Agenda
Salem-Keizer Area Transportation Study (SKATS)
Policy Committee (PC)
Date:
Time:
Place:

September 25, 2018
Noon
100 High St. SE, Suite 200
Salem, OR 97301
Phone: (503) 588-6177 FAX (503) 588-6094
E-mail: mwvcog@mwvcog.org
Website: www.mwvcog.org

A.

Call to Order ............................................................................................... Cathy Clark

B.

Approval of Minutes of August 28, 2018 .................................................. Cathy Clark

C.

Public Comment .......................................................................................... Cathy Clark

D.

SKATS FY 2018-2023 TIP Amendment: Bus Replacement ........... Karen Odenthal
Background: The Salem Area Mass Transit District (SAMTD) received a grant through
the 2018-2020 Transit Discretionary Grant program to purchase three
compressed natural gas (CNG) buses, replacing buses that are beyond
their useful life. The Oregon Transportation Commission (OTC) approved
the award on May 8, 2018. SAMTD will receive $1,434,783 in federal
funds in FFY 2019 which will be combined with the required $164,217 in
local match for a total project cost of $1,599,000. See the attached
resolution and amendment.
Action
Requested:

E.

Adopt Resolution 18-25 (attached) amending the FY 2018-2023 TIP to
add Project Key Number 21368 - Salem Area Mass Transit Vehicle
Replacement (5307).

RTSP Update: Chapter 4 – Existing System ............................................... Ray Jackson
Background: Chapter 4 (attached) covers the existing regional transportation system
within SKATS, providing an overview of the major components and then
specific discussion by district (downtown, West Salem, Keizer/north
Salem, East Salem, South Salem/Turner). The PC is asked to review the
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chapter and ensure that it adequately captures the regional transportation
system as it exists today (or will exist as of early 2019).
Action
Requested:
F.

Review and provide feedback/corrections to the draft chapter.

Amendments to the Transportation Planning Rules ........... Mike Jaffe, Cathy Clark
Background: The public hearing for the amendments to the Transportation Planning
Rule (TPR) scheduled for September 27, 2018, has been removed from
the Land Conservation and Development Commission (LCDC) agenda.
After receiving public input, the Department of Land Conservation and
Development (DLCD) concluded it was best to pause the rulemaking
until after the 2019 legislative session. See the attached letter from
DLCD and comments that were submitted by Marion County, the city of
Turner, and Portland Metro regarding the proposed amendments.
Action
Requested:

G.

Information item.

OMPOC Legislative Priorities ............................................... Mike Jaffe, Cathy Clark
Background: During the August PC meeting, committee members discussed the
potential list of OMPOC priorities for the next Legislative Session. PC
members were asked between meetings to provide feedback to staff on
the initial list, which is summarized in the attached document.
Action
Requested:

H.

Additional discussion, potential modifications, and other input on the list
of legislative priorities. Give direction to SKATS’ representatives to
OMPOC for the next OMPOC meeting in October.

TIP Modifications .................................................................................Karen Odenthal
Background: Staff-approved modifications made to the SKATS TIP since the August
2018 Policy Committee meeting are summarized in the attached table.
Action
Requested:

I.

Other Business............................................................................................. Cathy Clark



J.

Information item.

Next meeting of the SKATS Policy Committee: October 23, 2018.
Next OMPOC meeting: October 26, 2018 in Bend.

Adjournment ............................................................................................... Cathy Clark
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DRAFT
Minutes

Salem-Keizer Area Transportation Study (SKATS)
Policy Committee Meeting
August 28, 2018
100 High St. SE, Suite 200
Salem, OR
Noon
Policy Committee Members Present
Sam Brentano, Marion County Board of Commissioners
Cathy Clark, 2018 Chair, Keizer Mayor
Dan Fricke, ODOT, Alternate for Lisa Nell
Paul Kyllo, 2018 Vice Chair, Salem-Keizer School District
Jim Lewis, Salem City Council
Kathy Lincoln, Cherriots
Gary Tiffin, Turner Mayor
Policy Committee Members Absent
Lisa Nell, ODOT
Craig Pope, Polk County Board of Commissioners
Others Present
Roxanne Beltz, Cherriots
Colleen Busch, Cherriots, Alternate for Kathy Lincoln
Phil Carver, 350 Salem
Terry Cole, ODOT
Heather Dimke, City of Salem
Becky Gilliam, Safe Routes to School National Partnership
Ray Jackson, MWVCOG-SKATS
Mike Jaffe, MWVCOG-SKATS
Lori Moore, MWVCOG-SKATS
Sean O’Day, MWVCOG
Karen Odenthal, MWVCOG
Kim Sapunar, MWVCOG-SKATS
Janelle Shanahan, Marion County Public Works
Agenda Item A. Call to Order
Chair Cathy Clark called the meeting to order at 12:01 p.m. Introductions were made.

Agenda Item B. Approval of Minutes of July 24, 2018
Vice Chair Paul Kyllo noted that the Members Present list on the first page of the draft July 24,
2018 minutes needs updating for the chair and vice chair years. It should be 2018 rather than
2017.
Motion was made by Gary Tiffin, seconded by Paul Kyllo, to approve the minutes of the
June 26, 2018, meeting as updated. Those voting in favor of the motion were Cathy Clark,
Dan Fricke (Alternate for Lisa Nell), Paul Kyllo, Jim Lewis, Kathy Lincoln, and Gary Tiffin.
The motion passed unanimously.
Agenda Item C. Public Comment
Regarding the agenda item related to OMPOC and MWVCOG Legislative Priorities scheduled
for later in the meeting, Becky Gilliam, Safe Routes to School (SRTS) National Partnership,
commented in favor of legislative priorities including increased support for SRTS, including
reducing the required cash match, as well as improving multi-modal transportation systems. She
submitted a letter which was handed out.1
Commissioner Sam Brentano arrived at 12:04 p.m.
Agenda Item D. Federal Performance Measures: Supporting ODOT Targets
Ray Jackson reminded the group that they have previously discussed the issue of supporting
ODOT performance measure targets for Safety and Transit State of Good Repair targets.
SKATS Technical Advisory Committee (TAC) members previously recommended that Policy
Committee members support ODOT’s targets for pavement condition, bridge condition,
reliability of travel for trucks and personal vehicles, and CMAQ (Congestion Management Air
Quality) rather than set SKATS-specific targets or a combination of SKATS and ODOT targets.
This issue and the Policy Committee’s position can be revisited in 2021.
During the June PC meeting, the Policy Committee reviewed the issue and the TAC
recommendation and asked staff for clarification on the process and implications of supporting
ODOT targets. Mr. Jackson reported that the answers to their questions were included in the
memorandum distributed in the agenda. A handout in which the process was described was
distributed at the July PC meeting. Federal staff members have emphasized the importance of
integrating and documenting performance-based planning and programming.
Mr. Jackson asked if members need any additional information in order to make a decision as to
whether or not to support ODOT targets for pavement condition, bridge condition, reliability of
travel for trucks and personal vehicles, and CMAQ (Congestion Management Air Quality).
Kathy Lincoln, Cherriots, expressed surprise that the committee has not already decided this
issue.

1

Ms. Gilliam’s written comments are attached to the minutes.
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Motion was made by Gary Tiffin, seconded by Paul Kyllo, to adopt Resolution 18-23
supporting ODOT targets for all federal pavement and bridge performance measures.
Those voting in favor of the motion were Sam Brentano, Cathy Clark, Dan Fricke (Alternate for
Lisa Nell), Paul Kyllo, Jim Lewis, Kathy Lincoln, and Gary Tiffin. The motion passed
unanimously.
Motion was made by Paul Kyllo, seconded by Kathy Lincoln, to adopt Resolution 18-24
supporting ODOT targets for all federal performance of the National Highway System
measures. Those voting in favor of the motion were Sam Brentano, Cathy Clark, Dan Fricke
(Alternate for Lisa Nell), Paul Kyllo, Jim Lewis, Kathy Lincoln, and Gary Tiffin. The motion
passed unanimously.
Agenda Item E. Title VI and Environmental Justice (EJ) Refresher
Kim Sapunar informed everyone that her presentation is a brief refresher on Title VI and
Environmental Justice issues. SKATS is required to ensure that all segments of the population
have been included in the transportation planning process. Environmental Justice is an important
part of all stages of project development. While Title VI-Civil Rights and Environmental Justice
share some similarities, they are also different. Title VI requires reporting for all federally
funded activities. Environmental Justice requires analysis to determine the benefits and burdens
of projects in relation to EJ-protected populations.
Vice Chair Paul Kyllo asked for a definition of “minority.” Chair Cathy Clark asked where in
the federal statues the definition is located. Ms. Sapunar responded that for Environmental
Justice purposes, minorities are defined as of Hispanic origin and/or by a race that is non-white,
including Black or African American, American Indian or Alaska Native, Asian, Native
Hawaiian or Pacific Islander, some other race, or two or more races.
Ms. Sapunar explained that one of the recommended actions included in the 2016 Quadrennial
Report is expanding Environmental Justice analysis in the Regional Transportation Systems Plan
(RTSP) update to identify how projects and programs would benefit and/or burden EJ
populations compared to non-EJ populations. Historically, EJ analysis looked at the project
distribution compared geographically to higher concentrations of low-income and minority
populations. Staff is looking at what other analysis may be conducted to improve the evaluation.
In response to a question from Paul Kyllo, Mike Jaffe informed the group that SKATS has
access to a language translation service, as needed.
Next steps include an update of the SKATS Title VI Plan, Environmental Justice analysis of the
2019-2043 RTSP, and possibly additional EJ training.
Agenda Item F. OMPOC and MWVCOG Legislative Priorities
Karen Odenthal explained that approximately two years ago, the Oregon Metropolitan Planning
Organization Consortium (OMPOC) members developed a position paper to the 2017 Oregon
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Legislature regarding transportation-related legislative priorities. Their priorities included
additional funding for transit, support for active transportation, and healthy air quality.2
An updated list of transportation-related legislative priorities was discussed at the August 3rd
OMPOC meeting. It was prepared by Lane COG staff and included the issues developed for the
2017 Legislative session, plus five additional issues. Ms. Odenthal asked if PC members are
interested in providing feedback on this list of priorities, which would be brought to OMPOC.
Referencing the Lane COG list of priorities that was included in the packet, Chair Cathy Clark
asked members to review the material and determine which items/issues they support and which
they don’t support. A decision related to PC priorities and whether or not to develop a letter of
support can be made at the next meeting.
It was noted that one of the issues that the next legislature may discuss will be how to fund
projects that were only partly funded in the 2017 Transportation Legislative package (HB2017).
Councilor Jim Lewis supported traffic speed cameras and favors enforcement issues (which was
issue #13 on the list). He is not in favor of allowing local authority of speed limits (issue #14).
Commissioner Sam Brentano expressed opposition to some of the issues/items. Chair Clark
suggested that members determine their top five priorities. Also, to consider the following: if
there are additional priorities to add to the list; should there be a position regarding earmarks
versus projects selected by ACTs; should there be support for completing projects that had only
partial funding in HB2017; and lastly, what directions do we give OMPOC representatives for
the October meeting.
On a related topic, COG Executive Director Sean O’Day and Chair Cathy Clark explained that
the MWVCOG Board of Directors will be determining policy positions for the 2019 Legislative
Session. TAC members were asked to submit legislative concepts for consideration by
September 30 using the form included in the packet, or send similar information to Sean.
Agenda Item G. ODOT 2nd Quarter Report to OTC
Mike Jaffe explained that is an informational item. The last several pages of the report include
updates on specific ODOT projects. A 2021-2024 State Transportation Improvement Program
(STIP) schedule is included in the report on page 11. The committee expressed an interest in
seeing these reports in the future.
Agenda Item H. Salem’s Congestion Relief Task Force
Mike Jaffe provided an update related to the latest activities of the Salem Congestion Relief Task
Force. At their August meeting, the study’s consultant for the study provided additional travel
See the yellow handout (attached after the public testimony at the end of the draft minutes) distributed at the
meeting for a copy of the 2017 OMPOC Legislative Priorities.
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time information, capacity, and congestion along the bridges and at intersections. Task Force
members received a list of about 20 potential projects along with their approximate costs. This
list was the result of narrowing down a larger list of ideas and concepts.
The next step is to draft a report which will be reviewed by the Task Force and then will go to
the full Salem City Council. Additional information is located on the Task Force website at:
http://www.cityofsalem.net/Pages/congestion-relief-task-force.apex
Agenda Item I. TIP Modifications
A list of the minor modifications made to the adopted TIP since the last PC meeting was
included in the agenda. Karen Odenthal noted that the adjustments are generally related to
project slippage.
Agenda Item J. Other Business
Mike Jaffe noted that Cherriots has updated their website. He encouraged PC members to check
it out. Chair Cathy Clark encouraged members to forward comments to Kathy Lincoln.
The next meeting of the Oregon Metropolitan Planning Organizations Consortium (OMPOC) is
scheduled for October 26, 2018. It will be hosted by the Bend MPO.
Kathy Lincoln requested a presentation related to the Oregon Clean Fuels Program at a future
meeting. This was a topic that was reviewed during the August OMPOC meeting.
The next SKATS Policy Committee meeting is scheduled for Tuesday, September 25, 2018.
Chair Cathy Clark adjourned the meeting at 1:22 p.m.
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Agenda Item D.
SKATS FY 2018-2023 TIP
Amendment: Bus Replacement

