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Appendix A: Review Plans and Policies

This appendix document provides a policy framework for the Wilsonville 1-5 Interchange Area
Management Plan (TAMP) using the identified state and local policies, plans, and regulations.
The framework will be used throughout the lAMP development process as a decision-making
tool and will assist in making findings of compliance with adopted plans and regulations.

Summary

A comprehensive review was made of relevant federal, state, regional and city plans and
standards that are applicable to the Wilsonville 1-5 lAMP. The primary transportation
standards that were applied in developing and evaluating strategies for the interchange area
were drawn from the Oregon Highway Plan standards related to mobility and the Oregon
Administrative Rules related to Access Management. The first standard measures the long-
term forecasted volumes compared to the design facility capacity, as summarized in Table 1.
For 1-5, which is a statewide freight route, the mobility standard, as measured by the ratio of
forecasted volume-to-capacity, is 0.991.

Table 1: Maximum Volume-to-Capacity Ratios from the 1999 Oregon Highway Plan (Inside Metro)

Standard
Highway CategorylLocation 1st hour 2 hour

Other Principal Arterial Routes

1-5 (Marquam Bridge to Wilsonville) 0.991 0.99

Policies 3A and 3C of the 1999 Oregon Highway Plan establish access management objectives
for state highways and interchange areas based on facility type and set standards for spacing of
approaches. These standards have also been adopted as part of OAR 734-05 1, which provides
the regulatory basis for implementation. Table 2 and Figure 1 below show the applicable
access management spacing standards for state facilities in the study area.

The exception to this is at ramp terminals, where the maximum volume-to-capacity ratio is 0.85 or 0.90.
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Table 2: ODOT’s Minimum Spacing Standards Applicable to Freeway Interchanges with Multi-Lane
Crossroads2

Category of Type of Spacing Dimensions
Mainline Area A X Y Z

Full::
Developed 1 nii. 70ft. 1320 ft. 99’:ift.

Urban (1.6 krn) (230 in) t$00 m (300 in)

FREEWAY Urban 1 mi. 1320ff 1320 ft. 1320 ft.
i ‘Skin) t4’’C LU) (4Oflm) i4r’Dn)

Ruxal 2 tnt. 1320 ft. 1320 ft. 1320 ft.
(12 kin) (400 in (400 in) (400 in)

Notes:
I) If the crossroad is a state highway, these distances may be superseded by the Access
Management Spacing Standards, providing the distances are greater than the distances listed in the above table.
2) No four-legged intersections may be places between ramp terminals and the first major intersection.
3) No application will be accepted where an approach would he aligned opposite a freeway or expressway ramp
terminal.

Figure 1: Measurement of Spacing Standards for Table 2.

Notes for Figure 2:
A = Distance between the start and end of adjacent interchanges.
X = Distance to tirst approach on the right, right in/right out only.
Y = Distance to first intersections where left turns are allowed.
Z = Distance between the last approach road and the start of the taper for the on-ramp.

Y

2 Source: 1999 Oregon Highway Plan.
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The reconstruction of the Wilsonville 1-5 interchange would remain a freeway interchange with
a multi-lane crossroad. The proposed locations of any new street connections within the
interchange area were evaluated in accordance with the applicable Highway Design Manual
standards.

Other plans and documents reviewed include:
• Oregon Transportation Plan
• State ODOT Coordination Program
• ODOT Division 51 Interchange Access Management Area Spacing Standards for

Approaches
• Transportation Planning Rule (OAR 660, Division 12)
• Statewide Planning Goals 1 (Citizen Involvement), 2 (Land Use Planning), 11 (Public

Facilities and Services) and 12 (Transportation)
• City of Wilsonville Transportation System Plan
• City of Wilsonville Comprehensive Plan
• City of Wilsonville Zoning Ordinances
• Clackamas County Comprehensive Plan
• Clackamas County Zoning Ordinances
• I-5/Wilsonville Freeway Access Study
• Wilsonville Road Interchange Transportation Analysis Studies

State Plans & Regulations

Oregon Transportation Plan (Adopted September 20, 2006)
The goal of the Oregon Transportation Plan (OTP) is to provide a safe, efficient and sustainable
transportation system that enhances Oregon’s quality of life and economic vitality. The OTP is a 25-
year transportation plan that comprehensively assesses state, regional and local, as well as both public
and private transportation facilities and services. It builds on the 1992 OTP, which first established a
vision of a balanced, multifaceted transportation system leading to expanded investment in non-
highway transportation options. The OTP emphasizes:

• Maintaining and maximizing the assets in place

• Optimizing the performance of the existing system through technology

• Integrating transportation, land use, economic development and the environment

• Integrating the transportation system across jurisdictions, ownerships and modes

• Creating sustainable funding

• Investing in strategic capacity enhancements

1999 Oregon Highway Plan
The 1999 Oregon Highway Plan (OHP) defines policies and investment strategies for Oregon’s state
highway system for the next 20 years by further refining the goals and policies of the Oregon
Transportation Plan (OTP). One of the key goals of the OHP is to maintain and improve safe and
efficient movement of people and goods, while supporting statewide, regional, and local economic
Wilsonville 1-5 lAMP October 2009
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growth and community livability. The implementation of this goal occurs through a number of policies
and actions that guide management and investment decisions by defining a classification system for
state highways, setting standards for mobility, employing access management techniques, supporting
intermodal connections, encouraging public and private partnerships, addressing the relationship
between the highway and land development patterns, and recognizing the responsibility to maintain and
enhance environmental and scenic resources.

The OHP’s relevant policies and how they will affect the TAMP are described below:

Policy 1A Highway Classification: The state highway classification system was developed to guide
ODOT priorities for system investment and management. Actions under this policy pertaining to the
Wilsonville 1-5 TAMP include the following:

Action 1 A. 1: The facility classification is used to guide planning, management and investment
decisions regarding state highway facilities.

1-5 is classified as an Interstate Highway (NHS): 1-5 MP 258.55 — MP 301.91

Provides connections to major cities, regions of the state, and other states. A secondary function in
urban areas is to provide connections for regional trips within the metropolitan area. The
interstate highways are major freight routes and their objective is to provide mobility. The
management objective is to provide for safe and efficient high-speed continuous-flow operation
in urban and rural areas.

Wilsonville Road is not classified in the Oregon Highway Plan.

1-5 has also been designated as a State Freight Route by ODOT, which places added emphasis on
efficient operation to ensure the timely and dependable movement of goods. To support this function,
special management objectives for freight routes were developed. Key objectives relating to this lAMP
include:

Application of higher highway mobility standards than other Statewide Highways (see
“Performance & Design Standards” section of this memorandum);

Examine options to treat designated freight routes as expressways where the routes are outside of
urban growth boundaries and unincorporated communities and continue to treat freight routes
as expressways within urban growth boundaries where existing facilities are limited access or
where corridor or transportation system plans indicate limited access; and

Consider the importance of timeliness in freight movements in developing and implementing plans
and projects.

Policy lB Land Use and Transportation: This policy addresses the relationship between the highway
and patterns of development both on and off the highway. It emphasizes development patterns that
maintain state highways for regional and intercity mobility and supports compact development patterns
that are less dependent on state highways than linear development for access and local circulation. This
policy is designed to clarify how ODOT will work with local governments and others to link land use
and transportation in transportation plans, facility and corridor plans, plan amendments, access
permitting and project development. The overall goal and focus of the Land Use and Transportation
Policy is to connect land use and transportation in a way that achieves long-term objectives for the state
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highway and the local community. ODOT acknowledges that the best way to implement the policy is
to establish cooperative working relationships with local governments.

Policy 1C State Highway Freight System: It is the policy of the State of Oregon to balance the need
for movement of goods with other uses of the highway system, and to recognize the importance of
maintaining efficient through movement on major truck freight routes.

1-5 is classified as a State Freight Route and as a Federally Designated Truck Route and will be
managed accordingly.

Policy iF Highway Mobility Standards: The Highway Mobility Standards Policy establishes
standards for mobility that are reasonable and consistent with the directions of other Highway Plan
policies. Applicable mobility standards are summarized in Table 3 below. Interstate highways should
have a maximum v/c of 0.99 for both the first and second peak hour within the Metro area on 1-5
between the Marquam Bridge and Wilsonville3.

Table 3: Maximum Volume to Capacity Ratios from the 1999 Oregon Highway Plan (Inside Metro)

Standard
Highway CategorylLocation 1st hour nd hour

Other Principal Arterial Routes

1-5 (Marquam Bridge to Wilsonville) 0.99 0.99

Action I F.2: The mobility standards are applied over a 20-year planning horizon when developing
state, regional or local transportation plans. When evaluating highway mobility for
amendments to transportation system plans, acknowledged comprehensive plans and land use
regulations, use the planning horizons in adopted local and regional transportation system plans
or a planning horizon of 15 years from the proposed date of amendment adoption, whichever is
greater.

Policy 1 G Major Improvements: It is the policy of the State of Oregon to maintain highway
performance and improve safety by improving system efficiency and management before adding
capacity. ODOT will work in partnership with regional and local governments to address highway
performance and safety needs.

Action 1G. 1: Alternatives for maintaining adequate operating conditions considered in the IAIVIP
will include lower cost measures such as access management and local street enhancement and
will assign a lower priority to major improvements such as adding new facilities.

Policy 2B Off-System Improvements: It is the policy of the State of Oregon to provide financial
assistance to local jurisdictions to develop, enhance and maintain improvements on local transportation
systems where they are a cost-effective way to improve the operation of the state highway system if
other criteria are met, such as the off-system costs being less than the on-system costs; land use, access
management or other policies assure the continued benefit of the off-system improvement; local
jurisdictions agree to notify ODOT about any land use changes that could affect the off-system
improvement in such a way that could adversely affect the state highway system; and local jurisdictions
agree to maintain the off-system improvement in such a way as to assure the continued benefit to the
state highway system.

The exception to this is at ramp terminals, where the maximum volume-to-capacity ratio is 0.85 or 0.90.
Wilsonville 1-5 lAMP October 2009
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Polity 2F Traffic Safety: It is the policy of the State of Oregon to improve safety for all users of the
highway system using solutions involving engineering, education, enforcement, and emergency medical
services.

The TAMP will identify existing crash patterns and crash rates in the management area and will develop
strategies to address safety issues.

Policy 3A: Classification and Spacing Standards. This policy addresses the location, spacing
and type of road and street intersections and approach roads on state highways. 1-5 is classified
as an Interstate Highway. Interstate Highways are subject to federal interstate standards as
established by the Federal Highway Administration and to ODOT’s Interchange Policy.
ODOT owns the access rights onto 1-5; direct access is not allowed and users may enter or exit
the roadway only at interchanges.
The adopted spacing standards can be found in Appendix C of the Oregon Highway Plan
(Table 4 and Figure 2 below). It includes standards for each highway classification; generally,
the access spacing distance increases as either the highway’s importance or posted speed
increases.

Table 4: ODOT’s Minimum Spacing Standards Applicable to Freeway Interchanges with Multi-Lane
Crossroads4

Citegoi’y Type of Spacin.g Dimenion

Mainline Area x z
Ful lv

Developed 1 ml. 750 ft. 1320 ft. 90 ft.
Ubati (1.6 kin) ç230 in) 400 in) (300 in)

FREEWAY Uiban imi. 1320ff 1320ff. 1320ff.
16km -‘OCini 4OUm) I400ini

Rural 2 mi. 1320 ft. 1320 ft. 1320 ft.
(3.2 kin) (4:0 (400 in) (400 in)

Notes:
1) If the crossroad is a state highway, these distances may be superseded by the Access
Management Spacing Standards, providing the distances are greater than the distances listed in the above table.
2) No four-legged intersections may be places between ramp terminals and the first major intersection.
3) No application will be accepted where an approach would he aligned opposite a freeway or expressway ramp
terminal.

Source: 1999 Oregon Highway Plan.
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Figure 2: Measurement of Spacing Standards for TabLe 4.

Notes for Figure 2:
A = Distance between the start and end of adjacent interchanges.
X = Distance to first approach on the right, right in/right out only.
Y = Distance to first intersections where left turns are allowed.
Z = Distance between the last approach road and the start of the taper for the on-ramp.

Policy 3C Interchange Access Management Areas: It is the policy of the State of Oregon to plan for
and manage grade-separated interchange areas to ensure safe and efficient operation between
connecting roadways. The policy provides specific direction for management of access in interchange
areas. Significant actions related to this project include:

Action 3C.2: To improve an existing interchange a number of items must be addressed. This lAMP
will do the following:

- Plan for and manage grade separated interchange area to ensure safe and efficient
operation between connecting roadways.

- Act as a plan to protect the function of the interchange through the planning horizon.

- Incorporate the adopted interchange access management spacing standards shown in
Table 4 and Figure 2.

- Include supporting improvements such as access management, local street
enhancements, and traffic control changes and adopt into the City of Wilsonville
Transportation System Plan.

- An access management plan will be included that will identifi a strategy to make
incremental improvements as properties redevelop or as other opportunities arise.
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-. In planning for future traffic controls, priority will be given to moving traffic away
from the interchange area.

Action 3C.3: Establish criteria for when deviations to the interchange access management spacing
standards may be considered.

Action 3C.6: Plan for and operate traffic controls within the Interchange Access Management Area
with a priority of moving traffic off the main highway, freeway or Expressway and away from
the interchange area. Within the Interchange Access Management Area, priority shall be given
to operating signals for the safe and efficient operation of the interchange.

Action 3C.7: Use grade-separated crossings without connecting ramps to provide crossing corridors
that relieve traffic crossing demands through interchanges.

Policy 3D Access Management Deviations: It is the policy of the State of Oregon to manage requests
for state highway approach permits that require deviations from the adopted access management
spacing standards and policies through an application process to ensure statewide consistency.

If the preferred altemative for the Wilsonville 1-5 interchange does not comply with adopted spacing
standards, deviation findings will be provided to address access recommendations as part of the TAMP.

1995 Oregon Bicycle and Pedestrian Plan
The provision of safe and accessible bicycling and walking facilities in an effort to encourage increased
levels of bicycling and walking is the goal of the Oregon Bicycle and Pedestrian Plan. The Plan
provides actions that will assist local jurisdictions in understanding the principals and policies that
ODOT follows in providing bike and walkways along state highways. In order to reach the plan’s
objectives, the strategies for system design are outlined, including:

Providing bikeway and walkway systems that are integrated with other transportation systems;

Providing a safe and accessible biking and walking environment; and

Development of education programs that improve bicycle and pedestrian safety.

The document includes two sections, including the Policy & Action Plan and Bikeway & Walkway
Planning Design, Maintenance & Safety. The first section contains background information, legal
mandates and current conditions, goals, actions, and implementation strategies ODOT proposes to
improve bicycle and pedestrian transportation. The second section assists ODOT, cities and counties in
designing, constructing and maintaining pedestrian and bicycle facilities. Design standards are
recommended and information on safety is provided.

Transportation alternatives developed through the study process will need to provide for bicycle and
pedestrian travel as recommended in this plan.

Statewide Transportation Improvement Program (ODOT)
The Statewide Transportation Improvement Program (STIP) is Oregon’s four-year transportation
capital improvement program. It is the document that identifies the funding for, and scheduling of,
transportation projects and programs. It includes projects on the federal, state, city, and county
transportation systems, multimodal projects (highway, passenger rail, freight, public transit, bicycle and
pedestrian), and projects in the National Parks, National Forests, and Indian tribal lands. Oregon’s STIP
covers a four-year construction period, but is updated every two years in accordance with federal
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requirements. The currently approved program is the 2008-2011 STIP. The Draft 20010-2013 STIP is
currently under development, and is available for public viewing and comment.

The 2008-20011 STIP was reviewed for projects that should be considered during the development of
the Wilsonville 1-5 TAMP for complimentary or conflicting traffic impacts. The following projects were
found within the study area:

• 1-5 from Wilsonville Road to Willamette River (Design/Construction): Estimated Cost
$1.97 million

The Draft 2010-2013 STIP was also reviewed for related projects and the following were found in the
vicinity of the Wilsonville I-S Interchange:

• Kinsman Road extension from Boeckman Road to Barber Street: Estimated Cost $12.5
million

• Barber Street extension from Coffee Lake Loop to Kinsman Road: Estimated Cost
$9.0 million

Department of Transportation Coordination Rules (OAR 73 1-015)
The TAMP will be carried out in compliance with the statewide planning goals and in a manner
compatible with the City of Wilsonville Comprehensive Plan as well as the Clackamas County
Comprehensive Plan, as required by ORS 197.180 and OAR 660, Divisions 30 and 31.

Access Management Rules (OAR 734-051)
ODOT has adopted the identified administrative rules to establish procedures and criteria used to
govern highway approaches, access control, spacing standards, medians and restriction of turning
movements in compliance with statewide planning goals and in a manner compatible with
acknowledged comprehensive plans and consistent with Oregon Revised Statutes, Oregon
Administrative Rules, and the 1999 Oregon Highway Plan. Any new street or driveway connections, as
well as any changes to existing street or driveway connections to 1-5 or Wilsonville Road within the
lAMP study boundary must be found to be in compliance with these rules by ODOT.

OAR 734-051-0155 (Access Management Plans, Access Management Plansfor Interchanges, and
Interchange Area Management Plans) provides a description of what TAMP’s are intended to do and
when they are needed, as well as outlining key characteristics. According to this rule, the TAMP for the
Wilsonville 1-5 Interchange will:

Be developed no later than the time the interchange is being redesigned.

Identify opportunities to improve operations and safety in conjunction with roadway projects and
property development or redevelopment and adopt policies, provisions and development
standards to capture those opportunities.

Include short, medium, and long-range actions to improve operations and safety within the
designated study area.

Consider current and future traffic volumes and flows, roadway geometry, traffic control devices,
current and planned land uses and zoning, and the location of all current and planned
approaches.

Wilsonville 1-5 lAMP October 2009
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Provide adequate assurance of the safe operation of the facility through the design traffic forecast
period, typically 20 years.

Consider existing and proposed uses of all the property within the designated study area consistent
with the City of Wilsonville’s comprehensive plan designations and zoning.

Be consistent with any applicable Access Management Plan, corridor plan or other facility plan
adopted by the Oregon Transportation Commission.

Include policies, provisions and standards from local comprehensive plans, transportation systems
plans, and land use and subdivision codes that are relied upon for consistency and that are
relied upon to implement the Interchange Area Management Plan.

The access management component of the lAMP will also be developed in accordance with this rule,
which requires:

Including sufficient area to address highway operation and safety issues and development of
adjoining properties including local access and circulation.

Description of the roadway network, right-of-way, access control, and land parcels in the analysis
area.

Development in coordination with local governments and property owners in the affected area.

Consistency with any applicable Interchange Area Management Plan, corridor plan, or other facility
plan adopted by the Oregon Transportation Commission.

Including policies, provisions and standards from local comprehensive plans, transportation system
plans, and land use and subdivision codes that are relied upon for consistency and that are
relied upon to implement the Access Management Plan.

Containing short, medium, and long-range actions to improve operations and safety and preserve
the functional integrity of the highway system.

Considering whether improvements to local street networks are feasible.

Promoting safe and efficient operation of the state highway consistent with the highway
classification and the highway segment designation.

Considering the use of the adjoining property consistent with the comprehensive plan designation
and zoning of the area.

Providing a comprehensive, area-wide solution for local access and circulation that minimizes use
of the state highway for local access and circulation.

Applicable spacing standards for interchange areas and statewide highways are also included as a part
of these rules and are described in the “State Performance & Design Standards” section of this
memorandum.

Transportation Planning Rule (OAR 660-1 2-060)
The purpose of OAR 660-12 is to implement Statewide Planning Goal 12 (Transportation) and promote
the development of safe, convenient, and economic transportation systems that are designed to reduce
reliance on the automobile. Key elements include direction for preparing, coordinating, and
implementing Transportation System Plans. In particular, rule 660-12-060 addresses amendments to
plans and land use regulations and includes measures to be taken to ensure allowed land uses are
Wilsonville 1-5 lAMP October 2009
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consistent with the identified function and capacity of existing and planned transportation facilities.
This rule includes criteria for identifring significant effects of plan or land use regulation amendments
on transportation facilities, actions to be taken when a significant effect would occur, identification of
planned facilities, and coordination with transportation facility providers.

The Wilsonville 1-5 TAMP will help to maximize the investment in the transportation infrastructure by
planning for land development, supporting transportation facility construction, and existing
transportation facility management in a manner that will sustain adequate operation of the proposed
interchange through the planning horizon year. This will not only include amending the City of
Wilsonville’s Comprehensive Plan and Transportation Systems Plan, but will rely on future regulation
of land use proposals to ensure the function and capacity of facilities planned through this effort are
maintained.

Oregon Statewide Planning Goals (OAR 660-015)
The Oregon Statewide Planning Goals provide a foundation for implementing state policy on land use
planning. The 19 goals for land use planning in the state are to be achieved through local
comprehensive planning. Local comprehensive plans must be consistent with the Statewide Planning
Goals. Some of the goals relevant to the Wilsonville 1-5 TAMP are the following:

The Citizen Involvement goal (Goal 1) develops a citizen involvement program that ensures the
opportunity for citizens to be involved in all phases of the planning process.

The Land Use Planning goal (Goal 2) establishes a land use planning process and policy framework
as a basis for all decision and actions related to use of land and to assure an adequate factual base for
such decisions and actions.

The Public Facilities and Services goal (Goal 11) directs the planning and development of timely,
orderly and efficient arrangement of public facilities and services to serve as a framework for urban and
rural development.

The Transportation goal (Goal 12) directs planning for a safe, convenient, multimodal and economic
transportation system. Consideration of local and regional economies, social consequences,
environmental impacts, energy, the needs of transportation disadvantaged, and over reliance on a single
mode should be included in local plans. Guidelines for planning and implementation are included to
support the Statewide Planning Goals.

The intent of these statewide goals will be considered and incorporated into the Wilsonville I-S lAMP.

State Performance & Design Standards

Highway Classifications
Interstate 5 (Pacific Highway) is both owned and operated by ODOT, which has established
management objectives and operational standards for this facility based on the assigned classifications
and segment designations.

1-5 (Pacific Highway) — Within the study area, I-S is classified as a Interstate Highway on the
National Highway System and is a designated Freight Route.
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Oregon Highway Design Manual (2003)
This manual contains standards for the design of state highways and various highway elements. While
detailed design drawings will not be created as part of this study, elements such as the general
alignments, roadway widths, and criteria for installation of turn lanes will be considered for evaluating
the feasibility of construction and determination of right of way needs for the alternatives developed.

Table 10-1 in the Highway Design Manual (shown as Table 5 previously in this document) displays the
maximum allowable volume to capacity ratios for the 30th highest annual hour of traffic for use in the
design of highway projects. These standards are to be applied to conditions forecasted to exist 20 years
after completion of the proposed improvement. If the applicable mobility standard can not be met, a
design exception should be sought. Sections from that table relevant to the study area are presented in
Table 5 previously.

Elements of alternatives developed that include the construction or modification of state facilities must
be designed in accordance with the requirements of the Highway Design Manual. To ensure feasible
construction of proposed alternatives, these design standards must be used when laying out roadway
alignments, turn lanes, and other roadway elements. Also, the ability of proposed improvements to
adequately accommodate future traffic demand will be evaluated through the use of the mobility
standards from the Highway Design Manual, rather than those from the Oregon Highway Plan.

Mobility Standards
ODOT has adopted standards for mobility for state facilities through the 1999 Oregon Highway Plan
(OHP) and the Highway Design Manual5.The OHP mobility standards are to be used for identifying
needs, while the Highway Design Manual standards represent the level of operation for which state
facilities are to be designed. For this study, the OHP standards will be applied to existing and future no-
build analysis, while the future build alternatives will be compared to the standards in the Highway
Design Manual.

