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INTRODUCTION

This memorandum provides an inventory of existing transportation facilities and services within
Independence. The information provided in this memorandum will serve as the foundation for
identifying existing gaps and deficiencies in the fransportation system and for evaluating existing and
projected future traffic conditions for the Independence Transportation System Plan (TSP) update.
Attachment A contains the existing land use and population inventory for Independence. The
description of activity centers provided in Attachment A supports the modal system descriptions
provided below.
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Figure 1 illustrates the study area for the Independence TSP update. The study area consists of all areas
within the Independence city limits and Urban Growth Boundary (UGB). State and local facilities within
the City limits and UGB are addressed in the TSP.

The Oregon Transportation Planning Rule (TPR) indicates that the study of roadways and intersections is
generally limited to those with the highest classifications (collectors and arterials). However, local street
issues, such as street connectivity and safety, are also discussed where appropriate.

The roadway system within Independence serves the majority of trips across all fravel modes. In addition
to motor vehicles, pedestrians, cyclists, transit riders, and others use the roadway system to travel to and
from essential destinations and neighboring cities. This section describes the existing Independence
roadway system.

The roadway system within Independence was inventoried based on Geographic Information System
(GIS) data obtained from ODOT, as well as a review of recent aerial imagery and field observations. The
inventory was supplemented by information provided in the 2007 Independence TSP and by information
provided by the City and ODOT.

Streets within Independence are owned and operated by ODOT and the City. Each jurisdiction is
responsible for determining the functional classification of the streets, defining major design and
multimodal features, and approving construction and access permits. Coordination is required among
the jurisdictions to ensure that the streets are planned, operated, maintained, and improved to safely
meet public needs. Figure 2 illustrates the jurisdiction of streets within Independence. The following
summarizes information related to ODOT and City facilities within Independence.

State Highway

ODOT owns and operates one facility within Independence, OR 51. OR 51 is the main route through
Independence, connecting with OR 22 to the north near Eola and with OR 99W and OR 194 to the west
in Monmouth. Within the Independence UGB, OR 51 includes the north-south segment of Main Street
between the northern UGB and Monmouth Street and the east-west segment of Monmouth Street
between Main Street and the western UGB.

City Streets

The City owns and operates all other major facilities within Independence, including:
4t Street G Street Spruce Avenue
7th Street Gun Club Road Stryker Road
13th Street Hoffman Road Williams Street
16th Street Polk Street
Ash Street Picture Street
Corvallis Road Main Street

Additional information related to the ODOT and City facilities within Independence is provided
throughout the remaining sections of this memorandum.
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A street’s functional classification defines its role in the transportation system and reflects desired
operational and design characteristics such as right-of-way requirements, pavement widths, pedestrian
and bicycle features, and driveway (access) spacing standards. Figure 3 illustrates the functional
classification of streets within Independence. The following provides a description of each functional
classification per the 2007 Independence TSP.

Major Arterial: This is a major facility for moving large volumes of inter-area traffic primarily carrying
through traffic. An arterial is intfended to provide for the majority of regional travel passing through
an area as well as the maijority of local trips entering and leaving the urban area. It should also
provide continuity for all rural arterials which intercept the UGB and should include connections to
all rural collectors. Arterials generally emphasize mobility over land access. Access to arterials
should be managed to protect the mobility function of the street as much as possible.

Minor Arterial: This is a two-lane facility that is designed to carry “through” traffic. Although a minor
arterial is infended to provide more access than a major arterial, mobility is sfill the primary
function of the street and should be preserved as much as possible. Minor arterials place more
emphasis on land access and offer a lower level of traffic volume and mobility than major
arterials.

Collector: This facility connects infra-area traffic to the arterial system. Collectors provide links
between an area or neighborhood and the arterial system. They supply abutting property with the
same degree of land service as a local street but are usually given priority over local streets in any
traffic control installations. Collectors penetrate into all areas of a City. Collectors provide a direct
route to many destinations, and for longer trips, collectors connect to arterials or rural collectors.

Local: This type of street primarily provides access to abutting properties and is protected from
“through” traffic. Local streets entail all those not otherwise defined as arterials or collectors. While
connectivity is encouraged for all streets, through traffic movement is not the intended purpose of
a local street.

Access Function
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Major Collector

Minor Collector
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This image displays the relationship between Main Street south of Monmouth Street is a major
functional classification and the proportion of arterial under City jurisdiction. Image source:
through traffic and access. Image source: Kittelson, 2020.
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Table 1 summairizes the functional classifications of the arterial and collector streets within
Independence and identifies the overlapping jurisdictional relationships that exist. As shown in Table 1,
there are several inconsistencies in classification between jurisdictions within Independence. These
discrepancies will be addressed as part of the TSP update. The federal and state classifications reflect
information from ODOT's TransGIS database. The county classifications reflect the 2009 Polk County TSP.
The city classifications reflect the 2007 Independence TSP.

Table 1: Functional Classification Comparison of Collector and Higher Streets by Jurisdiction

Functional Classification

Jurisdiction | __Federal | state | cCounty | _city

Roadway

OR 51-Main Street ODOT Principal Arterial  District Highway Minor Arterial Major Arterial
OR 51-Monmouth Street ODOT Principal Arterial  District Highway Minor Arterial Major Arterial
City Minor Arterial — Minor Arterial Major Arterial
Corvallis Road City Maijor Collector - Minor Arterial Maijor Arterial
Gun Club Road City Minor Arterial -- Minor Arterial Minor Arterial
Hoffman Road-Polk Street City Minor Arterial = Minor Arterial Minor Arterial
River Road County Minor Arterial - Major Collector -
Stryker Road City Maijor Collector - Local Collector
Williams Street City Maijor Collector -- Local Collector
Picture Street City Local Road = Local Collector
City Minor Arterial -- Local Collector
4t Street (north of OR 51) City Minor Arterial - Local Collector
4t Street (south of OR 51) City Maijor Collector -- Local Collector
7th Street City Maijor Collector - Local Collector
City Local Road -- Local Collector
City Maijor Collector - Local Collector
City Major Collector -- Local Collector
Spruce Avenue City Local Road -- Local Collector
Airport Road City Maijor Collector -- Local Local
City Major Collector -- Local Local
City Maijor Collector -- Local Local

It should be noted that there are several streets in Independence that were identified as planned
arterials and collectors in the 2007 Independence TSP as well as other more recent planning
documents. These streets include Mountain Fir Avenue, Marigold Street, and F Street. While these streets
are shown as local streets in Figure 3 and Table 1, they are freated as higher classification streets by the
City. One outcome of the TSP update will be the reclassification of these streets as appropriate.

