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HIGHWAY MOBILITY SFANBARBSPOLICY

Background

Several policies in the Highway Plan establish gamaobility objectives and
approaches for maintaining mobility.

. Policy 1A (State Highway Classification Systete)scribes in general the
functions and objectives for several categoriestatie highways. Greater mobility
is expected on Interstate and Statewide Highwass tim Regional and District
Highways.

. Policy 1B (Land Use and Transportation) has ljeaiive of coordinating land
use and transportation decisions to maintain thieilihyoof the highway system.
The policy identifies several land use types arstdiees in general the levels
of mobility objectivesappropriate for each.

. Policy 1C (State Highway Freight System) hasljective of maintaining
efficient through movement on major truck Freiglouies. The policy identifies
the highways that are Freight Routes.

. Policy 1G (Major Improvements) has the purposenaintaining highway
performance and improving highway safety by impngvsystem efficiency and
management before adding capacity.

Although each of these policies addresses mobiiine-specifically-identifiggovide
measures by which wwhatlevels-adescribe and understand levelsyasbility-are

aceeptabland evaluate what is acceptable for facilitie$ thake up the state highway
system

The Highway Mobility-StandardBolicy -establishestandardsfordentifies how the State
measuresnobility and establishes performance tardgiesd are reasonable and consistent
with the direction®f the Oregon Transportation Plan (OTP) atiter Highway Plan
policies. This policy carries out-the-directiondaflicies 1A and 1C by establishing
performance targetighermebility-standard®r Interstate Highways, Freight Routes
and other Statewide Highways thaflect the expectation that these facilitiemintain a
level of mobility to safely and efficiently suppatiatewide economic growth while

balancing available financial resourcaban-forRegional-orDistrict Highwaytscarries
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out Policy 1B by-establishinacknowledging thabwer mobility standardsfor Special
Transportation Areas (STAS) and-mbiighly developed urban areas-than-in less

developed-areas-andrural-aresathe expectation and assigns a performancet thraje
accepts a higher level of congestion in these taitos The targets set féhelowest

standards-fomobility-areforRegional and District Highways in STAs and highly
urbanized areasllow for lower vehicular mobility to better balance otherextives,
including a multimodal system. In these areas-Heafic congestion willHse-allewed
tereqgularlyreach levels where peak hour traffic flow is highhstable and-traffic-queues

\Mu—f-erm qreater trafflc conqestron erI occwn—a—regetapbasréibfe%vets—ef—mebr#ty

eserve

eapaerty—rs—estabhehed—fm order to better support state and Iocal econ(m:ltmtv,
targets forFreight Routes are set to provide for less congegian_ would be acceptable
for other Statewide Highways-te-previde-steady-foamditions, although-traffienill-be
slowed-in-STAs-to-accommodate pedestr@imerstate Highways and Expressways are
incompatible with slower traffic and higher levéh@hicular congestion and therefore,
willnot-be-incorporated-into-aBTA designations will not be applied to these highw
classificationg For these types of facilities it will be importantmanage congestion to
support regional and state economic activity.

The mobility-standardgerformance targetsre contained in Tables 6 and 7 and in

Actlons 1F. 1—and—LF 5

6 and 7 refer onIy to vehlcle mobility on the sthlaehwav svstemAt the same time, it is
recognized that other transportation modes andmnefjand local planning objectives
need to be considered and balanced when evaluhtngerformance, operation and
improvements to the state highway system. Impleatiemt of the Highway Mobility
Policy will require state, regional and local agesdo assess performance targets and
balance resulting actions within the context oftiple technical and policy objectives.
While the mobility targets are important tools &msessing the transportation condition
of the system, mobility is only one of a numbefaiftors that will be considered when
developing transportation solutions.

The -policy-identifies-three-usesfor-thighway mobility-standargerformance targets

are used in three distinct ways

» Transportation SysteRlanning:_Mobility performance targatentifying
state highway mobility performance expectations @myide the principal
measure by which the existing and future perforreansfche (vehicular)
transportation system can be evaluatis-planning-and-plan development
may necessitate adopting methodologies and tattomtsieviate from adopted
state targets in order to reflect regional andllpeaformance expectations.

