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CHAPTER 1 INTRODUCTION

In 1994, the City of Prineville developed a transportation system plan (7:SP) to serve as a guide for the
management of existing transportation facilities and the design and implementation of future facilities.
After its adoption by the City Council, the plan also constituted the transportation element of the
Comprehensive Plan. To complete the 1994 TSP, the City retained the services of David Evans and
Associates, Inc. (DEA). DEA worked closely with city Staff and the community to develop a plan
which managed the existing transportation system and provided for future growth. Since adoption of the
Prineville TSP in 1994, a number of significant issues have been raised and discussed, including:

n Expansion of the Prineville Urban Growth Boundary (UGB) to include the airport area and other
residential lands.

= New and updated forecasts for population and employment growth in the Prineville urban area,
and their consistency with Crook County and State of Oregon projections.

n Consensus, or lack thereof, concerning the City’s major transportation system improvements -
particularly regarding the need, type and timing of Highway 126 corridor improvements in
downtown Prineville.

n Need for a systems development charge (SDC) to help pay for local transportation capacity
improvements and keep pace with growth.

Give these issues, and the fact that Prineville’s TSP is almost five years old, the Oregon Department of
Transportation (ODOT) agreed to assist the City of Prineville in revising and updating their
transportation plan.

This revised TSP represents a significant update of the 1994 TSP. When adopted by the City Council,
this revised TSP will supersede the existing 1994 TSP as the Transportation Element of the
Comprehensive Plan and will serve as the new guide for providing transportation facilities within the
City of Prineville. The revised TSP includes the following chapters:

Chapter 2 TSP Requirements - Describes Goal 12 and the purpose of the Transportation
Planning Rule and also defines the requirements specific to the City of Prineville. This
chapter also describes other plans, such as the Oregon Transportation Plan, which
include elements that require consistency with the Prineville TSP.

Chapter 3 The Planning Process - Describes the planning process, and how the transportation
system plan was developed and updated.

Chapter 4 Goals and Objectives - Defines the goals and objectives for the transportation
planning process.

Chapter 5 Current Transportation Conditions - Identifies the current transportation system
including existing traffic volumes, levels of services and capacity deficiencies.

Chapter 6 Short-Term Improvements - Describes and recommends a series of short-term
transportation improvements which should be implemented within the next five years.

=PV Ry 1-1
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Chapter 1 City of Prineville

Introduction Transportation System Plan Update

Chapter 7 Travel Forecasts - Forecasts future 2018 traffic volumes, levels of service and
transportation system deficiencies.

Chapter 8 Alternatives Street System Analysis - Analyzes key street system improvement
alternatives.

Chapter 9 The Transportation System Plan - Represents the transportation system plan
itself, including elements for all travel modes. This Chapter will replace the
Transportation Element of the Prineville Comprehensive Plan.

Chapter 10 Construction Cost Estimates - Provides planning level construction cost
estimates for key transportation system improvements.

Chapter 11 Funding Options and Financial Plan - Describes available options and a
financial plan, including local funding sources to pay for future transportation
improvements.

Appendix A - Summary of Existing Plans and Policies

B - TPR Compliance Table

Provides a table which summarizes (item-by-item) how the revised TSP complies with
the requirements of the Transportation Planning Rule.

C - Major Street Inventory

D - Traffic Forecast Refinement

E - 1994 TSP Modeling Methodology

F - Transportation Systems Funding Sources

G - TSP Newsletters and Meeting Agenda

H - Draft TSP Review Comments

I - Recommended Changes to Comprehensive Plan and Land

Development Ordinance to Implement the Transportation
System Plan
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CHAPTER 2 TRANSPORTATION SYSTEM
| PLAN REQUIREMENTS

The revised Prineville TSP must meet the requirements of Statewide Planning Goal 12 and its
implementing division, the Transportation Planning Rule (OAR Chapter 660, Division 12). Goal 12
affects all levels of government, and requires that transportation plans be coordinated among all
jurisdictions.

Statewide Planning Goal 12 - Transportation

In the mid-1970s, Oregon adopted 19 Statewide Planning Goals to be implemented in comprehensive
plans. The aim of Goal 12, Transportation is "to provide and encourage a safe, convenient and economic

transportation system".

Each community, region, and metropolitan area has developed the transportation element of their
comprehensive plans according to the following guidelines set forth in Goal 12.

"A transportation plan shall (1) consider all modes of transportation including mass tran-
sit, air, water, pipeline, rail, highway, bicycle and pedestrian; (2) be based upon an in-
ventory of local, regional and state transportation needs; (3) consider the differences in
social consequences that would result from utilizing differing combinations of trans-
portation modes; (4) avoid principal reliance upon any one mode of transportation; (5)
minimize adverse social, economic and environmental impacts and costs; (6) conserve
energy; (7) meet the needs of the transportation disadvantaged by improving transporta-
tion services; (8) facilitate the flow of goods and services so as to strengthen the local
and regional economy; and (9) conform with local and regional comprehensive land use
plans.

To date, the City of Prineville has addressed transportation planning issues through a number of planning
documents including the following (these documents are reviewed in more detail in Appendix A - Review
of Existing Plans and Policies):

. The existing City of Prineville Transportation System Plan (TSP) prepared by David Evans and
Associates in 1994;

. The City of Prineville Downtown Enhancement Plan prepared by David Evans and Associates in
1997;

. The updated City of Prineville Comprehensive Plan is scheduled for adoption in 1999; and

. The City of Prineville Land Development Ordinance No. 1057 adopted in March, 1998.

The Transportation Planning Rule

The Transportation Planning Rule (TPR) was developed by the Oregon Land Conservation and
Development Commission (LCDC) and the Oregon Department of Transportation (ODOT), and adopted
in April 1991. The TPR implements Goal 12, and applies to all levels of government.

clIf DFY
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Chapter 2 ' City of Prineville
Transportation System Plan Requirements Transportation System Plan Update

overview

Essentially, the TPR requires that cities, counties, Metropolitan Planning Organizations (MPOs), and state
agencies prepare and adopt TSPs. A TSP is "a plan for one or more transportation facilities that are
planned, developed, operated, and maintained in a coordinated manner to supply continuity of movement
between modes, and within and between geographic and jurisdictional areas.”

The ultimate aim of the TPR is to encourage a multi-modal transportation network throughout the state
that will reduce our reliance on the automobile and ensure that local, state, and regional transportation
systems "support a pattern of travel and land use in urban areas which will avoid the air pollution, traffic
and livability problems faced by other areas of the country.”

The TPR affects all jurisdictions, with requirements that vary based on population size and the
geographic location of each jurisdiction. It also sets forth a schedule for compliance. The MPOs were to
have completed their regional transportation system plans by May 1995. Cities and counties within
MPOs were to have completed their local plans within a year of the MPO plan adoption. Jurisdictions
outside of MPOs, such as Prineville, were to have completed their plans by May 1996.

Transportation Planning Rule Requirements for Prineville

The City of Prineville falls into the juriédictional category of cities with a population between 2,500 and
25,000 that are located outside of a major urban area. ‘In preparing its local transportation system plan,
Prineville must "establish a system of transportation facilities and services adequate to meet identified
local transportation needs and shall be consistent with regional TSPs and adopted elements of the state
TSP". The specific requirements of the TPR, as well as an analysis of the City of Prineville’s current
levels of compliance, are outlined in Appendix B - TPR Compliance Table.

Oregon Transportation Plan

The Oregon Transportation Plan (OTP) was completed and adopted by the Oregon Transportation
Commission in September 1992. Several alternative approaches to developing the transportation plan
were evaluated as part of the OTP planning process. The preferred plan presented in the OTP followed
the Livability Approach, which "depends heavily on the concept of minimum levels of service within
each transportation mode to assure appropriate transportation alternatives to all areas of the state".

Inventory

In its inventory of existing facilities, the OTP identifies several transportation facilities of significance in
Prineville.

The Ochoco Highway (Highways 126 west of Prineville and 26 through and east of Prineville) is a
highway of statewide significance. As defined in the Oregon Highway Plan, the function of a statewide
highway is "to provide connections and links to larger urban areas, ports and major recreation areas that
are not directly served by interstate highways."

Prineville currently has intercity bus service provided by Greyhound Bus Lines. Travel is pbssible along
both east-west and north-south corridors. Limited service for the elderly and disabled is provided by the
mini-bus service of the Soroptomist International of Prineville.
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A truck/rail intermodal freight facility is also identified in Prineville. The City of Prineville Railway
owns this facility; however, it has not been operated for several years since all truck/rail transfer
operations were moved to Portland.

Minimum Levels of Service by 2012

The minimum levels of service expected to be in place by 2012 set standards for performance for each
mode of travel and for all jurisdictions. The following levels of service apply to Prineville.

u Local public transit services and elderly and disadvantaged service providers should regularly
connect with intercity passenger services. Prineville has demand responsive minibus service
which will pick up and carry senior citizens to any destination within a five-mile radius of
downtown. Connections to the intercity bus are easily possible with this service.

= Intercity passenger service should be available for an incorporated city or groups of cities within
five miles of one another having a combined population of over 2,500, and located 20 miles or
more from the nearest Oregon city with a larger population and economy. Services should allow
a round trip to be made within a day. Greyhound Bus Lines provides Prineville with daily
service to Portland and connections to and from other cities in either Bend, Madras, or Biggs
Junction (I-84). Limited service by Soroptomist mini-buses; expansion proposed.

u Local mransit and elderly and disadvantaged services should be coordinated with intercity bus
services. Prineville's demand responsive minibus service will pick up and deliver senior citizens
to the intercity bus services at their convenience.

= Highway freight accessing intermodal truck/rail terminals or moving within Oregon should
experience level of service C or better on Oregon highways during off-peak periods. The Ochoco
Highway, a highway of statewide importance, will operate at level of service C or better
throughout the day with the street system improvements outlined in the chapter of this report
titied "The Transportation System Plan".

L Branch rail lines within Oregon should be maintained to allow a minimum speed of operation of
25 miles per hour whenever upgrading can be achieved with a favorable benefit-cost ratio. The
City of Prineville Railway is classified as a line-haul carrier and is therefore limited to rail yard
operating speeds of 20 mph.

u Minimum levels of service and minimum tolerable conditions for state highways are included in
the Oregon Highway Plan. The improvements outlined in the chapter of this report titled "The
. Transportation System Plan" would allow all of the highways in Prineville to meet the minimum
tolerable conditions specified in the Oregon Highway Plan (OHP). [The 1998 OHP, when
adopted, will revise these LOS standards. See Appendix A].

= Bicycle and pedestrian networks should be developed and promoted in all urban areas to provide
safe, direct and convenient access to all major employment, shopping, educational and
recreational destinations in a manner that would double person trips by bicycle and walking.
The bicycle plan presented in the chapter of this report titled "The Transportation System Plan"
specifies that bicycle lanes be present on all collector and arterial roadways. In general, the
trigger point for adding bike lanes to existing roadways would be daily traffic volumes exceeding
2,500-3,000 vehicles. Roadways which provide direct access to schools would be high priority.




Chapter 2 ' City of Prineville
Transportation System Plan Requirements Transportation System Plan Update

= Secure and convenient bicycle storage available to the public should be provided at all major
employment and shopping centers, park and ride lots, passenger terminals and recreation
destinations. The policies and ordinances necessary to support this requirement will be prepared
separately from this report. ’

The 1998 Oregon Highway Plan (Draft Update)

The 1998 Oregon Highway Plan defines policies and investment strategies for Oregon’s state highway
system for the next 20 years. It further refines the goals and policies of the Oregon Transportation Plan
and is part of Oregon’s Statewide Transportation Plan. The Highway Plan is reviewed in greater detail in
Appendix A - Review of Existing Plans and Policies.

TEA-21

The Transportation Equity Act for the 21* Century (June 1998), better known as TEA-21, authorizes a
six-year federal funding program to include highway, highway safety, transit and other surface
transportation programs. TEA-21 builds on the initiatives established in the Intermodal Surface
Transportation Efficiency Act (ISTEA) of 1991 by continuing and improving current programs, and
adding new initiatives to meet the nation’s challenges to improve safety, protect and enhance
communities and the natural environment, and advance economic growth through efficient and flexible
transportation.

Crook County

Crook County - Prineville Area Comprehensive Plan

The Crook County - Prineville Area Comprehensive Plan was prepared in response to Goal 12, and
enacted in 1978. Since that time the City of Prineville has prepared its own Comprehensive Plan and
expects to adopt it in 1999.

Crook County Transportation System Plan (1997)

The TPR requires coordination amongst county and city transportation system plans. The Crook County

Transportation System Plan was prepared for Crook County by David Evans and Associates in 1997.

The planning area does not include the City of Prineville, which is incorporated and has its own TSP. A

summary of the transportation section of the comprehensive plan and the Crook County TSP are included
in Appendix A -Review of Existing Plans and Policies. :

The Existing City of Prineville TSP

In 1994, the City of Prineville prepared and adopted a TSP to meet the requirements of the TPR. The
1994 TSP includes the following plan elements which are required in order to satisfy the TPR.

1. A street system plan for a network of arterial and collector roadways;
2. A public transportation plan;
3. A bicycle and pedestrian plan;
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City of Prineville ' Chapter 2

Transportation System Plan Update Transportation System Plan Requirements
4. An air, rail, water, and pipeline plan;
5. Policies and land use regulations for implementing the TSP; and
6. A transportation financing program.

In the 1994 TSP, items 1 through 4 were addressed in the chapter of this report titled "The Transportation
System Plan". The transportation financing program, Item 6, was presented in the chapter titled "Funding
Options and Financial Plan". TPR compliance issues specific to the 1994 TSP are also addressed in
Appendix B - TPR Compliance Table.

The policies and land use regulations, Item 5, was prepared separately and included land use and
subdivision ordinance amendments to protect transportation facilities for their identified functions. In
particular, these amendments included street standards and access control measures. Land use and
subdivision ordinance amendments to require bicycle parking facilities and facilities for safe, convenient,
and direct pedestrian and bicycle access within and between residential, commercial, employment, and
institutional areas were also addressed.

Revisions to the City of Prineville Transportation System Plan

The City of Prineville has completed a substantial amount of planning to date, including preparation of
the 1994 Transportation System Plan. In revising its 1994 TSP, the City will accomplish the following:

. Address changes to the City’s Urban Growth Boundary (UGB) which have occurred since the
adoption of the TSP,

. Update population and traffic projections;

. Review and update projects to assure that the projects proposed and prioritized in the TSP

accurately reflect the growth forecasts, and goals and objectives of the community;

. Address and reconcile adopted City street design, access management and other transportation
standards with both Crook County transportation policies and standards and Draft Oregon
Highway Plan Access Management and LOS standards;

. Re-assess funding options and revise the Financial Plan to include full evaluation of the system
development charge (SDC) option; and

. Address any remaining TPR compliance issues.




CHAPTER 3 THE PLANNING PROCESS

The revised Prineville TSP was developed through a series of technical analyses combined with
systematic input and review by the City, the Transportation Advisory Committee, Planning Commission
and City Council, and the public. The planning process is described on the following pages and the
planning area is described at the end of this chapter.

Developing a Transportation System Plan
Key elements of the process include:

Involving the community in the planning process

Reviewing existing plans and transportation conditions
Defining goals and objectives

Developing population, employment and travel forecasts
Developing and evaluating transportation system alternatives
Developing the transportation system plan

Developing a funding plan and capital improvement program

Community Involvement

The existing 1994 TSP provided a foundation for the development of the revised TSP. Community
involvement was an important part of the development of both documents. For the 1994 TSP,
community interaction was achieved in two ways: holding open community meetings and forming a
Transportation Advisory Committee. A Transportation Advisory Committee (TAC) was formed to
provide guidance to the consultant, to review work products, and to aid the City in making decisions
regarding the plan. Additionally, two open community meetings were held during the planning process.
The first was held at the beginning of the process in a workshop format to solicit public input on issues
and problems to be addressed. The results of this meeting formed the basis for the transportation goals
and objectives. A second meeting was held at the end of the process for community review and
comments upon completion of the draft TSP.

For the preparation of the revised TSP, the TAC was reconvened and met four times. The TAC revisited
and discussed a wide range of transportation issues with an emphasis on the alternatives for downtown
circulation, airport area access, Crooked River crossings, and north/south connections. The reconvened
TAC included representatives from the business community, trucking interests, seniors and others.

In addition to the TAC, a Joint Planning Commission/City Council was formed and met four times to aid
in the development of the revised TSP. A Public Open House meeting was also held prior to each of the
Joint Planning Commisston/City Council meetings to provide the general public with an opportunity to
discuss transportation planning in the City of Prineville. Each round of public meetings was preceded by
the preparation and release of a newsletter, which announced the upcoming meeting schedule and
identified key issues (copies of the Newsletters are included in Chapter 13).

Finally, a Management Team, consisting of ODOT, DLCD, and City staff, met with the consultant on a
regular basis over the course of the revised plan development to provide guidance and input into all
phases of the process.
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City of Prineville Chapter 3
Transportation System Plan Update The Planning Process

Capital Improvement Program and Funding Analysis

The capital improvement program was developed from the short-term improvements and the
recommended street system plan, while the funding analysis examined methods for financing these
improvements. These elements are described in the chapters titled "Construction Cost Estimates” and
"Funding Options and Financial Plan".

THE PLANNING AREA

Prineville is the county seat and the largest city in Crook County. Located about 50 miles east of the
Cascade Mountain Range, the city is situated in the geographic center of the state. The planning area,
shown on Figure 3-1, is bounded by the city's urban growth boundary. The roadway system in the
existing Comprehensive Plan consists of five state highways and a system of arterial, collector, and local
roads.

Highways 26 and 126 are the two most important highways in Prineville. The Ochoco Highway is a
highway of statewide significance. It consists of Highway 126 to the west of Prineville, providing a route
through the Cascades to the Willamette Valley, and Highway 26 through and to the east of Prineville,
providing access to the eastern half of Oregon and to Idaho. To the west, Highway 26, also known as the
Madras-Prineville Highway, provides a direct northwesterly route through the Cascades to Portland,
about 150 miles away. Between Madras and Prineville, Highway 26 is designated a highway of regional
significance. Both Highway 26 and Highway 126 connect with Highway 97 about 20 miles east of the
city for north/south access.

In addition to Highways 26 and 126, three other highways originate or terminate in Prineville. Highway
27, also known as the Crooked River Highway, runs southward to the Prineville Reservoir and beyond.
The O'Neil Highway runs westerly from Prineville and terminates about 20 miles away at Highway 97,
just north of Redmond. The Paulina Highway also provides access to the Prineville Reservoir before
continuing eastward to Paulina and into Grant County.

A land use zoning map of Prineville and the area within the Urban Growth Boundary is shown in Figure
3-2. The commercial zones are focused around Third Street (Highway 26) and Main Street. Residential
zoning surrounds the commercial core. The manufacturing and industrial uses are primarily in the
northwest quadrant of the city with some smaller pockets in other areas.
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CHAPTER 4 GOALS AND OBJECTIVES

The following goals and policies were initially developed as part of the 1994 TSP planning process and
were validated by the Transportation Advisory Committee (TAC), Joint Planning Commission/City
Council Committee and Management Team as part of the TSP update process. These goals and policies
are intended to guide the development of the revised Transportation System Plan. Throughout the
planning process, each element of the plan was evaluated against these parameters. Chapter 9, which is
the Transportation System Plan itself and will be adopted as the Transportation Element of the
Comprehensive Plan, includes those policies which are intended to guide transportation system planning
and development into the future.

Overall Transportation Goal:

Develop an urban area transportation system which enhances the livability of Prineville and
accommodates growth and development through careful management of existing and future
transportation facilities.

GOAL: Reduce congestion, improve circulation, and provide safe side-street
access along Highway 126, Third Street, and Main Street.

Objectives: A. Develop a safe and efficient arterial and collector system which maintains the
integrity of the downtown business district and minimizes the impact on street-
side parking.

B. Improve intersection operations by adding left-turn phases, installing additional

traffic signals, actuating and coordinating traffic signals, and/or increasing sight
distance as needed.

C. Provide signage directing vehicles to business, industrial, and recreational
centers.
GOAL: Provide additional north/south arterial and collector streets.
Objectives: A. Provide additional crossings over Ochoco Creek to improve traffic circulation

and reduce congestion on Main Street.

GOAL: Improve truck circulation through and around the city.
Objectives: A. Reduce the impact of truck traffic on Third Street and on Main Street.
B. Develop an alternative truck route system with signage to destinations and
highways.
clli BF Y

i 4-1



Chapter 4 ' City of Prineville
Goals and Objectives Transportation System Plan Update

GOAL: Increase the use of alternative travel modes through improved safety
and service.

Objectives: A. Provide additional sidewalks and improve existing sidewalk pavement for
pedestrian safety and access.

B. Provide additional bicycle routes and plan regular maintenance of existing routes
for bicyclist safety and access.

C. Provide pedestrian and bicycle access between subdivisions and neighborhoods,
especially when direct motor vehicle access is not possible.

D. Expand existing transit service to include the entire community if economically
feasible.
GOAL: Preserve the function, capacity, level of service and safety of the

fransportation system.

Objectives: A. Adopt access management standards, level of service policies and street design
standards (including new standards for "local" streets) which balance the need
for access with the need for automobile, pedestrian and bicycle safety and with
the need for efficient movement of through traffic and which are consistent and
compatible with those standards adopted by ODOT and Crook County.

B. Work with ODOT to support airport facility improvements (including access
to/from t he airport and industrial areas) identified in the current airport master
plan for Prineville Municipal Airport. (Note: from the Interim Corridor
Strategy for Highway 126)

C. Work with ODOT to maintain and upgrade the City of Prineville Railway tracks
to allow a minimum speed of 25 mph wherever upgrading can be achieved with a
favorable benefit cost ratio. (Note: from the Interim Corridor Strategy for
Highway 126)
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CHAPTER 5 CURRENT TRANSPORTATION
CONDITIONS

As part of the planning process, an inventory of the existing transportation system in Prineville was
conducted. This inventory, which covered the street system as well as the pedestrian system, bikeways,
public transportation, rail, air, water, and pipelines, has been updated and revised by W&H Pacific as
part of the TSP update process. In addition to these transportation modes, transportation demand
management measures were also reviewed. Lastly, census data was examined to determine travel mode
distributions.

Transportation System Inventory

The transportation system inventory examined all modes of transportation in Prineville for people and
goods. This section describes each mode and, when possible, the approximate usage of that mode.

Roadways

As part of the 1994 TSP, the current transportation conditions on the existing roadways were measured
and examined during the spring of 1992. Data collection included a physical inventory of the City's
arterial and collector roads and a traffic count program that measured volumes at 45 street or intersection
locations. The results of the inventory were used to define existing roadway capacities and short term
improvements, and the PM peak hour traffic counts were used as a base for developing the traffic
forecasting model. Additional traffic counts were taken on 3rd Street since the 1994 TSP was prepared.
These data are summarized in later sections of this chapter.

