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DRAFT CITY OF TILLAMOOK TRANSPORTATION SYSTEM PLAN

The posted speed along U.S. 101 from the northern city limits to Goodspeed Road is 45 mph.
Between Goodspeed Road and the downtown area, the speed limit on U.S. 101 reduces to
35 mph. In downtown, U.S. 101 (Main and Pacific Avenues) is posted at 20 mph. Just south
of the city limits, the speed limit on U.S. 101 increases to 55 mph.

Intersection Control
In Tillamook, traffic signals are located along U.S. 101 at the following locations:

U.S. 101 and Wilson River Loop

Main Avenue and Oregon 6 (1st Street)
Pacific Avenue and Oregon 6 (1st Street)
Main Avenue and 3rd Street

Pacific Avenue and 3rd Street

Main Avenue and 4th Street

Pacific Avenue and 4th Street

All other intersections in Tillamook are stop-controlled. There are two four-way, stop-
controlled intersections in the project limits:

e 3rd Street and Trask/Olsen Road
e Stillwell Avenue and 4th Street

There is a two-way stop at the “T” intersection of 12th Street and Evergreen Drive. All other
intersections within the project limits are either two-way, stop-controlled (four approach
intersections) or one-way, stop-controlled (three approach intersections).

Access Management

According to the OHP, access management means “balancing access to developed land
while ensuring movement of traffic in a safe and efficient manner.” The OHP states that the
purposes of access management strategies include ensuring safe and efficient roadways
consistent with their determined function; ensuring the statewide movement of goods and
service; enhancing community livability; supporting planned development patterns; and
recognizing the needs of motor vehicles, transit, pedestrians and bicyclists.

The TPR requires that local governments adopt land use or subdivision ordinance regula-

tions to protect transportation facilities for their identified functions, such as access control

(OAR Section 660-12-0045(2)). The TSP process will address the state requirement for

Tillamook access control standards. =

Several collectors in Tillamook have multiple vehicle access points for access to local roads
or private streets or driveways. Examples of roadways with frequent vehicle access points
include U.S, 101 (north of Oregon 6) and the Netarts Highway (131) (3rd Street). Multiple
access points can lead to increased opportunities for vehicle-vehicle conflicts as well as
conflicts with vehicles and bicyclists or pedestrians. The TSP will examine where access
control issues may affect the integrity of the transportation system in Tillamook.
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DRAFT CITY OF TILLAMOOK TRANSPORTATION SY STEM PLAN

with other modes and livability issues. Several street extensions, and pedestrian and bicycle
improvements are identified to improve connectivity.

Goal 5: Capacity

Provide a transportation system that has sufficient capacity to serve the needs of all users.

Objectives

1. Enhance capacity at the intersection of Oregon 6 and U.S. 101, and west toward the
Hoquarten Slough Bridge.

2. Protect capacity on existing and improved roads to provide acceptable service levels to
accommodate anticipated demand.

3. Limit access points on highways and major arterials, and use techniques such as
alternative access points when possible to protect existing capacity.

4. Minimize direct access points on to arterial rights-of-way.

5. Update and maintain required access management standards for new development and
work toward modifications of existing development to preserve the safe and efficient
operation of roadways, consistent with functional classification.

Implementation Strategies

Capacity needs in Tillamook were studied as part of the existing and future conditions
analysis. Capacity improvements at the Oregon 6 and U.S. 101 intersection are included in
the state roadway section of the TSP, as are access management improvements on U.S. 101
north of downtown. City code has been reviewed to identify potential changes to access
management provisions.

Goal 6: System Preservation

Work to ensure that development does not preclude the construction of identified future
transportation improvements, and that development mitigates the transportation impacts it
generates when appropriate.

Objectives
1. Identify and preserve locations for potential future street connections.

2. Require developers to aid in the development of the transportation system by dedicating
or reserving needed rights-of-way, by constructing half or full street improvements and
by constructing off-street pedestrian, bicycle and transit facilities when appropriate and
needed to serve new development.

