicycle network 

FIii gap in existing . 
bicycle network 

Fill gap in existing . 
bicycle network 

FIii gap in existing 

bicycle network 

Fill gap in existing . 
bicycle network 

FIii gap in existing 
bicycle network 

Fill gap in existing 
bicycle network 

Expand existing -
bicycle network 

Expand existing . 
bicycle network 

Expand existing . 
bicycle network 

Expand existing . 
bicycle network 

----

Priority 
(Time line) 

(15-25 Years) 

Medium 
(5-15 Years) 

High 
(0-5 Years) 

Low 
(15-25 Years) 

High 
(0-5 Years) 

Low 
(15-25 Yea rs) 

High 
(0-5 Years) 

High 
(0-5 Years) 

LOW 
(15-25 Years) 

Low 
{15-25 Years) 

Medium 
(5-15 Years) 

High 
(0-5 Years) 

Medium 
(5-15 Years) 

Medium 
(5-15 Years) 

High 

(0-5 Years) 

Medium 

(5-15 Years) 

Development 
Driven 

Development 
Driven 

October 2012 
Bicycle Plan 

- - -

Cost' 

$100,000 

$190,000 

$50,000 

$40,000 

$100,000 

$20,000 

$20,000 

$20,000 

$40,000 

$20,000 

$40,000 

$40,000 

$40,000 

$2,000,000 

$400,000 

$220,000 

$110,000 

$3,230,000 

$1,150,000 

$570,000 

$330,000 

$5,280,000 

'A "Yes" indicates t he project contributes to a Safe Routes to School Plan by helping to fill a sidewalk or bicycle network gap on a safe route to a local 
school. The safe routes are those identified in the City's Safe Routes to School Plan maps. A"·'' indicates the project does not overlap with a 
designated safe route to school. 

' Planning level cost estimates are for construction and engineering; does not include right-of-way costs. Cost estimates assume striping and signing 

changes occur within the existing pavement width (i.e., no additional construction or road expansion is required) 

' Jackson County currently does not have standards for Bicycle Boulevard and may not permit the use of sharrows. 
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TRANSIT PLAN 

The transit plan presents policies and programs focused on improving transit service within and to/from 

Ashland. Figure 9-1 illustrates the existing and planned transit routes in the City of Ashland based on 

the City's transit priorities. The planned routes and service improvements are discussed below in the 

subsection: Program #5 (OS) Transit Service Program. 

Policy #14-19 (L14 through L19) Transit Enhancement Policies 

The following transit enhancement policies improve access to transit, land uses surrounding transit, 

and/or physical elements or attributes which the City has the direct ability to influence. 

• Policy #14 (L14} Encourage Greater Concentrations of Housing - Establish policies and/or 

incentives to encourage a greater concentration of housing along transit corridors and within 

urban renewal districts as a means to increase transit ridership and establish transit attractive 

destinations (Goal 3 and 4). 

r. Policy #15 (LlS} Upgrade Sidewalk Facilities - As project opportunities arise through Capital 

Improvement Program (CIP) investments or development, upgrade sidewalk facilities to ADA 

compliance on streets where transit service is provided and/or planned (Goals 2 and 4) . 

• Policy #16 (L16} Provide Street Lighting - As project opportunities arise through CIP 

investments or development, install and/or improve street lighting at transit stops and along 

streets leading to transit stops (Goals 2 and 4). 

• Policy #17 (L17} Provide Bicycle Storage - As project opportun ities arise through CIP 

investments or development, incorporate bicycle storage at major transit stops, including the 

downtown core, Southern Oregon University (SOU), and the Ash land Street (OR 66)/Tolman 

Creek Road intersection (Goals 3 and 4). 

• Policy #18 (L18) Increase and Improve Pedestrian Crossing Opportunities - As project 

opportunities arise through CIP investments or development, improve pedestrian crossing 

opportunities across major roadways to facilitate access to transit stops (Goals 2 and 4). 