Physical Inventory

The existing street system inventory was conducted for all highways, arterial roadways, and collector
roadways within Prineville as well as those in Crook County which interact with city streets. Inventory
elements include:

street classification and jurisdiction

street width and right-of-way

number of travel lanes

presence of on-street parking, sidewalks, or bikeways
speed limit

general pavement conditions

Figure 5-1 shows the roadway functional classification and jurisdiction as well as the location of traffic
signals. Appendix C lists the complete inventory.

Highways. Prineville is served by five state highways: Ochoco Highway, Madras-Prineville
Highway, Crooked River Highway, O'Neil Highway, and Paulina Highway. These roadways are
managed and maintained by ODOT. The 1997 Oregon Highway Plan (OHP) classified the state
highway system into four levels of importance (LOI): Interstate, Statewide, Regional, and
District. ODOT has established primary and secondary functions for each type of highway and
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Chapter 5 City of Prineville
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objectives for managing the operations for each one. Prineville has no Interstate Highways but it
does have all of the others.

The Draft 1998 Oregon Highway Plan state highway classification system consists of six
categories of roadway including the three National Highway System (NHS) classifications:
Interstate, Statewide, and Intermodal Connector. In addition, the system retains the Regional and
District categories used in the Levels of Importance (LOI) classification system adopted in the
1991 Oregon Highway Plan and adds a new category -- Local Interest Roads. The state highway
classification system provides a basis for definition of the system. Supplementing this base are
four additional special purpose designations: land use, statewide freight routes, scenic byways,
and lifeline routes. Each of these special designations provides additional information, allowing
the system to incorporate significant concerns previously left out of the process. The system
classification and special purpose designations are intended to guide investment and management
decisions. As shown in Table 5-1, there are no changes proposed to the classification of
Prineville’s highways.

Table 5-1
State Highway Classification

Highway - Description 1991 Adopted 1998 Draft
: OHP OHP
Ochoco Highway - Highway 126 to the west of Prineville Statewide Statewide

and Highway 26 through and east of Prineville. It is the
focus of the downtown commercial development and carries
the greatest amount of traffic in the city.

Madras Highway - Highway 26 west of Prineville. Between Regional Regional
Madras and Prineville, Highway 26 has a regional

classification. (It is classified with statewide importance on

all other segments but this one.) This route is the most direct

route from Prineville to Portland, about 150 miles northwest.

Crooked River Highway - (Highway 27) extends south from District District
Highway 26 (Third Street) providing access to the Prineville
Reservoir and beyond.

O'Neil Highway - runs parallel to Highway 126 between District District
Prineville and Redmond. It serves primarily as access for the
adjacent land uses.

Paulina Highway - located in the southeast quadrant of District District
Prineville, providing access to the Prineville Reservoir and
Grant County.

Arterial Roadways. Arterial streets form the primary roadway network within and through a region.
They provide a continuous road system which distributes'traffic between neighborhoods and districts.
Generally, arterial streets are high capacity roadways which carry high traffic volumes with minimal
localized activity. Major arterial streets tend to be higher volume, larger capacity roadways than minor
arterial streets.
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Ciry of Prineville Chapter 5
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In Prineville, the arterial network consists of state, county, and city streets. Highways 26 and 126
merge on the west side of the City to form a single roadway bisecting Prineville from east to
west. Named Third Street within city limits, Highway 26 is the primary corridor of commercial
development, and is designated a major arterial street. Main Street is the north-south major
arterial. Other major arterial streets include county roads: Lynn Boulevard and Combs Flat Road.
Minor arterial streets include: Lamonta Road, Laughlin Road, Tenth Street, First Street, Harwood
Street, Fairview Street, and Juniper Street.

Collector Roadways. Collector streets connect local neighborhoods or districts to the arterial
network. Generally, they do not connect together to form a continuous network because they are
not designed to provide alternative routes to the arterial street system.

Both Prineville and Crook County have designated collector roads. Within city limits, collector
streets include Deer Street and Elm Street, which are the remaining north-south roads crossing
Ochoco Creek; roads such as Fifth Street and Court Street, which collect traffic in residential
neighborhoods; as well as roads serving schools, industrial districts, and other areas. Outside of
the city limits, state roads such as Paulina Highway and O'Neil Highway and county roads such
as Juniper Canyon Road, McKay Road, Lamonta Road and Barnes Butte Road collect traffic
destined for the City from more remote areas.

Street Layout

Most Prineville roadways are laid out in a grid pattern. Block sizes are typically 330 feet by 330 feet.
Several natural features interrupt the grid system, causing discontinuities and odd-shaped blocks. These
features include the steep rimrock walls on the west side of the city, Crooked River, Ochoco Creek, and
the hills in the northeast quadrant which form Ochoco Heights. Manmade features such as large school
lots and the railway also divide up the city.

One of the major circulation barriers is Ochoco Creek and the surrounding park. Ochoco Creek runs
east/west through town north of Fourth Street. There are six creek crossings spaced an average of four to
five blocks apart (about one quarter of a mile). Four of these crossing are located downtown: Harwood
Street (minor arterial), Deer Street (collector), Main Street (major arterial), and Elm Street (collector).
Two others are located east of the commercial core: Juniper Street (minor arterial) and Combs Flat Road
(major arterial). Main Street is the most frequently used crossing.

1998 Traffic

Traffic volumes on the major streets in Prineville were originally measured during the spring of 1992.
These data were adjusted to 1998 conditions based on growth rates derived from ODOT’s annual traffic
volume data (see Appendix D for a description of the methodology). Twenty-four hour, two-way
volumes are shown on Figure 5-2. The widest bandwidth illustrates that the highest volumes occur on
Third Street, with about 16,730 vehicles entering and emerging from the "Y" intersection of Highways 26
and 126.

Peak Hour Volumes. Directional AM and PM peak hour volumes are shown on Figures 5-3
and 5-4. A comparison of the morning and evening traffic indicates a build-up of traffic
throughout the day. For example, PM peak hour volumes on Third Street are more than
twice as high as those in the AM peak hour in some locations. Because the highest hourly
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Chapter 5 City of Prineville
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volumes occur in the afternoon/evening period, future testing and evaluation of the street
system was accomplished by forecasting the PM peak hour volumes.

Hourly Traffic Patterns. Hourly traffic patterns at three locations in Prineville are shown in
Figure 5-5. These patterns are based on the 24-hour traffic volumes measured by ODOT
1997. The locations shown in this figure were selected because they are all fairly high
activity spots where improvements may be needed in the future.

The first location, Third Street west of Harwood Street, is the point where Highways 26 and
126 merge and enter the city. The peak period is clearly the hour between 3:00 p.m. and
5:00 p.m., with over 650 vehicles hourly westbound and over 575 vehicles hourly eastbound.
From 11:00 a.m. to 6:00 p.m., traffic volumes are steady, with a small peak during the lunch
hour, varying between 400 and 500 vehicles per hour in either direction (excluding the peak
hour). Traffic volumes grow gradually prior to that period and decrease rapidly afterwards.

The second location, Third Street west of Knowledge Street, is on the opposite side of the
city and east of the commercial core. This location has a less pronounced peak hour.
Volumes generally vary from 400 to 500 vehicles per hour in each direction for the seven
hour period between 11:00 a.m. and 6:00 p.m. with the peak hour for westbound traffic
occuring between 3:00 and 4:00 p.m. and the peak hour for eastbound traffic an hour later
between 4:00 and 5:00 p.m.. As with the Harwood Street location, traffic volumes grow
gradually up to that period and decrease quickly afterwards.

Main Street north of Third Street is the location of the third traffic pattern shown in Figure
S-5. Traffic volumes are considerably lower at this location than the Third Street locations.
This location shows two peaks in traffic volume: one during lunch time (between 11:00 a.m.
and 1:00 p.m.) and a second more pronounced peak in later in the afternoon between 4:00
and 5:00 p.m..
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1998 Street Capacity

Transportation engineers have established various standards for measuring traffic capacity of roadways or
intersections.! Each standard is associated with a particular level of service (LOS) one wishes to provide.
The LOS concept requires consideration of factors which include travel speed, delay, frequency of
interruptions in traffic flow, relative freedom for traffic maneuvers, driving comfort and convenience and
operating cost. Six standards have been established ranging from Level A where traffic flow is relatively
free to Level F where the street system is totally saturated or jammed with traffic. Table 5-2 presents the
level of service criteria for signalized intersections.

The 1991 OHP establishes operating level of service standards for the state highway system For
highways of statewide importance, such as the Ochoco Highway, roadways in urban areas and urbanizing
areas should operate at LOS C or better (i.c. stable traffic flow with average speeds between 20 and 25
mph). Highways of regional importance, such as the Madras Highway, should operate at LOS D in urban
areas and LOS C in urbanizing areas. The higher standard for urbanizing areas is set to allow for future
growth in those areas. For highways of district importance,:such as O'Neil Highway, Paulina Highway,
and the Crooked River Highway, roadways should operate at LOS D in both urban and urbanizing areas.

The 1998 Draft OHP also addresses operating level of service standards for the state highway system,
generally maintaining standards which are similar to, or somiewhat less stringent than, those established
in the 1991 OHP (e.g., within urban areas, highways of statewide importance, such as the Qchoco
Highway, should operate at LOS C/D). Special Transportation Areas (STAs) are also addressed in the
1998 Draft OHP. STAs are designated existing or future compact districts-located within an urban
growth boundary in which land use considerations outweigh the conSiderations underlying the highway
level-of-service policy (e.g., central business districts). Designation=f an STA would require a
collaborative planning process by ODOT and the City of Prineville with mutual adoption including a
public participation process. Pursuant to the 1998 Draft OHP,; LOS E would be the minimum acceptable -
level of service on all Prineville highways within an adopted S STA, although, alternative LOS standards

may be adopted ina STA as partof a detalled plan.

! Transportation Research Board, Highway Capacity Mdnual, Special Report 209. National
Research Council, 1985.

2 1991 Oregon Highway Plan, Appendix A, Table 1, Operating Level of Service Standards for the
State Highway System. e %
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Chapter 5

Current Transportation Conditions

Table 5-2

Level of Service Designation for Signalized Intersections

Level of Service Traffic Fiow

Comments

Maneuverability

Drivers can maneuver

A Free Traffic flows freely with no delays.
Desirable easily and find freedom
In operation.
B Stable Traffic still flows smoothly with few Some drivers feel
Destrable delays. somewhat restricted
within groups of vehicles.
C Stable Traffic generally flows smoothly but Backups may develop
Desirable occasionally vehicles may be delaved behind turning vehicles.
through one cycle. Desired urban area Most drivers feel
design level. somewhat restricted.
D Approaching Traffic delays may be more than one cycle Maneuverability is
Acceptable Unstable during peak hours but excessive back-ups limited during short peak
do not occur. Considered acceptable urban  periods due to temporary
area design level. back-ups.
E Unstable Delay may be great and up to several signal  There are typically long
Unsatisfactory cycles. Short periods of this level may be queues of vehicles
tolerated during peak hours in lieu of the waiting upstream of the
cost and disruption attributed to providing a  intersections.
higher level of service.
F Forced Excessive delay causes reduced capacity. Traffic backed up from
Unsatisfactory Always considered unsatisfactory. May be  other locations and may

tolerated in recreational areas where
occurrences are rare.

restrict or prevent
movement of vehicles at
the intersection.
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As shown in Table 3-3. the capacity of each of the major two-lane highways serving the City of
Prineville was calculated in a generalized way using standards from the Highway Capacity Manual
(Special Report #209. Transportation Research Board, 1994). The level of service calculation considers
existing uphill climbing lane and current shoulder improvements.

Table 5-3
Two-Lane Highway
1998 PM Peak Hour Level of Service (LOS)

Highway Section 1998

Ochoco Highway
Crooked River to Wayside Rd
Wayside Rd to crest [1]
Houston Lake Rd to Airport Access
Paulina Highway
O’Neil Highway

Prineville Highway

O W w wmw U o w

Madras-Prineville Highway

The recent traffic counts collected at major intersections along 3rd Street were used to calculate current
LOS and traffic signal warrants. The 1998 p.m. peak hour LOS is summarized separately for signalized
and unsignalized intersections on 3rd Street in Table 5-4. Both the Deer Street and Elm Street signalized
intersections on 3rd Street are operating at good LOS "B." The 3rd Street/Main Street intersection (which
was recently fitted with turn-lane and traffic signal turn phase improvements) operates at higher levels of
congestion, as indicated by the poorer LOS "D-E."

The major unsignalized intersections on 3rd Street at Harwood and Knowledge are all operating at
acceptable LOS ("D" or better). While there are signs of growing side-street delay at each of these
intersections. the mainline traffic continues to operate well. A supplemental analysis of traffic signal
warrants was conducted at each intersection. Based on 1998 traffic conditions, traffic signal warrants are
met on 3rd Street at Harwood, Knowledge and Combs Flat Road. These indicators are used in Chapter 6
to identify and prioritize short-term improvement needs.
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Table 54
Signalized Intersections
1998 PM Peak Hour Level of Service (LOS)

Intersection
Average
VehicleDelay
Intersection V/C (sec) LOS
3rd Street / Harwood N/A 1.9 D
3rd Street / Deer 0.60 B
3rd Street / Main 0.88 D-E
3rd Street / Elm 0.54 B
3rd Street / Knowledge N/A 1.4 C

For two-lane local streets, which comprise most of Prineville’s local street system, capacity was
estimated at about 700 vehicles per hour in each direction. Table 5-5 compares the general capacity
estimate for local streets with the 1998 traffic volumes (shown in Figure 5-4) Most of the local street
segments in Prineville are operating at LOS C or better, indicating littie or no congestion even during the
PM peak hour.
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Table 5-5
1998 Forecast Volume-to-Capacity Ratio
on Selected Two-Lane Local Streets
Two-Lane Capacity/ 1998 1998 PM Peak Hour
Local Street Hour Vol. v/C

Harwood St. (S) 700 141 0.20
Harwood St. (N) ' 700 130 0.19
Deer St. (S) 700 227 0.32
Deer St. (N) 700 130 0.19
Elm St. (S) 700 108 0.15
Elm St. (N) 700 119 0.17
2nd (W. of Main) (W) 700 217 0.31
2nd (W. of Main) (E) 700 119 0.17
2nd (E. of Main) (W) 700 108 0.15
2nd (E. of Main) (E) 700 173 0.25
Lynn Blvd (W) 700 136 0.19
Lynn Blvd (E) i 700 170 0.24

Bikeways

Prineville has three designated bike routes through town, as shown in Figure 5-6. One existing route
runs east-west along Highway 26 within the Urban Growth Boundary while the other runs north-south on
North Main Street from Ochoco Creek to the Urban Growth Boundary. The third bike route runs north-
south on Highway 27 at 3rd Street, connecting with the playing fields south of town.

The east-west bike route is a separate bike path for most of its length. It is begins as a 10-foot wide bike
path on the north side of Highway 26, and extends about 1.25 miles. Within the City, the bike lane leaves
the highway at West Sixth Street to become a bike path along Ochoco Creek. When the creek crosses
Third Street, the bikeway returns to the roadway. From this point eastward, it runs along the shoulder of
the roadway.

The existing north-south route starts at the Ochoco Creek bike path and zig-zags along Elm Street, Fifth
Street. and Court Street, sharing the roadway with vehicles before it turns west onto Tenth Street
becoming a bike lane, and finally turns north again onto Main Street. It continues northward along Main
Street and McKay Road to the Urban Growth Boundary at Barnes Butte Road as bike lanes.

The Highway 27 bike route includes bike lanes that continue southward from 3rd Street. At First Street,
it will turn westward, and then it will turn southward again along Main Street, providing bicycle access to-
the playing fields opposite the fairgrounds.
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Pedestrian System

Most of Prineville's arterial and collector roadways, with the exception of the downtown core, do not
have any sidewalks for pedestrians, as shown in Figure 5-7. Many of the roads which do have -
sidewalks do not have continuous paved paths on both sides of the road. Some have sidewalks on one
side only, while others have pieces of sidewalks along certain parcels but not along others. Often, the
paved section switches from one side of the street to the other, forcing the pedestrians to cross back and
forth or to walk in the street. Although Prineville does have very wide streets, offering some space
between pedestrians and motorized vehicles, a curb and sidewalk provide a visual barrier that is far more

comforting to pedestrians.

Some new residential development has been including sidewalks as part of the street. The TSP chapter
will address the need for including sidewalks as part of the street standards.

In addition to sidewalks in some parts on Prineville, the two separated bike paths can also be used by
pedestrians. The Ochoco Creek path is protected from traffic and provides fairly direct access to the
Crook County Middle and Elementary Schools on Knowledge Street.

Public Transportation

Public transportation in Prineville consists of minibus, van shuttle, and bus line service. The city has no
local fixed route transit service at this time.

For elderly and disabled residents, the Soroptomists Club sponsors a minibus service. This service
operates between 9:00 a.m. and 4:00 p.m. six days a week (Monday through Saturday) and on special
occasions. It currently has two mini-vans with volunteer drivers and a two-way radio system. The
service is available in areas within five miles of downtown and was established to provide transport to
necessary services such as shopping and doctor visits as well as the senior center. It is funded by
donations from clients, with no set price for the service. Approximately 65 to 70 people use the
minibuses each day. Limited Minibus service is provided TO Redmond and Bend. The Soroptomists
Club is planning to expand the service depending on that availability of funding assistance.

One of the options available for out-of-town travel is the People Mover. The People Mover is a shuttle
van operating three times a week (MWF) from Prairie City which provides service to Redmond and
Bend. Two stops are scheduled in the morning and evening each day in Prineville. The westbound
minivan stops around 10:00 a.m. at the Greyhound Bus station (The Towne Pump) on Madras Highway
and the Senior Center on North Belknap Street. The eastbound minivan stops around 4:30 p.m. at the
Greyhound Bus station and Myrmo's on North Harwood Street. In addition to the connection with
Greyhound in Prineville, the People Mover also connects with Greyhound in Redmond and Bend, and the
airport in Redmond.

The People Mover shuttle van is a 15-person Dodge Van outfitted with a wheelchair lift. Total ridership
from all communities along the route averages 5 to 10 people per trip.
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Greyhound Bus Lines provides daily service to Portland. Westbound buses stop at the Towne Pump on

~ Madras Highway at 10:40 a.m. while eastbound buses stop at 7:45 p.m.. Riders can make connections to
and from any other city in either Bend, Madras, or Biggs. About 3 to 5 passengers on weekdays typically
take the bus on weekdays with slightly higher usage on weekends.

In addition to public transportation, the Crook County School District operates a school bus system.
There are 25 buses (routes), 22 of which serve schools in Prineville as follows:

. All 22 buses access the Middle School on Knowledge Street and High Schol on Lynn
Boulevard.

. 11 of those buses access both the Cecil Sly School and the Middle School on Second
Street.

. 4 buses serve the Crooked River School at First and Fairview Streets.

. 6 buses serve the Ochoco Grade School at Highway 26 and Fourth Street.

. A special needs bus may serve all schools on any given day.

All 25 buses leave and return to the bus garage located near the intersection of Lamonta and Lon Smith
Roads. The buses are out-bound from the garage between 6:00 a.m. and 6:30 a.m.. They are in town
distributing students between 7:45 a.m. and 8:00 a.m.. The buses return to the bus garage between 7:55
a.m. and 8:10 a.m.. The buses leave the garage again around 2:30 p.m. and are distributing students to
their homes between 3:20 and 3:40 p.m.. The majority of buses return to the garage around 5:00 p.m.
with some returning as late as 6:30 p.m..

Rail Service

The City of Prineville Railway provides transport primarily for the timber products industry in Prineville
and Crook County. It was established in 1918, and is city-owned and operated. The tracks extend '
westward from Prineville, connecting with Burlington Northern/Santa Fe Railroad and Union Pacific
Railroad lines near Redmond. This connection allows customers to ship goods to domestic and
international destinations.

The railway is classified as an originating/terminating carrier or a line-haul carrier and operates under
"Yard Limit" which limits the operating speed to 20 mph. "Yard limits" mean that the railway is operated
from a switch list rather than train orders or block signals and can enter any track any time.

Intermodal truck to rail connections are possible for the railway; however, they are not currently in use.
The facilities still exist but all intermodal operations were relocated to Portland.

At this time, the railroad provides no commercial passenger service. However, the Crooked River Dinner
Train, based in Redmond, uses the tracks for various rail tours through the Crooked River Valley.

At-grade railroad crossings are located throughout the city. Some of these crossings cause occasional
commuter delays; however, accidents involving passenger vehicles and railroad cars are very infrequent.
The crossings at North Main Street, Lamonta Road and on East Third Street (Hwy 126/26) are all
equipped with a "pedestrian flange crossing" or "omni rubber crossing". This enables pedestrians and
bicyclists to cross the rails easily by providing a surface level with the top of the rails.
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Air Service

In 1995, the City of Prineville annexed the "City-County Airport Area" (Resolution No. 794), thus
including the Prineville Municipal Airport within the city limits. The Prineville Municipal Airport,
located west of the city, is used by most of the large local business, commercial, and heavy industrial
firms as well as the United States Forest Service. It is served by one fixed-base operator. It is a general
aviation airport and is included in the National Plan of Integrated Airports (NPIAS). The approach
category allows speeds of 91 knots or more but less than 121 knots and airplanes with wingspans up to
but not including 49 feet. It has two runways: 10/28 (5000' x 60') and 15/33 (4000’ x 40"), both are paved.
The Oregon Continuous Aviation System Plan (ODOT, 1997) recommends that Runway 10/28 be
increased to 5730' x 75'. There were approximately 30 general aviation aircraft based at the airport in
1994, of these 25 were single engine, 2 were multi-engine, 2 were turbo jets and 1 was "other". There
were an estimated 4,500 operations at the airport in 1994, which utilized approximately 4% of the

airport’s capacity.’

For commercial passenger service, the Redmond Airport is located about 20 miles west in Deschutes
County.

water Service

Prineville has no waterborne services.

Pipeline Service

Prineville is served by a major natural gas distribution line. This distribution line extends eastward from
the main line, which parallels Highway 97 through the north-south central Oregon corridor, and is
operated by Cascade Natural Gas.

Transportation Demand Management Measures

In addition to inventorying the transportation facilities in Prineville, the 1994 TSP also reviewed
transportation demand management measures that are currently in place.

Alternative Work Schedules

Five major employers account for more than 50 percent of the jobs in Prineville. The employer, number
of employees, and shift schedules are shown in Table 5-6. Most of these employers already stagger the
departure times of their workers which reduces the peak traffic and congestion. The departure times from
employer to employer are also staggered, further spreading traffic volumes over a longer period of time.