3. Consider transportation impacts when making land use decisions, and consider land use
impacts (in terms of land use patterns, densities, and designated uses) when making
transportation-related decisions.

4. Ensure that development does not preclude the construction of identified future
transportation improvements.
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Chapter 2: TSP Goals and Objectives

The TSP goals and objectives serve as the basis for the TSP for needs analysis, policy and ordinance
development and project selection. These goals and objectives reflect the transportation goals of the City
and the overall transportation vision for the Sutherlin area. The goals and objectives will maximize
mobility, safety, efficiency and accessibility to the transportation system and will address the
requirements of the Oregon Transportation Planning Rule (TPR) and the Oregon Transportation Plan
(OTP). Figure 2-1 illustrates the relationship between the Sutherlin TSP goals and objectives, actions, and
implementation.

Goal 1. Overall Transportation System
Provide a transportation system for the Sutherlin area that supports safe, efficient and accessible
movement.

Objectives
A. Manage projected travel demand consistent with community, land use, environmental, economic

and livability goals.

Use the Transportation System Plan as the legal basis and policy foundation for decisions
involving transportation issues.

Ensure that adequate access for emergency services vehicles is provided throughout the City.
Promote transportation safety through a comprehensive program of engineering, education, and
enforcement.

Enhance safety by prioritizing and mitigating high collision locations within the City.

Designate safe routes from residential areas to schools, and identify transportation improvements
needed to ensure the safety of Sutherlin’s school children.

Provide satisfactory levels of maintenance to the transportation system in order to preserve user
safety, facility aesthetics, and the integrity of the system as a whole.

Maintain access management standards for streets consistent with City, County, and State
requirements to reduce conflicts between vehicles and trucks, and between vehicles, bicycles, and
pedestrians. Develop access management strategies for Central Avenue.
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Goal 2. Transportation and Land Use
Maximize the efficiency of Sutherlin’s transportation system through effective land use planning.

Objectives
A. Facilitate development or redevelopment on sites that are best supported by the overall

transportation system and that reduce motor vehicle dependency by promoting walking,
bicycling, transit and personal electric vehicle use. This may include altering land use patterns
through changes to type, density, and design.

B. Plan land uses to increase opportunities for multi-purpose trips.
C. Support mixed-use development where zoning allows.
D. Integrate transportation and land use into development ordinances.
City of Sutherlin Transportation System Plan Page 2-1
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Access Management

Access management is important, particularly on high volume roadways, for maintaining traffic flows,
mobility, and safety. Whereas local and neighborhood streets primarily function to provide access,
collector and arterial streets typically serve greater traffic volumes. Numerous driveways or street
intersections increase the number of conflicts and potential for accidents, and decrease mobility and
traffic flow. Sutherlin needs a balance of streets that provide access and streets that provide mobility.

Following are several access management strategies that the city could implement to ensure that access
and mobility are both considered and maintained:

=  Prohibit new single family access to arterials and collectors

= Establish new city access management standards for all routes on new development using
maximums and minimums

=  Work with land use development applications to consolidate driveways

=  Use medians on arterial routes to limit access

»  Provide right in, right out driveways on arterials or collectors where appropriate

= Pedestrian refuge islands on arterials and collectors

= Consolidate access points within 1,320 feet of freeway interchanges, as possible

= Allow no new access within 1,320 feet of freeway interchange ramps

* Develop minimum traffic signal spacing on arterials and collectors in coordination with Douglas
County and ODOT

In particular, these strategies should be considered for Central Avenue.

Access spacing standards for freeways and state highways are specified in the Oregon Highway Plan and
Oregon Administrative Rules (Chapter 734, Division 51). The amount of access and how it is allowed to a
state highway is a critical factor in determining how long the facility can remain functional and safe.
Driveways located too close to highway intersections, or an uncontrolled number of driveways or
connecting public roads, for instance, can impede smooth traffic flows and reduce a highway’s capacity to
safely carry people and freight. Thus, access standards were developed to manage the location, spacing,
and type of road intersections and approach roads.

