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.  Executive Summary

Thelarge US railroads have changed their operating models over the last several years. The old model
was one where industries were served on industrial spurs which were tied in to the mainline of the
serving carrier. The railroad would operate trains whichuldodrop off and pick up cars at various
industries along the mainline. As the railroads became more congested, they created operating models
which increase velocity on tracks thereby improving capacity. To achieve higher operating, speeds
railroads tt Y AAGA2Yy SR (G2 GK221 9 KldzZ ¢ 2LISNIGA2YyEad ¢ KA
mainline toward moving unit trains consisting of 100 or more cars of a single commodity from a major
hub to a major hub. A hub can be a population base such as the Porégiah, or it can be &
origination point for a specific commodity such as a large grain growing region or manufacturing plant
(automobiles, wind energybio-fuels etc.). These trains consisting of railcars transporting wheat or
manufactured goods in coainers do not stop along the way and therefore have higher average
operating speeds.

m A
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the demand for serving industries shipping less than unit train votutoeated on a mainline through
KAIKSNI LINAXOAYy3 FyR O2y@SNESt & LINE SHodkRauNF IBR Aty OSy
serves certain industries more efficiently and cost effectively, but it has isolated many communities with

small populatiom centers, no large unit train shippemnd no hub of rail operations from efficient rail

service. Central Oregon has already withessed some of the effettesdé strategies by BNSF which

makes rail less competitive with the truck mode. This study aeslyhe options for rail service which

could be viable over the long term and also identifies industrial sites which are compatible with modern

rail operations.

The study area from Madras to La Pine is located on the BNSF Oregon Trunk Line, and YRatssha

as far south as Bend. In addition, the COPR provides switching services to local shippers and provides a
location, the Freight Depot, for regional shippers to access the rail network by transferring freight from
trucks to railcars. This is commygrdalled a transload/reload operation. It is rabait highly desirableto

have access to both western railroads because it provides market pressure for the BNSF and UP to
compete on pricing. When only one railroad has access, it will typically ensuoermant is priced to

cost less than if it moves by truck but other than that have no pricing pressure. It is even more
advantageous to have a shortline operator do the switching and railcar aggregation on behalf of
shippers and interchange with th€lasd cariers. This is a very marketable rail scenario since the
shortline can provide a more customized service for a shipper. The strength of the rail network in the
Central Oregon region is that it is served by both western Class | railroads as welbatireestperator

who specializes in what the big railroads will no longer do; switching and aggregating cars from
individual shippers.

The challenge facing the region is to offset the trend by the railroads of not handling the individual
shippers locatean the mainline which allows them to use the Oregon Trunk as a route exclusively for
through trains.

The second part of this study looked at large land parcels in the region which could be developed for rail
served industries. A scoring matrix wasatedwhich ranked the sites according to criteria necessary for
efficient rail transportation and for compatibility with local land use regulations. There are several sites
which could be developed famil-servedindustries, the caveat being that sustainalbtegterm rail
service for shippers of less than unit train volumes will likely not be possible along the mainline. The
sites along the main ar&owever, large enough to develop for unit train shippers. These sites could also
accommodate shippers of smallvolumes who could then truck the product to the COPR Freight Depot.
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The market for unit train shippers who would consider development in Central Oregon is likely limited.
Such shippers generally are closer to commodity growing areas, manufacturing, modespulation
centers.

In considering unit train shipperg is important to ensure that there is sufficient room in the railroad
right-of-way for siding capacity (additional tracks) to support mainline operations. The railroad needs a
place to drop df the train. During the course of the study it was discovered #ilatostall support
infrastructure between Bend and Madras is compromised bgratie crossings. New infrastructure can

be developed, but the costs must take into account the need for gsagarations.

Freight volumes into and out of the region are currently depressed. Once the market rebounds,
historical data suggest that there ought to be enough freight to support rail/truck modal choice. There
are some opportunities to grow these volumieg supporting the utilization of the COPR Freight Depot
operation. The region can also secure future efficient and competitive rail service by developing certain
industrial sites for raiberved industries. These sites have been identifree been rank& according

to their ability to meet the criteria in the scoring matrand the highest ranked sites are:

1. Prineville Junction (Deschutes County)
2. Crook County Heavy Industrial Zone
3. Northwest Industrial Park (Prineville)
4. Madras Industrial Zone

Other sites dcated along the mainline may be suitable for development for unit train shipdrs.
Department of State Lands (DSIte in Deschutes County approximately 1,00@cresof undeveloped
land which is a unique asset on thgest Coast. This provides an oppunity to build all the rail
infrastructure on site and still have ample acreage for a large industrial development.