SKATS Policy Committee
(PC)
September 25, 2018
Action Requested:
Adopt Resolution 18-25 (attached) amending the FY 20182023 TIP to add Project Key Number 21368 - Salem Area
Mass Transit Vehicle Replacement (5307).

SKATS FY 2018-2023 Transportation Improvement Program (TIP)
Public Notification of New Project Pending Amendment

Proposed TIP Amendment
Project Name:

Salem Area Mass Transit Vehicle Replacement (5307)

The public review period for this project is September 10 to September 25, 2018 at noon
As a Formal Amendment to the TIP, additional details about the project will be available and presented to SKATS’ Policy Committee
for approval on September 25, 2018 at noon at 100 High Street SE, Suite 200, Salem, Oregon.
Requests to submit comments or concerns about this amendment should be submitted to Karen Odenthal, via email at
Kodenthal@mwvcog.org
This amendment may be revised to address comments received during the public comment period. The most recently amended FY
2018-2023 TIP is available at the MWVCOG website at:
http://www.mwvcog.org/programs/transportation-planning/skats/planning-programs/transportation-improvement-program-tip/
Project Amendment Details
Amendment No.
Project KN:

18-25

Salem Area Mass Transit Project Total Cost:
$1,599,000
District
Project Name:
Salem Area Mass Transit Vehicle Replacement (5307)
Purpose of amendment: Add new project to replace three Compressed Natural Gas (CNG) buses.
Project Description: The Oregon Transportation Commission (OTC) approved the 2018-2020 Transit Discretionary Grant Awards
on May 8, 2018 including a project to replace three CNG buses for Salem Area Mass Transit District using 5307 funds.

21368

Project Sponsor:

Salem Keizer Area Transportation Study

SKATS FY 2018-2023 Transportation Improvement Program (TIP)
Public Notification of New Project Pending Amendment

Project KN: 21368
Project Name: Salem Area Mass Transit Vehicle Replacement (5307)
Financial Details by Phase and Year Before Amendment:
Fund Code
Type
Year
Planning
Preliminary
Right of
Construction
Engineering
Way

Total:
Financial Details by Phase and Year After Amendment:
Fund Code
Type
Year
Planning
240

Federal
Local

2019

Total:

Salem Keizer Area Transportation Study

Preliminary
Engineering

Right of
Way

Construction

Other

Total

Other

Total

$ 1,434,783 $ 1,434,783
$ 164,217 $ 164,217

$ 1,599,000 $ 1,599,000

Draft
Resolution 18-25
Resolution Amending the Adopted Salem-Keizer Area Transportation Study (SKATS)
FY 2018-2023 Transportation Improvement Program (TIP)
WHEREAS, the Salem-Keizer Area Transportation Study Policy Committee has been
designated by the State of Oregon as the official Metropolitan Planning Organization (MPO) for
the Salem Urbanized Area; and
WHEREAS, the Policy Committee is authorized by an intergovernmental Cooperative
Agreement to adopt and adjust the Transportation Improvement Program; and
WHEREAS, it is the responsibility of the Policy Committee to identify transportation
projects for inclusion in the SKATS Transportation Improvement Program; and
WHEREAS, the adopted SKATS Transportation Improvement Program needs to
program federal transportation funds being spent in the urbanized area;
NOW THEREFORE, BE IT RESOLVED BY THE POLICY COMMITTEE OF
THE SALEM-KEIZER AREA TRANSPORTATION STUDY:
THAT the proposed activities are consistent with the adopted RTSP and affected local

plans;

THAT the proposed amendment is consistent with the financial constraint provisions of
federal requirements;
THAT the proposed amendment does not negatively impact regional air quality
emissions;
THAT the project will help achieve the Transit Asset Management performance measure
target of having no revenue vehicles that exceed the useful life benchmark;
THAT the proposed changes to the TIP are consistent with the management process
established in the adopted TIP; and
THAT project Key Number 21368 – Salem Area Mass Transit Vehicle Replacement
(5307) be added to the adopted TIP.
ADOPTED by the Policy Committee of the Salem-Keizer Area Transportation Study on
the 25 day of September 2018.
th

Chair
Salem-Keizer Area Transportation
Study Policy Committee

Agenda Item E.
RTSP Update: Chapter 4 –
Existing System

SKATS Policy Committee
(PC)
September 25, 2018
Action Requested:
Review and provide feedback/corrections to the draft
chapter.

Chapter 4 ~ Existing System
The transportation infrastructure of today represents the investments made over the
past 50 to 100 years. These investments are based on decisions made by the citizens and
policymakers on how the area should grow and the transportation technology that was
available at the time of the decision. These choices in infrastructure influence not only
the travel patterns and modes used by the people and businesses in the Salem‐Keizer
area but also the investments in housing and business locations, which in turn drives
demand for transportation infrastructure. Over time, as these investments are made, it
becomes increasingly difficult to make substantial changes in either the location or type
of transportation infrastructure or the built environment. Thus, it is important to make
decisions based on how the community believes it should grow in the future rather than
just react to an issue and provide a short‐term solution.
This chapter begins by defining a few terms and concepts that are important to
understand travel. These concepts include the difference between mobility and
accessibility, why trips are made, and what constitutes regional travel. This is followed
by an overview of the Salem‐Keizer area and a discussion of the regional “non‐road”
(pipelines, railroads, aviation etc.) system and the regional road system. This is
presented in two parts: the part of the infrastructure and services that are offered
throughout the region and a more focused look at each of the Regional Transportation
Systems Plan’s five districts of the metropolitan area:
1. Downtown Salem;
2. West Salem;
3. Keizer and North Salem;
4. East Salem; and
5. South Salem and Turner.
While all modes are discussed, it is important to remember that the Salem‐Keizer Area
Transportation Study (SKATS) has financial influence over only a portion of the
infrastructure in the Salem‐Keizer area. In particular, SKATS focuses on the regional
infrastructure that federal surface transportation funds may be allocated to, which to
date, has been limited mainly to roads classified as minor collector or above and the
mass transit system. Other facilities, such as pipeline and telecommunications, are
important to support or supplant travel; but SKATS has no voice in how these pieces of
the regional system are expanded or maintained. In addition, SKATS does not own,
operate, or maintain any of the systems discussed in this document. These are operated
by the transit district, cities, counties, ODOT, or private businesses. SKATS’ role, as
discussed in Chapter 2, is to ensure that the regional system is built, operated, and
maintained in a comprehensive, continuing, and cooperative manner.
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Mobility v. Accessibility
People typically confuse the concepts of are mobility and accessibility. Mobility is the
ability to move, by any mode, from point A to point B. Accessibility is the “ability to
reach goods and services.” An example of a road with more mobility and less accessibility
would be an Interstate or similar. A local street represents a road with less mobility and
more accessibility. Many people want accessibility. They want access to goods and
services but call for mobility solutions. Accessibility is essential for a person to meet
many of life’s requirements such as going to shop, to work, or to recreate. Many of these
can be met with little or no mobility on the part of the individual. When mobility is
involved, the choice of the mode used (auto, transit, walking, etc.) is influenced, in part,
by the services that can be accessed by a particular mode and the amount of time
available to the individual.
Why Trips Are Made
When people travel, the resulting trips can be described with how, why, where, and
when. “How” relates to the mode that is used for the trip. This may be walking, biking,
taking a bus, or riding in a car as either the driver or as a passenger. The “why” describes
the purpose of the trip: Is it to go to work, to the store, drop the kids off at school, or for
recreational purposes? The “where” addresses the origin and destination for the trip
along with the route. Finally, the “when” is the day of travel, the time the trip began, and
the duration of the trip.
Each trip’s “how, why, where, and when” is influenced by a number of factors including
each other. The length of the trip influences the mode selected (the “how”) as well as
when the trip is made. How a trip is made reflects the modes available to the user both
when the trip begins and when it ends. The time of day when a trip is made is often
associated with the “why.” For example, travel to work is often in the morning with a
return trip late in the afternoon or early in the evening. Where people or goods are
transported to reflects what is located there in addition to how the people or goods can
be moved to that location.
Regional Travel
‘Regionally significant’ travel within the Salem‐Keizer metropolitan area is addressed in
this plan. ‘Regionally significant’ travel in a private vehicle is typically thought of as that
occurring on major roads where the highest volumes and largest amount of goods
movement takes place. These roads have functional classifications of either principal or
minor arterials. While these are sufficient for vehicular travel, for other modes
additional streets are included. The regional transit system typically uses the roads
classified as minor arterial and above. However, in certain areas collectors may be used
to provide a connection to neighborhood or work location. For pedestrians, significant
travel includes the sidewalk network or other streets around a regional center or major
employment or shopping area such as downtown Salem. For bicyclists, regional travel
DRAFT Chapter 4 – Existing System
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may include a combination of bike lanes on arterials and collectors, separated facilities,
and local roads that have been designated as a bicycle boulevard or family‐friendly
bikeway (even if these do not preclude other modes). In the simplest form, these are
streets that form a contiguous link between areas of interest while foregoing the high
speed, high volume vehicular traffic often associated with regional roads.