State highways are classified as statewide, regional or district highways, and these highways can also be
designated as expressways. Oregon Highway 138 is classified as a regional highway, but not an
expressway. Expressways are intended to provide links to regions within the state, and between small
urbanized areas and large population centers. Other highways provide links to expressways, statewide
highways, and freeways. Table 7-3 and Table 7-4 show the minimal allowable distances between
driveways and approach roads along regional and district highways"’.

1% Refer to the Oregon Highway Plan for additional notes pertaining to exceptions, approach roads consolidation,
and potentially landlocked properties.

City of Sutherlin Transportation System Plan Page 7-24
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Table 7-3. Access Management Spacing Standards for Regional Highways (Feet?)

Posted Rural Urban

Speed Expressway” | Other | Expressway® | Other | UBA°| STA®
>55 5280 990 2640 990
50 5280 830 2640 830

40 & 45 5280 750 2640 750

30 & 35 600 600 425 | Note 1
<25 450 450 350 | Note 1

a - Measurement of the approach road spacing is from center to center on the same

side of the roadway.
b - Spacing for at-grade intersections only.
¢ - Urban Business Area
d - Special Transportation Area

Table 7-4. Access Management Spacing Standards for District Highways (Feet®)

Posted Rural Urban

Speed Expressway” | Other | Expressway® | Other | UBA°| STA®
>55 5280 700 2640 700
50 5280 550 2640 550

40 & 45 5280 500 2640 500

30 & 35 400 400 350 | Note 1
<25 400 400 350 | Note 1

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

b - Spacing for at-grade intersections only.

¢ - Urban Business Area

d - Special Transportation Area

Douglas County does not have adopted roadway spacing standards. Instead, each new proposed roadway
or driveway is evaluated individually, and design changes are implemented as necessary based on
professional judgment so that general traffic safety principles are followed.

Table 7-5 shows proposed access management spacing standards (minimum) for roadway segments under
jurisdiction of the City of Sutherlin.

City of Sutherlin Transportation System Plan
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Table 7-5. Proposed City of Sutherlin Access Management — Minimum Spacing Standards

Functional Minimum
Class Spacing (Feet)
Arterial 500
Parkway 400
Collector 250
Local 25

Neighborhood Traffic Management/Traffic Calming

Neighborhood traffic management is used to describe traffic control devices typically used in residential
neighborhoods to slow and “calm” traffic. The City does not have a formalized neighborhood traffic

management program.

The following are examples of neighborhood traffic management/traffic calming measures:

Speed humps
Chokers

Pavement texturing
Chicanes

Curb extensions
Traffic circles
Medians
Landscaping
Narrow streets
Photo radar
On-street parking
Selective enforcement
Neighborhood watch
Speed wagon

® & 6 6 6 6 O O O o o o o o

Photo 7-3 shows two examples of curb extensions, and Photo 7-4 shows an example of a chicane used as

a traffic calming measure.

City of Sutherlin Transportation System Plan
Chapter 7: Street Network Plan
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GOAL 4: An efficient transportation system that reduces the number of trips and limits
congestion.

POLICIES:

Support trip reduction strategies developed regionally, including employment, tourist and
recreational trip programs.

Adopt the highest applicable (most restrictive) access management categories consistent with
existing or planned adjacent land uses, to reduce congestion and intermodal conflicts.

A minimum level of service (LOS) C on transportation systems serving new developments is
desired on streets and signalized and unsignalized intersections. Level of service shall be
based on the most recent edition of the Highway Capacity Manual. Where a facility is
maintained by the County or ODOT, the more restrictive of the standards should apply.

Improve local transit services to increase transit ridership potential.

Action: Bus service improvements are needed to meet this policy and other policies
recommended in this plan.

GOAL 5: Transportation facilities, which are accessible to all member of the community and
reduce trip length.

POLICIES:

1.

Construct transportation facilities to meet the requirements of the American with Disabilities
Act.