Table 6 in Policy lF of the OHP displays the maximum allowable volume to capacity ratios for the 30th

highest annual hour of traffic in areas within the Portland Metropolitan Area, specifically on 1-5
between the Marquam Bridge and Wilsonville. Sections from that table relevant to the study area are
presented previously in Table 3.

At signalized intersections, these standards are to be applied to the intersection as a whole. At
unsignalized intersections, these standards are applicable only to movements that are not required to
stop. For other movements at unsignalized intersections that are required to stop or otherwise yield the
right of way, the standards for District/Local Interest Roads shall be applied for areas within urban
growth boundaries and a maximum volume to capacity ratio of 0.80 shall be applied for areas outside of
urban growth boundaries. However, when an intersection acts as an interchange ramp terminal, the
applicable volume to capacity ratio will be the smaller of the values of the volume to capacity ratio for
the crossroad or 0.85.

Table 10-1 in the Highway Design Manual displays the maximum allowable volume to capacity ratios
for the 30th highest annual hour of traffic for use in the design of highway projects. These standards are
to be applied to conditions forecasted to exist 20 years after completion of the proposed improvement.

Highway Design Manual, Oregon Department of Transportation, 2003, p. 10-38.
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If the applicable mobility standard cannot be met, a design exception should be sought. The section
from that table relevant to the study area is presented below (Table 5).

Table 5: Applicable 2003 Highway Design Manual Mobility Standards: 20 Year Design-Mobility
Standards (Volume/Capacity [V/C] Ratio)

inside Urban
Growth Boundary

Highway Category MPO

interstate Highways
and Statewide (NHS) 0.75
Expressways

• Interstates and Expressways shall not be identified as Special Transportation Areas (STA5).

• The peak hour is the 30h highest annual hour. This approximates weekday peak hour traffic in larger urban areas.

• MPO category includes areas within the planning boundaries of the Portland, Eugene/Springfield, Medford and
SalemfKeizer Metropolitan Planning Organizations, and any other MPO areas that are designated after the
adoption of this plan.

Access Management Spacing Standards
Policies 3A and 3C of the 1999 Oregon Highway Plan establish access management objectives for state
highways and interchange areas based on facility type and set standards for spacing of approaches. As
previously discussed, these standards have also been adopted as part of OAR 734-051, which provides
the regulatory basis for implementation. Table 4 and Figure 2(both shown previously) show the
applicable access management spacing standards for state facilities in the study area. In Table 4, the
spacing standards shown are applicable only to approaches on the same side of the roadway, with
measurement of approach spacing taken from the centers of adjacent approaches. Also, when using this
table, 1-5 within the study area is by default designated “Fully Developed Urban” for purposes of access
spacing.

The Wilsonville I-S interchange is a freeway interchange with a multi-lane crossroad. Table 4 and
Figure 2 provide ODOT’s interchange area access management spacing standards for such a
configuration. The proposed locations of any new street connections within interchange areas shall be
evaluated in accordance with the applicable standards.
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City of WilsonviLle Plans & Regulations

City of Wilsonville Transportation Systems Plan, June 2003

The TSP constitutes the transportation element of the City’s Comprehensive Plan. Its purpose is to
comply with state mandates requiring transportation planning, to develop standards for the
transportation system, to address current problem areas, to identify future roadway needs required to
support 20 years of expected growth and to provide transportation planning guidelines. The plan is
consistent with Metro’s RTP, Washington County’s Transportation Plan, Clackamas County’s
Comprehensive Plan and Metro’s Urban Growth Management Functional Plan.

Key elements pertinent to the TAMP include access spacing standards and identified short, medium and
long range projects. On a major arterial, minimum access spacing is 1,000 feet, with desirable access
spacing 1-2 miles. While a short-range project list was created, the 1-5/Wilsonville Freeway Access
Study (2008 Wilsonville Road/I-5 Interchange Additional Transportation Analysis) was completed
subsequently and presented more information on priority listings. Reference should be made to that
study for project priorities (see review later in this memorandum).

City of Wilsonville Comprehensive Plan (Updated April, 2004)
The City of Wilsonville Comprehensive Plan, updated April, 2004, acts as a guide for future growth
and development within the urban area using a framework of goals, policies, implementation measures
and a land use map. The policy framework in the Comprehensive Plan responds to current needs and
conditions in addition to guiding future City programs, major capital projects, and other funding
decisions.

The key goals and policies for consideration during this project will be those pertaining to
transportation. The transportation element of the Comprehensive Plan is reflected in the City’s
Transportation Systems Plan (discussed previously).

An area of special concern, Area D, is identified. This area is the Village at Main Street development
located south of Wilsonville Road and east of Parkway Avenue. Some of the transportation concerns
include minimizing access to Wilsonville Road, providing an internal system of local streets, providing
for transit access and coordinating with existing bicycle and pedestrian plans. Much of this area has
already been developed, but these design objectives will be considered in the TAMP.

Wilsonville’s City Code, the Planning and Land Development Ordinance (Chapter
4 of the City Code)
The City of Wilsonville Official Zoning Map (see Figure 3) shows the type, location, and density of
land development and redevelopment permitted in the future. The Planning and Land Development
Ordinance (Chapter 4 of the City Code) implements the Comprehensive Plan by providing descriptions
of zone designations, allowable uses within those zones, and development regulations. Descriptions for
zone designations found within the TAMP study area have been provided in Table 6 for comparison
with the zoning identified in the zone map. The land near the TAMP study area at the Wilsonville Road
interchange is zoned mostly commercial.

Wilsonville 1-5 lAMP October 2009
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Table 6: Wilsonville Zoning Designations in lAMP study area

Zone Designations Purpose of Zone Common Uses

RA-H Residential Agricultural
To serve as a holding zone to preserve the future urban • single family dwelling unit
level development potential as undeveloped property

H Holding
designated for more intensive development

• agriculture, horticulture, etc.

• timber growing, grazing

. small-scale livestock raising

. public parks, playgrounds

R Residential To provide for standards and a simplified review process for • single family dwelling units
small-scale urban low and medium density residential

• attached family dwelling units
development. This zone is not intended for planned

development. • apartments

. public parks, playgrounds

. manufactured homes

PDR Planned Development To provide for planned residential development • open space

Residential • single family dwelling units

. multiple family dwelling units

. public parks, playgrounds

. manufactured homes

PDC Planned Development The purpose of this zoning is to provide for planned • retail business
commercial development

• wholesale showroomsCommercial

• offices and clinics

• service establishments

PDC-TC Planned Development The purpose of this zoning is to permit and encourage a • retail sales
Town Center, adhering to planned commercial and planned

• department storesCommercial (Town
development concepts.

Center) • shopping centers

• banking and investment

• multiple dwelling facilities

• public facilities complex

• office complex

PDI Planned Development The purpose of the PDI zone is to provide opportunities for • warehouses, distribution
a vadety of industrial operations and associated uses

Industrial • assembly and packing

• manufacturing/processing

• office complexes

• call centers

PF Public Facility The PF zone is intended to be applied to existing public • schools
lands and facilities; including quasi-public lands that benefit

• churches
the community and its citizens

• hospital

• libraries

• parks, etc.

PF-C Public Facility - The PF-C zone is intended to be applied to lands acquired • government service building
for the use and development of corrections facilities and

Corrections • prisons
related uses

• correctional facilities

WilsonviLle 1-5 lAMP October 2009
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Zone Designations Purpose of Zone Common Uses

V Village
The Village (V) zone is applied to lands within the

. single family dwellings
Residential Village Comprehensive Plan Map designation. • accessory dwelling units
It is applied in accordance with the Villebois Village Master

Plan.
• duplexes

. row houses

. multi-family dwellings

. cluster housing

. residential facilities

• non-commercial parks, etc.

. commercial uses

. lifestyle and recreation

. service commercial

• general office

. neighborhood center commercial

• group living facility

City of Wilsonville Capital Improvement Projects (Adopted Budget FY 2008-09)

The following projects that have bearing on the Wilsonville 1-5 LkMP and are budgeted for FY 2008-
2009:

• Kinsman Road Extension — Barber to Boeckman Road

• 95th/Boones Ferry Road Intersection Improvements

• Barber Street — Kinsman Road to Boberg Street

• Barber Street — Kinsman Road to Coffee Lake Drive

• Grahams Ferry Road Villebois (widening)

• Boones Ferry Road — Wilsonville Road to 5th

• Wilsonville Road 6-Lane Enhancement (1-5 interchange area)

1-5/Wilsonville Freeway Access Study, by DKS Associates, November, 2002

This study first documented capacity deficiencies and extensive motor vehicle queuing in the
Wilsonville Road!I-5 interchange area. The study indicated that conditions were expected to
worsen in the future. Analysis performed by the City had considered a new interchange access
to 1-5 at Boeckman Road as an option to mitigate future capacity needs. A concern with this
option was the adequate spacing of interchanges on 1-5 and performance. Both the Oregon
department of Transportation (ODOT) and Federal Highway Administration (FHWA) have
specific standards and guidelines that determine the applicability of any improved or additional
access to interstate freeways. Approval of any new access to 1-5 would require the approval by
both the FHWA and ODOT. The most fundamental requirement is that any new interchange
does not have a significant adverse impact on the safety and operation of the interstate facility.
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The results of this study indicated that there would be a future deficiency for freeway access
capacity in Wilsonville by 2020. Improvements were identified to address this deficiency.
These include an improved local street system in Wilsonville, freeway access improvements
and 1-5 operational improvements. It was found that improvements to the Wilsonville Road
interchange would be necessary with either interchange alternative. Based upon the findings of
the study, the enhanced Wilsonville Road diamond interchange was recommended as the
preferred option that meets future 2020 needs. Implementation of the enhanced Wilsonville
Road diamond interchange can effectively be developed in phases or as a combined project
depending upon funding availability.

Wilsonville Public Facilities Transportation Strategy Supplemental Analysis, DKS
Associates, July, 2006

This analysis provides further evaluation of the six-lane alternative studied in the original Draft
Wilsonville Public Facilities Transportation Strategy (PFTS), June 2006, to address issues raised by the
Wilsonville City Council regarding widening the Wilsonville Road cross-section beyond the current
six-lane configuration. The purpose of the analysis was to determine the operational effects of an
enhanced six-lane alternative, including additional improvement above and beyond those assumed in
the original PFTS study:

• Widening the 1-5 northbound and southbound off-ramps to four approach lanes (dual left turn
lanes and dual right turn lanes);

• A third additional through lane in both directions on Wilsonville Road between the interchange
ramp terminals and Boones Ferry Road and Town Center Loop West;

• Improvements to the Wilsonville RoadiBoones Ferry Road intersection as identified in the
Wilsonville Fred Meyer Transportation Impact Study.

Both short-term (2011) and long-term (2020) traffic volumes were analyzed.

The “enhanced six-lane” configuration was compared to the “eight-lane” configuration studied
previously, in the June draft. The following conclusions were drawn:

• The enhanced six-lane alternative can nearly provide the necessary capacity at the Wilsonville
Road interchange area based on the 2011 PM peak period, but there is negligible capacity for
future development

• In 2020, the enhanced six-lane alternative would not provide adequate capacity to meet either
the City’s current level of service “D” standard or level of service “E” as was recommended in
the City’s TSP. Additional improvements beyond those identified would be required

• A sensitivity analysis of the Wilsonville Road interchange area determined that there would be
a similar weekly operation in 2011 with the enhanced six-lane alternative as it presently
operates today. By 2020, the operations would deteriorate with one hour operating at level of
service “F” and two hours operating at level of service “E” each weekday

• With an additional eastbound through lane on Wilsonville Road west of Boones Ferry Road,
the enhanced six-lane alternative would operate at a level of service “F” while the eight-lane
alternative will operate at a level of service “D” based on a system wide evaluation

Wilsonville 1-5 lAMP October 2009
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1-5/Wilsonville Road Interchange ODOT/FHWA Additional Analysis, DKS
Associates, October, 2007
This analysis further explores the Wilsonville PFTS and the Supplemental Analysis (see above) as
requested by ODOT and FHWA. The purpose of the additional analysis was to address Federal
requirements for design (20-year PM peak hour operational analysis) and comments provided by
ODOT related to interchange area signal timing. The potential closure of Parkway Avenue at
Wilsonville Road is also addressed. Specifically, the following items are addressed:

• Examine the difference between the enhanced six-lane and eight-lane geometric alternatives;

• Examine the operational characteristics for the enhanced six-lane configuration using ODOT’s
diamond interchange signal timing;

• Extend the future year analysis to 2030 to comply with FHWA’s design requirements;

• Verify whether traffic extends back to the main line freeway on 1-5 northbound and southbound
off-ramps;

• Analyze impacts associated with closing Parkway Avenue at Wilsonville Road both for
operational purposes as well as compatibility with grade changes that will occur with
interchange reconstruction.

A new alternative, the Enhanced Six-Lane Mod4JIed geometry, was developed to create a balance
between the capacity of the eight-lane alternative and the cost of the enhanced six-lane alternative.
“Modified” refers to the addition of the following to the Enhanced Six-Lane alternative:

• Additional eastbound through lane at Boones Ferry Road

• Additional Eastbound right turn lane at the 1-5 Southbound Ramps

• Additional southbound right turn lane at Town Center Loop West

With these modifications, the Enhanced Six-Lane Modified alternative would provide sufficient
operations at study intersections through 2020 based on HCM (Highway Capacity Manual) isolated
intersection capacity methods. However, both of the interchange ramps would fail to meet ODOT
rnobility standards in 2030 with this rnodified alternative. Although HCM isolated intersection
operations would be sufficient, actual drivers would experience HCM equivalent LOS “F” conditions
based on simulation of the interchange area in 2020 and 2030 under this alternative.

It was found that the closure of Parkway Avenue to Wilsonville Road would improve safety for motor
vehicles, bicycles and pedestrians and would not significantly impact intersection operations during the
PM peak hour at Town Center Loop West/Wilsonville Road under all traffic operating alternatives
(2011, 2020 and 2030).

1-5/Wilsonville Freeway Access Study (Wilsonville Road/I-5 Interchange Additional
Transportation Analysis: Task 3), DKS Associates, April 18, 2008

This analysis summarizes the latest intersection and corridor operational findings related to the
Wilsonville Road/I-S interchange area planned improvements. This work builds on the previous City of
Wilsonville PFTS studies and supplemental analysis (see descriptions above). This analysis includes
AM peak hour analysis, which was not conducted previously, as well as updates PM peak hour analysis
to reflect the latest conceptual six-lane interchange improvement alternative, referred to as the
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“enhanced six-lane geometric alternative.” This latest alternative includes three eastbound through
lanes on Wilsonville Road at Boones Ferry Road, which differs from the previous “enhanced six-lane”
analysis which assumed two eastbound through lanes for the base alternative condition.

Both intersection and corridor operations were analyzed for the enhanced six-lane geometric alternative
during the AM and PM peak hours for 2011, 2020 and 2030 with and without a third eastbound through
lane on Wilsonville Road at Boones Ferry Road. Specific conclusions can be found in the report,
however, generally:

• Intersection level of service and V/C standards are met through 2020 during both AM and PM
peak periods and no queuing onto the mainline freeway would be experienced using these
analysis scenarios

• Corridor performance standards (simulation and arterial level of service as well as storage on
Wilsonville Road) would not be met for any PM peak period scenarios, but generally would be
met (except for storage on Wilsonville Road which would not be met) for AI\4 peak period
scenarios through 2020

• Intersection level of service based on HCM and based on V/C would be met in 2030 during the
AM peak period, however, no other criteria would be met in 2030

• The addition of the third eastbound through lane on Wilsonville Road at Boones Ferry Road
only changes the result under the following conditions:

• Providing adequate storage on Wilsonville Road in 2011
• Meeting the City’s LOS D standard based on simulation delay in 2020

Wilsonville Road/I-5 Interchange Additional Transportation Analysis - Eight-Lane
AM/PM Analysis: Task 3A, DKS Associates, April 30, 2008
This analysis provides a summary of intersection and corridor operational findings related to the
Wilsonville RoadJI-5 interchange area eight-lane geometric alternative. This analysis supplements the
April 18, 2008 Wilsonville Road/I-S Interchange Additional Transportation Analysis: Task 3 analysis
with AM peak hour analysis of the eight-lane Wilsonville Road improvement alternative. It also
reproduces prior PM peak hour analysis, while modifying it slightly to reflect minor adjustments to
storage length assumptions for the eight-lane geometric alternative. Intersection and corridor
operations are summarized for the eight-lane geometric alternative during the AM and PM peak hours
for future years 2011, 2020 and 2030.

This alternative operates significantly better than the enhanced six-lane geometric alternative at the
Wilsonville RoadJI-5 ramp terminals. It would provide the necessary capacity within the interchange
area through 2030 to meet both city and ODOT intersection operating standards based on intersection
capacity analysis.

Although HCM isolated capacity results indicate adequate operations, simulation of the interchange
area indicates the study intersection of Wilsonville Road/Boones Ferry Road would operate similar to
HCM equivalent LOS “E” during the 2020 and 2030 PM peak. The simulation provides a better
representation to what drivers would actually experience as they traverse through the Wilsonville Road
interchange area since it takes into account system operations and the impact that surrounding traffic
signals may have on both upstream and downstream intersections that the HCM methodology does not
address.
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Wilsonville Road/I-5 Interchange Additional Transportation Analysis -

Merge/Diverge Analysis: Task 4, DKS Associates, April 25, 2008

This document summarizes freeway merge and diverge analysis conducted at the Wilsonville RoadJI-5
interchange ramp junctions. Freeway weaving assessment along 1-5 northbound associated with the
addition of a northbound auxiliary lane between the Wilsonville Road and Hubbard Road interchanges
are also summarized.

Analysis of the Wilsonville RoadJI-5 interchange merge and diverge junctions indicate that
during the 2020 PM peak hour, the service level at the northbound merge and diverge junctions
would not change. The service level at the southbound merge and diverge junctions would
degrade to HCM LOS “E” and “F” respectively. The volumes at the 1-5 southbound diverge
would exceed the capacity of the merge area. During the 2030 PM peak hour, all ramp
junctions with the exception of the northbound on-ramp would operate at HCM LOS “F”
conditions. Volumes would exceed the capacity at these three ramp junctions. The
northbound on-ramp would operate at LOS “D” during the 2030 PM peak hour.

In order to improve operations at these merge and diverge junctions, additional capacity along
the mainline is needed.

Clackamas County Plans & ReguLations

Clackamas County Comprehensive Plan: Chapter 5 - Transportation
The Comprehensive Plan for Clackamas County acts as a guide for future growth and development in
unincorporated areas of the county, outside of city limits, through the formation of goals and policies
that respond to current and future needs over a 20-year planning period. Goals and policies pertaining to
land use are implemented through zoning ordinances that are used to define various land use
designations and create zone maps for the county identif’ing where these land use designations will be
applied. Because Clackamas County zoning applies to unincorporated areas outside the project area and
does not regulate growth and development within the City of Wilsonville, county-zoned land does not
directly impact the immediate project vicinity. County zoning is incorporated into regional
transportation models used to develop forecasts for the TAMP.

The Transportation chapter focuses on developing a transportation system that meets the needs of
Clackamas County residents, while also considering regional and state needs at the same time. The plan
addresses a balanced transportation system that includes automobile, bicycle, rail, transit, air, pedestrian
and pipelines and reflects existing land use plans, policies and regulations that affect the transportation
system. The Clackamas County TSP implements these goals and policies and provides a Capital
Improvement Plan to address deficiencies. The only project in the vicinity of Wilsonville shown in the
20-year plan is a road improvement on Stafford Road north of Boeckman Road.

Clackamas County Zoning and Development Ordinance (ZDO)

The ordinance is enacted to implement the goals and policies of the County Comprehensive Plan and to
provide methods of administration and enforcement of the provisions described. Clackamas County
zoning pertains to unincorporated areas of the county. In the vicinity of the Wilsonville 1-5 interchange,
the City of Wilsonville’s zoning would apply.
Wilsonville 1-5 lAMP October 2009
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Clackamas County Capital Improvement Plan (2006/7 - 2010/11)
The following projects listed in the Clackamas County Capital Improvement Plan that may be relevant
to the Wilsonville 1-5 TAMP include:

• Clackamas County ITS Projects (arterials signal control improvements to enhance traffic flow
and efficiency)

• Safety projects (locations to be determined

Wilsonville 1-5 lAMP October 2009
Appendix A: Review Plans and Policies Page A-22



Interstate 5/Wilsonville Road lAMP

Appendix B: TAMP Boundaries, Goals & Objectives, and Evaluation Criteria



DKS Associates
TRANSPORTATION SOLUHONS

Appendix B: lAMP Boundaries and Goals & Objectives

This memorandum identifies the project purpose, problem statement, interchange function,
mode, general location and expectations for the lAMP. In addition, it summarizes draft
Management Area and final Study Area boundaries, project goals and objectives, and
alternative evaluation criteria.

lAMP Purpose and Background

Purpose and Intent

An lAMP is required for any new or significantly reconstructed interchange by OAR 734-051-
0155(6). More importantly, the purpose of an TAMP is to protect the function of the
interchange and, consequently, the state’s investment in the facility. New interchanges and
improvements to existing interchanges are very costly. State and local government and their
citizens have an interest in ensuring that their interchanges function efficiently. Design work is
currently underway for improvements to the Wilsonville I-S interchange and this IA]VIP is
being conducted to ensure that the design will effectively reflect the needs of the interchange
for at least the next 20 years.

Problem Statement

In 1994, the City of Wilsonville and ODOT entered into an agreement to build Phase 1 of a
planned multi-phase Wilsonville Road interchange improvement project. All improvements
have been completed that were part of the first construction phase.

Recent traffic studies have shown that the Wilsonville Road interchange does not meet
performance standards today (based on the Phase 1 improvements that have already been
constructed) even though the City of Wilsonville has been enforcing their concurrency
ordinance which has not allowed the approval of development that have projected trips through
the Wilsonville Road interchange area.

Furthermore, the 1-5 NB exit ramp has vehicle queues that consistently back up on to the
mainline freeway during the a.m. peak period. This condition is caused by a short off-ramp
length and a lack of capacity and storage at the 1-5/Wilsonville Road NB exit ramp terminal.
This is a pre-existing safety issue that has been identified by ODOT.

Interchange Function, Mode and General Location
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Generally, an interchange is defined as the junction of two or more roads at different elevations
through a system of connections that separate the roads to permit movements to occur without
crossing the streams of traffic. The functions of the interchange are established by the
functions of the connecting roads. The 1-5 Wilsonville interchange is a component of Interstate
5, an Interstate Highway and freight route. As a component, the interchange’s primary
function is to provide connections to major cities, regions of the state, and other states. The
Interstate Highways are maj or freight routes and their objective is to provide mobility. The
interchange provides for this primary function by minimizing the conflicts between through
traffic on the freeway and the movement of vehicles entering, exiting, or crossing the freeway.
The interchange’s secondary function is to provide connections for regional trips within the
metropolitan area in a manner that does not conflict with the primary purpose. Provided that
the primary and secondary functions are not adversely affected, the interchange also serves the
function to provide for safe travel between the land uses within Wilsonville on both the east
and west sides of 1-5.

The Oregon Highway Plan (OHP) classifies I-S as an interstate highway. According to OHP,
the primary function of an interstate freeway is to “provide connections to major cities, regions
of the state, and other states. A secondary function in urban areas is to provide connections for
regional trips within the metropolitan area.” (OHP, p. 41)

Wilsonville Road is owned and maintained by the City of Wilsonville. The Wilsonville
Transportation System Plan (TSP) classifies Wilsonville Road as a major arterial within the
Management Area. Wilsonville Road provides both a connection to the interstate freeway
system and access to local services in town.