* Source: Oregon Continuous Aviation System Plan, Vol. I-III, Oregon Department of Transportation,
Aceronautics Section, March 1997.
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Table 5-6
Shift Schedules of Major Employers
Number of
Employer Employees Shift Schedules
Les Schwab Tire Company 700 Staggered departure between 1:00 p.m. and 2:30 p.m.
Clear Pine Moldings 580 Staggered departure shifts at 2:30 p.m., 3:00 p.m., and
3:30 p.m.
American Molding and 390 About 300 employees depart at 4:00 p.m., about 30 depart
Millwork Company at 5:00 p.m., and about 100 arrive at 4:30 p.m.
Crook County School District 285 Teachers are allowed to depart at 3:30 p.m. but many stay
later. Office employees depart at 5:00 p.m.
Ochoco National Forest 200 Departure at 4:30 p.m.
Five-Employer Total 2,055
Total Employees in Prineville 3960
Percent 52°

Note:  The number of employees is based on Chamber of Commerce data from 1992. The shift schedules
are based on phone conversations in 1992 and 1993.

Carpooling

The Central Oregon Rideshare provides ride-matching services to encourage carpooling. The
program was developed by the Oregon Department of Energy, ODOT, OSU Extension Service,
Central Oregon Community College, and Central Oregon Environmental Center to promote more
livable communities.

The Rideshare program began in mid-September of 1993 and has established a database of about 100
people. Interested drivers call a toll-free number, provide information about their trip, and are
supplied with a list of others in their general area.

Travel Mode Distribution

Although automobile is the primary mode of travel for most residents in the Prineville area, some
alternative modes are used as well. Modal split data is not available for all types of trips; however,
the 1980 and 1990 census data do include statistics for journey to work trips as shown in Table 5-7.
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Table 5-7
Journey to Work Trips
1980 Census 1990 Census
Trip Type Trips Percent Trips Percent
Private Vehicle 1645 85.8 1958 90.4
Drove Alone 1330 69.4 1633 75.4
Carpooled 315 16.4 325 15.0
Public Transportation 0 0.0 0 0.0
Bicycle NA 0.0 10 0.5
Walk 174 9.1 120 5.5
Other 67 35 7 0.3
Work at Home _ 31 1.6 71 3.3
Total 1,917 100.0 2,166 100.0

NA = Not Available from census statistics

Source: U.S. Bureau of the Census

In general, the journey to work trip characteristics are similar between 1980 and 1990. About 3
percent of the population worked at home in 1990, a slight increase over 1980's 2 percent. The
remaining 97 to 98 percent use some form of transportation to travel to work. In 1990, more than 90
percent of the workers traveled by private motorized vehicle (i.e. auto, van, truck, or motorcycle)
while the remaining 6 percent traveled by either bicycle, walking, or other modes. In 1980, nearly
86 percent of the workers traveled by private motorized vehicle, with 13 percent traveling by other
non-motorized vehicle modes.

Most Prineville residents travel to work via automobile. The percentage of automobile users has
actually increased by more than 4 percent in the last 10 years from nearly 86 percent to more than 90
percent. The number of single-occupancy vehicles is also increasing. In 1980, about 69 percent of
the Prineville residents drove to work alone. In 1990, about 75 percent drove alone, a 6 percent
increase over the 10-year period. At the same time, carpooling rates have decreased more than 1
percent from about 16 percent in 1980 to 15 percent in 1990.

Bicycle usage is fairly low (less than 1 percent) at the present time, but there are currently few
roadways with dedicated bicycle lanes on them. In addition to bicycle lanes, bicycle parking,
showers, and locker facilities can help to encourage bicycle commuting to work.
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Pedestrian activity is at a moderate level but walking is decreasing as a mode of travel to work.
Many citizens expressed concern about the high traffic volumes, especially on Third Street. They
find the traffic volumes intimidating when walking downtown.

Though they are not alternative modes, transportation demand management measures such as
carpooling, flexible work hours, and telecommuting also contribute to a reduction in peak hour,
single occupancy vehicle activity.

Although these trends indicate an increasing dependence on the automobile, the growing population
and employment opportunities, relatively short travel distances, level terrain, and clear weather
conditions are favorable for other modes of transportation. The state-wide emphasis on providing
pedestrian and bicycle facilities along with roadways encourages the use of these modes.

I\PROJECT\26587701\WPDATA\TSP\PRINE\CH5.WPD
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CHAPTER 6 _ SHORT-TERM IMPROVEMENTS

A field survey of the existing traffic conditions and meetings with the advisory committees were
conducted in Prineville to identify current system capacity and circulation deficiencies. A summary of
the recommended immediate traffic improvements at these locations is shown in Figure 6-1. Projects
that address current operational, capacity, circulation and safety needs are defined as "short-term”
projects and should generally be completed within the next five years. As an update to the original TSP,
the required short-term improvements were identified based on additional field observations, more recent
traffic volume measurements, and updated capacity analyses. A descnptlon of the recommended short-
term improvements, along with an identification of the improvement type, is summarized in Table 6-1
below. Tables 6-2 (A-C) summarize the level of service improvements that could be realized by
implementing the short-term projects. The estimated total costs for the short-term improvements listed
below are summarized in Table 6-3.

" Table 6-1-
Short-Term Transportation Improvement Projects

Map
No. Description : Improvement Type
1 Install 3rd Street signal at Combs Flat Road. New Traffic Signal
C 2 Install 3rd Street signal at Knowledge and at Harwood ‘New Traffic Signal
Streets.
3 Extend 4th Street from Court Street to Elm Street. - "Parallel Street Capacity

4 Install Signal System Interconnect from Harwood Streetto  Signal System Coordination
Elm Street . -

5  Extend Laughlin Road to Main Street; re-align 10th Street, Parallel Street Capacity
replace Main/10th Street signal. ' '

6  Extend 9th Street from Locust Street to Highway 26; re- ‘Parallel Street Capacity
align 9th/10th/Lamonta Road intersection. Install Highway '
26 signal at 9th Street.

7 Add Main Street left turn phase at the 3rd Streetsignal. - Signal ‘System Coordination

8 Construct new sidewalks on Harwood Street and 4th Pedestrian Circulation and
' Streets. ' . Access Improvement

9 Remove on-street parking on the west side of Main Street  Intersection capacity
between 3rd and 4th Streets and re-stripe for separate
right-turn lane

10 Implement Downtown Enhaﬁcement Plan Alternative Modes and Traffic
Circulation and Access




~d

PRN17F61.0WG

24/01/99

04.2658.7701

{ SR, SUNRISE LN,

Z’ s —— n
2 S|P
< : : =7
= = - e [~
(| ? LOPER - e ‘ A!EJ )
£ D e T S— - EXTEND LAVGHLIN ROAD TO
o e b . ) __Lookg &l o TO MAIN STREET
S = P Ur o T DE. -
pe T T zZ || (_n_\ ) <
5 L NI S &7 RES
8 . o | & il P
3 10TH = S P CiEeE o
- g
ALLEN
//‘,;-" O 4t
8 ~ T
ST, g 8TH : OOQ e
_BTH J' T % ’ 5 0 200 400 800 1600
e T - S = — — ]
= P/
E EU & Z 6
& &Y u = w
ST. i ) Uz
. - 7
@ L]
o INGTALL 2rd STREET SIGNAL
------- =z /~ AT =g -
I=] / AT COMBS FLAT
2 |/
< |V ’
I ¢
] =
R
S » Ochoco «
S = b DR a
STROGA NEW SIDEWALK . = N R~ T T TN
N ON HARWOOD AND 4th STR ST. 2 MTN._VIEW DR]
R A : Frari L LD RN N
\\5 7] 2ND ST. < S —
) NET ol ’ r“*"'] STATON
SIGH =3 1 ]
=16 3RD S| sm. | —
IMPRC l:l_JJ o 2 A
CR [ ElE o = EHS o LEGEND:
N 3 sl ‘ memseme | JRBAN GROWTH BOUNDARY
AN 5 e > o (UBG)
. S — B ; g
N 5TH] @ ST. STH 1 20 gl st 53 [#]  PROJECT NUMBER
R WITH A 51 / ST // ST oL\ —Q
¥ Pt amY ! «——_—‘_—-”_‘—;—‘0‘ 0: . “-T LI_’ . -
IGHT TURN LANE NI/ CZo=700 ) \\_7@4_@_," = 4| 6| & B ] < Uz HUSTON INTERSECTIONS
PAR AND A4Th / O —~ dx T. I < Z ([ - 10
K WD ATH 2 . = S 3\l S 5| 3 Qgg S __L_E_EL_LE_', EEST;ITENSIGNAL
. / Q’ L, - = | E < gt __._.._A/> e AL
S 4 / Tz B ——— N, L
@ Z / / E\P il ! 7TH ST Z| 6™ ST. & | SIGNAL COORDINATION
ADD NORTH AND SOUTH — mZh M Z e — ) X
A Sy @] Zh I > S N — 5| |KRAMER LN MODIFIED TRAFFIC CONTROL
LEFT TURN PHASE T S & || = 3l 3 z {STH S RAMER + - - SIGNAL PHASE
Srdg STREET/MAIN ! 1 | @) =) RS e e R I
= . « .fr : bj-l £ ./.1,’\,~\,H LYNN ' - b DJ “ T él - | ~ F BLVD H
2 i g STREET SIGNAL / | : 4 STREETS
n z < / CROOK || Y
g 5 = 3 § = % s NEW STREET
N L INSTALL SIGNAL SYSTEM -~ \) COUNTY g U = STREET REMOVAL
e oot em - r — NI — —~ 3
) N ‘ INTERCONNECT FROM N\ FAIRGROUNDS 2 | L Emmmmms  NEW SIDEWALKS

CITY OF PRINEVILL
TRANSPORTATION
SYSTEM PLAN

FIGURE 6-1

8405 SW NIMBUS AVE,
BEAVERTON, OR 97008
| (503) 626-0455




Chapter 6 . _ o s : City of Prineville

Short-Term Improvements .. .____Transportation System Plan Update

New Traffic Signals

Among the problems observed and/or reported in the original Prineville TSP were delays at driveways
and unsignalized side street approaches to Third Street. Vehicles turning onto or crossing Third Street
experience long delays waiting for gaps in east-west traffic. This is especially true for vehicles turning
left or trying to cross Third Street. It was also noted that vehicles turning left from Third Street into a
driveway or onto one of the side streets often experience longer delays as well.

These delays can be reduced by installing several additional traffic signals at critical intersections with
Third Street. Traffic volumes at the intersections of Third Street and Combs Flat Road, Knowledge
Street and Harwood Street all indicate that traffic signals are warranted according to the standards in the
MUTCD'.

A series of 3- and 4-way stop (intersection) traffic control improvements should be installed on Deer
Street and Main Street at Second Street and Fourth Street. These improvements will provide needed
relief and coordination with traffic operations on and across Third Street.

‘Combs Flat Road and Third Street (Map No. 1)

Combs Flat Road intersects with Third Street on the east side of the city. The Ochoco Shopping Plaza is
located on the northwest corner of this intersection, and generates high vehicle activity in the area.
Combs Flat Road is a county road which carries traffic, including a very hlgh percentage of heavy
vehicles, from areas south of Prineville to nghway 26.

By installing a traffic signal at the intersection of Combs Flat Road and Third Street, the high vehicle
activity at this intersection could be controlled. The traffic signal would provide adequate time for trucks
to turn to and from Combs Flat Road. It would also allow vehicles to exit the Ochoco Shoppmg Plaza
onto Third Street at a signalized intersection.

-Recent ODOT analysis confirms signal warrants are met at this intersection. This signal is already
programmed into the STIP for construction in the year 2000.

Knowledge and Third Street (Map No. 2)

Knowledge Street intersects with Third Street on the east end of the city. It experiences a high level of
activity because of the location of the Crook County Middle School. Installing a traffic signal at the
intersection of Knowledge Street and Third Stre¢t would serve to control the activity at the Knowledge
Street intersection and provide a signalized route, for traffic from the’schools. The signalized intersection
would also provide a protected crossing for blcycllsts and pedestrians. A review of traffic volumes ;
during the peak hour indicates that this intersection would meet two of the MUTCD traffic signal
warrants including Warrant 2, interruption of continuous traffic and Warrant 11, peak hour volume.

Manual on Uniform Traffic Control Devices, U.S. Department of Transportation, Federal
Highway Administration, 1988.

e
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Harwood Street and Third Street (Map No. 2)

Harwood Street intersects with Third Street just east of the "Y" intersection between Highways 26 and
126. There is a high level of activity at this intersection, which serves as the entrance to the city from the
west, and vehicles are often traveling quickly to-and-fromrthre highways. The slightly higher speeds and
the high level of commercial activity make it difficult for east-west vehicles to turn left onto Harwood
Street and for north-south vehicles to turn from Harwood Street onto Third Street.

Installing a traffic signal at the intersection of Harwood Street and Third Street would reduce both the
speeds and the turning movement delays at this intersection. A review of traffic volumes during the peak
hour indicates that this intersection would meet several of the MUTCD traffic signal warrants including
Warrant 2, interruption of continuous traffic and Warrant 11, peak hour volume.

A supplementary reason for installing a traffic signal at this intersection is its proximity to the Ochoco
Elementary School on Highway 26. Many of the students attending this school live south of Third Street,
requiring them to cross the highway to travel to and from the school. Although a Locust Avenue crossing
would be closer to the school, it intersects with the Third Street at the point where Highways 126 and 26
merge. The complicated intersection and the low traffic volumes on Locust Avenue make it a difficult
location to install new traffic control equipment that improves pedestrian safety. A traffic signal at
Harwood and Third Street would provide nearby protection for students crossing Third Street at a
location which has the side street volumes to warrant a signal.

~ The City should coordinate with Ochoco School officials to ensure the placement of crossing guards at
the 3rd Street/Harwood Street intersection during peak student arrival and departure periods. Initially, the
City and school may also want to place crossing guards at the intersection of Locust Avenue and Third
Street in order to discourage students from crossing at that location and encourage use of the new signal
and crosswalk at Harwood.

Signal System Coordination
Signal System Interconnect from Harwood Street to Elm Street (Map No. 4)

In areas of higher volume through-traffic like downtown Prineville, a computerized system that
coordinates the operation of traffic signals (existing and new) could yield as much as a three to ten
percent improvement in efficiency at an individual intersection. Initial review of traffic signal operations
and the Jocal street system in Prineville indicates the best signal system on Third Street should include, at
a minimum, the Harwood, Deer, Main and Elm Street traffic signals. A more detailed traffic engineering
analysis should be conducted by ODOT and the City of Prineville to ascertain specific signal system
program and operations.

Add Main Street left turn phase at the Third Street signal (Map No. 7)

The intersection of Main Street and Third Street was originally controlled by a two-phase, pre-timed
traffic signal. During the afternoon, both field observations and capacity analysis indicated that this

intersection became highly congested in the east-west direction. Both the eastbound and westbound
through traffic movements were using about 85 percent 90 percent of their capacity with the original
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signal timing. This high utilization of capacity made it difficult for vehicles to make left turns. Asa
result, vehicles occasionally had to wait more than one cycle to make the left turn.

At the recommendation of the 1994 Prineville TSP, some of the previously existing congestion was
eliminated by re-timing the existing traffic signal. The east-west traffic demand is much greater than the
north-south traffic demand; therefore green time should not be equal for both phases. Instead, the green
time for the north-south movement was reduced, while the green time for the east-west movement was
increased. This re-timing provided adequate capacity for all of the traffic movements including the left

turns.

ODOT retained permitted left-turn phasing for Main Street. If a protected left-turn phase is added.to the
traffic signal, this movement can be better accommodated without substantially delaying Main Street
through-traffic.

Parallel Street Capacity

Traffic volume growth on Third Street over the past four years has led to increased congestion within the
City of Prineville. While the TSP also identifies long-term growth and transportation system
improvements, a few potential projects might relieve Third Street. The following projects might be
defined as short-term solutions in the final draft of the Prineville TSP following the more detailed cost
and alternatives analysis in Chapter 8 (Alternatives Analysis).

4th Street Extension (Court Street to Elm Street) (Map No. 3)

The two block extension of 4th Street between Court Street and Elm Street would improve connectivity
and access by further completing the downtown street system grid; thus, providing an additional direct
and parallel route connection for the local traffic currently using Main and 3rd Street. The 4th Street
extension provides immediate relief to Third Street, and can help postpone the need for extensive State
highway capacity improvements as an integral part of the Downtown Enhancement Project.

Laughlin Road Extension; 9th/10th Street re-alignment; Main/10th Street signal
(Map No. 5)

The extension of Laughlin Road to Main Street paralleling the Prineville RR could result in significant
added relief to local traffic congestion on Third Street and Main Street. This project would have
significant impact to neighboring land use, but could be constructed in lieu of the West
Seventh/Eight/Ninth Street Connector defined in the current TSP. Together with the extension of Ninth
Street to Highway 26, the Laughlin Road extension provides alternative circulation and access for local
auto and truck traffic. The Laughlin Road extension also provides immediate relief to Third Street and
Main Street, and can help postpone the need for extensive State highway capacity improvements and
provide access to industrial lands (job growth).

9th Street Extension (Locust Street to Highway 26); 9th/10th/Lamonta Road intersection re-
alignment; Highway 26 signal at 9th Street (Map No. 6)

The extension of 9th Street from Locust Street to Highway 26, together with the re-alignment of the
9th/10th /Lamonta Road intersection and a new signal on Highway 26 at Lamonta, will provide
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significant access and circulation benefits for traffic in northern Prineville. Currently traffic which is
passing through Prineville on Highway 126 toward Highway 26 must work its way through the existing
city street grid, where tight turning radii, traffic congestion and pedestrian activity make driving difficult,
particularly for large trucks. These improvements would provide an alternate route to through traffic:
thus, easing congestion on Third Street and Main Street. Together with the Laughlin Road extension, the
Oth Street extension provides immediate relief to Third Street and Main Street, and can help postpone the
need or extensive State highway capacity improvements and provide access to industrial lands (job

growth).

Pedestrian Circulation and Access iImprovement

New Sidewalks on Harwood Street and 4th Streets (Map No. 8)

New sidewalks on Harwood and 4th Streets are necessary to connect the Ochoco School on Locust Street
with neighbors south of 3rd Street via the proposed new signal at 3rd and Harwood (Project No. 2). By
providing appropriate sidewalks which support the crossing at Harwood Street, pedestrians safety will be
enhanced, particularly for school children. These sidewalks will also enhance pedestrian access between
Ochoco School and downtown Prineville.

Summary

Table 6-2 (A) estimates the existing and projected (1998-2003) volume-to-capacity ratio (V/C) and level
of service (LOS) that would be expected at five key intersections on Third Street if no system
improvements are made. As this table shows, within the next one-two years the intersection of Third and
Main will exceed acceptable LOS, with very high volume-to-capacity ratios and difficult left-turn
movements.

Table 6-2 (B) summarizes the LOS improvements on Third Street that may result from implementation
of the projects described in this chapter. The improvements were evaluated based on their impact on five
key intersections on Third Street in terms of the Volume/Capacity ratio (V/C) and LOS. The existing
conditions data shown in this table reflects the fact that there are currently no traffic signals on Third
Street at Harwood and Knowledge Streets. The improvement options shown in this table include:

a) Existing Conditions - 1998
b) New Signals at Third and Knowledge and Third and Harwood Streets (Map No. 2),

c) A Signal System Interconnect on Third Street for new (Knowledge and Harwood) and existing
signals (Map No. 2 and 4),

d) The 4th Street extension (Map No. 3),

e) The 4th Street extension in combination with protected northbound and southbound, separaté left-
turn phases at the intersection of Third and Main Streets (Map No. 3 and 7),
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) The same 4th Street extension described in (d) but in combination with protected/permissive
northbound and southbound, separate left-turn phases at the intersection of Third and Main

Streets (Map No. 3 and 7),

g) The same Laughlin Road extension; 9th/10th Street re-alignment/Main Street signal together with
the 9th Street extension/Lamonta Road intersection re-alignment/Highway 26 signal described in
(f) but with a protected left-turn phase at Third and Main Streets (Map No. 3, 5 and 6)

h) The Laughlin Road extension; 9th/10th Street re-alignment/Main Street signal together with the
9th Street extension/Lamonta Road intersection re-alignment/Highway 26 signal and a
protected/permissive left-turn phase at Third and Main Streets (Map No. 3, 5 and 6)

D All short-term system improvements plus added separate, southbound right-turn lane on Main
Street between Third and Fourth Streets (Map No. 9). This project is accomplished by removing
on-street parking on the west side of Main Street and re-striping Main Street with a separate
right-turn lane.

As shown in this table, existing intersection LOS on Third Street is poorest at its intersection with Main
Street, and even with all of the short-term improvements implemented that intersection is expected to
continue to be the "lowest common denominator"” in terms of traffic flow on Third Street. Because of its
critical nature, the effect of the improvements on the intersection of Third and Main were further
analyzed, with additional information provided on the westbound left-turn and southbound through
movements.

Table 6-2 (C) estimates the future (1998-2018) volume-to-capacity ratio (V/C) and LOS that would be
expected at five key intersections on Third Street if all of the short-term improvements described in
Table 6-2 (B) were implemented (including the permitted/permissive signal at Third and Main Streets).
Under this scenario, LOS D could potentially be maintained at the intersection of Third and Main Streets
until 2008. However, despite the short-term improvements, by 2018 the LOS at the intersection of Third
and Main Streets is expected to deteriorate to LOS E.

The cumulative impact of the short-term street and TSM improvements help preserve
the functional integrity of Highway 126 (Third Street) and the surrounding local street
system for the next 15-20 years.

Table 6-3 summarizes the cost and implementation schedule of the short-term projects. As shown in this
table, because these projects are all "short-term", they are scheduled for completion within the next five
years. In terms of benefit, all of these projects are expected to produce some operations, capacity and
circulation improvement. Most of the projects listed are expected to result in either a direct or indirect
benefit to the state highway system. On those projects which do benefit the state highway system, it is
suggested that the City seek a funding partnership with the State.

Table 6-4 summarizes each of the priority factors defined by TEA-21 (Transportation Equity Act for the
21* Century) as they relate to short-term improvements in Prineville. Many of the short-term
improvements address several of the TEA-21 priority factors such as improving safety, protecting the
environment, "rebuilding America", and promoting economic growth and trade. As such, these projects
are ideally suited for federal and state funding support.