Securing longerm efficient and competitive rail service may be possible by having public policy which
encourages the following:

1. Site nan-unit train, rail-served industries along the COPR

2. Along the BNSF mainline site only unit train industries and ensure adequate on agite off
support tracks

3. For shippers of less than unit train volumes currently located on the mainline or new shippers
locating in the vicinity of the mainline, support trucking freight to COPR Freight Depot for
transference to rail mode



Finalg June 22, 2009

. Background

Central Oregon is taking a regional view with regards to industrial development and the planning
process. In order to suppogconomic development efforts, the cities and counties are undertaking this
aldzRe G2 o0SGGSNI dzy RSNRGEFYR GKS | NBI QaandNiax I &daS
O2yySOGAGAGRERT IYyR daaSaaAiy3a Ay RdzionNddmt LI NOStaQ O

The various jurisdictions in Central Oregon have recognized that there are some problematic issues
associated with rail service in the region. As with many areas around the country, the conflict between
roads and rail has become more intense wban development has become denser. In addition, the

railroad operating model has been undergoing significant change. In the past, the railroads would serve
industries which were located anywhere on their mainline, which was the expectation by both the
railroad and the shipper. Today, the large railroads will not automatically provide service nor allow a
physical connection to be built onto the mainline. Rathiris incumbent upon communities and

shippers to design infrastructure and business modela WhK | OO 2 Y YhBoR & fiaGt GYKSS/ Gd € A ( @
of the Class | railroads.

The rail committee of COACT determined that there was a need to study the crossings issue as well as
the preservation and enhancement of railroad freight mobility and identifying laactgs which
provide unique transportation attributes. These studies can then inform current and future regional
planning efforts to ensure adequate industrial land supply which is well suited for transportation
dependent industries.

Connectivity to the rih network is vital for economic development efforts in the region. At the
conclusion of this study, the COACT rail committee will have a solid understanding of the following:

e Operations and motivations of the railroads which serve Central Oregon

e Conditionof existing infrastructure and additional infrastructure needed to support industrial
development

e Site configurations and locations best suited for transportati@pendent industries

Concurrent with this study, th©regon Department of Transportatio®DOT) RailDivision is taking a
similar look at other regions around the state. The outcome of the Central Oregon study will be
incorporated into the final ODOT rail study. This study will eventually inform the Oregon Rail Plan, which
is scheduled to be upded in 2009 depending on funding.
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[1l. Current Conditions

A. Rail Operations and Infrastructure

BNSF and UP

Both BNSF and UP have higipacity east/west mainlines along the Columbia River Gorge; the traffic on
these lines comprises the major market for both @ang into and out of the Portland metropolitan area,

the largest rail hub in Oregon. The volumes are driven by consumer products for the population center
in the region; agricultural, mineral bulk, and automobile shippers at the Ports of Portland and
Vancauver, WA; as well as various manufacturing activities including steel products and transportation
equipment.

The north/south corridors are secondary in terms of volumes handled. The Central Oregon region is
bisected by the BNSF Oregon Trunk Line. Thik ttats between Wishram, WA, and Klamath Falls, OR,
as a singlérack main line. There are locations with an additional track called a siding. This second track
allows for; northbound and southbound trains to pass each other, changes of crew, and settrayou

at certain locations. The line has a maximum capacity of approximately 14 to 16 trains per day under
current infrastructure and operating conditions. Between Wishram and Madras there are sections which
are limited to operating speeds of between 18da35 miles per hour due to the physical landscape
creating excessive curvature of the tracks and the general condition of the tracks. In addition, there are
several tunnels which were constructed when railcars where smaller and where estable
intermodal operations were not yet conceived. Additional capacity and operating speeds can be created
by adding siding capacity at strategic locations.

The BNSF currently runs four to six trains per day on the Oregon Trunk. The UP has operating rights
along the etiire line but does not typically run through trains on that line because they have a higher
capacity route in the Willamette Valley. UP will occasionally utilize the Oregon Trunk as a reliever route
when capacity is constrained on the Willamette Valleghravhen maintenance is taking place, or when

a natural or manmade event closes a section of their mainline. In winter of 2008, a massive landslide
near Oakridge, OR, incapacitated the main route for more than three months during which time the UP
operatednorth/south traffic over the Oregon Trunk as well as along the Gorge Route to Salt Lake City
and then south. While the UP has operating rights, they do not have commercial rights south of Bend.
UP cannot quote rates and service to shippers located souBend to Klamath Falls. All UP traffic to or
from Central Oregon is interchanged with BNSF in Klamath Falls for distribution in theoBdadras
corridor.