Much of the land surrounding the Wilsonville 1-5 interchange is already developed. The
interchange provides access to Wilsonville’s Town Center area (Teufel Village and Town
Center Loop) as well as industrial and residential areas in the City. Access along Wilsonville
Road is relatively limited, although not in compliance with OHP standards within a ¼ mile of
the interchange. Most accesses along Wilsonville Road are public roadways rather than private
driveways.

Future alternatives in this TAMP assume that undeveloped lands within the Study Area will be
developed in a manner consistent with what is allowed under the City of Wilsonville
Comprehensive Plan and existing zoning. The chapter on Future Travel Forecasts and Needs
Analysis details the assumptions for this development.

Expectations for the lAMP
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The City of Wilsonville has been working with ODOT to identify improvements to the
interchange that would provide additional capacity. The City of Wilsonville and ODOT
recently signed a Cooperative Improvement Agreement to construct the Phase 2 improvements
to the Wilsonville RoadJI-5 Interchange. The Phase 2 improvements include converting the
existing 6-lane cross-section on Wilsonville Road between the ramp terminals to allow for a
left turn lane, a shared through-left turn lane and a through lane in both the eastbound and
westbound directions. This will increase left turn capacity that is critical during the peak
periods. Since there will be two left turn lanes on Wilsonville Road at the ramp terminals, the
entrance ramps will need to be widened to accommodate two receiving lanes. Both 1-5 off-
ramps will be widened to allow for four turn lanes (dual left turn lanes and dual right turn
lanes) that will significantly increase the ramp terminal capacity. Additional widening will
also take place on Wilsonville Road between Town Center Loop West and the 1-5 NB ramp
terminal and Boones Ferry Road and the 1-5 SB ramp terminal to provide a third westbound
and eastbound through lane to directly feed the left turn lanes under the structure.

The expectation of the Wilsonville 1-5 lAMP is that it will provide a framework for the design
of the interchange reconstruction project. A preferred alternative has been developed, as
described above, through previous analysis. The lAMP will confirm that this alternative will
work and will provide guidance to designers so that the interchange that is designed will
function efficiently for at least the next 20 years.

Reconstruction of the 1-5 Wilsonville Road interchange will improve connections between 1-5
and the City of Wilsonville. The improved interchange will support the development that is
authorized in the Wilsonville Comprehensive Plan and is not intended as a basis to encourage
rezoning of property for uses that will generate greater volumes of traffic than is already
planned based on land use designations in Wilsonville’s Comprehensive Plan. The TAMP
provides land use and transportation management policies that ensure that future demand on
the interchange will be consistent with planned land uses and will not outpace the
improvements that have been designed.
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Management Area/Study Area Recommendations

Figure 1 illustrates the proposed Interchange Management Area. The management area
delineates the area around 1-5/Wilsonville Road in which specific lAMP access and
management regulations apply to land use decisions. It includes those properties that currently
have or are expected to have the greatest impact on operations at the interchange.

The management area is defined by tax lot parcel boundaries extending from the Willamette
River to the south, just north of Town Center Loop to the north, approximately Y2 mile to the
west and approximately 1/2 mile to the east.

Figure 1 also illustrates the project Study Area. The Study Area extends from Boeckman Road
to the north, the Willamette River to the south and the urban growth boundary (UGB) to the
east and west. The traffic analysis for the TAMP assumed development of much of the
undeveloped land within the Study Area (more detail in Future Conditions).

Wilsonville lAMP Goals and Objectives
The goals and objectives for the Wilsonville TAMP should reflect the intentions and interests of
ODOT, the City of Wilsonville and other key stakeholders for the interchange and
transportation operations in the area. The goals and objectives should be guided by, but not re
statements of, OHP policies and OAR language. The objectives need to be concrete statements
that relate what the plan is trying to accomplish and should be achievable and measurable. The
objectives serve as the basis for data collection and research and as alternative evaluation
criteria to guide alternatives analysis and selection of the preferred alternative, and to guide
management decisions.

Goal 1: Protect the function and operation of the interchange and the state highway as
follows:

• 1-5 is classified as an Tnterstate Highway. It is part of the National Highway
System and is a designated freight route between Portland and points south.
The operational objective for Interstate Highways is to provide safe and
efficient high-speed travel in urban and rural areas.

Objective la: The preferred interchange project alternative will meet FHWA
Interchange requirements and will accommodate design-year (2030) traffic demands as
a threshold.

Objective ib: The project alternatives developed for consideration as part of the
TAMP planning process are consistent with the OHP requirement that the maximum
volume-to-capacity (V/C) ratio for the ramp terminals of interchange ramps be either
0.85 or 0.90 (as defined in the OHP). For “build” scenarios, the 2003 Highway Design
Manual standard of 0.75 is desired or a design exception would be needed.
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Objective ic: The preferred alternative will meet or move in the direction of ODOT
access management spacing standards for access along interchange crossroads.

Goal 2: Provide for an adequate system of local roads and streets for access and circulation
within the interchange area that minimizes local traffic through the interchange and on the
interchange cross road.

Objective 2a: The preferred alternative will include necessary supporting
improvements to the surface street system in the vicinity of the interchange.
Improvements to the local street network will be adopted into the local comprehensive
plan, including identified funding sources, as part of the City of Wilsonville ‘ s actions to
implement the lAMP.

Objective 2b: The project alternatives will propose surface street improvements that
either meet the ODOT established access management standards or improve on the
current conditions.

Objective 2c: The project alternatives will propose surface street improvements that
will operate in conformance with applicable standards over the 20-year planning
horizon.

Goal 3: Provide safe and efficient multi-modal travel between the connecting roadways (and
the surface street network, if applicable).

Objective 3a: While recognizing existing capacity constraints, the project alternatives
will improve safety by adding capacity to reduce congestion and/or correcting
geometric conditions that do not meet current applicable standards.

Objective 3b: The project alternatives will improve bicycle and pedestrian safety by
providing upgraded bikeways and walkways that meet current applicable standards and
include facility infill and extensions where needed to provide a continuous network.

Goal 4: Ensure future changes to the planned land use system are consistent with protecting
the long-term function of the interchange and the surface street system and the integration of
future transportation projects and land use changes.

Objective 4a: The project alternatives will be developed in partnership with affected
property owners in the interchange area, the City of Wilsonville, Clackamas County,
and the Oregon Department of Transportation (ODOT), as well as other stakeholders,
including interchange users.

Objective 4b: The City and County Comprehensive Plans and/or Transportation
System Plans will be found consistent, or amendments will be proposed to ensure
consistency, with the preferred project interchange alternative.

Objective 4c: The City and County will adopt land use policies that ensure future land
use actions in the TAMP Management Area, including requests for comprehensive plan
amendments and/or zoning amendments, and promote land development that is
compatible with the planned interchange capacity for the lAMP planning horizon.
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Goal 5: Recognize the importance of the interchange function to support local and regional
economic development goals and plans.

Objective 5a: The project alternatives are expected to reduce delay for vehicles,
including commercial vehicles, accessing the freeway and to increase safety.

Objective 5b: The project alternatives will facilitate access to, through, and from
businesses in Wilsonville.

Goal 6: Ensure that the needs of regional through trips and the timeliness of freight
movements are considered when developing and implementing the lAMP, in particular when
planning for improvements that directly impact freight routes.

Objective 6a: The project alternatives will facilitate freight access to and from the
many industrial freight destinations in the interchange study area.
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Appendix C: Existing Land Use and Transportation Conditions

This document provides an inventory and evaluation of existing land uses and transportation facilities within the
TA1MP study area, which can be used to identify areas needing improvement and can act as a baseline for
assessment of future conditions. This includes identification and description of existing land use, area streets,
traffic controls, and property access, as well as an analysis of the crash history, access management
deficiencies, intersection capacity, and potential land development.

Study Area Land Uses

The selected geographic boundaries for the lAMP study area include Boeckman Road to the north, the urban
growth boundary (UGB) to the east and west, and the Willamette River to the south. The study area and
proposed management area are both illustrated in Figure 1, which shows all existing streets and property zoning
within the study area boundaries.

Within the study area, most lands are zoned for either commercial, residential, industrial, or public facilities
uses. The commercial lands tend to be located in the middle of the study area, near the interchange with
residential lands adjacent to the east and south. Industrial land is located on the west end of the management
area, both north and south of Wilsonville Road. There are public lands south of Wilsonville Road on both the
east and west sides of 1-5, a significant portion of which is park/open space.

Figure 1 displays the locations of different land use zones in the study area. Table 1 provides total
acreages for each zone type and identifies lands currently undeveloped. Most of the land within the
TAMP study area is zoned for residential uses, while the rest of the land is fairly evenly divided
between commercial (including Village and Town Center zoning), industrial and public facilities
zoning, with a smaller portion dedicated to exclusive farm use.

Land Uses with Significant Impacts to State Facilities

Much of the land within the TAMP Study and Management areas is already fully developed, most of it at its
highest and best use. Currently vacant lands are shown in the appendix. There are approved or in-process
projects on some of these properties. Of the undeveloped lands within the TAMP Management Area, the areas
that have the most potential to significantly impact the interchange are the industrial land south of Wilsonville
Road opposite Kinsman Road and the Fred Meyer site, located in the southeast quadrant of the Boones Ferry
Road/Wilsonville Road intersection. Trip generation for the Fred Meyer site has been specifically analyzed and
its potential impact on the interchange previously determined. The impact of the industrial land will also be
incorporated into the future needs analysis. The Villebois development lies within the broader Study Area.
Trip generation from this development is anticipated to be substantial and will also be included in the future
needs analysis. Metro works cooperatively with local governments to forecast future population, employment,
and land use patterns within the tn-county metropolitan area. These future land use forecasts will be used in
subsequent chapters of this TAMP.

Wilsonville 15 lAMP October 2009
Appendix C: Existing Land Use and Transportation Conditions Page C.1



———-----——

pr-C

Study Area :\

ri

Ed,s

PDR-5

CITY OF WILSONVILLE

?fl Area

p- 9

>0—2

LEGERI2

LRA—I 000IOTNGHL I0CILIRAL 1101.011>0 (TTIGP ?GG)
0010 P.AGI000 0EE2OPHEI 10000097J0.

;:zv vlw,i
oo>oEo T CIPHEIII GoT0C:oL

ETTTIT .-OC PLOT>NOI) ‘OOLOFVTNT 000M000AL o,o Co,tHr
PJNED DVL.OPVEN1 I0001°IIAL

&JC 1-0TTS
:F-C TJ&IC TOT .T,°’G - COR1000TONS

z:rrv TXCLJGIAE °AMO USC -- CRUGAMAG CDUNC 7091>0
H. U I.’T TIC OUR SIiC(NWAY I 1>1>1000
0100/71 GROWTH 00200400

— COO 1100$

• P*oe 10 Ne 5000’cte 4bflC’, l000.Jce Ne 1000 IRe 140:00 00 deteNe.no
c-f Ow S0°1CO-I Reeowce S-.ed,y Owe end top GIG

OFFICIAL ZONING MAP

DKS Associates Figure
iRATSPIFTAON SOLUHO$$

ZONING AND LAND USE

NO SCALE



DKS Associates
TRANSPORTATION SOLUTlONS

Table 1: Land Use within the Wilsonville lAMP Study Area and Management Area

Study Area Management Area
Land Use Total Acres! Percentage/ Total Acres! Percentage!

(Vacant) (Vacant) (Vacant) (Vacant)
Residential — Total 1248 (333) 52% (14%) 318 (59) 38% (7%)

• R — Residential 115 (35) 44 (2)
• RA-H — Residential Agricultural 447 (214) 136 (46)

Holding
• PDR — Planned Development 686 (84) 138 (1 1)

Residential
Commercial — Total 332 (97) 14% (4%) 225 (51) 27% (6%)

• V—Village 107 (46) 0 (0)
• PDC — Planned Develop 92 (27) 92 (27)

Commercial
• PDC-TC — PDC Town Center 133 (24) 133 (24)
PDI — Planned Development 321 (45) 14% (2%) 165 (17) 20% (2%)
Industrial
PF — Public Facilities 331 (103) 14% (4%) 123 (0) 15% (0%)
EFU — Exclusive Farm Use 154 (n/a) 6% (0%) 0 (n/a) 0% (0%)
Total 2385 (578) 100% (24%) 831 (127) 100% (15%)
* Table includes parcel data only, areas dedicated to roads and right-of-way are not included

Management Area Street Network

Within the management area, all roadways, with the exception of 1-5 which is under ODOT’s jurisdiction, are
within the jurisdiction of the City of Wilsonville, ranging in functional classification from maj or arterials to
local streets. Figure 2 displays the study area street network and identifies the assigned functional classification
of each roadway. These roadways are listed below in Table 2, along with some of their key characteristics.

Table 2: Study Area Roadway Network Summary

Roadway Wilsonville Cross Posted On-Street Sidewalks Bike
Classification1 Section Speed Parking Lanes

Interstate-S (1-5) Freeway 6 Lanes 65 mph No No No

Wilsonville Rd Major Arterial S Lanes 25-35 mph No Yes Yes

Boones Ferry Rd Major Collector 2 to 3 Lanes 35 mph No West Side West side

Town Center Lp Wa Major Arterial S Lanes 35 mph No Yes No

Parkway Avenue Local Street 2 Lanes Not Posted No East Side No
a The City’s Bicycle and Pedestrian Master Plan2 designates the portions of Town Center Loop West as proposed

community walkway and bikeway.

‘City of Wilsonville Transportation Systems Plan, Figure 4.8, Adopted by City Council on June 2, 2003.
2 and Pedestrian Master Plan, Alta Planning and Design, Adopted December 2006; replaces Chapter 5 of City of
Wilsonville Transportation System Plan.
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With these roadways identified as the primary means of circulation through the area, key intersections
along these routes were selected for capacity analysis. Through a field inventory, the existing lane
configurations and traffic controls at each intersection were documented and have been displayed in
Figure 3. From this figure, it can be seen that Wilsonville Road is generally two lanes in each
direction, with additional turn lanes at key intersections, where needed, including four signalized
intersections. Town Center Loop West is two lanes in each direction north of Wilsonville Road and
two lanes northbound and one lane southbound south of Wilsonville Road. Boones Ferry Road and
Parkway Avenue are both one lane in each direction, with additional turn lanes at intersections.

Existing Access Conditions

Access to Interstate 5

Interstate 5 is an interstate highway with interchanges providing its only access. The 1-5 Wilsonville
interchange is located between the 1-5/Canby-Hubbard interchange and the 1-5/Stafford interchange.
The 1-5/Stafford interchange is about two miles north of the 1-5/Wilsonville interchange and the I
5/Canby-Hubbard interchange is less than one mile to the south. The access spacing standard is based
on the distance from the end of the acceleration lane taper to the beginning of the deceleration lane
taper. ODOT’s freeway access spacing for “urban” or “fully developed urban” interchanges is 1 mile
or 5,280 feet. The Wilsonville/I-5 interchange easily meets this spacing to the north and is close to
meeting it to the south, however, technically it does not. The 1-5/Canby-Hubbard interchange carries
significantly lower traffic volume at the interchange than the 1-5/Wilsonville interchange since it
serves a largely rural area.

Access to Wilsonville Road

Wilsonville Road was examined as well to identify current access density in comparison to what the City and
State access management guidelines recommend. The City of Wilsonville Transportation System Plan and
ODOT’s 1999 Oregon Highway Plan have adopted access management standards. These standards were
applied to evaluate access and intersection spacing for Wilsonville Road, which is classified in the City’s TSP
as a major arterial. The City’s minimum access spacing on a major arterial is 1,000 feet. ODOT’s access
spacing standards are 1,320 feet to the first full-access intersection and 750 feet to the first right-in/right-out
only access from the ramp terminal.

Figure 4 shows the driveway and intersection spacing for Wilsonville Road within the management
area and compares them with the adopted guidelines. This access spacing is summarized in Table 3.
As can be seen from this table, there are many locations along Wilsonville Road where desired access
spacing is not met. It should be noted that the standards provided by ODOT and the City were not in
existence when this area originally developed.

Wilsonville 1-5 lAMP October 2009
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Crash Analysis

The collision histories of the study intersections were obtained for 2005 through 2007 from the Oregon
Department of Transportation (ODOT) Crash Analysis and Reporting Unit. Based on the collision data
and peak hour traffic counts, collision rates were estimated at the study intersections. A rate greater than
or equal to 1.0 collision per million entering vehicles (MEV) generally indicates a higher than average
collision rate. As shown in Table 4, none of the study intersections have collision rates above 1.0. The
table also lists the breakdown of collisions by severity. As shown, between 2005 and 2007, most
collisions caused property damage only, and there were no fatal collisions reported.

Table 4: Study Area Intersection Collisions (2005-2007)

Intersection Collisions (by Severity) Collisions Collision

Fatal Injury PDO8 Total
Per year Rateb

Signalized Intersections

BoonesFerryRcl/WilsonvilleRd 0 0 5 5 1.7 015

1-5 SB Ramps I Wilsonville Rd 0 3 8 11 3.7 0.29

1-5 NB Ramps I Wilsonville Rd 0 6 7 13 4.3 0.34

Town Center Lp W / Wilsonville Rd 0 5 5 10 3.3 0.30

RebekahlVVilsonville Rd 0 7 4 11 3.7 0.70

Town Center Lp E/Wilsonville Rd 0 6 4 10 3.3 0.59

Unsignalized Intersections

Parkway Avenue / Boones Ferry Rd 0 1 2 3 1.0 0.10

PDO = Property damage only.
b Collision rate = average annual collisions per million entering vehicles (MEV); MEV estimates based on PM peak-

hour traffic count.

Operational Analysis

Traffic Volumes

Manual turn movement counts were collected during the weekday PM peak period (4:00 — 6:00 PM).5
Traffic volumes at study area intersections are displayed in Figure 5.

Existing Traffic Operating Conditions

Existing traffic operating conditions were analyzed at the existing study intersections. Intersections are
the focus of the traffic analysis because they are the controlling bottlenecks of traffic flow and the
ability of a roadway system to carry traffic efficiently is nearly always diminished in their vicinity.
Before the analysis results of the study intersections are presented, discussion is provided for two

PM peak hour turn movement counts were collected at the study intersections from 4:00 p.m. to 6:00 p.m. on
January 29, 2008; June 24, 2008; or July 1, 2008. Count dates are shown in detailed turn movement count sheets
in appendix. Traffic volumes were balanced to represent the worst-case impacts based on the multiple count
dates.
Wilsonville 1-5 lAMP October 2009
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important analysis issues: (1) intersection performance measures (definitions of typical measures) and
(2) required operating standards (per roadway, as specified by the agency with roadway jurisdiction).

Intersection Performance Measures
Level of service (LOS) ratings and volume-to-capacity (V/C) ratios are two commonly used performance
measures that provide a good picture of intersection operations. In addition, they are often incorporated into
agency mobility standards. Descriptions are given below:

Level of service (LOS): A “report card” rating (A through F) based on the average delay experienced by
vehicles at the intersection.6LOS A, B, and C indicate conditions where traffic moves without significant
delays over periods of peak hour travel demand. LOS D and E are progressively worse operating
conditions. LOS F represents conditions where average vehicle delay has become excessive and demand
has exceeded capacity. This condition is typically evident in long queues and delays.

Volume-to-capacity (V/C) ratio: A decimal representation (typically between 0.00 and 1.00) of
the proportion of capacity that is being used (i.e., the saturation) at a turn movement, approach
leg, or intersection. It is determined by dividing the peak hour traffic volume by the hourly
capacity of a given intersection or movement. A lower ratio indicates smooth operations and
minimal delays. As the ratio approaches 1.00, congestion increases and performance is reduced.
If the ratio is greater than 1.00, the turn movement, approach leg, or intersection is
oversaturated and usually results in excessive queues and long delays.

Required Operating Standards

All study intersections of public streets are required to meet the City of Wilsonville’s operating
standard. For peak periods, the City’s minimum acceptable level of service (LOS) is LOS D.7 It should
be noted that while project driveways are not required to meet the City’s LOS standard, it is still highly
encouraged. The City’s Transportation System Plan mentions that the City is considering changing the
LOS standard to LOS E, however, no action has been taken to implement the change to date. In
addition, the freeway ramp intersections are also required to meet ODOT’s level-of-service standard,
which is a volume-to-capacity ratio of 0.85.8

Existing Operating Conditions
The existing traffic operating conditions at the study intersections were determined for the PM peak
hour based on the 2000 Highway Capacity Manual methodology9 for signalized and unsignalized
intersections. The conditions include the estimated average delay, level of service (LOS), and volume-
to-capacity (V/C) ratio of each study intersection and are listed in Table 5. As shown in the table, all
study intersections currently comply with the City of Wilsonville LOS D operating standard, however,
the ramp terminals do not comply with ODOT’s volume to capacity standards. It should be noted that
the existing HCM methodology does not account for the closely spaced intersections and operations are
actually worse than the values represented in the Table due to queuing impacts from upstream
intersections. Additional evaluation of the corridor is provided in the Wilsonville Road/I-5 Interchange

6 A description of Level of Service (LOS) is provided in the appendix and includes a list of the delay values (in
seconds) that correspond to each LOS designation.

City of Wilsonville Code, City of Wilsonville Section 4.140, p.163.
8 Oregon Highway Plan, 1999, Inside Metro, on 1-5 between the Marquam Bridge and Wilsonville.
9Guidelinesfor the Preparation of Transportation Impact Analyses, City of Salem, Effective December 28, 1994.
Wilsonville 1-5 lAMP October 2009
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Additional Transportation Analysis (DKS Associates, April 18, 2008).

Table 5: Existing Operating Conditions (PM Peak Hour)

Intersection Operating Existing Conditions
Standard

(City, ODOT) Delay LOS V/C

Signalized
Boones Ferry Rd I Wilsonville Rd LOS D 42.8 D 0.80

1-5 SB Ramps / Wilsonville Rd LOS D, 0.85 v/c 34.8 D 0.89

1-5 NB Ramps / Wilsonville Rd LOS D, 0.85 vic 36.6 D 0.90

Town Center Loop W / Wilsonville Rd LOS D 37.5 D 0.77

Rebekah/Wilsonville Road LOS D 19.7 B 0.41

Town Center Loop EENiIsonvilIe Rd LOS D 24.8 C 0.58

Unsignalized
Parkway Ave/Wilsonville Road LOS D 15.0 C 0.12

Signalized intersections: Unsignalized intersections:
Delay Average Stopped Delay per Vehicle (sec) Delay = Average Stopped Delay per Vehicle (sec) at

for All Movements Worst Movement
LOS Level of Service of Intersection LOS = Level of Service of Major Street/Minor Street
V/C = Volume-to-Capacity Ratio of Intersection V/C = Volume-to-Capacity Ratio of Worst Movement
Bold Underlined values do not meet standards. Bold Underlined values do not meet standards.

AM peak hour analysis is not being reevaluated as part of the Wilsonville lAMP study.
However, the AM peak hour operations were previously analyzed as part of the Wilsonville
Road interchange transportation studies. These results have been reproduced below in Table 6
for the Wilsonville Road interchange area (Boones Ferry Road to Town Center Loop East) as
background information.

Table 6: Existing Wilsonville Road Interchange Area Operating Conditions (AM Peak Hour)

Intersection Operating Existing Conditions
Standard

(City, ODOT) Delay LOS V/C

Signalized
Boones Ferry Rd / Wilsonville Rd LOS D 30.5 C 0.50

1-5 SB Ramps / Wilsonville Rd LOS D, 0.85 V/C 29.2 C 0.71

1-5 NB Ramps / Wilsonville Rd LOS D, 0.85 V/C 29.2 C 0.82

Town Center Loop W I Wilsonville Rd LOS D 23.9 C 0.42

Signalized intersections:
Delay Average Stopped Delay per Vhicle (sec) for All Movements
LOS = Level of Service of Intersection
V/C Volume-to-Capacity Ratio of Intersection

Wilsonville 1-5 lAMP October 2009
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Existing Queuing Observations
Currently, the vehicle queues in the westbound through lanes on Wilsonville Road at the 1-5
southbound ramp exceed the available storage during the PM peak hour.’° Queues routinely spill back
into the Wilsonville RoadJTown Center Loop West intersection due to large demand of westbound left
turning vehicles destined for I-S southbound. The westbound through vehicle queues on Wilsonville
Road at Town Center Loop West currently fill the existing storage to Rebekah Street.