Table 6-2 (A-C)
Existing and Future Level of Service (LOS) With and Without Short-Term Improvements

Table 6-2(A)

Existing Conditions
Intersection
Harwood Deer T o Main Elm Knowledge
Year viC AD LOS ViC LOS vic LOS viC LOS v/IC AD LOS
1998 - 1.9 D 0.60 B 0.88 . D-E 0.51 B - 14 (o4
1999 - 20 D 0.61 B 0.90 E 0.52 B - 14 C
2000 - 2.1 D 0.62 B 0.90 E 0.52 B - 1.5 (o4
2001 - 2.1 D 0.63 C 091 E 0.53 B - 1.5 C
2002 - 22 E 0.63 C 0.92 E 0.53 B - 1.6 C
2003 . 23 E 0.64 C 0.93 E 0.53 B - 1.6 D
2004 - 2.4 E 0.65 C 0.94 E 0.54 B - 1.7 D
2005 - 2.5 E 0.65 C 0.95 £ 0.54 B - 1.7 D
Table 6-2(B)
Impact of Short-Term Improvements on 1998 LOS
Intersection
Harwood 5‘ Deer T o Main Elm Knowledge
Project Vv/iC AD LOS ViC LOS v/IC LOS \Y AD LOS v/C AD LOS
a. Existing Conditions - 1998 . 1.9 D 0.60 B 0.38 D-E 0.54 B - 14 (o
b. New Signals @ Harwood & Knowledge 0.65 C 0.55 B
c. Signal Interconnect 0.57 B a.61 B 0.78 D 0.43 A 0.55 B
d. 4th St. Extension 0.57 B 0.56 B 0.77 D 0.45 A 0.55 B
e. 4th St. Extension & Protected Lt on Main 0.86 D-E
f. 4th St. Extension & P/P Lt on Main 0.86 D-E
g. 9th St. Extension & Protected Lt on Main 0.84 D
h. 9th Extension & P/P Lt on Main 0.84 D
i. Separate Sbnd Rt Lane on Main 0.57 B 0.55 B 0.77 D 0.44 A 0.55 B
Table 6-2(C)
Cumulative Impact of Implementing Short-Term Improvements on Future LOS (New Signals, Signal Interc t, 4th St. Extension, 9th St. Extension, and Protected/Permissive Light at 3rd
Intersection
Harwood Deer | Eim Rnowledge
Year v/iC LOS V/IC LOS ViC LOS v/iC LOS v/IC LOS
1998 a.57 B 0.55 B 0.77 D 0.44 A 0.55 B
2003 0.58 B 0.58 B 0.81 D 0.47 A 0.57 B
2008 0.61 B 0.61 B 0.85 D-E 0.49 A 0.59 B
2013 0.64 C 0.66 [of 088 D-E 0.52 B 0.62 C
2018 0.68 C 0.69 C 0.92 E 0.55 B 0.65 C




Summary of Short-Term Project Costs and Schedule

Table 6-3

Project Program Schedule Benefit Cost Partnership
Years
No. Description 05 | 6-10 [ 11-15 | 16-20 | 20+ | Safety 8,',’;:2 Mok I\";I:l;ﬁ::; (millions)| State | County | City |Private
Short-Term Projects e,
1 |Install 3rd St. signal at Combs Flat Road * **
2 |Install 3rd St. signal at Knowledge & at Harwood St  J L 4 $0.30
3 |Extend 4th St. from Court Street to Elm St L g $0.24 *
4 |Install Signal System Interconnect ¢ * so.10| &
5 |Extend Laughlin Rd; re-align 10th Street, replace Main/10th St. signa * 2 $355| & L L 2
6 |Extend 9th; 9th/10th/Lamonta intersection; install Hwy 26/ 9th signa * * $154| &
7 | Add Main Street left turn phase at 3rd Street signal L g g $002| &
8 |Construct new sidewalks on Harwood St. and 4th St * * $0.15 g

* Operations / Capacity / Circulation

** Already programmed in ODOT's STIP for construction in the year 2000.




CHAPTER 7 TRAVEL FORECASTS

Travel forecasts for the City were based on the Prineville Travel Model, with adjusted planning horizon
year estimates utilizing a linear projection of the data developed in the 1994 TSP. The growth rate for
traffic volumes in the City was derived from data provided by ODOT’s Transportation Systems
Monitoring program. The methodology and data sources are discussed in greater detail below.

The 1994 TSP utilized land use and roadway designations contained in the existing Crook County
Comprehensive plan. Using the computer modeling program, TMODEL2, future traffic (2015) was
estimated for the PM peak hour of a typical weekday to reflect the critical time period of traffic
operations. The modeling that was done as part of the 1994 TSP involved a five step process: 1) study
area definition; 2) land use projection; 3) trip generation; 4) trip distribution; and 5) trip assignment. The
computer model is calibrated as closely as possible to an existing condition and then used to forecast
future conditions. Calibration is achieved when simulated traffic volumes on the roadway system are
within ten percent of the actual measured traffic. Appendix E defines these terms, describes the modeling
process, and outlines the key assumptions used to develop the transportation model for the City of
Prineville’s 1994 TSP.

Population and Employment Forecasts

Table 7-1, on the following page, includes the Crook County population forecast from the State Office of
Economic Analysis (OEA). The OEA forecast, together with the assumptions listed below, provides the
foundation for forecasts of the Prineville Urban Growth Boundary (UGB), the number of dwelling units
(both single family residential and multi-family residential), and employment.

Assumptions used in Table 7-1 Forecasts:

. The UGB will represent 58.4% of Crook County’s population throughout the planning
period.

. There will be 2.25 persons per household (average).

. Single Family Residential (SFR) will continue to represent approximately 85% of the
dwelling units,

. 55% of the population is employed. (NOTE: In 1990, Crook County had 5,968 in total

employment, the estimated 4,400 total 1990 Employment shown in Table 7-1 represents
approximately 74% of the County’s employment).

. The City of Prineville’s population and employment will grow approximately 40% over the
next 20 years.
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Table 7-1
Forecast of Population and Employment

Population Dwelling Units in UGB
County

Year (OEA) UGB SFR MFR Employment
1990 14,214 8,000 3,022 533 4,400
1998* 16,567 9,675 3,655 645 5,321
2000 17,168 10,033 3,790 669 5,518
2005 18,662 10,906 4,120 727 5,998
2010 20,215 11,814 4,463 788 6,498
2015 21,892 112,794 4,833 853 7,037
2018* 22,945 | 13,400 | 5,062 893 7,370

* Estimated (based on a:straight.line interpolation of OEA’s numbers).
Current (1998) UGB population documented to be 10,400.

Employment by Type

Table 7-2 estimates the distribution of employment by type based on the total forecast employment by
year as identified in Table 7-1. The percentage of employment by type was derived from data presented
in the 1994 TSP. The 1994 TSP estimated the amount of employment by type based on site visits,
Prineville Chamber of Commerce information, conversations with staff at the Crook County/Prineville
Planning Department, use of the local yellow pages, and conversations with specific employers. These
data indicate that the employment base within the UGB is dominated by industry, with approximately
47% of the jobs directly related to wood products processing and manufacturing. Agricultural-related
employment was not included in the employment estimates because most agriculture occurs outside the
UGB. Table 7-2 assumes that the distribution of employment by type will remain stable throughout the
planning period

GITY DFN
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Table 7-2
Distribution of Emplovment by Type

Percent
Employment based on
Type 1994 TSP 1990 1998 2000 2005 2010 2015 2018
Retail/Commercial 17.06% 751 908 941 1,023 1,109 1,201 1,257
Industrial 59.98% 2,639 3,192 3,310 3,598 3,898 4,221] 4421
Hospital 4.34% 191 231 239 260 282 305 320
Government Office 10.65% 469 567 588 639 692 749 785
Office 2.17% 95 115 120 130 141 153 160
School 5.79% 255 308 319 347 376 407 427
TOTAL 100.00% 4,400 5,321 5,518 5,998 6,498 7,037 7.370

.Trip Generation

Table 7-3 summarizes the total number of trips expected to be generated by the 2018 forecasts of
dwelling units and employment by type from Tables 7-1 and 7-2 based on the trip generation rates
identified in Appendix E. Appendix E identifies the PM Peak Hour Vehicle Trip Generation Rates used
in the Prineville Transportation Planning Model (1994 TSP). Table 7-3 identifies the number of trips
(origin/destination) typically generated by the various types of dwelling units and employment as derived
from the ITE Trip Generation Report, Fifth Edition, 1991.

Estimated Prineville UGB PM ';::ll(elzoir Vehicle Trips, 1998 and 2018
Trip 1998 2018
Forecasts Generation Estimated Estimated
Type of Generator Rates Trips Trips
1998 2018 Origin  Dest. Origin Dest. Origin  Dest.
Single Family (Trips/DU) 3,655 5,062 036 0.74 1,316 2,705 1,822 3,746
Multi-Family (Trips/DU) - 645 893 0.25 0.52 161 335 223 464
Retail Commercial (Trips/Empl.) 908 1,257 1.61 1.55 1,462 1,407 2,024 1,948
Industrial (Trips/Empl.) 3,192 4,421 0.45 0.10 1,436 319 1,989 442
Hospital (Trips/Empl.) 231 320 0.21 0.09 49 21 67 29
Government Office (Trips/Empl.) 567 785 084 0.16 476 91 659 126
Office (Trips/Empl.) 115 160 058 0.12 67 14 93 19
School (Trips/Empl.) 308 427 1.05 0.45 323 139 448 192
TOTAL TRIPS 5,290 5,031 7327 6,966
cll DF'Y
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Traffic Forecasts

The existing traffic conditions reported in the 1994 Prineville TSP were based on traffic count data
gathered in 1992. Forecasts were then prepared based on a traffic model. The methodology described in
Appendix D, Traffic Forecast Refinement, was used to update both base year (1998) and future year
(2018) traffic volumes.

Table 7-4 summarizes traffic volume data from ODOT’s Transportation Systems Monitoring program for
the five highways that serve the City of Prineville:

. Crooked River Highway

. Ochoco Highway - This Highway is shown in three section West, Downtown,
and East.

. Madras-Prineville Highway

. O'Neil Highway

. Paulina Highway

Available data for selected mileposts were projected forward to 2018 (21 years) using a linear projection
model based on annual traffic volume data from 1975 to 1997 (includes recession period from1980-1985
when population and traffic volumes were stable or decreasing). A compounded growth rate formula was
then applied to the results of the linear projection to determine the projected average annual compounded
growth rate between 1997 and 2018. With the exception of the Ochoco Highway (Highway 41), all
available data points for each highway were averaged. The Ochoco Highway was divided into three
separate sections (West, Downtown, and East), with an average prepared for each section. The average
compounded growth rate developed for each highway or section of highway was then used to "grow" the
1992 traffic volumes developed by DEA for the 1994 Prineville TSP. Growth rates for local roads were
based on adjacent highway growth rates. For example, the growth rate for Ochoco Highway -
Downtown was used for all local roads in the downtown core area.
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Table 7-4
Highway Traffic Volumes and Growth Rates, 1997 - 2018
Growth
Highway Mile Rate
Post Location 1997 2018

Crooked River 0 .01 MI S OF OCHOCO HIGHWAY 6100 8300 1.48%
Crooked River 0.14 .01 MI S OF 2ND ST. 5600 8100 0.84%
Crooked River 0.58 .01 MIN OF LYNN BLVD. 2900 7100 1.31%
Average - Crooked River 4867 7800 1.18%
Ochoco 16.5 .01 MI W OF HOUSTON LAKE 6000 10300 2.53%
Ochoco 179 .01 MI W OF HWY 370 8000 13400 3.36%
Ochoco 17.9 .01 MIE OF HWY 370 9800 16400 2.79%
Ave - W Ochoco 7933 13367 2.90%
Ochoco Insert 18.7 .01 MI W OF HWY 14 13000 16100 0.67%
Ochoco/3rd 19.4 OCHOCO CREEK BRIDGE 9900 16500 2.08%
Ave - Downtown Ochoco/3rd 11450 16300 1.33%
Ochoco 19.7 .01 MI W OF HWY 380 7700 11300 1.72%
Ochoco 20.7 .24 MI W-OF BARNES BUTTE RD 5100 8600 3.02%
Ave - E Ochoco 6400 9900 2.21%
Madras-Prineville 25.9 .01 MINW OF DODSON DR. 4500 6700 2.13%
Ave - Madras-Prineville 4500 6700 2.13%
O’Neil 16.7 .01 MI W OF WESTVIEW RD. 1400 2200 2.18%
Ave -O'Neil 1400 2200 2.18%
Paulina 0.01 .01 MI S OF HWY 41 3900 6100 2.28%
Paulina 0.71 .01 MI S OF LINCOLN DR. 3200 5100 2.09%
Paulina 1.36 .01 MI SE OF JUNIPER CANYON 750 900 1.14%
Ave - Paulina 2617 4000 2.07%

Figure 7-1 identifies the projected 2018 weekday p.m. peak hour traffic volumes based on the average
annual growth rates identified in Table 7-4. As shown, weekday p.m. peak hour traffic volumes are
expected to be highest (1,040) on Third Street near the intersection with Harwood Street.

The 2018 p.m. peak hour traffic constitutes the "No-Action" alternative from which all other alternatives
(see Chapter 8) are compared. The No-Action alternative assumes no major long-term street or
intersection improvements, or major revisions to the Prineville Comprehensive Plan. The transportation
system impacts of the No-Action alternative are discussed in the following section.

cllV OFY
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Future (2018) LOS

As discussed in Chapter 5, Current Transportation Conditions, transportation engineers have established
various standards for measuring traffic capacity of roadways or intersections.! Each standard is
associated with a particular level of service (LOS) one wishes to provide. The LOS concept requires
consideration of factors which include travel speed, delay, frequency of interruptions in traffic flow,
relative freedom for traffic maneuvers, driving comfort and convenience and operating cost. Six
standards have been established ranging from Level A where traffic flow is relatively free to Level F
where the street system is totally saturated or jammed with traffic. Table 5-2 in Chapter 5 presents the
level of service criteria for major streets and intersections. Of critical importance to long-range planning
of the Prineville TSP is the measure of volume-to-capacity (V/C) ratio.

The analysis of future traffic conditions in the Prineville TSP focused on the critical intersections in
downtown Prineville and the major highways near the UGB. These major intersections and highways
serve as the best indicators of overall system performance. The 2018 capacity of each of the major local
streets in Prineville was calculated in a generalized way to compare with the PM peak hour traffic
volumes to determine locations of capacity deficiencies.

The future traffic forecasts summarized in Chapter 7 generally reflect the short-term transportation
improvements identified in Chapter 6. Further evaluation of these forecast conditions is provided in
Chapter 8, Alternative Street System Analysis.

Major Intersections

Table 7-5 compares these general capacity estimates with the future 2018 traffic volumes shown in
Figure 7-1 and shows that most of the major road segments in Prineville would continue to operate at
LOS C or better, indicating little or no congestion. However, during the PM peak hour, traffic volumes at
the intersection of Third and Main Streets would be at about 1.07 percent of capacity and LOS E. This
indicates that Prineville will have significant congestion at key locations along this corridor, and that
vehicles turning to and from some side streets and driveways will be experiencing longer delays.

Major Highways

Table 7-6 summarizes the analysis of future 2018 pm peak hour traffic conditions on the major highway
sections at the edge of the Prineville UGB, including the Highway 126 grade. The analysis of the
Highway 126 assumed completion of both the existing uphill climbing lanes (2) and shoulder widening
improvements (which are scheduled for completion in 1998).

Local Streets

Traffic volumes were forecast for local streets based on the methodology described in Appendix D. As
shown on Figure 7-1, traffic volumes are forecast to remain relatively low on most local streets. As
shown in Table 7-7, based on an estimated capacity of 700 vehicles per hour in each direction, the
analysis of future 2018 peak hour traffic conditions on local streets indicates that, other than at the key
intersections described above, volume-to-capacity ratios and levels of service will remain very good.

Transportation Research Board, Highway Capacity Manual, Special Report 209. National
Research Council, 1985.
cilY IFY
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Table 7-5

2018 P.M. Peak Hour Level of Service (LOS)

Signalized Intersection

Intersection vic  LOS

3rd Street / Harwood 0.68 C

3rd Street / Deer 0.69 C

3rd Street / Main 0.92 E

3rd Street / Elm 0.55 B

3rd Street / Knowledge 0.65 C
Tal;le 7-6

Two-Lane Highway

PM Peak Hour Level of Service *

Highway Section 1998 2018

Ochoco Highway
Crooked River to Wayside Rd
Wayside Rd to crest [1]
Houston Lake Rd to Airport Access
Paulina Highway
O’Neil Highway

Prineville Highway

O w w w o 0 w
G QO w o om0 o

Madras-Prineville Highway

* Highway Capacity Manual - Special Report #209. Transportation Research Board, 1994.

[1] LOS calculation considers existing uphill climbing lane and current shoulder improvements.
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Table 7-7
2018 Forecast Volume-to-Capacity Ratio

on Selected Two-Lane Local Streets

Two-Lane Capacity/ 2018 PM Peak Hour

Local Street Hour Volume v/C
Harwood St. (S) 700 183 0.26
Harwood St. (N) 700 169 0.24
Deer St. (S) 700 296 042
Deer St. (N) 700 169 0.24
Elm St. (S) 700 141 0.20
Elm St. (N) 700 155 0.22

2nd (W. of Main) (W) 700 282 0.40
2nd (W. of Main) (E) 700 155 0.22

2nd (E. of Main) (W) 700 141 0.20
2nd (E. of Main) (E) 700 226 0.32

Lynn Blvd (W) 700 204 0.29
Lynn Blvd (E) 700 255 0.36

I\PROJECT\26587701\WPDATA\TSP\PRINE\CH7.WPD
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CHAPTER 8 | " ALTERNATIVE STREET
SYSTEM ANALYSIS

A "No Build," transportation demand management (TDM) and Build alternatives were
developed, analyzed, and compared as part of the future street system analysis. Rather than re-
evaluate all eight roadway system alternatives defined in the original Prineville TSP, the TSP
Refinement focuses on the Build alternative with detailed assessment of a number of street
access, circulation and capacity enhancements within four major subareas. The 2018 travel
patterns and roadway requirements and costs were analyzed and compared for the alternatives.
and the results of the analysis were presented to the TAC and Planning Commission/City
Council. The TAC and Planning Commission/City Council then selected the system of
improvements to be incorporated and prioritized into the Prineville TSP.

Each of the alternatives was developed with a number of options to address specific street system
deficiencies and/or safety concerns. The list below briefly describes the alternatives.

No Build Alternative - Assumes that, other than the short-term improvements identified
in Chapter 6, there will be no changes to the existing street system.

Transportation Demand Management (TDM) - Assumes one or a number of policy

programs to reduce travel demand in lieu of building new street system improvements to
allay poor circulation, access and capacity conditions.

Build Alternative - Evaluates a number of street system options to provide needed
circulation, access, safety and capacity improvements based on focused analysis within
four major subareas. The subareas include:

Subarea 1 - Improvements to downtown traffic circulation along the Third Street
corridor (safety, circulation, capacity, access, alternative modes).

Subarea 2 - Improvements to Highway 126 access in the Prineville Airport and
industrial area (safety, access, capacity).

Subarea 3 - Improvements to crossing the Crooked River (safety and access).
Subarea 4 - Improvements to Prineville’s North/South collector street system
including extensions of Court Street (across Ochoco Creek) and Knowledge Street

(to Laughlin Road) (access, circulation, capacity, alternative modes).

For each of the subareas, a number of transportation system improvement options were
considered and evaluated.

Evaluation Criteria

- The evaluation of the subarea options was based on an analysis of traffic projections; a
qualitative review of safety, environmental, socioeconomic, and land use impacts; and cost.
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Rough cost estimates were determined as part of comparing and evaluating the improvement
options. More detailed planning level cost estimates are determined as part of the financial
analysis of the Preferred Alternative following review by the TAC.

The traffic analysis considered several factors, including operation of major signalized
intersections, signal warrants, and roadway capacity deficiencies. Four factors were evaluated
qualitatively. Some of the improvements were recommended to address safety; therefore, the
safety benefits of each improvement option are provided. Environmental factors such as air
quality, noise, and water impacts were evaluated qualitatively as well. Some of the improvement
options would have socioeconomic effects. The direction of travel on the one-way couplet
options and the impact on local businesses was the principal factor considered. Land use impacts
were also evaluated. Right-of-way requirements and impacts on adjacent lands were two factors
considered. The final factor in the evaluation was cost. Rough costs were estimated in 1998
dollars.
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Alternatives Evaluation

No Build Alternative

The No Build Alternative assumes that, other than the short-term improvements outlined in
Chapter 6, no changes will be made to the existing street system for the next 20 years. However,
traffic volumes will increase in Prineville as population and employment continue to grow. By

. comparing the future traffic demand with the unchanged street system, one can determine where
future traffic problems are likely to occur.

Chapter 7 described in detail how the travel forecasting model was developed and the population
and employment data used to project 2018 PM peak hour traffic volumes. The results of the No
Build traffic forecast are shown in Figure 7-1. As described in Chapter 7, traffic volumes
throughout the system are projected to increase by approximately 20 to 30 percent. For example,
near the intersection of Third Street and Harwood, westbound PM peak hour volumes are
projected to increase from 800 vehicles in 1998 to 1,040 vehicles in 2018. However, despite the
increase in traffic volumes, levels of service are forecast to remain within acceptable levels
through the year 2018 on most local roads and state highways with the exception of the
following locations: Ochoco Highway between Crooked River and Wayside Road (LOS D), the
Ochoco Highway between Houston Lake Road to Airport Access (LOS E), and the intersection
of Third and Main Streets (LOS E).

The Third Street corridor is the principal area where unacceptable levels of congestion would
occur. Without the transportation system management improvements and additional traffic
signals described in the chapter titled "Short-term Improvements”, many of the intersections in
this corridor would fail.

Increased congestion and delay in the No Build Alternative would have both environmental and
socio-economic impacts. Air quality and noise levels would worsen along Third Street due to
the increase in congestion. The environmental impacts would also affect the livability of
Prineville, which might encourage new residents and businesses to locate elsewhere.

Transportation Demand Management (TDM)

Through transportation demand management (TDM), the peak travel demands can be reduced or
spread to different time periods to provide more efficiency in the transportation system, rather
than building new or wider roadways.

The analysis of the original 1994 Prineville TSP was conducted to determine if these measures,
either individually or collectively, would reduce the need for any increases in roadway capacity.
The major effect of these programs would be on the home to work and return trips. This
analysis, therefore, focussed on those trips, looking at the reasonable upper limit that could be
achieved by diverting trips through carpooling, mode shifts, and other TDM measures.

&
nmﬁ'{r‘ﬁj 8§-3




Chapter 8

City of Prineville
Transportation System Plan Update

Alternative Street System Analysis

Table 8-1 compares the journey to work census data for 1980 and 1990 and the results of this
analysis on vehicle trip reduction. The effect could be a maximum reduction of 525 to 675
vehicle trips during the PM peak hour of a total 10,300 vehicle trips by the year 2015. This
amounts to a reduction of 5.1 to 6.6 percent of the peak hour trips. This reduction is spread
throughout the community and would not eliminate the need for any new roadways or widening.
However, a successful program could delay the need for a physical modification.

Therefore, the No Build and Build alternatives were evaluated based on future traffic conditions
without the effect of TDM to determine the maximum new requirements. The effects of TDM
should be monitored to determine if priorities in the future should be shifted.

