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INTRODUCTION 

In 1995, there was a surge in economic and transportation activity along Highway 331 tied to the 
development of the Wildhorse Gaming Resort, now located along the east side of Highway 33 1 
approximately three-quarters of a mile north of Interstate 84 and on the Umatilla Indian Reservation. The 
Wildhorse Resort consists of a casino, a hotel, an RV park, and a golf course. More recently, there have 
been further developments at the Tamastslikt Cultural Institute located at the east end of the Wildhorse 
Resort Entrance Road. The Confederated Tribes of the Umatilla Indian Reservation (CTUIR) own both 
facilities and also own a major truck stop (Arrowhead Truck Plaza) located in the northeast quadrant of 
the Highway 33111-84 Interchange. The CTUIR has acquired approximately 800 additional acres of 
developable property in the northwest and southwest quadrants of the 1-84 Interchange and has adopted a 
corrmnity plan establishing future plans for development in the interchange area and throughout the 
corridor. These existing developments and the potential for additional growth have heightened concerns 
with the CTU W and the Oregon Department of Transportation (ODOT) on how to manage the 
transportation system in the highway corridor. 

The Highway 33 1 Corridor Plan was developed to address the existing and emerging transportation needs 
of the highway corridor over the next 20 years and constitutes a public facility plan for ODOT. This 
long-range plan is designed to maintain the integritylfunction of Highway 33 1 and the area surrounding 
the 1-84 Interchange through the implementation of transportation system improvements and management 
policies. The plan contains recommended street system improvements and an access management plan to 
maintain acceptable traffic operations and safety along Highway 33 1 and at the Interstate 84 interchange, 
while providing safe and efficient vehicle access to adjacent land uses. Other improvement projects are 
recommended in the plan to encourage pedestrian and bicycle travel in the corridor. 

STUDY AREA (Prioritized 20-Year Implementation Plan Map Attached) 

The study area consists of a strip one-half mile on either side of Highway 33 1 from Oregon Highway 1 1 
to one-half mile south of the 1-84 Interchange near Tutuilla Church Road. The study area is located 
mostly within the boundaries of the Umatilla Indian Reservation, and is just east of Pendleton. The 
corridor study area is shown in the attached figure 8-1, Prioritized 20-Year Implementation Plan from the 
report. 

Outside of the Mission Community Area, the Umatilla Indian Reservation is mostly rural in nature with 
large tracts of land that are either undeveloped or used for agricultural purposes. Within the Mission 
Community Area, most of the land is rural but a wide variety of land uses have been developed. Tourist 
commercial uses are located north of 1-84 along the east side of Highway 33 1 at the Arrowhead Truck 
PlazaJCody's Restaurant and the Wildhorse Resort. The Resort consists of a casino, a hotel, and a RV 
park. 

PLAN FINDINGS 

Access Management Plan (Highway 331 Access Strategy Map Attached) 

Access management strategies were developed for Highway 33 1 including the 1-84 Interchange and South 
Market Road. The focus was primarily on three areas in the corridor, where land is zoned for future 
commercial uses (tourist and community) and growth potential is high or where the CTUIR has recently 
purchased land for future planned developments. These areas include: 

Area surrounding the Mission Road intersection, 

- - -  
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Area from Wildhorse Resort Entrance Road to 1-84 Interchange 

South Market Road from 1-84 Interchange to Tutuilla Church Road 

The strategy for the 1-84 interchange area includes construction of a non-traversable landscaped median 
along Highway 331 from the westbound ramps to the Wildhorse Resort Entrance Road. This strategy is 
shown in the attached figure 7-5, Highway 331 Access Strategy: Preferred Option that has been modified 
from the report to include the area south of the interchange. 

This strategy includes removal of five driveways accessing the existing truck stop and restaurant on the 
east side of Highway 331 and one driveway on the west side of the highway which serves an abandoned 
home but is still being used by agricultural vehicles. A right-in only access would be located on the east 
side and west side of the highway to serve these properties. The first fully directional intersection would 
be located 1,320 feet from the 1-84 west bound ramps. Kash Kash Road would be realigned to the east 
approach of this intersection. Beginning at the 1-84 eastbound ramps, the existing intersection with the 
dead-end road to the waste transfer site would be removed and realigned to a new intersection. The new 
intersection would be located on the west side of the road at 1,320 feet south of the 1-84 eastbound ramps. 
The proposed intersection would serve both industrial and residential impacts that are planned for the 
future. Specific details of the access management plan for the other sections of the highway is attached. 

Project Needs (Prioritized 20-Year Implementation Plan Map Attached) 

State Hgh way 

The Corridor Plan identifies a total of three intersections along Highway 33 1 that are expected to exceed 
minimum operating standards within the next 20 years. 

Operating deficiencies could be mitigated by the following improvements: 
0 1-84 EB Ramps- Provide separate left and right-turn lanes on the off-ramp and install a traffic signal 

when warranted. 

New Intersection North of 1-84- Provide exclusive left-turn lanes along the highway, and install a 
traffic signal when warranted. 

Mission Road- Establish a four-way stop. 

A potential safety hazard could exist at the 1-84 WB Ramps, where traffic volumes in the southbound 
direction on Highway 33 1 are projected to be high for the right turn onto 1-84 WB on-ramp. This safety 
hazard could be mitigated by providing an exclusive turn lane that would separate right-turning traffic 
from through traffic. Other improvements include providing separate left- and right-turn lanes on the WB 
off-ramp and installing a traffic signal when one becomes warranted. 

As identified in the previous section the Corridor Plan includes an Access Management Strategy for areas 
of the corridor with development potential. Project needs to implement the access management strategy 
include: 

Highway 33 1 Median - Construct a non-traversable landscaped median from 1-84 westbound ramps 
to the Wildhorse Resort Entrance Road. 
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Improvements would consist of constructing a 14-foot wide median with landscaping, maintaining two 
12-foot travel lanes, and either the construction of bike lanes and sidewalks or a paved shoulder that is 
wide enough for bicycle and pedestrian travel. 

Local System 

Intersecting and parallel road improvements include 
North-South Connector Road - Provide a more direct route between tribal government 
offices/neighborhoods and the Wildhorse Resort. 
East-West Connector Road - Serve as a local access road for new homes that may be built in the area 
designated for community residential land use. 

Other improvements include realignment and roadway iqro.ilements to Kash Mash Road. hprovements 
would include closing the existing access t s  Highway 33 1 located adjacent to the 1-84 west bound off 
ramp and rerouting Kash Kash road north to new intersection with Highway 33 1. 

Bicycle and pedestrian improvements are identified in the Conidor Plan along Mission Road, between the 
Wildhorse Casino and Tamastslikt Cultural Institute, across the Umatilla River between Mission Road 
and Kilpatrick Road and along South Market Road to the 1-84 interchange. 

A prioritized list of transportation improvement projects for the Highway 33 1 Corridor Plan are illustrated 
in the attached figure 8-1, Prioritized 20-Year Implementation Plan, and defined in the attached table. 
Projects in the list were prioritized by the TAC members based on expected time of development and 
relative need, and reviewed by the CTUIR Natural Resources Commission, the Department of Economic 
and Community Development, the Board of Trustees, and the general public. The table assigns each 
project a number reflecting the level of prioritization, a project name, and includes a description of the 
improvements to be made, the agencies involved, and the estimated cost. Costs are expressed in year 
2001 dollars. This list is not financially constrained which means that financing for individual projects 
has not been secured. The intent of the priority list of improvements is to implement each project 
beginning with the first listed when the opportunity of financing becomes available. 

PLANNING PROCESS 

The Highway 33 1 Corridor Plan was developed through a series of technical analysis combined with 
systematic input and review by a Technical Advisory Committee (TAC). The TAC consisted of 
representatives from the Confederated Tribes of the Umatilla Indian Reservation, ODOT, Bureau of 
Indian Affairs (BIA) and Umatilla County. 

The Highway 33 1 Corridor Plan is directly related to the CTUIR Transportation System Plan (TSP) with 
both plans developed concurrently. Since the Highway 331 Corridor planning area lies almost entirely 
within the Umatilla Indian Reservation boundary, all improvements including access management 
strategies recommended in this Corridor Plan are also recommended in the CTUIR TSP. The CTUIR 
TSP was presented for review to various CTUIR Commissions (Natural Resources, Economic 
Development and Tribal Emergency Response), the Board of Trustees (BOT), the General Council and 
the general public. The CTUIR BOT adopted the CTUIR TSP by resolution on September 10,2001, 
which effectively adopted the recommendations of the Highway 33 1 Corridor Plan. 
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ACCESS MANAGEMENT PLAN 

The resulting access management plan is a balanced, comprehensive program that provides reasonable 
access spacing standards while maintaining the safety and efficiency of traffic movements. The areas 
zoned for rural uses (agricultural and residential) as identified in the Mission Community Plan, will 
remain largely rural along the highway. Therefore, specific strategies for these areas were not seen as a 
critical need. 
The following sections outline specific details of the access management plan for Highway 331. 

UPRR Crossing to Mission Road 
Establish a shared access between the existing driveway to the vacant site south of the railroad tracks 
and the adjacent property to t5e south on the northwest corner of the Mission Road intersection, 
Consolidate two existing driveways to establish a shared access between the proposed community 
store on the northwest comer of the Mission Road intersection and the adjacent property to the north. 

Mission Road to Wildhorse Resort Entrance Road 
c Construct a new intersection south of Mission Road to provide access for a planned east-west 

connector road. An access used for agricultural purposes will be removed. 
Relocate the access on the east side of Highway 331 to the south so it is now located on land zoned 
for Tourist Commercial use. 

Wildhorse Resort Entrance Road to Casino Employee Entrance Road 
Restrict access to the farming equipment on the west side of Highway 33 1 
Relocate the dirt road on the west side of Highway 33 1 to intersect opposite the Casino Employee 
Entrance Road. 

Casino Employee Entrance Road to 1-84 Westbound Ramps 
Remove one access on the west side of Highway 331 and five accesses on the east side. 
Construct a new intersection providing access to Kash Kash Road on the east side of the highway and 
a driveway to a new Truck Stop on the west side. 
Establish a new driveway to the proposed Truck Stop on the west side of the highway . This 
driveway will have right-in right-out movements only. 
Modify an existing driveway on the east side of the highway for right-in right-out movements only. 

@ Construct a non-traversable landscaped median along the highway from the Casino Employee 
Entrance Road to the 1-84 Westbound Ramps. Left-turns will be allowed at major intersections only. 

1-84 Eastbound Ramps to Tutuilla Church Road (South Market Road) 
Remove the intersection providing access to the waste transfer station. 
Construct a new intersection further south. 

The access management plan developed for Highway 33 1, including the 1-84 interchange and South 
Market Road, is also consistent with OHP. 
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East-West Connector Road 
(Phase I) 

PRIORITIZED 20-YEAR IMPLEMENTATION PLAN 

Construct a new urbanlrural connector road from Aspen Way to proposed 
North-South Connector Road. Timing for this project will be dictated by 
planned developments in the area. (East Bench Subdivision) 

Agencies 
Involved 

Description Project 
Number 

CTUIR 

2 $3,000,000 
(Option 1) 

$1,000,000 
(Option 2) 

Cost Name 

Mission Road BikePed 
Facility (Phase I) 

Provide bicyclelpedestrian facility along Mission Road (County Road 
#900) from Highway 331 to the west Reservation boundary near Hal's 
Trailer Park (Option 1: Construct a multi-use path along the south side of 
Mission Road. Option 2: Widen roadway to include paved shoulders.) 

BIA, CTUIR 

3 Mission Road at Highway 
33 1 

Modify intersection to include stop control at all four approaches, construct 
sidewalks and curbing with handicap ramps on all four corners, and provide 
striping for crosswalks. Must be reviewed by state traffic engineer. 

CTUlR 

4 Kash Kash Road at 
Highway 33 1 

Close existing access to Highway 331 and reroute Kash Kash Road north to 
a new intersection with the highway. Add exclusive left-turn lanes on the 
highway approaches to new intersection. Also construct new 
drivewaylstreet access on the west side of the intersection, opposite of Kash 
Kash Road. Install new traffic signal when warranted. 

BIA, CTUIR, 
ODOT, 
Private 
Developer 

5 

Kash Kash RoadISt. 
Andrews Road 

1-84 EB Ramps at 
Highway 33 1 i 
Highway 331 Median Construct a non-traversable landscaped median along Highway 33 1 from 

the 1-84 westbound ramps to the Wildhorse Resort Entrance Road. This 
project also includes bicyclelpedestrian improvements. 

Widen, align, shoulder, and pave Kash Kash 
St. Andrews Road (County Road #931) from 
to Niktyoway Road. 

Construct exclusive left- and right-turn lanes on the off-ramp approach. ODOT, 
Install a traffic signal when warranted. CTUIR 

ODOT, 
CTUIR 

8 
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1-84 WB Ramps at 
Highway 33 1 

Construct exclusive left- and right-turn lanes on the off-ramp approach and 
an exclusive right-turn lane on the north approach. Install a traffic signal 
when warranted. 

ODOT, 
CTUIR 
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Project Name Description Agencies 
Number Involved 

9 Wildhorse Resort Entrance Add an exclusive left-turn lane on the north approach of the highway. ODOT, 
Road at Highway 33 1 Install a traffic signal when warranted. CTUIR, 

Developer 

10 North-South Connector Construct a new north-south connector road from the Wildhorse Resort to CTUIR 
Road "A" Street. 

East-West Connector Road 
(Phase 11) 

1 12 1 New Intersection South of 

1 1 K;sion Road at Highway 

Extend rural connector road from proposed North-South Connector Road to 
Highway 33 1. Timing for this project will be dictated by planned 
developments in the area. 

Construct a new intersection accessing the East-West Connector Road. 
Establish stop control on the minor street approaches and construct left-turn 
lanes on the approaches of Highway 33 1. 

CTUIR 

ODOT, 
CTUIR, 
Private 
Developer 

CTUIR 13 East-West Connector Road Extend urban connector road from the new intersection at Highway 331 to 

ODOT, 
CTUIR 

14 

(Phase 111) 

Highway 331 Sidewalks 
and Bike Lanes 

Highway 33 1 Shoulder 
Widening 

Wildhorse Resort Entrance 
Road Path 

the west and then north to a new intersection with Mission Road. Timing 
for this project will be dictated by planned developments in the area. 

Provide bike lanes, curb and gutter, and sidewalks along Highway 33 1 from 
Mission Road to proposed East-West Connector Road. 

17 

18 
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Provide 8-foot paved shoulders along Highway 33 1 from Wildhorse Resort 
Entrance Road to proposed East-West Connector Road. 

Construct a multi-use path from Tamastslikt Cultural Institute to the 
Wildhorse Casino 

-- 

Connector Road between 
Kash Kash Road and 
Wildhorse Resort 

South Market Road Path 

19 

ODOT, 
CTUIR 

CTUIR 

Construct a two lane road connecting the realigned segment of Kash Kash CTUIR $840,000 
Road to the Wildhorse Resort Entrance Road. The proposed alignment wnll 
overlap the existing road fronting the west side of the RV park. 

Construct a multi-use path along the west side of South Market Road from CTUIR 
the 1-84 interchange to Tutuilla Church Road. 

Construct a multi-use path in the vicinity of Parr Lane and extend across 
the Umatilla River to connect with Kirkpatrick Road. 

Path Across Umatilla 
River 

$200,000 

$82,500 

CTUIR $126,000 
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CHAPTER 1 : INTRODUCTION 

In 1995, there was a surge in economic and transportation activity along Highway 33 1 tied to the development of 
the Wildhorse Gaming Resort, now located along the east side of Highway 33 1 approximately three-quarters of a 
mile north of Interstate 84 and on the Umatilla Indian Reservation. The Wildhorse Resort consists of a casino, a 
hotel, an RV park, and a golf course. More recently, there have been further developments at the Tamastslikt 
Cultural Institute located at the east end of the Wildhorse Resort Entrance Road. The Confederated Tribes of the 
Umatilla Indian Reservation (CTUIR) own both facilities and also own a major truck stop (Arrowhead Truck 
Plaza) located in the northeast quadrant of the Highway 33111-84 Interchange. The CTUIR has acquired 
approximately 800 additional acres of developable property in the northwest and southwest quadrants of the 1-84 
Interchange and has adopted a community plan establishing future plans for development in the interchange area 
and throughout the corridor. These existing developments and the potential for additional growth have heightened 
concerns with the CTUIR and the Oregon Department of Transportation (ODOT) on how to manage the 
transportation system in the highway corridor. 

The Highway 331 Corridor Plan was developed to address the existing and emerging transportation needs of the 
highway corridor over the next 20 years and constitutes a public facility plan for ODOT. This long-range plan is 
designed to maintain the integriQ1function of Highway 33 1 and the area surrounding the 1-84 Interchange through 
the implementation of &ansportation system improvements and management policies. The plan contains 
recommended street system improvements and an access management plan to maintain acceptable traffic 
operations and safety along Highway 33 1 and at the Interstate 84 interchange, while providing safe and efficient 
vehicle access to adjacent land uses, Other improvement projects are recommended in the plan to encourage 
pedestrian and bicycle travel in the corridor. 

STUDY AREA 

The study area consists of a strip one-half mile on either side of Highway 33 1 from Oregon Highway 11 to one- 
half mile south of the 1-84 Interchange near Tutuilla Church Road. The study area is located mostly within the 
boundaries of the Umatilla Indian Reservation, and is just east of Pendleton. The corridor study area is shown in 
Figure 1-1. 

RELATPONSlKIP OF WIIGWWAY 331 CORRIDOR PLAN TO O T m R  PLANNING DOCWENTS 

The Highway 331 C o ~ d o r  Plan is directly related to the CTUR Transpodatlaan System Plan (TSP) with both 
plans developed concmently. The CTUK TSP adbesses the long-tern transportation needs of the entire 
Umatilla hdian Reserva"cion, and considers key modes of travel includhg roadway, bicycle, pedeskian, bansit, and 
rail. It includes a prioritized list of transportation system improvements. Since the Highway 331 Corridor 
Planning area lies almost entirely within the Umatilla Indian Reservation boundary, all improvements 
recommended in this Corridor Plan are also recommended in the CTUIR TSP. 

Both the Highway 331 Corridor Plan and the CTUIR TSP consider the plans and policies of the CTUIR. The 
Comprehensive plan', sets forth the Transportation Goal and Objectives for the Umatilla Indian Reservation. The 
CTUIR TSP incorporates the same goal and objectives and is also considered to be an element of the overall 
Comprehensive Plan. Both the Corridor Plan and TSP are based on the needs identified in the Four Corners 
Master plan2 and the Mission Cotnmunity plan3 which are used to guide land use and development decisions of the 

I Comprehensive Plan, Confederated Tribes of the Umatilla Indian Reservation, Adopted May 15, 1996. 
2 Four Corners Master Plan, Confederated Tribes of the Urnatilla Indian Reservation, March 2000, Berryrnan & Henigar 
Property Counselors. 
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Mission area. The "Plan For Growthu4 document was also used to identify the transportation needs for both 
plans. 

The Highway 331 Corridor considers other county and state planning documents such as the Umatilla County 
TSP, the Umatilla County Public Transportation Needs ~ s s e s s m e n t ~ ,  the 1999 Oregon Highway Plan (OHP), and 
the 1995 Oregon Bicycle and Pedestrian Plan. 

A review of all related transportation plans, policies, and studies is provided in the Appendix (Tab 1). 

PLANNING PROCESS 

The Highway 331 Corridor Plan was developed through a series of technical analyses combined with systematic 
input and review by a Technical Advisory Committee (TAC). The TAC consisted of representatives from CTUIR, 
ODOT, Bureau of Indian Affairs (BIA), and Umatilla County. 