Special Transportation Areas
In addition to the functional classifications identified above, the segment of OR 51-Main Street from B
Street o Monmouth Street and the segment of OR 51-Monmouth Street from Main Street to 4th Street are
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designated as Special Transportation Areas (STA) by the Oregon Highway Plan (OHP). Per the OHP, an
STA is a designated district of compact development located on a state highway within an urban
growth boundary in which the need for appropriate local access outweighs the considerations of
highway mobility.

Commercial Centers

The segment of OR 51-Monmouth Street from 10t Street to east of 17t Street is designated as a
Commercial Center (CC) by the OHP. Per the OHP, a CC is a large, regional center or node with limited
access to the state highway. CCs generally include a high level of regional accessibility and
connections to the local road network and accommodates pedestrian and bicycle access and
circulation and, where appropriate, fransit movements. These centers are intended for commercial or
mixed commercial/retail/ office activities, which may include public uses, public buildings, and leasable
land. The primary objective of the state highway adjacent to a CC is to maintain through mobility,
regional accessibility, and connectivity to the local road network. In addition, pedestrian, bicycle, and
fransit access and circulation should be provided along a CC.

State Highway Approach Permits
State highway approach permits along OR 51 are discussed in Tech Memo 3B: Existing Conditions
Analysis.

Number and Width of Travel Lanes

The number and width of fravel lanes along ODOT and City facilities varies throughout the City. The
number of fravel lanes along arterial and collector facilities is shown in Figure 4. In general, all roadways
have two to three lanes within the UGB, including roadways with unmarked centerlines. Travel lane
widths vary between 11 and 19 feet depending on the presence of bike lanes, on-street parking, and
shoulder width; the 19-foot fravel lanes include unmarked on-street parking.

Posted Speed Limits

Speed limits typically correspond with the functional classification of the roadway. Roadways with
higher functional classifications (e.g. arterials and collectors) typically have higher speeds than
roadways with lower classifications (e.g. locals). The posted speed limits within Independence are
shown in Figure 5. Roadways without a posted speed limit were assumed to be 25 MPH.

Pavement Type and Condition

Pavement type and condition information along ODOT facilities was obtained from the ODOT TransGIS
database. Pavement type along ODOT facilities within Independence is Asphalt Concrete Unknown.
Pavement condition reported for ODOT facilities within Independence show OR 51-Main Street in fair
condifion and OR 51-Monmouth Street in poor condition.

In 2015, the City of Independence conducted a pavement condition study of the 27.6 miles of roadway
managed by the City Public Works Department. The study included a walking inspection using a
qualitative rating system for pavement conditions along City facilifies. The system rates facilities as good,
fair, and poor. Based on data provided by the City, approximately 56% of City streets are rated in good
condition, 22% are fair, and 22% are poor. Figure 6 illustrates pavement conditions in Independence for
ODOT and City facilities.
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Geometry for Study Intersections
The geometry of the study intersections included in the TSP update are discussed in Tech Memo 3B:
Existing Conditions Analysis.

Traffic Control
The traffic control of the study intersection is shown in Figure 7 and further discussed in Tech Memo 3B:
Existing Conditions Analysis.

On-Street Parking

On-street parking is prohibited along the maijority of arterial and collector streets in Independence as
shown in Figure 8. However, on-street parking is allowed in the downtown area along Main Street and
Monmouth Street adjacent to commercial businesses. It is also allowed along several other arterial and
collector streets throughout the city with wide travel lanes and/or a lack of bicycle facilities or striped
shoulders.

Right of Way

Right-of-way refers to the overall width of roadway jurisdiction that typically expands beyond the
physical roadway section and provides space for future roadway improvements, such as roadway
widening, added bicycle or pedestrian facilities, etc. Right-of-way data is not readily available for all
State and City facilities; however, the City has indicated that there is generally 66-feet of right-of-way
available along City streets.

Intelligent Transportation System Facilities

There are no Intelligent Transportation System (ITS) facilities within the City of Independence. The closest
ITS facilities are located northeast and include cameras within Salem and variable message signs in
support of I-5.

Freight Routes

The OHP identifies all interstate highways and certain Statewide, Regional, and District Highways as
freight routes. These routes are intended to facilitate efficient and reliable interstate, infrastate, and
regional fruck movement through a designated freight route system. There are no OHP designated
freight routes in Independence. The closest OHP freight route is OR 99W, which is a north-south roadway
that passes through Monmouth. There are also no City designated freight routes in Independence;
however, Hoffman Road-Polk Street, between the western UGB and OR 51-Main Street, operates as the
primary local and regional route for trucks traveling through the city. Passive measures, such as the curb
extensions in place at the intersection of Main Street and Monmouth Street, make fruck turning
movements difficult, providing a disincentive for tfrucks to remain on OR 51 when traveling through
Independence.

