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CHAPTER 1:  EXECUTIVE SUMMARY 

 
 
The Marion County Rural Transportation System Plan (RTSP) provides the framework for developing an 
efficient, well-balanced, and cost-effective transportation system for the next 20 years. The plan addresses 
the Transportation Planning Rule (TPR) requiring the County to develop and adopt a 20-year 
transportation plan. The area covered in the RTSP includes all rural County transportation facilities 
outside the urban growth boundaries of the 20 cities within Marion County. Transportation issues located 
within urban areas are addressed in individual city plans. 
 
The 2000 Census listed the population of Marion County as 284,834 people. In 2003, it was estimated at 
295,900. By the year 2020, the State Office of Economic Analysis projects the population of Marion 
County to be 359,581, which represents a 26% increase (or a 1.2% annual growth rate) over the 20-year 
period. This population growth will likely lead to increased traffic volumes and intensify the need to 
maintain an efficient transportation system. To accomplish this the county will concentrate improvements 
along key corridors throughout the County. These corridors facilitate the movement of goods and traffic 
within the County (‘intra-county’) and to key locations outside the County (‘inter-County’). 
 
Over the next 20 years, the County will continue to keep maintenance and preservation of the existing 
roadway system its top priority in terms of resource allocation. Approximately $11.3 million per year will 
go towards operations, maintenance, and pavement preservation. Based on existing revenue sources, it is 
anticipated that only $850,000 per year will be available for rural capital improvements. Over a 20-year 
time span, this amounts to a total of $17 million. Unfortunately, this represents only a small fraction of 
the amount identified to address our rural needs, which would exceed $129 million (not including an 
additional $100 million in urban needs). Therefore, the County must select only its highest priority 
improvements for funding over the next 20 years. Table 2-1 provides a list of rural improvements that the 
County intends to pursue with the $17 million. The plan presented makes the best possible use of 
available resources, while balancing projects that address mobility, safety, and roadway preservation. 
   
The transportation picture will look different 20 years from now than it does today. With forecast growth 
in population, economic activity, and travel demand, several key roadways will be facing capacity issues. 
 Safety issues and needs will continue to increase as roadway usage increases. While a good 
transportation network, with good connections to the national transportation network, is critical to the 
economy of the County, we do not anticipate adequate funding available to meet these needs. While 
available funds will be used as efficiently as possible to maintain and improve the road system, drivers are 
likely to face longer delays and more congested roads. With congestion and gas prices likely to increase 
and energy reserves likely to decrease, other modes of transportation (such as rail, transit, carpooling, 
cycling, and walking) will increase in importance, as will efforts to give people a better option than 
driving by themselves. Land use patterns will also play a key role, as they tend to shape driving habits. 
 
The investment decisions that we make now, and the collective traveling habits that we as a community 
develop, will be a significant factor shaping our transportation experience in the future. The County will 
do its best to maintain a good transportation infrastructure and provide transportation options, but it is the 
people, through the responsibility of the transportation choices they make, that will have the largest role 
in shaping the future transportation system of Marion County.  
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CHAPTER 2:  PLAN OVERVIEW 

 
2.1 EXECUTIVE SUMMARY 
 
The first chapter of the plan provides an executive summary. The following is an expanded overview of 
the recommendations made in the plan. 
 
 
2.2  INTRODUCTION 
 
The Marion County Rural Transportation System Plan (RTSP) was developed to provide the framework 
for developing an efficient, well-balanced, and cost-effective transportation system over the next 20 
years.   
 
The RTSP covers rural County transportation facilities outside urban growth boundaries of incorporated 
cities, and includes unincorporated rural communities that function as small cities, such as Marion and 
Brooks.  It covers a wide spectrum of facilities, from local gravel roads to freeway interchanges, as well 
as rail, air, water, and pipeline transportation, and a wide spectrum of users, from local pedestrians to 
multi-national freight carriers.   
 
Transportation issues located within Urban Growth Boundaries are addressed in individual city plans.  
The County participates in the planning process with individual cities to ensure that their plans and the 
County RTSP are consistent with one another and to provide a smooth transition between urban and rural 
facilities. This is especially important where County roads run inside city centers, resulting in two 
conflicting functions: on one hand, the roads function as main corridors to facilitate regional movement of 
trucks and autos, but on the other hand the roads also function as “main streets” for the cities where 
reduced vehicle speeds, on-street parking, and bicycle and pedestrian traffic provide the small town 
atmosphere desired by many urban communities.   
 
The RTSP includes the following topics (each is a separate chapter, and will be described below): 

• Review of existing issues 
• Definition of goals and objectives 
• Inventory of transportation facilities and assessment of existing conditions 
• Forecast of future population and traffic volumes 
• Development and evaluation of strategies 
• Existing and future roadway needs and 20-year recommended roadway improvements (including 

bicycle and pedestrian improvements and State Highway improvements). 
• 20-year recommended non-roadway improvements (including trails, public transportation, and 

improvements for air, rail, water, or pipeline transportation) 
• Policies implemented to maximize the efficiency of the transportation system and preserve and 

protect it 
• Transportation financing plan (what projects can be completed with anticipated funding, and how 

much funding would be necessary to address all the needs) 
• Sub-Area plans 
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• Long term issues and strategies 
• Compliance with the Transportation Planning Rule 

 
The RTSP is a critical first step in determining our future transportation system, but should be viewed as 
only one of many planning tools that will help shape the future of Marion County. 
 
The RTSP addresses the requirements under the Transportation Planning Rule (TPR) to develop and 
adopt a 20-year transportation plan.  It also provides authorization for the County to pursue the 
recommended 20-year rural transportation improvements but does not authorize zone changes, land use 
exceptions, or goal exceptions for those improvements.  If a transportation improvement does not meet 
the requirements of the TPR, the County must obtain the necessary permits and goal exceptions to pursue 
its implementation. 
 
 
2.3  REVIEW OF EXISTING ISSUES 
 
A review of existing issues is provided in Chapter 3 of the plan.  The County began identifying potential 
issues by reviewing the transportation system plans and comprehensive land use plans of the cities within 
Marion County, as well as the plans of adjacent counties and the State of Oregon.  A review of these 
plans helped to ensure that the County RTSP is consistent with the goals of other local cities and 
agencies.  A summary of issues identified in these plans follows: 
 

City Plans 
� The following cities are anticipating significant growth: Aumsville, Aurora, Donald, 

Gervais, Hubbard, Jefferson, Keizer, Mount Angel, Salem, Silverton, Stayton, Sublimity, 
Turner, and Woodburn. 

� Many cities are facing a major transportation-funding shortfall. 
� Many cities are proposing significant projects (approximately $100 million worth) on 

County Roads in their cities and urban areas.  Existing resources would only be enough 
to accomplish a few of this lengthy list of projects. 

� Many cities (including Aumsville, Aurora, Gervais, Hubbard, Jefferson, Mill City, Mount 
Angel, Salem, Silverton, Stayton, Sublimity, Turner, and Woodburn) list a goal to 
develop more of a ‘town center’ feel or ‘downtown renewal’ and inviting pedestrian-
friendly atmosphere and character in their city centers. 

� Many cities (including Aurora, Gates, Hubbard, Jefferson, Keizer, Mill City, Mount 
Angel, Salem, Silverton, Stayton, Sublimity, Turner, and Woodburn) are observing 
growing negative effects of traffic congestion on main routes through town. 

� Some cities (including Stayton, Sublimity, and Turner) are proposing bypass routes.  
Others seek investigation of alternate routes 

� Most cities would like increased intercity transit service. 
� Many cities promote pedestrian/bicycle travel and strategies to reduce peak hour traffic. 
� There seems to be an increasing desire for trails, particularly in the North Santiam 

Canyon, the Salem-Keizer area, and in the Woodburn-Hubbard-Aurora area. 
� Many cities promote access management as an effective way to preserve their roads. 
� Most cities with rail lines appreciate them and recommend continued and improved 

service. 
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� Promoting tourism is a common theme. 
� Opportunities abound for regional cooperation and cross-promotion. 

 
State, Adjacent County, and Regional Plans 
� Marion County’s plan is consistent with all other agency plans. 
� Agencies are increasingly recognizing the importance of freight mobility and efficiency. 
� The fastest-growing areas tend to be near or between the major population centers – the 

Portland metro area and Salem/Keizer. 
� For adjacent counties and ODOT, the roads are getting more and more crowded. 
� The need for traffic flow and safety improvement projects is increasing quickly, but 

existing funding levels will not be able to keep up with these needs. 
� ODOT has adopted stricter access management policies and interchange spacing policies. 
� ODOT has adopted higher standards for road performance, despite its apparent lack of 

ability to meet them with current resource levels. 
� Freight rail traffic is expected to increase significantly, and will also necessitate 

significant funding increases to maintain service levels. 
� Increased transit service is promoted. 
� Bicycle and pedestrian travel is promoted. 
� Reducing peak hour traffic volumes is promoted as an alternative to construction 

projects. 
� Barge traffic on the Willamette remains an option, but not likely a cost-effective one. 
� Air travel is promoted, but no major plans for new or expanded airports in Marion 

County. 
 
A draft of this plan was made available to the public via public meetings, on the internet, and at our 
offices.  Notices were mailed to thousands of residents and interested parties.  Open house-style meetings 
were held with the general public and staff from other agencies.  Many helpful comments were received, 
and changes were incorporated into the plan where appropriate. 
 
Urban transportation issues were not included in this plan, however Marion County Public Works 
Department is in the process of collecting, reviewing, and prioritizing those issues raised by cities in the 
County.  The County is also assisting smaller cities in identifying transportation issues and developing 
potential improvements to address them. 
 
 
2.4  GOALS AND OBJECTIVES 
 
A mission statement and a set of goals and objectives were carried forward from the 1998 TSP with minor 
modifications.  An overview of the mission statement and goals are provided below.  The objectives are 
included in Section 4 of the plan. 
 

Mission Statement: Develop a balanced, multi-modal transportation system to accommodate 
planned growth, facilitate economic development, and maintain a high 
standard of livability. 

 
Goals:  
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1)  Improve Transportation System Safety 
2)  Provide an Accessible, Efficient, and Practical Transportation System 
3)  Provide Sufficient Transportation Capacity 
4) Recognize Fiscal Reality 
5)  Work in Partnership with Communities to Address Community Needs and Values 
6)  Promote Alternative Modes of Transportation 
7)  Consider Land Use and Transportation Relationships 
8)  Address Transportation Policy Issues and Intergovernmental Coordination 
9)  Provide a Useful Plan Document 

 
 
2.5  FACILITY INVENTORY AND CONDITIONS 
 
An inventory of County transportation facilities was compiled as part of the plan.  In addition, the 
physical and operational conditions on these facilities were documented and are described in Chapter 5.  
These facilities include: roadways, bicycle and pedestrian facilities, traffic control devices, public 
transportation providers, rail crossings, airports, ferries, pipelines, and utility and communication lines. 
 
The most-widely used transportation facility is the County roadway network.  There are approximately 
990 miles of rural roads maintained by the County consisting of 793 miles of paved roads and 197 miles 
of gravel roads.  Based on 2002 data, of the 793 miles of paved roads, 107 miles are in “very good” 
pavement condition, 392 miles (190 km) are in “good” condition, and 199 miles are in fair condition.  
This leaves 95 miles in the “poor”, or “very poor” condition.  This represents a considerable decrease in 
the condition of County roads, as they are showing the effects of a lack of sufficient funding for 
maintenance over the past few years. 
 
The inventory of existing conditions revealed that 4.6 miles of roadway segments and eight individual 
intersections had levels-of-service (LOS) D or worse, which is the level-of-service at which capacity 
issues typically arise.  An additional 20.6 miles of County Roads and 14 rural intersections are 
approaching capacity issues.  As the region grows, congestion is becoming more and more prevalent. 
 
In addition, eight intersections on County Roads and fifteen intersections involving State Highways had 
ten or more accidents over a three-year period from January 2001 through December 2003.  Safety on 
rural County Roads has shown a slight improvement, and may be contributed to some of the policies and 
transportation projects that were identified through the original 1998 RTSP. 
 
The County has also updated its functional classification system as part of this RTSP update.  The most 
notable changes are the upgrade of Silverton Road and the Ehlen / Yergen / McKay / Oregon 219 corridor 
(from I-5 to Yamhill County) to Principal Arterial classification. 
 
 
2.6 POPULATION AND FUTURE TRAFFIC PROJECTIONS 
 
The 2000 Census reported the population of Marion County as 284,834 people (up from the estimate of 
258,000 in 1995).  For 2003, Marion County’s population was estimated at 295,900. By the year 2020, 
the State Office of Economic Analysis projects the population of Marion County to be 359,581. This 
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represents a 26% increase (or a 1.2% annual growth rate) over a 20-year period.  Some forecasters are 
predicting more rapid population growth.  The growing population will lead to an increase in traffic 
volumes on County Roads and State Highways.  Most of the roadways in Marion County will be able to 
handle the increase and continue to function at an acceptable level.  However, on several key County 
Roads and State Highways, the forecast traffic volume demand is well beyond the roadway’s capacity.  
While in the past the County has been relatively free of capacity problems in rural areas, traffic volumes 
are growing to the point where drivers on these key roads will see significant capacity problems.  
Additional funding for road construction and/or significant changes in driving patterns will be necessary 
to address the anticipated traffic volume and the motoring public’s demand to reduce the capacity 
problems generated. 
 
 
2.7  DEVELOPMENT AND EVALUATION OF STRATEGIES 
 
In consideration of the existing and future needs, nine strategies were developed and evaluated by the 
County.  These strategies are described in Chapter 7 of the plan and include: 

 
1. No Build 
2. Build it All at Any Cost 
3. Inter-County Mobility 
4. Farm-to-Market 
5. Leave the Car at Home 
6. Build/Do as Much as Possible 
7. Intra-County Mobility 
8. Perimeter Roads / New Development Patterns 
9. Combination of Inter- and Intra-County Mobility 
 

The strategy that was determined to be the most appropriate for the County, and best addressed the goals 
and objectives of the plan, was the Intra-/Inter-County Mobility Strategy (#9), which is a combination of 
the Intra-County strategy (#7) and the Inter-County strategy (#3).  It was determined by the planning team 
that the Intra-County strategy should be pursued, but not at the exclusion of key Inter-County corridors.  
This strategy focuses road improvements on the major roadways (typically Arterials and Major 
Collectors) serving traffic traveling both within the County and into or out of the County. 
 
 
2.8  ROADWAY SYSTEM NEEDS AND RECOMMENDED PROJECTS 
 
The recommended improvements address various modes of transportation and include specific projects 
and policies.  Although the County does not expect to obtain sufficient funding to complete the entire list 
of recommended improvements, the County still believes these improvements are needed within the next 
20 years to keep the transportation system functioning well.  Chapter 8 of the plan describes the 20-year 
recommended roadway improvements. 
 
The County identified existing and future roadway needs related to bridges, drainage, intersections, 
roadway capacity, pavement width, safety, and railroad crossings.  Existing needs are defined as 
deficiencies that, under existing physical or operating conditions, warrant improvement.  These needs are 
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described in Section 8.2 of the plan. 
 

Safety 
There are many potential safety improvements that could be made on Marion County Roads.  Some of 
these projects would yield substantial safety benefit, while others are less likely to be effective.  Due to 
limited funding, we will only be able to make the most effective safety improvements.  Table 8-5 lists 34 
recommended safety projects and 22 additional identified needs where a potential project may be able to 
yield safety benefit.  These recommended projects include turn lanes, traffic control, visibility 
improvements, roadway realignment, and other potential safety improvements. 
 
Traffic Control and Modernization 
Tables 8-6 and 8-17 list 24 intersections in need of intersection traffic control improvements, such as 
signals or turn lanes, to enhance the capacity of the intersection, or modernization projects to improve 
traffic flow and eliminate unusual configurations.  Projects are recommended at 11 of these locations, 
with the remaining 13 listed as identified needs. 
 
Pavement Widening for Modernization 
Table 8-7 lists 9 roadway segments where pavement widening (lane and/or shoulder widening) is 
recommended to better handle the traffic using it.  An additional eight segments are listed for which 
widening is identified as a potential need.  Some locations consist of narrow pavement and sharp curves 
that are unsuitable for the volume and speed of traffic.  Other locations involve narrow roads with regular 
truck traffic that present uncomfortable conditions to both automobile and truck drivers. 
 
Bridges 
Five bridges have sufficiency ratings of 50 or lower and need structural rehabilitation or replacement 
(Table 8-8); projects are recommended and funded to replace two of these bridges and repair a third, and 
an additional replacement is recommended.  Another ten bridges have other deficiencies such as poor 
alignment, low weight capacity, or poor seismic resistance that also warrant the need for rehabilitation or 
replacement (Table 8-9); projects are recommended to replace nine of these bridges (one is funded). In 
addition, four railroad under-crossings present height restrictions on roadways (Table 8-10), and projects 
are recommended to replace two of these bridges. 
 
Railroad Crossings 
Table 8-11 lists projects recommended to improve traffic control and safety measures at 17 railroad grade 
crossings in Marion County.  Most of these projects would involve installing crossing gates at locations 
that are currently uncontrolled or controlled only by stop signs.  Another two potential projects are 
identified that also merit further consideration. 
 
Drainage 
Drainage issues were identified at 51 locations where regular flooding results in water over the roadway 
or where excessive surface water accumulates on the roadway during heavy rains.  It would not be cost-
effective to address most of these issues due to the high cost and because the problems infrequently 
impact the road.  Table 8-12 lists one recommended project and four additional needs for which solutions 
may be cost effective. 
 
Future Roadway Capacity 
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Table 8-16 lists County roadway segments for which additional travel lanes are likely to be necessary 
within 20 years to handle the volume of traffic anticipated. These future capacity needs include: 1) 
Cordon Road from the Salem UGB to Silverton Road; 2) Arndt Road from Wilsonville-Hubbard Hwy to 
Clackamas County; 3) Brooklake Road from River Road to Interstate 5; 4) Silverton Road from the Salem 
UGB to the Silverton UGB; 5) Cascade Highway between Stayton and Sublimity; and 6) Golf Club Road 
from Oregon 22 to the Stayton UGB.  
 
Projects Proposed by Cities 
Table 8-18 lists five projects proposed by cities in order for the County Road network to better connect 
with their city road network. 
 
Transportation Demand Management (TDM) 
The County will encourage implementation of TDM strategies, such as telecommuting, flexible work 
hours, and ride-sharing, as an alternative to building new transportation facilities.   
 
State Highway Needs 
As part of the RTSP, safety, modernization, capacity, and reconstruction project needs were identified on 
State Highways.  See section 8.6 for specific descriptions of each of these needs.  These needs include 
major interchange reconstruction projects, safety projects, intersection capacity projects, potential new 
interchanges, and additional travel lanes on several state highway segments in Marion County. 
 
 
2.9  20-YEAR RECOMMENDED IMPROVEMENTS BEYOND THE ROAD SYSTEM 
 
Chapter 9 outlines recommended transportation improvements other than roadway infrastructure, and 
include improvements related to off-road bicycle and pedestrian travel, public transit, air travel, water 
transportation, trains, and pipelines.  These modes are also important to the overall transportation system 
of Marion County.   
 
Trails 
Figure 9-1 shows general locations that could potentially become future multi-use trails, and includes 
support for efforts to develop multi-use trails in the North Santiam Canyon and the Woodburn-Hubbard-
Aurora area.   
 
Public Transportation 
Figure 9-2 shows recommendations for continued and improved rural intercity transit service.  Included in 
this section are recommendations for improved (express) transit service from Portland, Wilsonville, 
Woodburn, Silverton, and Stayton to Salem, as well as recommended new service from Salem and 
Woodburn to Newberg in Yamhill County and from Salem and Jefferson to Albany in Linn County and 
Corvallis in Benton County. 

 
Air 
The County intends to adopt both the Aurora State Airport Master Plan and the Salem Municipal Airport 
Master Plan.  Both plans are currently being updated and will be reviewed by the County to ensure that 
the plans are compatible with County land use and zoning requirements. 
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Rail 
Freight transportation using railroad lines is expected to continue and increase, and improvements are 
recommended to make it more efficient.  Construction of new rail spurs will be reviewed on an individual 
basis to ensure that the surrounding communities and environments are not adversely affected.  The 
County will continue to support efforts for developing a cost-effective passenger rail service and possibly 
a high speed rail line from Eugene to Portland as identified in the Oregon Rail Passenger Policy and Plan. 
 
Water 
The County will continue ferry service across the Willamette River via the Buena Vista Ferry and 
Wheatland Ferry.  This will require continued maintenance and rehabilitation of these ferries as necessary 
.  Dredging the Willamette River could bring economic benefits to the region, but it would be quite 
expensive and the County has no plans to pursue dredging until all the environmental impacts can be 
addressed, and the dredging found overall to be cost-effective. 
 
Pipeline 
The County will continue to support the use of underground pipelines that can minimize the need for 
surface shipping.  Petroleum and natural gas distribution via pipelines is also expected to continue. 
 
 
2.10  County Transportation Policies 
 
Chapter 10 of the plan describes policies enacted by Marion County in order to preserve and protect the 
transportation system and provide for the needs of Marion County residents, businesses, and visitors.  
These include policies in the following areas: 
 
Transportation System Management (TSM) 
The County will pursue TSM strategies, such as access management, land-use controls, and traffic 
control, to maximize the efficiency and safety of the existing transportation system while protecting the 
significant investment made in the existing roadway infrastructure. 
 
Roadway Maintenance and Preservation 
With limited County resources we will continue to keep maintenance and preservation of the existing 
roadway system as the top priority.  Approximately $9.2 million per year will go towards operations and 
maintenance.  In addition, another $2.1 million will go towards pavement management, which includes 
pavement overlay and chip seal projects.  To ensure roadways will receive appropriate maintenance in the 
future, several policies and a roadway maintenance priority matrix are included in section 10.2. 
 
Transportation Policies 
Other policies in the RTSP provide direction for the planning and development of transportation facilities 
in the County.  While many of the policies in the plan are being proposed for the first time, others 
represent a revision to existing policies from the 1981 Marion County Comprehensive Plan and the 1998 
Marion County Rural Transportation System Plan.  The transportation policies are listed in Section 10.3 
of the plan and are divided into five categories:  1) Transportation system planning policies; 2) Resource 
allocation policies; 3) Bicycle, pedestrian, and public transportation policies; 4) Air, rail, water, energy, 
and pipeline transportation policies; 5) Development, land use, and access policies; 6) Right Of Way 
Policies; and 7) Urban Growth Management Framework Policies (adopted in that document and restated 
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here). 
 
Future Evaluation of Transportation Issues 
These guidelines outline the process for evaluating future transportation issues as they arise. 
  2.11 FINANCING PLAN 
   
The total cost to address all of the identified rural needs would be about $129 million.  (not including 
needs on County roads within cities, which are estimated to cost at least $100 million.)  Funding only the 
20-year recommended rural improvements would require about $104 million.  Based on existing revenue 
sources, the County anticipates only $17 million will be available for rural capital improvements over the 
next 20 years.  Due to the projected funding shortfall for completion of all the recommended 
improvements, the Financing Plan in Section 11 provides a list of improvements that the County expects 
to be able to fund over the next 20 years.  The Financing Plan presents a 20-year financially-constrained 
plan of transportation projects that totals $17 million.  The projects are summarized in Table 2-1. The 
Financing Plan for the RTSP includes funding for capital improvements, special studies, Transportation 
Demand Management, Transportation System Management, and other contingencies. It does not include 
the annual expenditures for maintenance and preservation, pavement management, administration and 
general engineering, structures rehabilitation, emergency projects, and other annual necessities that are 
budgeted before the capital improvements allocation.  
 

Table 2-1 
20-Year Financially-Constrained Plan 

 

TYPE LOCATION DESCRIPTION ESTIMATE 

ZERO TO FIVE YEAR TIME FRAME 

PROJECTS 

Capacity Arndt Rd / Airport Rd Construct traffic signal and left turn 
lanes at intersection 

$200,000 
Matching funds 
for OTIA Grant

Capacity 
Arndt Rd from 
Wilsonville-Hubbard Hwy 
to Airport Rd 

Add a second eastbound through lane 
and paved shoulders 

$150,000 
Matching funds 
for OTIA Grant

Safety Cordon Rd / Pennsylvania 
Ave Construct left turn lane on Cordon Rd 

$50,000 
(Approved for 
$420,000 HEP 

funding)

Safety Cordon Rd / Auburn Rd Install traffic signal at intersection 

$100,000 
(Approved for 
$450,000 STP 

funding)

Safety Cordon Rd / Herrin Rd Construct left turn lane on Cordon Rd $500,000

Safety Ehlen Rd / Boones Ferry 
Rd / Oregon 551 Construct left turn lane on Ehlen Rd $500,000
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TYPE LOCATION DESCRIPTION ESTIMATE 

Capacity Cordon Rd / MacLeay Rd Construct traffic signal and left turn 
lanes at intersection 

City of Salem 
Project

Modernization and 
bike/ped 

Marion Rd from Turner 
UGB to Mill Creek Rd 

Strengthen pavement and construct 
paved shoulders (bikeways) on both 
sides 

Developer 
Requirement

Bridge and bike/ped Jefferson-Marion Rd over 
Union Pacific Railroad Replace bridge and realign road OTIA Grant 

(no match)

Bridge and bike/ped Mount Angel – Gervais 
Road over Pudding River Replace bridge OTIA Grant 

(no match)

Bridge 
River Rd S (Independence 
Bridge) over Willamette 
River 

Scour protection 
$200,000 

Matching funds 
for HBRR Grant

Bridge South Abiqua Road over 
Abiqua Creek Replace bridge 

$200,000 
Matching funds 

for HBRR Grant

Bridge and bike/ped 
Marion Rd over Mill 
Creek (south of Mill Creek 
Rd) 

Replace Bridge Developer 
Requirement

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$400,000 
likely HBRR 

matching funds

Capacity Silverton Rd / Howell 
Prairie Rd 

Construct traffic signal and left turn 
lanes at intersection $750,000

Safety Cordon Rd / Hayesville 
Drive Construct left turn lane on Cordon Rd $300,000

Safety Brooklake Rd / Wheatland 
Rd 

ITS Safety – Speeding (non-stopping) 
Vehicle Warning $100,000

Contingency and Miscellaneous $800,000

COST TOTAL OF ZERO TO FIVE YEAR TIMEFRAME PROJECTS $4,250,000

 

TRANSPORTATION PLANNING ACTIVITIES IN ZERO TO FIVE YEAR TIMEFRAME 

Sub-Area Plan Brooks Community Brooks Community Transportation 
Plan In-House

Corridor Study Cordon Rd from City of 
Salem to Hazelgreen Rd 

Corridor Study to develop detailed 
plan (signal locations, turn lanes, 
future capacity, access management, 
etc) for Cordon Rd 

In-House, 
Cooperating with 

Salem

FIVE TO TEN YEAR TIME FRAME 

PROJECTS 
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TYPE LOCATION DESCRIPTION ESTIMATE 

Safety Ehlen Rd / Bents Rd 
Realign Bents Rd to the west; install 
signal; could become part of an 
interchange reconstruction project 

$1,100,000 
(will include 

developer 
funding)

Safety / Railroad Butteville Rd / Portland & 
Western Railroad 

Safety improvements: Install gates at 
crossing and possible realignment $200,000

Capacity / 
Modernization  

River Rd NE / Brooklake 
Rd 

Construct traffic signal and left turn 
lanes at intersection; some relocation 
of roads may be necessary 

$900,000

Capacity / 
Modernization  

Cordon Rd / Hazelgreen 
Rd / 55th Ave 

Construct traffic signal and left turn 
lanes at intersection $900,000

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$400,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $750,000

COST TOTAL OF FIVE TO TEN YEAR TIMEFRAME PROJECTS $4,250,000

TRANSPORTATION PLANNING ACTIVITIES IN FIVE TO TEN YEAR TIMEFRAME 

Corridor Study 
Brooklake Road from 
River Rd NE to Oregon 
99E 

Corridor Study to develop detailed 
plan (signal locations, turn lanes, 
future capacity, access management, 
etc) for Brooklake Rd 

In-House

Sub-Area Plan Butteville Community Butteville Community Transportation 
Plan In-House

Special Study Woodburn area second 
interchange study 

Evaluate the level of need for, 
potential benefit of, potential cost of, 
and resulting impacts of a second 
interchange in the Woodburn Area 

In Cooperation 
with ODOT, 

Woodburn, and 
other cities

TEN TO FIFTEEN YEAR TIME FRAME 

PROJECTS 

   

Safety / Capacity Cordon Road from State 
through Center Streets 

Widen to two lanes each direction; 
includes intersection improvements 

$3,000,000 
(County share or 

first part of 
project funding)

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$650,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $600,000

COST TOTAL OF TEN TO FIFTEEN YEAR TIMEFRAME PROJECTS $4,250,000
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TYPE LOCATION DESCRIPTION ESTIMATE 
TRANSPORTATION PLANNING ACTIVITIES IN TEN TO FIFTEEN YEAR TIMEFRAME 

Sub-Area Plan Marion Community Marion Community Transportation 
Plan In-House

Sub-Area Plan Mehama Community Mehama Community Transportation 
Plan 

In-House, with 
ODOT

Corridor Study 
Riverside/Sidney/Ankeny 
Hill Roads from I-5 to 
Independence 

Study potential for corridor 
improvements 

In-House, with 
Polk County, 

ODOT, and 
Cities

FIFTEEN TO TWENTY YEAR TIME FRAME 

PROJECTS 

Safety / Capacity Cordon Road from State 
through Center Streets 

Widen to two lanes each direction; 
includes intersection improvements 

$1,600,000 
(Remainder of 

project funding; 
may come from 

other sources)
Capacity / Safety Cordon Rd / Swegle Rd Install traffic signal at intersection $400,000

Safety / Modernization River Rd S / Orville Rd / 
BN Railroad Bridge 

Realign road and intersection; 
reconstruct bridge  

$1,400,000 
(County share or 

first part of 
project funding)

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$450,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $400,000

COST TOTAL OF FIFTEEN TO TWENTY YEAR TIMEFRAME PROJECTS $4,250,000

 

TRANSPORTATION PLANNING ACTIVITIES IN FIFTEEN TO TWENTY YEAR TIMEFRAME 

Alternatives Analysis Salem to Silverton 

With capacity problems expected on 
Silverton Road, analysis of 
alternatives to increase capacity 
between Salem and Silverton 

In-House

Sub-Area Plan Monitor Community Monitor Community Transportation 
Plan In-House

Sub-Area Plan Delaney Interchange Area Delaney Interchange Area 
Transportation and Access Plan 

In-House with 
ODOT

Major Regional Study 
Possible Bridge over 
Willamette River between 
Keizer and Newberg 

Study the possibility, potential benefit, 
and costs and impacts of a possible 
new bridge over the Willamette River 
between Keizer and Newberg 

Staff, along with 
other counties, 

cities, and ODOT

 

TWENTY YEAR CAPITAL IMPROVEMENT PROGRAM TOTAL $17,000,000
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2.12 SUB – AREA PLANS 
 
Chapter 12 includes detailed plans for two areas (around the Brooks Interchange and the Aurora/Donald 
Interchange) that are not covered by urban plans, but for which a more detailed level of planning is 
necessary.  These plans and policies have been developed to ensure acceptable performance of the 
transportation system in these key areas.  In addition it can help potential developers understand what 
requirements will be necessary, and address intergovernmental coordination issues.  See the chapter for 
specific plans and policies. 
 
In the future additional sub – area plans are expected to be developed where necessary and will be 
incorporated into this section during amendments or update of this TSP. 
 
 
2.13 LONG TERM ISSUES 
   
The County has identified long-term issues and strategies that extend beyond the 20-year time frame.  
These issues are described in Chapter 13 of the plan.  Although the long-term vision is to facilitate intra- 
and inter-County mobility, several issues still need to be considered to meet the long-range transportation 
needs of the County.  These issues include: 

    
1. Peripheral Routes and Strategic Corridors 
2. Passenger Rail Service with Supporting Access Network 
3. Transportation Systems Management Strategies 
4. Aggressive Transportation Demand Management Tools 
5. Additional Connections to Interstate 5 and Highway 22 
6. Additional Crossings of the Willamette River 
7. Changing Land Use and Transportation Characteristics 

   
These have been identified to promote further discussion on long-term transportation planning in the 
County.  Further evaluation and extensive study will be needed before any of issues can be fully 
addressed. 
 
 
2.14 TRANSPORTATION PLANNING RULE (TPR) COMPLIANCE 
 
Chapter 14 of the plan describes how the requirements and recommendations from the TPR are addressed 
in this plan. 
 
 
2.15 APPENDICES 
 
The appendices of this plan include more detailed information, such as: Project Prioritization and Issues 
Identified, Road Inventory, Bridge Inventory, Sidewalk Inventory, Arndt Road / Wilsonville-Hubbard 
Highway Access Management Plan, and other detailed information. 
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CHAPTER 3:  BACKGROUND AND EXISTING PLANS 

 

This chapter provides an overview of transportation issues compiled from the transportation plans and 

studies of other jurisdictions and those already in effect for Marion County, and from extensive public 

involvement through open houses and Technical Advisory Committee and Citizens Review Committee 

meetings both during the original 1998 TSP process, the 2005 update, and the current update. In addition, 

County staff also contributed in identifying transportation issues as part of the planning process.   

 

 

3.1 REVIEW OF EXISTING PLANS AND STUDIES 

 

Transportation studies, system plans, and comprehensive land use plans were collected and reviewed to 

identify pertinent transportation issues and policy statements.  A summary of issues from these plans and 

studies is provided below. Information considered in the development of the initial 1998 Rural 

Transportation System Plan (RTSP) and 2005 update is included below in plain text. Information added 

since the development of the 2005 RTSP update is shown in italics. All information collected has been 

fully considered in the planning efforts of this update. Some jurisdictions’ plans that were included in the 

2005 RTSP have been superseded by subsequent planning efforts; plans that have been superseded are not 

included in this update. 

 

The purpose of this chapter is to provide a summary (for reporting purposes only) of planning efforts that 

have been conducted that would affect the Marion County rural transportation system. We have attempted 

to accurately represent these plans, but one should review each jurisdiction plan for the full text. The 

information presented is for reporting purposes only, and Marion County does not necessarily agree with 

each aspect of each plan. Marion County’s policies regarding the transportation system will be set forth in 

later chapters.  A summary of issues identified in these plans follows: 

 

� Marion County’s plan is consistent with all other agency plans. 

� Many cities are facing a major transportation funding shortfall. 

� Many cities are proposing many projects (more than $200 million worth) on County Roads in their 

cities and urban areas.  Existing resources would only be enough to accomplish a few of this 

lengthy list of projects. 

� Many cities (including Aumsville, Aurora, Gervais, Hubbard, Jefferson, Mill City, Mt. Angel, 

Salem, Silverton, Stayton, Sublimity, Turner, and Woodburn) are seeking to develop more of a 

‘town center’ feel or ‘downtown renewal’ and inviting pedestrian-friendly atmosphere and 

character in their city centers. 

� Many cities (including Aurora, Gates, Hubbard, Jefferson, Keizer, Mill City, Mt. Angel, Salem, 

Silverton, Stayton, Sublimity, Turner, and Woodburn) are observing growing negative effects of 

traffic congestion on main routes through town. 

� Some cities (including Stayton, Sublimity, and Turner) are proposing bypass routes. Others seek 

investigation of alternate routes 

� Most cities would like increased intercity transit service. 

� Many cities promote pedestrian/bicycle travel and strategies to reduce peak hour traffic. 

� There seems to be an increasing desire for trails, particularly in the North Santiam Canyon, the 

Salem-Keizer area, and in the Woodburn-Hubbard-Aurora area. 

� Most cities with rail lines appreciate them and recommend continued and improved service. 
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� Promoting tourism is a common theme, particularly in the North Santiam Canyon 

� Opportunities abound for regional cooperation and cross-promotion. 

� Agencies are increasingly recognizing the importance of freight mobility and efficiency. 

� The fastest-growing areas tend to be near or between the major population centers – the Portland 

metro area and Salem/Keizer. 

� For adjacent counties and ODOT, the roads are getting more and more crowded. 

� The need for traffic flow and safety improvement projects is increasing quickly, but existing 

funding levels will not be able to keep up with these needs. 

� ODOT has relaxed their access management policies. 

� ODOT amended the OHP and TPR to simplify and streamline the regulatory process. 

� Freight rail traffic is expected to increase, and will also necessitate significant funding increases to 

maintain service levels. 

� Increased transit service is promoted. 

� Reducing peak hour traffic volumes is promoted as an alternative to construction projects. 

� Air travel is promoted, but no major plans for new or expanded airports in Marion County. 

 

3.1.1 Urban Growth Boundary Coordination Agreements 

 

Marion County has an Urban Growth Boundary (UGB) Agreement with each of the 

incorporated cities within the County, including the City of Lyons, except for the City of 

Salem.  Policies and procedures regarding the City of Salem are included in the Salem Area 

Comprehensive Plan (adopted 1992, amended 2009).  A summary of the agreements follows: 

 

� The intent of the urban growth program is to promote the orderly and efficient conversion of 

land from rural/resource uses to urban uses within the urban growth area (UGA), reduce 

potential conflicts with resource lands, promote the retention of lands in resource production 

in the UGB until provided with urban services and developed, and to coordinate growth in 

accordance with local and County comprehensive plans. 

� The County shall retain responsibility for regulating land use on lands within the UGA until 

such lands are annexed by the city. 

� The County and city shall maintain a process for land use proposals in the UGA, including 

annexations, comprehensive plan amendments, and zone changes.  All land use actions shall 

be consistent with the city’s Comprehensive Plan and the County’s land use regulations. 

� The extension of facilities shall be as specifically agreed upon in the individual agreement. 

�  Procedures for amendments to the UGB and UGA are agreed upon, as well as the 

administration of zoning and subdivision regulations. 

� Refers to the Marion County Growth Management Framework (see 3.1.3.1b). 

� May include policies for areas of mutual concern, which lie outside of the UGB, that may 

have significant impact on future groth plans. 

� Applications for uses permitted outright in the applicable County zone including ministerial 

actions will not involve any notice or request for comments to the city. 

� The County shall, to the extent feasible, require City development standards for development 

within the UGA, including dedication of right-of-way or application of special setbacks when 

requested by the City.  The County shall, to the extent feasible, require compliance with City 

development standards, in lieu of County standards if the development is other than a single-

family dwelling. 

� The Salem Comprehensive Plan includes Salem/Keizer Urban Area procedures and policies 
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for reviewing and amending the plan.  The Salem Keizer Area Transportation Study (SKATS) 

Cooperative Agreement provides the coordination mechanism for regional transportation 

issues within the Salem/Keizer UGB. 

 

3.1.2 Summary of City Plans 

 

3.1.2.1a  Aumsville Comprehensive Plan (Adopted 1999, Amended 2002) 

 

� Forecasts a population of 4,127 needing 745 acres within the UGB and 658 new housing 

units by the year 2015. 

� Seeks to develop a business center around the city hall area. 

� Projects acceptable 2015 level of service on county roads and arterials within city limits. 

� Proposes a new collector from Shaw Hwy to Bishop Rd. 

� Proposes local streets accessing residential development west of Aumsville Hwy/11th St. 

 

3.1.2.1b Aumsville Transportation System Plan (2010) 

 

� Goal is to provide a balanced, multi-modal, safe, convenient, cost-effective and efficient 

transportation system for Aumsville. 

� Evaluates future traffic conditions under two scenarios:  UGB build-out and UGB plus 

expansion. 

� Identifies short and long term improvements under both scenarios. 

� Streets in Aumsville UGB that are under County jurisdiction are:  Aumsville Hwy/11th 

Street, Bishop Road, Main Street/Mill Creek Road, and Shaw Highway/1st Street. 

� UGB expansion area is anticipated to occur predominately to the east and west of the city 

and would add up to 91.2 acres. 

� Traffic operations analysis indicates the following intersections on County maintained 

roads will exceed standards:  Shaw Highway/OR22 Ramps, 1st Street/Del Mar Drive, 1st 

Street/Main Street 1st Street/Cleveland Street, and 11th Street/Olney Street. 

� Several pedestrian and bicycle improvements are identified. 

� New streets to serve the UGB expansion areas are identified. 

� Recommends the identification of a truck route system. 

� Recommend adding provision for requiring and preparing Traffic Impact Analyses 

(TIAs), and refers to Marion County TIA requirements. 

� Public transit is provided by CARTS. 

� Transportation System Development Charges (TSDCs) are discussed. (Note: As of 2012, 

Aumsville has adoptedTSDCs, but has elected to set the rate at $0.)   

 

3.1.2.2a  Aurora Comprehensive Plan Update (2002)(Updated 2009) 

 

� Forecasts a population of 1,262 in 2020. 

� Identifies potential industrial land north and west of the current urban area with access to 

Aurora State Airport. 

� Describes Oregon 99E as “near its design capacity and in need of improvements.” 

� Recommends access control on Oregon 99E. 

� “The city should work with Marion County and the Aurora Airport to encourage widening 

and straightening improvements to Keil Road cutoff to alleviate the existing physical 
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constraints to truck traffic.” 

� Implements an 80-foot right-of-way and 50-foot setbacks on Ehlen Rd. 

� Anticipates continued development of the airport industrial district; anticipates Airport 

Road as a major link serving that development. 

� States that the city will continue to coordinate with Wilsonville’s SMART transit system. 

� Recognizes a need for commercial and industrial parcels in the UGB in the next 20 years. 

� The city may consider extension of a sewer line to the Aurora Airport. 

 

3.1.2.2b   Aurora Transportation System Plan Update (2009) 

 

� Overall goal is to provide and encourage a safe, convenient, and economic transportation 

system. 

� Goal to improve coordination among the City of Aurora, Marion County, the Aurora 

State Airport, and ODOT.   

� Objective to work with Marion County and ODOT in establishing cooperative road 

improvement programs and schedules.  Marion County and ODOT shall also coordinate 

their road improvement programs and schedules with the City of Aurora. 

� Streets in the Aurora UGB that are under County jurisdiction are:  Ehlen Road (arterial) 

and Airport Road (arterial). 

� Street design, traffic mobility, and access spacing standards are included. 

� Improvements are identified on Ehlen Road and Airport Road. 

� Identifies project to add a southbound left turn lane and a westbound right turn lane as a 

high priority at the Ehlen Road/Airport Road intersection.  A project to add a eastbound 

left turn lane and a traffic signal when warranted is identified as a low priority. 

� Identifies projects to add interim bicycle and pedestrian amenities to Ehlen Road and 

Airport Road, with projects to improve to urban standards as a separate phase. 

� Mentions effort to develop a trail along Mill Creek from Woodburn through Hubbard to 

Aurora.  

� Includes discussion of transit, pedestrian, bikeway, air, rail, water, and pipeline systems. 

� Includes a financing plan. 

� Cost estimates for proposed projects are included. 

 

3.1.2.3a  Detroit Development Code (2001) and Comprehensive Plan (2002) 
 

� Includes access management requirements for new developments. 

� Includes pedestrian access and circulation and street connectivity requirements. 

� Encourages bikeway development for tourism. 

� Recommends pursuing Marion County Housing Authority bus service. 

� Recommends bikeways and walkways to minimize conflict with autos on Oregon 22. 

 

3.1.2.3b  Detroit Transportation System Plan (2009) 
 

� Includes functional classification map, bicycle and pedestrian facilities map, and 

community trails (both existing and proposed) map. 

� Identifies project needs on City and ODOT facilities. 

� Identifies a project to construct a southbound left turn lane on OR 22 at Meyer Street and 

Guy Moore Drive. 
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� Identifies bicycle and pedestrian improvement projects. 

� There are no County Roads within the Detroit UGB. 

� Includes cost estimates and a financing discussion. 

 

3.1.2.4  Donald Comprehensive Plan (1980) (1988 update) 

 

� Notes a 2000  population of 468 persons.  Note:  Current 2011 PSU population is 980 

persons  

� Recognizes that approximately 80%-90% of residents commute to work in Washington 

County. 

� Proposes development of a park-and-ride lot if a commuter bus is provided. 

� Supports MWVCOG carpool program. 

� Notes availability of rail access and access to I-5. 

� Notes two Marion County collector streets intersecting the city – Donald Road and 

Butteville Road 

� Overall goal of safe convenient and economic transportation system to meet the needs of 

the residents of the city. 

 

3.1.2.5  Gates Comprehensive Plan (1978) 

 

� Calls for a park-and-ride facility in the CBD if transit is provided. 

� Recognizes that Oregon 22 is hazardous for pedestrians to cross, especially during tourism 

season. 

� Identifies the need for limiting highway access for safety. 

 

3.1.2.6  Gervais General Plan (1999) 
 

� Notes a 1996 population estimate of 1,080; an adjusted 2000 population (including 

subdivisions) of 1,956. 

� Identifies the following functional classifications: Arterial: Third, Ivy, Douglas; Collector: 

First, Fifth, Seventh, Black Walnut. 

� Notes the existing grid system which is advantageous to pedestrian and bicycle travel. 

� Notes bicycle and pedestrian routes on 5’ shoulders on Douglas Ave. 

� Policy: Traffic movement on streets shall be facilitated by controlling access points 

wherever possible. 

� Policy: Level of Service C is the minimum acceptable for city arterials and collectors. 

� Policy: The major street network should function so that livability of neighborhoods is 

preserved. 

� Policy: Give priority to street improvements that are necessary to achieve safety, lower 

maintenance costs and increased efficiency. 

 

3.1.2.7  Hubbard Transportation System Plan (2012) 

 

� Identifies needed system improvements to serve the recently expanded UGB areas. 

� Portions of J Street and D Street are under Marion County jurisdictions and are classified 

as minor collectors. 

� Study intersections included 5
th
 and J (under Marion County jurisdiction).  
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� Identifies most problem areas are near OR 99E and the rail crossing. 

� Anticipates 2035 population to be 5,154. 

� D Street, J Street, and 3rd Street comprise the minor arterial network in Hubbard. The 

revised minor arterial design standards incorporate the recommendations of the 

Downtown Revitalization Plan and acknowledge the unique character of 3rd Street and 

the historic downtown area.  These standards provide a 12-foot sidewalk and on-street 

parking fronting buildings on the western side of 3rd Street, and a landscaped buffer on 

the eastern side of the street fronting the railroad right-of-way. 

� The Preferred Plan identifies roadway, pedestrian, bicycle, and other improvements 

needed to address the city’s transportation deficiencies and meet the city’s transportation 

goals. The projects are categorized as either high-priority, medium-priority, or low-

priority based on how they will meet the city’s needs and the order in which the projects 

could potentially be pursued.  Includes funding discussion. 

 

3.1.2.8  Idanha Comprehensive Plan (2002) 

 

� Policy: Idanha will actively seek bus service from the Marion County Housing Authority 

for eligible seniors. 

� Policy: Provision should be made for bikeways to serve as an alternative mode of 

transportation; investigate the installation of walkways to separate auto and ped traffic. 

� New developments shall be required to fully develop streets to city standards. 

� Notes a 1998 population estimate of 300 and a 2015 forecast of 337. 

� Notes “aggressive steps to increase tourism and recreation opportunities in the area.” 

� Projects part-time and visitor population of 660 in 2000 and 880 in 2015. 

� Describes twice daily service by Hamman stage lines from Redmond to Salem; as-

requested passenger and freight service. 

 

3.1.2.9  Jefferson Transportation System Plan (2001) 

 

� Objective: maintain a volume/capacity ratio of 0.85 or better along Jefferson Hwy; 

maintain LOS D or better throughout the city. 

� Objective: continue to develop the road system as the principal mode of transportation. 

� Objective: develop an access management plan for the local arterial street system and 

direct commercial development access to local streets wherever possible. 

� Objective: Seek further improvement of mass transit systems to the City of Jefferson by 

encouraging more frequent scheduling of commercial carriers and by continued support of 

those systems presently developed for mass transit in the region. 

� Goal: Improve coordination between the City of Jefferson, Marion County, and ODOT. 

� Proposes a north-south collector roughly along 5th street from Cemetery Hill Rd to 

Jefferson-Scio Drive. Meets a need for a continuous through street east of the railroad. 

� Identifies potential problem of a long freight train blocking all city crossings at once. – 

notes an emergency vehicle agreement for use of a private crossing if necessary. 

� Plans a future signal at Jefferson Hwy/North Ave (Jefferson-Marion Rd). 

� Recommends a future refinement study to consider the feasibility of a grade-separated 

railroad crossing. 

� Recommends extensive construction of sidewalks, bike lanes, and shoulders. 

� Defers to Marion County and ODOT access spacing standards. 
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� Provides guidelines for implementation of traffic calming measures on residential city 

streets. 

 

3.1.2.10a Keizer Comprehensive Plan  (1992 periodic review) 

 

� Recommends minimizing BNRR crossing conflicts. 

� Supports evaluation of third bridge to support industrial development of the City. 

� Establishes noise standard of 67dB for residential compatibility. 

 

3.1.2.10b Keizer Station Plan (2002) 

 

� Provides preliminary planning work for an area set aside for substantial development near 

the interchange of I-5 and Chemawa Road. 

 

3.1.2.10d Keizer Transportation System Plan (2009) 

 

� Includes goals, objectives and policies for public involvement, environment, streets and 

multi-modal, funding, transportation demand management and system management. 

� Includes a functional classification map and cross-sections for each. 

� Identifies roadway improvement projects- including roundabout at Chemawa and Verda 

and a Verda Lane extension from Lockhaven to River Road. 

� An UGB expansion was identified as an outstanding issue. 

� There are no County roads within the Keizer city limits 

      

3.1.2.11 Mill City Comprehensive Plan (1990 policies; 1991 background study) 

 

� Encourages working with Linn and Marion counties and ODOT for a solution on the 

“single bridge problem” over the N. Santiam River. 

� Identifies the eastern edge of Fishermen’s Bend State Park as the “best location” for a new 

bridge. 

� Recognizes the need to minimize industrial traffic through the city. 

Supports access management strategies to enhance highway operation and safety. 

� Views the railroad as a vital economic link and encourages its continued use and 

improvement. 

� Recommends that the City and County work out maintenance agreements. 

� Identifies Oregon 22 as hazardous for pedestrian traffic. 

 

3.1.2.11a Mt. Angel Comprehensive Plan (1987) 

 

� Endorses the Access Management Techniques document (from ODOT) as a guide to 

access management. 

� Identifies heavy reliance on the Woodburn-Springfield line [now Willamette Valley 

Railway] of Southern Pacific Railroad by a local farmers’ cooperative (WILCO). 

� Recommends restricting future RR crossings. 

� Identifies several private, non-profit bus services (Benedictine Nursing Center, Mt. Angel, 

COA). 

� Supports the concept of County-wide transit. 
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� References the City’s guidebook for transportation system planning. 

 

3.1.2.11b Mt. Angel Transportation System Plan (1997) (revised June 2003) 

 

� Estimates a population of 4,127 by 2015.  

� Objective: “Where and when possible, acquire land on the west side of South Main Street 

to allow for future right-of-way connection with West Church Street.” 

� Policy: Encourage differentiation in the street network in order to reflect the intended 

function of the street. 

� Maintain ‘restricted access’ on Oregon 214 from Garfield St south; encourage access 

management in other areas. 

� The city is supportive of the concept of the creation of a Marion County transit program. 

� The city supports retention and maintenance of the local rail line. 

� The city will encourage ODOT to analyze intersections at Oregon 214/Marquam St and 

Oregon 214/Church St. 

� Functional Classifications: Arterial: Oregon 214; Collector: Church and Marquam Sts, Mt 

Angel Hwy; two future east-west collectors in western portion of city. 

 

3.1.2.12 St. Paul Comprehensive Plan (1978 and 1985 amendments) 

 

� Supports transit by providing parking facilities and signage, if needed. 

 

 

3.1.2.13a Salem Area Comprehensive Plan and Transportation Plan (1992) 

 

� Recommends new bridge in west Salem. 

� Recognizes impacts of through-truck traffic on neighborhoods and downtown. 

� References acquisition of Burlington Northern Railroad right-of-way for future 

transportation/recreation corridor. 

� Prioritizes street projects in the capital improvement program. 

� Recognizes concern for access to downtown from south Salem and west Salem. 

� Includes regional transportation policies (general development, planning and management 

policies for all modes). 

 

3.1.2.13b Salem Transportation Plan (1998) (2002, 2001, 2005, 2007 and 2009 

Amendments) 

 

� Provides a street classification system for Salem. 

� Provides design standards and typical cross sections for streets. 

� Identifies recommended roadway improvements for city streets. 

� Recommends improvements for Marion County.  

� Recommends increased frequency and  extended hours of operation for the Salem Area 

Mass Transit District. 

� Includes goals and objectives for transportation demand management, parking 

management, intercity passenger travel, freight movement, and transportation system 

maintenance. 

� Includes long-range transportation strategies for urban street standards, regional transit 
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service, Willamette River crossings, off-street facilities, activity sub-centers, mixed use 

developments, increased residential densities, local street connectivity. 

� Provides recommended long-range street system improvements for the Oregon 22 

corridor, circumferential travel routes, and other corridors in the city. 

� Removed a ‘capacity freeze’ on the Kuebler/Cordon circumferential route. 

� Specifically identifies the need for an additional bridge across the Willamette River. 

               

3.1.2.13c  Bike and Walk Salem! – 2011 

 

� Serves as update to the Bicycle and Pedestrian System Elements to the Salem 

Transportation System Plan. 

� Lists goals, objectives, policies and performance measures. 

� Evaluation and project identification included unincorporated areas within the Salem 

UGB. 

� Projects categorized in three tiers – Tier 1 highest priority projects recommended to be 

completed within 10 years  

� Recommended pedestrian Tier 1 projects on roads  under Marion County jurisdiction (at 

least partially) include:  45th Avenue from Silverton Road to Ward Drive, Brown Road 

from Sunnyview Road to Arizona Avenue, Center Street from Lancaster Drive to Cordon 

Road, Chemeketa Cross Campus shared use path, Hayesville Drive from Portland Road 

to Cordon Road, Hollywood Drive from South of Hollyridge Loop to Silverton Road, 

Lancaster Drive at Center Street, McKay Park connector, Macleay Road from Lancaster 

Drive to Connecticut Avenue,  Rickey Street from Houck Middle School to Cordon Road. 

� Recommended bicycle Tier I projects on roads under Marion County jurisdiction (at least 

partially) include:  Beverly/Phillips/Carolina family friendly bikeway from Lancaster 

Drive to Carolina Avenue ,CooleyDrive shared lane markings from Fisher Road to West 

Transit Station on CCC, Elma/Deana/Monroe/45
th
 family friendly bikeway from 

Glenwood Drive to Dean Street, Hollywood Drive bike lanes from Hollyridge Loop to 

Silverton Road, Satter Drive family friendly bikeway from 45
th 
Avenue to 47

th 
Avenue.  

 

3.1.2.14  Scotts Mills Comprehensive Plan (2002) 

 

� Goal: To develop a balanced transportation system including alternatives such as public 

transit, bicycle, and pedestrian facilities. 

� Notes a 2000 census population of 312 and a 2020 forecast of 420. 

� “The city should provide means of communication [for arranging carpools] through 

Council actions and community posters.” 

� Recognizes that existing streets meet the basic transportation needs of the community. 

� Recognizes a need for bicycle and pedestrian facilities, especially between the elementary 

school and the central area. 

 

3.1.2.15a  Silverton Comprehensive Plan (1989) 

 

� Establishes 60-foot minimum right-of-way standard for arterial streets and 

subdivision/partition dedication requirement. 

� Establishes 60-foot minimum right-of-way standard for collector streets.  Gives priority to 

improvement of collectors providing access to the industrial park. 
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� Establishes 60-foot minimum right-of-way standard for local streets, unless it can be 

demonstrated that less right-of-way is more desirable. 

� Requires off-street parking in new commercial and industrial developments. 

� Discourages “strip” commercial development. 

� Supports development of special setback requirements along arterials to reflect the 

possible need for future expansion of the street improvement and to increase sight 

distances. 

� Calls for the City to investigate ways to assist special transportation programs serving the 

elderly. 

� Attempts to identify sources of funding for additional transportation studies, such as street 

network adequacy, parking needs, accident patterns, signage, traffic control devices 

(especially downtown), commuter patterns and feasibility of bus and carpooling programs. 

 

3.1.2.15b  Silverton Transportation System Plan (2008) 

 

� Includes policies regarding cooperation and coordination with Marion County. 

� Identifies access management standards for ODOT, Marion County and Silverton. 

� Includes functional classification and jurisdiction maps. 

� Identifies existing truck routes. 

� Projects that C Street/McClaine Street and James Street/C Street intersections will fail to 

meet adopted mobility standards in 2030 in the no-build scenario. 

� Includes bicycle and pedestrian master plans including projects on County roads. 

� Updated the functional classification of many roads, including County roads. 

� Includes street cross-sections based on functional classifications. 

� Identifies potential collector roadways, including one that is outside of the UGB. 

� Includes projects to: construct a southbound right turn lane at C/McClaine, restrict 

northbound and southbound left turns at James/C, construct a left turn pocket with 

median treatment at Hwy 213/Steelhammer, and construct roundabouts at Pioneer/Evans 

Valley and Hwy 213/Monitor. 

� Included funding discussion. 

 

3.1.2.16a  Stayton Comprehensive Plan (1991) 

 

� Supports commuter transit to and from Salem. 

� Supports the MWVCOG carpool program (park-and-ride lot provided at Oregon 22). 

� Recognizes the use of the rail spur in town by NORPAC foods, WILCO and Truss-Joist. 

� Recognizes the potential for a thermal energy pipeline as the US Forest Service permits 

exploratory geothermal drilling at Breitenbush. 

� References the development of a bike route between Stayton and Sublimity in cooperation 

with Marion County. 

� Identifies the need for safer and more convenient accesses to and from Oregon 22. 

� Acknowledges industrial traffic needs and downtown traffic routing as pertinent issues. 

� Identifies the need for two more bridges if a truck bypass is designated. 

 

3.1.2.16b  Stayton Transportation System Plan (2004) 

 

� Identifies future capacity deficiencies on Cascade Hwy/1st Ave and Golf Club Rd and the 
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Cascade Hwy / Hwy 22 Eastbound Ramp. 

� Proposes widening Cascade Hwy/1st Ave to five lanes from Hwy 22 to Regis St; Golf 

Club Rd to five lanes from Hwy 22 to Shaff Rd, and reconstructing the Hwy 22/Cascade 

Hwy interchange. 

� Based on a 2025 city population of 10,213. 

� Proposes roundabouts at Wilco/Washington/Ida and along East 

Washington/Jefferson/Santiam Streets. 

� Policy: seek improvements of mass transit services to the City of Stayton. 

� Designates a through truck route along its arterials and major collectors. 

� Recommends access management on First Ave and other arterials. 

� Mentions a need for route allowing trucks to bypass 1st Ave, towards Golf Club Rd. 

� Designates pavement widening, sidewalk sections and bike lanes to add along key 

roadways. 

� Recommends transit service from Stayton to Salem and other common destinations. 

 

3.1.2.17a  Sublimity Comprehensive Plan (1987) 

 

� Discourages on-street parking for the safety of bikes and pedestrians. 

� Endorses access management policies. 

� Recommends City to acquire East Starr Street and Berry Street from the County. 

� Identifies need for access improvement from Carter Street to Oregon 22 to serve future 

industrial growth. 

� Encourages development of public transit services to meet the needs of the transportation 

disadvantaged. 

� Encourages use of carpools, vanpools and other strategies to increase automobile and 

energy efficiency. 

� Recommends bike paths and sidewalks be provided to connect schools, parks, and 

shopping centers with residential areas. 

� Calls for review of access points during the building permit review to minimize congestion 

and safety problems. 

� Advises the City to consider adopting the State Highway Compatibility Guidelines and 

Model Ordinance. 

� Recommends that future streets facilitate access to major transportation routes. 

� Proposes the major street network function in such a way so that the livability of 

neighborhoods is preserved and enhanced.  Discourages arterial streets that penetrate 

identifiable neighborhoods. 

� Promotes new street development standards to facilitate development of odd-shaped 

parcels. 

� Identifies the need for landscaping and noise reduction in road design. 

� Recommends giving priority to improvements necessary for safety, lower maintenance 

costs, and increased efficiency. 

� Identify repair/construction needs and prepare Capital Improvements Program. 

� Cooperate with agencies, developers and owners to provide equitable and cost-effective 

financing of improvements. 
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3.1.2.17b  Sublimity Transportation System Plan (1998)  

   (Currently Under DLCD Review) 

 

� Policy: Encourage the development of a public transportation service for the transportation 

disadvantaged. 

� Policy: The acceptable level of service for arterial and collectors shall be ‘C’ or better. 

� Policy: Give priority to street improvements, which are necessary to achieve safety, lower 

maintenance costs and increased efficiency. 

� Policy: Traffic movement on arterials shall be facilitated by controlling access wherever 

possible. 

� Proposes refinement studies of Center St/Cascade Hwy through the city, including 

capacity analysis of the Center/Starr intersection. Recommends installation of sidewalks 

along Center St, several curb extensions at key intersections, and a center turn lane 

through the southern part of the city. 

� Suggests development of alternate routes for north-south traffic and development of an 

alternative truck route. 

� Foresees potential need for an east-west collector south of the UGB, such as an extension 

of 9th St; the city encourages Marion County to include potential for this in its TSP. 

� Proposes several new north-south and east-west streets within the UGB. 

� Proposes extending Dalmatian Ave south to Sublimity Blvd and also to the north towards 

Main St. 

� Proposes a west perimeter road running north-south west of the UGB and encourages 

Marion County to include potential for this road in its TSP. 

� Lists the following Functional Classifications: Arterial: Cascade Hwy/Center St; 

Collector: Sublimity Rd, Starr St, Church St, Berry St. 

� Recommends maintaining parking on Center St. 

� Recommends development of bikeways along Cascade Hwy/Center St, Sublimity Rd/Starr 

St, Church St, Berry St/135th Ave, and Pine St. 

 

3.1.2.18a  Turner Comprehensive Plan (2001) 

 

� Incorporates the 1999 Turner TSP into the Turner Comprehensive Plan. 

� Recognizes that transportation systems ‘become the basic structural and organizational 

framework on which a community grows and develops.’ 

� Notes ‘some congestion’ during the a.m. and p.m. peak hours at the ‘intersections of 3rd 

Street/Delaney Road and 3rd Street/Val View Drive due to the lack of turning lanes’. 

� States that ‘All of the streets are expected to operate at acceptable levels (Level of Service 

C or better) during the next 20 years.’ 

� Notes that ‘Residents are concerned about increased gravel truck traffic through town that 

will occur in about 10 years as a result of a new sand and gravel extraction site just south 

of Turner. … The City must coordinate efforts with Marion County and the site owners to 

mitigate impacts in Turner, including the possibility of a bypass route south of town.’ 

� ‘Renewal of the “Downtown” should begin immediately and should be continually 

improved as the community grows.’ 

� Recommends changing parking from ‘head-in’ to other forms of parking. 

� Recommends more provision of pedestrian facilities within Turner. 

� Refers to the CARTS program providing public transportation to and from Turner. 
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� Recommends consideration of developing rail service to Turner from the UP mainline. 

� ‘Access controls shall be used to integrate traffic and land use developments, to minimize 

the potential impacts associated with increased growth.  Arterial access locations shall be 

kept to a minimum.’ 

� ‘The City and Marion County shall seek to re-route the Commercial Corridor so motorists 

will make one turn at 3rd Street and Denver Street.’ 

 

3.1.2.18b  Turner Transportation System Plan (1999) 

 

� Updates and replaces existing text in Article 6 of the Comp Plan. 

� Forecasts Turner population of 2,363 in 2020. 

� Anticipates need for a left turn lane on 3rd Street at Delaney Rd and possibly on 3rd Street 

at Val View Drive. 

� Notes citizen concern about gravel trucks passing through town; mentions “the possibility 

of a bypass route south of town.” 

� Notes potential increased demand for shuttle service to Salem. 

� Walkways and bikeways should be built along all arterial and collector streets, especially 

along the commercial corridor. 

� Recommends rerouting through traffic to 3rd and Denver Streets, rather than Chicago and 

2nd Streets. 

� Recommends vacating the right-of-way of un-built streets in flood areas south of town. 

� Recommended Improvements: Upgrading the ‘commercial corridor’ of 3rd and Denver 

Streets with sidewalks, bike lanes, curbs, gutters, center turn lanes, parking, and storm 

drains; Improving 2nd and Gaston Streets to re-route access to 55th Ave. 

� Recommends developing an alternative to the 4th Street bridge over the Mill Creek 

Bypass and taking the bridge out of service. 

