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1  

Overview 

The City of St. Helens, in conjunction with the Oregon Department of Transportation (ODOT), initiated 

an update of the City’s Transportation System Plan (TSP) in 2010. The TSP update will guide the 

management and implementation of the transportation facilities, policies, and programs, within St. 

Helens over the next 20 years. This plan is reflective of the community’s vision, while remaining 

consistent with state and other local plans and policies. The plan also provides the necessary elements 

for adoption as the transportation element of the City’s Comprehensive Plan. In addition, the plan 

provides ODOT and Columbia County with recommendations that can be incorporated into their 

respective planning efforts. 

State of Oregon planning rules require that the TSP be based on the current comprehensive plan land 

use map and must provide a transportation system that accommodates the expected 20-year growth 

in population and employment that will result from implementation of the land use plan. The contents 

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

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

Rule (TPR). These laws and rules require that jurisdictions develop the following: 

 a road plan for a network of arterial and collector streets; 

 a bicycle and pedestrian plan; 

 an air, rail, water, and pipeline plan; 

 a transportation financing plan; and 

 policies and ordinances for implementing the TSP. 

The TPR requires that the transportation system plan incorporates the needs of all users and abilities. 

In addition, the TPR requires that local jurisdictions adopt land use and subdivision ordinance 

amendments to protect transportation facilities and to provide bicycle and pedestrian facilities 

between residential, commercial, and employment/institutional areas. It is further required that local 

communities coordinate their respective plans with the applicable county, regional, and state 

transportation plans. 
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TSP Process 

The St. Helens TSP was updated through a process that identified transportation needs, analyzed 

potential options for addressing those needs over the next 20 years, and provided an implementation 

plan and financing plan. The following steps were involved in this process: 

 Review of state, regional, and local transportation plans and policies that the St. Helens TSP 

must either comply with or be consistent with. 

 Gathering community input through public workshops at key points in the project. 

 Working with technical and citizen advisory committees to establish goals and objectives, 

identify and assess alternatives, and prioritize future needs. 

 Using a detailed inventory of existing transportation facilities and services as a foundation 

to establish needs near and long-term. 

 Identifying and evaluating future transportation needs to support the land use vision and 

economic vitality of the city. 

 Prioritizing improvements and strategies that are reflective of the community’s vision and 

fiscal realities. 

 Preparing for review and adoption by the St. Helens Planning Commission and City Council 

and subsequently by Columbia County as appropriate. 

Public involvement 

The TSP planning process provided the citizens of St. Helens with the opportunity to identify their 

vision and priorities for the future transportation system within the city. Expressing this vision into 

TSP goals and policies was a central element of the public involvement process. These goals and 

policies were used as a guide in identifying future system needs and priorities. 

The planning process was guided by a Technical Advisory Committee (TAC) and a Citizen Advisory 

Committee (CAC). The TAC was comprised of key stakeholder agencies, including the St. Helens 

Planning, Public Works, and Engineering Departments, the Columbia County Transit and Roads 

departments, Columbia River Fire & Rescue, and the Oregon Department of Transportation Planning 

and Rail Divisions. The CAC was comprised of community leaders, local business owners and residents. 
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Members of the TAC and CAC reviewed the technical aspects of the TSP. They held four joint meetings 

that focused on all aspects of the TSP development, including the evaluation of existing deficiencies 

and forecast needs; the selection of transportation options; the presentation of the draft TSP and 

funding plan; and, the presentation of recommended ordinance amendments. 

In addition to the established advisory committees, two community workshops were held at key 

junctures in the process to gather public input regarding transportation needs and priorities. This 

input was incorporated in the options analysis and final plan development. Finally, the draft plans 

were discussed with the Planning Commission and City Council at work sessions and at public 

hearings. Details of the public involvement process are provided in Volume 1, Appendix “A”. 

Plan Area 

This TSP covers publicly owned facilities within the existing urban growth boundary (UGB) as 

reflected in Figure 1-1. Based on TPR, the plan focuses on arterial and collector streets and their 

intersections, pedestrian and bicycle facilities along the arterial and collector streets and at other off-

street locations, public transportation, and other transport facilities and services, including rail 

service, air service, pipelines and water service. 
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TSP Organization and Methodology 

Development of the TSP began with a review of the city’s goals and policies that guide land use and 

transportation planning in the city. This review is presented in Section 2 of this plan. Section 3 

summarizes an inventory of the existing transportation system within the UGB. 

The transportation system inventory allowed for an objective assessment of the current system’s 

operational performance, safety, and general function, which is summarized in Section 4. Development 

of long-term (year 2031) transportation system forecasts relied heavily on the Columbia County’s 

population and employment growth projections. Based on these projections, and with input from the 

TAC, the potential for and location of future development activities was identified. Section 5 of this 

report details the development of anticipated long-term future transportation needs within the UGB. 

Section 6 documents the development and prioritization of transportation options identified to meet 

the multimodal needs of the community. The impact of each of the identified options was considered 

relative to the goals and policies, potential costs and benefits, and conformance with and potential for 

conflicts within the land use, environmental and regulatory environment. Ultimately, based on 

comments received from the TAC and CAC, elected officials, and community, a long range 

implementation plan was developed that reflected a consensus on which elements should be 

incorporated into the city’s long-term transportation system. The recommendations identified in 

Section 7, Transportation System Plan, include a Street Plan and a Pedestrian and Bicycle System Plan, 

as well as plans for other transportation modes serving St. Helens. 

Section 8, Transportation Funding Plan, provides an analysis and summary of funding sources to 

finance the identified transportation system improvements. The recommended Ordinance 

Modifications presented in Section 9 include specific changes in local zoning policies to implement the 

TSP and to achieve compliance with the Oregon TPR (OAR 660 Division 12). 

Sections 1 through 10, in combination with Appendices A through F, comprise Volume 1 of the TSP and 

provide the main substance of the plan. These are supplemented by Technical Appendices in Volume 2 

that contain the technical memoranda documenting the existing conditions analysis, forecast needs, 

and alternatives analysis. 

 



Section 2 Goals and Policies 
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2  

The St. Helens Transportation System Plan (TSP) comprises the transportation element of the City’s 

comprehensive plan. The goals and policies presented in this section are based on the content and 

format of Title 19 of the Municipal Code (the City’s Comprehensive Plan). Upon adoption of the TSP, 

Title 19 will also be updated (it was last updated in February 2011). Ultimately, policies in both the 

TSP and the overall comprehensive plan document should be consistent. 

The goals and objectives from the 1997 TSP were also considered in developing the update, but were 

not used as a basis for the updated policy language, primarily because they predate the more current 

transportation policies in the Comprehensive Plan. The labels used for each type of transportation goal 

in the 1997 TSP (e.g., transportation, community, economic development, etc.) provide a helpful 

organizational feature. A similar organization has been used in the TSP Update to help distinguish 

between different types of policies that support general transportation goals. 

In addition to relevant existing City policy language, the goals and policies presented in this section 

reflect recent policy direction related to Columbia County transit planning, the City’s Bicycle Friendly 

Community designation (Resolution 1446), the City’s Safe Passages (Safe Routes to Schools) goals, the 

Lower Columbia River Rail Corridor Rail Safety Study, and the Draft Waterfront Development Plan.1  

19.08.040 Transportation Goals and Policies 

(1) PREFACE 

The transportation goals and policies presented in this section are intended to guide development of 

the city’s transportation system and provide a policy framework that ensures that the transportation 

system can support planned land uses and meet the needs of those that use the system. Policies for 

each goal are provided to identify and clarify the course of action necessary to achieve each goal. 

Detailed information on the goals and policies outlined below, including a brief description of goals 

and policies that have been revised as a result of this TSP update, is provided in Technical Appendix, 

Volume 2. 

(2) TRANSPORTATION GOALS 

a) To develop and maintain transportation facilities for moving people and goods that are: 

                                                             
1 Only “Top and High Priority Waterfront Improvements” from the Waterfront Development Plan were modified 
and included in the TSP as proposed policies. 
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I. Responsive to the needs and preferences of citizens, business and industry; 

II. Suitably integrated into the fabric of the urban community; and 

III. Safe, economical and convenient to use. 

b) To reduce existing congestion and prevent future congestion so that both crashes and 

travel time will be reduced. 

c) To address cut through traffic traveling within residential areas. 

d) To develop, maintain, and support a multi-modal transportation network that supports 

economic viability. 

e) To ensure that streets can accommodate the future needs of cyclists, pedestrians, transit 

users, emergency response vehicles, and motorists. 

f) To ensure future arterial rights-of-way are not encroached upon. 

g) To encourage energy-conserving modes of transit. 

h) To increase appropriate walking and bicycling opportunities. 

i) To ensure adequate maintenance of transportation facilities. 

j) To coordinate transportation and other improvements to roadways such as utilities, water 

and sewer lines and other infrastructure to minimize impacts on road users. 

(3) TRANSPORTATION POLICIES 

The transportation policies outlined in this section are divided into six categories based on the nature 

of the individual policies. 

Safety and Efficiency Policies 

It is the policy of the City of St. Helens to: 

a) Require that all newly established streets are of proper width, alignment, design and 

construction to facilitate future multimodal needs and are in conformance with the 

development standards adopted by the City of St. Helens. 

b) Review diligently all subdivision plats and road dedications to ensure the establishment of 

a safe and efficient street system that accommodates all modes of transportation 

appropriate for the surrounding land uses. 
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c) Support connectivity in the transportation network by permitting cul-de-sacs only when 

environmental or topographical constraints or exiting development patterns preclude local 

street connectivity. Where cul-de-sacs are proposed and built, there shall be pedestrian 

and bicyclist connections and pathways provided to the surrounding street system. 

d) Support and adopt by reference street projects listed in the Six-Year Statewide 

Transportation Improvement Program (STIP); specifically, consider new left turn lanes, 

traffic signals and/or interchanges on US 30, where feasible and consistent with state 

planning guidelines, standards and policies. 

e) Control or eliminate potential traffic hazards along the roadsides through building 

setbacks, dedications or regulation of access at the time of subdivision, zone change or 

construction. 

f) Regulate signs and sign lighting to avoid distractions for motorists. 

g) Work with the railroad owners and operators to improve the safety at railroad crossings. 

h) Support the eventual closure of the St. Helens Yard and the interim efforts of the Portland 

& Western Railroad to place fencing between the rail yard and US 30. 

i) Support an eventual extension of Pittsburg Road/West Road between Wyeth Street and 

Deer Island Road over or under both US 30 and the railroad to improve safety and mobility 

and reduce conflict between rail and road users. 

j) Continue to work with Portland & Western Railroad, ODOT and other interested parties in 

identifying and preserving possible locations for future grade separated crossings and/or 

interchanges, consistent with long-term growth projections and associated increased 

needs for emergency access. 

k) Continue to work with Portland & Western Railroad and interested parties in identifying 

unsignalized active rail crossings where local roadways can be terminated or rerouted to 

eliminate conflict points. 

l) Plan and develop local street routes to alleviate US 30’s traffic load. 

m) Regulate or prevent development within areas required for future arterials or widening of 

rights-of-way. 

n) Follow good access management techniques on all roadway systems within the city. 

o) Continue to coordinate with Columbia County regarding development, land uses, and 

transportation planning in areas of future urban growth, outside of the current city limits, 
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in order to ensure that transportation policies and practice result in an efficient, sound, and 

sustainable transportation system. 

Non-motorized and Transit Modes Policies 

It is the policy of the City of St. Helens to: 

p) Develop a plan for walking trails. 

q) Maintain, implement, and update the City’s bikeway plan. 

r) Provide safe and convenient bicycle access to all parts of the community through a signed 

network of on- and off-street facilities, low-speed streets, and secured bicycle parking. 

s) Promote safe, convenient, and fun opportunities for children to bicycle and walk to and 

from schools.  

t) Improve and expand walkways to existing and planned schools, parks, senior residential 

areas, and commercial areas. 

u) Work with Columbia County and other agencies in their efforts to meet the needs of the 

transportation disadvantaged in the community. 

v) Encourage increased opportunities for local and regional public transit facilities. 

w) Support public transit planning in Columbia County. Transit improvements within city 

limits shall be guided by the findings and recommendations of the County Community-

wide Transit Plan, as adopted by Columbia County. 

x) Work in partnership with the County in planning for public transit facilities located within 

city limits and, when feasible, facilitate the citing and operation of such facilities. 

Economic Development Policies 

It is the policy of the City of St. Helens to: 

y) Improve rail and water connections to enhance and provide economic opportunity. 

z) Maintain a road network that contributes to the viability of existing commercial areas. 

aa) Acknowledge and support future expansion of both freight and potential commuter rail 

operations along the Lower Columbia River and continue to work with ODOT and Portland 

& Western Railroad and Columbia County Rider to take advantage of this growth and to 

mitigate potential conflicts. 
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bb) Continue to explore the viability of waterfront shuttle service as an alternative to private 

vessel/vehicle use along the city’s waterfront and to enhance connectivity to waterfront 

amenities and recreational venues. 

Natural Resources and Recreation Policies 

It is the policy of the City of St. Helens to: 

cc) Develop a multi-modal transportation system that avoids reliance upon one form of 

transportation as well as minimizes energy consumption and air quality impacts. 

dd) Encourage development patterns that decrease reliance on single occupancy vehicles. 

ee) Minimize and mitigate the adverse impacts that transportation-related construction has on 

the natural environment, including impacts to wetlands, estuaries, and other wildlife 

habitat. 

ff) Maintain and enhance access to parks and recreational and scenic resources. Look for 

opportunities to connect these community resources through pedestrian and bicycle trails. 

gg) Create a nature trail around portions of Dalton Lake that provides recreational (e.g. 

walking, hiking and biking) opportunities for city residents and visitors. 

hh) Create a trail system along the waterfront that will provide access to the river, and connect 

existing and potential waterfront parks and amenities. 

Community Policies 

It is the policy of the City of St. Helens to: 

ii) Design, enhance, and maintain safe and secure access between residential neighborhoods 

and community gathering areas such as, parks, schools, natural areas. 

jj) Provide transportation improvements that protect the area’s historical character and 

neighborhood identity. 

kk) Require new development to include pedestrian, bicycle, and transit-supportive 

improvements within the right-of-way in accordance with adopted city policies and 

standards. 
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Planning and Funding Policies 

It is the policy of the City of St. Helens to: 

ll) Coordinate and cooperate with neighboring cities, Columbia County, ODOT, and other 

transportation agencies to develop and fund transportation projects that benefit the city, 

region, and the State. 

mm) Plan for an economically viable and cost-effective transportation system. 

nn) Evaluate new innovative funding sources for transportation improvements. 

oo) Ensure that the existing transportation network is conserved through maintenance and 

preservation. 

pp) Build a transportation network that can be adequately maintained; ensure continued 

maintenance consistent with City of St. Helens standards and policies. 

qq) Minimize impacts of road improvements on travelers and adjacent residents and business 

owners by effectively coordinating transportation, utility and other infrastructure 

improvements. 

 



Section 3 Transportation System Inventory 
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3  

This section summarizes the existing transportation system inventory within the St. Helens Urban 

Growth Boundary (UGB). An inventory of existing multimodal facilities along with rail, air, pipeline, 

and water service is presented herein. Details of the transportation system inventory are included in 

Technical Memorandum 2: Existing Conditions, which is provided in the Volume 2 Technical Appendix. 

Policy and Code Review 

This update needs to ensure that the City’s TSP is consistent with local and state transportation 

policies and standards and that it is coordinated with the transportation plans of Columbia County. To 

meet these objectives, a review and evaluation of existing plans, policies, standards, and laws that are 

relevant to the TSP update was conducted. Detailed information from this review, including a complete 

list of the documents reviewed, can be found in Technical Memorandum #1: Background Document 

Review, which is provided in the Volume 2 Technical Appendix. 

The summary of federal, state, regional, and local documents, as they relate to transportation planning 

in the St. Helens, provided the policy framework for the TSP planning process. State documents and 

requirements were summarized as they applied to the St. Helens TSP, as were Columbia County 

policies and regulations that had potential impacts on the St. Helens transportation system. 

A number of local documents were also reviewed for policies that could impact the TSP. Documents 

reviewed include the St. Helens Comprehensive Plan (2006), the St. Helens Transportation System Plan 

(1997), the St. Helens Bikeway Master Plan (1988), the City of St. Helens Public Facilities Plan (1999), 

the City of St. Helens Waterfront Development Plan (2010) and the City of St. Helens Economic 

Opportunity Analysis (2008). Locally adopted policy documents were also reviewed (such as the St. 

Helens Development Code and the St. Helens SDC Water, Wastewater, Stormwater, Transportation, and 

Parks System Development Charge Study Final Report (2008)) to ensure consistency between adopted 

policy and the TSP. 

The regulatory review includes an assessment of City Ordinances and how well they comply with the 

requirements of the State’s TPR. The review summarizes the requirements of TPR Section 660-12-

0045 (Implementation of the Transportation System Plan), lists the applicable implementation 

elements of the TPR, and demonstrates where the adopted City regulations comply, or where 

amendments to code language are needed to comply, with the TPR. The recommendations were 

executed by the development of draft code language (see Section 9, Ordinance Modifications). 
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Street System 

Highways and streets are the primary means of mobility for St. Helens’ citizens, serving the majority of 

trips over multiple modes. Pedestrians, bicyclists, public transportation, and motorists all utilize public 

roads for the majority of their trips. 

JURISDICTION 

Public roads within the UGB are operated and maintained by three separate jurisdictions: the City of 

St. Helens, Columbia County, and the Oregon Department of Transportation (ODOT). Each jurisdiction 

is responsible for the following: 

 Determining the road’s functional classification; 

 Defining the roadway’s major design and multimodal features; 

 Maintenance and operations; and, 

 Approving construction and access permits. 

Coordination is required among the three jurisdictions to ensure that the transportation system is 

planned, operated, maintained, and improved to safely meet public needs. Figure 3-1 illustrates the 

existing street system and which agency is responsible for each street within the UGB. 

FUNCTIONAL CLASSIFICATION  

A street’s functional classification reflects its role in the transportation system and defines desired 

operational and design characteristics such as pavement width, right-of-way requirements, driveway 

(access) spacing requirements, and the appropriate type of pedestrian and bicycle facilities. The City’s 

1997 TSP defines the functional classification hierarchy outlined below. 

Major Arterials: These facilities carry the highest volumes of through traffic and primarily 

function to provide mobility within the community. Major arterials also provide continuity for 

intercity traffic through the urban area. The only major arterial in St. Helens is the Lower 

Columbia River Highway (US 30). 

Minor Arterials: These facilities interconnect and augment the major arterial system and 

accommodate intracity and intercity trips. Minor arterials provide connections between 

residential, shopping, employment, and recreational activities within the community. 
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Collector: These streets provide both access and mobility within neighborhoods, and 

commercial and industrial areas. Collectors gather traffic from local streets and serve as 

connectors to arterials. 

Local Streets: The primary function of these streets is to provide access to residential and 

other properties within neighborhoods. Ideally local streets should not intersect arterials; 

however, there are several locations where they do in St. Helens. 

Figure 3-2 illustrates the current functional classification of the streets within the UGB. As shown, 

many of the roadways designated as minor arterials on the west side of US 30 have direct access from 

local streets. Further review indicates that many also provide direct access to residential driveways 

and are posted with comparatively low travel speeds. There are relatively few north-south roadways 

designated as collectors or minor arterials. Recommended changes to the functional classification 

system are presented in Section 7. ODOT has a separate classification system to guide the planning, 

management, and investment for state highways. The Oregon Highway Plan (OHP – Reference 1), 

designates US 30 as a Statewide Freight Route within the UGB. This designation reflects the roadway’s 

function, providing the primary route linking communities such as Astoria, Clatskanie, Rainer, 

Prescott, and Columbia City to the north with St. Helens, Scappoose, and the greater Portland 

metropolitan area to the south. 
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TRUCK ROUTES 

The existing designated truck routes were established to limit heavy truck traffic on local streets while 

connecting the industrial areas within St. Helens to US 30. Figure 3-3 illustrates the existing designated 

truck routes through St. Helens. 

Each of the truck routes were qualitatively evaluated to determine if there is sufficient width along the 

roadways and at intersections to accommodate wide turning movements associated with large trucks. 

West of US 30, both Sykes Road and Pittsburg Road are relatively narrow streets through 

predominantly residential areas; however, the routes are relatively straight and do not require 

significant turning movements. East of US 30, relatively few of the truck routes have curbs or 

sidewalks provided at the intersections, therefore, large trucks can utilize the extra shoulder space to 

turn. Where curbs do exist, such as at the Old Portland Road/Kaster Road intersection, the turning 

radii is sufficient to accommodate wide turning movements. 

Currently, many of the truck trips to and from the industrial areas east of US 30 access US 30 at Gable 

Road because it is signalized. This routing pattern results in a relatively heavy volume of truck traffic 

on Gable Road that would otherwise use Old Portland Road to travel further south to US 30. Some of 

the longer trucks (such as power pole delivery trailers) have a difficult time completing turning 

movements at the Gable Road/US 30 intersection. Consequently, alternate routes are utilized.  This has 

caused problems where such trucks reportedly have been struck by other vehicles as they attempt to 

negotiate a turn at the Bennett Road/US 30 intersection. Pilot vehicles are now being used to 

accompany power pole trucks through the intersection to alert other drivers of the wide turning 

movement. 

While large vehicles can generally navigate the designated truck routes, many of the routes have 

incomplete pedestrian and/or bicycle facilities. Old Portland Road, for example, is a designated truck 

and bicycle route; however, the roadway has no sidewalks or bicycle lanes south of Gable Road and 

offers relatively narrow travel lanes. The future pedestrian and bicycle plans documented in Section 7 

recommend provision of a separate multi-use path along the east side of the roadway in part to reduce 

interaction with truck traffic. 
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STREET SECTION STANDARDS 

The 1997 TSP provided standard street cross sections for each of the functional classifications within 

the city. Per the TSP, these cross sections were intended to be implemented with some flexibility 

recognizing unique and special situations as appropriate. The cross section design standards from the 

1997 TSP are summarized in Table 3-1 and illustrated in Figure 3-4. 

TABLE 3-1: EXISTING STREET SECTION STANDARDS 

Functional 
Classification Sidewalk Landscaping Bicycle Lanes On-Street Parking Travel Lanes 

Right-of-Way 
(feet) 

Major Arterial 6’ 5’ 5’ None (5) 12’-14’ 102’ 

Minor Arterial 6’ None 
8’ Parking or 
Bicycle Lanes 

(2) 14’ 60’  

Collector Street 5’ None None 8’ (2) 11’ 60’ 

Local Street 5’ None None 7’ (1) 12’-13’ 50’ 

 

While individual local streets are not reviewed as part of the TSP update, the Oregon TPR requires that 

local governments offer “skinny street” standards for local streets in order to minimize pavement 

width and right-of-way. The Department of Land Conservation and Development’s Neighborhood 

Street Design Guidelines (DLCD - Reference 2), indicates a street with a paved section wider than 28 

feet is by definition not a “narrow street.” The DLCD guidelines cite benefits of streets with reduced 

pavement widths including improved livability, improved safety, slower vehicle speeds, and reduced 

environmental impacts. The guidelines further indicate that narrow streets must meet the operational 

needs, including pedestrian and bicycle circulation and emergency vehicle access. 

As shown in Figure 3-4, the cross sections provided in the TSP currently include two options that 

comply with the “skinny street” standard, showing the narrowest paved cross-section to be 20 feet 

wide2. While the curb-to-curb road section is relatively narrow, the 50-foot right-of-way shown for the 

two skinny streets is relatively wide. Recommended changes to the City’s street cross sections are 

provided in Section 7. 

In addition to the TSP, the City of St. Helens also published roadway standards in the City’s Community 

Development Code. City staff indicate the Development Code standards have been used to guide 

transportation improvements constructed in conjunction with new developments, not the TSP. Table 

3-2 displays the Road Standards shown in the City’s Community Development Code. 

  

                                                             
2 Sidewalks are not considered part of the paved section. 





August 2011 St. Helens Transportation System Plan 

  Page 25 

Figure 3-4 and Table 3-2 show that the cross sections provided in the 1997 TSP are not consistent with 

the cross section standards shown in the City’s Community Development Code. Recommended cross 

sections are provided in Section 7. 