109 Kittelson & Associoces, Inc 



C\tj ol .\sh\ond Ttcmsporta\\on Sy'S1..em P\an Updilte 

T 
il. 

! - . - .. - -·~-~~ --.;..... ..... 

I 

j J__ ----+----' _ __,-~,-1 / r'-- t- ·, 
' t ······-··· · ·-··c,·: . . ~-. i;~,. r - ~ ·t 

'--... \ ) r ;, ·--<- - • ---:1-. i-
i l t~. - ESTV 

. 
:·· .. . ·. 

_..J : '., 

'-. '·--~ t ·: ,,,~ 
·~; .. - ... ........ .. 

I " .. . ... ••#1 

0c.,ooe1 ion. 

¥ /\) I ·-·,···._ ··--·-
, } --· - Sources: USGS, ESRI. TAN ,AND i L ~ ___ _....,_ ___________ ~.!........~ _____ ...L __ ....=========~ - ---'---==-=::L.:...:..._ __ ...:::...L.....L:..._....ll..._ __ ........::.==..:..:.:...::..::....:::.~=1 
~ 

j 
~ 

8 
~ 
" i, 

~ Elllstlng Route 10 

··+ ·· Poten tial Long-Term Rou le 10 Modlftcatlon 

•••E••• Potentlal Long-Term Express Roule 

~ Modified ROYie 88 

Potentl&l long-Term Park & Ride 

A Potential Croman MIii Site Park & Ride 

Figure 
Existing and Planned Transit Service 9-1 

t L.. _______________________________________________ _ 



Ashland Transportation System Plan October 2012 
Transit Plan 

• Policy #19 (L19) Work with RVTD to Monitor and Improve Transit Stop Amenities - As 

opportunities arise, upgrade t ransit stop amenities based on ridership thresholds (Goals 2 and 

4). Ridership thresholds and amenities include: 

o Level 1 (stops with Oto 19 riders/day) -

Bus stop sign with route information and attached bench 

o Level 2 (stops with 20 to 49 riders/day) -

Level 1 amenities plus separate bench and ADA landing pad 

o Level 3 (stops with 50 or more riders/day) -

Level 2 amenities plus covered, lit she lter and 

secure bicycle parking (e.g., bicycle lockers) 

Policies related to other critical transit service elements such as hours of service, service frequency, 

fare, and service coverage are included below under "Programs"; these require coord ination with the 

Rogue Valley Transportation District (RVTD), the regional transit provider. 

Program #5 (OS) Transit Service Program 

The Transit Service Program provides funds and guidance on how to allocate funds to improve transit 

service (and increase t ransit ridership) in Ashland in collaboration with RVTD. Improving transit service 

to, from, and within the City of Ashland is an important element to help the City move toward its goals 

of creating a green template {Goal 1), supporting economic prosperity (Goal 3), and creating system­

wide balance (Goal 4}. 

Brief History of Transit Service in Ashland 

The City of Ashland has a history of subsidizing transit in the form of reducing fares for trips within 

Ashland and paying for an additional transit route in Ashland. These investments were made wit h the 

goal of increasing transit ridership. 

In approximately January of 2003, the City of Ashland began subsidizing fares for transit trips within 

Ashland such that transit use was free to riders. Completely subsidized fare continued unti l 

approximately June 2006 at which time the City reduced the amount of the subsidy such that trips 

w ithin Ashland were $0.50 for riders. From 2009-2011, the City of Ashland has continued to subsidize 

fares for transit trips within Ashland (a lthough at a rate less than in 2006) and paid for additional 

service within Ashland (Route 15) to increase the frequency of bus service to approximately 15-minute 

headways on weekdays. The addition of Route 15 did not have the level of impact on rid ership desired 

by the City and in 2011, RVTD decided to increase service frequency on Route 10 to 20-minute 

headways. Route 10 provides service within Ashland and to Medford. As a result, the City of Ashland 

has ended its subsidy to fund Route 15 and is not currently subsidizing fares. 
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Subsidies to RVTD for reduced fares and 15-minute service in Ashland were approximately $200,000 per 

year after the Business Energy Tax Credit (BETC) credit. Any future subsidized program should have the 

outcome of increased ridership. 