National Highway System

The National Highway System (NHS) is a network of highways, including interstate highways, that serve
strategic economic, defense, and fransportation facilities, such as airports, ports, rail or truck terminals,
railway stations, and pipeline terminals. There are no NHS routes within Independence. The closest NHS
route is OR 99W, which is a north-south roadway that passes through Monmouth.
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Inftermodal Connectors

Intfermodal connectors are roadways that provide the “last-mile” connection between the NHS network
and major intermodal freight facilities, such as ports, airports, and rail yards. There are no infermodal
connectors within 50 miles of Independence. The closest intermodal connections are located in
Portland and Eugene.

The following provides a summary of the existing gaps and deficiencies in the roadway system:

There are several inconsistencies in how various jurisdictions classify streets within Independence.

Based on the 2015 pavement study, approximately 44% of City streets are rated as being lower
than good condition, which is likely to have increased in the last five years. The following arterial
and collector streets have pavement conditions rated as poor:

e OR 51-Monmouth Street from western UGB to Main Street
e Main Street from F Street to River Road
Additional gaps and deficiencies identified through discussions with Independence Planning
Commission, include:
River Road Bridge and integration with downtown is poor.
Corvallis Road at the south end of town is fast and there are often bikes on road.
Randall Way speeds are excessive.
People travel fast from the north info fown and sometimes maintain that speed into downtown.

Polk and Main Street is dark in the winter and it is difficult to see pedestrians.

The public transportation system within Independence was inventoried based on information provided
by Cherriots, as well as a review of recent aerial imagery and field observations. The inventory was
supplemented by information provided in the 2007 Independence TSP.

The public transportation system in Independence consists of fixed-route and demand-responsive
service provided as part of the Cherriots Regional system. There are no other public bus or rail passenger
services in the city. Cherriots operates the regional express routes and flex services, providing
fransportation options to Polk County and Marion County residents. All regional express routes connect
to the Salem Downtown Transit Center and the Cherriots Local system.

In addition to the services provided by Cherriots, the educational institutions in the area provide services
for their students.

The Cenftral School District 13J covers the cities of Independence and Monmouth, providing
school bus service within and between the two cities. Students in Grades K-5 who live more than
one mile from their school, and students in Grades 6-12 who live more than 1.5 miles from their
school can receive bus services.

Western Oregon University provides the WOLF Ride Program, which is operated by students and

funded through student fees. The safe ride shuttle service is available on a first come, first served
basis every day of the week from 5:00 p.m. to 12:00 a.m.
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Cherriots Regional Route 40X: Polk County/Salem Express

Figure 9 shows the transit facilities and service in Independence. As shown, fixed-route transit service is
provided along OR 51, Main Street, and Monmouth Street via Cherriots Route 40X: Polk County/Salem
Express. The route operates along OR 22 and OR 51 between the Salem Downtown Transit Center and
Independence and provides east-west service through Independence and Monmouth via Monmouth
Street/OR 194. West of Monmouth, the route operates along Ridell Lane and Clow Corner Road
between Monmouth and Dallas. The route operates Monday through Friday between 6:00 a.m. and
9:30 p.m. with eight daily trips with headways ranging from 60 to 180 minutes. Reduced service is
provided on Saturday between 7:40 a.m. and 7:40 p.m. with four daily trips with headways ranging from
135 to 370 minutes. Route 40X does not operate on Sundays. For Cherriot’s 2019 fiscal year (July 2018
through June 2019), Route 40X ridership was 42,000 boardings, which does not capture ridership
changes due to the increased service that began in September 2019.

Cherriots provides five bus stops in Independence: two located at the intersection of N Main Street/N
Polk Street, two near the public library at the intersection of Monmouth Street/S 2nd Street, and one stop
serving both route directions at S 13t Street/Monmouth Street. All bus stops have a sign and pole
designating the stop. In addifion to signage, the three bus stops provided for service to Salem include
shelters, trash receptacles, and posted schedules.

Cherriots Regional Polk County Flex Service

The Cherriots Regional Polk County Flex is an origin-to-destination service provided within and between
the cities of Independence, Monmouth, and Dallas. Polk County Flex is available to all riders and does
not require an application to use. The service operates on weekdays between 7:00 a.m. and 4:30 p.m.,
with alternating thirty-minute intervals between serving Independence/Monmouth and Dallas. Rides
must be scheduled one business day before the trip by calling the Cherriots Call Center. To keep the
bus on schedule, the number of rides may be limited, and reservations are taken on a first come, first
served basis. The fare price for Polk County Flex service is the same as other Cherriots Regional services.
For Cherriot’s 2019 fiscal year, Polk County Flex ridership was 6,000 boardings.

In fall 2020, Cherriots plans to adjust the Polk County Flex

to become a deviated fixed route service called Cherriots

Regional Route 45: Central Polk County. The service Cherriofs has developed a new service
change was first considered by Cherriots in February 2019. glsgh;/ﬁlz 2 éveoriilger,eﬂ%ceenigi Tzcﬁlgn
Before initiating route planning, a survey was conducted slated for mid-year 2020.

in summer 2019, which showed that the public was in
favor of a service redesign. Cherriofs staff worked with the cities of Independence, Monmouth, and
Dallas and in coordination with ODOT to determine a route and bus stop locations. The service will
operate on a fixed route, including 50 stops within the three cities, but will also allow riders to call
beforehand and request service at any location within the Route 45 service area. Service will be

provided on weekdays from 7:00 a.m. to 5:00 p.m. with 2-hour headways.

Cherriots does not provide parafransit service in Independence since Route 40X is classified as a
“commuter express” service, which is exempt from the requirement to provide paratransit service. This
type of service is imited to one to three stops in each city or rural community served. If more transit stops
are desired for Independence, a service that safisfies the paratransit requirement should be provided,
such as a deviated fixed-route.
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The current Polk County Flex and future Route 45 are exempt from the paratransit requirement because
they are demand-responsive services that provide access within three quarters of a mile from the route
path. The Polk County Flex is not paratransit since it is open to the general public, not just those who
would be eligible for paratransit through the typical application process. For customers of all abilities
who require pickup or drop-off for a location that is deviated from the designated route, they may call
the Cherriotts Call Center to make a reservation one business day before the trip.