Table 8-1

Potential Effect of Transportation Demand Management
Reduction of Peak Hour Vehicle Trips

Percent of Work Force PM Peak Hour
o Vehicle Trip

Trip Type 1980 1990 2015 Reductions
Drove Alone 69.4 754 645 **
Carpooled 16.4 15.0 20.0 175 -200

- Bicycle 0.0 0.5 1.0 0-25
Walk 9.1 5.5 7.3 50-75
Other 3.5 0.3 0.6 0-25
Work at Home 1.6 33 6.6 125-150
Alterative 175 -200
Work Schedules
Total 100.0 100.0 100.0 525-675

** Reduction included with effect of carpool

Build Alternative

Subarea 1: Downtown Traffic Circulation-Third Street Corridor

As noted earlier, the Third Street corridor is the principal area where unacceptable levels of
congestion are forecast to occur. As shown in Figure 8-1, four major options to improve
downtown circulation were evaluated. Each of the options were evaluated inclusive of the
recommended street scape and pedestrian improvements identified in the Downtown Prineville
Enhancement Plan (1997). The options include:
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Option 1: Retain Current Two-Way Traffic
Option 2a: One-Way Couplet using 2nd and 4th Streets with new
bridge over the Crooked River
Option 2b: One-Way Couplet using 2nd and 4th Streets without new
bridge over the Crooked River
Option 3: One-Way Couplet using 3rd and 4th Streets
Option 4a: One-Way Couplet using 2nd and 3rd Streets with new

bridge over the Crooked River

Option 4b: One-Way Couplet using 2nd and 3rd Streets without new
bridge over the Crooked River

Option 1

Other than the streetscape improvements identified in the Prineville Downtown Enhancement
Plan and short-term intersection and-street improvements (see Chapter 6), this option would
generally maintain the existing traffic pattern. Congestion on Third Street would remain a
significant issue. This option would not improve air quality and noise levels, nor would it
provide any safety benefits because of the reduction in left-turn movements across opposing
traffic. This option would not have the potential for water impacts because it would not involve
any new creek crossings. There would also be no impacts to public park facilities.

By maintaining the status quo, there would be minimal socio-economic impacts associated with
this option. Merchants retain visibility by maintaining both eastbound and westbound traffic on
Third Street which would address the concern centered around the through traffic. However, as
congestion in downtown worsens, there may be incremental socio-economic impacts associated
with poor circulation and difficult access.

Option 2 (a/b)

Option 2 would create a one-way couplet on Second and Fourth Streets to provide an alternate
route to Third Street, which would remain two-way. The concept of this route would be to
provide an alternate route for local users to bypass Third Street in order to avoid delay, while
through traffic not familiar with the city would continue along Third Street. The elements of this
option would include:

n Second Street: Provide a connection from Highway 126 to W. Second Street and convert
W. Second Street to eastbound traffic only. Between Elm Street and Fairview Street,
connect E. Second Street with E. Third Street.

e 8-7
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] Fourth Street: Between Fairview Street and Elm Street, connect E. Third Street with E.
Fourth Street. Convert all of Fourth Street to westbound traffic only and extend it out to
Highway 26 at the "Y" intersection.

Future (year 2018) traffic conditions along the Second/Fourth one-way couplet will likely
operate well under capacity conditions - similar to those conditions estimated for Option #3 (see
Table 8-2). Traffic conditions on Third Street would also likely operate below capacity.

Other benefits to the community would be minimal. The decrease in volumes on Third Street
would result in some reduction in congestion and delay; however, only minor improvements in
air quality and noise levels would result from this reduction. Minor safety benefits are achieved
with Option 2 due to the reduction in left-turn movements across opposing traffic.

Option 2A would have some potential water impacts. The Second Street bridge across the
Crooked River could increase roadway run-off into the river.

Option 3

Option 3 would create a ohe-way couplet along Third Street and Fourth Street between the "Y"
intersection and about Holly Street. The couplet would allow eastbound traffic along Third
Street and westbound traffic along Fourth Street. The elements of this option include:

= Third Street: Convert traffic on Third Street to eastbound only from the "Y" intersection
to about Fairview Street, where westbound traffic would split off onto Fourth Street.

n Fourth Street: Upgrade Fourth Street to one-way major arterial standards. Provide a new
connection from Third Street between Garner Street and Fairview Street. And, extend
Fourth Street from Locust Street to Highway 26.

The couplet configuration would significantly reduce congestion and delay by spreading the
highway volumes over two roadways. This reduction would have a positive effect on air quality
and noise levels. The couplet configuration would also have some safety benefits because of the
reduction in left-turn movements across opposing traffic.

The major socio-economic factor associated with selecting roadways for the couplet was the
direction on travel on Third Street. Merchants felt it was imperative to keep eastbound traffic on
Third Street, letting westbound traffic use Fourth Street. The concern centered around the
through traffic. Much of the through traffic is coming from the west, traveling eastbound on the
departure trip traveling and westbound on the return trip. For the first half of the trip, merchants
wanted the through traffic to see denser commercial development along Third Street. Eventually
the development will balance out between the two couplet roadways, but initially it will favor
Third Street.

Option 3 would reduce congestion and delays thereby improving air quality and noise levels. It
would also reduce the number of left-turn conflicts in downtown.

CITY OF
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Option 4 (a/b)

Option 4 would create a one-way couplet along Second Street and Third Street between the "Y"
intersection and about Fairview Street. The couplet would allow eastbound traffic along Second
Street and westbound traffic along Third Street. The elements of this option include:

u Second Street: Upgrade Second Street to one-way major arterial standards. Provide a
new connection from Third Street between Fairview Street and Elm Street. Extend
Second Street from Locust Street to Highway 26.

n Third Street: Convert traffic on Third Street to westbound only from the "Y" intersection
to about Fairview Street, where eastbound traffic would split off onto Second Street.

Option 4 would not keep eastbound traffic on Third Street, a concern established by the
downtown Merchants in development of the original TSP. Future (year 2018) traffic conditions
along the Second/Third Street one-way couplet will likely operate well under capacity conditions
- similar to those conditions estimated for Option #3 (see Table 8-2).

Option 4 would reduce congestion and delays thereby improving air quality and noise levels. It
would also reduce the number of left-turn conflicts downtown. Option 4A would have some
potential water impacts. The Second Street bridge across the Crooked River could increase
roadway run-off into the river. However, Option 4b would not have the potential for water
impacts because it would not involve any new creek crossings.

As shown in Table 8-2, the one-way couplet options defuse congestion on 3rd Street and could
improve the level of service at key intersections downtown. Options 2, 3 and 4 would both
51gmﬁcantly reduce traffic congestion by providing additional capacity, and air quality and noise
levels would be improved as a result; however, all of these options would have some socio-
economic impacts. The re-direction of traffic would impact the downtown businesses and
shoppers could be forced to travel out-of-direction in order to negotiate the one-way couplet.
Table 8-3 provides a cost analysis of the four main options and their suboptions in 1998 dollars.
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Table 8-2
Downtown Street Circulation Options
Levels of Service at Key Intersections

Third Street Intersections
(and Fourth Street for One-Way Couplet Options)

Option ~ Harwood Deer Main Elm

V/IC LOS V/C LOS V/C LOS V/C LOS

Option 11! .68 C .69 C .92 E .55 B
Option 2 -
4th St
<similar LOS to Option 2>
2nd St
Option 3
4th St .50 A .56 B .65 C 46
3rd St 49 A 52 B 58 B 44
Option 4
3rd St
<similar LOS to Option 2>
2nd St
[1] Includes downtown short-term intersection and street improvements identified in Chapter 6.
Table 8-3

Downtown Street Circulation Options - Cost Analysis
in 1998 Dollars (millions)

Streets
Traffic
Option Signals ROW Road Sign/Stripe  Bridge Total
Option 1 $0.60 $0.33 $0.93
Option 2a $1.20 $0.60 $1.63 $0.20 $5.00 $8.63
Option 2b $1.20 $0.60 $1.33 $0.20 $3.33
Option 3 $0.80 $0.30 $0.70 $0.20 $2.00
Option 4a $0.80 $0.70 $0.90 $0.20 $5.00 $7.60
Option 4b $0.80 $0.40 $0.70 $0.20 $2.60

8-10




City of Prineville ’ Chapter 8
Transportation System Plan Update Alternative Street System Analysis

Subarea 2: Improve Highway 126 Access in the Prineville Airport Industrial Area

The airport industrial area was recently annexed into the City and is developing rapidly as an
employment center. As shown in Figure 8-2 or listed below, six major options to improve
Highway 126 access and circulation were evaluated:

Option 1: " Tom McCall Road Overcrossing

Option 2: Millican Road Undercrossing

Option 3: Tom McCall Road Undercrossing

Option 4: Millican / Tom McCall Split-Diamond
Option 5: Off-Set Loop Ramps

Option 6: Traffic signals at Millican and McCall Roads

Analysis of future (2018) peak hour traffic conditions on Highway 126 in the airport area reveal
that volumes at local traffic at both Millican Road and Tom McCall Road are sufficiently high
enough to warrant traffic signals (see Table 8-4).

Table 8-4
Highway 126 - Airport Area
Traffic Signal Warrant Analysis Summary

) MUTCD Warrants Met?
Highway 126
Intersection #1 #2 #11
Millican Road Yes Yes Yes
Tom McCall Road Yes Yes Yes

As shown in Table 8-5, the installation of traffic signals on Highway 126 at either Millican Road,
Tom McCall or both would result in acceptable levels of service at the intersection. However, as
the analysis of future traffic conditions showed in Chapter 7 (Table 7-6), the mainline traffic on
Highway 126 is expected to exceed practical and acceptable LOS in the airport area by year
2018. Installation of new traffic signals, particularly at the edge of Prineville’s UGB, will likely
result in significant delay to state highway traffic; and may even introduce undesirable safety
conditions in the area. Any of the interchange options would significantly reduce traffic conflicts
by providing improved access management. Table 8-6 provides a planning-level cost analysis of
the six options in 1998 dollars.
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Table 8-S
Future Levels of Service on Highway 126 at Millican-McCall

Highway 126 Intersection
Option v/IC LOS

Millican/McCall Road .68 C

Table 8-6
Highway 126 - Airport Area Access Improvement Options: Cost Analysis
in 1998 Dollars (millions)

Streets
_ Traffic Approach  Highway
Option Signal Lanes Widening Ramps Bridge Total
Option | $0.85 $0.65 $2.00 $1.5-83.5 $4.95-$6.95
Option 2 $1.35 $0.60 $2.00 $1.5-83.5 $5.45-87.45
Option 3 $0.30 $0.60 $2.00 $1.5-83.5 $5.15-87.15
Option 4 $0.40 $0.60 $2.00 $1.5-83.5 $6.0-$8.0
Option 5 : $2.0-33.0
Option 6 $0.25 $1.00 : $1.25
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Subarea 3: Improve Crooked River Crossing Opportunities

There are a number of opportunities to improve access across Crooked River and serve the
Crestview area. and help solve two existing problems. First, Rimrock Road. the current access
road, connects with Highway 126 at an intersection with very poor sight visibility and an
awkward angle of approach. ODOT is due to complete (1998) minor roadway re-alignment to
Rim Rock Road that will help improve safety conditions on Highway 126. Second, because
Rimrock Road is the only access to the area, there is concern that emergency vehicles might be
blocked from the area should anything happen to the Crooked River Bridge crossing.

As shown in Figure 8-3, three major options to improve opportunities to cross Crooked River
were evaluated:

Option 1: Rimrock Road Approach Improvement or Closure

Suboptions:

a) Re-Align Rimrock Road

b) Extend Crestview Road

c)  Close Rimrock Road

d) Restrict traffic flow direction

Option 2: New 2nd Street Bridge

Suboptions:

a) New Bridge/2nd Street Extension
b) Extend Crestview Road

) Construct Highway 126 Connection

Option 3: Rimrock Road Re-Alignment

Suboptions:
a) Re-Align Rimrock Road
b) Extend Crestview Road

Option 1 (a/b)
Option 1 would have no significant environmental or socioeconomic impacts.

The re-alignment of Rimrock Road is currently under construction as part of ODOT’s grade
improvements on Highway 126 west of the Crooked River. These minor alignment
improvements should help improve access and safety at the intersection.

The extension of Crestview Road east to the Crooked River Highway (Suboption B) may
possibly conflict with some park land near the Crooked River Highway; however, conflicts with
the park land would not be determined until a more detailed alignment is studied.

AT,
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This option assumes that the Rimrock Road intersection with Highway 126 would eventually be
closed (an unacceptable condition to the City of Prineville). This option would not have the
advantage of dual access points to the area, but it would eliminate the hazards of the existing

intersection.
Option 2 (a/b/c)

Option 2 would have some potential water impacts. The Second Street bridge across the
Crooked River could increase roadway run-off into the river. The extension of Crestview Road
east to the Crooked River Highway (Suboption B) may possibly conflict with some park land
near the Crooked River Highway; however, conflicts with the park land would not be determined
until a more detailed alignment is studied.

A new bridge over the Crooked River at Second Street could improve the level of service and
safety on Highway 126 at the Rimrock Road intersection. By closing the Rimrock Road access to
Highway 126, the projected traffic volumes would increase on Main Street south of Third Street.
At the same time, volumes would be slightly reduced on Highway 126 as it enters the city and
merges with Third Street. Any of these options would significantly reduce traffic conflicts by
providing improved access management. Table 8-7 provides a cost analysis of the three main
options and their suboptions in 1998 dollars.

Option 3 (a/b)
Option 3 would have no significant environmental or socioeconomic impacts.

The current Rimrock Road access to Highway 126 could be eliminated by extending Rimrock
Road under Highway 126 with a new connection to O’Neil Highway, and retain full access to the
Crestview neighborhood via Highway 126. This improvement may result in overall traffic safety
improvements on Highway 126 just west of the Crooked River Bridge without new bridge
capacity improvements. However, the structural (Crooked River Bridge height and width), right-
of-way (Golf Course), and alignment (flood plain) restrictions may be severe, limiting the
feasibility of this improvement option.

The extension of Crestview Road east to the Crooked River Highway (Suboption B) may
possibly conflict with some park land near the Crooked River Highway; however, conflicts with
the park land would not be determined until a more detailed alignment is studied. Suboption B
would eliminate the hazards of the existing intersection while retaining dual access points.
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Figure 8-3 (black and white)
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Table 8-7
Crooked River Crossing Options: Cost Analysis
in 1998 Dollars (millions)

Street
Option ROW  Reoad Bridge Total
Option 1 - Crestview Extension and Close
Rimrock Road $0.75 $3.0-$6.0  $3.75-36.75
Option 2 - Crestview Extension and New
2nd Street Bridge $0.10  $1.05 $6.0-512.0 $7.15-813.15
Option 3 - Crestview Extension and
Rimrock Road Extension* $0.20  $0.70 $3.0-36.0  $3.90-$6.90

* Costs do not include estimate to widen or lengthen the existing Crooked River Bridge.

Subarea 4: Improve City North/South Collector Street System

Options to improve Prineville’s North/South collector street system include extensions of Court
Street and Knowledge Street across Ochoco Creek, with connections north of Laughlin to serve
the developing north side.

Court Street Extension

The Court Street Extension option would extend N, Court Street over the Ochoco Creek to
provide another north-south route. Although none of the current north-south routes are projected
to be capacity deficient in the No Build Alternative, the purpose of this alternate route would be
to reduce traffic volumes at the Main Street and Elm Street intersections with Third Street and
provide improved circulation for vehicles, bicyclists, and pedestrians. It would also shorten trips
which currently travel out of a direct path because of the lack of creek crossings.

Construction costs in 1998 dollars were estimated at about $ 1.1 million, including a new bridge,
and street section to City collector standards. This option would not require any substantial
right-of-way costs, but it would add another roadway through the park along Ochoco Creek.

A review of traffic volumes along Main Street and Elm Street indicates that the N. Court Street
connection would provide substantial reduction in local neighborhood traffic on those roadways.
The 1mpacts of this option would result from the Ochoco Park and Ochoco Creek crossings. The
creek crossing could have potential water impacts from roadway run-off. Park users, particularly
walkers, runners, and bicyclists, would have one additional roadway crossing as a result of this
option.
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Knowledge Street Extension

The Knowledge Street Extension would provide the most direct street, pedestrian and bicycle
access between the developing residential areas in North Prineville, with the Prineville Schools
located south of Highway 126. This improvement would eliminate the current dog-leg collector
connection across Highway 126 via Juniper Street and Knowledge Street, with a single highway
crossing controlled by a traffic signal (see Chapter S - Short-Term Improvements).

The extension of Knowledge Street north of Highway 126 to Laughlin Road and Hudspeth Road
would require a new bridge across Ochoco Creek. New public right-of-way would need to be
acquired as part of this project, and additional traffic control equipment (signal pole and signal
heads) would need to be added to the planned signal improvement at Highway 126/Knowledge

Street.
\

The Knowledge Street Extension would have significant impact to future traffic by relieving
north/south traffic demand on both Main Street and Elm Street. Construction costs in 1998
dollars were estimated at about $ 1.58 million, including a new bridge, and street section to City
collector standards.
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Summary and Recommendations

All of the street system improvement options were evaluated based on their estimated costs,
traffic safety and circulation benefits, and socio-economic and environmental impacts. All
options were presented and discussed with the TAC, Planning Commission/City Council and
public. After considering the advantages and disadvantages of each option and suboption, the
recommendations for the Preferred Alternative are as follows:

1)

2)

Downtown Traffic Circulation (Subarea 1)

Recommendation: Option 1 (retain current two-way traffic) was selected because it
retains the current traffic circulation, makes best use of the recommended Short-Term
street improvements (Chapter 6), minimizes the cost of extensive street capacity
improvements in the downtown area, and is least disruptive and best supports the existing
land development pattern. As regular update to the Prineville TSP, the City of Prineville
and ODOT should continue to track and monitor traffic flows on Third Street to
determine the appropriate timing when a one-way couplet should be re-evaluated and
perhaps constructed. Until then, retention of the current two-way traffic system and
implementation of the Short-Term street improvements and recommended street scape
and pedestrian enhancements identified in the Downtown Prineville Enhancement Plan
should be completed. The package of short- and long-term street system improvements
will provide sufficient capacity, circulation/access and safety measures to accommodate
growth in Prineville over the next 20 years.

The other street circulation options were eliminated for the following reasons: 1) costly to
implement; 2) requires re-focus and re-vision to downtown land use planning; and 3) lack
of public consensus.

Highway 126 Access in the Prineville Airport Industrial Area (Subarea 2)

The analysis of future traffic conditions and consideration of appropriate design
standards indicate that while installation of a traffic signal on Highway 126 at Millican
Road may be the most cost-effective solution, it is not an appropriate design solution for
either Highway 126 safety conditions, nor is it the most desirable solution for local truck
access and safety.

Recommendation: It appears that the best long-term capacity, local trucking access and
highway safety solution is best accommodated by Option 2 (Millican Road
Undercrossing). This option is estimated as one of the most expensive, and will likely
require significant private investment given the current financial conditions of the City
and ODOT for funding major capacity improvements. More precise cost estimates and a
financial partnership plan can be determined following more detailed engineering of the
recommended solution.
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3) Improve Crooked River Crossing Opportunities (Subarea 3)

Recommendation: The recommendations for improving opportunities to cross the
Crooked River and improving safety on Highway 126 include:

a. Complete re-alignment of Rimrock Road and Install intersection lighting on
Highway 126 at Rimrock Road and O’Neil Highway to improve safety.

b. Extend Crestview Road to the Crooked River Highway to add second river
crossing.
C. Further evaluate feasibility of extending Rimrock Road under Highway 126 to

O’Neil Highway before closing Rimrock Road at Highway 126.
4) Improve City North/South Collector Street System (Subarea 4)
Recommendation: The extension of both Court Street and Knowledge Street across
Ochoco Creek with result in improved collector street capacity in relief to congestion on

Main and Elm Streets. Knowledge Street provides the most direct street, pedestrian and
bicycle connection between North Prineville area development and the Prineville schools.

IA\PROJECT\2658770 1\WPDATA\TSP\PRINE\CHS8.WPD
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‘CHAPTER 9 THE TRANSPORTATION
SYSTEM PLAN

Vision

The City’s adoption of the Downtown Enhancement Plan is supported by the findings of the Prineville
TSP Alternatives Analysis and recommendations. By indefinitely postponing the reconfiguration of the
downtown circulation pattern towards a one-way couplet, the City of Prineville, with the collective
support of the State and County, is making a conscious decision to invest in a strong. vibrant and more
livable downtown area. In some cases, as the analysis of future traffic operations indicated (see Chapter
8), this investment comes at a "cost" of higher peak hour traffic congestion in the future on Third Street
(particularly at Main Street). In part, this trade-off is being made with the expectation that alternative
routes will be available for those who choose to avoid Third Street during the peak hours. These
alternatives, together with the Laughlin Road local truck route and the enhanced Second and Fourth
Street projects, are justified on the basis of this community choice.

Prineville’s choice for a livable downtown area constitutes the vision from which many of the project and
policy elements of the TSP are defined and integrated. The Prineville TSP includes plans for all modes of
transportation and will be adopted as the Transportation Element of the City of Prineville Comprehensive
Plan. Components of the street system plan include street classification and street width standards, access
management standards, and street improvements. Suggested transportation demand measures are also
included. Lastly, an implementation plan is presented.

Transportation Planning Policies

As the transportation Element of the Prineville Comprehensive Plan, the TSP will provide a policy
foundation to guide City transportation-related decisions with a firm policy background in such areas as:
overall system design, growth management, regional mobility, connectivity, circulation, efficiency,
safety, accessibility, economic development, neighborhood livability, aesthetics, and citizen involvement.

A. General Transportation Plan Policies:

‘Prineville Transportation System Plan

1. The Prineville Transportation System Plan should contain goals, objectives,
policies, plan maps, and project lists that will guide the provision of
transportation facilities and services for the Prineville Urban Area. The
Prineville Transportation System Plan will serve as the Transportation Element
of the Prineville Comprehensive Plan. The Prineville Transportation System Plan
should contain the following plan elements:

Street and Highways Public Transportation

Transportation System Management  Rail, Air, Water and Pipeline Service
Freight Mobility Transportation Demand Management
Bikeway Plan Financial Plan

Pedestrian System Implementation Plan

The Prineville Airport Plan is adopted as a separate planning document.
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2. The Prineville Transportation System Plan should be updated, as necessary, to
remain consistent with other regional and statewide plans.

Regional Mobility

3. A balanced system of transportation facilities and services should be designed to
meet the regional travel patterns and mobility needs of residents, businesses, and
industries. ' '

Multi-modal Transportation System

4. The transportation system for Prineville should consist of an integrated network

of facilities and services for a variety of motorized and non-motorized travel
modes.

Connectivity and Circulation

5. The vehicle, bicycle, and pedestrian circulation systems should be designed to
connect population and employment centers in Prineville, as well as provides

access to local neighbdrhood residential, shopping, schools, and other activity
centers.