Develop neighborhoods and local connections to provide adequate circulation in and out of the
neighborhoods.

Action: Work toward the eventual connection of streets identified in the TSP as funds are
available and opportunities arise. As a planning guideline, the City should require streets to
have connections every 400 to 600 feet for local and neighborhood streets.

Adopted Hood River Transportation System Plan — Amended 28 August 2003 8



9. TRANSPORTATION SYSTEM MANAGEMENT

Transportation System Management (TSM) focuses on low cost strategies to enhance
operational performance of the transportation system. Measures that optimize performance of
the transportation system include signal improvements; intersection channelization, access
management, and programs that increase transit operation efficiency. Access Management being
the primary TSM.

ACCESS MANAGEMENT

Access management is the process of managing vehicular access to adjacent land use while
simultaneously preserving the flow of traffic on the surrounding road system. Management is
achieved by providing standards for accessing the roadway via driveways or curb cuts. On high
volume arterials or highways, frequent driveways can reduce the capacity and safety of the
roadway. Access management strategies and guidelines are therefore needed for arterial and
collector streets. Local streets primarily serve as access streets and the access guidelines in this
report generally do not apply on local streets.

Access management is essential to preserving the 'functional integrity' of the street system by
reserving the high speed and high capacity roads for longer distance trips, and assigning the
lowest restriction of access to local roads. Additional driveways along arterial streets lead to an
increased number of potential conflict points between those vehicles entering and exiting a
driveway and those vehicles traveling through on arterial streets. This not only leads to
increased vehicle delay and a deterioration in the level of service on the arterial, but also leads to
a reduction in safety. Thus, it is essential that all levels of government try to maintain the
efficiency of existing arterial streets through better access management, by reserving the high
speed and high capacity roads for longer distance and higher speed travel, and assigning the
lowest restriction of access to local roads.

Access management is best implemented by integrating it into the land development and
permitting process. The problem of applying access management to a developed major arterial
poses a much greater challenge due to right-of-way limitations and concerns by the owners of
the adjacent properties and the affected businesses. In such cases, access management can be
implemented as part of roadway improvement plans, as part of roadway retrofit plans, or as a
condition of land development and/or redevelopment.

CURRENT ACCESS CONDITIONS

Four state highways were evaluated for access conditions: Interstate 84, Historic Columbia River
Highway, OR 35/Mt. Hood Highway, and Hood River Highway.

Interstate 84 runs east west through the City of Hood River. It consists of three full
interchanges. The average spacing is about 2.8 miles between interchanges. The
following table summarizes the spacing between the midpoints of each interchange in the
City of Hood River.
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The Historic Columbia River Highway from MP 48 to MP 57.5 runs through the City of
Hood River with a total of 124 access points. The average spacing is about 12 access
points per mile.

OR 35 runs north south in Hood River with low-density access (less than 10 access
points per mile).

Hood River Highway from MP 0.00 to MP 20.00, starts in the City of Hood River and
ends in Ziba Dimmick Wayside Park. A total of 434 access points were recorded. The

average spacing is about 20 access points per mile.

None of the highways exceed the rule of thumb for high-density access of over 60 access points
per mile. The access locations summary figure shows the access densities.

Interstate 84 Interchange Spacing in Hood River

Interchange Location MP Spacing From Previous
Interchange (mile)
West Hood River Interchange 62.06 6.02
Hood River 2nd Street Interchange 63.92 1.86
East Hood River Interchange 64.44 0.52
Average Spacing 2.80

ACCESS MANAGEMENT STRATEGIES

The main goals of an access management program are enhanced mobility and improved safety.
This is achieved by limiting the number of traffic conflicts. A traffic conflict point occurs where
the paths of two traffic movements intersect. Vehicle maneuvers on the street system in the
order of increasing severity of conflict are diverge, merge, and cross. In each case, drivers of
one or more vehicles may need to take appropriate action in order to avoid a collision.