Key elements of the planning process included: 

Involving agencies related to this study and the community (Chapter 1; Appendix- Tab 2) 

Review of related plans, sbdies, and policies (Appendix- Tab 1) 

Defining goal and objectives (Chapter 2) 

Perfoming an inventory of the existing land uses and tsanspo~ation system elements (Chapter 3) 

Analysis sf  existing &affic conditions and safev (Chapter 4) 

Developing a forecast and evaluating future traffic conditions (Chapter 5 )  

Identification and evaluation of potential transportation improvement projects (Chapter 6) 

Reviewing access management policies and developing strategies for Highway 33 1 (Chapter 7). 

Developing a Corridor Plan that addresses improvements for all transportation modes and an access 
management plan (Chapter 8) 

Developing site-access review guidelines (Chapter 9) 

Community Hnvolvemernk 

The 12-member TAC included representatives from CTUIR ( T ~ b a l  Planning Office and Depament of Economic 
and Cgamunitqr Development), 0DQT (Diskr;.ict and Regional Offices), B H  (Agency and Regional Offices), and 
Umatilla CounQ (Public Works and Department of Resources and Development). The team met a total of seven 
times to review work products produced by the consultant team and provide direction on technical tasks and 
policies. 

3 Mission Community Plan, Confederated Tribes of the Umatilla Indian Reservation, Adopted June 17, 1998, BOT Resolution 
#98-30. 

4 Plan For Growth, Confederated Tribes of the Umatilla Indian Reservation, March 1999, CTUIR and Economic and 
Community Development Commission and Department of Economic and Community Development. 

5 Draft Umatilla County TSP, Umatilla County, December 1999, David Evans and Associates, Inc. (on-going) 

6 Umatilla County Public Transportation Needs Assessment, Oregon Department of Transportation, June 1999, 
NelsonWygaard Consulting Associates. 
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Review of Related Plans, Studies, and Policies 

To begin the planning process, all applicable transportation and land use plans, studies, and policies produced by 
the CTUIR, BIA, the State of Oregon, and Umatilla County were reviewed. This was done to gain an 
understanding of the existing and projected land uses on the Reservation, the economic development plans of the 
CTUIR, any planned roadway improvements, and any rules or regulations which govern the development of 
transportation facilities on the Reservation. Related plans, studies, and policies are described in the Appendix (Tab 
1) of this report. 

Goal and Objectives 

Transportation goals and objectives were determined for this Corridor Plan through meetings with the Technical 
Advisory Committee. The goals and objectives were used to formulate and evaluate improvements within the 
study area. They are defined in Chapter 2. 

Existing Land Uses and Transportation System Inventory 

Existing land uses were investigated and an inventory of all kansportation facilities within the corridor was 
conducted. This inventory covered the roadway system as well as pedestrian, bikeway, public banspofiation, and 
rail facilities. Supporting graphics for the generalized land uses and land ownership within the corridor are 
provided in the Appendix (Tab 3). An inventory of the existing accesses along Highway 33 1 is also located in the 
Appendix (Tab 4). 

Current Traffic Conditions and Safety 

Existing traffic volumes were determined fiom traffic counts conducted by ODOT at six intersections along 
Highway 331. These counts captured traffic for a 24-hour period as well as the PM peak hour, which was 
determined to be the critical time period when traffic volumes reach their highest levels. 

Existing volumes and an inventory of the existing lane configurations and traffic control devices were used to 
establish PM peak hour operations at the six intersections along Highway 33 1. 

A five-year history of accidents along Highway 33 1 was obtained and evaluated. A s u m a r y  s f  accidents on other 
resewation roads is also included, 

Future Forecast and Traffic Conditions 

Based on an estimate of the future population and employment needs of the Umatilla hdian Reservation and the 
historical growth trend in traffic, a 20-year traffic forecast was conducted for the six intersections along Highway 
331. The forecast was used to assess future PM peak hour traffic operations at these intersections and two new 
intersections proposed along the highway. 

Potential Transportation Improvement Projects 

Numerous transportation improvement projects are evaluated in this section to address specific operational, safety, 
andlor access concerns, to improve community livability, to encourage more bicycle and pedestrian activity, and to 
accommodate future growth in population and employment. All projects were developed in an attempt to address 
the Goals and Objectives specified in Chapter 2. 

David Evans and Associates. Inc. 1-3 



Hinhwav 331 Corridor Plan June 2001 

Access Management Policies and Strategies for Highway 331 

This section of the report explores various access management techniques, contains a review of the access 
management policies of the 1999 OHP, and summarizes the various strategies developed for the Highway 33 1 
access management plan. 

Highway 331 Corridor Plan 

The Highway 33 1 Corridor Plan highlights roadway classification and design standards, a roadway master plan, 
policies and projects that ensure the needs of bicyclists and pedestrians and public transit will be met, an access 
management plan for Highway 33 1, and a prioritized list of all transportation improvements. 

Review Guidelines and Implementation Strategies 

This section highlights site review guidelines which address CTUIR, state, and county interests. It also addresses 
plan adoption requirements and ordinance modifications needed to properly bind the Highway 33 1 Corridor Plan 
with the CTUIR and Umatilla County TSPs. 
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CHAPTER 2: GOALS AND OBJECTIVES 

The following goals and objectives were established by the Technical Advisory Committee to develop a plan that 
will maintain the integritylfunction of Highway 33 1, including the area around the 1-84 interchange. 

GOAL 1 

Preserve the function, capacity, level of service, and safety of Highway 33 1 and the 1-84 interchange. 

Objectives 

A. Develop an access management strategy that coincides with the 1999 OHP standards. 

B. Provide access to adjacent land uses while maintaining acceptable traffic operations and safety. 

C. Develop alternative intersecting and parallel routes. 

D. Promote alternative modes of transportation. 

E. Promote Transportation Demand Management (TDM) programs. 

F. Promote 'Frantnspor&;atiot~ System Management (TSM) measures. 

G. Evaluate areas where safety is a concern. 

GOAL 2 

Jq rove  coordination and working relationships between CTUW, ODOT, Umatil'la County, and BIA. 

Objectives 

A. Develop site-access review guidelines, which address the CTUIR, state, county, and BIA interests. 
B. Provide notification to other interested parties so that they may participate in development review 

processes. 
C. Work collectively to protect and minimize the impacts to transportation facilities within the 

coaridor. 

D. Cooperate with ODOT in the implementation of the Statewide Transpo~ation Bmprovemea7t 
Program (STP). 

E. Take advantage s f  federal and state highway propams. 

F. Identifgi plan-adoption requirements and ordinance modifications needed to properly bind the 
Highway 33 1 Corridor Plan with the CTUW and Umatilla County TSPs. 

GOAL 3 

Increase the use of alternative modes of transportation (walking, bicycling, and public transportation) through 
improved facilities, safety, and service. 

Objectives 

A. Support existing public transit services and seek additional opportunities. 

B. Provide sidewalks or shoulders and safe crossings on collectors and arterials. 
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GOAL 4 

Continue to promote the use of Highway 33 1 as an alternative truck route to OR Highway 1 1 through Pendleton. 

Objectives 

A. Provide safe and convenient access at the 1-84 interchange. 
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CHAPTER 3: EXISTING LAND USES AND THE TRANSPORTATION SYSTEM 

As part of the planning process, DEA investigated existing land uses and conducted an inventory of the facilities 
that make up the transportation system within the Highway 331 Corridor. The inventory covered the roadway 
system as well as pedestrian, bikeway, public transportation, and rail facilities. An inventory of public emergency 
services was also performed. 

EXISTING LAND USES 

Outside of the Mission Community Area, the Umatilla Indian Reservation is mostly rural in nature with large 
tracts of land that are either undeveloped or used for agricultural purposes. Within the Mission Community Area, 
most of the land is rural but a wide variety of land uses that have been developed. A map referring to the 
generalized land uses in the Mission Community Area was taken &om the Mission Community Plan (Figure #3) 
and inserted in the Appendix (Tab 3). Existing land uses are briefly described in the following sections. The 
summaries may include areas outside the Highway 331 Corridor Study area, but were included since they affect 
travel patterns in the corridor. For more thorough summaries of existing land uses, refer to the Mission 
Community Plan. 

Agriculturai/Undeveloped Areas 

Agricultural lands consist mainly of large parcels used for farming. In many areas, there are undeveloped parcels, 
where landowraers are paid by the federal government not to produce. 

Residential 

Residential areas are broken down into three segments: medium density, low density, and scattered site 
residential. Medium density areas include the Tribal Housing developments1Short Mile Road, the Mission Road 
intersection, TheaterIGoad Road, and the Riverside subdivision. The low density areas are located around 
Kirkpatrick Road and numerous areas along the north and south sides of Mission Road. Scattered site residential 
areas are located mainly in agricultural areas on individual allotments and fee properties. 

TribaUGcnvernmentRubBic Facilities 

Most of the govemment facilities on the Resewat~on are owned and operated by the GTUIR. These include the 
maintenance building and well site located at the east end of S h o ~  Mile Road, the Senior Center south of Shorl 
Mile Road, the Indian Agency Headquarters near Mission Road and 'A' Street, the cemetelry at the south end of 
'AA' Street, and the July Grounds area including the tribal offices and education facilities south of Mission Road 
and west of Confederated Way. The state owns and maintains the State Fish and Wildlife office located just east 
of the west Reservation boundary near Hall's Trailer Court. Also, there is the state's gravel shed southwest of the 
1-84 interchange. There are also tribal cemeteries and the city of Pendleton's water line building on Emmigrant 
Road. 

Commercial 

Tourist commercial uses are located north of 1-84 along the east side of Highway 331 at the Arrowhead Truck 
Plaza/'Cody's Resiaurani and the Wildhorse Resort. The Resort coirsists of a casino, a hote!, and an RV pzrk. 
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Semi-public 

Although semi-public facilities are scattered around the Mission Community Area, the most notable are the lands 
containing the Tamastslikt Cultural Institute and the Wildhorse Resort Golf Course, located at the east end of the 
Main Entrance Road to the Casino. 

Industrial 

Grain elevators are located on the north side of Mission Road just east of Highway 331 and adjacent to the 
railroad. There is also a sand and gravel operation near McKay Lane, a surface mining operation near Davis Lane, 
and the Pendleton Bus Barn located along Mission Road, all west of Highway 33 1. 

LAND OWNERSHIP 

There are three types of land ownership in the Mission Community Area: Deeded, Tribally owned, and Allotment. 
A map illustrating land ownership in the Mission Community Area was taken from the Mission Community Plan 
and inserted in the Appendix (Tab 3). 

Deeded lands in the area are mainly o w e d  by non-Indians with some Indian ownership. Tribally owned lands 
consist of both fee and trust properties and are owned by the CTUW for the members of the tribes. Primary uses 
of tribally owned lands include economic development, agriculture, and residential development projects. 
Allohnent lands may be tribally owned (CTUIR) or Indian owned, but are administered by the Bureau of Indian 
Affairs to protect the allotee's interests, 

ROADWAY SYSTEM 

The most popular form of transportation within the Umatilla Indian Reservation is the automobile. This is because 
the automobile provides a high level of mobility where people can get from one place to another quickly and 
comfortably. Because the Reservation is mostly rural in nature, people rely on the automobile to make long 
distance trips that would otherwise be too far to walk or ride a bike. 

There are many purposes for using the automobile. Local residents use their cars to drive to work, go shopping, or 
visit a friend. Buses pick up and drop off children from school. Trucks hauling &eight use Highway 331 to get to 
Oregon Highway I I or 1-84. Agricultural tms7ks use the roads on the Wesewation to &sanspofi crops fiadm fams to 
the market drrring laarves"reassn. 

Because the automobile is the most widely used f o m  of .6ranspodation, most bansportation dollars ;are devoted tad 
maintaining, building, and planning roads to carry automobiles and mcks, It also appears that the road system 
will continue to be the basis of the transportation system for the 20-year planning period; therefore, there is an 
emphasis in this plan to improve the existing road system for all users. 

The existing roadway system in the Highway 331 Corridor Plan area is shown in Figure 1-1 at the beginning of 
this study. 

Roadway Jurisdiction 

Roadways located within the Highway 331 Corridor study area generally fall under four jurisdictions: state, 
county, BIA, and tribally-owned. The state highways (1-84, Highway 331, and OR Highway 11) generally 
function as principal arterials, providing regional access between cities and communities, and carrying higher 
traffic volumes. The county roads intersecting Highway 33 1 generally serve local access needs of farms or rural 
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neighborhoods, but there are two that function as collectors (Mission Road and South Market Road). Intersecting 
roads under BIA or tribal jurisdiction are generally local access roads providing access to adjacent land uses only. 

There are several privately owned roads to homes or farms accessing Highway 33 1. On the Reservation, there are 
other "Public Use" roads, which do not have an official owner but are used by the public. These roads are 
generally driveways providing access to one or a few homes or dirt roads used for farming. 

State Highways 

Interstate 84 (Old Oregon Trail) traverses about 18 miles across the heart of the Umatilla Indian Reservation. 
From Pendleton, the freeway runs southeast and up into the Blue Mountain Range towards La Grande. On the 
Reservation, 1-84 is a four-lane divided highway with two lanes in each direction. The speed limit is 65 mph for 
standard vehicles and 55 mph for large trucks. 

Oregon Highway 11 (Oregon-Washington Highway) extends northeast from Pendleton where it eventually passes 
by the cities of Adams, Athena, Weston, through Milton-Freewater and eventually crosses the Oregon-Washington 
border. A small section of the highway, 0.6 miles in length, is located within the boundaries of the Reservation. 
Generally, the highway has two lanes of travel and the posted speed is 55 mph. 

Highway 33 1 (Umatilla-Mission Highway) is 4.6 miles in length and runs in a north-south direction connecting 
Oregon Highway I 1 with Interstate 84. 1t is a two-lane highway with a 55-mph speed limit. 

County Roads 

Mission Road (County Road #900) is the primary route used by most of the local residents on the Reservation. It 
runs parallel to and south of the Umatilla River in an east-west direction and it intersects with Highway 33 1 in the 
heart of the Mission Community area. This road functions as a major collector as it provides a direct connection 
between the Mission Community Area and the city of Pendleton. It also provides access to more residences than 
any other road on the Reservation, several industrial developments, and the governmental offices (tribal and BIA) 
about one mile east of Highway 33 1. It is a paved two-lane road with a posted speed limit of 40 mph. 

South Market Road (County Road #1025) intersects the south side of the Highway 33111-84 Interchange. This 
road runs in a north-south direction and operates as a collector road, providing access for agtlculbral trucks and 
many of the residences south of 1-84, It is a paved two-lane road with a speed limit sf 45 mph. 

Tutuilla Church Road (CounQ Road #932) intersects the west side of South Market Road south s f  the 1-84 
hterchange. This road runs in a east-west direction and also operates as a collector road. It is paved for two lanes 
with a speed limit of 45 mph. 

The remaining county roads within the study area operate more as local access roads for a few homes or farms. 
They are as follows: 

Moens Road (County Road #793)- dirt road intersecting the north side of the OR Highway 
1 lmighway 33 1 intersection. 

Duff Road (County Road #794)- paved two-lane road intersecting the east side of OR Highway 
1 lmighway 33 1 intersection. 

Kirkpatrick Road (County Road #798)- paved two-lane road intersecting the east side of Highway 33 1 
just north of the Umatilla River. 
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Marlowe Road (County Road #903)- gravel road intersecting the east side of Highway 33 1 just south 
of the Umatilla River. 

Kash Kash Road (County Road #934)- paved two-lane road intersecting the east side of Highway 33 1 
just north of the 1-84 westbound ramps. 

BIA and Tribally-Owned Roads 

The BIA owns and maintains almost eight miles of roads on the Reservation. However, none of these roads are 
located within the study area. 

The tribe owns and maintains four roads on the Reservation. Only two of these roads are located within the study 
area. One is the main entrance road to the Wildhorse Resort. It intersects the east side of Highway 331 
approximately three-quarters of a mile north of 1-84. It is four lanes wide with a landscaped median in the middle. 
It provides access to a casino, a hotel, an RV park, a golf course, and the Tamastslikt Cultural Institute. The 
second road is the Employee Entrance Road to the Casino. It also intersects the east side of Highway 331, 
approximately one-half mile north of 1-84, This road is two lanes wide and provides access to an employee 
parking lot at the Casino. 

Public Use Roads 

There are various gravel or dirt roads scattered throughout the Reservation that are designated for "Public Use9'. 
These roads may or may not have a dedicated right-of-way and are not claimed or maintained by any government 
entity. Although Umatilla County may not maintain these roads, the agency has indicated it will block any 
obstruction of these roads to protect public use. 

One "Public Use" road is particularly important to the Corridor Plan. It is located on the west side of Highway 
33 1, across from and about 50 feet south of the Casino Employee Entrance Road on the east side of the highway. 
This road is composed of dirt and provides access to fields adjacent to the highway. This road has been earmarked 
for improvement in the future. 

HIGWWAU 331 ACCESS I 

A9a inventory was conducted s f  all exist~ng accesses along Highway 33 5 i. The inventov is sumarized by a sewes 
of figures and a spreadsheet located in the Appendix (Tab 4). 

In the inventor~ir, a unique identifier number was assiped to each access, These identdfner numbers link the 
graphics with access information on the spreadsheet. The inventory indicates the location of each access on the 
west or east side of Highway 33 1, the highway milepost, whether the access is a driveway or road, junisdictional 
owner, and access use. By calculating the distances between other accesses a check was made to determine 
whether each access complies with the 1999 OHP access spacing standards. Also, the figures indicate potential 
access areas along the highway where a new access(es) could be provided. 

The information collected in the existing access inventory was instrumental in developing access management 
strategies for Highway 33 1 (Chapter 7) and ultimately defining an access management plan (Chapter 8). 

FEDESTIZIAN SYSTEM 

The most basic transportation option for people is walking. Walking is the most popular form of exercise in the 
United States and can be performed by people of all ages and all income levels. However, it is not often considered 
as a means of travel, mainly because pedestrian facilities are generally an afterthought and not planned as an essential 
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component of the transportation system, or distances to major activity centers are too far to walk. A typical trip for a 
pedestrian is around '/4 mile. 

Pedestrian activity is not prevalent along Highway 33 1, particularly because most of the land adjacent to the highway 
is rural farmland. The general topography is flat in most areas, but steep hillsides in the vicinity of the north 
reservation boundary and south of Mission Road make wallung difficult. Long distances also separate the major 
activity centers along the highway. For example, it would take a person about '/z hour to walk over one mile from the 
Mission Road intersection to the Wildhorse Resort and even longer to get to the Arrowhead Truck Plaza. 

Highway 33 1 has insufficient shoulder width to be designated as a pedestrian route. In general, Highway 331 has 
narrow shoulders ranging from 4-6 feet. At least 8-feet of paved shoulder is preferred for a rural highway facility 
where traffic volumes are high and speeds are fast. In some areas, particularly on the hill sloping down to Mission 
Road, sufficient shoulder width is laclung for a pedestrian feel comfortable walhng next to highway traffic. In some 
areas, pedestrians choose to walk along the highway's gravel shoulders to distance themselves from highway traffic. 

The highway bridge over the Umatillla River is not conducive to pedestrians. This bridge lacks sidewalks that would 
effectively and safely separate pedestrians fi-om traffic. In the vicinity of the Union Pacific Railroad crossing, 
sidewalks are also lacking. 

At the 1-84 interchange, pardrails are placed close to the edge of travel lanes leaving little room for pedestrians. 
There is sufficient width (6-8 feet) on the overpass for pedestrians. m i t e  paint separates the travel lanes from an 
area reserved for pedestrians and bicyclists. 