� Notes a need to replace the Wipper Rd Bridge over Mill Creek Bypass. 

� Notes that the owners of the gravel operation southeast of town are required to pay for 

widening of the Marion Road Bridge over Mill Creek. 

� Notes that “The county expects the intersection of Marion Road and Mill Creek Road to 

operate at LOS E by the year 2015. 

� Recommends extending Delaney Road to the east to connect with Witzel Road. 

� Recommends extending Gaston St west to Wipper Rd. 

� Notes a strong public desire for: Daily shuttle service to Salem, transportation service for 

the transportation-disadvantaged, extending Cherriots bus service to the park-and-ride lot 

at I-5 and Delaney Road, extending Cherriots bus service to Turner. 

� Notes potential desirability of reducing the amount of commercial-zoned land, especially 

along 3rd Street north of Mill Creek to focus commercial activity on the ‘downtown’ core. 

� Recommends access management along the 3rd Street corridor. 

� Goal: An inviting pedestrian and bicycle-friendly streetscape for the commercial corridor. 

� Policy: “The City supports and encourages Marion County to study the feasibility of a 

southern truck route bypass around the City of Turner.” 

� Policy: “The City supports the Oregon Department of Corrections’ vision to construct a 

multi-use path along Mill Creek from the south boundary of the City of Salem into Salem. 

If such a path is constructed, the City of Turner will pursue extending the path into 

Turner.” 
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3.1.2.19a  Woodburn Comprehensive Plan (including 1999 Amendments) 

 

� Assumes a city population increase to 28,000 by 2014. 

� “Woodburn will continue to show a transition from an agricultural-based economy to a 

manufacturing-based economy. Woodburn is also in transition from a mostly rural area to 

a service center for smaller communities. Woodburn will also continue to be a freeway – 

oriented service center. 

� Plans access consolidation along Oregon 214 and along Oregon 99E. 

� “The City’s public facilities now being built are to be paid for by the system development 

charges from the anticipated growth.” 

 

3.1.2.19b   Woodburn Transportation System Plan (2005) 

 

� Identifies locations that are anticipated to experience capacity problems in 2020 if no 

improvements are made including the I-5 Interchange, and Butteville Road/Oregon 214 

� Much of the growth is anticipated to occur outside of the existing city limits.  

� Preferred alternative includes reconstructing the I-5 Interchange, extending Crosby Road 

to Goudy Gardens and 99E, extending the southern arterial from 214 to Oregon 214 and 

making improvements to the Butteville Road/219 intersection. 

 

3.1.3 Summary of County Plans 

 

3.1.3.1a  Marion County Comprehensive Plan (1981)(Amended in (1994, 1998, 2000, 

2001, 2002, and 2010) 

 

Note: The Transportation Element of this plan has been superseded (in rural areas) by the 2005 

Rural Transportation System Plan.  

 

� Encourages zoning for denser developments near major arterials and collectors where 

mass transit lines can be run most efficiently. 

� Encourages bicycle and pedestrian facilities to encourage non-motorized transit. 

� Locating public facilities in easily accessible areas so that one trip can serve several 

purposes. 

� Advocates the use of existing right-of-way for new transportation facilities to the extent 

opening the road is appropriate. 

� Encourages review of development of unopened, dedicated public roads for consistency 

with land use policies.  Requires use of adequate roadway development standards when 

possible. 

� Requires owners to dedicate right-of-way necessary to meet County standards as a 

condition for approval of a partitioning, subdivision, or zoning permit that allows more 

development to access onto a County road. 

� Encourages minimizing the number of access points on collector and arterial roads for 

efficient operation and safety.  Encourages providing primary access to residential 

development through roads of lower functional classification. 

� Encourages access be provided to State and County parks through major collectors and 

arterials. 

� Proposes limited development of new private roadways for areas with 4 or fewer home 
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sites. Requires maintenance agreements for private roadways. 

� Recommends locating airports in areas that are safe for air operations and compatible with 

surrounding uses. Advises the County to review location and use of small airports and 

private airstrips on an individual basis to ensure that compatibility with land use is 

demonstrated.  

� Adopts “appropriate provisions” to protect public airports from incompatible structures 

and uses, consistent with FAA guidelines. 

� Advises special review requirements be established to ensure that noise sensitive uses are 

not allowed in close proximity to public airports. 

� Calls for minimizing adverse affects of traffic noise on residential areas. 

� Encourages underground pipeline development as an alternative to surface shipping. 

� Calls for the protection of natural resources, such as valuable soil, timber, water, scenic 

and cultural resources. 

 

3.1.3.1b  Marion County Urban Growth Management Framework (2002) 

 

� Includes coordination guidelines that require street connectivity, coordination of 

connectivity standards and states that, when feasible, the County will utilize city 

standards for development that occurs on unicorporated lands within UGBs. 

� Provides 2050 population forecasts as a long-range planning tool for cities (not a 

coordinated, adopted forecast as required by statute), unincorporated areas, and all of 

Marion County. 

� Encourages use of alternative modes of transportation. 

� “The Marion County TSP will be designed to accommodate the forecast population, 

housing, and employment identified in this framework, as well as the areas that are 

planned for urban expansion, in coordination with the communities involved.” 

� “The Marion County TSP will investigate countywide alternative transportation, such as 

intercity transit, vanpooling, and passenger rail service serving the county and the 

Willamette Valley region.” 

� Goal: Development of a population distribution pattern in which most persons employed 

within an urban community live in and participate in the activities and government of that 

community. 

� Sets standards for local street connectivity within some cities. 

� Seeks to enhance intercity transit connections. 

� Encourages zoning revisions in cities to reduce need for vehicle trips. 

� Encourages development of traffic calming recommended methods. 

� Cities over 10,000 and the County will jointly plan for freight movement by both rail and 

truck in their transportation planning activities. 

� Supports improving the walking and biking environment in all communities. 

� Goal: Reduce vehicle miles traveled, emissions infrastructure costs, congestion, and truck 

traffic on local streets. 

 

3.1.3.1c  Marion County Public Works Strategic Plan (2011) 

 

� Presents the organizational structure of the Public Works Department 

� Discusses service areas for each division. 

� Includes mission, goals, objectives, strategies, and tactics. 



DRAFT                  1/15/2013                                          CHAPTER 3 - BACKGROUND AND EXISTING PLANS 

 

MARION COUNTY PUBLIC WORKS 3 - 16  

 

3.1.3.2  Clackamas County Comp Plan: Chapter 5: Transportation (2002) 

 

� Identifies projects to signalize the Arndt/Airport Road intersection and widen and 

straighten Arndt Road to four lanes to Barlow Rd and construct a new 3-lane extension 

connecting Arndt Rd to Oregon 99E northeast of Barlow. (Note:  The Arndt/Airport Road 

signalization project has been completed.) 

� Proposes widening the Whiskey Hill Road Bridge at the county line to 32 feet. (Note:  

Project currently in development.) 

� Proposes widening and straightening Meridian Road north of the county line. 

� Proposes widening Oregon 99E to four lanes with a median from the Marion County line 

to Barlow Rd. 

� Proposes constructing scour protection on the Oregon 213 bridge over Butte Creek 

between Clackamas and Marion counties.  (Note:  This will be addressed in bridge 

replacement project currently in construction.) 

� Proposes passing lanes on Wilsonville-Hubbard Hwy between Marion County and I-5. 

� Identifies the following Functional Classifications of Clackamas County Roads at the 

Marion County border: Major Arterial: Arndt Rd, Wilsonville-Hubbard Hwy, Oregon 

99E, Oregon 211, Oregon 213; Minor Arterial: Butteville Rd, Boones Ferry Rd, Lone 

Elder Rd, Whiskey Hill Rd, Monte Cristo Rd, Nowlens Bridge/Maple Grove Rd; 

Collector: Airport Rd, Meridian Rd, Elliot Prairie Rd; Local: Marquam Rd, Klupenger Rd. 

� Notes a transit route along I-5 connecting Salem with Wilsonville and the Barbur Blvd. 

Transit Center. 

� Notes an existing bikeway along Arndt Rd to the Marion County border. 

� Proposes bikeways along the following roadways connecting to Marion County: Butteville 

Rd, Boones Ferry Rd, Airport Rd, Oregon 99E, Oregon 211, Elliot Prairie Rd, Meridian 

Rd, Monte Cristo Rd, Oregon 213, Nowlens Bridge Rd, and Maple Grove Rd. 

� Designates Oregon 99E towards Salem as a desirable freight route. 

� Policy: “Coordinate with Marion County to implement regulations on development near 

the Aurora Airport.” 

 

3.1.3.3  Linn County Transportation Plan (1995) 

 

� Recommends replacement of the Mill City Bridge within 15 years, primarily for width 

reasons. 

� Assigns the following functional classifications Roads near the boundary of Linn and 

Marion Counties: Major Arterial: I-5, Oregon 22; Minor Arterial: Oregon 226, Jefferson 

Hwy, Stayton-Scio Rd; Major Collector: Jefferson-Scio Rd, Kingston-Lyons Dr. 

� Proposes installing paved shoulders on Stayton-Scio Rd. 

 

3.1.3.4  Polk County Transportation System Plan (1998) 

 

� Notes a 1996 population estimate of 56,132 and a 2020 projection of 101,588. 

� Policy: Work with cities to transfer jurisdiction of roadways to the city as urbanization 

occurs. 

� Policy: Strive to maintain LOS A on all county arterials and collectors, and will initiate 

corrective action to prevent degradation below LOS C. 
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� Policy: Support spot-dredging of the Willamette River. 

� “Although waterborne transportation is not expected to become a major form of multi-

modal transportation, several private operators are presently exploring opportunities for 

limited travel along the Willamette River.” 

� Notes annual usage of 1,000 vehicles on the Buena Vista Ferry [actual usage is approx. 

20,000 annually]. 

 

3.1.3.5  Yamhill County Transportation System Plan (1996) 

 

� Recommends “a joint study between the ODOT, Yamhill County, and neighboring 

counties to determine the optimum location of a bridge intended to relieve the congestion 

on the Wheatland Ferry.” 

� “Fully supports the concept of a Newberg-Dundee bypass to relieve congestion on Oregon 

99W.” [Note: All options being considered are within Yamhill County.] 

� Notes a 1994 county population estimate of 72,800. 

� Designates Oregon 219 a Minor Arterial at the Yamhill-Marion County border and 

Wheatland Road a Major Collector as it approaches the Wheatland Ferry. 

 

3.1.4 Summary of State Plans 

 

3.1.4.1   Oregon Transportation Plan (2006) 

 

� The Oregon Transportation Plan is the state’s long-range multimodal transportation plan 

for Oregon’s airports, bicycle and pedestrian facilities, highways and roadways, 

pipelines, ports and waterway facilities, public transportation, and railroads. 

� Six priorities emerged during planning process: 

o Maintain the existing transportation system to maximize the value of assets. 

o Optimize system capacity and safety through information technology. 

o Integrate transportation, land use, economic development and the environment. 

o Integrate the transportation system across jurisdictions, ownerships and modes. 

o Create a sustainable funding plan for Oregon Transportation. 

o Invest strategically in capacity enhancements. 

� The following seven goals are defined by more specific policies and strategies: 

o Goal 1 – Mobility and Accessibility:  “To enhance Oregon’s quality of life and 

economic vitality by providing a balanced, efficient, cost-effective and integrated 

multimodal transportation system that ensures appropriate access to all areas of 

the state, the nation and the world, with connectivity among modes and places.” 

o Goal 2- Management of the System:  “To improve the efficiency of the transportation 

system by optimizing the existing transportation infrastructure capacity with 

improved operations and management.” 

o Goal 3- Economic Vitality:  “To promote the expansion and diversification of 

Oregon’s economy through the efficient and effective movement of people, goods, 

services and information in a safe, energy-efficient and environmentally sound 

manner.” 

o Goal 4 – Sustainability:  “To provide a transportation system that meets present 

needs without compromising the ability of future generations to meet their needs 

from the joint perspective of environmental, economic and community objectives. 
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This system is consistent with, yet recognizes differences in, local and regional 

land use and economic development plans.  It is efficient and offers choices 

among transportation modes.  It distributes benefits and burdens fairly and is 

operated, maintained and improved to be sensitive to both the natural and built 

environments.” 

o Goal 5 – Safety and Security:  “To plan, build, operate and maintain the 

transportation system so that it is safe and secure.” 

o Goal 6- Funding the Transportation System:  “To create a transportation funding 

structure that will support a viable transportation system to achieve state and 

local goals today and in the future.” 

o Goal 7 – Coordination, Communication and Cooperation:  “To pursue coordination, 

communication and cooperation among transportation users, providers and those 

most affected by transportation activities to align interests, remove barriers and 

bring innovative solutions so the transportation system functions as one system.” 

 

3.1.4.1a Oregon Highway Plan (1999 and 2006 update incorporating amendments) 

 

� Goal 2: “System Management: To work with local jurisdictions and federal agencies to 

create an increasingly seamless transportation system with respect to the development, 

operation, and maintenance of the highway and road system that: safeguards the state 

highway system by maintaining functionality and integrity; ensures that local mobility and 

access needs are met; and enhances system efficiency and safety.” 

� Goal 3: “Access Management: To employ access management strategies to ensure safe 

and efficient highways consistent with their determined function, ensure the statewide 

movement of goods and services, enhance community livability and support planned 

development patterns, while recognizing the needs of motor vehicles, transit, pedestrians, 

and bicyclists.” 

� Goal 4: “To optimize the overall efficiency and utility of the state highway system through 

the use of alternative modes and travel demand management strategies.” 

� Designates the following State Highway Classifications: Interstate: I-5; Statewide: Oregon 

22; Region: Oregon 99E, Wilsonville – Hubbard Hwy; District: Oregon 211, 213, 214, 

219, 226, Jefferson Hwy. 

� Provides a policy for designation of Expressways 

� Action 1B.3: To assist in implementing state access management standards and policies, 

work with local governments to develop an access management plan or access 

management component in comprehensive plans, corridor plans and/or transportation 

system plans involving the state and local systems. 

� Action: Work with local governments on developing an adequate local network of 

arterials, collectors, and local streets (including frontage roads) to limit the use of the State 

Highway or interchanges for local trips. 

� Describes Special Transportation Areas (STAs) for “a highway segment when a 

downtown, business district or community center straddles the state highway within an 

urban growth boundary or in an unincorporated community…”; defines characteristics and 

requirements for STAs. 

� Describes Urban Business Areas (UBAs) to “recognize existing areas of commercial 

activity or future nodes … on District, Regional, or Statewide Highways where vehicular 

accessibility is important to continued economic viability…”; defines characteristics and 
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requirements for UBAs. 

� Designates I-5 and Oregon 22 as part of the State Highway Freight System. 

� Designates Oregon 22 and Forest Service 46 (Breitenbush Rd) as a State Scenic Byway. 

� Policy: “Provide a secure lifeline network of streets, highways, and bridges to facilitate 

emergency services response and to support rapid economic recovery after a disaster.” 

� Defines acceptable roadway and intersection performance standards for State Highways. 

� “It is the policy of the State of Oregon to place the highest priority for making investments 

in the state highway system on safety and managing and preserving the physical 

infrastructure.” 

� Goal: Development of cooperative partnerships with other jurisdictions. 

� Policy: “Consider, in cooperation with local jurisdictions, interjurisdictional transfers that: 

… simplify management responsibilities … reflect the appropriate functional classification 

… or lead to increased efficiencies in operation and maintenance.” 

� Sets access spacing and interchange spacing standards for state highways; designates 

ranges which constitute a minor deviation (compared to a major deviation). 

� Access management requirement for crossroads at rural freeway interchanges: no access 

within 1320 feet of the centerline of the nearest freeway ramp. 

� Notes $29.1 billion in ‘total needs’ on the State Highway system and $13.9 billion in 

anticipated revenues. 

� Notes that “Oregon highway users incur an estimated $16 billion per year in highway user 

costs” (fuel, vehicle maintenance, crash costs, etc.). 

� Notes a marginal return on investment in 2020 of $310 million per year for each additional 

$10 million per year invested in preservation. Also estimates a 20 to 1 benefit/cost for 

safety investments. 

� Projects a 60% increase (not including inflation) in per-mile cost to drivers in 20 years if 

current driving patterns and funding sources continue. 

 

3.1.4.1b Oregon Highway Plan Policy 1F Revision (2011) 

 

� Senate Bill 795 called for changes that would streamline, simplify and clarify the 

requirements and better balance economic development and the efficiency of urban 

development with consideration of development of the transportation infrastructure. 

� The amendments have streamlined the regulatory processes and changed the substance of 

the rules and policies. 

� Key changes broaden the policy to better consider and balance multimodal and 

community development objectives along with highway mobility, provide less-stringent 

requirements for plan amendments that have a small increase in traffic, encourage and 

expand options for developing alternatives to existing mobility expectations, raise volume-

to-capacity ratio thresholds for areas inside UGB’s, and allow use of mobility measures 

besides volume-to-capacity ratios. 

� Allow local government to rezone land without analyzing traffic if the rezoning is 

consistent with the comprehensive plan designation and the transportation plan. 

� Local decisions can be made without traffic analysis if the action includes conditions to 

prevent any increase in traffic generated at the site. 

� Reduced the burden for economic development projects to mitigate traffic impacts. 

� Allows local governments to designate areas where compact urban development is 

desirable and thus traffic congestion will not be a factor in zoning decisions. 



DRAFT                  1/15/2013                                          CHAPTER 3 - BACKGROUND AND EXISTING PLANS 

 

MARION COUNTY PUBLIC WORKS 3 - 20  

 

3.1.4.1c  Oregon Highway Plan Access Management Revisions (2012) 

 

� Senate Bill 264 was passed to address ODOT’s management of access to state highways 

with the goal of promoting and facilitating urban growth and economic development 

opportunities in Oregon’s communities with continued management of a safe and efficient 

highway system. 

� Includes changes to the access management standards for spacing and mitigation 

requirements, use of medians, and deviation and dispute resolution/appeals processes for 

access applications. 

� Revisions to interjurisdictional transfer agreements and highway classification review. 

� Policy 3B actions are revised to discuss the inclusion of documentation of stakeholder 

correspondence when not using non-traversable medians in project development. 

� Policy 3D is revised to include reference to the new Access Management Rule for details 

pertaining to application procedures for deviations from access management standards 

and policies.  Sight distance is added as an additional consideration for a deviation. 

� Policy 3E is revised to include reference to the new Access Management Rule for details 

pertaining to the revised appeals process. 

� OHP Appendix C access management spacing standards are revised to include the new 

spacing standards (tables 1-4) from Senate Bill 264.  The standards are based on 

highway classification, speed, and traffic volumes.  The tables are further broken out 

based on highways of less or more than 5,000 AADT.  This legislation provides less 

stringent spacing, mobility, and mitigation requirements for highways with less then 

5,000 AADT.  Policy 3A actions are also revised to address the standard changes from 

Senate Bill 264. 

� Policy 2C actions are revised to state that interjurisdictional transfer agreements must 

include the transfer of freight mobility requirements.  Additionally, Action 2C.2 is revised 

to include ODOT’s provision of funds to the jurisdiction for the maintenance, 

improvements, construction, and repair of the transferred road. 

 

 3.1.4.1d Oregon Rail Plan (2001) 

 

� Oregon’s freight rail traffic totaled 63.5 million tons in 1999, an 18% increase over 1992. 

� “Ridership on the Pacific Northwest Rail Corridor through Oregon has increased 

concurrent with added frequencies of service, and growing highway congestion.  Between 

Portland and Eugene, ridership in year 2000 totaled more than 100,000 passenger trips, up 

from slightly more than 24,000 passenger trips in 1993. 

� “ODOT’s goal for the Willamette Valley Corridor by 2003 is to increase the number of 

daily round trips from 3 to 5 and to reduce the travel time to 2 hours and 15 minutes from 

2 hours and 35 minutes today.” 

� Anticipates potential commuter rail service on the BNSF line between Beaverton and 

Wilsonville beginning in 2004, with projected daily ridership of 4,600. 

� “During the process of conducting the Beaverton-Wilsonville study, a number of people at 

the public hearings suggested that the service be extended southerly to Salem. The 

Beaverton-Wilsonville Steering Committee indicated that they did not want to entertain 

the suggestion at this time. They were concerned that the increased costs for this extension 

would make the overall project so large that funding would be even more difficult to 
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obtain. They suggested that a more appropriate time to discuss the extension was once the 

Beaverton-Wilsonville project was fully funded. A preliminary look at the costs associated 

for this 27-mile extension seemed to indicate that capital costs for such an extension 

would be approximately $88 million. This included both track improvements and the 

necessary equipment.” 

� Plans an incremental approach towards high speed rail between Portland and Eugene. 

� Notes that if a true high speed line were developed, it would likely have to be new 

construction.  

� Identifies a funding need of “Rail, cross ties and turnout renewal” on the Willamette 

Valley Railway, costing $1,657,6000. 

� Identifies funding needs of “Rail renewal, Bridge Repair, Cross tie renewal, and turnout 

renewal” on the Portland & Western Railway, some of which is in Marion County. 

 

3.1.4.1e  Oregon Freight Plan (2011) 

 

� The purpose of the Oregon Freight Plan is to improve freight connections to local, state, 

regional, national and global markets in order to increase trade-related jobs and income 

for Oregon workers and Businesses. 

� Oregon’s freight network is centered around four primary multi-modal corridors. 

� Oregon’s economy is expected to grow and increase the demand for freight.  

� Identifies issues that need to be addressed in order to ensure that Oregon has an efficient 

and sustainable freight transportation system that continues to support economic growth. 

Formulates strategies that ODOT and other governmental agencies can implement in 

order to realize the states’ freight transportation goals. 

� Recommends partnering with local government agencies to identify intermodal 

connectors that provide “last mile” connectivity to freight generating businesses or 

locations.  Request local governments to show how they have addressed last mile 

connector needs in their TSPs.  Encourage inclusion of connector roads in local TSPs.  

� Several opportunities to reduce transportation-related greenhouse gas emissions from 

freight movements in Oregon. 

 

3.1.4.2   Brooklake Road / I-5 Interchange Management Plan (ODOT, June 1997) 

 

This study investigates future traffic conditions at the I-5/Brooklake Road Interchange. The study 

area includes the Brooklake Road corridor from River Road to Oregon 99E. 

 

Substantial development could occur in this area.  Most notably, the Oregon Agricultural Center 

(OAC), an industrial park and visitor center, was once planned for the existing NORPAC site east 

of the interchange. However, this project does not appear to be being pursued at this time.  These 

comments are being included as an example of the type of improvements that would be required of 

any development in this area. 

 

If the NORPAC OAC project occurs, the following improvements identified in the Master Plan 

Traffic Impact Analysis for the Oregon Agricultural Center would be recommended: 

 

� Install signals on Brooklake Road at the intersections with the I-5 southbound and 

northbound ramps, and the OAC east access. 
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� Construct four lane cross section on Brooklake Road from the I-5 northbound ramps to the 

OAC east access. 

� Construct loop ramp from westbound Brooklake Road to southbound I-5. 

� Construct an additional lane on both the northbound and southbound I-5 off-ramps. 

� Construct a free right turn lane from the I-5 northbound off-ramp to eastbound Brooklake 

Road. 

� Construct double left turn lanes on eastbound Brooklake Road at the two OAC access 

intersections.  

 

Truck stops, restaurants, and other projects have been proposed on Brooklake Road west of the 

interchange. These developments and the possible construction of the OAC are expected to 

negatively impact the operation of the interchange and the intersections on Brooklake Road. The 

purpose of this study was to analyze the magnitude of traffic volumes within the study area after 

complete build-out occurs under two different land use scenarios, and to recommend appropriate 

improvements to the interchange and adjacent street network. Conclusions of the study are as 

follows: 

 

“Land Use Scenario A” assumes development will occur in conformance with the current zoning. 

If Scenario A occurs without the NORPAC OAC project, the following improvements are 

recommended: 

� Install signals on Brooklake Road at the intersections with the I-5 southbound and 

northbound ramps. 

� Construct right turn pockets on both the I-5 northbound and southbound off-ramps. 

� Construct a free right turn lane from eastbound Brooklake Road to the I-5 southbound on-

ramp. 

 

“Land Use Scenario B” assumes that vacant land in the corridor is developed at a higher intensity 

than designated by the current zoning. If this scenario were to occur, major interchange 

improvements would be necessary to maintain acceptable levels of service at the interchange.  

These improvements would include: 

� Reconstruct interchange (construct multiple loop ramps and additional lanes). 

� Make additional improvements at all of the adjacent Brooklake Road intersections.  

(Specific improvements would have to be determined from further analysis.) 

 

“Land Use Scenario A” is considered more likely to occur. 

 

3.1.4.3    OR22/Shaw Highway Interchange Area Management Plan (2010) 

 

The goal of the IAMP is to ensure that the OR 22/Shaw Highway Interchange area continues to 

operate and function as designed and to recommend land use measures to protect the function of 

the interchange, and improvement strategies to meet identified transportation needs. 

 

� Identifies access management strategy including location specific recommendations. 

� Recommends projects within the IAMP including projects at the OR 22 ramps at Shaw 

Highway and 1
st
 Street/Del Mar Drive. 

� Was prepared in conjunction with the Aumsville TSP. 
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3.1.4.4    I-5 at Chemawa Road Interchange Area Management Plan 

   (Draft – October 2011) 

 

� Identifies roadway improvements needed at and surrounding the Chemawa Road/I-5 

interchange. 

� Recommended alternative is: Phase 1: Chemawa/Lockhaven limited widening from OR 

99E to Verda Lane, Phase 2: Tepper overcrossing and extension, Indian School Road 

realignment, 35th Avenue realignment and I-5 auxiliary lanes, Phase 3: Chemawa 

northbound off-ramp as a partial cloverleaf. 

� Recommends alternative mobility standards for roadways under ODOT’s jurisdiction: 

Chemawa at I-5 southbound and northbound ramps, Chemawa at Ulali/Stadium, and 

Chemawa at OR 99E. 

� Recommends alternative mobility standards for roadways under City of Keizer’s 

jurisdiction: Lockhaven at 14th, Lockhaven at McLeod, Lockhaven at Chemawa/Keizer 

Station, Lockhaven at River, and Lockhaven at Verda. 

� Supports expansion of transit service in the Interchange Management Area. 

� Supports establishing a transportation demand management (TDM) program in the 

Interchange Management Area. 

� Supports encouraging walking and bicycling in the Interchange Management Area and 

providing safe and accessible pedestrian and bicycle facilities. 

� Supports exploring ways to improve local road systems in order to relieve traffic on 

Chemawa Road and Lockhaven Road. 

� Includes Hazelgreen Road and Cordon Road as two primary roadways in the interchange 

management area under county jurisdiction. 

 

3.1.4.5   Oregon 99E Corridor Safety Report (2002) (update in progress) 

 

� Notes the designation of Oregon 99E as a safety corridor. 

� Notes a significantly high number of crashes along Oregon 99E from 1994 through 1999; 

purpose of study was to attempt to address potential safety issues along Oregon 99E 

between North city limits of Salem and North city limits of Canby. 

� Notes a higher-than-average rate of alcohol involvement in crashes. 

� Notes a higher-than-average rate of pedestrian fatalities. 

� Recommends installation of ‘launch pads’ for police to better monitor traffic. 

� Recommends the following projects: access closure and consolidation near Labish 

Gardens Rd; left turn refuge on Oregon 99E at Perkins; left turn refuge at 54th St, realign 

54th to be closer to a ‘T’ intersection (‘T-up’), widen radii at Ramp St, access 

consolidation near Brooks, center left-turn lane through Brooks, left turn refuge at 

Waconda; relocate and ‘T-up’ Checkerboard; left turn lane for Checkerboard and 

Keene/Duck Inn; ‘T-up’ Boones Ferry and add left turn refuge; ‘T-up’ Howell Prairie and 

install left turn refuge; Sidewalks, shoulder bikeways, and access consolidation in 

Hubbard and Aurora; add left turn lane from D St to Wilsonville-Hubbard Hwy; 

consideration of possible signal at G St, RR x-ing on J St, improvements to Oregon 99E. 

� Notes that funding is not available to construct all recommended projects. 

 

3.1.4.6  Oregon 214 Alternatives Analysis Study (1999) 
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� This study addresses the need for and configuration of alternate improvements to Oregon 

214 between the I-5 northbound ramps and Park Avenue (just east of the UPRR railroad 

tracks). 

� Notes a high crash frequency per vehicle mile on this section of Oregon 214. 

� Notes LOS F for minor street stop-controlled approaches to 214; notes that actual 

conditions are better because of 2-way left turn lane. 

� Calculates LOS C/D for signals on Oregon 214; notes that actual conditions are worse, 

noting that vehicle queues often extend into other intersections; video notes that these 

intersections are at or over capacity. 

� Based on 51% housing growth and 60% employment growth by 2020. 

� Recommends a five-lane section (including either a center left-turn lane or raised median) 

for all of Oregon 214 in the study area, at an estimated cost of about $15 million. 

� Notes that the road is still close to capacity in 2020. 

 

3.1.4.7b   Newberg Dundee Bypass Final Environmental Impact Statement (EIS) (2012) 

 

� The project will be located along the south sides of Newberg and Dundee, extending from 

the Oregon 99W/Oregon 18 junction near Dayton to just past the top of Rex Hill, east of 

Newberg.  Most of the project will be in Yamhill County with about 1000 feet extending 

east of Newberg into Washington County. 

� The preferred alternative will include the bypass, four interchanges, modifications to 

local streets. 

� The bypass will be an 11-mile long expressway with four12-foot  mainline travel lanes, 

paved shoulders, full access control, medians, stormwater treatment facilities, and will be 

designed for 55 mph operating speeds. 

 

3.1.4.7c   Resolution passed by the Marion County Board of Commissioners in 2001 

and again in 2003 and 2006:  

 

� RE: Newberg-Dundee Bypass Study: “It is resolved that the Marion County Board of 

Commissioners opposes efforts to locate the regional bypass in Marion County and urges 

that all consideration of locating the bypass in Marion County be immediately 

discontinued.” 

 

3.1.4.8   Salem to Bend Corridor Interim Corridor Strategy (1998) 

 

� Notes a planned project to widen Oregon 22 to four lanes from Golf Club Road east to 

Fern Ridge Road and reconstruct the Cascade Highway interchange (Note:  project 

completed); would also raise bridges at Albus and 72nd  (Note:  project in process), and 

rebuild eastbound ramps at Oregon 214 interchange. 

� Notes several cities in which Oregon 22 becomes a main street within the city and where 

access management becomes an issue. 

� Notes significant seasonal traffic volume variation; July volumes east of Gates are 

approximately 2.5 times January volumes. 

� Notes some congestion on Oregon 22, particularly within cities. 

� Projects approximately 80% traffic volume growth on Oregon 22 from 1997 to 2016. 

� Recommends adding passing lanes at several locations along Oregon 22. 
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� Recommends improving visibility at several locations. 

� Goal: Increase vehicle occupancy rate through rideshare, vanpooling, and park-and-ride. 

� Goal: Establish commuter transit between Salem and smaller cities. 

� Goal: Preserve or acquire abandoned rail lines for use as trails. 

� Support increased use and improvement of the Willamette Valley RR tracks. 

� Goal: Provide better pedestrian and bicycle facilities along the corridor. 

� Investigate feasibility of bike/ped path between Detroit Lake State Park and Detroit. 

� Goal: Improve pedestrian crossing opportunities, especially in and near cities. 

� Goal: Improve safety and reduce congestion at North Fork Road intersection, at Oregon 

226 in Mehama, at 1st Ave in Mill City, in Detroit, and in Marion Forks.  

� Goal: Keep the highway v/c ratio below 0.60 in rural areas, 0.65 in unincorporated 

communities, and 0.75 in incorporated cities. 

� Goal: Examine methods of reducing negative impacts of Oregon 22 on surrounding 

communities, parks, and neighborhoods. 

� Goal: Reduce energy consumption in use of Oregon 22. 

 

3.1.4.9a  Woodburn Interchange Refinement Plan (2000) 

 

� Determined that the existing interchange, albeit with significant construction, could 

provide 20 years of capacity – therefore the study only seriously considered revisions and 

adding capacity to the existing interchange and not a new interchange(s), consistent with 

ODOT’s application of the requirements of the Oregon Highway Plan. 

� Specifically did not consider a second interchange near Woodburn (see above). 

� Specifically did not consider in detail the possibility of converting to a split-diamond 

interchange; the option was deemed impractical by ODOT before detailed analysis was 

conducted and not forwarded to the TAC for full consideration. 

� Study only considered revision of the existing interchange – 3 forms: Standard diamond, 

tight diamond, and partial cloverleaf. 

� Identifies capacity deficiencies at the current interchange and along Oregon 214 east of the 

interchange. 

� Notes a high crash frequency at many points on Oregon 214 east of the interchange.  

� Recommends replacing existing interchange with a partial cloverleaf (loop ramps for 

Oregon 214 traffic entering I-5, but not for I-5 traffic exiting to Oregon 214). 

� Includes the statement: “To date, there has been no study done to demonstrate the value 

[or lack of value] to the state transportation network of a second interchange in north 

Marion County.” 

 

3.1.4.9b   Woodburn Interchange Project Revised Environmental Assessment (2006) 

 

� FHWA determined that there would be no adverse significant impact on the human or 

natural environment. 

� The selected build alternative is a hybrid of the widen north and widen equal alternatives 

that would reconstruct the interchange to a partial cloverleaf-A and widen the structure 

to the north to accommodate additional lanes.  Oregon 219 and 214 would be widened to 

the north or equally to both sides depending on the segment.  Sidewalk and bike lane 

improvements and additional improvements to city streets are included.  
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3.1.4.10  Draft Oregon Statewide Transportation Strategy- Oregon Sustainable  

                    Transportation Initiative (May 1012 Draft, adoption pending) 

 

� Part of the larger effort known as the Oregon Sustainable Transportation Initiative 

(OSTI), and integrated statewide effort to reduce greenhouse gas (GHG) emissions from 

Oregon’s transportation sector. 

� On or before February 1, 2014, the Land Conservation and Development Commission 

and the Department of Transportation shall report to the House and Senate interim 

committees related to transportation on progress toward implementing the land use and 

transportation scenario.  

� Developed recommendations to reduce GHG emissions for passenger, commercial, 

freight, and air transportation 

� DLCD must make recommendations as to how the planning requirements should be 

extended to metropolitan planning organizations serving areas with populations of more 

than 200,000 or to cities located outside the boundaries of metropolitan planning 

organizations that have significant levels of commuting trips to destinations within the 

boundaries of a metropolitan planning organization 

 

3.1.5 Summary of Regional Plans 

 

3.1.5.1   Salem-Keizer Area Transportation Study (SKATS) Regional Transportation 

Systems Plan (RTSP) 2011 Update 

 

� The goals and objectives were revised to reduce redundancy. 

� Includes maps that show data on demand/capacity and crashes. 

� Includes functional classification maps, and bicycle and transit maps. 

� Includes funding discussion.  Forecasted Marion County revenue for capital projects 

(2011-2035) is $44,434,800. 

� Project lists include $6,621,252 in committed projects and $53,943,085 included projects 

(2011-2035). 

� Discusses the impacts to air quality, cultural resources, environmental resources, 

greenhouse gases, historic resources, travel time/congestion, and environmental justice. 

� Recognizes that the Kuebler Boulevard/Cordon Road/Hazelgreen Road corridor is a 

regionally significant circumferential route around the Salem-Keizer urban area.  Marion 

County has designated the portion of Cordon Road from OR 22 to Hazelgreen as a 

Throughway in order to facilitate the free flow of traffic around East Salem and Keizer.  

� Discusses outstanding issues including:  Funding, pedestrian and bicycle, goods 

movement, Salem River Crossing, Brooklake and Chemawa Interchanges, Cordon 

Road/OR 22 intersection, and future regulations. 

 

3.1.5.2  Marion and Polk Counties’ Regional Transportation Enhancement Plan 

(1998) 

 

� Basic Question: “How can transportation choices increase for the region’s senior and 

disabled residents without additional funding?” 

� Goals: Increase transportation choices; Enhance local community autonomy; Create a 

customer-oriented focus for planning and development; Keep the regional system 

accountable; Enhance community sustainability; Promote regional planning; Use, where 
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possible, technology to maximize efficiency of operations, planning, and administrative 

functions. 

� Short term action: Create two transit routes serving north Marion County and central Polk 

County – initially provided by WHEELS; now operated by CARTS. 

� Market the benefits of the regional transit system. 

� Identifies five-days a week, twice a day existing fixed-route service: Silverton>Mt. 

Angel>Gervais >Donald>Aurora>Hubbard>Woodburn (Mall 99)> Mt. Angel>Silverton. 

� Identifies Wednesday-only existing fixed-route service Salem Cherriot Station>Lancaster 

Mall>Silverton>Mt. Angel>Woodburn (Mall 99)>Lancaster Mall>Cherriot Station. 

 

3.1.5.3a  Willamette River Crossing Capacity Study (1998) 

 

� Investigated the potential need for and possible benefits of additional capacity for vehicle 

travel across the Willamette River. 

� Notes 56% of current trips on the Center/Marion bridges have both ends within the 

SKATS area; 37% is internal-external and 7% is external-external. 

� Notes that “Further improvements to the existing bridges or building an additional bridge 

directly adjacent to the existing bridges would have limited effectiveness due to the 

significant constraints of the surrounding street network. 

� Considered 16 potential bridge locations throughout the Salem-Keizer area and beyond. 

� Eliminated many alternatives as having too much impact on established neighborhoods, 

parks, historical landmarks, and other resources, or for not yielding enough benefit, or 

costing too much. 

� Alternatives suggested for further study are Tryon Street, Pine Street, Kuebler Blvd, and a 

beltline alternative. 
 

3.1.5.3b   Salem River Crossing Project Draft Environmental Impact Statement (DEIS) 

(2012) 

 

� The Willamette River is a major travel barrier between the east and west sides of Salem, 

as well as I-5 and the Oregon Coast. 

� The significant growth in the metropolitan area since construction of the last bridge in 

1952 has led to congestion and safety issues. 

� The purpose of the study was to identify projects that would improve mobility and safety 

and reduce congestion. 

� The DEIS evaluates a no-build alternative and eight build alternatives with various 

modifications, with associated changes to the street network. 

� Build alternatives include bridge locations just north of the Marion Street Bridge, 

between Hope and Tryon, and between Hope and the Pine/Hickory couplet. 

� The project team is in the process of selecting the preferred alternative. 
 

3.1.6 Summary of Other Plans 
 

  3.1.6.1  Bathymetric Survey and Dredge Plan – Willamette River Miles 80-97 (1998) 

 

� Considered the feasibility of dredging a 100’ wide, 6’ deep navigation channel in the 

Willamette River from Mile 80 (Salem) to mile 97 (Independence).  The focus seemed to 

be on feasibility of excursion vessels, rather than commercial freight vessels. 
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� Notes significant shoaling (sand and gravel causing a shallow river) just north of the 

Salem bridges. 

� Assumed dredged material would be desirable to aggregate businesses. 

� Estimated cost of dredging a 100’ wide, 6’ deep channel to be approx $750,000 from the 

Salem Bridges to Independence, and approx $1.2 million including the shoaling just north 

of the Salem bridges. 

3.1.6.2   Brooks - Hopmere Community Plan (2000) 

 

� Estimates current Brooks population of about 374 people in 204 housing units. 

� Assumes slightly more transportation – intense development than previous. 

� Recognizes that Brooklake Road will be close to capacity within the planning horizon. 

� Raises the possibility of a ‘bank’ to fund capacity improvements through developer 

contributions. 

� New development must be reviewed to ensure no adverse impact on transportation system. 

 

3.1.6.3  Detroit Lake State Park Master Plan (2002) 

 

� Recommends renovation and relocation of some facilities, and building some new 

facilities, but nothing that would significantly increase their level of usage. 

� Plan would convert many tent sites to a smaller number of larger, full hook-up sites. 

� Recommends construction of a pedestrian and bicycle connection between the State Park 

campground and the City of Detroit. 

� Notes boating capacity issues at peak periods near boat ramps and parking capacity issues 

at Mongold and campground. 

� Recommends better connections between State Park and Forest Service trails. 

� Recommends improving safety of vehicular connections to Oregon 22. 

� Proposes minor expansion of Mongold day use area. 

� Proposes new group camp at Tumble Creek. 

 

3.1.6.4  Rural Community Plans 

 

� Unincorporated community plans and land-use inventories have been developed for 

Marion, Mehama, Monitor, Quinaby, Fargo Interchange, Butteville, Labish Village, 

Macleay, Shaw, and the Turner Interchange.  These include detailed zoning maps and 

inventories of existing uses and vacant parcels.  They do not include any significant 

transportation recommendations. 

 

3.1.6.5  Salem-Keizer Area Transit District Strategic Business Plan (2004) 

 

� The plan includes establishing a Keizer transit center (near N. River/Chemawa) in 2005 

and South (S. Commercial near Madrona) and East (Lancaster Mall area) transit centers in 

2007-09.   

� These additional transit centers  would allow shorter routes and transfers between area 

routes so that riders would not have to go downtown to get to a neighboring route.  

� 'Trunk' lines with very frequent service would be installed between downtown and these 

transit centers.  Routes would also be investigated connecting these transit centers to each 

other 
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� Plans to work towards implementing in 2005-06 a 'High Priority Transit Corridor' for 

which buses would receive signal priority, reduced cross-street traffic, and a special lane 

on Broadway and North River Road. 

� Increased use of technology, to measure service and ridership, speed up the fare collection 

process ('smart cards'), and to notify customers where buses are, when they're expected to 

arrive, etc. 

� Notes that service between Salem and Wilsonville (and connecting to Portland) is being 

heavily used. 

� Proposes a feasibility study for a downtown Salem trolley 

 

3.1.6.6   Willamette River Commercial Navigation Feasibility Study - Informational 

Update (Mid-Willamette Valley Economic Development District, 1994) 

 

This study analyzes the feasibility of dredging the Willamette River for commercial barge traffic 

between the Yamhill River and the Salem/Independence area.  The river was previously dredged 

by the Army Corps of Engineers in the 1970s. The study reviews potential economic, wildlife and 

farm-related impacts; and analyzes costs and jurisdictional/regulatory issues. 

 

� The study finds a potentially significant economic benefit from dredging aggregate and 

using the river to transport aggregate and other bulky materials (i.e., using general Army 

Corps of Engineers criteria).  Five out of 24 companies responding to a survey said that 

they were “very interested” in barging products.  Four of those companies said they would 

be willing to invest in or share the cost of river docking and loading or port facilities. 

 

� The report indicates potential environmental impacts of and regulatory requirements for 

dredging.  An Oregon Water Research Institute study is studying potential impacts to 

salmon species. 

 

3.1.6.7  Willamette Valley Transportation Strategy, Phase One Report (ODOT, 1995) 

 

This plan was developed by the Valley Policy Advisory Committee on Transportation (VPACT) 

for ODOT, and includes three primary goals: mobility, industrial growth and livability, with 

emphasis on livability.  The plan includes two components: a Transportation Development 

Strategy and the formation of a Valley Livability Council (Transportation Coordination Strategy).  

The former recognizes highways as the backbone of the Valley’s transportation system for people 

and freight, but places increasing emphasis on: 
 

� Developing urban transit; 

� Developing intercity rail passenger systems and other alternatives to the single occupant 

automobile; 

� Providing improved inter-modal domestic freight facilities and rail connections to the Port 

of Portland; 

� Encouraging travel demand management strategies; and 

� Implementing user fees. 

The Willamette Valley Transportation Strategy is part of the Oregon Transportation Plan.  It is 

presented as a guide for local, regional, and state government decision makers and private and 

public transportation providers. 
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3.2 TRANSPORTATION ISSUES  

 

Issues identified through public involvement and from staff during the update process will be 

summarized in this section.  
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CHAPTER 4: GOALS AND OBJECTIVES 
 

 

During the development of the initial Rural Transportation System Plan (RTSP) in 1998, a mission 

statement and a set of goals and objectives were developed.  They were based on public input and provided 

a starting point and framework for the transportation planning process.  The mission statement and goals 

and objectives have been updated and reorganized to better reflect the current issues affecting our 

transportation system in Marion County.  These goals and objectives will continue to be revisited as part of 

future updates to reflect new changes in the transportation planning process, issues shaping that process, 

and the impacts of growth on development and maintenance of the countywide transportation system. 

 

4.1 MISSION STATEMENT 

 

Develop a balanced, safe, multi-modal transportation system to accommodate planned growth, facilitate 

economic development, recognize fiscal reality, utilize available resources as efficiently as possible and 

maintain a high standard of livability and safety to serve the transportation needs of our community. 

 

 

4.2 GOALS AND OBJECTIVES 

 

Goal 1: Improve Transportation System Safety 

 

Objective 1.1:  Improve system safety for, and between, all modes of transportation. 

 

Objective 1.2:   Address known safety locations in a timely manner with cost-effective  

solutions. 

 

Objective 1.3:   Consider the safety of all modes of travel in transportation improvement   

decisions. 

 

Goal 2:   Maintain, Preserve, and Optimize the Transportation System 

 

Objective 2.1:   Dedicate resources to ensure that the transportation system is properly 

maintained and preserved, recognizing fiscal constraints. 

 

Objective 2.2:   Extend usable life of existing facilities to the extent possible within 

financial limitations. 

 

Objective 2.3:   Develop and maintain a strategy that honestly assesses which services can 

and can not be provided considering the current level of funding. 

 

Goal 3:   Provide Mobility and Accessibility for Very Diverse Groups of Users 

 

Objective 3.1:   Facilitate shipping of goods by the most efficient and least-impactive 

means possible, increasing freight (truck, rail, air and water) mobility and 

inter-modal opportunities. 
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Objective 3.2:   Facilitate system connections as needed to improve efficiency and access, 

with emphasis placed on commercial and industrial lands and the regional 

transportation network. 

 

Objective 3.3:   Facilitate and improve mobility and access options to transportation 

facilities throughout Marion County for all transportation system users. 

 

Objective 3.4:   Facilitate regional through movement of goods and services while 

minimizing conflict between through movement and livability. 

 

Goal 4:   Provide Sufficient Transportation Capacity 

 

Objective 4.1:   Address existing capacity needs with consideration for future needs based 

on projected growth. 

 

Objective 4:2:   Focus efforts to improve capacity on identified strategic County corridors. 

 

Objective 4.3:   Consider the capacity needs of all transportation users, both internal and 

external to the County, regardless of mode of travel. 

 

Objective 4.4:   Encourage and support actions that reduce demand on the transportation 

system (Transportation Demand Management). 

 

Objective 4.5:   Encourage and support actions that maximize the value and efficiency of 

the existing system (Transportation System Management). 

 

Goal 5:   Integrate Transportation, Land Use, Economic Vitality and the Environment 

 

Objective 5.1:   Integrate land use planning and transportation planning, and support land 

use planning strategies that facilitate efficient transportation system use 

and development.  

 

Objective 5.2:  Modify the approach to managing transportation and land use to 

accommodate the changing characteristics of the nation’s economy, 

including industrial, technological, and regulatory advances. 

 

Objective 5.3:   Emphasize facilitation, rather than restriction/regulation of business, 

while still maintaining public safety and welfare and adequate operation 

of the transportation system. 

      

 Objective 5.4:   Minimize adverse impacts of transportation system improvements on 

existing land uses and communities, with special attention to protecting 

prime farmland, forestland, and other natural resources. 

 

 Objective 5.5:    Develop a transportation system that minimizes adverse impacts on air, 

land and water, and complies with relevant environmental requirements 

and regulations. 
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Goal 6:   Pursue Coordination, Communication and Cooperation Among All Transportation 

Users and Providers 

 

Objective 6.1:    Foster cooperation between the County and Cities to address community 

needs and values as they relate to a wide variety of transportation issues. 

  

Objective 6.2:    Improve coordination with all affected jurisdictions, including the state 

and adjacent counties, to meet future transportation needs. 

    

Objective 6.3:   Facilitate development of coordinated transportation design standards 

where appropriate. 

            

Goal 7:   Adopt a Practical Approach to All Aspects of Transportation Processes 

 

Objective 7.1:   Make deliberate, transparent, and difficult decisions regarding 

maintenance and improvement policies based on the limitations of 

resources and/or high cost-benefit analyses. 

 

Objective 7.2:   Ensure cost-effective investment in transportation.  Improvements should 

be fiscally responsible, economically efficient and realistic. 

 

Objective 7.3:   Facilitate procurement of grant funding by careful project selection and 

readiness to use additional resources efficiently if they become available. 

                          

Objective 7.4:   Identify methods for funding recommended actions. 

 

Objective 7.5:   Develop and maintain a list of issues for further study. 

 

Objective 7.6:   Comply with applicable Transportation Planning Rule requirements for 

transportation system planning efforts. 

      

 

 

 



DRAFT  1/9/2013                                   CHAPTER 5 - FACILITY INVENTORY AND CONDITIONS 
 

 

 
MARION COUNTY PUBLIC WORKS  5 - 1        

CHAPTER 5: FACILITY INVENTORY AND CONDITIONS  

 

 

This section provides a detailed inventory of the County’s transportation system and a summary of its 

existing condition. The County’s TSP covers the areas outside of the urban growth boundaries of 

incorporated cities. All rural County-maintained facilities have been inventoried for both physical and 

operational features. In addition, other forms of transportation, including transit, rail service, water service, 

and pipelines are included in this plan. In some cases, particularly with pipelines and other utilities, 

specific information is not included for security reasons.  

 

 

5.1 ROADWAY INVENTORY 

 

There are thousands of miles of public roadway within the boundaries of Marion County. These roads are 

under the jurisdiction of many different agencies including the State, the County, each of the 20 

incorporated cities, as well as the Forest Service, Bureau of Land Management, and the Oregon State 

Forestry Department. Of these roads, approximately 1125 miles are maintained by Marion County.  Of this 

total mileage, approximately 140 miles lie within various urban growth boundaries, leaving 985 miles of 

rural County Roads. In addition, Marion County also has approximately 80 miles of local access roads that 

are public roadways, but under Oregon Revised Statutes, are not maintained by the County.  A little over 

10 miles of the local access roads are in urban areas and almost 70 miles are in the rural area.   In general, 

maintenance of these roads is the responsibility of adjacent property owners.  The roadway inventory can 

vary from year to year, in large part due to annexations, growth and new development. 

 

5.1.1 Functional Classification 

 

Roadways are grouped into categories, called functional classifications. These classifications are 

based on the character of service that the roadway provides as part of the overall transportation 

system. The categories used by Marion County are based on the definitions found in the U.S. 

Department of Transportation document titled Highway Functional Classification: Concepts, 

Criteria and Procedures, March 1989. A summary of these classes and a brief definition can be 

found in Table 5-1. These classifications are designed to be applied to all levels of roadways 

including interstate freeways, state highways, county roads, and city streets. With permission from 

the Oregon Department of Transportation, the County has uniformly applied these definitions to 

both state highways and County roads. With regard to incorporated cities and adjacent counties, 

Marion County cannot specify what classification system will be used in their planning efforts.  

However, when comparing the functional class designations used by each of the cities and adjacent 

counties, it is apparent that all transitions are appropriate based on the guidelines suggested in the 

USDOT description of the functional classification system. 
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The importance of the functional class of a road is it assists the jurisdiction in determining how it 

will be managed, such as the level of maintenance or improvements, how traffic is controlled at its 

intersections, standards that will be used when the road is reconstructed or improved, the level of 

access and development activity that is allowed along its length, and the priority of funding 

improvements among many other competing projects.  

 

Table 5-1 

Rural Road Functional Classification Characteristics 

 
 
 

Principal Arterial 

� Continuous segments with trip length and travel density indicative of statewide or interstate 

travel; and 

� Serve all of the large urban areas and most of the moderate sized cities. 

 

Arterial 

� Link cities, larger towns, and other major traffic generators; and provide interstate and inter-

county service: and 

� Spaced such that all developed areas of the region are within reasonable distance of an arterial; 

and 

� Serve a higher travel density, trip length, and overall travel speed than collector and local 

systems. 

 

Major Collector 

� Provide service to larger towns not directly served by higher classed roads and to other traffic 

generators of equivalent intra-county importance (including parks, tourist attractions, significant 

resource areas, etc.); and 

� Link these places with nearby towns and cities, or routes of higher classification; and 

� Serve the more important intra-county travel corridors. 

 

Minor Collector 

� Spaced at intervals to collect traffic from local roads and bring all developed areas within a 

reasonable distance of a collector road; and 

� Provide service to any remaining smaller communities and traffic generators; and 

� Link locally important traffic generators with their local constituents. 

 

Local 

� Primarily provide access to adjacent lands; and 

� Provide relatively short travel distances compared to higher classed facilities. 

 

 

The original (1998) RTSP included a list of roadways and their functional classification. Several 

changes were made in the 2005 Update.  Table 5-2 shows the changes since the 2005 update and 

those that are being made as part of this 2012 Update, which better reflect the current and future 

function of each roadway.   
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Table 5-2 

2012 Revisions to Functional Classification System 

(Note: Road segments are listed generally from north to south) 

 

Road From To Previous Class New Class 

Wipper Rd SE Chicago St SE Hennies Rd SE Minor Collector Major Collector 

 

 The updated functional classification is shown on the map in Figure 5-1. State Highways are 

included on the map at their estimated level of function. These functions are consistent with the 

State Highway classifications included in the 1999 Oregon Highway Plan and shown in  

Figure 5-2.  The functional classifications of roads within the urban areas are not shown on the 

map.  Refer to the Marion County Urban Strategy or the appropriate city’s TSP for information on 

their assignment. If a city expands its Urban Growth Boundary, the formerly rural roadways in that 

boundary expansion would then be reclassified by the appropriate city to reflect their planned 

urban usage. This may mean that current rural local roads in these expansion areas may become 

urban Collectors or Arterials in the future.   

 

The Functional Classification for rural County Roads is adopted at the same time that the RTSP is 

adopted by the Board of Commissioners. Table 5-3 provides a breakdown of the rural miles of 

County roadways by functional class, estimates for State Highways by Functional Class, and 

combined mileages and percentages. 

 

Table 5-3 

Rural Miles of Roads by Functional Class 
 

CLASSIFICATION 
COUNTY 

ROAD MILES 

STATE HWY 

MILES 

TOTAL 

MILES 

% COUNTY ROAD 

MILES 

% TOTAL 

MILES 

Principal Arterial 16 81 97 1.6 % 8.5 % 

Arterial 69 37 106 7.0 % 9.2 % 

Major Collector 111 44 155 11.3 % 13.5% 

Minor Collector 172 0 172 17.5 % 15.0 % 

Local 617 0 617 62.6 % 53.8 % 

TOTAL 985 162 1147 100 % 100 % 

 

In addition, the Forest Service maintains its own classification of roads: primary routes, secondary 

routes, and low-standard roads. Primary routes function similarly to a collector, as they collect 

traffic from various recreation areas, campgrounds, and other sites as they progress toward the 

statewide highway system. Primary routes are sometimes used for longer trips, particularly of a 

tourist nature. Secondary routes and low-standard roads function as local roads, primarily 

providing access to local sites. There is one primary route in Marion County: Route 46 (also 

known as Breitenbush Road) runs to the northeast from Detroit, past many attractions in the 

Willamette and Mt. Hood National Forests, then north into Clackamas County after about 30 

miles. It then runs generally to the northwest, eventually linking up with Oregon 224. There are 

hundreds of miles of Bureau of Land Management (BLM) and low-standard Forest Service roads, 
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which primarily provide access to local areas; almost all of these roads are unpaved and likely to 

remain that way. 

 

The latest federal surface transportation act, known as Moving Ahead for Progress in the 21st 

Century Act (MAP-21) included a new definition of the National Highway System (NHS).  As of 

October 1, 2012, all roads that had a federal functional classification of principal arterial (and 

connect to a previous NHS road) are now included on the NHS, and are shown on Figure 5-3.   

This added the following Marion County roads to the NHS, totaling approximately 30 miles, with 

more than half in (or adjacent to) the rural areas: 

 

� McKay Road/Yergen Road/Ehlen Road from SR 219 to I-5 

� Silverton Road/McClaine Street/C Street from Salem to Silverton 

� Kuebler Boulevard/Cordon Road/Hazelgreen Road from I-5 to I-5 

� Cascade Highway/1st Street in Stayton from Ida St to OR 22 

� Center Street in Salem UGB 

� State Street in Salem UGB 

� Lancaster Drive in Salem UGB 

 

The implications of being part of the NHS are not completely clear at this time.  Marion County is 

part of a multi-disciplinary working group formed to work through the issues surrounding 

expansion of the NHS to include all principal arterials. This process is expected to include a 

complete review of functional classification based on FHWA guidelines to be released in 2013 and 

will likely result in some facilities being downgraded and removed from the NHS.   
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5.1.2 Physical Characteristics 

 

This complete inventory of rural County-maintained roads and non-County maintained roads 

(Local Access Roads) is included in Appendix B.  The inventory includes characteristics such as 

existing traffic volumes, surface type, pavement width, right-of-way width, pavement condition, 

and functional classification.  This section provides a summary of the physical features that were 

evaluated for each roadway segment listed in the inventory. 

 

Length of the segment and beginning and ending milepoints 

Lengths were computed from the milepost system currently in place on the road network.   

 

Number of travel lanes 

This is the total number of through travel lanes on a segment regardless of the direction of 

travel flow. 

 

Widths of the shoulders and travel surface 

The total width of the actual travel surface was measured and the respective widths of the 

left and right shoulders were also recorded. 

 

Surface type of the travel surface and shoulders 

The surface type (paved or gravel) was recorded. 

 

Width of the right-of-way (ROW Width) 

Right-of-way widths vary considerably along a roadway and from one road to another.  

Accurate information is difficult to find due to the age of documentation and the number 

of right-of-way dedications that occurred on individual parcels over the last several years.  

The width recorded in the inventory is the best average figure that could be obtained for 

each segment. This information is used for planning purposes only and should not be used 

where a high level of accuracy is required. Consult the Marion County Surveyor’s Office 

for official information. 

 

Pavement condition 

Marion County has been using a pavement management program since the late 1980s and 

found it very successful in managing our paved roads. It uses a pavement condition rating 

system with five categories:  very good, good, fair, poor, and very poor. These general 

ratings are based on a Pavement Condition Index (PCI) that reflects the type, severity, and 

amount of pavement distress (such as cracking, potholes, etc). The PCI is continually 

updated and provides us with a rating of a section of pavement as it changes over time.  

Figure 5-4 shows the existing pavement condition for Marion County roadways outside of 

urban areas. The breakdown of mileage in each of the classes of pavement condition is 

shown in Table 5-4.  Also included in this table is the mileage of gravel-surfaced roads 

maintained by the County. 
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Table 5-4 

Rural Road Surface Types and Conditions 
 

 
 

            SURFACE CONDITIONS 

PAVEMENT 

CONDITION 

INDEX (PCI) 

 
 

MILES 

 
% OF TOTAL 

RURAL MILES  

 
            Paved Surfaces: 

                 Very Good 

                 Good 

                 Fair 

                 Poor 

                 Very Poor 

 

            Gravel Surfaces: 

    

            TOTAL 

 

90 to 100 

70 to 89 

50 to 69 

25 to 49 

1 to 24 

 

 
 

26 

472 

174 

109 

11 

 

193 

 
985 

 
 

2.5% 

48% 

18.% 

11% 

1% 

 

19.5.% 
 

100% 

     
Note:  Pavement condition survey conducted in 2012, including those pavement enhancement projects completed in 2012. 

 
Recognizing that arterials and collectors receive more use than lower-class roadways, 

separate tables are maintained for these facilities; this data is shown in Table 5-5: 

 

Table 5-5 

Pavement Condition for Arterials and Collectors 

 
 

PAVEMENT 

CONDITION (pci) 

ARTERIAL 

MILEAGE 

ARTERIAL 

PERCENTAGE 

COLLECTOR 

MILEAGE 

COLLECTOR 

PERCENTAGE 

Very Good (90 to 100) 

Good (70 to 89) 

Fair (50 to 69) 

Poor (25 to 49) 

Very Poor (1 to 24) 

2 

68 

13 

3 

0 

2% 

80% 

14% 

4% 

0% 

18 

174 

78 

5 

2 

6% 

61% 

27% 

5% 

1% 

 

Table 5-6 provides a graphical representation of the PCI comparison between the 2012 

RTSP and the 1998 and 2005 TSP’s.  Note that the PCI rating system changed between 

1998 and 2005, and has remained consistent since. 
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Table 5-6 

 

Pavement Condition Index (PCI)
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5.1.3 Truck Routes 
 

There are currently only two truck routes posted in rural Marion County. The first is on the north 

side of Silverton and includes Monitor Road, Hobart Road, and Mt. Angel Highway. The second 

connects with a route in Stayton and includes Golf Club Road, Wilco Road, and Shaff Road.  

Portions of both of these truck routes are inside the urban growth boundaries of these cities.  Many 

cities have designated truck routes within their city.  In addition to these posted routes, there are 

several unofficial routes that are used by truck traffic on a regular basis.  

 

There are also rural locations where “No Through Trucks” prohibitions have been posted to 

address specific truck-related problems. These include: 

• The Silverton area (Quall Road, Forest Ridge Road, Madrona Heights Drive, Evans 

Valley Road, and Valley View Road);  

• The northern part of the county in a small residential community (Cessna Street, Piper 

Street, and Mooney Avenue) between Boones Ferry Road and Wilsonville-Hubbard Hwy;  

• Butteville Road between Ehlen Road and Highway 219. 

 

5.1.4 Bridges 

 

There are 145 bridges maintained by Marion County. Of these, 16 are in urban areas and the 

remaining 129 are in rural areas. All bridges are thoroughly inspected every two years by the 

Oregon Department of Transportation utilizing their PONTIS reporting system and given a 

sufficiency rating. The sufficiency rating is a number on a scale from zero to 100 that represents 

the overall condition of the structure; the higher the rating, the better the condition of the bridge.  

The bridges in Marion County span ratings from a low of 12.5 to a high of 100. These ratings are 

summarized in Table 5-7.  The bridge locations by bridge sufficiency range are shown on 

             Figure 5-5.  Table 5-8 provides a graphical comparison of bridge conditions from 2005 to 2012.  

 

Table 5-7 

County Bridge Sufficiency Ratings 

 

SUFFICIENCY RATING RANGE  
NUMBER OF 

BRIDGES 
PERCENTAGE 

90.1 to 100 32 22% 

80.1 to 90 32 22% 

70.1 to 80 30 21% 

60.1 to 70 23 16% 

50.1 to 60 16 11% 

40.1 to 50 7 5% 

30.1 to 40 2 1% 

Less than 30 3 2% 
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Table 5-8 

Marion County Bridges - Historic Sufficiency Ratings
(1998 data unavailable)
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Bridges are also assigned an operating rating. This rating is used to determine whether overweight 

trucks can receive a permit to cross the bridge and if any requirements will be placed on their use 

of the bridge. A complete inventory of County bridges is shown in Appendix C. Six bridges are 

presently restricted to certain maximum vehicle weights or dimensions. Table 5-9 lists the weight 

and/or height restrictions of these bridges and shows the functional class of the roadway crossing 

that bridge. 
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Table 5-9 

Restricted County Bridges 

 

 
FACILITY 

 
OVER 

 
RESTRICTION 

 
FUNCTIONAL CLASS 

 
Gallon House Road 

(Covered Bridge) 

 
Abiqua Creek 

 
Weight 19 Ton 

Height 14' 2" 

One Lane Bridge 

 
Local 

Silverton Road Little Pudding River 
20 to 40 Ton (Depending 
on Configuration) 

Principal Arterial, NHS 

 
*Labish Center Road 

 
Little Pudding River 

 
Weight 40 Ton 

 
Minor Collector 

 
Rambler Drive 

 
Little Pudding River 

 
Weight 40 Ton 

 
Local 

 
River Road S 

 
Willamette River 

 
Weight 40 Ton 

 
Arterial 

**Wipper Road SE Perrin Irrigation Canal Weight  3 Ton Major Collector 

 *No longer on ODOT bridge inspection report due to changes in reporting criteria – location is  

   less than 20’ span 

 **Scheduled replacement in 2013-14 

 

5.1.5 Other Road Restrictions 

 

There are four other structures that place restrictions on County roads. These are railroad bridges 

that create height restrictions of 9' 4", 11' 0", 12' 3", and 12' 9". These structures are on Riverdale 

Road, Riverside Road, River Road S, and River Road S, respectively. All four are on the mainline 

owned by Portland and Western Railroad. In addition to height restrictions, these bridges create 

very sharp curves and narrow roadways at their undercrossings.   