Optimize Traffic Signal Installation, Spacing, and Coordination

Traffic signals should be appropriately placed and coordinated to enhance the progressive
movement of traffic along the highway. If properly designed, installed, and maintained, traffic
signals tend to reduce right-angle collisions, vehicular-pedestrian collisions, and opposing left-
turn collisions. However, rear-end collisions commonly increase. Delay to the driveway traffic
will be decreased; however, total delay at the intersection will be increased if the signal
interferes with progression. Moreover, if the signal system has poor progression, the resulting
traffic backups can block upstream access from driveways. Also, improperly located signals will
increase total traffic delays throughout the system, cause a deterioration in the speed and
efficiency of progression and seriously increase fuel consumption and vehicular emissions.
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The higher the efficiency of traffic progression (progression band width divided by cycle length),
the higher is the capacity of the major arterial highway. Moreover, at high efficiencies, fewer
vehicles are required to come to a stop, deceleration noise is reduced, and vehicle emissions, fuel
consumption, and delay are minimized. Since highway capacity is always an issue along major
urban arterials, the signal spacing should be selected such that it leads to very high progression
efficiencies.

Application

A driveway should be considered for signalization only if installation of the signal does not
interfere with traffic progression on the major arterial or will not interfere when the major street
system reaches capacity conditions when the area becomes fully urbanized. This normally
means that signalization should be limited to driveways meeting the uniform signalized
intersection spacing (described in the next strategy). This will provide maximum progression
efficiency at the desired speed and at the longest cycle length, which is expected to be utilized
during the peak periods when the area becomes fully urbanized. When the high volume access
drive does not conform to the selected uniform spacing criteria, consideration of signalization
should be based upon a traffic engineering study, which demonstrates that the signal will not
interfere with efficient traffic progression during peak and off-peak conditions.

Progression at reasonable speeds can be achieved at a short signal spacing such as 1/4 mile only
if the traffic volumes are very low and short cycles can be used. For example, a progression
speed of 30 mph can be achieved with a 60-second cycle length at a signal spacing of 1/4 mile.
However, as major arterial and cross-street volumes increase, longer cycle lengths must be used
in order to increase capacity by minimizing lost time. With a longer 90-second cycle length,
signal spacing of 1/4 mile will result in a progression speed of 20 mph along the major arterial.

The following table illustrates the optimum signalized intersection spacing in feet needed to
achieve efficient traffic progression at various speeds and cycle lengths. For example, a major
arterial spacing of 2,050 feet (0.39 miles) will enable traffic flow at 35 mph with the use of an
80-second cycle length.
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Optimum Signalized Intersection Spacing
for Efficient Traffic Progression

Cycle Speed (miles per hour)
(::;‘;iﬁ;) 25 30 35 40 45 50 55
60 1,100 1,320’ 1,540’ 1,760’ 1,980’ 2,200’ 2,430°
70 1,280’ 1,540’ 1,800’ 2,050’ 2,310° 2,500’ 2,820’
80 1,470’ 1,760’ 2,050’ 2,350 2,640’ 2,930’ 3.220°
90 1,630’ 1,980’ 2,310° 2,640° 2,970° 3,300° 3,630°
120 2,200’ 2,640’ 3,080’ 3,520’ 3,960’ 4,400’ 4,840’
150 2,750° 3,300° 3,850° 4,400° 4,950° 5,500° 6,050

Source: Technical Guidelines for the Control of Direct Access to Arterial
Highways - Volumes I and II, Federal Highway Administration (FHWA-
RD-76-86).

Regulate Minimum Spacing of Driveways

The minimum spacing of driveways is a regulatory method used by many agencies to regulate
the frequency of access points along highways. This technique can be implemented at existing
locations or during the driveway permit authorization stage. Strategies for achieving this
objective at existing driveways include closing driveways or relocating driveways.

This technique reduces the frequency of conflict by separating adjacent, basic conflict areas and
limiting the number of basic conflict points per length of highway. The technique is expected to
reduce the severity of rear-end collisions as it allows more deceleration distance and perception
time for motorists. Some tradeoffs may be realized by increasing average delay and the potential
for rear-end collisions at driveways as a result of increasing the average volume per access point.