Supportive of Land Use Plan Designations and Development Patterns

6. The provision of transportation facilities and services should reflect and support
land use designations and development patterns as identified in the Prineville
Comprehensive Plan. The design and implementation of transportation facilities
and services should be based on serving current and future travel demand,
residential densities, retail, and employment centers.

Growth Management

7. The construction of transportation facilities should be timed to coincide with

community needs, and implemented in such a way as to minimize impacts on
existing development.

8. Improvements to streets in addition to those in or abutting a development may be
- required as a condition of approval of subdivisions and other intensifications of
land use.
9. To mitigate traffic impacts placed on area-wide transportation facilities by new

development, Transportation System Development Charges, as defined by
Oregon Revised Statutes and local government ordinances, may be collected.

[
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System Efficiency

10: The Prineville Transportation System Plan should identify methods that citizens
can use to commute to work and decrease overall traffic demand on the
transportation system. Such methods include telecommuting, carpoolmg,
vanpooling, flexible work schedules, walking; and bicycling.

Transportation Safety

11 Local governments should make as a high priority the design, construction, and
“operation of a safe transportation system for all modes of travel.

Public Safety

12. The rapid, and safe movement of fire, medical, and police vehicles should be an
_.integral part of the design and operation of the transportation system.

Accessibility for People with Disabilities

13 - The transportation system should be designed with consideration of the needs of
people with disabilities by meeting the requirements set forth in the Americans
With Disabilities Act.

Economic Development

14.  Supportive of the mobility needs of businesses and industries, the transportation
system should consist of the infrastructure necessary for the safe and efficient
movement of goods, services, and people throughout the Prineville area. The

- Prineville ‘Transportation System Plan should include consideration of the area’s
rail, aviation, pipeline, and truck movement network.

Neighborhood leablhty

1s. Transportation facilities should be desngned and constructed to minimize noise,
energy consumption, neighborhood disruption, economic losses to the private or
public economy and social, enivironmental and institutional disruptions, and to
encourage the use of bikeways and walkways.

Aesthetics and Landscaping

16.  Aesthetics and landscaping should be considered in the design of the
" transportation system. Within the physical and financial constraints of the
project, landscaping should be included in the design of the transportation
facility. Various landscaping designs, suitable plants, and materials should be
utilized by local governments, private entities or individuals to enhance the
livability of the area.
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Intergovernmental Coordination and Consistency

17. The City of Prineville should coordinate their transportation planning and
construction efforts with those of the Crook County, the State of Oregon
Department of Transportation, and other affected agencies as appropriate. Local
transportation plans will be consistent with those developed at the regional and

state level.
Airport Compatibility
18.  Land Uses-around the Prineville Airport should be required to provide an

environment compatible with the airport and its operation, and Wthh will not be
adversely affected by noise and safety problems.

- 19. Because of the potential hazards to airborne aircraft, land uses beneath

designated approach surfaces within 10,000 feet of the end of Prineville Airport
runways should not create water impoundments accessible by waterfowl.

20. Commercial uses and other uses that result in concentrations of people should be
prohibited within the clear zones of the runways at Prineville Airport, to avoid
danger to the public safety by potential aircraft accidents.

B. Street System Policies:

Classification System and Basic Design Guidelines

1. The City should classify streets and highways within the Prineville urban area based on-
how they are to ultimately function within the overall system (see Street Functional
Classification section), and should reserve right-of-way corridors for planned arterial and
collector streets.

. Multi-modal Street Design

2. The Clty of Prmevnlle should design its streets to safely accommodate pedestrian,
bicycle, and motor vehicle travel

Multi-modal Intersection Design »

3. Arterial and collector street intersections shguld be designed to promote safe and
accessible crossings for pedestrians and blcyclnsts Intersection design should
incorporate measures to make pedestnan crossings convement and less of a barrier to
pedestrian mobility.

Arterial and Collector Street Intersections

4. Lefi-turn pockets should be incorporated into the design of all intersections of arterial
streets with other arterial and collector streets, as well as collector streets with other
arterial and collector streets.
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Street Design Standards

5. The City of Prineville Design Standards should be the basis for all street design within
the Prineville Urban Area.

Capacity Efficient Design and Level of Service Standards

6. The City of Prineville should apply the street design standard that most safely and

efficiently provides motor vehicle capacity respective to the functional classification of
the street.

Streetscape Design and Aesthetics

7. Wherever possible the City of Prineville should incorporate safely designed, aesthetic
features into the streetscape of its public rights-of-way. These features may include:
planting of street trees, shrubs, and grasses; incorporation of planting strips; and, in
some instances, the installation of street furniture, planters, special lighting or non-
standard paving materials.

Physical Improvements to Existing City Streets

8. Existing streets that are to be widened or reconstructed should be designed to the adopted
street design standards for the appropriate street classification. Adjustments to the design
standards may be necessary to avoid existing topographical constraints, historic
properties, schools, cemeteries, existing on-street parking, and significant cultural
features. Whenever possible, the design of the street should be sensitive to the llvabxhty
of the surrounding neighborhood.

Access Management

9. To maintain the utility of the public right-of-way for the mobility of all users, access

location and spacing to arterial and collector streets should be controlled. (See Access
Management Standards)

10.  Inorder to recognize existing land use patterns, access management standards should be
applied to new approaches only.

11. On State facilities, new direct access points should be minimized to the extent feasible.
Alternatives to direct access including, but not limited to, shared driveways, frontage
roads, side street or alley access, should be utilized where possible.

Removal of Vision Hazards on Private Property

12. The City should work to increase traffic safety by requiring private property owners to
maintain vision areas adjacent to intersections and driveways clear of fences,

landscaping, and foliage that obstruct the necessary views of motorists, bicyclists, and
pedestrians.
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Project Identification

13. The City should select City-funded, street improvement projects from those listed in the
Prineville Transportation System Plan when making significant increases in system 1
capacity or bringing arterial or collector streets up to urban standards. The selection of
improvement projects should be prioritized based on consideration of improvements to
safety, relief of existing congestion, response to near-term growth, system-wide benefits, o
geographic equity, and availability of funding. .

Citizen Involvement in Project Design

14. The City should involve representatives of affected neighborhood associations and
citizens in an advisory role in the design of street improvement projects. The purpose of
citizen involvement in project design is to be a resource to project staff in the design
process. The need for, and purpose of, the project are to be determined as part of the
earlier planning process undertaken when including the project in the Prineville
Transportation System Plan.

Traffic Impact Analysis Requirements ' {‘

15. The City should require"' Traffic Impact Analyses as part of land use development .
proposals to assess the impact that a development will have on the existing and planned <
transportation system. ‘ l

Exactions Required of Development Y

16. The City should require new development to make site-related, right-of-way dedication
and street system improvements that are identified through the Traffic Impact Analysis
process and other code requirements, and for planned arterial and collector streets.. i

Street Improvements Funded Through System Development Charges

17. The City should require new development to pay charges towards the mitigation of o
system-wide transportation impacts created by new growth in the community. These
funds can be used towards improvements to the street system.

C. Transportation System Management Policies:

Improve the Efficiency of the Signal System

L. The City should work with ODOT and continue to modernize the signal system and -
improve its coordination and efficiency by ultimately connecting all of its signals to a
centralized traffic control center. The City and ODOT should employ traffic signal o
timing plans that maximize the efficiency of the system given the particular travel |

demand during different months and time periods throughout the typical weekday and
weekend day. v !
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Maintain Clear and Effective Signs and Pavement Markings

2. The City and ODOT should regularly maintain all of the traffic control devices (signs and
markings) within their respective inventory so as to minimize congestion and driver delay
due to confusion. While priority should always be given to regulatory and warning signs,
informational (street name and directional) signs should also be given proper
maintenance.

On-Street Parking Management

3. Where on-street parking is permitted on a congested arterial street, the City should give
first priority to removing on-street parking as a means of enhancing the capacity of the
facility. Depending upon the situation and proper analysis, the City may consider timed
on-street parking prohibitions during peak travel periods in lieu of permanent removal.

Development and Adoption of Access Management Standards

4. The City should develop and adopt specific access management standards based on the
following principles:

a.) Properties with frontage along two streets should take primary access
from the street with the lower classification.

b.) Any one development along the arterial street system should be
considered in its entirety, regardless of the number of individual parcels
it contains. Individual driveways will not be considered for each parcel.

c.) Access to the arterial street system should be primarily limited to one
point provided adequate street frontage is available. Additional access
may be permitted, provided adequate frontage and access spacing is
available.

d.) Signalized access for private streets and driveways onto the major street
system should not be permitted within 1,320 feet (1/4 mile) of any
existing or planned future signal.

e.) Shared, mutual access easements should be designed and provided along
arterial street frontage for both existing and future development.

f) The spacing of access points should be determined based on street
classification (see Table 9-2). Generally, access spacing includes
accesses along the same side of the street or on the opposite side of the
street. Access points should be located directly across from existing or
future access, provided adequate spacing results.

g.) All access to the public right-of-way should be located, designed, and
constructed to the approval of the Public Works Director, or his
designee. Likewise, variances to access management standards should
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be granted at the discretion of the Public Works Director, or his
designees.

D. Local Street Connectivity Policies:

Connectivity to the Street System

1. Applicants submitting preliminary subdivision plans should provide for local street
connections toward existing or planned streets and neighborhood activity centers, located
within one-half-mile of the development.

Connectivity of New Developments to Adjoining Undeveloped Land
2. Applicants submitting -preliminary subdivision plans should provide for extension of

local streets to adjoining undeveloped propemes and eventual connection with the
exxstmg street system

Sidewalks

3. All development should include sidewalk and walkway construction, as required by the
City of Prineville Land Development Ordinance. All new road construction or
reconstruction projects shall include sidewalks as specified in the Pedestrian Element of
the Prineville Transportation System Plan.

Public Accessways

4. The City may require pedestrian and bicycle accessways to connect to cul-de-sac streets,
to pass through long blocks, and to provide for networks of public paths creating non-
motorized access to neighborhoods.

Street Width

5. In order to facilitate pedestrian crossing, discourage through traffic, and reduce speeds,
local streets should not be excessive in width. However, public local streets must have
sufficient width to allow for emergency access and provide parking on, at least, one side.

Discouraging Cut-through Traffic

6. Local streets shall be designed to minimize cut-through traffic. Limiting street length,
width, and the installation of traffic calming measures may be used to discourage
through-traffic from using local streets.

Purpose of Cul-De-Sac Streets

7. The purpose of cul-de-sac streets should be to increase density by accessing land not
otherwise accessible through a connected street pattern, due to topography or other
constraints. Construction of cul-de-sac streets should be minimized to the extent
practicable.
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Cul-de-Sac Street Length
8. Cul-de-sac streets should not exceed 600 feet in length. However, no portion of the cul-
~ de-sac street should be more than 400 feet from an intersecting street or public accessway
unless physical constraints make it impracticable.

Alleys

Alleys provide secondary access to residential properties where street frontages are narrow;
where the street is designed with narrow width to provide limited on-street parking; or where

[E——

alley access development is desired to increase residential densities. Alleys can provide several
advantages over direct access from the street:

= Alleys allow orientation of the residence, rather than the garage, to the street.

] Use of alleys can reduce the number of driveway entrances onto the street,
thereby improving the pedestrian environment.

n Alleys provide greater flexibility in platting small lot subdivisions.

= Alleys provide an alternative location for siting utilities and garbage collection
services.

Alleys should be paved surfaces, ranging in widths from 12 (one-way) to 16 feet (two-
way). Alley shoulders should include graveled surfaces (minimum 2 feet), and fencing
should be set back by a minimum of 2 feet behind the property line.

E. Bicycle System Policies:

1.

The City of Prineville should recognize bicycle transportation as a necessary and viable
component of the transportation system as an important transportation mode.

2. The City of Prineville should utilize where feasible opportunities to add bike lanes in
conjunction with road reconstruction and re-striping projects on collector and arterial
streets.

3. The City of Prineville should assure that, where appropriate, the design of streets and
public improvement projects facilitates bicycling by providing proper paving, lane width,
traffic control, storm drainage grates, striping, signage, lighting, etc.

4. The City of Prineville should actively work with ODOT to improve bicycling on State
Highways within Prineville.

5. The City of Prineville should encourage bicycle recreation.

6. The City of Prineville should actively support and encourage local and state bicycle

education and safety programs intended to improve bicycling skills, observance of laws,
and overall safety for both children and adults by encouraging and support efforts by
Prineville schools to develop and use a bicycle safety curriculum.
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F. Pedestrian System Policies:

Inventory Existing System and Identify Future Needs

1. The City should continue to inventory and map existing pedestrian facilities.

Establish Sidewalk Construction Program

2. - To complete the pedestrian facility network, the City should consider
establishing a Sidewalk Construction Program. Through this program, property
owners would be required to build sidewalks on all lots abutting curbed City
streets within the City limits, within a prescribed time period.

Ensuring Future Sidewalk Connections

3. All future development shall include sidewalk and walkway construction as

required by the adopted Street Design Standards. All road construction or
renovation projects, shall include sidewalks, if appropriate.

Complete Connections with Crosswalks

4, All signalized intersections shall have marked crosswalks. Crosswalks at
controlled intersections should be provided near schools, commercial areas, and
other high volume pedestrian locations.

Compliance with ADA Standards

5. The City shall comply with the requirements set forth in the Americans with
Disabilities Act regarding the location and design of new sidewalks.

Maintaining and Assuring the Quality of Facilities

6. The City should establish standards for the maintenance and safety of pedestrian
facilities. These standards should include the removal of hazards and obstacles
to pedestrian travel, as well as maintenance of benches and landscaping.

Education of Pedestrian Safety Needs

7. The City should encourage schools, safety organizations, and law enforcement
agencies to provide information and instruction on pedestrian safety issues that
focus on prevention of the most important accident problems. The programs
should educate all roadway users of their privileges and responsibilities when
driving, bicycling, and walking.

- 10
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G. Freighr_ Movement Element

Access to Streets and Highways

1. The City of Prineville shall create a street and highway system that provides
direct and efficient access to, and between, Prineville Urban Area industrial and
commercial centers and statewide transport corridors.

Accessibility to Railroads

2. The City should encourage the availability of railroad freight services to those
industrial and commercial areas where utilization is economically viable.

Accessibility to Air Freight Services

3. The City should promote the utilization of air freight services by continuing to
provide and maintain facilities at Prineville Airport that enable the operation of
private air freight providers.

Regional Pipeline Systems

4, The City should promote accessibility to, protection of, and the appropriate
location of, regional pipeline systems that service the Prineville Urban Area.

Adequate Street Design Standards for Trucks

5. The City shall develop adequate design standards that meet the weight and
dimensional needs of trucks, particularly for those streets that serve industrial
and commercial areas.

Transportation of Hazardous Materials

6. The City shall encourage responsible federal and state agencies to develop and
enforce appropriate regulations regarding the safe transport of hazardous
materials through the Prineville Urban Area.

H. Transportation Finance Element

General Obligation Bonds

1. The City should investigate the feasibility and public support for the sale of
general obligation bonds to finance capital improvements to the transportation

system. Projects shall be selected and authorized by a vote of the citizens of
Prineville.

Transportation System Development Charges

2. As defined by Oregon Revised Statutes and City ordinances, transportation
system development charges may be collected by the City to mitigate impacts

9-11
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placed on area-wide transportation facilities. The City should establish an SDC
as an important and equitable funding source to pay for transportation capacity
improvements.

Development Exactions

3. The City should require those responsible for new development to mitigate their
development’s impacts to the transportation system, as authorized in the Oregon
Revised Statutes, concurrent with the development of the property.

Federal and State Funding Sources

4, The City shall seek federal and state funding for capital improvements through
participation in the designated distribution process, as provided in currently-
authorized federal and state transportation legislation.

_ Pursuing Federal and State Grants

5. The City shali pursue the awarding of federal, state, and private grants to

augment operations activities, especially in the planning and engineering
functions.

I. Plan implementation

Policy Foundation for Decision-Making

1. The Prineville Transportation System Plan shall be used as the legal basis and
policy foundation for all City decision-makers, advisory bodies, and citizens in
issues related to transportation. The goals, objectives, policies, principles, maps,
and recommended projects shall be considered in all decision-making processes
that impact, or are impacted by, the transportation system.

Land Use Actions and Development Review

2. The goals, objectives, policies, standards, and maps contained in Prineville
Transportation System Plan shall be considered and applied towards the review
and approval of land use actions and development applications. Applications
need to contain findings that show how the proposed land use action or
development is in conformity with the adopted tenets of the Prineville
Transportation System Plan.
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Streets and Highways Element
Street Functional Classification

The Prineville Street Functional Classification system map and policies determine the intended use of
each street in the City’s street system. A street’s functional classification determines what type of traffic
should use the street —regional, intra-city, or neighborhood. The type of traffic, combined with expected
traffic volumes, determine whether a street is an arterial, collector, or local street. Local topography may
also be a factor in assigning a classification to a street. It is important to note that traffic volumes alone
do not determine the functional classification of a street. All of the characteristics listed play a role in the
determination. Once the street’s function is determined, design characteristics are assigned —the number
of travel lanes, access controls, on-street parking, bicycle lanes, and right-of-way width, consistent with
its classification. While the right-of-way requirement is constant, the ultimate number of lanes and access
controls may be phased-in over time, depending on the existing and projected travel demand on the
facility.

The importance of the Street Functional Classification system cannot be overstated. The City of
Prineville uses the Street Functional Classification system to reserve future rights-of-way, determine
street design-; and develop future street improvement projects. This system provides the "blueprint” of
how the City-wants its street system to develop and function over the next 20 years and beyond. The
recommended street functional classifications within the Prineville UGB are described below:

As part of the Prineville TSP update, careful consideration of the City’s "Local
Residential" street standard (as currently adopted) was conducted due to the levels of
ambiguity concerning local street standards experience by communities across the
state. The Prineville TSP Update includes recommendations for splitting the "Local
Residential" standard into two standards - ""Local Route" and ""Neighborhood Street.”

Arterial Arterial streets form the primary roadway network within and through a region.
They provide a continuous roadway system which distributes traffic between
different neighborhoods and districts. They generally include State Highways
and roadways over 10,000 vehicles per day.

Collector Collector streets are primarily intended to serve abutting lands and local access
needs of neighborhoods. They are intended to carry from 3,000 to 10,000
vehicles per day, including some through traffic. The collector could serve either
residential, commercial, industrial, or mixed land uses.

Local Route Local routes could serve residential, commercial, industrial, or mixed land uses.
They are intended to carry between 1,200 and 3,000 vehicles per day. While
through traffic connectivity is not a typical function, they may carry limited
amounts. ’

Neighborhood Neighborhood streets are intended to serve the adjacent land without carrying
Street through traffic. These streets are designed to carry less than 1,200 vehicles per
day. To maintain low volumes, local residential streets should be designed to
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encourage low speed travel. Narrower streets generally improve the
neighborhood aesthetics, and discourage speedirig as well. They also reduce
right-of-way needs, construction cost, storm water run-off, and vegetation
clearance. If the forecast volume exceeds 1,200 vehicles per day. as determined
in the design stage, the street system configuration should either be changed to
reduce the forecast volume or the street shall be designed as a local route.

Cul-de-sac streets are a type of neighborhood street. They are intended to serve
only the adjacent land in residential neighborhoods. These streets shall be short,
serving a maximum of 20 single family houses. Because the streets are short and
the traffic volumes relatively low, the street width can be narrow, allowing for
the passage of two lanes of traffic. when no vehicles are parked at the curb or one
lane of traffic when vehicles are parked at the curb. To encourage local street
circulation capability, the use of cul-de-sac streets shall be discouraged, and shall
not be permitted if future connections to other streets are likely. Sidewalk
connections from a new cul-de-sac shall be provided to other nearby streets and
sidewalks.

Alley streets provide secondary access to residential properties where street
frontages are narrow; where the street is designed with a narrow width to provide
limited on-street parking; or where alley access development is desired to
increase residential densities. Alleys are intended to provide rear access to
individual properties and may provide alternative areas for utility placement.

The existing street functional classification system is shown in Chapter 5, Figure 5-1. The existing
Minimum Right of Way and Roadway Widths for the existing classification system are contained in the

City of Prineville’s Land Development Ordinance and are summarized in Appendix A, Summary of
Existing Plans and Policies. Figure 9-1 identifies the recommended functional street classification and
probable location of new neighborhood streets.

Table 9-1 describes the different characteristics that comprise each of the recommended street
classifications in the Prineville Urban Area. The following attributes have been identified for each of the
recommended classifications:

. an assigned function or purpose; ,

. an ADT (average daily traffic) design range of volumes;

. an ultimate traffic design in number and configuration of lanes;

. a bicycle and pedestrian facilities design;

. allowance, or not, for on-street parking; guidelines for access control; and,
. required widths.

These classifications are used to guide the development of new roads as they are brought into the system,
as well as determining the types of improvements needed for existing streets.

Once a classification has been assigned to an individual street it needs to be designed in a manner that
allows it to perform its function. Each street classification has a typical, or ideal, cross-section design.
This design determines how a "typical” street of that classification should be built. For a variety of
reasons, not every street with a given classification can be ultimately built to the ideal standard.
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Figure 9-1 Recommended Functional Street Classification and New Signal Location
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Topography, historic landmarks, business and residential districts, are just a few limiting factors. The
typical cross-section design gives City staff the basis for requiring rights-of-way as part of development
reviews, and the proper standards for how an existing street should be brought-up to urban standards.

Figure 9-2 (a) illustrates the typical cross-section design for each street classification. Figure 9-2 (b)
illustrates the typical streetscape improvements and sidewalk amenities for 3%, 4™ and 2™ Streets as
recommended in the Prineville Downtown Enhancement Plan. Table 9-2 summarizes the street design
guidelines, consistent with the street functional classification, including access management standards as

discussed in the following section.

Transportation System Management Element

Transportation systems management (TSM) is a term used to describe a wide range of measures and
techniques that help increase the efficiency, safety, capacity and level of service of the existing street
system. TSM measures are typically low cost and easier to implement than new or reconstruction
projects.

TSM measures provide for better traffic movement and increased safety by maraging the existing street
system. TSM measures will generally not require mid-block widening of the roadway system. Because
they typically are low-cost and low-impact (to surrounding land uses and neighborhoods) improvements,
TSM measures are a significant resource to the City of Prineville. This is particularly true when existing
traffic congestion requires street improvements in highly developed areas of the community, or when
finances dictate the need for an intermediate improvement (in lieu of major capital expenditures).

While the spectrum of TSM measures is wide, the measures that are applicable to Prineville will
generally fall into one of four categories listed below:

. Traffic Management and Channelization;
. Intersection Modification and Widening;
. Access Management; and

. Improved Traffic Control Devices.

Intersection channelization and traffic control device improvements are recommended in a number of
locations as part of the Prineville TSP. Traffic signal system enhancements are also recommended. All
of these improvements have been included within the Street and Highways element of the Prineville TSP.