 

Table 5-9a 

Other Road Restrictions 

 

 
FACILITY 

 
RAILLINE 

 
RESTRICTION 

 
FUNCTIONAL CLASS 

 
Riverdale Rd RR Bridge 

 
Portland & Western 

 
Height 9’4" 

 

 
Local 

Riverside Rd RR Bridge Portland & Western 
Height 11’0" 

 
Minor Collector 

 
River Rd S RR Bridge 

 
Portland & Western 

 
Height 12’3" 

 

 
Arterial 

 
River Rd S RR Bridge 

 
Portland & Western 

 
Height 12’9" 

 

 
Arterial 

 

Marion County has various roadways that are restricted to statutory lengths for vehicle 

combinations.  They are referred to as ‘red routes’.  In addition, there are locations where weight is 

restricted as segments of roadway.  These restrictions are shown on the map in Figure 5-6.   
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5.2 BICYCLE AND PEDESTRIAN FACILITIES 

 

Due to the rural nature of most of the County, the majority of facilities outside the urban areas do not have 

bicycle and pedestrian facilities. Commuting along the rural County roadway system by bicycle is fairly 

rare due to large distances between population and employment centers.   

 

However, Marion County has strived over a period of several years to add paved shoulders to many of the 

County arterials to fill a combined role of providing safety shoulders along with creating areas for bicycle 

and pedestrian use. In order to extend the number of roadway miles with paved shoulders, due to limited 

funds, the County sometimes constructed three- or four-foot paved shoulders rather than five-foot 

shoulders most desirable for bicyclists. This approach has been very popular with cyclists and motorists 

alike because it is a good compromise between design ideals and cost of construction that maximizes the 

usefulness of our rural roads. Often, a three-foot shoulder can be relatively easy to construct while 

construction of a five- or six-foot shoulder would require extensive construction work to move utilities and 

roadside ditches. The locations of paved shoulders on the rural system are shown on Figure 5-7. In 

addition, one location where a designated bike facility exists in the rural area is also included. This 

particular facility, on Grim Road, serves a high school, middle school and elementary school clustered on a 

half-mile segment of road. Table 5-10 summarizes the number of miles of County rural roadway that have 

paved shoulders greater than 2.5 feet in width.  That being said, roughly 4 percent of rural paved roads 

have shoulders four feet or wider, and almost 13 percent have shoulders 2.5 feet or wider. In recent years, 

limited resources have restricted the ability to add paved shoulders, and are likely to restrict the ability to 

add paved shoulders in the foreseeable future unless additional funding is located. 
 

Table 5-10 

 Rural Paved Shoulder Mileage 

 

 
FUNCTIONAL 

CLASSIFICATION 

 

PAVED SHOULDERS 

 2.5 TO 4 FEET WIDE  

 

PAVED SHOULDERS 

 4 FEET AND WIDER  

 

TOTAL MILES 

PAVED SHOULDERS 

 
   Arterial 

   Major Collector 

   Minor Collector 

   Local 

 

   TOTAL 

 
41.5 mi 

31.6 mi 

3.9 mi 

2.4 mi 

 

79.4 mi 

 
32.0 mi 

0.0 mi 

0.0 mi 

0.2 mi 

 

32.2 mi 

 
73.5 mi 

31.6 mi 

3.9 mi 

2.6 mi 

 

111.6 mi 

 

 

Sidewalks are even more limited in the rural areas than paved shoulders. Most efforts to add sidewalks and 

walkways are concentrated in the urban areas. In rural areas, sidewalks appear primarily in a small number 

of rural residential developments, such as mobile home villages and subdivisions, and in unincorporated 

communities such as Brooks and Monitor. They generally have been placed by developers only on those 

roads within the development and typically do not connect with facilities on the higher classed road 

network. Several existing pieces of sidewalk are identified on Figure 5-7 and a detailed inventory can be 

found in Appendix D. 

 

One element of bicycle use that has increased in recent years is recreational cycling, including organized 

rides and road races. The varied terrain, rural beauty, relatively low traffic volume, and well-maintained 

roads make this area a top attraction for cycling groups from around the state to hold their annual events. 

These events attract several thousand cyclists to the County each year as well as thousands of spectators 
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and family members.  Pedestrian activities tend to be more limited in scope, though recreational and fitness 

walks and runs are also very popular in the area.   

 

The Oregon Parks and Recreation Department has designated the Willamette Valley Scenic Bikeway, a 

130-mile route along existing roads from Champoeg State Park (in northern Marion County) to Eugene.  

From its starting point in Champoeg Park, the route follows Champoeg Road, Riverside Drive, Blanchet 

Road, River Road, Matheny Road, Wheatland Road, to Willamette Mission State Park, then crossing via 

the Wheatland Ferry into Yamhill County.  An alternate route follows Wheatland Road and Ravena Drive 

to Windsor Island Road into Keizer and Salem, and River Road from Salem to the Independence Bridge 

over the Willamette River, and Riverside Road and Buena Vista Roads from the Independence Bridge to 

the Buena Vista Ferry crossing into Polk County.  Marion County portions of the route are shown on 

Figure 5-7.  
 

5.3 TRAFFIC OPERATIONS 

 

A description of traffic operations in the County consists of an inventory of traffic control devices and lane 

channelization, a survey of traffic volumes and levels-of-service, and a survey of crash locations. 

 

5.3.1 Intersection Traffic Control and Lane Channelization 

 

Intersection traffic control in rural Marion County includes traffic signals (many at intersections 

with state highways), overhead flashers, multi-way stops, two-way stops, and some uncontrolled 

intersections. Figure 5-8 shows the location of these traffic control devices in the rural County. 

 

5.3.1a  School Related Traffic Control Devices 

 

Traffic conditions near schools can directly affect the safety of school children walking, biking, 

and to some degree, being driven to school.  School signing, including School Speed 20 reduced 

speed zones where appropriate, are signed in accordance with the federal Manual of Uniform 

Traffic Control Devices. By state statute, reduced speed school zones must be signed one of three 

ways, depending upon location and usage.  These laws require that drivers read each sign legend 

and react accordingly. On rural, high speed roadways, driver compliance in general is very low 

with School Speed 20 zones. Except when activity occurs very near the roadway, drivers do not 

see the need to slow to 20 mph. It is also very difficult to get drivers to slow from 55 mph to 20 

mph for short distances. To improve compliance at these zones, the County has installed school 

flashing beacons at a number of school speed zone locations. These beacons have two primary 

benefits. They are much more obvious to the typical motorist thereby increasing awareness of the 

posted zones, and they reduce the number of hours of the day that drivers need to reduce their 

speed when adjacent to school grounds. Both these benefits improve compliance and school area 

safety to some degree.  Flashing beacons are installed along school frontages and/or at crosswalk 

locations. 
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Marion County has installed flashing yellow beacons at twelve schools on County Roads, the most 

recent of which have come on line in September 2012. Funding only allows a few locations to be 

improved each year.  Of the twelve locations, only two are in the rural County.  Those are listed 

below in Table 5-11.  The ten locations within the urban areas are listed in the Urban Strategy 

companion document of the 2012 Rural Transportation System Plan Update, 

 

Table 5-11 

Marion County School Flashing Beacon Locations 

 

ROAD NAME TYPE SCHOOL USED BY 

Cascade Highway NE Along school frontage Evergreen Elementary 

Parrish Gap Road SE Along school frontage Cloverdale Elementary 

 

 

5.3.2 Daily Traffic Volumes 

 

Traffic volume data has been collected on Marion County roadways for many years. As a result, 

actual counts or estimates are available for all roads in the County system. The data is typically 

collected via road tube on weekdays from May to October. The County is counted on a four-year 

cycle.  In addition, vehicle classification counts are taken on most arterials and major collectors in 

the County and provide valuable data on road usage by different classes of vehicles from 

motorcycles to multi-axle truck configurations. The Oregon Department of Transportation also 

conducts regular traffic counts on State Highways. Figure 5-9 illustrates the range of weekday 

daily traffic found on County Roads and State Highways.  In order to gain an understanding of 

traffic volume trends as they relate to the functional classification of roadways, the use of vehicle 

miles traveled (VMT) along County roadways is helpful.  In Marion County’s roadway inventory, 

all County roads are divided into segments that are short enough to have consistent traffic flow 

throughout the segment.  In order to calculate the VMT, one multiplies the length of the segment 

by the number of vehicles traveling on it daily.  In order to find the total VMT on a roadway 

network, one adds together all the vehicle miles traveled on each road segment in that network.  

The pie chart below depicts the percent of VMT throughout rural Marion County based on 

functional classification.  

 

As stated previously, Marion County has approximately 985 miles of rural County roads (outside 

UGBs), with a total of about 1,028,000 daily vehicle miles traveled (based on 2011 data).  County 

maintained roads within the UGBs and City limits include approximately 140 miles, with a total of 

about 359,000 daily vehicle miles traveled (based on 2011 data).  Therefore the total number of 

VMT on County roads is approximately 1,387,000 daily vehicle miles traveled, compared to 

1,475,000 daily vehicle miles traveled as recorded in the 2005 TSP Update.  This represents nearly 

a 6% decrease in VMT on County maintained roads.  This can be attributed to factors such as a 

general overall downturn in the economy and very high fuel prices at times since 2005.  It also 

may be a result of increased awareness of various Transportation Demand Management (TDM) 

strategies – alternate modes of transportation, ride-share, etc. 
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Chart of Vehicle Miles Traveled (VMT) Percent by Functional Classification 

Collector

38.7%

Local

16.8%

Arterial

44.6%

 
5.3.3 Peak Hour Traffic Volumes 

 

Peak hour turning movement counts were obtained in 1994 for most major intersections in the 

County for the 2005 Rural Transportation System Plan (RTSP) Update. Several major County 

intersections were reanalyzed for the 2012 RTSP using afternoon peak hour turning movement 

counts collected in 2012.  The large volume of data precludes including the turning movement 

count data in this document.  However, it is available through the Public Works Department. This 

count information, along with traffic control and lane configuration detail, was used to evaluate 

how well those intersections are operating at present. 

 

5.3.4 Capacity:  Level-of-Service (LOS) and Volume to Capacity (V/C) Ratios 

 

Capacity describes the ability of a transportation facility to carry a certain number of vehicles or 

people. It is an important tool that allows engineers and planners to determine what potential 

improvements are likely to become necessary. These improvements will vary, but include such 

things as adding travel or turning lanes, installing traffic signals, and planning new roadways to 

accommodate growth in traffic. The capacity of a roadway or intersection is specific to that 

location and traffic characteristics. It is also important to know the capacity of both a segment of 

roadway (i.e., between intersections) as well as its intersections, to fully assess the needs of the 

transportation system.       

 

Level-Of-Service (LOS) is a concept that is used to measure the quality of flow on or through a 

facility. It attempts to grade the amount of delay that a motorist must experience while traveling 

through an intersection or the level of congestion on a segment of roadway. This delay includes 

such elements as travel time, number of stops, total amount of stopped delay, amount of time spent 

following slower vehicles, and impediments caused by other vehicles. The level of service (LOS) 

is designated by a letter grade from A to F where LOS A represents free-flowing traffic with little 

or no delay, and LOS F represents severe congestion. The actual process to determine LOS is quite 

detailed, and will be applied to road sections as capacity issues become significant. The Levels of 

Service calculated here are approximate planning-level calculations.
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The Volume-to-Capacity ratio (V/C) is the ratio of the demand flow to the capacity of a given 

facility. Essentially, the V/C ratio represents the percentage of the available capacity of the facility 

that is being used by the traffic.   

 

LOS and V/C are used to measure how well components of the transportation system are 

functioning. Table 5-12 lists the range of volume-to-capacity ratios used to estimate the LOS (for 

two lane highway segments) and provides operational characteristics for each of the six levels-of-

service. A thorough description of Level of Service concepts can be found in the Transportation 

Research Board’s Highway Capacity Manual, 2010 (or subsequent editions). 

 

Table 5-12 

Road Segment Level-of-Service Characteristics 

 
 
LOS 

 
APPROX. V/C 

 
OPERATIONAL CHARACTERISTICS (FOR TWO-LANE ROADWAY) 

SECTION)  
LOS 

A 

 
0.00 - 0.12 

 
Motorists are able to drive at their desired speed.  Without strict speed limit 

enforcement, average speeds would approach or exceed 60 mph.  Drivers have 

opportunities to pass other motorists almost on demand.  Almost no platoons (groups) 

of three or more vehicles are observed.  Drivers would spend no more than 30 percent 

of the time following slower vehicles. 

 
LOS 

B 

 
0.13 - 0.24 

 
Speeds of 55 mph or slightly higher are expected on level terrain.  Passing 

opportunities needed to maintain desired speeds are still available although not as 

often as LOS A.  Some platoons of three or more are observed.  Drivers spend up to 

45 percent of the time following slower vehicles. 

 
LOS 

C 

 
0.25 - 0.40 

 
Average speed still exceeds 52 mph on level terrain.  Passing starts to become 

difficult.  Platoons begin to get longer or start to link up with one another.  While 

traffic flow is stable, it is becoming susceptible to congestion due to turning traffic 

and slow-moving vehicles.  Drivers are following up to 60 percent of the time. 

 
LOS 

D 

 
0.41 - 0.60 

 
Traffic flow begins to become unstable although speeds of 50 mph can still be 

maintained under ideal conditions.  Passing becomes extremely difficult.  Platoon 

sizes of 5 to 10 vehicles are common.  Turning vehicles or roadside distractions cause 

major shockwaves in the traffic stream.  Drivers are following up to 75 percent of the 

time. 

 
LOS 

E 

 
0.61 - 0.90 

 
Speeds will drop below 50 mph, even under ideal conditions.  On segments with less 

than ideal conditions, average travel speeds will be slower, as low as 25 mph on 

sustained upgrades.  Passing is virtually impossible.  Platooning becomes intense 

when slower vehicles or other interruptions are encountered.  Drivers are following 

more than 75 percent of the time. 

 
LOS 

F 

 
0.91 and above  

 
Represents heavy congestion or breakdowns in traffic flow.  Traffic demand exceeds 

capacity, with traffic volumes lower than capacity and traffic speeds below capacity 

speed.  Drivers are virtually always stuck behind slower vehicles. 

    

Note: LOS characteristics taken from Transportation Research Board, Highway Capacity Manual, Special Report 209, 1994 for two-

lane highway sections. 

 

For the rural road segments throughout Marion County, LOS and V/C were calculated using 

Average Daily Traffic (ADT).  These results have been included in the roadway inventory in 

Appendix B. With few exceptions, most segments of rural County roadway operate at an 
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acceptable LOS B or better. The typical V/C ratios are well under 0.24, which indicates the 

facilities could easily carry more traffic between intersections. A total of 26.5 miles of road have 

LOS C and 4.9 miles have LOS D. No roadway segments have a level-of-service worse than LOS 

D, although some are close. In 2005, a total of 20.9 miles of road had LOS C and 4.6 miles had 

LOS D, indicating that the road segments are experiencing a small increase in congestion, but are 

still considered acceptable. Table 5-13 includes those roads that have LOS D. The County 

considers LOS D or better to be acceptable for roadway segments in rural areas 

 

Table 5-13 

Marion County Roadway Segments with LOS D 

(Rural) 

   
 
LOS D 

 
SEGMENT 

 
MILES  

 
Arndt Road 

 

Cordon Road 

Brooklake Road 

Brooklake Road 

Brooklake Road 

Ehlen Road 

 

 
Wilsonville-Hubbard Hwy to Airport Road (Clackamas 

Co. Line) 

Near Caplinger Rd to Silverton Rd 

SPRR Crossing to Hwy 99E 

Huff Ave to West of I-5 interchange 

Vicinity of I-5 interchange 

Vicinity of I-5 Interchange 

TOTAL 

 
0.3 

 

3.7 

0.3 

0.2 

0.3 

0.1 

 

4.9 

 

 

Intersections, however, are the locations where capacity and levels-of-service are more quickly 

degraded.  This is due to the negative influence that traffic control devices and conflicts in 

vehicular movements has on the ability to quickly move vehicles past a location. 

 

LOS has also been calculated at 158 rural intersections throughout the County and the results are 

shown on Figure 5-10. The LOS calculated for the 1998 and the 2005 RTSP’s are reported here in 

many locations. However, updated calculations based on 2011-2012 data were completed for 

several selected intersections on rural county roads (particularly those intersections with higher 

traffic volumes). Table 5-14 summarizes the results for the rural intersections and provides a 

comparison of LOS in 2005. In rural areas, the County considers LOS D or better to be acceptable 

for signalized and four-way stop intersections and LOS E or better for other unsignalized 

intersections.  
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Table 5-14 

Rural Intersection Level-of-Service (LOS) 

 
 
     LOS 

 
 A 

 
 B 

 
 C 

 
 D 

 
 E 

 
 F 

 
2005 Rural (%) 

2012 Rural (%) 

 
 86 (62%) 

 83 (53%) 

 
 31 (22%) 

 35 (22%) 

 
 14 (10%) 

 22 (14%) 

 
 4 (3%) 

 11 (7%) 

 
 3 (2%) 

 1 (1%) 

 
 1 (1%) 

 6 (4%) 

  

These numbers show that most major rural intersections perform very well with almost 75 percent 

of the locations analyzed operating at LOS A or B. Of the 40 rural locations that operate at LOS C 

or lower, 15 involve State Highways. For the 25 that are on the County system, 10 are immediately 

adjacent to the Salem urban area (i.e., on Cordon Road).  

  

When comparing the LOS information from this 2012 update with the 2005 update, the traffic 

situation (as described by LOS) is getting worse, although at a slower rate than observed during 

the period between 1998 and 2005.  Generally speaking, traffic volumes are increasing throughout 

rural Marion County. Some intersections are starting to exhibit capacity issues associated with 

these increasing traffic volumes. In the aftermath of the global financial crisis of 2007-2008 and a 

challenging economic climate, funding levels have not been sufficient to ‘keep up’ with these 

increasing capacity issues, and the County has had to prioritize improvements to use its limited 

resources on the most pressing needs. As current rates of traffic volume growth continue, we will 

see many more intersections with capacity issues. While intersections with LOS C or D are 

considered to meet standards, their performance is not as good the LOS A or B that residents and 

drivers have become accustomed to in many locations. Thus, if current traffic volume growth and 

transportation funding patterns continue, drivers can expect to encounter much more traffic and 

delay in their travels. 

 

Table 5-15 shows eight rural intersections (non-State Highway) currently operating at LOS D or 

worse (similar to the 2005 update). Although a LOS D is considered to be an acceptable level-of-

service, it is considered the point at which capacity-related issues begin to occur. It should be 

noted that most locations operating at LOS D or worse are part of ongoing analyses for potential 

traffic control changes in order to improve traffic operations or address safety issues. 
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Table 5-15 

Intersections Operating at LOS D or worse 

 
 
   INTERSECTION 2012 LOS (2005 LOS) EXISTING TRAFFIC CONTROL 

 
   Cordon Rd at Swegle Rd 

 
F (F) 

 
Two-way stop 

 
   Cordon Rd at Auburn Rd 

 
F (E) 

 
Two-way stop 

 
   Arndt Rd at Airport Rd 

 
D (F) 

 
Signalized 

 
   Cordon Rd at Pennsylvania Ave 

 
D (D) 

 
One-way stop (tee-intersection) 

 
   Brush Creek Rd at Silverton Rd 

 
D (C) 

 
Two-way stop 

 
   Boones Ferry Rd at Ehlen Rd 

 
D (D) 

 
Two-way stop 

 
   Bents Rd at Ehlen Rd 

 
D (E) 

 
One-way stop (tee-intersection) 

   Cordon Rd at Carolina Ave D (D) One-way stop (tee-intersection) 

       

 

   5.3.5 Crash Experience 

 

In order to get an idea of potential safety projects, it is important to understand the locations on the 

transportation system that are susceptible to crashes. There are multiple sources one can obtain 

crash data to prepare a crash analysis. For this report, only the crash data submitted to the State 

was considered for a three year period 2008-2010.  That said, the total number of crashes reported 

during the three year analysis period throughout Marion County (city, county, and state facilities) 

has decreased approximately 12% as compared to the previous TSP analysis period (2001-2003).  

This downward trend mimics the statewide crash trends, which are down 14% over the same time 

frame.  Fatalities have decreased by 20% throughout Marion County and also statewide. 

Historically speaking, crashes reported throughout Marion County have comprised roughly 8.5% 

of all statewide crashes. This percentage mirrors the state population trend, as Marion County 

comprises approximately 8.2% of the State of Oregon’s population. This overall downward trend 

is due, in part, to safety improvements at several locations, reduced levels of travel due to a very 

slow economic growth period, strategic law enforcement efforts, increased public awareness, and 

ultimately, the unpredictable nature of crash activity over time due to the many variables involved 

in most crashes.   

 

The frequency of crashes on rural County Roads (including at intersections with State Highways) 

was evaluated to help determine possible problem areas. The number of crashes that occurred at 

specific locations on County roads were counted for the three-year period from January 1, 2008 

through Dec 31, 2010. Crash severity did not receive special consideration in this part of the 

analysis, but is considered in more detail when potential improvement projects are identified and 

evaluated.  Table 5-16 provides a summary of the number of locations on County roadways with 

three or more total crashes over the three-year period.  Figure 5-11 shows the locations where 

three or more crashes were recorded. 

 

Total crash numbers, by themselves, only tell us the amount of activity at a given location.  A 

busier roadway would be expected to have more crashes because of the larger number of vehicles 
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and potential conflicts.  A better way of evaluating whether the number of crashes has exceeded an 

expected or typical level is to look at the crash rate.  Crash rates depict the number of crashes per 

entering vehicles, and are displayed as crashes per million entering vehicles (MEV).  This number 

can then be compared to average rates for a given type of facility to see which locations are 

experiencing a higher or lower rate of collisions than a typical road in that category.    The 

statewide crash rate in Oregon for rural, non-freeway, roadways in 2010 was 0.77 crashes per 

MEV.  Table 5-17 provides a summary of the number of locations on County roadways with three 

or more crashes and a crash rate greater than 0.77 crashes per MEV.  Figure 5-12 shows the 

locations that met these criteria. 

 

Although not all of these locations can be improved by a safety project, this map provides a useful 

tool in identifying locations that should, at least, be evaluated for possible safety, or other, 

improvements.  It should also be noted that improvements have already been made at some 

locations and that future crash data is necessary to evaluate the full benefits of these 

improvements. 
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Table 5-16 

Rural County Roads – Locations with three or more crashes 
 

COUNTY ROADS ONLY - NO. OF CRASHES  

 (JAN 2008 - DEC 2010) 

NO. OF 

LOCATIONS 

3 to 5 26 

6 to 9 9 

10 or more 6 

Locations with 10 or more crashes Number of Crashes 

  Cordon Rd and State St 26 

  Cordon Rd and Sunnyview Rd  18 

  Cordon Rd and Silverton Rd  17 

  Cordon Rd and Center St 16 

  Cordon Rd and Swegle Rd 13 

  River Rd and Clearlake/Quinaby Rds 10 

COUNTY ROADS INTERSECTING STATE HWYS  - NO. 

OF CRASHES (JAN 2008 - DEC 2010) 

NO. OF 

LOCATIONS 

3 to 5 7 

6 to 9 11 

10 or more 7 

Locations with 10 or more crashes Number of Crashes 

I-5 at Ehlen Rd Interchange 29 

Wilsonville-Hubbard Hwy at Ehlen Rd & Boones Ferry Rd 17 

*Oregon 99E at Belle Passi 15 

I-5 at Delaney Rd 15 

Oregon 214 and Hobart Rd 12 

Oregon 99E and Brooklake Rd 11 

I-5 at Brooklake Rd Interchange 11 

 

* Safety improvements have been constructed during the analysis period; it is anticipated the number  

   of crash incidences will be reduced in future analyses 
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Table 5-17 

Rural County Roads – Locations with three or more crashes AND crash rate greater than 

0.77 crashes per million entering vehicles (MEV)  

 

COUNTY ROADS ONLY - NO. OF CRASHES  

 (JAN 2008 - DEC 2010) 
NO. OF LOCATIONS  

3 to 5 10 

6 to 9 3 

10 or more 3 

Locations with 10 or more crashes  
Number of Crashes / Rate 

per MEV 

  Cordon Rd and State St 26 / 1.11 

  Cordon Rd and Sunnyview Rd  18 / 0.91 

  River Rd and Clearlake/Quinaby Rds 10 / 2.54 

COUNTY ROADS INTERSECTING STATE HWYS  - NO. 

OF CRASHES (JAN 2008 - DEC 2010) 
NO. OF LOCATIONS  

3 to 5 0 

6 to 9 7 

10 or more 5 

Locations with 10 or more crashes 
Number of Crashes / Rate 

per MEV 

I-5 at Ehlen Rd Interchange 29 / 0.93 

Wilsonville-Hubbard Hwy at Ehlen Rd & Boones Ferry Rd 17 / 0.84 

*Oregon 99E at Belle Passi 15 / 1.13 

I-5 at Delaney Rd Interchange 15 / 1.21 

Oregon 214 and Hobart Rd 12 / 1.31 

 

* Safety improvements have been constructed during the analysis period; it is anticipated the number  

  of crash incidences will be reduced in future analyses 

 

Generally speaking, many of the locations that have historically exhibited higher crash numbers 

are once again showing up in the crash analysis.  However, the number of locations that are 

experiencing crash rates of 0.77 MEV or greater have been reduced substantially since the 1998 

and 2005 RTSP updates.  The graph in Table 5-18 provides a historic comparison of the number 

of high crash locations on rural Marion County roads from previous RTSP analyses periods 

(excluding County roads that intersect State Highways).   
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Table 5-18 

Rural County Road High Crash Rate - Historic Comparison

(Three or more crashes + greater than a 0.77 million entering vehicle crash rate)
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5.3.6 Interstate 5 and Oregon 22 Detour Routes 

 

Interstate 5 (I-5), a major national and state transportation corridor, passes through Marion County. 

 Average annual daily traffic volumes on this portion of I-5 range from 57,000 to 83,000.  These 

traffic volumes are ten to twenty times higher than typical traffic volumes on County arterials.  

Unfortunately, emergencies do occur that make it necessary to close I-5 and divert traffic onto 

other State highways and County roads.  Detour routes are shown on Figure 5-13.  When one of 

these detour routes is used, it is typically for relatively short time periods of two to six hours. 

During these detours, volumes on these roads are far greater than under normal operating 

conditions.  This detouring of traffic often has a detrimental affect on communities surrounding 

the detour route during and immediately after the detour.  When identifying, evaluating, and 

prioritizing potential projects, the use of it for a detour route is taken into consideration.  Some 

minor improvements (such as signs, alternate signal timing, and gravel aprons to help trucks turn) 

have already been made on these routes because they serve as detour routes. 
 

Detour routes have also been identified for Oregon 22, a major state highway of ‘Statewide’ 

significance.  While these detours do not involve the magnitude of traffic that an I-5 detour does, 

they do cause times of unusually high traffic volume on the detour routes.  Some of these detour 

routes are also used on a regular basis by trucks (classified as heavy haul loads), which must 

detour around height-restricted bridges on Oregon 22.  Currently, there are four bridges between 

Aumsville and Salem that are height-restricted.  A project to increase the vertical clearance on 

Oregon 22 is planned for 2012-2013.  This project will reduce the amount of large commercial 

truck traffic that must utilize adjacent County facilities to transport their goods. 
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5.4 PUBLIC TRANSPORTATION PROVIDERS 

 

In 1996, the Mid-Willamette Valley Council of Governments performed a study for Marion County with 

the purpose of making recommendations regarding a rural County public transportation system.  Some 

updates have been made to that list to reflect changes that have occurred since then.  Table 5-19 lists 

transportation providers that have service within Marion County.  Figure 5-14 depicts transit routes 

throughout Marion County. 

  

Table 5-19 

Public Transportation Providers 

 
 
INTER-CITY FIXED ROUTE SYSTEMS 

 

     P Chemeketa Area Regional Transportation System 

     P South Metro Area Rapid Transit 

     P           Canby Area Transit 

 

INTRA-CITY FIXED ROUTE SYSTEMS 

 

     P Salem Keizer Transit 

     P Woodburn Transit System (with paratransit dial-a-ride) 

 

PARATRANSIT PROVIDERS 

 

     P Wheels - Oregon Housing & Associated Services 

     P Wheels of Joy (Dial-A-Ride in Sublimity/Stayton area) 

     P Catholic Community Services/Mt. Angel Developmental Programs 

     P Silverton Hospital CareVan (Dial-A-Ride for medical purposes only) 

     P Willamette Valley Medical Transport 

   

OTHER PUBLIC TRANSPORTATION PROVIDERS 

 

     P Silver Trolley 

     P Mid-Columbia Bus Company 

     P HUT Airport Shuttle 

     P Valley Van Pool 

     P           Valley Retriever 

     P Greyhound Bus Lines 

     P Amtrak Rail Service 

     P Amtrak Thruway Bus Service 

     P Taxi Service in Woodburn, Silverton, and Salem/Keizer  

 
 

 

 

In addition to these providers, Cherriots Rideshare, managed by Salem-Keizer Transit provides 

ridematching for Carpools and Vanpools, provides guidance on transit options in the region and supports 

safe bicycling and walking. They also assist with creating and promoting employer commute trip reduction 

programs. The region also has a variety of Park and Ride locations on the outer edges of the main cities or 

in more suburban areas. This option allows commuters and other people travelling into areas of dense 

employment (such as Portland, Eugene or Salem) to leave their vehicles parked during the day and transfer 

to a bus, carpool or vanpool. 
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 5.4.1  Salem-Keizer Transit 

 

Transit in Salem-Keizer is provided by Salem-Keizer Transit (SKT), operating under the name 

“Cherriots” within the cities of Salem and Keizer, and under the name “Chemeketa Area Regional 

Transportation System” (CARTS) in greater Marion and Polk Counties. In addition to fixed routes, 

SKT provides other services including Cherriots Rideshare, CherryLift and CARTS Flex Routes. 

 

5.4.1.1 Cherriots 

 

Cherriots operates 22 bus routes in Salem and Keizer, one express bus route to 

Wilsonville, and one bus route to Grande Ronde.  Ridership on Cherriots routes has 

decreased between 2008-2011, likely due to service changes implemented in 2009 that 

eliminated Saturday service, reduced service hours and redesigned the network of 

routes.   

 

5.4.1.2 CARTS (Chemeketa Area Regional Transportation System) 

 

The Chemeketa Area Transportation System (CARTS) was formed in 2001 to provide transit 

service to the nonurban areas of Marion and Polk Counties. It was originally operated under the 

authority of ORS 190, which authorizes local governments to form intergovernmental entities. 

Polk, Marion and Yamhill Counties, along with Salem-Keizer Transit were the members in the 

agreement. In 2006 governance changed and Polk and Marion County signed an 

intergovernmental agreement directly with Salem-Keizer Transit for the operations of CARTS.  

 

CARTS Service is provided Monday through Friday in Marion County through three deviated-

fixed routes, one flex route and one general public dial-a-ride. The deviated fixed routes operate 

on a fixed schedule with regular stops, but are able to deviate up to ¾ of a mile to pick up 

passengers when requested. All buses are lift equipped and have bicycle racks. 

 

� Route 10 travels between Woodburn and Salem with stops in Gervais and Brooks. There are 

four round trips per day. The bus stops at both Chemeketa Community College and the 

Transit Mall in Salem. Ridership for 2011-2012 was 14,666.   

   

� Route 20 goes between Silverton and Salem with stops in Mt. Angel twice a day. There are 

four round trips per day. The bus stops at both Chemeketa Community College and the 

Transit Mall in Salem. Ridership for 2011-2012 was 13,652. 

 

� Route 30 runs from Gates to Salem and back and with stops in Mill City, Lyons, Mehama, 

Stayton, Sublimity, Aumsville and Turner. There are three round trips per day. The bus 

stops at the Transit Mall in Salem. Ridership for 2011-2012 was 17,126. 

 

� The CARTS flex-route is a curb-to-curb service that picks up passengers who have made a 

reservation at least 24 hours in advance and takes them to any destination in Mt. Angel, 

Woodburn and Silverton. The bus is scheduled to spend a set amount of time in each city, 

picking up and dropping off passengers, before traveling on to the next city. This route stays 

in the north Marion County region and does not come into Salem. Ridership for 2011-2012 

was 2,025. 



DRAFT  1/9/2013                                   CHAPTER 5 - FACILITY INVENTORY AND CONDITIONS 
 

 

 
MARION COUNTY PUBLIC WORKS  5 - 25        

 

� The South Marion County region has a dial-a-ride that travels between Turner, Aumsville, 

Sublimity and Stayton. The dial-a-ride is similar to the flex route but there are no set times 

for the bus to be in each city. The route depends are where riders have scheduled trips. 

Ridership for 2011-2012 was 2,091. 

 

Funding comes from sources listed in  Table 5-20. All figures are for the fiscal year 2012: 

 

Table 5-20 

2012 Funding  

 

Federal 5310 For transportation services to seniors & people with disabilities $577,695 

Federal 5311 For general rural transportation $238,067 

State STF For transportation services to seniors & people with disabilities $229,489 

Fares Full fare: $2.00, Reduced fare (youth, seniors, disabled): $1.25 $107,435 

 

5.4.1.3  Public Rideshare Programs – Cherriots Rideshare 

 

The Regional Rideshare Program originated in 1975 and continues to serve commuters, students 

and residents that live or work in Polk, Marion and Yamhill Counties. Cherriots Rideshare, 

managed by Salem-Keizer Transit provides ride matching for Carpools and Vanpools, provides 

guidance on transit options in the region and supports safe bicycling and walking. They also 

assist with creating and promoting employer commute trip reduction programs. Cherriots 

Rideshare promotes using alternatives to the single-occupant vehicle, thereby reducing vehicle 

miles traveled, growth in parking demand, traffic congestion, energy consumption, and auto 

emissions in the Mid-Willamette Valley region. They also supplement regional transit service by 

providing viable options for commuters with origins or destinations in Marion, Polk and Yamhill 

Counties. 

 

The Regional Park-and-Ride/Pool System is a collection of locations at which individuals can 

park their vehicles or be dropped off.   From there, individuals can transfer to a transit system, 

carpool, or vanpool.  In some instances, individuals can even bike or walk to their destination 

from a park-and-ride/pool location.  These locations can be either designated with signs and 

various other amenities, or they may be very informal.  Those located in, or close to, the Salem 

urban area may be served by transit whereas those in the rural areas tend to serve long distance 

commuters who participate in carpools or vanpools.  These rural locations tend to be located 

near intersections with freeways or other major facilities that are easily accessed by commuting 

traffic. 

 

In 1994, the Mid-Willamette Valley Council of Governments inventoried all the significant 

park-and-ride/pool facilities that serve the greater Salem area.  Of the 16 sites inventoried, they 

found two rural designated sites and three rural informal sites in Marion County.  The two 

designated sites are at Delaney Road at Interstate 5, and Cascade Highway at Oregon 22.  The 

informal sites include Brooklake Road at Interstate 5, Silver Falls Highway at Oregon 22, and 

Joseph Street at Oregon 22.  Since the inventory, the Joseph Street site was upgraded as part of a 

construction project on Oregon 22, and the park-and-ride location removed; a park-and-ride 

facility near Shaw Highway at Oregon 22 was designated, but never constructed; and an 

additional park-and-ride facility was designated and constructed on Mill Creek Road near the 
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Golf Club Road/Oregon 22 interchange. A transit and park-and-ride facility is planned for the I-

5/Oregon 214 (Woodburn) Interchange as part of the interchange reconstruction project.  

 

5.4.2  SMART (South Metro Area Rapid Transit) 

 

Service to Wilsonville, in Clackamas County, is provided by SMART (South Metro Area Rapid 

Transit), which runs two buses southbound in the peak periods and three buses northbound in the 

morning and two in the evening.  Service is between Wilsonville and the downtown Salem transit 

center.  While this service is mainly targeted at the work commuter going between Wilsonville and 

Salem-Keizer, SMART does provide a link to the rest of the Portland Metropolitan Area with its 

service to the Barbur Transit Center in Portland, where it meets several Tri-Met bus routes.  

Salem-Keizer Transit is working with SMART and recently added four bus trips between Salem-

Keizer and Wilsonville.  The trips, which started in fiscal year 2002-3, target work trips in the 

opposite direction of the existing service.  Programs also include Dial-a-Ride, Park-and-Ride, and 

Ride Share. 

 

 

5.4.4 Canby Area Transit (CAT) 

 

Canby Area Transit (CAT) provides commuter bus services to Woodburn, Aurora, Hubbard, 

Wilsonville, and Oregon City; and a general public dial-a-ride program within the city limits of 

Canby.  Starting October 2012, fares are $1 per ride.  CAT riders can connect to CARTS at the 

Woodburn Transit Center. 

 

5.4.5 Westside Express Service (WES) Commuter Rail 

  

Westside Express Service (WES), Oregon’s first commuter rail service, opened in February 2009. 

 It connects Beaverton to Wilsonville and to the MAX Light Rail, which is operated by TriMet.  It 

connects with other transit providers:  CAT, SMART, and Cherriots (Salem-Keizer Transit).   
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5.5  RAIL SERVICE AND GRADE CROSSINGS 

 

There are two major railroad mainlines and two short lines in Marion County.  These lines and their 

ownership are shown on Figure 5-15.  One of these mainlines is the primary north-south line along the 

West Coast, and is owned by Union Pacific Railroad (UPRR).  This line runs south out of Portland along 

the east side of the Willamette River through Oregon City and Canby, has 45 miles in Marion County, 

passing through Aurora, Hubbard, Woodburn, Gervais, Salem, Turner, and Jefferson.  It continues south 

through the Willamette Valley, crosses the Cascade Mountains, and continues south through California.  It 

is very heavily used for freight shipments, with long freight trains running at frequent intervals.  This line 

is primarily used for long-distance freight movement, as the high volume of rail traffic along this line 

severely reduces the feasibility of serving individual shippers along it.  This rail line also carries three 

northbound and southbound Amtrak passenger trains daily.  Amtrak also runs ‘throughway’ bus service 

along this corridor to supplement the frequency of service provided by the trains. 

 

The second line has 42.4 miles in Marion County and is owned and operated by Portland & Western 

Railroad (which is owned by the Genessee & Wyoming Railroad).  This line crosses the Willamette River 

south of Wilsonville, enters Marion County near Butteville, then runs through Donald, west of Woodburn, 

through Keizer and Salem, then south along the Willamette River into Linn County.  The line within 

Marion County is currently only used for freight movements, and this freight traffic is increasing.  A spur 

line runs west from this line to the Morse Brothers gravel operation north of Keizer. It is pertinent to note 

that commuter rail service started in 2009 from Wilsonville (approx 3 miles north of Marion County) to 

Beaverton.   

 

Willamette Valley Railway Company (WVR) leases two short lines from Union Pacific Railroad (UPRR).  

The first short line runs south from the UPRR mainline in Woodburn, running 30.8 miles through Mt. 

Angel, Silverton, and Aumsville to the Norpac food-packaging plant in Stayton.  Other shippers include 

Wilco Farm Supply and Red Built Engineered Wood Products in Stayton, Pepsi Northwest in Mt. Angel 

and Bruce-Pac in Woodburn.  The line south of State Street is temporarily closed due to storm damage.  It 

is unknown if and when repairs will be made.  The entire line currently operates in an ‘excepted track’ 

status, which minimizes maintenance costs, but means that passenger travel is not allowed on this line and 

freight movements must be made at very low speeds (maximum 10 mph).  Freight activity on this line has 

been decreasing in recent years due to the downturn in the economy.  Willamette Valley Railway is 

seeking to improve this line for faster track speeds, and is also considering the possibility of running 

excursion or passenger trains along this line. 

 

The second short line is called the Geer Branch and runs 3.5 miles west off the first short line towards (but 

no longer into) the Salem urban area.  A portion of this line inside the City of Salem has been abandoned 

and removed.  This line is currently only used for rail car storage.   

 

The 2001 Oregon Rail Plan has identified several funding needs on the Portland & Western and 

Willamette Valley Railways, to be met by the appropriate railroad, with possible assistance through grant 

funding.  These needs include rail renewal, bridge repair, cross tie renewal, and turnout renewal on the 

Portland & Western line, and rail, cross tie, and turnout renewal on the Willamette Valley Railway.  

Completion of a substantial amount of these improvements would allow faster train speeds along these 

tracks, and could allow for passenger travel. 

 

The opportunity exists for multimodal shipping terminals that would better connect rail with other modes 

of transportation (such as trucking) by allowing goods to be transferred between trains and trucks, and thus 

improve the efficiency of the Marion County freight transportation network. 

 

With almost 122 miles of track, there are nearly 200 public rail crossings and numerous other private 

crossings within the boundaries of Marion County.   Well over half of these public crossings are within the 
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various urban areas or on State highways, leaving 67 crossings in the rural areas that are within Marion 

County’s jurisdiction.  Table 5-21 summarizes the number of crossings on each line and the type of traffic 

control that is present at each, with the 2005 number in parenthesis.  Since 2005, all rural uncontrolled 

crossings under Marion County jurisdictions have been replaced as controlled crossings.  One new signal 

with gates replaced the uncontrolled crossing on Butteville Rd south of St. Paul Highway along the 

Portland and Western (P&W) line.  Other changes in the number of crossings with signals and gates are 

due to updated inventory data and not actual new installations. However, at the time of this update, a 

project to install a signal with gates on St. Louis Road near Tesch Lane, also along the P&W line, is in the 

planning stages (currently stop controlled).  Each crossing is also identified on Figure 5-12.  It is also 

worth noting that Marion County works in partnership with ODOT and other rail stakeholders to ensure all 

non-County maintained roadways at rail crossings have appropriate traffic control devices at these 

locations not listed in Table 5-21 or Figure 5-15. 

 

Table 5-21 

Traffic Control at Rural Railroad Crossings 
 

TRAFFIC CONTROL P&W SPRR/UPRR WVRR TOTAL 

 

Signals With Gates 

Stop / Yield Signs 

Crossbucks Only 

Ped-Only Crossing 

Bridges 

 

TOTAL 

2012 (2005) 

9 (7) 

17 (16) 

0 (1) 

0 (0) 

4 (4) 

 

30 (28) 

2012 (2005) 

11 (11) 

2 (2) 

0 

1 (1) 

1 (0) 

 

15 (16) 

2012 (2005) 

3 (2) 

19 (11) 

0 (9) 

0 (0) 

0 (0) 

 

22 (23) 

2012 (2005) 

23 (20) 

38 (29) 

0 (10) 

1 (1) 

5 (4) 

 

67 (66) 
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5.6 AIR SERVICE 

 

Facilities in Marion County that accommodate air travel include two public airports (Salem and Aurora), 

fifteen private airstrips, one Army National Guard heliport, and seven private heliports. Table 5-22 

contains a full listing of these facilities along with their location, runway dimensions, surface type, and 

public/private status.  

 

Table 5-22 

Airports and Heliports in Marion County 
 

AIRPORT / HELIPORT LOCATION 
RUNWAY 

DIMENSIONS 

RUNWAY 

SURFACE 

PUBLIC / 

PRIVATE 

Army National Guard Heliport East Side of McNary Field NA Asphalt Private 

Art Brandt Airport 2 MI N  of Jefferson 2000’ x 80’ Turf Private 

Aurora State Airport 1 MI NW  of Aurora 5004’ x 100’ Asphalt Public 

Columbia Heliport 2 MI NW of Aurora 100’ x 50’ Asphalt Private 

Curtright Airfield 3.5 MI NE of Jefferson 1800’ x 40’ Asphalt Private 

Davidson Field Airport 6 MI NW  of Jefferson 2500’ x 100’ Turf Private 

Elkins Heliport 5 MI S  of Salem 50’ x 50’ Turf Private 

Finney Lake Airport 10 MI N  of Salem 2200’ x 100’ Turf Private 

Flying E Aerodrome 3 MI W  of Aumsville 2300’ x 45’ Turf Private 

Gilmour Agricultural Airport 5 MI NW  of Jefferson 1800’ x 60’ Turf Private 

Harchenko Industrial Airport 2 MI N  of Brooks 2290’ x 75’ Asphalt-Gravel Private 

Hatch Airport 4 MI SW  of Stayton 2500’ x 50’ Gravel Private 

Hollin Airport 3 MI NE  of Brooks 1750’ x 80’ Turf Private 

Iron Crown Airport 3.5 MI SE  of Silverton 2000’ x 50’ Turf Private 

Leedardi Air Field  6 MI NE  of Salem 2000’ x 70’ Turf Private 

McGee Airport 2 MI W  of Donald 1900’ x 60’ Turf Private 

PGE Salem Heliport N edge of Salem 48’ x 48’ Asphalt Private 

Reforestation Services 

Heliport 
S Edge of Salem 100’ x 40’ Gravel Private 

Salem Municipal-McNary 

Field 
SE Edge of Salem 5811’ x 150 Asphalt Public 

Salem Hospital Heliport 1 MI NE of Salem 50’ x 50’ Mats Private 

Santiam Memorial Hospital 

Heliport 
1 MI NE  of Stayton 75’ x 75’ Asphalt Private 

Smith Private Airport 1 MI S  of Brooks 2500’ x 60’ Turf Private 

South Hill Heliport 1 MI S  of Brooks 60’ x 60’ Asphalt Private 

Stuart’s Airport 6 MI S  of Salem 1000’ x 30’ Turf Private 

Wagoner Airport 7 MI S  of Salem 800’ x 75’ Turf Private 

Wenger’s Flying W Airport 5 MI NE  of Salem 1500’ x 30’ Turf Private 

Weyerhaeuser-Jefferson 

Heliport 
6 MI E  of Jefferson 112’ x 100’ Gravel Private 
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5.7 WATER TRANSPORTATION 

 

The Willamette River, along the west boundary of Marion County, is the only waterway considered, or 

potentially, navigable in or adjacent to the County. The County has approximately 66 miles of frontage on 

the Willamette. The current regulatory status of the Willamette is an authorized six-foot channel of 

unspecified width extending from Oregon City to the mouth of the Santiam River. All of the County’s 

frontage lies within this section. While the authorized channel indicates the potential for navigability, this 

channel has not been maintained for quite some time.  Dredging ceased many years ago because its cost 

was greater than the resulting benefit. Extensive additional sedimentation has occurred since then, making 

dredging even more costly. Thus, while the potential does exist for the Willamette to be used for freight 

and passenger transportation, such navigability is not likely to be maintained by a government agency.   

 

During the 1970s, waterborne commerce on the Willamette River between Portland and the Yamhill River 

(mile 56, just south of Newberg) increased, particularly below Oregon City, while traffic above the 

Yamhill River (such as towards the Salem area) decreased significantly. As a result, in 1973, the U.S. 

Army Corps of Engineers reduced dredging activity above the Yamhill River to minimal maintenance 

dredging and commercial traffic has not moved above the Yamhill River since that time. There has been no 

maintenance dredging above the Yamhill River since 1977. As of December 1, 2011, the United States 

Army Corps of Engineers has changed the status of the Willamette Falls Locks from a “caretaker status” to 

a “non-operational status”, citing excessive corrosion with the potential for failure.  Because the 

Willamette Falls Locks have primarily a recreational lock since the 1970’s, the funding priority has been 

deemed low by the Corps and thus will be closed indefinitely at the time of this report. 

 

A U.S. Army Corps of Engineers study was conducted in 1979 to determine the feasibility of maintaining a 

3.5-foot deep channel from the Yamhill River to Corvallis. The annual cost of this dredging would be $1.2 

million (1979 dollars), and it was determined that the project would not produce a net national benefit.  

The lack of clamoring by potential shippers for maintenance of such a channel reinforces the lack of 

economic feasibility of this channel maintenance.  Environmental concerns are also a factor.   

 

However, the possibility of waterborne freight and passenger movement on the Willamette does exist. It is 

possible that, during the timeframe of this plan, one or several commercial operations may become 

interested in the economic benefits that barge transportation offers. It is also possible that one or several 

commercial operations may become interested in operating excursion boats on large portions of the 

Willamette. It is possible that these economic benefits and opportunities may outweigh the costs of 

dredging such that maintaining a channel on part of the Willamette along Marion County becomes cost 

effective for them. Marion County would be supportive of such efforts to privately fund channel 

maintenance, provided environmental and other issues can be reasonably satisfied. 

 

While there are shoals (portions of shallow water) and bars that block vessels during low water times 

(typically during the peak summer boating season), portions of the river between these bars are navigable.  

A sternwheeler excursion boat, the Willamette Queen, operates lunch, dinner, and sightseeing cruises in 

the vicinity of Salem. These cruises operate between Keizer (approx. river mile 81) and Eola (Western 

edge of West Salem, approx. river mile 88). Extensive recreational use of the river occurs near the various 

launching ramps and docks available at either side. However, the existence of shoaling and gravel bars 

makes use of the Willamette difficult for extended trips, such as those trips that would be necessary for 

freight transport to be feasible. Vessels (such as the excursion boat) can be brought upstream and/or sent 

downstream during the high water times that typically occur during the winter. However, since shoaling 

precludes long-distance travel by these vessels during most of the peak summer boating season, they 
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sometimes must wait for a few months if a long distance trip becomes necessary. 

 

Construction of dams upstream has been effective for flood control, but limits the natural flow of spring 

floodwater that would naturally flush accumulated sediment out of the channel. While it is possible to 

move boats when flow levels are high, this is not a dependable mode of travel. Any dredging done to 

accomplish the opening of a channel would likely need to be repeated on a yearly basis as sediment 

accumulates. Thus, dredging would be quite costly to maintain, and these costs would likely be 

compounded by environmental impacts and issues that would need to be dealt with. At this time, dredging 

for purposes of longitudinal river travel would not be an efficient use of County funds.   

 

  5.7.1 Ferries 

 

Waterway crossings of the Willamette River in Marion County includes two ferries that provide 

shuttle service to the public: the Wheatland Ferry and the Buena Vista Ferry. Table 5-23 describes 

each of these ferries. 

 

Table 5-23 

Marion County Ferries 
   

 
OPERATION 

 
WHEATLAND FERRY 

 
BUENA VISTA FERRY 

 
Operation: 

 
Year Round  (closed on Christmas 

and Thanksgiving) Closes when 

river levels reach 15.8’ 

 
Year Round (closed on Christmas 

and Thanksgiving) Closes when 

river levels reach 15.8’ 

 
Hours: 

 
Daily:  5:30 am to 9:45 pm 

 
Daily: 7:00 am to 7:00 pm 

Capacity: 9 cars - 80,000 lbs max 6 vehicles – 80,000 lbs max 

 
Crossing Time (one-way): 

 
2.0 min 

 
4.0 min 

 

   

The Wheatland Ferry is the larger of the two ferries and provides service to and from rural Yamhill 

County. It is mutually owned by Marion and Yamhill Counties.  Operating expenses are also shared 

between Marion and Yamhill Counties, however, the ferry is operated by Marion County.  It 

crosses the Willamette River and is located at the end of Matheny Road approximately five miles 

north of the City of Keizer. The ferry was built in 2002 and is operated by two on-board electric 

motors using overhead power. The ferry is also attached to a steel cable system overhead to keep 

the ferry in its intended path. The ferry operates daily for most of the year. It does not operate on 

Christmas day and Thanksgiving Day, closes for a number of days in the winter due to high water, 

and is also sometimes closed due to weather conditions or maintenance requirements. The capacity 

is nine cars and 50 passengers per trip, totaling 80,000 lbs.  Annual ridership of the ferry is 

approximately 250,000 vehicles and a small number of cyclists and foot passengers.  This is up 

from roughly 225,000 vehicles in 2005.  The small increase in ridership could be attributed to many 

factors – decreased crossing times, an overall increase in vehicular volumes, and an increased 

awareness of the ferry operation. 
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The Buena Vista Ferry, located at the end of Buena Vista Road in southwest Marion County, 

connects Marion and Polk counties across the Willamette River just south of Independence.    

Founded in 1852, Buena Vista Ferry is one of the oldest continuous operating ferries in the state.  

The 1955 ferry was replaced in 2011 using over $3,000,000 in federal funding as part of the 

American Recovery and Reinvestment Act of 2009 (ARRA).  The new ferry is powered by 

overhead electric power replacing the previous diesel generator. In addition to improved capacity 

and efficiency, the replacement project included improvements to the ferry termini approaches.  

This ferry is also attached to a steel cable system to keep the ferry on an appropriate path. While the 

Buena Vista Ferry has significantly lower vehicle use than the Wheatland Ferry it now operates year 

round, river levels permitting.  Its operation is also susceptible to the impacts of the weather, river, 

and maintenance operations. The capacity of the Buena Vista Ferry is six cars and 50 passengers 

per trip, totaling 80,000 lbs. Annual ridership is approximately 20,000 vehicles and 3,000 cyclists 

and pedestrians.  It is a vital transportation facility for the farming community in the area, and as 

such, the Oregon Department of Transportation partners with Marion County to cover net operating 

costs.  Utilizing the ferry can save the end-user up to 40 miles (round-trip). 

 

There is at least one privately operated, low-budget ferry that transports goods and people to an 

island in the river near Newberg. There are also several powerlines and pipelines crossing the river 

at various locations. 
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5.8 PIPELINE SERVICE 

 

There are two major pipelines running through Marion County; a petroleum distribution line belonging to 

Sante Fe Pipeline Inc. (Kinder Morgan Energy) and a natural gas distribution line belonging to Northwest 

Pipeline Corp. Both pipelines run generally north and south through the County east of I-5. Northwest 

Natural Gas has a small network running through Salem to meet their customers’ needs as well as a 

recently constructed pipeline extension connecting to their Mist, OR reservoirs. All three companies have 

metering stations throughout the county. Details of each of the pipelines, including maps of their specific 

locations, are not provided for security reasons, as requested by the pipeline companies. Information about 

these pipelines is provided in Table 5-24.   

 

Table 5-24 

Pipelines in Marion County 

 

FEATURES 
SANTE FE PIPELINE INC 

(KINDER MORGAN ENERGY) 

WILLIAMS NORTHWEST 

PIPELINE CORP 

NORTHWEST NATURAL 

GAS 

Type: Petroleum Distribution Natural Gas Distribution Natural Gas Distribution 

Capacity: 40,000 barrels/day 60 million cu ft. / yr 
375 million standard cubic feet 

per year 

Pipeline Users: Chevron, Exxon, Texaco, others Northwest Natural Gas Co, Northwest Natural Gas Co. 

Starting Points: Portland Portland Mist, OR storage fields 

Ending Points: Albany and Eugene Grants Pass 
Molalla Gate on Williams 

Energy System Pipeline 

General Route: 
Generally parallel to I-5 on the eastside 

of I-5 

Generally parallel to I-5 on the 

eastside of I-5 

Generally along the north east 

corner of the county line. 

Future 

Expansion 

Plans: 

Possibly add another pipeline N of 

Salem to Bend depending on future 

demand 

No specific plans at this time No specific plans at this time 

 

The primary pipeline facilities in urban areas are associated with the City storm sewer, sanitary sewer, and 

water lines. The City of Salem transmits potable water from their supply facilities in Stayton (Geren Island) 

via two large transmission mains.  

 

 

5.9 UTILITY/COMMUNICATIONS SERVICE 

 

There are eight companies that provide land line telephone service to various areas of Marion County and 

four companies that provide cable television service. Wireless phone service and internet providers are 

rapidly growing communication industries.  Major providers include Cricket, Verizon Wireless, AT&T, T-

Mobile, Cingular, Nextel, and Sprint.  Appendix E provides maps showing the coverage areas of 

telephone, cable television, and electrical service providers in the County. In addition, several companies 

have fiberoptic communication lines running through County: MCI/Verizon Business, US West, Zayo 

Fiber Solutions, Level 3 Communications, and Light Speed Network. The locations of the primary 

fiberoptic lines are not shown for security reasons, as requested by the utility companies. The entire 

fiberoptic network is quite extensive and mapping all of the fiberoptic lines would be an extremely difficult 

task as many existing phone lines are in the process of being upgraded. As a result, the fiberoptic network 

is being expanded on a continuous basis.   
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CHAPTER 6: FUTURE TRAFFIC VOLUME DEMAND PROJECTIONS 

 

 

When planning ahead to address the needs of the transportation network, it is important to project the level 

of traffic that can be anticipated during the planning period and beyond. Population growth plays a key role 

in determining the needs of a transportation system. Generally, an increase in population results in an 

increase in the use of transportation facilities; which, in most cases, means more vehicles on the roadways. 

 For this reason, future population growth is often a good indicator of future increases in traffic volumes. 

To help paint this ‘picture’, population figures compiled by the U.S. Census Bureau, Portland State 

University Population Research Center, and projections developed by Marion County in coordination with 

the individual cities in Marion County were used.   

 

Based on this information, County staff has developed projections of what the future traffic volume will be 

for the major roadways within Marion County in the year 2032. These volumes project the anticipated 

demand for travel on each road assuming the roadway will have adequate capacity to handle this demand. 

We then identify locations where capacity problems are anticipated to develop during the 20-year 

timeframe of this plan, and these locations are described in Chapter 8. 

 

 

 6.1 POPULATION FORECAST 

  

Marion County is required by Oregon Revised Statute (ORS 195.036) to establish and maintain a 

population forecast for the urban areas and the unincorporated area of the county in coordination 

with the local cities. This forecast is used in maintaining and updating comprehensive plans. 

Marion County most recently adopted a population forecast for the year 2030 in October 2009.  

Previously, 2020 population projections were developed in cooperation with local governments 

and adopted by the County in October 1998. The adopted 2030 projections utilized population 

estimates for cities and counties provided by the Portland State University Population Research 

Center and the respective plans and studies of each of the cities.  For the larger cities of Salem, 

Keizer, Woodburn, Silverton and Stayton, PSU generated population estimates based on low, 

medium, and high growth scenarios that the cities may use in their planning efforts, for instance to 

consider the impact of different levels of potential future growth on the city’s provision of 

services. 

 

Amendments to the adopted population projections are reviewed and adopted on a periodic basis 

as new population data is made available and as cities require a 20-year forecast for use in their 

local planning efforts.  Marion County may address the population projections for all the cities and 

the unincorporated area of the county through a coordinated process to develop and adopt new 

2035 or 2040 population projections for use in updating comprehensive plans. 

 

In 1998, Marion County initiated a countywide Growth Management Project that resulted in the 

2002 adoption of an Urban Growth Management Framework that is part of the Urbanization 

Element of the Marion County Comprehensive Plan. The Framework is a coordinated planning 

strategy that provides the county and cities with a guide when considering urban expansion needs 
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and decisions in response to growth issues. It also contains long-range 2050 population forecasts 

that may be used to consider planning issues beyond the standard 20-year horizons of local plans.  

  

Table 6-1 shows the population figures counted in the 2000 and 2010 census and 2007 and 2010 

estimates from Portland State University for each city in Marion County, the unincorporated areas 

of the County, and the County as a whole. Also shown are the County’s adopted 2030 projections 

and average annual growth rate for the urban areas of the county, and the unincorporated area of 

the county, from 2010 to 2030.   

 

Table 6-1 

Population Projections for Marion County 

    
(1)
 Forecast Population 

(2)
 Marion County portion only (Salem and Keizer forecasts coordinated with SKATS and are portion of entire Salem/Keizer area forecast total) 

 (3)
 2010 Census number is PSU 2010 annual estimate. 

(4) 
The 2010 Census estimate for Salem/Keizer was made by first deriving an AAGR based on growth in the cities during the time between the 

PSU 2007 annual estimate and the 2010 census number.  Then, the derived AAGR was applied to the 2007 PSU annual estimate for the 

entire Salem/Keizer UGB to generate an estimated 2010 census number for the Marion County portion of the Salem/Keizer UGB. 
 

 

 

 

 

 

Jurisdiction 1990 2000 2007 
2010 

Census
3,4
 

2030
1
 

2010-2030 

Av Annual 

Growth 

Rate 

Marion County 228,516 284,834 311,070 315,335 410,245 1.20% 

Aumsville 1,660 2,989 3,300 3,584 5,706 2.20% 

Aurora 597 664 955 918 1,825 2.54% 

Detroit 331 262 265 202 371 1.70% 

Donald 314 607 995 979 2,034 3.20% 

Gates
2
 466 437 460 455 487 0.23% 

Gervais 999 1,923 2,250 2,464 4,597 2.80% 

Hubbard 1,901 2,458 3,095 3,173 4,718 1.85% 

Idanha
2
 160 131 145 145 170 0.63% 

Jefferson 1,810 2,488 2,590 3,098 5,121 2.44% 

Mill City
2
 309 316 328 330 367 0.53% 

Mt Angel 2,794 3,128 3,755 3,286 4,977 1.08% 

Salem/Keizer UGB
2
 146,560 185,796 201,391 206,444 261,484 1.12% 

St Paul 322 352 410 421 556 1.34% 

Scotts Mills 286 316 300 357 581 2.04% 

Silverton 5,932 7,610 9,205 9,222 14,418 1.92% 

Stayton 5,029 6,829 7,765 7,644 11,359 1.66% 

Sublimity 1,487 2,139 2,255 2,681 3,200 1.53% 

Turner 1,266 1,175 1,690 1,854 3,664 3.15% 

Woodburn 13,535 20,191 22,875 24,080 37,216 2.04% 

Unincorporated 42,758 45,023 47,041 43,998 47,394 0.19% 
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6.2 FUTURE TRAFFIC PROJECTIONS 

 

Future traffic volumes have been projected by County Staff for the year 2032. These projections are based 

on many factors, including: 

 

• Population projections for the areas served by the road 

• Anticipated growth of cities 

• Anticipated growth of business traffic on the road 

• Connections to recreation or tourist activities 

• Directness of the route 

• Character of the roadway 

• Anticipated transportation trends  

• Land development patterns 

 

As a reference, Figure 6-1 shows the existing traffic volumes on roadways in rural Marion County. This 

gives us a picture of the traffic volumes currently on the County road system today. 

 

Figure 6-2 shows projected future traffic volume demand on selected major rural roadways. The projected 

future traffic volumes have been used to identify roadway segments that could experience heavy traffic and 

unacceptable levels-of-service within the next 20 years if no improvements are made, such as transit 

improvements, Transportation System Management (TSM) and Transportation Demand Management 

(TDM) strategies, or roadway improvements. As it is not possible to predict the growth of a region with 

complete accuracy, future traffic projections will need to be updated regularly as more accurate and 

updated information becomes available.  The use of computer modeling was used in addition to historic 

growth rates collected by the County.  Use of computer modeling provides a more sophisticated approach 

to predict future traffic demand, in part, by taking into account future land use development that simple 

historic growth rates do not account for. 

 

It is important to note that these projections are for future traffic volume demand. This is our estimate of 

the number of drivers who would want to use that roadway in the year 2032. This would be equivalent to 

the projected traffic volume on that road if an adequate supply of roadway capacity is available. In some 

cases, roadway expansion would have to occur before these volumes of traffic could actually travel on that 

road. If sufficient capacity is not available, drivers would likely divert to other routes. If these other routes 

are not available, or if they also lack available capacity, some drivers may choose to make the trip to a 

different location, not make the trip, or reduce their visits to or business in the region.  

 

Figure 6-3 shows the anticipated growth in traffic volume demand on key roadways in Marion County as a 

percentage of the current traffic volume on the road. 

 

Table 6-2 shows the projected future traffic volume demand for Arterials, Major Collectors, and Strategic 

Corridors in Rural Marion County, including State Highways.  State Highway volumes and projections 

were obtained from ODOT.  1995 and 2004 volumes are also listed for reference. 

 

Twenty year traffic volumes are anticipated to increase on virtually all roadways in Marion County, and 

some key corridors are expected to see large increases in traffic volume. In some cases, key roadways and 

intersections currently do not have enough capacity to handle the amount of traffic that will want to use 

that road.   