Transit Service Priorities 

Transit service priorities for RVTD and the City are discussed below. The priorities identified by RVTD in 

their long range plan are relevant to the City, because RVTD is currently the City's public transportation 

provider. The City1s priorities discussed below are the specific transit service enhancements the Transit 

Service Program will use to fund. 

RVTD's Transit Service Priorities 

RVTD's Long-Range Plan for transit service expansions includes three t iers of transit service expansion 

priorities based on three potential funding scenarios. Tier 1 includes the highest priorities for service 

expansion and primarily includes extended hours on existing transit service with some minor service 

expansion. Tier 2, which is based on a higher funding scenario, includes Tier 1 service expansions in 

addition to a second level service expansion priorities which include additional routes, express routes, 

and peak service. Tier 3 expansions, although still a priority, are lower in priority than the Tier 1 and Tier 

2 expansions and include additiona l routes and the formation of a transit grid system. 

The Tier 1, 2, and 3 projects identified in RVTD's long-range plan that would enhance transit service to, 

from and in Ashland are described in Table 9-1. 

Table 9-1 RVTD's Transit Service Enhancement Tiers 
~--- - ------------ - ----- --------- ----

I 

I 
Transit Service Enhancement Tiers Transit Service Expansions 

Tier 1 
Expanded service hours on weekdays (4 a.m. to 10 p.m.) and provide Saturday service (8 a.m. to 

6p.m.) 

Tier 2 
Provide Circulator Service in Ashland on t he east side of OR 99, Four Hour Peak Service, and 
Express Route (15 minute service) from Medford to Ashland Plaza. 

Tier 3 Provide additional transit routes in South Ashland. 

The City of Ashland's Transit Service Priorities 

The City of Ashland's priorities for expanded transit service are compatible with RVTD's priorities 

although slightly different and are described in more detail below. 

1) Establish a Customized Bus Pass Program - Establish a customized community bus pass 

program that will target groups such as high school students, seniors, public employees, and 

those in financial need. The program should be crafted to provide passes to groups that are 

likely to have the most impact on ridership as well as those in financial need of assistance. 
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2) Extend Service Hours - Extend service hours for Route 10 into the weekday evenings (e.g., 

10:00 p.m.) and provide service on Saturday and Sunday. Encourage RVDT to implement 

extended service hours on other key routes. 

2012 RVTD extended service hours on Route 10 to 10:00 p.m. on weekdays and provides 

Saturday service. The benefit of extended service hours is somewhat limited to local trips as not 

all routes that connect to Route 10 in Medford have extended service hours. However, the 

extended service hours on Route 10 serve a need between SOU and SOU's Medford campus; 

however, this need may also potentially be served by a shuttle service operated by SOU. 

]) Provide Express Bus Service to Medford and the Rogue Valley International Airport - Continue 

to explore opportunities with RVTD to establish express bus service to and from Medford and 

the Rogue Valley International Airport during the morning and evening commute hours and 

timed with flight arrivals and departures. 

Express bus service could be provided via additional service on Route 10 with limited to no stops 

between downtown Ashland, downtown Medford, and the Rogue Valley International Airport. 

Figure 9-1 illustrates the potential express bus service route including two long- term park-and­

ride locations within the City of Ashland. The two long-term locations are: 1) Railroad District 

adjacent to Hersey Street and 2) the Croman Mill Site. The Railroad District location preserves 

the opportunity establish a transit hub near downtown that would be well served by future 

commuter or passenger rail service. The Croman Mill Site provides the opportunity to operate a 

two-hub system, if the site and surrounding area develops to such a density to warrant a second 

hub. 

4) Expand Service Area - Work with RVTD to expand the transit service area as additional areas 

within the City become capable of supporting transit services. Areas capable of supporting 

transit service that are not currently being provided transit service are shown in red in Figure 9-

2. 
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As documented in the Supplemental Transit Information Memorandum (doted Moy 16, 2011), 

certain areas of Ashland not currently served by transit ore forecosted to be capable of 

supporting transit by the year 2034 based on their population and/or employment densities. 