Rider Demographics

Cherriots conducted an on-board survey regarding fares in spring 2016. The survey showed that while
existing users largely represent low-income populations, Route 40X riders come from a variety of age
and racial groups. Table 2 shows the user characteristics provided through the survey for Route 40x,
which reflects the input of 34 respondents.

Table 2: 2016 Survey of Cherriots Regional Route 40X User Characteristics

User Characteristic

$0-$9.999 37.0%

$10,000-$19,999 11.1%
$20,000-$29,999 29.6%
Household Income Level $30,000-$39,999 111%
$40,000-$49,999 7.4%
$50,000 or more 3.7%
18 and under 2.9%
19-34 53.0%
35-64 38.2%
65 and over 5.9%
African American or Black 8.8%
Asian 2.9%
Native Hawaiian or Pacific Islander 8.8%
American Indian or Alaska Native 8.8%
White or Caucasian 52.9%
Two or More Race Groups 5.9%
Other 11.8%

Hispanic or Latino 19.4%
Not Hispanic or Latino 80.6%
Male 42.9%

English 82.4%

Primary Language Spoken at Home [RIeleliINy 8.8%
Other 8.8%

Source: Cherriots
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The following provides a summary of the existing gaps and deficiencies in the public tfransportation
system:

There is a lack of consistent marketing for existing public transit facilities and service in
Independence (i.e. continued references to the previous CARTS regional bus system).

Cherriots staff identified a service change need for the Polk County Flex service, which was
verified by the public. Future Route 45 will fill this deficiency.

Gaps and deficiencies in the pedestrian and bicycle systems that provide access to public
transportation facilities as well as other key destinations in Independence are identified below.

The pedestrian system within Independence was inventoried based on GIS data obtained from ODOT,
as well as a review of recent aerial imagery and field observations. The inventory was supplemented by
information provided in the 2007 Independence TSP and by information provided by the City.

Pedestrian facilities in Independence consists of sidewalks, shared-use paths, and off-street trails, as well
as marked and unmarked, signalized and unsignalized pedestrian crossings. These facilities provide
residents with the ability to fravel between residential areas, schools, parks, churches, retail/commercial
centers, and other essential destinations in Independence by foot. Figure 10 illustrates the location and
type of pedestrian facilities in Independence. The following summarizes information on pedestrian
facilities, including geometry, condition, and use, as well as consistency with state and local standards.

Sidewalks

Sidewalks are provided along at least one side of all arterial and collector streets in Independence, with
only short segments where there are adjacent gaps on both sides of the roadway. Sidewalks are also
provided along a majority of local streets, especially within the downtown area and adjacent to
residential land uses.

Shared-use Paths and Trails

Shared-use paths and trails create circulation and connection systems for non-motorized travelers.
These paths and trails also provide recreational opportunities for residents and visitors. The following
shared-use paths and trails are located in Independence:

Ash Creek Trail: Phase 1 of the Ash Creek Trail has been constructed and provides a half mile
concrete path along Ash Creek, connecting 16t Street and Gun Club Road. The existing paved
shared-use path is adjacent to Talmadge Middle School and Central High School. The full
proposed Ash Creek Trail would provide an east-west connection between Independence and
Monmouth, running from the Willamette River to Church Street W.

Willamette River Trail: The Willamette River Trail is a three-mile paved shared-use path that
connects the Riverview Park Amphitheater and the North Riverfront Ballfield Complex along the
Willamette River. Access to the shared-use path is provided at Riverview Park at the Ash Creek
pedestrian bridge, the dog park on Grand Street, and the Independence Boat Ramp on DeAnn
Drive. The shared-use path is known for birdwatching and nature viewing opportunifies.
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o Mt Fir Park: As part of the narrow park running north-south along South Fork Ash Creek, a paved
shared-use path is provided from F Street to Becken Road. As described in Attachment A, Mt. Fir
Park is an identified activity center for Independence.

Crosswalks

Marked crosswalks are located at several major intersections (signalized and unsignalized) and at key
midblock locations, parficularly within the downtown area and along Monmouth Street — most
crosswalks on the state highways have not been approved by the State Traffic Engineer. Figure 10
shows the existing marked crosswalk locations. There are enhanced pedestrian crossings with overhead
flashing beacons at the midblock crossing on Monmouth Street south of Central High School and the
west leg crosswalk at the Monmouth Street/4th Street intersection. There is also an enhanced pedestrian
crossing with rectangular rapid flash beacons (RRFBs) at the Polk Street/Stryker Road intersection.

ODOQOT inspected the curb ramps along Monmouth Street and OR 51-Main Street in 2016 and found alll
curb ramp locations to be in poor condition or missing. A similar inspection is not available for City
facility curb ramps

Safe Routes to School

The Monmouth-Independence Safe Routes fo School Program is a collaboration between the two
Cities, the Independence Police Department, the Independence Traffic Safety Commission, and
Central School District 13J (the joint school district between the two Cities). The purpose of the program
is fo integrate health, fitness, environmental awareness, and safety into one collective program.

The Safe Routes to School Program focuses on engineering, encouragement, enforcement, and
education to enable children to walk and cycle to school. As part of the program, the City of
Independence is working to:

o Hold encouragement activities,

o Address school-related safety concerns through the traffic safety commission,

o Integrate walking and cycling safety education into the classroom,

o Increase traffic enforcement around the schools, and

o Construct a safe off-street route for pedestrian travel.