» Plan Amendments and Development Review: Mobgayformance targets
are used t&review-efamendments to comprehensive plans and land use
regulations pursuant to the Transportation PlanRink to assess if the
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proposed changes are consistemintaining-consistency-betweetith the
desired-highwayperformance-and-the-type-ofland-use-developmedtfan

significantly affected state highway facilities.

» Operations:Mobility performance targets assistMmaking traffic
operations decisions such as managing accessadfid ¢ontrol systems to
maintain acceptable highway performance.

| The Highway Mobility-StandardBolicy applies primarily to transportation and larsk

planning decisions. By defining acceptable levélkighway system mobility, the policy
provides direction for identifying highway systemfidiencies. The policy does not,
however, determine what actions should be taketivess the deficiencies. Mobility
Fhe-highway-mebility-standards the policy is measured using\wlume to capacity
ratio or v/c)_This policy also provides opportunities to seek3approval for
alternative performance targets that are nothésed.

It is also important to note that regardless ofgbHormance measure, v/c or other, the
Highway Mobility Policy recognizes the importandeconsidering the performance of
other modes of travel. While the policy does naispribe targets of performance for
other modes of travel it does allow and encouraD®®D and local jurisdictions to
consider mobility broadly — through multimodal ma@s or within the context of
regional or local land use objectives. Providingldetter multi-modal operations is a
legitimate |ust|f|cat|on for developlnq alternatalm OHP mobllltv performance targets.

The Highway Mobility-StandrdsPolicy will primarily-affect land use decisions through
the requirements of theFranspertation-Planning@RIUPR). The TPR requires that
regional and local transportation system plansdmesistent with plans adopted by the
OT Cranspertation-Coemmissio The TPR also requires that local governmentsrensu
thatcomprehensive plan amendmerisg zonechangeszone changes and amendments
to land use requlationshichthatsignificantly affect a transportation facility-laee
consistent with the-adeptédientifiedfunction, capacity and performance-measofdsr
the affected statiacility. The Highway Mobility-StandardRolicy establishes ODOT'’s
mobility performance-measuregetsor state highways as the standards for
determining compliance with the TPR (OAR 660-015@0

Poliey-1Fdoesnot-apply-te-highway-desi§eparate design standards are contained in
ODOT’s Highway Design Manual (HDMhile HDM design standards and OHP

mobility targets in Policy 1F are not the same, QD¥ntention is to continue to balance
statewide mobility and economic objectives with ocouamity mobility, livability and
economic development objectives through coordimabetween planning and design.
Where the OTC adopts alternative mobility targetadcordance with this policy, they
are establishing an agreement with the local jigigmh to manage, maintain and develop
the state system to the expected and planned le/performance, consistent with the
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jurisdiction’s underlying planning ob|ect|ves (&5 sut in local comprehenswe plan
policy and land use requlatlon obility Ay

ODOT's intention is that the highway mobility-stangisperformance targets be used to
identify system constraintst-be-exceedenlver the course of a reasonable planning
horizon. The planning horizon shall be:

. At least?20 years for the development of state, regionallacal transportation
plans, including ODOT’s corridor plans; and

. The greater of 15 years or the planning horiabtihe applicable local and
regional transportation system plans for amendntertteinsportation plans,
comprehensive plans or land use regulations.

ODOT measures highway mobility performance througllnme to capacity (v/c) ratios.

The v/c ratio was selected after an extensive arsbf highway performance measures
prior to adoption of the 1999 Highway Plan. Theigavincluded the effectiveness of the
measure to achieving other highway plan policiest{gularly OHP Policy 1B, Land Use
and Transportation), implications for growth patterhow specifically should ODOT
policy consider land use, flexibility for modifyirgjandards, and the effects of Portland
metro area standards on the major state highwayeiregion. V/C based standards were
chosen for reasons of application consistency kxability, manageable data
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requirements, forecasting accuracy, and the alidigggregate into area-wide standards
that are fairly easy to understand and specifyaddition, since the measure is
responsive to changes in demand as well as in igpiaceflects the results of demand
management, land use, and multimodal policies. Wewst is recognized that there are
limitations in applying v/c, especially in highlpegested conditions and in a multimodal
environment. OHP policies will allow options foher measures to be considered.