During the AM peak hour, queues on the I-S northbound exit ramp routinely spill back onto the
mainline freeway impacting freeway operations. The condition is exacerbated by the short (non
standard) interchange exit ramp length. Also during the AIVI peak hour, vehicles traveling eastbound
through the Boones Ferry Road and I-S southbound ramps routinely back up toward the west,
sometimes beyond the railroad tracks.

Existing Queuing Analysis
As part of the corridor evaluation completed as part of the Wilsonville Road/I-5 Interchange
Additional Transportation Analysis (DKS Associates, April 18, 2008), queuing analysis was
performed using the SynchroTM and SimTrafficTM software. Estimates of 95th

percentile queue

lengths for each signalized approach movement on Wilsonville Road and on the 1-5 off-ramps
were determined using an average of ten simulation runs of the traffic model. The 95th

percentile queuing results during the existing AM and PM peak hour have been reproduced in
Table 7.

Queue lengths that are shaded and in bold indicate where 95th percentile queue lengths
currently extend beyond the available storage or spill upstream into the next intersection. The
existing queuing analysis is consistent with the field observations.

‘° Field observations by DKS Associates, September 2008.
Wilsonvifie 1-5 lAMP October 2009
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Table 7: Wilsonville Road Existing 95th Percentile Queuing Summary (AM/PM Peak Hours)

Existing g5th Existing 95th

Intersection on Intersection Available Percentile Queue Percentile Queue

Wilsonville Road Approach Vehicle Storage (feet) (feet)
( ee) AM Peak Hour PM Peak Hour

EBThrough 1,255 720 950
Boones Ferry Road WBLeft 185 160 185

WB Through 400 320 260

EBThrough 400 4O’

1-5 Southbound WB Left 420 40 190
Ramp WB Through 420 60 25

SB Left/Right 975 260 200

EBLeft 420 160

1-5 Northbound EB Through 420
Ramp WB Through 570

NB Left/Right 760

EB Left 290 200 225
Town Center Loop

EB Through 570 120 240
WBThrough 850 180

Available vehicle storage distance from stop bar to upstream intersection crosswalk/stop bar
EB=Eastbound; WB=Westbound; NB=Northbound; SB=Southbound
95th percentile queues rounded to nearest 20-feet
Bolded values indicate queues that would exceed available vehicle storage.
*Confi1.Ied by field observation

Merge/Diverge Analysis

The Wilsonville Road/I-5 interchange features four ramp junctions which are defined as merge and
diverge junctions. The maneuver of a vehicle exiting the freeway at a junction is referred to as a
diverge, while the maneuver of a vehicle entering the freeway at a junction is referred to as a merge.
thterstate-5 consists of three lanes in both the northbound and southbound directions and all merge and
diverge junctions are single lane. All merge and diverge junctions located at the Wilsonville RoadJI-5
interchange are located on the right side of the freeway.

Analysis of the Wilsonville Road interchange ramp junctions focused on level-of-service (LOS) and
density based on 2000 Highway Capacity Manual procedures. The LOS of a ramp junction (merge and
diverge) is defined by the density of the influence area and the capacity of both the ramp and the
freeway. The influence area for merge and diverge junctions is defined to be 1,500 feet downstream
(merge) or upstream (diverge) of the physical merge/diverge point. Ramp junction LOS and density
were determined using the HCS 2000 Highway Capacity Software.

A freeway free flow speed of 65 miles-per-hour (mph) and ramp free flow speed of 35 mph was used in
this analysis. Heavy vehicle percentages for the freeway mainline were determined via ODOT’s

Wilsonville 1-5 lAMP
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automatic traffic data recorder (ATDR) located along 1-5 south of Hubbard Road1’while heavy vehicle
percentages for ramps were based on traffic counts conducted at the Wilsonville RoadJI-5 ramp
junctions.12 Critical components of freeway merge and diverge junctions are the acceleration and
deceleration length. The respective acceleration and deceleration length is the distance between the
gore point between the freeway traveled way and the ramp junction to the intersecting point of the
traveled way. The length of these segments is critical because this is where either vehicle acceleration
or deceleration takes place. These segments should be long enough to prevent vehicles acceleration or
decelerating on the freeway mainline. The acceleration and deceleration distances for the Wilsonville
Road ramp junctions are shown in Figure 6.

Existing freeway and ramp volumes were obtained from traffic counts taken along the 1-5 mainline and
Wilsonville Road at the ranw tenninals.13 Figure 7 documents the results of the merge and diverge
analysis at each of the Wilsonville RoadJI-5 northbound and southbound ramp junctions under existing
PM peak hour conditions. Currently, both the 1-5 northbound diverge and 1-5 southbound merge
operate at HCM LOS “D” conditions. HCM LOS “D” is defined where vehicles on the mainline must
slow down to accommodate merging and diverging. The I-S northbound merge operates at LOS “C”
while the 1-5 southbound diverge operates at LOS “E” conditions. HCM LOS “B” conditions represent
conditions near capacity.

“Heavy vehicle percentage of 21% was used based on 2006 traffic data.
12 Hea’y vehicle percentage of 4% was used based on traffic counts.

Intersection turn movement counts taken at Wilsonville RoadJl-5 northbound and southbound ramps on
September 11, 2007 and traffic count conducted along 1-5 between Elligsen Road and 1-205 on November 18,
2005.
Wilsonville 1-5 lAMP
Appendix C: Existing Land Use and Transportation Conditions
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Figure 7: Wilsonville RoadII-5 Interchange existing (2008) volumes (PM peak hour)

Sidewalks

Year 2008

A figure showing Existing Sidewalks and Trails can be found in the appendix.14 Sidewalks exist along
both sides of Wilsonville Road between the railroad tracks east of Kinsman Road and Town Center
Loop East. Sidewalks are on both sides of the street on Boones Ferry Road north of Wilsonville Road
and on the west side of the street on Boones Ferry Road south of Wilsonville Road. Sidewalks existing
on the east side of Parkway Avenue and on both sides of Town Center Loop West, both north and south
of Wilsonville Road. They exist adjacent to buildings along Holly Lane and on both sides of Rebekah
Street and Town Center Loop East/Memorial Drive.

Bicycle Lanes

A figure showing Existing Bicycle Lanes can be found in the appendix.1 5 There are existing bicycle
lanes on Wilsonville Road between the raifroad tracks and Town Center Loop East/Memorial Drive.
There are bicycle lanes on the west side of Boones Ferry Road, south of Wilsonville Road, and on both
sides of Boones Ferry Road, north of Wilsonville Road. There are no bicycle lanes on Parkway Avenue
or Town Center Loop (West or East) or Town Center Loop south of Wilsonville Road. There are
existing bicycle lanes on Memorial Drive.

Existing Transit System

South Metro Area Rapid Transit (SMART) is operated by the City of Wilsonville and is
supported by a Wilsonville payroll tax and by grant funding. SMART currently provides five
fixed routes within the City of Wilsonville and operates connecting service to Canby, Salem

14 Map 6: Existing Sidewalks and Trails, Wilsonville Bicycle and Pedestrian Master Plan, Alta Planning and
Design, adopted December, 2006.
15 Map 7: Existing Bicycle Lanes, Wilsonville Bicycle and Pedestrian Master Plan, Alta Planning and Design,
adopted December, 2006.
Wilsonville 1-5 lAMP October 2009
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and the south end of Portland. SMART also provides weekday Dial-a-Ride services within the
Wilsonville area and transportation to medical appointments in Portland and other nearby cities
for Wilsonville seniors and people with disabilities. SMART also provides pre-scheduled
weekday transportation to the Wilsonville Community Center for lunch, shopping and other
special trips.

SMART currently provides fare-free service within the City of Wilsonville, but charges fares
for service outside the City. Tn 2006, the one-way fare for Salem route TX was $2, the monthly
passes selling for $40. One-way fares on Canby route 205 and routes 201 to Tualatin and
Barbur Boulevard Park & Ride were $1.25, with monthly passes selling for $30. In all cases,
youth, seniors, and people with disabilities are eligible for half-price fares. SMART’s current
fixed route service is summarized in Table 8.

Table 8: Existing SMART Fixed Route Service

Route Destination Weekday Weekday Service Approximate Connections
Peak Hour Mid-Day Days Travel Time
Frequency Frequency End to End

201 Barbur 1/2 hour Hourly Monday- 35 minutes TriMet 96, 12B,
Boulevard Friday, 64X, 94X, 36,
Transit Center Saturday 38, 76, 96, all

other SMART
Routes

203 Commerce Every 40 N/A Monday- 1 1 minutes TriMet 96
Circle — City minutes Friday
Hall

204 Wilsonville 1/2 hour Hourly Monday- 21 minutes All SMART
Road Friday, routes

Saturday
205 Charbonneau, Hourly Hourly Monday- 23 minutes CAT Routes,

Canby Friday SCTD route to
Molalla*

IX Salem Nine runs each direction Monday- 49-70 TriMet 96, All
during commute hours Friday minutes Salem routes

* CAT — Canby Area Transit, SCTD — South Clackamas Transportation District

Wilsonville 1-5 lAMP
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Existing Issues Pertaining to Existing Plans and Policies

Technical memorandum #1 summarizes plans and policies which are relevant to the lAMP.
This section discusses issues discovered in Existing Conditions that will need to be addressed
in the TAMP.

• Maximum volume-to-capacity ratios from the 1999 Oregon Highway Plan (Inside
Metro) are met. The criteria is v/c=0.99 or less for both first and second hours, except
at the ramp terminals, where the criteria is v/c=0.85 or less. All study intersections
operate at v/c=0.99 or less, however, the ramp terminals operate at conditions worse
than 0.85.

Access spacing requirements are displayed in Figure 8 and summarized below:

• ODOT’s minimum spacing standards applicable to freeway interchanges with multi
lane crossroads (see Tech Memo #1, Table 2 and Figure 1).

o Access spacing between interchanges is required to be 1 mile under urban
conditions. According to ODOT, this spacing is not met between the I
5/Canby-Hubbard interchange and the 1-5/Wilsonville interchange.

o The distance from the off-ramp to the first unsignalized intersection (distance
X) is required to be at least 750 feet in a “fully developed urban” situation.

• The distance between the 1-5 northbound off-ramp and Parkway Avenue
is approximately 165 feet, much closer than required by ODOT
standards.

• The distance between the 1-5 southbound off-ramp and the Burger King
access is approximately 320 feet, much closer than required by ODOT
standards.

o The distance from the off-ramp to the first signalized intersection (distance Y) is
required to be at least 1,320 feet in a “fully developed urban” situation.

• The distance between the 1-5 northbound off-ramp and Town Center
Loop West is approximately 675 feet, much closer than required by
ODOT standards.

• The distance between the 1-5 southbound off-ramp and Boones Ferry
Road is approximately 585 feet, much closer than required by ODOT
standards.

o The distance between the last approach road and the start of the taper for the on-
ramp (distance Z) is required to be at least 990 feet in a “fully developed urban”
situation.

• Boones Ferry Road is approximately 585 feet from the I-S southbound
on-ramp, much closer than required by ODOT standards.

• Town Center Loop West is approximately 675 feet from the 1-5
northbound on-ramp, much closer than required by ODOT standards.

WilsonviHe 1-5 lAMP October 2009
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The City of Wilsonville’s minimum access spacing on arterials such as Wilsonville
Road, is 1,000 feet. As shown in Table 4, previously, many driveways and/or
intersections along Wilsonville Road are not in compliance with this requirement:

o Eastbound:
• Kinsman — Lowries #1
• Lowries #1 — Lowries #2
• Lowries #2 — Boones Ferry Road
• Boones Ferry Road — 1-5 Southbound Ramps
• 1-5 Southbound Ramps — 1-5 Northbound Ramps
• 1-5 Northbound Ramps — Parkway Avenue
• Parkway Avenue — Teufel Village Right-In
• Teufel Village Right-In — Town Center Loop West
• Town Center Loop West — Holly Lane
• Holly Lane — Rebekah Street
• Rebekah Street — Town Center Loop East

o Westbound
• Memorial Drive — Rebekah Street
• Rebekah Street — Town Center Loop West
• Town Center Loop West — 1-5 Northbound Ramps
• 1-5 Northbound Ramps — I-S Southbound Ramps
• 1-5 Southbound Ramps — Burger King
• Burger King — Boones Ferry Road
• Boones Ferry Road — Right-in/Right-out Access
• Right-in/Right-out Access — Right-in Only
• Right-in Only 1st SMART Access
• 1St SMART Access — 2nd SMART Access
• 2’ SMART Access — 1st Chevron Access
• Chevron Access — 2nd Chevron Access
• 2’ Chevron Access — Kinsman Road

One of the main objectives of the lAMP is to work toward achieving desired spacing standards,
while recognizing that full compliance may not be feasible or practical.

Wilsonville 1-5 lAMP October 2009
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Appendix D: Future Travel Forecasts and Needs Analysis

Metro’s Regional travel demand forecast model is generally used for transportation planning projects in
the Portland metropolitan area. This model is was previously refined in the south metro area (including
Wilsonville) as part of the 1-5 to 99W Connector Study. The model was originally prepared by Metro
and refined by DKS Associates, and was used to develop future traffic volumes for the year 2030
throughout the study area street network. Using these volumes, along with the future street network
resulting from planned projects through 2030, the transportation system was evaluated and deficiencies
were identified through the use of the same analysis procedures previously employed for the existing
conditions. This chapter presents the future volumes at study area intersections, describes key
assumptions and refinements used in the model development, and discusses the ability of the
transportation system to accommodate forecasted growth.

Model Assumptions

The original Metro regional travel demand model is divided into 1,998 small, internal geographic areas
called Transportation Analysis Zones (TAZ) containing information related to base and future year
households and employment. TAZs represent locations where individual trips begin or end (origins and
destinations). There are also 15 external stations, which are similar to TAZs, but are located around the
perimeter of the model area and represent origins and destinations associated with large geographic
areas beyond the limits of the model. The original model totaled 2,012 total zones, including TAZ’ s and
external stations. When the model was refined as part of the I-S to 99W Connector Study, 176
additional TAZ’s were added in the TigardlTualatinlWilsonville area. Figure 1 displays the refined
model TAZ network against the existing transportation system through the City of Wilsonville.

Trip generation associated with each TAZ is based on household characteristics, such as household size
and number of workers, and trip purposes, such as home-based trips (e.g. home to work, school,
shopping, and recreation) or non-home-based trips. Therefore, the number of trips generated during a
given scenario is primarily dependent on the assumed quantity and locations of housing and
employment. Table 1 presents the total number of households and employees (separated into retail and
other) assumed to be present within the study area for the base year 2005 and future year 2030
scenarios. It also compares them to show the growth expected over this planning period. Also, Figure
2 and Figure 3 show the growth in housing and employment by TAZ within the study area.

Witsonville 1-5 lAMP October 2009
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TabLe 1: Assumed Household and Employment Quantities within Study Area

Households Retail Employees Other Employees

Base Year 2005 4,883 2,688 4,121

Future Year 2030 9,014 5,726 9,853

Growth(2005—2030) +4,131 +3,038 +5,732

The generated trips calculated from this information are distributed between TAZs in consideration of
each TAZ’s trip production and relative attractiveness. The attractiveness of a TAZ as a destination is
determined by travel times from origin TAZs and the types of employment and number of households
contained within the potential destination TAZ. Origins and destinations can be associated with either
TAZs or external stations.

According to the City of Wilsonville Economic Opportunity Analysis 1, the City is expected to add

about 15,000-20,000 new jobs over the next 20 years. Based on Table 1, about half (approximately
9,000 retail and other jobs added from 2005 to 2030) of those jobs would be in the study area for this
project.

Model Network Refinement

The base year 2005 and future year 2030 model scenarios included different street networks, with the
base year network closely resembling the existing transportation system and the future year network
reflecting conditions planned to exist according to the Regional Transportation Plan and the City of

Wilsonville’s Transportation System Plan. Figure 4 provides a side-by-side comparison of the
networks associated with these scenarios.

The future year 2030 no-build network included a number of arterial and collector roadway projects to
better provide for the needs of the study area traffic. Refinements included in the network are listed

below and are also shown in Figure 4.
• Boeckman Road extension from 95th Avenue to Grahams Ferry Road
• Kinsman Road extension from Barber Street to Boeckman Road Extension
• Barber Street extension from Kinsman Road to Grahams Ferry Road
• Brown Road extension from Wilsonville Road to either 5th Street or Bailey Street
• Canyon Creek Road extension from Boeckman Road to Town Center Loop East
• Villebois Drive from Barber Street extension to Boeckman Street extension

City of Wilsonville Economic Opportunity Analysis, Cogan Owens Cogan, Otak, FCS Group, January, 2008.
The study reports an additional 5,333 new retail jobs, 4,323 new service jobs and 10,425 new industrial/other jobs
over the next 20 years (a total increase of 20,081 jobs). The study also reports a total forecasted increase in
employment within Wilsonville from 17,986 in 2007 to 33,647 by year 2027 (a total increase of 15,661 jobs).
Wilsonville 1-5 lAMP October 2009
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Future Year Forecasts

Using the travel demand model described above, future year traffic volumes were forecast for streets
within the study area. Turn movement volumes at study area intersections were primarily obtained
through application of a post-processing technique where the incremental differences between the
future and base year volumes from the model were added to the existing p.m. peak hour volumes
collected in the field.

Figure 5 displays the forecasted turning movement volumes at study intersections for the year 2030. In
addition to the post-processing procedure described above, these values have been balanced to produce
reasonable volume fluctuations between adjacent study intersections. The degree of change allowed in
traffic volumes between intersections was dependent on the distance between intersections and the
quantity and quality of potential destinations and origins located between them.

Compared to the traffic volumes collected in 2008 (displayed in Chapter 1), the most significant
changes in the TAMP area occur in the immediate vicinity of the interchange, with about 500-600
additional vehicles traveling eastbound and about 500 additional vehicles traveling westbound. At the
two ramp terminals, total entering volume is expected to increase by 60-70 percent over existing traffic
volumes. Wilsonville Road is impacted by the several key street extensions in the southern part of the
City. In particular, the Boeckman Road extension (that is now constructed) to the west, the Kinsman
Road extension to the north, the Brown Road extension to the south and west, and the Canyon Creek
extension to the north all are likely to shift travel patterns within the City in a variety of ways. Traffic
that was using Wilsonville Road to travel east and west across town may now use Boeckman Road or
the Brown Road extension, traffic that was using Boones Ferry Road to go north may now use the
Kinsman extension, etc.

Assumed Future Street Network

As previously described, the future year 2030 travel demand model was refined to account for planned
transportation projects in the area that would influence travel choices and change system capacity. To
analyze system operations under this scenario, the SynchroTM analysis software (that utilizes Highway
Capacity Manual Methodology) that was used to perform the operational analysis of study area
intersections was updated to account for these projects and included several additional refinements of
smaller scale that would not have impacted the route choice provided by the travel demand model. Such
refinements typically included modifying lane configurations for streets and intersections undergoing
improvements. An illustration of assumed traffic controls and lane configurations at study intersections
is provided in Figure 6.

Future 2030 Operations

An operational analysis of the study area intersections for the design hour (p.m. peak hour) in 2030 was
conducted for the lAMP area using the assumed lane configurations and traffic controls shown in
Figure 6 and the forecasted traffic volumes documented in Figure 5. The analysis methodologies
employed and corresponding results are discussed below. It should be noted that the City has interim
and ultimate improvements identified and planned. While these improvements are discussed in Chapter
6, the following sections are intended to demonstrate the need for those planned improvements.

Wilsonville 1-5 lAMP October 2009
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Performance Standards

ODOT has designated Interstate 5 as an Interstate Highway, with an additional Freight Route
designation. There are no other ODOT facilities within the TAMP area. ODOT has adopted
standards for mobility for state facilities through the 1999 Oregon Highway Plan (OHP) and
the Highway Design Manual.2The OHP mobility standards are to be used for identifying
needs, while the Highway Design Manual standards represent the level of operation for which
state facilities are to be designed. For this study, the OHP standards will be applied to existing
and future no-build analysis, while the future build alternatives will be compared to the
standards in the Highway Design Manual.

Table 7 in Policy 1 F of the OHP displays the maximum allowable volume-to-capacity ratios for areas
inside of the Portland Metropolitan Area. Sections from that table relevant to the study area are
presented below in Table 2. Note that, while the table states that the acceptable volume-to-capacity
ratio is 0.99, the text of Policy iF states that ramp terminals are an exception, where the maximum
volume-to-capacity ratio is 0.85 or 0.90 (0.85 in this case since the conditions required to use the 0.90
standard are not met).

Table 2: Maximum Volume to Capacity Ratios Inside Metro*

Standard
Highway Category/Location 1St hour 2’ hour

Other Principal Arterial Routes
1-5 (Marquam Bridge to
Wilsonville) 0.99** 0.99
* Source: 1999 Oregon Highway Plan, Table 7 (Policy iF).
** The exception is at ramp terminals, where the maximum volume-to-capacity ratio is 0.85 or 0.90.

All non-state roadways within the study area are under the jurisdiction of the City of Wilsonville. The
City has adopted standards for performance of City streets requiring operation of level of service “D” or
better during the weekday evening peak hour. While the City’s Transportation System Plan mentioned
that the City is considering changing the LOS standard to LOS E, no action has been taken to
implement the change to date.

Intersection Operations

Study intersections within the lAMP area were analyzed through the use of the updated Synchro model
that was used to examine existing conditions, along with the traffic volume data shown in Figure 5.
From this analysis, intersection levels of service and volume to capacity ratios were obtained using
Highway Capacity Manual3methodologies for signalized and unsignalized intersections for comparison
with the applicable jurisdiction’s adopted performance standards. The results of this analysis are shown
below in Table 3, and further illustrated in Figure 7

2 Highway Design Manual, Oregon Department of Transportation, 2003, p. 10-3 8.
Highway Capacity Manual, Transportation Research Board, Washington, D.C., 2000.

Wilsonville 1-5 lAMP October 2009
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When comparing this table to Table 5 in Chapter 3, which displays the results of the existing conditions
analysis, it is noticed that operations at all study intersections have substantially declined.

The intersections at the I-S Northbound Ramps/Wilsonville Road and 1-5 Southbound
Ramps/Wilsonville Road would operate substantially over capacity without further improvements. It is
evident that major improvements will be necessary for each of these intersections to meet ODOT’s
performance standard, with a volume-to-capacity ratio of 0.85 or lower.

The intersections at Boones Ferry Road/Wilsonville Road and Town Center Loop West/Wilsonville
Road are required to meet the City’s level of service standard (LOS D or better). Neither of these
intersections meets that standard and their volume-to-capacity ratios indicate that they are nowhere near
even level of service E. Substantial improvements will be required at each of these intersections to
meet the City’s adopted performance standard.

The intersection at Rebekah Street/Wilsonville Road and Town Center Loop East/Memorial
Drive/Wilsonville Road are expected to meet the City’s adopted performance standard, even without
any additional improvements. While their operation is significantly diminished in 2030, the
intersections would still operate well within the City’s standard.