Midblock crossing south of Central High School including overhead flashing beacons and a crossing guard. Source: Google Earth
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Traffic counts conducted at the study intersections include the total number of pedestrians that entered
the intersections in 15-minute infervals. Table 3 summarizes the pedestrian crossing volume data for the
evening peak period (2:00 to 6:00 p.m.) based on the pedestrian peak hour for each individual
intersection (the map IDs shown in Table 3 correspond to the map IDs shown in Figure 1).

As shown in Table 3, the highest pedestrian crossing volumes were observed at intersections located
along Monmouth Street near the commercial and institutional land uses and on Hoffman Road-Polk
Street at the crosswalk that connects a large parking lof to industrial land uses. Potential pedestrian
improvements should be prioritized at these locations to ensure safe and convenient access for
pedestrians.

Table 3: Pedestrian Crossing Volumes at Study Intersections

m Pedestrian Peak Hour East/West Volume | North/South Volume

ODOT Study Intersections

_ OR 51/Stryker Road 4:15-5:15 p.m. - 1
n OR 51/Polk Street 415-5:15 p.m. 10 -
n Main Street/Williams Street 2:00-3:00 p.m. -- 6
— Main Street/C Street 3:00-4:00 p.m. 25 7
n Main Street/Monmouth Street 4:15-5:15 p.m. 8 17
“ Monmouth Street/4th Street 4:30-5:30 p.m. 8 2
Monmouth Street/7t Street 3:00-4:00 p.m. 4] 8
“ Monmouth Street/13 Street 2:00-3:00 p.m. 30 4
— Monmouth Street/Gun Club Road 2:00-3:00 p.m. 74 67
n Monmouth Street/16t Street 2:00-3:00 p.m. 166 143

City Study Intersections

n Hoffman Road/ 16t Street 4:45-5:45 p.m. 1 -
n Hoffman Road/Gun Club Road 2:00-3:00 p.m. 6 -
n Hoffman Road/Stryker Road 4:30-5:30 p.m. 1 96
n Polk Street/Ash Street 3:30-4:30 p.m. 7 1
n Ash Street/Wiliams Street 2:00-3:00 p.m. 7 9
“ Main Street/D Street 3:45-4:45 p.m. 4 20
Main Street/G Street 4:30-5:30 p.m. ~ 10
“ S Main Street/River Road S 3:45-4:45 p.m. - 7

The primary pedestrian generators align with the activity centers described in Attachment A. Schools,
parks, and community amenities generate multimodal trips, especially when there are redundant
networks that support all modes. Main Street, Monmouth Street, 16th Street, 7th Street, and 4t Street are
key city pedestrian routes due to the presence of continuous pedestrian facilities adjacent to activity
centers.
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Adequate pedestrian facilities, such as continuous sidewalks, marked crossings, and ADA-compliant
ramps, should be provided to allow for convenient and safe travel between neighborhoods, activity
centers, and essential desfinations. The following provides a summary of the existing gaps and
deficiencies in the pedestrian system:

There are several pedestrian ramps throughout the city are not ADA-compliant and should be
brought info compliance.

There are several major (and minor) intersections that do not provide marked pedestrian
crossings, such as the Monmouth Street/13th Street, Gun Club Road/Picture Street, and Ash
Street/Polk Street intersections.

There are several arterial and collector streets that currently do not have sidewalks along one or

two sides of the roadway. These streets include:
e OR 51-Main Street from northern UGB to B Street — gaps on east side
e Main Street from F Street to southern UGB — gaps on both sides
e OR 51-Monmouth Street from Main Street to 3rd Street — gaps on north side
e Gun Club Road from Hoffman Road to Northway Street — gaps on west side
e Hoffman Road from western UGB to Airport Road — gaps on north side
e Polk Street from Ash Street to OR 51-Main Street — gaps on both sides
e Stryker Road from OR 51-Main Street to Polk Street — gaps on both sides
e Williams Street from Log Cabin Street to March Street — gaps on north side
e Ash Street from Albert Street to A Street — gaps on west side
e 4th Streetf from | Street to Spruce Avenue — gaps on east side
e 13th Street from E Street to southern UGB — gaps on both sides

Several of the gaps and deficiencies identified above limit connectivity between residential areas
and activity centers throughout the city, including schools, parks, and transit stops.

Additional gaps and deficiencies identified through discussions with Independence Planning
Commission, include:
G Street poor pedestrian crossing. People try and beat fraffic on Main Street.
Crosswalks in the downtown are not visible.

There is no pedestrian connection into Central Plaza from the Gun Club/Monmouth intersection.

The bicycle system within Independence was inventoried based on GIS data obtained from ODOT, as
well as a review of recent aerial imagery and field observations. The inventory was supplemented by
information provided in the 2007 Independence TSP and by information provided by the City.

Bicycle facilities in Independence consist of on-street bike lanes, shoulder bikeways, and unmarked
shared roadways, as well as off-street shared-use paths and trails and bicycle parking. These facilities
provide residents with the ability to travel between residential areas, schools, parks, retail/commercial
centers, and other activity centers within Independence and neighboring cities by bike. Figure 11
illustrates the location and type of bicycle facilities in Independence.
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Bike Lanes

On-street bike lanes are located along a few arterial and collector streets in Independence, including
Main Street, Monmouth Street, Gun Club Road, 16 Street, and Hoffman Road-Polk Street. These
designated facilities include bike lane striping and bicycle symbols. Bike lane width and condition
information along the State and City facilities is limited; however, aerial imagery shows that the bike
lanes are generally 5 to é-feet wide and appear to be in fair to good condition.

Shoulder Bikeways

Shoulder bikeways are located along short segments of arterial and collector streets in Independence,
including Main Street, Stryker Road, Gun Club Road, and 16 Street. All striped shoulders could be
considered shoulder bikeways; however, shoulder bikeways can range from 4 to 8-feet wide depending
on the functional classification of the roadway and ADT. Shoulders that are less than 4-feet wide should
not be considered shoulder bikeways. Shoulder width and condition information along the State and
City facilities is fairly limited; however, aerial imagery shows that the shoulders are generally 4 to é-feet
wide and are in fair o good conditfion.