g MM ANEETD g obility
performance tarqemandapdare the measure by which the state assesses the
functionality of a facility and are used to plam &ystem improvements. These
performance targets are shown in Table 6 and d&yending on the category of
highway, the location of the facility — within a 8TMPO, UGB, unincorporated
community, or rural lands — and the posted spedbeofacility. Table 6 also reflects
Policy 1B (Land Use and Transportation) and théeeSta@ommitment to support
increased density and commercial activities in nré@asThrough the adoption of
higher v/c ratios the State acknowledges thatapisropriate and anticipated that certain
areas will have more traffic congestion becaugh®iand use pattern that a region or

Iocal |ur|sd|ct|on has comm|tted to throuqh adodtmhl pollcv may—have—the

AlternateSstandardSeparate performance targ&isthe Portland metropolitan area have
been included in the policy (Table 7). These tagtndarddhiave been adopted with an
understanding of the unique context and policy oé®that have been made by local
governments in that area including:

. A legally enforceable regional plan prescribmgnimum densities, mixed use
development and multi-modal transportation options;

. Primary reliance on high capacity transit toyide additional capacity in the
radial freeway corridors serving the central city;

. Implementation of an Advanced Traffic Managen@ystem including freeway
ramp meters, real time traffic monitoring and iitiresponse to maintain
adequate traffic flow; and

. An air quality attainment/maintenance plan ttedies heavily on reducing auto
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trips through land use changes and increasesnasitigervice.
The-alternativBortland Metrostandards$argetsare-granted-toave been adopted
specifically forthe Portland metropolitan area with a mutual usideding thatredueed
thesemobility standardsargetsait-resultinbetter reflect theongestion that already
exists within the constraints of the metro areaiasportation system and whiahil not
be reducedlleviatedby state highway improvements. The-stand#amdsgets contained in
Table 7 are meantte-befaninterim-standardise only-{The OTC expects the Portland
Metro area to work with ODOT to develep-and-propmséaternative-standarthrgets
that best reflect the multiple transportation, laiseé and economic objectives of the
recuon and seek OTC adoptlon Wlthln the next fewys—may—alse—be—applﬂe\,cedrfor

The performance targets included in the Highway MgtPolicy must be used for the
initial deficiency analysis of state highways. Howee where it can be shown that it is
infeasible to provide an adequate road networleteesplanned development, local
governments may work with ODOT to consider and @t alternatives to the
performance targets in Tables 6 and 7. Any varidrwa the targets in Tables 6 and 7
will require OTC adoption—theltscreasingly, urban and urbanizing areas are facing
traffic and land use pressures due to populatiowtr, aging infrastructure, and reduced
revenues for roadway and related infrastructurgepts. With significant capacity
investments becoming less frequent, system manadesokitions and enhancement of
alternative modes of travel, rather than major mrpments, will be relied upon to
minimize congestion issues. Developing performaaogets that are tailored to specific
facility needs, consistent with local expectatioraues and land use context will need to
be part of the$olution” for some highway locations. Furthermore, certabano areas
may need area-specific targédsbetter balance local policies pertaining tallase and
economic development. Examples where local canmttmay not match state
performance targets include metropolitan areasgi8b€ransportation Areas (STAS),
areas with high seasonal traffic, and areas cansttdy the existing built or natural
environment. For these areas, a possible approatieasuring mobility is to consider an
area-wide, or corridor standard.

AFea—Ihe;eteFe 1lhe performance tarqets and methodolomes |naibie$ must be

adopted through an amendment to the OHRe @regornTransportation Commission
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(OTC) mustmayadopt-atternatthe newstandardigrgets supported by findings that
explain and justify the supporting methodologye;accommeodate-developmaentere

)
NOLM A aa N
v ey \/ ',

Policy 1F is not the only transportation policyttirdluences how the state assesses the
adequacy of a highway facility and vehicle mobilgyot the only objective. Facilitating
economic development, enhancing livability for Gre's communities, and encouraging
other modes are also important policy areas thaegstate transportation investment and
planning. Policy 1B recognizes that the state @atbrdinate land use and transportation
decisions to efficiently use public infrastructumgestments to enhance economic
competitiveness. Policies for lifeline routes (BplLE) are intended to speed economic
recovery in the event of disasters. Economic litglmonsiderations help define when to
make major transportation investments (Policy 1&oal 4, Travel Alternatives,
articulates the state’s goal to maintain a wellrdotated and integrated multimodal
system that accommodates efficient inter-modal eotions for people and promotes
appropriate multi-modal choices. Making decisiabhsut the appropriate level of
mobility for any given part of the statewide highnsystem must be balanced by these,
and all other relevant OTP and OHP policies.