Areas within K mile walk of a transit stop are considered to be served by transit as indicated by 

the green and yellow areas on Figure 9-2. The areas shown in red are based on the 

Transportation Analysis Zones (TAZs) in the regional travel demand model and do not 

necessarily warrant transit service within a ~ mile. Rother, the areas in red help identify key 

corridors where future densities will be supportive of transit service (such as Hersey, Mountain, 

East Main, and Mistletoe). The City should work with RVTD to identify and fund new routes 

and/or modify existing routes to best serve these corridors when they develop to a point that 

transit service becomes feasible. 

Figure 9-1 illustrates the add itional transit route, Route 8, identified to serve the unserved 

transit supportive area along Mountain Avenue. Route 8 is shown circulating via Nevada Street 

after the Nevada Street extension is complete (see project R17}. The estimated cost to operate 

Route 8 is approximately $580,000 per year. This assumes two buses operating on 30-minute 

headways for 10 hours per weekday. 

The need for an additional route in the south end of Ashland is likely longer-term than the 

proposed Route 8. The route to serve south Ashland would be dependent upon the development 

pattern but it could potentially travel within the Croman Mill development (as opposed to only 

along Tolman Creek Road) and serve the portion of E Main Street that is served less frequently 

by Route 10. 

5) Central Hub - Identify a location for a future transit hub to serve as a multi-modal transfer 

center for bus routes and Express Service operating in and to Ash land. Potentia l locations could 

include the long term park-and-ride locations shown on Figure 9-1. 

A typical early step for a city where transfers need to occur between routes is to have them 

occur on-street, perhaps at an enhanced stop (e.g., one with a larger, decorative shelter). Once 

the system grows to a size where multiple routes are meeting to transfer passengers, then an 

off-street center begins to make sense. As discussed as part of the Priority 3, two potential long­

term transit hubs are: 1) Railroad District adjacent to He rsey Street; and 2} Croman Mill Site. The 

timing and extent to which these ore developed will depend on the development occurring 

adjacent to the sites. The potential long-term Croman Mill Site could e ither be served by 

extending the express route or tied into the Railroad District hub via Route #10. 

Another instance where an off-street center makes sense is when it serves intermodal transfers 

multiple times a day (e.g., intercity bus to local bus, commuter roil to local bus). A commuter 

express route to Medford could still pass through downtown to capture transfers from other 

routes while still serving the Jon g-term park-and-ride site. Diverting existing routes should be 

avoided or minimized, because it increases travel time for the majority of passengers and risks 

increasing the costs of operating the route. The development of a cen tral hub is estimated to 
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cost approximately $1,300,000. The preferred plan includes $300,000 as local match for 

potential grant funds. 

6) Increase Service Frequency - Use the thresholds documented in Table 9-2 to coord inate and 

program with RVTD increased t ransit service frequency in the future. The current 20-minute 

headways on Route 10 are sufficient for Ashland given the existing and forecasted future 

residential densities. 

Table 9-2 Transit Service Frequency and Residential Housing Densities 
---- -----

Transit Service Frequency 

Local bus service (1 bus per hour) 

Intermediate bus service (1 bus every 30 minutes) 

Frequent Bus Service (1 bus every 10 minutes) 

High Capacity Transit Systems (e.g., Streetcar, Light Rail) 

'Net acres are developed land not including st reets, parks, etc. 
2This density applies to station areas. 

- - - - - - -~- -- -----

Residential Density Threshold 

4-5 dwelling units/net acre' 

7-8 dwelling unit s/net acre' 

12-15 dwelling units/net acre
1 

25-50 dwelling units/net acre1
·
2 

Figure 9-3 illustrates the 2034 forecasted household densities (densities shown in Figure 9-3 are based 

on gross acres) and the corresponding transit se rvice frequency. 