Table 3: 2030 No Build Design Hour Intersection Operations

ODOT Facilities — Volume to Capacity Ratio Determines Performance Standard

Wilsonville Rd/SB Ramps >1.00 0.85 F - No

Wilsonville Rd/NB Ram s >1.00 0.85 F - No

F D No
Wilsonville Road/Town
Center Loop West >1.00 - F D No
Wilsonville RoadlRebekah
Street 0.63 - C D Yes
Wilsonville Road/Town
Center Loop
East/Memorial Drive 0 89 - C D Yes

Notes: (XX) = critical movement

= signalized intersection

U = unsignalized intersection

Wilsonville I-S lAMP
Appendix D: Future Travel Forecasts and Needs Analysis
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Future 2030 Deficiencies

Traffic Operations

As previously discussed, and illustrated in Figure 7, the study area intersections nearest the interchange
are not projected to operate within adopted performance standards in 2030 without additional
improvements. In focusing on the operational deficiencies, four locations are identified:

• The intersection at Boones Ferry Road!Wilsonville Road
• The intersection at 1-5 Southbound Ramps/Wilsonville Road
• The intersection at 1-5 Northbound Ramps/Wilsonville Road
• The intersection at Town Center Loop West/Wilsonville Road

Boones Ferry Road at Wilsonville Road

This intersection meets performance standards under existing conditions, however, with traffic volumes
projected to increase by 2030, including the development of the Fred Meyer property to the south, this
condition worsens substantially and the intersection will not meet performance standards in 2030
without further improvements. The primary conflict at this intersection is the eastbound through traffic
and the westbound left turning traffic (into Fred Meyer site).

1-5 Northbound and Southbound Ramps at Wilsonville Road

These intersections did not meet ODOT’s level of service threshold under existing conditions and their
performance only decreases over time. Substantial improvements will be required for these
intersections to operate acceptably. Key conflicts at these intersections include through traffic on
Wilsonville Road against traffic turning northbound and southbound onto the 1-5 on-ramps.

Town Center Loop West at Wilsonville Road

This intersection operated acceptably under existing conditions (when considered independently of
adjacent intersections and queue spillover from the interchange area), but its operation declines
substantially by 2030 due to increased traffic volumes on Wilsonville Road and the closure of Parkway
Avenue to the west. Substantial improvements will be required for this intersection to operate
acceptably in the future. The primary conflict at this intersection is the eastbound left turning traffic
against the westbound through traffic on Wilsonville Road.

Wilsonville 1-5 lAMP October 2009
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Access I Intersection Spacing

In Chapter 3, the existing access spacing on the area street network was compared to adopted access
management spacing standards. It was found that on Wilsonville Road, the number of approaches to the
roadway is greater than would be allowed under both ODOT’s and the City’s spacing standards.

General access/intersection spacing considerations will be discussed relative to the four quadrants
surrounding the 1-5/Wilsonville Road interchange.

Northeast Quadrant: This area generally includes the properties bounded by Town Center Loop,
including the Town Center shopping center, Fry’s electronics and many other commercial businesses.
The access points on Wilsonville Road, while not in compliance with City and ODOT standards (which
would require the first full access to be located east of Holly Lane), are fairly limited, including access
only at Town Center Loop West, Town Center Loop East, and Rebekah Street, all signalized
intersections. The businesses in this area are generally well served by an internal local street system as
well, especially since the recent extension of Parkway Court, providing connections to both Town
Center Loop West and Town Center Loop East.

Recommendation: Within the northeast quadrant, no recommendations are made for additional access
restrictions to Wilsonville Road.

Southeast Quadrant: This area includes The Village at Main Street, businesses on Parkway Avenue,
the library and residential areas to the south. This area is fully developed west of Memorial Drive and
South of Wilsonville Road. An internal local street system has been developed that serves the area
fairly well. The closure of Parkway Avenue to Wilsonville Road has been previously discussed and is
anticipated with the reconstruction of the 1-5/Wilsonville Road Interchange. In addition to the
signalized intersections at Town Center Loop West, Rebekah Street and Town Center Loop
East/Memorial Drive, there are two additional access points. There is a right-in only access to The
Village at Main Street just west of the Town Center Loop West intersection and a right-in/right-out only
access at Holly Lane. The right-in only access into The Village at Main Street does not conform to
ODOT access spacing, which requires 750 feet from the interchange ramp terminal. This access is less
than 500 feet from the 1-5 northbound interchange ramp terminal.

Recommendation: It is recommended that the right-in only access to The Village at Main Street,
located approximately 450 feet from the 1-5 northbound interchange ramp terminal should be closed
upon redevelopment of the site or as deemed appropriate by the City Engineer.

Northwest Quadrant: This area includes the property between 1-5 and the railroad tracks, north of
Wilsonville Road. The property is divided into two separate areas by Boones Ferry Road, which runs
north and south through the area. Access to these properties is very difficult due to existing roadways
(Boones Ferry Road, Wilsonville Road and 1-5), a large berm separating the western property from the
property to its north, a railroad track running north and south to the west of the property and the
isolation of the property east of Boones Ferry Road. Access points to these properties do not meet City
or ODOT spacing standards. Each property has only one access to Wilsonville Road, however, cross-
connection between the properties would be difficult, given the narrow depth of the properties and the
existence of a large berm along the properties’ northern borders. There is a right-in only access to
Burger King that should be closed upon redevelopment or as deemed appropriate by the City Engineer.

Wi(sonvi(Ie 1-5 lAMP October 2009
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Recommendation: Consider driveway consolidation andlor access easements between properties as
redevelopment occurs.

Southwest Quadrant: This area includes the Lowries Shopping Center that includes the Walgreens and
Albertsons properties. Recent redevelopment of this property has consolidated numerous access points
along Wilsonville Road to one right-in/right-out only access and one full access between the railroad
tracks and Boones Ferry Road. While these access points are not in conformance with City or ODOT
standards, they have recently been reconstructed and redevelopment is unlikely in the near future. In
addition, local circulation between Wilsonville Road and Boones Ferry Road is available and should be
maintained.

Recommendation: No additional access restrictions are recommended beyond the consolidation that
recently occurred with the Lowries redevelopment. No new access points should be developed along
Wilsonville Road between Boones Ferry Road and the railroad tracks. If the Lowries property is
redeveloped, the existing access points should be consolidated while maintaining local circulation
connections to Boones Ferry Road.

From the discussion above, it can be seen that there are a significant number of access points that will
require closure if compliance with spacing standards is to be attained. Options to explore for moving in
the direction of the applicable access management spacing standards that should be considered during
the development of preliminary improvement alternatives should include:

• The construction of new local roads to provide alternate access;
• The establishment of shared access points by creating easements; and
• The purchase of access rights for long-range protection.

Signal Spacing

ODOT’s desired traffic signal spacing is ‘/2-mile. Under existing conditions, there are several signals on
Wilsonville Road within ‘/2-mile of the ramp terminals. In addition to the signals at both the 1-5
northbound and southbound ramp terminals, there are signals at the intersections with Boones Ferry
Road, Town Center Loop West, Rebekah Street, and Town Center Loop East/Memorial Drive.
Currently, no additional traffic signals are planned in the lAMP Management Area.

It should be noted that signals spaced at least ‘/2-mile (2,640 feet) apart generally do not impact each
other and can operate without need for coordination. When closer than ‘/z-mile, coordination of adjacent
signals is typically recommended, especially on the state system, but the ability of the signals to operate
well together is usually very good if spaciig of at least ¼-mile (1,320 feet) is maintained. Under ¼-
mile, coordination of adjacent signals is strongly recommended, with the ability of these signals to
function without impacting each other degrading as spacing decreases. The City of Wilsonville and
ODOT currently operate the traffic signals within the study are as part of a coordinated system.

Figure 8 illustrates the study area and identifies the locations of the existing traffic signals. As shown,
the signals on Wilsonville Road do not maintain spacing of at least 1,000 feet, therefore, it will be
critical for the signals on Wilsonville Road to have continued traffic signal coordination. Given the
resulting signal spacing on Wilsonville Road from these planned signals, it is recommended that no
additional signals be constructed in the lAMP Management Area.

Wilsonville 1-5 lAMP October 2009
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Recommendation: Within the TAMP Management Area, no additional signals should be approved on
Wilsonville Road. In addition, left turn prohibition (from Wilsonville Road) may be considered at the
intersections of Boones Ferry Road and Town Center Loop West, forcing left turning traffic to use
Kinsman Road and Rebekah Street or Town Center Loop East, respectively.

Local Connectivity

When planning for future streets to enhance local connectivity in the TAMP area, consideration should
be given to the following deficiencies.

• Improving East-West Connectivity: Within the TAMP study area, there are several north-
south routes of significant length, but fewer east-west routes due to a limited number of
crossings at 1-5 and the railroad tracks. This could result in increased demand at the available
crossings, putting pressure especially on Wilsonville Road and Boeckman Road. A number of
collector street extensions have been identified and are included in the City’s Transportation
System Plan and Capital Improvement Program.

• Reducing Access Points to Wilsonville Road, both east and west of the Interchange:
There are a number of intersections and driveways that are not in compliance with ODOT and
City access spacing standards. While it is unlikely that major intersections in the vicinity of the
interchange (i.e. Boones Ferry Road, Town Center Loop West, Rebekah Street) will be
eliminated, consideration should be given to eliminating or consolidating individual driveways
within 1,320 feet of the interchange. The intersection of Parkway Avenue!Wilsonville Road is
planned to be eliminated, with alternate access provided via Holly Lane and Town Center Loop
West. Other areas where elimination and/or consolidation should be considered include the
right-in only driveway just east of Parkway Avenue at Wilsonville Road, and the right-in/right-
out driveway at Holly Lane on the east side of the freeway. On the west side, none of the
driveways on either the north or south side of Wilsonville Road, east of the railroad tracks, are
in compliance with ODOT’s interchange spacing standard (1,320 feet). An access
management/circulation plan should be developed for the north side of Wilsonville Road west
of the I-5!Wilsonville Road interchange that could be implemented at the time any
redevelopment occurs in these areas.

WilsonvilIe 1-5 lAMP October 2009
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Freight Mobility

As noted in Chapter 3, the current land use zoning in the TAMP area includes commercial zoning in the
immediate vicinity of the interchange, with industrial zoning generally the next closest (primarily on the
west side) and residential zoning of various densities further to the east and west.

Wilsonville Road carries a fair amount of truck traffic, moving freight through and within the City, but
the trips are primarily associated with origins or destinations within the City (i.e. not through traffic).
Considering the zoning surrounding this area, most local truck trips are anticipated to be traveling to
and from the commercial and industrial developments along Wilsonville Road and to industrial
development generally on the west side of 1-5. Therefore, the routes most heavily relied upon for freight
movement in the TAMP area would include Wilsonville Road, Kinsman Road, Boones Ferry Road and
Town Center Loop.

All of these routes are currently constructed to accommodate normal truck traffic. The future projects to
construct the Kinsman extension, Brown Road extension, Boeckman extension, Barber Street extension
and Canyon Creek extension will also be constructed to accommodate normal freight movement
requirements and will comply with the City of Wilsonville Transportation Systems Plan4 for City
streets.

Wilsonville Road is not designated as an NHS (National Highway System) route5. More stringent
freight standards that would apply to NHS routes, do not apply to Wilsonville Road. Due to the local
nature of freight travel in Wilsonville, design standards sometimes used for “over-wide” and “over-
high” freight traffic are not required to be applied on Wilsonville City streets.

Bicycle and Pedestrian Facilities

Bicycle and pedestrian facilities exist for the entire length of Wilsonville Road within the IAIvIP
Management Area. Most of the arterial and collector side streets also have pedestrian facilities. There
are a few key facilities in the Management Area that do not contain bicycle facilities. Notably, Boones
Ferry Road (north of Wilsonville Road) and Town Center Loop do not provide bicycle facilities at this
time. The City of Wilsonville Transportation Capital Improvement Plan (CIP) contains several projects
including bike lane construction, sidewalk construction, and complete street modernization!
reconstruction. The following CIP projects will improve bicycle/pedestrian facilities in Wilsonville:

• 1-5/Wilsonville Road Interchange reconstruction will provide wider bike lanes and sidewalks
• Wilsonville Road 6-lane enhancement will provide wider bike lanes and wider sidewalks
• Kinsman Road extension will provide bike lanes and sidewalks giving access to the commuter

rail station
• Barber Street (Kinsman to Boberg) will provide bike lanes and sidewalks
• Barber Street (Kinsman to Coffee Lake Drive) will provide bike lanes and sidewalks,

connecting Villebois to commercial areas and to commuter rail
• Widening of Grahams Ferry Road in Villebois will provide bike lanes and sidewalks

City of Wilsonville Transportation Systems Plan,2003..
Oregon Highway Plan, 1999, State Highway Classification System and Intermodal Connectors on the

NHS, Portland Regional Enlargement.
Wilsonville 1-5 lAMP October 2009
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• One of the connectivity projects identified in the Bike/Ped Master Plan in the Town Center area

Some remaining gaps will be filled by land development. Additionally, there are a number of key
bicycle/pedestrian projects identified in the City’s Bicycle and Pedestrian Master Plan6 that, if funded,
would improve bicycle and pedestrian connectivity in the vicinity of the interchange:

• Town Center Loop Bridge — Provides an additional connection across 1-5, connecting Boones
Ferry Road and Town Center Loop

• Memorial Drive/5th Street Overpass — Provides an additional connection across 1-5, connecting
Old Town neighborhood center, Boones Ferry Road (south of Wilsonville Road) and Boone
Bridge with The Village at Main Street and Memorial Park

• A variety of other smaller scale bicycle and pedestrian improvements and enhancements such
as widening, retrofitting sidewalks with curb ramps, highlighting crosswalks with colored
pavement or other technique, etc.

Multi-modal Constraints

The major modes of transportation existing within the TAMP area include motor vehicles (passenger
cars and trucks), freight trains, bicycles, and pedestrians. With the construction of planned
improvements listed in the City’s Transportation CIP and the interchange reconstruction project, the

area street network will provide for adequate facilities for motor vehicle, bicycle, and pedestrian travel.

Potential Mode Conflicts

With the completion of the planned improvement projects in the City’s Transportation CIP, most of the
arterial and collector streets within the lAMP area will maintain separate bicycle lanes and sidewalks to
minimize motor vehicle, bicycle, and pedestrian conflicts.

Potential Right of Way Constraints

While some vacant or underdeveloped land remains in the lAMP area, there are a number of potential
constraints to the purchase of additional right of way for future roadway alignments. In addition to
existing developments, other features impacting potential roadway alignments include Interstate 5, the
Western Pacific railway and lands zoned for park use.

6 Bicycle and Pedestrian Master Plan, City of Wilsonville, Alta Planning and Design, Adopted
December, 2006.
Wilsonville 1-5 lAMP October 2009
Appendix D: Future Travel Forecasts and Needs Analysis Page D-19



Interstate 5/Wilsonville Road lAMP

Appendix E: Develop and Evaluate Alternatives



DKS Associates
TRANSPORTATION SOLUTIONS

Appendix E: Develop and Evaluate Alternatives

This appendix addresses land use and transportation alternatives for the interchange management area.
While land use alternatives are not planned, a range of facility improvements for providing adequate
operation of the proposed interchange improvements and surrounding transportation system were
developed and evaluated. This chapter summarizes the alternatives considered, including cost estimates,
and provides prioritization for the implementation of these alternatives through recommended short and
long-range actions. An Access Management Plan was also developed for the Management Area.

Future Land Use Alternatives
This TAMP is based on the City of Wilsonville’s Comprehensive Plan and associated Zoning Map1 that
is currently adopted, as shown in Figure 1. Much of the land in the vicinity of the interchange is
already developed and land that has not yet been developed has been accounted for in future land use
estimates as described in the previous chapter of this report. Therefore, no land use alternatives have
been developed as a part of this lAMP project.

Transportation Facility Improvements
Transportation alternatives are aimed at improving capacity and safety through measures such as traffic
controls, turn lanes, enhanced street connectivity, and system management techniques. This TAMP is
unique in that previous studies have identified a number of interchange alternatives and a preferred
alternative has already been selected. This lAMP will document the analysis and decision process that
was previously conducted and summarize the preferred alternative. Previously considered alternatives
are described below.

Previously Considered Alternatives
As part of the 1-5/Wilsonville Freeway Access Study2 several alternatives were considered for the I
5/Wilsonville Road interchange, including the following:

1. Lengthening ramps to standard configurations and lengthening vertical curves on Wilsonville Road
to standard geometry (this would be necessary with any option.)

2. Reconstruction of the existing Wilsonville Road interchange. This would include widening the
ramps and constructing additional turn lanes on Wilsonville Road and ramp terminals.

3. Partial cloverleaf interchange design with loop on-ramps (also know as “parclo”)

4. Single-Point Urban Interchange (SPUI)

5. Split diamond interchange with Barber Street

6. Split diamond interchange with Memorial Drive/5th Avenue

‘City of Wilsonville Comprehensive Plan Map, dated January 11, 2005. City of Wilsonville Zoning Map, dated
February, 2008.
2 I-5/Wilsonville Freeway Access Study, by DKS Associates, November, 2002.
WilsonvilIe 1-5 lAMP October 2009
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Each interchange option was evaluated to assess the potential benefit to the Wilsonville Road
interchange and freeway operating conditions. The enhanced interchange, “parclo” design, Single-
Point Urban Interchange (SPUI), and split diamond interchange options all have the potential to relieve
the freeway access capacity deficiencies in 2020 (the analysis year for the Freeway Access study).
Based on the screening level operational analysis, a reconstruction of the existing interchange with
improved ramp and roadway design (combination of #1 and #2 in the list above) was chosen, by both
ODOT and the City of Wilsonville, as the preferred alternative to move forward with for the
Wilsonville Road interchange improvements. Although the other interchange options would operate
with acceptable conditions, they would have significantly more right-of-way and cost impacts. The
concepts that were considered are shown in the Appendix.

The 1-5/Wilsonville Road Freeway Access Study also considered the construction of an interchange on
1-5 at Boeckman Road. The study reports that the Boeckman Road interchange would not meet ODOT
and FHWA access spacing policies for either freeway interchange spacing or ramp terminal spacing to
adjacent traffic signals3without requesting at least one exception. In evaluating the two freeway access
improvement alternatives (an enhanced Wilsonville Road diamond interchange and a new Boeckman
Road interchange to 1-5) it was found that improvements to the existing Wilsonville Road interchange
would be necessary with either interchange alternative. The study finds that an enhanced Wilsonville
Road diamond interchange meets future 2020 motor vehicle performance measures, given model
projections. However, the same model projects that the Boeckman Road interchange, or other access
improvements, along with 1-5 mainline improvements would be necessary to meet motor vehicle
performance measures and safety concerns beyond the 2020 planning horizon. A decision was later
made to abandon the I-5/Boeckman Road interchange concept, largely because of difficulty in meeting
access spacing requirements4,especially on I-S.

A number of follow-up studies were conducted, as listed below:

• Wilsonville Public Facilities Transportation Strategy Supplemental Analysis, DKS Associates,
July, 2006

• 1-5/Wilsonville Road Interchange ODOT/FWHA Additional Analysis, DKS Associates,
October, 2007

• 1-5/Wilsonville Freeway Access Study (Wilsonville Road/I-5 Interchange Additional
Transportation Analysis: Task 3), DKS Associates, April 18, 2008

• Wilsonville RoadJI-5 Interchange Additional Transportation Analysis — Eight-Lane AM/PM
Analysis: Task 3A, DKS Associates, April 30, 2008

• Wilsonville Road/I-5 Interchange Additional Transportation Analysis — Merge/Diverge
Analysis: Task 4, DKS Associates, April 25, 2008

Through this analysis, which was updated to reflect 2030 traffic volumes from the ODOT/FHWA
report forward, it was determined that the ultimate configuration of the 1-5/Wilsonville Road
Interchange would be the eight-lane alternative (see Figure 2) and the interim solution would be the

1-5/Wilsonville Freeway Access Study, by DKS Associates, November, 2002, pps. 28-30.
In order to mitigate the lack of access spacing between interchanges on 1-5, additional land intensive measures

would be required. Auxiliary lanes on 1-5 would improve performance, but to produce acceptable weaving
section capacity on 1-5, modified ramp configurations would be necessary (potentially a collector-distributor
roadway system or braided ramps) between Wilsonville Road and Boeckman Road due to the short spacing
between interchanges (1-5/Wilsonville Freeway Access Study, November, 2002).
Wilsonville 1-5 lAMP October 2009
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enhanced six-lane alternative. The enhanced six-lane alternative is not shown since it is currently in
design and minor changes are currently underway.

The eight-lane alternative not oniy includes additional lane capacity on Wilsonville Road, but also
includes the addition of a southbound right turn lane at Town Center Loop West and an additional
eastbound through lane at Boones Ferry Road. The eight-lane alternative also provides considerable
storage for the dual left turns at both the 1-5 northbound and southbound ramps.

The enhanced six-lane alternative was iteratively developed to meet intersection performance standards
through 2020. Corridor performance standards would marginally be met during the PM peak period in
2020, although they generally would be met during the AM peak period in 2020. The testing for this
alternative was conducted with and without a third eastbound through lane on Wilsonville Road at
Boones Ferry Road. It was determined that this lane would be necessary and was included in the
alternative going forward. This project is currently being designed, with minor variations.

The Wilsonville Transportation Systems Plan (2003) includes the eight-lane alternative (see Appendix)
as part of its adopted “Alternative 2” plan. The Statewide Transportation Improvement Program (STIP)
included the enhanced six-lane interchange in its 2008-2011 Approved STIP6.

Since these recently conducted studies (or series of studies) all concluded that the best short term
improvement based on the limited funds available is a reconstruction of the 1-5/Wilsonville Road
interchange using the enhanced six-lane alternative as the basic design and a design project is currently
underway to design the project, this TAMP assumes the enhanced six-lane is the preferred short-term
alternative. Additional analysis and evaluation was not conducted to justify this result. It is also
assumed, based on the Freeway Access Study (and follow-up studies listed above) that the eight-lane
alternative would be the ultimate preferred alternative under 2030 operating conditions.

Analysis demonstrating the performance of the long term, eight-lane alternative is shown below.

Performance Measures
Operational Performance was evaluated for the Eight-lane alternative. Analysis of the Wilsonville
Road interchange alternatives focus on several measures of effectiveness (MOE’s) used to quantify
operating conditions during peak periods. The MOE’s were calculated using two methods:

1. Isolated intersection evaluation (based on 2000 Highway Capacity Manual intersection
capacity procedures) and

2. Corridor evaluation (average result of 5 simulation runs using SimTrafficTM software). Both
of these methods are critical to provide a clear representation as to future interchange
operations.

The isolated and corridor MOE’s are discussed in detail in the following sections. Table 1 summarizes
the MOE’s used as part of this additional analysis and the method used to quantify each MOE.

2003 Transportation Systems Plan, City of Wilsonville, Adopted June 2, 2003, Chapter 4: Motor Vehicle
Facilities.
6 2008-2011 STIP, Key number 15108, 1-5 Wilsonville Interchange, interchange improvements, $11,500,000.
Wilsonville 1-5 lAMP October 2009
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Table 1: Measures of Effectiveness

Measures of Effectiveness Method Used

HCM average intersection vehicle delay Isolated intersection
evaluation

HCM intersection level-of-service Isolated intersection
evaluation

HCM intersection volume-to-capacity ratio Isolated intersection
evaluation

HCM arterial level-of-service Corridor evaluation

HCM equivalent average intersection vehicle delay Corridor evaluation
95th percentile queuing Corridor evaluation

Isolated Intersection Evaluation (HCM Procedures)

Highway Capacity Manual intersection capacity procedures were used to estimate the average
intersection vehicle delay, intersection volume-to-capacity (V/C) ratio, and intersection level-of-service
(LOS) for signalized intersections during peak hour operations. It is important to note that this
methodology assumes each intersection operates in isolation and does not account for impacts
associated with adjacent traffic signals within the corridor that could influence the actual operations
such as queuing into upstream intersections.