Mainline operating crews are restricted to working a maximursht@r shift. The railroad operatis

are divided into crew districts which are determined by approximately how far a crew can operate a
train in this 12hour window. This results in predetermined locations where crew changes occur. Along
the Oregon Trunk, these creghange points are Wisam, WA and Bend and Klamath Falls, OR.
Changing crews requires a landing point off of the mainline which can accommodate the entire length of
a train so it clears the mainline and does not interfere with any other rail traffic. The crew change point
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in Bend is Cascan siding just south of the Bend Depot. This is where through trains will pull over in order
to allow one crew to get off and a new one to take over.

Trains arriving or departing with local traffic for Central Oregon are also delivered to Gidicnand

are then handled by a road switcher. There are two local switching crews, known as jobs, working in
Bend five days per week, one in the morning Monday through Friday and one on swing shift Sunday
through Thursday. These crews can operate wifirmiles of Bend and also for a maximum of 12 hours
per shift. They have the responsibility of getting the loaded and empty railcars delivered to and picked
up from the local industries. These two jobs work between Bend and Madras. Train activity sowdhbou

is limited to a daily pickup of cars at the Round Butte siding in Metolius, and picking up repositioned and
fully-serviced locomotives on Fridays. Northbound trains set out cars daily at Cascan siding for Bend,
Redmond, Prineville, Culver, Round Bu#ted Madras.

R

Existing Infrastructure

A Existing Yards, Sidings or Spurs
s City of Prineville Railway
BNSF Railway
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B. City of Prineville Railroad

The COPR is a publidwned 18mile-long shortline railroad which runs from Prineville Junctijust

north of Redmonetto the City of Prineville and provides-demand switching services for the shippers
located along the line. COPR interchanges with BNSF at Prineville Junction three to five times per week
depending on volumes. In addition, the railroad offers an excursion dinner train during the summer
months on Friday, Saturday, and Sunday evenings.

BNSF istdiged by the Surface Transportation Board as a common carrier to provide service to shippers
on their shortline partners. Interchange is governed by an agreement between the BNSF and COPR
which stipulates the location of interchange, maintenance respalitiéls, repair, and operation of

tracks and equipment related to the interchange. The agreement also sets the rates which the BNSF will
pay COPR. All rate setting to the customer is done by BNSF who in turn pays COPR for switching the
customer. The intelltange agreement can be cancelled by either party \8flday<notice, but the

BNSF cannot arbitrarily cease serving the shipper base due to its obligations as a common carrier. As
with other shippers on the BNSF mgnowever, the railroad could incremeaity price the business high
enough that rail service becomes uncompetitive with truck. COPR also has an interchange agreement
with UP. Should BNSF and UP ever agree to discontinue the current practice whereby BNSF hauls UP
business, and UP would choosestrve its customers directly, then this agreement would govern the
moves between COPR and UP.

Shortline operations are usually rail lines which were spun off by a Class | carrier. The COPR is unique in
that it has always been a municipal railroad. Shoetloperators have lower cost structures and more
flexible operating rules which allows them to provide a more customized andeffestive service for
shippers. Most shortline operations suffer from years of deferred maintenance on the tracks. The
busines volumes can usually cover operating costs, but rarely all of the upgrades required in the
underlying infrastructure. COPR is currently rated under FRA standard as a Class Il railroad which allows
operating speeds of 25 miles per hour. COPR was alsossfigci getting approximately $1 million in
federal stimulus funds this year. With that investment, the management of the COPR believes that the
railroad will maintain a Class Il rating for the next 20 years with minimal maintenance. This means that
the QOPR is in very good condition relative to many other shortline properties nationally.

On a typical day, the railroad will switch four locations; Les Schwab Tires, the City of Prineville Freight
Depot, Fontana Truss Plant, and Prineville Sawmill. Thetalais the loaded cars to Prineville Junction
for interchange with BNSF and then picks up empty cars to switch in to the same industries.