TABLE 3-2: DEVELOPMENT CODE REQUIRED MINIMUM RIGHT-OF-WAY AND STREET WIDTHS 

Type of 
Street Right-of-way Width 

Roadway 
Width 

Moving 
Lanes 

Bicycle 
Lanes 

Minor Arterial 60’ 36-48’ 2-4 2-6’ 

Collector 60’ 24-40’ 2-3 2-5’ 

Local – Commercial, Industrial 50’ 34’ 2 2-4’ 

Local – Residential 50’ 34’ 2 2-4’ 

Residential Access – through street with less 
than 500 ADT 

40-46’ 24-28’ 1-2  

Residential Access – cul-de-sac dead-ends (not 
more than 400 feet long and serving more than 
20 dwelling units) 

36-44’ 24-28’ 1-2  

Turnarounds for dead-ends in industrial and 
commercial zones only 

50’ radius 42’ radius   

Turnarounds for cul-de-sac dead-ends in 
residential zones only 

42’ radius 35’ radius   

Alley 
Residential 
Business or Industrial 

 
16’ 
20’ 

 
16’ 
20’ 

  

Source: City of St. Helens Community Development Code, Section 17.152.030 Street 

ACCESS MANAGEMENT 

Spacing requirements for public roadways and private driveways can have a profound impact on 

transportation system operations as well as land development. Access management strategies and 

implementation require careful consideration to balance the needs for access to developed land with 

the need to ensure movement of traffic in a safe and efficient manner. 

Access management generally becomes more stringent as the functional classification level of 

roadways increases and the corresponding importance of mobility increases. Exhibit 3-1 illustrates the 

general relationship between access and mobility. 
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Exhibit 3-1: Relationship Between Access, Mobility, And Functional Classification 

 

ODOT Access Spacing Standards 

Access spacing requirements for US 30 are implemented by Oregon Administrative Rule (OAR) 734, 

Division 513 and relate directly to the functional classification of US 30 as both a Statewide Highway 

and Freight Route. Table 3-3 illustrates the current access spacing standards for public and private 

approaches along US 30 within St. Helens. 

TABLE 3-3: CURRENT US 30 ACCESS SPACING STANDARDS FOR PRIVATE AND PUBLIC APPROACHES1 

Posted Speed 
(miles per hour) Minimum Space Required *(feet) 

30 and 35 720 

40 and 45 990 

50 1,100 

 55 1,320 

1
These access management spacing standards do not apply to approaches in existence prior to April 1, 2000 except as provided in 

OAR 734-051-0115(1)(c) and 734-051-0125(1)(c). 

* Measurement of the approach road spacing is from center to center on the same side of the roadway. 

OAR 734-020-470 identifies a desired minimum spacing of ½ mile (2,640 feet) for signalized intersections on statewide highways 
such as US 30. 

                                                             
3 Oregon Revised Statute (OAR) 734, Division 51, was amended in September 2005 to be consistent with August 
2005 OHP revisions to Policy 1B. Specifically, the spacing standards in OAR 734-051 were amended to be 
consistent with the OHP tables in Appendix C, Access Management Standards. 
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US 30 has access points serving small commercial properties throughout the city that do not meet 

ODOT’s access spacing standards for new construction. As private properties redevelop in the future, 

ODOT will review driveway spacing with respect to US 30 access spacing requirements and may 

determine that changes in land use require the consolidation or reconfiguration of existing accesses. 

ODOT retains the legal authority to close or restrict driveways on an as-needed basis if safety or other 

conditions warrant. In the interim, many of the existing driveways that do not conform with the access 

spacing standards may continue to operate acceptably due to: 1) relatively slow travel speeds, 2) 

separation of left and right-turn movements at many of the major intersections, and 3) the presence of 

a two-way left-turn lane (TWLTL) along US 30. 

CURB AND GUTTER 

The City requires curb and gutter be constructed along its street network in conjunction with adjacent 

development. Streets constructed in recent development areas generally provide curb, gutter, and 

sidewalks; however, many older roadways have not been improved with curb and gutter, which can 

limit the functionality of the roadway, particularly for pedestrians and bicycles. 

OTHER STREET SYSTEM DEFICIENCIES 

The following deficiencies were identified through review of the transportation network as well as 

through feedback from agency staff and the general public: 

 Substandard pavement conditions were identified along a number of city roadways, 

including segments of Bachelor Flat Road, Ross Road, and Millard Road; 

 Roadways within the city limits are generally not constructed to current city roadway 

standards; 

 The traffic signal at the 18th Street/Old Portland Road intersection does not meet current 

Manual on Uniform Traffic Control Devices (MUTCD-Reference 3) standards. To correct 

existing deficiencies, the City of St. Helens should consider either of the following: 

 augment the existing intersection signal displays with a second signal head on 

each approach (this could be post-mounted in each quadrant) and consider 

adding pedestrian signal displays or, 

 Complete a traffic study per the requirements of the MUTCD and, based on the 

study findings, operate the intersection as either a two-way or all-way stop as 

appropriate, including provision of MUTCD-compliant signing and striping. If 
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two-way or all-way stop control is implemented, then the existing signal should 

either be turned off and removed or operated as a supplemental warning 

beacon in support of the new stop control per the engineering study 

recommendations. 

 Significant queuing occurs during the morning and afternoon school peaks near the main 

entrance to Lewis and Clark Elementary School located near the 9th Street/Columbia 

Boulevard and 11th Street/Columbia Boulevard intersections and near the main entrance 

of McBride Elementary near the Columbia Boulevard/Sykes Road intersection. 

 Although morning and afternoon peak hour operations are not analyzed in the 

TSP Update, the City of St. Helens should consider how schools can be better 

served by the future transportation system. 

 Turn lane vehicle storage deficiencies were identified by ODOT at the following 

intersections along US 30: 

 The southbound left-turn lane at Deer Island Road does not have enough left 

turn lane striping to meet minimum storage requirements. 

 The southbound right-turn lanes on US 30 at Deer Island Road, Pittsburg Road, 

Wyeth Street, and Achilles Road are substandard in length based on ODOT’s 

current minimum storage and deceleration design requirements. 

 Sight distance limitations were identified at the following intersections: 

 The eastbound approach to the US 30/Millard Road intersection has limited 

sight distance facing south along US 30 due to the placement of local 

advertising signs and the grading of the roadside. 

 The southbound approach to the 6th Street/Columbia Boulevard intersection 

has limited sight distance facing east due to the grade of 6th Street as well as on-

street parking along Columbia Boulevard east of the intersection. 

 The current Ross Road/Bachelor Flat Road intersection configuration confuses motorists. 

Pedestrian System 

Pedestrian facilities serve a variety of needs, including: 

 Relatively short trips (generally considered to be under a mile) to major pedestrian 

attractors, such as schools, parks, and public facilities; 
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 Recreational trips (e.g., jogging or hiking) and circulation within parks; 

 Access to transit (generally trips under 1/2-mile to bus stops); and, 

 Commute trips, where mixed-use development is provided and/or people have chosen to 

live near where they work. 

Pedestrian facilities should be integrated with transit stops and effectively separate pedestrians from 

conflicts with vehicular traffic. Furthermore, pedestrian facilities should provide continuous 

connections among neighborhoods, employment areas, and nearby pedestrian attractors. Pedestrian 

facilities usually refer to sidewalks or paths, but also include pedestrian crossing treatments for high 

volume roadways. 

The existing pedestrian network serving St. Helens is shown in Figure 3-5 along with major pedestrian 

attractors such as public schools and transit stop locations. As shown in Figure 3-5, relatively few of 

the arterial and collector roadways in St. Helens currently have sidewalks on both sides of the street. 

The following street segments have been identified as having key gaps in the pedestrian system: 

 Sykes Road between Summit View Drive and Columbia Boulevard; 

 Gable/Bachelor Flat Road between Summit View Drive and US 30, and; 

 Columbia Boulevard between Sykes Road and Gable/Bachelor Flat Road. 

Each of these three streets serves as a major connectors between the residential areas east of US 30 

and the St. Helens High School, McBride Elementary, and retail uses along US 30. Despite their 

prominent function, each street has incomplete sidewalks, bike lanes, curbs, and gutters as well as 

locations with constrained right-of-way. 
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PEDESTRIAN CROSSINGS AT INTERSECTIONS 

All unsignalized intersections in Oregon are considered legal crosswalks and motor vehicles are 

required to yield the right of way to allow pedestrians to cross. However, compliance is not consistent 

statewide and pedestrians may have difficulty crossing high volume roadways. The city has several 

marked and unmarked crosswalks at unsignalized intersections along key roadway facilities such as 

Columbia Boulevard and St. Helens Street that rely on drivers to yield the right-of-way. These and 

other locations throughout the downtown area tend to have wide roadway cross sections that require 

pedestrians to cross not only the travel lanes, but also on-street parking lanes provided on one or both 

sides of a given roadway. The pedestrian environment at these locations could be enhanced and is 

further discussed in Section 6. 

The City of St. Helens has been working to enhance pedestrian safety. For example, the North 6th 

Street/West Street intersection was converted to an all-way stop control intersection and a curb 

extension was added to the southwest corner in June 2010 to facilitate safe pedestrian movements at 

the intersection. In addition, all of the signalized intersections on US 30 in St. Helens as well as the 18th 

Street/Columbia Boulevard intersection have pedestrian crossing signals. 

Figure 3-5 also illustrates the location of known pedestrian crossings deficiencies based on input from 

City staff and the general public through an internet-based interactive map. Recommended 

improvements at each of these intersections are provided in Section 7. 

Bicycle System 

Similar to pedestrian facilities, bicycle facilities (including dedicated bicycle lanes in the paved 

roadway, multi-use paths shared with pedestrians, etc.) serve a variety of trips. These include: 

 Trips to major attractors, such as schools, parks and open spaces, retail centers, and public 

facilities; 

 Commute trips; 

 Recreational trips; and  

 Access to transit, where bicycle storage facilities are available at the stop, or where space is 

available on bus‐mounted bicycle racks. 

Figure 3-6 summarizes the existing bicycle facilities in St. Helens. As shown, several roadways east of 

US 30 currently have complete bicycle facilities, while west of US 30 the only completed bicycle 

facilities are located on Sykes Road between US 30 and Columbia Boulevard. Similar to the previously  
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identified pedestrian issues, improvements are needed along Gable/Bachelor Flat Road and Columbia 

Boulevard to provide better access to schools and retail areas. 

Figure 3-6 also shows the location of known bicycle crossing deficiencies based on input received from 

City Staff and the St. Helens Pedestrian and Bicycle Committee. Recommended improvements at each 

of these intersections are provided in Section 7. 

OREGON BICYCLE AND PEDESTRIAN PLAN 

The following general guidelines were derived from the Oregon Bicycle and Pedestrian Plan 

(Reference 4). 

 Dedicated bicycle facilities should be provided along major streets where automobile 

traffic speeds are significantly higher than bicycle speeds. 

 Bicycle facilities should connect residential neighborhoods to schools, retail centers, and 

employment areas. 

 Allowing bicycle traffic to mix with automobile traffic in shared lanes is acceptable where 

the average daily traffic (ADT) on a roadway is less than 3,000 vehicles per day. Lower 

volume roadways should be considered for bike shoulders or lanes if anticipated to be used 

by children as part of a Safe Routes to School program. 

 In areas where no street connection currently exists or where substantial out-of-direction 

travel would otherwise be required, a multi-use path may be appropriate to provide 

adequate facilities for bicyclists. 

BICYCLE FACILITIES 

The 1997 TSP implemented the 1988 St. Helens Bikeway Master Plan (Reference 5). The plan 

identified several facilities that were complete as of 1988, including US 30, Sykes Road between 

Columbia Boulevard and Matzen Street, Oregon Street north of West Street, West Street east of Oregon 

Street, 16th to 15th Street, and parts of 6th Street, 4th Street, and Old Portland Road. The plan also 

identified several proposed facilities, including along Pittsburg Road east of Vernonia Road, Vernonia 

Road, Columbia Boulevard, Gable Road, a connection between Millard Road and Old Portland Road, 

and others. As of 2011, the following facilities identified as needed in the 1988 plan have been 

completed: 

 Columbia Boulevard east of US 30 
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 Gable Road east of US 30 

 Old Portland Road north of Gable Road 

Public Trail System 

Figure 3-7 illustrates the public trail system located within the city, including facilities within the 

Dalton Lake Recreational Area. The Draft Conceptual Dalton Lake Recreational Plan, developed in July 

2010, identifies several opportunities and constraints associated with each trail within the system, 

including the potential development of observation and picnic areas. In addition to several side trails 

and footpaths, the following major trails are located within the Dalton Lake Recreational Area: 

 Rutherford Parkway: an existing 8-foot wide paved multi-use path that extends north of 

Oregon Street connecting St. Helens with Columbia City to the north. 

 Dalton Lake West Path: a dirt road along existing electrical transmission lines that connects 

Rutherford Parkway to the trail system within the Dalton Lake recreational area. 

 Dalton Lake East Path: a gated gravel road path that extends east of Rutherford Parkway 

and south along the edge of the Columbia River. 

 Madrona Court Trail: a narrow trail that extends north from the Crestwood Mobile Home 

Court to Dalton Lake West Path. 

Safe Routes to School 

In Oregon, elementary-age children living within a mile of school and middle school-age children living 

within 1.5 miles of school typically are not eligible to receive bus service. An exception to this general 

rule is found in St. Helens where pedestrian routes that require crossing railroad tracks (such as the 

Portland & Western Railroad) are provided with bus service. Safe Routes to School (SRTS) seek to 

encourage and enhance walking and bicycling by students. 

SRTS program efforts are typically administered by the local school district directed to these students 

and are built around 5'E's: Education, Encouragement, Enforcement, Engineering, and Evaluation. The 

goals of the Oregon SRTS program are to increase the ability and opportunity for children to walk and 

bicycle to school; promote walking and bicycling to school and encourage a healthy and active lifestyle 

at an early age; and facilitate the planning, development and implementation of projects and activities 

that will improve safety and reduce traffic, fuel consumption and air pollution within two miles of a 

given school (Reference 6). 
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The St. Helens School District does not currently have a formal SRTS Program. While development of a 

SRTS program was not part of this TSP Update, identification of deficiencies within the pedestrian and 

bicycle network near the four major public schools in St. Helens was considered. In addition, an 

internet-based reporting mechanism was used to solicit specific information from students and the 

general public regarding inadequacies along key travel routes between neighborhoods and schools. 

Though not a comprehensive inventory, the following deficiencies were derived from the information 

collected, and could be used in part for a future SRTS program.  

 There are virtually no sidewalks and no transit pullouts or shelters to serve several 

residential neighborhoods along Pittsburg Road. 

 There are incomplete sidewalks along Gable Road from Columbia Boulevard to the St. 

Helens High School. 

 There are no sidewalks or bike lanes between the Firlock Park development and the St. 

Helens High School, which serves as a transfer location for other schools in St. Helens. 

 There are also no sidewalks or bike lanes between the Sherwood Estates area with either 

the St. Helens High School or McBride Elementary. 

Public Transportation System 

Public transportation within Columbia County includes fixed-route, flex-route, and dial-a-ride services 

provided by the Columbia County Transit Division. In addition, limited specialized dial-a-ride services 

are offered by various providers for special-needs populations, such as senior citizens. Each of these 

services is described below. 

COLUMBIA COUNTY RIDER 

The Columbia County Transit Division is the largest transit service provider in Columbia County, 

operating under the name Columbia County Rider (CCR). The types of services offered by CCR consist 

of the following: 

 Fixed routes that operate on a fixed schedule along a specified route and stop only in 

designated locations; 

 A flex route that operates on a fixed schedule and stops at certain designated locations on 

each trip, but is also allowed to make a limited number of deviations off-route each trip to 

pick up and drop off passengers at other locations; and 
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 Dial-a-ride service throughout the County that operates on an advance-reservation basis, 

picking up and dropping off passengers at locations of their choosing. Rides can be 

scheduled up to one week in advance, and depending on space availability, riders may be 

able to reserve on the day of their desired trip. 

CCR provides fixed-route service through the County along US 30 and within the cities of St. Helens 

and Scappoose, as well as Dial-A-Ride service throughout the entire County. 

FIXED-ROUTE SERVICE 

CCR currently operates two fixed routes with the city: 

 St. Helens – Portland; and 

 St. Helens – PCC Rock Creek and Willow Creek Transit Center 

The St. Helens – Portland route currently operates 10 times per weekday, with five morning and five 

afternoon departures. The first trip of the day leaves St. Helens Medical Mall at 5:50 a.m. and is 

scheduled to arrive in downtown Portland at 7:00 a.m., with intermediate stops in Warren and 

Scappoose. The last trip departs St. Helens Medical Mall at 5:00 p.m., arrives in downtown Portland at 

6:00 p.m., and returns to St. Helens between approximately 7:00 and 7:10 p.m. Adult fares are 

currently $3.30 one-way for local trips between St. Helens and Scappoose and $4.80 one-way for trips 

between Columbia County and Portland. Reduced fares of $2.05 and $3.80, respectively are available 

for riders under 10 years old, students, riders 55 and over, and persons with disabilities. Monthly 

passes are available for $106.80 (adult) and $91.80 (reduced fare) and are valid on all Columbia 

County fixed-route services.  

The St. Helens – Portland Community College (PCC) Rock Creek operates six times per weekday, with 

three morning and three afternoon departures. The routing is the same as the St. Helens – Portland 

route while in Columbia County; however, this route travels via Cornelius Pass Road to PCC Rock 

Creek, Tanasbourne Shopping Center, and TriMet’s Willow Creek Transit Center in Washington 

County. The scheduled travel time for this route is approximately 80-90 minutes end-to-end. 

Departures are scheduled every two hours from St. Helens, between 6:30 a.m. and 4:30 p.m. Return 

trips from Willow Creek operate between 7:25 a.m. and 5:25 p.m., with departures from PCC occurring 

approximately 11 minutes later on each trip. Connections are available to several TriMet bus lines and 

the MAX Blue line, providing Columbia County residents the ability to reach other destinations in 

Washington County and beyond. Fares are the same as the downtown Portland route. 
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FLEX-ROUTE SERVICE 

Columbia County recently started Flex-Route service between St. Helens and Scappoose in an effort to 

reduce the number of dial-a-ride trips between the two cities. The route operates with 90-minute 

headways. Its first run begins at 9:00 a.m. and the last run begins at 4:30 p.m., for a total of 7.5 hours of 

service. The Flex-Route operates differently than the fixed routes in that it will make a certain number 

of deviations from its standard route, upon request. Deviations are limited to a maximum of 10 

minutes per trip. Flag-down stops are also allowed where safe within St. Helens (but not on US 30). 

The fare is $1.50 for all trips and riders. 

Because the Flex-Route can deviate off-route to pick up passengers who are not able to travel to one of 

the standard stop locations, ADA “complementary paratransit” service is not required for this route. 

DIAL-A-RIDE SERVICE 

Dial-A-Ride service is available to all Columbia County residents. The service is available to operate 

from 6:30 a.m. to 6:30 p.m., Monday through Friday. The contractor is required to provide a minimum 

of 8 hours of service each weekday during this time period. Passengers may call ahead or submit an 

online request form to schedule a ride, from one day up to one week in advance. This service will 

transport the individual from the requested pick-up location to the requested drop-off location. Fares 

for travelers vary by distance, ranging from $1.80 for trips within the same city, up to $25.00 for the 

longest trips currently programmed. 

Rail Service 

PASSENGER RAIL  

St. Helens currently has no passenger rail service. The closest passenger rail service is located 

approximately 26 miles north of St. Helens in Kelso, Washington where Amtrak provides service via 

the Kelso Station. Additional service is provided by Amtrak via the Union Station located 

approximately 35 miles south of St. Helens in Portland, Oregon. 

FREIGHT RAIL 

Freight rail service is provided through and within St. Helens by the Portland & Western Railroad. The 

“Portland-Astoria Line” connects the cities of Astoria, Clatskanie, Rainier, Columbia City, St. Helens, 
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and Scappoose with Portland & Western’s facilities and the Burlington Northern Santa Fe Railroad 

(BNSF) in Portland.  

Two rail studies have been recently completed that considered freight rail needs in St. Helens: the 

Lower Columbia River Rail Corridor Study/US 30 Intersection Study and the Lower Columbia River 

Rail Corridor/Rail Safety Study (References 7 and 8). The Lower Columbia River Rail Corridor/Rail 

Safety Study reports between four and six trains per day currently travel through St. Helens. 

TRACK CONDITIONS 

The Portland & Western Railroad, working with the ODOT Rail Division, recently completed an 

upgrade of its track between the junction with BNSF in Portland and Port Westward (north of St. 

Helens). All but five miles of the 54-mile connection to Port Westward have been upgraded with heavy 

rail to allow for safe and efficient movement of heavy-haul unit trains along the corridor. The 

maximum authorized speed for freight trains in St. Helens is 25 miles per hour, reflecting a designation 

as Class 2 track under Federal Rail Administration rating criteria. 

RAIL YARD 

The Portland & Western Railroad operates a rail yard in St. Helens east of US 30 that is generally 

situated north of Gable Road and south of Columbia Boulevard. The rail yard supports local customers 

served by the railroad, offering a location to stage and switch rail equipment. Trespassing is 

prohibited, though the yard area is not currently fenced. 

IMPROVEMENT NEEDS 

The two rail studies examined existing and future rail needs and impacts to the US 30 corridor. Key 

existing conditions needs identified through the studies included: 

 Fencing the St. Helens rail yard, particularly along US 30; 

 Alternative roadway travel routes parallel to US 30; 

 Removal of abandoned tracks near the former Stimson Lumber mill site adjacent to Deer 

Island Road4;  

 Lack of pedestrian attention to the rail crossing at Gable Road, especially related to 

students walking to St. Helens High School and unaware of approaching trains; and 

                                                             
4 Note: the abandoned railroad tracks will be removed in conjunction with a planned transit center at the former 
mill site. 
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 Lack of eastbound storage for vehicles leaving US 30 and queued awaiting passage of a 

train; this was noted as a particular concern for southbound left-turns from US 30 who can 

be stopped by passing trains and trapped in their turn maneuver. 

Air Service 

There are three airports within close proximity to St. Helens, including: 

 The Portland International Airport, located approximately 35 miles south of St. Helens, is a 

public airport that provides worldwide passenger and freight service. 

 Scappoose Industrial Airpark, located approximately 7 miles south of St. Helens, is a public 

airport owned and operated by the Port of St. Helens that provides general aviation 

services to the St. Helens area. 

 The Southwest Washington Regional Airport, located approximately 18 miles north of St. 

Helens in Kelso, Washington, is a public airport that provides general aviation services to 

southwest Washington and the St. Helens area. 

Pipeline Service 

A high pressure gas transmission line, owned and operated by Northwest Natural Gas, runs along the 

Rutherford Parkway at the northern end of the city, US 30, and along Old Portland Road. 

Surface Water Transportation 

The Columbia River provides an opportunity for surface water transportation for the City of St. Helens. 

The city currently has one public and five private marinas and boat docks. The Port of St. Helens is a 

deep draft5 port with rail and highway connections.  

 

                                                             
5 Deep draft ports provide sufficient clearance for large oceangoing vessels to come alongside a pier to offload 
cargo directly onto the dock. 



Section 4 Current Intersection Operations 
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4  

This section of the existing conditions assessment documents the current performance of the 15 study 

intersections selected for the TSP update. Additional information related to current intersection 

operations, including details of the operations analyses performed at the study intersections is 

included in Technical Memorandum 2: Existing Conditions, which is provided in the Volume 2 

Technical Appendix. 

Performance Standards 

All operational analyses were performed in accordance with the procedures stated in the 2000 

Highway Capacity Manual (Reference 9). In addition, all intersection operational evaluations were 

conducted based on the peak 15-minute flow rate observed during the weekday p.m. peak hour. The 

operational analysis results were compared with mobility standards used by the local agencies to 

assess performance and potential areas for improvement. 

CITY INTERSECTIONS  

Traffic operations at City intersections are generally described using a measure known as “level of 

service” (LOS). Level of service represents ranges in the average amount of delay that motorists 

experience when passing through the intersection. LOS is measured on an “A” (best) to “F” (worst) 

scale. At signalized and all-way stop-controlled intersections, LOS is based on the average delay 

experienced by all vehicles entering the intersection. At two-way stop-controlled intersections, LOS is 

based on the average delay experienced by the critical movement at the intersection, typically a left-

turn from a stop-controlled street. 

The City of St. Helens has not adopted level-of-service (LOS) or volume-to-capacity (V/C) ratio 

standards for signalized or unsignalized intersections. Therefore, the following minimum operating 

standards were applied to City intersections: 

 LOS “D” is considered acceptable at signalized and all-way stop controlled intersections if 

the V/C ratio is not higher than 1.0 for the sum of critical movements.  

 LOS “E” is considered acceptable for the poorest operating approach at two-way stop 

intersections. LOS “F” is allowed in situations where a traffic signal is not warranted. 
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A summary of the recommended performance standards at each of the study intersections under City 

jurisdiction is included in Table 4-1. These standards are recommended for incorporation into the City 

Ordinances, as described in Section 9. 