Intersection Operations Requirements

The City of Wilsonville’s operational threshold for signalized intersections is LOS “D” during peak
hour operations.7 For design purposes, ODOT operational requirements demand an intersection
volume-to-capacity ratio (V/C) of 0.75 or less during peak hour operations.8 For planning purposes, the
1-5 northbound and southbound interchange ramps at Wilsonville Road are subject to ODOT’s
intersection operation criteria while the remaining intersections (Wilsonville RoadJBoones Ferry Road,
Wilsonville Road/Town Center Loop West, and Wilsonville Road/Rebekah Street) are subject to meet
City intersection operation criteria.

Eight-Lane Wi Isonvi Lie Road Alternative
This section summarizes future 2030 AIVI and PM peak hour intersection operations (isolated and
corridor) at the Wilsonville/I-5 interchange area study intersections for the 8-lane alternative.

Isolated Intersection Evaluation (HCM Procedures)

Table 2 summarizes 2030 AM and PM peak hour isolated intersection operations at study intersections.
During the 2030 AM peak hour, all study intersections would continue to meet the City’s intersection
operating standards under the 8-lane alternative, however, both ramp terminals would exceed ODOT’s

City of Wilsonville Code, Section 4.140, p. 163.
82003 Highway Design Manual, Table 10-1: 20 Year Design-Mobility Standards (Volume/Capacity [V/C])
Ratio, Interstate Highways and Statewide (NHS) Expressways in MPO.
Wilsonville 1-5 lAMP October 2009
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Highway Design Manual volume-to-capacity threshold of 0.75g. All study intersections would operate
at an acceptable LOS “C” or better based on HCM isolated capacity analysis.

Likewise, all study intersections would continue to meet both the City of Wilsonville peak hour
intersection operating criteria during the 2030 PM peak hour under this alternative, however, both ramp
terminals would again exceed the Highway Design Manual’° threshold of 0.75. A design exception will
be required for both the ramp terminal intersections (Wilsonville Road/I-5 Southbound Ramps and
Wilsonville RoadJI-5 Northbound Ramps), which would operate with volume-to-capacity ratios of 0.87
and 0.78, respectively.

Table 2: Eight-Lane Wilsonville Road
2030 Intersection Operating Conditions (AM/PM Peak Hour)

2030 AM Peak Hour 2030 PM Peak Hour
Intersection Operations Delay LOS V/C Delay LOS V/C
Wilsonville Rd/Boones Ferry Rd 23.4 (21.4) C 0.66 38.2 (76.0) D 0.88
WilsonvilleRd/I-5 Southbound Ramps 19.1 (19.8) B 0.78 30.1 (33.9) C 0.87
Wilsonville Rd/I-5 Northbound Ramps 22.8 (22.6) C 0.78 25.4 (47.5) C 0.78
Wilsonville Rd/Town Center Lp West 20.3 (19.2) C 0.57 28.1 (37.6) C 0.75
Wilsonville Rd/Rebekah St - - - 17.9 (23.0) B 0.58
Wilsonville Rd/Town Center Lp East - - - 35.6 (33.0) D 0.85
Delay — Average intersection stopped delay per vehicle
LOS — Intersection level-of-service (ODOT uses V/C 0.75 as standard11 for design and a V/C of 0.90 for planning
purposes, City of Wilsonville uses LOS D as standard)
(Delay) — Average intersection stopped delay per vehicle via simulation for comparison purposes to the Highway
Capacity Manual

Corridor Evaluation (SimTrafficTM Simulation)

Equivalent HCM capacity results based on corridor evaluation are shown in parenthesis in Table 2
above for this alternative. During this time period, operations would begin to become impacted by
operations at upstream and downstream intersections due to queuing.

The intersection of Wilsonville Road!Boones Ferry Road would be characterized by excessive queuing
along the eastbound and westbound approaches. All remaining study intersections would operate
acceptably during the 2030 PM peak hour under the 8-lane alternative.

Simulation of the interchange area under this alternative indicates that Wilsonville Road would operate
at an HCM arterial Level of Service “C” for both the eastbound and westbound travel directions during
the 2030 AM peak hour. Average travel speeds through the interchange area would be 17-19 mph.
Wilsonville Road would to operate at HCM LOS “D/C” for the eastbound and westbound directions
during the 2030 PM peak hour based on the simulation results. During this time period, average travel
speeds in the eastbound direction would fall to approximately 12 mph. The arterial level of service is
summarized in Table 3.

2003 Highway Design Manual, Table 10-1: 20 Year Design-Mobility Standards (V/C [Volume/Capacity] Ratio,
Interstate Highways and Statewide (NHS) Expressways in an MPO.
tO 2003 Highway Design Manual, Table 10-1: 20 Year Design-Mobility Standards (V/C [Volume/Capacity]
Ratio, Interstate Highways and Statewide (NHS) Expressways in an MPO.

2003 Highway Design Manual, Table 10-1: 20 Year Design-Mobility Standards (V/C [Volume/Capacity]
Ratio, Interstate Highways and Statewide (NHS) Expressways in an MPO.
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Table 3: Arterial Level-of-Service

2030 AM Peak Hour 2030 PM Peak Hour
Arterial LOS Eastbound Westbound Eastbound Westbound

LOS LOS LOS LOS
Wilsonville Road (Boones Ferry Road to

D C
Town Center Loop West)

Future 2030 Queuing Analysis

Queuing results of the simulation for the 2030 AIvI and PM peak hour under the 8-lane alternative are
shown in Table 4. As shown, during the AM peak hour, only one estimated 95th percentile queue would
spill back into an upstream intersection. The eastbound left turn at the Wilsonville Road/I-5
northbound ramp would spill back past the 1-5 southbound ramp. However, operations at the 1-5
southbound ramp would not be significantly impacted.

Four movements along Wilsonville road would exceed the available storage under 2030 PM operating
conditions assuming the 8-lane alternative. Queues originating from the westbound approach at Boones
Ferry Road would propagate back through the 1-5 southbound ramp intersection. Additionally, queuing
along the eastbound approach at Boones Ferry Road would extend back to the Wilsonville
RoadlKinsman Road intersection.

Table 4 indicates that no 95th percentile queues along the 1-5 off-ramps would exceed the available turn
lane storage during the 2030 AM and PM peak hours. Therefore, these queues would not extend back
into the freeway mainline.

Table 4: Eight-Lane Wilsonville Road
2030 95th Percentile Queuing (AMI°M Peak Hour)

Intersection on Intersection Available Vehicle 2030 95 Percentile Queue (feet)
Wilsonville Road Approach Storage (feet) AM Peak Hour PM Peak Hour
Boones Ferry Road EB Through 1,240 340 >1,240

WBLeft 400 150 375
WBThrough 440 430 >440

1-5 Southbound EB Through 460 310 350
Ramp WBLeft 420 250 >420

WBThrough 420 400 350
SB Left 450 250 325

SB Right 450 350 275
1-5 Northbound EB Left 420 >420 400
Ramp EB Through 420 325 >420

WBThrough 625 175 375
NB Left 360 475 350

NB Right 360 250 350
Town Center Loop EB Left 450 300 375
West EB Through 570 175 475

WBThrough 850 275 600
Available vehicle storage distance from stop bar to upstream intersection crosswalk/stop bar
EB — Eastbound; WB — Westbound; NB — Northbound; SB — Southbound
951h percentile queues rounded to nearest 20 feet
Bolded values indicate queues that would exceed available vehicle storage

Wilsonville 1-5 lAMP
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Future 2030 Operating Conditions Findings

• Isolated Intersection Evaluation Findings: The 8-lane alternative will provide the necessary
capacity at the Wilsonville Road interchange area during the AM peak hour through 2030 based
on HCM isolated intersection capacity analysis methodology. During the PM peak hour, one
intersection would not meet ODOT’s Highway Design Manual Standard. The intersection at
the 1-5 Southbound Ramps/Wilsonville Road would not meet ODOT’s Highway Design
Manual standard, which requires that these intersections be designed to operate at a volume-to-
capacity ratio of 0.75 or lower. A design exception will be required for this intersection. All
City study intersections would operate at HCM LOS “D” or better during both the AM and PM
peak periods and would meet City of Wilsonville peak hour operational requirements.

• Corridor Evaluation Findings: Arterial assessment of the Wilsonville Road interchange via
simulation revealed that Wilsonville Road would operate at HCM arterial LOS “C” for both the
eastbound and westbound travel directions during the 2030 AM peak hour. During the 2030
PM peak hour, Wilsonville Road would operate at HCM arterial LOS “D” for the eastbound
and LOS “C” for the westbound travel directions. Average travel speeds on Wilsonville Road
in the eastbound direction would be approximately 12 miles-per-hour during the 2030 PM peak
hour.

• Queuing Findings: During the 2030 PM peak hour, queuing between study area intersections
would occur at a couple of locations, only on Wilsonville Road. Queue spill back would occur
along Wilsonville Road in the eastbound and westbound directions between the intersections of
Boones Ferry Road, I-S southbound ramps, and 1-5 northbound ramps. These queue spill backs
may be able to be relieved with signal timing adjustments. Importantly, queuing along the I-S
off-ramps would not spill back into required deceleration areas or I-S mainline traffic.

Local Connectivity Plan
The future deficiencies analysis (see previous chapter), two areas were highlighted where local
connectivity was in need of improvement, including:

Improving east-west connectivity;

Reducing access points to Wilsonville Road, both east and west of the interchange.

In response to these needs, a local connectivity plan was developed that builds on existing and planned
streets in the TAMP area. Many of these connections were identified previously in the Wilsonville
Transportation Systems Plan.’2 This plan not only improves overall connectivity throughout the
interchange management area, but provides the ability to consolidate approaches to Wilsonville Road,
while maintaining accessibility to individual properties in the corridor. Figure 3 displays the local
connectivity plan, with key elements described below. East-west connectivity will be enhanced through
the construction of several projects that are either planned or under construction:

• Barber Street extension (planned — northwest of Management Area — extending Barber Street
from Kinsman Road west to Grahams Ferry Road through Villebois)

• Brown Road extension (planned — extending Brown Road from its current southern terminus at
Wilsonville Road south and east to connect to Boones Ferry Road at either 5th Street for Bailey
Street)

• 5th Street to Memorial Drive overcrossing (potential connection — this would not be an auto
connection, it would be a bicycle/pedestrian connection only)

12 Wilsonville Transportation Systems Plan, 2003, Figure 425, Network Connections.
Wilsonville 1-5 lAMP October 2009
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• Loop road connecting Wilsonville Road (near railroad tracks east of Kinsman Road) and
Boones Ferry Road (potential connection — upon redevelopment — as shown in Figure 3)

North-south connectivity will be enhanced through several projects that are either planned or proposed
as part of this plan:

• Kinsman Road extension (planned)

• North-South connection between Wilsonville Road and Bailey Street (through Lowries
property)

• North-south connection between Bailey Street and 5th Street east of Boones Ferry Road

Some of these projects will require either development or redevelopment to occur before they can be
constructed, even if funding were available. In particular, the Brown Road extension will require
development of properties south of Wilsonville Road and the ioop road connecting Wilsonville Road
and Boones Ferry Road would require redevelopment of several parcels in order to be fully built. The
over crossing proposed to connect 5th Street and Memorial Drive would be extremely expensive and is
unlikely to be constructed any time in the near future.

Reducing access points to Wilsonville Road will be achieved through the following actions:

To prevent access directly to the interchange crossroads within the access management spacing
standards for interchange areas, new streets have been included to provide alternate access to properties
in the immediate vicinity of the interchange. To the east of the interchange, these new streets would
enable the first access point to Wilsonville Road to be limited to Town Center Loop West, which is
approximately 675 feet from the nearest interchange ramp terminal (northbound ramps). To the west,
the first access point would be limited to Boones Ferry Road, which is approximately 585 feet from the
nearest interchange ramp terminal (southbound ramps). It should also be noted that an important
element of this plan includes the closure of the Parkway Avenue/Wilsonville Road intersection, which
is located within 200 feet of the northbound interchange ramp terminal. In addition, the right-in only
access to the Village at Main Street (east of Parkway Avenue and west of Town Center Loop West)
would also be closed as redevelopment occurs. Alternate access for both Parkway Avenue and the
right-in to the Village at Main Street would be provided via Town Center Loop West and Main Street
that was previously constructed by the City.

All proposed streets shown in Figure 3 would be constructed to City of Wilsonville standards’3.
Because of the relatively short segment lengths, it is assumed that all proposed streets would either be
classified as collectors or local streets. According to the City of Wilsonville’s Transportation Systems
Plan14, 5-foot wide sidewalks would be constructed as part of all collectors or local streets, with
separate bike lanes only being constructed for collectors and above.

Access Management Plan
A key element of the TAMP related to the long-range preservation of operational efficiency and safety
of the proposed interchange improvement is the management of access to the interchange crossroad
(Wilsonville Road), as well as to the mainline (Interstate 5). Because access points introduce a number
of potential vehicular conflicts on a roadway, can appear unexpectedly, and are frequently the causes of
slowing or stopping vehicles, they can significantly degrade the flow of traffic and reduce the efficiency
of the transportation system. However, by reducing the overall number of access points and providing
greater separation between them, the impacts of these conflicts can be minimized.

‘ City of Wilsonville, Public Works Standards — 2006, Section 2.
‘ City of Wilsonville Transportation Systems Plan, June, 2003, Chapter 4 — Motor Vehicle Facilities.
Wilsonville 1-5 lAMP October 2009
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Further Public Coordination Recommended
It should be noted that the recommended actions were based on currentproperty configurations and
ownerships. Shouldproperty boundaries change in the future through consolidation or other land use
action, the access management plan may be mod/Ied through agreement by the City of Wilsonville,
Clackamas County, and ODOT, where such modifications would move in the direction of the adopted
access management spacing standards in this plan. Additional access points should not be allowed
where they would resultfromfuture landpartitions or subdivisions. The actions listed in this plan shall
not prevent the reconstruction ofapproaches as necessary to meet City, County, or ODOT standard
design.

Implementation of the access management will occur incrementally over a long period of time because:

Some affected properties maintain infrastructure (e.g. buildings and internal roadways) that was
established based on prior approvals of access locations to the subject roadways, and

Some elements of the plan depend on the presence of new local public streets that can not be
constructed until funds are made available.

The access management recommendations in this plan have been prioritized and categorized into
short-range and long-range actions based on the constraints associated with their
implementation. Short-range actions are to be executed during the construction of the
interchange and the long-range actions are to be executed as needed funds become available or
as opportunities arise during property development/redevelopment.

To provide a basis for decision-making during the development of the access management plan, an
access management strategy was established. The objectives of this plan are listed below.

1. Restrict all access from abutting properties to the interchange and interchange ramps.

2. Meet, or move in the direction of meeting, ODOT adopted access management spacing
standards for access to interchange crossroads.

a. For Wilsonville Road from the southbound interchange ramp terminal to a distance of
1,320 feet to the west, the spacing standards from OAR 734-051-0125(2), Table 5 and
Figure 2 apply, which would restrict all access for the full distance of 1,320 feet, with a
right-in/right-out access allowed on the eastbound side of Wilsonville Road no closer
than 990 feet from the interchange ramp terminal and a right-in/right-out access
allowed on the westbound side of Wilsonville Road no closer than 750 feet from the
interchange ramp terminal.

b. For Wilsonville Road from the northbound interchange ramp terminal to a distance of
1,320 feet to the east, the spacing standards from OAR 734-051-0125(2), Table 5 and
Figure 2 apply, which would restrict all access for the full distance of 1,320 feet, with a
right-inlright-out access allowed on the westbound side of Wilsonville Road no closer
than 990 feet from the interchange ramp terminal and a right-in/right-out access
allowed on the eastbound side of Wilsonville Road no closer than 750 feet from the
interchange ramp terminal.

3. Meet, or move in the direction of meeting, the City of Wilsonville’s adopted access
management guidelines on Wilsonville Road from a point 1,320 feet from the southbound
interchange ramp terminal (or to Industrial Way, the western boundary of TAMP management
area) to the west and to a point 1,320 feet from the northbound interchange ramp (or to Town
Center Loop East/Memorial Drive, the eastern boundary of TAMP management area) to the

WilsonviHe 1-5 lAMP October 2009
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east. This would require access spacing of at least 1,000 feet between adjacent driveways
and/or streets on the same side of the roadway.

4. Tn attempting to meet access management spacing standards, exceptions may be allowed to take
advantage of existing property boundaries and existing or planned public streets, and to
accommodate environmental constraints.

5. Relocate private approaches on Wilsonville Road onto other public streets, where feasible, to
provide consolidated access to multiple properties.

6. Ensure all properties impacted by the project are provided reasonable access to the
transportation system.

7. Align approaches on opposite sides of roadways where feasible to reduce turning conflicts.

8. Short-range actions shall accommodate existing development needs, unless property is to be
purchased by ODOT.

Using this strategy, an action plan for each approach to the interchange crossroad was developed, as
shown below in Table 5. Short-range actions should be implemented during the construction of the
interchange. The long-range actions are to be implemented over the 20-year planning period as funding
becomes available or as opportunities arise through property development and/or redevelopment. The
long-range action plan has also been illustrated in Figure 4 to aid in the interpretation of the actions in
Table 5.

Table 5: Wilsonville Road Access Actions

Access Short-Range Action Long-Range Action

1 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

2 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

3 No action. Same as Short Range.

4 No action. Same as Short Range.

5 No action. Same as Short Range.

6 Close access upon interchange reconstruction. Same as Short Range.
Future access to be taken via Town Center Loop
West (see access 8) and Main Street.

7 No action. Evaluate access upon redevelopment.

8 No action. Same as Short Range.

9 No action. Evaluate access upon redevelopment. Access does not meet spacing standards,
however, it is a relatively low volume right-in, right-out only access.

10 No action. Evaluate access upon redevelopment. Access does not meet spacing standard,
however, location is signalized and removal of access is unlikely.

11 No action. No action.

12 No action. No action.

13 No action. Evaluate access upon redevelopment. Access does not meet spacing standard,
however, location is signalized and removal of access is unlikely.

14 No action. Same as Short Range.

15 No action. Same as Short Range.

16 No action. Same as Short Range.

17 No action. Close access upon redevelopment or at such time as reasonable alternate access

Wilsonville 1-5 lAMP October 2009
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Access Short-Range Action Long-Range Action

becomes available (e.g. through constructon of public roads or establishment of
easements).

18 No action. Same as Short Range.

19 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

20 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

21 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

22 No action. Close approach at such time as reasonable alternate access becomes available (e.g.
through construction of public roads or establishment of easements).

Notes: Refer to Figure 4 for location of accesses cited in the above table.

Prior to adopting or implementing the recommendations in this plan regarding access management,
input from affected property owners and tenants should be obtained to validate assumptions made
regarding property ownerships and the ability of short-range actions to accommodate existing
development needs.

Cost Estimates

Table 6 summarizes the construction cost estimates for the Phase 2 design (to be constructed in 2010-
11) as well as for the ultimate 8-lane improvement (anticipated to be needed by 2030)15. The Phase 2
design cost estimate includes 10% for construction engineering, 25% for contingencies, S2.8 million for
right-of-way acquisition and $2.5 million for preliminary engineering. The 2030 estimate also includes
right-of-way, engineering and contingencies.

Table 6: Construction Cost Estimates

Project Cost Estimate (2009 dollars)

Phase 2 Design (to be built in 2010-11) $22.0 million

Ultimate 8-lane Interchange (needed by 2030) $31.3 million

Difference - $9.3 million

• 15 Source: ODOT Region 1 and OTAK.
Wilsonville 1-5 lAMP October 2009
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Alternative Evaluation and Prioritization
With improvement alternatives identified, an evaluation of their ability to achieve the project goals will
be provided, followed by a prioritization of successful alternatives into short and long-range plans to
guide implementation.

Alternative Evaluation
Using the evaluation criteria developed for the 1-5/Wilsonville Road TAMP outlined previously (see
Chapter 2), the alternatives proposed were evaluated to ensure the goals established at the outset of the
project would be met. The objectives used included criteria related to safety, livability, mobility, and
feasibility. The results of this evaluation have been provided in the Appendix.

Prioritization of Improvements
The improvement alternatives recommended as part of the TAMP have been prioritized into short and
long-range actions, as shown in Table 7, to provide guidance for future implementation and funding.
Short-range actions represent immediate needs and are proposed to be implemented at the time of
interchange reconstruction. Long-range actions represent improvements that are not required
immediately, but should be sought after as opportunities present themselves. Long-range actions
typically represent improvements of less immediate priority or requiring higher levels of funding. These
improvements should be planned for construction within 10 to 20 years. The improvements listed in
Table 7 have also been illustrated in a Transportation Improvements Map (Figure 5) for the lAMP area.

It should be recognized that this prioritization of projects is not intended to imply that projects of higher
priority must be implemented before projects of lower priority. Should opportunities arise, through
private land development or other means, to construct specific projects earlier than the estimated time
frame provided by this list, those resources should be utilized.

TabLe 7: Transportation Improvement Prioritization

SIiort—Raiie liuproverndnts

• Planned reconstruction of 1-5/Wilsonville Road interchange.

• Short-range actions from access management plan.

I ,() ii — Raii i’ I iii I roveindnts

• Construct remainder of new public streets according to adopted Local Connectivity Plan.

• Long-range actions from access management plan.

• Construct 8-Lane Interchange

Note: Long-range improvements could be constructed sooner than anticipated as opportunities arise through private property development or
other means.

Wilsonville 1-5 lAMP October 2009
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Appendix G: Findings of Compliance

Statewide Land Use Goals

The City is proposing to adopt the Wilsonville Road lAMP as an element of the
Wilsonville Transportation System Plan, thereby amending the state-acknowledged
Wilsonville Comprehensive Plan. The following findings demonstrate that the adoption
of the Wilsonville Road TAMP is consistent with LCDC’s Goals.

Goal 1: Citizen Involvement
Goal 1 requires the development ofa citizen involvementprogram that is widespread,
allows two-way communication, provides for citizen involvement through allplanning
phases, and is understandable, responsive, andfunded.

Response: Appendix F of the Wilsonville Road TAMP contains a summary of the
public involvement efforts that were undertaken as part of the TAMP project. These
efforts included the following:

• Information about the project was available through the City’s website.
Public participation and communication regarding the interchange design
project was coordinated with City public involvement efforts. In addition,
the Consultant coordinated public involvement efforts with ODOT Region
1 Community Affairs and Public Affairs offices.

• The Consultant worked with the City of Wilsonville to establish a list of
key area stakeholders. These stakeholders were invited individually to
upcoming public events.

• A public open house was held on February 4, 2009, in conjunction with
the Wilsonville Interchange design project. The open house was used to
educate the public about interchange projects generally; present key issues
and concerns; discuss the draft problem statement; present some existing
conditions data; and inform them of next steps in project development.
The format of the meeting included interactive work stations and easy-to-
understand display boards.

• A public open house held on July 14, 2009 to discuss the proposed
interchange improvements and the related comprehensive plan and code
amendments. The format of the meeting included interactive work
stations and easy-to-understand display boards.

Both open houses were advertised in the City newsletter the month prior to the open
house and posted on both City of Wilsonville and ODOT websites. Additionally,
notice of the July 14th open house was sent via postcard to individuals near the
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proposed project and those who had expressed interest at previous public events.
Public comment was accepted via email, mail and telephone.

Notice of public hearings on the proposed changes to the City of Wilsonville
Comprehensive Plan and implementing ordinances were sent in advance of the
hearings, pursuant to City code requirements. Scheduled hearings will provide
opportunities for public comment on the proposed changes.

More detailed information about the public involvement program can be found in
Appendix F. This information demonstrates consistency with Goal 1.

Goal 2: Land Use Planning
This goal requires that a land use planning process andpolicyframework be established
as a basisfor all decisions and actions relating to the use of land. All local governments
and state agencies involved in the land use action must coordinate with each other. City,
county, state andfederal agency and special districts plans and actions related to land
use must be consistent with the comprehensive plans ofcities and counties and regional
plans adopted under Oregon Revised Statues (ORS) Chapter 268.