Policy 1F: Highway M obility StandardsPolicy

It is the policy of the State of Oregen-te-use-girmobilitystandard€o maintain

acceptable and reliable levels of mobility on thees highway system, consistent with the
expectations for each facility type, location anddtional objectives Highway mobility
performance targets will be the initial tool to &y deficiencies and consider solutions

for vehicular mobility on the state system. Sjpelll, Fhesestandardgerformance
targetsshall be used for:

. Identifying state highway mobility performancgectations for
planning and plan implementation;

. Evaluating the impacts on state highways of atmeants to
transportation plans, acknowledged comprehensiaagpand land
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use regulations pursuant to the Transportation Riag Rule (OAR
660-12-0®0); and

| o Guiding operatioral decisions such as managing access and traffic

control systems to maintain acceptable highwayquerance.

Where it is not feasible to meet the performanogets, “acceptable and reliable” levels
of mobility for a specific facility, corridor or @&a will be determined through a
collaborative process between the ODOT and thel locesdiction(s) with land use
authority.. The resulting targets will reflect thalance between relevant objectives
related to land use, economic development, soguaiky and mobility and safety for all
modes of transportation. Alternative mobiliygets for the specific facility shall be
adopted by the OTC as part of the OHP.

Action 1F.1

Mobility performance targets are the measure byclkhe state assesses the existing or
forecasted functionality of a facility and, as suate a key component ODOT uses to
plan for system improvements. These performangetsare shown in Table 6 and
Table 7. For purposes of assessing state highwégrpgnce:

*  ApphyrUsethe highway mobility-standardargetsoelow and in Table 6-tahen
initially assessing the functionality afl state highway sections located outside of
the Portland metropolitan area urban growth boundand

» Usethe-standardsobility targetsbelow and in Table 7 to when initially
assessing the conditionsaif state highway sections located within the R
metropolitan area urban growth boundary.

. OnForpettions-ofhighways segmentshere there are no intersections, achieving
the volume to capacity ratios in Tables 6 and-#-sled-be-exceedefbr either
direction of travel on the highway demonstrate$ sit@e mobility objectives are

being met
. AtForunsignalized intersections and road approacheg\aohthe volume to

capacity ratios in Tables 6 and-7shallnot-be-ededfor either of the state
highway approaches that are not stopped indichtgstate mobility expectations
are being metln orderto maintain safe operation of the intersection alhdf its

approacheshapproaches at which traffic must stap,otherwise yield the right
of way, —shau—lee—epelﬁateﬂe expected to meet or not to excmedqawéam—safe

volume to capacity ratios for Dlstrlct/LocaI InteteRoads in Table 6 and Table 7
within urban growth boundaries_or a v/c®80 outside of urban growth
boundaries.
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At signalized intersections other than crossroddseeway ramps (see

below), the total volume to capacity ratio for thieersection considering
eritical-movementshe overall intersection v/c ratghall not exceed the volume
to capacity ratios in Tables 6 and 7. Where twiedtgghways of different
classifications intersect, the-towanore restrictiveof the volume to capacity
ratios in the tables shall apply. Where a statbway intersects with a local road
or street, the volume to capacity ratio for theestaghway shall apply.

. Although a freeway interchange serves both thevway and the crossroad to
which it connects, it is important that the inteange be managed to maintain safe
and efficient operation of the freeway throughititerchange area. The main
problemobjective isto avoid-isthe formation of traffic queues on freeway off-
ramps which back up into the portions of the ramgsded for safe deceleration
from freeway speeds or onto the freeway itsEfiis is a significant traffic safety
concern. The primary cause of traffic queuing eg¥ay off-ramps is inadequate
capacity at the intersections of the freeway rawmipls the crossroad. These
intersections are referred to as ramp terminalmdny instances where ramp
terminals connect with another state highway, ileme to capacity-standard
performanceargetfor the connecting highway will generally-be-adgqsignify
that-te-aveidtraffic backups onto the freeway can be avoidéolwever, in some
instances where the crossroad is another statevaygbr a local road, the
standardperformance targetill not be-sufficientto-aveid-thia good indicator
of possible future queuingroblems Therefore, the better indication is a
maximum volume to capacity ratio for the ramp terahs of interchange ramps
shall-behat isthe-smaller-of-the-values-oef-there restrictivesolume to capacity
ratio for the crossroad, or 0.85.