TABLE 4-1: RECOMMENDED PERFORMANCE STANDARDS FOR CITY INTERSECTIONS 

Intersection Traffic Control1 
Posted Speed 
Limit (mph) Performance Standard 

Columbia Boulevard/ 
N.-S. 6th Street 

TWSC 25 LOS “E” 

Columbia Boulevard/ 
N.-S. 12th Street 

TWSC 25 LOS “E” 

Columbia Boulevard/ 
N.-S. Vernonia Road 

AWSC 25 LOS “D” 

Columbia Boulevard/ 
Sykes Road 

AWSC 25 LOS “D” 

Columbia Boulevard/ 
Gable Road 

TWSC 25 LOS “E” 

Deer Island Road/ 
West Street 

TWSC 25 LOS “E” 

West Street/ 
N. 6th Street 

AWSC 25 LOS “D” 

1
TWSC: Two-way stop-controlled (unsignalized); AWSC = All-way stop-controlled 

ODOT INTERSECTIONS 

ODOT uses volume-to-capacity ratio standards to assess intersections operations. Table 6 of the 

Oregon Highway Plan (OHP) provides maximum volume-to-capacity ratios for all signalized and 

unsignalized intersections outside the Portland Metro area. The ODOT controlled intersections within 

the UGB are located along US 30, which is a designated freight route on a Statewide Highway, and 

inside the urban growth boundary of a non-metropolitan planning organization (MPO). The minimum 

required performance standards are shown in Table 4-2 and reflect the posted speed limit and traffic 

control at the intersection. 

In reviewing Table 4-2, it should be noted that two-way stop-controlled (TWSC) intersections 

operated and maintained by ODOT are evaluated using two performance standards: one for the major 

street highway approaches and one for the minor street approaches. Given that operations at one of 

the minor street approaches represent the critical V/C ratio for the intersection, only the mobility 

standards for the minor street approaches were shown in Table 4-2. 
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TABLE 4-2: SUMMARY OF ODOT INTERSECTION PERFORMANCE STANDARDS 

Intersection Traffic Control1 
Posted Speed 
Limit (mph) OHP Mobility Standard 

ODOT HDM Mobility 
Standard2 

US 30/Deer Island Road Signal 50 V/C ≤ 0.70 V/C ≤ 0.70 

US 30/Pittsburg Road TWSC 40 V/C ≤ 0.853 V/C ≤ 0.70 

US 30/Wyeth Street TWSC 40 V/C ≤ 0.853 V/C ≤ 0.70 

US 30/St. Helens Street Signal 35 V/C ≤ 0.80 V/C ≤ 0.70 

US 30/Columbia Boulevard Signal 35 V/C ≤ 0.80 V/C ≤ 0.70 

US 30/South Vernonia Road TWSC 35 V/C ≤ 0.903 V/C ≤ 0.70 

US 30/Gable Road Signal 35 V/C ≤ 0.80 V/C ≤ 0.70 

US 30/Millard Road TWSC 45 V/C ≤ 0.803 V/C ≤ 0.70 

1
TWSC: Two-way stop-controlled (unsignalized) 

2
 HDM:ODOT Highway Design Manual 

3
 V/C ratio reflects minor street approach 

 

Figure 4-1 illustrates the existing lane configurations and traffic control devices at each of the study 

intersections. 

Traffic Volumes 

Manual turning-movement counts were obtained at most of the study intersections in May 20106. The 

peak hour of intersections along the US 30 corridor was found to occur between 4:20 and 5:20 p.m., 

while the individual peak hours of the remaining study intersections were found to occur at different 

times throughout the p.m. peak period. Figure 4-2 provides a summary of the seasonally adjusted year 

2010 turning movement counts, which are rounded to the nearest five vehicles per hour for the 

weekday p.m. peak hour. Figure 4-2 also reflects the existing operations at the intersections. As shown 

all study intersections currently meet the applicable mobility and level-of-service standards during the 

weekday p.m. peak hour. 

  

                                                             
6 Traffic counts and analysis prepared for the Lower Columbia River Rail Corridor Study were used to represent 
the existing conditions analysis at the intersections of: US 30/Millard Road, US 30/Gable Road, US 30/Columbia 
Boulevard, US 30/St. Helens Street, and US 30/Deer Island Road. The 2008 data was judged to remain reflective 
of current peak seasonal conditions to the economic downturn that has occurred since 2008. 
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TURN LANE NEEDS 

All of the study intersections along US 30 currently have separate left- and right-turn lanes provided 

where northbound and southbound turn movements are allowed. Review of unsignalized and 

signalized intersection queuing analyses found that 95th percentile queues at the US 30/Gable Road 

intersection extend beyond the available storage and into the adjacent travel lanes in the east and 

westbound directions. 

Safety Analysis 

Intersection and roadway segment safety were assessed based on the ODOT Safety Priority Index 

System and review of crash data provided by ODOT. The Statewide Priority Index System (SPIS) is a 

method developed by ODOT for identifying hazardous locations on state highways through 

consideration of crash frequency, crash rate, and crash severity. Within St. Helens, the US 30/Sykes 

Road and US 30/Gable Road intersections were listed in the top ten percent of ODOT’s SPIS ranking 

program for 20087. A description of the crash experience and potential mitigation measures identified 

by the SPIS program is presented below. 

US 30/SYKES ROAD 

Sykes Road is a signalized T-intersection at a location where US 30 has a posted speed limit of 35 miles 

per hour (mph) and a number of nearby accesses. Eleven crashes were reported at the intersection 

during the four-year period, of which 64 percent resulted in an injury and 36 percent resulted in 

property damage only. Further, 64 percent were rear-end crashes, 27 percent were turning crashes 

and 9 percent were sideswipe crashes. The SPIS program identifies a potential safety improvement 

involving installation of a traffic separator, median islands, and implementation of access management 

measures that would cost on the order of $1,250,000. 

US 30/GABLE ROAD 

Gable Road intersects US 30 as a four-way intersection at a location where the posted speed limit is 35 

mph on the highway. It is the first signalized intersection drivers reach traveling north on US 30 as 

they enter the city of St. Helens. Separate northbound and southbound right-turn lanes are provided at 

the intersection. A total of 24 crashes were reported at the intersection during the four-year period, of 

which 40 percent resulted in an injury and 60 percent resulted in property damage only. Fifty percent 

                                                             
7 It is important to note that the SPIS data reported for 2008 is based on 2005-2007 crash data whereas all other 
crash data analysis presented reflects the reporting period from January 2006 to December 2008. 
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of the crashes were rear-end and 25 percent were turning movement-related. The SPIS program 

identified a potential safety improvement that includes the provision of a dual left-turn lane from US 

30 onto Gable Road in conjunction with installation of raised median and lane realignment treatments. 

The estimated cost of the improvements is $5,400,000. 

CRASH DATA ANALYSIS 

ODOT provided detailed crash data covering all crashes that occurred in the city of St. Helens for the 

three-year period from January 1, 2006 to December 31, 2008. These data were analyzed to determine 

crash rates for the study intersections and roadway segments. 

Review of the crash data found that the segment of US 30 between Gable Road and St. Helens Street 

exceeds the statewide average for similar facilities. Close inspection of the crash data revealed that a 

majority of the crashes occurred at intersections, which is to be expected given the frequent and 

relatively closely spaced access points and street intersections along US 30.  

The highest incidence of crashes occurred at the US 30/Gable Road intersection, with 19 reported 

crashes in the three-year period. At the time the TSP Update was prepared, ODOT was in the process of 

conducting a safety study of US 30 between Scappoose and St. Helens. Part of the review will include a 

Road Safety Audit (RSA) that will extend from Berg Road in Scappoose to Millard Road. The RSA is 

expected to offer specific findings and recommendations that will supersede the crash data review in 

the TSP update for this segment of roadway. 

 



Section 5  
Year 2031 Forecast Transportation Conditions 
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5  

This section presents the year 2031 forecast transportation conditions for the St. Helens Area. 

Included in this section is a summary of the future “no-build” traffic conditions analysis conducted for 

St. Helens to identify transportation system deficiencies that may exist by the year 2031 if no 

additional improvements to the system are made in the next twenty years. This analysis was used to 

inform the identification and evaluation of transportation system options as summarized in Section 6. 

Additional information related to year 2031 forecast transportation conditions, including details on 

the operations analyses performed at the study intersections, is included in Technical Memorandum 4: 

Future Needs, which is provided in the Volume 2 Technical Appendix. 

2031 Traffic Volume Forecast 

Oregon’s Transportation Planning Rule (TPR) requires communities to develop a 20-year 

transportation plan to support future land use and economic development. For St. Helens TSP Update, 

the year 2031 is an appropriate forecast horizon year. 

The year 2031 traffic volumes were developed according to the Cumulative Analysis methodology 

described in the ODOT Analysis Procedures Manual (APM – Reference 10). This type of analysis 

combines growth in regional traffic volumes along US 30 with growth in local traffic volumes 

associated with the projected development of available land within the city8. A summary of the traffic 

volume projection process is presented below. 

There are several steps required to prepare a cumulative analysis, including: 

 Developing a growth rate projection for highway traffic volumes; 

 Identifying where household and employment growth is likely to occur in the community; 

 Developing estimates of the number of vehicle trips associated with household and 

employment growth, and; 

 Allocating those trips across the city to various growth areas. 

  

                                                             
8 A detailed technical explanation of this methodology and additional information on the forecasts are contained 
the methodology memorandum included in the Volume 2 Technical Appendix. 
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Key growth trends identified through the forecasting process include: 

 Through traffic on US 30 is projected to increase by 41 percent over the 20-year planning 

period based on ODOT’s Future Volume Tables. 

 Anticipated housing growth tends to be focused in the north and central portions of the city 

both to the east and west of US 30. Modest housing growth is also anticipated in the 

downtown area.  

 Commercial (office) development is expected in nearly all areas of the city but will be 

largely focused east of US 30 and south of the downtown core. 

 Industrial growth is expected east of US 30, primarily in the areas south of downtown. 

 Institutional uses (churches, schools, government offices, parks, etc.) will likely be spread 

throughout the city and particularly focused in the north and central areas on both sides of 

US 30. In total, 695,000 square feet of new institutional uses could be developed in the city 

during the next twenty years based on existing zoning designations and developable lands. 

 Retail growth is largely anticipated to follow the residential growth areas, with the 

majority of the growth west of US 30. The amount of new retail building space within the 

core retail area along the west side of US 30 and in the downtown area is smaller than that 

anticipated in the northwestern portion of the city. 

2031 Traffic Conditions 

Forecast 2031 traffic volumes reflect new local and through trips derived by the cumulative analysis 

process and the seasonally adjusted existing traffic volumes. The 2031 forecast traffic volumes are 

shown in Figure 5-1, which also shows the results of an operations analysis performed at each of the 

study intersections. 

Table 5-1 summarizes the operational information provided in Figure 5-1 for the intersections that are 

forecast to fail to meet mobility standards in the year 2031. The table also compares the results to the 

individual performance standard for ODOT and City intersections. 
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TABLE 5-1: INTERSECTION OPERATIONS ANALYSIS, 2031 NO BUILD, WEEKDAY PM PEAK HOUR 

Intersection 
Existing Traffic 

Control1 
Performance 

Standard 
Forecast Intersection 

Operations 
Meets 

Standard? 

ODOT Intersections 

US 30/Deer Island Road Signal V/C ≤ 0.70 0.88 No 

US 30/ 
Pittsburg Road 

TWSC V/C ≤ 0.852 >1.00 No 

US 30/ 
Wyeth Street 

TWSC V/C ≤ 0.852 >1.00 No 

US 30/ 
Gable Road 

Signal V/C ≤ 0.80 >1.00 No 

US 30/ 
Millard Road 

TWSC V/C ≤ 0.801 >1.00 No 

City Intersections 

Columbia Boulevard/ 
12th Street 

TWSC LOS “E” LOS “F” No 

1
TWSC=Two-way stop control

 

2
V/C ratio reflects minor street approach 

 

As shown in Table 5-1, six of the study intersections are projected to not meet ODOT or City 

performance standards under 2031 no-build traffic conditions. This is primarily due to growth in local 

and regional traffic volumes, but also to a general lack of connectivity within the city and a heavy 

reliance on US 30 for making local trips. 

The alternatives analyses presented in Section 6 considers the relationship/interaction between the 

study intersections and explores opportunities to provide greater connectivity through alternative 

routes to each of the areas served by these intersections. 

Additional issues identified through the future conditions analysis include: 

 Limited north-south connectivity between major roadways along US 30; 

 Limited connectivity between areas east and west of US 30 and the Portland & Western 

Rail Line. As a result each of the major intersections along US 30, such as Deer Island, Gable 

and Millard Road are overloaded under future conditions (as indicated above); 

 A lack of north-south collector or arterial level routes on city streets parallel to US 30. As a 

result, local circulation tends to rely on US 30. For example, to get from the northeast part 

of the city to any area west of US 30, motorists must use US 30 or travel a significant 

distance out of direction on local streets; 
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 A lack of sufficient spacing between US 30 and the parallel roads that do exist east of the 

highway. For example, the close spacing between US 30 and Oregon Street along Deer 

Island Road and between US 30 and Milton Way along Columbia Boulevard can make use of 

the parallel facilities difficult. 

Conclusions 

The results of the future “no-build” traffic conditions analysis indicate that many of the intersections 

along US 30 will not meet minimum performance standards by 2031 without significant 

improvements to the transportation system. 

It is unlikely the city and ODOT would allow development to occur without incremental improvements. 

Readers should understand the results shown in Figure 5-1 are an illustration of what would happen if 

growth occurred without corresponding improvements. This analysis offers insights as to probable 

“hot spots” where planning now can help avoid future congestion and capacity failures. Section 6 

outlines potential improvement alternatives to address the forecast traffic growth. 

 



Section 6 Transportation Options Analysis 
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6  

This section presents multimodal improvement options available to the City of St. Helens to address 

existing and future transportation system deficiencies. The options presented in this section include 

strategies to improve system operations, manage travel demand, and to provide multimodal facilities 

to improve capacity and connectivity. 

The options are grouped into three packages. The first package (“Complete Streets Options”) is limited 

to connectivity and street improvements that do not require major capital investments. The second 

package includes a majority of the recommendations from the 1997 Transportation System Plan (TSP). 

The third package includes elements identified in the 2009 Lower Columbia River Rail Corridor Plan. 

The transportation options included in each package are later evaluated as potential improvement 

projects for the City.  

It is important to recognize that none of the packages evaluated in this section fully address the 

community’s long-term transportation system needs on their own. As such, the final TSP documented 

in Section 7 was developed based on a combination of improvement projects based on community 

feedback and guidance received during the options analysis. Additional information related to the 

options analysis, including details on the operations analyses performed for each solutions package, is 

included in Technical Memorandum 5: Transportation Solutions, which is provided in the Volume 2 

Technical Appendix. 

Complete Streets Option 

The Complete Streets Option seeks to improve the future transportation system through completion of 

existing facilities. No new intersection capacity-based improvements are included with this option. As 

a result, the intersections identified in Section 5 as operating unacceptably under the No Build Option 

will continue to operate unacceptably under the Complete Streets Option. 

The Complete Streets option is organized as follows: 

 Pedestrian System Improvements 

 Bicycle System Improvements 

 Multi-use Path System Improvements 

 Transit System Improvements 
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 Potential Roadway Functional Classification Plan Revisions 

 Potential Roadway Cross Section Standard Revisions  

The Complete Streets Option includes many of the Transportation Demand Management (TDM) 

strategies recommended in the 1997 TSP, including many of the recommended pedestrian and bicycle 

facility improvements. Many new pedestrian and bicycle projects identified throughout the current 

TSP update process are included as well.  

Pedestrian System Improvements 

The pedestrian system within St. Helens includes sidewalks, multi-use paths, and trails as well as 

marked and unmarked, signalized and unsignalized pedestrian crossings. 

TYPES OF PEDESTRIAN IMPROVEMENTS 

The potential pedestrian improvement projects identified for St. Helens have been separated into two 

categories: sidewalks and pedestrian crossings. The sidewalk improvement projects include installing 

sidewalks on one or both sides of an existing roadway to improve connections between residential 

areas and schools, transit stops, or employment areas as well as to fill in gaps in the pedestrian system. 

Some sidewalk projects require additional right-of-way acquisition and thus additional cost.  

The pedestrian crossing improvement projects include a variety of potential treatments that could be 

implemented at key intersections and along corridors in St. Helens. A summary of these treatments, 

including advantages, challenges, and location considerations are presented below. 

Leading Pedestrian Interval 

Leading Pedestrian Intervals at signalized intersection allow pedestrians to begin crossing at a 

crosswalk before conflicting vehicles start moving. For example, left or right-turning vehicles may have 

a red light for five to seven seconds while pedestrians and through vehicles are allowed to begin 

moving through the intersection. 
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Pedestrian Countdown Signals 

Pedestrian Countdown Signals inform pedestrians of the time remaining to cross the street with a 

countdown timer at the signalized crossing. The countdown should include enough time for a 

pedestrian to cross the full length of the street, or in rare cases, reach a refuge island. The 2009 Manual 

on Uniform Traffic Control Devices (MUTCD) requires all new pedestrian signals, and any retrofitted 

signals to include pedestrian countdown signals. 

 

Curb Extensions 

Curb extensions create additional space for pedestrians and allow pedestrians and vehicles to better 

see each other at crosswalks. Curb extensions are typically installed at intersections along roadways 

with on-street parking and help reduce crossing distances and the amount of exposure pedestrians 

have to vehicle traffic. Curb extensions can narrow the vehicle path, slow down traffic, and prohibit 

fast turns.  
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Raised Median Islands 

Raised median islands provide a protected area in the middle of a crosswalk for pedestrians to stop 

while crossing the street. The raised median island allows pedestrians to complete a two-stage 

crossing if needed. The ODOT Traffic Manual states that for state highways a raised median, in 

combination with a marked crosswalk, is desired when average daily traffic (ADT) volumes are greater 

than 10,000 vehicles per day, such as on US 30. 

 

 

 

 

Rectangular Rapid Flashing Beacon 

Rectangular Rapid Flashing Beacons, or RRFBs, are user-actuated amber lights that have an irregular 

flash pattern similar to emergency flashers on police vehicles.  These supplemental warning lights are 

used at unsignalized intersections or mid-block crosswalks to improve safety for pedestrians using a 

crosswalk. 
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Pedestrian Hybrid Signal 

A pedestrian-actuated hybrid signal stops traffic on the mainline to provide a protected crossing for 

pedestrians at an unsignalized location. Warrants for the installation of pedestrian-actuated hybrid 

signal are based on the number of pedestrian crossings per hour (PPH), vehicles per hour on the 

roadway, and the length of the crosswalk. Thresholds are available for two types of roadways: 

locations where prevailing speeds are above 35 miles per hour (mph) and locations where prevailing 

speeds are below 35 mph. 

 

 

PROPOSED PEDESTRIAN SYSTEM IMPROVEMENTS 

Figure 6-1 illustrates the location of the pedestrian improvement projects proposed as part of the 

Complete Streets Option. The roadway segments shown as solid lines involve the addition of a 

sidewalk to one side of the street (completing the pedestrian facilities as a sidewalk is already present 

on the other side of the road), while the roadway segments shown as dashed lines involve the addition 

of sidewalks on both sides of the street. The segments shown in red represent locations with a higher 

priority for pedestrian facilities based on City staff and community feedback. 

Many of the proposed sidewalk improvement projects identified in Figure 6-1 require widening the 

roadway (and, in some cases, additional right-of-way) to accommodate the new facilities. Additional 

right-of-way requirements were not evaluated as part of the options analysis and are not reflected in 

the cost estimates for each project. 
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Bicycle System Improvements 

The bicycle system within St. Helens includes bicycle lanes, shared roadways, and multi‐use paths. 

Multi‐use path improvements are discussed in a subsequent section because of their utility for both 

pedestrians and bicyclists. 

TYPES OF BICYCLE IMPROVEMENTS 

The bicycle improvement projects identified for St. Helens have been separated into three categories: 

bicycle lanes, bicycle crossings, and off-road facilities.  

Shared Roadways 

Any roadway without a dedicated bicycle facility is generally considered a shared roadway. Where 

traffic volumes are low, shared roadways are generally safe and comfortable facilities for cyclists. 

However, the ODOT Bicycle and Pedestrian Plan does not recommend shared roadways where 

automobile volumes or vehicle speeds are high. Thresholds for where shared‐lanes are appropriate 

are based on several factors, including land-use and grade. Generally, bike lanes are preferred on most 

roadways with greater than 3,000 average daily trips or with a speed limit greater than 25 miles per 

hour. For these roadways, dedicated bicycle facilities, typically bicycle lanes, are recommended. 

Shared-lane Pavement Marking 

Shared‐lane pavement markings (often called “sharrows”) are a tool designed to help accommodate 

bicyclists on roadways where bicycle lanes are desirable but infeasible to construct. The sharrow 

marking indicates a shared roadway space, and are typically centered approximately four feet from the 

edge of the travelway to encourage cyclists to ride further away from parked and parking cars and/or 

the curb. Typically, sharrows are suitable on roadways with fewer than 3,000 average daily trips. For 

reference, Millard Road carries this level of traffic today. 
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Bicycle lanes 

Bicycle lanes are striped lanes on the roadway dedicated for the exclusive use of bicycles. Typically, 

bicycle lanes are placed at the outer edge of pavement (but to the inside of right‐turn lanes and/or on‐

street parking). Bicycle lanes improve bicycle safety, improve cyclist security, and (if comprehensive) 

can provide direct connection between origins and destinations. However, inexperienced cyclists often 

feel uncomfortable riding on busy streets, even when they include bicycle lanes. City of St. Helens 

street standards currently include bicycle lanes on all arterial and collector streets. 

 

Bicycle Detection 

Many traffic signals in St. Helens are actuated, meaning that green indications are only given to a 

movement when the signal detects the presence of a vehicle. However, actuating a signal as a cyclist is 

difficult if there is no information about the location of detection equipment. Pavement markings 

should be used, including actuated left‐turn lanes, to show cyclists where to stand to actuate a signal. 

Additionally, the sensitivity of all loop detectors should be set to allow for bicycle activation. 

OFF-STREET FACILITIES 

Bicycle Parking 

Bicyclists also benefit from several other types of bicycle support facilities, such as secure bicycle 

parking, either open or covered U-shaped racks, and storage lockers for clothing and gear. Areas that 

typically provide secured bicycle parking are often located at areas of high bicycle and pedestrian 

traffic such as transit stations, shopping centers, schools, and multi-use trails. The City currently 

requires bicycle parking included in all new commercial development as a condition of approval. 

Columbia County Rider buses are outfitted with bicycle racks that allow cyclists to bring their bikes 

with them on transit. Allowing bicycles on transit vehicles increases the range of trips possible by both 

transit and bicycling, and reduces cyclists’ fears of being stranded in the event of a mechanical or 

physical breakdown. 
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Wayfinding Signs 

Wayfinding signs direct pedestrians and bicyclists towards destinations in the area. They typically 

include distances and average walk/cycle times. 

 

PROPOSED BICYCLE SYSTEM IMPROVEMENTS 

Figure 6-2 illustrates the location of the bicycle improvement projects proposed as part of the 

Complete Streets Option. The roadway segments shown as thick red and blue lines involve the 

installation of bicycle lanes, while the roadway segments shown as thick green lines involve the 

installation of sharrows along the roadway. The roadway segments shown in red were identified as 

locations with a higher priority for bicycle facilities by City staff, the St. Helens Pedestrian and Bicycle 

Committee, and by the general public. The blue dots shown on the map represent areas where bicycle 

parking is recommended based on recommendations in the 1997 TSP as well as the location of 

Columbia County Rider park and ride and transit facilities. 

Many of the proposed bicycle improvement projects identified in Figure 6-2 require widening the 

roadway and potentially additional right-of-way to accommodate the new facilities. Additional right-

of-way requirements were not evaluated as part of the options analysis and are not reflected in the 

cost estimates for each project. 
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Multi-Use Paths and Trails 

There are several multi-use paths and trails in St. Helens dedicated to pedestrians and bicyclists. These 

paths and trails have an integral role in recreation, commuting, and accessibility for residents. 

Rutherford Parkway is among the many paths and trails located within the City. It offers a paved, 

multi-use path extending north from Oregon Street to Columbia City. Rutherford Parkway also 

connects into the Dalton Lake Recreational Area, which includes a system of trails around Dalton Lake.  

There are several other multi-use paths and trails throughout the city as well as new trail systems in 

various stages of planning and construction that can and will help provide short, local connections. 