Map 4-1: SKATS Region

The Salem-Keizer Area
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The area addressed by this plan is illustrated in Map 4‐1. The Salem‐Keizer area is
divided by the Willamette River and ringed by hills to the west and south. Only two
bridges for motorized traffic cross the river (at Marion Street and Center Street in
downtown Salem) resulting in congestion and significantly reduced connectivity
between West Salem and the rest of the metropolitan area. An additional crossing is
available for pedestrians and non‐motorized vehicles at the Union Street bridge. The
hills traditionally constrained development and defined the transportation infrastructure
and built environment that is seen today. Another constraint has been the two Urban
Growth Boundaries that define the 20‐year supply of buildable land for Salem‐Keizer and
for Turner. These have helped to limit the sprawl into the surrounding countryside that
is so prevalent in other states.
The downtown area is served by three full interchanges with Interstate 5 (Portland Road,
Market Street, and Mission Street (Highway 22E)) and one limited interchange (Salem
Parkway). The Salem Parkway interchange is about four miles away and is part of the
Chemawa Road / Keizer interchange. Portland Road connects Interstate 5 with
Highway 99E and provides access to downtown from the northeast. Market Street is at
the extreme north edge of the downtown area, and its interchange is about two miles
from downtown. Mission Street (Highway 22E) is at the extreme southern edge of the
downtown area, and its interchange is about three miles from downtown. No main east‐
west streets in the downtown area, such as Marion Street, Center Street, or State Street,
have interchanges at Interstate 5.
Population growth in the Salem area has been constant since the end of the Second
World War until the 21st Century, typically growing over 20 percent a decade. Since
2000, the growth rate has moderated to under 15 percent. Growth has occurred mainly
in the outer areas of the urbanized area where there is developable land. (for more
information, see Appendix A).
Table 1: Population and Employment in the SKATS Area (2000, 2010, 2017)

2000
2010
2017

Population
214,593
243,591
260,674
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Graph 1: Population Growth in the Salem-Keizer urbanized area 1940-2017 (within the UGB since 1980)

The nature of employment has been changing over the same time period. While there
have always been a sizeable number of people employed in the government sector
because of Salem being the State Capital and the County Seat for Marion County; since
1991, that sector has decreased about six percent. The retail sector has been essentially
flat during the last 20 years.
Most of the government sector jobs are in the Capital Mall area in the eastern portion of
downtown Salem with a few sites scattered in the rest of the urban area. In addition,
houses, tourism, retail, and government support services and facilities are located in
downtown Salem. This brings many people into, or through, the core area of Salem at
roughly the same time each work day. When combined with the existing layout of the
transportation infrastructure, this results in congested roads during the peak periods.
Travel and Goods Movement – Regional Non‐Road System
Maritime
During the development of the Salem area in the 19th Century, the Willamette River
allowed for the movement of large amounts of goods in a manner that was quicker and
more efficient than that afforded over land. However, the zenith of such movement of
goods and people was short lived. Maritime movement of goods and people has long
been supplanted by other modes that offer quicker service or better access to the
developed area. While there have been requests in the past 30 years to dredge the
Willamette to allow for commercial vessels to travel between Salem and Oregon City, the
U.S. Army Corp of Engineers has not dredged the River above its confluence with the
Yamhill River since 1977. In addition, with the Willamette River listed as critical habitat
for Chinook salmon and steelhead trout, it is unlikely that any future proposals for
dredging the River will be implemented.
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Railroads
Development of the railroads in Oregon from the 1880s increasingly supplanted the
commercial movement of goods via the river. From the late 1880s until after the Second
World War, the railroad provided the primary means of moving goods and people into
and out of the Salem area. Two north‐south lines were constructed linking Salem with
Portland and Eugene and thus, to the rest of the west coast and the country. Today
these lines are operated by the Union Pacific (UP) Railroad and the Portland & Western
(P&W) Railroad.
The UP line through the Salem‐Keizer area consists of 14.4 route miles of mainline and
roughly parallels Interstate 5 as it enters from the north. It then runs southwesterly until
reaching downtown where the track is located along the eastern edge of downtown along
12th Street before continuing southeasterly toward Turner and out of the area. This is the
main west coast line for UP, and, as a result, has at least 20 trains a day moving about 25
to 27 million gross tons a year of freight. The rail is in good condition, classified by the
Federal Railway Administration (FRA) as class 4 and allows trains to operate at 60 MPH
north of Silverton Road and south of McGilchrist Street and 35 MPH between Silverton
Road and McGilchrist Street. In addition, UP operates a rail yard to the southeast of
downtown Salem.
The UP line is also used by two passenger train services, Amtrak’s Coast Starlight long‐
distance train and the Oregon and Washington funded Cascades corridor trains
(currently operated by Amtrak). The Coast Starlight operates one train per day in each
direction between Seattle and Los Angeles. The Cascades runs four times per day
between Portland and Eugene in Oregon. The schedule for the Cascades changed in
2018, keeping one train in each direction in the morning and evening, but pushing back
when Salem is served to outside the normal commute hours. As of 2018, there are six
passenger trains that stop daily at the Salem Passenger Rail Station. In the mid‐1990s,
ODOT purchased and renovated the Salem Passenger Rail Station using $2.4 million in
Transportation Enhancement (TE) funding. ODOT has also renovated the adjacent
historic Salem Baggage Depot for use by Greyhound and other interurban bus service
providers as the Salem Multimodal Station.
The second rail line is to the west of the UP line and runs along the western edge of
downtown Salem next to Riverfront Park. Portland & Western’s parent company, the
Genesee & Wyoming, Inc., purchased the track from Keizer to Eugene from the
Burlington Northern Santa Fe Railroad in 2002. The track is classified as class 2 north of
Salem Parkway and south of Minto Island Road, and class 1 and 2 between those points
by the FRA. The speeds of the P&W trains are limited to 25 MPH north of Salem
Parkway and south of Minto Island Road, and 10 MPH between those points.
Approximately 2 million gross tons of freight is moved annually. The line operates in the
Front Street right‐of‐way from Norway Street to Division Street. As of 2010, P&W was
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operating up to six trains a day with more planned in the future as warranted by any
expansion in the economy.
Pipelines
Pipelines provide an economical way of transporting large quantities of gases or liquids
over long distances.
Three regional pipeline systems are located within or near the SKATS area. Pipelines
transport natural gas and petroleum products within, and through, the SKATS area.
Kinder Morgan Energy Partners (KMEP) transports petroleum products through the
Willamette Valley in its pipeline, which traverses the southeast corner of the SKATS
area. KMEP ships an average of 42,000 barrels of petroleum products through the
SKATS area daily. The Northwest Pipeline Corporation (NWP) operates an interstate
natural gas pipeline that passes just east of the SKATS area as it makes its way through
the Willamette Valley, transporting an average of 60 million cubic feet of wholesale
natural gas to and through the SKATS area annually. Finally, Northwest Natural Gas
(NWNG) operates a system of high pressure natural gas feeder pipelines that serve the
SKATS area and several communities to the west of the SKATS area. NWNG estimates
that it distributes 10 million cubic feet of natural gas annually to customers throughout
the SKATS planning area. The pipeline facilities operating within the SKATS area have
an excellent safety record and have operated without incident. These pipelines are
illustrated on Map 4‐2. There are several smaller natural gas feeder pipelines serving
residential and commercial users that are not shown.
The city of Salem owns and maintains two water transmission lines that traverse the city
of Turner from the southeast to the northwest. These pipelines supply Salem and Turner
with drinking water from the North Santiam River.
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Map 4-2: Goods Movement
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Aviation
Aviation is typically used for either passenger travel or freight that has high value, low
bulk, and is time dependent. Aviation services are provided at McNary Field in Salem,
the Portland International Airport 55 miles to the north, and the Mahon Sweet Field in
Eugene 66 miles to the south. Currently, no commercial passenger flights used the
Salem airport despite repeated attempts by the city of Salem to attract an airline. The
airport authority has reported that since 1948, over $10 million has been invested by the
federal government in McNary Field. Recently, the city of Salem spent $500,000 for a
mobile structure to supplant the current terminal to allow for commercial flights to
resume. As part of ConnectOregon II (2008), the State provided $3.8 million for projects
to the passenger terminal and runway.
The number of flights using McNary Field have been generally decreasing since the mid‐
1990s. There was a temporary increase between June 2007 and October 2008 when Delta
Connection provided commercial passenger service.
Telecommunications
The final piece of infrastructure is the telecommunications network including fiber
optics, microwaves, wireless infrastructure, or copper wires. Telecommunications are
increasingly being used to send documents and information over large distances
extremely quickly with relatively low cost. The increasing speed and capacity of this
network, combined with the expanding capabilities of the computers and other devices
using it, have allowed a burgeoning number of people and businesses to replace travel
with internet use. Unfortunately, no data is available on the number of trips that are not
made due to online shopping, telework, teleconference, or social networking. It is also
possible that people are replacing the trip they didn’t make with another one but for a
different purpose such as teleworking during the day and driving out later for an errand.
Apart from McNary Field, the Salem Railroad Station, the Salem Multimodal Station, and
the city of Salem’s water transmission pipelines, the infrastructure described in this
section is privately owned, operated, and for the most part, privately funded. While
public funds and grants have been used to implement projects on the lines owned by the
railroads, for the most part, the jurisdictions in the area, as well as the State, had little
say over where investment should be directed. The next section describes the
infrastructure pieces that have been traditionally funded with public funds.
Travel and Goods Movement – Regional Road System
The component of the regional transportation system that the public is most familiar
with is the regional road system. Since the early decades of the 20th century, the road
system, and the vehicles that use it, has increased in importance for the movement of
goods and people in, and through, the area. As the first state in the Union to levy a gas
tax, Oregon has a long history of publicly funding new roads and modifications to
existing ones. Combining “free roads,” inexpensive gasoline, and vehicles that were
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affordable to many of the residents in the region has resulted in the region being
crisscrossed with roads of various ‘functional classifications.’ These roads allowed, and
to an extent required, that the land use development be more spread out than it was
when automobiles were not the primary means of mobility.
Functional Classification
For the regional road system (Map 4‐3 ), SKATS follows the federal functional
classification system of principal and minor arterials, major and minor collectors, and
local roads. The jurisdictions in the area use a slightly different classification scheme.
Currently, the regional road system is defined by a series of roads classified as minor
arterial and above (although federal funds may be used on roads classified as collector or
higher). These roads facilitate regional movement that is the longer‐distance travel
within and through the Salem‐Keizer area. This includes the state highways and
Interstate 5 that connect the region with other parts of the state and the nation. The
regional road system carries much of travel by freight, private vehicle, and transit. The
Cherriots bus routes operate primarily on these roads. Many regional roads also have
facilities to support the movement of bicyclists and pedestrians.
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Map 4-3: Functional Classification of the Regional Roads
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Not included in the regional system are the local roads, those classified as ‘collector’ and
below. These serve mainly to move vehicles between the regional system and homes or
individual properties. Typically, these streets are designed for low volumes of traffic
moving slowly.
The total lane‐miles by functional classification for the regional road system is illustrated
in Table 4‐1. Many of the roads with ‘higher’ functional classifications have been built to
be usable by a variety of modes, not just motorized traffic but providing space for people
bicycling and walking. However, roads that are below an arterial are more likely not to
have sidewalks and bike lanes. This is especially true for roads that were built in the years
between 1950 and 1990.
Table 4-2: Miles of Regional Roads (2014)