At an interchange Wlthln a metropolltan area—wl%majemy—ef—the—m{eltehange

performance |nd|cator usasda*mqam—\%me—te—eapaeny—ra%may be increased
to as much as 0.90 v/but no higher than the standard for the crossrfad

1. It can be determined, with a probability eqoabr greater than 95
percent, that vehicle queues would not extend tr@dreeway ointo the
portion of the ramp needed to accommodate deceleriom freeway
speed; and

2. The interchange access management area iittetrdo comply, as much
as possible, with the standards contained in PG wf this plan.

For the purposes of this policy, the portion of fleeway ramp needed to accommodate
deceleration shall be the distance, along the daergeof the ramp, needed to bring a
vehicle to a full stop from the posted freeway shbaea deceleration rate of 6.5
feet/secondqtwo meters/second
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Because the freeway ramps serve as an area wdtamdes accelerate or

decelerate to or from freeway speeds,-the-maximalamve-to-capacity

ratioperformance targdor the interchange ramps exclusive of the croskroa
terminals-shall-be-the-standmrthe same as thédr the freeway. with-the

fellowing-exception—FoMeteredfreeway on-rampsyhere entering traffic is
meterednanagedo maintain efficient operation of the freeway tingh the

interchange area, may allow for grettermaximumvolume to capacity ratios

maybe higher

Action 1F .2

Apply the highway mobility-standargerformance targetsver-aat least £0-
year planning horizon when developing state, regjionlocal transportation
system plans, including ODOT'’s corridor plans.

When evaluating highway mobility for amendmentsrémsportation system
plans, acknowledged comprehensive plans and landegsilations, use the
planning horizons in adopted local and regionaidpmrtation system plans or a
planning horizon of 15 years from the proposed datamendment adoption,
whichever is greater. To determine the effect #mamendment to an
transpeoration-system-plargcknowledged comprehensive plan or land use
regulation has on a state facility, the capaciglysis shall include the forecasted
growth of traffic on the state highway due to regiband intercity travel and to
full-planneddevelopmentaccording to the applicable acknowledged
comprehensive plan over the planning period. Ridrdevelopment, for the
purposes of this policy, means the amount of pdmuiaand employment growth
and associated travel anticipated by the communagknowledged
comprehensive plan over the planning period. Th€ @ficourages communities
to consider and adopt land use plan amendmentsvthad reallocate expected
population and employment growth to designated canity centers to reduce
reliance on state highways.
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Action 1F.3

Where. it is infeasible to meet the existing perfante targets through the development
of transportation system plans or ODOT facilityndat-woeuld-be-infeasible-to-meetthe
standards-in-thispehcYODOT and local jurisdictions may explore differégrget levels,
methodologies and measures for assessing mohikitg@nsider adopting alternate
highway mobility-standardsrgetsfor the facility. While v/c remains the preferred
methodology to measure system performance, meastimeisthan those based on v/c
may-enlybe developed through a multi-modal transportati@tesn planning process
that seeks to optimize the overall transportatimiesn efficiency and balance multiple
objectives within the area being addressed.

Examples of where state performance targets magnatith local expectations for a
specific facility or may not reflect the surroungiland use, environmental or financial
conditions include

. Metropolitan areas or portiorthereof where mobility expectations cannot be
achieved and where they are in conflict wiksupperan adoptedntegrated land
use and transportation plan for promoting compagetbpment, reducing the use
of automobiles and increasing the use of other mod&ansportation, promoting
efficient use of transportation infrastructure, amgiroving air quality;

. When financial considerations or limitations poele the opportunity to provide a
planned improvement within the planning horizon;

 When other locally adopted policies must be baldmweigh vehicular mobility and
it can be shown that these policies are consistightthe goals and objectives of
the OTP Plan and OHP policy.
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. Special Transportation Areas (STAs); and

. Areas where severe environmental or land usstaintsmake infeasible the
transportatron |mprovements necessary to accomrecndarhned land uses

plane}or to accommodate comprehensrve plan changesahart(nut the Land
Use and Transportation Policy (1B).