The COPR owns and operates the Freight Depot. Through grants from Connect@éebdhd railroad
developed a pubti raitserved facility which can store products and load and unload railcars. The Class |
railroads no longer provide facilities where truck/rail transfer can take place. The COPR facility enables
shippers in the region who are not directly rail servedatwess the network. The Freight Depot serves
more than 25 customers.
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COPR Existing Infrastructure
A Existing Yards, Sidings or Spurs
s City of Prineville Railway
BNSF Railway
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C. Truck Operations

As with rail, Portland is the main hub and center of operations for the national trucking companies
serving the region. The trucking industry is mostly comprisetdefdllowing segments:

e National full truckload (FTL) carriers

¢ National less than truckload (LTL) carriers

e Regional trucking companies

e tNAQIFGS AKALIWSNERQ FTfSSiha

The truckload carriers serve Central Oregon out of their Portland hubs and are generally bringing
products into the area and returning empty to Portland to pick up loads for other destinations. This
imbalance creates higher costs and less efficiency for regional shippers. Most of these carriers are in the
region on a daily or weekly basis. LTL casrieve terminals in Central Oregon and serve shippers which
typically ship highvalue/low-volume products. The service levels from the FTL and the LTL carriers
remain fairly constant with some fluctuations due to overall market conditions.

The current depessed market has most severely affected the regional carries. During this past year, the
region has lost nearly 5@ercent of its trucking capacity the majority of which were smaller operators
who are heavily dependent on construction materials, wood paisland regional drayage. Nearly all of
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the logging trucks are idle. Regional carriers also haul international containers from ports such as
Portland, Seattle and Tacoma into Central Oregon.

In addition, there are several companies in the region sucheasSchwab Tires, which own their own
trucking fleets. They will haul their own products and occasionally will also handle products for other
shippers.

Several shippers are now trucking product to the City of Prineville Freight Depot in order to load
products into railcars.

D. Regional Road Traffic Flows

Freight travels nortksouth through the study area primarily via truck on US Highway 97. Freight travels
eastwest through this region primarily via truck on US Highways 20 and OR 126/US26.

US Highways 97, 20hd 26 (west of Madras) are designated as part of the State Highway Freight System
in the 1999 Oregon Highway Plafiruck traffic experiences severe congestion within the urban areas of
Central Oregon.

The City of Bend was the most congested point on & Highway 97 corridor from California to
Washington until the bypass (the Bend Parkway) opened to traffic in 2001. Average Daily Traffic (ADT)
on US Highway 97 is in excess of 30,000 vehicles per day (vpd). All of the BNSF crossings on both the old
alignment of US Highway 97 (Business 97) and the new alignment of US Highway 97 (the Bend Parkway)
within Bend are gradseparated crossings. However, there are still severgjratle railroad crossings

on arterial roadways in Bend, most notably Cooley RoadeBiarket Road, Revere Avenue, Olney
Avenue, Colorado Avenue, Wilson Avenue, Reed Market Road andRBaaiThese agrade crossings

create not only safety problems, but also create delays to motor vehicles several times a day, resulting

in increased aipollution caused by vehicles idling. In Bend, the Deschutes River, the Bend Parkway, and
the BNSF mainline combine to create significant barriers towast travel.

After completion of the Bend Parkway in 2001, the City of Redmond became the mosstamhgoint

on the US Highway 97 corridor until the Redmond bypass opened to traffic in 2008. There are no BNSF
crossings on US Highway 97 in Redmond; however, there are sevepadat railroad crossings on

other arterial roadways in Redmond, most notalidvergreen Avenue (OR Highway 126), Veterans Way,
and Airport Way. Similar to Bend, the Dry Canyon, US Highway 97, the BNSF mainline, and the Central
Oregon Irrigation District main canal combine to create significant barriers tenssstttravel.

The otter cities in Central Oregon have fewer rail and automobile conflict pointsafine, there is one
at-grade rail crossing on US Highway 97 and several others on local roads. In Madras, the BNSF is grade
separated where it crosses US Highway 26; howeseyeral atgrade crossings exist on local roads. In
Prineville, there is one ajrade COPR crossing on US Highway 26 and several others on local roads.

V. Market/Commodity Flow

The latest commodity flow data available at ODOT is from the 1997 CommodityDiEimlvase. The
department has, however, just engaged a consulting team to update the data and this should be
available by fall of 2009. For this work 1997 data will be utilized.
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In Oregon, forest products dominate the rail volumes which originate in thte.sfegricultural and
chemical products also represent a large percentage of the volumes and much of these volumes are
potash, soda ash, and grain which originate out of state and move to foreign markets through the Port
of Portland.