Application

This access control technique is generally applicable for all types of arterials where conflict area
overlap and delays are excessive. Highways with volumes greater that 5,000 vpd and speed
greater than 25 mph are candidates for consideration.

The minimum allowable spacing of non-signalized intersections for various speeds is shown in
the following table.
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Minimum Allowable Driveway Spacing

Posted Speed Limit Minimum Allowable Driveway Spacing
30 mph 100 feet
35 mph 150 feet
40 mph 200 feet
45 mph 300 feet
Source: Technical Guidelines for the Control of Direct Access to

Arterial Highways - Volumes I and II, Federal Highway Administration
(FHWA-RD-76-86).

The optimization of driveway spacing in the permit authorization stage would indirectly reduce
the frequency of conflicts by separating adjacent conflict areas and limiting the number of basic
conflict points per length of highway. The implementation of this technique is also expected to
reduce the severity of conflicts as it allows more deceleration distance and perception time
between driveways.

Consolidate Access for Adjacent Properties

This general operating practice encourages adjacent property owners to construct joint-use
driveways in lieu of separate driveways. Strategies for implementing this technique include
closing existing driveways or encouraging joint-use driveways.

The feasibility of this technique is viewed primarily at the permit-authorization stage. The joint
driveway will cause a reduction in the concentration of driveways along an arterial. The
reduction in driveway concentrations is expected to be accompanied by a reduction in the
frequency and severity of conflicts.

Application

This technique is applicable on all major roadways. Driveway pairs with more than 50 vehicles
using each driveway per hour will be good candidates for this technique.

The physical means by which access can be consolidated between two adjacent properties
involves construction of joint use driveway between the two properties. It is recommended that
both owners have property rights in a joint-use driveway. That is, the driveway should be
located straddling the property line with each having a permanent easement on the other. This
practice will not enable either owner the opportunity to deny or restrict access to the neighboring
property. The resulting parking area should have an efficient internal circulation plan.
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Consolidate Existing Access Whenever Separate Parcels Are Assembled under One Purpose,
Plan Entity or Usage

This is a general operating practice that requires specific changes on commercial sites when they
are assembled for development or redevelopment. The consolidation is accomplished by voiding
existing driveway permits upon alteration of the property functions. The new permit
authorization depends on the developer’s plans to use some existing driveways and close or
relocate other driveways.

The objective of this technique is to increase average spacing of access points along the
highway. The consolidation of driveways reduces the number of access points, thereby
increasing the driveway spacing. The increase in driveway spacing provides motorists of turning
vehicles more time and distance to properly execute their maneuvers. The severity of conflicts
should decrease because deceleration requirements are reduced.

Designate the Number of Driveways to Each Existing Property and Deny Additional
Driveways Regardless of Future Subdivision of That Property

This is a general regulatory policy, which designates the maximum number of driveways
permitted to each existing property before development. The implementation of this technique
requires an advance planning policy with a formal planning document made readily available to
abutting property owners. Such policy denies additional driveways regardless of future
subdivision of that property.

The objective of this technique is to maintain average spacing of access points along the
highway. This objective is achieved by regulating the maximum number of driveways per
property frontage. The increase in average driveway spacing provides motorists turning into
driveways with more time and distance to properly execute their maneuvers.

This access control measure increases the minimum spacing of access points. This results in a
reduction in the frequency of conflicts. The severity of conflicts should also decrease because
deceleration requirements are reduced.

Restrict Parking on Roadway Adjacent to Driveways to Increase Driveway Turning Speeds

This technique increases turning speeds by removing parked vehicles, from areas adjacent to
driveways. Parked vehicles may indirectly contribute to driveway accidents by limiting the sight
distance or influencing the turning paths of driveway vehicles. This technique is intended as a
point measure, although route applications are also feasible.