 

JOgden
Line

JOgden
Line

JOgden
Line
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Table 6-2 

Projected Future Daily Traffic Volume Demand 

 

Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Airport Rd Ehlen Rd Arndt Rd 2100 2600 2800 3900 

Arndt Rd Oregon 551 Airport Rd 8200 12500 10900 14200 

Arndt Rd Boones Ferry Rd Oregon 551 2000 2400 2500 2500 

Aumsville Hwy Salem Witzel Rd 1800 2500 2800 6300 

Aumsville Hwy Witzel Rd Silver Falls Hwy 1700 1800 2400 3600 

Aumsville Hwy Silver Falls Hwy Aumsville 4200 4000 3600 4000 

Battle Creek Rd Delaney Rd Salem 1400 1700 1400 2200 

Brooklake Rd Wheatland Rd River Rd 2200 2500 2500 3400 

Brooklake Rd River Rd Huff Ave 7400 9300 8400 11300 

Brooklake Rd Huff Ave I-5 7000 12000 10600 18100 

Brooklake Rd I-5 Oregon 99E 5800 8200 7800 10000 

Brush Creek Rd Silverton Rd Hazelgreen Rd 1300 1800 1600 2200 

Butteville Rd Oregon 219 Donald 2300 2600 2500 3800 

Butteville Rd Donald Ehlen Rd 2300 2700 2800 4300 

Butteville Rd Gervais Oregon 219 2000 2600 2800 5300 

Cascade Hwy Stayton Oregon 22 8000 12500 12100 18300 

Cascade Hwy Oregon 22 Sublimity 7200 9000 10400 14700 

Cascade Hwy Sublimity Triumph Rd 3700 3900 3700 4800 

Cascade Hwy Triumph Rd Oregon 214 3400 3600 3200 4100 

Cascade Hwy Oregon 214 State St 2700 3400 3300 5300 

Cascade Hwy State St Sunnyview Rd 3100 3700 3700 5800 

Cascade Hwy Sunnyview Rd Kaufman Rd 3100 3700 3800 6000 

Cascade Hwy Kaufman Rd Paradise Alley 3600 4600 4700 8000 

Cordon Rd 
Caplinger Rd (Salem 

UGB) 
State St 10900 14000 12700 17800 

Cordon Rd State St Center St 13700 17000 16400 22300 

Cordon Rd Center St Sunnyview Rd 12500 16000 14900 20500 

Cordon Rd Sunnyview Rd Silverton Rd 10400 14500 13900 20600 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Cordon Rd Silverton Rd Hayesville Dr 5400 8000 7600 12300 

Cordon Rd Hayesville Dr Kale St 4300 7000 6200 10200 

Cordon Rd Kale St Hazelgreen Rd 3700 6400 5600 9700 

Deer Park Rd Culver Dr Gaffin Rd 2000 2600 2500 3700 

Delaney Rd Sunnyside Rd I-5 1600 2600 3000 5500 

Delaney Rd I-5 Battlecreek Rd 3000 3400 4200 6600 

Delaney Rd Battlecreek Rd Turner UGB 2450 2700 3300 4500 

Delaney Rd Turner UGB 3rd Street 2900 3000 2800 4300 

Ehlen Rd Donald Rd Butteville Rd 3000 6600 6500 10700 

Ehlen Rd Butteville Rd Bents Ct 5000 8600 8400 14900 

Ehlen Rd Bents Ct I-5 5800 9800 10100 17900 

Ehlen Rd I-5 Oregon 551 4100 7600 8300 13300 

Ehlen Rd Oregon 551 Aurora UGB 4800 8300 8500 13900 

Gaffin Rd Cordon Rd Oregon 22 2800 3800 4100 7500 

Golf Club Rd Oregon 22 Stayton UGB 9500 10000 10000 13200 

Hazelgreen Rd Salem UGB Cordon Rd 5600 6500 8300 11600 

Hazelgreen Rd Cordon Rd 62nd Ave 4100 5400 6300 12000 

Hazelgreen Rd 62nd Ave Howell Prairie Rd 3800 5000 5900 10000 

Hazelgreen Rd Howell Prairie Rd Shannon Rd 3100 3700 4300 7300 

Hazelgreen Rd Shannon Rd Brush Creek Rd 3400 4200 4300 6100 

Hazelgreen Rd Brush Creek Rd Mt. Angel Hwy 4300 5400 5200 7700 

Hazelgreen Rd Mt. Angel Hwy Silverton UGB 3100 3700 3200 3900 

Howell Prairie Rd Oregon 214 Jordon Rd 500 700 750 1400 

Howell Prairie Rd Jordon Rd Macleay Rd 800 900 1000 1100 

Howell Prairie Rd Macleay Rd State St 1200 1400 1400 1900 

Howell Prairie Rd State St Sunnyview Rd 2000 2400 2300 3000 

Howell Prairie Rd Sunnyview Rd Kaufman Rd 2200 2600 2800 3700 

Howell Prairie Rd Kaufman Rd Silverton Rd 1500 2000 2200 3500 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Howell Prairie Rd Silverton Rd Hazelgreen Rd 1500 2300 2700 5900 

Howell Prairie Rd Hazelgreen Rd Labish Center Rd 1500 1700 2100 2900 

Howell Prairie Rd Labish Center Rd Waconda Rd 1200 1400 1100 1600 

Howell Prairie Rd Waconda Rd 
Mt. Angel-Gervais 

Rd 
1100 1400 1300 2100 

Howell Prairie Rd Mt. Angel-Gervais Rd Monitor-McKee Rd 1500 1800 2200 2700 

Howell Prairie Rd Monitor-McKee Rd Oregon 99E 3000 3300 3100 4000 

Hylo Rd Liberty Rd Sunnyside Rd 1200 1700 1700 3300 

Jefferson-Marion 

Rd 
Jefferson City Limits Skelton Rd 2900 3000 2700 3200 

Jefferson-Marion 

Rd 
Skelton Rd Parrish Gap Rd 2500 2500 2300 2700 

Jefferson-Marion 

Rd 
Parrish Gap Rd Greens Bridge Rd 2100 2400 2100 2500 

Jefferson-Marion 

Rd 
Greens Bridge Rd Stayton Rd 2400 2500 2600 3200 

Jefferson-Scio Rd Jefferson UGB County Line 2500 2600 2500 3600 

Liberty Rd Salem Hylo Rd 3000 4000 3400 5200 

MacLeay Rd Cordon Rd Culver Dr 2800 3800 3400 5300 

MacLeay Rd Culver Dr 62nd Ave 1400 1800 1900 3100 

Marion Rd Stayton Rd Mac Robins Ln 1100 1100 1000 1200 

Marion Rd Mac Robbins Ln Darley Rd 1300 1300 1500 1800 

Marion Rd Darley Rd Shaff Rd 1700 1700 1600 1900 

Marion Rd Shaff Rd Bear Ln SE 2300 2000 1600 2200 

Marion Rd Bear Ln SE Mill Creek Rd 2600 2200 1800 2400 

Marion Rd Mill Creek Rd Turner UGB 4700 4300 3500 5900 

Matheny Rd Ferry Landing Wheatland Rd 1050 900 1000 1100 

Matheny Rd Wheatland Rd River Rd 690 800 700 1000 

McKay Rd Oregon 219 French Prairie Rd 3700 6800 7000 11500 

McKay Rd French Prairie Rd Arbor Grove Rd 3100 6500 6800 13800 

Meridian Rd Hobart Rd Downs Rd 1700 2000 2300 3300 

Meridian Rd Downs Rd E. College Rd 2400 2600 3200 4200 

Meridian Rd E. College Rd Marquam Rd 1800 2000 2200 2800 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Meridian Rd Marquam Rd 
Woodburn-Monitor 

Rd 
2000 2200 2300 3100 

Mill Creek Rd Marion Rd Aumsville 3100 2700 3600 4900 

Mill Creek Rd Aumsville Golf Club Rd 3700 3300 3300 4100 

Mt. Angel-Gervais 

Rd 
Oregon 99E Howell Prairie Rd 1400 2200 1500 2700 

Mt. Angel-Gervais 

Rd 
Howell Prairie Rd Mt. Angel 1300 1300 1400 2100 

Mt. Angel Hwy Hazelgreen Rd Mt. Angel 2500 3400 3100 5500 

Mt. Angel-Scotts 

Mills Rd 
Meridian Rd Oregon 213 2000 2200 2400 3000 

Mt. Angel-Scotts 

Mills Rd 
Oregon 213 Scotts Mills 1600 1800 1800 2300 

North Fork Rd Oregon 22 Pioneer Rd 1300 1500 1300 1400 

Orville Rd South River Rd Vitae Springs Rd 1300 1800 1600 2600 

River Rd Keizer City Limits Brooklake Rd 4900 5800 5500 8000 

River Rd Brooklake Rd Waconda Rd 4500 5100 5100 6600 

River Rd Waconda Rd French Prairie Rd 3900 4600 4900 6900 

River Rd French Prairie Rd Mahony Rd 2200 2500 2300 3000 

River Rd Mahony Rd Davidson Rd 2500 2800 2500 3100 

River Rd Davidson Rd St. Paul 2400 2600 3800 4900 

River Rd South Independence Bridge Orville Rd 3800 4700 4400 7100 

River Rd South Orville Rd Vitae Springs Rd 2400 2700 2700 3500 

River Rd South Vitae Springs Rd Sawmill Rd 2400 2800 2800 3900 

River Rd South Sawmill Rd Riverdale Rd 2500 2900 2800 3800 

River Rd South Riverdale Rd Salem 2900 3200 3200 4000 

Shaw Hwy Aumsville Oregon 22 3500 4500 4800 8000 

Shaw Hwy Oregon 22 Brownell Rd 1200 1600 2000 3900 

Shaw Hwy Brownell Rd Oregon 214 900 1000 1500 2000 

Silverton Rd Cordon Rd 72nd Ave 8900 11000 10200 15500 

Silverton Rd 72nd Ave Howell Prairie Rd 8100 10500 10300 15000 

Silverton Rd Howell Prairie Rd Shannon Rd 8200 10500 10200 15100 

Silverton Rd Shannon Rd Brush Creek Rd 8100 10500 10700 17200 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Silverton Rd Brush Creek Rd Silverton 7800 9500 9800 14000 

Skyline Rd Vitae Springs Rd Salem 3200 3600 3500 4400 

State St Cordon Rd 63rd Ave NE 3900 4700 5200 8000 

State St 63rd Ave NE Howell Prairie Rd 2400 3300 3700 5600 

Stayton Rd Jefferson-Marion Rd Woodpecker Dr 2100 2300 1800 2200 

Stayton Rd Woodpecker Dr W Stayton Rd 2500 2700 2300 3000 

Stayton Rd W Stayton Rd Stayton 3300 3800 3200 4600 

Sublimity Rd Golf Club Rd Sublimity 2000 3400 3700 7500 

Sunnyside Rd Delaney Rd Salem 1800 2500 3400 6500 

Sunnyview Rd Cordon Rd Hampden Ln 2800 3200 3100 4000 

Sunnyview Rd Hampden Ln Howell Prairie Rd 1800 2200 2100 3600 

Talbot Rd Buena Vista Rd Marlatt Rd 200 200 200 220 

Talbot Rd Marlatt Rd Jorgenson Rd 700 600 450 450 

Talbot Rd Jorgenson Rd I-5 900 800 900 900 

Talbot Rd I-5 Jefferson Hwy 1300 1600 1100 2400 

Turner Rd Turner City Limits Salem 5100 5700 4700 5400 

Vitae Springs Rd Orville Rd Skyline Rd 1600 2100 2100 3300 

Wheatland Rd Keizer Brooklake Rd 1700 2000 1700 2000 

Wheatland Rd Brooklake Rd Ferry 2000 2200 2200 2300 

Whiskey Hill Rd Hubbard Clackamas County 1900 2600 2300 3700 

Woodburn-Monitor 

Rd 
Oregon 214 Meridian Rd 1400 1500 1200 1400 

Woodburn-Monitor 

Rd 
Meridian Rd Clackamas County 2600 2800 3200 3600 

Yergen Rd Arbor Grove Rd Case Rd 3700 7400 7500 12300 

Yergen Rd Case Rd Donald Rd 3700 7600 8200 13400 

Interstate 5 Linn County Talbot Rd 50000 60100 56800 82400 

Interstate 5 Talbot Rd Ankeny Hill Rd 50100 60300 56900 81300 

Interstate 5 Ankeny Hill Rd Jefferson Hwy 49000 60300 56900 81300 

Interstate 5 Jefferson Hwy Delaney Rd 50100 62000 58700 94100 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Interstate 5 Delaney Rd Salem UGB 46900 58100 60600 95800 

Interstate 5 Salem UGB Brooklake Rd 71000 85800 88200 132600 

Interstate 5 Brooklake Rd Woodburn 68900 85300 83300 109300 

Interstate 5 Woodburn Ehlen Rd 64600 84000 83100 112500 

Interstate 5 Ehlen Rd Clackamas County 67400 86400 85500 116100 

Oregon 22 Salem UGB Joseph St 19700 23600 24500 35200 

Oregon 22 Joseph St Silver Falls Hwy 14400 22900 24200 34800 

Oregon 22 Silver Falls Hwy Aumsville 14100 20500 20900 27700 

Oregon 22 Aumsville Golf Club Rd 13800 20000 19100 29200 

Oregon 22 Golf Club Rd Cascade Hwy 10600 13300 13100 13600 

Oregon 22 Cascade Hwy 
Old Mehama Rd 

(west int) 
10000 12000 8200 8400 

Oregon 22 
Old Mehama Rd (west 

int) 
Oregon 226 9000 10500 8800 10100 

Oregon 22 Oregon 226 North Fork Rd 7100 7900 7300 9200 

Oregon 22 North Fork Rd Mill City 5300 6200 7000 7800 

Oregon 22 Mill City Gates 4800 5000 6000 7000 

Oregon 22 Gates Detroit 3800 4000 4600 4900 

Oregon 22 Detroit Idanha 3100 3600 4000 5600 

Oregon 22 Idanha Linn County 2800 3300 3800 4600 

Oregon 99E Clackamas County Ehlen Rd 13100 16000 13500 19400 

Oregon 99E Ehlen Rd 
Wilsonville-Hubbard 

Hwy 
7500 9500 7300 10300 

Oregon 99E 
Wilsonville-Hubbard 

Hwy 
Hubbard 12600 16500 13200 20400 

Oregon 99E Hubbard Woodburn 12000 16000 16700 20300 

Oregon 99E Woodburn Boones Ferry Rd 10000 12000 10100 14000 

Oregon 99E Boones Ferry Rd 
Mt. Angel-Gervais 

Rd 
8500 11600 10100 15900 

Oregon 99E Mt. Angel-Gervais Rd Waconda Rd 7900 11000 10000 15200 

Oregon 99E Waconda Rd Brooklake Rd 8800 11000 9900 14900 

Oregon 99E Brooklake Rd Quail St 9500 10600 8500 15600 

Oregon 99E Quail St Chemawa Rd 10900 11700 9300 17100 
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Corridor From To 

1995 Daily 

Volume 

2004 Daily 

Volume 

2011 Daily 

Volume 
2032 Daily 

Projection 

Oregon 211 Woodburn Clackamas County 6200 7200 6300 11800 

Oregon 213 Clackamas County Abiqua Rd 3000 3900 3900 6100 

Oregon 213 Abiqua Rd Silverton 4000 5200 5000 7600 

Oregon 214 I-5 Oregon 99E 16000 19000 19700 22400 

Oregon 214 Oregon 99E Elliot Prairie Rd 6500 7800 7100 10800 

Oregon 214 Elliot Prairie Rd Mt. Angel 5900 6400 5700 7600 

Oregon 214 Mt. Angel Silverton 5600 6200 6000 9100 

Oregon 214  

(Silver Falls Hwy) 
Oregon 22 Shaw Hwy 1250 1400 1400 1700 

Oregon 214  

(Silver Falls Hwy) 
Shaw Hwy Cascade Hwy 650 800 820 1100 

Oregon 214  

(Silver Falls Hwy) 
Cascade Hwy Silver Falls Park 600 650 550 800 

Oregon 214  

(Silver Falls Hwy) 
Silver Falls Park Drakes Rd 400 480 420 440 

Oregon 214  

(Silver Falls Hwy) 
Drakes Rd Forest Ridge Rd 1200 1400 1300 1500 

Oregon 214  

(Silver Falls Hwy) 
Forest Ridge Rd Silverton 2400 2600 2800 3600 

Oregon 219 Yamhill County Champoeg Rd 5900 8000 7500 11300 

Oregon 219 Champoeg Rd McKay Rd 5700 7500 7500 7500 

Oregon 219 McKay Rd St. Paul 2900 4100 3300 4700 

Oregon 219 St. Paul French Prairie Rd 1800 2200 1300 1400 

Oregon 219 French Prairie Rd Mahony Rd 2200 3100 2500 3100 

Oregon 219 Mahony Rd Arbor Grove Rd 2200 2600 1500 1900 

Oregon 219 Arbor Grove Rd Butteville Rd 2400 2800 2800 4100 

Oregon 219 Butteville Rd I-5 6000 8100 11200 14600 

Oregon 226 Linn County Oregon 22 4300 4900 3800 3900 

Wilsonville-

Hubbard Hwy 
Clackamas County Ehlen Rd 6700 9600 10300 17300 

Wilsonville-

Hubbard Hwy 
Ehlen Rd Oregon 99E 5200 7800 7700 11400 

Jefferson Hwy I-5 Ankeny Hill Rd 2000 2900 2900 4200 

Jefferson Hwy Ankeny Hill Rd Winter Creek Rd 2400 3400 3300 3300 

Jefferson Hwy Winter Creek Rd Talbot Rd 2000 3200 3100 4300 

Jefferson Hwy Talbot Rd Jefferson 4500 5000 4300 5000 
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6.1.1 Intersection Level-of-Service (LOS) in 2032 

 

Strategic intersections throughout Marion County were selected for a future level-of-service (LOS) 

analysis. The analysis was prepared by applying historic growth rates specific to the area near the 

intersection with the most recent traffic counts collected at that location.  When appropriate, 

historic growth rates were blended with the regional and Marion County forecasting model for 

further refinement.  Assumptions specific to each analysis may be obtained by contacting Marion 

County Public Works.  Table 6-3 lists those intersections that are anticipated to have a poor LOS 

(“E” or “F”) in the horizon year 2032.  Intersections in the urbanized areas are not included in this 

table.  They can be found in the Urban Strategy companion document.  It is presumed that an 

intersection operating at these levels-of-service in 2012 will continue to degrade unless mitigation 

measures are taken at those locations.  It is important to note that for two-way stop controlled 

intersections (and stop controlled tee-intersections) the LOS is defined by the movement that 

experiences the worst delay.  If a movement, such as a left turn across heavy through traffic, 

experiences considerable delay during peak periods, it is likely motorists will find alternate routes. 

 Therefore, in locations that experience significant delay on a particular movement, it is important 

to understand the underlying issue(s) prior to recommending mitigation.  Signalized intersections 

that experience poor LOS in the future may require timing adjustments (which is done in 

partnership with neighboring agencies) or additional capacity, such as turn lanes or additional 

through lanes.  Also, as part of an annual assessment, Marion County prepares a detailed Signal 

Warrant analysis for those unsignalized intersections that may warrant signalization in the future.  

Many of those locations are found in this list below.  A detailed description of LOS and other 

capacity-related terms can be found in Chapter 5. 
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Table 6-3 

Intersections Operating at Level of Sevice (LOS) E or worse* 

 

   INTERSECTION 2032 LOS (2012 LOS) EXISTING TRAFFIC CONTROL 

  Airport Rd at Ehlen Rd F (D) One-way stop (tee-intersection) 

  Arndt Rd at Airport Rd F (F) Signalized 

  Bents Rd at Ehlen Rd F (D) One-way stop (tee-intersection) 

  Boones Ferry Rd at Ehlen Rd E (D) Two-way stop 

  Brush Creek Rd at Silverton Rd F (D) Two-way stop 

  Cordon Rd at Auburn Rd F (F) Two-way stop 

  Cordon Rd at Carolina Av F (D) One-way stop (tee-intersection) 

  Cordon Rd at Center St E (C) Signalized 

  Cordon Rd at Gaffin Rd F (C) One-way stop (tee-intersection) 

  Cordon Rd at Hazelgreen Rd F (C) All-way stop 

  Cordon Rd at Herrin Rd F (D) One-way stop (tee-intersection) 

  Cordon Rd at Pennsylvania Ave F (D) One-way stop (tee-intersection) 

  Cordon Rd at Silverton Rd E (D) Signalized 

  Cordon Rd at State St F (D) Signalized 

  Cordon Rd at Sunnyview Rd F (D) Signalized 

  Cordon Rd at Swegle Rd F (F) Two-way stop 

  French Prairie Rd at McKay Rd F (C) Two-way stop 

  River Rd at Brooklake Rd F (C) All-way stop 

 

* This table does not include those intersections operating at poor levels-of-service that are within the Urban Areas (those 

locations can be found in the Urban Strategy) 
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CHAPTER 7:  DEVELOPMENT AND EVALUATION OF 20-YEAR 

STRATEGIES 

 

 

In the 1998 Rural Transportation System Plan this chapter defined the County’s strategy for future 

maintenance and improvement of our transportation systems. No substantial changes were made in the 

2005 update and this chapter is repeated here with no substantial changes, as the County’s strategy has not 

changed with this updated document. The goals and objectives presented in Chapter 4 were updated and 

reorganized and Table 7-1 was updated accordingly.  However, the County’s general transportation 

strategy of inter- and intra- County mobility still remains the best approach to reach our goals and 

objectives. 

 

7.1 DESCRIPTION OF STRATEGIES  

 

This chapter evaluates the strategies developed for the Transportation System Plan. As a starting point to 

arrive at suitable strategies, we reviewed several alternatives included in the Transportation Planning Rule 

Guidelines. A description of these are: 

 

7.1.1 No-Build Alternative 

This alternative is to show what would happen to our current system if no changes are made other 

than committed projects and improvements to existing services such as transit service. This 

alternative is not consistent with the policy direction of the Willamette Valley Transportation 

Strategy, Oregon Transportation Plan, and other policy actions at the State and regional level.  

However, it will still be considered for purposes of comparison. 

 

7.1.2 Transportation System Management (TSM) Alternative 

TSM focuses on maximizing the efficiency of the existing system and mitigating safety problems 

by implementing traffic control improvements, access management strategies, and land use 

controls. Although several TSM actions would be beneficial to the County, a TSM alternative by 

itself would not sufficiently address the farm-to-market and countywide transportation issues that 

the transportation system needs to address. 

 

7.1.3 Transportation Demand Management (TDM) Alternative 

TDM focuses on strategies to reduce or contain the demand for transportation facilities, especially 

during the peak periods of travel. TDM strategies include shifting work schedules away from peak 

periods, compressing the work schedules into fewer days, rideshare programs, telecommuting, and 

alternative modes such as transit, bicycling, and walking. This alternative is especially effective in 

managing commuter traffic. However, due to the rural nature of the County, an alternative based 

solely on TDM would not adequately address many of the farm-to-market, freight, and business 

needs of the County.  

 

7.1.4 Transit Alternative 

This alternative looks at providing transit service where none exists or at improving or expanding 

existing service. Transit service can include fixed route and para-transit service as well as park-



10/2/2012      CHAPTER 7 - DEVELOPMENT AND EVALUATION OF 20-YEAR STRATEGIES  

 

 
 

MARION COUNTY PUBLIC WORKS  7-2 

and-ride facilities along major bus routes. Marion County residential and employment areas 

outside of the Salem/Keizer urban area are not likely to achieve density levels high enough to 

support a fixed countywide transit system, with the exception of a few shuttle-type routes between 

cities. In addition, many of the existing and future transportation problems in the rural County are 

primarily safety related or involve short corridor capacity needs that transit improvements will only 

marginally improve. A public transportation feasibility study conducted by the Mid-Willamette 

Valley Council of Governments for this transportation plan recommends that the function of a 

transit system in Marion County should be to provide access from outlying cities to Salem for 

commuter and daily business travelers, and to improve para-transit service for County residents 

without other travel options to conduct personal business, seek medical services, or visit friends.  

As such, a transit-only alternative that focuses on developing a fixed route, countywide transit 

system would not be suitable for Marion County. Instead, recommendations from the MWVCOG 

transit study, which identified the need for commuter shuttles, have been incorporated as part of an 

overall transportation strategy. 

 

7.1.5 Roadway Improvement Alternative 

This alternative focuses on improvements to the existing system by providing capacity for cars, 

trucks, and buses. Some of the improvements could be large-scale roadway improvements and 

involve refinement studies. While many roadway improvements are needed in the County, an 

alternative that focuses only on roadway improvements would be short-sighted and would do little 

do promote alternative, more fuel-efficient and environmentally responsible modes of 

transportation. 

 

7.1.6 Land-Use Alternative 

Land use alternatives involve evaluating different land use scenarios, which would eliminate the 

need for new transportation facilities, while allowing population and employment growth to be 

accommodated. While minor, isolated changes in land use plans may be appropriate, large 

sweeping land use changes would be disruptive to the large areas of agricultural and forest 

resources that are critical to the character and prosperity of the County. For this reason, a land-use 

alternative by itself would not be an appropriate strategy for Marion County. 

 

7.1.7 Combination of Alternatives 

Combining the alternatives would optimize overall transportation system performance. As 

discussed above, it is unlikely that any one of the above alternatives by itself would be able to 

address the large number and varying nature of commuter and rural needs of County residents. In 

addition, there may be components of each of the above alternatives that are not physically or 

politically feasible, while other components may not adequately resolve issues or problems.  

Combining the alternatives allows the County to implement the most effective and feasible 

components from each. To combine alternatives, we developed nine conceptual strategies as 

follows: 

 

1. No Build Strategy    6. Build/Do as Much as Possible 

2. Build it All at Any Cost   7. Intra-County Mobility 

3. Inter-County Mobility   8. Perimeter Roads / New Development Patterns 

4. Farm to Market    9. Intra- / Inter-County Mobility 

5. Leave the Car at Home    
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7.2 STRATEGY EVALUATION 

 

Each of the nine strategies are described and evaluated below including how well they address the goals 

and objectives of the TSP. The results of this evaluation are shown in Table 7-1. 

 

7.2.1 No Build 

 

The No-Build strategy represents a baseline measure used to compare the effect of doing nothing 

versus the preferred strategy. The No-Build strategy assumes that the projects on the County’s 

Capital Improvement Program (CIP) through the year 2013 will be completed over the 20-year 

planning period. Beyond 2013, the strategy assumes that no other capital projects will be done.  

No other program changes are included in this strategy, such as transportation system 

management, transportation demand management, transit, roadway improvements, and land use 

changes. 

 

Table 7-1 shows that a No-Build strategy would make no progress in achieving the goals and 

objectives of the TSP. This strategy would do nothing to improve system safety or increase 

mobility, capacity, and accessibility. It would also do nothing to address the needs of the farming, 

trucking, and tourism industries that are critical for economic development in the region. 

 

7.2.2 Build it All at Any Cost 

 

This strategy represents a financially unconstrained approach to transportation planning. It consists 

of addressing all of the transportation needs in the County, regardless of the cost of doing so. 

While the majority of projects would involve roadway and capacity improvements, this strategy 

could also include TSM (Transportation System Management – making more efficient use of the 

existing system) and TDM (Transportation Demand Management – reducing the demand for 

vehicle travel) actions, a full-scale transit system, an extensive network of bicycle and pedestrian 

facilities, and a commuter rail system. 

 

This strategy would make a moderate level of progress towards achieving the goals and objectives 

as shown in Table 7-1. It would thoroughly address safety needs, mobility, and accessibility needs, 

and would make some progress towards accommodating growth. However, this strategy does not 

take into account the relationship between land use and transportation. In addition, this strategy is 

financially irresponsible and unrealistic due to the unlikelihood that funding could be found to 

complete all of these projects over the next 20 years. 

 

7.2.3 Inter-County Mobility 

 

The term “inter-County” refers to travel between counties, or in this case, into or out of Marion 

County. This strategy focuses on travel where one end or both ends of a trip takes place outside of 

the County. The strategy is oriented towards agricultural and truck traffic, commuter traffic, and 

tourism. 
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Due to the agricultural nature of the County, bringing products from ‘farm-to-market’ often 

requires trips to be made outside of the County. Several cities in the County also serve as 

‘bedroom’ communities to Portland and other large employment centers in nearby counties. As a 

result, a significant portion of daily traffic is made up of commuter trips. In addition, the County 

attracts a significant amount of tourism traffic from outside the County and this trend is expected 

to increase with the growing popularity of existing tourist attractions, such as Silver Falls State 

Park, the Oregon Garden, and the emergence of new tourist destinations. This strategy will 

effectively address the inter-County freight mobility, commuting, and tourism needs of the County. 

 Components of this strategy would likely include safety and capacity improvements, bicycle and 

pedestrian improvements, TSM/TDM actions, and possibly transit and commuter rail service.  

Table 7-1 shows that all of the goals and objectives are addressed fairly well under this strategy. 

 

7.2.4 Farm-to-Market 

 

This strategy would facilitate travel for trucks and farm vehicles by providing wider lanes and 

shoulders, adopting special design standards to facilitate truck traffic, and other safety 

improvements along heavily used truck routes. TSM actions could also be implemented as part of 

this strategy. Transit service, if included in this strategy, would likely be oriented toward para-

transit for the transportation-disadvantaged. 

 

Although this strategy addresses farm-to-market issues that make up a significant portion of 

transportation needs in the County, it would not provide sufficient transportation capacity for non-

farm freight mobility and commuting needs, as shown in Table 7-1. In addition, this alternative 

will do little to promote alternative modes of transportation. 

 

7.2.5 Leave the Car at Home 

 

This strategy focuses on TDM measures such as telecommuting, compressed work weeks, a 

network of park-and-ride lots; transit service to these new park-and-ride lots; improved bus service 

to Wilsonville, Portland, and other large destinations; ride-sharing programs; alternative modes; 

parking strategies; and employer-based trip reduction programs. 

 

Several components of this strategy are appropriate for a transportation plan, but a TDM strategy 

by itself would be more appropriate for a large urban area rather than a large rural area like Marion 

County. A 20-year strategy based solely on TDM actions would not adequately address most of the 

farm-to-market, tourism, and safety issues as shown in Table 7-1. 

 

7.2.6 Build / Do as Much as Possible 

 

This strategy represents a financially constrained approach where improvements would be based 

on geographic equity and prioritized by time of need and level of importance. Components of this 

strategy would include safety improvements, TSM/TDM actions, bicycle/pedestrian projects, 

transit service, and possibly some capacity improvements. 

 

This strategy would be appropriate since it attempts to address as many needs as possible based on 

the available levels of funding. However, it lacks a clear planning strategy and only marginally 



10/2/2012      CHAPTER 7 - DEVELOPMENT AND EVALUATION OF 20-YEAR STRATEGIES  

 

 
 

MARION COUNTY PUBLIC WORKS  7-5 

considers the relationship between land use and transportation. This strategy is, for the most part, 

reactive rather than proactive since it does not provide a long-term vision and does not attempt to 

shape the transportation network to meet the future demands on the system. 

 

7.2.7 Intra-County Mobility 

 

The term “intra-County” refers to travel within the County, meaning that both the starting point 

and ending point of a trip occur inside Marion County. This strategy focuses on supporting trips 

internal to the County, primarily trips from town to town. It includes improvements to the road 

system and bicycle/pedestrian facilities along key routes that link cities in the County. Transit 

service would include commuter transit routes along key commuter corridors and would be 

supported by a system of park-and-ride lots. 

 

This Intra-County strategy addresses many needs of the agriculture and trucking industry, 

commuters, and the transportation disadvantaged in that it attempts to improve the connection 

between larger urban areas and surrounding smaller cities. Similar to the Inter-County strategy, 

this strategy addresses all the goals and objectives of the TSP to a high degree, as shown in Table 

7-1. It is also well suited for a rural County with issues on bringing products from farm to market. 

 

7.2.8 Perimeter Roads (Circumferential Routes) / New Development Patterns 

 

This strategy represents a long-term vision to provide circumferential roads around urban areas to 

reduce the amount of traffic through town. Several cities have indicated a desire to divert traffic, 

mainly commercial truck traffic and through auto traffic, around urban areas. This strategy 

attempts to re-direct much of the non-local traffic around urban centers to improve the livability 

within the urban areas, meaning that many cities may find it easier to pursue the pedestrian and 

bicycle friendly developments that enhance the “small town” concept. To facilitate this strategy, 

land use/zoning patterns would need to be reviewed and policies adopted to prevent commercial 

and residential development along these perimeter roads. Roadway improvements would be 

oriented towards developing the circumferential pattern, while bicycle/pedestrian improvements 

and transit service would be oriented towards the urban centers.  This strategy represents a very 

aggressive, forward-thinking approach to planning a future transportation system. It examines the 

dual functionality of many urban throughways (truck/auto traffic versus bicycle/pedestrian traffic) 

that would otherwise have to be addressed by another strategy. While it addresses all of the goals 

and objectives to some degree as shown in Table 7-1, this strategy would almost certainly extend 

beyond the 20-year time frame. In addition, many concerns arise regarding compatibility of 

perimeter roads with perimeter land uses and the intent of the Transportation Planning Rule. For 

that reason, this concept will be discussed separately as a long-term conceptual issue (Chapter 13). 

 

7.2.9 Intra- and Inter-County Mobility 

 

This strategy combines the key elements of the Inter-County Mobility strategy (#3) with the key 

elements of the Inter-County Mobility strategy (#7).  It focuses improvements on ‘strategic routes,’ 

which are key corridors identified as being most critical to either Inter-County or Intra-County 

mobility (or both).  Focusing improvements on these key corridors allows efficient use of funds to 



10/2/2012      CHAPTER 7 - DEVELOPMENT AND EVALUATION OF 20-YEAR STRATEGIES  

 

 
 

MARION COUNTY PUBLIC WORKS  7-6 

facilitate passenger and goods movement, while maintaining much of the County’s rural character 

along other roads.  As shown in Table 7-1, this strategy has many benefits. 

 

 

7.3 BASIC ROADWAY NEEDS 

 

Improvements that are absolutely essential for the maintenance and preservation of the County 

transportation system are included in the 20-year plan, regardless of which strategy is chosen. These 

improvements are referred to as “Basic Needs” and were identified as those projects that received a high 

project prioritization rating. 

 

 

7.4 PREFERRED STRATEGY 

 

Based on the evaluation in Section 7.1 and Table 7-1, the strategy that was determined to be the most 

appropriate for the County and best addresses the goals and objectives of the TSP was strategy #9, the 

combination of the Intra-County strategy and the Inter-County strategy. It was determined by the planning 

team, the Citizens Review Committee, and the Technical Advisory Committee that the Intra-County 

strategy should be pursued, but not at the exclusion of key Inter-County corridors.  Therefore, the preferred 

strategy can be summarized as improvements that emphasize transportation along the County’s primary 

Intra- and Inter-County corridors. The corridors that have been designated as strategic Intra-County or 

Inter-County corridors are shown in Figure 7-1.The preferred strategy is meant to facilitate safety and 

mobility for all users: truck drivers, residents, farmers, commuters, shoppers, and tourists. This strategy is 

consistent with the State policy in the Oregon Transportation Plan, which calls for facilitating the 

movement of goods and services and improving access in rural areas. Although another policy in the 

Oregon Transportation Plan discourages highway capacity improvements which primarily serve commuters 

from outside of urban growth boundaries, the preferred Intra-/Inter-County strategy is not intended to 

promote development and commuting outside urban areas; rather the Intra-/Inter-County strategy is 

intended to best facilitate the economic vitality of the Marion County region. Each of these strategic intra- 

and inter-county routes is also hereby designated a Strategic Freight Route – a route that is considered to 

be strategic in the movement of freight into, out of, within, and through Marion County.  Each of these 

routes is also a key route for emergency response, and is thus also hereby designated a primary emergency 

response route.  The County will continue to coordinate with emergency responders and managers to keep 

these route designations consistent with the routes most used in emergencies. 

 

The improvements, which make up the Intra/Inter-County strategy, along with the basic needs (as 

described in Section 7.2), form the basis of the RTSP. These improvements are described in detail in 

Chapters 8 and 9. 

 

 

 

 

 

 

JOgden
Line



DRAFT 10/2/2012                                                                                                                                CHAPTER 7 - DEVELOPMENT AND EVALUATION OF 20-YEAR STRATEGIES 

 

TABLE 7-1 

EVALUATION OF STRATEGIES 

LEGEND 

�������������������� Provides exceptional achievement of the goal or objective   

���������������� Provides favorable achievement of the goal or objective   

������������ Provides moderate achievement of the goal or objective  

��������  Provides minimal achievement of the goal or objective   

����  Provides negligible or no achievement of the goal or objective 
 

 

Goals & Objectives 

Strategy 1 

No-Build 
Strategy 2 
Build it at any 

cost 

Strategy 3 
Inter-county 

Mobility 

Strategy 4 
Farm-to- 

Market 

Strategy 5 
Leave the 

Car at Home 

Strategy 6 
Build/Do as 

Much as 

Possible 

Strategy 7 
Intra-County 

Mobility 

Strategy 8 
Perimeter 

Roads / New 

Development 

Patterns 

Strategy 9 
Combination 

of Intra & 

Inter County 

Mobility 

Goal 1 – Improve Transportation Safety ���� �������������������� ���������������� ������������ �������� ���������������� ���������������� ������������ ���������������� 

1.1  Improve system safety for, and between, all 
modes of transportation. � ����� ���� ��� �� ���� ���� ��� ���� 

1.2  Address known safety locations in a timely 

manner with cost-effective solutions. � ����� ���� ��� �� ���� ���� ��� ���� 

1.3  Consider the safety of all modes of travel in 

transportation improvement decisions. � ����� ���� ��� �� ���� ���� ��� ���� 

          

Goal 2 –  Maintain, Preserve, and Optimize the 

Transportation System �������������������� ���� ���������������� ���������������� �������� �������� ���������������� ���� ���������������� 

2.1  Dedicate resources to ensure that the 

transportation system is properly maintained and 

preserved, recognizing fiscal constraints. 
����� � ���� ���� �� �� ���� � ���� 

2.2  Extend usable life of existing facilities to the 
extent possible within financial limitations. ����� � ���� ���� �� ��� ���� � ���� 

2.3  Develop and maintain a strategy that honestly 

assesses which services can and can not be 
provided considering the current level of funding. 

����� � ���� ���� �� ��� ���� � ���� 
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Goals & Objectives 

Strategy 1 

No-Build 
Strategy 2 
Build it at 

any cost 

Strategy 3 
Inter-county 

Mobility 

Strategy 4 
Farm-to- 

Market 

Strategy 5 
Leave the 

Car at Home 

Strategy 6 
Build/Do as 

Much as 

Possible 

Strategy 7 
Intra-County 

Mobility 

Strategy 8 
Perimeter 

Roads / New 

Development 

Patterns 

Strategy 9 
Combination 

of Intra & 

Inter County 

Mobility 

Goal 3 –  Provide Mobility and Accessibility for 

Very Diverse Groups of Users ���� ���������������� ���������������� ������������ �������� ������������ ���������������� ������������ ���������������� 
3.1  Facilitate shipping of goods by the most efficient 

and least-impactive means possible, increasing 
freight (truck, rail, air and water) mobility and inter-

modal opportunities. 

� ���� ���� ��� � ���� ���� ��� ���� 

3.2  Facilitate system connections as needed to 

improve efficiency and access, with emphasis placed 

on commercial and industrial lands and the regional 
transportation network. 

� ���� ���� �� �� ��� ���� ��� ���� 

3.3  Facilitate and improve mobility and access 

options to transportation facilities throughout Marion 
County for all transportation system users. 

� ���� ���� �� �� ��� ���� ��� ���� 

3.4  Facilitate regional through movement of goods 

and services while minimizing conflict between 

through movement and livability. 
� ��� ��� ���� � ��� ��� ����� ���� 

          

Goal 4 – Provide Sufficient Transportation 

Capacity ���� ������������ ���������������� ������������ ������������ ������������ ���������������� ������������ ���������������� 
4.1  Address existing capacity needs with 

consideration for future needs based on projected 

growth. 
� ����� ���� �� � ����� ���� ���� ����� 

4.2  Focus efforts to improve capacity on identified 

strategic County corridors. � ��� ����� ���� �� �� ����� �� ����� 

4.3  Consider the capacity needs of all transportation 

users, both internal and external to the County, 
regardless of mode of travel. 

� ���� ���� �� �� ��� ���� ��� ���� 

4.4  Encourage and support actions that reduce 

demand on the transportation system (Transportation 
Demand Management). 

��� � �� � ����� � �� �� ��� 

4.5  Encourage and support actions that maximize the 

value and efficiency of the existing system 

(Transportation System Management). 
� �� ���� ��� ��� �� ���� �� ���� 
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Goals & Objectives 

Strategy 1 

No-Build 
Strategy 2 
Build it at 

any cost 

Strategy 3 
Inter-county 

Mobility 

Strategy 4 
Farm-to- 

Market 

Strategy 5 
Leave the 

Car at Home 

Strategy 6 
Build/Do as 

Much as 

Possible 

Strategy 7 
Intra-County 

Mobility 

Strategy 8 
Perimeter 

Roads / New 

Development 

Patterns 

Strategy 9 
Combination 

of Intra & 

Inter County 

Mobility 

Goal 5 – Integrate Transportation, Land Use, 

Economic Vitality and the Environment �������� �������� ���������������� ������������ ������������ ������������ ���������������� ������������ ���������������� 
5.1  Integrate land use planning and transportation 

planning, and support land use planning strategies 
that facilitate efficient transportation system use and 

development. 

� � ���� �� ��� �� ���� ��� ���� 

5.2  Modify the approach to managing transportation 

and land use to accommodate the changing 

characteristics of the nation’s economy, including 
industrial, technological, and regulatory advances. 

� ���� ���� �� �� �� ��� �� ���� 

5.3  Emphasize facilitation, rather than 

restriction/regulation of business, while still 
maintaining public safety and welfare and adequate 

operation of the transportation system. 

� ���� ���� ���� �� ��� ���� ���� ���� 

5.4  Minimize adverse impacts of transportation 

system improvements on existing land uses and 
communities, with special attention to protecting 

prime farmland, forestland, and other natural 

resources. 

���� � ���� ��� �� �� ��� � ���� 

5.5  Develop a transportation system that minimizes 

adverse impacts on air, land and water, and complies 

with relevant environmental requirements and 
regulations. 

��� � ���� ��� ���� ���� ���� ��� ���� 

          

Goal 6 – Pursue Coordination, Communication 

and Cooperation Among All Transportation Users 

and Providers 
���� ������������ ������������ ������������ �������� ������������ ������������ ���������������� ���������������� 

6.1  Foster cooperation between the County and cities 

to address community needs and values as they relate 
to a wide variety of transportation issues. 

���� ��� ��� ��� �� ��� ��� ���� ���� 

6.2  Improve coordination with all affected 
jurisdictions, including the state and adjacent 

counties, to meet future transportation needs. 
���� ��� ��� ��� �� ��� ��� ���� ���� 

6.3  Facilitate development of coordinated 
transportation design standards where appropriate. ���� �� ��� �� ��� ��� ��� ��� ��� 
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Goals & Objectives 

Strategy 1 

No-Build 
Strategy 2 
Build it at 

any cost 

Strategy 3 
Inter-county 

Mobility 

Strategy 4 
Farm-to- 

Market 

Strategy 5 
Leave the 

Car at Home 

Strategy 6 
Build/Do as 

Much as 

Possible 

Strategy 7 
Intra-County 

Mobility 

Strategy 8 
Perimeter 

Roads / New 

Development 

Patterns 

Strategy 9 
Combination 

of Intra & 

Inter County 

Mobility 

Goal 7 – Adopt a Practical Approach to All 

Aspects of Transportation Processes �������� �������� ���������������� ������������ ������������ ������������ ���������������� ������������ ���������������� 
7.1  Make deliberate, transparent, and difficult 
decisions regarding maintenance and improvement 

policies based on the limitations of resources and/or 

high cost-benefit analyses. 

�� �� ����� ���� ��� �� ����� �� ����� 

7.2  Ensure cost-effective investment in 

transportation.  Improvements should be fiscally 
responsible, economically efficient and realistic. 

� � ���� ��� �� ���� ����� ���� ����� 

7.3  Facilitate procurement of grant funding by 

careful project selection and readiness to use 
additional resources efficiently if they become 

available. 

� � ���� ��� ��� ����� ���� ��� ����� 

7.4  Identify methods for funding recommended 

actions. ��� ��� ��� ��� ��� ��� ��� ��� ��� 

7.5  Develop and maintain a list of issues for further 

study. � ���� ���� ���� ���� ���� ���� ���� ���� 

7.6  Comply with applicable Transportation Planning 

Rule requirements for transportation system planning 

efforts. 
� � ���� �� ��� �� ���� ���� ���� 

          

OVERALL RATING �������� �������� ���������������� ������������ ������������ ������������ ���������������� ������������ ���������������� 
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CHAPTER 8:  ROADWAY SYSTEM NEEDS AND RECOMMENDED 
IMPROVEMENTS 

 
 
The County’s rural roadway system is the primary component of the regional transportation system and 
will continue to serve this function over the next 20 years. To continue in this capacity, a number of 
enhancements are needed for the safety and mobility of the system. This chapter describes the existing 
and future needs of the Marion County rural roadway system and the improvements recommended to 
address those needs. Existing needs include those where projects have already been identified but not 
completed due to a lack of resources, where current roadway safety or operation standards are not met, 
and where other issues affect the safety or operation of a County facility.   
 
Future needs are defined as expected deficiencies in capacity or safety that do not warrant immediate 
attention, but are anticipated to need to be addressed in the next 20 years to preserve mobility and safety.   
 
This chapter also includes transportation improvements that the planning team has identified are 
necessary to be completed in the next 20 years to maintain the safety and efficiency of the transportation 
system at an acceptable level.   
 
 
8.1 CRITERIA FOR IDENTIFICATION OF EXISTING NEEDS 
 
Necessary transportation improvements have been identified through a number of sources. One is the 
1998 RTSP, which included an in-depth analysis to identify existing needs and deficiencies. It used a list 
of issues compiled by input from County staff, the Technical Advisory Committee, the Citizens Review 
Committee, and citizens attending the public open houses. Another source to determine needs was 
through issues identified in the public involvement process of the Marion County Growth Management 
Framework planning effort. Additionally, county staff has also identified new needs since the 1998 RTSP.  
Those issues that have been sufficiently addressed since they were identified are no longer in this plan.   
 
For each of these issues, County staff has reviewed the location and pertinent data (accident histories, 
traffic volumes, level of service, geometry, traffic flow characteristics, etc.) and developed the conceptual 
project that, in staff’s judgment, best addresses the issues at that location.  For each of these potential 
projects, a planning level cost estimate has been developed and the project evaluated to determine how it 
would affect traffic safety and flow in the area. 
 
Each of these potential projects was then evaluated using a project selection matrix developed for this 
plan.  This matrix is based on the following categories: 
 
  Safety (45 points) 

� Accident rate and frequency 
� Severity of accidents 
� Potential for life-threatening accidents 
� Project safety benefit 
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  Mobility (30 points) 
� Benefit to current capacity 
� Benefit to future (10-years) capacity 
� Reduction of free-flow impedance 
� Freight mobility 
� Benefit to bicycle and pedestrian mobility 

 
  Functional Classification of Roadway (5 points) 
 
  Traffic Volume (5 points) 
 
  Other Factors (15 points) 

� Geometry (curves, skewed intersections, offset intersection approaches, etc.) 
� Strategic routes 
� Railroad issues 
� Road width issues 
� Standards not covered elsewhere 
� Flooding/road closures 
� Effects on other intersections 
� Potential emergency use 

 
  Project Cost (up to 30 point deduction) 
 
Projects are prioritized based on the number of points they receive in this prioritization matrix. 
 
Each of these projects is listed in Appendix A in order of the prioritization score each project received. 
Although the County would ideally like to address all of the needs, we recognize that many needs exist 
for which the cost and/or impacts of the solution outweigh the needs it would address, meaning that the 
solution would not be cost-effective. In addition, there are so many legitimate needs with identified cost-
effective solutions that it is highly unlikely that the funding levels and resources will be enough to address 
all these needs even over the next 20 years.  
 
Many of the needs identified in this chapter are shown based on this prioritization rating and listed in the 
order of prioritization score. In these cases, the needs that appear towards the top of the list are generally 
more critical than the needs that appear near the bottom of the list. However, it is inappropriate to assume 
that a specific need has higher priority over another just because it appears one or two places higher on a 
list. 
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8.2 EXISTING COUNTY ROADWAY NEEDS 
 
The most widely used transportation facility in rural Marion County is the extensive network of arterials, 
major collectors, minor collectors, and local roads. As a result, the majority of needs and deficiencies 
occur on the roadway system. 
 
  8.2.1. Functional Class 

 
The functional classification scheme presented in Section 5 adheres to the principles of the 
USDOT guidelines and addresses the County’s desire to give merit to the idea that people’s 
current travel patterns help determine the function of facilities when viewed in the overall road 
network. The functional classification system shown in Figure 5-1 has slight revisions to the one 
adopted with the 1998 Rural Transportation System Plan. Table 8-1 lists the changes that have 
been made. Note: this is the same as table 5-2. 
 

Table 8-1 
2005 Revisions to Functional Classification System 

(Note: Road segments are listed generally from north to south) 

Road From To Previous Class New Class 

Arndt Rd Wilsonville-Hubbard 
Hwy Clackamas County (map typo) Arterial 

Arndt Rd Butteville Bents Rd Major Collector Minor Collector 

Oregon 219 McKay Rd Yamhill County Arterial Principal Arterial 

Ehlen Rd / Yergen Rd 
/ McKay Rd Interstate 5 Oregon 219 Arterial Principal Arterial 

Boones Ferry Rd Ehlen Rd Arndt Rd Minor Collector Local 

Boones Ferry Rd Crosby Rd Ehlen Rd Major Collector Minor Collector 

French Prairie Rd Oregon 219 McKay Rd Major Collector Minor Collector 

Parr Rd Butteville Rd Woodburn UGB Major Collector Minor Collector 

French Prairie Rd River Rd Oregon 219 Major Collector Minor Collector 

Marquam Rd / Drake 
Rd Meridian Rd Clackamas County Local Minor Collector 

Quinaby Rd River Rd NE Oregon 99E Local Minor Collector 

Silverton Rd Salem UGB Silverton UGB Arterial Principal Arterial 

Lardon Rd Cordon Rd Howell Prairie Rd Minor Collector Local 

Kaufman Rd Howell Prairie Rd Cascade Hwy Minor Collector Local 

Center St Cordon Rd Hampden Ln Major Collector Minor Collector 

Hampden Ln Center St Fruitland Rd Major Collector Minor Collector 

Fruitland Rd Hampden Ln 63rd Ave Major Collector Minor Collector 

Skyline Rd Vitae Springs Rd Salem UGB Arterial Major Collector 

Liberty Rd Hylo Rd Salem UGB Arterial Major Collector 

Mill Creek Rd Marion Rd Aumsville UGB Arterial Major Collector 

Mill Creek Rd Aumsville UGB Golf Club Rd Arterial Major Collector 
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West Stayton Rd Shaff Rd Aumsville UGB Major Collector Minor Collector 

Cloverdale Rd Parrish Gap Rd Ridgeway Dr Minor Collector Local 

Belden Dr West Stayton Rd Stayton Rd Minor Collector Local 

West Stayton Rd Stayton Rd Shaff Rd Major Collector Minor Collector 

Buena Vista Rd Polk County Sidney Rd Local Minor Collector 

Talbot Rd Interstate 5 Buena Vista Rd Minor Collector Major Collector 

Greensbridge Rd Jefferson-Marion Jefferson-Scio Dr Minor Collector Local 

Oregon 22 Detroit Linn County (map typo) Principal Arterial 

 
 
8.2.2 Roadway Design Standards 

 
The existing rural roadway design standards (shown in Table 8-2) provide geometric guidelines 
for the planning, design, and construction of roads in Marion County. These standards are 
included here for reporting purposes only and are not to be considered adopted as part of this 
plan. Design standards are contained in a separate document that may have been updated since 
this plan was prepared. For roads adjacent to urban growth boundaries and/or with traffic flow of 
an urban character, urban geometric design standards can be used. (Urban geometric design 
standards are not addressed in this rural plan.) 

    
Table 8-2 

Existing Rural Geometric Design Standards 
 

 
FUNCTIONAL 

CLASS 

 
TYPICAL 

ADT 

MINIMUM 
RIGHT OF WAY

WIDTH 

MINIMUM 
PAVEMENT 

WIDTH 

GRAVEL 
SHOULDERS

(both sides) 

Arterial 1,000 - 10,000 66' 28' 2' 

Collector 500 - 1,000 60' 22' 5' 

Local 0 – 500 60' 22' 5' 

    
From the review of the physical characteristics in subsequent sections (8.2.3 and 8.2.4), it is 
evident that a substantial portion of the County roadway system does not meet the existing rural 
geometric design standards. While it is desirable to have all roads conform to these standards, a 
substantial portion of County roads were built prior to their development. In order to protect 
valuable farmlands and environmentally sensitive areas, as well as our intention to effectively use 
the resources we’ve been entrusted with, the County does not intend to improve all of the roads to 
the existing standards. Roadways will be improved when it is necessary to improve safety or 
increase capacity by either reconstructing existing roads or building new ones altogether.   
 
8.2.3 Travel Lane Widths 
 
The pavement width information collected in the roadway inventory was compared to the existing 
rural geometric design standards. It was found that approximately 703 miles, or 71 percent, of 
rural roads have travel lane widths that do not meet existing standards. Table 8-3 shows the 
number of roadway miles (by functional class) that do not meet existing standards. 
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Table 8-3 

Roadway Miles Not Meeting Existing Travel Lane Width Standards 
 

FUNCTIONAL 
CLASS TOTAL MILES 

MILES NOT 
MEETING EXISTING 

STANDARDS 

PERCENT NOT 
MEETING EXISTING 

STANDARDS 
Arterials 89 20 22% 

Major Collectors 109 41 38% 

Minor Collectors 171 121 71% 

Locals 621 521 84% 

 
As evidenced in Table 8-3, many miles of roads, particularly local roads and minor collectors, do 
not meet existing travel lane width standards. The vast majority of these roads were constructed 
before these standards were implemented. On the other hand, the majority of arterial miles and 
major collector miles have pavement widths that meet existing standards. 
 
On many of the arterial and collector sections not meeting standards, widening has been 
identified as a need for safety, capacity, or operational reasons.  However, for many of these 
sections of roadway (especially minor collectors and local roads), the cost, disruption, and impact 
of widening these roads outweighs the benefit that would be obtained by widening them and 
therefore is not cost-effective. It is still appropriate and beneficial when the county or developers 
are constructing new roads that they meet these standards. 
 
8.2.4 Shoulder Widths 

 
Shoulder width is defined as the width of the area outside the designated travel lanes that is 
available to be safely traversed for emergency or recovery use by vehicles that have strayed from 
the travel lanes.  Some shoulders are paved, but most are gravel.  Existing shoulder widths were 
measured and compared to those specified in the rural geometric design standards. Again, it was 
found that most roads do not meet current standards. Approximately 804 miles, or 81 percent, of 
rural roads have shoulder widths that do not meet the standards. Table 8-4 shows the number of 
roadway miles (by functional class) that do not meet existing shoulder width standards. 

   
Table 8-4 

Roadway Miles Not Meeting Existing Shoulder Width Standards 
   

FUNCTIONAL 
CLASS TOTAL MILES 

MILES NOT 
MEETING EXISTING 

STANDARDS 

PERCENT NOT 
MEETING EXISTING 

STANDARDS 
Arterials 89 10 11% 

Major Collectors 109 72 66% 

Minor Collectors 171 152 89% 

Locals 621 570 92% 
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In reviewing these numbers, most of the shoulder width deficiencies occur on collectors and local 
roads. The majority of arterial miles do meet existing shoulder width standards.   
 
On many of these sections not meeting standards, widening has been identified as a need for 
safety, capacity, or operational reasons. These potential projects will be discussed later in this 
section and have been considered in the process to determine the fiscally constrained 
Transportation System Plan. However, for many of these sections of roadway and shoulder, the 
cost, disruption, and impact of widening or providing these shoulders outweighs the benefit that 
would be obtained by widening them. Thus, while it would be appropriate and beneficial to 
construct new roads and shoulders to meet these standards, it would not be beneficial to widen 
these segments of existing roadways to meet the current standard. 
 
8.2.5 Surface Type 

 
Of the 990 miles of rural roads in the County, approximately 197 have gravel surfaces. Gravel 
roads are not considered to be deficiencies just because they are unpaved and it is not the 
County’s goal to pave all gravel roads.  
 
Many years ago, the County operated a program to pave gravel roads based on their significance 
to the road network and the feasibility of paving them.  This program was discontinued for lack of 
funding.  In the past, the County also operated a Macadam Local Improvement District (LID) 
program in which the majority of property owners along a road could request Public Works to 
pave their road and subsidize part of the cost. This program has also been discontinued due to 
lack of funding.  However, it is the County’s goal to provide options for residents to pave their 
road with their resources. 
 
It is the County’s goal to pursue paving of some gravel roads but we do not plan to do so at this 
time due to lack of funding. 
 
8.2.6 Right-of-Way Width 
 
Right-of-way width information collected in the roadway inventory was compared to the existing 
rural geometric design standards. It was found that approximately 630 miles, or 64 percent, of 
rural roads have right-of-way widths that do not meet existing standards. Right-of-way widening 
needs are specifically identified in one of two ways. When land use actions such as zone changes 
or partitionings occur and require dedication to meet the standards for the changed use or when a 
Capital Improvement Program (CIP) project is initiated. For CIP projects, right-of-way needs are 
determined on a case-by-case basis and are not necessarily based on existing standards, but rather 
on the right-of-way a project requires. Right-of-way needs are not specifically identified in this 
plan. 

 
8.2.7 Pavement Condition 
 
Pavement condition deficiencies consist of pavement sections with surface conditions rated 
“poor” or “very poor.” Out of 793 miles of paved rural roads, only 98 miles, or 12.4 percent, of 
pavement fall into this category. Determining overlay needs, however, are not solely based on the 
pavement ratings. Other factors are also considered in determining overlay needs such as 
functional class of the roadway, traffic volume, truck percentage, existing surface width, traffic 
patterns, special use (recreational use, commercial use, etc.), and available budget. 
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Pavement maintenance needs are slightly different than overlay needs in that pavement 
maintenance needs are determined by identifying sections that can be treated to prevent the 
“poor” condition. In many cases, adding relatively thin (such as two-inch thick) pavement 
overlays on pavement in ‘fair’ or even ‘good’ condition saves money in the long run because it 
reduces the need for the thicker overlays or reconstruction that becomes necessary when 
pavement reaches ‘poor’ or ‘very poor’ condition. Specific paving and overlay needs are 
identified separately in Marion County’s Pavement Management Program. This Transportation 
System Plan will include budgeted money necessary for these paving and overlay projects, but 
will not designate specific projects that it will be spent on. However, any project that significantly 
alters the ‘footprint’ of the roadway will be considered a capital improvement project, and thus is 
appropriate for discussion in this plan. 
 
8.2.8 Safety Projects 
 
Locations that represent safety concerns due to accidents, sight distance, configuration, or other 
safety concerns are listed in Table 8-5. These projects are listed in the order of priority with the 
more critical projects appearing at the top of the table and the less critical needs appearing 
towards the bottom of the table. Although the County would like to address all of these safety 
concerns, the limited amount of funding makes it unlikely that all of these safety needs will be 
addressed over the next 20 years.   
 
Many funding programs award grants for safety projects based on their accident history. In order 
to take advantage of this type of funding, projects may be completed in an order different than 
shown, or other projects may be added if, due to their accident history, they become eligible for 
funding. 

 
Table 8-5 

  Safety Projects  
 

FACILITY LOCATION SAFETY ISSUE NEED 

RECOMMENDED PROJECTS 

Cordon Rd Pennsylvania 
Ave Rear-end accidents Left turn lane on Cordon 

Ehlen Rd Boones Ferry Rd 
and Hwy 551 

Congestion; Traffic 
queues from State Hwy 
intersection frequently 
block Boones Ferry 

Left Turn Lane on Ehlen; possible 
realignment; possible traffic signal at 
Boones Ferry coordinated with State Hwy 
signal 

Cordon Rd Auburn Rd 
Accidents; need more 
gaps for vehicles pulling 
out from Auburn 

Traffic signal at intersection 

Cordon Rd Herrin Rd Rear-end and Left-turning 
Accidents 

Left turn lane on Cordon; possibly raise 
Herrin Rd bridge and approach 

Cordon Rd Hayesville Dr Rear-end and left-turning 
accidents Left turn lane on Cordon 

Brooklake Rd Wheatland Rd Accidents; vehicles 
driving off end of road 

ITS Safety – speeding (nonstopping) 
vehicle warning 
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FACILITY LOCATION SAFETY ISSUE NEED 

Bents Rd Ehlen Rd 

Congestion; Intersection 
is very close to 
intersection with I-5 
ramps 

Move Bents Rd west and perhaps 
signalize its intersection with Ehlen Rd; 
could be combined with a State 
interchange reconstruction project; may 
involve access management on Ehlen Rd.

Butteville Rd P & W Railroad RR crossing without gates 
on Major Collector Gates at crossing, possible realignment 

Cordon Rd Swegle Rd 
Developing need for gaps 
for traffic pulling out 
from Swegle 

Traffic signal at intersection 

River Rd South Orville Rd / 
BNRR Bridge 

Sharp curves, narrow 
roadway, skewed 
intersection 

Realign roadway to cross railroad at 
grade (no bridge); reconfigure Orville Rd 
intersection 

Butteville Rd Crosby Rd Offset Intersection Cross Intersection 

Cordon Rd Ward Dr Anticipated rear-end and 
left-turning accidents Left turn lane on Cordon 

Cordon Rd Carolina Ave / 
Indiana Ave 

Rear-end and left-turning 
accidents Left turn lane on Cordon 

Silverton Rd 64th Place Rear-end and pull-out 
accidents 

Left turn lane on Silverton Rd and 
straighten skew of 64th at intersection 

River Rd South BNRR Bridge 
(northern bridge)

Sharp curves, narrow 
roadway 

Realign roadway to cross railroad at 
grade (no bridge) 

54th Ave NE 
near Lakeside Dr 
(across Lake 
Labish) 

Narrow Road Widen roadway; add gravel shoulder 

Cordon Rd Kale St Rear-end and left-turning 
accidents Left turn lane on Cordon 

River Rd S Riverdale Rd 
(Roberts) Configuration Reconfigure Intersection 

Skyline Rd Vitae Springs Rd Skewed intersection, 
poor grade Vertical and horizontal realignment 

Howell Prairie 
Rd 

Lardon Rd / 
Kaufman Rd Offset Intersection Cross Intersection 

Mill Creek Rd Bishop Rd / 
Leverman Rd Configuration Reconfigure Intersection 

Yergen Rd Donald Road 
Unusual Y-Intersection; 
skew at western 
connection 

Realign Intersection 

Wintercreek Rd Skelton Rd Vertical Curve / Visibility Cut/Fill Raise Intersection 

Cascade Hwy 
Evergreen Rd / 
Evergreen 
School 

Vertical Curve / Visibility Flatten vertical curve 

Delaney Rd Parrish Gap Rd Vertical Curve / Visibility Vertical Realignment; could be combined 
with Delaney/Battle Creek Project 

Sublimity Rd 
Chemeketa C.C. 
and Festival 
Grounds 

Rear-end and left-turning 
accident potential Left turn lane on Sublimity Rd 
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FACILITY LOCATION SAFETY ISSUE NEED 

65th Ave NE Across Lake 
Labish Narrow Road Widen roadway; add gravel shoulder 

35th Ave Perkins St Configuration Reconfigure Intersection 

Meridian Rd 
Mt. Angel-Scotts 
Mills Rd / East 
College Rd 

Awkward Y-intersections Convert to T-intersections, 
possible horizontal realignment 

70th Ave Mill Creek Rd Tight turning radius with 
bridge rail Move 70th Ave to west 

Aumsville Hwy Witzel Rd Sight distance, vertical 
curves Vertical realignment 

Cascade Hwy Kaufman Rd Skewed approach Reconfigure approach 

River Rd NE Waconda Rd Rear-end, Left turning 
accidents Left Turn Lanes on River Rd 

Butteville Rd Parr Rd Grades on approaches Rebuild Intersection 

ADDITIONAL IDENTIFIED NEEDS 
Boones Ferry 
Rd Broadacres Rd Vertical and horizontal 

curves Vertical and horizontal realignment 

Riverside Rd BNRR Bridge Sharp Curves, Narrow 
Bridge Realign roadway and/or rebuild bridge 

Hylo Rd Champion Hill 
Rd Vertical Curves; Visibility Vertical realignment 

Cascade Hwy Riches Rd Curvature Flatten and smooth curves 

Rees Hill Rd Rainbow Drive Visibility; intersection 
location Move intersection 

River Rd S Riverdale Rd 
Connector 

Low clearance; narrow 
underpass Close road section 

Meridian Rd Abiqua Rd Y-intersection Convert to T-intersection 

Skyline Rd Cole Rd Vertical curve; visibility Vertical realignment 

River Rd Davidson Rd Vertical curve; visibility Vertical realignment 

Riverdale Rd Vitae Springs Rd Sight distance, vertical 
and horizontal curves Vertical and horizontal realignment 

Aumsville Hwy Joseph St Y-intersection Convert to T-intersection 

Ankeny Hill Rd Wintel Rd Intersection configuration Reconfigure intersection 

Shaw Hwy Brownell Rd Accidents, sight distance Convert to T-intersection, remove wing 
roads 

Abiqua Rd South of Briar 
Knob Lp 

Steep slope near edge of 
roadway Install guardrail 
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FACILITY LOCATION SAFETY ISSUE NEED 
West Stayton 
Rd Shaff Rd Intersection configuration Reconfigure intersection 

Cascade Hwy Stadeli Ln Curve; visibility Excavation work 

Parrish Gap Rd Ridgeway Vertical curve; visibility Excavation work 

Riverside Rd Skyline Rd Skewed intersection, 
visibility, vertical curve Vertical and horizontal realignment 

Riverdale Rd Halls Ferry Rd Vertical and horizontal 
curves; visibility Vertical and horizontal realignment 

Jory Hill Rd O’brien Rd Vertical curve; visibility Vertical realignment 

Crooked Finger 
Rd McKillop Rd Curvature; visibility; Y-

intersection Reconfigure intersection 

Lardon Rd near 55th Ave Sharp curves Realign road 

 
 

8.2.9 Intersection Traffic Control and Modernization 
 

Intersection traffic control needs include signals, turn lanes, reconfiguration of approaches, and 
changes to through traffic movement. These needs are related more to operational problems than 
safety problems, even though most of these cases also involve some aspect of safety. These needs 
are identified in Table 8-6. For the most part, these needs are listed in the order of priority with 
the more critical needs appearing at the top of the table and the less critical needs appearing 
towards the bottom of the table. Note that all proposed traffic signals meet signal warrants. 
 