A. Top 10 Rail Commodities in Oregon by Tonnage, 1997

STCC Commodity Name Rail Tons Percent
1 Farm Products 11,204,654 20.3%
24 Lumber or Wood Products 10,078,785 18.3%
28 Chemicals or Allied Products 7,397,113 13.4%
46 Misc. Mixed Shipments 6,493,123 11.8%
26 Pulp, Paper oAllied Products 4,618,195 8.4%
20 Food or Kindred Products 3,942,420 7.1%
40 Waste or Scrap materials 1,929,383 3.5%
32 Clay, Concrete, Glass, or Stone 1,846,816 3.3%
33 Primary Metals Products 1,443,706 2.6%
37 Transportation Equipment 1,125,471 2.0%
All other Commodities 5,145,577 9.3%

Total 55,225,243 100.0%

Of this traffic, 20.6 million tons of freight is through traffic which leaves 34.6 million tons of freight
which originated or terminated in Oregon in 1997. Multnomah County volumes représe dominant
share of Oregon rail movements with pércent of originating tons and G$ercent of terminating tons.
Deschutes County originated 531,580 tons which represemieréent of the total volume. Other
Central Oregon counties did not rank amahg top ten counties. The rail data for the ACT region are a
follows:

B. Top Rail Commodities in the Central Oregon ACT Area, 1997 in
TONS (1,000s)

STCC Commodity Name Inbound Outbound Through
24 Logs, Lumber, Wood Products 43 449 295
14 Nonmetallic Minerés 0 109 4
30 Rubber or Misc. Plastics 56 0 0
29 Petroleum or Coal Products 46 0 230
32 Clay, Concrete, Glass Or Stone 41 9 6
28 Chemicals or Allied Products 20 0 170

1 Farm Products 0 12 295
33 Primary Metals Products 4 0 498
Total 210 579 1,498

We can presume that the overall rail market, according to these data, is relatively small with the
majority of freight on the Oregon Trunk Line being through traffic. Again, we caution that these are old
data and the new data may reveal more robust volumgs through 2007. We do not, however,
anticipate that there has been enough growth in the market to significantly affect the overall rail market
share of Central Oregon relative to the rest of the state.

List of current rail shippers
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Madras

W Albina Asphlt

W Ferrell Gas

w Transload facility

w Mid Columbia Plywood
() Warm Springs Lumber
Redmond

W Ferrell Gas

w Ed Staub & sons
w Mid State Fertilizer

Prineville
w Freight Depot
Round Butte Seed Growers (located in Culver, truck to COPR)

Fontana Truss

€ € €

Les Schwab Tires

Prineville Sawmill

€

Jeld Wen

CF&N

Gresham Transfer
Pacific Pride
Amerigas

Haines Distribution

While the past and current existing rail market is relatively small, we believe that there is potential to
capture additional vimmes by exploring the dynamics of the trucking market.

10
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C. Top Truck Commodities in the Central Oregon ACT Area, 1997 in
TONS (1,000s)

STCC Commodity Name Internal Inbound Outbound

24 Lumber or Wood Products 278 3,017 7,085
14 Nonmetallic Minerals 2,694 145 924
32 Clay, Concrete, Glass or Stone 50 378 1,424
1 Farm Products 0 310 551
20 Food or Kindred Products 0 394 65
30 Rubber Or Misc. Plastics 1 184 187
40 Waste or Scrap materials 165 28 78
13 Petroleum Products/Natural Gas 0 244 0
29 Petroleumor Coal Products 0 80 7
28 Chemicals or Allied Products 0 42 43
All other Commodities 0 459 105

Total 3,188 5,281 10,469

These data show that thers approximately 18.9 million tons of freight moving into and out of the

region by truck every yearf 5 percent of that volume were converted to the rail mode, that would be

the equivalent of approximately 9,500 railcars per year which would more than double the existing
volumes (according to these data). The combined volumes along with railroad opesrataducive to

0 K$ookd& hak Reyl YAOa 2F GKS /ftrFraa L NIYAfNRIR Oz2dzA R
term.

11
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V. Industrial Sites

A. Site Characteristics and Locations

The consultant worked with the Cities of Prineville, Redmond, Bend, La Pinglards, and Crook,
Deschutes and Jefferson counties to identify existing and potential rail industrial sites within the study
region. To identify the sites, the project team reviewed zoning maps, Comprehensive Plan maps, aerial
photos, Geographic Informiain Systems (GIS) data and railroad track charts, and relied on local
knowledge of land uses in the region.

The primary characteristics that were considered as desirable in the site identification were site size,
zoning, and proximity to the railroads. Anitial screening of the maps was performed to identify
potential sites. Sites were initially identified if they were overades in size. Sites were also identified

if they are currently zoned Industrial, or have Comprehensive Plan designation agiaid@#es were

also identified if they are adjacent to the BNSF or COPR. Sites were not ruled out if they did not possess
all three of those desirable characteristics. Some sites initially identified possessed only one or two of
those desirable charactstics.