Interstate
Other Principal Arterials
Minor Arterials

Miles
63
72
120

Volume on the Roads
The regional road system is primarily used by privately owned and operated vehicles,
mainly automobiles. The estimated p.m. peak (5:00‐6:00 p.m.) demand to capacity ratio,
in 2015, for travel on the regional system, is illustrated in Map 4‐4. The data for this map
is from the SKATS Regional Travel Demand Forecasting Model. As shown on the map, a
number of links are congested and approaching their design capacity. This threshold is
reached when the demand to travel on the segment is equal to the calculated capacity of
the segment. The second threshold, which is defined as “approaching capacity deficient”
is when this ratio is greater than 0.85 and less than 1.0. It is also apparent that much of
the congestion is due to either bottlenecks or lack of parallel facilities (such as crossing
the Willamette River).
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Map 4-4: Volume to Capacity, 2015 PM Peak (5-6p)
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Transportation System Management
As discussed in Chapter 1, congestion has recurring and non‐recurring causes. One way
to address congestion is by investments in Transportation System Management (TSM)
programs. TSM aims to increase the efficiency of the existing transportation system by
addressing bottlenecks and flow problems inherent in the built facilities. Three
programs are on‐going: the Regional Traffic Signal Control Center (described below),
the Regional Park‐and‐Ride/Pool System, and the Regional Parking Management System
(described in Appendix F). Twelve park‐and‐ride lots are located throughout the
Salem‐Keizer area in addition to three located outside the SKATS area. The park‐and‐
ride lots within the SKATS boundary are illustrated on the maps that follow later in the
chapter. Most of these parking lots are served by Cherriots. Three park‐and‐ride lots
located outside the SKATS boundary serve those working in the SKATS area. The lot in
Rickreall is served by Tillamook County Transportation District Route 70x, Cherriots
Regional Route 50, and was expanded using ConnectOregon 3 funding in 2011.
According to studies quoted by the Federal Highway Administration (FHWA), five
percent of congestion is attributed to poor signal timing. The Regional Traffic Signal
Control Center (RTSCC) is in Salem City Hall and is operated by the Public Works
Department. It is funded in part with federal funds from SKATS. The RTSCC controls
most of the traffic signals in the region allowing for timing patterns to be reset from the
center in response to traffic or incidents. The signals are connected to the RTSCC via
fiber optics, copper wire, and/or wirelessly, called ‘signal interconnects.’ The signal
interconnects also allow video and data from many of the controllers to flow back to the
RTSCC for either display or use in analysis. One project implemented over the last
decade has been to equip the controllers at key intersections with the necessary
hardware to count traffic, and in most cases, to determine the classification (car, truck,
etc.). This data is useful in understanding how traffic demand changes over time. It is
also used in validating the travel demand model and can be used in other analysis such
as determining crash rates when used with other data sources.
Crashes
According to studies published by the FHWA, traffic incidents account for 25 percent of
the congestion in an urban area. Understanding where collisions occur, and why, is
important not only to address congestion but to increase the safety of the regional
system for those that use it. While there are many factors leading to a collision, several
are addressable via projects to alter the existing roadway or that strive to reduce the
possibility of operator error or that inform the user of the presence of a collision or
slowed/stopped traffic ahead.
ODOT’s Crash Analysis and Reporting unit provides SKATS with data on reported
crashes that have occurred on state highways and local roads. These data detail where,
when, and how crashes occurred. While crash data is limited to those crashes over
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$1,500 in property damage value1 or that involved a fatality or bodily injury, they are the
best source currently available for analysis. The data also provides some information on
non‐injury collisions involving bicyclists and pedestrians; although, often these are not
reported as they do not meet the minimum damage value specified in State law. More
detailed reports, as well as yearly summaries are available on the web
(http://www.mwvcog.org, search for crashes).
The locations of the reported crashes, injuries and fatalities in the SKATS area from 2012
to 20162 are illustrated in Map 4‐6. A total of 17,833 collisions were reported in this time
period, resulting in 61 fatalities. This includes one person killed while bicycling and 20
while walking. There is considerable variation in these numbers for any one year, but
the trend over the years from 2012 to 2016 has been an increase in crashes, injuries and
fatalities. Typically, corridors with higher traffic volume have a higher number of
crashes. Information for each district is discussed later in this chapter.
Table 3: Crashes, Injuries and Fatalities, SKATS Area 2012-2016 (Source: ODOT)

2012‐2016

Crash Only

Downtown
West
Keizer
East
South
Total

1144
619
716
3720
2400
8599

Non‐Serious
Injury Crash
877
566
722
4309
2295
8769

Serious Injury
Crash
25
46
39
198
96
404

Fatal Crash
2
12
7
26
14
61

Total Crashes
2048
1243
1484
8253
4805
17833

Table 4: Fatalities and Serious Injuries by Mode, SKATS Area 2012-2016 (Source: ODOT)

Vehicle‐Vehicle
Vehicle‐Pedestrian
Vehicle‐Bicyclists
Total

Serious
Injury
339
42
23
404

Fatal Crash
40
20
1
61

Further discussion of safety issues as they pertain to the proposed projects is presented
in Chapter 7 as part of the analysis of possible impacts of the projects.

1

The value was increased in 2017 and the higher limit will be reflected in data presented in the next RTSP Update.
For the 2019-2043 RTSP, crash information is presented as 5-year summaries, aligning this reporting with the
federal safety performance measures.

2
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Map 4-5: Crashes, Injuries and Fatalities, SKATS Area 2012-2016 (Source: ODOT)
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Bicycle
The regional bicycle system (see Map 4‐6) includes the regional road system, a few off‐
street paths that provide crucial linkages, and lower‐classified roads that support the
connectivity for those bicycling. The lower volumes and speeds make local streets
attractive to bicyclists, and several have been designated as either bicycle routes or
family‐friendly bikeways (which were known as ‘bicycle boulevards’). While they allow
for relatively long‐distance travel by bicyclists, they are typically not as direct, and thus,
result in longer travel both in distance and time than the bike lanes located along the
arterials that are part of the regional system. While 64 percent of the defined network
has been built, the remaining sections are those that require costly right‐of‐way
acquisition, removal of on‐street parking, or community consensus on the validity of
implementation. Filling in these missing sections is crucial to providing a continuous
network that serves the same travel corridor used by motorized vehicles.
During the summer of 2010, Salem designated its first ‘bicycle boulevard’ on Chemeketa
Street from 24th Street to Commercial Street. Additional bicycle boulevards, currently
referred to as “Family‐friendly bikeways,” are in either the design or implementation
stage.
Supportive infrastructure for bicyclists, such as racks and lockers, has been required by
zoning code in Salem and Keizer for some time. Cherriots and the other transit agencies
serving Salem‐Keizer have equipped their buses with racks that carry at least two
bicycles in addition to providing bicycle parking at transit centers.
Pedestrian
The 1996 RTSP defined the Regional Pedestrian System along the roads in the areas with high
pedestrian use, such as downtown Salem, the Capitol Mall area, Lancaster Mall (now
Willamette Town Center) and around Chemeketa Community College. Other areas were the
existing and future transit centers in Keizer and West and South Salem. Design standards for
each of the jurisdictions includes sidewalks on all functional classifications of roads. As
discussed in Chapter 5, there are gaps in the sidewalk network that present challenges to people
safely reaching their destinations.
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Map 4-6: Regional Bicycle and Transit Networks (2018)
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Public Transit
On September 8, 2009, the Salem‐Keizer Area Mass Transit District, marketed as
Cherriots, initiated a comprehensive overhaul of its fixed‐routes and operations. This
was done in response to the failure of the property tax levy renewal and community
demand for service delivery modernization. The revision allowed the transit district to
increase frequency on the most heavily used routes while removing routes with very low
ridership. It was hoped that this would provide a level of service that meets the needs
for most of the people using it and would attract new riders.
The revised system is based on the “3C” model. Collector buses operating into the
neighborhoods, come into Centers where passengers may transfer to Corridor buses to
travel to another center or destination outside that area. Currently transit centers exist
in downtown Salem, West Salem, and in Keizer. A fourth center is being actively
planned for a location in south Salem with construction possibly starting in 2019.
Cherriots is currently in negotiation with the owner of the property. Other major transit
generators include Lancaster Mall, Chemeketa Community College, and the Capitol Mall
area.
In 2019, Cherriots will start the implementation of ‘A Better Cherriots,’ which increases
the service hours on weekdays, provides weekend service for the first time since 2009,
and expands the number of holidays with service (see Map 4‐6). The funding for these
enhancements is made possible by H.B. 2017 which was signed into law in 2017 by
Governor Kate Brown. A small employee payroll tax was instituted state‐wide with the
proceeds dedicated to transit districts in Oregon.
The Salem‐Keizer Area Mass Transit District also provides “Cherriots LIFT,” (previously
known as CherryLift) a dial‐a‐ride service for disabled persons who are unable to use
regular Cherriots bus service. The Transit District provides training to Cherriots LIFT
users to allow them to use Cherriots when possible. This is done to minimize the cost, as
Cherriots LIFT is seven times more expensive to operate than regular Cherriots service.
Travel training also increases independence and mobility for passengers. All buses
purchased since 2002 are the low floor variety, which makes access and egress easier and
quicker.
In 2009, Salem‐Keizer Transit adopted a locally developed, coordinated public transit‐
human services transportation plan (SAMTD Specialized Transportation Plan). It
contains recommendations for enhancing regional mobility for both the general public
and the transportation disadvantaged population in the region. A long‐range strategic
plan to guide transit development and the services offered over the next 20 years was
prepared and adopted by the SAMTD Board in 2013. This focused on the Cherriots
Regional (nee CARTS ‐ Chemeketa Area Regional Transit System) system operating
primarily outside of the SKATS area. (See Chapter 7 – Proposed System.)
TripLink is a tri‐county Medicaid brokerage that was developed and implemented during
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the summer of 2003. It provides transportation services for Medicaid‐eligible clients for
medically‐related transportation needs. Throughout the Salem‐Keizer area there are
many small, client‐oriented nonprofit organizations that provide transportation
primarily for elderly and disabled individuals.
Inter‐urban Transit
In addition to the services offered by the Salem‐Keizer Area Mass Transit District, several
other transit providers connect Salem with other cities. Wilsonville’s SMART (South
Metro Area Regional Transit) provides service in the morning and evening commute
hours from downtown Salem to the Wilsonville Transit Center with connection to Tri‐
Met’s WES (Westside Express Service) commuter rail service to Beaverton, which
provides further connections to other Tri‐Met (the transit provider for the Portland
Metropolitan area) bus and light rail services. This complements service that Cherriots
offers along the same route for a total of nine trips per peak time period. Yamhill County
Area Transit (YCAT) connects McMinnville to the Glen Creek Transit Center with five
round trips per day. Cherriots Regional, which is operated by the Salem Area Mass
Transit District, has several routes that serve the smaller towns and cities in Marion and
Polk Counties including Turner which is part of the MPO, and connects to Cherriots
service at the downtown Transit Center. Finally, a connection to Lincoln City via Spirit
Mountain Casino from the Salem Multimodal Center is offered by Tillamook County
Transportation District (TCTD). Their route 70X replaces the Cherriots route 2X that
was discontinued at the end of December 2017.
Long‐distance bus service is offered by Greyhound and Mt. Hood Teleporter.
Greyhound operates eight buses daily along I‐5 connecting Salem to Portland and
California. Mt. Hood Teleporter runs one round‐trip six days a week between
Bend/Central Oregon and Portland that stop in Salem. Finally, six weekday round‐trip
Cascades POINT (nee Amtrak Thruway) buses provide service between Eugene, Salem,
and Portland running on I‐5 that complements the Cascade passenger rail service. All
these services (except the Mt. Hood Teleporter) stop at the Salem Multimodal Station,
which is adjacent to the Salem Railroad Station.
Taxis, Car‐share, and TNCs
Beyond the transit providers discussed above, the Salem‐Keizer area has four taxi
companies, an airport shuttle service, and numerous limousine services that provide the
residents of the area with additional mobility options. Many of the latter two services
are focused on facilitating travel to and from Portland International Airport (PDX). One
car‐share company operates in Salem focused on serving Willamette University. Since
2017, Transportation Network Companies (TNC), such as Lyft and Uber, have operated
legally within Salem. Currently Keizer; Turner; Polk, and Marion Counties do not have
any regulations on TNC operations in their jurisdictions.
Transportation Demand Management
Cherriots Trip Choice (previously known as Cherriots Rideshare) provides
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Transportation Demand Management (TDM) services that assist people in accessing
alternatives to driving alone to work. Among the services it provides are a regionwide
carpool matching service, a vanpool referral service, and emergency ride home program.
In addition, staff conducts outreach to employers to help them access and implement
these programs. These programs are designed to reduce congestion on the region’s
roads and to help those that participate in them save time and money. The city of Salem
supports these programs by offering preferential parking for carpools/vanpools at
locations in the Salem downtown core. In 2014 Cherriots Trip Choice developed a master
plan to guide their near and medium‐term development.
Transit service is supported by a network of continuous and comprehensive sidewalks.
These allow for people to access transit. While the provision of sidewalks along the
regional arterials is a matter of policy, there are still gaps in the system especially from
those segments that were developed after World War II and before the recent policies
mandating sidewalks came into effect. In addition, many of the local streets either do not
have, or have inadequate, pedestrian infrastructure for the same reasons.
Security and Resiliency
In the event of emergencies or natural disasters, it is important that as much of the
transportation infrastructure remain functional to ensure that responders and assistance
may reach the affected area. The State of Oregon has defined a number of “lifeline
routes” to serve this function (see, e.g., Oregon Highways Seismic Options Report).
The selection was based on the consideration of the likely outcomes from a major
earthquake along the Cascadia Subduction Zone off the coast. These routes were
assigned one of three tiers with Tier 1 representing those routes of highest importance
from a statewide point‐of‐view to maintain connectivity between the areas. These routes
are illustrated in Map 4‐7. Landslides can happen with or without an earthquake and are
a danger in several locations in the area near land with slopes.
Other considerations include flooding due to heavy rain or blocked storm drains.
Extreme weather resulting in higher water levels in the waterways in the region increases
the scouring of bridge supports. As recently as 2012, a number of roads in downtown
Salem had to be closed due to flooding; and the Winter Street bridge over Shelton Ditch
was damaged. A replacement for this bridge was constructed in 2016. The flooding in
January 2012 resulted in a few other bridges requiring repair or replacement. Increases in
the amount and intensity of winter storms that bring rain to the Willamette Valley and
the Cascades could result in increased damage to the bridges and roads in the region.
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Map 4-7: Seismic Lifeline Routes (Source: ODOT, 2013)
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Discussion of Existing System
From this overview of the major components of the regional transportation system, the
next sections will address the specifics as they exist today (2018) in five districts of the
region (see Map 4‐8). These districts have been defined for the use in this document
and other planning work, and do not represent any political or neighborhood
boundaries. The maps provided for each district address existing Bicycle & Transit and
Infrastructure facilities. The first shows those facilities that support movement by transit
and/or bicycle, as well as some of the uses of the land that generate travel demand. The
second shows the location of the signals, roads, and bridges that provide the underlying
base for supporting movement in the area. The maps are also available on the Council of
Government’s website (http://www.mwvcog.org, search for “RTSP maps”).
Since 2005 a number of projects have been completed increasing the safety, efficiency
and options for the traveling public in the greater Salem area. Table 4‐X lists a few of
these.
Project
Delaney Road