7) Support Private Transit Circulator - Work with Chamber of Commerce and existing businesses 

and hotels to provide a privately run circulator service (trolley or other type) t o operate on a 

fixed route or on demand to help shuttle tourists from hotels to destinations throughout 

Ashland and potentially to the Rogue Valley Internationa l Airport. Some hotels already provide 

some limited shuttle service and there could be benefit to consolidating these efforts to provide 

more robust service to all tourists. This service could be operated seasonally. 

f') Support SOU Transit - Work with Southern Oregon University {SOU) to provide a privately run 

circulator that targets SOU students' needs including service to the Medford campus. 

Exhibit 9-1 illustrates the cities in which SOU students are living with approximately 45% living 

outside of Ashland some of whom it may be feasible to serve to via a circulator between SOU's 

campuses in Ashland and Medford. Exhibit 9-2 illustrates of the 55% of students living Ashland, 

the percentage of those students living within a 1/2 mile, mile and 2 miles of campus. This 

information illustrates a well routed local circulator may be able to efficiently serve most of the 

s tudents within Ashland. 
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Exhibit 9-1 Percent of Students in Nearby Cities 

White City, 1.0% 

Talent, 3.9% _____ _ 

Roseburg, 0.8% 

Phoenix, 1.7% 

1.3% 
Jacksonv1lfe, 

1.0% 
Grants Pass, 

6.4% 
Eagle Pt, 1.5% Central Pt, 4.4% 

Out of Area, 
4.2% 

Ash land, 54.9% 

Exhibit 9-2 Percent of Ashland Students Distance from Campus 

2.0 2'. miles, 9.2% 

1.0 :S miles < 2.0, 
18.1% 

0.5 :S miles < 1.0, 
16.9% 

miles < 0.5, 
55.8% 

8) Support Fare Free Transit in Ashland - Work with RVTD to continue to explore the feasibility of 

fare free transit w ithin Ashland. 

As documented in the Supplemental Transit Information Memorandum (dated May 16, 2011), a 

2002 synthesis of fareless transit service policies concluded fareless policies may be appropriate 

for smaller transit systems in communities where some of the primary disadvantages of fareless 

service (e.g., overcrowding, security, and problem riders) may not be significant concerns. See 

the Supplemental Transit Information Memorandum (dated May 16, 2011) for more details. 
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10) Establish Rubber Tire Trolley Circulator - The City should explore opportunities to establish a 

rubber tire trolley circulator within Ashland as a means to facilitate non-auto travel by visitors, 

students, and residents making shorter trips . Figure 9-4 illustrates a potential circulator route 

and stop locations. The conceptual level cost of establishing a circulator is estimated to be 

$2,800,000 to $4,500,000. This estimate assumes 15 stops along the circulator route (stops on 

Siskiyou Boulevard and Ashland Street would be located on the outbound and inbound direction 

of travel} and five trolley vehicles to provide 15 to 20 minute headways. The stops are estimated 

to cost $20,000/each to $50,000/each (depending on the amenities provided) and the vehicles 

are estimated to cost $500,000/each to $750,000/each (depending on quality and type 

The City may choose to implement lower priority transit se rvice improvements before higher priority 

transit service improvements based on the opportun ities that arise in discussions with RVTD (e.g., in t he 

near-term, it may be more feas ible to implement Priority 3 than Priority 1). 

Transit Service Program Funds 

The Transit Service Program funding approach is outlined be low. The City will use the funds to support 

policies L14 through L19 and priorities 1 through 9 discussed above. This includes estab lishing transit 

hubs, supporting circulator service to serve visitors, and supporting service to SOU students. 

• Years Oto 5 - $200,000/year 

• Years 5 to 10 - $250,000/year 

• Years 10 to 15 - $300,000/year 

• Years 15 to 25 - $350,000/year 

To the extent the City uses these funds to support service provided by RVTD, the City will work with 

RVTD to establish a common set of performance measures to help guide decisions on whether changes 

to transit se rvice have been cost effective investments for the City. The performance measures wi ll help 

the City decide if incrementa l increased investment in transit service changes is financia lly sound. The 

performance measures may also indicate benefits to RVTD as wel l as the City, which may provide the 

basis to establishing a matching funds agreement, where RVTD invests a certain amount of money for 

every dollar invested by the City. 