Access Management

Access management is an important key to balanced urban growth. As evidence, the lack of a
prudent access management plan has led to miles of strip commercial development along the
arterial streets of many urban areas. Business activities along arterial streets lead to increased
traffic demands and the provision of roadway improvements to accommodate the increasing
traffic demand. Roadway improvements stimulate more business activity and traffic demands.
This often continues in a cyclical fashion, and requires extensive capital investments for roadway
improvements and relocation. However, with the tightening of budgets by federal, state, and
local governments, the financial resources to pay for such solutions are becoming increasingly
scarce.

clﬂm_i
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Reducing capital expenditures is not the only argument for access management. Additional
driveways along arterial streets lead to an increased number of potential conflict points between
vehicles entering and exiting the driveway, and through vehicles on the arterial streets. This not
only leads to increased vehicle delay and a deterioration in the level of service on the arterial, but
also leads to a reduction in safety. Thus, it is essential that all levels of government try to
maintain the efficiency of existing arterial streets through better access management.

Traffic operations improvements and access provision are both important transportation
objectives. However, the two are inversely related, and one can be achieved only by
compromising on the other. Past research has shown a direct correlation between the number of
access points and the accident rate for a specific class of roadway. Hence, it is important to
strike a balance between traffic operations and access control through a prudent access
management plan.

Access Management Techniques
The number of access points to an arterial can be restricted through the following techniques:

u ‘Restricting spacing between access points based on the type of development and the
speed along the arterial

n Sharing of access points between adjacent properties

L Providing access via collector or local streets where possible

L] Constructing frontage roads to separate local traffic from through traffic

n Providing service drives to prevent spill-over of vehicle queues onto the adjoining
roadways

Traffic and facility improvements for access management include:

L Providing of acceleration, deceleration, and right turn only lanes
n Offsetting driveways to pfoduce T-intersections to minimize the number of conflict
points between traffic using the driveways and through traffic

L Installing median barriers to control conflicts associated with left turn movements
n Installing side barriers to the property along the arterial to restrict access width to a
minimum
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Figure 9-2 (b)
Typical Streetscape and Sidewalk Amenities - Prineville Downtown Enhancement Plan
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Table 9-1
Proposed Street Functional Classification System

Arterial Collector Local Route Neighborhood Alley
Street

Auto amenities (lane widths)'! 2 lanes (12 fi.) 2 lanes (11-12 ft.) 2Lanes (1l ft) )} 2 Lanes (10-11 ft) 12-16 fi.

Bike amenities® 2 lanes (6 fi.) 2 lanes (4-5 f.) Shared Surface Shared Surface None

Pedestrian (sidewalks) amenities® 2 (3-8 1) 2 (5-81t) : 2 (4-5R) 2 @45 ft) None

Managed speed’ - 35-55 mph 25-35 mph 25 mph 15-25 mph 10 mph

Ultimate Design ADT 10.000+ 3-10,000 1.200 - 3.000 1,200 max 500 max

Curb-to-curb width® (two way) 50 & 46 fi. 36 ft. o281t Not Apply

Parking

No No Yes Yes No

Traffic calming Not typical® Permissible/ Permissible/ Typical Not Typical

not typical not typical

Preferred adjacent land use High intensity Med to high intensity Med to low Low intensity Low

intensity intensity

Access control (See Table 7-2) Yes Some No No No

Through-traffic connectivity Primary function Typical function Not typical Not permissible Not

function permissive

Maximum grade 7% 7% 7% 10% 10%

(]

w

Lane widths shown are the preferred construction standards that apply to existing routes adjacent to areas of new development,
and to newly constructed routes. On arterial and collector roadways. an absolute minimum for safety concerns is 10 f. Such
minimums are expected to occur only in locations where existing development along an established sub-standard route or other
severe physical constraints preclude construction of the preferred facility width.

An absolute minimum width for safety concerns is 5 fi. on arterial and 4 fi. on collectors, tocal routes and neighborhood streetss,
which is expected to occur anly in locations where existing development along an established sub-standard route or other severe
physical constraints preclude construction of the preferred facility width. Parallel multi-use paths in lieu of bike lanes are not
appropriate along the arterial-collector system due to the multiple conflicts created for bicycles at driveway and sidewalk
intersections. In rare instances. separated (but not adjacent) facilities may provide a proper function.

Sidewalks eight-feet in width are required in commercial areas unless otherwise provided for in the Prinevilie Land
Development Ordinance. The City of Prineville Downtown Enhancement Plan (1997) recommends wider sidewalks in
downtown Prineville in order to accommodate street trees and street furniture without compromising ADA requirements or
business access.

Arterial speeds in the central business or other commercial districts in urban areas may be 20-25 mph. Traffic calming
techniques, signal timing. and other efforts will be used to keep traffic within the desired managed speed ranges for each
Functional Class. Design of a corridor’s vertical and horizontal alignment will focus on providing an enhanced degree of safety
for the managed speed.

Street design for each development shal! provide for emergency and fire vehicle access. Neighborhood street widths of less
than 28 feet shall be applied as a development condition through the subdivision and/or planned development process. The
condition may require the developer to make the choice between improving the street to the 28 f. standard or constructing the
narrower streets with parking bays placed intermittently along the street length. The condition may require fire-suppressive
sprinkler systems for any dwelling unit more than 150 feet from a secondary access point.

Pursuant to the City of Prineville Downtown Enhancement Plan (1997) pedestrian flares (extensions) or hatf-flares are proposed
at downtown intersections of arterial or collectors.




Table 9-2
Suggested Street Design Standards

¥C -6

————————

Design /

System Managed

Access Management

Functional Spacing Speed Horizontal Vertical Traffic Street Min, Residential Commercial Industrial
Classification (MPH) Alignment Alignment Control Lighting Spacing Use Uses Uses
Arterial 1 mi. 35-55\ Minimum Maximum 1. Placement/ design 1. Mounting 300 #t No direct 1. Shared 1. Shared access

45-55 centerline grade: 7% of traffic control height: 35-40 access access driveways are
radius: 650 devices as warranted ft driveways are encouraged
ft Minimum by MUTCD cncouraged
sight 2. Left-hand turn
distance: 2. Minimum signal 2. beft-hand lanes determined
450 fi spacing: 1/4 wile turn lancs through review

determined
through review

Collector 1/4 mi.

35\25-35 Minimum Maximum Placement/design of . Mounting 100 fi 1. Shared 1. Shared 1. Shared access

SauIIpmMmy JUQUWIISRURBI SSI00V [eIudn)

centerline grade: 7% traffic control devices height: 30-35 access - access driveways arc
radius: 560 as warranted by ft : driveways driveways are¢ encouraged
ft Minimum MUTCD are encouraged
sight encouraged 2. Left-hand turn
distance: 2. Lefi-hand lanes determined
300 ft turn lanes through review
determined

through review

Local 1/8 mi. 25\25 Minimum | Maximum Placement/design of 1. Mounting 50 1. Shared 1. Shared 1. Shared access
Route centerline grade: 7% traffic control devices | height: 25-30 ’ access access driveways are

radius: 300 as warranted by ft driveways driveways are encouraged
fi Minimum MUTCD are encouraged
sight encouraged 2. Left-hand turn
distance: 2. Left-hand lanes determined
N 250 ft turn lanes through review

determined
through review

Neighborhoo Min. 400 | 25\15-25 | Minimum Maximum Placement/design of 1. Mounting None Curb cut Curb cut

No direct access.
d Street - ft centerline grade: 10% traffic control devices height: 20 minimum minimum 50 fl.

Max. 600 radius: 150 as warranted by 45 . to to curb return,
ft. ft Minimum MUTCD curb

sight return.

distance:

150 ft
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Access management is hierarchical, ranging from complete access control on freeways to increasing use
of streets for access purposes, parking and loading at the local and collector level. Table 9-2 describes
recommended general access management guidelines by roadway functional classification and
appropriate adjacent land use type.

These access management restrictions are not intended to eliminate existing intersections or driveways.
Rather, they shall be applied as new development occurs. Over time, as land is developed and
redeveloped, the access to roadways will meet these guidelines.

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

Special Access Management Areas

Special access management areas apply to several roadways in Prineville. These include the downtown
commercial core and the state highways. Since the downtown commercial core runs along two state
highway facilities, these special areas will be discussed together.

The state highways form an integral part of the Prineville transportation system and access management
is important to promoting safe and efficient travel for both local and long distance users. The 1991
Oregon Highway Plan specifies an access management classification system for state facilities. Although

~ the City of Prineville and Crook County may designate state highways as arterial or collector roadways

within their transportation systems, the access management categories for these facilities shall generally
follow the guidelines of the OHP.

This section of the TSP describes the state highway access categories and specific roadway segments
where special access areas may apply. Table 9-3 summarizes these access management guidelines.

Ochoco Highway/Third Street

The Ochoco Highway (Highway 126 and Highway 26 east of Prineville) is a roadway facility of
statewide significance. Within the Prineville urban area, OHP Category 4, "Limited Control" applies.
This classification permits at-grade intersections or interchanges at a minimum spacing of one-quarter
mile. Private driveways shall have a minimum spacing of 500 feet from each other and from
intersections, with both left and right turns permitted in and out of the driveways. Traffic signals are
permitted at a minimum of one-half mile spacing. These requirements are similar to the general access
management guidelines specified for major arterial roadways.

However, while these access management guidelines can be applied to some portions of the Ochoco
Highway, the commercial core already has a grid system with intersections spaced at approximately 300
foot intervals. Clearly, neither the general access category for major arterial roadways nor the OHP
Category 4 classification can be met on this section of the roadway.
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To address this conflict, the Ochoco Highway shall be divided into four specific segments.

. The first segment will be Highway 126 from the west UGB to the bridge over Crooked

River.
= The second segment will be Third Street from the bridge to Harwood Street.
n The third segment will be from Harwood Street to Fairview Street.
- The fourth segment will extend from Fairview. Street to the east UGB.

The first segment, which includes the airport area and the grade, operates as a limited access facility and
is proposed for an interchange. Special access management standards would prohibit new intersections
and existing at-grade intersections in the airport area would be re-directed to the new interchange.

The second segment, which includes the Highway 26/126 "Y", while urban in nature, is less densely
developed than the downtown core. The existing circulation pattern is already quite complex, with

drivers‘required to make numerous decisions. Special access management standards in this area are
intended to minimize additional complexity, while recognizing existing land use and access patterns.

The third segment, which encompasses the downtown core, is part of the grid system with intersection
spacing at approximately 300 foot intervals. Although many of the blocks through the downtown core
have no private driveway access, some of them do, especially where residential development is present.
Overall, the existing intersection pattern is closer to the general access management category for collector
roadways. However, driveway spacing shall not be permitted with the same frequency as a collector
roadways. Private driveways shall be encouraged to access side streets rather than Third Street/Fourth
Street. Driveway spacing shall be limited to a minimum of 150 feet, allowing a maximum of one
driveway per block.

The fourth segment is more sparsely developed and has fewer intersections. These segments shall be
managed with the access control specified for major arterial roadways and OHP Category 4.

Madras-Prineville Highway

The Madras-Prineville Highway (Highway 26 west of Prineville) is a state facility of regional
significance. Within the Prineville urban area, OHP Category 5, "Partial Control” applies. This
classification permits at-grade intersections at a minimum spacing of one-quarter mile. Private driveways
shall have a minimum spacing of 300 feet from each other and from intersections, with both left and right
turns permitted in and out of the driveways. Traffic signals are permitted at one quarter mile spacing.

The OHP Category 5 access controls shall be applied to the Madras-Prineville nghway from the west
UGB to its junction with Highway 126. :

Paulina Highway

Paulina Highway is a state roadway facility of district significance. Within the Prineville urban area,
OHP Category 6, "Partial Control” applies. This classification permits at-grade intersections at a
minimum spacing of 500 feet. Private driveways shall have a minimum spacing of 150 feet from each
other and from intersections, with both left and right turns permitted in and out of the driveways. Traffic
signals are permitted at one quarter mile spacing.
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The OHP Category 6 access controls shall be applied to Paulina Highway from the southeast UGB to
Combs Flat Road.

O’Neil Highway

O'Neil Highway is a state roadway facility of district significance. Within the Prineville urban area, OHP
Category 6, "Partial Control” applies as described for Paulina Highway. These access controls shall be
applied to O'Neil Highway from the west UGB to Highway 126.

McKay Road/Main Street/Crooked River Highway

The major north-south route through Prineville is partly state highway, partly city street, and partly

county street. Like the Ochoco Highway, this roadway has some sections where intersections are densely
spaced, such as the commercial core, and others where access is more sparse.




TABLE 9-3

Special Access Management Guidelines

Minimum Spacing  Minimum Spacing

Area of Application

Highway 126 from West UGB to Crooked River Bridge
Highway 126/Third Street from Crooked River Bridge to

~ Harwood Street

. Minimum  between Driveways between
Roadway " Posted Speed  and/or Streets ' Intersections
Ochoco Highway - Segment | 35-50 mph none none
Ochoco Highway - Segment 2 25-35 mph 300 feet 300 feet
Ochoco Highway - Segment 3 25 mph 150 feet 300 feet
(downtown core)

Ochoco Highway - Segment 4 * 35-50 mph 500 feet 1/4 mile
Madras-Prineville Highway % 25-50 mph 500 feet 1/4 mile
Madras-Prineville Highway ** 25-50 mph 300 feet 1/4 mile
Paulina Highway * 25-50 mph 150 feet 500 feet
O'Neil Highway * 25-50 mph 500 feet 500 feet
McKay Road 25-50 mph 150 feet 500 feet
Main Street/Crooked River Highway - 25 mph 150 feet 300 feet
Segment 1

Crooked River Highway - Segment 2 * 25-50 mph 150 feet 500 feet

Third Street/Fourth Street from Harwood Street to Fairfield
Street

Highway 26 from Fairfield Street to East UGB

Highway 26 from West UGB to Gardner

Highway 26 from Gardner to junction with Highway 126
Paulina Highway from Southeast UGB to Combs Flat Road
O'Neil Highway from West UGB to Highway 126

McKay Road from North UGB to Tenth Street

Main Street from Tenth Street to Lynn Boulevard

Highway 27 from Lynn Boulevard to UGB

! Desirable design spacing (existing spacing will vary).

2 1991 Oregon Highway Plan Access Management Classification System - Category 4, Urban
* 1991 Oregon Highway Plan Access Management Classification System - Category 5, Urban
41991 Oregon Highway Plan Access Management Classification System - Category 6, Urban
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To address these variations, the roadway shall be broken dowﬁ into three specific segments. The first
segment will be McKay Road from the north UGB to Tenth Street. The second segment will be Main
Street from Tenth Street to Lynn Boulevard. The third segment will be from Lynn Boulevard to the south
UGB.

Although the first segment is city/county owned and the third segment is state owned, both are more
sparsely developed and have fewer intersections. Both these areas also provide access to the downtown
core from primarily residential areas, although the first segment also serves some industrial development.
Because of their similarities, similar access management categories are logical. These segments shall be
managed with the access control specified for OHP Category 6, Urban, as described for the Paulina
Highway.

The second segment is part of the grid system and downtown core with intersection spacing at
approximately 300 foot intervals. Although some of the blocks through the downtown core have no
private driveway access, many of them do, especially some of the commercial development to the north
and residential development to the south.

As with the Ochoco Highway, the existing intersection pattern for this segment is closer to the general
access management category for collector roadways. However, driveway spacing shall not be permitted
with the same frequency as a collector roadways. Private driveways shall be encouraged to access side
streets rather than Main Street. Driveway spacing shall be limited to a minimum of 150 feet.

Street System Plan

The Street System Plan was developed by applying recommended street classification standards to year
2018 traffic forecasts for the recommended street system. The Street System Plan addresses a twenty
year planning horizon and assumes the Prineville urban growth boundary remains unchanged. In Figure
9-2, functional street classifications and the probable location of traffic signals are identified for the
improved street system. Recommended projects are described in the following section and summarized
on Figure 9-3.
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Street Improvements

The following improvements to the arterial and collector street system were included in the street system
plan. The Implementation Plan summarized in Table 9-5 provides a prioritized list of these
improvements. Each are defined below as either "immediate," "short-term" or "long-term" needs.

Map
No.  Recommended Improvement

[1] 3rd and Combs Flat: Install 3rd Street signal at Combs Flat Road [/immediate] (from Chapter 6).

(2] 3rd Street Signals: Install new traffic signals on 3rd Street at Knowledge and Harwood Streets
[immediate] (from Chapter 6, Short-Term Improvements).

(3] 4th Street: Extend 4th Street from Court Street to Elm Street to provide parallel street capacity
- for 3rd Street [immediate] (from Chapter 6, Short-Term Improvements).

[4] 3rd Street: Install Signal System Interconnect from Harwood Street to Elm Street /immediate]
(from Chapter 6, Short-Term Improvements).

[5.a.] Laughlin/l10th: Extend Laughlin Road to Main Street; re-align 10th Street, replace Main/10th
Street signal to provide parallel street capacity to 3rd Street [immediate] (see Chapter 6).

[5.b.] Highway 126/Laughlin Road: Reconstruct intersection approaches to standard, including partial
re-alignment of Laughlin Road and new bike lanes and sidewalks [immediate] (see Chapter &).

[6] 9th/10th/Lamonta: Extend 9th Street from Locust Street to Highway 26; re-align
9th/10th/Lamonta Road intersection. Install Highway 26 signal at 9th Street to provide parallel
street capacity for 3rd Street [immediate] (from Chapter 6, Short-Term Improvements).

[7] Third/Main Street: Add left turn phase on Main Street at the 3rd Street signal, and re-stripe north
leg of Main Street with a separate right-turn lane [immediate] (see Chapter 6).

(8] Millican Road Interchange Improvement: Construct Millican Road interchange at Highway 126
to improve access in the Prineville Airport Industrial Area. [long-term] (see Chapter 8).

9] Intersection Lighting on Highway 126 at Rimrock Road and O’Neil Highway: Install intersection
lighting on Highway 126 at Rimrock Road and O’Neil Highway to improve Crooked River
crossing safety [short-term] (see analysis in Chapter 8).

[10]  Crestview Road Extension: Extend Crestview Road east to the Crooked River Highway to
~ provide a second access (collector street) route to the development in that area [long-term] (see
analysis in Chapter 8).

[11]  Court Street Extension: Improve City North/South Collector Street System by extending Court
.Street across Ochoco Creek and extending Knowledge Street to Laughlin Road [short-term] (see
analysis in Chapter §8).
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[12]  Knowledge Street: Improve City North/South collector street system by extending Knowledge
Street to Laughlin Road [short-term] (see analysis in Chapter 8).

[13]  Laughlin Road: Reconstruct Laughlin Road to City standards from Highway 126 to Idlewood
[long-term] (see analysis in Chapter 8).

[14]  Downtown Enhancement Plan: Improve streetscape in Downtown Prineville, particularly on 2,
3 and 4™ Streets - between Deer and Fairview Streets. Includes pavement resurfacing, sidewalk
improvements, pedestrian flares, landscaping and trees, street furniture and street lighting /short-
term] (see Downtown Enhancement Plan and Figure 9-2 (b)).

These street improvements address specific capacity deficiencies or safety needs. New development,
particularly in the northeast, will result in a need for new roadways. The projections for this plan indicate
that the existing system with the improvements specified previously can accommodate this growth.
However, new developments will need to connect to the existing collector and arterial system.

To serve this new growth and make these connections, some potential new collector and arterial
roadways have been identified. The location of these roadways was selected to tie into existing collector
and arterial roadways, and they reflect some of the limits imposed by topography. These potential
roadways are also identified in Figure 9-1. However, the actual roads constructed will be dependent on
the way the land develops. In general, these roads shall extend the existing grid of arterial and collector
roadways.

. Because these roadways are purely a function of new development, they shall be constructed as that

development occurs. Funding for their construction will be provided by the developers. They have not

. been included in the capital improvement program.

. Periodic reviews of this plan and population growth shall be used to track the future need for these
" potential arterial, collector and local route streets.

Freight Mobility Element

The state highway system provides the major freight link for the City of Prineville. The truck route plan
is shown in Figure 9-4. With this plan, trucks have several alternate routes to Third Street and Main
Street, which are currently the most frequently used routes. Some of these routes, such as the connection
to Highway 26 via Laughlin and 9th Street, are dependent on the implementation of the street system
improvements.

Currently traffic which is passing through Prineville on Highway 126 toward Highway 26 must work its
way through the existing city street grid, where tight turning radii, traffic congestion and pedestrian
activity make driving difficult, particularly for large trucks. The extension of Laughlin Road to Main
Street paralleling the Prineville RR could result in significant added relief to local traffic congestion on
Third Street and Main Street. Together with the extension of Ninth Street to Highway 26, the Laughlin
Road extension provides alternative circulation and access for local auto and truck traffic. The Laughlin
Road extension also provides immediate relief to Third Street and Main Street, and can help postpone the

need or extensive State highway capacity improvements and provide access to industrial lands (job
growth).
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Bikeway Plan Element

Providing a safe and complete system of bicycle facilities encourages people to use alternative modes of
travel and contributes to a small-town environment. From the standpoint of safety, bicycle facilities are
most critical in areas of high traffic volume and in areas used by children. Bicycle paths can also provide
alternative routes for cyclists, allowing them to simultaneously avoid conflict with automobiles and take
advantage of recreational opportunities. The City of Prineville bikeway plan is shown on Figure 9-5.
The map shows the existing bikeway system, bikeways currently under construction, future bikeways
planned by Crook County, future bikeways associated with the street system improvements, and the
future city bikeways designated on all arterial and collector streets.

In cases where a bikeway is proposed within the street right-of-way, the roadway pavement (berween
curbs) shall be widened to provide a five-foot bikeway (collector streets) or a six-foot bikeway (arterial
streets) on each side of the street as described in Table 9-1 and shown on the cross sections in Figure 9-
1. Optional five-foot bikeways are also suggested for local routes. The striping of bike lanes shali be
done in conformance with the Manual on Uniform Traffic Control Devices. In cases where curb parking
will exist with a bike lane, the bike lane will be located between the parking and travel lanes. In some
situations, curb parking may have to be removed to permit a bike lane.

The bikeways on new streets or streets to be improved as part of the street system plan shall be added
when the improvements are made. The Implementation Plan (see Table 9-5) program identifies an
approximate schedule for these improvements.

In general, on arterial and collector streets which are not scheduled to be improved as part of the street
system plan, improvements shall be implemented based on traffic volumes. When forecast traffic
volumes exceed 2,500 to 3,000 vehicles per day, bike lanes shall be added to the existing roadway. The
striping of bike lanes on streets which lead directly to schools shall be high priority. For Prineville,
where most of the collector and arterial streets are 54 to 57 feet wide, adding bike lanes will not require
widening streets or removing parking.