Most of the pedestrian activity in the c o ~ d o r  planning area is along Mission Road, where the bulk of the residents on 
the Reservation live and work. East of the Highway 331 ktersection (Four Corners Area), sidewalks are provided 
along the north and south sides of Mission Road for approximately one quarter mile to the industrial grain elevator, 
and then only on the south side out to Confederated Way, where the Tribal Community Complex and multiple 
housing development are located. West of Highway 33 1, a paved shoulder is provided on the south side of Mission 
Road for approximately 'h mile to the west. These facilities are used by people on a daily basis for recreational, 
work, or school-related purposes. 

A multi-use path was completed in the summer of 2000. The Tamastslikt Path connects the Tamastslikt Cultural 
Institute directly to the tribal government buildings and adjacent neighborhoods. There is a short unpaved walking 
path connecting the RV park with the hotel and casino. 

The findings above for the pedesh-ian system were used to develop pedesh-ian needs within the Highway 3331 
corridor. Improvement options are evaluated in Chapter 6 with recommendations in Chapter 7. Improvements are 
designed to csrsect major problems in the pedeskian system and to encornage its use. 

BIKEWAY SYSTEM 

Bicycling is an efficient and inexpensive mode of transportation. Bicycles take up little space on the road or 
parked, they do not contribute to noise or air pollution, and offer relatively higher speeds than walking. A typical 
trip for a bicyclist is around two miles. 

In the remote areas of the Reservation, bicycling is not the preferred mode of transportation. As is the case for 
walking, the distance to major activity centers such as the Mission Community area may be too far for a person 
riding a bike. 

In the 1995 Oregon Bicycle and Pedestrian Plan, rural highways and county roads are deemed suitable for cycling 
if they have at least 4-foot paved shoulders and traffic volumes less than 1,000 vehicles per day. Although 
shoulders are provided along Highway 33 1, daily traffic volumes reach up to 5,100 vehicles with traffic traveling 
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at speeds in excess of 55 mph. These conditions are not conducive to bicycling along the highway. Auto-oriented 
businesses near the 1-84 Interchange and low population densities along the highway limit bicycle activity. 

Bicycle activity in the corridor planning area is highest along Mission Road where people ride a bike for work, 
school, or recreational purposes. Paved shoulders are provided for bicycle use from Highway 331 east to 
Confederated Way. On-street parlung is allowed in this area but cars do not frequently park along the road. West 
of Highway 33 1, bicyclists may use the paved shoulder on the south side of Mission Road for !h mile to the west. 

Improvement options addressing future needs for bicycling within the Highway 331 corridor are addressed in 
Chapter 6 with recommended improvements proposed in Chapter 7. 

PUBLIC TRANSPORTATION 

School Bus System 

The safety and well being of children being picked up and dropped off by school buses and the travel routes these 
buses use are important concerns of the residents on the Reservation. To assess the transportation needs for school 
buses, an inventory was conducted of all school bus providers servicing the Reservation. 

There are three school districts on the Reservation; Pendleton, Athena-Weston, and Pilot Rock. Each school 
dishict provides pick upldrop off service for school children. 

The Mid-Columbia Bus Company provides bus service for the Pendleton School District, which serves the bulk of 
the Reservation. The bus takes children from the Reservation to the following schools in Pendleton: Hawthorne, 
Washington, Shenvood, McKay, Sun Ridge Middle School, and Pendleton High School. Mid-Columbia uses 
buses that hold up to 66-87 students depending on, the bus. The buses currently carry about 45-85 students 
depending on the bus type. A representative of the Mid-Columbia Bus Company was contacted to determine what 
routes the buses use. Although no specific bus route information could be provided, the contact said that Highway 
331 was the main route for all the buses, and that they use almost all the county roads on the Reservation 
(including some unpaved routes). The contact mentioned there is a need to provide lighted bus pullouts on all 
major roads, that Mission Road is in dire need o f  a bicyclelpedestrian facility from the Reservation boundary to 
Higlaway 33 1, and that students are missing the bus and not finding ano.tbes public f o m  of &anspo~atbZion. 

The Athena-Weston School District supplies their own buses for picking up children on the Reservation. Buses 
travel along a series of four different routes, all of which are outside of the Highway 33 1 corridor study area to the 
northeast. These routes are as follows: 

a Cayuse Roadmingham Road appears to be the east-west route through the Reservation, 

e Mann Rd to Crawford Hollow Rd to Johnley Rd is one north-south route, 

Spring Hollow Rd to Thorn Hollow Road is a second north-south route, and 

e IVildhorse Road to Eagle Creek Road is a third north-south route. 
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Pilot Rock 

The Pilot Rock School District supplies one bus for picking up children on the Reservation and bringing them to 
Pilot Rock High School and the Elementary School. The bus has an average occupancy of 42 people and makes 
two trips per day along McKay Creek Road up to the North Fork McKay Creek Road. This route is also outside 
the Highway 33 1 corridor study area. 

Wildhorse Casino Shuttle Bus 

The Wildhorse Casino currently provides dial-a-ride shuttle services to casino patrons. The Casino owns two 
buses and one van. Both buses have a 14-passenger capacity and one bus is wheelchair accessible. The van has an 
eight-person capacity. 

In the beginning of the year 2000, the Casino cancelled its fixed-route operations where the two buses provided 
free transportation to and fi-om the Casino via the city of Pendleton and the Mission Community area. One shuttle 
made six trips a day to Pendleton via Highway 33 1 and 1-84 stopping at K-mart and the Chamber of Commerce. 
The second shuttle made six trips a day to Mission Area along Highway 33 1 and Mission Road stopping at several 
points along the way. The fixed-route shuttle service was for casino use only and not general transportation. 
Drivers, however, would allow the general public to ride the shuttle along the designated routes, but would not 
alter the route or make special trips for non-casino use. Iln 1999, the shuttle bus made 4,590 trips transporting 
12,124 customers for the hotel, RV park, golf course, and Tamastslikt Cultural Center. For the entire Wildhorse 
Resort, the shuttle transported 221,645 people, most of which were customers using the shuttle to get from the 
parkng lot to the casino entrance, 

Before fixed-route services were cancelled, the Wildhorse Resort expressed an interest in obtaining another bus. 

The shuttle buses are used for large public events to help transport people to and from the event. The biggest event 
every year is the Pendleton Roundup. During the four-day event in 1999, the shuttles transported 6,500 people. 
The shuttle buses and van are also available for on-call services to casino patrons at hotels and the airport in 
Pendleton. The shuttle makes monthly trips to and from retirement homes in the area. The trips are booked by the 
retirement homes several months in advance possibly indicating that demand is not being met by the current 
shuttle bus system. 

CTUIR Dial-a-Wide 

A Dial-a-Ride service for the general public is not provided at this time on the Umatilla hdian Reservation. There 
is, however, a dial-a-ride sewiee for senior and disabled citizens, This sewice is descl-ibed in the following 
section. 

CTUIR Senior Center 

On the Reservation, the Senior Center near the BIA offices provides a 24-hour dial-a -ride service for senior and 
disabled citizens. There is one van and a 14-passenger bus and both of the vehicles are handicap accessible. 
Normally just the bus is used due to the unreliability of the van. There is one full time and one part time driver. 
The Senior Center makes approximately 25-30 trips per month and trip destinations are based on passenger needs. 
The Senior Center provides home delivered meals five days a week. The Center will also pick up passengers 
within a 5-7 mile radius to bring them to the Senior Center for meals. Two or three times a week the Senior Center 
bus travels into Pendleton for shopping. 
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Pendleton Welfare to Work Shuttle 

The Welfare to Work Shuttle does not serve the Umatilla Indian Reservation but there is service in Pendleton. 

Retired and Senior Volunteer Program (RSVP)-Pendleton 

The Retired and Senior Volunteer Program (RSVP) located in Pendleton does not provide service on the Umatilla 
Indian Reservation. 

Greyhound Bus Lines- Pendleton 

Greyhound Bus Lines does not serve the Umatilla Indian Reservation but there is a terminal located in Pendleton, 
which provides a connection to other cities. There are three departures daily to the southeast along 1-84 with stops 
in La Grande, Boise, and Salt Lake City. There are three departures daily to the west along 1-84 to Portland. 
There are two departures daily to the north along OR Highway 11 with stops in Walla Walla, Pasco, Spokane, and 
continuing on to Seattle. 

UPdION PACIFIC UILROAD 

The Union Pacific Railroad (UPRR) passes through the heart of the Mission Community area. From Pendleton, 
the rail line runs due east and parallel to Mission, Short Mile, Cayuse, and Bingham Roads before turning south 
along Meacham Creek Road near the east Reservation boundary and on into the Blue Mountains towards La 
Grande. 

The UPRR is a Class I line-haul freight railroad. Approximately 35 trains per day pass through Pendleton and the 
Reservation. These trains vary in size with the longest being up to 90 cars in length. 

Currently, there is no passenger rail service provided along this rail line. Until 1997, the Amtrak Pioneer line 
provided passenger service between Portland and Denver with a stop in Pendleton four days a week. 

Railroad Crossings 

Within the coapidor study area boundary, the UlPWR crosses Highway 33 1 just north of Mission Woad and south of 
the Umatiila River. 'There are two railmad tracks and the crossing is active with eeleckonic lights and guard 
protection. In the last ten years there has been only one accident at this location, 

Just east of the colazdor study area boundav, the 97$m crosses Pam Lane, which is a Bow-volume umiqroved 
road sewing several homes on the north side of the rail line. This crossing is for Iocal access and is not under the 
jurisdiction of any government agency. There is one railroad track and the crossing is STOP-controlled on the 
road approaches. In the last ten years there has been two accidents. 

POLICE AND FIRE SERVICES 

The Tribal Police Department is responsible for crime prevention, law enforcement, patrolling, building checks, 
investigation and serving legal papers. The department maintains 24-hour dispatch services. 

The Tribal Fire Department is responsible for fire prevention and suppression, ptiblic education, emergency 
medical services, and hazardous materials emergency response. The department currently has four fulltime 
personnel, including three certified paramedics, and 25 volunteer fire fighters. 
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CHAPTER 4: EXISTING TRAFFIC CONDITIONS 

As part of the planning process, the current traffic conditions for the Highway 33 1 Corridor Plan were evaluated. 
Since traffic volumes are low along most roads on the Reservation, the analysis of existing traffic conditions was 
limited to the major roadways and intersections in the Mission Community area, where potential congestion issues 
may exist today or in the future. The primary focus was along Highway 33 1 and all the major crossroads along the 
highway. 

INTERSECTION AND ROADWAY CONFIGURATIONS 

Highway 33 1 runs in a north-south direction connecting Oregon Highway 11 with Interstate 84. It is a two-lane 
highway with a 55-mph speed limit. Figure 4-1 illustrates the existing lane configurations and traffic control 
devices at six major intersections along Highway 33 1. 

As shown in the figure, each intersection is stop-controlled on the minor road approaches (east and west). At the 
intersection of Highway 331 and Mission Road, stop signs are posted along the highway approaches (north and 
south) since traffic volumes are higher along Mission Road in this area. 

EXISTING TRAFFIC VOLUMES 

Existing year 2000 traffic volumes were determined along Interstate 84, OR Highway 11, Highway 33 1, and other 
major roads in the Mission C o m n i w  area. This was done through the collection of traffic volume information 
contained in the ODOT Daily Trafic Volume Tobles, traffic counts performed by tribal personnel, but primarily 
from intersection turning movement counts performed by ODOT personnel. A total of six intersections were 
counted by ODOT at the following locations: 

Highway 33 1 at OR Highway 1 1 

0 Highway 33 1 at Mission Road 

Highway 33 1 at Wildhorse Resort entrance road 

Highway 33 1 at Kash Kash Road 

a Highway 33 1 amterseate 54 WB Ramps 

Highway 331 at heerstate 84 EB W a q s  

ODOT personnel perfomed the traffic comks over a 12-hour period from 6:00 a.m. to 6:00 p.m, on weekdays in 
December 1999 and January 2000. Since the traffic counts were conducted during the winter season, the resulting 
traffic volumes were increased by 35% to reflect the peak seasonal period, which is around the month of July. 
This factor was determined through an interpolation of traffic data obtained at two ODOT permanent traffic 
recorder locations: one along OR Highway 11 (south of the Oregon-Washington State Line), and the other along 
Highway 395 (south of Pilot Rock). It was assumed that the December to July fluctuations in Average Weekday 
Traffic (ADT), as measured in terms of the relative difference in the percent of Average Daily Traffic (ADT), for 
these two highways would also apply to Highway 33 1. Table 4-1 shows the results of this analysis. 
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The Average Daily Traffic (ADT) is the ADT for the average seasonal condition, which is typically during spring and fall 
months. 

TABLE 4- 1 
HIGHWAY 33 1 SEASONAL ADJUSTMENT FACTOR FOR TRAFFIC VOLUMES 

Average Weekday Traffic 

The Average Weekday Traffic volumes along Interstate 84, OR Highway 11, Highway 331, and the six major 
crossroads along Highway 331 are illustrated in Figure 4-2. As shown, traffic volumes are the highest along 
Interstate 84 and range between 1 1,7 10 and 16,570 vehicles per day (vpd). Along OR Highway 1 1, traffic volumes 
range between 6,740 and 7,930 vpd. Highway 331, which is the major north-south route on the Resewation, has 
volumes which steadily increase from 2,250 vpd south of OR Highway by 11, to 3,370 vpd south of Mission Road, 
and up to 5,180 vpd just north of the 7-84 interchange. Mission Road is a major east-west route used by most 
residents on the Reservation. The Average Weekday Traffic along this road ranges between 3,340 and 4,890 vpd. 

Location 

US Hwy 395 Permanent Recorder 
(South of Pilot Rock) 
OR Hwy 11 Permanent Recorder 
(South of OR-WA State Line) 
Highway 33 1 

PM Peak Hour Traffic 

Traffic Volume Tables. The Average Weekday Traffic shown for Highway 33 1 in December represents the median of the 
traffic volumes recorded along the highway in December 1999lJanuary 2000. (The minimum and maximum range of 
Average Weekday Traffic was 1,030 to 3,835 vehicles). 

Percent of 
ADT~ 

79% 
117% 
102% 
115% 
NA 

ODOT traffic counts conducted along Highway 33 1 were also used to determine PM peak hour traffic volumes for 
individual turning movements at the six intersections. The PM peak hour was established as the most critical time 
period when traffic volumes are at their highest levels. PM peak hour traffic volumes are also shown in Figure 4- 
2. 

Adjustment Factor 
(December to July) 

38% 

13% 

Month 

December 
July 
December 
July 
December 

CAPACITY AND LEVEL-OF-SEWWCE CBPIITENA 

Average 
Weekday 
Traffic' 

900 
1,342 
14,598 
16,423 
2,432 

Transportation engineers have established various standards for measulring the fraffific operations of ixntersections 
and roadways. Each standard is associated with a paflicular Level-of-sewice (LOS) andor the Volume-to- 
Capacity (V/C) ratio. Both the LOS and V/C ratio concepts are related and require consideration of factors that 
include traffic demand, capacity of the intersection or street, delay, frequency of interruptions in traffic flow, 
relative freedom for traffic maneuvers, driving comfort, convenience, and operating cost. Six standards have been 
established to define LOS. They range fiom LOS " A  where traffic flow is relatively free flowing to LOS "F'" 
where the street or intersection is totally saturated with traffic and movement is very difficult. The minimum 
operating standards for streets and intersections enforced by most city jurisdictions in Oregon require a LOS D or 
better. This standard represents conditions where delays may be long, but not excessive, and only occur 
temporarily during peak periods. The V/C ratio is a measurement of traffic demand along a given roadway or at an 
intersection divided by that facility's capacity. 
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ODOT Highway Mobility Standards 

ODOT has established several policies in the 1999 OHP which enforce general objectives and approaches for 
maintaining highway mobility. Of these policies, the Highway Mobility Standards (Policy 1F) establish maximum 
Volume-to-Capacity ratios for peak hour operating conditions for all types of highways in Oregon including 
Interstate, Statewide, Regional, District, and Local Interest Roads. These standards apply to the state highways 
that traverse across or are adjacent to the Reservation and include Interstate 84, OR Highway 11, and Highway 
331. 

The OHP Highway Mobility Standards that apply to the highways addressed in the Corridor Plan are as follows: 

Along highway segments where there are no intersections and where there are unsignalized 
intersections and road approaches along the highway, the V/C ratio shall not exceed 0.70 along 
Interstate 84 and OR Highway 1 1, and 0.80 along Highway 33 1. 

At unsignalized intersections and road approaches where the Highway 33 1 approaches are stopped, the 
V/C ratio shall not exceed 0.80. 

At the freeway interchange between Interstate 84 and Highway 331, the maximum V/C ratio for the 
eastbound and westbound ramp terminals shall be the same as the crossroad, which is 0.80. 

EXISTING OPERATIONS 

Traffic operations were detemined for the existing year 2000 at the six key intersections along Highway 331, 
using the existing lane configurations and PM peak hour traffic counts adjusted to peak seasonal conditions. The 
resulting traffic operations were then compared to the OWP Highlway Mobility Standards. 

All six intersections included in the existing operations analysis are currently unsignalized. Traffic operations at 
these intersections were analyzed using ODOT's UNSIGlO software. The criteria used by this program to 
estimate the Level-of-Service can be found in the Appendix (Tab 5). Table 4-2 displays the results of the analysis. 
The LOS and V/C ratios are shown for all critical movements. 

TABLE 4-2 
EXISTING PM PEAK HOUR TRAFFIC OPERATIONS 

' 0DOT's UNSIGlO program calculates LOS for unsignalized intersections based on the reserve capacity and not 
VIC ratios. The VIC ratios were calculated by dividing the demand by the potential capacity for all critical 
movements. 
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The results show that all of the critical movements at the six intersections are currently operating at a LOS C or 
better, and have V/C ratios that are in compliance with the OHP Highway Mobility Standards, indicating there are 
no congestion issues at this time. 

ACCIDENT ANALYSIS 

An accident analysis was conducted for the full length of Highway 33 1 between OR Highway 11 (MP 0.0) and the 
eastbound ramps of the 1-84 interchange (MP 4.84). Accident information for Highway 331 was collected and 
evaluated using the ODOT Safety Priority Index System (SPIS) and detailed accident reports from the ODOT 
Crash Analysis and Reporting Unit. 

The SPIS is a method of prioritizing locations where funding for highway safety improvements can be spent most 
efficiently. The SPIS is based on accident data covering a three-year period and is comprised of three components: 
accident frequency, accident rate, and accident severity. A SPIS value is calculated using these three components 
and then compared with the high SPIS locations in the state (top ten percent). According to the 1999 Accident 
Summary Report (which is based on 1996-1998 accident data), the highest SPIS value calculated for Highway 331 
was 19.64, which does not exceed the 1999 SPIS cut-off value of 50.1 1. This indicates there is no need for further 
investigation and potential mitigation under the SPIS program. 

Detailed accident information from the ODOT Crash ha lys i s  and Reporting Unit was collected for a five-year 
period (1995-1999). h accident summary for this period is summarized in Table 4-3. 

TABLE 4-3 
ACCIDEm STATISTICS FOR I-TIGI-IMrAU 33 X 

Source Oregon Departmerrt of Transportatton, 1995-1999 

Dwing the five-year period, there were a total s f  18 accidents along Highway 33 1 .  The highest number of 
accrdenats (four each) were turning-.type and mgle-me collisions. 

Of all the accidents, there were no fatalities with six accidents resulting in injuries. Of the six injury accidents, a 
total of 11 people were injured. One of these injuries was a type A Injury (most severe), eight were a type B Injury 
(moderate); and two were a type C Injury (least severe). 