Table 8-6 
Intersection Traffic Control and Modernization Needs 

   

FACILITY LOCATION PROBLEM NEED 

RECOMMENDED PROJECTS 

Arndt Rd Airport Rd Delay; Poor level of service 
Traffic signal at intersection; 
coordinate with nearby state hwy signal 
and add lane on Arndt between signals1

Cordon Rd MacLeay Rd Congestion Traffic signal at intersection 

Silverton Rd Howell Prairie 
Rd 

Developing congestion on 
Silverton Rd; 4-way stop 
impedes corridor movement 

Traffic signal and left turn lanes at 
intersection 

Delaney Rd Battle Creek Rd Poor alignment, narrow bridge, 
heavy turning movements 

Horizontal realignment and bridge 
replacement 

                                                           
1 This project is programmed for 2005 construction in the Oregon Department of Transportation Statewide 
Improvement Program (STIP) with some Oregon Transportation Investment Act (OTIA) funding. 
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Hazelgreen 
Rd 62nd Ave Y-intersection on Collector 

approach to Arterial Convert to T-intersection 

Mt. Angel-
Gervais Rd 

Howell Prairie 
Rd Curves and Y-intersections Horizontal realignment, convert to T-

intersection(s) 

ADDITIONAL IDENTIFIED NEEDS 
Sunnyview 
Rd 

Howell Prairie 
Rd Wing roads Remove wing roads 

Mt. Angel 
Hwy Hook Rd Wing roads Remove wing roads 

Howell 
Prairie Rd Rambler Dr Y-intersection Convert to T-intersection 

Howell 
Prairie Rd Waconda Rd Y-intersection Convert to T-intersection 

Meridian Rd Downs Rd Y-intersection Convert to T-intersection 

Woodburn-
Monitor Rd 

Monitor-McKee 
Rd Right turn permitted Update traffic control 

65th Ave Labish Center 
Rd Intersection configuration Reconfigure intersection 

West Stayton 
Rd Darley Rd Y-intersection Convert to T-intersection 

54th Ave Lakeside Dr Unnecessary all-way-stop Convert to 2-way stop 

Parrish Gap 
Rd Hennies Rd Y-intersection Convert to T-intersection 

Parrish Gap 
Rd Summit Loop Y-intersection Convert to T-intersection 

 
 
8.2.10  Pavement Widening for Modernization 
 
Pavement widening involves increasing the paved surface of the travel lanes or shoulders (or 
both) to provide better traveling conditions for the public, and to reduce the probability of 
motorists running off the road or encroaching upon opposing traffic. These locations generally 
consist of roads with narrow lanes and/or sharp curves that are unsuitable for the volume and 
speed of traffic. Other locations involve narrow roads with regular truck traffic that present 
uncomfortable conditions to truck drivers and other motorists. Paved shoulders or wider travel 
lanes at these locations would reduce the chances of drivers running off the road and reduce the 
chances of conflict between opposing traffic. Roadway segments in need of wider pavement 
surfaces are listed in Table 8-7. 
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Table 8-7 
Pavement Widening for Modernization Needs 

 

FACILITY 
FUNCTIONAL 

CLASS FROM TO 

RECOMMENDED PROJECTS 

Delaney Rd Arterial Battlecreek Bridge Turner UGB 

Boones Ferry Rd Major Collector Woodburn UGB Crosby Rd 

Jefferson-Marion Rd Arterial Jefferson UGB Marion community 

Stayton Rd Arterial Marion community Stayton UGB 

Vitae Springs Rd Major Collector Skyline Rd Orville Rd 

Mill Creek Rd Major Collector Marion Rd Aumsville UGB 

Vitae Springs Rd Major Collector Orville Rd River Rd S 

State St Arterial 63rd Avenue Howell Prairie Rd 

Woodburn-Hubbard 
Rd Major Collector Woodburn UGB Hubbard UGB 

ADDITIONAL IDENTIFIED NEEDS 

Meridian Rd Major Collector Silverton UGB County Line 

River Rd NE Arterial Straighten curves .7 mi W of 
French Prairie Rd 

1.5 mi W of French 
Prairie Rd 

Riverside Rd Minor Collector Skyline Rd BNRR Bridge 

Hobart Rd Minor Collector Mt. Angel Hwy Oregon 214 

Arndt Rd Major / Minor 
Collector Butteville Rd Wilsonville-Hubbard 

Hwy 

Shaw Hwy Minor Collector Aumsville UGB Hwy 214 

Marion Rd Major Collector Shaff Rd Mill Creek Rd 

Shaff Rd Minor Collector Marion Rd West Stayton Rd 

 
 

8.2.11 Truck Routes 
 
The two existing truck routes in the County function fairly well. New truck routes in the County 
would not be particularly effective because much of the local truck traffic is conducting business 
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throughout the County. Truck routes are most beneficial in routing that portion of truck traffic 
that is merely passing through the County en-route to a destination outside of the County. They 
tend to stay on Principal Arterials such as Interstate 5, Oregon 22, some of the secondary state 
highways like Oregon 213 and Oregon 211, and County Arterials such as Ehlen/Yergen/McKay 
Roads, Silverton Road, Cascade Highway, and River Road NE. Another group of trucks that are 
affected are those that need to use County Roads to bypass restrictions on the State Highway 
system.   
 
Due to the agricultural nature of Marion County, most of the truck traffic on non-regional routes 
is conducting business in the local area. Attempts to prohibit these trucks from using County 
roads, which often run through some of the smaller cities, are not in the best interest of the overall 
transportation system. There are some exceptions to this. Two such exceptions were addressed in 
the rural areas by installing “No Through Trucks” postings rather than by creating a specific 
regulatory truck route. In both cases, the use of the particular roads by trucks was extremely 
disruptive to the adjacent residential neighborhoods and suitable alternative routes of higher 
design and classification were available. 
 
There are also many roads, particularly minor collectors and local roads, but some major 
collectors and arterials, which are not suitable for trucks because of the roadway geometry or 
topography. These locations have been designated as ‘red routes,’ with signs posted instructing 
truckers driving vehicles larger than the limits to avoid them.  It is possible for trucks longer than 
these limits to make local deliveries on these roads if they can show they can make the delivery 
safely and appropriately.  Suitable alternate routes exist for freight traffic to and from most areas.  

 
8.2.12 Bridges 
 
Rehabilitation and replacement of deficient bridges is typically done on an as-needed basis. 
Bridges are inspected regularly (typically every two years), and a sufficiency rating is determined 
for each bridge. This sufficiency rating (on a scale of 0 to 100) is an assessment of the structural 
sufficiency of the bridge. Bridge rehabilitation or replacement is typically determined by this 
rating.   Bridges with ratings below 50 (out of 100) are eligible for federal grant funding through 
the state for replacement. Currently, most of our bridge replacements are done with this grant 
funding. 
 
Rural bridge deficiencies for purposes of this plan include: bridges with sufficiency ratings below 
50; bridges with weight, height, and/or width limitations located on significant regional routes; 
and bridges with other problems such as poor alignment or narrow width on arterials and major 
collectors. Table 8-8 provides a list of rural bridges with sufficiency ratings less than 50. Not all 
of the bridges listed in Table 8-8 are being considered for replacement. However, the limitations 
of these bridges do point out the need for further evaluation. 
 
As the years go by, the sufficiency rating of each bridge tends to decrease, as the bridge wears out 
from use. Over the next 20 years, it is anticipated that many bridges will require rehabilitation or 
replacement and funding for this effort will be a serious problem due to the large capital 
improvement cost.   
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Table 8-8 
Rural Bridges with Sufficiency Ratings Below 50 

 
BRIDGE 

NO. 
 

FACILITY 
FEATURE 
CROSSED 

SUFF. 
RATING

OTHER 
LIMITATIONS 

FUNCTIONAL
CLASS 

RECOMMENDED PROJECTS 

1106 Jefferson-Marion 
Rd UP Railroad 47.5 Weight 40 Ton Arterial 

5789 River Rd S Willamette River 43.2 Weight 40 Ton 
Scour Issue Arterial 

4753 South Abiqua Rd Abiqua Creek 43.1  Local 

962 Silverton Rd Little Pudding 
River 45.4  Principal Arterial

ADDITIONAL IDENTIFIED NEEDS 

5381 Gallon House Rd Abiqua Creek 38.9 Weight 20 Ton Local 

 
Table 8-9 lists bridges that have sufficiency ratings greater than 50 but have other limitations that 
need to be evaluated. 
 

Table 8-9 
Additional Bridges with Other Limitations (Sufficiency Ratings Greater than 50) 

 

BRIDGE 
NO. FACILITY 

FEATURE 
CROSSED LIMITATIONS 

FUNCTIONAL
CLASS 

RECOMMENDED PROJECTS 

4722 Mt. Angel-Gervais 
Rd Pudding River Weight Limit 20/38/39 

Ton Minor Collector 

1502 Marion Rd Mill Creek Low Sufficiency Rating Major Collector 

47C66 Delaney Rd Battle Creek Narrow Bridge, Poor 
Horizontal Alignment Arterial 

5387 Hazelgreen Rd Pudding River High Water can go over 
roadway Arterial 

4711 Ferry Rd Stout Creek Alignment, Width, 
Operating Rating Local 

47C101 Sunnyside Rd Rodgers Creek Narrow Bridge, Poor 
Alignment Local 

47C06 Whiskey Hill Rd Overflow Pudding 
River Narrow Bridge Major Collector 

ADDITIONAL IDENTIFIED NEEDS 

47C49 Labish Center Rd Little Pudding River Weight Limit 40 Ton Minor Collector 

47C25 Golf Club Rd Mill Creek 
Narrow Bridge (would be 
replaced by a capacity 
widening project) 

Arterial 
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  8.2.13 Other Road Restrictions 
 

Height restrictions (below typically legal dimensions) are created on County roads by four 
railroad bridges. These railroad bridges also have sharp curves to pass under them, which create 
severe alignment deficiencies at their under-crossings. Table 8-10 lists the height deficiencies at 
these bridges.  
 

Table 8-10 
Structures Restricting County Roads 

 

FACILITY BRIDGE DEFICIENCY NEED 

RECOMMENDED PROJECTS 

River Rd S 
(near Orville Rd) 

BN-Sante Fe Railroad 
Bridge Undercrossing 

Height Restriction  12' 3" 
Poor Road Alignment 

Reconstruct bridge and 
improve roadway 
alignment 

River Rd S 
(south of Sawmill Rd) 

BN-Sante Fe Railroad 
Bridge Undercrossing 

Height Restriction  12' 9" 
Poor Road Alignment 

Reconstruct bridge and 
improve roadway 
alignment 

ADDITIONAL IDENTIFIED NEEDS 

Riverside Rd BN-Sante Fe Railroad 
Bridge Undercrossing 

Height Restriction  11' 0" 
Poor Road Alignment 

Grade Xing or improve 
alignment 

Riverdale Rd 
(Connector) 

BN-Sante Fe Railroad  
Bridge Undercrossing 

Height Restriction    9' 4" 
Poor Road Alignment 

Evaluate closing section 
of road under bridge 

 
 
8.2.14 Railroad Grade Crossing Projects 
 
Rural grade crossing recommended projects include arterials and major collectors with no gates 
or signals, and all roads with no control at a crossing where train traffic exists. Some locations on 
lightly used local roads function acceptably with stop signs. However, there are many locations 
where stop signs on collectors and more-heavily-used local roads at railroad crossings cause 
unnecessary delay and safety concerns that could be reduced by installing gates at these 
crossings. These deficiencies are listed in Table 8-11. 

 
Table 8-11 

 Grade Crossing Projects 
 

FACILITY CROSSING DEFICIENCY 
FUNCTIONAL 

CLASS 

RECOMMENDED PROJECTS 

Butteville Rd Portland and Western Railroad No control and poor 
alignment Major Collector 

St. Louis Rd Portland and Western Railroad Stop signs; accidents Minor Collector 
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FACILITY CROSSING DEFICIENCY 
FUNCTIONAL 

CLASS 

Broadacres Rd Portland and Western Railroad Stop Signs Local 

Waconda Rd Portland and Western Railroad Stop Signs Minor Collector 

Brush Creek Rd Willamette Valley Railroad No control Local 

Sunnyview Rd Willamette Valley Railroad Stop Signs Minor Collector 

McKee School Rd Willamette Valley Railroad No control Local 

Bates Rd Willamette Valley Railroad No control Local 

Porter Rd Willamette Valley Railroad No control Local 

MacLeay Rd Willamette Valley Railroad Stop Signs Minor Collector 

Shaff Rd Willamette Valley Railroad Stop Signs Minor Collector 

Downs Rd Willamette Valley Railroad No control Local 

Kaufman Rd Willamette Valley Railroad Stop Signs Local 

Monitor-McKee 
Rd Willamette Valley Railroad Stop Signs Local 

Paradise Alley Willamette Valley Railroad No control Local 

Hook Rd Willamette Valley Railroad No control Local 

Talbot Rd Portland & Western Railroad Stop Signs Minor Collector 

ADDITIONAL IDENTIFIED NEEDS 

Rainwater Ln Willamette Valley Railroad No control Local 

Perkins Rd Portland & Western Railroad Stop Signs Local 

   
 
  8.2.15 Drainage Deficiencies 
 

Drainage deficiencies include locations where regular widespread high water results in water over 
the roadway or where surface water accumulates on the roadway during heavy rains. These 
deficiencies are identified in Table 8-12. Projects are prioritized by frequency and severity of 
drainage issues, importance of the road, detrimental effects of detouring around closures, and cost 
to address the issue. Drainage deficiencies within urban growth boundaries are not included in 
this plan. The County also does not work on private property to improve or maintain drainage. 
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Table 8-12 
Drainage Deficiencies 

 

 
FACILITY 

 
LOCATION 

 
PROBLEM 

FUNCTIONAL 
CLASS 

RECOMMENDED PROJECTS 

Hazelgreen Rd East of Torvend Rd (near 
Pudding River) 

Widespread high water results 
in water over roadway. Arterial 

ADDITIONAL IDENTIFIED NEEDS 

Delaney Rd Locations east and west of Battle 
Creek 

Widespread high water results 
in water over roadway. Arterial 

Jefferson-Marion 
Rd East of Skelton Rd  Widespread high water results 

in water over roadway. Arterial 

Meridian Rd South of Mt. Angel - Scotts 
Mills Rd 

Widespread high water results 
in water over roadway. Major Collector 

River Rd N South of Brooklake Rd  Widespread high water results 
in water over roadway. Arterial 

                                                       
 
For many of these identified drainage deficiencies the solution would be costly. Therefore, very 
few are listed as recommended projects. Some will be considered as part of other projects and 
addressed at that time.  
 

Section 8-2 has listed the currently identified needs for the Marion County transportation system. Many 
more needs are expected to develop in the future, and are described in Section 8-5.   
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8.3 BICYCLE AND PEDESTRIAN IMPROVEMENTS 
   
In conjunction with the 1998 RTSP, the County developed a separate Bicycle and Pedestrian Plan to 
address bicycle and pedestrian transportation over the next 20 years. As part of this 2005 update process, 
that plan was reviewed and found to still adequately address the needs for bicycle and pedestrian travel in 
rural Marion County. The Bicycle and Pedestrian Plan will remain as the principal document for 
addressing these needs. This section provides a summary of the key components from that plan. 
 
The plan and this section address goals from the adopted Growth Management Framework to: 
1) Encourage use of alternative modes of transportation including mass transit, bicycling, walking, and 

carpooling. 
2) Address transportation needs appropriate to both urban and rural areas throughout the county. 
 
The purpose of the Bicycle and Pedestrian Plan is to assess the needs to facilitate bicycling and walking 
as a viable means of transportation through appropriate policies and improvements. The plan identifies 
existing and future bicycle and pedestrian needs and contains a prioritization system to rank the needs in 
order of significance and benefit. In addition, the plan provides descriptions of projects to address the 
higher priority needs. 
 

8.3.1 Bicycle and Pedestrian Needs 
 

With approximately 990 miles of rural roads in the County, it would be extremely costly to 
provide bicycle and pedestrian facilities on every road. In addition, the County has many miles of 
urban roadway that generally has a higher demand for bicycle and pedestrian transportation than 
rural roadways. In order to maximize available resources, the County will focus its efforts 
towards providing suitable facilities on arterials and collectors that have appreciable existing or 
potential bicycle and pedestrian traffic, and will particularly focus on facilities in urban areas. 
Local roads for the most part will continue to be shared roadways where motorists, bicyclists, and 
pedestrians share the travel lanes. In many instances, gravel shoulders are available for 
pedestrians on County roads. Even by focusing only on arterials and collectors, the planning team 
compiled a large collection of locations where bicycle and pedestrian facilities could be 
beneficial.  
 
To sort through all of the potential locations, the County developed a prioritization system to 
identify the top candidates for improvements. The prioritization system used to determine bicycle 
and pedestrian needs considers eleven different criteria and assigns points for each criterion. The 
eleven criteria used for the prioritization system are described below. 
 

� Trip generation potential of surrounding area 
� Trip attraction potential of surrounding area and attractiveness of the route 
� Topography of the route 
� Connectivity to population centers, existing bicycle/pedestrian facilities, and major 

transportation links 
� Duplication of facilities 
� Location of attractive alternate routes 
� Pavement condition 
� Average daily traffic (ADT) 
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� Width of existing paved shoulder 
� Functional classification 
� Strategic Intra-/Inter-County corridors 

 
The total number of points from all of the criteria provides a ranking of the bicycle/pedestrian 
needs. A total of 112 roadway segments were evaluated based on existing or potential bicycle and 
pedestrian use. It was determined that of the 112 locations, those that received a rating of 50 
points or more would be considered as applicable 20-year bicycle/pedestrian needs. Table 8-13 
lists the recommended improvements based on this prioritization system. This table has been 
updated for 2005. 

 
Table 8-13 

Bicycle and Pedestrian Improvement Needs 
 

FACILITY FROM TO ISSUE 

RECOMMENDED PROJECTS 

Arndt Rd * Wilsonville - 
Hubbard Hwy Airport Rd High vehicular traffic volume; little or no 

shoulder 

Boones Ferry Rd * Woodburn 
UGB Crosby Rd High vehicular traffic volume; little or no 

shoulder 

Marion Rd * Turner UGB Mill Creek Rd High vehicular traffic volume; little or no 
shoulder on south side 

Stayton Rd * West Stayton 
Rd Stayton UGB High vehicular traffic volume; little or no 

shoulder 

State St * 63rd Ave Howell Prairie 
Rd 

High vehicular traffic volume; little or no 
shoulder 

Woodburn-Hubbard 
Rd * 

Woodburn 
UGB Hubbard UGB 

Connects trip generators and attractors; 
High vehicular traffic volume; little or no 
shoulder 

Center St / Hampden 
Ln / Fruitland Rd Cordon Rd 63rd Avenue 

Connects unincorporated community 
(Fruitland) to major trip generator 
(Salem); little or no shoulder 

    
 * These segments have also been identified as safety widening improvements (See Table 8-10).  By pursuing these projects, the 

County can provide benefits to both motorists and bicyclists/pedestrians. 
 
Although the prioritization system is intended to rank the segments based on needs and benefits, 
some improvements can benefit a larger portion of the community and therefore are more 
desirable to pursue. The projects identified by an “*” in Table 8-13 indicate improvements that 
have also been identified as safety widening projects, which benefit motorists as well as bicyclists 
and pedestrians. In essence, these projects serve two roles: 1) improving safety for motorists and 
2) providing mobility and improving safety for bicyclists and pedestrians. For that reason, these 
improvements are more cost-effective in serving a greater number of roadway users. 
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8.4  SPECIAL STUDIES AND LOCALIZED PLANS 
 

This Transportation System Plan provides a general picture of the transportation system of Marion 
County and our vision for this system for the next twenty years. There are several areas for which more 
detailed planning is warranted, such as unincorporated communities, and areas where significant 
development activity is expected. There are also several corridors that merit further study to evaluate their 
viability as transportation corridors, evaluate the potential demand for travel in these corridors, and to 
determine whether or not these roadways should be improved. This section describes the future planning 
efforts to be undertaken. 

 
8.4.1 Sub-Area Plans 
 
These plans will be smaller and more detailed plans addressing specific areas in the County.  
They would be adopted upon their completion as part of a future Transportation System Plan 
amendment or update.  The specific areas they will address are outside urban growth boundaries, 
and thus not covered by urban transportation system plans. However, detailed planning is 
appropriate in these areas because of such factors as level of transportation system usage (e.g. 
high traffic volumes), existing or developing transportation system issues (e.g. traffic problems or 
lack of sidewalks), and current or anticipated land use. These sub-area plans are detailed 
documents describing specifically what the transportation system of that area is to be in the 
coming years. These plans would be prepared by County Staff (and/or ODOT staff for locations 
involving their facilities) along with input from property owners and other parties as appropriate.  
These plans are prioritized by the anticipated necessity or benefit of having them in place, and 
listed in Table 8–14. Chapter 12 contains Sub-Area plans for the Brooks interchange area and the 
Aurora/Donald interchange area.  Other Sub-Area plans will be included in Chapter 12 as they are 
completed.  The Sub-Area plan for an area should be completed before significant transportation 
projects are constructed in that particular area. 
 

Table 8–14 
Sub–Area Plans 

 
SUB - AREA ISSUES INVOLVED 

RECOMMENDED PROJECTS 

Brooks Community Community Transportation Plan 

Butteville Community Community Transportation Plan 

Mehama Community Community Transportation Plan 

Monitor Community Community Transportation Plan 

Delaney Interchange Area Traffic flow on and off interstate; access management 

Pratum Community Community Transportation Plan 

Marion Community Community Transportation Plan 

St. Louis Community Community Transportation Plan 
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8.4.2 Corridor Studies 
 
Corridor studies will look at corridors where there could be significant demand for future travel, 
and often a considerable demand for freight mobility. In each of these cases there are aspects of 
the existing roadway, such as out-of-direction travel, curving alignments, narrow pavement, 
restrictive structures, and delay that may reduce the ability of the corridor to serve this potential 
significant demand. The possibility exists to improve the roadway to better facilitate movement of 
people and goods along that corridor. These studies would attempt to determine the future 
demand for travel along the corridor, and the cost and potential benefit of improving the roadway 
to service the corridor.  The end result of the study will be to recommend whether or not to 
improve the roadway and, if so, a conceptual idea of what that improvement would be. These 
studies are listed in Table 8-15. 
 

Table 8-15 
Recommended Corridor Studies 

 
FACILITY 

NAME ENDPOINT ENDPOINT CONNECTING ISSUES 

RECOMMENDED PROJECTS 

Cordon Road Interstate 5 
Hazelgreen 
Road 

North-South Route along 
east side of Salem 

Capacity issues imminent; 
future signal locations; 
many locations needing turn 
lanes; access management 

Brooklake Road River Rd NE Oregon 99E 
I-5 interchange, Keizer, 
Brooks, farmland, and 
surrounding area 

Capacity issues imminent; 
future signal locations; 
many locations needing turn 
lanes; access management 

Riverside / 
Sidney / Ankeny 
Hill Rds 

Independence 
Bridge 

Interstate 5 
I-5 to Independence, 
Monmouth, southern Polk 
Co. and adjacent farmland 

Out-of-direction travel, 
height and weight 
restrictions, narrow roads 

Mt. Angel – 
Gervais Rd 

Mt. Angel Gervais 

Mt. Angel, Silverton, and 
surrounding area to 
Gervais, Interstate 5, and 
points north and west 

Out-of-direction travel, 
weight restrictions, 
connections in and through 
cities 

River S. / Orville 
/ Vitae Springs / 
Skyline Rds 

Independence 
Bridge 

Salem 

South Salem to 
Independence, 
Monmouth, and points 
south and west 

Topography, curvy roads, 
height and weight 
restrictions, intersection 
issues 

River Road 
South 

Independence 
Bridge 

Salem 

Central Salem to 
Independence, 
Monmouth, and points 
south and west 

Connection to river 
crossing, use as emergency 
alternate route, Height and 
weight restrictions, slide 
area, railroad bridges 

55th / 54th Aves 
and Quail Rd 

Hazelgreen 
Rd 

Oregon 99E 

Northeast Salem and 
Cordon Rd to Oregon 
99E, Brooks, Woodburn, 
and points north 

Narrow roads, Lake Labish 
crossing, traffic control, 
curves 
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8.5 FUTURE COUNTY ROADWAY NEEDS 
 
The County’s population and thus vehicle travel is expected to grow in the next 20 years. Future roadway 
needs are based on evaluating the possible impacts of the projected 2025 traffic volumes on the 
transportation system. (Section 6 provides details on the projected volumes and how they were 
developed.) These projected traffic volumes were used to identify locations where roadway and 
intersection capacity deficiencies may develop by the year 2025 if no improvements are made during that 
time. It should be noted that concepts such as expanded transit service, TSM (Transportation System 
Management – making more efficient use of the existing system) and TDM (Transportation Demand 
Management – reducing the demand for vehicle travel) strategies, land use planning, and other strategies 
could help to reduce some of these potential deficiencies. For that reason, these projects will not be 
planned in detail until these anticipated future needs become identified as actual current needs. 
 
  8.5.1 Capacity Needs 

 
Several locations are anticipated to have capacity deficiencies as a result of future growth and 
may warrant consideration of roadway widening. These possible widening needs consist of 
adding lanes to increase the capacity of the roadway and are listed in Table 8-16. It is understood 
that a comprehensive study would be needed before any one of these future widening 
improvements are pursued. Such a study would include looking at public transportation 
improvements, TSM and TDM techniques, and land use and zoning strategies.  
 

Table 8-16 
Future Widening for Capacity Needs 

 
 
FACILITY 

 
FROM 

 
TO 

 
NEED 

RECOMMENDED PROJECTS 

Cordon Rd State St Center St Widen to four lanes (with turn lanes at 
intersections as appropriate) 

Cordon Rd Salem UGB 
(Caplinger Rd) State St Widen to four lanes (with turn lanes at 

intersections as appropriate) 

Cordon Rd Center St Sunnyview Rd Widen to four lanes (with turn lanes at 
intersections as appropriate) 

Cordon Rd Sunnyview Rd Silverton Rd Widen to four lanes (with turn lanes at 
intersections as appropriate) 

Arndt Rd Wilsonville-
Hubbard Hwy Airport Rd Widen to four lanes (with turn lanes at 

intersections as appropriate) 

Cascade Hwy Stayton UGB Sublimity UGB Widen to four lanes (would be part of 
State interchange project) 

Silverton Rd Cordon Rd 
(Salem UGB) Indigo St Widen to four lanes (with turn lanes at 

intersections as appropriate) 

Golf Club Rd Oregon 22 Stayton UGB Widen to five lanes (project shown as a 
need in Stayton TSP). 

Silverton Rd Indigo St Howell Prairie Rd Widen to four lanes (with turn lanes at 
intersections as appropriate) 
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Brooklake Rd River Rd  I-5 Interchange 
Widen to four lanes (with turn lanes at 
I-5 interchange and other key 
locations).  (See Note 1) 

Silverton Rd Howell Prairie Rd Brush Creek Rd Widen to four lanes (with turn lanes at 
intersections as appropriate) 

Silverton Rd Brush Creek Rd Silverton UGB Widen to four lanes (with turn lanes at 
intersections as appropriate) 

   
Note 1: This project is not authorized until its need is identified in a Sub-Area plan for the Brooks-Hopmere community 
 
8.5.2 Intersection Traffic Control and Configuration 
 
Projected traffic volumes were also used to identify locations with potential intersection capacity 
deficiencies and possible traffic control needs. Traffic control needs include signals, turn lanes, 
and changes to through traffic movement, and are identified in Table 8-17. (Intersections with 
existing needs are not included in this table.) 
 

Table 8-17 
Future Intersection Traffic Control and Modernization Needs 

 

 
FACILITY 

 
LOCATION 

PROJECTED 
PROBLEM 

PROBABLE 
NEED 

RECOMMENDED PROJECTS 

Brooklake Rd River Rd 
Developing congestion; 
Traffic control and location 
of railroad crossing 

Signal, move RR gates, left turn lanes, 
drainage; possible realignment of 
intersection. 

Cordon Rd Hazelgreen Rd 
/ 55th Ave 

Developing congestion; 
approach angles 

Traffic signal and left turn lanes at 
intersection 

McKay Rd French Prairie 
Rd Future Congestion Left turn lanes on McKay Rd; 

Possible Signal 

Brooklake Rd Huff Ave Future Congestion Left turn lane on Brooklake Rd; 
possible signal 

Ehlen Rd Butteville Rd Future Congestion Traffic Signal 

ADDITIONAL IDENTIFIED NEEDS 
Jefferson-Marion 
Rd 

Parrish Gap 
Rd Future Congestion Eastbound left turn lane 

54th Ave NE Lakeside Rd Stop impedes movement Convert to 2-way stop 

 
 8.5.3 Connectivity and Modernization Needs Proposed By Cities 
 

In many locations, Marion County’s rural transportation system provides critical links to and 
from the urban transportation systems of the cities within Marion County. There are some 
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locations where cities have identified revisions to the rural transportation system that would be 
necessary to meet their identified needs for the urban transportation systems. Table 8-18 lists 
projects proposed by cities, including those contained within city Transportation System Plans 
that would extend into rural areas. These projects would be extensions and/or realignments of 
existing roads. Each of these projects could encounter many obstacles such as zoning, land use 
laws, and barriers such as railroads and creeks. It is likely that, for these projects to be realized, 
funding for them would need to be obtained by the appropriate city. 

 
Table 8-18 

Connectivity and Modernization Needs Proposed by Cities 
 

FACILITY FROM TO PROJECT 
PROPOSING 

CITY 

NEEDS IDENTIFIED BY CITIES 

Crosby Rd Woodburn – 
Hubbard Rd Oregon 99E 

Extend Crosby Road (2 lanes) across 
railroad and along Goudy Gardens 
Rd to Oregon 99E 

Woodburn 

Woodburn 
Southern 
Arterial 

Woodburn 
UGB Oregon 214 

Extend the Southern Arterial (2 
lanes) from Oregon 99E to Oregon 
214 

Woodburn 

35th Ave  North of 
Keizer Keizer UGB 

Realign and modernize 35th Ave in 
correlation with a Keizer project to 
realign Radiant Drive west of the 
baseball stadium in the Keizer UGB. 

Keizer 

9th St Cascade 
Hwy 

Eastern 
Sublimity 

Extend 9th St east, south of current 
UGB, as an east-west collector 
serving eastern Sublimity 

Sublimity 

North-South 
Collector 

Sublimity 
Rd (Starr St) 

Sublimity 
Blvd 

Construct a new north-south collector 
west of the Sublimity UGB Sublimity 

 
 

 
 
  
 
 



12/21/05           CHAPTER 8 - ROADWAY SYSTEM NEEDS AND RECOMMENDED IMPROVEMENTS                              

 
 

 
MARION COUNTY PUBLIC WORKS 8 - 25 

8.6  STATE HIGHWAY AND REGIONAL TRANSPORTATION NEEDS 
 
As with the County roadway system, the State highway system is also a critical part of the overall 
transportation system in the region. Many of the key corridors in the County are State Highways. As part 
of the original 1998 Rural Transportation System Plan, the Oregon Department of Transportation 
contracted Marion County to determine the 20-year needs on State highways in the County (except I-5 
and Oregon 22, and those inside the Salem, Keizer, and Woodburn urban areas). This 2005 update 
includes projects on or related to Interstate 5 and Oregon 22 because, as Principal Arterials, those are the 
most important roadways for traffic movement in the Marion County transportation system, and issues on 
these roads affect the whole system. However, this plan is not intended to include detailed plans for 
Interstate 5 or Oregon 22. Those planning efforts would be done by the Oregon Department of 
Transportation.   
 
In addition to the review of State highway facilities by the County, findings from other transportation 
planning documents involving State highways are included in Section 3 (Background and Existing Issues) 
of this plan. As anticipated with limited funding, many of the issues identified in the 1998 planning effort 
have not been addressed. These issues are repeated here in this 2005 Rural Transportation System Plan 
Update. In addition, some needs and issues have arisen or come to our attention since then. These issues 
are listed here as well. 
 
State highway needs include safety and modernization improvements, corridor studies, and refinement 
studies. Needs on State highways were identified that are in or significantly affect rural areas. It should be 
noted that the planning of roadway maintenance and bridge preservation improvements are under 
ODOT’s control and are not included in this plan. 
 

8.6.1 State Highway Safety Needs 
 

In evaluating the State Highways in the County, the planning staff identified a number of safety 
needs that should be reviewed by ODOT.  These needs are listed in Table 8-19. 

 
Table 8-19 

State Highway Safety Needs 
 

FACILITY LOCATION PROBLEM NEED 

RECOMMENDED PROJECTS 

I-5 Ramps 
Oregon 214 and 
219 (Woodburn 
Interchange) 

High number of accidents; 
congestion at ramp terminals; 
congestion on 214; queues 
extending onto freeway mainline

Reconstruct interchange with longer 
ramps, more capacity, improve safety, 
and widen 214.2 

I-5 Ramps Ehlen Rd / Bents 
Rd 

Accidents; poor alignment 
between interchange and Bents 
Rd; Turns from ramps with low 
capacity and high delay 

Widen Ehlen Rd at the interchange, 
install signals at ramp intersections and 
turn lanes on ramps, and realign Bents 
Rd.  Or redesign interchange 

                                                           
2 Note: though this location is within the Woodburn UGB, transportation to and from rural areas of Marion County 
is affected by this deficiency 
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FACILITY LOCATION PROBLEM NEED 

Wilsonville-
Hubbard 
Hwy 

Ehlen Rd / 
Boones Ferry Rd 

Accidents; left-turners block 
through traffic; Boones Ferry 
intersection very close to State 
Hwy alignment 

Install left turn lanes for eastbound and 
westbound traffic; perhaps signalize 
Boones Ferry Rd intersection and/or 
move it to the west. 

Oregon 99E Howell Prairie 
Rd Accidents Left turn lane from southbound Oregon 

99E to Howell Prairie Rd3. 

Oregon 99E Boones Ferry Rd Rear-end and left-turning 
accidents 

Left turn lane from northbound Oregon 
99E to Boones Ferry Rd1 

Oregon 99E Waconda Rd Accidents, skewed intersection 
Left turn lanes on Oregon 99E; 
possibly realign Waconda to reduce 
skew at intersection1 

Oregon 214 Hobart Rd Accidents Traffic signal at intersection. 

Oregon 99E Checkerboard Rd Accidents Vertical and horizontal realignment; 
possible left turn lane 

Oregon 214 Elliot Prairie Rd Accidents Realign horizontal curves near 
intersection. 

Oregon 214 Brownell Rd Sight distance, vertical curves Realign vertical curves and 
intersection. 

Oregon 219 
French Prairie 
Rd / St. Paul 
Hwy 

Accidents; Sharp Curve; Y-
Intersections Realign intersection 

ADDITIONAL IDENTIFIED NEEDS 
Jefferson 
Hwy Ankeny Hill Rd Sight distance, vertical curves Realign vertical curves north of the 

intersection. 

Oregon 214 Monitor-McKee 
Rd Accidents Vertical realignment 

Oregon 214 Industrial Way 
(Mt. Angel) Accidents, Left Turns Left turn lane from northbound Oregon 

214 to Industrial Way. 

 
 
 8.6.2 State Highway Modernization Needs 
 

Modernization needs consist of capacity, reconfiguration, and other related improvements that 
improve the efficiency of highway facilities, but are not made for the primary reason of safety. The 
modernization needs identified by the County are generally isolated to specific locations, where a 
change will improve the operation of the transportation system in the vicinity, such as turn lanes, 
intersection realignment, and shoulder widening. None of these modernization needs involve 

                                                           
3 This project is programmed for 2005 construction in the Oregon Department of Transportation Statewide 
Improvement Program (STIP). 
1 These projects are programmed for 2005 construction in the Oregon Department of Transportation Statewide 
Improvement Program (STIP). 
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additional lanes on highways, other than turn lanes at key intersections. Table 8-20 lists the state 
highway modernization needs in the County. 

 
Table 8-20 

State Highway Modernization Needs 
 

FACILITY LOCATION PROBLEM NEED 

RECOMMENDED PROJECTS 

I-5 Ramps Brooklake Rd Congestion; delay; queues 
backing up to freeway mainline 

Install traffic signals and turn lanes at 
ramp intersections; may need to 
adjust location of ramps. 

Wilsonville-
Hubbard Hwy Arndt Rd 

Congestion; long delays; safety 
concerns with queued traffic 
near or in travel lanes 

Dual left turn lanes from southbound 
Wilsonville-Hubbard Hwy to Arndt 
Rd and free right-turn lane from 
westbound Arndt Rd to Wilsonville-
Hubbard Hwy1. 

Oregon 22 Cordon Road Major Arterial / Parkway and 
Principal Arterial not connected 

New Interchange to allow road 
system to function as planned2 

Oregon 22 Cascade Hwy  
Stop signs and sharp curves for 
on-ramps; off-ramp capacity 
issues 

Reconstruct interchange 

Interstate 5 Woodburn 
Area 

Delays and slow traffic through 
Woodburn getting to existing 
interchange 

Improve regional passenger and 
freight mobility by constructing new 
interchange and connector roads 

Wilsonville-
Hubbard Hwy 

Oregon 99E to 
Clackamas 
County 

Narrow Roadway Widen travel lanes and add shoulder 

Oregon 214 Cascade Hwy 
Sight distance, inappropriate 
traffic control for traffic volume 
splits 

Realign intersection and change 
traffic control. 

Oregon 219 Butteville Rd 
90 degree curves impede 
movement along highway; 
intersections on sharp curves 

Realign Oregon 219 to improve 
intersection(s) with Butteville Rd. 

Oregon 213 
Silverton to 
Clackamas 
County line 

Narrow pavement Widen pavement (shoulder and/or 
lanes). 

Hobart Rd 
(Truck Route 
for OR 213) 

Oregon 214 to 
Meridian Rd Narrow pavement Widen pavement (shoulder and/or 

lanes). 

                                                           
1 This project is programmed for 2005 construction in the Oregon Department of Transportation Statewide 
Improvement Program (STIP) with some Oregon Transportation Investment Act (OTIA) funding 
2 Note: though this location is within the Salem UGB, transportation to and from rural areas of Marion County is 
affected by this deficiency 
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FACILITY LOCATION PROBLEM NEED 

ADDITIONAL IDENTIFIED NEEDS 

Jefferson Hwy I-5 to Talbot 
Rd Narrow pavement Widen pavement (shoulder and/or 

lanes). 

Oregon 214 Silverton to 
Oregon 22 Narrow pavement Widen pavement (shoulder and/or 

lanes). 

Oregon 214 Shaw Hwy Awkward Y-intersection, 
horizontal curves 

Convert to T-intersection, realign 
Oregon 214. 

 
   

8.6.3 Connectivity to Interstate and Statewide Highways 
 
Access to Interstate and Statewide Highways (namely Interstate 5 and Oregon 22 for Marion 
County, as designated by the Oregon Highway Plan) is very important to the economic vitality, 
freight mobility, and quality of life of the County. The presence of significant congestion, delay, 
or out-of-direction travel along the Access Route from an area to the Interstate and Statewide 
Highway system can have significant detrimental effects on that community. This ‘Access Route’ 
is defined as the fastest route (that is appropriate to the functional class of a roadway) from that 
location until one is driving along the Interstate or Statewide Highway in one’s intended direction 
of travel. Travel along this route needs to be quick and efficient. For larger cities, this route needs 
to be particularly short and quick, while the connection to smaller cities could take longer. 
Marion County’s connectivity to Interstate or Statewide Highways guideline is expressed in 
Table 8-21 below, which shows the maximum acceptable travel time between a city and the 
nearest Interstate or Statewide Highway, based on the population of the city. The acceptable 
travel time may be increased if the route brings the driver closer to their destination, or reduced if 
the route requires the driver to travel out-of-direction. 
 

Table 8-21 
Connectivity to Interstate or Statewide Highway Guidelines 

 

CITY 
POPULATION 

MAXIMUM TRAVEL TIME 
GUIDELINE 

Less than 1,000 30 minutes 

1,000 to 5,000 20 minutes 

5,000 to 20,000 15 minutes 

20,000 to 50,000 10 minutes 

Over 50,000 Access to Arterial within City Limits 
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An adjustment may be made to these times if most of the delay occurs within the city in question.  
If the highway passes through or abuts City Limits and the city has good access to that highway, 
then that city is considered to have acceptable connectivity to the arterial. 
 
If the travel time is greater than the amount shown in the table, the delay in accessing the 
Interstate or Statewide Highway is longer than acceptable, and this has detrimental effects on 
residents, businesses, freight movement, and farms in the area. These detrimental effects may 
take the form of increased transportation costs, loss of business, increased time spent driving, 
increased crash risk, increased pollution, decreased property value, higher unemployment, and 
increased out-of-direction travel. Excess delay also puts added stress on the County Road system 
or city streets, and an appropriate TSM measure would be to get this long-distance and regional 
traffic to the Interstate or Statewide Highway where it can be better handled. 
 
The vast majority of the 20 cities in Marion County comfortably meet these guidelines.  
However, travel time from Silverton to I-5 north is seven minutes over the guideline. 
 

 
  8.6.4 Future State Highway Widening for Capacity Needs 
 

Traffic volumes have been increasing throughout Marion County for decades as the County has 
grown. Because of this growth in traffic volumes, portions of State and Interstate highways in 
Marion County are developing capacity problems. Volume projections indicate that in addition to 
the existing problems new capacity issues on some state highways within Marion County will 
develop over the next 20 years. While improvements at specific locations (Transportation System 
Management (TSM)), can alleviate some extent of these capacity issues, projections indicate that 
it will become necessary to add lanes to the following (shown in Table 8-22) sections of State 
Highway in order to maintain adequate traffic flow in the next 20 years. 
 

Table 8-22 
State and Interstate Highway Widening Needs for Capacity 

 

HIGHWAY FROM TO NEED 

RECOMMENDED PROJECTS 

Interstate 5 Salem Linn County 
Widen to at least three lanes each 
direction4 

Oregon 22 Golf Club Rd Cascade Hwy Widen to two lanes each direction 

Oregon 99E Woodburn 
Wilsonville-Hubbard 
Hwy 

Add an additional travel lane in each 
direction and a center turn lane or median 

                                                           
4 Oregon Highway Plan (OHP) mobility standards (based on volume to capacity ratios) are currently exceeded based 
on 2002 data.  It is expected that traffic volumes will continue to grow over the life of the TSP and widening beyond 
three travel lanes may be justified.  When a project is developed, appropriate environmental documentation will be 
prepared.  Through that process, the magnitude of widening necessary will be determined to meet OHP standards.  
Widening to three lanes in each direction will be the minimum necessary to achieve OHP standards. 
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HIGHWAY FROM TO NEED 

RECOMMENDED PROJECTS 

Wilsonville – 
Hubbard Hwy 

Interstate 5 Arndt Road 

Widen to two lanes each direction.   
Note: although this project would be predominantly 

within Clackamas County, it is adjacent to and 

significantly affects roadways in Marion County 

Interstate 5 Salem Clackamas County 
Additional capacity may become necessary 
within 20 years 

Oregon 99E Salem Woodburn 
Add a center turn lane and/or an additional 
travel lane in each direction 

 
 

8.6.5 Corridor Studies 
 

Several State highways provide the ‘backbone’ of the regional transportation system by making 
important connections within the County and outside the County. In order to ensure that these 
highways continue to serve these functions in the future, corridor studies are needed to maintain 
the accessibility, safety, and mobility along these routes. It is anticipated that findings from these 
corridor studies will help to identify specific highway improvements that are needed in 
subsequent updates of the transportation plan. Table 8-23 lists corridor studies needed for State 
highways. 

 
Table 8-23 

Corridor Studies on State Highways 
 

CORRIDOR DESCRIPTION 

RECOMMENDED PROJECTS 

Connections to and from 
Interstate 5 

I-5 serves as the primary transportation corridor through the County.  It 
provides access between several cities in the County as well as access to places 
outside the County.  Many interchanges within or adjacent to the County have 
developed capacity issues at the interchange and also in areas leading to the 
interchange.  Additionally, especially in northern Marion County, the wide 
spacing and long distances between interchanges necessitates considerable out-
of-direction travel in order to use the Interstate.  This study is needed to look at 
possible interchange revisions (excluding the Woodburn interchange which is 
being done separately). 
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CORRIDOR DESCRIPTION 

RECOMMENDED PROJECTS 

Oregon 99E from Salem 
to Clackamas County 

Oregon 99E serves as the major transportation route to and through the 
communities of Woodburn, Hubbard, Aurora, Gervais, and Brooks, as well as 
connecting these communities with Salem.  This highway also serves as a major 
farm-to-market route for the significant agricultural businesses and farms in the 
area.  Traffic volumes have increased on this road to the point where delay and 
poor Level of Service are common occurrences, and capacity problems are 
worsening quickly.  In addition, as this road bisects many of these communities, 
the high volume of traffic can have a detrimental effect on quality of life in 
surrounding communities, businesses, and the economy.  This study would 
consider safety, capacity, goods movement, regional traffic movement, 
community livability, economic vitality, and other issues.  This study may be 
combined with study of Oregon 99E in Clackamas County, as Oregon City or 
Canby may be logical northern endpoints for this study. 

Oregon 214 from 
Silverton to Woodburn 

This section of Oregon 214 provides the main connection between Woodburn, 
Mt. Angel, and Silverton.  For people living in Silverton and Mt. Angel, Oregon 
214 serves as the primary access route to I-5.  There exists a need to look at 
facilitating transportation between Silverton/Mt. Angel and Woodburn and to 
look at ways to mitigate safety issues along this stretch of highway.  A corridor 
study would also look at measures for improving access from I-5 to Silverton, 
Mt. Angel, and other areas in this part of the County. 

Oregon 219 from 
Woodburn to Newberg 

This corridor connects Woodburn and northern Marion County with Newberg 
and Yamhill County.  Several 90-degree curves and the alignment of the 
highway make this route inefficient in terms of travel time.  Roadway 
improvements and alignment changes to facilitate mobility need to be looked at 
along this corridor.  There also exists a need to study the feasibility of using 
Oregon 219 versus other routes, such as the McKay/Yergen/Ehlen Rd corridor.  
A corridor study would also need to look at the impacts of any new river 
crossing in the area, if one is considered. 

ADDITIONAL IDENTIFIED NEEDS 

Oregon 214 from 
Silverton to Oregon 22 
 

This corridor provides access to Silver Creek Falls State Park and is heavily 
used during weekends and summer months.  During these times, the highway 
experiences significant tourist and RV traffic.  The corridor also serves local 
traffic from many rural residences and farms along the highway.  A corridor 
study is needed to look at safety and traffic control improvements that could 
facilitate travel along this section of highway.   In addition, there exists a need 
to look at ways to minimize conflicts between tourist traffic, truck traffic, and 
local traffic. 
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8.6.6 Regional Planning Efforts and Studies 
 

Regional planning studies are needed to address large-scale projects that will likely involve 
coordination between several agencies and jurisdictions. The studies that are needed within the 
next 20 years are described in Table 8-24. 
 

Table 8-24 
Regional Planning Efforts and Studies 

 

LOCATION PROJECT DESCRIPTION 

RECOMMENDED PROJECTS 
 
Oregon 22 / 
Cordon Rd 
Interchange5 

Currently, there is no direct access from Oregon 22 to Cordon Rd.  Gaffin Rd 
currently provides some connection, but not to current standards.  A refinement study 
is needed to look at the need and impact of a new interchange on Oregon 22 at 
Cordon Rd and determine the most effective design (if appropriate).  The study will 
also look at other engineering or land use actions as alternatives to building a new 
interchange at Cordon Rd.  In addition, the study would evaluate nearby interchanges 
on Oregon 22 that could affect the final recommendation.  A refinement study would 
likely be headed by ODOT with Marion County, the City of Salem and other local 
agency participation.  While this interchange would be within the Salem Urban 
Growth Boundary, the need for it impacts areas outside the urban growth boundary. 

 
Willamette River 
Bridge (Salem 
area)6 

Significant capacity issues have developed where Oregon 22 crosses the Willamette 
River on the Center and Marion Street Bridges in Salem.  This is a regional mobility 
issue because these bridges (at river mile 83) are the only bridges over the river 
between Independence (river mile 96) and Newberg (river mile 48).  The River forms 
a barrier to East-West traffic across the Willamette Valley, and providing viable 
means of travel across it is important to the mobility and vitality of the region.  
Considerable work has been undertaken already towards a third bridge in the Salem 
urban area, and a potential corridor has been identified.  The next step is an 
Environmental Impact Statement, which involves detailed study of the environmental, 
community, economic, and other issues involved.  The County supports conducting 
this study.  The County is generally supportive of the bridge, provided that 
environmental, community, economic, and other issues can be reasonably satisfied. 

                                                           
5 Note: though this location is within the Salem UGB, transportation to and from rural areas of Marion County is 
affected by this deficiency 
6 Note: though this location is within the Salem UGB, transportation to and from rural areas of Marion County is 
affected by this deficiency 
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LOCATION PROJECT DESCRIPTION 

RECOMMENDED PROJECTS 
 
Potential new I-5 
interchange in 
northern Marion 
County 

Northern Marion County (along with southern Clackamas and Yamhill Counties) has 
grown substantially in the last few decades, and is anticipated to continue growing 
rapidly.  Interstate 5 is a critical piece of the transportation system linking Marion 
County with the ‘outside world,’ and thus access to I-5 is critical to the economic 
vitality and quality of life of this region.  Capacity problems currently exist at all 
three interchanges (Brooks, Woodburn, and Aurora/Donald) in the 20-mile stretch 
between the Salem/Keizer urban area and the northern Marion County line.  The large 
spacing between interchanges also necessitates a significant amount of local roadway 
and out-of-direction travel to get to I-5.  These capacity and out-of-direction travel 
issues have a detrimental effect on the region, and this detrimental effect will grow 
exponentially as the capacity issues become more severe.  While potential 
modifications to the Woodburn interchange are progressing through the assessment 
process, they will not significantly address the delay issues in getting through 
Woodburn to this interchange.  Therefore, while these modifications will certainly 
help Woodburn, a deficiency in connectivity to I-5 will still exist for the region.  A 
study is needed to determine the value to the state and regional transportation network 
of an additional interchange in north Marion County.  This would evaluate the value 
of the interchange to communities such as Mt. Angel, Hubbard, Gervais, Silverton, 
Molalla, Mulino, Scotts Mills, Newberg, St. Paul, many rural residents, and the 
plethora of agricultural businesses throughout the region. 

 
Willamette River 
Bridge (North of 
Salem area) 
 

 
A refinement study is needed to look at the need and impact of an additional crossing 
of the Willamette River.  Currently, there are three crossings over the Willamette 
River in Marion County: at Salem, Independence, and Newberg.  There is concern 
that as Polk County, Yamhill County, and northern Marion County continue to grow, 
there may be a need to provide another crossing north of the Salem area to provide 
regional mobility.  A study is needed to determine whether an additional crossing is 
appropriate and to identify and evaluate possible crossing locations.  This study could 
also be linked to the Woodburn area new interchange study since a new or expanded 
interchange could affect the need for an additional river crossing. 

 
 

8.6.7  State Highway Bridges and Other Restrictions 
 

There are bridges and other restrictions on State Highways that limit the mobility of vehicles, 
particularly large and/or heavy trucks. Some of these cause loads to be diverted onto County 
Roads that would otherwise use State Highways. This rerouting of traffic results in significant 
wear and tear on County Roads and bridges, which will result in additional maintenance and 
repair costs to the County. These detours also have negative effects on quality of life in their 
vicinity, as well as resulting in increased delays and costs to truckers and trucking companies and 
the resulting detriment to the economic vitality of area businesses. State studies have concluded 
that these types of restrictions will become more prevalent as the State’s bridges continue to age.  
However, some effort and improvement on state roads will be made through the new bridge 
program that was funded here in Oregon. 
 
Table 8-25 lists restrictions on State Highways currently in effect within Marion County. These 
restrictions, and the needs resulting from them, are likely to increase as the State’s bridges 
continue to deteriorate due to lack of funding. 
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Table 8-25 
State Highway Bridge and Other Restrictions 

 

HIGHWAY LOCATION STRUCTURE 
TYPE OF 

RESTRICTION 

RECOMMENDED PROJECTS 
Oregon 22 Deer Park Road Bridge Weight 

Oregon 22 Joseph St Bridge Weight 

Oregon 22 EB Beaver Creek (Near 
Aumsville) Bridge Weight 

Interstate 5 Ankeny Hill Road Overcrossing Height 15’0” to 15’3” 

Interstate 5 NB Jefferson Highway Overcrossing Height 15’0” 

Interstate 5 Talbot Road Overcrossing Height 14’7” to 15’5” 

Oregon 22 72nd Avenue Overcrossing Height 14’6” to 15’5” 

Oregon 22 EB Albus Road Overcrossing Height 14’4” to 14’8” 

Oregon 22 Lancaster Drive Overcrossing Height 14’6” to 15’0” 

Oregon 22 Cordon Road Overcrossing Height 15’1” to 15’6” 

Interstate 5 D Street Overcrossing Height 16’0” 

Interstate 5 Center Street Overcrossing Height 16’0” 

Interstate 5 SB Chemawa Road Overcrossing Height 16’2” to 16’3” 

Interstate 5 Quinaby Road Overcrossing Height 16’3” to 16’7” 

Interstate 5 Perkins Road Overcrossing Height 16’2” to 16’11” 

Interstate 5 St. Louis Road Overcrossing Height 16’3” to 16’7” 

Interstate 5 Keene Road Overcrossing Height 16’6” to 16’11” 

Interstate 5 Concomly Road Overcrossing Height 16’6” to 17’1” 

Interstate 5 Brooklake Road Overcrossing Height 16’3” to 16’9” 

Oregon 214 Under Oregon 22 Overcrossing Height 15’0” 

Oregon 22 Whitewater Creek (Marion 
– Linn County Line) Bridge Weight 

Oregon 219 Willamette River Bridge Weight 

Mill City Bridge North Santiam River Bridge Weight and 
Height 14’0” to 15’4” 

 
In addition to the height deficiencies in Table 8-10 and 8-25, several bridges on Oregon 22 have 
deficient heights and/or weight-bearing capabilities that require oversize loads and heavy hauls to 
be detoured onto Aumsville Hwy, which is a relatively narrow and curvy County road. It is 
preferable that these types of loads returned to using Oregon 22. 



12/21/05           CHAPTER 8 - ROADWAY SYSTEM NEEDS AND RECOMMENDED IMPROVEMENTS                              

 
 

 
MARION COUNTY PUBLIC WORKS 8 - 35 

 
In addition, there are several locations where State Highway structures restrict the mobility of 
vehicles on County Roads. These restrictions, listed in Table 8-26 also result in detours, 
increased out-of-direction travel, increased costs to maintain the roadways, and increased costs to 
transportation companies operating in Marion County. 

 
Table 8-26 

County Roads Restricted by State Highway Structures 
 

ROAD LOCATION STRUCTURE TYPE OF RESTRICTION 

RECOMMENDED PROJECTS 

Arndt Road Interstate 5 Overcrossing Height 14’0” 

Cascade Highway Oregon 22 Overcrossing Height 15’9” to 15’10” 

Ehlen Road Interstate 5 Overcrossing Height 16’0” 

Delaney Road WB Interstate 5 Overcrossing Height 16’0” 

ADDITIONAL IDENTIFIED NEEDS 

Joseph Street Oregon 22 Overcrossing Height 15’4” 

Fellers Road Interstate 5 Overcrossing Height 14’0” 
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8.7 TRANSPORTATION DEMAND MANAGEMENT (TDM) STRATEGIES - 
TRANSPORTATION OPTIONS PROGRAMS 

 
One of the most promising strategies to address transportation capacity needs is to curb the demand for 
transportation altogether by providing better options that put less strain on the transportation system than 
driving alone. Transportation demand management (TDM) strategies attempt to reduce the need to travel, 
especially in single occupant vehicles during the peak hour commuting periods.  This is often done by 
providing other options (such as transit, carpools, vanpools, walking, cycling, telework, etc.) and/or 
encouraging use of these options so that people might find one of these options to be a better alternative 
than driving by themselves.  Marion County will pursue and encourage implementation of TDM 
strategies in the County as an alternative to building new transportation facilities, a way to maintain 
optimum function of existing facilities, and a way to provide better mobility options for the traveling 
public.  The County will pursue ‘positive’ options that encourage the use of alternative transportation 
modes.  The County has no plans at this time to pursue ‘negative’ incentives that discourage or increase 
the cost of driving. 
 
Employers and developers can, by providing transportation options and incentives, reduce the impact of 
their development on the road system. At the discretion of the Public Works Department, mitigation 
measures required of developments may be reduced in proportion to the effect of TDM strategies 
committed to by the company to reduce their impact on the transportation system. Employers are 
increasingly recognizing the importance of these measures in recruiting and maintaining quality 
employees. 
 
These strategies are listed here in five areas: 
 
 1. Reduce demand for peak hour travel 
 2. Provide transit and shuttle services 
 3. Facilitate rideshare and carpooling 
 4. Promote bicycle and pedestrian travel 
 5. Utilize teleworking 
 
 8.7.1 Reduce Demand for Peak Hour Travel 
 

Many of the capacity issues affecting roads in rural Marion County only develop during one or 
two hours of the day. Sometimes a road will function well for twenty-two hours of the day and 
only have capacity issues during the morning and evening rush hours. The goal of this method is 
to reduce the number of vehicles traveling during the rush hours. This can be done either by 
spreading the peak hour trips out to other hours of the day or by removing the need for some of 
the peak hour trips. 

 
A number of strategies can be used to shift peak hour trips to other hours of the day. For example, 
employers can schedule shift changes to occur at 3pm instead of 5pm. Many truckers make this 
shift themselves and do most of their driving during off-peak hours to avoid rush hour traffic.  
Methods to shift rush hour trips to other hours with available capacity are encouraged. 

 
The demand for peak hour trips can also be reduced by removing the need for some of these trips.  
For example, during a typical 40-hour five-day work week, the worker would need to make ten 
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peak hour trips to and from work. However, if this same employee were working four ten-hour 
days, he/she would only need to make eight trips to and from work during the week, and these 
trips are less likely to be during peak hours. Teleworking (allowing employees to work from 
home instead of commuting to the office) also has considerable potential in this area. Travel 
demand can also be reduced through people combining several errands into one trip, rather than 
separate trips for each task. 
 
Other potential strategies include providing incentives (such as vouchers, coupons, or even 
monetary rewards) for commuters to travel by means other than their single-occupant vehicle.  
These incentives could also apply to employers.  Congestion issues also often arise around 
schools, and students and/or parents could also be given incentives if they choose to walk or 
carpool. 

 
Education is also important, as many people simply don’t know about (or don’t understand) the 
other options (such as rideshare, transit, cycling, flexible schedules, or teleworking) available to 
them.  Many also don’t understand the true costs of their driving – both their own costs (gas, 
vehicle repairs and depreciation, insurance, stress, etc) and the costs to society of our collective 
driving habits.  

 
 8.7.2 Provide Transit and Shuttle Service 
 

One strategy to encourage alternative modes is to develop an expanded commuter shuttle service 
and more park-and-ride/pool lots. While this strategy will not reduce the need to travel, it may 
reduce travel by people in single occupancy vehicles. Many commuters, shoppers, and other 
travelers might find it better for them to ride a bus or shuttle rather than expend their energy 
driving. This then frees up more roadway capacity for other users. 

 
The expanded transit service and express service recommended in Chapter 9 will not only provide 
good service for the transportation-disadvantaged (those who can’t drive or can’t drive in all 
conditions), but will also provide a good alternative to the automobile.   

 
 8.7.3 Rideshare and Car Pooling 
 

One particularly effective current TDM program is the Mid-Valley Regional Ride-Share 
Program. Often in today’s world, two or more commuters will be making similar commutes at 
similar times of the day, and not know each other. This program introduces these people to each 
other so that they might carpool together and thus save money, reduce demand on the roads, and 
perhaps even become friends. The program, administered through Salem Area Transit District, 
continues to serve all of Marion, Polk, and Yamhill Counties, and interfaces with commuters 
from the Eugene, Corvallis, Albany, and Portland metropolitan areas. This program has been in 
existence for thirty years and will continue to be a valuable resource for ride-share matching, as 
well as formation of vanpools, and working with employers to provide better transportation 
options for their employees.  The program also provides free ‘emergency rides home’ through 
participating employers.  The rideshare program can be reached at (503) 371-POOL (7665) in the 
Salem area and (888) 323-POOL outside the Salem area, or online at mvrideshare.net.  The 
program has been quite effective by matching up potential carpools and vanpools, and by helping 
people become more aware of the options available to them.   
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Installation of ‘Park-and-Ride’ lots also helps promote both carpooling and use of Transit or 
Shuttle Services. These parking lots are located along main commute corridors and allow people 
to drive themselves part of the way, then join with others in a carpool, van, or bus for the rest of 
their trip. These lots are usually either publicly owned or made available to the public through a 
public agreement with the property owner. Figures 7-1 and 13-1 show the location of existing and 
potential future park-and-ride lots. Pursuit of additional lots is recommended as sites and funding 
become available. 

 
 8.7.4 Promote Bicycle and Pedestrian Travel 
 

It is also hoped that improvements to enhance bicycle and pedestrian safety and mobility will 
encourage people to use these modes more. While it is recognized that bicycle and/or pedestrian 
travel is not practical for all people making all trips (especially in rural areas), walking or cycling 
can be an excellent way for some people to make some trips. This then benefits everyone through 
reduced automobile traffic on the roads.  

 
In the areas classified as Rural (and thus covered by this plan), we especially see potential for 
bicycle and pedestrian trips within unincorporated communities. Provision of good pedestrian and 
bicycle mobility within unincorporated communities may encourage residents to do more 
shopping locally and make fewer long trips to cities to shop. 

 
 We also encourage cities to provide good sidewalks, paths, and bike lanes so that city residents 
 might be more inclined to shop locally, rather than making longer automobile trips to larger cities 
 to do their shopping and other activities. 
 

Programs such as bicycle and pedestrian safety education (often taught in schools), ‘walking 
school buses’ (a few parents walking with groups of school children), cooperative incentives 
offered by bike shops and sporting goods stores, and bicycle commute challenges are effective in 
making this a more viable option.  In turn, the presence of additional pedestrians and cyclists 
often makes a community feel safer and friendlier.  