Location
Turner

Liberty Street Interconnects

Salem

Commercial St @ Kuebler
Blvd

Salem

Auburn Road

Unincorporated
Marion County

Verda Lane

Keizer

Minto‐Brown Island Bridge

Salem

Enhanced Bus Shelters

Region‐wide

I‐5 Phase IIIb

Salem
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Add sidewalks and bike lanes
on Delaney Road from 3rd St to
7th St
Extend signal interconnection
north along Liberty St to XXX
Widen the existing
intersection to include more
turn lanes
Add bike lanes, curbs and
sidewalks from Lancaster Dr
to Baldwin Av
Replace existing four‐way stop
with a modern roundabout
Add a pedestrian and bicyclist
bridge from Riverfront Park to
Minto Brown Island.
Improve ADA accessibility to
bus stops, replace the shelters
and improve the signage along
several high use transit
corridors.
Expand I‐5 from Highway 22E
to Kuebler Blvd with an
additional lane and replace a
bridge.
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Map 4-8: Five Districts of the SKATS Area

District 1: Downtown Salem
Downtown Salem, which is illustrated in Maps 4‐9 and 4‐10, is the central point where
many of the regional corridors converge. Comprised of the oldest parts of the city, it is
situated on the Willamette River and is bounded by the two rail lines that transect the
region. Many of the regional corridors pass through downtown Salem. Most roads have
sidewalks, and several have bike lanes. In addition, the Chemeketa Street bicycle
boulevard terminates in downtown; the Union Street railroad bridge, which was
converted to pedestrian and bicycle use in 2009, links downtown to West Salem; and the
Peter Courtney Bridge links Riverfront Park with Minto‐Brown Island Park was
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completed in 2017.
Cherriots, SMART, and Cherriots Regional provide transit service to the downtown
transit center linking it to other parts of Salem‐Keizer, Wilsonville, and the surrounding
towns and cities in Marion and Polk Counties. Greyhound serves Salem from their bus
terminal located at the Salem Multimodal Center located on 12th Street with eight buses
a day that travel along I‐5. Service to the Salem Railroad Station is provided by the Coast
Starlight long‐distance train (Seattle to Los Angeles) and Cascades corridor service
between Eugene and Vancouver, B.C., both operated by Amtrak. Daily, there are two
long‐distance trains, two round‐trip Cascades trains, and seven round‐trip Cascades
POINT (nee Amtrak Thruway) buses.
In downtown, there are 26 bike lockers in five locations. In addition, there are six
publicly owned parking garages (“parkades”) with 3,141 parking spaces. The parking
district area contains 1,268 of the total 1,800 parking meters in the city. There are also
254 carpool spaces and 12 vanpool spaces. Parking is free between Front Street and
Church Street and Trade Street to Marion Street in the main shopping area supported by
the downtown merchants. For parking outside this area, there is a current hourly rate of
$1.50 for on‐street locations east of Church Street and west of 12th Street, and for the
parkades outside the downtown parking district. The Capitol Mall area has several
surface parking lots mainly for use by State employees.
Not counting the Willamette River bridges, there are nine bridges along the regional
corridors in the downtown area. These cross smaller tributaries of the Willamette River
such as Mill Creek or Pringle Creek. In the last ten years, a number of these have had
work done to repair or replace the bridge deck or scouring among the piers in the water.
The latest is the bridge over Shelton Ditch on Winter Street, which was damaged during
the flooding that occurred in January 2012.
In 2010, the city of Salem, ODOT Rail, and the Union Pacific Railroad began converting
all the intersections along the UP’s main line along the east side of downtown Salem to
improve safety and be eligible for “quiet zone” designation – this will reduce the use of
train horns when operating on that stretch. The quiet zone currently (2018) extends
from Mill Street SE to Silverton Road NE. The quiet zone has been extended to three
crossings of the Portland & Western Railroad.
Between 2012 and 2016 (the latest year data is available), there were 1964 vehicle‐vehicle
crashes, 48 vehicle‐pedestrian crashes and 36 vehicle‐bicycle crashes in the downtown
Salem area. There were two crash related fatalities in this time period. The trend over
the last five years has been for an increase in crashes with a slight decrease in vehicle‐
bicycle crashes. The four major streets in the area, (Marion, Center, Commercial, and
Liberty) carry the highest volume of traffic in this district and had the highest number of
crashes.
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Traffic congestion occurs in the a.m. and p.m. peaks along the roads leading to and from
the Willamette River bridges. Back‐ups can extend on Commercial Street NE from
Marion Street past Market Street. Broadway experiences much less frequent backups in
the p.m. peak, often associated with a Portland & Western train.
A signal was installed at the intersection of Union Street and Commercial Street in 2017,
along with modifications made to facilitate bicycle movement from the Union Street
bridge into downtown. By 2020, Union Street will have bicycle facilities from
Commercial Street to 12th Street.
The downtown/central business district of Salem is home to several major employers
including the Truitt Brothers, State of Oregon, Salem Hospital, city of Salem, Marion
County, Willamette University, and SAIF. In addition, there are numerous retail and
service establishments catering to this group as well as people who travel to downtown
for shopping or entertainment. Recent redevelopment has occurred along Broadway
north of downtown, and the Boise Cascade site in the southwest corner of downtown is
being redeveloped to provide jobs and housing. In addition, the area bounded by
Commercial Street, Division Street, and Mill Creek will be the new home for the Salem
Police Department by fall 2020.
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Map 4-9: Downtown Bicycle and Transit
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Map 4-10: Downtown Infrastructure
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Map 4-11: Fatalities and Serious Injuries from Crashes, 2012-2016 (Source: ODOT)
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District 2: West Salem
Wallace Road acts as the main thoroughfare for west Salem linking the Willamette River
bridges to the roads that access most of the housing in the area. The Rosemont
interchange on Highway 22W also allows access to the residential areas and the
Edgewater Street commercial district. The area’s population of just over 27,888 (2017)
works predominately on the eastern side of the Willamette River, whether that is in
Salem‐Keizer or outside the metropolitan area. As such, the volumes on the Willamette
River bridges are quite high. In mid‐2017, the average weekday volume was 100,076, a
substantial increase from 84,700 that was recorded for 2013 (see also Appendix B).
Highway 22 provides for the major east‐west movement between the coast, the valley,
and central Oregon with around five to six percent of the traffic being trucks carrying
goods.
Currently the area is served by four bus routes – three circulating the neighborhood, and
one that provides service to downtown from Capitol Manor via the West Salem Transit
Center. The West Salem Transit Center provides connection between these routes as
well as the Yamhill County Area Transit service to McMinnville that operates five times a
day.
Bicycle lanes are on many of the major roads; although, there are significant gaps. The
terrain of West Salem results in roads with inclines that can be challenging to novice or
occasional riders. An older multi‐use path runs along the northern edge of
Highway 22W from Wallace Marine Park past the SKATS boundary west of Highway 51
and provides a connection to Rickreall and Dallas. The Union Street bicycle/pedestrian
bridge connects from Wallace Road to downtown via Riverfront Park and provides an
environment free from motorized vehicles. While sidewalks are present along segments
of the regional roads in the area, they are usually not contiguous.
Until 2010, Highway 22W from the Willamette River bridges to Highway 99W was
designated by ODOT as a “Safety Corridor”; the designation was removed after the
number of crashes on that section declined. There were 1194 total collisions including 11
fatalities between 2012 and 2016 (the latest data that is available), including one
pedestrian on the roads in this district. Wallace Road (between Edgewater Street and
Rosemont Avenue), Glen Creek Road, and Highway 22W were the roads with the most
collisions.
Employment in West Salem is concentrated in the southeastern section of the area
located along Wallace Road and Edgewater Street. Typical employment is retail or
service with some small‐scale industrial uses west of Wallace Road and north of
Edgewater Avenue. Employment elsewhere is limited with some schools but no large
employment centers. The majority of multi‐family housing is located along Wallace
Road and in the ‘Edgewater’ district generally bounded by Rosemont Avenue, 8th Street,
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Patterson Street, and 2nd Street. Single‐family detached housing is predominate
elsewhere in West Salem.