Shared Roadways

There are no roadways with shared lane pavement markings (“sharrows”) in Independence. However,
all roadways that lack bike lanes or shoulder bikeways could be considered shared roadways. Shared

roadways typically have posted speed limits of 25 miles per hour (MPH) or less and average daily fraffic
(ADT) of 2,000 vehicles or less, as noted in the City's Public Works Design Standards.

Within Independence, this includes the majority of local streets as well as a few arterial and collector
streets. Streets with higher travel speeds or traffic volumes should not be considered shared roadways.
The 2007 Independence TSP does not identify any shared roadways; however, with posted speed limits
of 25 MPH and/or ADTs of 2,000 or less, these roadways could be considered shared roadways:

Williams Street 7th Street
Ash Street 13th Street
4t Street Spruce Avenue

Bicycle Parking

The maijority of bicycle parking provided on arterials and collectors in Independence is located along
OR 51 in downtown and adjacent to local businesses. The typical bicycle parking stalls along OR 51 can
accommodate up to five bicycles and are in good condition.
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Traffic counts conducted at the study intersections include the total number of cyclists that entered the
intfersections in 15-minute intervals. Table 4 summarizes the bicycle crossing volume data for the evening
peak period (2:00 to 6:00 p.m.) based on the bicycle peak hour for each individual intersection (the
map IDs shown in Table 4 correspond to the map IDs shown in Figure 1). As shown in Table 4, the highest
bicycle crossing volumes were observed at intersections located along Monmouth Street near the
commercial and institutional land uses.

Table 4: Bicycle Crossing Volumes at Study Intersections

m Bicycle Peak Hour North/South Volume | East/West Volume

ODOT Study Intersections

_ OR 51/Stryker Road 5:00-6:00 p.m. 2 -
] ORSs1/Pokstreet - - -
“ Main Street/Wiliams Street 3:15-4:15 p.m. - 1
— Main Street/C Street - -- --
n Main Street/Monmouth Street 5:00-6:00 p.m. - 1
n Monmouth Street/4h Street 2:00-3:00 p.m. - 2
Monmouth Street/7th Street 2:45-3:45 p.m. 1 5
“ Monmouth Street/13 Street 4:30-5:30 p.m. - 2
n Monmouth Street/Gun Club Road 2:00-3:00 p.m. S --
|1 Monmouth Street/16n Street 4:30-5:30 p.m. 1 4

City Study Intersections
Hoffman Road/ 16t Street — — _

Hoffman Road/Gun Club Road = — -

Hoffman Road/Stryker Road 3:15-4:15 p.m. 1 -
Polk Street/Ash Street 3:15-4:15 p.m. 2 -
Ash Street/Williams Street 3:15-4:15 p.m. 1 1
Main Street/D Street 4:30-5:30 p.m. 4 —
17 Main Street/G Street 4:30-5:30 p.m. - 1

S Main Street/River Road S - - -

The bicycle generators in Independence include the activity centfers described in Attachment A.
Monmouth Street west of 7t Street and 16th Street are primary bicycle routes in the city due to the
presence of bicycle facilities adjacent to schools and commercially zoned areas. The majority of
activity centers are located in the historic district of downtown Independence, which is not supported
by on-street bike lanes, shoulder bikeways, or designated shared roadways.

Two major regional bikeways run north-south adjacent to Independence, outside of the UGB. The
Willamette Valley Scenic Bikeway is located on the east side of the Willamette River. A shared-use path
is located on the west side of OR 99W, with the southern end connecting to existing sidewalks in
Monmouth at Church Street E.
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Streets with no bicycle facilities or intermittent bicycle facilities force cyclists to share the travel lane with
motor vehicles or use the shoulder if available. In many cases, this is not a desirable option for cyclists
due to narrow lane widths or uneven pavement conditions. Adequate bicycle facilities should be
provided to allow for safe travel between neighborhoods and essential destinations. The following
provides a summary of the existing gaps and deficiencies in the bicycle system:

There are no designated and marked shared roadways on streets where the speed and traffic
conditions would support mixed traffic.

There are gaps in the bicycle facilities provided on the following streets:

OR 51-Main Street from Polk Street to Monmouth Street — gaps on both sides
OR-51-Monmouth Street from west of 7th Street to Main Street — gaps on both sides
Gun Club Road from Hoffman Road to south of Ash Creek — gaps on both sides
Hoffman Road from western UGB to Gun Club Road — gaps on both sides

Polk Street from Walnut Street to OR 51-Main Street — gaps on both sides

There are no bicycle facilities provided on the following arterial and collector streets:

Main Street from Monmouth Road o River Road
Corvallis Road from River Road to southern UGB
Williams Street from Ash Street to OR 51-Main Street

Ash Street from Polk Street to A Street

4t Street from A Street to Spruce Avenue

7th Street from Monmouth Street to Mountain Fir Avenue
13th Street from Monmouth Street to southern UGB

G Street from 7th Street to Main Street

Spruce Avenue from 6 Street to 4th Street

Several of the gaps and deficiencies limit connectivity between residential areas and bicycle
destinations throughout the city, including schools, parks, and transit stops.

Local connectivity to regional bicycle facilifies is lacking.

Additional gaps and deficiencies identified through discussions with Independence Planning
Commission, include:

Itis hard fo ride a bike on Monmouth Street with and without the bike lane. The grates go intfo the
bike lane and make it difficult to ride along the road.

Noft fun fo ride a bike on North Main Street. Speeds too fast.

Bike system is disjointed. Makes car the only opftion.