At some point in the future, the City may choose to alter the funding allocated to the Transit Service 

Program based on the effectiveness of their investments with RVTD. The City may also choose to use 

their Transit Service Program funds to hire a private transportation company to provide some or all of 

their public transit service. 
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Revisions to Ordinance made for Second Reading: 
made after fi rst read ing and public hearing of February 5, 20 13 

SECTION 2. The City of Ashland Comprehensive Plan Append ix entitled ·Technical Repo1is 
and Supporting Documents'' is attached hereto aed made a part hereof as Exhibit A. 
Prev io usly added suppo1ting documents are acknowledged on thi s Append ix. 

SECTION 3. The document entitled '·Ashland T ranspo1tation System Plan (201 3)" attached 
hereto as Exhibit B, and made a pert hereof by this referenee is hereby added to the above­
referenced Appendi x to support Chapter X, [TRANS PORTATION ELEMENT] the 
Comprehensive Plan. 

SECTION 4. The offic ia lly adopted C ity of Ashland Street Ded ication Map, referenced in 
Ashl and Comprehensive Plan Chapter X [TRANS PORTAlON E LEMENT] is he reby amended 
as attached hereto as Exhibit C, and made a part hereof' by this referenee. 



Revisions to TSP for Second Reading 
made after Public Hearing and First Reading on February 5, 2013 

Page 2 (to address Planning Commission (PC) cond ition # I) 

In add ition to developing the 2034 TSP to be a ligned with the communi ty' s values, it also 
meets the state requirements for a TSP and acts as a resource for staff, decis ion makers, 
and the public. It represents two years of ha rd work and co llaboratio n among C ity staff, 
Transportation Commiss io n, Planning Commiss io n, C ity Counc il, C hamber of 
Commerce, Technical Advi sory Committee and community members. The 2034 TSP is 
the princ ipa l document for identify ing the function, fonn , and location of future 
transportation facili t ies, directing resources to transpo rtation proj ects, and providing the 
community with the level of investment that wi II be needed to support antic ipated 
development within the community. It al so serves as the transportation element, and as 
a suppo rting document of the Ashland Comprehensive Plan as required by state law. 

Page 7 (to address PC condition #2) 

It should be noted that population estim ates shown in Exhi bit 2-3 are for informational 
purposes onl y. Po pulation estimate have been updated s ince 2009 when the TSP project 
bean as shown below. 

(Ashland Population Projections chart inserted) 

Ashland Population Projections 
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Page 9 (to address PC condition #3) 

Popu lation Density maps updated to be "2000 Population Density' ' and ''20 IO Population 
Density" (Prev iously was" 1990 Population Density" and ·'2000 Popu lation Density" 
maps) 

Page 35 (to address PC condition# I) 

• Ashland Comprehensive P lan: The Comprehensive Plan was~ the bedrock of goa ls, 
po licies, and land use designations for updati ng the TSP. lt provides clear policies and 
criteria for eva luating transpo,iation improvements, transit corridors, and any land use 
concepts for pedestrian nodes and locations for increas ing density. 

Page 88, (to address PC condition #5) 

Map legend corrected so that green li ne streets are labeled "Neighborhood Collector' ' (the 
legend incorrectly labeled the streets "Neighborhood Street" previously) 

Page 95 (to address PC condition #4) 

PEDESTRIAN FACI LITY TYPES 

The Ashland Street Standards guidebook provides information related to pedestrian 
facility types within Ashland, including minimum requirements for sidewalks and multi­
use paths. All existing and planned pedestrian facil ities should be consistent w ith these 

requirements. 

The following designations are used throughout the TSP to describe t he City's pedestrian 
facilities. These designations and definitions are consistent with t he Oregon Bicycle and 

Pedestrian Plan (OBPP). 