This technique will reduce the severity and frequency of conflicts. Severity is reduced because
the speed differential between turning and though vehicles is reduced. Conflict frequency also
benefits from the increase in turning velocity. One trade-off is a reduction in parking capacity.
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Application

This technique is applicable at any driveway location where parking is permitted. Drivers in the
outside through traffic lane must have adequate stopping sight distance. Driveway traffic must
have adequate intersection sight distance to safely select a gap and to accelerate to the speed of
through traffic.

Provide Direct Access on Lower Functional Class Street when available

This driveway location technique is aimed at removing turning vehicles or queues from sections
of the through lanes. The strategy for achieving this objective is to provide supplementary
access to a single property at a collector street location. The technique provides an additional
access point for vehicles to use when entering or exiting a property.

The average volume of all driveways to a property will decrease after the supplementary
driveway absorbs some of the total volume. Conflict frequency will be reduced on the highway,
and total conflict severity should be reduced by moving some of the conflicts to the lower speed
collector. Delay to arterial and driveway vehicles will be reduced because the individual
driveway volumes are smaller.

Application

This technique is applicable at all corner parcels having frontage on a major roadway and a
collector.

Encourage Connections Between Adjacent Properties

This driveway operation technique is aimed at removing turning vehicles or queues from the
through lanes by encouraging adjacent property owners to permit property-to-property
movements away from the highway.

A prime example of this access control measure is the neighborhood shopping center where
several adjacent properties are served by one open parking lot area. The patrons frequenting
nearby establishments do not need to exit onto highway and then enter the neighboring
driveway.

Highway conflicts will be reduced because the highway will no longer be used in traversing
from one property to the next.

Application

This technique is applicable on all highway types. It is intended to serve adjacent properties
with small frontage widths through use of common access points. Thought must be given to
internal circulation and storage space for driveway vehicles as well as geometric layout and
existing highway operation.
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Require Adequate Internal Design and Circulation Plan

This is a general access control policy that may be applied on existing facilities or during the
driveway permit stage. An adequate internal design and circulation plan is intended to ensure
harmony between highway, driveway and internal operations. Driveway and internal operations
will be improved by providing adequate internal property design and controls. Through traffic
will experience a decrease in interference because the internal design will minimize queuing on
the highway and vehicles searching for parking places are able to circulate internally. Conflict
frequency and severity are expected to decrease because deceleration requirements are reduced.

Application

This technique is applicable to all types of highways. Implementation is feasible on existing
facilities, but primary consideration should be given to this policy during site plan approval.

Internal circulation designs should provide adequate handling of limited parking and
maneuvering areas, minimize internal interference by supplying storage areas to egress
movements, and distribute ingress vehicles into the main circulation patterns with minimal
hesitation and confusion. The following list reflects recommendations by which this technique
can be properly applied.

e General location of driveway entrances should be approved by code authorities.

e Wherever possible, the long sides of parking areas should be parallel.

e (Curved, triangular and other irregularly shaped parking areas should be avoided.

e Driveway throats should be designed long enough to allow free movement on and off of

the highway.
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Access Location Summary Map
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GENERAL ACCESS MANAGEMENT GUIDELINES FOR COLLECTOR AND LOCAL
STREETS

Access management is hierarchical, ranging from complete access control on freeways to
increasing the use of streets for access purposes, parking and loading at the local streets and
minor collector level. The following table describes general access management guidelines by
roadway functional classification and appropriate adjacent land use type for collector and local
streets.

These access management restrictions are not intended to eliminate existing intersections or
driveways. Rather, they are best implemented by instituting them into the land use permitting
process and applying them as new development and redevelopment occur.

The challenge is greater in applying access management guidelines to a developed major arterial
due to right-of-way limitations and concerns by the owners of the adjacent properties and the
affected businesses. In such cases, access management can be implemented as part of roadway
improvement plans or as part of roadway retrofit plans.