 
 8.7.5 Utilize Teleworking 
 

Teleworking occurs when a person works from home and communicates with the office (or the 
rest of the company) by telephone, computer, or other means, without having to physically go to 
the office.  Teleworking is another option that people could use to significantly reduce their need 
to commute by automobile, and could change the way transportation is perceived. As our society 
continues to move forward into what has commonly been referred to as the ‘Information Age’, 
more and more jobs require ‘transporting’ information rather than goods.  The Oregon 
Department of Energy estimates that within the next few years, 70% of the work force will be 
generating and manipulating information. This represents a dramatic departure from the past 
when the majority of people commuted to work to produce industrial goods. In today’s work 
environment, it is often more productive and less expensive to move information through 
telephone and the Internet rather than moving people to work sites. Recent advances in 
technology make it possible to transport information through phone lines, cable television lines, 
microwave, and satellites, thus reducing the demand for conventional roadway transportation 
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systems. In addition, teleworking programs can make a significant contribution in improving air 
quality by reducing the need to travel altogether. Marion County encourages investigation of 
teleworking as an alternative to physical commuting.   

 
 
8.8 SCENIC ROUTES AND TOUR ROUTES 
 
To encourage tourism, the County supports the concept of Scenic Routes, Tour Routes, and Scenic 
Byways, and will consider enhancements that preserve or provide scenic or historic values to the 
transportation system.   
 
The Silver Falls Tour Route currently starts from exit 248 of I-5, heading east on Delaney Road to Turner, 
continuing east on Mill Creek Road through Aumsville, and east on Sublimity Road to Sublimity. The 
route then heads north on Cascade Highway and east on Oregon 214 to Silver Falls State Park. Leaving 
the park, the route heads north on Oregon 214 through Silverton, Mt. Angel, and Woodburn on its way to 
rejoin I-5 at exit 271 in Woodburn. This helps visitors see some of the scenery and communities that 
enhance Marion County’s excellent quality of life. Marion County supports the Silver Falls Tour Route 
for the tourism and economic benefit it brings to the County, and because it helps visitors find some of 
the wonderful attractions that Marion County has to offer. 
 
The Willamette Valley Scenic Bikeway has recently been designated, and travels from Champoeg State 
Park to Eugene.  Starting in Champoeg, it journeys south along Champoeg, Riverside, Blanchet, River 
(NE), Matheny, and Wheatland Roads, through Willamette Mission State Park, then across the Wheatland 
Ferry into Yamhill County.  An alternate route south from Salem follows River Road South, Riverside, 
and Buena Vista Roads.  This helps visitors (particularly cyclists) see some of the scenery (including the 
river) and communities that enhance Marion County’s excellent quality of life. Marion County supports 
the Willamette Valley Scenic Bikeway for the tourism and economic benefit it brings to the County, and 
because it helps visitors find some of the wonderful attractions that Marion County has to offer. 
 
There are many other wonderful attractions that can also give visitors a glimpse of the beauty and 
character of Marion County.  Several other tour routes could be drawn up that would show off more of the 
County. Marion County supports further effort toward identifying, designating, and developing additional 
tour routes, provided that issues and impacts can be reasonably addressed. 
 
 
8.9 SUMMARY 
 
This section has presented many of the existing and future needs of Marion County’s transportation 
system. As one might imagine, sufficient funding does not exist to address all of these needs. Chapter 11 
further refines this chapter and presents Marion County’s fiscally constrained Transportation System 
Plan.  
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CHAPTER 9:  RECOMMENDED NON-ROADWAY IMPROVEMENTS 
 
 
There are many aspects of Marion County’s transportation system, besides roads, that move people and 
goods. This section describes the needs and recommended improvements on those elements of the 
transportation system. Opportunities abound for improvements in these areas, and many of these potential 
improvements would be very cost-effective and beneficial to the residents, businesses, and visitors of 
Marion County. 
 
The recommended improvements are organized into six components as shown below. Each of these 
components is discussed in detail in this section. 
 

1. Bicycle and Pedestrian Improvements 
2. Public Transportation 
3. Air 
4. Water 
5. Rail 
6. Pipeline 

 
 
9.1  OFF-ROADWAY BICYCLE AND PEDESTRIAN IMPROVEMENTS 
   
There are several off-roadway bicycle or multi-use paths throughout the County. Some of these are shown 
on figure 5-3. Some of these facilities are in State parks, and many provide excellent opportunities for 
recreational cycling and for new cyclists to develop their ability. However, few of these paths provide a 
feasible option for trips of substantial distance. Thus, while they provide excellent recreational cycling 
opportunities, they are not likely to be used instead of roadways for trips of substantial distance where the 
purpose is transportation rather than recreational riding. Thus, the current off-road paths are not expected 
to reduce the number of vehicle trips made. 
 
It is the goal of Marion County to develop a better system of multi-use paths throughout the County. This 
can best be done along existing corridors, such as unused rail lines, under power lines, along rivers, and 
along roadway rights of way. In the development of this TSP, effort was made to decide where trails 
would be appropriate. This resulted in Figure 9-1, the ‘Potential Future Trails Map,’ which indicates 
roughly where trails might be desirable. The intent of the map is to show where trails are desirable, and 
does not represent the intention of Marion County or anyone else to construct any trail over the 
opposition of property owners. 
 
There is an effort underway in the North Santiam Canyon area to develop a trail from Mehama/Lyons, 
through Mill City and Gates, to Detroit, extending as far as Idanha. This trail would provide good scenery 
and substantial economic development potential, and would also provide cyclists a valuable alternative to 
riding along Oregon 22. This project may include a pedestrian and bicycle bridge over the North Santiam 
River into Linn County. Further analysis and planning of this trail is recommended, and the County 
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generally supports the trail for the transportation, recreation, and economic development opportunities 
that come with it, provided that its impacts can be appropriately mitigated. 
 
There is also an effort coming together to develop a trail along Mill Creek from Woodburn to Hubbard to 
Aurora, with possible connections to other destinations in northern Marion County. This trail would 
provide good scenery, community connectivity, and economic development potential. Further analysis 
and planning of this trail is recommended, and the County generally supports the trail for the 
transportation, recreation, and economic development opportunities that come with it, provided that its 
impacts can be appropriately mitigated. 
 
Marion County will also be on the lookout for other opportunities that arise to develop good trails and 
paths. In particular, the County will be looking to take advantage of opportunities that arise on unused rail 
lines, under power lines, and along rivers and creeks. 
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9.2 PUBLIC TRANSPORTATION 
 
For background in this section, we provide an excerpt from the 1998 Rural Transportation System Plan 
(RTSP). Text reproduced from the 1998 RTSP’s description of the study and results is shown in italics.  
 
One of the policies from the Marion County Comprehensive Plan is to encourage bus service to 
communities and areas presently not being served. Since it would be difficult to provide bus service to all 
of these areas, the County determined that a transit feasibility study should be conducted to look at the 
feasibility of developing public transportation services in the County. In 1996, the Mid-Willamette Valley 
Council of Governments was contracted to perform a study to identify transit needs and determine areas 
that could be efficiently served by transit.  The results from that study were instrumental in developing 
this section of the plan.   
 

9.2.1 Public Transportation Needs 
 
As part of the study, a limited survey was taken from citizens at open houses and from members of 
the Citizens Review Committee and Technical Advisory Committee to obtain input on the types of 
public transportation services needed in the County. The survey revealed two primary types of 
service that needed to be looked at: inter-city transit service and para-transit service. The 
general response from the public and the committees indicated a strong desire to reduce 
commuter congestion and to help the transportation-disadvantaged. Both of these desires were 
considered in determining an appropriate plan for public transportation. 
 

Inter-City Transit Service 
 
An inventory of existing (1996) public transportation providers (from Section 5.4), 
showed that there are currently two fixed-route transit systems in the County: the Salem 
Area Transit System and the Woodburn Transit System. However, neither of these 
systems provided inter-city service to link surrounding communities, such as from Salem 
to Silverton or from Salem to Stayton. With the growing popularity of these “bedroom” 
communities as desirable places to live and the County’s desire to avoid strip 
development along major corridors, an inter-city transit service is needed to provide a 
more efficient means of transportation between urban communities.   
 
Para-Transit Service 
 
A review of the public transportation inventory also revealed an emphasis on 
transportation for the developmentally disabled population. This transportation extends 
not only to medical needs, but also to training and work locations. Private programs in 
retirement communities are similar to government programs in that a large part of 
providing transportation is for medical needs. However, retirement centers also use 
transportation to shopping and recreational areas. It is anticipated that these programs 
(government and private) will continue to generate a need for transportation services. 
 
One of the most important trends that supports the need to continue these services is the 
growth in the number of elderly. (The elderly population is commonly defined as 
individuals 65 and over.) Significant growth has occurred in recent years in the elderly 
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population of Marion County, and this trend is expected to continue. Based on Census 
data and projections, in 2000, 12.4 percent of the population of Marion County was over 
the age of 65. The elderly population of the State of Oregon is expected to increase from 
13.6% in 2000 to 24.2% in 2025, which would result in a 125% increase in the number of 
elderly persons to over 1,000,000 Oregonians over the age of 65 by the year 2025. 
Marion County is expected to experience growth in the same proportion. The growth in 
the number of elderly is expected to accelerate due to improvements in medical care and 
the aging of the “baby boomer” generation. This generation of individuals will start 
turning 65 in about 5 years, and the rate of residents passing their 65th birthday will 
continue to grow for over 20 years (data updated based on 2000 census). 
 
Growth of the elderly population is significant because they are more likely to need 
public transportation than younger individuals for a number of reasons. One reason is to 
save on expenses. Another reason is the gradual decline of physical abilities. In addition, 
studies show that many rural elderly are immigrants to the community and less likely to 
have the informal social network of long-term residents and therefore cannot rely on 
friends, relatives, and neighbors to provide transportation. These factors, combined with 
more free time, make public transportation attractive to the elderly. 
 

9.2.2 Recommended Public Transit Service 
 
Based on the two types of public transportation needs, the most practical strategy to pursue is 
one that can provide a viable commuting alternative to the single occupancy vehicle, while at the 
same time, provide service for the elderly and other transportation disadvantaged groups. The 
strategy that appears to be capable of accommodating both inter-city service and para-transit 
needs is a shuttle service along major commuting corridors in the County. The primary purpose 
of the commuter shuttle service is to reduce the use of single occupancy vehicles during the 
commute hours. In the initial phases, there is an opportunity to remove up to 180 single 
occupancy vehicles from peak hour traffic. An inter-city shuttle bus service operating during the 
morning and afternoon peak hours will provide a viable alternative of transportation to workers 
commuting to and from Salem. At the same time, the elderly and other transportation 
disadvantaged groups can use the service to conduct essential and leisure activities, such as 
medical appointments, shopping, or dining. 
 
Based on projections of continuing growth, three corridors appear capable of generating the 
needed ridership to support a commuter shuttle service: 
 

1. Silverton Road from Silverton to Salem 
2. Highway 22 from the Stayton-Sublimity area to Salem. 
3. I-5 or Highway 99E from Woodburn (or Aurora) to Salem. 
 

Because Salem is the largest city and employment center in the County, all three corridors 
involve service to Salem. Coordination with Salem Area Transit District to provide timely 
transfers to Cherriots buses will expand the function of the commuter shuttle operation. 
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In addition to commuter shuttle service, the County also recommends that Salem Area Transit 
look at expanding the existing Cherriots system to serve future peripheral park-and-ride lots and 
explore the feasibility of linking to existing services in Woodburn and Wilsonville. 
 
In accordance with the recommendations of this earlier study, the Chemeketa Area Regional 
Transportation System (CARTS) program has since been started, and provides this inter-city 
transportation on a fixed-route basis. The program is operating somewhat similarly to the 
suggestions from this study, and has been relatively successful. It includes service along the three 
recommended corridors, as well as service between Woodburn and Silverton. 
 
The program seems to have been more successful in attracting the transportation disadvantaged 
for errands, medical, and shopping trips, than it has attracted commuters. The existing routes 
include many stops, which increase travel time, and run relatively infrequently, often with a few 
hours between buses. In order to attract more commuters, faster and more frequent service would 
be necessary. For this reason, we recommend consideration of adding express service along the 
three main corridors (Salem to Woodburn, Silverton, and Stayton). 
 
There are also a few more corridors where new transit service could be beneficial. Based on 
review of Transportation System usage, Census transportation planning data, and considering 
potential demand for transit trips, the following recommendations have been developed: 
 
9.2.3 Current Recommendations for Service Corridors: 
 
The following corridors are worth exploring as potential or expanded transit corridors: 
 
1) Express service from Woodburn to Salem, Silverton to Salem, and Stayton to Salem, 

connecting with Cherriots, Woodburn Transit, and fixed route systems that develop in 
Silverton and Stayton. 

 
2) Oregon 99E from Woodburn (through Hubbard, and Aurora) to Canby and Oregon City, 

perhaps continuing to downtown Portland. This would connect with Tri-Met and/or 
SMART. If a future MAX line is constructed in the area, this service should then also 
connect with one of the southern MAX stations. Extending this service to Gervais, Mt. 
Angel, and Silverton might also be worth consideration. 

 
3) Interstate 5 from Woodburn (through Hubbard and Aurora or Donald) to Wilsonville, 

Tualatin, and Portland (with possible express service from Woodburn to the downtown 
Portland Transit center). This would connect with Tri-Met and/or SMART. If a future 
MAX line is constructed in the area, this service should then also connect with one of the 
southern MAX stations. A connection would also be appropriate to any commuter rail 
line established in the area (such as a Wilsonville to Beaverton commuter line). 
Extending this bus line to Gervais, Mt. Angel, and Silverton might also be worth 
consideration. 

4) Salem to Portland 
 
5) Newberg, through Keizer, to Salem. 
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6) Salem to Albany and Corvallis, connecting with both Salem Area Transit, Albany 
Transit, and Corvallis transit. 

 
7) Jefferson to Millersburg and Albany, connecting with Albany Transit. 

 
 8) The County also supports increased transit opportunities for circumferential travel around 

the Salem Area. While most origins and destinations of these trips would be within the 
Urban Growth Boundary (and service thus provided by the Salem Area Transit District), 
Cordon Road is a potential route for these transit vehicles. This increased circumferential 
service could also connect with CARTS routes. 

 
Figure 9-2 shows these corridors for which further study is recommended to determine their 
feasibility as potential transit corridors – and to determine who the logical transit providers would 
be. The first three recommendations would also work towards the Woodburn TSP’s goal to 
“Develop a plan for providing travel options between Woodburn and Portland and/or Salem, 
including intercity bus service and potential bus/carpool park-n-ride facilities.”  Vanpools along 
these corridors could be a good precursor to their use as transit routes. 
 
It should be noted that Marion County is not a public transportation provider, and thus is not in a 
position to operate service along these corridors. However, the County will support and work 
with local service providers towards implementing programs similar to those outlined. The 
County has been working with the WHEELS Community Transportation Program (including 
CARTS) run by Oregon Housing and Associated Services (OHAS) and intends to continue to do 
so. 

  
 Recognizing human nature – that a person is more likely to use a facility or a mode of 

transportation if it feels ‘safe’ and ‘nice,’ the County supports provision of amenities at transit 
stops in small cities and rural areas. This may include security measures such as lighting, and may 
also include amenities such as shelters, benches, landscaping, and artwork. Opportunities for 
businesses (such as espresso and pastry stands, for example), adjacent to these transit stop 
locations may also be beneficial. 
 
9.2.4 Park-and-Ride/Pool Lots 
 
In addition to the recommended inter-city commuter transit corridors, the County is looking for 
opportunities to develop park-and-ride/pool lots for shuttle service users and car pools. In some 
instances, particularly near intersections of key roads and highways, the County will look at 
acquiring right-of-way to set aside for developing park-and-ride/pool lots. In other instances, the 
County will look at making arrangements to allow the use of existing parking lots as informal 
park-and-ride/pool locations. These locations could include lightly used parking lots at office 
sites, churches, parks, schools, and shopping centers. (Possible locations for park-and-ride/pool 
lots are shown in Figure 7-1.).  Recognizing human nature – that a person is more likely to use a 
facility or a mode of transportation if it feels ‘safe’ and ‘nice,’ the County supports provision of 
amenities at these locations. This may include security measures such as lighting, and may also 
include  
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amenities such as shelters, benches, landscaping, and artwork. Opportunities for businesses (such 
as espresso and pastry stands for example), adjacent to these park-and-ride locations may also be 
beneficial. 
 
9.2.5  Para-transit Improvements 
 
Para-transit providers throughout the County are doing a good job of providing services to a 
select group of transportation disadvantaged. However, it is anticipated that these services will 
continue to grow in the future and existing para-transit providers will likely find funding difficult 
to obtain. To enhance para-transit services, there exists a need to organize and coordinate para-
transit providers on a sub-regional basis. The purpose of organizing and coordinating different 
para-transit providers is to overcome operating differences and to maximize resources by 
exchanging and coordinating services. In addition, the County has adopted a policy in its 
Comprehensive Plan to coordinate with other jurisdictions in the area to promote the development 
of integrated and improved transportation services for the transportation disadvantaged. 
Currently, there are three sub-regions that would likely benefit from organizing para-transit 
providers in order to provide future service. These three sub-regions are: 

 
1. Salem/Keizer metropolitan area 
2. Silverton/Mt. Angel/Woodburn area 
3. Stayton/Sublimity/North Santiam Canyon area. 

 
9.2.6  Regional Transportation Enhancement Plan (2005 Update) 
 
In 1998, the Salem Area Mass Transit District completed a Regional Transportation 
Enhancement Plan (RTEP) for Marion and Polk County. An update of this plan is currently being 
prepared by Salem Area Transit, in conjunction with Regional Advisory Committees. Quoting 
from a preliminary introduction of the plan: 
 
“The plan was developed to improve transportation for the residents of Marion and Polk 
Counties. It will bring CARTS closer to operating as a centralized system with regional 
coordination while still allowing local independence. The plan supports rural communities in 
reaching their individual goals and objectives with continued collaboration among regional and 
local governing bodies.” 
 
“The ten goals of the plan will move rural transportation forward in providing stability, ensuring 
community involvement and coordination, increasing service, increasing ridership, and improving 
quality. The rural area includes Marion and Polk counties outside of the Salem-Keizer Transit 
boundary, but services do interact with Salem-Keizer Transit services.” 

 
New components of the plan include the volunteer program that will provide rider assistance and 
training for seniors and people with disabilities. The program will empower riders to get into the 
community on their own thereby increasing access to socialization, vital medical services and 
basic life-sustaining activities. Another new aspect of this plan is the development and 
implementation of Intelligent Transportation System (ITS) methods. The ITS will maximize 
efficiency of operations, planning, and administrative functions. The RTEP’s ten goals are: 
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  1.  Increase transportation choices 
 
  2.  Enhance local community transportation 
 
  3.  Ensure community involvement in planning and development 
 
  4.  Keep the regional system accountable 
 
  5.  Promote regional solutions through coordination and cooperation 
 
  6.  Promote regional transportation program to increase ridership 
 

  7.  Develop an Intelligent Transportation System to maximize efficiency of operations, 
planning, and administrative functions 

 
  8.  Leverage resources to stabilize funding 
 
  9.  Implement a volunteer program to provide rider assistance and training to increase 

independence and socialization. 
 
  10. Expand the success of the Medicaid Brokerage 

 
The 1998 RTEP resulted in many action plan items that have since been implemented. The 
CARTS system was one result, as is better coordination between the various transit providers in 
the region, and securing additional funding for transit service in the region. 
 
Marion County supports the findings and work program of the RTEP. If called upon for 
assistance, the County intends to take appropriate actions to help facilitate its implementation. 

 
9.2.7 Marion County Urban Growth Management Framework (2002) 
 
Marion County’s Urban Growth Management Framework (document summarized in Chapter 3) 
contains policies and guidelines to improve County/City Coordination on transportation system 
and planning issues: 
 
Policy #3: Coordinate the enhancement or addition of transit connections within and between 
cities. 
 
Policy #1: Marion County shall jointly plan with communities to meet the transportation needs in 
the future. 
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9.3  AIR PLAN 
 

There are currently two public airports in Marion County: the Aurora State Airport northwest of Aurora 
and the Salem Municipal Airport (McNary Field) in Salem. At this time, there are no immediate plans to 
use either the Aurora State Airport or the Salem Municipal Airport as a “reliever” airport to Portland 
International Airport. Both airports are currently being used by both corporate and civilian aircraft.   

 
9.3.1 Aurora State Airport Master Plan Update 
 
This plan was completed in 1999, and is summarized here. See the Plan (copies can be obtained 
from the Oregon Department of Aviation) for details regarding proposed projects.   
 
Aurora State Airport has a single asphalt concrete runway with a full-length parallel taxiway. The 
runway is 5,000 feet long by 100 feet wide, and is equipped with Medium Intensity Runway 
Lights (MIRLs) with Visual Approach Slope Indicators (VASIs) at both ends. Runway pavement 
strength is rated at 30,000 pounds for aircraft with single wheel landing gear and 45,000 for 
aircraft with two wheels per landing gear. The following projects are planned for construction by 
2018: 
 
� Plans to expand runway protection zones and avigation easements (easements for planes 

to fly over land) 
� Construct fuel facility 
� Conduct noise study 
� Obstruction removal 
� Reconstruct and expand central ramp 
� Reconstruct hangar taxilanes 
� Construct Runway 17 hold apron 
� Construct additional corporate hangars and potential corporate hangar taxilane 
� Construct potential 10-unit T-hangar and taxilane 
� Construct perimeter fencing and gates 
� Replace MIRL (Lighting) 
� Replace Runway 17 and 35 VASIs with PAPIs (Lighting) 
� Replace lighted wind cone 
� Overlay and rehabilitation of runway and taxiways 
� Relocate parallel taxiway slightly farther away from runway 
� Install taxiway lighting 

 
 9.3.2 Salem Municipal Airport 

 
The Salem Municipal Airport does not currently have regularly scheduled air carrier service.  
(Seattle-based Horizon Airlines discontinued service to Salem in 1994.)  However, the airport 
accommodates regular cargo service from the United Parcel Service (UPS) contract carrier, Sport 
Air Travel.  Although UPS and Federal Express do not operate their own aircraft at the Salem 
airport on a regular basis, both companies maintain operations facilities on, or near, the airfield.  
The airport also accommodates several charter flights that provide service to Reno, Las Vegas, or 
Laughlin, Nevada. The Salem airport also serves as a joint-facility with the Oregon National 
Guard. 
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One of the primary issues in the airport master plan is whether the airport expects to 
accommodate commercial air service. At this time, the airport is not expected to attract 
commercial traffic in the near future. The prospects for direct air service will improve when three 
conditions are met: 
 

1. Congestion on Interstate 5 leads to unpredictable travel times from Salem to Portland. 
2. Further population growth in Salem or between Salem and Portland. 
3. Congestion at Portland International Airport, slowing aircraft turnaround times. 
 (Taken from the McNary Field Airport Master Plan Draft Report) 

 
These conditions could be reached in 10 to 15 years. At that time, the most likely commercial air 
service will be provided by regional jets seating up to 70 passengers. Markets between Seattle 
and San Francisco would likely be served. With this type of service, an estimated 20,000 
passengers per year could potentially use the Salem airport.   

 
Some of the other key issues addressed in the airport master plan pertain to facility requirements, 
land use compatibility, and zoning designations. The issues include: 
 

Χ Improvements to the runways, taxiways, hangar areas, lighting, and instrument 
approaches. 

Χ Possible development of the west, south, and eastern areas of the airport to provide 
for aircraft hangars, industrial land development, and other airport related facilities. 

Χ Increase in airport-generated revenues to maintain an effective program of facility 
maintenance and improvement. 

Χ Airport zoning designation. 
Χ Forecast of types and levels of activity expected at the airport for the next 20 years. 
Χ Airport noise. 

 
The remaining airstrips and heliports in the County are limited to private aircraft. The private 
airstrips still serve as valuable resources to the County, especially for providing emergency 
services. A list of these facilities is provided in Chapter 5, Table 5-18. 
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9.4 RAIL PLAN 
 

Marion County supports continued and increased freight and passenger rail service along the existing rail 
lines in Marion County.  The County generally supports improvements that would increase the efficiency 
of rail transportation (freight and/or passenger) as long as the impacts of these improvements can be 
appropriately addressed.  The County also supports continuation and expansion of the existing passenger 
rail service through Marion County.  Improvements to maintain and/or improve track speeds for freight 
and/or passenger service are encouraged. 
 
The County recognizes the importance of rail freight transportation to many of the industries in Marion 
County, as rail is sometimes the most efficient mode for them to transport their raw materials and 
products. Marion County encourages and supports the maintenance and improvement of these rail lines in 
order to facilitate continued and improved freight transportation for these industries.  Recognizing that 
railroads need a certain amount of business for a line to remain viable, efforts are encouraged to recruit 
additional companies that would ship and receive goods via rail.  In addition, cities with developable land 
along rail lines (particularly the Portland & Western Railroad and the Willamette Valley Railway) are 
encouraged to take steps to promote use of these parcels by entities that would make use of the rail line. 

 
Marion County encourages the establishment of a cost-effective rail passenger service connecting the 
heavily populated urban centers of the Willamette Valley. In addition, the Oregon Rail Passenger Policy 
and Plan calls for the future development of high-speed rail between Eugene and Portland with trains 
reaching top speeds between 79 and 110 mph. At this time, it appears likely that a new rail line would 
need to be constructed (an expensive proposition) in order for high-speed passenger rail service to be 
implemented. Marion County will continue to support the concept of a high-speed rail line in the 
Willamette Valley. Specific locations for rail improvements would be identified as high-speed rail gets 
closer to implementation. 
 
As noted in Section 5-5, commuter rail service is planned to start along the Portland & Western rail line 
from Wilsonville to Beaverton in 2008. This line extends south from Wilsonville into Marion County, 
and goes through Salem. Extending this service south to Salem would be a logical extension of this 
commuter service, linking major trip generators and attractors in the mid- and northern Willamette 
Valley. According to the 2001 Oregon Rail Plan: “During the process of conducting the Beaverton-
Wilsonville study, a number of people at the public hearings suggested that the service be extended 
southerly to Salem. The Beaverton-Wilsonville Steering Committee indicated that they did not want to 
entertain the suggestion at this time. They were concerned that the increased costs for this extension 
would make the overall project so large that funding would be even more difficult to obtain. They 
suggested that a more appropriate time to discuss the extension was once the Beaverton-Wilsonville 
project was fully funded. A preliminary look at the costs associated for this 27-mile extension seemed to 
indicate that capital costs for such an extension would be approximately $88 million. This included both 
track improvements and the necessary equipment.” After commuter rail service has started between 
Wilsonville and Beaverton and operated for a couple of years, the feasibility of this commuter rail service 
extension from Wilsonville to Salem should be evaluated to determine if it would be a cost-effective 
investment. This would likely also include some form of shuttle service between the Salem rail station 
and key Salem destinations. A stop near Oregon 219 west of Woodburn would also merit consideration. 
Marion County generally supports implementation of this service, provided all issues can be addressed to 
appropriate levels. 
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The Willamette Valley Railway between Woodburn and Stayton is considering use of its line for  
passenger and excursion-type service. There is a Cascade Scenic Railway Inc. group looking at the 
feasibility of starting and operating a short-line rail service between Silverton and Woodburn. Future 
stops could include Mt. Angel, Stayton, and possibly east Salem. Marion County generally supports this 
to the extent that it would provide quality of life and economic benefit to the community. As this line 
currently operates in ‘excepted track’ (freight only with maximum speed 10mph) status, improvements to 
the track are recommended to enable the line to be used for passenger transport. 
 
The identified funding needs (in the 2001 Oregon Rail Plan) should be met by the appropriate railroad, 
with possible assistance through grant funding. These needs include rail renewal, bridge repair, cross tie 
renewal, and turnout renewal on the Portland & Western line, and rail, cross tie, and turnout renewal on 
the Willamette Valley Railway. 
 
Freight transport along rail lines is expected to continue and grow in the future. Rail often provides the 
most efficient way to transport freight, and the County encourages investigation of increased service for 
freight transport by rail. However, while freight transport by rail offers many benefits, including cost-
effectiveness and removing trucks from roadways, it is important to ensure that the benefit of increased 
operations will outweigh any adverse effect on the surrounding environment and communities. 
Construction of new rail spurs will be considered on a case-by-case basis, and is encouraged where they 
result in overall benefit to the people. Marion County generally supports improved freight rail 
transportation in the County. 
 
A new east-west rail spur has been constructed just north of Brooklake Road to connect a Morse Bros. 
gravel pit to the Portland & Western Railroad line. The new rail spur is currently in use, and some rock 
that would otherwise be shipped by truck is now being shipped by train.  The County generally supports 
similar rail spurs when their merit can be demonstrated and the increased transportation efficiency would 
offset the negative impacts of the spur. 
 
Marion County also generally supports the development of intermodal freight transfer facilities, in which 
goods can be transferred from other transportation modes (particularly trucks) to rail.  This could increase 
the viability of rail lines, improve the efficiency of transportation of these goods, and potentially reduce 
the number of truck miles traveled and the resulting impact of these trucks on the County Road system.  
Development of these transfer facilities is supported as long as the impacts of these facilities can be 
appropriately addressed.  These transfer facilities could be particularly useful for shipping of agricultural 
commodities or industrial goods.  However, care should be taken to avoid placing these transfer facilities 
where they would cause trains to block crossings on busy roadways. 
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9.5  WATER PLAN 
 
There are currently two ferry services in operation in the County: the Buena Vista Ferry and the 
Wheatland Ferry. Both ferries are operated by Marion County and provide service across the Willamette 
River.  (A complete description of the ferry service is provided in Section 5.7.) It is anticipated that both 
of these ferries will continue to operate over the next 20 years. The Buena Vista Ferry was rehabilitated in 
early 1995. The improvements included an enclosure system, new operator cabin, new controls, and a 
new generator. The new Daniel Matheny IV ferry was recently put into service at Wheatland in 2001. 
 
At this time, no additional ferry crossing routes are planned. 
 
The locks in Oregon City (to get around Willamette Falls) are very important to the viability of continued 
ferry operation.  When it becomes necessary to do major maintenance on or replace one of the ferries, it is 
typically taken up the Willamette River to the Portland area or beyond.  Because of the size of the ferry, it 
needs to travel on the river, as it is not practical to transport by any other means.  The locks need to 
remain operational so that the ferries do not become landlocked. 
 
The question occasionally arises as to the feasibility of using the Willamette River for transportation, 
particularly the feasibility of shipping goods by barge. The current regulatory status of the Willamette is 
an authorized six-foot channel of unspecified width extending from Oregon City to the mouth of the 
Santiam River (South County Line). All of the County’s frontage lies within this section. While the 
authorized channel indicates the potential for navigability, this channel has not been maintained for quite 
some time.  Dredging ceased many years ago because its cost was greater than the resulting benefit. 
Extensive additional sedimentation has occurred since then, making dredging even more costly. There are 
presently no immediate plans to use this portion of the Willamette River for commercial navigation, 
although there is an existing authorized Federal Navigation Channel extending as far as Corvallis. 
Although dredging the river could bring economic benefits to the region, it would be quite costly and 
could also have undesirable impacts to the environment. At this time, the County has no plans to pursue 
river dredging. Thus, while the potential does exist for the Willamette to be used for freight and passenger 
transportation, such navigability is not likely to be maintained by a government agency.   
 
However, the possibility of waterborne freight and passenger movement on the Willamette does exist. It 
is possible that, during the timeframe of this plan, one or several commercial operations may become 
interested in the economic benefits that barge transportation offers. It is also possible that one or several 
commercial operations may become interested in operating excursion boats on large portions of the 
Willamette. It is possible that these economic benefits and opportunities may outweigh the costs of 
dredging such that maintaining a channel on part of the Willamette along Marion County becomes cost 
effective for them. Marion County would be supportive of such efforts to privately fund channel 
maintenance, provided environmental and other issues can be reasonably addressed. 
 
It is very important that the Oregon City locks (to get around Willamette Falls) remain operational in 
order to preserve the option of using the Willamette River for transportation by boat or barge.  They also 
need to remain open so that vessels operating on this portion of the river can get to repair facilities in 
Portland and beyond. 
 
A volunteer and non-profit group effort has recently developed a water trail (a canoe/kayak trail route) 
along the Willamette River from the Buena Vista Ferry past Independence, Salem, and Keizer, to the 
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Wheatland Ferry. This trail involves maps of the river and signs directing boaters to public lands along 
the river for landing points, and could include some amenities at these sites. This trail provides good 
scenery and economic development potential, and a glimpse into the historic use of the Willamette as a 
transportation corridor. Further analysis, planning, and development of this trail is recommended, and the 
County generally supports the trail for the recreation and economic development opportunities that come 
with it, provided that its impacts can be appropriately mitigated. 
 
Recognizing that a significant amount of freight is shipped to and from Marion County via the Columbia 
River, Marion County supports efforts to deepen the Columbia River shipping channel from the Pacific 
Ocean to Portland and the Willamette River shipping channel from the Columbia River to Portland. 
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9.6 PIPELINE PLAN 
 
The County encourages the use of underground pipelines that minimize the need for surface shipping and 
that are compatible with established land uses. Two major pipelines currently run through the County: a 
petroleum distribution line belonging to Sante Fe Pipeline Inc. and a natural gas distribution line 
belonging to Northwest Pipeline Corp. These companies are expected to continue operating the pipelines 
over the next 20 years. The Sante Fe Pipeline Inc. may add another line running from north of Salem east 
to Bend, depending upon future demand. Northwest Pipeline Corp. currently has no plans to expand its 
natural gas pipeline network.   
 
Northwest Natural has recently completed a pipeline carrying natural gas across portions of northern 
Marion County.  This pipeline is now in the beginning stages of use. 
 
Marion County is generally supportive of pipeline transportation as long as local, environmental, and 
land-use issues are reasonably satisfied. 
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CHAPTER 10: POLICIES 

 
This section includes the policies being continued or implemented by this Rural Transportation System 
Plan (RTSP) in order to best maintain the existing transportation system and make the most effective use 
of limited resources for providing new facilities on the transportation system.  Each of these policies is 
hereby adopted at the time that this Rural Transportation System Plan (RTSP) is adopted by the Marion 
County Board of Commissioners.  Policies are grouped into four categories: 

 
1. Transportation System Management (TSM) Policies  
2. Roadway Maintenance and Preservation 
3. Transportation Policies 
4. Future Evaluation of Transportation Issues 

  
10.1 Transportation System Management (TSM) Policies 

 
Transportation System Management (TSM) strategies attempt to maximize the capacity, safety, and 
efficiency of the existing transportation system by implementing traffic control improvements, access 
management strategies, and land use controls. The idea of Transportation System Management is to make 
minor improvements at strategic locations to make better use of the already major investment in the road 
system. 

 
10.1.1 TSM Projects 

 
In many instances, the operation and safety of a roadway can be improved by installing a signal 
or stop sign, or by adding turn lanes at busy intersections, rather than much more expensive 
widening and new construction projects. Several of the projects identified in the 20-year plan 
(recommended in Chapters 8 and 9) are classified as TSM projects because they would improve 
the efficiency of the transportation system by getting vehicles through ‘bottlenecks’ (specific 
locations, such as intersections, that currently limit the flow of vehicles) where a relatively small 
improvement can reap large benefits.  

 
 Policy 1: The County will continue to pursue TSM improvements whenever feasible to 

improve the roadway system before looking at building new facilities.   
 

10.1.2 Intelligent Transportation Systems (ITS) 
 

Intelligent Transportation Systems (ITS) are loosely defined as the use of modern technology to 
improve the function of the transportation system.  This covers a wide range of projects, 
techniques, and ideas, some of which are already being used in the County. Examples include 
variable message signs that warn or guide drivers, and cameras that show road, weather, and 
traffic conditions on the Internet.  Many other ITS concepts have the potential for substantial 
public benefit.   

 
 Policy 1: Marion County supports the development and installation of Intelligent 

Transportation System concepts benefiting residents and the traveling public. 



12/21/2005                                                      CHAPTER 10 - POLICIES   

 

________________________________________________________________________________________________ 
MARION COUNTY PUBLIC WORKS 10 - 2   

 
10.1.3 Access Management   
 
Access Management is another Transportation System Management (TSM) strategy, and it is 
particularly effective in improving the safety and efficiency of County roadways.  Access 
Management attempts to minimize the conflicts between access to and from developed land and 
movement of traffic along the roadway.  This is achieved by requiring a minimum distance 
between access points (driveways, streets, and access roads).  Currently, it is the County’s policy 
to provide access onto County roads in a manner and location that will protect the public safety.  
In general, the County attempts to hold the number of access points onto a roadway to the 
minimum necessary to provide adequate access to a particular parcel or group of parcels.  The 
location and/or determination of accesses is a roadway network issue (not a land use issue), and 
decisions are made based on engineering review and study, and appropriate policies.  (Note: see 
Marion County’s Driveway Ordinance (#651, or subsequent document) for other requirements for 
driveways.) 

 
Studies have repeatedly shown that roadways with fewer access points generally experience 
fewer accidents and better overall traffic flow.  These studies have shown that the relative safety 
of travel on a roadway is inversely proportional to the number of accesses (and thus potential 
collision points) occurring within the stopping sight distance of a driver on the roadway.  The 
County will continue to take measures to ensure that accesses are properly designed and 
constructed, and are located in order to maximize the safety and efficiency of the roadway, while 
maintaining an acceptable level of access. For these reasons, the County adopts these Access 
Spacing Standards. 
 
 Access Spacing Standards 
 

As discussed in section 5.1.1 (Functional Classification), roadways are grouped into 
categories based on the character of service they are intended to provide as part of the overall 
transportation system. Arterials are the most important in providing vehicle capacity for 
through traffic. They require access to be tightly controlled in order to protect efficiency and 
safety along these roads. Local roads carry less traffic and therefore access requirements are 
less stringent. Accesses to arterials must be spaced farther apart than accesses to local roads, 
and more detail will be required to assure proper design of the access to these arterials.  
Marion County hereby adopts standards for the spacing of accesses.  Recognizing that many 
driveways currently exist that do not meet these standards, these spacing requirements are 
typically applied: 
 
1) When a new access is constructed, 
2) When an existing access is substantially modified, 
3) When the use of an existing access changes, or 
4) As part of a construction project to improve the roadway. 
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Policy 1:  Marion County adopts the following spacing requirements, shown in Table 
10-1, for new or modified accesses to County roadways. These spacing 
standards are measured from centerline to centerline of the respective 
accesses and/or adjacent roadways (see Policy 4 for variance criteria and 
Policies 5 and 6 for cases in which longer spacings may be required).   

 
Table 10-1 

Spacing Requirements for Accesses 
 

 
FUNCTIONAL 
CLASS 

 
ACCESS SPACING REQUIREMENTS 

 
Arterials1 

 
500’ from any intersection with a state highway, arterial or major collector. 
400’ from any other intersection (including a private access). 

 
Major Collectors 

 
400’ from any intersection with an arterial or state highway 
300’ from any other intersection (including a private access). 

 
Minor Collectors 

 
300’ from any intersection with an arterial or state highway. 
150’ from any other intersection (including a private access). 

 
Local Roads 
 
 

 
200’ from any intersection with an arterial or state highway. 
100’ from any intersection with a major collector, minor collector, or local road. 
50’ from any intersection with a private access. 

 
These standards are measured from the centerline of the driveway to the 
centerline of the adjacent facility.   
 

Access Spacing Standards for Unincorporated Communities and County Roads in 
Cities That Have Not Adopted Access Spacing Standards 

 
Several of the unincorporated communities in Marion County function similar to a small city.  
There are also cities that have not adopted their own access spacing standards.  It is important 
for Marion County to ensure the function of County Roads through these areas by balancing 
the needs of through traffic with the need for access to local properties. Recognizing this, the 
County has adopted different standards for roadways within these cities and unincorporated 
communities.  
 

 
 
 
 
 
 

                                                 
1 Unless a separate adopted access management standard exists that is more stringent than these standards.  
This is currently the case along Cordon Road. 
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Policy 2:  Marion County adopts the following spacing requirements standards, listed 
in Table 10-2, for accesses to: 1) roadways within the boundary of an 
officially recognized unincorporated community and; 2) County-maintained 
roadways within the Urban Growth Boundary (UGB) of a city with no 
adopted access spacing standards (see Policy 4 for variance criteria and 
Policies 5 and 6 for cases in which longer spacings may be required).   

 
Table 10-2 

Spacing Requirements for New Accesses in Unincorporated Communities  
and County Roads in cities with no Access Spacing Standards 

 
 
FUNCTIONAL 
CLASS 

 
ACCESS SPACING REQUIREMENTS 

 
Major Arterials 

 
500’ from any intersection with a state highway, arterial or major collector. 
400’ from any other intersection (including a private access). 

 
Arterials 

 
400’ from any intersection with a state highway, arterial or major collector. 
300’ from any other intersection (including a private access). 

 
Major Collectors 

 
300’ from any intersection with an arterial or state highway 
150’ from any other intersection (including a private access). 

 
Collectors (If the City 
only has one Collector 
Class) 

 
250’ from any intersection with an arterial or state highway. 
125’ from any other intersection (including a private access). 

 
Minor Collectors 

 
200’ from any intersection with an arterial or state highway. 
100’ from any other intersection (including a private access). 

 
Local Roads 
 

 
150’ from any intersection with an arterial or state highway. 
75’ from any intersection with a major or minor collector 
50’ from any intersection with a local road or private access. 

 
These standards are measured from the centerline of the driveway to the 
centerline of the adjacent facility.  Within the Urban Growth Boundary of a 
city, the functional class of the roadway is designated in that city’s 
Transportation System Plan or other plan adopted by the city. If the city has 
not adopted functional classifications, the County will determine what the 
classification would be.   
 

Policy 3: For County Roads within the Urban Growth Boundary of a city that has 
adopted access spacing requirements (in their Transportation System Plan or 
other official document) the County will use their adopted spacing standards, 
unless in the County’s judgment they would not be appropriate (see Policy 4 
for variance criteria and Policies 5 and 6 for cases in which longer spacings 
may be required). 
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Policy 4:  Variance Criteria: Variances may be granted at the authority of the Public 
Works Director in the following cases: 

 
  a) The property has no reasonable alternate access and the driveway 

spacing is the maximum that can be safely and reasonably achieved, 
  b) Adherence to the spacing standard would create safety or traffic 

operations problems, 
  c) The driveway provides a joint approach that serves two or more 

properties and results in a net reduction of approaches to the roadway, or 
  d) In the judgment of the Public Works Director, it would be impossible or 

unsafe to meet these standards and the proposed access configuration 
provides the best available option in terms of safety, traffic flow, 
environmental impacts, and access to the property. 

 
 Policy 5: In some cases, the requirements of another jurisdiction (such as the Oregon 

Department of Transportation) with roadways adjacent to a county road may 
be more restrictive than these requirements. When this is the case, the more 
restrictive requirement will be applied. This situation can occur at locations 
such as freeway interchanges. 

 
 Policy 6: In some situations longer distances between accesses may be required due to 

site-specific traffic concerns. In these cases Public Works will require longer 
spacing and/or set the appropriate location based on engineering analysis.  
An example would be if traffic queuing at an intersection would block the 
driveway during the peak hour of the design life of the project, staff may 
require the driveway to be located farther away from the intersection. 

 
 Other Access Management Practices 

In addition to implementing access spacing requirements, the County will also look at 
consolidating existing accesses on County arterials and collectors in situations where entry to 
developed lands can still be adequately provided after consolidating access points. This action 
is intended to improve the operation and safety of the roadway. 

 
One arterial where access management plays a significant role in facilitating free flow of 
traffic around the Salem metropolitan area is Cordon Road. To assure that we maintain its 
capacity and safety, the Board of Commissioners has approved requirements to limit and 
control further access to Cordon Road. These restrictions are consistent with and implement 
the land use and transportation policies of the Marion County Transportation System Plan, 
the Salem-Keizer Area Transportation Study Regional Transportation System Plan, and the 
Salem Transportation System Plan. 

 
Land use controls are used to ensure that new development enabled by zoning changes does 
not adversely affect transportation facilities. In some instances, allowing a change in the land 
use, especially from agricultural to non-agricultural use (such as commercial or residential), 
also results in an unacceptable increase in traffic.   
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Policy 7: Land use changes that could result in increased development levels and thus 
higher traffic levels will be assessed for their impact to current and future 
traffic volume and flow, and these impacts must be appropriately mitigated 
(as determined by the Public Works Director in accordance with applicable 
standards and practices) in order for the development to be allowed. 

 
 

 
Policy 8: An access management plan has been developed for a portion of the 

Wilsonville-Hubbard Hwy near Arndt Road. That plan is hereby 
incorporated into this plan, and is included as Appendix F. (Note: other 
access management plans have also been adopted for other specific areas). 

 
The latest version of the Marion County Engineering Standards (or subsequent document) 
includes requirements on width of access, structural section, surface type, grade, and other 
design parameters. These standards may be acquired from the Marion County Public Works 
Department. 
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10.2 ROADWAY MAINTENANCE AND PRESERVATION 
 
Roadway maintenance and preservation makes up an important component of the RTSP. Without proper 
maintenance, a roadway system would not provide the level of safety and efficiency required by its users.  
The terms “maintenance” and “preservation” encompass a variety of tasks and programs including 
pavement management, signs and pavement markings, vegetation management, gravel road maintenance, 
shoulder and roadside maintenance, hazard abatement, bridge and structure maintenance, construction 
zone management, drainage issues, and emergency response. The County’s maintenance policies are 
focused on the use of preventive maintenance and resurfacing to extend the life of roadway facilities.   
 
With regard to maintenance objectives in general, Figure 10-1 represents a road maintenance priority 
matrix for use in daily decision-making. It is intended to be an additional resource to County personnel, as 
well as a method of conveying to the public how the County prioritizes various kinds of issues.  
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In accordance with the federal Clean Water Act and Endangered Species Act, Marion County has adopted 
Best Management Practices that guide many of its roadway maintenance and preservation operations.  
These federal regulations, and new regulations such as Total Maximum Daily Loads, will change the way 
roadways are designed, constructed, and maintained. The Best Management Practices adopted under these 
regulations will impact some fundamental maintenance activities such as pipeline cleaning, ditch 
cleaning, catch basin cleaning, stream maintenance, mowing, brushing, spraying, ditch erosion, and snow 
and ice control. This section details maintenance policies, practices, and programs that will be used to 
ensure that roadways are properly maintained in the future.   
 

10.2.1 Pavement Management 
 
Overall Pavement Management includes several different aspects, typically in the following 
order: 1) review using a pavement management program; 2) resurfacing, which includes 
repaving, hot patching, chip sealing, slurry sealing, and crack sealing; 3) road restoration; 4) road 
reconstruction; and 5) localized repair and surface sweeping. 
 

Pavement Management Program 
Marion County currently uses the Metropolitan Transportation Commission (MTC) 
Pavement Management Program (PMP) to evaluate pavement condition and determine 
maintenance and resurfacing needs. The purpose of this system is to identify pavement 
deterioration in the early stages so that the preventive maintenance and/or resurfacing can 
be applied, rather than waiting until a full reconstruction is necessary. The program also 
assists in setting priorities for maintenance and resurfacing and determining the most 
economically feasible time for these treatments. This program has proven itself as a 
valuable tool in prioritizing resurfacing needs for the County.   
 
Resurfacing 
The County uses several surface treatments that are intended to extend the useful life of 
paved surfaces, add new texture to old surfaces, and seal the surface to prevent 
contamination or water from damaging the subgrade. The most extensive and costly in 
this category is total resurfacing of a road using asphaltic concrete, which generally 
includes shoulder upgrades and new striping. Hot patching, on the other hand, is 
resurfacing on a more localized scale, which may or may not involve extensive shoulder 
work or restriping. This is often done as a temporary measure to keep the surface useable 
until a more comprehensive resurfacing is appropriate. 
 
Surface treatments like chip sealing and slurry seals are beneficial in that the treatments 
renew the exposed surface, seal the underlying base, and extend the life of the pavement 
from five to seven years. Crack sealing, on the other hand, is done solely to keep water 
from leaching into the base and damaging its integrity. 
 
Road Restoration 
Sometimes pavement needs to be cut or removed in order to work on utilities in the right-
of-way. The entity that cuts or removes the pavement is then responsible for restoring it 
to an appropriate condition (as defined by Public Works). This restoration work is 
typically done by a contractor or utility company. 
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Road Reconstruction  
Road reconstruction is the most expensive and comprehensive method of creating a new 
road surface. It involves removal of the existing surface, extensive work to the road base, 
and placement of an entirely new surface. We attempt to avoid this type of refinishing if 
at all possible, due to its cost, by ongoing preventative maintenance. Unanticipated 
growth in traffic volumes and truck traffic, and poor road base construction, have been 
the leading causes of reconstruction projects. 
 
Localized Repair and Surface Sweeping 
Localized repairs are performed on a continual basis and include cleaning and filling of 
potholes using either hot or cold mix, and digging out failing sections of pavement or 
subgrade and replacing them. The primary purpose is to provide a safe road surface and 
prevent damage from accelerating. Surface sweeping is used to maintain safe, clear 
driving surfaces and bikeways.  
 

The County has established a regular and consistent maintenance and preservation program to 
protect the road system into the future. Under our program it was determined that pavement 
should be resurfaced on a regular cycle to maximize the life of the roadways and ensure that the 
infrastructure will last. The cycle determined to be the most feasible and cost-effective for the 
County is a 20-year cycle. This requires that an average of 50 miles be resurfaced every year. The 
resources allocated for the pavement management and resurfacing program are discussed further 
in Section 11 - Financing Plan. Policies that relate to pavement and surface management include: 
 

Policy 1: Provide an acceptable level of surface maintenance (which may vary by class 
or type of roadway) on all County roadway facilities, including paved travel 
lanes and shoulders, and bicycle and pedestrian facilities. 

 
Policy 2: Use routine and preventive maintenance, when appropriate, to extend the 

serviceability of the pavement and to prevent it from dropping below the 
“good” condition under the Pavement Management Program. 

 
Policy 3: Maintain an inventory of pavement condition for all County-maintained 

paved roads. 
 
Policy 4: Use an appropriate Pavement Management Program (such as the currently 

used Metropolitan Transportation Commission (MTC) Pavement 
Management Program) to identify pavement distress and resurfacing needs. 

 
Policy 5: Allocate necessary resources to allow for resurfacing County paved roads on 

a 20-year cycle as funding allows. 
 
Policy 6: Actively ensure that designated bicycle and pedestrian facilities, and other 

heavily used paved shoulders, are clean and free of debris. 
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Policy 7: a) Require any entity working in the right-of-way to leave the roadway in 
the same or better condition (pavement condition index (PCI), roadway 
clear of debris, ditches functioning properly, clear zones, etc.) than they 
found it throughout all phases of construction.  

   b) Not allow any new pavement surface to be cut within five years of its 
construction except in emergencies or other exceptions at the discretion 
of the Public Works Director. 

   c) If a County Road or other facility is damaged or impacted, the County 
will work to recover repair costs from those responsible for the damage 
or impact. 

 
10.2.2 Signs and Pavement Markings 
 
Maintaining signs and traffic control markings is one of the most critical maintenance functions 
on the County roadways. The guidance provided to users of the road system, regardless of mode 
of travel, determines to a great degree how the network will function. Signing and striping has 
become the means for communicating regulations, right-of-way, warnings, directions to 
destinations, travel and emergency information, and other information. Marion County has many 
specific policies and guidelines regarding signing and marking along its roadways (refer to the 
appropriate policy for specific situations).  See also Marion County’s road naming ordinance 
(#1183) for naming requirements for roads.  General policies related to signing and pavement 
markings include: 
 

Policy 1: Maintain signs and pavement markings at an acceptable level to ensure a safe 
and efficient roadway system, without unnecessary cluttering of signs. 

 
Policy 2: Maintain an inventory of all signing and pavement markings on County roads 

and roads within County rights-of-way. 
 
Policy 3: Maintain signing and striping within the parameters of the Manual of 

Uniform Traffic Control Devices (MUTCD), Oregon MUTCD Supplemental 
Regulations, Oregon Department of Transportation Guidelines, and other 
accepted transportation engineering documents unless altered by appropriate 
County departmental policy and/or County engineering review. 

 
10.2.3 Vegetation Management 
 
Vegetation control is an ongoing task in the Willamette Valley. Given the high soil fertility and 
constant moisture, vegetation grows rapidly and can be very thick. This type of growth requires 
constant attention to manage and plays an important part in routine maintenance operations (so 
that vegetation does not obscure driver visibility or cause other problems).  Policies that address 
management of vegetation include: 
  
  Policy 1: Maintain roadways and immediate clear zones free of encroaching vegetation 

so that legal (statutory or permitted) vehicles can travel safely and roadside 
hazards are minimized. 
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Policy 2: Actively ensure that vegetation along County roadways does not obscure 

views of roadway signage, structures, or intersecting accesses. 
 
Policy 3: Actively ensure that vegetation along County roadways does not create sight 

distance obstructions at roadway intersections. 
 
Policy 4: Use an integrated vegetation management system (mowing, brushing, 

spraying, tree removal, private maintenance, etc.) to control vegetation along 
roadways. 

 
10.2.4 Gravel Road Maintenance 
 
The 197 miles of rural gravel County roads comprise a significant component of maintenance 
work that we perform. Grading along these roads occurs in fall, winter and spring months when 
moisture levels are most favorable. The County also uses a dust-control agent to both help control 
“washboarding” on steep gravel roads and reduce dust adjacent to citizens’ residences at their 
request and cost. Gravel road maintenance is relatively inexpensive compared to the cost to 
maintain the same road if it were paved. 
 
Many requests to pave roads are received each year. In the past, the County had paved some 
gravel roads through a local improvement district that provided for a cost-sharing agreement with 
local residents. Due to limited County funding, this program has been discontinued.  Citizens can 
pave their road by submitting plans for the project that meet County standards, obtaining 
appropriate permits, and paying their contractor for the improvements. 
 
Policies with regard to gravel roads include: 
 

Policy 1: Provide an acceptable level of surface maintenance on County gravel 
roadways to maintain reasonable passage and general safety. 

 
Policy 2: Provide options (as appropriate and as budget constraints allow) for paving 

or stabilizing gravel roads. 
 
10.2.5 Shoulder and Roadside Maintenance 
 
Shoulder and roadside maintenance consists of removing vegetation and reshaping shoulders, 
adding support to fill banks, removal of roadside objects, bank work, mowing, herbicide spraying, 
brush-cutting, and many other activities. In general, shoulders in the rural areas are provided to 
preserve the actual travel surface of the roadway and to allow for emergency maneuvers and 
occasional emergency parking. Drainage ditches, narrow rights-of-way, and other geographic 
conditions mean that many rural roads have no or minimal shoulders. Because of these conditions 
it is unlikely that shoulders will be added to most of these roads. It is important, though, to 
maintain existing shoulders in as good a condition as resources allow.  
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In addition, maintaining a clear zone along the roadway is necessary for safety. It requires the 
removal of obstructions through brushing, bank removal, tree removal, relocating utility poles 
and boxes, killing grass on gravel shoulders, picking up dumped garbage, etc. Some of these tasks 
are controversial as they can impact landscaping, environmentally sensitive areas, and possibly 
even property values. However, clear zones add to the safety of individuals using the roadway, 
which is a primary goal for the County.   
 
Policies include: 
 

Policy 1: Provide safe and useable shoulders and clear zones on County roads, to the 
extent possible, with priority given to arterials and collectors. 

 
Policy 2: Maintain shoulders and ditches along County roadways to provide adequate 

drainage and protect the investment in the roadway system. 
 
Policy 3: Conduct a roadside spraying program that is sensitive to environmental 

concerns.  
 
Policy 4: Utilize alternatives to roadside spraying when possible and appropriate. 
 
Policy 5: Conduct maintenance activities with due consideration to potential impacts 

on adjacent land. 
 
Policy 6: The County may require relocation of roadside features (such as ditches, 

poles, equipment, etc.) to improve shoulders, clear zones, and other 
functional aspects of the roadway. 

 
10.2.6 Hazard Abatement 
 
Many things can constitute a hazard along a roadway. The County receives complaints about 
trees, mailbox structures, signs, boulders, landscaping, utility structures, bridge abutments, parked 
vehicles, dumped hazardous materials, and other obstacles. County crews notice many additional 
items while in the process of doing maintenance, construction, or other fieldwork. Many of the 
obstructions can eventually be abated, but some, like roadside trees in wooded areas or utility 
poles that cannot be relocated outside of the right-of-way, cannot reasonably be eliminated.  
Given the County’s limited resources, hazard removals must be carefully evaluated and 
prioritized, with the most serious hazards warranting the most attention. The County will continue 
to work with property owners to mitigate hazards when their landscaping creates a problem.  
Policies to guide the County in addressing these issues include:  
 

Policy 1: Establish a 10-foot clear zone adjacent to roadways along all public rights-of-
way through actively pursuing removal of obstacles on or encroaching upon 
the roadway that present a hazard to motorists and other users of the system 
in a timely manner and in accordance with departmental policies. 
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Policy 2: Prioritize complaints based on the degree of the hazard and the exposure to 
the public as indicated by the road classification, traffic volume, and speed of 
traffic. 

 
Policy 3: Actively pursue the removal of hazardous substances in County road rights-

of-way. 
 
Policy 4: Remove large deceased animals from the right-of-way if they create a traffic 

hazard. 
 
Policy 5: Routinely review accidents to identify and abate conditions as appropriate 

and feasible to reduce the recurrence of similar accidents 
 
10.2.7 Bridge and Structure Maintenance 
 
Marion County maintains over 140 bridges and hundreds of other structures such as culverts and 
guardrail. They all require routine maintenance to slow aging and deterioration that will 
inevitably occur. Many of these structures are old and outdated for the traffic using them today.  
Bridge replacement is extremely expensive and typically cannot be funded with County resources 
alone. Federal funds have been, and are anticipated to be, the primary means of replacing 
structures that are approaching irreparable, if not failure, conditions. Maintenance of structures 
should focus on extending the useable life as much as possible. Policies that address these 
structures include:  
 

Policy 1: Maintain bridges and structures to promote safety and maximize useful life.  
 
Policy 2: Conduct structural evaluations on a regular basis (current cycle is every two 

years). 
 
Policy 3: Maintain an inventory of all structures including design ratings, operational 

ratings, and inspection records. 
 
10.2.8 Construction Zone Management 
 
Work zones present a unique and important issue for all modes of travel and for road workers.  
Safety is the primary concern, but confusion and disruption are also significant issues. To address 
these concerns, the following policies exist: 
 

Policy 1: Require all contractors and work crews, public or private, adhere to all 
signing and safety regulations prescribed for construction and work zones 
affecting the public’s use of the right-of-way.  

 
Policy 2: Require all construction zones on County roadways adhere to appropriate 

signing locations, spacing, and placement only during actual work periods. 
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Policy 3: Permits are required for any work done in a County right of way by any 
entity other than the County Public Works Department. 

 
Policy 4: Recognizing that closure of busy roads (even closure of lanes on or work 

adjacent to a busy road) can have significant detrimental impacts on the 
community by impeding traffic flow, the Public Works Director has authority 
to determine requirements for maintenance of traffic flow through work 
zones.  This may include prohibiting closure or traffic impedance, requiring a 
certain travel width or number of lanes be kept open, limiting the closure or 
impedance to a specified length of time, or only allowing the closure or 
impedance during specific times of day or of the year, among other potential 
measures.  

 
10.2.9 Drainage Issues 
 
Elimination of water from roadways is crucial to the safety and longevity of the road surface.  
Roadside ditches receive most of this water and either channel it to waterways or hold it until it 
seeps into the ground. The large amount of rain (over 40 inches average annual precipitation) in 
the Willamette Valley sometimes fills the ditches and creates minor flooding problems. The 
Willamette Valley basin is also susceptible to large scale flooding as was experienced in February 
1996. Routine maintenance such as unplugging blocked culverts, replacing broken tiles, adding 
catch basins, removing debris at bridges, and cleaning ditches is necessary for a system to 
function at its capacity and handle the storm water. Failure of the system in extreme weather 
conditions can lead to washed-away sections of road, excessive flooding, and closed strategic 
corridors. Given the unavoidable nature of flooding potential, it is critical to maintain an 
aggressive maintenance program. However, the County is limited in that it cannot expend public 
funds to improve or maintain drainage on private property.  Marion County and the State of 
Oregon have several policies relating to drainage issues (including stormwater detention, effects 
on neighboring property, environmental protection, and many other issues); refer to the 
appropriate policy for more specific information. The following policies assist the County in its 
attempts to prevent drainage problems from damaging the roadway system: 
 

Policy 1: Give priority to drainage problems that jeopardize the safety of the traveling 
public or the integrity of the road system.   

 
Policy 2: Conduct routine and cyclical maintenance of roadside ditches and drainage 

structures to sustain an acceptable level of roadway drainage. 
 
Policy 3: Discourage the installation of drainage pipe along roadside property frontage 

and in any ditch that would need a culvert 30-inches or larger diameter. 
 
Policy 4: When developers construct a significant amount of impermeable surface 

area, require that the developer provide appropriate stormwater detention. 
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10.2.10 Emergency Response 
 
A variety of weather conditions and catastrophic events like earthquakes require an appropriate 
measure of emergency response. Limited snowfall, typical rainfall amounts, and minor 
windstorms are expected in this region and can be handled per normal maintenance operations.  
Large or repeated snowstorms, large amounts of rainfall, large landslides, strong windstorms, 
tornadoes, earthquakes, dam failures, forest fires, and any number of other events could present a 
challenge to the County. Besides damage and casualty issues, which are addressed in other 
forums, the transportation network becomes especially critical in times of crisis. The following 
policies are general guidelines for the County’s approach to address emergency situations with 
regard to the transportation system: 
 

Policy 1: Preserve roadway safety through mobility on the strategic corridors 
(identified in section 7) to minimize loss of life or injury. 

 
Policy 2: Coordinate with and assist other agencies in response to emergencies 

whenever possible and feasible. 
 
Policy 3: Evaluate non-emergency repairs of damage created by severe weather and 

other emergency events to determine the cost-effectiveness and appropriate 
prioritization with existing transportation needs. 

 
Policy 4: When inclement weather, natural disasters, emergencies, and other situations 

arise, Marion County will keep working as resources and conditions allow to 
keep the roads open, safe, and passable.  First priority will typically be given 
to strategic routes, then other roads by functional class and as appropriate for 
the situation.  
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10.3 TRANSPORTATION POLICIES 
 

In developing this transportation system plan, the County analyzed information and set priorities for the 
future function and operation of the transportation system. These priorities include maintenance and 
operation of the existing system, capital improvements for enhancing safety and level-of-service of the 
transportation system, integrating land-use decisions with transportation considerations, and balancing 
transportation needs with community and environmental needs. These priorities are implemented through 
policies designed to help guide the decision-making process related to transportation facilities. This 
section details those policies that the County will use in the planning and development of these facilities.  
Some policies establish priorities for the County in terms of allocating resources to various projects and 
activities, while others call for consideration of the effects of transportation facilities on valuable farm 
lands and other environmentally sensitive areas. The policies are also intended to ensure that a variety of 
travel modes are considered in the planning and development of a transportation system, and 
transportation choices are provided to the traveling public. 
 
The policies in this section are the outcome of significant public involvement and review by interested 
groups. Many policies come directly from or are a revision of existing policies in the 1981 Marion 
County Comprehensive Plan. The policies in this section are intended to replace the existing 
transportation policies from that plan, and ordinances will be drafted subsequent to adoption to effect 
these changes. These new and revised policies are expected to ensure the County transportation system 
will satisfy the needs of residents and other users for the next 20 years. For organizational purposes, the 
policies are divided into seven categories: 1) Transportation System Planning Policies; 2) Resource 
Allocation Policies; 3) Bicycle, Pedestrian, and Public Transportation Policies; 4) Air, Water, Rail, 
Energy, and Pipeline Transportation Policies; 5) Development and Access Policies; 6) Right of Way 
Policies; and 7) Urban Growth Management Framework Coordination Policies. 

 
10.3.1 Transportation System Planning Policies 
 
Transportation system planning policies serve as general guidelines for achieving a safe and 
efficient transportation system. These policies address transportation priorities for the County and 
address desired operational characteristics. The policies also provide vision for planning the 
future transportation system.  
 

Policy 1: The general priorities for Marion County, with regard to the County Road 
System, are in order of importance: 

1) Preservation and maintenance of the existing road system. 
2) Safety improvements and enhancements. 
3) Capacity enhancements and growth-related projects. 

 
Policy 2: The County will evaluate all investments in the transportation system for 

cost-effectiveness, fiscal responsibility, economic efficiencies, and 
practicality. 