Map 4-12: West Salem Bicycle and Transit
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Map 4-13: West Salem Infrastructure
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Map 4-14: Fatalities and Serious Injuries from Crashes, 2012-2016 (Source: ODOT)
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District 3: Keizer
River Road North is the major road connecting Keizer with Salem. The other is Cherry
Avenue. Lockhaven Road and Chemawa Road provide for the east‐west movement from
River Road to an interchange at I‐5, and Salem Parkway runs northeast to southwest to
provide additional capacity linking I‐5 to central Salem along the southeastern boundary
of Keizer.
Transit service is focused, for the most part, on the arterials. Completed in 2012, the
Keizer Transit Center at Keizer Station provides a more customer friendly environment
to wait and transfer to the buses. In addition, it includes a park‐and‐ride lot for
commuters. Keizer is served by five routes, including two that provide service to eastern
Salem, one circulator, and two that goes to downtown Salem.
Several roads on the regional system in this area have bike lanes and sidewalks, but there
is also a significant gap in bicycle lanes along a crucial section – River Road between
Chemawa Road and the southern limits of Keizer. The lack of continuous north‐south
streets results in bicyclists traveling out‐of‐direction to continue their journey. The
Willamette Valley Scenic Bikeway uses Windsor Island Road, Shoreline Drive, Manbrin
Drive, and Cherry Avenue as part of its path between Champoeg State Park (south of
Wilsonville) and Eugene. Gaps in the sidewalk network, particularly on collector and
local streets, have been identified by Keizer and will be constructed as funds are made
available. A study examined access to the Kroc Center in the Salem Industrial area from
Keizer and how to safely move pedestrians and bicyclists across Salem Parkway to get
there, as well as connecting to the larger bicycle system.
Along the eastern edge of the district is the Portland & Western Railroad. Currently, it
operates up to six trains per day along the line. No rail sidings exist to service properties
along the rail line in Keizer.
Within Keizer, there are no large generators of freight traffic, nor any large
concentrations of employment in the area except for Keizer Station. Most of the land
within Keizer is devoted to single family dwellings with a limited industrial area mainly
in the southeast quadrant. There are many smaller businesses and office/retail centers
located along River Road while Keizer Station has a number of big box retailers. Keizer
Station is also home to the baseball stadium, which has events mainly in the summer
months. The Keizer Little League Park generates heavy summer traffic.
The majority of collisions in this area have been along River Road North from the
southern city limits to Lockhaven Drive and along Lockhaven Drive/Chemawa Road
between I‐5 and River Road. From 2012 to 2016, there were 1410 collisions. This number
includes 40 vehicle‐pedestrian collisions and 34 vehicle‐bicyclist collisions. Three people
walking and four people in vehicles were killed as a result.
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Map 4-15: Keizer Bicycle and Transit
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Map 4-16: Keizer Infrastructure
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Map 4-17: Fatalities and Serious Injuries from Crashes, 2012-2016 (Source: ODOT)
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District 4: East Salem
There are several important north‐south arterials in this district including the
Commercial/Liberty couplet north of Division Street, the Summer/Capitol couplet,
Hawthorne Avenue, Lancaster Drive, Cordon Road, and I‐5. East‐west movements are
served by Silverton Road, Market Street, Center Street, State Street, and Mission
Street/Highway 22E. Portland Road provides southwest to northeast movement. East‐
west movement is slightly curtailed by the presence of I‐5, which limits connectivity.
The Kuebler Boulevard/Cordon Road/Hazelgreen Road corridor is recognized as a
regionally significant circumferential route around the Salem‐Keizer Urban Area. The
corridor is classified as a Parkway in the Salem Transportation System Plan and an
Arterial in the Marion County Rural Transportation System Plan. Marion County has
designated the portion of the corridor from State Highway 22E to the intersection with
Hazelgreen Road as a Throughway, as provided in Oregon Revised Statute (ORS)
374.420, to facilitate the free flow of traffic around east Salem and Keizer. The corridor
has two connections to I‐5, at Kuebler Boulevard and Chemawa Road and functions as
the emergency detour route when incidents close major regional facilities such as I‐5,
Portland Road, and Lancaster Drive. It provides a regional alternative to travel on I‐5
and provides relief for commercial corridors such as Lancaster Drive.
The district currently is fairly well served by public transit. There are two major
generators/attractors of transit trips: Chemeketa Community College and Willamette
Town Center. In addition, there are two major park‐n‐ride locations: one on Airport
Road and the other at Market Street and Hawthorne Avenue. The Airport Road facility
was developed mainly for State workers to avoid parking in downtown Salem; but with
the State not providing subsidized bus passes for employees, it remains to be seen how
ridership will be impacted. The Market Street facility serves both downtown workers as
well as those traveling north to Wilsonville or the Portland Area either by carpool or by
the Cherriots/SMART 1X route.
While there are roads with marked bicycle lanes and routes, there are also significant
gaps in both the north‐south and east‐west movement. The region’s first ‘bicycle
boulevard,’ which extends along Chemeketa Street from 24th Street to 12th Street,
provides a route that is slower paced and has less vehicular traffic than either State Street
or Center Street to access downtown Salem. An additional bicycle boulevard has been
designated following Winter Street north from downtown Salem to Cherry Avenue to
provide a route to Keizer.
Both rail lines transect this district; and a connection between them exists in the area
near Salem Industrial Drive located between Salem Parkway, Portland Road, Cherry
Avenue, and Hyacinth Street.
The main industrial sections are located within the Salem Industrial Area which is
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bounded by Portland Road, Cherry Avenue, Salem Parkway, and extends north of
Hyacinth across I‐5 toward Indian School Road. This area has access to the two
railroads, I‐5 via Salem Parkway and Portland Road, and to the south via Salem Parkway.
Additional industrial land is located off Hawthorne Avenue near State Street and in the
Salem Business Campus located on Gaffin Road between Highway 22E and Cordon Road.
Major employment centers include the Willamette Town Center area, Chemeketa
Community College, and the cluster of State offices along Airport Road. There is one
correctional institution between State and Center streets as well as the State Hospital.
Lancaster Drive is home to a number of strip malls offering a variety of businesses
between Mission Street/Highway 22E and Silverton Road. The majority of the remaining
area is devoted to housing, predominately single family.
The signals along many of the major arterials are interconnected with the major
exceptions being located along Cordon Road and Lancaster Drive north of Silverton
Road being completed in 2019.
This district has the most crashes in the metropolitan area with 8,253 occurring in
between 2012 and 2016. Of these, bicyclists were involved in 196 and 156 involved
pedestrians. In addition, there were 26 fatalities including 12 involving a pedestrian and
one‐person bicycling. The area has some of the intersections with the highest number of
crashes in the region including Lancaster Drive at Sunnyview Road, Lancaster Drive at
Market Street, and Lancaster Drive at Center Street.
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Map 4-18: East Salem Bicycle and Infrastructure
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Map 4-19: East Salem Infrastructure
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Map 4-20: Fatalities and Serious Injuries from Crashes, 2012-2016 (Source: ODOT)
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District 5: South Salem and Turner
River Road South, Liberty Street, Commercial Street, 12th/13th Streets, and Turner Road
provide for the main north‐south movement with 25th Street, I‐5, and Cordon
Road/Kuebler Boulevard serving traffic further east. Highway 22E, Madrona Avenue, and
Kuebler Boulevard are the main east‐west routes with the city of Salem slowly building
another east‐west route as development occurs in the southern part of the city along the
Mildred/Fabry alignment. I‐5 provides a connection for travel either north into the
remainder of the Salem/Keizer area or beyond toward the Portland area or to the south
to Albany, Corvallis, or Eugene. The south Salem area is connected to I‐5 with
interchanges at the south end of Commercial Street with a partial interchange and at
Kuebler Boulevard with a full interchange. The city of Turner is connected to Salem via
Turner Road and to I‐5 via Delaney Road.
The district has several industrial areas including Fairview Industrial Park and the Mill
Creek Corporate Center (MCCC), which is planned to mix distribution with industrial
uses as it builds out in the future. Fairview Industrial and the MCCC have limited access
to I‐5 and Highway 22E. In addition, Fairview is adjacent to the Union Pacific Railroad,
but like the MCCC, has no rail access. Outside of the MCCC, there are no large
concentrations of employment, just smaller establishments located along Commercial
Street, Liberty Road, and Mission Street.
The UP and P&W rail lines are in this district. The Union Pacific also has a rail yard
located east of 12th Street to serve the needs of the region around Salem. McNary Field is
owned and operated by the city of Salem to provide general aviation services. Currently,
no commercially scheduled flights operate from the airport.
Two issues reduce the attractiveness of bicycling in this area. First, the hilly terrain,
especially in the western portion, inhibits many people from biking to their destination.
Second, there is little straight‐line connectivity to the road system (regional or not) to
allow easy and continuous movement from one end to the other.
Of the 4,805 collisions between 2012 and 2016, the majority were vehicle‐vehicle, 76
vehicle‐pedestrian, and 76 vehicle‐bicycle. There were eleven fatalities in this area
including three people who were walking. The majority of the crashes have been along
Mission Street/Highway 22E, Commercial Street South, and 12th/13th Streets.
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Map 4-21: South Salem Bicycle and Transit
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Map 4-22: South Salem Infrastructure
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Map 4-23: Fatalities and Serious Injuries from Crashes, 2012-2016 (Source: ODOT)
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Agenda Item F.
Amendments to the Transportation
Planning Rules

SKATS Policy Committee
(PC)
September 25, 2018
Action Requested:
Information item.

Oregon
Kate Brown, Governor

Department of Land Conservation and Development
635 Capitol Street NE, Suite 150
Salem, Oregon 97301-2540
Phone: (503) 373-0050
Fax: (503) 378-5518
www.oregon.gov/LCD

September 11, 2018
Dear Metropolitan Transportation Planning Rulemaking Advisory Committee (RAC):
The public hearing for the amendments to the Transportation Planning Rules (TPR) has been removed
from the Land Conservation and Development Commission agenda in September. We would like to take
this opportunity to thank you for all the hard work that you have put into this effort and explain why the
commission will not be holding a hearing.
This rulemaking started in 2016 with the technical work of updating the greenhouse gas reduction targets,
adopted in January 2017, and then moved onto technical work clarifying the procedures in the TPR. As
the draft rules were released to a broader policy audience, it has become clear that there is confusion on
the substance of the proposed rule changes and suggestions that the rulemaking should wait until after the
2019 legislative session, which we anticipate will include greenhouse gas-related legislation. Therefore,
the department has concluded that it is best to pause the rulemaking until after the 2019 session.
Until then, the department will focus on working with cities and counties that have requested
transportation planning assistance, including projects to increase transportation choices and reduce
greenhouse gas emissions, and other state agencies in implementing the Statewide Transportation
Strategy.
For further information, contact Bill Holmstrom, Transportation and Land Use Planning Coordinator at
503-934-0040 or at bill.holmstrom@state.or.us.
Again, we thank the RAC for your input and work to date. We know it will be useful when we re-engage
in 2019.
Sincerely,

Carrie MacLaren
Deputy Director
cc: Interested Parties
DLCD Staff

From: David Sawyer
Sent: Wednesday, September 12, 2018 3:13:13 PM (UTC-08:00) Pacific Time (US & Canada)
To: casaria.taylor@state.or.us
Cc: Jaffe, Mike; David Sawyer
Subject: TPR comments

To the committee:
The City of Turner, a small community just south of Salem, will likely cross the 2500 population
threshold requiring the implementation of the new rules within the next year. I understand that part of
these rules will allow for exemptions for smaller local governments within metropolitan areas. I would
encourage that the exemption process‐ application, justification, required analysis, etc.‐be crafted in the
same spirit as the exemption. That is: do not make the exemption process over burdensome. Please
recognize that the smaller communities, ones that might qualify for exemptions based on their limited
transportation impacts, also have far fewer resources and expertise to deal with applications and
administrative processes. Help us get to the common goal of allowing the exemptions to be useful by
making the application process prudent and reasonable.