Multi-use paths and trails can provide numerous benefits including: 

 providing children and seniors with a safe, off-street alternatives to substandard roadways 

with no bike lanes, shoulders, or sidewalks; 

 providing a safe, traffic-free path for walkers, joggers, cyclists, and others to exercise and 

enjoy the outdoors; 

 supporting downtown economic development by providing an off-street transportation 

route to downtown businesses; and 

 providing direct, non-motorized access to bus stops. 

 

Figure 6-3 illustrates the connectivity sought through a variety of potential trail improvement projects 

suggested as part of the Complete Streets Option. The trail improvement projects involve the 

installation of trails that connect the Dalton Lake trail system to the local street system and the 

downtown waterfront area per recommendations in the Conceptual Draft Dalton Lake Recreational 

Plan and the City’s Waterfront Development Plan. Both plans include provisions for pedestrian access 

to waterfront areas through the development of a continuous trails system. The alignment of, and 

right-of-way required for, such trails would need to be further refined and may incorporate use of 

existing sidewalks as well as integration with roadway and intersection improvements.    
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In addition to enhancing trails, the City continues to explore potential future river access to Sand 

Island. The possibility of some form of boat shuttle service has been considered, but no plans for 

implementation are currently underway. 

Transit System Improvements 

Columbia County completed a Transit Access Plan in 2009 that included the identification of specific 

transit improvements within St. Helens. The transit system improvements include the location and 

design of future transit stops and an evaluation of existing and future conditions at each stop. The 

recommendations were previously vetted through a community outreach process and are adopted by 

the County. As such, the City of St. Helens agreed to formally incorporate the recommendations into 

the TSP update. Figure 6-4 illustrates park and ride lots and a proposed transit center location within 

St. Helens. Further details about the individual adopted projects are included in Section 7. 

Potential Functional Classification Plan Revisions 

The City of St. Helens classifies roadways as major arterials, minor arterials, collectors, or local streets. 

Most of the City’s functional classification designations are maintained as part of this update. However, 

it was observed that some streets designated as minor arterials have a considerable number of 

residential properties fronting the street where high traffic speeds and volumes may be undesirable 

and arterial access spacing standards are inappropriate. While these roadways should maintain an 

ability to distribute traffic between major arterials, collectors, and local streets, a lower functional 

classification may be more appropriate based on existing conditions. Other roadways have too low of a 

designation based on the form and function of the roadway. Table 6-1 summarizes proposed 

functional classification revisions and Figure 6-5 illustrates the proposed Functional Classification 

Plan. 
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TABLE 6-1: PROPOSED FUNCTIONAL CLASSIFICATION CHANGES 

Roadway 1997 TSP Proposed Change 

Columbia Blvd. (West of US 30) Minor Arterial Collector 

Vernonia Road (South of Columbia Blvd.) Minor Arterial Collector 

Gable Road (West of US 30) Minor Arterial Collector 

Bachelor Flat Road (Saulser to Columbia Blvd.) Minor Arterial Collector 

Summit View Drive (north of Bachelor Flat Road) Minor Arterial Collector 

Ross Road (Millard to Bachelor Flat Road) Minor Arterial Collector 

Achilles Road (Morse Road to US 30)  Minor Arterial Collector 

S 1st Street (Columbia Blvd. to St. Helens Street Minor Arterial Collector 

Saulser Road (Bachelor Flat to Sykes Road) Local Street Collector 

N 6th Street (North of West Street) Local Street Collector 

S 4th Street  (south of St. Helens Street) Local Street Collector 

S 1st Street (South of St. Helens Street) Local Street Collector 

 

The proposed roadway changes are consistent with Columbia County’s roadway network plans as 

presented in the Columbia County Transportation System Plan (Reference 11). For example, Columbia 

County currently classifies Bachelor Flat Road as a Minor Collector roadway. 

In considering potential functional classification plan changes, it should be noted that Federal funding 

of roadway improvement projects through grants and other funding packages is generally targeted to 

roadways that have an arterial or higher classification. While collector facilities are less likely to 

receive external federal funding for improvements, there are state grants available for collector street 

improvements. 

Potential Roadway Cross Section Standard Revisions 

As documented in the Section 3, the roadway cross sections shown in the 1997 TSP are inconsistent 

with the street cross section information included in the City’s Community Development Code. 

Therefore, new cross sections were developed for each of the functional classifications with assistance 

from City staff. Figures 6-6 and 6-7 illustrate the proposed street cross sections included in the 

Complete Streets Options. 

As shown in the figures, standard cross sections are provided for US 30 as well as St. Helens Street and 

Columbia Boulevard. Landscape strips and the potential for streets trees were incorporated into the 

standard cross sections based on community feedback and direction provided by the City. The addition  
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of street trees was approved and adopted by the City on December 1, 2010. Incorporating street trees 

and landscaping offers benefits including reduced travel speeds, an enhanced pedestrian experience, 

and beautification of the roadway. 

Complete Streets Options Recommended for Inclusion in the Updated TSP 

While the Complete Streets projects do not provide intersection vehicular capacity mitigation per se, 

they provide critical pedestrian and vehicular improvements and are recommended for inclusion in 

the TSP Update. Tables 6-2 through 6-5 summarize the pedestrian and bicycle improvement projects 

included in the complete streets option that are part of the TSP Update.  

SIDEWALK IMPROVEMENT PROJECTS 

The estimated project costs shown in Table 6-2 reflect the planning level costs associated with the 

installation of sidewalks and/or curbs on one or two sides of a given roadway in accordance with the 

proposed street cross sections. The costs also include estimates for mobilization, landscaping, traffic 

control, architectural/ engineering, and construction management. The costs do not include the 

purchase of additional right-of-way or widening the road (road widening is accounted for in the 

bicycle improvement projects). 
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TABLE 6-2: PEDESTRIAN IMPROVEMENT PROJECTS  

Project 
No. Project Location Project Description 

Estimated 
Cost 

P01 Sunset Blvd. (Pittsburg Road to Columbia Blvd.) Add curbs and sidewalks $668,000 

P02 Columbia Blvd. (Sykes Road to US 30) Add curbs and sidewalks $1,353,000 

P03 Sykes Road (Summit View Drive to Columbia Blvd.) Add curbs and sidewalks $805,000 

P04 Sykes Road (Columbia Blvd. to US 30) Add curbs and sidewalks $190,000 

P05 Bachelor Flat Road (Ross Road to Columbia Blvd.) Add curbs and sidewalks $804,000 

P06 Columbia Blvd. (Gable Road to Sykes Road) Add curbs and sidewalks $400,000 

P07 Gable Road (Bachelor Flat to US 30) Add curbs and sidewalks $995,000 

P08 Vernonia Road (Pittsburg Road to US 30) Add curbs and sidewalks $1,319,000 

P09 McNulty Way (Millard Road to Gable Road) Add curbs and sidewalks $749,000 

P10 16th Street (West Street to Middle School Driveway Add curbs and sidewalks $266,000 

P11 Firlock Park Road (Gable Road to US 30) Add curbs and sidewalks $1,103,000 

P12 18th Street (Columbia Blvd. to Old Portland Road) Add curbs and sidewalks $638,000 

P13 12th Street (Columbia Blvd. to Old Portland Road) Add curbs and sidewalks $580,000 

P14 Matzen Street (Columbia Blvd. to Sykes Road) Add curbs and sidewalks $94,000 

P15 Old Portland Road (Gable Road to St. Helens Street) Widen roadway and add bike lanes $2,199,000 

P16 Pittsburg Road (Barr Road to Vernonia Road) Add curbs and sidewalks $680,000 

P17 Pittsburg Road (Vernonia Road to Sunset Blvd.) Add curbs and sidewalks $402,000 

P18 Port Avenue (Milton Way to Old Portland Road) Add curbs and sidewalks $453,000 

P19 Milton Way (Port Avenue to Columbia Blvd.) Add curbs and sidewalks $756,000 

P20 Oregon Street (West Street to Rutherford Parkway) Add curbs and sidewalks $841,000 

P21 Deer Island Road (US 30 to West Street) Add curbs and sidewalks $591,000 
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INTERSECTION IMPROVEMENT PROJECTS 

Table 6-3 summarizes pedestrian facility improvement projects at key intersections throughout the 

City, along with the corresponding planning level cost estimate. 

TABLE 6-3: PEDESTRIAN FACILITY IMPROVEMENT PROJECTS AT INTERSECTIONS  

Project 
No. Project Location Project Description 

Estimated 
Cost 

P22 Columbia Blvd./Sykes Road Install 2 striped crosswalks and 6 new ADA ramps $19,000 

P23 18th Street/Old Portland Road Install 2 striped crosswalks and new 6 ADA ramps $19,000 

P24 Columbia Blvd./St. Helens Couplet Install curb extensions (4 locations) $106,000 

P25 Columbia Blvd. Couplet to 2nd Street Install curb extensions and island refuges (8 locations) $200,000 

P26 Columbia Blvd./1st Street Install 1 striped crosswalk and 3 new ADA ramps $10,000 

P27 St. Helens Street Install curb extensions (4 locations) $106,000 

P28 US 30 Corridor Install Pedestrian Countdown Heads (5 Locations) $15,000 

 

BICYCLE IMPROVEMENT PROJECTS 

The estimated project costs shown in Table 6-4 reflect the total planning level costs associated with 

widening on one or two sides of a given roadway to accommodate bicycle lanes if needed and 

installing bicycle pavement markings. The costs also include estimates for relocating storm drains, 

signing and striping, mobilization, traffic control, architectural/ engineering, and construction 

management. The costs do not include the purchase of additional right-of-way. 
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TABLE 6-4: BICYCLE LANE IMPROVEMENT PROJECTS  

Project 
No. Project Location Project Description 

Estimated 
Cost 

B01 Cherrywood Drive (Vernonia Road to Columbia Blvd.) Add sharrows $4,500 

B02 Barr Avenue (Pittsburg Road to Sykes Road) Add sharrows $5,500 

B03 Sunset Blvd. (Pittsburg Road to Columbia Blvd.) Add bike lanes $15,000 

B04 Columbia Boulevard (Sykes Road to US 30) Add bike lanes 30,000 

B05 Sykes Road (Summit View Drive to Columbia Blvd.) Widen roadway and add bike lanes $643,000 

B06 Bachelor Flat Road (Ross Road to Columbia Blvd.) Widen roadway and add bike lanes $461,000 

B07 Columbia Blvd. (Gable Road to Sykes Road) Widen roadway and add bike lanes $304,000 

B08 Gable Road (Bachelor Flat to US 30) Widen roadway and add bike lanes $502,000 

B09 Vernonia Road (Pittsburg Road to US 30) Widen roadway and add bike lanes $482,000 

B10 McNulty Way (Millard Road to Gable Road) Widen roadway and add bike lanes $337,000 

B11 Firlock Park Road (Gable Road to US 30) Widen roadway and add bike lanes $891,000 

B12 18th Street (Columbia Blvd. to Old Portland Road) Widen roadway and add bike lanes $242,000 

B13 12th Street (Columbia Blvd. to Old Portland Road) Widen roadway and add bike lanes $364,000 

B14 Matzen Street (Columbia Blvd. to Sykes Road) Widen roadway and add bike lanes $51,000 

B15 Old Portland Road (Gable Road to St. Helens Street) Widen roadway and add bike lanes $1,048,000 

B16 Old Portland Road (Millard Road to Gable Road) Add 10-foot Multi-Use Path on east side of roadway $872,000 

B17 Old Portland Road (City Limits to Millard Road) Add 10-foot Multi-Use Path on east side of roadway $517,000 

B18 Pittsburg Road (Barr Road to Vernonia Road) Widen roadway and add bike lanes $562,000 

B19 Pittsburg Road (Vernonia Road to Sunset Blvd.) Widen roadway and add bike lanes $242,000 

B20 Port Avenue (Milton Way to Old Portland Road) Widen roadway and add bike lanes $340,000 

B21 Milton Way (Port Avenue to Columbia Blvd.) Widen roadway and add bike lanes $709,000 

BICYCLE CROSSING IMPROVEMENT PROJECTS 

Table 6-5 summarizes bicycle crossing improvement projects at key intersections on US 30, along with 

the corresponding planning level cost estimate. 

TABLE 6-5: BICYCLE CROSSING IMPROVEMENT PROJECTS 

Project 
No. Project Location Project Description 

Estimated 
Cost 

B22 US 30/St. Helens Street Reconfigure bike lane striping across right turn lane $5,000 

B23 US 30/Gable Road 
Enhance existing bicycle facilities with pavement markings 
and signage 

$5,000 
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1997 TSP OPTION 

The 1997 TSP Option includes many of the capacity improvements recommended in the currently 

adopted TSP unless otherwise noted. This option incorporates the Transportation System 

Management (TSM) strategies identified in the 1997 TSP, including the addition of several new 

roadway facilities and the installation of several new traffic signals at key study intersections. 

ROADWAY IMPROVEMENTS 

Several of the new roadway facilities recommended in the 1997 TSP have been completed or are in 

various stages of completion, while several others are no longer considered viable. This option 

includes many of the same new roadway facilities recommended in the 1997 TSP that have not yet 

been completed as well as new roadway facilities identified throughout the TSP update process. Figure 

6-8 illustrates the location of the new roadway facilities and the potential alignment of two future 

facilities included in the 1997 TSP Option. All of the new roadway facilities shown in Figure 6-8 would 

include the addition of sidewalks, bicycle lanes, travel lanes, and on-street parking based on the 

functional classification of the individual roadway. Each facility is intended to improve circulation 

throughout the city while reducing reliance on US 30. 

Roadway Improvement Projects Proposed For Removal from 1997 TSP 

Based a review of existing development patterns and feedback from City staff, the following roadway 

projects recommended in the 1997 TSP now appear impractical: 

 St. Helens Street Extension (US 30 to Columbia Boulevard): this project no longer appears 

viable given its significant impact on existing developments west of US 30, the challenges 

associated with connecting St. Helens Street and Columbia Boulevard at a new intersection 

west of US 30, and the minimal operational improvement gained. 

 US 30 Frontage Roads: a system of frontage roads west of, and parallel to, US 30 was 

identified in the 1997 TSP but has proven nearly impossible to implement since the TSP 

was adopted. The project is now considered infeasible given significant impacts on existing 

developments west of US 30 and the amount of right-of-way required for each segment of 

new roadway. 

 Milton Way Extension (Port Avenue to Gable Road): the alignment shown in the 1997 TSP 

would require an at-grade railroad crossing at a skewed angle that may not be feasible. The 

new alignment shown in Figure 6-8 is intended to provide the same level of connectivity 

without the skew, improving the potential for obtaining a new at-grade railroad crossing.  
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INTERSECTION IMPROVEMENTS 

This option includes several of the intersection capacity improvement projects identified in the 1997 

TSP as well as several new improvement projects identified through the TSP update process, 

including: 

 the addition of a right-turn lane at US 30/Gable Road intersection, 

 the reconstruction of the Old Portland Road/Gable Road intersection to emphasize through 

movements on Old Portland Road, 

 the reconstruction of the Columbia Boulevard/Sykes Road intersection to provide left-turn 

lanes on Columbia Boulevard, 

 the reconstruction of the Ross Road/Bachelor Flat Road intersection to provide left-turn 

lanes, and, 

 the provision of traffic signals at four locations, including: 

 US 30/Millard Road 

 US 30/Vernonia Road 

 US 30/Pittsburg Road 

 Columbia Boulevard/12th Street 

The need to coordinate the new traffic signals along US 30 with the existing traffic signals and to 

retime and optimize the entire signal system was also identified as a priority under this option. It 

should be noted that the US 30/Vernonia Road and US 30/Pittsburg Road intersections may require 

approval of a deviation to the access spacing standards to accommodate signalization. Figure 6-8 

illustrates the location and type of intersection improvement projects included in the 1997 TSP Option. 

In addition to the capacity improvements identified above, regrading of the southwest corner of the US 

30/Millard Road intersection is recommended to provide clear sight distance for eastbound drivers 

looking in the southern direction. Further, available sight lines for eastbound drivers facing south at 

the intersection can be enhanced by removing temporary and permanent signs located on the 

intersection corner that limit drivers view. If the intersection is signalized, the sight distance 

improvements will be less important. 

Intersection Improvement Projects Proposed For Removal from 1997 TSP 

Based on the intersection operations assessment and community feedback, some of the intersection 

improvements included in the 1997 TSP are either no longer considered viable and/or other 
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alternative mitigation measures have been identified. Improvement projects contained in the current 

TSP that are no longer recommended for implementation are discussed below. 

The 1997 TSP recommended the installation of traffic signals at two additional intersections when 

warranted. However, based on the 2031 traffic volume projections, signalization of these intersections 

is not anticipated to be warranted within the 20-year planning horizon and the intersections are 

forecast to continue to operate acceptably from a capacity perspective. The two locations are: 

 Columbia Boulevard/Vernonia Road 

 Columbia Boulevard/6th Street 

Other types of traffic control, such as all-way stop control, could be considered at the Columbia 

Boulevard/6th Street intersection for safety or capacity reasons as traffic volumes increase. 

Roundabouts could also be considered at several locations throughout the city as a way of mitigating 

safety concerns at unsignalized intersections or operational issues at intersections that do not meet 

mobility standards, but do not meet signal warrants. The following intersections have been identified 

as potential roundabout locations: 

 Columbia Boulevard/12th Street: Although the 1997 TSP recommended a traffic signal at 

this location, a traffic signal is not expected to be warranted based on evaluation of 

preliminary signal warrants. A roundabout in this location, however, could improve traffic 

operations and serve as a gateway treatment into the commercial areas along Columbia 

Boulevard and St. Helens Street as well as into the downtown. In addition to serving a 

traffic control function, roundabouts present opportunities to create community focal 

points, landscaping, and other gateway features within an intersection form that is safe and 

efficient. 

 Columbia Boulevard/Sykes Road: Both this intersection and the Columbia Boulevard/12th 

Street intersection are near schools. A primary benefit of a roundabout is enhanced safety 

and the reduction of vehicle speeds in and around the roundabout. Roundabouts improve 

pedestrian crossing opportunities, providing mid-block refuge and the ability for 

pedestrians to focus on one traffic stream at a time while crossing with or without crossing 

guards. 

 1st Street/Cowlitz Street: A roundabout at this intersection, or perhaps further to the south, 

could serve as another gateway treatment into the downtown area when the Plymouth 

Street extension is complete. A roundabout could also enhance the U-turn movement that 

has occurred at this location for some time. 
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Additional information related to roundabouts, including general characteristics, user and location 

considerations, and potential benefits are well documented and can be found in the FHWA’s Technical 

Summary on Roundabouts (Reference 12) and NCHRP Report 672, Roundabouts: An Informational 

Guide, Second Edition (Reference 13). 

The 1997 TSP also recommended installation of a second westbound left-turn lane at the US 30/Gable 

Road intersection. For reasons explained further later in this section, installation of a second 

westbound left-turn lane on Gable Road is no longer recommended. 

Study Intersection Operations Impact 

Figure 6-9 summarizes those intersections that operate acceptably, unacceptably, and near capacity 

assuming the improvements identified in the 1997 TSP Option. As shown in the figure, the US 

30/Millard Road, US 30/Gable Road, and US 30/Deer Island Road intersections would operate 

unacceptably under the TSP Option. Additional and/or alternative mitigation measures at these 

intersections are provided below. Also shown in Figure 6-9, operations at the Bachelor Flat/Gable 

Road intersection improve as compared to the no-build as east-westbound vehicles re-route toward 

the south with the provision of a traffic signal at the US 30/Millard Road intersection. 

1997 TSP Options Recommended for Inclusion in the Updated TSP 

While the TSP Option projects do not mitigate all of the forecast transportation system needs, many of 

the individual improvement projects are applicable for inclusion in the TSP Update. Tables 6-6 and 6-7 

summarize the roadway and intersection improvement projects included in the 1997 TSP Option that 

are recommended to become part of the final TSP update based on feedback from the community and 

City, County, and ODOT staff9. 

  

                                                             
9 Before a signal can be installed on the State system, OAR 734-020-0440 requires a traffic engineering 
investigation that shows how traffic signal warrants and highway design and spacing standards are met with the 
proposed signal and how the proposed signal would improve the overall safety and operation of the intersection. 
A progression analysis would be required as per OAR 734-020-0470 for signals that will not meet the one half 
mile minimum spacing standard for traffic signals on State highways. Signals may not be installed until signal 
warrants are satisfied and the installation request and design has been approved by the State Traffic Engineer 
(OAR 734-020-0410). 
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TABLE 6-6: STREET IMPROVEMENT PROJECTS (NEW ROADWAYS)  

Project No. Project Roadway From/To 
Order-of-Magnitude 

Project Cost 

S01 Summit View Drive Extension Install roadway, curbs, and sidewalks $1,656,000 

S02 Achilles Road Extension Install roadway, curbs, and sidewalks $2,952,000 

S03 Industrial Way Extension Install roadway, curbs, and sidewalks $1,000,000 

S04 Plymouth to 1st Street Extension Install roadway, curbs, and sidewalks $1,505,000 

S05 Firlock Park Extension Install roadway, curbs, and sidewalks $2,260,000 

S061 Milton Way Extension Install roadway, curbs, and sidewalks $1,767,000 

S07 Millard Road Reconstruct roadway to City street standards $2,892,000 

S08 Ross Road Reconstruct roadway to City street standards $1,617,000 

1
Project will require coordination/approval by ODOT Rail Division. In addition to the estimated roadway construction costs, the 

order-of-magnitude cost includes the provision of left-turn lanes along Gable Road, detection along the spur track, and crossing 
gates with warning lights and bells at the rail crossing. 

TABLE 6-7: INTERSECTION IMPROVEMENT PROJECTS 

Project No. Project Roadway Project Description 
Order-of-Magnitude 

Project Cost 

S09 Ross Road/Bachelor Flat Road Conduct a study and implement AWSC if warranted $12,000 

S10 US 30/Millard Road Regrade southwest corner to provide adequate sight distance $20,000 

S11 18th Street/Old Portland Road 
Reconfigure intersection to stop control or upgrade signal to 
current standard 

$100,000 

S121 US 30/Deer Island Road Install westbound right-turn lane $485,000 

S131,2 US 30/Millard Road Intersection 
Install traffic signal and reconfigure the McNulty Way/Millard 
Road intersection to accommodate heavy truck turning 
movements 

$1,000,000 

S14 Columbia Boulevard/Sykes Road Install left-turn lanes on Columbia Boulevard $368,000 

S15 Ross Road/Bachelor Flat Road 
Reconfigure intersection to emphasize the northbound-through 
movement 

$769,000 

S16 Old Portland Road/Millard Road 
Widen intersection to accommodate heavy truck turning 
movements 

$60,000 

S171 US 30/Gable Road Install westbound right-turn lane $485,000 

S182 US 30/Pittsburg Road Install traffic signal $400,000 

S192 US 30/Vernonia Road Install traffic signal $400,000 

S202 12th Street/Columbia Blvd. Install traffic signal or roundabout $250,000 

S21 Old Portland Road/Gable Road Realign intersection to emphasize northbound movement $2,785,000 

1
Project will require coordination/approval by ODOT and ODOT Rail Division. Engineering studies, traffic analysis, and conformance 

with ODOT standards will be evaluated as projects are developed. 
2
Project must meet traffic signal warrants and receive approval from State Traffic Engineer. Engineering studies, signal warrant and 

traffic analysis, and conformance with ODOT standards will be evaluated as projects are developed. 
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RAIL CORRIDOR OPTION 

The primary focus of the Rail Corridor Option is the development of an ultimate highway/rail grade 

crossing plan along the Portland and Western Railroad (PNWR)/US 30 corridor. This option includes 

improvements to key study intersections, rail crossings, and other related facilities identified in the 

Lower Columbia River Rail Corridor Plan (LCRRC).  

RAIL CORRIDOR IMPROVEMENTS 

Grade Crossings 

Grade crossings are classified by the type of protection provided and are considered either active or 

passive. Active crossing systems generally have an electronic train detection system with flashing 

lights that warn the motorist when a train is approaching or at the crossing. Although an active 

crossing system is relatively expensive to install and maintain, it provides a safer grade crossing as 

compared to a passive system. A passive system simply denotes the location of the crossing (typically 

through signing or pavement markings) and depends on the motorist to detect and yield the right-of-

way to the train. Depending on the available sight distance and train speeds, passive crossings require 

a comparatively high level of awareness on the part of the motorist. All of the PNWR railroad crossings 

adjacent to US 30 in St. Helens have active crossing systems. 

Preemption and Interconnect Requirements 

For safety reasons, traffic signals on US 30 in St. Helens adjacent to the PNWR grade crossings are able 

to communicate with each other using “interconnect” between the traffic signal equipment and the 

railroad equipment. The interconnect link allows the railroad equipment to communicate the 

approach and presence of a train to the traffic signal equipment. 