The secondary characteristics that were considered as desirable in the site identification were proximity
to state highways and whether the site is located inside a UGB. Having access to a major highway
(specifically, US Highways 97, 20, and 26% weewed as a desirable characteristic due to their
designation as freight corridors. For scoring purposes we defined access as proximity to the highways.
The constraints to access are reflected in the cost of development and at grade crossings ceitegia. B
located inside a UGB was viewed as a desirable characteristic because the sites would comply with one
of the purposes of Statewide Planning Goal 14 (Urbanization), which is to accommodate urban
employment inside UGBs.

In total, 28 potential rail indugrial sites were identified. The breakdown by jurisdiction is as follows:

e 4 sites in the City of Prineville

4 sites in the City of Redmond
e 8sites in the City of Bend

e 2 sites in the City of La Pine

e 1 site in the City of Madras

e 1 site in Crook County

e 3 sites in Deschutes County

e 5sites in Jefferson County

The current zoning, current Comprehensive Plan designation, permitted uses, physical description,
advantages, and disadvantages of each of the identified sites are described below.

Following the descriptios of the B potential rail industrial sites identified, the sites were scored in a
matrix, using 10 scoring criteria to assess their suitability forseated development, as described
below. The permitted uses under the current zoning are listed fquiadidictions in the appendix.
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Deschutes County
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ST ostese

¢ Prineville Junction

Current Zoning MUA10 (Multiple Use Agricultural) and EFUTE (Exclusive Farm Use Terrebonne
Subzone).

Current Comprehensive Plan Designatiddrban Reserve Area and Agriculture.

Physial Description Approximately 291 acres north of the city limits of Redmond, south of
hQbSAf | A3IKgl & ohw | ATKgE & ot ntStree§ andl dutsilef | {
but immediately north of the City of Redmond UGB.

Advantages Only site inthe tri-county area that abuts both the BNSF and COPR. Good
proximityto US Highway 97.

Disadvantages Requires a zone change, Comprehensive Plan Map amendment and expansion
of the City of Redmond UGB. Mostly divided into small parcels.

e Oregon Departmenbf State Lands (DSL) South Redmond Tract
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Current Zoning EFUAL (Exclusive Farm Use Alfalfa Subzone).

Current Comprehensive Plan Designatiggriculture.

Physical DescriptionApproximately 1,000 acres south of the city limits of Redmond, east of US
Highway 97, south of Juniper Golf Course and the Deschutes County Fairgrounds, and outside,
but immediately south of the Redmond UGB.

Advantages Large parcel under single ownership (Oredo8l. Almost entirely vacant.
Proximity to US Highway 97. The DSutts®edmond Tract Land Use and Management Plan
(October 2008) proposes to rezone approximately 540 acres east of the railroad to Industrial
and preserve an approximately 140 wide corridor along the southern edge of the property
(approximately 47 acresds a multimodal transportation corridor, which could be used for a
railroad spur.

Disadvantages Requires a zone change, Comprehensive Plan Map amendment and expansion
of the City of Redmond UGB.

Juniper Ridge Phase 2

Current Zoning EFUAL (Exclusivarm Use Alfalfa Subzone).

Current Comprehensive Plan Designatiggriculture.

Physical DescriptionApproximately 1,002 vacant acres north of the city limits of Bend, north of
Cooley Road, south of Tumalo Road, east of US Highway 97, west of Deséarkes Road,
and outside the City of Bend UGB.

Advantages Large parcel under single ownership (City of Bend). Almost entirely vacant. Good
proximityto US Highway 97.

Disadvantages Requires a zone change, Comprehensive Plan Map amendment, and expansion
of the City of Bend UGB. Vehicular access to/from US Highway 97 is primarily via Cooley Road.
The signalized intersection of Cooley Road and Highway 97 is currently operating at a failing
level of service. The City of Bend and ODOT are planning a-$gaalated interchange at this
location. The City of Bend is considering charging developers at Juniper Ridge $10,000+ per p.m.
peakhour trip generated by their development to pay for the improvements at Cooley Road and
Highway 97.
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City of Bend
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e Juniper Ridge Phase 1
- Current Zoning EFUTRB (Exclusive Farm Use)dhd (Urban Area Reserve).

- Current General Plan Designatiolk. (Industrial Light).

- Physical Description Approximately 515 vacant acres north of the city limifsBend, but
partiallyinside the City of Bend UGB.