• Sidewalks - Sidewalks are located along roadways, are separated from the roadway 
w ith a curb and/or planting strip, and have a hard, smooth surface, such as concrete. The 
City standard for sidewalk width is 6 to 10 feet on arteria l and collector streets, with wider 
sidewalks required in areas of high pedestrian activity, and 5 feet on local streets. +he 
OregeR Qepartff!eRt ef TraRspertatieR (OQOT) siee\t,•alk wietl:t staRElarEI is i feet, witl:t a 
miRiFRYFR wietl:t ef S feet a£eeptable eR leeal streets. The unobst ructed travelway for 
pedestrians should be clear of uti lity po les, sign posts, fire hydrants, vegetation and other 
site furnishings. 
• Multi-Use Paths - Multi-use paths are used by a variety of non-motorized users, 
including pedestrians, cycl ists, skaters, and runners. Multi-use paths may be paved or 
unpaved, and are often w ider than an average sidewalk. In circumstances where peak traffic 
is expected to be low, pedestrian traffic is not expected to be more than occasiona l, good 
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passing opportunities can be provided, and maintenance vehicle loads are not expected to 
damage pavement, the width may be reduced. The City multi-use path standard is 6 to 10 
feet in width, depending on type of path (e.g. short neighborhood connector, unpaved 
trail, longer greenway type path) and the volume of non-motorized traffic. 
• Roadway Shoulders - Roadway shoulders often serve as pedestrian routes in many 
rura l Oregon communities. On roadways with low traffic volumes (i.e., less than 3,000 
vehicles per day), roadway shoulders are often adequate for pedestrian travel. These 
roadways should have shoulders wide enough so that both pedestrians and bicyclists can 
use them, usually 6 feet or greater. 

Tt.:le Ast.:llaRe Street StaReares g1o1ieebeek pre•,iees iRfermatieR relates te peeestriaR 
faeilitv tvpes withiR AshlaRe, iRel1o1eiRg miRim1o1m req1o1iremeRts fer sieewalks aRe m1,1lti 
1o1se paths. All existiRg aRe plaRRee peeestriaR faeilities st.:le1o1le be eeRsisteRt witt.:I tt.:lese 
req1o1iremeRts. 

Page 103-104 (to address PC condition #4) 

BICYCLE FACILITY TYPES 
The Ashland Street Standards guidebook provides information related to bicycle facility 
types within Ashland, including the minimum requirements for bicycle lanes and multi-use 
paths. All existing and planned bicycle facilities should be consistent with these 
requirements. 