Interconnect is currently provided at the grade crossings of Gable Road, Columbia Boulevard, St. 

Helens Road, and Deer Island Road. When a train approaches each of these crossings, the adjacent 

traffic signal’s normal operations are pre-empted and the traffic signal shifts focus to moving vehicles 

off of the roadway approach with the grade crossing. Signs are also illuminated on the highway to 

prevent highway traffic from turning onto the grade crossing. 

Potential Railroad Grade Crossing Closures 

Within St. Helens, the LCRRC study recommends studying the potential closure of the Wyeth Street 

railroad grade crossing, which would require westbound vehicles currently using the intersection to 

reroute either toward the south via St. Helens Street or toward the north via Deer Island Road. 
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Pedestrians and bicyclists would also have to reroute and access US 30 from either the grade crossing 

at Deer Island Road or St. Helens Street. The LCRRC study provides context for closing grade crossings 

as follows: 

 Eliminating redundant or unnecessary roadway/railroad at-grade crossings is an 

important part of improving safety of rail corridors. Yet, closing a road is a serious, and 

possibly contentious, undertaking. Property owners must be provided access to the 

transportation network, and even with alternative access, there is often resistance to 

changing long-standing travel patterns. Thus, the goals of safety, public necessity, 

convenience, economics and the right to access property along a railroad alignment must 

be balanced, when considering closing roads. 

The ODOT (Rail Division) has the authority, within Oregon, to eliminate highway/rail at grade 

crossings (ORS Section 824.206 (1998)). Closure requests can be initiated by ODOT, the railroad or the 

local jurisdiction. In an effort to make closures more attractive to local communities, ODOT Rail offers 

assistance in improving intersections at locations near those which can be closed. Because at-grade 

crossing safety upgrades are expensive ODOT Rail’s approach to closures enables more frequently 

used crossings to receive the needed safety upgrades. 

ROADWAY-FOCUSED SOLUTIONS 

US 30 Turn Lane Capacity Near Railroad Crossings  

Traffic, especially during the evening peak period, can begin to queue to make right turns onto streets 

with at-grade highway/rail crossings along US 30. Without adequate storage, these queues can block 

through traffic on US 30, and create the potential for rear-end collisions or other crashes. The LCRRC 

study recommends extending the right-turn lane storage at the US 30/Columbia Boulevard 

intersection by 65-feet and will also require a standard ODOT taper length. 

Similarly, southbound motorists wishing to make left hand turns onto cross streets with highway/rail 

grade crossings can be blocked by trains. Queues at signalized US 30 intersections can back up 

significantly during peak periods (notably morning peaks). This situation adds to congestion, and 

poses a safety concern as motorists encounter a long queue and/or try to go around it. Additional 

storage and/or signalization is recommended at several locations on the corridor as part of the Rail 

Corridor Option. 
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Figure 6-10 illustrates the changes to affected study intersection lane configurations and traffic control 

devices under the Rail Corridor Option as per the LCRRC Plan. Other non-intersection improvements 

are summarized below. 

Relocated St. Helens Switching Operations 

St. Helens Yard is a rail yard that supports local rail-served customers. It also creates a mobility barrier 

within the community for motor vehicle and pedestrian traffic. As indicated in the existing conditions 

analysis, both the community and the railroad are concerned about trespassing, as it represents a 

potential safety risk and liability issue. The LCRRC Plan noted the potential option of relocating the rail 

yard outside City limits. The Plan further notes that PNWR will continue to serve customers in the St. 

Helens area and that it may be impossible for the railroad to completely vacate the yard. With an 

estimated $3.67 million relocation cost (without land acquisition costs) and no currently identified 

suitable replacement site, the timeline for any potential relocation is unknown. 

Fencing or Landscape Barriers 

The LCRRC Plan recommended installation of fencing along St. Helens yard as a partial solution to 

trespassers. The plan estimated an order-of-magnitude chain-link fencing cost of $84,000 not 

including maintenance and further noted that more visually appropriate fencing solutions (such as 

incorporating sight-obscuring slats or landscape elements) would involve additional costs.  

Study Intersection Operations Impact 

Figure 6-11 summarizes those intersections that operate acceptably, unacceptably, and near capacity 

assuming the improvements identified in the Rail Corridor Option. As shown in the figure, a majority of 

the intersections continue to operate in failure under the Rail Corridor Option. As in the previous 

option, operations at the Bachelor Flat/Gable Road intersection improve as east-westbound vehicles 

re-route toward the south with the provision of a traffic signal at the US 30/Millard Road intersection.  
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Rail Corridor Options Recommended for Inclusion in the Updated TSP 

The LCRRC study was conducted as a joint effort involving Columbia County, ODOT, ODOT Rail, and 

cities along the corridor including St. Helens. The recommendations in the Rail Corridor Option are 

generally all applicable to the TSP Update, though there is no expectation that they will all be funded 

by the City. For example, the LCRRC plan identifies the potential future signalization of the US 

30/Millard Road intersection and notes several improvements along Deer Island Road that will be 

provided in conjunction with the new transit center now under construction. 

Table 6-8 summarizes the intersection and roadway improvement projects included in the Rail 

Corridor Option that are recommended for inclusion in the TSP Update. The order-of-magnitude costs 

shown were obtained from the LCRRC report. 

TABLE 6-8: INTERSECTION IMPROVEMENT PROJECTS 

Project No. Intersection Project Description 
Order-of-Magnitude Project 

Cost 

R01 US 30/Wyeth Road Study potential closure TBD 

R021 US 30/Columbia Blvd. 
Close pedestrian access or adjust signal timing to provide 
sufficient crossing time for pedestrians 

$0 

R03 US 30/Columbia Blvd. Add 215 feet southbound left turn queue storage $56,800 

R04 US 30/Columbia Blvd. Add 65 feet to existing northbound right-turn storage $17,200 

R051 US 30/Millard Road 
Install traffic signal inter-tied with existing railroad crossing 
protection (8-phase signal) 

$250,000 (per LCRRC study) 

R06 US 30/Millard Road Install at-grade pedestrian sidewalk across the crossing $45,000 

R07 US 30/Deer Island Road 
Remove abandoned rail line and restripe the intersection of Deer 
Island Road/Oregon Road 

$25,000 

R08 US 30/Deer Island Road Relocate gate, design for future transit center $25,000 

R09 US 30/Deer Island Road Install at-grade pedestrian sidewalk across the crossing $45,000 

R10 US 30/Deer Island Road Add 150 feet southbound left turn queue storage $62,265 

R11 US 30/St. Helens Street Install at-grade pedestrian sidewalk across the crossing $45,000 

R12 US 30/St. Helens Street Replace obsolete gate $90,000 

R13 US 30/Gable Road Add 210 southbound left-turn queue storage $55,400 

R14 US 30/Gable Road 
Install ADA compliant pedestrian/bicycle overpass over railroad 
and US 30 

$6,100,000 

1
 Project will require coordination/approval by ODOT and ODOT Rail Division and requires State Traffic Engineer approval. 

Engineering studies, traffic analysis, and conformance with ODOT standards will be evaluated as projects are developed. 
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Potential Additional Mitigation Measures 

As previously indicated, none of the three options packages fully mitigated all of the study 

intersections. Potential additional mitigation measures were reviewed at the intersections that are 

forecast to operate unacceptably, as summarized below. 

US 30/DEER ISLAND 

The US 30/Deer Island Road intersection is forecast to operate over capacity under all three options 

and the No Build. In addition, queuing at the US 30/Deer Island Road intersection is shown to exceed 

550-feet in the westbound direction and would block access to/from Oregon Street and the site of the 

future St. Helens Transit Center.  

Installation of a separate westbound left-turn lane would improve the intersection operations to a v/c 

ratio of 0.75 and would reduce westbound queuing. The addition of the left-turn lane would require 

widening and reconstruction of the adjacent PNWR grade crossing as well as part of the traffic signal 

and may involve right-of-way acquisition. The cost associated with this mitigation would be 

substantial yet queuing at the intersection will likely continue to extend past Oregon Street, effectively 

rendering Oregon Street to a right-in/right-out only. As such, additional outlets or a re-alignment of 

Oregon Street further east should be considered in the future.  

US 30/PITTSBURG ROAD-WEST STREET OVERPASS 

The LCRRC study highlighted the potential need for an overpass in St. Helens near the US 30/Pittsburg 

Road intersection, although the project was not included in the final study recommendations. Based on 

the study, the future overpass would extend over both US 30 and the railroad and cost between $5.6 

and $9 million dollars and would likely have to be funded as a State Transportation Improvement 

Program (STIP) project. 

Figure 6-12 illustrates the results of an operations analysis at the study intersections with the 

overpass assumed to be in place and the Wyeth Street access to US 30 assumed to be closed. As shown 

in the figure, operations at the US 30/Deer Island intersection improve with the overpass assuming a 

majority of the westbound left-turn movements would reroute toward the overpass. Constructed in 

isolation without other US 30 intersection improvements, a northern overpass would not mitigate the 

US 30/Gable Road and US 30/Millard Road intersection. 
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The grade separation project would improve emergency services dispatch options during the passage 

of trains through the City and/or in the event that a train blocked crossings for an extended period due 

to a derailment. School buses crossing US 30 and the railroad tracks could also be directed to the new 

overpass to reduce their delay in crossing the PNWR rail line. 

US 30/GABLE ROAD 

The US 30/Gable Road intersection also operates over-capacity under all of the options considered. 

Viewed as a stand-alone intersection, installation of dual left-turn lanes and separate right-turn lanes 

on all four intersection approaches would be necessary. This mitigation would require widening the 

Gable Road approaches to seven lanes (for example, on the south approach there would be two 

southbound through lanes, two northbound left-turn lanes, two northbound through lanes, and one 

northbound right-turn lane). Widening to accommodate the additional lanes would increase 

pedestrian exposure, increase the rail crossing width (likely requiring median channelization for a 

center railroad crossing gate), and necessitate significant right-of-way acquisition. Further, the US 

30/Gable Road intersection would likely become the most heavily traveled intersection on the 

corridor, complicating the ability to implement coordinated signal timing along the highway corridor 

through St. Helens.  

Even with these improvements, unless additional left turns can be diverted to other intersections such 

as Millard Road and Bennett Road to the south, the resulting v/c ratio (0.87) does not meet the 

applicable mobility standard. As such, additional alternative mitigation options were examined as 

described below. 

US 30/MILLARD ROAD 

Installation of a traffic signal at the US 30/Millard Road intersection was assumed under both the 1997 

TSP Option and the Rail Corridor Option. With the anticipated rerouting of truck traffic to the newly 

signalized intersection, the nearby intersection of Millard Road/Old Portland Road will require 

reconstruction to facilitate truck turns. Currently, the skew of the Millard Road approach to Old 

Portland Road complicates truck turn movements at the intersection. 

Signalization of the US 30/Millard Road intersection would significantly benefit the intersection in the 

near-term; however, a signal at this location is forecast to operate with a v/c ratio of 0.94 in the year 

2031. The following additional improvements could be considered to mitigate the intersection to meet 

ODOT standards: 
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 Install separate right-turn lanes on the east and westbound approaches to the intersection. 

Note the additional right-turn lane at the westbound approach would require widening and 

reconstruction of the adjacent PNWR grade crossing. The cost associated with this 

mitigation would be substantial yet, similar to Gable Road, the resulting v/c ratio (0.87) 

still does not meet the applicable mobility standard. 

 Install dual left-turn lanes, a separate through lane, and a separate right-turn lane on the 

east-west intersection approaches. Widening to accommodate the additional lanes will 

increase the rail crossing width (likely requiring median channelization for a center 

railroad crossing gate), and necessitate right-of-way acquisition. 

Given that Gable Road and Millard Road still do not fully meet ODOT operating standards even with 

significant widening, additional alternative mitigation options were examined as described below. 

SOUTHERN OVERPASS 

The construction of an overpass at the southern portion of St. Helens would enhance operations at the 

US 30/Millard Road intersection and the US 30/Gable Road intersection by 1) shifting westbound left-

turns (trips headed south out of St. Helens) and truck traffic further south, 2) creating alternative east-

west connectivity across US 30 and the railroad tracks, and 3) providing a higher-capacity intersection 

treatment at US 30/Millard Road. Ideally, the overpass would be situated to create a loop connection 

linking Old Portland Road on the east side of the City with Millard Road and the future north-south 

collector network on the west side of the City. Compared to an overpass at Pittsburg Road, this 

improvement would likely have a more dramatic impact on operations all along US 30, including: 

 Improved vehicular access and circulation to the residential areas east and west of US 30. 

 Improved truck circulation to the industrial area east of US 30 assuming trucks would 

access US 30 at the overpass (reducing the potential for rail/truck interaction).  

 Improved access and circulation for emergency response vehicles to areas both east and 

west of US 30. 

In addition, as a majority of the traffic in St. Helens occurs near the southern end of the city, a southern 

overpass would improve operations through the City on the US 30 corridor (including the US 30/Gable 

Road intersection) by shifting a greater portion of local traffic circulation from US 30 onto the City 

roadway network before it reaches the more congested areas.  

A preliminary concept was developed for the US 30/Millard Road intersection that includes provision 

of an overpass that spans both the highway and the rail line, but continues to rely on the existing 
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intersection for right-in/right-out turning movements. Based on information provided by ODOT, 

complete intersection grade separation is not practical at this location given the close proximity of the 

rail line to the highway and the need to get vehicles, including large trucks, up and an over the rail line. 

Figure 6-13 illustrates a conceptual sketch of the overpass. 

Figure 6-14 summarizes the results of intersection operations analysis with the overpass concept in 

place. As shown in the figure, operations at the US 30/Millard Road intersection improve with the 

overpass because all of the left-turn movements are converted to right turn movements and all of the 

east-west through movements are completed on the overpass. Also shown in the figure, operations at 

the US 30/Gable Road intersection improve. The improvement at Gable Road reflects trips shifting to 

the higher-capacity overpass. Similar assumptions were made all along the US 30 corridor as a 

majority of the previously forecast northbound left-turn movements, including those at US 

30/Pittsburg Road, were assumed to occur at the overpass. This redistribution of trips is predicated on 

the assumption that the adjacent roadway network is improved prior to, or along with the 

development of the overpass. The reduction in the northbound left-turns does not fully mitigate all of 

the capacity needs along US 30. As with the northern overpass option, some of the remaining 

unsignalized study intersections on US 30 would continue to fail. 

Locating a southern overpass further to the south near Achilles Road was also considered; however, 

the PNWR rail corridor elevation is above the highway elevation south of Millard Road. As a result of 

the elevation difference and the rail line’s proximity to US 30, ODOT’s preliminary engineering team 

indicated that building a structure over both US 30 and the PNWR line would be difficult and 

potentially cost prohibitive. 
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US 30/BENNETT ROAD SIGNAL 

While outside of the City of St. Helens UGB and the TSP study area, the US 30/Bennett Road 

intersection has the potential to significantly impact the City’s transportation system. For example, 

signalizing the US 30/Bennett Road intersection could improve operations at the US 30/Millard Road 

and US 30/Gable Road intersections by diverting a large number of vehicles (particularly northbound 

right and westbound left-turns) off of US 30 at the new signal. This route offers vehicles (and 

particularly trucks) traveling south of St. Helens a relatively straight path to US 30 that would avoid 

impacting the US 30/Millard Road and US 30/Gable Road intersections. Both Gable Road and Millard 

Road are expected to carry substantial east-west through traffic in the future as they link employment 

areas on the east side of US 30 with the residential areas on the west as well as the commercial area 

along Gable Road. Given the potential for relatively heavy eastbound through movements at Gable 

Road and Millard Road, shifting the truck traffic and a substantial number of westbound left-turns 

south to Bennett Road would benefit US 30 by minimizing conflicting east-west turn movement 

demand (and green time) at Gable Road and Millard Road. 

ODOT traffic and preliminary engineering staff have expressed concern about signalizing the US 

30/Bennett Road intersection, citing safety concerns involving the relatively rural and high speed 

nature of US 30 at the intersection, the potential to increase rear-end crashes, the current low Bennett 

Road traffic volumes and a general desire to avoid rural traffic signals. ODOT’s Road Safety Audit (RSA) 

project to be completed in 2011 is expected to focus in part on potential intersection treatments at 

Bennett Road.  

GABLE/SYKES ROAD COUPLET 

The conversion of Gable Road to a one-way westbound roadway between US 30 and Columbia 

Boulevard and Sykes Road to a one-way eastbound roadway between Columbia Boulevard and US 30 

was considered as a potential solution to address the capacity needs identified at the US 30/Gable 

Road intersection. A preliminary review of the existing roadway network suggests that a one-way 

couplet system would severely limit access to the residential and commercial properties adjacent to 

Gable Road as well the St. Helens High School. This is primarily due to the lack of north/south 

roadways between Gable and Sykes Roads between Columbia Boulevard and St. Helens Street. Based 

on these observations it was determined that a one-way couplet system at this location is not feasible 

at this time.  
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Intersection and Roadway Recommendations for the Updated TSP 

Based on review of the forecast intersection failures, the alternatives discussed above, and the desire 

to avoid substantial widening of Gable Road, the following mitigation measures are recommended for 

inclusion in the Updated TSP10. 

 Installation of a separate westbound left-turn lane at the US 30/Deer Island Road 

intersection. 

 Signalize the US 30/Millard Road intersection, including installation of separate right-turn 

lanes on the east and westbound approaches to the intersection. 

 Install a separate westbound right-turn lane at the US 30/Gable Road intersection, 

including related rail crossing widening. 

 Provide an overpass near the US 30/Millard Road intersection in the long-term. The need 

for, and timing, of such an improvement will depend in part on the outcome of the future 

operations of the US 30/Bennett Road intersection (for example, if signalization is 

provided, Gable Road and Millard Road will benefit from trips re-routing to Bennett Road) 

Although implementation is likely well beyond the planning horizon of the current TSP, the concept of 

a potential future overpass near the US 30/Pittsburg Road intersection should be preserved for future 

consideration. 

 

                                                             
10 Before a signal can be installed on the State system, OAR 734-020-0440 requires a traffic engineering 
investigation that shows how traffic signal warrants and highway design and spacing standards are met with the 
proposed signal and how the proposed signal would improve the overall safety and operation of the intersection. 
A progression analysis would be required as per OAR 734-020-0470 for signals that will not meet the one half 
mile minimum spacing standard for traffic signals on State highways. Signals may not be installed until signal 
warrants are satisfied and the installation request and design has been approved by the State Traffic Engineer 
(OAR 734-020-0410). 
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7  

This section presents the individual elements of the St. Helens Transportation System Plan (TSP). The 

TSP addresses those components necessary for the development of the future transportation network 

including: 

 Roadway System Plan 

 Functional Classification Plan 

 Street Design Standards 

 Access Management Plan 

 Pedestrian Plan 

 Bicycle Plan 

 Transit Plan 

 Rail Plan 

 Marine/Air/Water/Pipeline System Plan 

 Implementation Plan 

The transportation elements presented in this section were developed in accordance with the 

requirements of Oregon’s Transportation Planning Rule (TPR). These elements reflect the existing and 

future forecast conditions analysis findings, the options analysis, and a balance sought amongst the 

interests of multiple stakeholders, including citizens, business owners, and governmental agencies 

within the City of St. Helens. The final TSP elements were selected and prioritized based on feedback 

obtained from the Technical Advisory Committee (TAC), Citizens Advisory Committee (CAC), Planning 

Commission, City Council, and citizen input during the plan’s development. The decision process was 

guided in part by the goals and policies enumerated in Section 2. 

Roadway System Plan 

The roadway system plan provides guidance on how to best facilitate vehicular travel over the next 

twenty years, as well as identifying key elements of a future vision of transportation facilities serving 

the city. This plan seeks to address the identified existing and anticipated future operational and 

circulation needs. 
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FUNCTIONAL CLASSIFICATION PLAN 

The purpose of the functional classification plan is to create a mechanism through which a balanced 

transportation system can be developed that facilitates mobility for all modes of transportation as well 

as access to adjacent land uses. A roadway’s functional classification determines its intended purpose, 

the amount and character of traffic it is expected to carry, the degree to which non-auto travel is 

emphasized, and the roadway’s design standards and overall management approach. It is imperative 

that a roadway’s classification consider the adjacent land uses and the transportation modes that 

should be accommodated. The public right-of-way must also provide sufficient space for utilities to 

serve adjacent land uses. 

The functional classification plan for the City of St. Helens is shown in Figure 7-1. The new roadway 

alignments shown on the plan should be considered as conceptual. The end points of the streets are 

generally fixed where they make essential connections to other roadways while the alignments 

between intersections may vary depending on design requirements and right-of-way available at the 

time a given facility is constructed. 

The functional classification plan incorporates three functional categories: arterials (major and minor), 

collectors, and local streets. 

Arterials 

Arterials are roadways that are primarily intended to serve traffic entering and leaving the urban area. 

While arterials may provide access to adjacent land, that function is subordinate to the mobility 

service provided to major traffic movements. 

Major Arterials 

Major arterials are typically longest-distance, highest-volume roadways within the urban growth 

boundary (UGB). Although the streets focus on serving longer distance trips, they also serve local 

pedestrian and/or bicycle activities, which should be accommodated in the arterial streetscape. 

The only major arterial serving St. Helens is the Columbia River Highway (US 30). US 30 is a Statewide 

Highway and designated Freight Route. US 30 runs north-south through the city, connecting St. Helens 

to Columbia City, Rainier, and the Oregon Coast to the north and Scappoose and the Portland to the 

south. The current cross-section of US 30 is four to five lanes within the city’s UGB. The TSP has been 

developed with the intention of maintaining a maximum five-lane cross-section through the city not 

withstanding right-turn deceleration lanes at key intersections. This can be accomplished by 

developing a more efficient network of local roadways that serve city traffic off the highway. 
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The TSP identifies the need for several improvement projects along US 30, such as new traffic signals 

at several key intersections. All projects along US 30 are subject to ODOT plans, policies, and standards 

and all changes and/or improvements must conform with the ODOT approval and permitting 

process11. 

At the time of this writing, ODOT is conducting a study along US 30 between Scappoose and St. Helens 

that will evaluate alternatives to improve the safety of the corridor. A detailed Road Safety Audit will 

be completed between Bere Road in Scappoose and Millard Road in St. Helens. The audit could result 

in recommendations for improvements at Bennett Road and Millard Road that directly impact the 

recommendations contained in this TSP. ODOT will work with the City of St. Helens in developing the 

safety corridor and the St. Helens City Council may be asked to adopt the plan and amend the TSP, if 

necessary. 

Minor Arterials 

Minor arterials provide a higher degree of access than major arterials. The primary function of minor 

arterials is to serve local and through traffic between neighborhoods and to community and regional 

facilities. 

Collectors 

Collector streets generally facilitate the movement of traffic within the city’s UGB. Collectors provide 

for circulation and mobility for all users of the system. Collectors carry lower volumes than arterials 

and typically have two-lane cross-sections with on-street parking. They serve as the primary routes 

into residential neighborhoods. Although they carry higher volumes than local streets, they are 

intended to provide direct access to adjacent land rather than serving through traffic. 

Local Streets 

Local streets are primarily intended to provide access to abutting land uses. Local street facilities offer 

the lowest level of mobility and consequently tend to be short, low-speed facilities. As such, local 

streets should primarily serve passenger cars, pedestrians, and bicyclists; heavy truck traffic is 

discouraged. On-street parking is common. Sidewalks are typically present, though the relatively low 

travel speeds and traffic volumes allow bicycles to share the vehicle travel lanes. 

                                                             
11 Before a signal can be installed on the State system, OAR 734-020-0440 requires a traffic engineering 
investigation that shows how traffic signal warrants and highway design and spacing standards are met with the 
proposed signal and how the proposed signal would improve the overall safety and operation of the intersection. 
A progression analysis would be required as per OAR 734-020-0470 for signals that will not meet the one half 
mile minimum spacing standard for traffic signals on State highways. Signals may not be installed until signal 
warrants are satisfied and the installation request and design has been approved by the State Traffic Engineer 
(OAR 734-020-0410). 



HANKEY ROAD

McN
UL

TY
 W

AY

MILT
ON W

AY

WEST STREET

S 12TH STREET

S 4TH STREET

PORT AVENUE

N VERNONIA ROAD

OR
EG

ON
 ST

RE
ET

S 18TH STREET
S 15TH STREET

FR
ON

TA
GE

 R
OA

D

MO
RS

E C
O.