+—— ThealternativeAny proposedcstandardstandard that deviates from the mobility
performance targethall be clear and objective and shall providercdésndardized
procedures to ensure consrstent applrcatron osﬁdtm:ted measur’ee—retated—te—v/c

a a ..u'- ala a ala a .- a age-d

heerly—eapaeity—(ad#e})rhe—standardalternatrve performance tarqeték)all be adopted

by the OTC as an amendment to the OHP. It isedpected that the participating local
jurisdiction will acknowledge the target for theat highway facilityas part of a regional
and/or local transportation system plaRindings shall demonstrate why the particular
target is necessary, including the finding that ihfeasible to meet the highway mobility
performance targets in this policy. If alternatigegets cannot be established through the

NRPRRRPRRERRRRR
COWO~NOUDNWNREPROWOO~NO®UAWNER

21 | system planning process prior to adoption, theykhbe identified as necessary and
22 commltted toasa future Work |tem with an ass«m:iaimeframe for adoptlonIhe—plan
23

24

25

26 |

27 13Examples of severe environmental and land use i@onist include endangered species, sensitive
wetlands, areas with severe or unstable slopes, eivbay crossingand historic districts. See Chapter 3
29 of the 20070regon Highway Plan Mobility Standards Guideliiesmore examples.
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Madifications to the performance targets couldue changing the hour measured from
the 3¢ highest hour, using multiple hour measures, osictering weekday or seasonal
adjustments. ODOT'’s policy is to utilize a v/c bdstandard and methodology as the
initial option, as this will simplify implementatmissues throughout the state.
Development of corridor or area mobility standasdalso allowed. Where v/c based
approaches may not meet all needs and objectitemative targets may also be

pursued.

In support of the alternate targ#te plan shall include-dikasible actions for:

. Providing a network of local streets, collectarsl arterials to relieve traffic
demand on state highways and to provide convepigshtstrian and bicycle
ways;

. Managing access and traffic operations to mipéntraffic accidents, avoid

traffic backups on freeway ramps, accommodatelftaighiclesand make the
most efficient use of existing and planrteghway capacity;

. Managing traffic demand and incorporating tramgtion system management
tools and informationwhere feasible, to manage peak hour traffic laadstate
highways;

. Providing_and enhancing multipddternativemodes of transportation; and

. Managing land use to limit vehicular demand tateshighways consistent with

the Land Use and Transportation Policy (1B).

The plan shall include a financially feasible immpkntation program and shall
demonstrate that the proposed target(s) are censisith and support locally adopted
land use, economic development, and multimodakpartation policy and objectives.
In addition, the plashall demonstrate strong public and private comenitinto carry out
the identified improvements and other actions.

Outside of metropolitan areas, proposed highwayiliytargets require adoption by the
OTC before they are effectivén metropolitan areas;-the-aterrateposechighway

mobility standardsargets need concurrence by the MPO and adoptiadheb@TC.
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ODOT understands that in certain areas of the Stateeving OHP targets will be
difficult and that regional and local policies make precedence over transportation
system performance. ODOT is committed to work WiROs and local jurisdictions on
system-level analysis of alternate mobility targaid to participate in public policy-level
discussions where balancing mobility and other comity objectives must be
adequately addressed.

In developing and applying alternate mobility metblmgy for facilities throughout the
state, ODOT will consider tools and methods thatehzeen successfully used previously
for a particular facility and/or within a specifieetropolitan area or region. It is State
policy to move towards consistency in the selecéind application of methodologies
over time, as they are applied to a specific fagibr to facilities within a region.
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Action 1F .64

For purposes of evaluating amendments to trandportaystem plans, acknowledged
comprehensive plans and land use regulations dubj€xAR 660- 12-060, in situations
where the volume to capacity ratio or alternatgetior a highway segment, intersection
or interchange is above the targetsndardsn Table 6 or Table 7, or those otherwise
approved by the Commission, and transportation awvgaments are not planned within
the planning horizon to bring performance to staddéhe performance-standaeadgetis
to avoid further degradation. If an amendment tiaasportation system plan,
acknowledged comprehensive plan or land use regulatcreases the volume to
capacity ratio further, or degrades and adoptegktat will significantly affect the
facility._In addition to the capacity increasinggmvements that may be required as a
condition of approval, other performance improvaagions include, but are not limited
to:

. Reconfigure highway and side-street accesseasrtionize traffic conflicts
at intersections;

. Limit parking near signalized intersectionsrorease intersection capacity;

. Coordinate and operate traffic signals to imertaffic progression;

. Relocate driveways and improve local road cotioes to direct traffic away
from overburdened intersections and intersectiomsrevside-street capacity
is limited in order to optimize traffic progression the state highway;

. Improve turning-radii at intersections that heavily used by trucks to avoid lane
blockages;

. Improve accesses so that traffic can enter irtlesx highway with minimal
disruptions of flow; and

. Manage land uses to favor types of uses thatrgémless traffic or traffic peaks
which do not coincide with traffic peaks on thehway. This could be done by
making appropriate plan amendments or changesiiogordinances.
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In applying “Avoid Further Degradation” establishadhis Action for state highway
facilities already operating above the existinandtad when evaluating amendments to
transportation system plans, acknowledged compsieplans, and land use
regulations subject to OAR 660-12-0060, a smalldase in traffic does not cause
“further degradation” of the facility.

The threshold for a small increase in traffic bedw¢he existing plan and the proposed
amendment is defined in terms of the increase émame daily trip volumes as follows:

 Any proposed amendment that does not increasevédrage daily trips by more
than 400.

* Any proposed amendment that increases the averlyerips by more than 400
but less than 1001 for state facilities where:
o The annual average daily traffic is less than 5 0@ two-lane highway
o The annual average daily traffic is less than 1% {00 a three-lane
highway
o The annual average daily traffic is less than 10 {00 a four-lane

highway
o The annual average daily traffic is less than 2% {00 a five-lane

highway

» If the increase in traffic between the existingypéad the proposed amendment is
more than 1000 average daily trips, then it isqomtsidered a small increase in
traffic and the amendment causes further degradafithe facility and would
follow existing processes for resolution.

Amendments to local comprehensive plans and laademulations (including zone
changes) necessary to accommodate an economiogmagit project that will
significantly affect the state highway system camitade pursuant to OAR 731-107-
0010.

Action 1F.5

Consider OHP mobility targets when evaluating psggbdevelopment applications that
do not trigger Section 0060 of the Transportati@mRing Rule. When making
recommendations to local governments on approvdéeélopment permits and potential
actions for mitigation related to local developmprdposals, consider and balance the

following:

« OHP mohbility targets;

« Community livability objectives;
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e State and local economic development objectives;

« Safety for all modes of travel;

* Mitigation actions that consider system level erdeaments for all modes of travel
equally with highway infrastructure; and

* Local approval criteria.

Action 1F.6

Consider OHP mobility targets as guidance to ODQilghway access management
program when balancing economic development obgsf properties abutting state
highways with transportation safety and access gemant objectives of state highways
in a manner consistent with local transportatiosteasy plans and the land uses permitted
in acknowledged local comprehensive plans.

When evaluating OHP mobility targets in access mament decisions consider the
following:

* The highest priority for OHP mobility targets iniding access management practices
is for addressing traffic movements on and fronestdghway facilities themselves.

* When evaluating traffic movements from an approadio a state highway, the
priority is to consider safety of the movements.i/h v/c ratio for a specific
movement greater than 1.0 is an indication of aciy problem, it does not
necessarily mean the traffic movement is unsaf@lyAengineering practices and
disciplines in the design of highway approachessure traffic movements meet
safety objectives for the program.

Action 1F.7

Consider OHP mobility targets for implementing agdemal improvements to the state
highway system. The OHP mobility targets are méabe used as a quide and to
compare the relative benefits of potential operatiGolutions rather than as a firm
standard to be met. The main goal of operatiorgEpts is to improve system
performance from current or projected conditions.

Action 1F.8
Enhance coordination and consistency between plgrand project design decisions

whenever possible. Ensure that future planned syleels of performance are a key
factor in modernization project designs. Ensuré phhaject development processes and
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design decisions take into account statewide niglaihd economic objectives, including
design targets, while balancing community mobiliityability and economic
development objectives and expectations. Ensuipahadesign principles that take a
systematic approach to transportation solutiongansidered in planning and project
development processes. Practical design princgtieg to deliver the broadest benefits
to the transportation system possible within emgstiesources.
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