Response: Preliminary tasks for the Wilsonville Road lAMP included a thorough
review and analysis of all relevant state, regional and local planning documents in
order to establish a planning process and policy framework. The following
documents were reviewed:

• Oregon Transportation Plan
• State ODOT Coordination Program
• ODOT Division 51 Interchange Access Management Area Spacing

Standards for Approaches
• Transportation Planning Rule (OAR 660, Division 12)
• Statewide Planning Goals 1 (Citizen Involvement), 2 (Land Use

Planning), 11 (Public Facilities and Services) and 12 (Transportation)
• City of Wilsonville Transportation System Plan
• City of Wilsonville Comprehensive Plan
• City of Wilsonville Zoning Ordinances
• Clackamas County Comprehensive Plan
• Clackamas County Zoning Ordinances
• 1-5/Wilsonville Freeway Access Study
• Wilsonville Road Interchange Transportation Analysis Studies

This review identified how the documents influence planning for the Wilsonville
Road interchange project. Detailed review of plans and policies can be found in
Appendix A: Review Plans and Policies.

WilsonvilIe 1-5 lAMP October 2009
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The Wilsonville Road TAMP was prepared jointly by the City of Wilsonvilic and
ODOT and coordination between the two agencies took place routinely throughout
the process. A Project Management Team (PMT) was established to guide the TAMP
process. The PMT consisted of representatives from the City and ODOT. ODOT
staff will help facilitate and support the adoption of the TAIvIP by the City of
Wilsonville and, once locally adopted, by the Oregon Transportation Commission
(OTC). ODOT and the City will continue to coordinate on development activity and
land use actions within the interchange area.

Appendix G of the TAMP contains existing and proposed Comprehensive Plan
policies that support the TAMP. Adopting the lAMP will ensure that the
transportation element of the Comprehensive Plan (the TSP) is consistent with the
proposed Wilsonville Road Interchange improvements.

Goal 9: Economic Development
This goal requires that local comprehensive plans andpolicies contribute to a stable and
healthy economy in all regions of the state.

Response: The Wilsonville Road Interchange provides a vital function in supporting
local and regional economic development goals and plans. Local traffic, including
commercial vehicles, must have safe and efficient access to the interstate. The intent
of the IAIvIP is to protect the function of the interchange; proposed lAMP policy
language illustrates the City’s role in preserving capacity and improving operations at
the interchange. Adopting the TAMP will ensure that transportation improvements
will be available to support the planned employment uses in south Wilsonville,
consistent with this city economic development goal.

Goal 10: Housing
This goal requires the City plans providefor the appropriate type, location andphasing
ofpublic facilities and services sufficient to support housing development in areas
presently developed or undergoing development or redevelopment.

Response: While land in the immediate vicinity of the Wilsonville Road Interchange
is zoned for either commercial or industrial uses, the interchange serves all of south
Wilsonville, including existing and planned residential areas. The Interchange Area
Overlay Zone includes some areas zoned Planned Development Residential, as well
as an existing residential subdivision north of the Willamette River. Residential trips
were a part of the future (2030) traffic conditions analyzed at the 1-5/Wilsonville
Road interchange. The TAMP includes a list of physical improvements associated
with the Wilsonville Road Interchange that will ensure that the facility will continue
to operate safely and efficiently for all users. Preserving the function and capacity of
the interchange facility through the adoption of the lAMP will benefit travelers to and
from residential areas in the southern part of the city.
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Goal 11: Public Facilities and Services
Goal 11 requires cities and counties to plan and develop a timely, orderly and efficient
arrangement ofpublic facilities and services to serve as a frameworkfor urban and rural
development. The goal requires that urban and rural development be “guided and
supported by types and levels ofurban and ruralpublicfacilities and services
appropriatefor, but limited to, the needs and requirements of the urban, urbanizable and
rural areas to be served.”

Response: Transportation facilities are considered a primary type of public facility.
The lAMP documents the current and future transportation needs in the vicinity of the
Wilsonville Road Interchange. The analysis of possible alternatives resulted in a
package of improvements and an access management plan that are intended to meet
future transportation demand. The City will adopt the goals, policies, and
implementation measures related to the protection of the function and operation of the
Wilsonville Road Interchange.

Currently, the Comprehensive Plan contains policy language that states that proposed
development must be timed relative to the provision of public facilities and services.
Transportation facilities are included in the list of public facilities that must be
adequately provided for prior to or concurrently with urban level development.
Proposed policies address the function and management of the Wilsonville Road
Interchange specifically. Proposed policy language emphasizes the vital role of this
interchange to the state and the community and the importance of protecting this
facility for its intended function. Proposed language is consistent with the city’s
existing concurrency policies and the goals and objectives of the lAMP (see lAMP,
pages 11-13).

Goal 12: Transportation
Goal 12 requires cities, counties, metropolitan planning organizations, and ODOT to
provide and encourage a “safe, convenient and economic transportation system.” This is
accomplished through development of Transportation System Plans based on inventories
of local, regional and state transportation needs. Goal 12 is implemented through OAR
660, Division 12, also known as the Transportation Planning Rule (“TPR”). The TPR
contains numerous requirements governing transportation planning andproject
development. (See the “OAR 660, Division 12” section of this documentforfindings of
compliance with the TPR.)

Response: The purpose of the Wilsonville Road TAMP is to protect the function of
the interchange and its ability to serve future transportation demands, thereby
preserving the state’s investment in the facility. The TAMP contains a discussion of
the transportation analysis that was conducted in order to determine future demand,
available capacity, deficiencies, and necessary improvements for this interchange
area. The analysis demonstrates that the planned transportation facility will be
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adequate to safely and efficiently serve trips generated by future land uses for a
period of at least 20 years.

To implement the lAMP, it must be adopted into the City of Wilsonville’ s
Transportation Plan. Policy and zoning ordinance language, as provided in lAMP
Appendix G, is added to the City’s Comprehensive Plan and Development Code in
order to maintain interchange function and ensure that development inconsistent with
the objectives of the lAMP does not cause unexpected traffic volumes or create non
conforming access points. lAMP policies provide for coordination between the City
and ODOT for any land use actions proposed within the TAMP study area.

Local plans must be consistent with state plans. Subsequent to local action, adoption
of the TAMP by the Oregon Transportation Commission will amend the Oregon
Highway Plan to establish the long-range preferred interchange project alternative.

See additional findings under OAR 660, Division 12 Transportation Planning Rule.

Oregon Transportation Plan (2006)

The Oregon Transportation Plan (OTP) is the state’s long-range multimodal
transportation plan. The OTP is the overarching policy document among a series of plans
that together form the state transportation system plan (TSP). An TAMP must be
consistent with applicable OTP goals and policies. Findings of compatibility will be part
of the basis for TAMP approval. The most pertinent OTP goals and policies for
interchange planning are as follows:

POLICY 1.2 — Equity, Efficiency and Travel Choices
It is the policy ofthe State ofOregon to promote a transportation system with multiple
travel choices that are easy to use, reliable, cost-effective and accessible to all potential
users, including the transportation disadvantaged.

Response: Improved bicycle and pedestrian facilities are incorporated into the
design for the interchange reconstruction. Any new roadway projects (including local
streets) will meet current applicable standards. Pursuant to existing City
requirements, 5-foot wide sidewalks will be constructed as part of all collector or
local streets planned within the interchange area (see Local Street Connectivity Plan,
Figure 6), with separate bike lanes required for roadways classified as collectors or
above. The Local Street Connectivity Plan includes connections for bicycle and
pedestrians where street connections are not possible or practical.

POLICY 1.3 — Relationship ofInterurban and Urban Mobility
It is the policy of the State ofOregon to provide intercity mobility through and near
urban areas in a manner which minimizes adverse effects on urban land use and travel
patterns andprovides for efficient long distance travel.
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Response: The Wilsonville Road TAMP provides for improved safety and efficiency
for travelers accessing Interstate 5 and land in south Wilsonville and facilitates
intercity mobility between Wilsonville and the rest of the Portland metropolitan
region and jurisdictions to the south, including Salem. The lAMP documents how
access management and planned improvements will ensure that the facility will
operate at levels consistent with the state’s mobility standards over the 20-year
planning horizon.

POLICY 2.1 - Capacity and Operational Efficiency
It is the policy of the State ofOregon to manage the transportation system to improve its
capacity and operational efficiencyfor the long term benefit ofpeople and goods
movement.

POLICY 2.2—Management ofAssets
It is the policy ofthe State ofOregon to manage transportation assets to extend their life
and reduce maintenance costs.

Response: The Wilsonville Road TAMP project was developed in response to safety,
capacity and operational efficiency issues affecting the existing south Wilsonville
interchange. Short-range actions in the lAMP accomplish state management
objectives by closing the Parkway Avenue access to Wilsonville Road, making Town
Center Loop the closest access point on the east side of the interchange, as part of
interchange reconstruction. Long-range actions minimize access locations as part of
future redevelopment, and only when reasonable alternate access becomes available.
Through these actions, the lAMP protects long-term system capacity by ensuring that
the interchange continues to function at a level that meets the mobility expectations of
the state. The lAMP contains policies that support the access management spacing
standards, reiterates the city’s public facility concurrency requirements, and
establishes that proposed land use actions that are inconsistent with the assumptions
in the TAMP must include a review of potential impacts to interchange operations.

The stated purpose of the TAMP is to protect the function of the interchange, thereby
maximizing its operational life and the State’s investment in the facility. This
includes providing safe and efficient connections between local streets and the state
highways and minimizing local traffic traveling through the interchange. The TAMP
requires proposed changes to the planned land use system to demonstrate consistency
with TAMP policies protecting the long-term function of the interchange facility.
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POLICY 3.1 — An Integrated and Efficient Freight System
It is the policy of the State ofOregon to promote an integrated, efficient and reliable
freight system involving air, barges, pipelines, rail, ships and trucks to provide Oregon a
competitive advantage by moving goodsfaster and more reliably to regional, national
and international markets.

POLICY 3.2— Moving People to Support Economic Vitality
It is the policy ofthe State ofOregon to develop an integrated system oftransportation
facilities, services and information so that intrastate, interstate and international
travelers can travel easilyfor business and recreation.

Response: Interstate 5 is part of the National Highway System and is a designated
freight route between Portland and points south. The highway is a Statewide Freight
Route Highway in the Oregon Highway Plan. The Wilsonville Road Interchange
provides a vital link between 1-5 and the employment areas in south Wilsonville,
allowing vehicular, including truck, traffic onto and off of the highway at this
location. The Wilsonville Road TAMP provides management tools to ensure
continued mobility on 1-5, while allowing safe and efficient vehicular movements
onto, and in the vicinity of, the interchange.

POLICY 4.1 - Environmentally Responsible Transportation System
It is the policy ofthe State ofOregon to provide a transportation system that is
environmentally responsible and encourages conservation andprotection ofnatural
resources.

Response: The Wilsonville Road TAMP was developed to identify necessary
improvements to an existing interchange in anticipation of future urban growth. Land
in the vicinity of the interchange is currently developed or is planned for urban-level
development. Through the implementation and construction of improvements
included in the preferred interchange project alternative natural resources will be
avoided or mitigated.

POLICY 5.1 - Safety
It is the policy ofthe State ofOregon to continually improve the safety and security ofall
modes and transportation facilitiesfor system users including operators, passengers,
pedestrians, recipients ofgoods and services, andproperty owners.

Response: The Wilsonville Road TAMP documents recurring safety issues at the
northbound exit ramp at Exit 283 during morning peak hours. The 1-5 northbound exit
ramp has vehicle queues that consistently back up onto the mainline freeway during
the morning peak period. This condition is caused by a substandard exit ramp length
and a lack of capacity and storage at the 1-5 / Wilsonville Road Northbound exit ramp
terminal. Lack of left turn capacity on Wilsonville Road during the peak periods also
contributes to long queues and congestion. The lAMP responds to these safety issues
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by identifying necessary improvements to the interchange, including ramp
lengthening and widening on Wilsonville Road.

POLICY 7.1 — A Coordinated Transportation System
It is the policy ofthe State ofOregon to work collaboratively with otherjurisdictions and
agencies with the objective ofremoving barriers so the transportation system can
function as one system.

Response: ODOT worked in collaboration with the City of Wilsonville to develop
and adopt the TAMP. Proposed TAMP policy language includes notifying ODOT of
land use actions proposed within the lAMP Overlay Zone to ensure the continued
coordination between ODOT and the City to protect the long-term function of the
interchange.

POLICY 7.3 — Public Involvement and Consultation
It is the policy of the State ofOregon to involve Oregonians to thefullest practical extent
in transportation planning and implementation in order to deliver a transportation
system that meets the diverse needs ofthe state.

POLICY 7.4 - Environmental Justice
It is the policy of the State ofOregon to provide all Oregonians, regardless ofrace,
culture or income, equal access to transportation decision-making so all Oregonians may
fairly share in benefits and burdens and enjoy the same degree ofprotectionfrom
disproportionate adverse impacts.

Response: Appendix F provides a summary of the public involvement efforts that
took place during development of the TAMP. Various methods were used to gather
public input about the interchange project and the management plan, including two
open houses, a project website and a public review and comment period for the draft
TAMP. Press releases to announce the open houses were sent to the local newspaper
and posted on both City of Wilsonville and ODOT websites. Input from citizens was
used to evaluate alternatives. These opportunities were provided equally to all,
regardless of race, culture or income.

The interchange is an existing facility on the interstate highway system. The
proposed modifications provide improvements to expand the capacity of the facility
and also to manage traffic in the vicinity of the interchange consistent with adopted
local and state policies. None of the proposed actions or analyzed alternatives
affected land outside the immediate interchange area. No target Environmental
Justice Groups - which include minorities, people with disabilities, the elderly, people
that speak English as a second language or non-English speaking people, and low
income populations — are disproportionately affected by the TAMP.
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Oregon Highway Plan

The 1999 Oregon Highway Plan (OHP) establishes policies and investment strategies for
Oregon’s state highway system over a 20-year period and refmes the goals and policies
found in the OTP. Policies in the OHP emphasize the efficient management of the
highway system to increase safety and to extend highway capacity, partnerships with
other agencies and local governments, and the use of new techniques to improve road
safety and capacity. These policies also link land use and transportation, set standards for
highway performance and access management, and emphasize the relationship between
state highways and local road, bicycle, pedestrian, transit, rail, and air systems. The
policies applicable to planning for the Wilsonville Road interchange improvements are
described below.

Policy 1A (Highway Classification) defines thefunction ofstate highways to serve
dfferent types of traffic thai should be incorporated into and specjfled through lAMPs.

Policy JC (State Highway Freight System) states the need to balance the movement of
goods and services with other uses.

Response: 1-5 is classified as an Interstate Highway (NHS) and a State Freight Route
by ODOT. Proposed interchange improvements and the access management plan,
designed to minimize access points on Wilsonville Road in the vicinity of the
interchange, were designed to ensure the safe and efficient high-speed, continuous-
flow operation of 1-5, consistent with this state policy. In addition, the proposed
preferred alternative improves freight mobility through the area by addressing safety,
capacity, and efficiency issues.

Policy lB (Land Use and Transportation) recognizes the needfor coordination between
state and localjurisdictions.

Response: Coordination between ODOT and the City occurred throughout the
preparation of the TAMP. A Project Management Team (PMT) was formed to inform
the TAMP process and included members representing the City of Wilsonville and
DLCD. The PMT met five times, including one meeting devoted to implementation
measures, and reviewed draft documents in order to provide consensual revisions.

Policy iF (Highway Mobility Standards) sets mobility standardsfor ensuring a reliable
and acceptable level ofmobility on the highway system by identñng necessary
improvements that would allow the interchange to function in a manner consistent with
OHP mobility standards.

Response: The analysis of existing and future traffic conditions in the vicinity of the
Wilsonville Road interchange shows that the existing interchange facility does not
meet acceptable safety standards and that it will not be able to accommodate the
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expected traffic volumes over a 20-year planning horizon. Mobility standards were
used as a criterion for selecting a preferred set of interchange improvements and
developing an access management plan for the interchange area.

Policy 1G (Major Improvements) requires maintaining performance and improving
safety by improving efficiency and management before adding capacity. ODOT works
with regional and local governments to address highway performance and safety.

Response: Appendix E of the TAMP summarizes the alternatives that were evaluated
for their potential to accommodate existing and future traffic demand at the I
5/Wilsonville Road interchange. The TAMP includes an access management plan, a
local street connectivity plan, and other measures, such as traffic controls, that do not
add capacity. Even with these recommended improvements, the analysis shows that
two additional lanes are required on the Wilsonville Road over-crossing to meet 2030
operating conditions.

Policy 2B (Off-System Improvements) helps localjurisdictions adopt land use and access
management policies.

Response: Adoption of the land use and access management policies and
implementation measures in the TAMP protect the function of the interchange and
other related transportation improvements. The lAMP’s access management plan
restricts direct access to the interchange and the proposed local street connectivity
plan ensures that a local street network, not 1-5, will carry local trips and provide
access to locations and properties in south Wilsonville.

Policy 2F (Traffic Safety) improves the safety of the highway system.

Response: A principal reason for re-construction of the interchange is to address
documented safety issues associated with vehicle queues that back up onto the
mainline freeway. The lAMP protects the safe and efficient operation of the
interchange by proposing facility improvements to meet the year 2030 traffic demand,
regulating access, and providing alternatives to highway use via a planned local street
network.

Policy 3A (ClassfIcation and Spacing Standards) sets access spacing standardsfor
driveways and approaches to the state highway system.

Response: The TAIvIP adheres to the approach road spacing standards established by
OAR 734-05 1 where feasible, but the standards cannot be met at certain locations. A
number of existing access points do not meet State access spacing standards for
driveway and approaches, but are proposed to be retained in the TAMP. The reasons
for deviating from these standards are varied and are provided in detail in the
Evaluation Process section of the TAMP. Generally, these deviations are necessary to
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accommodate reconstruction of the interchange at its existing location, to retain local
streets in their existing location (e.g., Wilsonville RoadiBoones Ferry Road
intersection), and to provide accesses for existing properties because reasonable
alternate accesses are not currently available. Several of the access points serving
existing businesses that now require a deviation from the OHP standards will be
reevaluated upon redevelopment of the subject properties (see “Deviations Required”
subsection under the Evaluations Process in the lAMP).

The lAMP contains short- and long-range access strategies that will be applied within
the lAMP planning area in order to regulate existing and future driveway and other
approaches in the vicinity of the interchange.

Policy 3C (Interchange Access Management Areas) sets policyfor managing interchange
areas by developing an lAMP that identfIes and addresses current interchange
deficiencies and establishes short, medium and long term solutions.

Response: The stated purpose of the TAMP is to protect the function of the
interchange, thereby maximizing its operational life and the State’s investment in the
facility. The lAMP provides recommendations for short- and long-range access
management and implementation actions, as well as land use and transportation
policies that are intended to protect the interchange over the 20-year planning
horizon.

Policy 3D (Deviations) establishes general policies andproceduresfor deviationsfrom
adopted access management standards andpolicies.

Response: The Evaluation Process section of the lAMP provides a list of access
points that will require an access spacing deviation request and the rationale for the
request. Deviations have been requested and approved by ODOT in accordance with
the applicable state procedure.

OAR 660 Division 12 Transportation Planning Rule (TPR)

The purpose of the TPR is “to implement Statewide Planning Goal 12 (Transportation)
and promote the development of safe, convenient and economic transportation systems
that are designed to reduce reliance on the automobile so that the air pollution, traffic and
other livability problems faced by urban areas in other parts of the country might be
avoided.” A major purpose of the Transportation Planning Rule (TPR) is to promote
more careful coordination of land use and transportation planning, to ensure that planned
land uses are supported by and consistent with planned transportation facilities and
improvements. The TPR references OAR 731, Division 15 for ODOT coordination
procedures for adopting facility plans and plans for Class 1 and 3 projects.
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Section 660-012-0005 through 660-012-0050

Response: These sections of the TPR contain policies for preparing and
implementing a transportation system plan. The Wilsonville Road TAMP will be
adopted as part of the City’s existing transportation system plan and most of these
sections are not applicable. The TPR requires that local governments adopt land use
regulations consistent with state and federal requirements “to protect transportation
facilities, corridors, and sites for their identified functions (OAR 660-012-0045(2)).”
As part of lAMP adoption, the City will revise the Planning and Land Development
Ordinance (Development Code) to include a new Overlay Zone section. The
requirements of this new Development Code section will ensure that local land use
actions are consistent with the transportation facility planning within the TAMP.

Section 660-012-0055 — Timing ofAdoption and Update of Transportation System
Plans

Response: Part (5) in this Section requires cities and counties to update their TSPs
and implementing measures when a refinement plan has been completed. The
Wilsonville Road lAMP is considered a refinement plan and therefore is subject to
this requirement. Consistent with this TPR requirement, the City of Wilsonville will
amend the TSP to adopt the TAMP by reference. Appendix G of the lAMP contains
the policies and implementation measures that will be adopted by the City.

Section 660-012-0060 — Plan and Land Use Regulation Amendments

Response: Part (1) in this section requires that where an amendment to a functional
plan, an acknowledged comprehensive plan, or a land use regulation would
significantly affect an existing or planned transportation facility, the local government
shall put in place measures to assure that allowed land uses are consistent with the
identified function, capacity, and performance standards of the facility. Current and
future planned land uses were considered in development of the IA]VIP’s preferred
interchange project alternative in order to ensure the interchange’s ability to support
future traffic demands.

Existing City policies mandate that public facilities are provided concurrent with the
need created by development or redevelopment. Proposed policies and
implementation measures within the lAMP (see Appendix G) extend this requirement
to the interchange area, emphasizing an adequate, multi-modal local transportation
system and adherence to access management spacing standards. Proposed
implementation measures also require that any proposed land use actions within the
Overlay Zone be noticed to ODOT and that plan amendments and zone changes
within the TAMP area must not result in a significant impact on the interchange
facility. Related to this policy, Appendix G contains proposed development standards
that will be adopted by the City that codify the existing traffic impact analysis
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requirement. The standards require that all transportation impacts that result from
future development be fuiiy mitigated to ensure the continued functionality of the
interchange

OAR 731-015-0065 Coordination Procedures for Adopting Final Facility Plans

OAR 73 1-015-0065 regulates ODOT procedure for adopting facility plans. An TAMP is
a facility plan. The procedure outlined in OAR 731-015-0065 requires that ODOT
coordinate with DLCD and local government agencies during development of the plan
and provide a draft of the facility plan to affected cities, counties, and other agencies for
comment. The facility plan must be consistent with statewide planning goals and local
comprehensive plan policies, and findings of compatibility must be presented to the
Oregon Transportation Commission for facility plan adoption.

Response: The Wilsonville Road TAMP is the result of a collaborative planning
effort between ODOT and the City. Coordination with DLCD during lAMP
development occurred primarily through field staff participation during a project team
meeting regarding implementation and agency review of draft lAMP products.
Findings addressing statewide goals and requirements, as well as local plan policies
are included in this section of the TAMP (Appendix H.). A final draft of the TAMP
will be provided to all affected government and other agencies, and any potential
conflicts with state or local plans will be jointly resolved through the local public
adoption process. Findings of compliance with statewide planning goals and local
comprehensive plans also will be included in materials for presentation to the Oregon
Transportation Commission. Adoption of the lAMP will take place in conformance
with this provision.

OAR 734, Division 51. Highway Approaches, Access Control, Spacing Standards
and Medians

OAR 734-051 governs the permitting, management, and standards of approaches to state
highways to ensure safe and efficient operation of the state highways. OAR 734-051
policies address the following:

• How to bring existing and future approaches into compliance with access spacing
standards, and ensure the safe and efficient operation of the highway;

• The purpose and components of an access management plan; and
• Requirements regarding mitigation, modification and closure of existing

approaches as part of project development.