Of the 18 accidents, three (17%) occurred at the highway's intersection with Mission Road. This intersection is 
stop controlled on Highway 33 1 while Mission Road is free flowing. All three accidents were the result of drivers 
on Highway 331 failing to yield right of way to traffic on Mission Road. The cause of these accidents seems 
unclear but may be due to the driver's perception that if a stop-sign is posted on the highway then stop-signs are 
also posted on the Mission Road approaches. In an attempt to eliminate these types of accidents, ODOT recently 
posted a signs stating, "Cross-Street Traffic Does Not Stop", just below the stop sign. However, a similar accident 
took place recently in June 2000. The accident report indicated that the driver at fault was on the Highway 33 1 
approach and was expecting the vehicle traveling on Mission Road to stop. 
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An accident rate of 0.94 accidents per million vehicle miles traveled was calculated for Highway 331. The 1998 
statewide average is 1.06 accidents per million vehicle miles traveled for the same type of roadway. The accident 
rate is based on the number of accidents, the highway length, and the ADT volume. 

In addition to the 18 accidents recorded along Highway 33 1, one accident occurred on OR Highway 11 at its 
intersection with Highway 33 1. No injuries were reported. 

A request was made to the Umatilla Tribal Police Department for accident information along all Reservation roads. 
The Department supplied a list of 63 accidents that took place during a two-year period (1998-1999). Most of 
these accidents occurred at sporadic locations around the Reservation. There were five accidents that occurred 
along Mission Road. Two of these accidents occurred at the intersection of Aspen Way, with major injuries 
sustained in one of these accidents. 
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CHAPTER 5: TRAFFIC FORECAST AND FUTURE CONDITIONS 

The future traffic forecast for the Highway 331 Corridor Plan focuses on a 20-year projection of ADT and PM 
peak hour traffic volumes along the major roads in the Mission Community area. The forecast is based on a 
"cumulative analysis", where traffic generated by planned or potential land uses combined with a through traffic 
component, are added to existing traffic count information. This level of analysis provides a means to analyze the 
effects of additional traffic generated by population and employment growth on the local street network, highlight 
potential problems, and develop alternative solutions. The forecasting process summarized below was coordinated 
with tribal and ODOT staff. 

FORECASTING METHODOLOGY 

The forecast methodology basically involved three parts: 

1. The existing traffic counts conducted by ODOT in December 1999lJanuary 2000 at the six intersections 
along Highway 331 were used as a base. All volumes were factored up by 35% to account for peak 
seasonal conditions. 

2. A trip generation analysis was performed for all planned or potential land uses in the Mission CommuniQ 
area. These trips were then distributed and assigned to the major roadways. This step accounted for future 
increases in local traffic. 

3. A through traffic component was added for 1-84, Highway 331, and OR Highway 11, which was 
determined by a 20-year historical powth trend analysis. 

Roadways included in the traffic forecast include 1-84, OR Highway 11, Highway 33 1 (including the interchange 
with 1-84), Mission Road, the entrance road to the Wildhorse Resort, Kash Kash Road, and South Market Road. 
These roads are where future congestion issues are most likely to arise on the Reservation. All other roads having 
ADT volumes of less than 1,000 vehicles on the Reservation, particularly outside the Mission Community area, 
were not included in the forecast. 

FUTURE LAND USES (POPULATION AND EMPLOYMENT MEEDS) 

The following sections below describe planned or potential land uses identified for the Mission Community area 
based on meetings with tribal staff, and ~nfomataon contained m the iWission Community Plan, the "Plan For 
Growth" document, the Four Comers Master Platz, and adicles posted in the Confederated Umat~lla Journal (a 
local newspaper), These land uses are the basis of fuhare increases in local .&raffis: on the Reservation. 

The location of planned or potential land uses coincides with the future land use mag presented in the Mission 
Cotnnzunity Plan. This map is located in the Appendix (Tab 6). 

Population and Housing Needs 

Table 5-1 highlights the future population projection and housing needs for the Reservation based on information 
documented in the Mission Community Plan. 
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TABLE 5-2 
FUTURE INCREASES IN LOCAL TRAFFIC 

50 units of single family homes I Southwest of the Mission Road Highway 331 1 32 1 18 1 50 

Wildhorse Resort 

I 33 1 intersection 

-- 
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FUTURE INCREASES IN THROUGH TRAFFIC 

Future increases in through traffic were determined for 1-84, Highway 33 1, and OR Highway 11 by establishing 
20-year historical growth trends for all three highways and applying these trends to existing through traffic 
volumes (determined from traffic counts). The projected 20-year growth rates and average annual growth rates 
for all three highways are shown below in Table 5-3. It is important to note that a 20-year trend was 
established for each highway for the years 1974 to 1994. The construction of the Wildhorse Resort in 1995 
resulted in a considerable increase in local trips along each highway; therefore, volume data available for the 
years 1995 through 1998 was not used. 

TABLE 5-3 
FUTURE GROWTH RATES FOR HIGHWAY TJXROUGH TRAFFIC 

A negative 20-year growth projection was determined for OR Highway 1 1, northeast of Highway 33 1 .  
Therefore, to estimate a more conservative traffic forecast, the growth projections documented in the OR Highway 
1 I Corridor Plan were used. The projections shown in the table are based on a 20-year historical growth trend for 
the years 1976 to 1996 at a location northeast of the Havana-Helix Highway. 

FUTURE NO BUILD TRAFFIC VOLUMES 

As part of the planning process, traffic volumes were projected for the future year 2020. This constitutes a "'No 
Build" condition, where the existing roadway network remains unchanged. The results of the forecast are 
shown in Figure 5-1. 

The ADT and EM peak hour traffic volumes were projected for the same roads and intersections analyzed 
under existing traffic conditions. Two new intersections have been included in the fubre traffic volume 
forecast. The firsst intersection, identified as #7 in the figure, represents a potential new access to Highway 33 1 
south of Mission Woad. This intersection would serve new housing and the new gos7emment office building. 
The second potential intersection, identified as #8 in the figure, would provide access to planned or potential 
businesses on the west and east sides of Highway 33 1, such as a new huck stop facility. 

Average Daily Traffic 

Along most roads, it was assumed that ADT volumes would increase proportionally to the expected growth in 
PM peak hour traffic. For example, the future ADT volume of 4,230 vehicles along Mission Road just west of 
Highway 33 1 was calculated by increasing the existing ADT volume of 3,340 vehicles by 26.6%. This increase 
represents the expected growth in PM peak hour traffic for the combined flows entering and exiting this leg of 
the Mission KoacVHighway 33 1 intersection. This correlation between ADT and PM peak hour volumes was 
used to project future ADT volumes along the major roads where traffic counts were conducted. 
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Future ADT volumes along the 1-84 mainline were determined in a different fashion since the only information 
available was existing ADT volumes. East of Highway 33 1, the existing ADT volume of 11,710 was increased 
by the projected growth rate of 38.7%, assuming all traffic along this section of freeway is through traffic. 
Added to this traffic was the additional ADT volumes calculated for the Highway 33 1 westbound off-ramp and 
eastbound on-ramp. This yielded a conservative ADT estimate of 19,330 vehicles. West of Highway 33 1, the 
existing ADT volume along 1-84 is considerably higher than the ADT along the freeway east of Highway 33 1. 
This indicates that there is some local and through traffic using Highway 33 1 interchange. An assumption was 
made that the 11,700 ADT east of Highway 331 comprises the through traffic component for 1-84 west of 
Highway 331. This through traffic was then increased by the projected growth rate of 35.6% for 1-84 west of 
Highway 331 (15,865 ADT). Projected through traffic was then added to the existing ADT west of Highway 
33 1 that is considered to be local and through traffic related to the Highway 33 1 interchange (4,860 ADT), and 
the additional traffic projected for the Highway 331 eastbound off-ramp and the westbound on-ramp (7,660 
ADT). This resulted in a conservative ADT estimate of 28,400 vehicles. 

PM Peak Hour Traffic Volumes 

Future PM peak hour turn movement volumes were estimated by adding future increases in local and through 
traffic to existing base count information. This process was summarized in the previous section. 

FUTUIUE NO BUILD OPEWATIONS 

Future year 2020 No Build traffic operations at the six existing unsimalized intersections and two potentially 
new intersections (assumed to be unsignalized) are summarized below in Table 5-4. Traffic operations at all 
eight intersections were analyzed for the PM peak hour using ODOT's IUNSIGIB soha re .  
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TABLE 5-4 
FUTURE NO-BUILD PM PEAK HOUR OPERATIONS 

' ODOT's UNSIGIO program calculates LOS for unsignalized intersections based on the reserve capacity and not V/C ratios. 
The V/C ratios were calculated by dividing the demand by the potential capacity for all critical movements. 

Note: The LOS and V/C ratios shown in fford indicate operations are expected to exceed minimum operating standards. 

POTENTIAL MITIGATION OF PROJECTED CAPACITY DEFICIENCIES 

A total of thee  intersections along Highway 33 1 are expected to exceed mistinllam operating standards within 
the next 20 years, Operatkg deficiencies could be mitigated by the following improvements: 

1-84 EB Ramps- Provade separate "ift and ~ g h t - h m  lanes on the off-ramp and install a traffic 
signal when warranted. 

New Intersection Worth of 1-84- Provide exclusive left-turn lanes along the highway, and install a 
traffic signal when warranted. 

Mission Road- Establish a four-way stop. 

A potential safety hazard could exist at the 1-84 WB Ramps, where traffic volumes in the southbound direction 
on Highway 33 1 are projected to be high for the right turn onto 1-84 WB on-ramp. This safety hazard could be 
mitigated by providing an exclusive turn lane that would separate right-turning traffic from through traffic. 
Other improvements include providing separate left- and right-turn lanes on the WB off-ramp and installing a 
traffic signal when one becomes warranted. 
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CHAPTER 6: POTENTIAL TRANSPORTATION IMPROVEMENT 
PROJECTS 

A number of improvement projects have been identified to address the transportation needs within the Highway 
33 1 Corridor over the next 20 years. Additionally, the CTUIR TSP also identifies improvements which address 
the needs of the Umatilla Indian Reservation transportation system as a whole. All projects within the Highway 
33 1 Corridor study area were developed from the analysis of existing and future conditions, through meetings 
with the TAC members, or address needs which were already established prior to the planning process. Each 
improvement project was developed to address specific operational, safety, andlor access concerns, to improve 
community livability, to encourage more bicycle and pedestrian activity on the Reservation, and to 
accommodate future growth in population and employment. These projects were also developed in an attempt 
to address the Goal and Objectives specified in Chapter 2. 

STATEWIDE TRANSPORTATION IMPROVEMENT PROGRAM PROJECTS 

The Statewide Transportation Improvement Program (STIP) is the state's transportation capital improvement 
program, listing the schedule of transportation projects for a four-year period (currently 2000 to 2003). Projects 
in the STIP are funded mainly through federal and state gas tax revenues, but also include local government 
funding and other state and federal funding sources. It includes projects on the state, city, and county 
h-anspoptation systems as well as National Parks, National Forests, and Indian Reservations. This program is 
updated every two years. 

The Draft 2002-2005 S T P  identifies one project within the corsidor plan area. This project involves the 
installation of a variable message sign for traffic heading west on 1-84 at a location just west of the Highway 
33 1 Interchange. The estimated cost for this project is $540,000. 

The Tamastslikt Trail was a multi-use path that was completed in the summer of 2000. It now links the tribal 
agencies and adjacent neighborhoods near Mission Road with the Tamastslikt Cultural Institute. This project 
received S T P  funding and was listed on the 1998-2001 STIP. 

CTUIR PLANNED OR APPROVED PROJECTS 

The CTUR recently rece~ved a pant for $350,800 to develop the Wetlands Comunlly  Park, The park will be 
located rtortheast s f  the Tr~bal Crsrnrnunll-y CsmpBex, west of the Nlrss~on Creek Su"91vas1om and along the 
north side of M ~ s s ~ s n  Woad. As part of this project, a nework of paths will be constructed csnrtec"ing the 
vmosas ne~ghbsrhoods , the piark, and the Tribal Commun~@ C o q l e x  together. Thms syskm would be used by 
both pedeshans and b~cychsts. 

POTENTIAL IMPROVEMENT PROJECTS 

The potential improvement projects identified and evaluated for the Highway 331 Corridor Plan are shown 
graphically in Figure 6-1 and summarized below. Each potential project was assigned a project number to 
establish a link between the graphic and project summary. The assigned project number does not represent any 
level of prioritization at this stage of the plan. 

The project summaries below were grouped into three transportation improvement categories: (1) Intersecting 
and Parallel Roadway Improvements, (2) Highway 331 Improvements, and (3) Bicycleh'edestrian 
Improvements. For each project, the purpose or need is defined followed by an overview of improvements and 
estimated cost. Costs reflect year 2001 dollars and are estimated from unit costs for similar facility 
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improvements. Unit costs are provided in the Appendix (Tab 7). Some projects address multiple improvement 
options and were evaluated against one another. 

Some of the projects, which intersect or parallel Highway 331 extend outside the study area boundary of this 
corridor plan. These projects were included in this plan because they directly affect traffic flow, circulation, 
and connectivity issues with the highway. 

Intersecting and Parallel Roadway Improvements 

Kask Kash Roamt .  Andrews Road (Project R1) 

This project was identified in a roadway improvement needs analysis performed by the previous transportation 
planner for the CTUIR and was also included as a planned project in the Umatilla County TSP. This project 
would improve community livability and driver safety for the residents living in the two homes along Kash 
Kash Road and the three homes along St. Andrews Road. St. Andrews Road also serves a school, church, and 
cemetery. 

This project would improve Kash Kash Road (County Road #934) and St. Andrews Road (County Road #93 1) 
from the end of pavement on Kash Kash Road to Niktyoway Road. Improvements would consist of widening 
the roadbed, rnalung minor alignment changes, and adding shoulders. This would be followed by the addition 
of a new paved surface. The project is 2.60 miles in length. 

Both Kash Rash and St. h d r e w s  Roads are under the jurisdiction of the counQ. 

The estimated cost for this project is $384,800. This was estimated by factoring the 1998 project cost shown in 
the Umatilla County TSP up to year 2000 dollars by applying a 2.4% annual inflationary rate. 

North-South Connector Road (Project R2) 

This project was identified as a future roadway improvement in the Mission Community Plan. Oriented in a 
north-south fashion east of Highway 331, this new road would provide a faster and more direct travel route 
between the tribal government offices/neighborhoods and the Wildhorse Resort. 

;8mgrovemeaats would include the construction of a new mraB connector road beginning at the end of ""ia-treet 
and endhg at the engrance road to the Wi%dharse Resod. 

The estimated cost 60s this project follows below: 

1.38 miles of new rural road @ $$l,%00,000/mile $ 1 3  18,000 
ROW 2,640 ft x 50 ft @ $Usquare ft $132,000 
Total $1,650,000 

East- West Connector Road - Phase I (Project R3) 

This project was identified as a future roadway improvement in the Mission Community Plan. Oriented in an 
east-west fashion, this new road would parallel Mission Road to the south. It would serve as a local access road 
for new homes ihat may be biiik in ihe area desiPaied for a c ~ ~ u i ~ i t j :  residential l a d  use. 
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This project is also the first of three phases to extend a new road west to a new access with Highway 33 1. Once 
connected, it will assist in removing some traffic from Mission Road and Highway 331 (south of Mission 
Road). 

Improvements would include the construction of a new connector road beginning at Mission Road, across from 
Aspen Way, and ending at the proposed north-south connector road described previously. A portion of this 
project lies within a future Community Residential area, where an urban road design standard should be used 
including curb, gutter, and sidewalks, to accommodate future development. The remaining section is located in 
an Open Space area and should be constructed to a rural standard. 

The estimated cost for this project follows below: 

0.35 miles of new urban road @ $2,000,000/mile $700,000 
0.4 1 miles of new rural road @ $1,100,000/mile $45 1,000 
Total $1,151,000 

East- West Connector Road - Phase 11 (Project R4) 

T h s  project is the second of three phases to extend a new connector road from Mission Road to the east to the 
proposed North-South Connector Road, to a new intersection with Highway 331, and finally to a new 
connection with Mission Road (west of Highway 33 1). 

Phase II improvements would include the conshruction of a new rural road beginning at the proposed North- 
South Connector Road and ending at a new intersection with Highway 33 1. 

The need for this project is driven by future plans to construct new homes along this road in the area east of 
Highway 331 that is designated for a community residential land use. The road would provide an alternative 
route to Mission Road between future homes and the proposed government office building on the west side of 
Highway 3 3 1. 

The estimated cost for this project follows below: 

0.59 miles of new rural road @ $1,100,0OO/mile $549,000 
Total $648,800 

This project was identified from discussions with tribal officials and would serve developments planned for this 
area. 

The project begins from a new intersection with Highway 33 1 across from the proposed East-West Connector 
Road (Phase 11) and extends west and then north to a new intersection with Mission Road. 

Improvements would include the construction of a new connector road, where urban road design standards 
should be used, such as providing curb, gutter, and sidewalks. This road would provide needed access to 
Mission Road and Highway 33 1 from the planned government building and planned housing developments. 
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The estimated cost for this project follows below: 

0.47 miles of new urban road @ $2,000,000/mile $940,000 
Total $940,000 

Connector Road Between Kash Kash Road and Wildhorse Resort (Project R6) 

This project was identified as a future roadway improvement in the Mission Community Plan. Oriented in a 
north-south fashion east of Highway 331, this new road would provide a convenient connection between a 
realigned Kash Kash Road and the Wildhorse Resort. This connection would assist in reducing traffic demand 
along the highway. 

Improvements would include the construction of a new connector road beginning at the entrance road to the 
Wildhorse Resort and ending at the realigned extension of Kash Kash Road. The proposed alignment will 
overlap the existing road fronting the west side of the RV park. 

The estimated cost for this project follows below: 

0.42 miles of new urban road @ $2,O00,000/mile $840,000 
Total $840,000 

Highway 331 Improvements 

1-84 EB Ramps at HWY 331 (Project R 7) 

The purpose of this project is to mitigate a capacity deficiency expected to occur at t h s  intersection within the 
next 20 years. This project would also help establish a system of traffic signals that are spaced evenly and 
efficiently along Highway 33 1. 

Improvements would include the construction of exclusive left and right-turn lanes on the eastbound off-ramp 
approach and the installation of a traffic signal. Improvements to this intersection would occur only when a 
signal becomes warranted. 

As stated m the Traffic Forecast and Future Cond~taons sectnon ofthls plan ((Chapter 51, the No Ben~ld P.M. peak 
hour kaffi!: operations are expected to deteriorate to LO5 9; and a V/C ratio of 1 .'73 for the off-ramp approach. 
Wnth a kaffic s ~ p a l ,  operat~ons are expected to Improve to LOS B, 

Once implemented, a traffic signal at this location could provide large enough gaps in mainstream traffic on the 
Highway 33 1 overpass to help delay or deter the need for a traffic signal at the westbound ramps. 

A traffic signal installation at this location would help to provide the best possible traffic progression along 
Highway 331, assuming traffic signals are ultimately constructed at the proposed new intersection of Kash 
Kash Road (located '/I mile north of the 1-84 westbound ramps) and at the existing Wildhorse Casino Entrance 
Road. The approximate spacing between these three signals would be around 2,300 feet (around % mile). 
According to the Technical Guidelines for the Control of Direct Access to Arterial ~ i ~ h w a ~ s '  traffic 

I Technical Guidelines for the Control of Direct Access to Arterial Highways - Volumes I and 11, Federal Highway 
Administration (FHWA-RD-76-86) 
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progression along the highway could be optimized under this spacing by maintaining highway speeds of 45-55 
mph and cycle lengths of 60-70 seconds. 

The estimated cost for this project follows below: 

Install new Traffic Signal $1 50,000 
Intersection Approach Improvements $50,000 
Total $200,000 

1-84 WB Ramps at HWY 331 (Project R8) 

The purpose of this project is to mitigate any potential safety or capacity deficiency that may exist at this 
intersection within the next 20 years. 

Improvements would include the construction of exclusive left and right-turn lanes on the westbound off-ramp 
approach and an exclusive right-turn lane on the north approach along Highway 33 1. An optional improvement 
would be to construct a traffic signal, if one becomes warranted. 