- Advantages Partially nside City of Bend UGB. General Plan designation IL. Large parcel under
single ownership (City of Bend). Almost entirely vacant.
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- Disadvantages Requires a zone change. Vehiculazeas to/from US Highways 97 and 20 is
primarily via Cooley Road. The signalized intersection of Cooley Road and Highway 97 is
currently operating at a failing level of service. The City of Bend and ODOT are planning a grade
separated interchange at thisdation. The City of Bend is considering charging developers at
Juniper Ridge $10,000+ per p.m. pdetur trip generated by their development to pay for the
improvements at Cooley Road and Highway 97. In spite of its IL General Plan designation, the
City of Bend is considering developing this first phase of Juniper Ridge with residential uses.
Current city concept plans do not contemplate rail access to the site.

Nels Anderson Industrial Area
- Current Zoning IL (Industrial Light).
- Current General Plan Desation: IL (Industrial Light) and CG (Commercial General).

- Physical Description Approximately 107 acres east of US Highway 97, west of the railroad,
north of Empire Avenue, and south of Cooley Road, mostly divided into small parcels and built
out.

- Advartages Inside City of Bend UGB. Zoned IL. General Plan designation IL and CG. Good
proximityto US Highway 97.

- Disadvantages Mostly divided into small parcels and bilit. This site will be affected by the
Hwy 97 relocation.

Boyd Acres Industrial Area
- Current Zoning IL (Industrial Light) and IG (Industrial General).

- Current General Plan Designatiol. (Industrial Light) and IG (Industrial General).

- Physical Description Approximately 125 acres east of the railroad, west of Boyd Acres Road,
north of Butler Market Road, and south of Empire Avenue, mostly divided into small parcels and
built-out.

- Advantages Inside City of Bend UGB. Zoned IL and IG. General Plan designation IL and 1G. Good
proximityto US Highway 97.

- DisadvantagesMostly divided ito small parcels and buitiut.

NE 1st Street Industrial Area
- Current Zoning IL (Industrial Light).
- Current General Plan Designatiolk. (Industrial Light).

- Physical Description Approximately 71 acres east of the BNSF Railroad, west of'/$fre®t,
north of Colorado Avenue and south of revere Avenue, mostly divided into small parcels and
built-out.

- Advantages:There are existing railroad spurs in this area. Inside City of Bend UGB. Zoned IL.
General Plan designation IL.

- Disadvantages Mostly dividel into small parcels and buittut. Gradeseparated crossing of the
railroad and US Highway 97 at Greenwood Avenue and Franklin Avenue create physical barriers
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G2 F33INBIFGAYI LI NOStaod ¢KS /AdGe 2F . SyR KI &
this area to mixeeise (commercial and residential).

Old Mill District

- Current Zoning IL (Industrial Light) and IG (Industrial General).

- Current General Plan DesignatiolG (Industrial General) and CG (Commercial General).

- Physical DescriptionApprximately 54 acres east of Bond Street, west of US Highway 97, north
of Wilson Avenue and south of Colorado Avenue, mostly large parcels and vacant.

- Advantages Inside City of Bend UGB. Zoned IL and IG. General Plan designation IG and CG.
Mostly large, vaant parcels and under single ownership (William Smith Properties). Good
proximityto US Highway 97.

- Disadvantages Rail spur to site no longer in service. The uses in this area are no longer
industrial but mixeduse commercial and professional office. $beexisting uses would likely
conflict with industrial activities associated with rail.

Centennial Industrial Area

- Current Zoning IL (Industrial Light) and IG (Industrial General).

- Current General Plan Designatiol. (Industrial Light) and IG (IndustiGeneral).

- Physical DescriptionApproximately 229 acres east of the railroad, west of NESt&eet, north
of Reed Market Road, and south of Alden Avenue, mostly divided into small parcels and built
out.

- Advantages Inside City of Bend UGB. Zonedrt IG. General Plan designation IL and IG.
- DisadvantagesMostly divided into small parcels and builit.
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SE Bend Residential Area

Current Zoning RS (Residential Urban Standard Density).
Current General Plan DesignatioRS (Residential Urban StardiBensity).

Physical DescriptionApproximately 373 vacant acres east of the railroad, west of $5ti&et,
north of Knott Road, and south of Murphy Road.

Advantages Inside City of Bend UGB. Large parcels under (mostly) single ownership (Ward
family). Almost entirely vacant.

Disadvantages Requires a zone change and General Plan Map amendment. Includes three
Areas of Special Interest (ASIs), typically lava outcroppings, which would need to be preserved.

The Thumb

Current Zoning UAR (Urban Area Rage) and RRO (Rural Residential).

Current General Plan Designatio® AR (Urban Area Reserve) and Rural Residential Exception
Area

Physical Description Approximately 351 vacant acres south of the city limits of Bend, partially
inside the City of BendGB.

Advantages Almost entirely vacant. Gogaoximityto US Highway 97.