 
Policy 3: The County will re-evaluate, update, and adopt design standards and various 

policies that enhance safety, capacity, and efficient life of the transportation 
network. 
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Policy 4: a) The County will work with each community to consider the goals and 

visions of that community in developing and maintaining the 
transportation system.    This will include coordination of the County’s 
transportation plans with their transportation plans. Deviation from a 
community’s desire may occur when addressing issues involving 
safety, significant added expense, modernization projects, liability, and 
providing services that are in the best interests of the public. 

 
 b) Within the Urban Growth Boundary of an incorporated city, Marion 

County Public Works will apply roadway design standards and criteria 
in the Transportation System Plan (TSP) adopted by that city except in 
cases where, in the engineering judgment of the Marion County Public 
Works Department, it would not be appropriate to do so.   In the 
absence of adopted standards or a TSP by a city, Marion County Public 
Works will use its own engineering standards and/or judgment to 
determine the appropriate planning direction or standard to apply. 

 
Policy 5: Levels-of-Service considered acceptable in rural areas include: 
 

1) LOS D or better with a volume/capacity ratio (v/c) of 0.85 or better for 
signalized, all-way stop, and roundabout intersections. 

2) LOS E or better with a volume/capacity ratio (v/c) of 0.90 or better for 
other unsignalized intersections. 

3) LOS D or better with a volume/capacity ratio (v/c) of 0.60 or better for 
road segments. 

 
Policy 6: The County will pursue and implement Transportation Demand Management 

(TDM) and Transportation System Management (TSM) strategies whenever 
feasible as an alternative to building new transportation facilities (see 
sections 8.7 and 10.1 for descriptions of these strategies). 

 
Policy 7: To the extent possible, the County envisions a modified grid transportation 

system in the rural areas (as allowed by geography and demanded by use) 
that allows all users reasonable access to higher-function roads, minimizes 
out-of-direction travel, delivers reasonable travel times, and in many cases, 
allows circumferential flows around the many incorporated areas within 
Marion County. 

 
Policy 8: The County recognizes the role of State Highways and County Arterials as 

the backbone of the transportation network. These roads are critical for 
everyday transportation and serve as critical lifelines in emergency 
situations. The County will support efforts to enhance and maintain the 
function of these roads through land use policies, access management 
strategies, and roadway improvements. 
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Policy 9: The County recognizes that it may be appropriate to consider transfer of 
jurisdiction between State highways and County roads in order to ensure that 
State highways function as regional routes and County roads function as 
more localized routes. However, the County will not accept any roads into 
the County system that do not meet County standards. 

 
Policy 10: To encourage tourism, the County supports the concept of Scenic Routes, 

Tour Routes, and Scenic Byways, and will consider enhancements that 
preserve or provide scenic or historic values to the transportation system.   

 
Policy 11: The County recognizes the importance of facilitating freight movement.  

With this in mind, the strategic routes designated in Figure 7-1 are also 
hereby designated freight routes. Effort will be made to facilitate freight 
movement on freight routes.    

 
Policy 12: Effort will be made to reduce conflicts between mobility of freight and 

livability of communities along these routes. 
 

10.3.2 Resource Allocation Policies 
 
Resource allocation policies provide guidelines for how funds will be spent on transportation 
related activities. These policies are intended to provide appropriate allocation of resources to 
address transportation priorities and necessities. 
 

Policy 1: Marion County will not spend Public Works funds on activities outside of 
public right-of-way. Work on privately maintained roadways or for private 
entities may be possible under Private Work Orders. 

 
Policy 2: County funds expended on Local Access Roads shall be in accordance with 

ORS 368.031 and shall be documented and justified in a consistent manner. 
County resources shall not be dedicated to other activities on these roads 
unless covered by a Private Work Order. 

 
Policy 3: If a County Road or other facility is damaged or impacted, the County will 

work to recover repair costs from those responsible for the damage or impact. 
 
Policy 4: The County may use its discretion in selecting projects out of the suggested 

order of priority, if deemed this is in the best interest of the overall 
transportation system and general public for reasons including safety, time-
sensitive availability of additional funds, improved coordination of work, or 
improved efficiencies. 

 
Policy 5: The County will encourage joint projects with the private sector, affected 

user groups, or individual citizens, if it improves or allows a project on a 
County roadway to proceed that might otherwise not be accomplished. This 
participation may be in the form of material and resource contributions, local 
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improvement districts, right-of-way dedications, or other funding sources 
such as user fees. 

 
Policy 6: The County will comply with ORS 366.514 requiring one percent of the 

funds it receives from the State Highway Fund to be expended on bicycle and 
pedestrian facilities. 

 
10.3.3 Bicycle, Pedestrian, and Public Transportation Policies 
 
Bicycle, pedestrian, and public transportation is an important component of the transportation 
system plan. These policies are intended to ensure that these modes will be considered in the 
planning and development of transportation facilities, and to help make these modes more viable 
options for the traveling public. 

 
Policy 1: The County will consider the impact County transportation projects have on 

cycling and pedestrian activities.   
 
Policy 2: All new Arterials and Major Collectors will be constructed with paved 

shoulders. 
 
Policy 3: The County will consider the needs of those individuals who are 

transportation-disadvantaged or disabled when planning or reviewing 
transportation improvements. 

 
Policy 4: The County will encourage and facilitate the ability of transit providers such 

as the Salem Area Transit District and Chemeketa Area Regional 
Transportation System (CARTS) to provide services to areas outside of 
designated urban growth boundaries. 

 
Policy 5: To the extent feasible, the County will facilitate the development of Park-

and-Ride/Pool lots at strategic locations throughout the County, in 
coordination with transit providers where appropriate.  

 
Policy 6: The County supports efforts to develop off-street multi-use paths or trails 

(which typically will be used by bicyclists and pedestrians) where 
appropriate. These paths or trails will be especially encouraged where they 
connect trip generators and attractors (such as cities and parks) and where 
they take advantage of existing scenery (such as along scenic rivers) and 
available resources (such as powerlines, old rail lines, along rivers, and in 
existing right-of-way or easements). 

 
Policy 7: In order to promote bicycle and pedestrian travel within the cities of Marion 

County, and recognizing that fast-moving, high-volume, and heavy vehicular 
traffic is detrimental to the ‘walkability’ and ‘bikeability’ of a city, the 
County generally supports efforts to divert regional traffic from flowing 
through the ‘downtown’ of a city. This may be through simple measures such 
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as signing and traffic control, moderate measures such as improvement of 
existing roadways, or more complex measures such as the provision of new 
roadways or bypasses. The County is especially supportive of such efforts 
when the affected city is a major proponent of these measures. 

 
10.3.4 Air, Rail, Water, Energy, and Pipeline Transportation Policies 
 
These policies address air, rail, water, energy, and pipeline transportation in the County. These 
modes are an important part of the existing and future transportation network in terms of moving 
freight, passengers, services, and information in the County. 

 
Policy 1: Airports and airstrips shall be located in areas that are safe for air operations 

and should be compatible with surrounding uses. 
 
Policy 2: The County should review and take appropriate actions to adopt State master 

plans for public airports in Marion County.   
 
Policy 3: The County will adopt appropriate provisions (including plans, ordinances, 

and inter-governmental agreements) to protect the public airports from 
incompatible structures and uses. These provisions will be consistent with 
Federal Aviation Administration guidelines. 

 
Policy 4: The County will discourage noise sensitive uses from locating in close 

proximity to public airports. 
 
Policy 5: The County will encourage the establishment of cost-effective passenger and 

commuter rail service in the Willamette Valley. 
 
Policy 6: The County generally supports development of new or expanded freight rail 

service that would improve the efficiency of freight movement, as long as its 
impacts can be appropriately addressed. 

 
Policy 7: The County supports efforts to evaluate, maintain, or develop the capability 

of the Willamette River as a navigable waterway and recreational area.   
 
Policy 8: The County will encourage the continued use of underground pipelines and 

telecommunication lines that minimize the need for surface shipping and that 
are compatible with established land uses. 

 
Policy 9: The County encourages cooperation between energy and utility companies 

for the more efficient provision of energy and utilities. 
 
Policy 10: The County encourages (and often requires) joint use of trenches by different 

utilities where it would be safe and practical to do so. 
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Policy 11: The County generally supports measures that conserve the amount of energy 
resources used for transportation in and through the County. 

 
10.3.5 Development and Access Policies 
 
Development and access policies provide guidelines for linking transportation and land use in an 
attempt to provide suitable transportation facilities while protecting and preserving the 
agricultural and rural nature of the County. The policies also outline right-of-way and roadway 
improvement requirements for new developments in the County. 
 
These policies are particularly important because private developers, often through the 
subdivision process, are constructing most new Local roads and many of the projects that widen 
or enhance Arterials and Collectors. 

 
Policy 1: Additional interchanges (access points) on Interstate 5 from the northern 

County line to the Chemawa Interchange, and from the Sunnyside 
Interchange to the southern County line will be discouraged (except for near 
Woodburn - see chapter 8), unless it can be shown through a comprehensive 
study and supported by the County that a new interchange is appropriate for 
regional access to the Interstate system. 

 
Policy 2: Transportation facilities should be developed and maintained in such a 

manner as to minimize negative impact to valuable soil, timber, water, 
scenic, or cultural resources. 

 
Policy 3: The County will consider and strive to minimize the negative impacts to 

surrounding land uses and communities in selection and implementation of 
transportation projects. 

 
Policy 4: Development proposals and changes in land use designations shall conform 

to any sub-area management plans created or adopted by Marion County. 
 
Policy 5: The County will discourage sign proliferation in rural areas, including 

billboard and sign advertising. 
 
Policy 6: Rural residential development adjacent to or near major roadways should be 

designed to minimize adverse effects of traffic noise, traffic volume, and 
other transportation-related impacts. 

 
Policy 7: To prevent exceeding the function and capacity of any component of the 

transportation system, the County will consider roadway functional 
classification, capacity, and current conditions as primary criteria for 
proposed changes in land use designations and proposed land use 
developments. In addition, present and anticipated safety issues shall also be 
significant criteria. 
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Policy 8: The County shall review land use actions, development proposals, and large 
transportation projects in the region for impacts to the transportation system 
and facilities. If the impacts are deemed significant by the County and cannot 
be mitigated to the County’s satisfaction, the action shall be denied or 
modified until the impacts are acceptable. The County shall also consider the 
impact these have to affected communities and urban areas. 

 
Policy 9: Access to developments must be from roadways with appropriate Functional 

Classifications and improved to appropriate standards. Table 10-3 shows the 
maximum trip generation for new or expanded developments based on the 
Functional Classification and character of the roadway from which it gains 
access: 

Table 10-3 
Maximum trip generation of developments by Functional Classification 

of Roadway 
FUNCTIONAL 

CLASSIFICATION TRIPS PER DAY TRIPS PER EVENT
Local (with gravel surface) 200 400 
Local (with paved surface) 750 2,000 
Minor Collector 1,500 5,000 
Major Collector 3,000 8,000 

Arterial No Limit by this 
Policy 

No Limit by this 
Policy 

 
 The ‘trips per event’ column is only to be used for developments (such as 

ampitheaters and stadiums) intended to draw large numbers of spectators for 
certain events (occurring less than 20 times per year), but much lower 
volumes of traffic otherwise.  All other developments shall use the ‘trips per 
day’ column to assess the suitability of a road to provide access. For 
developments with multiple access routes, each route will be assessed based 
on the number of trips (in the estimation of the Public Works Department) 
expected to use that route.  For developments anticipated to generate a 
significant number of truck trips, these numbers will be adjusted to reflect the 
increased impact of the truck traffic on the transportation system. 

 
 Proposed developments larger than the thresholds in Table 10-3 may be 

allowed if the Public Works Director can determine that the development’s 
transportation system impacts will be mitigated to satisfactory levels and the 
developer improves the affected roadway(s) to appropriate standards as 
determined by the Public Works Director. 

 
 The Public Works Director has authority to require a developer to improve a 

roadway to meet standards if the Functional Classification of the roadway is 
appropriate for the size of the development, but the existing roadway does 
not meet an appropriate standard level. 
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Policy 10: a) The number of access points on arterial and major collector roadways 

shall be kept to a minimum to reduce the interruption to traffic flow and 
to promote safety. All new or expanded-use accesses must meet the 
access management standards of this plan (see section 10.1.3). 

  b) If a property is partitioned, all platted parcels of that property should use 
one common access to the road system. 

  c) Loop driveways are discouraged 
 
Policy 11:a) Direct access to arterials from adjacent parcels should not be allowed if 

alternative access is available or can be made available.   
b) If a parcel has access options onto more than one roadway, the access 

should be derived from the road with the lower functional class, and, if 
of the same functional class, the road with the lower traffic volume and 
fewer potential conflicts.   

c) Likewise, where property abuts both a County or public use road and a 
State highway, the preferred access will be onto the County or public use 
road (unless the roads’ functional classifications would indicate 
otherwise). 

 
Policy 12: All new or modified accesses to an arterial shall be paved to a mimimum 

width of 20 feet for a typical vehicle length (or longer if necessary) from the 
edge of the roadway to control drainage and prevent rock and other debris 
from accumulating on the Arterial. 

 
Policy 13: a) To minimize and eliminate hazards along public roadways, the County 

shall review and approve all proposed driveways and accesses (including 
all measurable access modifications and significant increases in use of an 
access) to County roads; and to local access roads as resources allow. 

 b) Accesses shall be located at the safest site possible, and shall meet the 
stopping sight distance requirements specified in Marion County’s 
design standards. Actions required to obtain these stopping sight 
distances shall be required as a condition of approval of the access 
permit.   

 c) Accesses should be consolidated, whenever feasible, to minimize the 
number of access points. 

 
Policy 14: Driveways, internal circulation areas, and parking areas shall be designed so 

that traffic will not back onto arterials or major collectors, or any other 
facility where such conditions would create a hazard. 

 
Policy 15: Where there are several adjacent parcels with narrow frontages, or where 

sight distance is inadequate, a frontage road or combined driveway may be 
required. 
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Policy 16: Access to new State and large County parks should be provided by roads of 
minor collector or higher functional classification.   

 
Policy 17: a) Appropriate notice of comment periods or public hearings shall be 

mailed to ODOT for any property requesting access to a State highway 
and any land use change or development within 500 feet of a State 
highway, or 1320 feet of an interchange.   

 b) The Oregon Department of Aviation shall be notified of any 
development within 500 feet of a public use airport. 

 
Policy 18: If land to be subdivided, rezoned, or partitioned will cause the termination of 

a roadway or borders a roadway right-of-way of less than standard width, the 
applicant shall dedicate sufficient land to provide for a cul-de-sac or to 
increase the half (or halves) of right-of-way bordering this land to one-half of 
the standard width. 

 
Policy 19: a) New private roadways (those on private property and maintained with 

private funds) shall not be approved as access to more than four parcels 
except in Planned Unit Developments.   

 b) When private roadways are approved as part of a subdivision or planned 
development, the roadways shall be constructed and completed to 
County standards prior to the recording of the plat. The developer shall 
certify in writing that the roadways were constructed to County 
standards.    

 c) The maintenance of privately owned roads is neither the responsibility 
nor liability of the County.   

 d) The property owner shall provide a recorded road maintenance 
agreement for all new development accessing private roads, prior to plat 
approval. 

 
Policy 20: Building permits for new home sites on vacant parcels shall not be approved 

on previously established private roads serving four or more dwellings unless 
no other means of providing access to the property is available and 
appropriate land-use approvals are obtained. When these approvals are 
granted, the applicants shall be required to sign and record an agreement to 
participate in any future road improvement agreements and/or maintenance 
agreements. 

 
Policy 21: No new local access roads (as defined in ORS 368.001) shall be created in 

Marion County.  
 
Policy 22:  New public streets and public street improvements shall be developed to 

County adopted standards, and the development will not be issued occupancy 
permits or final inspection until these streets have been constructed and the 
Public Works Department has accepted their design and construction. 
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Policy 23: On a Local Access Road with four or more existing parcels (not counting 
parcels with frontage on County roadways), no new parcels shall be created 
that would have access to the road unless the road is improved to County 
standards.   

 
Policy 24: On a Local Access Road with fewer than four legally created parcels (not 

counting parcels with frontage on County roadways), new parcels may be 
allowed access to the road as long as the total number of parcels receiving 
access does not exceed four. 

  
Policy 25: All new developments shall be reviewed to ensure that they have an adequate 

stormwater system.  Specific requirements can be found in Marion County’s 
Engineering Standards (or subsequent document). 

 
Policy 26: Large developments are discouraged on dead-end or no-outlet roads. 
 

10.3.6 Right Of Way Policies 
 
There is a significant amount of public right-of-way in Marion County.  Much of it is occupied by 
roads, while some remains undeveloped.  Policies with respect to use of this right-of-way include: 
 

Policy 1: To the extent possible, the County will utilize existing facilities and rights-
of-way as the foundation for those intra- and inter-county facilities needed to 
accommodate anticipated growth and facilitate movement. 

 
Policy 2: New transportation facilities of all types should use existing rights-of-way to 

the extent possible to minimize disruption to existing land use. 
 
Policy 3: The development of unopened, dedicated public rights-of-way will be 

reviewed by the County for consistency with land use and other policies. 
When opening of the road is appropriate, a permit will be required, and 
adequate roadway development standards shall be met. 

 
Policy 4: The County will not abandon or vacate public rights-of-way unless it has 

been determined beyond reasonable question that it is in the best interest of 
the general public to not ever have the right-of-way available to the general 
public for use as a roadway, bicycle/pedestrian path, or any other use. 

 
Policy 5: The County will restrict use of public rights-of-way (such as through posted 

restrictions or gates), roadways and structures to a user, or group of users, 
only if it is deemed appropriate for purposes of safety, roadway preservation, 
or other engineering reasons. 

 
Policy 6: A Special Setback of 30 feet from the existing roadway centerline exists for 

all County roads unless a larger Special Setback is designated through 
another policy. 



12/21/2005                                                      CHAPTER 10 - POLICIES   

 

________________________________________________________________________________________________ 
MARION COUNTY PUBLIC WORKS 10 - 26   

 
 10.3.7   Urban Growth Management Framework Coordination Policies 

 
The following policies are part of the adopted Urban Growth Management Framework that is part 
of the urbanization element of the Marion County Comprehensive Plan. 

 
Policy 1: Marion County shall jointly plan with communities to meet the transportation 

needs in the future. 
 
Policy 2: Communities should implement street connectivity standards. 
 
Policy 3: Coordinate the enhancement or addition of transit connections within and 

between cities. 
 
Policy 4: Allow for a complementary mix of land uses and transportation systems. 
 
Policy 5: Encourage coordination of traffic calming methods. 
 
Policy 6: Improve key freight routes. 
 
Policy 7: City plans should improve the walking and biking environment 
 

See the Urban Growth Management Framework and the Urbanization Element of the Marion 
County Comprehensive Plan for the Coordination Guidelines that provide detailed 
implementation of these policies. 
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10.4 FUTURE EVALUATION OF TRANSPORTATION ISSUES 
 
Transportation issues and potential projects will arise on a continuous basis. To provide stability for the 
plan, it is helpful to have a procedure in place to develop, evaluate, and prioritize these issues. For 
purposes of this plan, the following guidelines will be used to update the plan, the future volume 
projections, and the associated project lists as new information becomes available: 

 
New issues or suggested improvements will be reviewed by Marion County Public Works staff to 
determine if the project is feasible or even possible to pursue. Since the review process is somewhat 
subjective, several key issues will be used to determine the feasibility of each project. These issues 
include: whether the project is legal to pursue; whether the project addresses or corrects the problem 
identified at that location; whether the project conforms to generally accepted engineering principles; 
whether physical, environmental, or engineering limitations prevent the project from being constructed; 
how much benefit would come from the project relative to how much the project would cost; whether the 
project is ‘in line’ with the County’s future plans for that area; and other issues that will help to determine 
the feasibility of pursuing the project. 

 
Issues that are deemed feasible and appropriate for further investigation will be evaluated and prioritized 
using the project prioritization matrix system described in Section 8.1. The assigned numerical value and 
the resulting location of the project in the prioritized list of improvements will determine the likelihood of 
that project being addressed within the 20-year planning period. 

 
Section 11, the Financing Plan, contains a list of the projects planned within the 20-year time frame of 
this plan. This list is much shorter than the list of recommended projects in Section 8 due to funding 
limitations. Projects considered to be beneficial enough to be pursued in the 20-year period warrant 
additional evaluation and planning level cost estimation. These projects receive additional analysis to 
determine their relative benefit, cost-effectiveness, and availability of funding for the project, and are then 
prioritized using the project prioritization matrix.  The highest-rated projects have then been organized 
into five-year time frames based on our estimate of their desirability and when they are likely to get done 
with available funding.   

 
Projects listed as Recommended Projects in Section 8 but not as funded projects in Section 11 are next in 
line to be added to the 20-year project list as additional funds become available, or as projects currently 
on the 20-year list are completed. These Recommended Projects are hereby authorized by this plan, and 
are good candidates to pursue with grant funding and/or other sources of revenue as they become 
available.   

 
A 20-Year List of Recommended Improvements will be maintained by the Marion County Department of 
Public Works. 
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CHAPTER 11:  FINANCING PLAN 

 
 
The purpose of this chapter is to describe how the County intends to fund the projects recommended in 
this plan. The cost to fund the rural 20-year recommended improvements is estimated to be $104 million. 
However, this represents only part of the total cost for all of the transportation needs identified.  The cost 
to address the remaining rural needs is estimated to be $25 million, and the total urban needs are 
anticipated to exceed $100 million. The total cost to address all of the identified needs would be at least 
$229 million, or $11 million per year over 20 years, far beyond our available funding of about $1 million 
per year. 
   
The Transportation Planning Rule requires that the plan include a financing program that evaluates the 
ability of existing and potential funding sources to cover the cost of proposed transportation 
improvements. This section provides an analysis of anticipated funding levels for transportation 
improvements over the next 20 years and provides a breakdown of how funds are generally allocated by 
the County Public Works Department. A timeline for the planned transportation improvements along with 
their cost estimates is included as part of this financing plan. At this time, the County does not anticipate 
having the necessary level of funding available for all of the recommended 20-year transportation 
improvements. Instead, the County has divided the plan into three funding categories: 1) funded 20-year 
improvements, 2) unfunded recommended 20-year improvements, and 3) remaining unfunded needs.  
Each of these categories is detailed in this section. 
 
 
11.1 FUNDING FOR TRANSPORTATION IMPROVEMENTS 
 
Marion County currently funds its transportation projects and maintenance through its Public Works 
department. In 2004, the Marion County Public Works Department received approximately $24.7 million 
in revenue for road and street purposes. The three largest sources of revenue for the Public Works 
Department are the Oregon Highway Fund Apportionment, the Oregon Transportation Investment Act III 
(OTIA III), and the National Forest Revenue. 
 
The Oregon Highway Fund accounts for approximately 52% of the 2004 revenue of the Public Works 
Department.  The fund is comprised of state-imposed transportation user fees in the form of fuel taxes, 
weight mile taxes on trucks, and vehicle registration fees. Approximately 24% of the fund is shared with 
the counties and 16% is shared with cities. These shared funds are distributed to individual counties based 
on their share of vehicle registrations, and to individual cities based on their population. Marion County 
Public Works is receiving $12.8 million (52% of the budget) from this fund in 2004. In 2004-5 the 
department is also receiving $5.1 million (or 21% of the budget) from the State through the Oregon 
Transportation Investment Act III (OTIA III) for replacement of two bridges. The next largest source of 
revenue has been the National Forest Revenue, which consists of receipts from the Secure Rural Schools 
and Communities Self-Determination Act of 2000. These receipts account for about 10% of the 
Department’s revenues. In addition, OTIA III maintenance dollars provide the County with $1.2 million 
(5% of the budget) in transportation system funding per year for the next 10 years.   
 
Since the adoption of the 1998 Rural Transportation System Plan, Marion County has adopted System 
Development Charges (SDCs) that are paid by new development outside Urban Growth Boundaries for 
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their impact to the general transportation system. System Development Charges have also been adopted 
for developments in the Stayton, Silverton, Woodburn, and Salem Urban Growth Boundaries, and these 
revenues are used to fund growth and capacity-related improvements within those Urban Growth 
Boundaries. Marion County receives approximately $465,000 (2% of budget) in SDC funds annually, 
which are used to fund growth and capacity-related projects. 
 
The other sources of receipts which make up the remaining 11% of the Department’s 2004 revenue 
include the State general fund, local or special benefit area assessments (LID, EID, other specific area), 
interest income, traffic fines, permits, receipts from other local governments, mineral leases, and other 
federal fund receipts.  Figure 11-1 shows the sources of receipts that make up the annual revenue for the 
Public Works Department. 

 
 
11.2 FORECASTING FUTURE REVENUE 
 
In developing this fiscally-constrained plan, we are only considering revenue that is anticipated to be 
dependable over the timeframe of this plan.  
 
The Oregon Transportation Investment Act III (OTIA III) bridge replacement funding is part of a special 
funding package passed by the Oregon Legislature. While the state could provide similar funding in the 
future, we have adopted conservative planning assumptions and will not include this source in our 
forecast future revenue. 

Figure 11-1
Total Receipts for 2004 $24,720,000

OTIA III Bridges a
OTIA II Project

$5,120,000
20.7%

System Developme
Charges $465,000

1.9%

Forest Revenue 
$2,425,000

9.8%

Other Sources - State 
general fund, local 

government 
contracts, Federal 

funds, permits 
$2,710,000

11.0%

OTIA III  Maintenance 
$1,200,000

4.9%

Highway Fund 
Apportionment 
$12,800,000

51.8%
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State projections indicate a future increase in Oregon Highway Fund revenue due to an increase in fuel 
consumption. However, for conservative assumptions in planning purposes, we are assuming a constant 
level of Oregon Highway Fund Apportionments received. 
 
The OTIA III maintenance dollars are provided by this legislation for the next ten years. For accurate 
analysis (and considering the conservative assumptions used for other sources), these dollars are included 
in the future revenue projections. 
 
Therefore, forecast future revenue for County activities is equivalent to current revenue ($24.7 million) 
less the OTIA III Bridge Replacement funding ($5.1 million). This amounts to an annual average revenue 
forecast of $19.6 million. 
 
Future grant funding is likely to become available (and Marion County will be receiving a substantial 
amount in coming years), but it cannot be dependably forecast for planning purposes. The needs and 
recommended projects identified in this plan would be good candidates for grant funding. 
 
 
11.3 ALLOCATION OF REVENUE 
 
With a projected average revenue of $19.6 million per year, the County Public Works Department must 
allocate this money between various activities. Figure 11-2 provides a breakdown of how the funds are 
expected to be allocated. On average, administrative and general engineering activities require about 24% 
of the budget. This amounts to $4.8 million in 2005 dollars, and includes activities like dealing with 
transportation impacts of land use cases, driveway review and inspection, and overseeing the overall 
safety of the roadways, along with typical administrative costs. In addition, Public Works must contribute 
$1.9 million annually in administrative fees to the County General Fund for business, legal, and personnel 
services. The remaining $12.9 million will go towards operations and maintenance activities; pavement 
preservation; bridge preservation; emergency projects; annual necessities; and capital projects. The 
amount set aside for each of these categories is based on needs. The primary need is operations and 
maintenance. The County must set aside enough funds to maintain its existing transportation facilities to 
acceptable levels. This requires an average annual expenditure of about $9.2 million per year. After that, 
the remaining $3.7 million of the budget can be allocated to construction, expansion, and preservation of 
the infrastructure. 
 
The most cost-intensive activity of the construction, expansion, and preservation program is pavement 
management and resurfacing. The County has a responsibility to maintain an adequate level of pavement 
condition on existing facilities before looking at expanding the roadway system. The belief is that an 
expanded roadway system would be inefficient and counterproductive if the resources are not available to 
maintain it. It was determined that a minimum of $2.1 million per year is needed to provide the necessary 
overlay and maintenance treatments to allow the County to preserve our paved road system. 
 
The County will need to construct unanticipated projects during emergencies, such as floods, slides, and 
severe storms, and the County covers these needs with contingency funds when necessary, so these 
expenses were not considered as part of this plan.   
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Per Oregon Revised Statutes, the County is required to spend at least 1% ($128,000) of its Highway Fund 
Apportionment on facilities for bicyclists and pedestrians.  This will typically be spent on bicycle and 
pedestrian facilities and upgrades provided along with larger capital improvement projects. 
 
Funds must also be budgeted for other annual necessities such as bridge structure preservation, signal 
repairs, small drainage improvements, and department equipment. It is also prudent to have money 
available as cost-sharing and matching funds to pursue grants and other sources of funding. Therefore, the 
funds needed for these activities is $0.4 million per year and will likely be allocated as follows: 
    

Annual Necessities 
Bridge structure preservation               $100,000 
Signal equipment/upgrades/repair:   $50,000 
Misc. safety/emergency projects:   $40,000 
Misc. road drainage projects:   $15,000 
Department Equipment:    $25,000 
Grants, cost sharing, match programs:              $170,000        

     $ 400,000 
     

After funding these various programs, the remaining revenue available for capital projects is $1.2 million 
per year. However, this must also be split between urban and rural areas.  This split is made based on the 
total vehicle-miles traveled on County Roads in urban and rural areas.  71% of the total vehicle-miles 
traveled on County Roads occurs in rural areas (outside Urban Growth Boundaries).  The remaining 29% 
occurs in urban areas.  Based on this 71/29 split, the amount available for the implementation of the Rural 
Transportation System Plan and its recommended improvements is $850,000 per year, or $17 million (in 
2005 dollars) over 20 years. Figure 11-2 shows the anticipated annual allocation of the annual revenue 
forecast of $19.6 million: 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
11.4 FINANCIALLY CONSTRAINED 20-YEAR PLAN 
 

Figure 11-2
Average Annual Expenditures $19,600,000

General Engineering 
and Roadway 
Administration 

$4,800,000
24%

Administrative Fees 
$1,900,000

10%

Operations and 
Maintenance 
$9,200,000

47%
Annual Neccessities 

$400,000
2%

Urban Capital Projects 
$350,000

1.8%

Rural Capital Projects 
$850,000

4.3%

Pavement 
Preservation 
$2,100,000

11%
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With only $17 million available for rural projects over the next 20 years, the financially constrained 20-
year plan represents only a portion of the recommended 20-year improvements (which are estimated to 
cost over $104 million including bridge projects). Some projects will be completed through grant funding, 
and some will be completed in cooperation with other agencies or private developers, so there are many 
cases where the County’s share of the project cost is significantly less than the full project cost. However, 
even with these other sources of funding, the cost to construct the recommended improvements 
significantly exceeds the money anticipated to be available for their construction. Table 11-1 represents 
the fiscally constrained plan of improvements, in 2004 dollars, approved under this updated RTSP over 
the next 20-years. Although the County can pursue implementation of these projects, we still are required 
to obtain all necessary permits and goal exceptions for improvements. 

 
Table 11-1 

20-Year Financially Constrained Plan 
 

TYPE LOCATION DESCRIPTION ESTIMATE 

ZERO TO FIVE YEAR TIME FRAME 

PROJECTS 

Capacity Arndt Rd / Airport Rd Construct traffic signal and left turn 
lanes at intersection 

$200,000 
Matching funds 
for OTIA Grant

Capacity 
Arndt Rd from 
Wilsonville-Hubbard Hwy 
to Airport Rd 

Add a second eastbound through lane 
and paved shoulders 

$150,000 
Matching funds 
for OTIA Grant

Safety Cordon Rd / Pennsylvania 
Ave Construct left turn lane on Cordon Rd 

$50,000 
(Submitted for 
$420,000 HEP 

funding)

Safety Cordon Rd / Auburn Rd Install traffic signal at intersection 

$100,000 
(Submitted for 
$450,000 STP 

funding)

Safety Cordon Rd / Herrin Rd Construct left turn lane on Cordon Rd $500,000

Safety Ehlen Rd / Boones Ferry 
Rd / Hwy 551 Construct left turn lane on Ehlen Rd $500,000

Capacity Cordon Rd / MacLeay Rd Construct traffic signal and left turn 
lanes at intersection 

City of Salem 
Project

Modernization and 
bike/ped 

Marion Rd from Turner 
UGB to Mill Creek Rd 

Strengthen pavement and construct 
paved shoulders (bikeways) on both 
sides 

Developer 
Requirement

Bridge and bike/ped Jefferson-Marion Rd over 
Union Pacific Railroad Replace bridge and realign road OTIA Grant 

(no match)

Bridge and bike/ped Mt. Angel – Gervais Road 
over Pudding River Replace bridge OTIA Grant 

(no match)

Bridge 
River Rd S (Independence 
Bridge) over Willamette 
River 

Scour protection 
$200,000 

Matching funds 
for HBRR Grant
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TYPE LOCATION DESCRIPTION ESTIMATE 

Bridge South Abiqua Road over 
Abiqua Creek Replace bridge 

$200,000 
Matching funds 

for HBRR Grant

Bridge and bike/ped 
Marion Rd over Mill 
Creek (south of Mill Creek 
Rd) 

Replace Bridge Developer 
Requirement

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$400,000 
likely HBRR 

matching funds

Capacity Silverton Rd / Howell 
Prairie Rd 

Construct traffic signal and left turn 
lanes at intersection $750,000

Safety Cordon Rd / Hayesville 
Drive Construct left turn lane on Cordon Rd $300,000

Safety Brooklake Rd / Wheatland 
Rd 

ITS Safety – Speeding (non-stopping) 
Vehicle Warning $100,000

Contingency and Miscellaneous $800,000

COST TOTAL OF ZERO TO FIVE YEAR TIMEFRAME PROJECTS $4,250,000

 

TRANSPORTATION PLANNING ACTIVITIES IN ZERO TO FIVE YEAR TIMEFRAME 

Sub-Area Plan Brooks Community Brooks Community Transportation 
Plan In-House

Corridor Study Cordon Rd from City of 
Salem to Hazelgreen Rd 

Corridor Study to develop detailed 
plan (signal locations, turn lanes, 
future capacity, access management, 
etc) for Cordon Rd 

In-House, 
Cooperating with 

Salem

FIVE TO TEN YEAR TIME FRAME 

PROJECTS 

Safety Ehlen Rd / Bents Rd 
Realign Bents Rd to the west; install 
signal; could become part of an 
interchange reconstruction project 

$1,100,000

Safety / Railroad Butteville Rd / Portland & 
Western Railroad 

Safety improvements: Install gates at 
crossing and possible realignment $200,000

Capacity / 
Modernization  

River Rd NE / Brooklake 
Rd 

Construct traffic signal and left turn 
lanes at intersection; some relocation 
of roads may be necessary 

$900,000

Capacity / 
Modernization  

Cordon Rd / Hazelgreen 
Rd / 55th Ave 

Construct traffic signal and left turn 
lanes at intersection $900,000

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$400,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $750,000

COST TOTAL OF FIVE TO TEN YEAR TIMEFRAME PROJECTS $4,250,000
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TYPE LOCATION DESCRIPTION ESTIMATE 

TRANSPORTATION PLANNING ACTIVITIES IN FIVE TO TEN YEAR TIMEFRAME 

Corridor Study 
Brooklake Road from 
River Rd NE to Oregon 
99E 

Corridor Study to develop detailed 
plan (signal locations, turn lanes, 
future capacity, access management, 
etc) for Brooklake Rd 

In-House

Sub-Area Plan Butteville Community Butteville Community Transportation 
Plan In-House

Special Study Woodburn area second 
interchange study 

Evaluate the level of need for, 
potential benefit of, potential cost of, 
and resulting impacts of a second 
interchange in the Woodburn Area 

In Cooperation 
with ODOT, 

Woodburn, and 
other cities

TEN TO FIFTEEN YEAR TIME FRAME 

PROJECTS 

   

Safety / Capacity Cordon Road from State 
through Center Streets 

Widen to two lanes each direction; 
includes intersection improvements 

$3,000,000 
(County share or 

first part of 
project funding)

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$650,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $600,000

COST TOTAL OF TEN TO FIFTEEN YEAR TIMEFRAME PROJECTS $4,250,000

TRANSPORTATION PLANNING ACTIVITIES IN TEN TO FIFTEEN YEAR TIMEFRAME 

Sub-Area Plan Marion Community Marion Community Transportation 
Plan In-House

Sub-Area Plan Mehama Community Mehama Community Transportation 
Plan 

In-House, with 
ODOT

Corridor Study 
Riverside/Sidney/Ankeny 
Hill Roads from I-5 to 
Independence 

Study potential for corridor 
improvements 

In-House, with 
Polk County, 

ODOT, and 
Cities

FIFTEEN TO TWENTY YEAR TIME FRAME 

PROJECTS 
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TYPE LOCATION DESCRIPTION ESTIMATE 

Safety / Capacity Cordon Road from State 
through Center Streets 

Widen to two lanes each direction; 
includes intersection improvements 

$1,600,000 
(Remainder of 

project funding; 
may come from 

other sources)
Capacity / Safety Cordon Rd / Swegle Rd Install traffic signal at intersection $400,000

Safety / Modernization River Rd S / Orville Rd / 
BN Railroad Bridge 

Realign roadway to cross railroad at 
grade (no bridge); reconfigure Orville 
Rd intersection 

$1,400,000 
(County share or 

first part of 
project funding)

Bridge Bridges with low 
sufficiency ratings 

Replace bridges with low sufficiency 
ratings; specific bridges to be 
identified by future testing 

$450,000 
likely HBRR 

matching funds
Contingency and Miscellaneous $400,000

COST TOTAL OF FIFTEEN TO TWENTY YEAR TIMEFRAME PROJECTS $4,250,000
 
TRANSPORTATION PLANNING ACTIVITIES IN FIFTEEN TO TWENTY YEAR TIMEFRAME 

Alternatives Analysis Salem to Silverton 

With capacity problems expected on 
Silverton Road, analysis of 
alternatives to increase capacity 
between Salem and Silverton 

In-House

Sub-Area Plan Monitor Community Community Transportation Plan In-House

Sub-Area Plan Delaney Interchange Area Delaney Interchange Area 
Transportation and Access Plan 

In-House with 
ODOT

Major Regional Study 
Possible Bridge over 
Willamette River between 
Keizer and Newberg 

Study the possibility, potential benefit, 
and costs and impacts of a possible 
new bridge over the Willamette River 
between Keizer and Newberg 

Staff, along with 
other counties, 

cities, and ODOT

 
TWENTY YEAR CAPITAL IMPROVEMENT PROGRAM TOTAL $17,000,000

 
 

Each of the 5-year periods contains money set aside for contingencies. This is intended to provide 
approximately $100,000 each year for unexpected costs that sometimes occur during the design or 
construction of a project. This money would also be available for emergency projects, miscellaneous 
small projects or other improvement opportunities that arise. If these costs do not occur, the surplus can 
be used to finance additional unfunded projects. Should the County experience unforeseen circumstances, 
priorities under this plan can be adjusted if it becomes necessary for the County to accelerate or delay the 
time frame of individual projects. If this occurs, the County may revise the RTSP to reflect the changes.  
Figure 11-3 shows the location and anticipated funding status of County Road projects.  Figure 11-4 
shows the type (turn lane, signal, safety, widening, etc.) of each recommended project, and also includes 
recommended projects on State Highways.   
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There are five main categories of projects in the financially constrained plan: 1) safety projects (which 
include bicycle/pedestrian safety improvements); 2) preservation and modernization projects (including 
projects to add shoulder bikeways); 3) capacity projects; 4) bridge replacement and rehabilitation 
projects; 5) planning; and 6) contingencies. Figure 11-5 provides a cost breakdown for each type of 
project in the financially constrained plan. As the figure shows, $6.2 million (37%) will be for safety 
projects, $2.55 million (15%) for modernization projects, $3.4 million (20%) for capacity projects, $3.1 
million (18%) plus grant funding for bridge projects, and $1.75 million (10%) in contingencies. This 
breakdown is consistent with the earlier finding that most of the needs in the rural County are safety, 
preservation, and  
modernization-related rather than capacity related. 
 
 

 
11.5 UNFUNDED 20-YEAR IMPROVEMENTS 
 
The remaining recommended improvements that do not appear in Table 11-1 are still desirable to 
undertake within this 20-year plan and are also approved under the RTSP. However, due to the projected 
revenue shortfall, funding for these projects have not been determined. The County will continue to look 
for additional sources of funding to facilitate their completion.  Table 11-2 lists the unfunded 20-year 
recommended improvements and potential funding sources that could be available to accomplish these 
projects. It is estimated that the County will need approximately $72 million in additional funding to 
complete the recommended 20-year rural improvements (listed as recommended projects in Chapter 8), 
plus $15 million additional for bridge projects, which are considered separately. 

Figure 11-5 
Planning Expenditures By Project Type $17,000,000

Capacity Projects
$3,400,000

20%

Contingencies
$1,750,000

10%

Safety Projects
$6,200,000

37%

Bridge Projects 
$3,100,000

18%

Modernization 
Projects

$2,550,000
15%
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Table 11-2 

Unfunded 20-Year Recommended Improvements 
 

TYPE LOCATION DESCRIPTION ESTIMATE 

UNFUNDED 20-YEAR RECOMMENDED IMPROVEMENTS 

Safety / 
Modernization 

River Rd S / Orville Rd / BN 
Railroad Bridge 

Realign roadway to cross railroad at grade 
(no bridge); reconfigure Orville Rd 
intersection 

$1,400,000 
(Remainder of 
funding; may 

come from other 
sources

Capacity / Safety Cordon Rd from Caplinger 
Rd (Salem UGB) to State St 

Widen to two lanes each direction; includes 
intersection improvements $3,400,000 

Safety / Railroad St. Louis Rd at BNRR 
Crossing Install gates at crossing $100,000

Safety Butteville Rd / Crosby Rd Line up Crosby Road approaches (they are 
currently slightly offset) $150,000

Safety Cordon Rd / Ward Dr Construct left turn lane on Cordon Rd $400,000

Safety Cordon Rd / Carolina Ave / 
Indiana Ave Construct left turn lane on Cordon Rd $500,000

Modernization, 
Safety, and 
bike/ped 

Delaney Road from Battle 
Creek to Mill Creek (near 
Turner) 

Widen Delaney road to 32’ (travel lanes 
and paved shoulders), reconfigure 
intersection with Battle Creek Rd, and 
replace Battle Creek bridge. 

$2,800,000

Safety Silverton Road at 64th Place Left turn lane on Silverton; straighten skew $600,000

Capacity Cordon Rd from Center St 
through Sunnyview Rd 

Widen to four lanes with raised median and 
turn lanes at key intersections $4,600,000

Modernization & 
Bike/Ped 

Boones Ferry Rd from 
Woodburn UGB to Crosby 
Rd 

Widen pavement to 32 feet $400,000

Safety River Rd S (MP 3.36) / BN 
Railroad Bridge 

Realign roadway to cross railroad at grade 
(no bridge) $2,000,000

Safety, 
Modernization & 
Bike/Ped 

54th Ave across Lake Labish Widen roadway and include shoulders $500,000

Capacity Cordon Rd from Sunnyview 
Rd through Silverton Rd 

Widen to four lanes with raised median and 
turn lanes at key intersections $4,600,000

Safety / 
Modernization 

Waconda Rd at Portland & 
Western Railroad  Install gates at crossing $100,000

Safety / 
Modernization 

Broadacres Rd at Portland & 
Western Railroad  Install gates at crossing $100,000

Safety Cordon Rd / Kale St Construct left turn lane on Cordon Rd $300,000

Capacity Silverton Rd from Cordon Rd 
(Salem UGB) to Indigo St 

Widen to two lanes each direction plus left 
turn lanes where appropriate $4,800,000

Safety Bates Rd / Willamette Valley 
Railway Install gates at crossing $100,000
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TYPE LOCATION DESCRIPTION ESTIMATE 

Safety Porter Rd / Willamette Valley 
Railway Install gates at crossing $100,000

Safety Vitae Springs Rd at Skyline 
Rd Reconfigure intersection $750,000

Capacity / 
Modernization 

Golf Club Rd from Oregon 
22 to Stayton UGB 

Widen to two lanes each direction plus left 
turn lanes where appropriate $1,500,000

Safety Brush Creek Rd / Willamette 
Valley Railway Install gates at crossing $100,000

Safety / Railroad Sunnyview Rd / Willamette 
Valley Railway Install gates at crossing; Remove stop signs $100,000

Modernization / 
Capacity / Safety 

McKay Rd at French Prairie 
Rd 

Construct left turn lanes and eastbound 
right turn lane on McKay Rd; possible 
signal 

$500,000

Capacity / 
Modernization  Brooklake Rd / Huff Ave Construct left turn lane on Brooklake Road 

and possibly a traffic signal at intersection $750,000

Modernization and 
bike/ped 

Jefferson-Marion Rd from 
Parrish Gap Rd to Stayton Rd 

Widen travel lanes and install paved 
shoulders $1,500,000

Capacity Silverton Rd from Indigo St 
to Howell Prairie Rd 

Widen to two lanes each direction plus left 
turn lanes where appropriate $4,700,000

Safety McKee School Rd / 
Willamette Valley Railway Install gates at crossing $100,000

Safety / Railroad MacLeay Rd / Willamette 
Valley Railway Install gates at crossing; Remove stop signs $100,000

Safety / Railroad Shaff Rd / Willamette Valley 
Railway Install gates at crossing; Remove stop signs $100,000

Safety Howell Prairie Rd / Lardon 
Rd / Kaufman Rd 

Line up Lardon Road and Kaufman Road 
to make one four-way intersection $350,000

Capacity Ehlen Rd / Butteville Rd Install traffic signal at intersection and 
northbound right turn lane $750,000

Drainage / 
Modernization / 
Bridge 

Hazelgreen Rd across 
Pudding River flood plain 

Raise roadway and bridge to above flood 
level; possibly improve bridge and curves $1,500,000

Capacity / 
Modernization 

Brooklake Rd from River Rd 
NE through I-5 Interchange 

Widen to two lanes each direction plus 
center turn lane (see note 1) $3,000,000

Safety Downs Rd / Willamette 
Valley Railway Install gates at crossing $100,000

Safety / 
Modernization 

Mill Creek Rd / Bishop Rd / 
Leverman Rd Reconfigure some approaches $400,000

Safety Yergen Rd at Donald Rd Convert to a single T-Intersection at a right 
angle $500,000

Safety Wintercreek Rd / Skelton Rd Cut/fill and raise intersection $400,000

Safety  Cascade Hwy / Evergreen Rd 
/ Evergreen School Flatten vertical curve  $500,000

Modernization and 
bike/ped 

Stayton Rd from Jefferson-
Marion Rd to Stayton UGB 

Widen travel lanes and install paved 
shoulders $2,000,000

Modernization and 
bike/ped 

Vitae Springs Rd from 
Orville Rd to Skyline Rd Widen travel lanes and shoulders $2,500,000

Capacity / Safety / 
Modernization 

Silverton Rd from Howell 
Prairie Rd to Brush Creek Rd 

Widen to two lanes each direction plus turn 
lanes where appropriate $5,100,000
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TYPE LOCATION DESCRIPTION ESTIMATE 
Modernization / 
Safety Hazelgreen Rd / 62nd Ave Convert to a T-intersection at a right angle $100,000

Safety / Railroad Kaufman Rd / Willamette 
Valley Railway Install gates at crossing; Remove stop signs $100,000

Safety / Railroad Monitor-McKee Rd / 
Willamette Valley Railway Install gates at crossing; Remove stop signs $100,000

Safety Delaney Rd / Parrish Gap Rd Raise Parrish Gap approach $400,000

Safety Sublimity Rd at Chemeketa 
C.C and Festival Grounds Construct left turn lane $450,000

Safety / Bike/Ped / 
Modernization 65th Ave across Lake Labish Widen roadway and include shoulders $800,000

Modernization and 
bike/ped 

Mill Creek Rd from Marion 
Rd to Aumsville UGB 

Widen travel lanes and shoulders; consider 
widening bridges $2,000,000

Modernization and 
bike/ped 

Vitae Springs Rd from River 
Rd S to Orville Rd 

Widen travel lanes and shoulders; possibly 
improve grades $3,000,000

Capacity / Safety / 
Modernization 

Silverton Rd from Brush 
Creek Rd to Silverton UGB 

Widen to two lanes each direction plus turn 
lanes where appropriate $4,100,000

Safety 35th Ave / Perkins St Reconfigure to a single cross intersection $300,000
Modernization / 
Safety 

Howell Prairie Rd at Mt. 
Angel-Gervais Rd 

Reconfigure intersection to a single cross 
intersection $500,000

Modernization & 
Bike/Ped 

State Street from 63rd Ave to 
Howell Prairie Rd Widen roadway to include paved shoulders $800,000

Safety Paradise Alley / Willamette 
Valley Railway Install gates at crossing $100,000

Safety Talbot Rd / BNSF Railway Install gates at crossing $100,000

Safety Hook Rd / Willamette Valley 
Railway Install gates at crossing $100,000

Safety / 
Modernization 

Meridian Rd / Mt. Angel – 
Scotts Mills Rd / East 
College Rd 

Reconfigure intersection to two T-
intersections or one cross intersection; 
possibly install left turn lanes 

$150,000

Safety 70th Ave at Mill Creek Rd Move 70th west to improve turning radii 
and bridge rail clearance $150,000

Safety Aumsville Hwy at Witzel Rd Vertical realignment; sight distance 
improvement $400,000

Safety Cascade Hwy / Kaufman Rd Improve intersection configuration $400,000

Safety River Rd NE / Waconda Rd Construct left turn lanes on River Rd NE $500,000
Modernization & 
Bike/Ped 

Woodburn-Hubbard Rd from 
Woodburn to Hubbard Widen roadway to include paved shoulders $600,000

Safety Butteville Rd / Parr Rd Safety Improvement – reduce grades, 
improve visibility $800,000

COST TOTAL OF 20-YEAR UNFUNDED RECOMMENDED IMPROVEMENTS $72,300,000
 
Note 1: This project is not authorized until its need is identified in a Sub-Area plan for the Brooks-Hopmere community 
 

11.6 REMAINING UNFUNDED NEEDS 
 



12/21/2005        CHAPTER 11 - FINANCING PLAN  

 

 

MARION COUNTY PUBLIC WORKS    
11 - 17 

In addition to the unfunded 20-year improvements in Table 11-2, another 50 projects have been identified 
as needed projects that would be beneficial to the public and are estimated to cost $25 million.  These 
projects are listed as needs but not as recommended projects in Chapter 8.  These projects are not 
specifically authorized by this RTSP, and may need additional land use approvals before they could be 
constructed, although some projects (such as converting Y-intersections to T-intersections) are small 
enough that they would not need additional approvals, and could be constructed as resources allow.  An 
additional estimated $10 million would be necessary for bridge projects in this category. 
 
The large number and high cost (over $122 million) of the recommended and needed but unfunded 
projects indicates that the County is facing a large shortfall in the revenue necessary to adequately fund 
our transportation system. Figure 11-6 provides an illustration of this shortfall for transportation 
improvements.   
 

 
 
11.7 NON – ROAD PROJECTS 
 
Traditionally, the vast majority of Marion County’s transportation projects have been on roads, which is 
appropriate considering the fact that most of the transportation funding received by the County (such as 
the gas tax) is required to be used for road-related projects. However, non-road projects are increasing in 
importance and potential benefit. Chapter 9 of this plan includes recommendations for many different 
types of projects that do not involve roads. Some of these projects, like intercity transit, multi-use trails, 
and commuter rail, have the potential to be very beneficial to the County. There is a considerable amount 
of grant funding available for projects such as these, but most of them require local matching funds. In 
addition, the County may identify beneficial projects that it would like to construct with County funds. 
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Over the next twenty years, the County will need to develop better ways of funding transportation 
projects (like transit, rail, and trails), that are not currently eligible for funding with fuel taxes. This 
funding will be necessary to make these projects happen, whether through matching funds for grants or 
through funding he projects directly. 
 
 
11.8 POTENTIAL FUNDING OPTIONS 
 
In order to complete the recommended 20-year plan, new funding sources or increased levels of funding 
from existing sources would be needed. A discussion of some of the potential funding sources is provided 
below in this section. 
 

11.8.1 Federal Surface Transportation Funding 
 
In August 2005, Congress passed and the President signed the Safe, Accountable, Flexible, 
Efficient Transportation Equity Act: a Legacy for Users (SAFTEA-LU) which provided $244 
billion for highway, highway safety, transit and other surface transportation programs over the 6 
years from 2005 through 2011. SAFETEA-LU expanded on the initiatives established by the 
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) and the 1998 Transportation 
Equity Act for the 21st Century (TEA-21). In the past, federal funds contributed about 30% of 
road-related revenue statewide. Federal transportation revenues come from a variety of taxes on 
gasoline, diesel, other fuels, tires, truck sales, and interstate truck weight. These funds were 
allocated to programs established by the Intermodal Surface Transportation Efficiency Act of 
1991 (ISTEA) and the Transportation Equity Act for the 21st Century (TEA-21). Marion County 
received most of the ISTEA and TEA-21 funds through the Surface Transportation Program, the 
Bridge Replacement and Rehabilitation program, with funding also coming through the 
Transportation Enhancement program and the Hazard Elimination Program. Marion County will 
continue to actively and persistently pursue funding through these and other grant programs. 
 
11.8.2 State Gas Tax 
 
The largest source of the County’s revenue comes from the Oregon Highway Fund 
Apportionment, the largest portion of which consists of state gas tax dollars. In projecting future 
funding for County transportation improvements, it was assumed there would be no increase in 
the gas tax over the next 20 years. However, any increase to the state gas tax would result in a 
significant increase to the County fund. It is estimated that a one-cent per gallon increase to the 
gas tax would bring close to an additional $300,000 per year to the County fund. 
 
As the gas tax is a fixed amount per gallon of gas, it is not indexed to inflation. Therefore, due to 
inflation, the real value of total gas tax revenue is decreasing, as each dollar collected buys less 
and less. The tax on one gallon of gas buys considerably less today than it did when the gas tax 
value was set many years ago. 
 
Changes in the average fuel-efficiency of vehicles also affects gas tax revenue. The driver of a 
compact car that gets 45 miles per gallon only pays a third of the gas tax paid by the driver of a 
sport-utility vehicle that gets 15 miles per gallon. As gas prices increase and as people become 
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more aware of the world’s limited supply of fossil fuels, a trend is anticipated towards more fuel-
efficient vehicles, including hybrid vehicles. This trend toward more fuel-efficient vehicles would 
be a wise use of natural resources, but would result in lower gas-tax revenue paid by the drivers 
of these vehicles. Thus, this trend toward more fuel-efficient vehicles would result in less revenue 
per vehicle-mile traveled. The result would be that, even though these vehicles would place 
essentially the same demands on the transportation system, they would be paying much less to 
maintain that system. This could result in future revenue shortages. 
 
11.8.3 State Motor Carrier Transportation Fees 
 
Another large source of the Oregon Highway Fund Apportionment is road usage fees, commonly 
called the ‘weight-mile tax’ paid by trucks and other users. This fee is based on the amount of 
mileage each vehicle travels and the amount of weight the vehicle was carrying for that mile. In 
projecting future funding for County transportation improvements, it was assumed there would be 
no increase in these transportation fees over the next 20 years. However, any increase to these 
fees would result in a significant increase to the County fund. A 1% increase in these fees would 
bring approximately an additional $40,000 per year to the County fund.  
 
11.8.4 State Vehicle Registration Fees 
 
Another key source of state transportation revenue is state vehicle registration fees, which are 
charged when a vehicle is registered or that registration is renewed. In 2001, the Oregon 
legislature passed the Oregon Transportation Investment Act, and one provision of that Act was 
an increase in vehicle registration fees for Oregon drivers. This increase has been effective in 
providing needed revenue for state, county, and city transportation agencies to help them 
maintain their road systems and meet the ever-increasing demand for vehicular travel. 
 
11.8.5 Local Gas Tax, Vehicle Registration Fees, and Aggregate Tax 
 
One possible means of generating revenue for Marion County’s transportation system would be 
the implementation of a local gas tax, registration fee, or some other means of collecting local 
funding. In 1997, Marion County proposed several measures to County voters to fund 
transportation improvements and repairs. These included local gas taxes, diesel taxes, registration 
fees, and aggregate extraction taxes. Each of these measures was soundly defeated by voters. 
 
At this time, Marion County has no plans to pursue any of these local revenue generation 
measures such as fuel taxes, registration fees, or resource extraction fees. If the funding situation 
becomes significantly worse in the near future or other sources are not developed, measures such 
as these may be reconsidered. 
 
11.8.6 System Development Charges 
 
Marion County has adopted Systems Development Charges (SDCs) to fund transportation 
projects in rural Marion County and in the areas of unincorporated Marion County that lie within 
the urban growth boundaries of four cities: Woodburn, Silverton, Salem, and Stayton. SDCs are 
fees paid by developers to cover the costs of capacity impacts as a result of the development. The 
fees are determined by the costs associated with impacts on adjacent areas and services, such as 
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increased trip generation from associated land use. The amount of the County SDC inside the 
Woodburn and Silverton urban growth boundaries is the same as the fee implemented by those 
cities. The SDC within the Salem urban growth boundary is based on the recommendations 
contained in the report, Transportation Systems Development Charge Study (1994). Revenue 
generated by the SDC will fluctuate with the level of new development and the trip rate identified 
in the SDC ordinance. In addition to SDCs, the County will continue to require developers to 
provide improvements in subdivisions as a condition for their development. 
 
The System Development Charges are approximately $465,000 per year. These funds are used for 
growth and capacity-related improvements in the rural County area. Increases in System 
Development Charges could provide additional funding for growth and capacity-related 
improvements. 
 
11.8.7 Local Improvement Districts 
 
In many instances, transportation improvements have a very direct benefit to nearby property 
owners, such as improving motor vehicle or bicycle/pedestrian access to adjacent properties. In 
these cases, nearby property owners could accelerate a project by forming a Local Improvement 
District (LID) and contributing a portion of the funding for the project. The LID could assess 
additional fees on properties in the district to fund specific improvements, and thus the local 
property owners would over a period of years pay back the County for the improvements made. 
 
While these LIDs were used in the past to fund many projects (such as paving gravel roads), they 
are no longer considered viable for the County as the LIDs necessitate the County providing the 
up-front funding for a project, and then having substantial administrative costs and uncertainty in 
collecting the money from the property owners. In the County’s efforts to be a good steward of 
the taxpayer revenue it receives, these LIDs are no longer being used. However, it is possible for 
local property owners to pool resources to accomplish projects; see the next section. 
 
11.8.8 Local Improvement Cooperation 
 
Projects on the transportation system can be accomplished by private funding, provided that the 
proposed project is acceptable to Marion County. If so, the residents, property owners, and/or 
users of a particular area can provide the funding necessary to constructed the project. If there is 
interest the county encourages individuals to work together to pool resources to come up with the 
funding for these projects. 
 
The main difference between this cooperation approach and a Local Improvement District (LID) 
is in who provides the up-front funding for the project. 
 
11.8.9 Street Utility Fee 
 
An alternative source of local funding is a Street Utility Fee assessed to households and 
businesses based on the average amount of street use generated by each type of land use. One 
example where a Street Utility Fee is in place is Medford, Oregon where single-family residences 
currently pay $2 per month. The Street Utility Fee in Medford generates $1.3 million per year. 
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Since the Street Utility Fee can be constructed as a fee rather than a tax, it would not be subject to 
the limits of Measure 5 and Measure 50, and would not require voter approval. Although not 
legally required, voter approval of a Street Utility Fee would probably be necessary for political 
acceptance because voters will probably perceive the fee as a tax. 
 
11.8.10 Property Tax Levy 
 
A property tax levy is also an option to raise the revenue needed to complete the unfunded 
portion of the plan. The recommended but unfunded portion of the rural plan is estimated to be 
over $87 million over 20 years, or about $4.3 million per year (in current dollars). Based on the 
total assessed property value of $13.9 billion in Marion County as reported by the Oregon 
Department of Revenue, a yearly tax rate of $0.072 (in current dollars) per $1000 of assessed 
value would be needed to generate $1 million per year. The County does not intend to implement 
a property tax levy at this time. 
 
11.8.11 Local Access Fees 
 
Another option to increase revenue for Marion County’s transportation system would be the 
implementation of a Local Access Fee. This would be a fee charged to each property owner 
and/or vehicle user for the privilege of using Marion County roads. The fee could be based on 
property, number or usage of driveway accesses, trip generation of a property, vehicles registered, 
or vehicle-miles traveled. The specifics of how to calculate the amount of such a fee, or how the 
fee would be collected, would be determined if the County decides to work towards 
implementing such a fee.   
 
11.8.12 Ballot Measures / Bond Issues 
 
Several other local jurisdictions (such as the City of Salem) have funded transportation projects 
through issuance of bonds authorized by voters through ballot measures. A ‘package’ or list of 
transportation projects is developed, the cost of those projects identified, and the package is put 
before the voters in an election to determine whether or not they are willing to pay for that 
package of improvements. This is another option that the County could pursue in order to raise 
additional revenue for necessary transportation projects. 
 
11.8.13 Tolls or other Specific User Fees 
 
In this option, drivers would pay a specific fee, or toll, in order to make a specific trip on a 
specific roadway. This option is widely used in the eastern United States, and provides a 
significant amount of revenue for the transportation systems of those areas. One difficulty of tolls 
is the considerable administrative cost involved in their implementation and, for most methods of 
collection, considerable vehicle delay in paying the tolls. Marion County has no plans to pursue 
tolls at this time. However, this could become an option if additional revenue becomes necessary. 
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11.8.14 Earmarks 
 
One option that is gaining prevalence is ‘earmarking’ funds in federal legislation to go for 
specific projects. For this option, Congress would need to insert an ‘earmark’ for a specific 
amount of funds for a specific project into a legislative bill that is actively being considered. If 
the bill passes, that funding becomes available. This approach could be particularly useful for 
large projects.  
 
11.8.15 Grants and other Funding Programs 
 
There are several types of public and private funding programs for which Marion County 
transportation projects may be eligible. The County will continue to actively pursue grant funding 
for projects that would be beneficial, as long as the administrative costs associated with the 
program do not outweigh the benefit of the potential for receiving funding, and as long as the 
project can still be appropriately constructed within the parameters of the funding program. 
Grants are anticipated to be a particularly good source of funding to pursue, and the County 
intends to continue to do so. 
 
Many grants and funding programs require a local match, often in dollars as opposed to in-kind.  
The County will maintain some funds as a potential match for this type of funding.  
 
11.8.16 Transit Funding Programs 
 
The ability to obtain funding is a critical part of implementing the transit improvements proposed 
in the 20-year plan. A list of potential funding programs for transit services are provided below. 
 

Section 5310 Funds 
Section 5310 funds are Federal funds to purchase vehicles and equipment for 
transportation for the elderly and/or disabled. Improvements to paratransit service would 
be eligible for these funds. 
 
Section 5311 Funds 
Section 5311 funds are Federal funds to purchase and operate vehicles for public 
transportation in small cities and rural areas under 50,000. Transit programs that can be 
supported by these funds include: intercity transit service, bus and taxi systems, vans, and 
dial-a-ride programs. Section 5311 funds offer the greatest potential for funding the 
proposed intercity transit recommended in Chapter 9. 
 
Special Transportation Fund (STF) 
The Special Transportation Fund is generated through the State cigarette tax and can be 
used to provide transportation services for the elderly and/or disabled. Although a shuttle 
service strictly designed for commuters would not be eligible for this fund, a shared 
shuttle service between commuters and the elderly and/or disabled might qualify. The 
County is supporting the development of a commuter shuttle service that would also 
provide para-transit service during off-peak hours with the Salem Transit District and the 
North Santiam River Basin Transit Services. 
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Title XIX 
Title XIX provides Federal funds for the medical transportation of the elderly, disabled, 
and disadvantaged. Some paratransit services would be eligible for these funds. 
 
Transportation Safety and Service Fee (TSSF) 
In 1997, the Governor and the Oregon House Transportation Committee looked at 
options for expanding the base of transportation funding in the State. One of the options 
discussed was a Transportation Safety and Service Fee, or “access fee,” where every 
household and business in Oregon would pay a $2.00 per month fee for the benefits of 
having transportation facilities available. The belief is that everybody in the state benefits 
from the transportation system, whether they use the system for transportation 
themselves, or receive products or services that come via the transportation system. It was 
estimated that the TSSF would generate between $31 million and $39 million statewide 
each year. Of that, 70% would be allocated to senior and disabled transportation, up to a 
maximum of $28 million. (The remainder of the funds would have been allocated to other 
programs: 20% to the Oregon State Police for highway patrol officers; 7% for high speed 
rail; 2% for other projects such as rail, ports, roads, aviation, public transportation, 
freight, and other non-road transportation improvements; and 1% for grants to ports.) 
Although this legislation was considered, it was never presented to Oregon voters. It was 
determined that a gas tax increase would be more feasible and should be pursued instead. 
However, it is possible that an access fee could be pursued again in the future.  
 