Bikeways on local routes and residential streets will only be signed as a route because the vehicular
traffic volume is low on these streets and exclusive bike lanes are not necessary.

Bicycles are legally classified as vehicles which may be ridden on most public roadways in Oregon.
Because of this, bicycle facilities shall be designed to allow bicyclists to emulate motor vehicle drivers.
Shared roadway facilities are common on city street systems. On a shared roadway facility, bicyclists
share the normal vehicle lanes with motorists. Where bicycle travel is significant, these roadways shall
be signed as bicycle routes.

However, the striping of bike lanes on streets which lead directly to schools and parks shall be high
priority. Therefore, a list of specific bikeway projects shall be included in the capital improvement
program. These improvements are listed below and estimated to cost $120,000:

1. Juniper Street: Until the completion of the Knowledge Street extension, add bike lanes on
Juniper Street from Laughlin Road to 1st Street. These lanes will connect neighborhoods to both
the north and south with Ochoco Creek and the existing bike trail. The addition of bike lanes will
require removing street parking on at least one side of Juniper Street between Laughlin Road and
Ochoco Creek, where the paved surface is only 40 feet wide.
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Combs Flat Road: Add bike lanes on Combs Flat Road (part of Crook County road widening
project) from Third Street to Lynn Boulevard. This project will provide safe bicycle access to the

Crook County Middle School. [project completed]

First Street: Add bike lanes on First Street from Deer Street to Knowledge Street. These bike
lanes will connect the residential neighborhoods in southeast Prineville with the Crook County
High School on Knowledge Street.

Second Street: Add bike lanes on Second Street from Harwood Street to Fairview Street. These
lanes will also connect residential neighborhoods with the Crooked River Elementary School and
the park on the corner of Elm Street and Third Street.

Elm Street: Add bike lanes to Elm Street from Loper Street to First Street. These lanes will
provide a valuable north-south route which will provide access to the hospital, the Ochoco Creek
bike trail, and the elementary school, as well as connecting with other east-west bikeways. There
is a 40-foot section from Tenth Street to Fourth Street which will require prohibiting parking on
at least one side of the street to allow for bike lanes.

Knowledge Street: Add bike lanes to Knowledge Street from Third Street to South Second Street.
These bike lanes will provide direct access to the high school on Knowledge Street. The
extension of Knowledge Street to Laughlin Road will also include bike lanes on both sides of the
street.

Deer Street: Add bike lanes to Deer Street from Tenth Street to First Street. These bike lanes
will help connect residential areas to the south with the Ochoco Elementary School on Highway
26 and with the industrial areas to the north.

Fairview Street: Add bike lanes on Fairview Street from Fourth Street to Lynn Boulevard. These
bike lanes will provide a connection between the residential neighborhoods to the south and
Ochoco Creek Park.

Main Street: Add bike lanes on Main Street from Tenth Street to Second Street. These bike lanes
will provide a direct connection between the bike lanes on McKay Road to the north and the bike
lanes that are under construction south of Second Street. These improvements may require
prohibiting parking on at least one side of the street.

Court Street: Add bike lanes to Court Street from Fifth Street to South Fifth Street. These lanes
will provide another north-south connection for bicyclists.

4" and 2™ Streets: Add bike lanes as recommended by the Prineville Downtown Enhancement
Plan.
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Pedestrian System Element

Walking is our most basic transportation mode. Given the compact size of downtown Prineville, walking
can provide a viable transportation alternative for many trips. Providing a safe, pedestrian-friendly
environment is critical to retaining a vibrant and successful, small-town environment. Pedestrian safety
on Third Street has been a concern in Prineville and pedestrian improvements within the downtown are
addressed in detail in the City of Prineville Downtown Enhancement Plan (summarized in Appendix A).

Currently, the City of Prineville Land Development Ordinance (Ord. No. 1057, 1998) requires that
sidewalks be provided unless alternative pedestrian routes are provided or residential densities are less
than two dwelling units per acre. The City should continue to implement development of a complete
pedestrian system as shown on Figure 9-6. Every paved street should have sidewalks on both sides of
the roadway as described in Table 9-1 and shown on the cross sections in Figure 9-1. Pedestrian access
on walkways shall be provided between all buildings including shopping centers and abutting streets and
adjacent neighborhoods.

Most of the existing roadways in Prineville do not have sidewalks except for the downtown core
roadways. Even downtown, many of the streets either do not have sidewalks on both sides or are
segmented and not continuous. Sidewalks should be added or improved as the improvements to the street
system are made. The implementation program identifies an approximate schedule for these
improvements.

Over time, sidewalks shall be added to streets which currently lack them and are not programmed for
improvements. The priority streets shall be collector and arterial roadways where pedestrians feel most
uncomfortable because of the higher traffic volumes these roadways carry. Streets such as First Street,
Knowledge Street, Combs Flat Road, and Fairview Street are all arterial or collector roadways which lead
to schools. Adding sidewalks to these streets and others which lead to schools and parks shall be the
highest priority when evaluating sidewalk projects. Local Routes and Residential Streets shall also have
sidewalks; however, because they are lower volume streets, they shall be lower priority for adding
sidewalks.

To address some of these high priority locations, a list of specific sidewalk improvements shall be
included in the capital improvement program. These improvements include:

n Harwood Street: Construct new sidewalks on Harwood Street to improve pedestrian circulation
and access (from Chapter 6, Short-Term Improvements).

m 4th Street: Construct new sidewalks on 4th Streets to improve pedestrian circulation and access
(from Chapter 6, Short-Term Improvements).

L Knowledge Street. Add sidewalks to Knowledge Street from Third Street to South Second Street.
Although there are some existing sidewalk segments along the roadway, they are intermittent and
only on one side of the road. Since this roadway provides direct access to the Crook County
High School, good pedestrian access is vital.
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L Combs Flat Road: Add sidewalks to Combs Flat Road from Third Street to Lynn Boulevard.
This roadway is currently only 24 feet wide with neither sidewalks nor bike lanes. Crook County
is in the process of acquiring funding to widen the roadway and add bike lanes; however, it is
also important to have sidewalks. These sidewalks will provide direct access to the Crook
County Middle School.

u First Streer: Add sidewalks to First Street from Court Street to Knowledge Street. This stretch of
First Street currently has intermittent sidewalk segments. These segments need to be connected
to provide good east-west access between residential neighborhoods and the High School.

n Second Street: Add sidewalks to Second Street from Court Street to Fairview Street. This stretch
of Second Street currently has intermittent sidewalk segments. These segments need to be
connected to provide good access between residential neighborhoods and the park on Elm Street
and the Crooked River Elementary School on Fairview Street.

= Elm Street: Add sidewalks to Elm Street from Loper Avenue to First Street. Elm Street is an
important north-south connector which passes the hospital and two parks as well as connecting

residential neighborhoods.

n Fairview Street: Add sidewalks to Fairview Street from Fourth Street to Lynn Boulevard.
Fairview Street is also an important north-south connector which passes the Crooked River
Elementary School and Ochoco Creek Park as well as connecting residential neighborhoods.

Costs for adding sidewalks are relatively low if the addition is within the existing right-of-way. A 5-foot
wide sidewalk with no curb, would cost about $9 per linear foot. Adding a curb as well as a 5-foot wide

sidewalk would cost about $15 per linear foot. In commercial areas, an 8-foot wide sidewalk with a curb
would cost about $20 per linear foot.

Applying these costs to a typical block in Prineville would require about 300 linear feet of sidewalk. For
a 5-foot wide sidewalk with curbs, the cost would be approximately $4,500. Without curbs, the cost
would be approximately $2,700.

Table 9-4 summarizes the needed sidewalk improvements on Prineville’s major collector/arterial street
system, including costs and priority over the next twenty years.. The total cost of all sidewalk
improvements (excluding those sidewalks constructed as part of a street improvement) is almost $1.15
million.
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Public Transportation Element

Public transportation in Prineville consists of minibus for local trips, van shuttle for trips to Redmond and
Bend, and bus line service for long distance trips. No specific expansions of any of these services is
currently planned by any of the transit providers; however, increases usage of these services shall be

encouraged.

For elderly and disabled residents, the Soroptomists Club and the Neat Repeat Store sponsor a minibus
service. This service operates between 9:00 a.m. and 4:00 p.m. six days a week (Monday through
Saturday) and on special occasions. Approximately 65 to 70 people currently use the minibuses each
day. If the service usage increases proportionately to the population (40 percent), by the year 2018, an
additional 26 to 28 people will be added. This increase may require an additional minibus to respond to
all of the service demands.

One of the options available for out-of-town travel is the People Mover. The People Mover is a shuttle
van operating three times a week (MWF) from Prairie City which provides service to Redmond and
Bend. Currently, total ridership from all the communities along the route (Prairie City, John Day, Mt.
Vernon, Dayville, Mitchell, Prineville, Redmond, and Bend) averages 5 to 10 people per trip. If the
average growth in these communities is-40 percent over the next 20 years, by the year 2018, an additional
2 to 4 riders would use the service each time. With this increase, it appears that a single 15-person van
would still be adequate to meet the demand.

Greyhound Bus Lines provides daily service to Portland. Riders can also make connections to and from
any other city in either Bend, Madras, or Biggs. About 3 to 5 passengers on weekdays typically take the
bus on weekdays with slightly higher usage on weekends. Based on population growth, an additional 1 to
2 passengers may be using the service in Prineville by the year 2018.

The existing public transportation services already meet the requirements of the Oregon Transportation
Plan. Connections are possible and convenient between all the services provided, and the service
frequency meets the required daily trip to a larger city specified for communities the size of Prineville.

Rail Service Element

The City of Prineville Railway provides vital transport for the timber products industry. At present, the
rail service is sufficient. However, every effort shall be made to maintain this service or even expand :
should growth exceed the projections assumed in the travel forecasting process.

The truck/rail intermodal freight terminal in Prineville is not currently in use although the facilities still
exist. All intermodal operations were relocated to Portland several years ago. If policies change, the
intermodal freight terminal could become active again.
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Sidewalk Improvement Project Costs and Timing

Existing Features (Percent Existing)
Map No.

Location From To Length (ft) Curb Sidewalks  Cost Estimate Priority
1 Harwood St 2nd St 4th St 650 100% 0% $11,700 H
2 4h St Harwood Deer 1,250 100% 90% $2,250 H
3 4th St Locust Harwood 375 100% 0% $6,750 M
4 Harwood St 4th St 10th St 2,125 30% 0% $56,100 M
5 Hwy 26 Locust 6th St 1,450 0% 0% $43,500 H
6 7th St Fairmont Main St 1,625 100% 0% $29,250 M
7 Main St 10th St Peters Rd 3,750 0% 0% $112,500 L
8 Ochoco Ave/Elm/10th Truck Rte. Oregon St 2,625 100% 0% $47,250 M
9 Elm St 7th St Ochoco Ave 1,125 100% 0% $20,250 M
10 Hudspeth Rd N. of Laughlin 350 0% 0% $10,500 M
11 Hwy 126 Knowledge Combs Flat 2,000 0% 0% $60,000 M
12 Knowledge St 2nd St Hwy 126 300 100% 0% $5,400 H
13 Combs Flat Lynn Blvd Hwy 126 3,125 0% 0% $93,750 H
14 Knowledge St Lynn Blvd 5th St 1,125 100% 0% $20,250 I
15 Lynn Blvd Hwy 27 Combs Flat 5,250 0% 0% $157,500 M
16 Holly St 5th St Hwy 126 1,875 100% 0% $33,750 M
17 Crestview Rd Crooked River Crossing 1,875 0% 0% $56,250 L
18 Main St. 3rd St (S) Crestview 3,250 0% 0% $97,500 L
19 Ehln St 5th St (S) 7th St 3,375 100% 30% $42,525 M
20 Fairview St Lynn Blvd 4th St 3,375 30% 30% $70,875 M
21 1st St(S) Court Knowledge 2,750 100% 90% $4,950 M
22 Court St 5th St (S) Ist St(S) 1,250 100% 30% $15,750 M
23 7th St Main St Idlewood 2,375 100% 30% $29,925 M
24 Main St 7th St 10th St 875 100% 90% $1,575 H
25 Hwy 126 Fairview Knowledge 1,750 60% 30% $30,450 H
26 2nd St Court Fairview 875 100% 30% $11,025 L
27 Deer St Ist St 7th St 1,875 100% 0% $33,750 M
28 Ochoco Cr. Path Harwood 9th St 1,625 NA 0% $29,250 L
29 Multi-use Path Harwood Fairmont 625 NA 0% $11,250 L
TOTAL 54,875 $1,145,775

Priority Rating:

H = High Provides direct connection/linkage to major pedestrian trip generators via arterial/collector system AND provides pedestrian safety enhancements.
M = Medium Provides direct connection/linkage to major pedestrian trip generators via arterial/collector system OR provides pedestrian safety enhancements.
L =Low Provides direct connection/linkage to minor pedestrian trip generators via arterial/collector system; and completes pedestrian system linkages.
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Air Service Element

The Prineville Airport is part of the Oregon Aviation System Plan (OASP). It is owned and operated by
Crook County and the City of Prineville to serve the aviation-related needs of the residents of the City of
Prineville and Crook County. The Prineville Airport Layout Plan and Airport Layout Plan Report were
prepared by Morrison Maierle, Inc. to update the 1986 Airport Layout Plan and the 1979 Master Plan.
The following concerns were addressed in the study: locating agricultural applicator aircraft operations;
protection of Runway Protection Zones; encroachment of commercial enterprises onto airport environs:
location of airport access road; location of terminal and FBO building; utilization of terminal and atrport
industrial area; location of additional aircraft hangar area; future location and type of aviation fuel storage
facility; and, utilization of triangular area inside runways and taxiways.

Policy 1 at the beginning of this Chapter states that the Prineville Airport Layout Plan and Airport Layout
Plan Report are adopted as separate planning documents.

Water Service

Prineville has no waterborne transportation.

Pipeline Service

—Prineville is currently served by a major natural gas distribution line operated by Cascade Natural Gas.
This distribution line extends eastward from the main line paralleling Highway 97.

Transportation Demand Management

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

Alternative wWork Schedules

Alternative work schedules (such as flex-time or staggered work hours), especially with large employers,
can help spread the peak period traffic volumes over a longer time period, thus providing greater service
out of a fixed capacity roadway. The five largest employers in Prineville, employing more than 50
percent of the population, already have staggered work schedules. Each employer has staggered shifts
for its employees, and these shifts differ from employer to employer. Staggered work schedules shall
continue to be encouraged with new industries, and be coordinated to eliminate high surges of traffic.
For example, if 5 percent of the employees which travel to or from work during the peak hour shift to
another time period, 175 to 200 fewer vehicle trips would occur during the PM peak hour.
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Carpooling and Vanpooling

A ridesharing program was established in Central Oregon in 1993 to encourage carpooling. The service
allows interested drivers to call a toll-free number, provide information about their trip, and receive a list

of others in their general area.

The City can work with large employers, to establish a carpool and vanpool program. These programs,
especially oriented to workers living in other neighboring cities, will help to reduce the travel and parking
requirements, and to reduce air pollution. Employers can encourage ridesharing by providing matching
services subsidizing vanpools, establishing preferential car and vanpool parking and convenient drop-off
sites, and through other promotional incentives.

A very aggressive carpooling program could reduce result in a reduction of 175 to 200 peak vehicle trips.
To achieve this reduction, current carpooling rates for journey to work trips would have to increase from

15 percent to 20 percent of the total trips.

Bicycle/Pedestrian Facilities

Bicycle/pedestrian use can be encouraged by implementing strategies discussed earlier in this plan.
Providing bicycle parking, showers and locker facilities helps to encourage bicycle commuting and
walking to work. An estimated reduction of 50 to 100 trips could be converted from motorized vehicles
to other modes if these measure are implemented.

Telecommuting

The ability for people to work at home with the telecommuting technology is likely to continue to grow
during the next two decades. During the past ten years, the percent of people working at home has more
than doubled. If this trend continues, an additional 3 percent of the work force could stay home and
work, thus reducing trips by 125 to 150 during the peak hour.

High Density Employment Areas

Transportation Demand Management programs work best in areas of high density employment and are
most successful when applied to firms with more than 50 employees. Potential target areas for
transportation demand management programs in the Prineville area include the central business district,

The City can work toward implementation of transportation demand management strategies through
coordination with major employers, the Prineville Chamber of Commerce, employees and citizens.
Successful implementation includes public support, industry involvement, quantifiable goals, and
employer/employee incentives.
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Implementation
The Prineville TSP implementation program is provided in the following time frames/priorities:

0 - 5 years (Short-Term)

6 - 10 years

11 - 15 years

16 - 20 years

20+ years

With Adjacent Development/When Warranted

These priorities are based on current need, the relationship between transportation service needs, and the
expected growth of the City. However, some projects may not be needed until adjacent land develops, or
for example, when traffic signal warrants are satisfied.

The implementation phasing also takes into account the time required for all the steps leading up to
construction. These may include preparing a Corridor Environmental Impact Statement (EIS) pursuant to
the requirements of the National Environmental Policy Act of 1969, as well as preliminary and final
design. :

Another consideration in developing the implementation program was funding. None of the projects
which involve state facilities are currently included in the current 1995 to 1998 State Transportation
Improvement Program. Although lobbying for these improvements should begin as soon as possible, the
projects themselves may not be implemented until later years.

Assignments of 2018 PM peak hour traffic volumes and current transportation facility inadequacies were
used to aid in setting priorities. The schedule, shown in Table 9-5, indicates priorities and should be
modified to reflect changes in the availability of finances or the actual growth in population and
employment.

20 Year Performance Analysis

Table 9-6 (A-C) estimates the future (1998-2018) volume-to-capacity ratio (V/C) and level of service
(LOS) that would be expected at five key intersections on Third Street if all of the improvements shown
in Figure 9-3 were implemented. Under this scenario, LOS C would be maintained at all critical
intersections on Third Street except Main Street. A LOS D-E is estimated at the Third Street/Main Street
intersection.

Based on the analysis of future traffic conditions and evaluation of improvement
alternatives, the cumulative impact of the recommended improvements embodied in the
Prineville TSP Update will accommodate the type and level of development identified in
Prineville’s Comprehensive Plan within acceptable standards.
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Issues for Further Study

Rimrock Road

The City of Prineville and ODOT should investigate the feasibility of extending Rimrock Road under
Highway 126 with a new connection to O’Neil Highway. The analysis should include detailed
engineering estimates for bridge structure capacity and constraints, right-of-way requirements. and traffic
impacts - including future traffic operations of Highway 126 / O’Neil Highway intersection.

Highway 126 / Millican Road Interchange

More detailed engineering analysis of the proposed Highway 126 / Millican Road interchange is required
prior to defining more precise cost estimates and a financial plan to pay for needed improvements.
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Table 9-5
Implementation Plan

Project Program Schedule Benefit Cost Partnership Estimated Cost Share (millions)
Years i i
Operations
/Capacity/ { Alt. | Freight
No Description 6-10 11-15 | 16-20 | 20+ |Safety | Circulation| Modes | Mobility | millions | State | City |County|Private| State City | County] Private
1 |Signal @ 3rd/ Combs Flat * L 2 ** 100% b
2 |Signals @ 3rd SUKnowledge * * * $0.30 | 90% | 10% $0.27 $0.03
& 3rd/Harwood
3 |4th St Extension * L 4 $0.24 100% $0.24
4 |3rd St lnlercom.\cct * L 4 $0.10 | 100% $0.10
sa |Laughlin/10th Extension [2] S L 2 * $355( 33% | 34% | 33% $1.17 $1.21 | $1.17
sb |Highway 126/Laughlin Interscctior »- L 2 * 2 $0.67 | 100% $0.67
6 |9th/[0th/Lamonta [2] g * $1.54 | 33% | 34% | 33% $0.51 $0.52 | $0.51
7 |Main St L-Turn Phase/R-Turn Lan g L 2 L 2 $0.02 | 100% $0.02 -
8 | Millican Interchange * g * $7151 50% | 17% | 17% | 17% $3.58 $1.19 | $1.19 | $1.19
9 |Highway 126. Lighting ¢ $0.05 | 100% $0.05
16 |Crestview Extension L4 $6.75 80% 20% $5.40 $1.35
it {Court Extension * | $1.10 100% $1.10
12 |Knowledge Extension *  J L g $1.58 100% $1.58
13 |Laughlin Road Upgrade 2 g L 4 $1.87 25% | 50% | 25% $0.47 | $0.94 | $0.47
" Downtown Enhancement Plan * L 2 $1.93 50% 50% $0.97 $0.97
Sidewalk Projects * L 2 $115| 10% | 50% 40% $0.12 $0.58 $0.46
Bicycle Projects * L 2 L 2 $0.12 1 01% | 27% | 2% $0.0001 | $0.03 | 50.09
TOTAL $26.85 $6.36 $12.70 | $3.81 $3.97

** Already programmed in ODOT's STIP for construction in the year 2000,

[1} Forecasted potential involvement, subject to refinement upon completion of further planning and engineering analysis.
[2] "State” partnership in funding estimated to come from Governor's Initiative Program (see Chapter 11) and other possible TEA-21 sources.
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Table  (A-C)
20 Year Performance With and Without Recommended Improvements

Table 9-6(A)
Existing Conditions in Downtown Prineville

Tntersection
Harwood Decr B Main EElm Knuwlcagc

Year V/C AD LOS Vi€ LOS viC LOS viC LOS viC AD LOS
1998 - 19 D 0.60 B 0.88 DT 0357 B - T4 C
1999 - 2.0 D 0.61 B 0.90 E 0.52 B - 1.4 C
2000 - 2.1 D 0.62 B 0.90 E 0.52 B - 1.5 C
2001 - 2.1 D 0.63 C 091 E 0.53 B - 1.5 C
2002 - 22 ) 0.63 C 0.92 E 0.53 B - 1.6 C
2003 - 23 E 0.64 C 0.93 E 0.53 B - 1.6 D
2004 - 2.4 E 0.65 C 0.94 E 0.54 B - 1.7 D
2005 - 2.5 E 0.65 C 0.95 E 0.54 B - 1.7 [}

Table 9-6(B)
Impact of Recommended Improvements on 1998 L.OS in Downtown Princville

Tntersection
Tlarwood Deer  Main Elm Knowledge
Project v/iC AD LOS v/iC LOS \4 LOS \Z L.OS V/IC AD 1.0S
Existing Conditions - 1998 B IO D 0.64 1] — UE% D 033 B - T3 T
New Signals @ Harwood & Knowledge (Map Mo. 2) 0.65 C 0.55 B
Signal Interconnect (Map No. 4) 0.57 B 0.61 B 0.78 D 0.43 A 0.55 B
41h St. Extension {Map No. 3) 0.57 B 0.56 B 077 D 045 A 0.55 B
9th St. Extension & P/P L.t on Main (Map No. 5. 6 and 7) 0.57 B 0.55 B 0.84 D 0.44 A 0.55 B
Note: Project No. | included as an existing condition because it is already schedu