David Sawyer, City Administrator
P O Box 456
5255 Chicago Street
Turner, OR 97392
503‐743‐2155
manager@cityofturner.org

September 11, 2018
Jerry Lidz, Chair
Land Conservation and Development Commission
635 Capitol Street NE, Suite 150
Salem, OR 97301-2540
Dear Chair Lidz and Members of the Commission:
Thank you for the opportunity to comment on behalf of the Metro Council on proposed
amendments to the Transportation Planning Rule (TPR), and for inviting Metro to be part of the
rulemaking advisory committee. As you know, we continue to strongly support the TPR as a
foundation for our own Region 2040 growth strategy and for our more recent Climate Smart
Strategy for reducing greenhouse gas (GHG) pollution in the Portland metropolitan region.
We appreciate the work the Land Conservation and Development Commission (Commission)
has completed to date. It is clear that the Commission recognizes Metro’s unique role as a
metropolitan planning organization (MPO) with land use authority, and the proposed rule
provides several accommodations for Metro. However, the proposal is going in the wrong
direction overall: it would weaken our commitment to regional transportation planning in
Oregon, which has a long and proud history of fully integrating transportation and land use
planning. Turning away from regional planning also threatens our ability to meet GHG
reduction targets the Commission has adopted for Oregon's eight metropolitan regions, a
critical part of the statewide strategy for addressing climate change.
The Metro Council respectfully requests that the Commission table the proposed rule
amendments, which represent a retreat from Oregon’s commitment to addressing climate
change at the exact moment that the Legislature is considering ambitious legislation to address
this critical issue. This rulemaking offers a key opportunity to more clearly frame the
performance options around existing statewide climate policy and GHG reduction targets, and
to engage directly with regional policy makers and members of the public in the context of state
climate legislation anticipated in 2019. By adopting these amendments, Oregon would squander
this crucial opportunity to reinforce the importance of regional action to address the most
important issue of our time. In short, we request that you:




Delay the rulemaking until after the 2019 legislative session;
Continue to require regional transportation system plans; and
Insist that any TPR amendments strengthen, not weaken, existing rules that serve to
minimize climate impacts at a time when the public, the Governor and many elected
officials are calling for Oregon to demonstrate leadership in addressing climate change.

Furthermore, we urge the Commission to directly engage policy makers from the MPOs in this
discussion. Oregon's eight MPOs represent nearly 70 percent of Oregon's population and are
the engine of the state's growth and economic development. The main sources of Oregon's
transportation-based GHG emissions are within the boundaries of the MPOs. MPOs should thus
be expected to demonstrate how they will reduce GHG emissions as part of a regional planning
process. While the rulemaking advisory committee brought deep technical knowledge and
1

experience to the conversation, it was largely made up of professional staff, not policy makers.
The proposed changes to the TPR are significant and should be fully vetted before adoption.
Keeping our Commitment to Regional Coordination and Planning
Since it was first adopted in 1992, the TPR has acknowledged the need to address regional
transportation planning using Oregon's federally recognized MPOs, where federal rules
establish a regional table for transportation planning in larger urban areas. The federal context
is simple: the traveling public moves in regional patterns, without regard for city or county
borders. Each of Oregon's eight MPOs has a regional policy board whose sole responsibility is to
plan for transportation solutions that embrace this reality. The Oregon MPO Consortium
(OMPOC) was formed more than a decade ago as a summit of Oregon's MPOs convened to
bridge our differences and work together to advance our common interests. Since then, we have
worked with the other MPOs to successfully promote best practices across Oregon's urban
areas.
The TPR has continued to push the Portland metropolitan region to work together to tackle
tough regional issues. While often challenging, regional collaboration requires us to find
common ground in plans and policies and generally yields stronger outcomes. The key to
successful collaboration is having a regional table where we agree to work through the
challenges we face with an understanding that we have a shared stake in the outcome and that
all partners will have a role in the solution. This is especially true in transportation planning,
and has led to a strong track record of success in our region.
The proposed changes to the TPR would retreat from this approach by eliminating the
requirement for regional transportation system plans, thereby decoupling the state's interest in
regional transportation planning from work that is already mandated by the federal
government. We see the "bottom-up" approach in the proposed changes to the rule, whereby
local governments in areas already governed by MPOs would somehow create cohesive regional
plans working in a vacuum from one another, as a big step backward for Oregon. This approach
ignores the reason our federal government created MPOs to begin with: to develop regional
solutions that can only come from difficult but necessary regional conversations.
We are also concerned that proposed changes to the TPR further fracture a regional approach
by excluding small communities within metropolitan areas. Currently, the rule allows very
small jurisdictions of less than 2,500 residents to opt out, assuming that they lack the capacity
to meet state mandates. The proposed changes to the rule would extend this exemption to
communities under 10,000 residents. This change would exempt some of the most rapidly
growing suburban communities in the greater Portland region, like Fairview, Wood Village and
King City, from planning for transportation in the same way that every other sizeable city in the
region is expected to do. We specifically request that these smaller jurisdictions not be
exempted for the Portland Metro MPO. Statewide, this change would likely exempt similar,
rapidly growing cities within the other Oregon MPOs. Cities of this size have professional staff
and are too large to be disregarded when they are part of a metropolitan region.
Climate Policy Concerns
Oregon has been a leader in addressing the global climate crisis, and Metro continues to support
the state's strong commitment to reducing GHG emissions. In HB 3543 (2007), the Oregon
Legislature adopted statewide GHG reduction targets for all sectors. In HB 2001 (2009) and SB
1059 (2010), the Legislature directed LCDC to adopt targets for reducing transportation-related
2

GHG emissions in metropolitan areas consistent with the overall target from HB 3543. Those
regional targets, first adopted in 2011, were updated in January 2017. The Commission also
recognized that GHG targets are closely related to the metropolitan transportation planning
requirements in the TPR.
Metro was directed by HB 2001 and by LCDC rules to develop a plan for meeting its regional
GHG reduction target in coordination with the Oregon Department of Transportation (ODOT).
After a vigorous and collaborative regional process, this plan – known as the Climate Smart
Strategy – was adopted by Metro with broad regional support in 2014 and approved by LCDC in
2015. At that time, we reported the results and analysis to LCDC to meet the Legislature’s intent
of providing a path for other MPOs to follow; the statute that directed our region to develop the
strategy clearly envisioned that our work would provide a model for other urban regions. We
are thus greatly concerned that the current proposed changes to the TPR directly undermine
your commitment to meeting the targets you adopted only last year.
The overarching takeaway from Metro’s Climate Smart Strategy is straightforward: pairing
good land use planning with a commitment to multi-modal travel is essential to enable us to
meet our target. Reducing vehicle miles traveled, once viewed primarily as a means of creating
more vibrant communities, is now considered a best practice among urban regions across the
nation seeking to reduce GHG emissions. We therefore support the specific elements of the draft
rule that embrace known tools for addressing climate change through smart land use planning
and transportation decisions that promote shorter trips and use of transit, walking and biking
as safe, viable alternatives to driving. Without these policies in place, and without a
commitment to funding the infrastructure that makes those options possible, Oregon will not
meet its GHG reduction target.
We are concerned that the proposed changes to the rule include a performance option that
amounts to an opt-out path for metropolitan areas that wish to avoid discussing GHG targets,
allowing them to instead simply set arbitrary modal targets that can be met without rethinking
their land use policies or transportation investments. This option appears to be focused more
on making the TPR easier for cities and counties to comply with than with setting statewide
policy that is needed, even if it challenges us to explore new ways to plan for growth.
As noted above, areas that MPOs represent are the main sources of Oregon's transportationbased GHG emissions. We are concerned that metropolitan regions that choose to opt out will
not meet their GHG reduction targets, which in turn will mean that Oregon will not meet its
statewide targets. While we understand the funding and staffing constraints of Oregon's MPOs,
we urge LCDC in partnership with ODOT to support MPOs in doing this work, while setting the
clear expectation that MPOs should demonstrate that our transportation plans move us toward
our GHG reduction targets. OMPOC could also play a role in this partnership as the forum for
Oregon's MPOs to address common challenges.
Now is not the time to adopt new rules that undermine Oregon’s commitment to addressing
climate change. This summer has seen a record number of days exceeding 90 degrees and large
portions of the state have been severely affected by wildfires exacerbated by warmer and drier
conditions. The Oregon Legislature is currently discussing legislative concepts that would limit
GHG emissions in Oregon and create funding for investments that are proven to reduce those
emissions. As the 2019 session approaches, Senate President Courtney and House Speaker
Kotek have both made legislation on this topic a priority, so there is good reason to expect a
statutory framework that will link funding to GHG reduction investments.
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For this reason, we hope the Commission will take this opportunity to more clearly frame the
performance options around existing statewide climate policy and GHG targets. While the
Portland metropolitan region has already adopted our GHG strategy, the TPR changes could be
revised to set the other MPOs on a path toward creating their own regional climate strategies
that, in turn, could help them compete for future, climate-specific transportation funding to
implement their strategies on the ground.
This Deserves More Time
We urge the Commission to table these amendments as currently drafted and give this topic the
time and thought it deserves. When the current round of TPR rulemaking began in Fall 2017,
your staff set an ambitious timeline of completing the work by May 2018. This timeline was
extended to July and then to September. These delays occurred because the timeline was
always far too limited for changes of this magnitude to be considered by affected regional and
local agencies.
Most importantly, we ask for your leadership to encourage regional consensus-building at the
MPO level, in part to work on one of the most urgent problems facing this state and nation –
climate change.
The Metro Council is counting on the Commission to continue to set a high bar as the state's
stewards for Oregon's land use system. Thank you for your consideration.
Sincerely,

Metro Council President Tom Hughes
On behalf of the Metro Council
cc:

Land Conservation and Development Commission
Metro Council
Joint Policy Advisory Committee on Transportation (JPACT)
Metro Policy Advisory Committee (MPAC)
Oregon MPO Consortium Board
Tammy Baney, Chair, Oregon Transportation Commission
Kristen Sheeran, Carbon Policy Office Director, Office of the Governor
Jason Miner, Natural Resources Policy Manager, Office of the Governor
Brendan Finn, Transportation Policy Advisor, Office of the Governor
Jim Rue, Director, Oregon Department of Land Conservation and Development
Matt Garrett, Director, Oregon Department of Transportation
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Agenda Item G.
OMPOC Legislative Priorities

SKATS Policy Committee
(PC)
September 25, 2018
Action Requested:
Additional discussion, potential modifications, and other
input on the list of legislative priorities. Give direction to
SKATS’ representatives to OMPOC for the next OMPOC
meeting in October..

Comments regarding the draft 2018 Legislative Priorities for discussion at OMPOC were provided by:
Cathy Clark
Kathy Lincoln (written comments attached)
Paul Kyllo (supports current priorities)

Jim Lewis
Gary Tiffin
Sam Brentano

They are summarized in the table below.
Issue

Support

1. Prioritize safety and universal access.
2. Transit Funding
3. Increase investments in Safe Routes to
School programs
4. Support for both freight and passenger
rail
5. Support investments in community
bicycle and pedestrian improvements.

3
2
5

6.
7.
8.
9.

1
3
1
2

Jurisdictional transfers.
Inter‐city transit.
Transit student youth pass.
Improve efficiency and coordination in
the provision of special transportation
services.

10. Climate change.
11. Direct more funding authority to local
communities.
12. Prioritize seismic preparedness.
13. Automated speed enforcement.
14. Local authority of speed limits.
15. Support dedicated funding for aviation.