The need for the exclusive right-turn lane on the north approach along Highway 33 1 is driven by the future 
traffic volume forecast, where over 500 vehicles are expected to make this turn during the P.M. peak hour 
compared to over 250 vehicles going straight through the intersection. This improvement would effectively 
separate turning traffic from through traffic and allow vehicles to access the westbound on-ramp more easily. 

As shown in the Traffic Forecast and Future Conditions section of this plan (Chapter 5), the No Build P.M. 
peak hour traffic operations at the off-ramp approach to this unsignalized intersection are expected to remain at 
acceptable levels (LOS D and VIC ratio of 0.56). Although the traffic projection indicates a traffic signal will 
not be needed in the future, the need may arise due to unforeseen circumstances. If a traffic signal were 
installed, future P.M. peak hour operations are expected to be LOS B. 

It should be noted that the operational need for a traffic signal at this location may be delayed or deterred by 
first constructing a traffic signal at the 1-84 eastbound ramps. A signal there could provide large enough gaps 
in mainstream traffic on the Highway 331 overpass to help vehicles on the westbound off ramp to access 
Highway 33 1 more freely. 

The estimated cost for this project follows below: 

hstall new Traffic S ipa l  $1 50,080 
htersection Approach Improvements $100,000 
Total $250,000 

Kash Kash Road at Hiehwav 331 (Project R91 

The purpose of this project is to provide a safer access to Highway 33 1, and one that will accommodate future 
developments planned for the area. The improvements proposed are designed to provide safe access to 
adjacent land uses, preserve the integritylcapacity of the highway and 1-84 interchange, and maintain acceptable 
highway operations. 

Improvements would include closing the existing Kash Kash Road access and rerouting this road north and 
west to a new intersection with Highway 33 1. Other improvements at the proposed intersection would include 
the addition of exclusive left-turn lanes along the north and south approaches along Highway 331 and a new 
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drivewaylstreet access on the west approach, opposite of Kash Kash Road. A traffic signal should also be 
installed at this intersection when warranted. 

As shown in the Traffic Forecast and Future Conditions section of this plan (Chapter 5), the No Build P.M. 
peak hour traffic operations on the minor approaches of the proposed intersection would reach LOS E or worse 
over the next 20 years, if stop-control were used. If a traffic signal were installed, future operations are 
expected to reach LOS C. 

A traffic signal installation at this location would help to provide the best possible traffic progression along 
Highway 331, assuming traffic signals are ultimately constructed at the 1-84 eastbound ramps to the south and 
at the existing Wildhorse Casino Entrance Road to the north. The approximate spacing between these three 
signals would be around 2,300 feet (around !h mile). 

The estimated cost for this project follows below: 

0.34 miles of road @ $2,000,000/mile $681,800 
Install new Traffic Signal $1 50,000 
htersection Approach Improvements $1 50,000 
Total $98 1,800 

The purpose of this project is to preserve the capaciv and maintain safety along Highway 33 1 north of the 1-84 
interchange, while providing safe and convenient access to adjacent land uses and creating an aesthetically 
pleasing environment. This project would also improve bicycle and pedestrian travel along the highway. 

To plan for future development and increased traffic around the 1-84 interchange, the tribe and ODOT support 
the construction of a non-traversable landscaped median along Highway 33 1 beginning at the Wildhorse Resort 
Entrance Road and ending at the 1-84 westbound ramps. The design of the median would allow for left-turns to 
be made at major intersections. The project length is approximately 0.70 miles. 

The tribe supports the conshuction of a landscaped median to create a visual gateway to the Wildhorse Resort 
and the Mission Cornmunib Parea. ODOT suppods this project as an access management tool that would 
improve driver safety by effectively limiting the number of conflicting t;m~ar movements along the highway. 

lmprovernents would eonsisbsf widening the hnghway to include a 14-foot wide ~nedian with landscaping, 
mailltainlng two 12-foot travel ianes, and either the consmction sf bike lanes and sidewalks or a paved 
shoulder that is wide enough for bicycle and pedestrian travel. Figure 6-2 provides typical cross-sections of 
these two options. 

The TAC agreed paved shoulders for bicycle and pedestrian travel should be provided from the 1-84 westbound 
ramps to the proposed right-idright-out driveway accesses north of the interchange. On the west and east sides 
of the highway, these right-idright-out access points would be located 990 feet and 750 feet north of the 1-84 
westbound ramps, respectively. It is possible that a right-turn deceleration lane would be constructed in the 
northbound direction on the highway at the east access point. 

TI- - r 'LC TAC siipp0i-t~ a more iirban cross-section consisting of bike lanes and sidewalks along the remaining 
section of Highway 331 from the proposed right-idright-out accesses up to the Wildhorse Resort Entrance 
Road. The tribe considers this area to be urban because it lies within the future tourist commercial boundary. 
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Both types of cross-sectional improvements could be made within the existing right-of-way along the highway. 

The estimated cost for this project follows below: 

0.16 miles of Median Improvements @ $700,00O/mile $1 12,000 
0.54 miles of Median Improvements @, $1,800,000/mile $972,000 
Total $1,084,000 

Wildhorse Resort Entrance Road at Hi~hwav  331 (Project R l l )  

The purpose of this project is to improve driver safety and traffic progression along Highway 33 1. 

Improvements would consist of adding an exclusive left-turn lane on the north approach along Highway 331 
and adding a traffic signal when warranted. 

The construction of an exclusive left-turn lane on the highway is driven by the need to improve driver safety. 
Cars and trucks reach speeds of over 55 mph in this area and there is potential conflict between vehicles 
decelerating to access the entrance road to the resort and through traffic on the highway. This improvement 
would effectively separate left-turning traffic from through traffic on the highway. 

The installation of a traffic signal at this location is driven by the need to provide efficient traffic progression 
along the highway in the future. With traffic signals installed at the 1-84 eastbound ramps and the proposed 
new intersection of Kash Kash Road, a traffic signal at the entrance road would allow traffic to be progressed 
efficiently. The approximate spacing bemeen these three signals would be around 2,300 feet (around % mile). 

The potential for further development along the Wildhorse Resort Entrance Road is high. Although the future 
traffic forecast and operations analysis does not indicate a traffic signal will be needed over the next 20 years, it 
is possible that a signal may become warranted due to unforeseen developments. 

Right-of-way does not appear to be an issue at t h s  intersection. The current right-of-way width is around 80 
feet along the highway, which is sufficient for adding a left-turn lane on the north approach and a traffic signal. 

The estimated cost for this project follows below: 

Bntersection Improvements $50,000 
lnstall Traffic Signal $1 50,000 
Total $200,000 

New Itttersectiott Sorith o f  Missiotr Road at H i ~ l ~ ~ v a y  331 (Project R12) 

The purpose of this project is to provide a new intersection along Highway 331 to accommodate future 
development and street improvements planned for the area. The improvements proposed are designed to 
provide safe access to adjacent land uses, while preserving the integritylcapacity of the highway and 
maintaining acceptable highway operations. 

The tribe has plans to develop a new government agency building on the west or east side of the highway, just 
south of the Mission Road intersection. This building would house most of the 500 employees currently 
working at the government offices along Mission Road. This development would have direct access to the 
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highway via the proposed East-West Connector Road (Phases I1 and 111). It is possible some residential 
development could occur in the area opposite of the new government building. 

Intersection improvements would include the addition of exclusive left-turn lanes along the north and south 
approaches along Highway 331. It was assumed the minor road accesses on the west and east approaches 
would be constructed when the East-West Connector Road is built. 

As shown in the Traffic Forecast and Future Conditions section of this plan (Chapter S), the proposed 
intersection is expected to operate at an acceptable level (LOS D or better) with only stop-control on the minor 
street approaches. 

The estimated cost for this project follows below: 

Intersection Improvements $100,000 
Total $100,000 

Mission Road at Hiphwav 331 (Project R131 

This project was identified by the TAC to accommodate anticipated traffic congestion, to improve driver safety 
as well as pedestrian safety, and to improve community livability as commercial businesses are developed in 
the immediate area. 

This project would include the addition of stop signs on all four approaches, the construction sf sidewalks with 
curbing and wheelchair ramps on all four comers, and crosswalk striping for pedeshans. 

Currently, there are stop signs posted only on the north and south approaches of Highway 331. There are 
flashing amber lights posted on the highway approaches and flashing yellow lights posted on the Mission Road 
approaches. 

The CTUIR has plans to construct a neighborhood convenience store on the northeast corner of this 
intersection. According to the Four Corners Master plan2 the tribe plans to build the store close to the corner 
of the intersection to provide a more pedestian fhendly environment with parkng located at the rear of the 
property. Since this development will draw more pedestrians to the area, sidewalks will be needed along and 
around all four corners o f  this intersection, including wheelchair ramps md crosswalk sbiping. 

Two driveway accesses are proposed; one on Highway 33 1 and a second on Mission Road. Cut-rently, there is 
a sidewalk flanKng: the south side of the 1st along Mission Road and a continuous dH-ivewy along the west side 
of the lot along Highway 33 1, The development plans P'or the store show a single d~veway accessing the 
highway at the north property line instead of maintaining the continuous bveway access that is there today. 
ODOT officials have stated that a single access will likely be permitted along Highway 33 1, pending a review. 

No formal plans have been made for developing the commercially zoned parcel on the southwest comer of this 
intersection but tribal officials indicate the design would similar to the neighborhood store, where the building 
structure would be located close to the intersection. 

As mentioned in the Existing Conditions section of this study (Chapter 4), P.M. peak hour traffic operations at 
this intersection are currently at LOS C or better and vlc ration of 0.37 or less for all critical movements. 
Without any changes, future operations are expected to reach LOS F and v/c r2tiss greater than 1.0. By 
providing stop-control on all four approaches to this intersection, future traffic operations are expected to 

2 Foul- Corners Master Plan, CTUIR, Berryman & Henigar Property Counselors, March 2000. 
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improve to LOS D or better and vlc ratios not exceeding 0.70, which meets the ODOT Highway Mobility 
Standard. 

The current traffic control at this intersection was identified as a potential safety problem in the existing 
conditions section of this report (Chapter 4). All three accidents, which took place at this intersection over the 
past five years, involved vehicles on Highway 331 that did not yield right-of-way to free flowing traffic on 
Mission Road. The cause of these accidents seems unclear but may be due to the driver's perception that if a 
stop-sign is posted on the highway then stop-signs are posted on the Mission Road approaches as well. Tribal 
officials agreed that there are many "close encounters" between vehicles at this intersection. In an attempt to 
eliminate these types of accidents, ODOT recently posted signs stating "Cross-Street Traffic Does Not Stop", 
just below the stop sign. However, a similar accident recently took place in June 2000. The accident report 
indicated that the driver at fault was expecting the vehicle traveling on Mission Road to stop. 

The estimated cost for this project follows below: 

4 Stop Signs @ $200/sign $800 
600 ft of sidewalk and curbing @ $30/linear ft $18,000 
260 ft of crosswalk striping @, $3/linear ft $800 
Total $19,600 

Bicycle and Pedestrian Ernprsvernents 

The purpose of this project is to enhance pedestrian and bicycle safety along the highway and encourage more 
people to walk or ride between the Wildhorse Resort and Mission Road. 

There are several areas along Highway 33 1 between the Resort and Mission Road where the existing shoulders 
lack sufficient pavement width to be conducive to bicycle and pedestrian use. As development densities 
increase around existing or future activity centers such as the Wildhorse Resort, Tmck Stop area, and the 
Mission Road intersection, demand will rise to provide improved bicycle and pedestrian facilities along the 
highway. Since the land uses adjacent to the highway betvveen the Wildhorse Resort and the proposed new 
intersection south sf  Mission Road will remain generally rural in nature, urban improvements such as sidewalks 
and bzke lanes may be suitable. 

This project would establish 8-foot wide paved shoulders along the highway bemeen the Wildhorse Resort 
Entrance Road and the proposed new intersection just south of Mission Road. Nodh of this project, sidewalks 
and bike lanes will ultimately be constructed up to the Mission Road intersection (see Highway 33 1 Sidewalk 
Improvements project). South of this project, sidewalks and bike lanes are proposed (see Highway 33 1 Median 
project). 

The existing right-of-way along the highway is sufficient for shoulder widening. 

The estimated cost for this project follows below: 

'1.00 miles of new paveme~nt @ $200,000/mile $200,000 
Total $200,000 
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Hialrwav 331 Sidewalks and Bike Lanes (Project BP2) 

The purpose of this project is to provide urban pedestrian and bicycle improvements along Highway 331 that 
will encourage people, traveling fromlto future developments planned for the immediate area, to walk or ride 
along Highway 33 1 instead of driving. 

Improvements would include the construction of bike lanes with curb, gutter and sidewalks, from the Mission 
Road intersection to the proposed new intersection to the south at the East-West Connector Road, for a distance 
of around 0.22 miles. This project is mainly driven by the tribe's plans to construct a tribally-owned 
community store at the Mission Road intersection and a new government headquarters to the south near the 
proposed intersection. The tribe has strategically planned for these developments to be close to each other to 
encourage some 500 workers to shop and eat at the proposed community store. Since the distance would be a 
relatively short walk (approximately six minutes) or bike ride (approximately three minutes) the need for 
sidewalks and bike lanes is high, but only when both developments are in place. 

It is a State policy (OAR 660-012-0045- Section 1B) to provide sidewalks along arterials in urban areas, as 
these facilities are improved. Since Highway 331 is an arterial and the tribe has urban-type land uses planned 
for this area (Community Commercial, Community Residential, and Government), sidewalks should be 
provided along the highway when development occurs. Bikeways are also required by the same State policy. 
In this case, bike lanes would be an appropriate facility if sidewalks were built. 

This project is also one of the first steps to providing a continuous bicyclelpedestrian connection along 
Highway 33 1 from Mission Road to the Wildhorse Casino and Truck Stop areas. 

The estimated cost for this project follows below: 

0.22 miles of bike lanes and sidewalks @ $1,000,000/mile $220,000 
Total $220,000 

The purpose of this project is to encourage those residents living along or adjacent to Mission Road to walk or 
ride a bicycle rather than use an automobile for short distance trips. This project is around 3 miles in length and 
extends from Highway 33 h to the west Reservation boundav near Hal's Trailer Court. 

The tribe is cunently considering two different options (Options 1 and 2) to provide bicycle and pedestrian 
improvements along .Mission Road. Although the B U  1s now in the process of perfoming the engineering 
design for one of these options, it was detemined in the TAC meetings that a second alternative should be 
evaluated to confirm whether or not the BIA is pursuing the best design. One of these options will ultimately 
be selected by the tribe and placed in the priority list of transportation improvements for the CTUIR 
Transportation System Plan. Typical cross-sections of each option are shown in Figure 6-3. 

The evaluations of both options consist of an overview and addresses several factors including safety, 
socioeconomic impacts, land use impacts, and cost. Following this, are the transportation consultant's 
recommendations. 

It should be noted that Phases I and 11 together address the immediate need to provide a safe and attractive 
bicycle and pedestrian connection linhng the Reser~ztion with the city of Pendleton. 
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Option I :  Widen Mission Road to Include Paved Shoulders 

Overview: Over the past several months the BIA has been working on final design plans to widen Mission 
Road to provide bicycle lanes. Currently, the design is roughly 90% complete and construction could 
conceivably begin within the next one to two years. Design plans show two 11-foot' travel lanes with 8-foot 
paved shoulders on both sides of the road. The paved shoulders would be striped for 6-foot bike lanes. The 
design also includes 2-foot gravel shoulders and open drainage ditches on both sides of the road, all within the 
existing 60-foot right-of-way. 

Safety: Safety for bicyclists will be enhanced with the addition of bike lanes. Today, the narrow shoulders 
along Mission Road force bicyclists near or into the travel lanes, creating a potential conflict with traffic. 
According to the ODOT Bicycle and Pedestrian plan3, a shared roadway condition, where bicyclists share the 
travel lane with vehicles, is becomes less suitable in rural areas where traffic speeds and volumes increase. 
Currently, the posted speed along Mission Road is 40 mph and daily traffic volumes are projected to increase 
from around 3,500 to 4,500 vehicles. With 6-foot bike lanes established under this option, cyclists would be 
able to safely avoid conflicts with passing vehicles. 

Pedestrian safety would also be improved with wider shoulders established along Mission Road. With six-foot 
bike lanes and an additional two-feet of paved shoulder, a pedestrian would have plenty of clearance from 
passing vehicles. 

Currently, Mission Road is striped with 12-foot travel lanes, which is a desirable width for drivers. The design 
plan being prepared by the BLA shows a reduction to 11-foot travel lanes. The purpose of reducing the travel 
lane width is to limit the amount of shoulder widening needed to install bike lanes, thus reducing overall 
construction cost. However, narrower travel lanes will reduce the lateral clearance for drivers, increasing their 
chances of straying outside the designated travel lane. This may adversely affect the safety for bicyclists and 
pedestrians traveling along the shoulders. 

With wider shoulders established along Mission Road, drivers mahng emergency stops will have sufficient 
room to pull completely off the road. 

Another tool to consider when making improvements along Mission Road would be the addition of rumble 
strips between the travel lanes and bike lanes. By providing a continuous set of lateral grooves in the 
pavement, rumble strips can warn drivers when they travel outside the designated travel lane. 

Socioeconomic Impacts: Widening the paved shoulders along Mission Road will make this faciliw more 
amactive to bicyclists and pedesbians alike. Potential users include residents living along Mission Road who 
work in Pendleton or in the government offices along the east end of Mission Road, children traveling to or 
from school in Pendleton, or even residents making a bip to the planned gocery store at the Highway 331 
intersection. Residents could also use the shoulders for recreational uses, i.e. jogging, bicycling, and roller- 
blading. This option would also create safer conditions for hitchhiking, which is common along Mission Road 

It should be noted that if striping is used to designate bike lanes along the paved shoulders of Mission Road, 
pedestrians might feel that walking within a designated bike lane is not appropriate and may choose to walk on 
the gravel shoulder. To eliminate confusion, it would be more appropriate to have only a painted stripe 
between the travel lane and outside shoulder. This would designate 8 feet of paved shoulder for both bicyclist 
and pedestrian use. 

Land Use Impacts: According to the design plans being prepared by BIA, this option will require a small 
amount of right-of-way to be acquired. Right-of-way is generaiiy 30 feet to each side of the roadway centerline 

3 Oregon Bicycle and Pedestrian Plan, ODOT, 1995, pg. 66 
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for a total right-of-way width of 60 feet. A majority of the changes to the cross-sectional features of the 
roadway, shoulders, and drainage ditches should occur within the right-of-way. 

Cost: The estimated cost for constructing bike lanes along Mission Road is around $1,000,000. The BIA 
engineer in charge of the design has made an effort to minimize the construction cost by maintaining the 
existing roadway centerline in the design and widening the roadway from both sides. This will minimize the 
amount of fill and asphalt needed for construction. 

Because the CTUlR has limited transportation finances, the tribe cannot afford to fund this project. If pursued, 
the CTUIR will need to borrow it's future allocation of construction dollars from the BIA. This means all other 
CTUIR projects hnded by the BIA will be delayed by approximately five to six years. 

Option 2: Construct A Multi- Use Path Along Mission Road 

Overview: This project would include the construction of an 8-foot wide multi-use path along Mission Road. 
From discussions with tribal and BIA staff, the most likely location for this path would be along the south side 
of the road separated from the eastbound travel lane by a 5-foot median. In order to install the path within the 
available right-of-way and maintain open drainage ditches, the existing centerline and crown of the road would 
have to move up to ten feet to the north. The width of the travel lanes would be restricted to 11 feet and the 
shoulder along the north side of the road to only 4 feet. The median separating the path and eastbound travel 
lane would have to be at-grade to provide some room for vehicles to make emergency stops. Also, an at-grade 
median would allow the path to be plowed during the winter months. 