Disadvantages Requires a zone change and General Plan Map amendment. Reliant on
successful expansion of the City of Bend UGB as currently proposed. The City of Bend has
tentative Lt  ya 064. SYR ! NblFy I NBIF CN}YSg2N] tfly al
area to 21 acres of CG (Commercial General), 112 acres of Hospital (a new zone), 93 acres of
MDOZ (Medical District Overlay), 67 acres of RM (Residential Urban Medium Demslt{)/

acres of Special Site (a new zone).
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City of La Pine
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e La Pine Forest Use Zone

Current Zoning F1 (Forest Use 1) and OS&C (Open Space & Conservation).

Current Comprehensive Plan DesignatiofOREST (Forest Use) and OS&C (Open Space &
Conservation)

Physical Description Approximately 1,442 vacant acres north of Reed Road, south of Burgess
Road, east of US Highway 97, and west of the La Pine City Limits.

Advantages Inside the La Pine City Limits. Large paaei®stentirely vacant. Googroximity
to US Highway 97.

Disadvantages Requires a zone change and Comprehensive Plan Map amendment. No
commercial access by UP Railroad. Out of district for switching services by the BNSF.
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La Pine Industrial District
- Current Zoning LPI (Industrial District

- Current Comprehensive Plan DesignatidiPl (Industrial District).

- Physical Description Approximately 353 acres north of Spring Butte Lane, southi &itreet,
east of Mitts Way, and west of the La Pine City Limits.

- Advantages Inside the La PinatZLimits. Zoned LPI and Comprehensive Plan designation LPI.

- Disadvantages Mostly divided into small parcels and approximately 50 percent-built No
commercial access by the UP. Out of district for switching services by the BNSF. Congestion
issues afl*-Reed/97 will require future installation of a traffic signal.
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Jefferson County
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Jefferson County 4
Culver Industrial Zone

¢ North Madras EFU Zone
- Current Zoning Al (Exclusive Farm Useligh Value).

- Current Comprehensive Plan Designatidxclusive Farm Use.

- Physical DescriptionApproxmately 272 acres north and east of the City of Madras UGB.

- Advantages Large parcel almost entirely vacant.

- Disadvantages Outside the City of Madras UGB. Requires a zone change, Comprehensive Plan
Map amendment, and expansion of the City of Madras UGB.
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West Madras EFU Zone

Current Zoning Al (Exclusive Farm Usekligh Value).

Current Comprehensive Plan Designatidxclusive Farm Use.

Physical DescriptionApproximately 408 acres south and west of the Madras UGB.

Advantages Large parcel almost ergly vacant.

Disadvantages Outside the City of Madras UGB. Requires a zone change, Comprehensive Plan
Map amendment, and expansion of the City of Madras UGB.

Metolius Industrial Zone

Current Zoning M1 (Industrial).

Current Comprehensive Plan Desigoati M1 (Industrial).

Physical Description Approximately 79 acres northwest of Washington Avenue and southeast
of the City of Culver city limits and UGB.

Advantages Zoned M1 (Industrial). Comprehensive Plan Designation M1 (Industrial). Large
parcel. Irside the City of Metolius UGB.

DisadvantagesNot currently switched by BNSF.

Culver Industrial Zone

Current Zoning M1 (Industrial).

Current Comprehensive Plan Designatiovil (Industrial).

Physical DescriptionApproximately 80 acres north of SW Lliame, south of Wedk Street, east
of the City of Culver city limits and UGB, and west of WBgn&nue.

Advantages Zoned M1 (Industrial). Comprehensive Plan Designation M1 (Industrial). Inside the
City of Culver UGB.

DisadvantagesMostly divided ito small parcels and buitiut.

Belmont Lane Industrial Zone

Current Zoning IR (Industrial Reserve).

Current Comprehensive Plan Designatidtural Land.

Physical DescriptionApproximately 48 acres north of Belmont Lane, south and east of the BNSF
Raifoad and west of the Madras City Limits and UGB.

Advantages Large parcel under single ownership (City of Madras).

DisadvantagesOutside the City of Madras UGB. No direct highway access.
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City of Madras

e Madras Industrial Zone
- Current Zoning | (Indwtrial).

- Current Comprehensive Plan Designatiorfindustrial).

- Physical Description Approximately 568 acres along US Highway 26, inside the City of Madras
city limits and UGB.

- Advantages There are existing railroad spurs in this area. Inside Cityadfas UGB. Zoned |.
Comprehensive Plan designation |. Gpooximityto US Highway 26.

- DisadvantagesApproximately half of the land area is divided into small parcels.
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