11.8.17 Funding for Pedestrian and Bicycle Projects (Including Trails) 
 

The Oregon Bicycle and Pedestrian Program, administered by ODOT, offers Bicycle and 
Pedestrian Program Grants. These grants can be used to add pedestrian and/or bicycle 
facilities within road rights-of-way. These grants apply to projects that would complete 
missing and/or needed sections of sidewalk, bike lane, or paved shoulder. They are also a 
good source for enhanced pedestrian crossing projects. One limit of this funding is that to 
be eligible, the resulting project must be in a road right-of-way. 
 
The Transportation Enhancement Program, administered by ODOT, provides federal 
highway funds for projects that strengthen the cultural, aesthetic, or environmental value 
of our transportation system. This funding can be used for a variety of types of projects, 
from bicycle and pedestrian facilities to trails to scenic beautification to historic 
preservation to transportation museums. One limitation of this program is that the cycle 
for accepting applications occurs once every two years, and the County can only apply 
for one project outside the Salem-Keizer planning area per application cycle. Most cities 
within Marion County can apply themselves for one project each, and a total of four 
projects may be submitted by all jurisdictions within the Salem-Keizer planning area. 
Marion County will work to make best use of the opportunities presented by this 
program. 

 
11.8.18 Other Funding Sources 
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Many other funding programs exist, and many more are likely to be developed within the 
timeframe of this plan.  Marion County will work to make best use of whatever funding programs 
become available when they can help improve transportation in the County. 
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CHAPTER 12:  SUB-AREA PLANS 

 
 
This section contains plans for areas outside Urban Growth Boundaries, but for which detailed 
transportation plans are necessary due to high traffic volumes, concentrated trip generation centers, 
conflicts between uses, community needs, or to set expectations for future developers in the area. 
 
The sub-area plans include three areas: The Brooks Interchange area, the Aurora/Donald Interchange 
area, and Cordon Road between State Street and Auburn Road. These areas were identified as being the 
highest priority for this level of planning. Sub-area plans may be appropriate for many other areas, and 
future updates of this TSP are likely to include additional sub-area plans. 
 
12.1 BROOKS INTERCHANGE AREA 
 
The Brooks Interchange, Exit 263 on Interstate 5, lies approximately three miles north of the Chemawa 
Interchange (which connects to Keizer and to the Salem Parkway), eight miles south of the Woodburn 
Interchange, and approximately ten miles northeast of downtown Salem. This sub-area plan covers 
County Roads within 1,800 feet of the intersection of Interstate 5 with Brooklake Road. This includes 
3,600 feet of Brooklake Road, all of Huff Avenue, and intersections with both Interstate 5 ramps and 
numerous private accesses.  
 
The Brooks interchange serves a large area of very active rural agricultural land, several industrial 
businesses along the Brooklake Road corridor and the community of Brooks, the cities of Gervais, Keizer, 
Mt. Angel and St. Paul, Willamette Mission State Park, Marion County’s Waste-to-Energy facility, a 
large truck stop, and a many commercial businesses and attractions in the area.  Mobility of traffic to and 
from Interstate 5 is critical to the economic vitality and quality of life of the region. 
 
Figure 12-1 shows the vicinity of the interchange area: 
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Figure 12-1 Brooks Interchange Area Vicinity Map 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Traffic Volumes 
 
Figure 12-2 shows current daily traffic volumes on roadways in the area. Volumes on the Interstate 5 
mainline and ramps are from ODOT’s 2002 Transportation Volume Tables; other data is from traffic 
counts taken as part of Marion County’s traffic counting program. All volumes are total daily two-
direction volume of traffic, except that volumes on freeway ramps are one direction only. 
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Figure 12-2 
Brooks Interchange Area Daily Traffic Volumes 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Level-of-Service and Volume/Capacity Analysis 
 
Traffic volumes on both exit ramps from Interstate 5 onto Brooklake Road exceed the intersection 
capacity at certain hours of the day and are functioning at Level of Service (LOS) F, and meet neither the 
county’s nor Oregon Highway Plan mobility standards (v/c = 0.85). The excessive vehicle delays caused 
by these capacity deficiencies are highly detrimental to the mobility of freight, agricultural goods, and 
passengers in the region. It is estimated to cost residents, businesses, and visitors over $1 million per year 
due to these delays. 
 
Traffic waiting at the stop signs on these off-ramps frequently extends down the ramp into the 
deceleration area of the off-ramp, and sometimes onto the mainline of the freeway, which creates 
dangerous situations that need to be corrected. 
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Traffic is operating at an acceptable level in most other areas on this section of Brooklake Road, although 
the intersections of Truckman Way with Brooklake Road and the Pilot Auto / May Trucking driveways 
with Brooklake Road are quite busy and are approaching levels of congestion that warrant attention.  
 
Brooklake Road / I-5 Interchange Management Plan 
 
In 1997, Kimley-Horn and Associates prepared a plan for the Oregon Department of Transportation. The 
purpose of this plan was to estimate future (year 2015) traffic in the vicinity and assess the impact of this 
traffic on the interchange and adjacent roadway network. The analysis considered five different 
alternatives including two different land use scenarios for each alternative. Land Use Scenario A assumed 
buildout of the Brooklake Road area based on existing zoning. Land Use Scenario B assumed the zoning 
of some parcels would be changed to more intense uses, such as Interchange District (ID) zoning in some 
cases.  The study found that if this development occurred the following improvements would be required: 
 
� Signalization of the Brooklake Road intersections with the I-5 southbound ramps, the I-5 

northbound ramps, and the east and west OAC accesses. 
� Construction of a four-lane cross-section on Brooklake Road from the I-5 northbound ramps to 

the OAC east access, with turn lanes at the accesses. 
� Construction of a loop ramp from westbound Brooklake Road to southbound I-5. 
� Construction of an additional lane on both the northbound and southbound I-5 off ramps. 
� Construction of a free right turn from the I-5 northbound off ramp to eastbound Brooklake Road. 
� Improvements at the two OAC access intersections with Brooklake Road, including double left 

turn lanes on eastbound Brooklake Road. 
 
Most of the alternatives assumed development of the Oregon Agricultural Center (OAC) on the NORPAC 
property northeast of the interchange. However, as the study was being completed, it grew increasingly 
unlikely that the OAC would actually be developed, so a sixth alternative without it was formulated. 
Unfortunately, the overall improvements needed at this interchange really relied on the development of 
the OAC. Without its development and only that of the remaining property, under Scenario A (which uses 
existing zoning) the following projects would be necessary to maintain traffic flow: 
 
� Signalization of both ramp terminal intersections. 
� Construction of additional exclusive right turn lanes on both Interstate 5 off ramps. 
� Construction of a free-right turn lane from eastbound Brooklake Road to the Interstate 5 

southbound on ramp. This would require widening of the ramp to allow traffic using the free right 
turn to merge with other traffic. 

 
Under scenario B without the OAC improvements, but with more intense use of the remaining area, the 
study concluded that “Attainment of acceptable levels of service at the ramp terminal intersections would 
require major reconstruction of the interchange, including multiple loop ramps, free right turn 
movements, and additional lanes on the ramps. One configuration, which would result in LOS D at the 
ramp terminals in the year 2015, would consist of the following improvements (beyond those needed for 
scenario A): 
 
� Construction of a loop ramp from westbound Brooklake Road to southbound Interstate 5. 
� Construction of a loop ramp from eastbound Brooklake Road to northbound Interstate 5. 
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� Construction of a free right turn lane from the Interstate 5 southbound off ramp to westbound 
Brooklake Road. 

� Construction of a free right turn lane from eastbound Brooklake Road to the Interstate 5 
southbound on ramp. 

� Construction of an exclusive right turn lane and dual left turn lanes on the Interstate 5 northbound 
off ramp, with dual receiving lanes for westbound Brooklake Road. 

 
Even with all of the above improvements, the operation of the interchange may not meet ODOT design 
operating standards. If not, additional improvements such as a loop ramp from northbound interstate 5 to 
westbound Brooklake Road and/or widening of the Brooklake Road bridge would also be necessary. 
 
Note that this study considered a horizon year of 2015. An additional ten years must be considered for 
this plan because the horizon year of this sub-area plan is 2025. 
 
Accident History  
 
Accident history data was obtained from the Oregon Department of Transportation, which was based on 
accident reports filed with the Department of Motor Vehicles. In this data, seventeen crashes were 
recorded in this study area in the three years from January 1, 2000 through December 31, 2002.   
 
Eight of these crashes were at the intersection of Brooklake Road with the I-5 northbound ramps. Seven 
of these eight crashes involved vehicles exiting the freeway, with four of these involving vehicles turning 
in front of traffic on Brooklake Road, and three rear-end collisions as vehicles waited to turn (or in line 
waiting for vehicles in front of them to turn) onto Brooklake Road.  Sight distance at the ramp terminals 
may be a contributing factor as well  
 
Three crashes were recorded at the intersection of Brooklake Road with the I-5 southbound ramps. Two 
crashes were recorded at three different locations on Brooklake Road; at its intersections with Truckman 
Way (Pilot Truck access), the Pilot Auto / May Trucking driveways, and at the driveway to the NORPAC 
facility east of the interchange. 
 
Access Management 
 
The Oregon Department of Transportation’s 1999 Oregon Highway Plan (OHP), and Oregon 
Administrative Rule 734-051-0010 (‘Division 51’) set access spacing requirements for approaches to the 
cross-street of an Interchange, such as Brooklake Road. In this case the OHP calls for 1,320 feet of 
spacing between the freeway ramp intersection and the first connection (street or driveway) to Brooklake 
Road.  The intent of these requirements is to facilitate traffic flow to and from the interchange, which is a 
goal that Marion County supports as well. Access spacing at interchanges is further described in OAR 
734-051-0125. Specifically, this section states that spacing standards do not apply to approaches in place 
prior to April 1, 2000, but that ODOT will work to move closer to achieving spacing standards as 
redevelopment occurs. 
 
Marion County intends to comply with the spirit of these OHP requirements, while at the same time 
recognizing that complete compliance with the letter of these requirements is not practical at this time due 
to existing development patterns, property lines, and land use cases. 
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Several land use case approvals in this area have specific requirements for access configurations and it is 
the intent of this sub-area plan to compile these requirements in one document. It is not the intent of this 
plan to set new policy on access in this area. Any addition of new access or expansion of existing 
accesses must meet applicable standards and receive approval from Public Works before addition or 
expansion. 
 
The property located at and behind 4205 Brooklake Road (current taxlot 062W1800100, just north and 
west of the interchange) was the subject of a land use case in the 1990s. It was determined that access 
from this property directly to Brooklake Road would not be allowed, because the access would be too 
close to the interchange. Access for this parcel would be though an easement running north from the 
intersection of Brooklake Road and Huff Ave along the west property line of current taxlot 
062W1800900 (the current May Trucking property) then running east along the north property line of 
062W1800900 until it reaches 062W1800100, the subject taxlot. Alternatively, access to this parcel could 
be granted through 062W1800900 and its current access on Brooklake Road as long as it meets 
appropriate standards and does not cause traffic problems at its connection with Brooklake Road. 
However, considering current traffic levels, it would be difficult to add much traffic to this access while 
still meeting standards. No additional accesses will be permitted to Brooklake Road between Interstate 5 
and Huff Avenue. 
 
Access points on the south side of Brooklake Road between I-5 and Huff Avenue exist at the Pilot truck 
stop; one access for cars opposite May Trucking and another for trucks at Truckman Way. There is some 
undeveloped land to the west of the Pilot truck stop with access also planned at Truckman Way. These 
undeveloped properties, along with the Pilot property, were addressed in a November 5, 1995 Traffic 
Impact Analysis. In this document a specific amount of trip generation due to the development was 
assumed for these properties. As required in partitioning case # 04-07: development that exceeds this trip 
generation rate will require a new TIA and mitigation of its traffic impacts on Brooklake Road, the 
interchange, and other traffic in the area. It is quite possible that increased traffic generation would 
necessitate extensive mitigation measures. Properties to the south of the above mentioned area would gain 
access from Huff Avenue via Interstate Place. No additional accesses will be permitted to Brooklake 
Road between Interstate 5 and Huff Avenue.   
 
To the east of the interchange, access locations have been approved for a development on the NORPAC 
property including a potential Oregon Agricultural Center. Other access connections to Brooklake Road 
in this area east of the interchange would have to meet the requirements of the Oregon Department of 
Transportation and Marion County standards. 
 
A traffic signal would be allowed at the intersection of Brooklake Road with Huff Ave if it meets 
applicable county criteria (such as MUTCD signal warrants). No signal would be allowed on Brooklake 
Road between Huff Ave and the Interstate 5 southbound ramps; its effect on traffic movement and safety 
would be detrimental.   
 
Rideshare 
 
This is a prime location for ridesharing, as it is just north of Salem and adjacent to Interstate 5, a major 
route from Salem to Portland. Currently, many vehicles are observed parked adjacent to the Pilot truck 
stop, with their drivers catching rides with other drivers to destinations in the Portland area. There is an 
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undeveloped park-and-ride area on the east side of the interchange, which essentially is just a wide spot of 
pavement and gravel. Some drivers had chosen to park near the Pilot, but ODOT has recently decided to 
not allow this parking. 
 
Provision of a park-and-ride lot near this interchange is highly recommended. This lot should be designed 
for security (both real and perceived) and user-friendliness. Significant capacity, perhaps for more than 50 
vehicles, is recommended. 
 
Bicycle and Pedestrian Issues 
 
Brooklake Road currently has a three-foot paved shoulder through most of the study area, with a five-foot 
shoulder in front of the Pilot truck stop and Chalet restaurant, from Truckman Way to the southbound 
ramps of Interstate 5. There are currently no designated bike lanes in the study area. 
 
Sidewalks exist on some portions of Huff Ave and along the south side of the bridge over I-5 between the 
freeway ramps.   
 
Bike lanes or adequate paved shoulders should be provided on Brooklake Road as a condition of 
development. 
 
Future Recommendations 
 
The projects recommended in the Brooklake Rd / I-5 Interchange Management Plan for this area (in the 
absence of the Oregon Agricultural Center (OAC) development) need to be:  
   
� Signalization of both ramp terminal intersections. 
� Construction of additional exclusive right turn lanes on both Interstate 5 off ramps. 
� Construction of a free-right turn lane from eastbound Brooklake Road to the Interstate 5 

southbound on ramp.  This would require widening of the ramp to allow traffic using the free 
right turn to merge with other traffic. 

 
In particular, the projects to signalize and add right turn lanes on the off-ramps need to be constructed as 
soon as practical. The County will continue to strongly encourage the Oregon Department Of 
Transportation to fund these projects and construct them quickly to alleviate the crippling economic 
effects and safety problems inherent in the current situation. The sooner specific projects are identified 
along with their cost estimates, the easier it will be to identify financial contributions for property owners 
wishing to develop their property. 
 
It is quite possible that further capacity issues may develop on Brooklake Road within the timeframe of 
this sub-area plan, which is 2025. In order to address these issues, it is likely to become necessary to 
construct left turn lanes and install a traffic signal at the intersection of Brooklake Road with Huff 
Avenue. It is also quite possible that the existing two-lane cross-section of Brooklake Road would no 
longer be adequate to handle the high volumes of traffic that are anticipated to develop throughout the 
study area. This is likely to necessitate widening Brooklake Road to three or perhaps five lanes through 
the study area by the year 2025.   
 



12/21/2005        CHAPTER 12 – SUB-AREA PLANS  

 

  
MARION COUNTY    12 - 8 

In order to prepare for the widening likely to become necessary to accommodate the traffic demand in this 
corridor, a special setback is instituted along Brooklake Road through the study area. This special setback 
will be 100 feet wide, consisting of 50-foot half-widths on either side of the centerline to accommodate 
the potential five-lane improvement.  Additional space may be necessary for slope areas in the future 
design  
 
Because of the existing congestion in the vicinity of the interchange, any new access or increase in use of 
an existing access will necessitate a Transportation Impact Analysis (TIA). If the trip generation of the 
development (based on ITE or other acceptable data) is less than 600 daily trips, the TIA can be waived if 
the applicant agrees to the mitigation measures specified by the County. This mitigation will include a fee 
to pay for the development’s proportionate share of the cost to provide traffic signals and turn lanes at the 
intersections of Brooklake Road with Huff Avenue and with both I-5 northbound and southbound 
interchange ramps. This fee will be based on the percentage of daily traffic added by the development at 
each intersection. This calculation will be based on measured existing daily entering volumes of 15,100 
daily entering vehicles at the northbound ramps intersection, 19,000 at the southbound ramps intersection, 
and 10,300 at the Huff Ave intersection. The cost of each of these intersection projects (signals and 
associated turn lanes) is estimated at $500,000 in 2004 dollars. This cost will be adjusted according to the 
Seattle Cost of Construction Index as published annually in the December issue of “Engineering News 
Record.” These funds will be used to help defer the costs of the future signals and turn lanes and/or other 
capacity improvements in the vicinity of the interchange. 
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12.2 AURORA/DONALD (FARGO) INTERCHANGE AREA 
 
The Aurora/Donald Interchange (also known as the Fargo Interchange) is Exit 278 of Interstate 5, and lies 
approximately seven miles north of the Woodburn Interchange, four miles south of the Charbonneau 
Interchange, and six miles southwest of the City of Wilsonville. This sub-area plan covers County Roads 
within 1,800 feet of the intersection of Interstate 5 and Ehlen Road. This includes 3,600 feet of Ehlen 
Road, 1,800 feet of Bents Road, and intersections with both Interstate 5 ramps and numerous private 
accesses.  Figure 12-3 shows the interchange vicinity.   
 
The Aurora/Donald Interchange serves the communities of Aurora and Donald, St. Paul, Canby, Barlow, 
Butteville, connects to the Aurora State Airport, and provides a good connection to Newberg and the Hwy 
18/99W corridor, which connects to Yamhill County and the Coast. This interchange also serves a large 
area of very active rural agricultural land, Champoeg State Park, several industrial businesses in the 
vicinity, two large truck stops, and several commercial businesses and attractions in the area. Mobility of 
traffic to and from Interstate 5 is critical to the economic vitality and quality of life in the region. 

 
Figure 12-3 

Aurora/Donald Interchange Area Vicinity Map 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 INTERSTATE  5 

 EHLEN RD TO DONALD,  
NEWBERG, AND 
THE COAST 

TO AURORA 
AND CANBY

NORTH

TO WILSONVILLE 
AND PORTLAND 

TO WOODBURN 
AND SALEM 

EXIT 278 

DOLORES 
WAY (Private)

BENTS CT 
(Private) 

BENTS RD

 EHLEN RD 



12/21/2005        CHAPTER 12 – SUB-AREA PLANS  

 

  
MARION COUNTY    12 - 10 

Traffic Volumes 
 
Figure 12-4 shows current daily traffic volumes on roadways in the area. Volumes on the Interstate 5 
mainline and ramps are from ODOT’s 2002 Transportation Volume Tables; other data is from traffic 
counts taken as part of Marion County’s traffic counting program. All volumes are total daily two-
direction volume of traffic, except that volumes on freeway ramps are for one direction only. 

Figure 12-4 
Aurora/Donald Interchange Area Daily Traffic Volumes 
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standards (v/c = 0.85). These deficiencies are compounded by the fact that these two intersections are 
very close to each other (about 50’ apart) which forces drivers to watch the other intersection as well as 
their own to know when it is safe to move. Adding to these capacity deficiencies are frequent slow 
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turning movements of large trucks, the grade on Ehlen Road westbound at the intersections, and the curve 
through the intersections. In addition, the lack of a left turn lane for westbound to southbound traffic 
causes these left-turners to wait in the travel lane of Ehlen Road. This results in delays to through traffic 
and concerns for the safety of stopped vehicles in a travel lane. It occasionally results in a near-gridlock 
situation in which eastbound traffic is waiting behind a left-turner at the northbound ramp who is blocked 
by a line of traffic waiting for a westbound left-turner at the southbound ramp, who in turn is blocked by 
the line of waiting eastbound traffic. The excessive vehicle delays caused by these capacity deficiencies 
are highly detrimental to the mobility of freight, agricultural goods, and passengers in the region, as well 
as considerable added costs associated with these delays. 
 
Traffic backup at the stop sign on the southbound off-ramp frequently extends up the ramp into the 
deceleration area of the ramp, and sometimes onto the mainline of the freeway, resulting in dangerous 
situations that need to be corrected. This is compounded by the very high percentage of large trucks using 
this exit, as these trucks take up more space in the queue than cars 
 
Long traffic queues also develop on Bents Road approaching Ehlen Rd, sometimes blocking the auto 
entrance to the truck stop, also resulting in unsafe situations that need to be corrected.  
 
Traffic on the exit ramp from northbound Interstate 5 to Ehlen Road is approaching the capacity of this 
intersection. It is a highly detrimental situation similar to that described for the southbound ramp and it 
needs to be corrected. In addition, the lack of a left turn lane for eastbound to northbound traffic causes 
these left-turners to wait in the travel lane of Ehlen Road. This results in delays to through traffic and 
concerns for the safety of stopped vehicles in a travel lane. It occasionally results in a near-gridlock 
situation in which eastbound traffic is waiting behind a left-turner at the northbound ramp who is blocked 
by a line of traffic waiting for a westbound left-turner at the southbound ramp, who in turn is blocked by 
the line of waiting eastbound traffic. 
 
Traffic is currently operating acceptably at other locations in this area, although the intersection of Bents 
Court with Ehlen Rd is also busy and approaching levels of congestion that warrant attention. 
 
Accident History 
 
Accident history data was obtained from the Oregon Department of Transportation, which was based on 
accident reports filed with the Department of Motor Vehicles. In this data, 39 crashes were recorded in 
this study area in the three years from January 1, 2000 through December 31, 2002. This is a substantial 
accident history in this area. 
 
Twenty-one of these crashes were at the intersection of Ehlen Road with the I-5 southbound ramps and 
with Bents Road. Nine of these crashes involved vehicles pulling out southbound (from either the freeway 
ramp or Bents Rd) when there wasn’t adequate space to do so. Six crashes involved westbound vehicles 
on Ehlen turning left when there wasn’t room available. Four crashes were southbound rear-end collisions 
on the freeway ramp. This is a very ‘busy’ area from a drivers perspective, as drivers must deal with a 
curve, a narrow overpass, two busy intersections in an unusual configuration, heavy truck turning 
movements, grades, and busy private accesses. The ‘busy-ness’ of this area makes it difficult for drivers 
to discern when it is safe for them to move, resulting in some drivers waiting a very long time to ensure 
everything is clear, while some other drivers just go anyway and expect others to avoid them. 
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Thirteen of these crashes occurred at the intersection of Ehlen Road with the I-5 northbound ramps. Eight 
of these crashes involved northbound vehicles pulling out when there wasn’t adequate space to do so.  
Three involved eastbound left turners. Visibility for northbound traffic is somewhat limited by the 
freeway overpass structure and the curve of Ehlen Road through the interchange. 
 
There were five crashes recorded on Ehlen Road in the study area, of which three were recorded at the 
easternmost access of the Leathers truck stop. 
 
Access Management 
 
The Oregon Department of Transportation’s 1999 Oregon Highway Plan, and Oregon Administrative 
Rule 734-051-0010 (‘Division 51’) set access spacing requirements for approaches to the cross street of 
an Interchange, such as Ehlen Road. In this case the plan calls for 1,320 feet of spacing between the 
freeway ramp intersection and the first connection (street or driveway) to Ehlen Road. The intent of these 
requirements is to facilitate traffic flow to and from the interchange, which is a goal that Marion County 
supports as well. Access spacing at interchanges is further described in OAR 734-051-0125. Specifically, 
this section states that spacing standards do not apply to approaches in place prior to April 1, 2000, but 
that ODOT will work to move closer to achieving spacing standards as redevelopment occurs. 
 
Marion County intends to comply with the spirit of these requirements, while at the same time 
recognizing that complete compliance with the letter of these requirements is not practical at this time due 
to existing development patterns, property lines, and land use cases. 
 
Several land use case approvals in this area have specific requirements for access configurations, and it is 
the intent of this sub-area plan to compile these requirements in one document. It is not the intent of this 
plan to set new policy on access in this area. Any addition of new access or expansion of existing 
accesses must meet applicable standards and receive approval from Public Works before addition or 
expansion. 
 
Bents Road is the only significant access point on the north side of Ehlen Road to the west of the 
interchange. This intersection is too close to the freeway ramps for traffic entering Ehlen Road, as is 
evidenced by the accident data. The plan has been, and continues to be, to realign Bents Road to the west 
so that it intersects Ehlen Road opposite Bents Court. A signal is planned at this intersection of realigned 
Bents Road, Bents Court, and Ehlen Road when the intersection meets traffic signal warrants. Developers 
in this area have contributed some funding toward its installation. No access will be permitted to Bents 
Road in the queuing area of this future signal. No other access would be permitted to the north side of 
Ehlen Road between the freeway ramps and the future realigned Bents Road opposite Bents Court, with 
the possible exception of a right-in access at the existing Bents Road. These plans were in place prior to 
the adoption of the 1999 Oregon Highway Plan and Oregon Administrative Rule 734-051-0010. 
 
There are several existing accesses to the truck stop south of Ehlen Road west of the interchange between 
the freeway ramps and Bents Court. The policy governing these has been set previously through various 
land use cases, and is stated in an August 24, 1998 letter to the property owner as follows: 
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 “As has been previously stated, the long-range plan for this area is for all access to the site to be via 
Bents Court. This would mean that all current site accesses to Ehlen Road would be closed, with the 
possible exception of a supplemental right-turn-out only access to Ehlen Road.” The existing driveways 
are considered to be temporary accesses.   
 
There is one access on the north side of Ehlen Road to the east of the interchange. This is a lightly-used 
field access that is in the freeway Right-Of-Way, and could have some freeway maintenance or 
emergency usability. This access may remain for these purposes, but may not be used for any commercial 
or other developments that would increase its usage level. No other access connections will be permitted 
to the north side of Ehlen Road within 1,320 feet east of the interchange ramps.  
 
Dolores Way intersects Ehlen Road on the south side, approximately 350 feet east of the I-5 northbound 
ramps.  Dolores Way is a private road providing access to an RV Park, a fuel station/mini-mart, and some 
other businesses in the southeast corner of the interchange. Dolores Way was constructed before the 
current Oregon access management requirements took effect, and the properties it serves are essentially 
fully developed. Any redevelopment or increased development of these properties that would 
significantly increase the trip generation would have to meet the requirements of the Oregon Department 
of Transportation and Marion County. This would likely necessitate moving Dolores Way to the east. 
There are two additional accesses to a farm and a farmhouse on the south side of Ehlen Road east of the 
interchange. These driveways may remain for the existing uses, but any redevelopment or increased 
development of this property will have to meet the requirements of the Oregon Department of 
Transportation and Marion County, which would likely mean relocating these driveways to the east. 
 
Rideshare 
 
This is a good location for ridesharing, as it is along the major route from Salem to Portland.  This is 
evident by the number of vehicles often seen parked along Ehlen Road or Bents Court.   
 
Provision of a park-and-ride lot near this interchange is recommended. This lot should be designed for 
security (both real and perceived) and user-friendliness. After this lot is constructed, parking should be 
eliminated on Ehlen Road. 
 
Bicycle and Pedestrian Issues 
 
Ehlen Road currently has five-foot paved shoulders through most of the plan area, with the exception of 
the portion between the two sets of freeway ramps. Provision of sufficient shoulder to be used as a 
bikeway on this section would be quite costly, as bridge supports occupy the space where the widened 
shoulder would be, and it would be difficult to fit in a sidewalk under the bridge. This is another factor in 
support of reconstructing the interchange.  
 
Future Recommendations 
 
Detailed study of this interchange area should be undertaken by the Oregon Department of Transportation 
to determine how ODOT will address the various issues in this study area. This study will need to 
consider the current problems in the interchange area: 
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� Address geometric deficiencies 
� Traffic delay and lack of capacity at both freeway ramp intersections with Ehlen Road 
� Possible provision of separate left and right turn lanes at both freeway ramp intersections with 

Ehlen Road, and left turn refuges on Ehlen Road. 
� Possible reconstruction of the I-5 bridges over Ehlen Road and widening of Ehlen Road between 

the interchange ramps. 
� Possible realignment of Bents Road to the west to opposite Bents Court, possibly with a traffic 

signal at this proposed four-way intersection. 
� Possible consolidation or closure of accesses along Ehlen Road as it approaches the interchange. 
� Extend the off-ramps. 

 
The best long-term solution may involve a complete reconstruction of the interchange area, which would 
be lengthy, expensive, and require many approvals. Some projects may be necessary in the interim to 
keep traffic safely moving until the long-term solution can be implemented. The sooner specific projects 
are identified and planning cost estimates are determined, the easier it will be for development to 
accurately plan for future conditions, and the easier it will be to identify financial contributions that 
should be made by new development. 
 
In particular, the projects to signalize and add right turn lanes on the off-ramps need to be constructed as 
soon as practical. The County will continue to strongly encourage the Oregon Department of 
Transportation to fund these needed projects and construct them quickly to alleviate the highly 
detrimental economic effects and safety problems inherent in the current situation. 
 
It is quite possible that further capacity issues may develop on Ehlen Road within the timeframe of this 
sub-area plan, which is the year 2025. This possibility would be evaluated in the detailed study of the 
interchange area. 
 
In order to prepare for the widening likely to become necessary to accommodate the traffic demand in this 
corridor, a special setback is instituted along Ehlen Road from 2,000 feet west of the centerline of 
Interstate 5 to 1,000 feet east of Interstate 5. This special setback will be 100 feet wide, consisting of 50-
foot half-widths on either side of the centerline to accommodate a potential future four-lane improvement. 
 
Because of the existing congestion in the vicinity of the interchange, any new access or increase in use of 
an existing access will necessitate a Transportation Impact Analysis (TIA). If the trip generation of the 
development (based on ITE or other acceptable data) is less than 600 daily trips, the TIA can be waived if 
the applicant agrees to the mitigation measures specified by the County. This mitigation will include a fee 
to pay for the development’s proportionate share of the cost to provide traffic signals and turn lanes at the 
intersections of Ehlen Road with the realigned Bents Road and with both I-5 northbound and southbound 
interchange ramps. This fee will be based on the percentage of traffic added by the development at each 
intersection during an average day. This calculation will be based on measured existing daily entering 
volumes of 11,500 daily entering vehicles at the northbound ramps intersection, 14,500 at the southbound 
ramps intersection, and 11,500 at the realigned Bents Rd / Bents Ct intersection. The cost of each of these 
intersection improvements (signals and associated turn lanes) is estimated at $500,000 each in 2004 
dollars. This cost will be adjusted according to the Seattle Cost of Construction Index as published 
annually in the December issue of “Engineering News Record.” These funds will be used to help defer the 
costs of the future signals, turn lanes and/or other capacity improvements in the vicinity of the 
interchange. 
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12.3 CORDON ROAD (FROM STATE STREET TO AUBURN ROAD) 
 
Cordon Road is an important north-south Arterial in Marion County just east of the Salem urban area.  It 
connects with Kuebler Boulevard to provide the primary circumferential route south and east of Salem, 
and is intended to efficiently move large volumes of traffic.  Cordon Road is designated as a Parkway 
(higher than a Major Arterial) in the Salem Transportation System Plan and a Major Arterial in the 
Salem-Keizer Area Transportation Study Regional Transportation System Plan.  This portion carries 
about 17,000 vehicles daily with a speed limit of 45 mph.  This sub-area plan covers Cordon Road from 
(and including) State Street to Auburn Road. 
 
This area includes a fire station, soccer fields, baseball fields, several businesses, private residences, and a 
large undeveloped property (site of the former Pictsweet mushroom processing plant).  This area would 
also be affected by added traffic from future development in the region, including the Salem Regional 
Employment Center (Mill Creek site) and a potential interchange between Cordon Road and Oregon 22. 
 
Level-of-Service and Volume/Capacity Analysis 
 
Current capacity and traffic flow analysis for this segment of Cordon Road indicates a Level Of Service 
(LOS) D with a volume capacity (V/C) ratio of 0.57 during the afternoon peak hour.  This just meets 
Marion County’s mobility standard of LOS D or better with a V/C of 0.60 or better.  However, with 
future growth in traffic volume, traffic flow is anticipated to deteriorate below minimum standards within 
the next five years.  Due to this anticipated deterioration of mobility, a need has been identified to widen 
this segment of Cordon Road to provide an additional travel lane each direction.  This widening would be 
done to City of Salem Parkway standards, as they would be most appropriate for this roadway, and in 
order to provide regional consistency. 
 
The intersection of State Street with Cordon Road currently operates acceptably (LOS C with a V/C ratio 
of 0.77) during the afternoon peak hour.  However, as with the segment of Cordon Road (from Auburn 
Road to State Street), future growth in traffic volume is anticipated to cause traffic flow to deteriorate 
below Marion County standards.  No separate intersection project is planned here because the larger 
project to add lanes on Cordon Road would also include turn lanes on Cordon Road and State Street as 
necessary to address these capacity issues.  
 
The intersection of Auburn Road with Cordon Road is also just above the LOS and V/C thresholds, so the 
need has been identified for a traffic signal at this intersection.  Construction of this traffic signal is 
programmed in 2008 with funds from the Federal Surface Transportation Program through the regional 
Metropolitan Planning Organization. 
 
Accident History 
 
Accident history data was obtained from the Oregon Department of Transportation, which was based on 
accident reports filed with the Department of Motor Vehicles. In this data, 21 crashes were recorded in 
this study area in the three years from January 1, 2001 through December 31, 2003.   
 
Ten of these crashes occurred on Cordon Road at the various driveways between Auburn Road and State 
Street, and most of these crashes involved vehicles entering or exiting the driveways, or waiting for others 
to turn into the driveways.  Six of the crashes (typically angle or turning crashes) occurred at the Auburn 
Road intersection, and five of the crashes (typically rear-end crashes) occurred at the State Street 
intersection. 
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Access Management[dlf1] 
 
Due to the significance of Cordon Road in the regional transportation system, it is important to maintain 
its viability as an efficient route for through traffic.  The Board of Commissioners recognized this in 1981 
and resolved “that limiting and controlling further access to Cordon Road is necessary for the 
preservation of public safety and the protection of traffic from the hazards of unregulated and unrestricted 
entry from adjacent property, and in general, the promotion of public welfare…”.  Along with this 
resolution, the Board of Commissioners adopted an Ordinance that limits access to Cordon Road. 
 
The high traffic volumes and accident history on this segment of Cordon Road indicate a need to further 
limit access to it.  Currently many individual properties access directly onto Cordon Road in this area, and 
the potential exists for much more development.  The long-range plan is to close these accesses to Cordon 
Road and provide access to these properties in other ways, typically from a local road or access easement 
connecting to either Auburn Road or State Street.  Potential locations of these local roads are shown in 
Figure 12-5.  It should be noted that all street alignments are conceptual, and could vary  depending on 
development.   
 
An exception to these access restrictions may be considered for fire and emergency vehicles entering 
Cordon Road from the fire station to respond to emergency calls.  
 
This change in access would typically be made as the property redevelops, as safety conditions indicate a 
need, or in conjunction with a project to improve mobility on Cordon Road.  Provision of these access 
roads and access reconfiguration will likely be achieved incrementally as parcels redevelop, relocate their 
access, and construct their portion of the local roads from which their access will be provided.  For 
remaining accesses onto Cordon Road, it may become necessary to limit their use (such as allowing only 
right turns, for example) for safety reasons.  When Cordon Road is widened, the goal is to have all 
accesses reconfigured before, or in conjunction with, that project. 
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CHAPTER 13: LONG TERM TRANSPORTATION ISSUES 
 
 
The State Transportation Planning Rule, which outlines the minimum requirements for transportation 
plans, requires a minimum of a 20-year planning period. However, the intent of the rule is not to restrict 
agencies from looking beyond the minimum requirements. Marion County believes that it is necessary to 
take a longer-range view of transportation and land use issues if we are going to influence how the region 
will develop and function through the 21st Century. Although it is difficult to predict conditions that may 
impact transportation in the next 50 to 100 years, it is reasonable to assume that the County will continue 
to grow in terms of population and employment. Based on this assumption, it is logical to assume that the 
existing transportation system will not meet the long-term mobility needs of County residents. To address 
the need to provide a functional transportation system the County has identified issues that we expect to 
arise in the future.  
 
These issues will hopefully create a starting point for consideration and development of a direction that 
will guide future growth in Marion County. The intent of this chapter is not to pinpoint exactly what will 
occur, but to create an awareness that initiates and maintains discussion that will allow us to preserve 
options and alternatives that the County may wish to pursue in the future. It should be understood that 
these long-term issues are only concepts at this time and still require extensive study before the County is 
ready to pursue implementing any of these ideas. This plan is not intended to serve as authorization for 
the County to begin construction on any of these concepts. 
 
Within the 20-year horizon of this plan, the County will focus on facilitating intra- and inter-County 
mobility by maintaining the function of key transportation corridors that serve travel and freight 
movement internal to the County and to major links outside the County. By pursuing this strategy, the 
County addresses many of the commuting needs and farm-to-market issues of County residents and the 
needs of businesses to ship and receive products and materials. In addition, this strategy provides good 
connections with adjacent jurisdictions and supports the desire for an efficient regional transportation 
system. 
 
To look past the initial 20-year period, we need to take a broader perspective. As identified in Section 2.3, 
two of the initial objectives in the development of this plan, we can move in this direction by: 
 

• Influencing the future of the County through strategic transportation and land use planning.  
Conceptualize the infrastructure 50 to 100 years in the future and influence growth and 
development patterns in accordance with future planning goals. 

 
• Preserving flexible infrastructure options and concepts, such as major corridors, grid and radial 

systems, circumferential arterials (beltways), park-and-ride facilities, etc., without necessarily 
identifying specific routes, locations, or design until deemed appropriate. 

 
The long-term focus assumes continuation of the shorter-term philosophies of intra- and inter-County 
mobility. However, it seeks to take a more speculative view of how land use and transportation may 
change from what we see today. Marion County has a functioning, and reasonably efficient, road network 
today. It is reasonable to assume that our distant future network will look much the same with the 
exception of selective upgrading and enhancement as necessary to maintain an effective system for the 
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needs of the region within funding limitations. However, there are several factors that we feel may play a 
larger role after 20 years than they currently do. These factors include: 
 

1. Peripheral Routes and Strategic Corridors 
2. Passenger Rail Service with Supporting Access Network 
3. Transportation Systems Management Strategies 
4. Aggressive Transportation Demand Management Tools 
5. Additional Connections to Interstate 5 and Highway 22 
6. Additional Crossings of the Willamette River 
7. Changing Land Use and Transportation Characteristics  

 
It is worth noting that this represents only a preliminary list of possible long term issues and that others 
could be identified and included for consideration at any time. Also, the suggested actions or directions 
with regard to any of these issues will likely change as more information becomes available. 
 
 
13.1 PERIPHERAL ROUTES AND STRATEGIC CORRIDORS 
 
An issue that currently exists but will only become more complex in the future, is how to provide 
mobility throughout the County while preserving community livability in the urban centers, particularly 
in some of the smaller cities. Several of the 20 incorporated cities in the County have a major regional 
route, such as a County Arterial running right through the center of town. Some of these cities have 
already indicated a desire to redirect commercial truck traffic and non-local thru traffic around their city 
center. Their issues with this traffic include speed, safety, pedestrian mobility, major throughways that 
bisect and divide their community, and to a small degree congestion problems. The delays experienced in 
these cities (and the accident potential of driving through a city) can also be detrimental to the freight 
hauling industry. The idea of peripheral routes is to provide connections between strategic corridors that 
circumvent or bypass city centers. 
 
The most obvious benefit to a community of a peripheral route is that it would facilitate the 
“neighborhood feeling” in the core areas which is so important to promote the pedestrian and bicycle 
friendly development and urban center concepts that are highly recommended in the ODOT Strategy for 
Integrating Transportation and Land Use. One of the best ways we can promote bicycle-friendly and 
pedestrian-friendly cities is to pull out regional traffic that has no interest in, or consideration for, the 
local community. On the other hand, it is the County’s goal to provide a transportation system that 
promotes safe, efficient, and timely travel for all its users, and regional automobile and truck mobility is 
an important component of the quality of life and economic vitality of the region. These are obviously 
conflicting interests in these small communities, but both are in the best interests of the general public.   
 
The concept of providing peripheral roads would not be appropriate for every urban community. The cost 
of providing such a route could vary from small improvements on existing roadways to requiring entirely 
new rights-of-way through valuable resource land or already developed lands. The cost to society, both in 
dollars and impacts, has to be evaluated carefully and weighed against the benefits. In urban areas, land 
use issues are less of a problem, but cost and impact to adjacent land uses may be insurmountable. In the 
rural areas, legal and land use issues may very well be insurmountable, but the overall impact may be less 
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to surrounding uses. In either situation, strict land use policies would be required to prevent development 
along these peripheral routes and to preserve their function as traffic-moving facilities.   
 
Under existing land use policies and current levels of development, routes around urban centers are very 
much discouraged, if not outright prohibited. Some may be warranted, and some may not be. What will 
the situation be in 30 or 70 years?  Who can really say?  It is the County’s view that the concept of 
peripheral routes, including those in rural lands, should be preserved as possible future options for the 
County. The best way to do this is to speculate on where these roads are most likely to be needed or 
considered, and to take appropriate action to prevent the options from being eliminated. Peripheral routes 
inside urban growth boundaries are allowed under current land use regulations and in some cases, are 
being addressed in the respective cities’ urban TSPs. 
 
To document current thoughts on locations where some degree of urban center bypass may be appropriate 
in the future, Figure 13-1 was developed. These potential routes are very conceptual in nature, and do not 
represent an intention on the part of the County to pursue creation of any of these at this time. They will 
be considered as those communities develop, and be discussed as potential future options. Illustrated on 
the figure are existing routes that are already being used, or could be used, to avoid an urban center; 
possible peripheral routes that have been identified in various city TSPs; and other peripheral routes that 
the County has suggested may be advantageous in the future. 
 
In addition to the concept of peripheral routes, there is also an expectation that certain of the designated 
strategic intra-/inter-County corridors may need extension and refinement in the future. Figure 13-1 
shows the designated intra- and inter-County corridors that we focused on in the 20-year plan and will 
continue to focus on for the longer-term strategy. It also shows those locations where changes to these 
corridors may need to be addressed in the future. Note that in most cases, a corridor extension or 
refinement would be accomplished using existing roadways. In addition, the County believes these 
corridors will need to be supplemented with future park-and-ride lots to promote and take advantage of 
transit and ride-sharing opportunities. Again, these concepts are illustrated on Figure 13-1.   
 
 
13.2 PASSENGER RAIL SERVICE WITH SUPPORTING ACCESS NETWORK 
 
The Oregon Transportation Commission has deemed the development of a high-speed rail system in the 
Willamette Valley as one of its strategic initiatives. Passenger rail service, in the form of light rail, 
commuter rail, and/or high-speed rail, is a viable alternative for the County in the future.   
 
The Oregon Rail Passenger Policy and Plan calls for the development of high-speed rail between Eugene 
and Portland. The Union Pacific line runs through Marion County and is the leading candidate for high-
speed rail service. If passenger rail service is developed, the County foresees a need to provide an access 
network to serve as a “feeder” system to the rail line. Providing an access network could involve 
improving grade crossings, constructing park-and-ride facilities, upgrading selected roads that service rail 
stations, or constructing new access roads altogether. High-speed rail would also require constructing 
several grade-separated crossings and improving tracks to handle speeds between 79 and 110 mph. 
 
The concept of passenger rail service from Wilsonville to Beaverton is currently working its way through 
the planning process. This same rail line extends south from Wilsonville into Marion County, through 
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Donald, close to Woodburn, through Keizer, and into Salem. The possibility of extending passenger 
service to Salem is of interest to Marion County. The timeframe for developing this service may occur 
within the next 20 years, but could also extend beyond a 20-year time frame. 
 
The County could also look at facilitating a public transportation system or organizing a fleet of vanpools 
to service the passenger rail line from outlying areas. This possibility, which would integrate nicely with 
any existing intercity bus service, will have to be evaluated further once passenger rail service gets closer 
to implementation. 
 
 
13.3 TRANSPORTATION SYSTEM MANAGEMENT (TSM) STRATEGIES 
 
Another area that will play a larger role in the future is the use of TSM strategies to maximize the 
efficiency and safety of the existing transportation system. This could include access management 
strategies, land use controls, new or additional traffic control devices, and traffic control improvements 
such as coordinated signal timing or signal preemption for transit. The effectiveness and suitability of 
these strategies is highly a function of technological changes and advancements. It also is a function of 
society’s level of commitment to solving transportation problems. Developments such as Intelligent 
Transportation Systems and Intelligent Vehicle Highway Systems will promote many changes in driver 
behaviors, incident management, capacity utilization, and general efficiency of the transportation network 
and all of its components. It is likely that some level of transportation systems management will be part of 
any long or short- term strategy. 
 
 
13.4 AGGRESSIVE TRANSPORTATION DEMAND MANAGEMENT (TDM) STRATEGIES 
 
As we progress in the 21st Century, the way we view transportation is rapidly changing. In the past, 
transportation generally meant moving or obtaining goods and services by roads, rail lines, or air. Now, 
transportation also applies to the movement of information, and more and more jobs involve 
“transporting” information from one site to another. Continuing advances in technology will make it 
easier and faster to move information through facilities other than roads. Phone lines, cable lines, 
dedicated Internet lines, microwave, and satellites represent the new, non-traditional facilities of the 
future transportation system.  While most goods and many services will still require the use of roads for 
transport, a significant number of work and shopping trips can be made through modem lines and the 
Internet.   
 
As a long-term strategy, the County should aggressively encourage and pursue the various options to 
reduce the demand for transportation on the roadways (see chapter 8 for a more detailed description).  
Success on a grand scale will require partnerships between public and private sectors to educate the public 
and make programs possible for things like telecommuting, trip reduction, flex time, parking 
management, ridesharing, employer based transit, etc. This strategy will be slow to mature given its 
dependence on public voluntary participation, thus making it pertinent in a long-term transportation 
strategy. 
 
 
13.5 ADDITIONAL CONNECTIONS TO INTERSTATE 5 AND HIGHWAY 22 
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Interstate 5 is the Principal Arterial of the West Coast, linking Oregon with Washington, California, 
Canada, and Mexico. It also provides the connection to major East-West routes that link the West Coast 
with the rest of the country. About 30 miles of Interstate 5 pass through rural Marion County. There are 
several connections to and from Interstate 5 in rural Marion County: three in the 10 miles south of Salem, 
and three in the 20 miles north of Salem. Good access to Interstate 5 is expected to become more and 
more critical as the County grows, and as the economy becomes more global. As worldwide mobility 
becomes increasingly important, efficient shipment of goods and movement of people is expected to 
become increasingly important to the economic vitality of the region. Thus, good access to Interstate 5 is 
expected to become more and more important to the quality of life in Marion County as we progress into 
the future. 
 
Access is a concern, especially north of the Salem area, because all three interchanges north of Salem 
currently have capacity issues, which are expected to worsen over time. A project to reconstruct the 
Woodburn Interchange (exit 271) will help traffic to and from Woodburn over its 20-year design life.  
However, much more will need to be done in the long term to continue providing acceptable access to and 
from Interstate 5. This will likely involve major improvements to both the Brooks Interchange (exit 263) 
and the Aurora/Donald Interchange (exit 278). The location of the Woodburn Interchange is problematic 
from a regional perspective because through traffic must pass through the center of Woodburn to use it.  
As Woodburn is expected to grow very quickly, getting through Woodburn will become more and more 
of a problem. A new connection to or from Interstate 5 could become necessary near Woodburn, likely 
south of the city. This new interchange could alter travel behaviors not only in the immediate Marion 
County area, but also reach into adjacent counties and even affect some statewide trips 
 
Of course, this all is predicated on the continued viability of Interstate 5 as a transportation corridor and 
that ODOT, FHWA, and other agencies will have the resources to address the capacity, maintenance, 
preservation, and bridge replacement issues that are anticipated to arise on Interstate 5. Because Interstate 
5 is critical to the regional, state, and national economy, investment to maintain the capacity, function, 
and safety of the interstate and its interchanges will continue to grow more and more critical. It is 
important that the County, as well as other transportation agencies, review the function of Interstate 5 and 
any proposed modifications to it from an intra-state as well as an inter-state perspective. 
 
Oregon 22 is another important Oregon Statewide Highway that passes East-West through Marion 
County. It has recently been improved to four lanes with access at interchanges only between Salem and 
Stayton.  Maintaining good access to and from Oregon 22 will be important for Marion County, 
particularly southeastern Marion County, well into the future. 
 
 
13.6 ADDITIONAL CROSSINGS OF THE WILLAMETTE RIVER 
 
Currently under study in the Salem metropolitan area is the feasibility of adding capacity to present 
Willamette River crossings or pursuing additional river crossings. A potential location (the Pine/Tryon 
corridor north of downtown Salem) has been selected for a new bridge, and authorities are seeking 
funding to undertake the detailed environmental and community study necessary before a bridge can be 
constructed. 
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Marion County, over the years, has also entertained many discussions with adjacent jurisdictions about 
the need to add or improve river crossings. Several members of the general public involved in the 
development of this transportation plan also suggested the need for additional river crossings, especially 
in the north end of the County. The whole idea of adding new crossings has been a hotly debated issue 
and will likely never disappear altogether. Like new interchanges on Interstate 5, new river crossings will 
have a far-reaching impact on transportation throughout the region. A regional evaluation, possibly 
combined with any major investment studies of interstate proposals, should be undertaken when the time 
is appropriate. It is expected that some study will occur in the near term, but the issue is quite complex 
and will certainly extend well into the long-range planning period. 
 
 
13.7  CHANGING LAND USE AND TRANSPORTATION ISSUES 
 
The key factor in determining the future transportation needs of Marion County is how the County 
develops in the coming years. This development is shaped by many factors including land use regulation, 
the economy, sociological trends, technological development, the priorities of the people, availability of 
resources and fuels, investment in the transportation system, and even national security. Major changes in 
any of these areas (or a host of other areas) would necessitate a fresh look at our Transportation System 
Plan, and may take the County Transportation System in directions that we wouldn’t imagine presently.  
 
One area to particularly watch closely is land use regulation.  Many legislative proposals (and ballot 
measures) have been made that would significantly affect Oregon’s land use planning system. Any 
significant changes to Oregon’s land use laws, especially the Urban Growth Boundary concept, will 
significantly affect Marion County’s transportation system. 
 
A second area to watch carefully is the rise of inter-city commuting and travel. Housing prices have seen 
a large increase in western Oregon in recent years, especially near the larger employment centers, such as 
the Portland metropolitan area. Land use regulations have contained the sprawl of the suburbs of these 
large cities, so in many cases people have moved to neighboring or outlying smaller cities, and commute 
across rural areas between cities to get to work. In many cases in Marion County, this essentially results 
in urban commute traffic pressure on the rural transportation system. In the future, Marion County and its 
cities will need to work towards providing a good balance of residences and employment in each city and 
region. In addition, there seems to be a trend towards driving longer distances more frequently for 
shopping and recreational purposes as well. As there are more and more products on the market, and as 
more and more niche markets develop for highly specialized products, and as consumer spending tends to 
increase, people are more willing to travel farther to get what they want. These all increase travel and the 
pressure on the rural transportation system. In the future, Marion County and its cities will need to work 
towards providing good shopping opportunities closer to where its people live, especially in the smaller 
cities. It will also help if people are made more aware of the true costs of their travel habits.  
 
Another area that can affect the transportation system would be increased use of rural areas in ways that 
are not traditionally rural. For example, recent technology such as the Internet has made it much easier to 
run various types of businesses out of one’s home. We have also seen a rise in businesses, such as retail 
nurseries, whose products are rural in nature but attract dozens or even hundreds of customers a day. For 
these and other reasons, we have seen significant growth in traffic to and from rural areas. Continuation 
of these trends would substantially affect Marion County’s rural transportation system.   
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Planners are becoming increasingly aware of the cause-and-effect relationships between land use planning 
and transportation system planning. It is wise to continue and improve current practices of land use 
planning that maximize the effectiveness of the transportation system, and to continue and improve 
current practices of transportation planning that optimize the effective use of available land. This is 
anticipated to become increasingly important in the future. 
 
Summary 
 
In summary, the County believes very strongly that attention to the long term is essential to enhance the 
far-reaching value of the Rural Transportation System Plan and ensure that strategic considerations are 
given the treatment they deserve without detracting from the required elements of the plan. Needless to 
say, conditions in the future are impossible to predict with any degree of accuracy. Any of these long-
term issues may become moot or critical, depending on how the future actually unfolds. Undoubtedly, 
many additional issues will also surface. Transportation and land use planning can not, and should not, be 
separated, and how effectively we approach the challenge of coordinating them will determine the legacy 
we leave for the next several generations of Marion County Citizens. 
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14.0 TRANSPORTATION PLANNING RULE COMPLIANCE 
 
 
As stated earlier in this plan, the Oregon Department of Land Conservation and Development (DLCD), 
with concurrence from ODOT, adopted Transportation Planning Rule (TPR), OAR 660 Division 12, in 
1991.  The TPR requires local jurisdictions with certain population estimates to prepare and adopt a 
Transportation System Plan that addresses the recommendations and requirements in the TPR.  This 
section provides a list of recommendations and requirements from the TPR and how each of these were 
addressed in the Marion County RTSP. 
 

 
TPR RECOMMENDATIONS/REQUIREMENTS 

 
 MARION COUNTY RTSP COMPLIANCE 
 

 
Public and Inter-Agency Involvement 

 
 

 
Χ Develop informational material. 

 
Materials (including report text, newsletters, charts, 
and maps) were prepared for the public and other 
agencies illustrating and defining critical components 
of the Marion County RTSP Update.   

 
Χ Schedule informational meetings, review meetings 

and public hearings throughout the planning 
process. Involve the community.  

 
Several meetings and an open house have been held in 
the development of this RTSP Update.  Notices have 
been sent and press releases made to inform the public 
of the update and solicit comments for it.  The draft 
plan has been available on the internet for public 
review for three months, and many comments have 
been received electronically and addressed in the 
preparation of this RTSP update.  Extensive effort has 
also been made coordinating with individual cities and 
other agencies. 

 
Χ Coordinate plan with other agencies. 

 
All of the cities and other agencies within the County 
were invited to attend the agency meetings.  
Representatives from many of the cities, as well as 
other County departments, MWVCOG, ODOT, and 
DLCD participated at the meetings.  Other 
representatives were apprised of the process and chose 
not to become involved 

 
Review Existing Plans, Policies, Standards and 
Laws 

 
 

 
Χ Review and evaluate existing comprehensive 

plans. 

 
The Marion County Comprehensive Plan was reviewed 
and evaluated as part of the RTSP update development. 
Comprehensive plans of other Marion County cities 
were reviewed, along with the Oregon Transportation 
Plan and its modal sub-components (such as the 
passenger rail plan and the bicycle and pedestrian 
plan), and all other applicable plans which could be 
obtained by the planning team.  

 
Χ Land use analysis - existing land use/vacant lands The County’s exception areas and potential 
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TPR RECOMMENDATIONS/REQUIREMENTS 

 
 MARION COUNTY RTSP COMPLIANCE 
 

inventory. development impact areas were reviewed to determine 
where growth and development were more likely to 
occur.  City land use plans were reviewed to discern 
future development of the cities and assess future 
transportation needs between cities. 

 
Χ Review existing ordinances - zoning, subdivision, 

engineering standards. 

 
Existing County ordinances and engineering standards 
were reviewed for adequacy in the development of the 
RTSP Update.  It was determined that the County 
should re-evaluate it’s existing standards to 
accommodate future growth and to improve livability 
in urban and rural communities. 

 
Χ Review existing significant transportation studies. 

 
Many transportation studies and plans were reviewed 
as part of the Marion County RTSP.  These include 
ODOT’s Oregon Transportation Plan and associated 
modal plans, transportation plans of individual cities 
and adjacent counties, airport plans, regional plans, and 
all other applicable plans that the planning team could 
obtain. 

 
Χ Review existing capital improvements 

programs/public facilities plans.  

 
The Marion County capital improvement program, 
State transportation improvement program, local city 
improvement programs, and airport master plans were 
reviewed as part of Marion County RTSP update 
development. 

 
Χ Americans with Disabilities Act requirements. 

 
ADA requirements were reviewed and recognized as 
part of the Marion County RTSP update development. 

 
Inventory Existing Transportation System 

 
 

 
Χ Road system (number of lanes, lane widths, traffic 

volumes, level of service, traffic signal location 
and jurisdiction, pavement conditions, structure 
locations and conditions, functional classification 
and jurisdiction, truck routes, number and location 
of accesses, safety, substandard geometry). 

 
An inventory of the existing road network (including 
geometry), traffic volumes, level-of-service, traffic 
control devices, pavement conditions, structure 
locations and conditions, functional classification, and 
truck routes are provided in the RTSP Update. 

 
Χ Bicycle ways (type, location, width, condition, 

ownership/jurisdiction). 

 
A summary of the existing bicycle facilities is provided 
in the RTSP Update and reviewed in detail in the 
County’s Bicycle and Pedestrian System Plan which 
was developed as part of the original RTSP planning 
effort. The County has also published a Bicycle Map, 
in conjunction with the City of Salem, showing bicycle 
facilities in the County. 

 
Χ Pedestrian ways (location, width, condition, 

ownership/jurisdiction). 

 
An inventory of existing sidewalks in rural Marion 
County is provided in the RTSP Update. 

 
Χ Public transportation services (transit ridership, A inventory of transit services from public and private 
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TPR RECOMMENDATIONS/REQUIREMENTS 

 
 MARION COUNTY RTSP COMPLIANCE 
 

volumes, route, frequency, stops, fleet, intercity 
bus, passenger rail, special transit services). 

providers was prepared by Mid-Willamette Valley 
Council of Governments for the original RTSP.  The 
inventory is included in the RTSP update, along with 
information on CARTS and Cherriots service in rural 
areas of the County 

 
Χ Inter-modal and private connections. 

 
No significant inter-modal and private carrier 
transportation services and/or connections are currently 
found in rural Marion County. 

 
Χ Air transportation. 

 
A summary of existing air transportation facilities is 
provided in the RTSP update. 

 
Χ Freight rail transportation. 

 
A summary of freight rail transportation services is 
provided in the RTSP update. 

 
Χ Water transportation. 

 
A summary of water transportation services is provided 
in the RTSP update. 

 
Χ Pipeline transportation. 

 
A summary of pipeline transportation services is 
provided in the RTSP update. 

 
Χ Environmental constraints. 

 
Within Marion County, there are some environmental 
constraints affecting the development of new or 
improved transportation facilities. These were 
considered in the selection and development of 
recommended projects.  

 
Χ Existing population and employment. 

 
The 2000 Census tabulated Marion County’s 
population as 284,834 people, of which 137,444 are 
employed.  The 2003 estimate is 295,900 people. 

 
Determine Transportation Needs 

 
 

 
Χ Forecast population and employment. 

 
Growth rates were estimated from existing population 
trends, an evaluation of buildable land in the rural and 
urban areas, and forecasts for Marion County that were 
developed as part of the County’s Urban Growth 
Management Framework planning effort.  This 
included a 2020 population projection of 359,581, and 
a corresponding increase in employment. 

 
Χ Determine transportation capacity needs 

(cumulative analysis, transportation gravity 
model). 

 
Traffic volume projections have been developed for the 
year 2025 for Arterials, Major Collectors, State, and 
Interstate highways within Marion County (see 
Chapter 6 for methodology).  Anticipated future 
capacity issues are identified in Chapter 8. 

 
Χ Other roadway needs (safety, bridges, 

reconstruction, operation/maintenance. 

 
The RTSP update contains a list of needs for safety 
improvements, bridge repair and replacement, 
reconstruction, drainage improvements, and 
maintenance improvements. 
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Χ Freight transportation needs. 

 
Deficiencies that relate to freight movement, including 
truck movement, rail movement, and rail crossings are 
addressed in the RTSP update. 

 
Χ Public transportation needs (special transportation 

needs, general public transit needs). 

 
Existing rural transit service is noted in the RTSP 
update, with further recommendations for additional 
service (particularly connections between cities), 
express service, and other improvements that would 
make transit more efficient and a better option.  The 
RTSP update also includes recommendations for 
ridesharing and other options besides the SOV. 

 
Χ Bicycle / Pedestrian needs. 

 
Rural bicycle and pedestrian improvements are 
generally proposed in conjunction with roadway 
improvements that will benefit all users and primarily 
consist of shoulder widening.  The County also 
proposes to provide cyclists and pedestrians with full 
accessibility to County's arterial/collector street 
system.  As part of the original RTSP development, the 
County also developed a supplemental document 
entitled the Marion County Bicycle and Pedestrian 
System PlanI, which is still in effect. 

 
Develop and Evaluate Alternatives 

 
 

 
Χ Update community goals and objectives. 

 
Goals and objectives were established through input 
from the community, including elected officials and 
staff from cities and other agencies. In addition, each 
alternative strategy was evaluated for how well it 
addressed these goals and objectives. 

 
Χ Establish evaluation criteria. 

 
Evaluation criteria were established as part of the plan 
development and used to evaluate alternatives. 

 
Χ Develop and evaluate alternatives (no-build 

system, all-build alternatives, transportation 
system management, transit, additions to roadway 
system, land use alternatives, and combination 
alternatives). 

 
A set of alternatives, including ‘Do Nothing’, ‘Build it 
All’, ‘Inter-County Focus’, ‘Intra-County Focus’, 
‘Farm to Market’, ‘Leave the Car at Home’, ‘Perimeter 
Roads’, and combined ‘Intra/Inter County Mobility’ 
alternatives were defined and evaluated.  Actions to 
address current and future needs of Marion County 
were also considered in the evaluation of alternatives. 
It was assumed that land use in the rural areas (mainly 
farm and forest use) would remain relatively static. 

 
Χ Select recommended alternative. The recommended alternative was a combination of the 

Intra-County focus and the Inter-County focus.  This 
recommended alternative focuses improvements on the 
major roads within the County and into and out of the 
County.  The Marion County RTSP update also 
includes a financially constrained plan of 
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improvements to address existing and future needs. 

 
Produce a Transportation System Plan 

 
 

 
Χ Transportation goals, objectives, and policies. 

 
Specific recommendations regarding transportation 
goals and policies were identified in the original RTSP, 
and have been updated slightly to more accurately 
reflect current transportation issues in this RTSP 
update. 

 
Χ Streets plan element (functional street 

classification and design standards, proposed 
facility improvements, access management plan, 
truck plan, safety improvements). 

 
A roadway plan element is included in the RTSP 
update and serves as the primary component of the 
rural transportation system. Design standards will be 
reviewed and issues resolved outside of the 
transportation system plan. Additional work is planned 
to refine the roadway design standards.  Proposed 
facility improvements (including those improving 
safety, and those improving freight mobility) are listed 
in the plan.  Access management standards and other 
policies to protect the investment in the road system 
are also included. 

 
Χ Public transportation element (transit route 

service, transit facilities, special transit services, 
intercity bus and passenger rail). 

 
Increased service through additional rural transit, more 
frequent rural transit, and additional park-and-ride 
locations is recommended as part of the RTSP update. 
Coordination of multiple para-transit service providers 
is also recommended.  

 
Χ Bikeway system element. 

 
A bicycle element is included in the RTSP update and 
described in detail in the Bicycle and Pedestrian 
System Plan. 

 
Χ Pedestrian system element. 

 
A pedestrian element is included in the RTSP update 
and described in detail in the Bicycle and Pedestrian 
System Plan. 

 
Χ Airport element (land use compatibility, future 

improvements, and accessibility, connections, or 
conflicts with other modes). 

 
Master plans for the two main airports in Marion 
County, Aurora State Airport and McNary Field, are 
referenced in the RTSP update  

 
Χ Freight and passenger rail element (terminals, 

safety). 

 
The RTSP update includes recommendations for 
continued and improved freight rail transportation, 
development of better transfer facilities to get freight to 
and from rail lines better, and recommendations for 
and continued and improved passenger rail 
transportation 

 
Χ Water transportation element (terminals). Continuation of two ferry services is recommended in 

the RTSP update. Dredging of the Willamette River to 
allow increased barge transportation is not 
recommended until research can be done to determine 
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the impacts of this activity, and dredging is also not 
recommended due to its high cost and relatively low 
benefit. 

 
Χ Parking Plan, Transportation System Management 

Element (TSM), Transportation Demand 
Management (TDM) Element . 

 
Although these elements are not required for 
unincorporated rural areas, the RTSP update includes 
recommendations for implementing TSM and TDM 
strategies to reduce the demand on the roadway 
system.  
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