Bike connection from south part of town east of the railroad is very poor. Have to ride on sidewalks
to getinto downtown.
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The air transport system within Independence was inventoried based on the March 2020 Draft
Independence State Airport Master Plan. The inventory was supplemented by information provided in
the 2007 Independence TSP and by information provided by the City.

There is one airport located in Independence. The Independence State Airport is located on the
northern edge of the City and accommodates light single- and multi-engine aircraft weighing less than
or equal to 12,500 pounds. Although the majority of the airport property resides within the City’'s UGB, a
small portion stretches across the northern UGB boundary. The airport is owned, operated, and
maintained by the Oregon Department of Aviation. The single north-south paved runway is 2,935 feet
long by 60 feet wide.

The airport does not have an instrument landing system, so operations are limited to visual flight rules.
There is no scheduled service provided by commercial air carriers.

There is a residential airpark development located on the east side of the airport. The airpark
development currently has 90 homes with hangars and has attained national recognition. As shown in
Attachment A, the zoning within the residential airpark includes a Residential Single Family Airport
Overlay zone designed to minimize “exposure to crash hazards and high noise levels generated by air
field operations by encouraging future development which is compatible with the continued operation
of adirfields, and established Airpark development” (Independence Development Code).

The City of Independence also has an Airport Safety and Compatibility Overlay Zone, intended to
“support the continued operation and vitality of public use airports with only visual approaches by
establishing compatibility and safety standards to promote air navigational safety at Independence
State Airport and to reduce potential safety hazards for persons living, working or recreating near such
public use airports.” The Overlay Zone includes an airport approach zone, a fan-shaped area extending
from the end of the runway for a distance of 4,000 feet and to a width of 1,250 feet. The Overlay Zone
also includes an airport clear zone, a fan-shaped area extending from the edge of the airport for a
distance of 1,000 feet and to a width of 312.5 feet. The width of both zones at the end of the runway is
250 feet. The northern zones are located mainly in Polk County, but the southern zones extend over
Independence. The southernly clear zone extends to Monmouth Street.

The March 2020 Draft Independence State Airport Master Plan provides a range of improvements to
support the airport operations, which will be discussed in future technical memorandums focused on
project alternatives and development.

The rail system within Independence was inventoried based on GIS data obtained from ODOT. The
inventory was supplemented by information provided in the 2007 Independence TSP and by information
provided by the City and the ODOT Rail Division.
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There is one rail line in Independence. The line runs north and south, parallel to OR 51-Main Street before
crossing OR 51-Monmouth Street. South of OR 51-Monmouth Street, the line continues running parallel to
Main Street and Corvallis Road, veering to the west as it approaches the southern UGB. The line
provides freight service for a large variety of commodities including forest products, iron and steel
products, feed grains, fertilizers, and some manufactured consumables, such as food products. No rail
passenger service is currently provided in Independence.

Owners and Operators
Union Pacific is the owner of the rail line. It has been leased to Portland & Western Railroad (P&W) since
1993 for operation and maintenance.

Classification

The rail line is classified as a secondary line. P&W is a Class lll railroad under the Surface Transportation
Board's economic classification regime (Classes |, [l and Ill). With over 500 miles in operation, P&W
qualifies to be designated as a “regional” railroad.

Track Condition and Speed

The track condition allows for Federal Railroad Administration Class 2 operations, which permits freight
tfrain operation at 25 MPH and passenger train operation at 30 MPH. In 2007, P&W's goal was to
maintain its Independence trackage, at a minimum, to Federal Railroad Administration Class 2
standards.

Speed
For the 0.9-mile segment of the rail line through Independence, speed is restricted to 10 MPH until the
last car of the train exits 2nd Street.

Schedule

The rail line does not have a set schedule, but there is at least one train per day each direction
between Albany and McMinnville, six days a week. Local railroad switchers, small locomotives used to
assemble, disassemble, and move railroad cars, fravel between Rickreall and Corvallis on occasion.
Although the line connects through to Portland, it has not been operated east of Newberg (over Rex
Hill) for several years. Consequently, P&W operates as if Willamina/McMinnville/Newberg were
disconnected from the rest of the railroad network. Rail fraffic from Newberg has decreased in recent
years; however, rail fraffic still being received at Rickreall.

Industries Served

The major industries served are Willamina Lumber Co. and Cascade Steel Rolling Mill. Commodities are
dimension lumber, scrap metal, steel fence posts and rebar, animal feed and agriculture products, such
as fertilizer.

There are nine rail crossings in Independence and approximately 2.5 miles of track within the UGB. All
crossings are at-grade. The rail line fraverses some of the oldest sections of the City. The track runs
adjacent to Main Street, including a quarter mile section that runs down 2nd Street. Table 5 summarizes
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the characteristics of the rail crossings along 2nd Street. Figure 12 illustrates the location of the rail
crossings in Independence. In addition to the at-grade crossings described in Table 5 and Figure 12,
there is one rail bridge location crossing Ash Creek east of A Street.

Table 5: Rail Crossings in the City of Independence

Map ODOT Crossing Crossing Surface

ID Location Number Type Material
_ Stryker Road, west of OR 51 F-710.9 Gated with flashing lights Paved
n Polk Street/Marsh Street F-710.05 Gated with flashing lights Paved
“ Williams Street/Marsh Street F-709.88 Gated with flashing lights Paved
n B Street/2nd Street F-709.54 Passive-sign protected Paved
“ C Street/2nd Street F-709.48 Passive-sign protected Paved
n OR 51-Monmouth Street/2nd Street F-709.4 Gated with flashing lights Paved
D Street/2nd Street F-709.34 Passive-sign protected Paved
n E Street/2nd Street F-709.28 Passive-sign protected Paved
n G Street, west of OR 51 F-709.2 Gated with flashing lights Paved
n G Street, west of OR 51 F-709.2-C Passive-sign protected Paved

The configuration of the railroad crossings results in temporary interruptions on the major east-west
routes when tfrains pass through Independence. Interruptions in east-west traffic on OR 51-Monmouth
Street also leads to interruptions to north-south fraffic on OR 51-Main Street.