To summarize, access management strategies consist of managing the number of access points
and/or providing traffic and facility improvements. The solution is a balanced, comprehensive
program which provides reasonable access while maintaining the safety and efficiency of traffic
movement.
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General Access Management Guidelines

Street Minimum Minimum Minimum Appropriate
Classification Posted Spacing Spacing Adjacent Land
Speed Between Between Use Type
Driveways Intersections
2
and/or Streets (Min-Max)

Arterial 35-45 300 feet 660-1000 light
industry/office
and buffered
medium or low
density
residential

Collector Street 25-35 mph 100 feet 220-440 feet

neighborhood
commercial near
some major
intersections

Local Street 25 mph Access to each 200 feet primary

lot permitted residential

OR 35 from 1-84 25 mph 1,320 feet 500 feet Commercial

to Historic

Columbia

Research has shown a direct correlation between the number of access points and collision rates.
In addition, the wider arterial streets that can ultimately result from poor access management can
diminish the livability of a community.
The access points to an arterial can be restricted through the following techniques:
e Restricting spacing between access points (driveways) based on the type of development
and the speed along the arterial.
e Sharing of access points between adjacent properties.

e Providing access via collector or local streets where possible.

e Constructing frontage roads to separate local traffic from through traffic.

? Desirable design spacing (existing spacing will vary).
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e Providing service drives to prevent spillover of vehicle queues onto the adjoining
roadways.

e Providing acceleration, deceleration, and right turn only lanes.

e Offsetting driveways to produce T-intersections to minimize the number of conflict
points between traffic using the driveways and through traffic.

¢ Installing median barriers to control conflicts associated with left turn movements.

e Installing side barriers to the property along the arterial to restrict access width to a
minimum.

These access management restrictions are generally not intended to eliminate existing
intersections or driveways. Rather, they should be applied as new development, redevelopment,
or major construction occurs. Over time, as land is developed and redeveloped or the roadway is
modernized, the access to roadways will meet these guidelines. However, where there is a
recognized problem, such as an unusual number of collisions, these techniques and standards can
be applied to retrofit existing roadways.
RECOMMENDED ACCESS/MANAGEMENT TECHNIQUES
Based upon public and TAC review, a variety of potential access management techniques were
reviewed. The following techniques are identified as key strategies for access management.
Other techniques will be applied, as appropriate, to meet access management goals. These
techniques will be applied to arterials and collectors, not local streets.

e Optimize traffic signal installation, spacing and coordination;

e Regulate minimum spacing of driveways;

¢ Regulate maximum number of driveways per property frontage;

e (Consolidate access for adjacent properties;

e Restrict parking on roadway adjacent to driveways to increase driveway turning speeds;

e Provide direct access on lower functional class street when available;

e Encourage connections between adjacent properties; and

e Require adequate internal design and circulation plan.
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Special Access Management Areas

Access management is important to promoting safe and efficient travel for both local and long
distance users within the planning area. The 1999 Oregon Highway Plan (OHP) classifies i-84
as an interstate facility, or 35 as a highway of statewide importance, and the Historic Columbia
River Highway and Highways 281 and 282 as district highways. These highways are to be
managed to ensure that each will continue to serve its intended function by maintaining the
capacity and condition of each facility. The OHP establishes access management categories
ranging from full control for freeways to partial control for regional or district highways.
Generally, the highest potential access category is assigned, corresponding to existing or planned
adjacent land uses.

Access management category I applies to [-84, which is fully access-controlled (access only at
interchanges). Highway 35 is a category 4 facility. This means that for the urban portions of the
highway, the roadway improvements will provide for a minimum distance of _ mile between
public roadway intersections, and a minimum distance of 500 feet between private driveways.
Traffic signals are permitted at a minimum of one-half mile spacing. These requirements are
similar to the general access management guidelines specified for major arterial roadways.
Access management category 6 applies to us 30 and Highway 281, which are district highways.
This means that in urban areas, intersection spacing for future improvements is limited to 500
feet, with a distance between driveways of at least 250 feet. Some of these spacings are not
practical to meet in the next 20 years, particularly in the highly developed areas.
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APPENDIX E
SEASIDE TSP ACCESS MANAGEMENT
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