 R
OA

D

FIR
LO

CK
 B

OU
LE

VA
RD

S 1ST STREET

SUNSET BOULEVARD

KASTER ROAD

MA
TZ

EN
 S

TR
EE

T

N 16TH STREET

S 8TH STREET

RAILROAD AVENUE

N 
11

TH
 S

TR
EE

T

N 15TH STREET

S 7TH STREET

INDUSTRIAL WAY

WYETH STREET

MORSE C
O. R

OAD

SYKES ROAD
COLUMBIA BOULEVARD

OLD
 PORTLA

ND ROAD

PITTSBURG ROAD

MILLARD ROAD

BACHELOR FLAT ROAD

GABLE ROAD

N 6TH STREET
RO

SS
 C

O.
 R

OA
D

DEER ISLAND ROAD

OLD PORTLAND ROAD

GABLE ROAD

PITTSBURG ROAD

FUNCTIONAL CLASSIFICATION PLAN
ST. HELENS, OREGON

Dalton
Lake

Columbia River

Sand Island

30

FIGURE

7-1

WYETH ST

COLUMBIA BLVD

ACHILLES ROAD

LEGEND

Schools
Major Arterials
Minor Arterials
Collector Streets
Local Streets
City Limits
City UGB

St. Helens Transportation System Plan August 2011
H:

\pr
ojf

ile
\10

63
9 -

 St
 H

ele
ns

 TS
P U

pd
ate

\gi
s\d

raf
t ts

p\F
ig7

-1.
mx

d

N



August 2011 St. Helens Transportation System Plan 

  Page 109 

STREET DESIGN STANDARDS 

Street design standards support the functional and operational needs of the community’s roadway 

network. The standards provide guidance on the operations, appearance and function of a roadway by 

defining factors such as the type of pedestrian and bicycle facilities, the number of travel lanes, 

capacity, operating speed, and safety. The standards are necessary to ensure that the system of streets, 

as it develops, will be capable of safely and efficiently serving the traveling public while also 

accommodating the orderly development of adjacent lands. 

The street design standards are shown as cross sections in Figures 7-2 and 7-3. The cross sections are 

intended to be used for planning purposes for new road construction, as well as for those locations 

where it is physically and economically feasible to improve existing streets. Detailed design elements, 

such as cross-slopes, are not shown in the figures, but should be added when the City of St. Helens 

updates its standard engineering drawings. On-street parking has been identified as an optional 

element in some of the street sections where right-of-way is limited or a left-turn lane is needed. Also, 

additional width for turn lanes may be needed at specific intersections based on an engineering 

investigation; these are not shown in the street design standards. The standards shown are intended 

to define typical cross-sections of streets between intersections. 

Many of the city’s existing streets are wider than the proposed cross sections. As a result, retrofitting 

streets to add bike lanes, sidewalks, landscaping strips or different travel lane widths/turn lanes may 

be possible at a number of locations without requiring right-of-way acquisition.  

Finally, it should be noted that many agencies are developing “green street” programs that incorporate 

stormwater management features involving natural absorption and treatment. While green street 

treatments are independent of functional class, they may require modification of the landscape area or 

other street design standards to accommodate this evolving practice. The street design standards 

shown are not intended to preclude green street treatments. 

As shown in Figure 7-3, there are three cross sections provided for minor arterial streets; including 

one typical cross section, one cross section specific to the one-way - St. Helens Street/Columbia 

Boulevard couplet between US 30 and 13th Street, and a cross section for the two-way downtown area. 

The cross section for the segment of Columbia Boulevard east of 13th Street provides for an optional 

center left-turn lane in lieu of on-street parking. The presence of a center left-turn lane near the 12th 

Street/Columbia Boulevard intersection could help to improve operations near the Lewis Clark 

Elementary School during school peak hours as vehicles turning into the school will not be blocking 

the through travel lane in the southbound direction. 
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LOCAL STREET OPTIONS 

The standard cross-section for local streets includes a total paved width of 30 feet, which is intended 

to accommodate parking on one or both sides of the street. Two skinny street options are identified for 

application in local street settings where low traffic volumes and narrow roadway elements are 

desired. Skinny streets typically result in slower vehicle speeds, making them attractive in residential 

areas. Other benefits include reduced impervious surface area (reduced stormwater and 

environmental impact) and improved pedestrian and bicycle safety related to the lower vehicle 

speeds. 

On-street parking along skinny streets can pose challenges for emergency vehicles as well as other 

service providers such as refuse/recycling trucks, school busses, and other delivery vehicles. The City 

of St. Helens can permit construction of 20 to 26 feet wide streets that accommodate parking on only 

one side of the street. These options are most appropriate for lower volume streets (typically less than 

400 vehicles per day). 

LANDSCAPING 

Landscaping Area 

Each of the City’s street design standards includes a landscape strip separating the roadway curb from 

the sidewalk. This landscaping strip serves to better separate motorized vehicle and pedestrian traffic 

and creates an opportunity for landscaping in the form of street trees or other elements. The City of St. 

Helens seeks to incorporate street trees in all street landscaping areas where possible. In situations 

where street trees are not feasible (basalt below, etc.), the City of St. Helens may require fee-in-lieu 

contributions/payments. 

Design Variations 

The street design standards are intended to provide uniformity for city streets. It may be necessary to 

deviate from the design standards in situations where: 

 Existing right-of-way constraints, structures, topographic features, environmentally 

sensitive areas, or other constraints preclude designing to the standards; or 

 An alternative design that is functionally equal or superior to the standard design is 

proposed; or 

 Green Streets design elements are incorporated in a way that preserving the function and 

integrity of the roadway; or 
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 The City Engineer otherwise determines that a deviation is in the public interest. 

GUIDELINES FOR ARTERIAL/COLLECTOR INTERSECTION IMPROVEMENTS 

In addition to roadway cross-section standards, the City of St. Helens should adopt standards for 

intersection improvements (note that improvements on state highways must meet ODOT operating 

and design criteria). As intersection improvements are made at arterial/collector intersections in the 

city, the following general guidelines should be considered: 

 maintain adequate signing of side-streets (stop signs and visible street signs); 

 restrict parking and potential sight obstructions in the intersection vicinity; 

 provide intersection illumination to increase visibility; 

 provide proper channelization (striping, raised medians, etc.) of movements; 

 provide a paved apron on unpaved side-street approaches to create a smooth transition to 

and from the major street; 

 install right-turn transition tapers or lanes at high-speed unsignalized intersections and 

right-turn lanes at signalized intersections on US 30 approaches when warranted; 

 install left-turn lanes when warranted to reduce interruptions in the flow of through traffic; 

and, 

 locate traffic signals or roundabouts with consideration of appropriate spacing 

requirements and impacts on side-street traffic patterns. 

ACCESS MANAGEMENT PLAN 

As the city continues to grow, its street system will become more heavily traveled. Consequently, it will 

become increasingly important to manage access on the arterial and collector street system as new 

development occurs. This will preserve those streets’ function for carrying through traffic. ODOT has 

legal authority to regulate access points along US 30 within the city’s urban growth boundary. The City 

of St. Helens and Columbia County jointly manage several roadways within the city’s UGB to ensure the 

efficient movement of traffic and enhance safety. The City of St. Helens independently manages access 

on all other collector and local streets within its jurisdiction. 

The Oregon Transportation Planning Rule defines access management as a set of measures regulating 

access to streets, roads, and highways, from public roads and private driveways. The TPR requires that 

new connections to arterials and state highways be consistent with designated access management 
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categories. This TSP includes an access management policy that maintains and enhances the integrity 

(capacity, safety, and level of service) of the city’s streets. 

Access management standards vary depending on the functional classification and purpose of a given 

roadway. Roadways on the higher end of the functional classification system (i.e., arterials and 

collectors) tend to have higher spacing standards, while local streets allow more closely spaced access 

points. These standards apply to new development or redevelopment. Existing accesses are allowed to 

remain as long as the land use does not change and no safety problem is posed. As a result, access 

management is a long-term process in which the desired access spacing to a street slowly evolves over 

time as redevelopment occurs. 

In implementing access management standards, parcels cannot be land-locked; they must have some 

way of accessing the public street system. This may mean allowing closer access spacing than would 

otherwise be allowed or implementation of shared access with a neighboring parcel, where possible. 

Where a property has frontage on two roadways, access on the roadway of lower classification is 

preferred, all other things being equal. The following discussion presents the hierarchical access 

management system for roadways in the St. Helens UGB. 

ODOT ACCESS MANAGEMENT STANDARDS 

The OHP specifies an access management classification system for state facilities based on its highway 

classification system. As indicated in the existing conditions analysis, the OHP classifies US 30 as a 

Statewide Highway and a Freight Route. Future developments along US 30 (new development, 

redevelopment, zone changes, and/or comprehensive plan amendments) will be required to meet the 

OHP Access Management policies and standards. Table 7-1 summarizes ODOT’s current access 

management standards for US 30 per the 1999 OHP. 

TABLE 7-1: US 30 ACCESS SPACING STANDARDS  

Posted Speed (MPH) Spacing Standards (Feet)1 

 25 520 

30 and 35 720 

40 and 45 990 

50 1,100 

 55 1,320 

1
 These access management spacing standards do not apply to approaches in existence prior to April 1, 

2000 except as provided in OAR 734-051-0115(1)(c) and 734-051-0125(1)(c). 
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CITY ROADWAY ACCESS STANDARDS 

Table 7-2 identifies the minimum public street intersection and private access spacing standards for 

the city’s roadway network as they relate to new development and redevelopment. Minimum and 

maximum standard widths for private driveways are summarized in Table 7-3. County facilities within 

the city’s UGB should also be planned and constructed in accordance with these street design 

standards. 

TABLE 7-2: CITY STREET ACCESS SPACING STANDARDS 

Functional Classification Public Street (feet) Private Access Drive (feet) 

Local Street 150 50 

Collector 300 100 

Minor Arterial 350 or block length 200 or mid-block 

 

TABLE 7-3: PRIVATE DRIVEWAY WIDTH STANDARDS 

Land Use Minimum (Feet) Maximum (Feet) 

Single Family Residential 12 24 

Multi-Family Residential 24 30 

Commercial 30 40 

Industrial 30 40 

 

Access spacing variances may be provided to parcels whose highway/street frontage, topography, or 

location would otherwise preclude issuance of a conforming permit and would either have no 

reasonable access or cannot obtain reasonable alternate access to the public road system. In such a 

situation, a conditional access permit may be issued by ODOT or the City of St. Helens, as appropriate, 

for a connection to a property that cannot be accessed in a manner that is consistent with the spacing 

standards. The permit can carry a condition that the access may be closed at such time that reasonable 

access becomes available to a local public street. The approval condition might also require a given 

land owner to work in cooperation with adjacent land owners to provide either joint access points, 

front and rear cross-over easements, or a rear access upon future redevelopment.  

The requirements for obtaining a deviation from ODOT’s minimum spacing standards are documented 

in OAR 734-051. For streets under the City‘s jurisdiction, the City may reduce the access spacing 

standards, at the discretion of the City Engineer, if the following conditions exist:  
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 Joint access driveways and cross access easements are provided in accordance with the 

standards;  

 The site plan incorporates a unified access and circulation system in accordance with the 

standards;  

 The property owner enters into a written agreement with the City of St. Helens that pre-

existing connections on the site will be closed and eliminated after construction of each 

side of the joint use driveway; and/or,  

 The proposed access plan for redevelopment properties moves in the direction of the 

spacing standards. 

The City Engineer may modify or waive the access spacing standards for streets under the City’s 

jurisdiction where the physical site characteristics or layout of abutting properties would make 

development of a unified or shared access and circulation system impractical, subject to the following 

considerations:  

 Unless modified, application of the access standard will result in the degradation of 

operational and safety integrity of the transportation system. 

 The granting of the variance shall meet the purpose and intent of these standards and shall 

not be considered until every feasible option for meeting access standards is explored.  

 Applicants for variance from these standards must provide proof of unique or special 

conditions that make strict application of the standards impractical. Applicants shall 

include proof that: 

 Indirect or restricted access cannot be obtained; and 

 No engineering or construction solutions can be applied to mitigate the 

condition; and,  

 No alternative access is available from a road with a lower functional 

classification than the primary roadway. 

 No variance shall be granted where such hardship is self-created. 

ACCESS MANAGEMENT MEASURES  

From an operational perspective, access management measures limit the number of redundant access 

points along roadways. This enhances roadway capacity and benefits circulation. Enforcement of the 

access spacing standards should be complemented with provision of alternative access points. 
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Purchasing right-of-way and closing driveways without a parallel road system and/or other local 

access could seriously affect the viability of the impacted properties. Thus, if an access management 

approach is taken, alternative access should be developed to avoid “land-locking” a given property. 

As part of every land use action, the City of St. Helens will evaluate the potential need for conditioning 

a given development proposal with the following items in order to maintain and/or improve traffic 

operations and safety along the arterial and collector roadways.  

 Provision of crossover easements on all compatible parcels (considering topography, 

access, and land use) to facilitate future access between adjoining parcels.  

 Issuance of conditional access permits to developments having proposed access points that 

do not meet the designated access spacing policy and/or have the ability to align with 

opposing driveways. 

 Right-of-way dedications to facilitate the future planned roadway system in the vicinity of 

proposed developments. 

 Half-street improvements (sidewalks, curb and gutter, bike lanes/paths, and/or travel 

lanes) along site frontages that do not have full build-out improvements in place at the time 

of development. 

Figure 7-4 illustrates the application of cross-over easements and conditional access permits over time 

to achieve access management objectives. The individual steps are described in Table 7-4. As 

illustrated in the figure and supporting table, using these guidelines, all driveways along the highways 

can eventually move in the overall direction of the access spacing standards as development and 

redevelopment occur along a given street. 
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TABLE 7-4: EXAMPLE OF CROSSOVER EASEMENT/INDENTURE/CONSOLIDATION  

Step Process 

1 

EXISTING – Currently Lots A, B, C, and D have site-access driveways that neither meet the access spacing criteria of 500 feet nor align 
with driveways or access points on the opposite side of the highway. Under these conditions motorists are into situations of potential 
conflict (conflicting left turns) with opposing traffic. Additionally, the number of side-street (or site-access driveway) intersections 
decreases the operation and safety of the highway  

2 

REDEVELOPMENT OF LOT B – At the time that Lot B redevelops, the City would review the proposed site plan and make 
recommendations to ensure that the site could promote future crossover or consolidated access. Next, the City would issue conditional 
permits for the development to provide crossover easements with Lots A and C, and ODOT/City would grant a conditional access 
permit to the lot. After evaluating the land use action, ODOT/City would determine that LOT B does not have either alternative access, 
nor can an access point be aligned with an opposing access point, nor can the available lot frontage provide an access point that meets 
the access spacing criteria set forth for segment of highway. 

3 

REDEVELOPMENT OF LOT A – At the time Lot A redevelops, the City/ODOT would undertake the same review process as with the 
redevelopment of LOT B (see Step 2); however, under this scenario ODOT and the City would use the previously obtained cross-over 
easement at Lot B consolidate the access points of Lots A and B. ODOT/City would then relocate the conditional access of Lot B to align 
with the opposing access point and provide and efficient access to both Lots A and B. The consolidation of site-access driveways for 
Lots A and B will not only reduce the number of driveways accessing the highway, but will also eliminate the conflicting left-turn 
movements the highway by the alignment with the opposing access point. 

4 REDEVELOPMENT OF LOT D – The redevelopment of Lot D will be handled in same manner as the redevelopment of Lot B (see Step 2) 

5 

REDEVELOPMENT OF LOT C – The redevelopment of Lot C will be reviewed once again to ensure that the site will accommodate 
crossover and/or consolidated access. Using the crossover agreements with Lots B and D, Lot C would share a consolidated access point 
with Lot D and will also have alternative frontage access the shared site-access driveway of Lots A and B. By using the crossover 
agreement and conditional access permit process, the City and ODOT will be able to eliminate another access point and provide the 
alignment with the opposing access points. 

6 
COMPLETE – After Lots A, B, C, and D redevelop over time, the number of access points will be reduced and aligned, and the remaining 
access points will meet the access spacing standard.  

 

Pedestrian and Bicycle System Plan 

Providing connections between major activity centers is a key objective of the pedestrian and bicycle 

system plans. Major activity centers are defined as locations that typically attract high levels of 

pedestrian and bicycle activity on a regular basis. Within St. Helens, these activity centers include the 

commercial areas along US 30, Columbia Boulevard, and St. Helens Street, as well as the downtown 

core, city parks, and city schools. This section identifies specific pedestrian and bicycle priorities for 

local connectivity and access. 

PEDESTRIAN SYSTEM COMPONENTS 

The recommended pedestrian improvement projects include the provision of sidewalks and off road 

trails to facilitate pedestrian travel throughout the transportation system, as well as treatments to aid 

pedestrians crossing traffic. The street design standards presented in this TSP can help ensure that 

pedestrian facilities are provided in conjunction with all new or substantially reconstructed public 

streets. For existing roadways without sidewalks, the inclusion of sidewalks should be required with 

any redevelopment of adjacent properties or with significant improvements in the roadways.  
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The sidewalk improvement projects prioritized in the TSP represent specific improvements that have 

been identified to improve pedestrian conditions in a number of areas throughout the city. Many of the 

priority areas surround existing school sites and could benefit from completion of a Safe Routes to 

School (SRTS) assessment by the St. Helens school district. As discussed in Section 9, preparation of a 

SRTS program could also enhance the community’s ability to secure grant funding for pedestrian 

facility improvements.  

Figure 7-5 and the project summary tables (7-5 through 7-7) at the end of this section present the 

recommended pedestrian facilities. In addition to sidewalk improvements, several pedestrian crossing 

improvement projects are also recommended for prioritization. Examples of the types of crossing 

improvements needed are discussed below.  

Pedestrian Countdown Signals 

Pedestrian Countdown Signals are recommended at each of the signalized intersections along US 30, 

including Deer Island Road, St. Helens Street, Columbia Boulevard, and Gable Road. Future traffic 

signals at Pittsburg Road, Vernonia Road, and Millard Road should also be equipped with pedestrian 

countdown signals per the MUTCD. The countdown signals will help inform pedestrians of the time 

remaining to cross the street. 

Curb Extensions 

Curb extensions are recommended at 16 locations along Columbia Boulevard and St. Helens Street to 

provide shorter crossing distances for pedestrians at intersections as well as to encourage reduced 

travel speeds by motorists. The curb extensions will occupy the portion of the roadway in close 

proximity to the intersection that is currently used for on-street parking. 

Raised Median Islands 

Raised median islands are included in the recommended street design standards for US 30 and 

Columbia Boulevard. Raised median islands can provide pedestrians with a refuge area within the 

crosswalk to stop while crossing the street and complete a two-stage crossing if needed. 

Other Pedestrian Crossing Treatments 

Several additional pedestrians crossing treatments are presented in Section 6 that can also be applied 

on future projects, such as:  

 leading pedestrian intervals which allow pedestrians to begin crossing before conflicting 

motorists are given a green light, and 
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 other enhanced pedestrian crossing treatments such as the Rectangular Rapid Flash 

Beacons and the Pedestrian Hybrid Signals. 

As part of all street and intersection improvement projects in the future, the City should consider 

application of treatments to further enhance the comfort, convenience and safety of pedestrian 

crossings at intersections throughout the City.  

BICYCLE SYSTEM COMPONENTS 

The bicycle plan is intended to establish a network of bicycle lanes and routes that connect the city’s 

bicycle generators and provide a safe and effective system. Although bicycle lanes should be provided 

along all arterials and collectors per City code, many of the arterial and collector roadways in St. 

Helens do not have sufficient width to accommodate bicycle lanes. Therefore, the projects 

recommended in the TSP represent a prioritization of the most important bicycle facility needs (some 

roadways will require widening, while other will only require striping). These designated facilities will 

provide essential connections between many of the residential neighborhoods, commercial areas, 

schools, and various recreational areas within the city. The recommended bicycle improvement 

projects are shown in Figure 7-6 and are included in the project summary tables (7-5 through 7-7). 

The various types of bicycle facilities included in the bicycle system plan are described below. 

Shared Roadways and Shared-Lane Pavement Markings 

Although any roadway without a dedicated bicycle facility is generally considered a shared roadway, 

Barr Avenue and Cherrywood Drive would benefit from shared-lane pavement markings (sharrows) to 

help communicate to bicyclists as well as motorists that the roadways are priority bicycle routes. Both 

roadways are currently designated by the City as Local streets, without any accommodations for 

striped bike lanes. Sharrows on these roadways can help better facilitate bicycle travel without 

requiring additional right-of-way. 

To enhance the bicycling environment, the City should consider installing sharrows on other collector 

and arterial facilities commonly used by cyclists where right-of-way constraints limit the ability to add 

bike lanes in the future. This is a low cost solution with benefits to both motorists and cyclists. 

Bicycle Lanes 

A majority of the bicycle improvement projects prioritized in the TSP update involve widening City 

and County roadways to accommodate striped bicycle lanes. Striped bicycle lanes can improve bicycle  
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safety along high speed and higher volume roadways, by separating slower moving bicyclists from 

faster moving motorists. A comprehensive system of bicycle lanes can provide direct connections 

between neighborhoods, the downtown, retail and employment areas, bus stops along US 30, and the 

future transit center. Sunset Boulevard and Columbia Boulevard currently have sufficient width to 

accommodate bicycle lanes and were therefore included in the short-term recommendations. Due to 

limitation of future financial resources, the recommended TSP project list for mid-term and long-term 

includes the addition of bike lanes on only those roadways that are anticipated to facilitate the 

predominance of bicycle demand in the future. Any arterial or collector improvement project should 

include bike lanes, even if that roadway is not listed as a priority in the TSP list.  

Bike Parking 

Additional bicycle parking facilities are recommended in several areas throughout the city, including 

the commercial areas along US 30, Columbia Boulevard, and St. Helens Street, as well as the Old Town, 

Downtown, and Riverfront areas, and the Columbia County Fairgrounds. 

Bicycle Crossings 

The need for bicycle crossing improvements was identified in the existing conditions analysis at the US 

30/St. Helens Street and US 30/Gable Road intersections. The recommended improvements at the US 

30/St. Helens Street intersection include restriping the westbound approach to accommodate a bicycle 

lane between the left- and right-turn lanes. The recommended improvements at the US 30/Gable Road 

intersection include enhancing the existing bicycle facilities in the near-term to include pavement 

markings and signage that directs bicyclist’s through the intersection. The existing curb ramp in the 

northeast corner of the intersection could also be maintained in the near-term to accommodate 

bicyclists who choose to dismount their bikes and use the crosswalk as a pedestrian. Long-term 

roadway improvements at the US 30/Gable Road intersection include provision of a separate 

westbound right-turn lane when needed. At that time, the westbound approach should be restriped to 

accommodate a bicycle lane between the thru and right-turn lanes, similar to the near-term 

improvements at the US 30/St. Helens Street intersection. 

The city should periodically review other key intersections throughout the city to determine whether 

additional bicycle treatment improvements are needed to ensure the comfort and safety of cyclists. 

Multi-Use Paths and Trails 

The continued use of the existing multi-use paths and trails as well as the future development of new 

paths is recommended as part of the prioritized TSP project list. It is recommended though to replace 

the existing multi-use path along Old Portland Road north of Gable Road with bicycle lanes, curbs, and 
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sidewalks given its significant role in the pedestrian system. Further, the section of Old Portland Road 

south of Gable Road should be considered for a new multi-use path. Both projects would help to 

provide a continuous network of pedestrian facilities that connect the entire east side of the city (and 

all areas west of US 30 that connect to Old Portland Road) with the down town area. 

Public Transportation Plan 

The City of St. Helens (along with Columbia County and other impacted communities) adopted the 

Columbia County Community-Wide Transit System Plan (Reference 14) in 2009. The adopted plan 

includes transit related improvements along the US 30 corridor needed within a 10-year period. 

Recommended improvements to the transit stops located in St. Helens are described below. 

Safeway/Rite Aid at Gable Road: 

 Install an information display case on the existing shelter 

 Install a new shelter, bus stop sign and information display case 

 Install a sidewalk into the Safeway/Rite Aid site with five curb ramps 

 Install two park-and-ride signs 

Ace Hardware at Columbia Boulevard: 

 Install a new bus stop sign and information display 

 Install a new sidewalk on the south side of Columbia Boulevard across the railroad tracks 

between US 30 and Milton Way along with 12 new/reconstructed curb ramps 

Columbia Commons at Pittsburg Road: 

 Install information display on existing bus shelter 

 Install three bollards between the bus shelter and the parking lot 

 Install three new park-and-ride signs 

Simpson Site at Deer Island Road (funded and under construction): 

 Redevelop site to accommodate transit center including new buildings, park-and-ride lot, 

and frontage improvements 

 Install four park-and-ride signs 

 Restripe southbound left-turn lane on US 30 

 Install transit signal priority along US 30 
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Air Service 

Passenger and/or commercial air service is beyond the scale of what St. Helens can pursue 

independently. However, the city should remain aware of changes or opportunities to bring other air 

travel options to the community and should support those efforts, as they are able. In the interim, air 

service will continue to be accessible at the Portland International Airport, the Scappoose Industrial 

Airpark, and the Southwest Regional Airport in Kelso Washington. 