The following gaps and deficiencies were discussed in the 2007 Independence TSP for the rail system:

Community concern regarding:
e Line maintenance, especially pavement maintenance on 2nd Street
e Speed of trains through town
e High frequency of railroad crossings, particularly the passively protected crossings

e Potfential compromised emergency response capabilities should a train become stalled on
the fracks and block crossings. The fire and police stations are located west of the track,
which gives them access to most of the city. However, trains can delay and/or cause
detours for emergency vehicles trying to reach the eastern edge of fown, including the
downtown, waterfront park, residences and businesses

Although the rail line is actively used for freight, no passenger rail service is provided.

Independence is located on the Willamette River, which has functioned as a transportation facility in
the past. Currently, no freight shipping or passenger service occurs on the river, and a limited amount of
recreational use, such as kayaking, of the river occurs. Independence has previously investigated the
possibility of recreational use of the river oriented towards water transportation. Independence will
continue to promote recreational use of the river and investigate the feasibility of river fransportation
and promote recreational use of the river.
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Independence has no major regional pipeline facilities within the UGB. Monmouth has water and sewer
mains that fraverse Independence. Independence will cooperate with Monmouth regarding their sewer
and water line needs.

Freight generators include industrial sites, distribution centers, tfruck ferminals, and businesses that ship or
receive a significant amount of freight. The industrial area on the north side of town is the city’s primary
origin and destination for freight.

Major commodities from Independence include dimension lumber, scrap metal, steel fence posts and
rebar, animal feed and agriculture products such as fertilizer.

There are no intfermodal facilities in Independence. The airport and Willamette River are primarily used
for recreation and non-freight activities.

OR 51-Main Street and Hoffman Road-Polk Street experience heavy freight use in Independence.

Although no state or federal freight routes run through Independence, the City should explore
designating their own local routes in support of freight movement in Independence.

This section summarizes information on transportation funding in Independence. This information
provides context for evaluating projects and defining priorities that will allow Independence to use all
funding opportunities and maximize current resources to preserve and improve the transportation
system.

Transportation revenue in Independence primarily consists of state revenue from the state gas tax,
which was recently changed by House Bill (HB) 2017, and local revenue from a fransportation system
development charge (SDC). Increases in state revenues will depend primarily on gas consumption.

Table 6 illustrates the historical revenue sources for Fiscal Year (FY) 2010-11 through FY 2017-18 and
includes estimates for FY 2015-16! and FY 2018-2019. The adopted FY 2019-2020 budget is also provided.

1 Recorded historical values for revenue sources were not available on the City's website for FY 2015-
2016 when this technical memorandum was completed.
https://www.ci.independence.or.us/finance/budgets
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Table é: City of Independence Historical Revenue Sources

Revenue FY 2010- FY2011- FY2012- FY2013- FY2014- FY 2015- FY 2016- FY2017- Wa{J:EN @ {ILE

Source 2011 2012 2013 2014 20157 2016 2017 2018 2019 20202
LIS - - $3.881 $1,990 - - - -
(41,
$395,958  $468,473  $469,337  $455425  $496,479  $525500  $541,077  $599.227  $677.000  $698,395
State Fund
Exchange $82,414 ~  $180.535  $86,460  $50,291 $70,638  $78,687 - ~  $217,000
Program
ROW Fee
Aoz - - - $13000 - - ~ $165794  $152000  $153,750

/Transfers
[]

iejpiliel ~ $216,844 $60,000  $100,000 $70,735 $75000  $100,000 -

Loans

D [T - - - - - - - $1,416 $4,000 $3,000
Income

Misc. $1,700 $4,298 $1,713 $5,389 $127 $543 $3,070 - $4,800 $4,800
LEELITES
~ $37.665 - - - - - $5,000 ~  $460,000

Transp.
SDC Fund
m $512,038  $762.386  $1,714771  $1,130,778 $1,364481  $798770  $911,509  $859,415 $1,009.647 $1,709,261

1. Estimated
2. Adopted Budget

$31,966 $35,106 $999.305 $468,514 $746,849 $127,089 $188,675 $87,978 $171,847 $172,316

The primary state revenue source is the state gas tax. State gas taxes are comprised of proceeds from
excise taxes imposed by the state and federal government to generate revenue for transportation
funding. The proceeds from these taxes are distributed to Oregon counties and cities in accordance
with Oregon Revised Statute (ORS) 366.764, by county registered vehicle number, and ORS 366.805, by
city population. The Oregon Constitution states that revenue from the state gas tax is to be used for the
construction, reconstruction, improvement, maintenance, operation and use of public highways, roads,
streets, and roadside rest areas.

Based on data provided by the City, total revenue from the state gas tax has increased steadily since
fiscal year 2010-2011. The increase between 2015 and 2016 reflects an adjustment in the population
estimate used by the state to determine the amount of funding to distribute to the City. While the
population is expected to continue to increase by approximately 2.7 percent per year over the next
several years (see Atfachment A), revenue from the state gas fax depends on gas consumption, which
is expected to go down over time.

The primary local revenue source is from Transportation SDCs. Transportation SDCs are fees assessed on
developments for impacts to the tfransportation infrastructure. All revenue is dedicated to tfransportation
capital improvement projects designed to accommodate growth. The City can offer SDC credits to
developers that provide public improvements beyond the required street frontage, including those that
can be constructed by the private sector at alower cost. For example, SDC credits might be given for
providing off-site improvements, such as sidewalks and bike lanes that connect the site to nearby transit
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stops. Independence uses the revenue from SDCs on eligible projects that cannot be funded by other
means.

ATTACHMENTS

A.  Land Use and Population Inventory
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