Safety: Safety for bicyclists and pedestrians would be greatly improved with the addition of a multi-use path. 
With a separate multi-use path, bicyclists and pedesh-ians would no longer have to ride or walk along the 
shoulder of the road. However, the proposed at-grade median separating the path and eastbound travel lane 
does not guarantee absolute protection from passing vehicles. 

Driver comfort and safety may not necessarily be enhanced due to the proposed improvements of this option, 
since travel lanes will be restricted to 11 feet and shoulder widths will only be 4 to 5 feet. As mentioned 
previously, restricting travel lane widths can increase driver discomfort and the possibility of driving outside 
the designated lane and onto the shoulder. Also, the narrower shoulder widths will not allow drivers to pull 
completely off the road when making an emergency stop. 

Socioeconomic Impacts: The so~ioe~onomic ilaapacts for this option are similar to Option I .  

Land Use Iinpaets: By moving the centerline of the road to accomodate a multi-use path, this option will 
require a small amount of right-of-way to be acquired. Adding a path and changing the cross-sectional, feahres 
of the roadway, shoulders, and open drainage ditches could occur within the existing 68-foot right of way. 

Cost: The estimated cost for constructing bike lanes along Mission Road is roughly three times the cost of 
Option 1, at around $3,000,000. The BIA engineer in charge of the design for Option 1 states that an 
exceptional amount of asphalt material will be required to move the roadway centerline and crown. He also 
stated that the use of painted asphalt or brick to define the at-grade median separating the path and eastbound 
travel lane would add to the construction cost. 

Again, if the CTUIR wishes to pursue this option, the tribe will need to borrow the construction dollars from 
the BIA. This means all other CTUIR projects funded by the BIA will be delayed by approximately fifteen 
years. 
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Transportation Planning Consultant S Recommendation 

After evaluating the two options being considered, it is recommended that Option 1 be pursued by the CTUIR 
and added to the priority list of transportation improvements for the TSP. Option 1 will clearly cost much less 
in construction dollars and would allow the CTUIR to pursue other BIA funded projects in the near future. The 
wide shoulders proposed under this option focuses not only on the safety of bicyclists and pedestrians, but 
drivers as well. 

There are also some recommended changes to the design plans currently being prepared by the BIA. These are 
to allow for 12-foot travel lanes along Mission Road, with the addition of 8-foot paved shoulders. Other 
options to consider are the addition of 8-inch wide painted stripe separating the travel lane and shoulder, and 
the installation of rumble strips. Signage should also be placed along the road to indicate the proper direction 
of bicycle travel. 

Wildlzorse Resort Entrance Road Path (Project BP41 

The purpose of this project is to provide a multi-use path linking the entire Wildhorse Resort (casino, hotel, RV 
park, and golf course) to the Tamastslikt Cultural Institute. This project was identified by the CTUIR 
Department of Economic and Community Development. It is needed to enhance connectivity between the 
various developments within the Wildhorse Resort and to the Tamastlikt Cultural Institute. Potential users of 
this facility are the patrons of the resort, visitors, workers, and recreationalists. This project would also 
complement the Mission Trail path recently constructed. 

The location of this path is tentative, but would likely extend along the north side of the one-way loop road 
exiting the Tamastslik Cultural Institute, pass by the golf course, cross the four-lane enh-ance road to the 
Wildhorse Resort, pass by the RV park and hotel, and end at the Casino. 

The estimated cost for an 8-foot paved path is as follows: 

5,500 ft of multi-use path @ $15/linear ft $82,500 
Total $82,500 

The purpose of this project is to provide a bicycie and pedestrian route along South Market Road, wlth access 
to Highway 331 vla the ovevass over 1-84" Future developments along the west side of South Market Road 
could consist of indush-ial warehouse and storage facilities just south of 1-84 and residential developments near 
Tutuilla Church Road. Once constructed, these developments would drive the need for improved bicycle and 
pedestrian access along South Market Road and north to Highway 33 1. 

Improvements would include a multi-use path constructed along the west side of South Market Road, from 
Tutuilla Church Road to the 1-84 interchange. The TAC decided that a multi-use path would be better than 
widening the paved shoulders along South Market Road. The main reason was the tribe already owns the land 
west of South Market Road and could build and maintain a path as the area develops. Shoulder widening along 
South Market Road would prove to be more expensive and require the County's assistance. 

Connectivity to the Highway 33 1 overpass was not addressed in detail. This issue should be addressed once the 
tribe actively pursues design and construction. 
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The estimated cost for an 8-foot paved path is as follows: 

2,200 ft of multi-use path @ $15/linear ft $33,000 
Total $33,000 

Path Across Umatilla River (Project BP6) 

The purpose of this project is to improve community livability and provide residents living along Kirkpatrick 
Road an alternative to driving or having to walk or ride a bike on the narrow shoulders along Highway 33 1 to 
Mission Road. 

Improvements would consist of a new multi-use path connecting Mission Road with Kirkpatrick Road. This 
project would also consist of a new pedestrian bridge over the Umatilla River. The exact location of this path is 
unknown but could be in the vicinity of the baseball park and swimming hole. Potential connections could be 
provided along Kelly Lane to Kirkpatrick Road and Parr Lane to Mission Road. 

Initially, the TAC explored the option to widen the shoulders along Highway 331 for bicycle and pedestrian 
travel, but this concept was dismissed. The improvements needed to do this would be expensive, particularly 
the rekofication of the Umatilla h v e r  Bridge and UPRR rail crossing. 

The TAG agreed such a path located across from a major activity center such as the governmental offices 
would encourage people living on the north side of the river to walk or ride to work. This path would also 
attrac"cecreationa1 users as it would tie into the path recently constructed from the government offices to the 
Tamastslik Culbral Institute. 

Because much of the area lies within the Umatilla River floodplain, it is possible the pathway could be 
submerged under water during times of flooding. 

The estimated costs for an 8-foot paved path and bridge are as follows: 

2400 ft of BikeRedestrian Path @ $1 tillinear ft $36,000 
200 ft Biker'Pedestrian Bridge @ $450/linear ft $90,000 
Total $126,000 
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CHAPTER 7: ACCESS MANAGEMENT POLICIES AND STRATEGIES 

Access management is an important tool for promoting safe and efficient travel for both local and long 
distance users along a roadway. Too many access points along busy roads lead to an increased number of 
potential conflict points between vehicles entering and exiting driveways and through vehicles on the road. 
This leads to not only increased vehicle delay and deterioration in the level of service, but may lead to a 
deterioration in safety. 

The implementation of access management policies is essential if the safety, efficiency and investment of the 
existing and planned state highways are to be protected. Access management guidelines are generally not 
intended to eliminate existing intersections or driveways. Rather, they should be applied as new 
development occurs. Over time, as land is developed and redeveloped, 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. 

One of the objectives of the Highway 331 Corridor Plan is to develop an access management plan that 
maintains and enhances the integrity (capacity, safety, and level-of-service) of Highway 33 1 while providing 
safe and convenient access to adjacent land uses along this highway. 

ACCESS AGEMENT TECHNIQUES 

The following techniques describe how the number of access points to a road can be restricted or reduced, 
and are the most applicable to the conditions along Highway 33 1 : 

e Restrictions on spacing between access points (driveways) and publiclprivate roads based on the type 
of development and the speed along the road. 

e Sharing of access points between adjacent properties. 

e Providing driveway access via local roads where possible. 

0 Constructing frontage roads to separate local traffic from through-traffic. 

Providing service drives to prevent spill-over of vehicle queues onto the adjoining roadways. 

e ProGding deceleration and raght-bm only lanes. 

e Offsetting driveways at proper distances to produce T-intersections which minimize the number of 
conflict points bemeen traffic using the d~veways and though traffic, 

e hstalling median barriers to csn&ol conflicts associated with leR-bm movements ( ~ n  or out of 
driveway or roadway). 

Installing barriers to the property along the road to restrict access width to a minimum. 

1999 OREGON HIGHWAY PLAN ACCESS MANAGEMENT STANDARDS 

The 1999 OHP specifies an access management classification system for state facilities. It also establishes 
standards and guidelines to be applied when making access management assignments. Highway 331 is 
designated as a District highway in the 1999 OHP. District highways are described as facilities of county- 
wide significance znd f~mction largely as county znd city arterials or co!!ectors. Ln rural areas, their objective 
is to provide safe and efficient, moderate to high-speed continuous flow operation. The access spacing 
standards for a District level highway like Highway 33 1 are summarized in the following sections. 
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General Access Spacing Standard 

The general access spacing standard is 700 feet for a District highway in rural and urban areas where the 
posted speed is greater than or equal to 55 mph. This standard applies to both streets and driveway 
approaches and is measured from the center of one access to the center of the next access on the same side of 
the road. This standard generally applies to unsignalized access points. 

Deviations to Access Spacing Standard 

Under some circumstances, deviations to the general access spacing standard are allowed. The two types of 
deviations are minor and major. A minor deviation to the access spacing standard allows for a spacing of 
650 feet between driveways and 660 feet between public roads. A permit for an access under a minor 
deviation is allowed per the review of the district highway engineer. Any request for an access at less than 
the minor deviation spacing standard shall be considered a major deviation. Although there are no spacing 
standards for a major deviation, the process for state approval is lengthy and thorough. To process a major 
deviation application, a technical group must be established to assist the regional highway engineer with the 
review. Rejected applications for an access permit under a major and minor deviation can be appealed 
through a formal appeals process. 

Access Spacing Standards for Freeway Interchange Areas 

The access spacing standards for interchanges with two-lane crossroads, such as the interchange of Highway 
331 with 1-84, are listed below in Table 7-1 and shown graphically in Figure 7-1. It should be noted that the 
interchange access management standards displayed in the table supercede the general access management 
standards unless the latter standards are greater. 

TABLE 7-1 
MINIMUM SPACING STANDARDS APPLICABLE TO FREEWAY INTERCHANGES 

WITH TWO-LANE CROSSROADS 

Urban [ 1mile 1 X320f 1 1 3 2 0 f  1 990ft I 

Notes: 
1) If the cross road is a state highway, these distances may be superceded by the Access Management Spacing Standards, 
providing the distances are greater than the distances listed in the above table. 

2) No four-legged intersections may be placed between ramp terminals and the first major intersection. 

A = Distance between the start and end of tapers along freeway between adjacent interchanges 

X = Distance to the first approach on the right side of the two-lane crossroad; right in/ right out only 

Y = Distance to first major intersection on the two-lane crossroad; no left turns allowed within this roadway section 

Z = Distance between the last right in/ right out approach to the two-lane crossroad and the start of the taper for the on-ramp to the 
fieewzy 
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Figure 7-1 

MINIMUM SPACING STANDARDS APPLICABLE TO FREEWAY INTERCHANGES 

WITH TWO-LANE CROSSROADS 

It should be noted there is no official urban growth boundary on the Reservation. However, the CTUW 
considers the undeveloped land in the northwest and southwest quadrants of the I-84mighway 331 
interchange to be "urban" areas. The CTUIR also considers the developed land in the northeast quadrant of 
the interchange to be "fully developed urban", since there is a truck stop (Arrow Head Truck Plaza) and a 
restaurant (Cody's), and the Wildhorse Resort further to the north. The "urban" designation is supported by 
the Mission Community Plan, where the land immediately north of the interchange is zoned for future tourist 
commercial uses on the east and west sides of Highway 331. There are two areas along the east side of 
Highway 331 that are designated for rural uses. They are located between 1-84 and the Arrowhead Truck 
Plaza, and between the truck stop and the Wildhorse Casino. The land immediately south and west of the 
interchange is zoned for future industrial land use. The tribe also has plans to extend water and sewer 
services to most of the area surrounding the interchange, except in the southeast quadrant, which will remain 
rural. 

Given the above criteria, the following 1999 ONP access spacing requirements apply in the 1-84 hterchange 
area: 

a the distance to first approach on the right (right idright out only) fi-om a ramp terminal is 750 feet on 
Highway 33 1 and 1,320 feet on South Market Road, 

the distance to first major intersection fi-om a ramp terminal is 1,320 feet on both Highway 331 and 
South Market Road, and 

the distance between the last approach road and the start of the taper for the on-ramp is 990 feet 
along Highway 33 1. 

Signal Spacing Standard 

In terms of signal spacing, a distance of a half-mile is desirable for Statewide and Regional Highways. Even 
though Highway 33 1 is classified as a District highway, ODOT's policy is to support a half-mile signal 
spacing. Signal spacing standards supercede general access spacing standards at signalized intersections. 
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ACCESS MANAGEMENT STRATEGIES FOR HIGHWAY 331 AND 1-84 INTERCHANGE 

With the assistance of the TAC, access management strategies were developed for Highway 331 including 
the 1-84 Interchange and South Market Road. The focus was primarily on three areas in the corridor, where 
land is zoned for future commercial uses (tourist and community) and growth potential is high or where the 
CTUIR has recently purchased land for future planned developments. These areas include: 

Area surrounding the Mission Road intersection, 

e Area from Wildhorse Resort Entrance Road to 1-84 Interchange 

South Market Road from 1-84 Interchange to Tutuilla Church Road 

The areas zoned for rural uses (agricultural and residential) as identified in the Mission Community Plan, will 
remain largely rural along the highway. Therefore, specific strategies for these areas were not seen as a 
critical need. 

In the beginning stages of developing access strategies for the corridor, the TAC reviewed the general access 
spacing standards documented in the 1999 OHP that are applicable to a District highway such as Highway 
33 1. Also reviewed were the access standards for fieeway interchange areas and signal spacing standards. 

For the three areas where skategies were developed, refer to the Existing Access Invento~y and Figures 
located in the Appendix (Tab 4). 

Mission Road Intersection Four Corneas Area) 

The TAC developed an access management strategy for Highway 331 in the area of the Mission Road 
intersection. 

Northeast Corner: From Mission Road intersection north to the UPRR crossing there are numerous 
driveways to homes on the east side of the highway that do not comply with the spacing standards of the 
1999 O W .  The future land use designation for this area is community commercial and it is a future goal of 
the CTUIR to consolidate or eliminate these drxveways as homes become vacated and commercial 
development occurs. At this time there are no formal plans for redeveloping the individual parcels with 
homes. The tribe does have fomal plans to consmct a community grocelry store on the nortkreast comer of 
the Mission Road nntersection, as descrabed in the Four Comers Master P l a ~ .  Cmently, there is a long 
continuous driveway accessing the site along the east side of the highway. The tribe intends to provide a 
single hiveway at the nortkern edge of the propem bsaimda~y and instal1 a continuous sidewalk with cwbing 
to the Mission Road intersection. It is possible this single &iveway would provide Joint access to the 
adjacent property to the north, as it develops over time. Although this driveway would not meet the 
minimum access spacing of 700 feet along the highway, having a joint access with the adjacent property does 
move towards the spacing standards of the 1999 OHP. 

Northwest Corner: On the west side of the highway and north of Mission Road, there is a single driveway 
to a vacant site next to the UPRR tracks (900 feet north of Mission Road). This site is on a parcel of land 
zoned for a future community commercial land use. There is another vacant parcel to the south that is zoned 
for the same use, is much larger in size, and extends all the way to the Mission Road intersection. According 
to the Four Corners Master Plan, future development on this larger parcel is tentative but could include 
industrial storage facilities, a riding cll_tb!stable yard, and another shopping-type development on the street 
comer. Currently, there is no access to this parcel along the highway. The CTUIR intends to have at least 
two highway accesses to the parcel. A logical location for the first access would be to share the existing 
access to the adjacent parcel to the north. The second location would be roughly half way between the new 
joint access and Mission Road. This would create a spacing of 450 feet between accesses. If two accesses 
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are provided to this parcel, the OHP spacing standard of 700 feet for a District Highway with a posted speed 
of 55 mph will not be met. However, the CTUIR feels the average speed of cars in the area is well below 55 
mph due to the presence of stop signs on the highway approaches to the Mission Road intersection. If a 
speed study concludes the actual speed of cars is significantly lower than 55 mph, the CTUIR may pursue a 
second access to this parcel. If the posted speed were lowered, say to 35 mph, the required spacing between 
access points along the highway would decrease to 400 feet. It is also possible for the CTUIR to apply for a 
deviation to the spacing standard. Additionally, the ODOT Regional Traffic Operations Manager stated that 
if the spacing standards cannot be met, special design features such as median control, a right-idright-out 
access, or a deceleration lane may allow for a second access to be permitted. Another alternative would be to 
provide a new street accessing the parcel from Mission Road. Umatilla County roadway standards would 
permit a new access roughly 250 to 500 feet from the Highway 33 1 intersection. The TAC agreed that since 
a second access would not meet current OHP spacing standards, based on current conditions, it will not be 
shown as a planned access in the Access Management Plan of this corridor study. 

Southwest and Southeast Corners: A new highway intersection to a proposed East-West Connector street 
would be located along Highway 331 approximately 1,160 feet south of Mission Road. The proposed street 
access on the west side of the highway would meet the access spacing requirements of the 1999 OHP. The 
access from the east would also meet the spacing standard if an existing agricultural access another 160 feet 
to the south is removed. Closer to the Mission Road intersection, there are single driveways on the west and 
east sides of the highway only 160 feet from the Mission Road intersection. According to the Four Corners 
Master Plan, future development on southwest comer could include a produce market with new housing on 
the southeast comer, but plans are still tentative at this time. Access to the existing driveway on the west and 
east sides of the highway would need to be revised during the development review process. Perhaps a speed 
survey to reduce the posted speed or the various access management measures discussed previously could be 
employed in this area to retain the highway accesses to these parcels when they are redeveloped. 

Wildhorse Resort to 1-84 Interchange 

The TAC reviewed three different access management strategies prepared by the Consultant for a segment of 
Highway 33 1 extending fi-om the Casino Employee Entrance Road to the 1-84 Interchange. After reviewing 
these strategies, the TAC then developed and agreed to a fourth and "preferred" option. All four options 
including the "preferred" option are shown graphically in Figures 7-2 - 7-5. 

Option 1 is a strategy that would be in full compliance with the 1999 OH;" without any major or minor 
deviations from the spacing standards. It would consist of the removal of all. existing driveways between the 
Casino Employee Entrance Road and the 1-84 westbound ramps and the establishment of a single new 
intersection at 1,320 feet north of the wes(;bound ramps. The highway access at Mash Kash Woad would be 
removed and Kash Kash Road will be realigned to the east approach of this new intersection. 

Option 2, is a strategy based on a proposed truck master plan for relocating the Arrowhead Truck Plaza to the 
west side of the highway. Similar to Option 1, this strategy would include the relocation of Kash Kash Road 
to a new intersection 1,320 feet north of the 1-84 westbound ramps. All the existing driveways on the east 
side of the highway between the Casino Employee Entrance Road and 1-84 would be removed, except at one 
location 750 feet north of the 1-84 westbound ramps. A right-in access would be imposed upon this 
driveway. In the same location a right-out only access would be established at a new driveway on the west 
side of the highway. A new intersection with driveways on both sides of the highway would be constructed 
665 feet north of the new Kash Kash Road intersection and approximately 175 feet south of the dirt road 
across from the Casino Employee Entrance Road. This option does not comply with the 1999 OHP access 
standards. 

Option 3, is a variation of the first two options. This option would not meet 1999 OHP standards either. 
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A fourth alternative, known as the "preferred" option, was developed and agreed upon by the TAC. This 
option, if implemented, would comply with the 1999 OHP standards assuming the following criteria is true: 

The posted speed is 55 mph along the entire length of Highway 331 (even though traffic may be 
traveling at lower speeds near the interchange) 

The west side of the highway is considered to be in an urban area since it lies in a future tourist 
commercial zone, is located within the Mission Community, and the tribe has plans to extend water 
and sewer services to this area. 