Marine System Plan 

The Columbia River provides an opportunity for surface water transportation for the City of St. Helens. 

The City should continue to pursue opportunities to utilize the Columbia River for both recreational 

and commercial activities, including provision of access to Sand Island through some form of boat 

shuttle service. 

Rail Service 

Columbia County (in conjunction with Clatsop County) conducted a study of the Lower Columbia River 

Rail Corridor which included several recommendations for improvements to key study 

intersections/rail crossings along US 30. The following summarizes the recommended improvements 

in St. Helens. 

 Study the potential closure of the US 30/Wyeth Street intersection 

 As indicated later in this section, this should be considered in conjunction with the 

provision of a westbound left-turn lane at the US 30/Deer Island Road intersection and a 

traffic signal at the US 30/Pittsburg Road intersection. 

 Close pedestrian access or adjust signal timing to provide sufficient crossing time for 

pedestrians at the US 30/Columbia Boulevard intersection. 

 Add 215 feet of southbound left-turn storage and 65 feet of northbound right-turn storage 

to the US 30/Columbia Boulevard intersection. 

 Install a traffic signal inter-tied with the existing railroad crossing and add an at-grade 

pedestrian sidewalk across the railroad tracks to the US 30/Millard Road intersection. 

 Install an at-grade pedestrian sidewalk across the railroad tracks and add 150 feet of 

southbound left-turn storage to the US 30/Deer Island Road intersection. 
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 Install an at-grade pedestrian sidewalk across the railroad tracks and replace the obsolete 

gates at the US 30/St. Helens Street intersection. 

 Add 210 feet of southbound left-turn storage and an ADA compliant pedestrian/bicycle 

overpass at the US 30/Gable Road intersection. 

Future consideration should be given to the potential for long-term passenger rail service in St. Helens. 

The addition of passenger rail service would increase activity along the Portland and Western Railroad 

which would impact operations at each of the existing rail crossings and would likely require 

additional pedestrian facilities for access to the service. 

Pipeline and Transmission Systems Plan 

The existing high pressure natural gas transmission line that runs along the Rutherford Parkway at the 

northern end of the city, US 30, and along Old Portland Road should be maintained and enhanced as 

necessary by its owner/operator (Northwest Natural Gas) to ensure adequate 20-year capacity is 

provided. 

Implementation Plan 

This section outlines specific transportation system improvement projects as well as a recommended 

timeline for implementation. The sequencing plan presented is not detailed to the point of a schedule 

identifying specific years when infrastructure should be constructed, but rather prioritizes projects to 

be developed within near-term (2011 to 2016), mid-term (2017 to 2021), and long-term (2022 to 

2031) horizons. In this manner, implementation of identified system improvements has been staged to 

spread investment in the city’s transportation infrastructure over the life of the plan. The City of St. 

Helens will need to periodically update its TSP and will review the need and timing for longer-term 

improvements as conditions evolve. 

In addition, several potential projects have been identified for the “long-range vision.” Such projects 

may not be feasible within the twenty-year planning horizon, for reasons of both need and resources. 

However, they represent a vision for an efficient transportation system in the future and they have 

been identified to support the preservation of improvement opportunities as future conditions may 

warrant them. The City of St. Helens, Columbia County, and ODOT should take the appropriate steps to 

prevent actions and/or development that would preclude these projects in the future.  
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The construction of roads, water, sewer, and electrical facilities in conjunction with local development 

activity should be coordinated to ensure the city develops in an orderly and efficient way. 

Consequently, the planned improvements identified in the TSP should be considered in light of 

evolving infrastructure sequencing plans, and may need to be modified accordingly. 

PLANNED IMPROVEMENTS 

The planned improvement projects enhance rail, motor vehicle, bicycle, and pedestrian travel within 

and through the city. While site specific projects such as traffic signals and turn lanes have been 

included to improve conditions at particular locations, the plan also seeks to develop an efficient 

transportation network that will reduce reliance on US 30 through development of parallel facilities. 

New roadways or roadway extensions are planned to serve all modes. These include road segments to 

fill gaps in the existing street system, new roads to serve development on adjacent properties, and new 

arterials and collectors to create an efficient grid system of future roadways.  

A prioritization of transportation improvements in the city for the near-term, mid-term, and long-term 

as well as for the future vision of the city are listed in Tables 7-5 through 7-7, respectively. The tables 

include pedestrian and bicycle improvement projects, which are depicted in Figures 7-5 and 7-6, as 

well as roadway improvement projects shown in Figure 7-7. 

The implementation plan recognizes that only a certain amount of money will be available to fund 

projects. As a result, a number of lower-cost improvements with immediate benefit are shown in the 

near-term (2011 to 2015) time frame. The longer project timelines reflect a combination of anticipated 

future needs and the reality that it will take time to accumulate the required funds. 

It should be recognized that the inclusion of proposed projects and actions in this plan does not 

obligate or imply obligations of funds by any jurisdiction for project-level planning or construction. 

Instead, the inclusion of proposed projects and actions serves as an opportunity for the, to be included, 

if appropriate, in the State Transportation Improvement Program (STIP) and the City of St. Helens 

Capital Improvement Program. Such inclusion is not automatic, but it is incumbent on the State, City of 

St. Helens, Columbia County, and the general public to take action to encourage and support inclusion 

of projects in the STIP or the CIP at the appropriate time. Because a project must have identified 

funding to be included in the STIP or CIP, the ultimate number of projects that can be included in these 

documents is constrained by available funding. 
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NEAR-TERM IMPROVEMENTS 

Table 7-5 summarizes the near-term transportation improvement program for the St. Helens TSP 

update. This program is intended to address deficiencies in the existing transportation system that 

were identified as priorities during the TSP update process. As shown, the near-term improvements 

primarily focus on increasing the comfort, convenience, and safety of pedestrian and bicycle travel 

within the city. Per the existing conditions analysis, the prevalence of bicycle and pedestrian 

improvement projects included in the near-term program reflect the significant gaps identified in the 

existing networks and the opportunity to fill those gaps before significant increases in traffic volumes 

require vehicular capacity improvements. The projects shown in Table 7-5 are divided into roadway, 

bicycle, and pedestrian improvement projects and are in order by their estimated costs (least to 

highest). The projects shown in grey are along roadways operated and maintained by Columbia 

County. 
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TABLE 7-5: NEAR-TERM (2011 TO 2016) TRANSPORTATION IMPROVEMENT PROGRAM 

Project 
No. Project Location Project Description 

Estimated 
Cost 

Roadway Improvement Projects 

N01 Ross Road/Bachelor Flat Road Study and implement all-way stop control, if warranted1 $12,000 

N02 US 30/Millard Road Regrade southwest corner to provide adequate sight distance $20,000 

N03 18th Street/Old Portland Road 
Reconfigure intersection to stop control or upgrade signal to 
current standard 

$100,000 

Bicycle Improvement Projects 

N04 Firlock Park Road (Gable Road to US 30) Widen roadway and add bike lanes $891,000 

N05 12th Street (Columbia Blvd. to Old Portland Road) Widen roadway and add bike lanes $364,000 

N06 Cherrywood Drive (Vernonia Road to Columbia Blvd.) Add sharrows $4,500 

N07 Barr Avenue (Pittsburg Road to Sykes Road) Add sharrows $5,500 

N08 Sunset Blvd. (Pittsburg Road to Columbia Blvd.) Add bike lanes $15,000 

N09 Columbia Boulevard (Sykes Road to US 30) Add bike lanes 30,000 

N10 Sykes Road (Summit View Drive to Columbia Blvd.) Widen roadway and add bike lanes $643,000 

N11 Bachelor Flat Road (Ross Road to Columbia Blvd.) Widen roadway and add bike lanes $461,000 

N12 Columbia Blvd. (Gable Road to Sykes Road) Widen roadway and add bike lanes $304,000 

N13 Gable Road (Bachelor Flat to US 30) Widen roadway and add bike lanes $502,000 

N14 Vernonia Road (Pittsburg Road to US 30) Widen roadway and add bike lanes $482,000 

N15 McNulty Way (Millard Road to Gable Road) Widen roadway and add bike lanes $337,000 

N16 US 30/St. Helens Street Reconfigure bike lane striping across right turn lane $5,000 

N17 US 30/Gable Road 
Enhance existing bicycle facilities with pavement markings 
and signage 

$5,000 

Pedestrian Improvement Projects 

N18 Firlock Park Road (Gable Road to US 30) Add curbs and sidewalks $1,103,000 

N19 12th Street (Columbia Blvd. to Old Portland Road) Add curbs and sidewalks $580,000 

N20 16th Street (West Street to Middle School Driveway Add curbs and sidewalks $266,000 

N21 Sunset Blvd. (Pittsburg Road to Columbia Blvd.) Add curbs and sidewalks $668,000 

N22 Columbia Blvd. (Sykes Road to US 30) Add curbs and sidewalks $1,353,000 

N23 Sykes Road (Summit View Drive to Columbia Blvd.) Add curbs and sidewalks $805,000 

N24 Sykes Road (Columbia Blvd. to US 30) Add curbs and sidewalks $190,000 

N25 Bachelor Flat Road (Ross Road to Columbia Blvd.) Add curbs and sidewalks $804,000 

N26 Columbia Blvd. (Gable Road to Sykes Road) Add curbs and sidewalks $400,000 

N27 Gable Road (Bachelor Flat to US 30) Add curbs and sidewalks $995,000 

N28 Vernonia Road (Pittsburg Road to US 30) Add curbs and sidewalks $1,319,000 

N29 McNulty Way (Millard Road to Gable Road) Add curbs and sidewalks $749,000 

N30 Columbia Blvd./Sykes Road Install 2 striped crosswalks and 6 new ADA ramps $19,000 

N31 18th Street/Old Portland Road Install 2 striped crosswalks and new 6 ADA ramps $19,000 

-Continued on the next page - 



St. Helens Transportation System Plan August 2011 

Page 132 

Project 
No. Project Location Project Description 

Estimated 
Cost 

-Continued from the previous page - 

N32 Columbia Blvd./St. Helens Couplet Install curb extensions (4 locations) $106,000 

N33 Columbia Blvd. Couplet to 2nd Street Install curb extensions and island refuges (8 locations) $200,000 

N34 Columbia Blvd./1st Street Install 1 striped crosswalk and 3 new ADA ramps $10,000 

N35 St. Helens Street Install curb extensions (4 locations) $106,000 

N36 US 30 Corridor Install Pedestrian Countdown Heads (5 Locations) $15,000 

Total Near-Term Estimated Costs $13,888,000 

1
 The study should evaluate the potential to reopen the Nobel Street connection to Bachelor Flat Road. 

 

In addition to the projects shown in Table 7-5, the City/ODOT should complete a corridor master plan 

for US 30 through St. Helens. The master plan should consider streetscape options and gateway 

treatments that incorporate the St. Helens Arts & Cultural commission recommendations to make city 

more inviting and attractive by creating “Gateways.” The City should also complete a corridor master 

plan for Columbia Boulevard/St. Helens Street (east of US 30) that examines in more detail lane 

widths, sidewalks, landscaping, lighting, pedestrian and bicycle amenities, street furniture, guide/way 

finding signs, etc. Many of these types of treatments are addressed in “Creating Livable Streets: Street 

Design Guidelines for 2040” (Reference 15) and “Green Street: Innovative Solutions for Stormwater & 

Stream Crossing” (Reference 16). 

Mid-Term Improvements 

Table 7-6 summarizes the mid-term transportation improvement program for the St. Helens TSP 

update. This program includes a mixture of connectivity improvements for pedestrians, cyclists and 

motorists as well as capacity-based projects along US 30 and on the city’s arterial and collector street 

network. The projects shown in grey are along roadways operated and maintained by Columbia 

County (only a portion of Old Portland Road from Millard Road to Gable Road is under the County’s 

jurisdiction). 

The timing of construction of the capacity-based projects shown in Table 7-6 is an important 

consideration given that changes made in one location may result in a change in traffic volumes, 

patterns and/or operations at another. For example, the installation of a traffic signal at the US 

30/Millard Road intersection should be accompanied by improvements along Millard Road and Ross 

Road as well as the reconfiguration of the Ross Road/Bachelor Flat road intersection (to accommodate 
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the anticipated increase in traffic volumes along those roadways) and the Millard Road/Old Portland 

Road (to better accommodate truck turns)12. 

TABLE 7-6 MID-TERM (2017 TO 2021) TRANSPORTATION IMPROVEMENT PROGRAM 

Project 
No. Project Location Project Description 

Estimated 
Cost 

Roadway Improvement Projects 

M011 US 30/Deer Island Road Install westbound right-turn lane $485,000 

M021,2 US 30/Millard Road Intersection 
Install traffic signal and reconfigure the McNulty Way/Millard 
Road intersection to accommodate heavy truck turning 
movements 

$1,000,000 

M03 Columbia Boulevard/Sykes Road Install left-turn lanes on Columbia Boulevard $368,000 

M04 Ross Road/Bachelor Flat Road 
Reconfigure intersection to emphasize the northbound-
through movement 

$769,000 

M05 Old Portland Road/Millard Road 
Widen intersection to accommodate heavy truck turning 
movements 

$60,000 

M06 Millard Road Reconstruct roadway to City street standards   $2,892,000 

M07 Ross Road Reconstruct roadway to City street standards $1,617,000 

Bicycle Improvement Projects 

M08 18th Street (Columbia Blvd. to Old Portland Road) Widen roadway and add bike lanes $242,000 

M09 Matzen Street (Columbia Blvd. to Sykes Road) Widen roadway and add bike lanes $51,000 

M10 Old Portland Road (Gable Road to St. Helens Street) Widen roadway and add bike lanes $1,048,000 

M11 Old Portland Road (Millard Road to Gable Road) Add 10-foot Multi-Use Path on east side of roadway $872,000 

M12 Old Portland Road (City Limits to Millard Road) Add 10-foot Multi-Use Path on east side of roadway $517,000 

Pedestrian Improvement Projects 

M13 18th Street (Columbia Blvd. to Old Portland Road) Add curbs and sidewalks $638,000 

M14 Matzen Street (Columbia Blvd. to Sykes Road) Add curbs and sidewalks $94,000 

M15 Old Portland Road (Gable Road to St. Helens Street) Widen roadway and add bike lanes $2,199,000 

Total Mid-Term Estimated Costs $12,852,000 

1
Project will require coordination/approval by ODOT and ODOT Rail Division. Engineering studies, traffic analysis, and conformance 

with ODOT standards will be evaluated as projects are developed. 
2
Project must meet traffic signal warrants and receive approval from State Traffic Engineer. Engineering studies, signal warrant and 

traffic analysis, and conformance with ODOT standards will be evaluated as projects are developed. 
 

In addition to the projects shown in Table 7-6, the eastbound and westbound left-turn movements at 

the US 30/Wyeth Street intersection will likely need to be restricted as traffic volumes along US 30 

                                                             
12 Before a signal can be installed on the State system, OAR 734-020-0440 requires a traffic engineering 
investigation that shows how traffic signal warrants and highway design and spacing standards are met with the 
proposed signal and how the proposed signal would improve the overall safety and operation of the intersection. 
A progression analysis would be required as per OAR 734-020-0470 for signals that will not meet the one half 
mile minimum spacing standard for traffic signals on State highways. Signals may not be installed until signal 
warrants are satisfied and the installation request and design has been approved by the State Traffic Engineer 
(OAR 734-020-0410). 
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increase. The provision of a westbound right-turn lane at the US 30/Deer Island Road intersection and 

the long-term provision of a traffic signal at the US 30/Pittsburg road intersection should 

accommodate the impact of these restrictions as well as the long-term goal of complete closure as 

described below. 

Long-Term Improvements 

Table 7-7 summarizes the long-term transportation improvement program. This program is intended 

to address anticipated multimodal deficiencies in the transportation system that are unlikely to be 

funded in the next ten years. This program also includes improvements that may be constructed with 

future developments. The projects shown in grey are along roadways operated and maintained by 

Columbia County. 

In addition to the projects included in Table 7-7, the US 30/Wyeth Street intersection should be closed 

per recommendations in the Lower Columbia River Rail Corridor study (LCRRC). 

As shown in Table 7-7, provision of a southern overpass was included as part of the long-term 

transportation improvement program despite its significant impact to the total long-term estimated 

costs. Additional information related to the southern overpass is included in Section 6 of the TSP as 

well as below. 
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TABLE 7-7 LONG-TERM (2022 TO 2031) TRANSPORTATION IMPROVEMENT PROGRAM 

Project 
No. Project Location Project Description 

Estimated 
Cost 

Roadway Improvement Projects 

L011 US 30/Gable Road Install westbound right-turn lane $485,000 

L022 US 30/Pittsburg Road Install traffic signal $400,000 

L032 US 30/Vernonia Road Install traffic signal $400,000 

L04 12th Street/Columbia Blvd. Install traffic signal or roundabout $250,000 

L05 Old Portland Road/Gable Road Realign intersection to emphasize northbound movement $2,785,000 

L06 Summit View Drive Extension Install roadway, curbs, and sidewalks $1,656,000 

L07 Achilles Road Extension Install roadway, curbs, and sidewalks $2,952,000 

L08 Industrial Way Extension Install roadway, curbs, and sidewalks $1,000,000 

L09 Plymouth to 1st Street Extension Install roadway, curbs, and sidewalks $1,505,000 

L10 Firlock Park Extension Install roadway, curbs, and sidewalks $2,260,000 

L11 Milton Way Extension Install roadway, curbs, and sidewalks 1,767,000 

L12 US 30/Millard Road Install partial interchange $15,000,000 

Bicycle Improvement Projects 

L13 Pittsburg Road (Barr Road to Vernonia Road) Widen roadway and add bike lanes $562,000 

L14 Pittsburg Road (Vernonia Road to Sunset Blvd.) Widen roadway and add bike lanes $242,000 

L15 Port Avenue (Milton Way to Old Portland Road) Widen roadway and add bike lanes $340,000 

L16 Milton Way (Port Avenue to Columbia Blvd.) Widen roadway and add bike lanes $709,000 

Pedestrian Improvement Projects 

L17 Pittsburg Road (Barr Road to Vernonia Road) Add curbs and sidewalks $680,000 

L18 Pittsburg Road (Vernonia Road to Sunset Blvd.) Add curbs and sidewalks $402,000 

L19 Port Avenue (Milton Way to Old Portland Road) Add curbs and sidewalks $453,000 

L20 Milton Way (Port Avenue to Columbia Blvd.) Add curbs and sidewalks $756,000 

L21 Oregon Street (West Street to Rutherford Parkway) Add curbs and sidewalks $841,000 

L22 Deer Island Road (US 30 to West Street) Add curbs and sidewalks $591,000 

Total Long-Term Estimated Costs $36,036,000 

1
Project will require coordination/approval by ODOT and ODOT Rail Division. Engineering studies, traffic analysis, and conformance 

with ODOT standards will be evaluated as projects are developed. 
2
Project must meet traffic signal warrants and receive approval from State Traffic Engineer. Engineering studies, signal warrant and 

traffic analysis, and conformance with ODOT standards will be evaluated as projects are developed. Projects may also require 
approval for a deviation to the access spacing standards for a traffic signal along US 30. 

 

Long-Term Vision 

The long-term vision for the City’s transportation system involves completion of a safe and efficient 

multimodal transportation system that can accommodate all travel modes along all major roadways. 
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The plan also anticipates an off-street multi-use path and trail system that is integrated with the 

existing trail and street system throughout the city. 

The projects shown in Table 7-5, 7-6, and 7-7 make significant progress toward providing a balanced 

multimodal transportation system within the city, and also provide for much of the vehicular capacity 

that will likely be needed within the 20-year planning horizon. Notwithstanding these improvements, 

it is recommended that the completion of at least one overpass of US 30 within the city limits be 

included in the city’s long-term vision. As indicated in Section 6, provision of an overpass at the 

northern end of the city near the US 30/Pittsburg Road intersection or at the southern end of the city 

near the US 30/Millard Road intersection can be considered. 

The concept of a northern overpass was included in the previous TSP effort as well as other City and 

regional planning documents. Conceptually the facility is attractive because it could connect Pittsburg 

Road west of US 30 and West Road east of US 30 while crossing over both US 30 and the PNWR rail 

line. The northern overpass would provide significant improvements in traffic operations near the 

north end of the city while providing access to local school and commercial activities for local 

residents. 

While the northern overpass concept is attractive, more traffic, including heavy truck traffic, enters 

and exits the city from the south. Provision of the southern overpass, and the resultant re-routing of 

local traffic off of US 30 as it enters the city, improves operations all along the US 30 corridor. 

Ultimately, the concept of a southern overpass near the US 30/Millard Road intersection was identified 

as a higher-priority alternative and included in the long-term transportation improvement program 

based on the benefits provided, including: 

 Improved vehicular access and circulation to the residential areas east and west of US 30. 

 Improved truck circulation to the industrial area east of US 30 assuming trucks would 

access US 30 at the overpass (reducing the potential for rail/truck interaction). 

 Improved access and circulation for emergency response vehicles to areas both east and 

west of US 30. 

While it is unlikely that an overpass will be constructed in the next 20 years, the City of St. Helens and 

ODOT should take appropriate steps to further conceptual planning for a southern overpass. 



Section 8 Transportation Funding Plan 
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8  

Financing the improvement needs identified in Section 7 will be a formidable challenge; however, 

there are a variety of options available to fund transportation improvements within St. Helens. This 

section identifies funding sources that have contributed to projects within St. Helens over the past five 

years and forecasts potential future revenue the City may generate. Because the existing funding 

sources will not meet the projected transportation needs, potential additional funding sources are also 

highlighted. 

It should be recognized that the inclusion of proposed projects and actions in this plan does not 

obligate or imply obligations of funds by any jurisdiction for project-level planning or construction. 

Instead, the inclusion of proposed projects and actions serves as an opportunity for the, to be included, 

if appropriate, in the State Transportation Improvement Program (STIP) and the City of St. Helens 

Capital Improvement Program. Such inclusion is not automatic, but it is incumbent on the State, City of 

St. Helens, Columbia County, and the general public to take action to encourage and support inclusion 

of projects in the STIP or the CIP at the appropriate time. Because a project must have identified 

funding to be included in the STIP or CIP, the ultimate number of projects that can be included in these 

documents is constrained by available funding. 

Historical Transportation Funding 

Key funding sources that have contributed to transportation projects within the city over the past five 

years are summarized below. 

TRANSPORTATION SYSTEM DEVELOPMENT CHARGES 

A transportation system development charge (SDC) is a one-time fee imposed on new development 

(and some types of re-development) at the time of building permit issuance. The fee is intended to 

recover a fair share of the costs of existing and planned facilities that provide capacity to serve new 

growth. The City’s existing transportation SDCs are based on projected trip generation by land use. 

More specifically, new development is charged by adjusted daily trip ends (daily trip-ends adjusted for 

diverted linked trips) at a rate of $402 per trip. The existing residential transportation SDCs are shown 

in Table 8-1 (commercial development SDC assessments vary by land use type). 

  



St. Helens Transportation System Plan August 2011 

Page 140 

TABLE 8-1: EXISTING TRANSPORTATION SDC 

Building Type Average Daily Trips Pass-By Trip Factor SDC Assessment 

Single Family 9.57 1 $3,847 

Apartment 6.72 1 $2,701 

 

Revenue generated from SDCs is required to be spent on qualified projects identified in the City’s 

Capital Improvement Plan, which relies heavily on the implementation plan outlined in the City’s 

Transportation System Plan. While the total costs associated with some projects qualify for SDC 

revenue, others are only partially covered by the program. The remainder of those project costs are 

financed with other revenue sources. The City should update the current SDC program to reflect the 

projects identified in Section 7 and a new six-year capital plan. 

COLUMBIA COUNTY SDC PROGRAM 

Columbia County also has a SDC Ordinance based on the "Feasibility and Implementation of System 

Development Charges: Parks & Transportation" report.  Section IV - SDC Application in the Urban 

Growth Areas (UGA) of the County report states, "The identified "service provider" would be the 

recipient of related system development charges collected on its behalf in the UGA."  

The City of St. Helens and Columbia County are in the process of clarifying, through urban services 

agreements, who is the "service provider" of transportation and park facilities in the UGA. The service 

provider of the facility would be the recipient of the SDC's. Accordingly, either the County or the City 

would be the recipient of the SDC's for both Parks and Transportation, and those SDC's would only be 

spent in the UGB. 