The following designations are used throughout the TSP to describe the City's bicycle 
facilities . These designations and definition s are consistent with AASHTO and OBPP. The 
purpose of having mult iple bicycle facility types is to provide a multi-level cycl ing system 
that caters to different types of cyclists ranging from novice to experienced riders. In 
general, bicycles are allowed on roadways in the City of Ashland regardless of the presence 
or type of bicycle faci lity on the roadway. 
• Shared Roadway / Signed Shared Roadway - Shared roadways include roadways 
on which bicyclists and motorists share the same travel lane. This is t he most common type 
of bikeway. The most suitable roadways for shared bicycle use are those with low speeds 
(25 mph or less) or low traffic volumes (3;000 vehicles per day or fewer) . Signed shared 
roadways are shared roadways that are designated and signed as bicycle routes and serve 
to provide continuity to other bicycle fa cilities (i.e., bicycle lanes) or designate a preferred 
route through the community. Common practice is to sign the route with standard Manual 
on Uniform Traffic Control Devices (MUTCD) green bicycle route signs with directional 
arrows. The OBPP recommends aga inst the use of bike route signs if they do not have 
directional arrows and/or information accompanying them. Signed shared roadways can 
also be signed to highlight specia l touring routes or to provide directional information in 
bicycling minutes or distance (e.g., "Library, 3 minutes, 1/2 mile" ). 
• Shoulder Bikeway - These are paved roadways that have striped shou lders wide 
enough for bicycle travel. ODOT recommends a 6-foot paved shoulder to adequate ly 
provide for bicyclists, and a 4-foot minimum in constrained areas. Roadways w ith shoulders 
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less than 4- feet are considered shared roadways. Sometimes shoulder bikeways are signed 
to alert motorists to expect cyclist s. 
• Bicycle Lane - Bike lanes are portions of the roadway designated specifically for 
bicycle t ravel via a striped lane and pavement stencils. OQOT staRdard width fer a bie't'Ele 
laRe is i feet. The FRiRiml4FR •.vidth ef a bie't'ele laRe agaiRst a El4rb er adjaeeRt tea parkiRg 
laRe is Ii feet. ft. bie·1ele laRe FRa'/ be as Rarrew as 4 feet, bl4t eRl·1 iR >Jery eeRstraiRed 
sitl4atieRs. Bike lanes are most appropriate on arteria ls and major collectors, where high 
traffic volumes and speeds warrant greater separation. The City standard width for a 
bicycle lane is 6 feet. 
• Multi-Use Path - Multi-use paths are used by a variety of non-motorized users, 
including pedestrians, cycl ist s, skaters, and runners. Multi-use paths may be paved or 
unpaved, and are often wider than an average sidewalk. In circumstances where peak traffic 
is expected to be low, pedestrian traffic is not expected to be more than occasional, good 
passing opportunit ies can be provided, and maintenance vehicle loads are not expected to 
damage pavement, the width may be reduced. The City multi-use path standard is 6 to 10 
feet in width, depending on type of path (e .g. short neighborhood connector, unpaved 
trail, longer greenway type path) and the volume of non-motorized traffic. 
• Bicycle Boulevard - Bicycle boulevards are an adaptation of shared roadways that 
modify local streets to allow the through movement of bicycles whilst maintaining loca l 
access for automobiles. Bicycle boulevards typica lly include bicycle route signage and 
pavement markings and often feature traffic calming to slow vehicle speeds and provide a 
more comfortable environment fo r cyclists. 

The Ashla Rd Street StaRdards gl4idebeek pre¥ides iRferFRatieR related te bie•1Ele faeiliW 
t•1pes withiR AshlaRd1 iRell4diRg the FRiRiFRl4FR re~l4ireFReRts fer bie't'ele laRes aRd FRl41ti l4se 
paths, All eMistiRg aRd plaRRed bie't'ele faeilities shel41d be eeRsisteRt with these 
re~l4ireFReRts, 

Pages 123 and 136 (to address Wimer/Ashland Mine Rd. public hearing testimony) 

page I 23 notation added to Street Dedication Map: 
"The exact location of the street wi ll be refined al the time of annexati on." 

page 136 notation added to Planned Intersection and Roadway Proj ects: 
"The exact locatio n of the street w i II be refined at the time of annexation." 

Page 137 (to address PC condition #6) 

Description for (R22) New Roadway (B) in Table I 03 Pre rerred Plan Inte rsection and 
Roadway Projects edited as fo llows: 

·'Construct a New Roadway from C lay Street to To lman Creek Road cons istent w ith the 
!AMP Exit 14 Access Management on Ashland Street (OR 66) if and when Tolman 
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Creek Manufactured Park is redeveloped. The location of the connection shall be 
determined at the time of redevelopment of the manufactured home park.'' 

Page 138 (to address Wimer/Ashland Mine Rd. public hearing testimony) 

Description for (R3 l ) New Roadway (B) in Table J 03 Preferred Plan Intersection and 
Roadway Projects ed ited as fo llows: 

··Extend Wimer to Ashland Mine Road. The exact location of the street will be refined 
at the time of annexation. 

Page 139, (to address PC condition #7) 

Descripti on for (R44) New Roadway (B) in Tab le I 03 Preferred Plan Inte rsection and 
Roadway Projects edited as follows: 

"Widen and reconstruct s idewalks with street tree, stormwater planters and bus shelte rs 
consistent with the Croman Mill District standards." 
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