* A majority of the land on the east side of the highway is deemed for future tourist/commercial uses 
and is considered to fully developed urban in the vicinity of the Arrowhead Truck Plaza site. 

The "preferred" option would have a right-in only access on the east side of the highway at 750 feet north of 
the 1-84 westbound ramps. Also, a right-out only access would be installed on the west side of the highway 
at a distance of 990 feet from the 1-84 westbound ramps. These distances meet the OHP access spacing 
standards for an interchange area assuming the land east of the highway is in a fully developed urban area 
and the land west of the highway is in an urban area. The first fully directional intersection would be located 
1,320 feet from the 1-84 westbound ramps. Kash Kash Road will be realigned to the east approach of this 
intersection. The second fully directional intersection would be located another 900 feet north. At this 
location, accesses are already provided on both sides of the hghway. The east driveway to the Casino 
Employee Entrance Road will not be changed. The dirt road on the west side of the highway will be 
realigned to intersect directly across from the Casino Employee Entrance Road. About 270 feet north of the 
dirt road, trucks access several storage tanks on the west side of the highway. To meet OHP standards, the 
access to this area would need to be restricted along the highway and an alternate access would need to be 
provided along the dirt road when it is improved. 

Under the "preferred" option the CTUIR is proposing the removal of five driveways accessing the existing 
truck stop and restaurant on the east side of the highway and one access on the west side of the highway 
which serves an abandoned home but is still being used by agncultural vehicles. 

The "preferred" option would be implemented concurrently with the Mission Highway Median (Project R10 
in Chapter 6). The construction of a landscaped median on the highway would effectively restrict left-turn 
movements, except at intersections where all movements would be allowed. 

1-84 Interchange to Teatuilla Church Road (South Market Road) 

The TAC reached a consensus 0x1 an access management sbategy for South Market Road, heginning at the I- 
84 eastbound ramps d o m  to Tutuilla Church Road. This includes a new intersection located on the west 
side of the road at 1,320 feet south of the 1-84 eastbound ramps. The proposed intersection would serve both 
industrial and residential developments that are planned for the future. The existing intersection with the 
dead-end road to the waste transfer station would also be removed and realigned to the new intersection. 
However, it may be possible to construct a right-in right-out access at 750 feet south of the 1-84 eastbound 
ramps. This access may be approved as a result of the removal of the existing access to the dead end road 
(located 475 feet from the interchange). The TAC agreed that the dead end road could be relocated to an 
internal network of streets leading to both a right-idright-out access and the fully directional intersection. 
This realignment would be done as the area zoned for a future industrial land use is developed. 

Officials from Urnatilla County, which has jurisdiction over South Market Road, indicated any new accesses 
within the interchange area will be required to comply with the 1999 OHP access standards. 
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CHAPTER 8: HIGHWAY 331 CORRIDOR PLAN 

The Highway 33 1 Corridor Plan is a public facility plan for automobiles, pedestrians, bicyclists, and public 
transit. It is designed to preserve the function, integrity, capacity, and level-of-service of Highway 33 1 and 
the 1-84 interchange area. Components of this plan consist of roadway functional classifications and design 
standards, a roadway master plan, plans and policies to ensure that the needs of bicyclists and pedestrians and 
public transportation are met, an access management plan for the highway, and a prioritized implementation 
schedule for transportation system improvements required over the 20-year planning period. 

ROADWAY FUNCTIONAL CLASSIFICATIONS 

Roadway classification standards relate the design of a roadway to its function. The function of a road is 
determined by operational characteristics such as traffic flow, capacity, operating speed, and safety. It is also 
determined by the type of adjacent land uses and connections to other roadways. 

The development of the Highway 33 1 Corridor Plan provides an opportunity for ODOT, CTUIR, BSA, and 
Umatilla County to review and revise the functional classification of streets and roadways within the 
corridor. The C has elected to continue the use of the BIA hdian Reservation Road classification 
system for roads under CTUIR and BIA jurisdiction. This system includes four road classes: Class 2, Class 
3, Class 4, and Class 5.  Definitions of each class of roads are shown below in Table 8-1. 

It should be noted that the BIA classification system does not necessarily coincide with how ODOT and 
Umatilla County classify roads. To prevent any disagreements between agencies, a correlation between the 
two classification systems is also defined in the following table. The classification of all key roads in the 
corridor study area are also provided in this table. 

TABLE 8-1 
ROADWAY FUNCTIONAL CLASSIFICATIONS 

roads providing an integrated network integrated network of continuous 
having the characteristics for serving traffic routes which serve statewide or 
between large population centers, generally interstate travel. They link major 
withoblt stub connections. May also Pink 
smaller towns and communities to major 
resort areas which attract travel over long 
distances and generally provide for 
relatively high overall travel speeds with 
minimum interference to through traffic and significant traffic generators, 
movement. Generally provide for at least 
inter-county or interstate service and are 
spaced at intervals consistent with 
population density. 
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TABLE 8-1 (CONTD.) 
ROADWAY FUNCTIONAL CLASSIFICATIONS 

Class 4 Roads: Section line andlor stub Minor Collectors: Distributes 
type roads which collect traffic for arterial traffic from local roads of 
type roads, make connections within the neighborhoods and abutting lands to 
grid of the IRR system. May serve areas major collectors or arterials. 
around villages, into farming areas, to 
schools, tourist attractions, or various small 
enterprises. Also included are roads and 
vehicular trails for administration of forest, 
grazing, mining, oil, recreation, or other 
utilization purposes. This classification 
encompasses all those public roads not 
falling into Class 2 or 3 definitions above. 
Class 3 Roads: Street-roads which are Local Roads: Provide access to 
located w i t h  communities serving adjoining land and short distance 
residential and other urban type settings. travel. 

Class 5 Roads: This classification 
encompasses all non-road type paths, trailsp 
walkways, or other designated types of 
routes for public use by foot traffic, 
bicycles, trail bikes, or other uses to 
provide for general access of non-vehicular 

No Classification (trails, etc.) 

South Market 
Rd., 
Tutuilla Church 
Rd., Wildhorse 
Resort Entrance 
Rd 

Duff Rd, 
Kirkpatrick Rd., 
Kash Kash Rd., 
Transfer Station 
Rd. 
Tamastslikt 
Trail 

ROADWAY DESIGN STANDARDS 

Road design standards ensure the design of a roadway supports its intended use. Road standards consist of 
design parameters necessary to provide a community with roadways or streets, which are relatively safe, 
aesthetically pleasing, and easy to administer when new facilities are planned or constructed. 

Highway 331 

M e n  roadway improvements are made to Highway 33 1, one of three design standards shall apply depending 
on the location sf isnpsovemenks. These standards are show3 gaphically in the Appendix (Tab 81, 

The first standard (Option 1) shall be applied in the area between the 1-84 westbound ramps and the first 
proposed right-in right-out accesses north of the interchange. It consists of two 12-foot travel lanes separated 
by a 14-foot landscaped median, with 8-foot paved shoulders and open drainage ditches. 

The second standard (Option 2) shall be applied between the first proposed right-in right-out accesses north 
of the interchange and the Wildhorse Resort Entrance Road. It consists of two 12-foot travel lanes separated 
by a 14-foot landscaped median, with 6-foot bike lanes, 6-foot sidewalks, and underground storm water 
drainage. 

The third standard (Option 3) shall be applied along two sections of highway. The first section is between 
the Wildhorse Resort Entrance Road and the proposed intersection to the East-West Connector Road south of 
Mission Road. The second section is between Mission Road and OR Highway 11. The cross-sectional 
features will consists of two 12-foot travel lanes, with 8-foot paved shoulders, and open drainage ditches. 
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The fourth standard (Option 4) shall be applied between the proposed intersection to the East-West 
Connector Road and Mission Road. It consists of two 12-foot travel lanes, with 6-foot bike lanes, 6-foot 
sidewalks, and underground storm water drainage. 

All four standards above have the flexibility to providing optional 14-foot left-turn lanes at major 
intersections. ODOT will also maintain the current right-of-way widths, which vary between 80 feet and 200 
feet. 

County Roads 

Umatilla County has developed design standards for roads under county jurisdiction. They are documented 
in the Umatilla County TSP and apply to the county roads that intersect Highway 33 1. 

CTUIR and BIA Roads 

The CTUIR has elected to use the roadway design standards employed by the BIA. These standards are 
documented in the BIA Road Inventory and Project Request ~ u i d e '  and have been included in the Appendix 
(Tab 8). There are a total of 21 "Adequacy Design Standards" defined in this guide. Each standard is 
determined by the functional classification of the road, the 20-year Average Daily Traffic volume projection, 
and the type of terrain. 

The CTUIR will enforce a 60-foot Pight-of-way width for all new roads consmeted on the Reservation, and 
do not support the varying widths specified for the BLA '"Adequacy Design Standards", A 60-foot right-of- 
way will be sufficient for all Class 2, Class 3 ,  and Class 4 roads. 

The CTUIR supports the BIA "Adequacy Design Standards" for shoulder improvements (type and width) in 
rural areas. However, in urban or urbanizeable areas, the tribes will enforce the design of curb, gutter, and 
sidewalks with optional planting strips along all new or improved roadways. These areas are located within 
the Community Commercial, Community Residential, Government, Light IndustriaVhlanufacturing, and 
Tourist Commercial land use boundaries, as defined in the Future Land Use Map of the Mission Communiq 
Plan. 

ROADWAY SYSTEM P L m  

The roadway system plan was developed based on the future capaciw deficiencies projected in the corridor, 
the need for connections to planned developments, the need for befier street connectiviQ though the 
development s f  new parallel andor intersecting roadway facilit~es, and improvements necessary to 
implement the Highway 33 1 Access Management Plan. 

The roadway system plan addresses a 20-year planning horizon. A prioritized implementation plan for all 
transportation system improvements is described later in this chapter. The roadway system plan consists of 
the following improvements: 

Mission Road at Highway 331 - Modify the intersection to include stop control at all four 
approaches, construct sidewalks and curbing with handicap ramps on all four comers, and 
provide striping for crosswalks. This project must be reviewed by the state traffic engineer. 

' Road Inventory and Project Request Guide, Bureau of Indian Affairs Portland Area, Road Construction and 
Maintenance Team, 1994 
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Kash Kash Road at Highway 331 - Close the existing access to Highway 33 1 and reroute Kash 
Kash Road north to a new intersection with the highway (1,320 feet north of the 1-84 westbound 
ramps). Add exclusive left-turn lanes on the highway approaches to the new intersection. Also 
construct a new drivewaylstreet access on the west side of the intersection, opposite of Kash 
Kash Road. Install new traffic signal when warranted. 

Highway 331 Median - Construct a non-traversable landscaped median along Highway 33 1 from 
the 1-84 westbound ramps to the Wildhorse Resort Entrance Road. This project will also include 
8-foot paved shoulders from the 1-84 westbound ramps north to the proposed right-in 1 right-out 
driveways (750 feet on east side and 990 feet on west side). Bike lanes and sidewalks will be 
constructed along the remaining segment of road up to the Wildhorse Resort Entrance Road. 

Kash Kash Road/St. Andrews Road - Widen, align, shoulder, and pave Kash Kash Road (County 
Road #934) and St. Andrews Road (County Road #93 1) from the end of pavement near 1-84 to 
Niktyoway Road. 

1-84 EB Ramps at Highway 331 - Construct exclusive left- and right-turn lanes on the off-ramp 
approach. Install a traffic signal when warranted. 

6-84 WB Ramps at Highway 331 - Construct exclusive left- and right-turn lanes on the off-ramp 
approach and an exclusive right-turn lane on the north approach. Install a traffic signal when 
warranted. 

Wildhorse Resort Entrance Road at Highway 331 - Add an exclusive left-turn lane on the north 
approach of the highway. Install a traffic signal when warranted. 

North-South Connector Road - Construct a new north-south connector road from the Wildhorse 
Resort to "A" Street. 

East- West Connector Road (Phase I )  - Construct a new urbadrural connector road from Aspen 
Way to the proposed North-South Connector Road. 

East- West Connector Road (Phase I0  - Extend a rural connector road from the proposed North- 
South Gomector Road to Highww 33 1. 

New Intersection South ofMissioiz Road at Highway 331 - Constmct a new intersection to access 
the East-West Connector Road. Establish stop conk01 on the minor street approaches and 
consmct left-turn lanes on the approaches of Highway 33 1. 

East- West Connector Road (Phase III) - Extend an urban connector road from the new 
intersection at Highway 33 1 to the west and then north to a new intersection with Mission Road. 

Connector Road Between Kash Kash Road and Wildhorse Resort - Construct a two lane road 
connecting the realigned segment of Kash Kash Road to the Wildhorse Resort Entrance Road. 
The proposed alignment will overlap the existing road fronting the west side of the RV park. 

8-4 David Evans and Associates, Inc. 



Hiehwav 331 Corridor Plan June 2001 

ACCESS MANAGEMENT PLAN 

Highway 331 

With the assistance of the TAC, a detailed access management plan has been developed for Highway 331. 
The purpose of this plan is to address existing or potential future conflicts between the highway traffic 
movements and the need for safe access to adjacent developing properties and intersections with the local 
road system. The access management plan in combination with recommended street improvements, 
promotes better connectivity of the street system. The location of new intersecting and parallel routes in the 
conidor can help reduce reliance on the highway for local use. 

The access management plan covers all of Highway 33 1, from its intersection with OR Highway 11 down to 
Interstate 84, including the freeway interchange and a segment of South Market Road down to Tutuilla 
Church Road. This plan moves towards the access spacing standards outlined in the 1999 OHP, including 
the access standards for freeway interchange areas. 

The access management plan is summarized in the Appendix (Tab 9). It is defined by five figures illustrating 
where existing access points will be maintained, relocated, or removed. It also illustrates the location of 
planned accesses (driveways and intersections) along Highway 33 1. Other pertinent infmation is shown on 
these figures such as the future land uses adjacent to the highway, parcel boundaries, right of way, and 
locations where there is a reservation of access or access control along the highway. All existing or proposed 
access points are assigned an access identifier number, These numbers are linked to an accompanying 
spreadsheet with specific details on each access (location, jurisdiction, use, and distance &om other 
accesses). 

It should be noted that existing developments and legal accesses along Highway 33 1 will not be affected by 
the recommended access management standards until either a land use action is proposed, a safety or 
capacity deficiency is identified that requires specific mitigation, redevelopment of existing properties along 
the highway occurs, or a major construction project is begun on the street. Under any of these circumstances 
the appropriate agencies (ODOT, CTUR, BIA, and/or Umatilla County) shall be contacted to collectively 
revise existing and new accesses to the highway. 

The resulting access management plan is a balanced, comprehensive program that provides reasonable access 
spacing standards while maintaining the safely- and efficiency of kaffic movements. The following sections 
outline specific details s f  the access management plan for Highway 33 1. 

U P M  Crossing to Mission Road 

Establish a shared access between the existing driveway to the vacant site south of the railroad 
tracks (Access #15) and the adjacent property to the south on the northwest comer of the Mission 
Road intersection. 

Consolidate two existing driveways (Accesses #47 and #48) to establish a shared access (Access 
#47-A) between the proposed community store on the northwest comer of the Mission Road 
intersection and the adjacent property to the north. 

Mission Road to Wildhorse Resort Entrance Road 

Construct a new intersection south of Mission Road (Access #18 on the west side and #44-A on 
the east side) to provide access for a planned east-west connector road. An access used for 
agricultural purposes will be removed (Access #44). 
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Relocate the access on the east side of Highway 331 (Access #40) to the south so it is now 
located on land zoned for Tourist Commercial use (Access #39-A). 

Wildhorse Resort Entrance Road to Casino Employee Entrance Road 

Restrict access to the fanning equipment on the west side of Highway 33 1 (Access #21). 

Relocate the dirt road on the west side of Highway 331 (Access #22) to intersect opposite the 
Casino Employee Entrance Road (Access #2 1 -A). 

Casino Employee Entrance Road to 1-84 Westbound Ramps 

* Remove one access on the west side of Highway 331 (Access #23) and five accesses on the east 
side (Accesses #37, #36, #35, #33, and #32). 

* Construct a new intersection providing access to Kash Kash Road on the east side of the 
highway (Access #36-A) and a driveway to a new Truck Stop on the west side (Access #22-A). 

a Establish a new d~veway to the proposed Truck Stop on the west side of the highway (Access 
#22-B). This driveway will have right-in right-out movements only. 

Modify an existing driveway on the east side of the highway (Access #34) for right-in right-out 
movements only. 

Construct a non-traversable landscaped median along the highway from the Casino Employee 
Entrance Road to the 1-84 Westbound Ramps. Left-turns will be allowed at major intersections 
only. 

1-84 Eastbound Ramps to Tutuilla Church Road (South Market Road) 

a Remove the intersection providing access to the waste transfer station (Access #26). 

r Conslbuct a new intersection furtber south (Access #26-A). 

h y  request for a new access or change in access along Highway 33 1, that results in a deGation from this 
access management plan, should ~ntend to comply with the 1999 OHP access spacing guidelines (refer to 
Chapter 7). 

Umatilla County Access Spacing Standards 

Umatilla County has established access spacing standards along county roads and has documented these 
standards in the Umatilla County Transportation System plan2. According to the plan, roads classified as 
major and minor collectors are allowed a public road spacing of 500 feet and a private drive spacing of 250 
feet. Local roads are allowed a public road spacing of 250 feet with private driveways allowed to access 
each lot. These standa.rds are generally not intended to eliminate existing intersections or driveways, but 
should be applied as new development occurs. 

2 Umatilla County Draft Transpol-tation System Plan, November 1999, David Evans and Associates, Inc. 
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According to the Umatilla County TSP, the following county roads within the study area are identified as 
major and minor collectors: 

Mission Road (County Road #900) 

South Market Road (County Roads #lo25 and #1027) 

Tutuilla Church Road (County Road #932) 

All remaining county roads within the Highway 33 1 Corridor study area are considered to be local roads in 
the plan. 

It should be noted future revisions to the Umatilla County TSP will include interchange spacing standards 
that are consistent with the 1999 OHP. Therefore, the County's access spacing standards will apply to South 
Market Road in the 1-84 interchange area. The access management plan developed for Highway 331, 
including the 1-84 interchange and South Market Road, is also consistent with OHP. 

CTUIR Access Spacing Standards 

The CTUlR supports the access spacing standards for county roads on the Reservation. The tribe has also 
elected to apply these standards to the roads maintained and/or owned by the tribe or BM. To handle any 
discrepancies between functional classifications, the county standards for major and minor collectors should 
apply to all Class 2 and Class 4 roads (except state highways). The county standards for local roads should 
apply to all Class 3 roads. 

PEDESTRIAN AND BICYCLE SYSTEM PLANS 

The pedestrian and bicycle plans are based on the need to provide continuous facility connections between 
major activity centers in the corridor, to improve safety particularly along Highway 331, and to encourage 
the use of alternative modes of transportation such as walking or biycling. Recommended pedestrian and 
bicycle improvement projects are listed below. It should be noted that some projects implemented under the 
street system plan will also add sidewalks, bike lanes, and/or paved shoulders alongside the road. 

e Mission Road Bike/Ped Facility (Phase I )  - Provide a bicyclelpedestrian facility along Mission Road 
(Counw Road #900) from Highway 33 1 to the west Reservation boundary near Hal's Trailer Park. 
Two options are possible. Option 1 includes a multi-use path along the south side of Mission Road 
separated from the traffic lane by a brick or painted median. Option 2 consists of widening the 
roadway to include El-foot paved shoulders. 

Highway 331 Sidewalks and Bike Lanes - Widen highway from Mission Road to proposed East-West 
Connector Road and add bike lanes, curb and gutter, and sidewalks. 

Highway 331 Shoulder Widening - Widen Highway 33 1 from the Casino Employee Entrance Road 
to the proposed East-West Connector Road and provide 8-foot paved shoulders. 