Do not Neutral Support w/ following
Support
change
1
1

2

2

Emphasis on freight

3

1

As long as linked to local
priorities
Note: many of our
projects that need
funding include upgrades
for bike ped

1
4
2
3
2

1
1

1

1
1
1
2

1

1
2
3
2

16. Support additional ConnectOregon
programmatic funding.

2

1

17. Safe Routes to School ‐ reduce match
requirement
18. Intra‐City Transit ‐ NEW

3

1

1

Add how this provides
transportation choice
and increased
independence

I have an actual conflict
of interest on this one
Competitive grants as
well as the earmarked
projects.

New concept

From: Kathryn Lincoln <klincoln@q.com>
Sent: Friday, September 7, 2018 2:50 PM
To: Jaffe, Mike <MJaffe@mwvcog.org>
Cc: clarkc <clarkc@keizer.org>
Subject: OMPOC's list of Legislative Priorities
Mike ‐ here is my list of legislative priorities for OMPOC and MWCOG. I have had helpful input from a
group of local citizens with an interest in safe, healthy, accessible transportation in our area.
1. Increased intracity transit ‐ Although the 2017 legislation will make a big difference in the ability of
communities to provide public transit service, transit districts still have no certainty of having funds to
replace old buses and keep infrastructure in good condition. We rely on discretionary grants mostly.
2. Increased funds for Active Transportation ‐ Especially, expand the Safe Routes to School program to
include middle and high schools, and lower the required local match.
3. Prioritize Safety and Universal Access ‐ Increase mobility options that are safe and reliable and
accessible.
4. Intercity transportation ‐ Invest in freight rail (reduces truck traffic on the highways), passenger rail,
inter‐modal facilities, intercity transit.
5. Automated Speed Enforcement ‐ helps to mitigate dangerous driving behavior.
6. Local Authority for speed limits ‐ E.g., Keizer cannot lower the speed limit on Lockhaven Drive, a
much‐used route to McNary High School, even though lower limits would decrease risk of crashes.
I also would support bringing back the Connect Oregon program. That was a valuable source of funding
for many local projects.

Thank you.
Kathy Lincoln

Draft 2018 Legislative Priorities
presented to the Central Lane MPO Policy Board
reviewed at 8/3/2018 OMPOC meeting.
The Central Lane metropolitan region is focused on developing a true multimodal transportation system
that provides maximum transportation options for all users in our community. In particular, we strongly
advocate for support of the following in any transportation package considered by the Oregon
Legislature in 2019.
1. Prioritize Safety and Universal Access. It is important to prioritize safety and universal access to
the transportation system above and beyond reducing congestion or any other consideration.
We would like to see cost effective investments that focus on increasing mobility of people in an
equitable manner. There should be more of an emphasis on, and support for, the Mayor’s
Challenge, Vision Zero, complete streets, mobility hubs, and ADA improvements. Multimodal
and mixed‐use design focused on safety for all users can save lives, enhance economic
development in communities, and increase healthy transportation options for residents and
visitors, which, when everything is accounted for, saves the state and local jurisdictions more
money than congestion reduction investments.
2. Transit funding. We would like to see sustainable transit funding and support to ensure funds
grow with ongoing transit operation, accessible services and new system build out needs. Such
funding should recognize transit’s contributions to roadway congestion reduction.
3. Support increasing investment in Safe Routes to School Programs. Not only is continued
support for Safe Routes to School programs essential, we would also like to suggest expanding
the programs to include middle school and high school students to reflect the needs of our local
community’s programs.
4. Support for both Freight and Passenger Rail. The MPO believes that there should be more
emphasis in both of these areas. Freight rail presents significant opportunities for improving the
movement of freight in Oregon, which is vital to Oregon’s economy, while at the same time
providing congestion relief on the state’s highways. Passenger rail is an essential component of
moving Oregon’s transportation system efficiently into the future as the state, and the west
coast corridor, grows. Passenger rail is also a vital part of economic development throughout
our region. The firms that are fueling growth in our region, and their new employees, desire, if
not expect, frequent and reliable passenger rail service as part of both doing business, and as an
important component of their quality of life.
5. Support investments in community bicycle and pedestrian improvements. It would greatly
benefit Eugene, Springfield, Coburg, and Lane County if the funding eligibility for bicycle and
pedestrian infrastructure could be expanded beyond existing “in the right of way” constraints to
also include projects that are adjacent to and beyond the right of way. Overall, increased
investments in this area are critical. Lane County jurisdictions have a desire, and great need, to
connect communities and other destinations via bicycle and multi‐use paths and trails that are
not always in the right‐of‐way. These investments are also significant when it comes to
attracting and leveraging tourism dollars. Overall, the MPO supports increasing
bicycle/pedestrian infrastructure funding by dedicating additional federal funds and increasing
the share of the State Highway Fund dedicated to active transportation. Funding should be
restructured to emphasize and prioritize cost effective investments, including walking, biking,
and other transportation options infrastructure and programming. For instance, the state could
more strongly emphasize transportation options by requiring all large employers to have
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transportation options programs, providing flexibility for employers to develop their own
programs. It is important to connect utilitarian active transportation system needs with
recreational trail systems, which can also serve as resiliency resources in the case of
earthquakes or other catastrophic disasters.
6. Jurisdictional transfers. This topic needs to be explored by local jurisdictions along with the
state to ensure that the level of funding would be adequate to make the arrangements work
from the local perspective. Adequate funding is critical; funding needs to cover costs to
modernize and maintain the facilities in question. The Central Lane MPO supports dedicating 1
cent per gallon of the state gas tax to funding jurisdictional transfers.
7. Intra‐city Transit. Intercity transit is often the focus of transit discussions at the state level, but
intra‐city transit improvements are just as often overlooked. There is a need for the
metropolitan areas across the state to expand, operate, and maintain robust intra‐city and intra‐
metro transit services. Intra‐city transit investments will be cost effective and help achieve the
state’s greenhouse gas reduction goals.
8. Transit Student Youth Pass. Funding for a comprehensive transit student youth pass is a proven
and cost effective approach to serving the transportation needs of this demographic, reducing
reliance on the automobile, creating a safer and more secure transportation option for students,
and creating the potential for life‐long transit users.
9. Improve Efficiency and Coordination in the Provision of Special Transportation Services. The
state estimates that between the Oregon Department of Transportation, the Department of
Human Services, and the Oregon Health Authority, hundreds of millions of dollars are spent
annually providing special transportation services, with significant opportunities for improving
coordination and efficiency among providers. The opportunities for improving the efficiency,
cost‐effectiveness, and service to the end users in this area should be emphasized in the
Legislature’s deliberations.
10. Climate Change. Climate change should be a leading element in the Vision Panel’s various
findings to direct transportation investments and priorities across Oregon. Given that the
transportation sector is responsible for more than one‐third of the greenhouse gas emissions in
Oregon, it is not emphasized enough throughout the various findings. While leaving flexibility for
jurisdictions and regions to address greenhouse gas emissions and climate change in both the
transportation arena and other areas in ways best suited to those local areas, this Report can
provide leadership and a clearer call for the importance of considering this issue. At a minimum,
the Report should identify how the findings address greenhouse gas emissions and goals already
established by the State, as well as how the findings dovetail with the Scenario Planning work
already completed within many of the state’s metropolitan areas.
11. Direct more Funding and Authority to Local Communities. There are diverse needs and
priorities. Let local communities choose more often where to invest as long as there is proven
efficiency, such as prioritizing projects that accomplish multiple goals. ODOT should provide
more flexibility in design standards and more local authority in the process for establishing
speed limits to be able to accomplish local safety and mobility goals.
12. Prioritize Seismic Preparedness. Funding for seismic upgrades for lifeline transportation routes
should be a priority. In addition to these infrastructure improvements, it is vital that the Oregon
* Please note: ODOT is convening a group to discuss local authority of speed limits outside of the
legislative session.

Department of Transportation communicate with emergency response professionals which
routes have been designated as high priority seismic lifeline transportation routes.
13. Automated Speed Enforcement. Introduce and/or support legislation authorizing cities to use
fixed speed cameras at locations other than intersections. Automated enforcement has been
shown to decrease speeds after deployment. Automated enforcement, outside of intersections,
would be a valuable a tool allowing cities to mitigate dangerous behaviors and speeding that
contribute to crashes.
14. Local Authority of Speed Limits* Allow Oregon cities to opt‐in to drop their speeds on
residential streets 5 mph lower than the state speed limits. Cities should be able to determine
speeds that are adequate and safe for their communities. Currently, Oregon speed limits are set
based on the guidance that speed limits in speed zones within cities should be within 10 mph of
the 85th percentile speed.
15. Support dedicated funding for aviation
16. Support additional ConnectOregon programmatic funding
17. Safe Routes to School. Currently a 40% cash match for funds is required. Cash match can be
reduced to 20% when the project is within a city of 5,000 people or fewer, or is near a Title 1
school, or is within a “Priority Safety Corridor.” Support legislation to reduce the cash match
requirement to 20% and 10% when the project is within a city of 5,000 people or fewer, or is
near a Title 1 school, or is within a “Priority Safety Corridor.”

* Please note: ODOT is convening a group to discuss local authority of speed limits outside of the
legislative session.
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2018-2023 SKATS TIP Modifications (Since August 2018)

Key
Date Number Project Name

MTIP
CMAQ-U, STP- CMAQ-U, STPModification Total Project Total Project U and TAP-U U and TAP-U
Number
Cost Before Cost After
Funds Before Funds After Description of Modification

8/27/2018

20736

Marine Dr: Glen Creek Rd to Cameo St (Salem)

18-AA25

$3,450,000

$3,450,000

$0

$0 Slip preliminary engineering and right-of-way phases to 2019

8/27/2018

18410

Silverton Rd: Little Pudding River Bridge Replacement

18-AA26

$6,281,000

$6,281,000

$0

$0 Slip right-of-way, utility relocate, and construction phases to 2019

8/27/2018

17312

Traffic signal interconnects (Marion County)

18-AA27

$1,314,000

$1,314,000

$929,190

8/27/2018

20220

City of Salem local road signal enhancements unit 2

18-AA28

$1,506,800

$1,506,800

$0

$0

8/27/2018

18726

Doaks Ferry Realignment

18-AA29

$2,075,773

$2,075,773

$0

$0 Slip right-of-way phase to 2019

8/29/2018

19747

Mill ST-UPRR: Enhance Pedestrian Safety at Rail
Crossing (Salem)

18-AA30

$70,000

$70,000

$0

$0 Slip construction phase to 2019

8/31/2018

19259

Transit 5339 Formula Program 2018 SKT

18-AA31

$937,500

$937,500

$0

$0 Slip Other phase to 2019

8/31/2018

20743

Hollywood Dr: Silverton Rd to Greenfield Ln (Salem)

18-AA32

$3,150,000

$3,150,000

$2,826,495

8/31/2018

20068

1-5: VMS replacement

18-AA33

$750,000

$750,000

$0

$0 Slip preliminary engineering phase to 2019

9/10/2018

21342

SAMTD CNG Bus Replacement

18-AA34

$3,300,000

$3,300,000

$0

$0 Slip Other phase to 2019

9/14/2018

20163

Marion County curve warning signs

18-AA35

$287,099

$287,099

$0

$0

$929,190 Slip construction phase to 2019

$2,826,495

Slip preliminary engineering phase to 2019, right-of-way to 2020, and
construction to 2021

Slip preliminary engineering phase to 2019, right-of-way to 2020 and
construction to 2021

Convert to State Funded Local Project, move all phases to 2019 for
obligation purposes