Section 734-051-0125, Access Management Spacing Standards for Approaches in an
Interchange Area, establishes interchange management area access spacing standards. It
also specifies elements that are to be included in lAMPs, such as short-, medium-, and
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long-range actions to improve and maintain safe and efficient roadway operations within
the interchange area.

Response: The access management plan component of the Wilsonville Road lAMP
TAMP includes development standards that regulate access spacing for new
development and redevelopment near the interchange. These standards restrict all
access on Wilsonville Road within 1,320 feet from the interchange. A right-in/right-
out access is allowed on the westbound side of Wilsonville Road at a distance no
closer than 750 feet from the interchange ramp terminal and a right-in/right-out
access is allowed on the eastbound side of Wilsonville Road at no closer than 990 feet
from the interchange ramp terminal. The access management plan also requires,
where feasible, replacing private approaches with public streets and aligning
approaches on opposite sides of roadways.

The access management plan identifies existing approaches and driveways along
Wilsonville Road that do not meet the standards. Short-range and long-range access
strategies require the closure of the non-standard access points if alternate access is
available, or closing or moving access points as part of future development proposals
or as funding becomes available, so that compliance is achieved over time. Table 3
of the TAMP lists the access points along Wilsonville Road and the action needed.
Existing non-conforming access points for which a deviation will be required from
the spacing standards are also discussed, as well as the rationale for the deviation
request. Where future proposed interchange improvements will not meet access the
spacing standards outlined in OAR 734-051-0125, approved deviations to interchange
and roadway approach (public and private streets and driveways) access spacing
standards are required pursuant to OAR 734-051-0135. The listed deviations have
been approved by ODOT.

Witsonville 1-5 lAMP October 2009
Appendix G: Draft Findings of Compliance Page G-14



7\n*elo
p1nninJroup

2004 Metro Regional Transportation Plan (RTP)

The RTP’s regional street design policies address federal, state, and regional
transportation mandates with street design concepts intended to support local
implementation of the 2040 Growth Concept. The RTP recognizes as regionally
significant the following Wilsonville roads: Elligsen Road, Boones Ferry Road (north of
Elligsen Road), Parkway Avenue (north of Town Center Loop to Elligsen Road),
Boeckman Road, Town Center Loop, and Wilsonville Road. Regional street design
classifications are given in Figure 1.4, page 1-19 of the RTP. Elligsen Road is defined as
an Urban Road. Town Center Loop and that portion of Wilsonville Road in the Town
Center are defined as a Community Boulevard. All of the rest of the regionally significant
roadways are defined as Community Streets. The TSP complies with AASHTO and RTP
design concepts, purpose, and design emphasis. RTP regional street design concepts also
apply to local streets.

The functional classification of the regionally significant Wilsonville roads, per
Figure 1.12 ‘Regional Motor Vehicle System’ on page 1-29 of the RTP, is minor arterial.
Minor Arterials, for the RTP, are primarily orientated toward motor vehicle travel at the
community level. The City’s TSP notes that the locally adopted transportation plan is in
general conformance with the RTP functional classification, except where the City has
designated portions of the City roadway system as major arterials, as is the case with
Wilsonville Road. The RTP will reflect the City’s classification when it is next updated,
which is scheduled Fall 2009.

Relevant to the proposed transportation improvements in the Wilsonville lAMP, the RTP
Policy 15.0, Regional Freight System, contains objectives related to providing efficient,
cost-effective and safe movement of freight in and through the region.

Response: Wilsonville Road will be widened in the vicinity of the interchange
(between Town Center Loop West and approximately 500 feet west of Boones Ferry
Road), however, no additional local capacity improvements on Wilsonville Road are
being proposed beyond these limits. The Wilsonville lAMP preferred interchange
project alternative proposes to lengthen and widen the entrance and exit ramps
between 1-5 and Wilsonville Road, provide additional travel lanes/turn lanes/storage
on Wilsonville Road in the immediate vicinity of the interchange, and to implement
an Access Management Plan to control access at this interchange.
The benefits to regional freight movement are explored in this report in findings
under the Wilsonville Transportation Systems Plan and the Oregon Transportation
Plan sections.

Wilsonvifle 1-5 lAMP October 2009
Appendix G: Draft Findings of Compliance Page 6-15



7\re1o
pIannin group

City of Wilsonville Transportation Systems Plan

The City of Wilsonville adopted the Transportation Systems Plan in 2003 and updated
the document to include a Bicycle and Pedestrian Master Plan in 2006. A desired
pedestrian and bicycle bridge crossing 1-5 (listed as the Town Center Loop Bridge in the
Bicycle and Pedestrian Master Plan) is proposed on the lAMP’s Local Street
Connectivity Plan map as a link between a future North-South Connector on the west and
Memorial Drive on the east.

Chapter 4, Motor Vehicle Facilities, includes a discussion of the 2002 1-5/Wilsonville
Freeway Access Study (Section 4.2.2). As documented in the TAMP (Appendix E), a
number of transportation studies built on the original Access Study and were
subsequently relied upon, and expanded to meet the 2030 transportation needs, to
determine the preferred interchange project alternative. Goals, policies, and
implementation measures applicable to the adoption of the TAMP are addressed below.

4.1 GOALS

Goal 4.1: To provide an interconnected motor vehicle system that will safely and
efficiently providefor vehicle circulation and enhanced mobility.

Response: The proposed Local Street Connectivity Plan furthers this goal by
completing a transportation network in the vicinity of the Wilsonville Road
interchange. An efficient local street network minimizes the need to use 1-5 for local
trips, providing more ways to access locations and properties in south Wilsonville.

4.6 POLICIES
The City of Wilsonville shall...

Policy 4.1.1 Design the City street system per the street standards setforth in this TSP
and to meet LOS D, which is the standard in the City. As may be approved by the City
Council, possible exceptions to the LOS D standard are a change to LOSE on Boones
Ferry Road and/or Elligsen Road, and on Wilsonville Road between and including the
intersections with Boones Ferry Road and Town Center Loop West. Other capacity
improvements intended to allow continued development without exceeding LOSE may
also be approved by the City Council in permitted locations.

Response: As shown in Table 1 in the lAMP, all City of Wilsonville intersections
would operate at acceptable levels, operating at LOS “D” or better for the 2030
“Build” condition.

Policy 4.1.2 Require developers to provide transportation improvements as may be
required or conditioned by a land use decision, expedited land use division, or limited
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land use decision, on a roughly proportional basis of the developer’s impacts to the
benefits received.

Response: Development within the TAMP management area will be required to
provide roadway improvements consistent with the Local Street Connectivity Plan
(Figure 6), based on the proposed development’s impacts. Systems development
charges (SDCs) are assessed on all new construction and redevelopments resulting in
additional traffic within the City; revenue generated by SDCs are transferred into the
Capital Projects Fund through interfund transfers to fund construction.

Policy 4.1.3 Require bicycle and pedestrian linkages for all cul-de-sacs and encourage
similar linkages between neighborhoods that would otherwise be separated.

Response: Improved bicycle and pedestrian facilities are incorporated into the design
for the interchange reconstruction. Any new roadway projects (including local streets)
will meet current applicable standards. Pursuant to existing City requirements, 5-foot
wide sidewalks will be constructed as part of all collector or local streets planned
within the interchange with separate bike lanes required for roadways classified as
collectors or above.

Policy 4.1.4 Connect the existing motor vehicle system within the City and across
Interstate 5 (1-5) where appropriate. All connections shall be evaluated for their impacts
to future operations of the City’s road network.

Response: The Local Street Connectivity Plan (Figure 6) in the TAMP proposes
alignments for Kinsman and Brown Road and new connections for a Barber Street
extension, a North-South Connector paralleling 1-5 west of the highway, and a new
Loop Road off of Boones Ferry Road. The Local Street Connectivit’ Plan includes a
bicycle and pedestrian connection across the highway, connecting 5 Street and
Memorial Drive.

Policy 4.1.5 Promote other existing routes and/or provide connections to other regional
roadways that provide alternative routes into and out of the City to reduce the reliance on
1-5 and its interchanges within the City.

Response: The Local Street Connectivity Plan was developed to provide local
roadway connections, in particular to the southwest the Wilsonville Road interchange,
in order to reduce the number of trips on the interchange facility.

Policy 4.1.6 Develop a system of signal coordination and tie in with the I-S ITS system
providing a system of integrated parallel arterials and collectors.

Response: The TAMP is a planning document, which does not typically address
signal timing and/or coordination issues. There is nothing in the TAMP which would
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prevent the City and/or ODOT from pursuing this as part of any current or future
interchange area design projects.

Policy 4.2.1 Continue to plan, schedule, and coordinate all public street improvements
through a Capital Improvements Program.

Restonse: The local street improvements contained in the TAMP will be planned and
coordinated with the City’s Capital Improvements Program.

Policy 4.2.2 Provide an adequate motor vehicle system that serves commercial
vehicle/truck traffic to and from land uses requiring the use of commercial
vehicles/trucks.

Resronse: The lAMP’s Access Management Plan will improve long-term congestion
and safety issues in the vicinity of the interchange, a vital facility for employment
areas in south Wilsonville and the truck traffic entering and exiting 1-5 at this
location. The Local Street Connectivity Plan will also improve the local
transportation system by extending existing roadways and making connections to
improve local circulation through existing and planned employment areas.

Policy 4.3.1 Evaluate and minimize the environmental impacts of all new public road
projects.

Response: The environmental impacts of all new public road projects within the
lAMP management area will be assessed at the time of construction. Proposed road
alignments included on the Local Street Connectivity Plan show general locations and
may be altered to avoid or minimize impacts to environmental features.

Policy 4.4.1 Work with ODOT to improve the general community awareness of its access
permitting authority.

Response: The State’s required access spacing standards were used in the evaluation
of alternatives in the LAMP (Appendix E). Ultimately, the preferred interchange
project alternative and the Access Management Plan are the result of the objective to
meet, or move in the direction of meeting, the ODOT adopted access management
spacing standards for access to interchange crossroads (Wilsonville Road). Through
the action of adopting and implementing the Wilsonville Road lAMP, the City is
working with ODOT to improve community awareness of this Department’s access
permitting authority.

Implementation Measure 4.2.2.a The importance of freight to the Wilsonville economy
will be acknowledged in all transportation planning and funding efforts. The need to
accommodate trucks, truck routing, and truck-based street design will be integrated into
the Development Code and in all subsequent and appropriate planning projects. To
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accommodate the movement of freight, the City shall work with other jurisdictions along
the south 1-5 corridor to promote needed improvements to 1-5 and its interchanges.

Response: The development of the Wilsonville Road LMvIP was prompted by the lack of
future capacity for the planned land uses in south Wilsonville, including the employment
areas southwest of the interchange. The preferred project alternative, which includes
physical capacity improvements of the interchange facility, has been designed to
accommodate truck traffic.

Implementation Measure 4.4.1 .b Require that there be further communications and
efforts to work with ODOT to ameliorate their use of the signals at the ODOT controlled
areas of the Wilsonville RoadJI-5 interchange and Elligsen RoadJI-5 interchange.

Response: The Wilsonville Road TAMP preferred project alternative included
analysis of the signalized intersections within the vicinity of the interchange. As
explained in the TAMP (Appendix E, Develop and Evaluate Alternatives), the City of
Wilsonville’s operational threshold for signalized intersections is LOS “D” during
peak hour operations. For design purposes, ODOT operational requirements demand
an intersection volume-to capacity ratio (V/C) of 0.85 or less during peak hour
operations. For planning purposes, the I-S northbound and southbound interchange
ramps at Wilsonville Road are subject to meet ODOT intersection operation criteria
while the remaining intersections (Wilsonville Road.IBoones Ferry Road, Wilsonville
Road/Town Center Loop West, and Wilsonville Road!Rebekah Street) are subject to
meet City intersection operation criteria. As shown in Table 1 in the TAMP, all City
of Wilsonville intersections would operate at acceptable levels, operating at LOS “D”
or better for the 2030 “Build” condition. The 1-5 / Wilsonville Road intersection will
generally operate at an acceptable level in 2030, assuming it is reconstructed to the 8-
lane plan, although design exceptions will need to be requested for the volume-to-
capacity ratio at the 1-5 Southbound Ramps / Wilsonville Road (0.12 over the HDM
standard of 0.75) and at the 1-5 Northbound Ramps/Wilsonville Road (0.03 over the
HDM standard of 0.75).

Wilsonville Comprehensive Plan

Section A. Citizen Involvement.

Goal 1.1 requires the city to encourage andprovide meansfor interestedparties to be
involved in land use planning processes, on individual cases, and city-wide programs and
policies.

Policy 1.1.1 states that the city shallprovide opportunitiesfor a wide range ofpublic
involvement in city planning programs and processes.
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Implementation Measure 1.1. la directs the city to providefor early public involvement to
address neighborhood or community concerns regarding Development Code changes.

Implementation Measure 1.1. le encourages the participation of residents of Wilsonville,
employers and employees in Wilsonville, property owners and residents and owners
within the UGB areas outside city boundaries.

Implementation Measure 1.1. ifdirects the city to establish and maintain procedures that
will allow any interestedparties to supply information.

Response: The proposed amendment is a legislative update to the City’s
Transportation System Plan, an element of the adopted Comprehensive Plan, that
incorporates by reference the Wilsonville Road TAMP and includes policy language
that supports the intent and recommendations of the TAMP. As discussed in the
Statewide Land Use Goals findings, the public involvement process included two
open houses for public participation. In addition, telephone contacts were provided in
meeting notices. Appendix F of the Wilsonville Road lAMP contains a complete
summary of the public involvement efforts that were undertaken as part of the TAMP
project.

The City has established procedures for conducting public hearings found in the
City’s Development Code, Sections 4.008 — 4.033. Notice of the Planning
Commission public hearing was posted in the local newspaper in advance of the
public hearing and required notice was sent to property owners pursuant to the
requirements of the Development Code.

Section B. Urban Growth Management.
Goal 2.1 is to allowfor urban growth while maintaining community livability, consistent
with the economics ofdevelopment, City administration, and the provision ofpublic
facilities and services.

Policy 2.1.1 states that the city shall support the development ofall land within the city,
other than designated open space lands, consistent with the land use designations of the
Comprehensive Plan.

Implementation Measure 2.1. i.e allows new development to proceed concurrently with
the availability ofadequate public services andfacilities as spec/ied in Public Facilities
and
Services Section (Section C) of the Comprehensive Plan.

Response: The purpose of the Wilsonville Road TAMP is to protect the function of
the interchange. The plan identifies improvements necessary for the facility that will
ensure that necessary capacity is available for the expected 20-year growth. The
proposed addition of travel lanes on Wilsonville Road, in conjunction with
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lengthening and widening both northbound and southbound entrance and exit ramps
to 1-5, as well as the proposed surrounding transportation network and access
management plan, will support the planned land uses in south Wilsonville.
Consistent with the city’s adopted Urban Growth Management policies, adopting the
lAMP and associated policies and code language support urban development within
the City’s urban growth boundaries.

Section C. Public Facilities and Services.

Policy 3.1.2 requires the city to provide, or coordinate the provision of facilities and
services concurrent with need (created by new development, redevelopment, or upgrades
ofaging infrastructure).

Implementation Measure 3. 1.2.a states that urban development will be allowed only in
areas where necessaryfacilities and services can be provided.

Implementation Measure 3.1.2. b states that development threatens the public health,
safety, or general welfare due to afailure to provide adequate public facilities and
services, will not be permitted. Planning approvals may be granted when evidence,
including listing in the city’s adopted Capital Improvement Program, supports the
finding thatfacilities/services will be available within two years.

Response: By adopting the Wilsonville Road lAMP, the city is ensuring that there is a
plan for providing the necessary transportation improvements, to both the interchange
and the roadway system in its vicinity, necessary to support growth in south Wilsonville
over the next 20 years. The projects identified in the Wilsonville Road lAMP will
become part of the city’s transportation improvement program and the access
management plan will provide a guide to short- and long-range actions needed to
preserve interchange capacity, efficiency, and safety.
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Planning and Land Development Ordinance:

Section 4.197. Zone Changes and Amendments To This Code — Procedures.

(01). Thefollowing procedure shall befollowed in applyingfor an amendment to
the text of this Chapter:

A. The Planning Commission shall conduct a public hearing on the proposed
amendment at its earliest practicable meeting after it is proposed and
shall, within forty (40) days after concluding the hearing, provide a report
and recommendation to the City Council regarding the proposed
amendment. TheJIndings and recommendations ofthe Commission shall
be adopted by resolution and shall be signed by the Chair of the
Commission.

Response: This amendment is City initiated. A public hearing is noticed for
September 9, 2009. The findings and recommendations of the Commission will
be adopted by resolution, which will be signed by the Chair of the Commission.
The Council public hearing and first reading is tentatively scheduled for October
5, 2009.

B. In recommending approval ofa proposed text amendment, the Planning
Commission shall, at a minimum, adoptfinings relative to thefollowing:

2. The amendment substantially complies with all applicable goals,
policies and objectives setforth in the Comprehensive Plan.

Response: The proposed amendment complies with all applicable goals, policies
and objectives set forth in the Comprehensive Plan, as documented in the findings
and conclusions elsewhere in this report.

3. The amendment does not conflict with, nor endanger, otherprovisions
ofthe text of the Code.

Response: The proposed addition of a new TAMP Overlay Zone section to
Chapter 4 of the city’s code does not alter other sections of the code. Principally,
the proposed section modifies existing city requirements and codifies city practice
pertaining to development and redevelopment in the vicinity of the Wilsonville
Road interchange and ties these requirements to the TAMP. Therefore, there are
no conflicts with provisions of the text of the Code.
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4. Ifapplicable, the amendment is necessaiy to insure that the City’s
Land Use and Development ordinance complies with mandated
requirements or State or Federal laws and/or statutes.

Response: The proposed amendment is necessary to comply with mandates of
state or federal laws or statutes. The action of adopting the lAMP requires a
Transportation Planning Rule (TPR) compliance review. The TPR requires that
local governments adopt land use regulations consistent with state and federal
requirements “to protect transportation facilities, corridors, and sites for their
identified functions (OAR 660-012-0045(2)).” Adopting the code language
proposed in the new Section 4.XXX will ensure that local land use actions are
consistent with the transportation facility planning within the lAMP.

The proposed code language also addresses TPR Section -0060, which requires
that amendments to functional plans, acknowledged comprehensive plans, and
land use regulations that significantly affect an existing or planned transportation
facility must ensure that the allowed land uses are consistent with the identified
function, capacity, and performance standards of the facility. Currently, the city
requires a Development Permit for all land use or development actions, with very
limited exceptions (see Section 4.005, Exclusions from Development Permit
Requirement), but also may waive this requirement (Section 4.008(.02)E).
Pursuant to the Development Code, a change in use, one that “substantially
affects” the use of an existing structure, or an alteration to an existing building
that affects the use or appearance of the land, also requires a Development Permit.
The existing concurrency policies and the city requirement that all land use
actions and development proposals include a traffic impact analysis (TIA) are
consistent with -0060. The proposed TIA requirements for the new overlay zone
codify existing practice and make explicit that this level of transportation analysis
will be required for land use applications submitted for parcels within the TAMP
management area.

(02) In recommending approval or denial ofa proposed zone map amendment, the
Planning Commission or Development Review Board shall at a minimum,
adoptfindings addressing thefollowing criteria:

A. That the application before the Commission or Board was submitted in
accordance with the procedures setforth in Section 4.008, Section 4.125
(]8)(B)(2) or, in the case ofa PlannedDevelopment, Section 4.140; and
[Amended by Ord 557, adopted 9/5/03]

Response: As demonstrated elsewhere in this report, applicable application
procedures have been followed in the development and notification of adoption of
the proposed Chapter 4 amendment.
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B. That the proposed amendment is consistent with the Comprehensive Plan
map designation and substantially complies with the applicable goals,
policies and objectives, setforth in the Comprehensive Plan text; and

Response: Applicable policies of the Wilsonville Comprehensive Plan have been
addressed elsewhere in this report. The proposed zone map amendment to
include the TAMP Overlay Zone is consistent with the proposal to include the
same district boundaries on the Comprehensive Plan Map. Adoption of the
Overlay Zone does not change the underlying land use designation or zoning of
parcels within the district.

(03) Ifaffirmativefindings cannot be madefor all applicable criteria listed above
the Planning Commission or Development Review Board shall recommend
that the proposed text or map amendment, as the case may be, be denied.

Response: Affirmative findings for all applicable criteria are contained in this
report.

Section 4.197(04) is a procedural requirement related to final Council action.

Section 4.197(05) is applicable to property owner/applicant initiated zoning map
amendments.

Section 4.198. Comprehensive Plan Chances - Adoption by the City Council.

(01) Proposals to amend the Comprehensive Plan, or to adopt new elements or
sub-elements ofthe Plan, shall be subject to the procedures and criteria
contained in the Comprehensive Plan. Each such amendment shall include
findings in support of thefollowing:
A. That the proposed amendment meets a public need that has been

identified;
B. That the proposed amendment meets the identifiedpublic need at least as

well as any other amendment or change that could reasonably be made,
C. That the proposed amendment supports applicable Statewide Planning

Goals, or a Goal exception has been found to be appropriate; and
D. That the proposed change will not result in conflicts with any portion of

the Comprehensive Plan that is not being amended.

Response: The requested action is to amend Wilsonville Transportation System
Plan, an element of the City of Wilsonville Comprehensive Plan, to include the
Wilsonville Road Interchange Area Management Plan (“lAMP”). Adoption of
the TAMP entails amendment of the City’s TSP to include specific transportation
system improvements, access management actions, and policy statements
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supporting the preferred interchange project alternative. The TAMP identifies
needed transportation system and interchange facility improvements over a 20-
year planning horizon. The lAMP contains a discussion of the transportation
analysis that was conducted in order to determine future demand, available
capacity, deficiencies, and necessary improvements for this interchange area.
Findings of consistency elsewhere in this report address the applicable Statewide
Planning Goals and City Comprehensive Plan goals and policies.

(.02) Following the adoption and signature ofthe Resolution by the Development
Review Board or Planning Commission, together with minutes ofpublic
hearings on the proposed Amendment, the matter shall be shall be scheduled
for public hearing before the City Council.

(03) Notice ofthe Council consideration of the matter shall be provided as set
forth in Section 4.012.

(04) Upon conclusion of its public hearing on the matter, the Council shall adopt
its decision by ordinance, authorizing the Planning Director to amend the
official zoning map, Comprehensive Plan Map or the text of Chapter 4 as set
forth in Section 4.102.

Resionse: Procedures for public hearing before the City Council and final
adoption shall be followed after the Planning Commission hearing and
recommendation.
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Interstate 5/Wilsonville Road IAMP 

Appendix H: City and ODOT Adoptions 

Appendix J:

Ordinance No. 670
An Ordinance of the City Of Wilsonville Amending the City’s Transportation Systems Plan to Include the 

I-5/Wilsonville Road Interchange Area Management Plan (IAMP).

Ordinance No. 671
An Ordinance of the City of Wilsonville Amending the City’s Comprehensive Plan by Deleting the 
Section Titled Roads and Transportation Plan (Pp C-7 – C-14) and Adopting A New Section Titled 

Transportation.

Ordinance No. 672
An Ordinance of the City Of Wilsonville Amending Chapter 4 of the City Code to Include the I-5/

Wilsonville Road Interchange Area Management Plan (IAMP) Overlay Zoning District.

Ordinance No. 673
An Ordinance of the City of Wilsonville Amending the City’s Official Zoning Map to Include the 

Boundaries of The I-5/Wilsonville Road Interchange Area Management Plan (IAMP) Overlay Zoning 
District.
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