It is recommended that the County and City collaborate on an updated SDC program to meet the local 

transportation needs. The two agencies may want to consider developing and adopting a joint-area 

transportation SDC that addresses SDC assessments within the City UGB. Funds collected could then be 

allocated to projects within the joint SDC area. Clackamas County and the City of Happy Valley have a 

joint transportation SDC program that may serve as a model for Columbia County and St. Helens to 

consider. 

FEE IN LIEU FUNDS 

Fee in Lieu of Construction funds could be collected from developers when required frontage 

improvements cannot be provided for reasons deemed acceptable by the City Engineer. For example, 

street trees, sidewalks or other features may not be possible in some locations due to topographic or 
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geologic constraints and a fee in lieu could be assessed. The collected fees could be aggregated and 

used by the City of St. Helens to construct transportation infrastructure improvements that benefit the 

community.  

STATEWIDE TRANSPORTATION IMPROVEMENT PROGRAM 

The Oregon Statewide Transportation Improvement Program (STIP - Reference 17) is the state’s four-

year transportation improvement program for state and regional transportation systems, including 

federal land and Indian reservation road systems, interstate, state, and regional highways, bridges, and 

public transportation. It covers all state and federally-funded system improvements for which funding 

is approved and that are expected to be undertaken during a four-year period. 

The current STIP identifies projects funded during the 2010-2013 period throughout the state of 

Oregon, including one project in St. Helens. The project involves improvements to Columbia Boulevard 

between US 30 and North 1st Street that are already underway, including: grinding and resurfacing the 

roadway, removal and reconstruction of sidewalks, and installation of new curb and gutter. The draft 

STIP identifies a $264,000 design/construction cost and commencement in 2010. 

OTHER REVENUE SOURCES  

Table 8-2 displays the total revenue by source used to fund transportation projects within the city over 

the past five years. 

TABLE 8-2: REVENUE SOURCE HISTORY 

Revenue Source FY 2006 FY 2007 FY 2008 FY 2009 FY 2010 Average 

Motor Vehicle Tax $560,000 $555,700 $525,200 $470,900 $510,400 $524,400 

State Grants $47,400 $0 $0 $537,700 $105,900 $138,200 

System Development Charges $376,400 $160,200 $229,900 $55,500 $88,000 $182,000 

Other1 $14,300 $17,600 $11,200 $4,100 $14,200 $12,300 

Total Revenue $998,100 $733,500 $766,300 $1,068,200 $718,500 $856,900 

FY=Fiscal year 

1
 Other revenue sources generally include miscellaneous revenue, donations, and interest. 

 

Based on the information shown in Table 8-2, St. Helens has generated an average of approximately 

$856,900 per year in total revenue for transportation related projects. Also shown, the largest revenue 

sources for the city have traditionally been the motor vehicle tax and the SDC, representing 
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approximately 90 percent of total revenue over the last five-year period. SDCs will likely increase again 

following the economic recovery and continue to be a viable source for city revenue. 

EXPENDITURE HISTORY 

Table 8-3 displays the total expenditures on transportation related projects within St. Helens over the 

last five years. 

TABLE 8-3: EXPENDITURE HISTORY 

Revenue Source FY 2006 FY 2007 FY 2008 FY 2009 FY 2010 Average 

Street Lighting $106,600 $102,000 $103,800 $95,300 $60,800 $93,700 

Street Signs $6,400 $5,000 $6,900 $6,400 $12,800 $7,500 

Road Paving 244,000 $0 $592,300 $491,500 $5,700 $266,700 

Sidewalk Projects $0 $0 $0 $0 $163,700 $32,700 

Bicycle Path Construction $0 $0 $16,300 $155,400 $193,700 $73,100 

Consulting Services $11,400 $31,000 $26,500 $39,300 $88,100 $39,300 

Construction Expenses $73,100 $4,700 $313,000 $0 $19,800 $82,100 

Equipment Purchases $0 $31,900 $284,100 $96,900 $159,600 $114,500 

Total Capital Expenditures $441,500 $174,600 $1,342,900 $884,800 $704,200 $709,600 

Total Other Expenditures1 $287,000 $299,700 $292,200 $306,300 $346,100 $306,300 

Total Expenditures $728,400 $474,200 $1,635,100 $1,191,100 $1,050,200 $1,015,800 

1 Other expenditures include general maintenance and overhead costs. 

Based on the information shown in Table 8-3, the City of St. Helens has spent an average of $709,600 

per year on capital improvement projects (or approximately 70 percent of available resources) and 

$306,300 on maintenance and overhead (or approximately 30 percent of available resources). The 

information shown in Tables 8-2 and 8-3 were used to project the availability of future funding for 

transportation improvement projects as described below. 

PROJECTED TRANSPORTATION FUNDING 

Table 8-4 provides a summary of the potential future project funding (in year 2010 dollars) over the 

next five, ten, and twenty years based on an assumed average funding level of approximately $857,000 

per year. 
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TABLE 8-4: FUTURE TRANSPORTATION FUNDING 

Revenue Source Average Annual 5-Year Forecast 10-Year Forecast 20-Year Forecast 

Total Revenue $857,000 $4,286,600 $8,569,300 $17,138,600 

Revenue For Capital Improvements (70%) $598,600 $2,992,800 $5,985,700 $11,971,400 

Revenue for Operations and Maintenance (30%) $258,400 $1,291,800 $2,583,600 $5,167,200 

As shown in Table 8-4, it is anticipated that approximately $17.1 million will be available for 

transportation project funding over the next 20 years using existing funding sources. Approximately 

$12.0 million of the 17.1 million can reasonably be assumed to be available for funding the 

transportation plan while the remaining $5.1 million will be needed for operations and maintenance. 

TABLE 8-5: ESTIMATED TRANSPORTATION IMPROVEMENT COSTS 

Type Short-Term Mid-Term Long-Term Total 

Roadway $132,000 $7,191,000 $28,693,000 $36,016,000 

Bicycle $4,049,000 $2,730,000 $1,853,000 $8,632,000 

Pedestrian $9,707,000 $2,931,000 $3,723,000 $16,361,000 

Total $13,888,000 $12,852,000 $36,036,000 $62,776,000 

Available $2,992,800 $2,992,800 $5,985,600 $11,971,200 

Funding Shortfall $10,895,200 $9,859,200 $30,050,400 $50,804,800 

 

Based on the estimated projected funding available and the estimated costs of the transportation 

improvement projects included in Section 7, the City will need to identify additional funding sources to 

pay for transportation improvements over the next 20 years. 

Potential Funding Sources 

The remainder of this section provides an overview of funding and financing options that are available 

for consideration and may be of interest to the City of St. Helens. Funding describes methods that 

generate revenue for transportation projects, while financing refers to how projects are paid for over 

time. For each of the funding options listed below, there is a brief description and a short discussion. 

No effort has been made to screen funding options according to their political or legal feasibility. The 

funding environment is dynamic so the list shown should not be considered exhaustive. 
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FEDERAL RESOURCES 

SAFETEA-LU13 

The current federal transportation funding bill is the Safe, Accountable, Flexible, and Efficient 

Transportation Equity Act: A Legacy for Users (commonly known by its acronym, SAFETEA-LU), which 

authorizes funding for the nation’s surface transportation programs. It was signed into law in August 

2005 and replaced the expired Transportation Equity Act for the 21st Century (TEA-21). The law 

establishes funding levels and policies for the federal government’s highway, highway safety, transit, 

motor carrier, and some rail programs administered by the U.S. Department of Transportation (DOT). 

Funds to local agencies within the State of Oregon are primarily allocated by the Oregon Department of 

Transportation (ODOT) unless dedicated to a local agency through a specific project earmark. 

SAFETEA-LU expired on September 30, 2009 and has since been operating on congressionally 

authorized extensions. Congress is currently debating development of a new transportation funding 

bill to replace SAFETEA-LU; however the timing for approval of a new six-year funding package is 

unknown. 

Potential: The potential for St. Helens to take advantage of the next bill will likely be through lobbying 

to get their projects on the next ODOT STIP and applying for funds dedicated to specific types of 

projects, such as pedestrian and bicycle projects or downtown revitalization, for local agencies. No 

specifics are available at this time to what the future bill may include or how much funding will be 

available for local agencies. 

Community Development Block Grants (CDBG) 

Community Development Block Grants (CDBG) are offered through the Federal Department of Housing 

and Urban Development. To receive CDBG funds, cities must compete for grants based upon a formula 

that includes factors such as rural/urban status, demographics, local funding match, and potential 

benefits to low-to-moderate income residents, including new job creation. CDBG funds can also be 

used for emerging public work needs. 

Potential: In small rural communities this program has limited application but may be a source of 

street funds for roads serving new developments supporting job creation or multifamily housing. 

CDBG funding requests should be coordinated through Columbia County. 

                                                             
13 Source: http://www.oregon.gov/ODOT/HWY/SAFETEA-LU.shtml 
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Federal Economic Development Administration (EDA) 

The Federal Economic Development Administration provides annual grant funding on a competitive 

basis for public works improvements that directly generate or retain jobs in local communities. These 

funds can be used for local utilities and transportation facilities that serve new development sites. 

Potential: EDA funds are difficult to obtain but could be considered for targeted improvements for 

local industry expansion. Funding requests for EDA grants should be coordinated with Columbia 

County and the Oregon Economic and Community Development Department (OECDD). 

STATE FUNDING OPTIONS 

State Motor Vehicle Tax Fund 

The State of Oregon currently collects the following fuel and vehicles fees for the State Motor Vehicle 

Fund: 

 State Gas Tax   $0.30 per gallon14 

 Regular Vehicle Registration Fees15 

 Light Trailer   $86.00 two-year fee 

 Low-Speed Vehicle  $86.00 two-year fee 

 Motorcycles/Mopeds  $43.00 two-year fee 

 Passenger Vehicles  $86.00 two-year fee 

 Snowmobiles   $10.00 two-year fee 

In addition, a weight-mile tax is assessed on freight carriers to reflect their use of state highways. The 

revenue from the fund is used by ODOT and distributed to cities and counties throughout the state 

with each city’s distribution based on a city’s share of statewide population, and the county 

distribution based on a county’s share of statewide vehicle registration. 

Existing Application: ODOT Region 1, Columbia County, and the City of St. Helens each receive funds 

from the state Motor Vehicle Fund. ODOT uses their allocation from the State Motor Vehicle Fund for 

maintenance and capital purposes. Columbia County and the City of St. Helens typically use their 

                                                             
14 Source: http://www.oregon.gov/ODOT/CS/FTG/current_ft_rates.shtml 
15 Source: http://www.oregon.gov/ODOT/DMV/fees/vehicle.shtml#RegularReg. Several additional registration 
fees are identified on ODOT’s webpage, including fees for registering vehicles for disabled veterans, as well as for 
campers, charitable non-profit vehicles, etc. 
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funding allocation for street maintenance; however it could be used for other types of projects such as 

pedestrian and bicycle projects. 

The state currently distributes approximately 16 percent of the State Motor Vehicle Fund to cities and 

24 percent to counties based on a per capita rate (cities) and vehicle registration (counties)16. The 

remaining amount in the State Motor Vehicle Fund is used to maintain and enhance the state highway 

system. The state operates a grant program available to cities for bicycle-related transportation 

system improvements and one percent of the fuel tax returned to cities and counties is designated for 

bike paths and lanes. 

Potential: With an increase in population, number of registered vehicles, and fuel sales, the total 

revenue from the State Motor Vehicle Fund will rise but if the fees (tax per gallon) remain at current 

levels, there will be a reduction in buying power due to inflation. The gas tax will however continue to 

be a source of funds for the City of St. Helens through ODOT for highway and pedestrian and bicycle 

projects. 

Special Public Works Funds (SPWF) and Immediate Opportunity Funds (IOF) — Lottery Program 

Description: The State of Oregon, through the Economic and Community Development Department 

(OECDD), provides grants and loans to local governments to construct, improve, and repair public 

infrastructure in order to support local economic development and create new jobs. 

Existing Application: SPWF and IOF funds have been used in a number of cities for the construction 

of water, sewer, and limited street improvements. 

Potential: These funds are limited to situations where it can be documented that a project will 

contribute to economic development and family-wage job creation. An example of the application of 

these funds in St. Helens may be for street improvements along Columbia Boulevard and St. Helens 

Street such as medians, landscape strips, curb extensions, and sidewalks to better facilitate access to 

businesses located on both sides of the streets and facilitate walking trips for customers accessing 

downtown retail businesses. Funding applications should be coordinated with Columbia County, 

OECDD, and ODOT. 

State Bicycle-Pedestrian Grants 

Description: ODOT’s Bicycle and Pedestrian Program administers two grant programs to assist in the 

development of walking and bicycling improvements: local grants and Small-Scale Urban Highway 

Pedestrian Improvement (SUPI) programs. For both these grants, cities that have adopted plans with 

                                                             
16 Source: http://governor.oregon.gov/ODOT/CS/FS/hwy_rev.shtml 
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identified projects will be in the best position to secure grant funds. Cities and counties can apply for 

local grants for bicycle and pedestrian projects within the right-of-way of local streets. Local grants up 

to $100,000 are shared 80 percent State and 20 percent local. Projects that consider the needs of 

children, elderly, disabled, and transit users are given special consideration. 

To apply, there must be support for the project from local elected officials. Applications for the Local 

Grant program are mailed out to all Oregon jurisdictions every other year. In the SUPI process, cities 

and counties help ODOT identify sections of urban highways where improvements are needed. 

Examples of eligible projects include: 

 completing short missing sections of sidewalks; 

 ADA upgrades; 

 crossing improvements (e.g., curb extensions, refuges, crosswalks); and, 

 intersection improvements (e.g., islands and realignment). 

SUPI projects are located on highways that have no modernization projects scheduled for the 

foreseeable future. Projects that have a local funding match are typically viewed the most favorably 

because this indicates strong local support. Projects on highways that cost more than $100,000, 

require right-of-way, or have environmental impacts need to be submitted to ODOT for inclusion in the 

STIP. Cities and counties can apply annually for bike path or sidewalk grants of projects they have 

selected. Grants for projects on local street systems have a match of 20 percent and projects next to 

state highways have a lower match requirement. Bicycle-pedestrian grants are generally below 

$125,000 per project. Project evaluation and selection is made annually statewide by the Statewide 

Bicycle/Pedestrian Committee. 

Potential: Communities throughout Oregon have successfully received these grants for bicycle and 

sidewalk improvements. St. Helens may be able to do the same. 

ODOT Enhancement Program17 

Description: The Transportation Enhancement program provides federal highway funds for projects 

that strengthen the cultural, aesthetic, or environmental value of the transportation system. The funds 

are available for twelve “transportation enhancement activities,” that are categorized as: 

 Pedestrian and bicycle projects; 

 Historic preservation related to surface transportation; 

                                                             
17 Source: http://www. oregon.gov/ODOT/HWY/LGS/enhancement.shtml 
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 Landscaping and scenic beautification; and 

 Environmental mitigation. 

Existing Application: The Enhancement Program funds special or additional activities not normally 

required on a highway or transportation project. So far, Oregon has funded more than 190 projects for 

a total of $97 million. 

Potential: The City of St. Helens could seek Enhancement Program funds for bicycle and sidewalk 

projects including the recommended multi-use path along Old Portland Road. 

State Parks Funds18 

Description: Recreational Trails Grants are national grants administered by the Oregon Parks and 

Recreation Department (OPRD) for recreational trail-related projects, such as hiking, running, 

bicycling, off-road motorcycling and all-terrain vehicle riding.  

Existing Application: OPRD distributes more than $4 million annually to Oregon communities for 

outdoor recreation project, and has awarded more than $40 million in grants across the state since 

1999. Grants can be awarded to non-profits, cities, counties, and state and federal agencies. 

Potential: Funding is primarily intended for recreational trail projects, so the City of St. Helens could 

seek funding for the completion of the Dalton Park or Waterfront Trail systems. 

LOCAL FUNDING OPTIONS 

The following local funding programs are commonly used by cities in the funding of transportation 

improvements. 

General Obligation Bonds (G.O. Bonds) 

Description: Bonds are often sold by a municipal government to fund transportation (or other types) 

of improvements, and are repaid with property tax revenue generated by that local government. Under 

Oregon Measure 50, voters must approve G.O. Bond sales with at least a 50 percent voter turnout. 

Existing Application: Cities all over the state use this method to finance the construction of 

transportation improvements. For smaller jurisdictions, the cost of issuing bonds vs. the amount that 

they can reasonably issue creates a problem. Underwriting costs can become a high percentage of the 

total cost for smaller issues. According to a representative of the League of Oregon Cities, the state is 

                                                             
18 Source: http://www.oregon.gov/OPRD/GRANTS/trails.shtml 
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considering developing a “Bond Pool” for smaller jurisdictions. By pooling together several small bond 

issues, they will be able to achieve an economy of scale and lower costs. 

Potential: Within the limitations outlined above, G.O. bonding can be a viable alternative for funding 

transportation improvements when focused on specific projects. 

Serial Levy/Property Taxes within the Limits of Ballot Measure 50 

Description: Local property tax revenue (city or county) could be used to fund transportation 

improvements through a serial bond levy. 

Existing Application: Revenue from property taxes ends up in the local government general fund 

where it is used for a variety of purposes. Precedents for the use of property taxes as a source of 

funding for transportation capital improvements can be found throughout the state. However, with the 

limitations resulting from Measure 50, use of property taxes for transportation capital improvements 

will continue to compete with other general government services under the three percent assessed 

value increase allowed by Measure 50 and the local tax limits of $15 per $1,000 of assessed value 

established under Measure 5. Under Measure 50, however, there is no limit on assessed value 

generated by new construction. 

Potential: Because the potential for increased funding from property tax revenue is limited by Ballot 

Measures 5 and 50 and by competition from other users who draw funds from the general fund, serial 

levies and/or property taxes are not practical sources for financing major local street improvements 

but could finance a package of minor improvement projects. 

Local Street Utility/User Fee 

Description: This maintenance fee is premised on viewing public streets as utilities used by citizens 

and businesses similar to a public water or sewer system. Fees are typically assessed by usage (e.g., 

average number of vehicle trips per property). 

Existing Application: Many Oregon cities assess street user fees through a monthly fee charged to 

local dwelling units and businesses. The assessment formulas range from a flat rate per dwelling unit 

and per business to fees tied to trip rates calculated for each property individually based on the 

Institute of Transportation Engineers Trip Generation. For example, the City of Hillsboro charges a flat 

fee of $3.10 per residential unit, while businesses government agencies, schools, and non-profits are 

assessed based on the number of trips generated by their employees, vendors and customers. By 

comparison, the City of Oregon City charges single-family residential properties $4.50 per month the 
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first year and gradually increases the fee over the next five years to $11 per month. The revenues 

generated by these fees are used for operations and maintenance (as opposed to capital projects). 

Potential: In St. Helens, a $5.00 monthly fee charged to the estimated 5,299 households would 

generate approximately $317,940 per year in revenue from residential uses alone. As households grow 

to an estimated 7,089 in 2031, revenues would grow to $425,340 annually. The ability to use these 

fees for capital projects, including pedestrian and bicycle projects should be explored. 

Local Improvement District (LID) 

Description: Under a local improvement district (LID), a street or other transportation improvement 

is built and the adjacent properties that benefit are assessed a fee to pay for the improvement. 

Existing Application: LID programs have wide application for funding new or reconstructed streets, 

sidewalks, water/sewer or other public works projects. The LID method is used primarily for local or 

collector roads, though arterials have been built using LID funds in certain jurisdictions. 

Potential: LIDs continue to offer a good mechanism for funding projects such as new sidewalks and 

street surface upgrades. The City of St. Helens may be able to fund the cost of sidewalks on collector 

streets to provide a connected pedestrian system for current and future residents in the previously 

developed areas of the city lacking sidewalks. Similarly, an LID could be used to enhance the Old 

Portland Road corridor or upgrades to the Columbia Boulevard/St. Helens Street couplet. 

Urban Renewal District 

Description: An Urban Renewal District is an area that is designated by a community as a “blighted 

area” to assist in revitalization. Funding for the revitalization is provided by urban renewal taxes that 

are generated by the increase in total assessed values in the district from the time it was first 

established. 

Existing Application: Urban Renewal Districts have been formed in over 50 cities in Oregon, generally 

focused on revitalizing downtowns.  

Potential: Urban Renewal dollars can be used to fund infrastructure projects such as roadway, 

sidewalk, or transit improvements. Because funding relies on taxes from future increases in property 

value, the City of St. Helens may seek to create a District where such improvements will likely result in 

such an increase (for example, along the riverfront). 
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Developer Dedications of Right-of-Way and Local Street Improvements 

Description: New local streets required to serve new development areas are provided at the 

developer’s expense in accordance with the tentative and final plan approvals granted by the City 

Council. 

Existing Application: Current City ordinance requires local streets and utilities to be provided in 

accordance with the adopted Land Use Plan, and the zoning ordinance and subdivision ordinance. This 

includes dedication of street/utility right-of-way and construction of streets, pedestrian/bicycle 

facilities, and utilities to City design standards. 

Potential: Private developer street dedications are an excellent means of funding new local 

street/utility extensions, and are most effective if guided by a local roadway network plan. This 

funding mechanism could apply to all new local street extensions in St. Helens within the 20-year 

planning period. 

SAFE ROUTES TO SCHOOL PROGRAMS19 

Description: The Oregon Safe Routes to School (SRTS) Program administers federal funds received 

from the 2005 SAFETEA-LU transportation bill. The Oregon program received over $5 million in 

federal funds through the initial 2005-2009 period for projects at schools serving grades K-8. 

The national Safe Routes to School Program has not been reauthorized but is operating on a continuing 

resolution. $2.2 million infrastructure funds are available for construction for 2012-2013. The call for 

applications opened October 1, 2010. 

The goals of the program are to increase the ability and opportunity for children to walk and bicycle to 

school, promote walking and bicycling to school and encourage a healthy and active lifestyle at an 

early age, and facilitate the planning, development and implementation of projects and activities that 

will improve safety and reduce traffic, fuel consumption and air pollution within two miles of a given 

school. 

Potential: The two types of project that can receive funding through the SRTS program include 

infrastructure projects within two miles of a school, and non-infrastructure activities such as 

education, encouragement, and traffic enforcement activities within two miles of a school. 

                                                             
19 Source: http://www.oregon.gov/ODOT/TS/saferoutes.shtml 
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Infrastructure projects chosen for funding are selected through a statewide competitive process based 

on written applications and field review. Local matching funds are not required to receive SRTS funds. 

For St. Helens to pursue SRTS funding, the local school district will first have to complete a survey of 

its parents and students as part of a SRTS needs assessment. Infrastructure applications and 

information are available online. 

TRANSPORTATION FINANCING SUMMARY 

 Approximately $17.1 million is projected to be available for transportation funding over 

the next twenty years using existing funding sources. Approximately $12.0 million can 

reasonably be assumed to be available for funding the transportation plan while $5.1 

million will be needed for operations and maintenance. 

 Existing funding sources are not sufficient to pay for the improvement projects identified in 

the TSP; therefore, additional funding sources should be identified. 

 The potential funding sources that appear to have the most potential include the following:  

 Special Public Works Funds (SPWF) and Immediate Opportunity Funds (IOF) — Lottery 

Program 

 State Bicycle-Pedestrian Grants 

 ODOT Enhancement Grants 

 Local Street Utility/User Fee 

 Local Improvement District (LID) 

 Urban Renewal District 

 Safe Routes to School Program (SRTS) 

 



Section 9 Implementation Ordinances 
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9  

The TPR requires that local jurisdictions amend land use regulations to reflect and implement the TSP. 

To that end, proposed regulatory language was developed in order to comply with the TPR and to 

ensure that local ordinances are consistent with the updated TSP. Proposed implementation language 

can be found in the Volume 2 Technical Appendix, Recommended Ordinance Amendments. Proposed 

implementation language is based on the recommendations found in the amendment tables, which 

identify revisions needed to City ordinances in order to comply with the TPR. The memorandum 

provides specific text amendments to City Ordinances that meet TPR requirements. Suggested 

language can be considered “best practices” and, in some instances, the Model Development Code & 

Users Guide for Small Jurisdictions was used as a reference document for recommended code 

revisions. 

To the extent possible, proposed amendments to City Ordinances were developed and formatted to be 

consistent with the existing structure of the regulatory document in order to expedite a code 

amendment process. In addition to those recommended in the memorandum, further amendments to 

City Ordinances may be necessary in order to ensure consistency within the document and to more 

seamlessly integrate new criteria with existing requirements. For this reason, the memorandum 

includes proposed amendments to the adopted land use ordinance but final recommended changes to 

the St. Helens municipal code will be part of a separate local adoption action. 
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