Wildhorse Resort Entrance Road Path - Construct a multi-use path from Tamastslikt Cultural 
Institute to the Wildhorse Casino. 

* South Market Road Path - Construct a multi-use path along the west side of South Market Road from 
the 1-84 interchange to Tutuilla Church Road. 
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Path Across Umatilla River - Construct a multi-use path in the vicinity of Parr Lane across the 
Umatilla River to connect with Kirkpatrick Road. 

Pedestrian System 

It is important for the pedestrian system to provide direct and safe access to all areas of the Mission 
Community area. Properly configured, the system provides good circulation, encourages walking, and 
enables neighbors to know each other and to enjoy the community. The system comprises sidewalks, paths, 
roadway shoulders in rural areas, crosswalks, curb ramps, pedestrian signals, signing, and supporting 
facilities. 

Sidewalks should be present along all roads located in the urban or urbanizeable areas of the Reservation. 
These areas are located within the Community Commercial, Community Residential, Government, Light 
IndustrialNanufacturing, and Tourist Commercial land use boundaries, as defined in the Future Land Use 
Map of the Mission Community Plan (located in the Appendix- Tab 6). Sidewalks should be added as new 
streets are constructed and when existing streets are reconstructed. New sidewalks should be at least five to 
six feet in width and should be placed adjacent to the curb but may also be separated from the street by 
landscaping. 

Another component to the pedestrian system is road crossings. In urban or urbanizeable areas, new 
intersections shall be designed to provide safe and comfortable crossing opportunities. This includes striping 
for crosswalks, adequate crossing time at traffic signals, and other enhancements such as curb extensions, 
which are used to decrease pedestrian crossing distances and as a traffic calming measure, and wheelchair 
ramps. Crosswalks at intersections along state highways will be in accordance with ODOT design standards. 

Along the rural roads of the Reservation, sidewalks may not be necessary. However, paved shoulders should 
be provided for new or improved roads to a width that will safely accommodate pedestrians. Paved 
shoulders are required according to the BIA "Adequacy Design Standards" located in the Appendix (Tab 8). 

Bicycle System 

The bicycle system should provide direct and safe access to all areas of the Mission Community. In cases 
where bike lanes are proposed, five to six feet s f  roadway pavement should be provided between the curb 
and vehicle travel lane. Sbiping should also be provided to distinguish the bike lane fiom the travel lane. 
Where on-street parking is available (parking at curb), bike lanes should be provided behveen the travel Pane 
and parking stalls, ]In soma: sibations, curb parking may have to be removed to permit a bike lane. 

Bike lanes should be added in urban areas when new roads are built or road improvements are made as part 
of the road system plan. Bike lanes would be most appropriate along Class 2 and Class 4 roads (arterials and 
major and minor collectors). 

On existing Class 2 or Class 4 roads that are not scheduled to be improved as part of the road system plan, 
bike lanes may be added at any time to encourage cycling, or when forecast traffic volumes exceed 2,500 to 
3,000 vehicles per day. 

Multi-Use Paths 

Because the CTUIR owns a vast amount of land in the Mission Community Area, the potential for 
developing multi-use paths is high. A good example is the Tamastslikt Trail which traverses tribal land and 
provides a useful connection between the Tamastslikt Cultural Institute and the government offices and 
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neighborhoods in the July Grounds area. This path serves both bicyclists and pedestrians and is used for a 
multitude of purposes (i.e. travel to work, recreation). 

Multi-use paths should be paved and have a minimum width of eight feet. Such a width would provide 
enough room to avoid the conflicts of two-way travel. 

PUBLIC TRANSPORTATION 

Currently there is no transit service available to the "general public" on the Umatilla Indian Reservation. 
There are, however, three types of transit services provided for specific users: 

School buses from the Pendleton, Athena-Weston, and Pilot Rock School Districts pick up and drop 
off children on the Reservation, 

The CTUIR Senior Center provides a dial-a-ride shuttle service for seniors only, and 

o The Casino operates a dial-a-ride service for casino patrons only. 

Public Transportation Needs 

The need for public transportation to be available to all residents on the Reservation was discussed during the 
planning process of the CTUIR TSP. This topic was addressed at two of the TAC meetings. From these 
meetings, basic needs on the Reservation were identified such as a dial-a-ride program and/or fixed route bus 
service; both of which would be open to the "general public9?. Two reasons for having a dial-a-ride program 
would be to assist students who miss the school bus in the morning and for workers who need to travel to 
Pendleton for the Welfare-to-Work Program in the city. There were discussions but no general consensus 
Erom the TAC that this type of service could be linked with the dial-a-ride services already provided by the 
CTUIR Senior Center and the Wildhorse Casino. 

The purpose for initiating a fixed route bus service would be so residents in the Mission Community Area 
would not have to rely solely on the automobile as a means of transportation. Also, a fixed-route service 
could assist the more than 1,000 employees working for the CTUIR, many of which live in Pendleton and 
commute to their place of work. Increase energy efficiency and reduced environmental irnpacts are 
iqortant  considerations for the hbes.  

A fixed route sewice could provide stops along Mission Road near or at the tribal government offices and 
adjacent neighborhoods, stops near or at major act~vity areas along Hnghway 331 such as the proposed 
Mission Community Store, the Wildhorse Resort, and the Arrowhead Truck Plaza. Potential connections 
could also be made to the city of Pendleton or even Milton-Freewater for residents who work or shop in 
those cities. Such a service may even encourage the design of a park-and-ride facility in the Mission 
Community Area. 

The exact needs of the Reservation could not be assessed fully in this study. Tribal staff is now in the 
process of determining the feasibility of extending the city of Pendleton transit service to the "general 
public" between the city and Reservation, with financing provided by the CTUIR. Issues such as the type of 
service to be provided, securing the services of other providers in the area, capital and operating expenses, 
and establishing on-going funds to sustain this effort are being addressed. This effort coincides with one of 
the goals outlined in the Urnatilla County Public Transportation Needs Assessmerzt, June 1999, to establish 
intercity service between the CTUIR and Pendleton. Once the needs of the Reservation are fully assessed, 
then the CTUIR should incorporate identified transit-related projects into the Transportation System Plan and 
pursue available federal and state funding. 
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Programs and Available Funding 

A representative from ODOT Public Transit Division in Salem spoke at one of the TAC meetings about the 
various programs and funds that are available for communities to establish public transit. 

One source of funding is through the Federal Transit Administration (FTA) which sponsors a program for 
general transit services in small urban and rural areas. These funds are distributed through the ODOT Public 
Transit Division and can be used for capital and operation needs. 

Another option is available through the establishment of the new Federal Transportation Efficiency Act for 
the 21st Century, or TEA 21 bill, where funding for public transit has been established through Surface 
Transportation Program (STP). Funds in this program have increased substantially, including the money 
available to rural areas. These funds are distributed to rural areas by the state and can be used for small 
communities that already have a public transit service or need a service. Funds are generally limited to 
capital projects, such as the purchase of vehicles and operating funds. Funds cannot be used for planning 
purposes. 

Currently, there are two funds that have money obligated for establishing public transit on the Umatilla 
Indian Reservation. The first fund is though the FTA program, where the state has obligated around 
$56,000. In order for the CTUIR to receive these b d s ,  the tnbe must provide matching funds up to 50% for 
operating uses and 20% for capital expenses. Additional infomation on this fund is provided in the 
Appendix (Tab lo), including funding available and the federal and state requirements. The second program 
is also through the federal government, where a small properties package program has set aside $43,200 for 
the CTUW. This money can only be used for capital investments. 

ODOT has agreed to assist the tribe in meeting the federal requirements and regulations, with buying 
equipment, and with the public involvement process. Milton-Freewater and Pendleton are currently using 
FTA funds to establish transit services that are open to the public. 

PRIORITIZED 20-YEAR IMPLEMENTATION PLAN 

A prioritized list of transportation improvement projects for the Highway 331 Corridor Plan are illustrated in 
Figure 8-1 and defined in Table 8-2. Projects in the list were prioritized by the TAC members based on 
expected time of development and relat~ve need, and reviewed by the CTUW Nabral Resowces 
Comm~ssion, the Depament of Economic and Csmmt1niQ Development, the Board Of Tmstees, and the 
general public. 

Table 8-2 assips each project a n u d e r  reflecting the level of prioritization, a project name, ;and includes a 
description of the improvements to be made, the agencies involved, and the estimated cost. Costs are 
expressed in year 2001 dollars. This list is not financially constrained which means that financing for 
individual projects has not been secured. The intent of the priority list of improvements is to implement each 
project beginning with the first listed when the opportunity of financing becomes available. 

It is the prioritized list of transportation improvements that will be used by ODOT as a public facility plan for 
implementing those projects where ODOT is shown to be an involved agency. These projects would 
ultimately be included in the Statewide Transportation Improvement Program (STIP) developed by ODOT. 

Coordination of Transportation Related Projects 

Coordination between appropriate agencies is essential for projects involving land use, economic 
development, and transportation issues. This is also one of the goals of this Corridor Plan (Goal 2). It is 
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ODOT's intent to cooperate and notify all appropriate local, county, state, and federal agencies when a land 
use proposal is submitted that could potentially impact another agency's transportation facility. Notification 
will help to identify agency standards, and provide an efficient and economical transportation system. 
Through cooperative efforts, ODOT can strive to achieve an effective relationship and process for working 
with agencies such as CTULR, BIA, and Umatilla County, to preserve the function, capacity, level-of-service, 
and safety of Highway 33 1 and the 1-84 Interchange (Goal 1). 

When properties develop or redevelop with access to a state highway, county, local, or federally maintained 
road, the owner/developer of the adjacent property shall notify and coordinate with the appropriate agency or 
agencies to ensure proper access management, consistent with the access management provisions of this 
Transportation System Plan and the 1999 OHP. This will be necessary to obtain the permits to construct, 
operate, and use accesses to state highways. 
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East-West Connector Roa 

Trailer Park (Option 1: Construct a multi-use path along the south side of 
Mission Road. Option 2: Widen roadway to include paved shoulders.) 

TABLE 8-2 
PMOflTTIZED 20-YEAR IMPLER/IENTATIOW PLAN 

CTUIR 

Project 
Number 

BIA, CTUIR $3,000,000 
(Option 1) 

(Option 2) $l,OW,Wo I 

Cost Name 

Mission Road at Highway 
33 1 

Modify intersection to include stop control at all four approaches, construct CTUIR 
sidewaks and curbing with handicap ramps on all four corners, and provide 
striping for crosswalks. Must be reviewed by state traffic engineer. 

Description 

Kash Kash Road at 
Highway 33 1 

Agencies 
Involved 

Close ex~sting access to Highway 33 1 and reroute Kash Kash Road north to BIA, CI'UIR, 
a new rnkersection with the highway. Add exclusive left-turn lanes on the ODOT, 
hgbway approaches to new intersection. Also construct new Private 
fivewaylstreet access on the west side of the intersection, opposite of Kash Developer 
Kash Woad. Install new traffic signal when warranted. 

Highway 33 1 Median Construct a non-traversable landscaped median along Highway 33 1 from ODOT, 
the 1-84 westbound ramps to the Wildhorse Resort Entrance Road. l k s  CTUIR 
project also includes bicyclelpedestrian improvements. 

6 Kash Kash Roadst. 
Andrews Road 

1-84 EB Ramps at 
Highway 33 1 

8 
Highway 33 1 an exclusive right-turn lane on the north approach. Install a traffic signal 

when warranted. 

Wildhorse Resort Entrance 
Road at Highway 33 1 

Add an exclusive left-turn lane on the north approach of the hghway. ODOT, $200,000 
Install a traffic signal when warranted. CTUIR, 

Private 
Developer 
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Project 
Number 
-- 

10 

Name Cost 

North-South Connector 
Road 

East-West Connector Road 
(Phase 11) 

Extend ma1  connector road from proposed North-South Connector Road to CTUIR 
Highway 33 1. Timing for this project will be dictated by planned 
developments in the area. 

New Intersection South of 
- 

Conshuct a new intersection accessing the East-West Connector Road. ODOT, 
Estabfnsh stop control on the minor street approaches and construct left-turn CTUIR, 
lanes on the approaches of Highway 33 1. Private 

Developer 

Extend urban connector road from the new intersection at Highway 33 1 to CTUIR 
the west and then north to a new intersection with Mission Road. Timing 
for this project will be dictated by planned developments in the area. 

Mission Road at Highway 
33 1 

East-West Connector Road 
(Phase 111) 

Highway 33 1 Sidewalks 
and Bike Lanes 

Highway 33 1 Shoulder 
Widening 

Wildhorse Resort Entrance 
Road Path 

Gonsmce a multi-use path from Tamastsllkt Cultural Institute to the 
Wildhorse Casino I cnmc 

Connector Road between 
Kash Kash Road and 
Wildhorse Resort 

Construct a two lane road connecting the realigned segment of Kash Kash CTUIR 
Road to the Wildhorse Resort Entrance Road. The proposed alignment will 
overlap the existing road fronting the west side of the RV park. 

Construct a multi-use path along the west side of South Market Road from CTUIR 
the 1-84 interchange to Tutuilla Church Road. 

South Market Road Path 

Path Across Umatilla 
River 

Construct a multi-use path in the vicinity of Parr Lane and extend across CTUIR 
the Umatilla Bver to connect with kkpatr ick Road. 

David Evans and Associates, Inc. 8-13 



Hiphwav 331 Corridor Plan June 2001 

CHAPTER 9: FUNDING SOURCES 

EXISTING BIA AND CTUIR PRACTICES 

To assist the BIA and CTUIR in preparing a consistent and realistic approach to the construction, 
reconstruction, and maintenance of roads, an understanding of the funding sources and the potential 
application of these resources is necessary. Once the funding sources are identified, knowledge of their 
distribution method is also beneficial. 

The Transportation Equity Act for the 21" Century (TEA-21) is the mechanism that provides funding for 
improvements of roads and bridges in the Indian Reservation Road System. 

Capital Improvement Funds 

Capital improvements include construction and reconstruction of the roads and bridges that are in the Indian 
Reservation Roads system. Capital improvements are generally funded with the federal Highway Trust Fund 
(HTF). Funds from the HTF are appropriated by Congress to the Federal Highway Administration and 
subsequently to the thirteen field offices of the BIA. Once the BIA Portland Area Office receives its portion 
of the available resources, the construction funds are further divided and allocated to the Indian tribes based 
on a relative need allocation formula. The construction funding allocated to the Umatilla Indian Reservation 
over the past eight years can be seen in Table 9-1. 

TABLE 9-1 
UMATILLA INDIAN RESERVATION CONSTRUCTION FUNDING 

FY 1999 $68,100 
Source: Personal communication with BIA represerztative on 7/13/00 

Within the BM stmctuse, &be Agency Road Engineer contacts each of the tribes within hisher jurisdiction to 
deternine the projects most needed by each tribal government. Since the socioeconomic needs of one tribe 
are difficult to weigh against the needs of another tribe, the BIA representatives selecting projects for 
inclusion in the 6-year construction plan can come under considerable political pressure, particularly since 
limited funding results in only a few construction projects each year. Additional constraints to achieving a 
constructed project are the remote locations of projects, the inability to fund the entire project, and the ability 
to maintain the new improvement once constructed. 

The BIA has been exceeding its allocation of construction dollars to the Umatilla Reservation, placing the 
tribe in an indebted position. Therefore it is conceivable that the BIA will not be able to allocate any 
construction funds to the Umatilla Reservation over the next five years. 
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Maintenance Funds 

The BIA is obligated by the Codified Federal Regulations (CFR 25- Section 170) to maintain the roads and 
bridges that are in the BIA's IRR System to a safe and satisfactory use based on the availability of funds and 
the road's as-built condition. The funds used to preserve BIA roads and bridges come from annual 
appropriations included in the budget for the BIA. These maintenance funds are allocated to the 13 field 
offices in the nation for use on the road systems within each agency's area of coverage. 

While the funds allocated for maintenance may be reduced in the budgetary process, funds from the HTF are 
dedicated for road construction or reconstruction and cannot be used for maintenance of the Indian 
Reservation Road System. 

The Agency Road Engineers work with the tribes in establishing the road maintenance priority to determine 
the type and level of maintenance to be performed within the budgetary constraints. Maintenance priorities 
are frequently determined by weather or road conditions necessary to provide safe access for the community 
to and from their facilities. Emergency road conditions have the highest priority. These conditions include 
washouts, snow and ice control. Roadway surface type and use determine secondary priorities. 

If roadways funded and constructed with HTF moneys are not properly maintained, then future HTF road 
construction funds can be withheld. This situation might occur if maintenance funding is limited such that 
adequate repairs and upkeep of the highways is not possible. Or, if proportionately more maintenance funds 
were spent on one reservation over another. The inability to meet maintenance responsibility equally and 
adequately could endanger consmction project funding in the Portland Area Field Office. 

Table 9-2 provides a historical breakdown of the road maintenance funding allocated to the Umatilla hdian 
Reservation. Funds are separated into the different types of roads on the Umatilla Indian Reservation; paved 
roads, gravel roads, and dirt roads. Also included in the table is the funds allocated for snow removal. 

TABLE 9-2 
UMATILLA INDIAN RESERVATION 

ROAD MAINTENANCE FUNDING 
COST PER MILE 

FY 1996 
FY 199'7 
FY 1998 

Source: Table provided by BIA representative 

STATE FUNDS 

The State of Oregon receives revenue from three primary sources. These include motor carrier transportation 
fees, motor vehicle fuels tax, and DMV license registrations and operator fees. As shown in Table 9-3, the 
revenue for the state for fiscal year 1999-2000 totaled over $626 million with over 61 percent of the revenue 
coming from the motor vehicle fuels tax. 
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TABLE 9-3 
STATE HIGHWAY REVENUE SOURCES 

FY 1999-2000 
Revenue Source Amount Percent of Total 

($Millions) 
Motor Carrier Transportation Fees 218.9 35.0 
Motor Vehicles Fuels Tax 385.0 61.5 
DMV License Registrations and Operator Fees 22.0 3.5 
Road Use Assessment Fees 0.2 
Total 626.1 100.0 

I I 

Sotirce: ODOT 1998 Fiscal & Statistical Data Report, ODOT website. 

The State of Oregon receives revenues from the federal Highway Trust Fund. Net revenues from the HTF 
are deposited into an account h o w n  as the State Highway Fund. With minor exceptions, state highway 
funds are dedicated for construction, improvement, maintenance, operation, and use of public highways, 
roads, streets, and roadside rest areas. The State Highway Fund is distributed to the State, cities, and 
counties based on the following distribution: 60.05% to the State, 15.57% to the cities, and 24.38% to the 
counties. Each city shall receive such share of the moneys as its population relates to the total population of 
the cities. A similar method is applied to the county moneys. Instead of population the measure is the 
amount of registered vehicles, trailers, semitrailers, pole trailers and pole or pipe trailers in each county to the 
total number of such vehicles registered in the state as of December 3 1 of the preceding year. 

There are a number of programs available to provide financial assistance to local agencies like CTUIR for 
transportation projects and related activities. A summary of the various federal and state programs is located 
in the I999 Transportation Funding Programs Report located in the Appendix (Tab 11). Also included in 
this appendix a copy of the state's Community Solutions Web Page. 

UIMATILLA COUNTY TRANSPORTATION FUNDS 

Historically, sources of road revenues for Umatilla County have come from various departments including 
local, state, federal, and other resources. The transportation revenues for these departments are shown in 
Table 9-4. 

TABLE 9-4 
UNIATIEEA COeTNTU T SPORTATION REVlENUES BY DEPMTMENTS 

State Resources $3,579,606 $3,634,293 $3,587,041 $3,722,391 $3,849,19 

Federal Resources $267,708 $674,190 $533,5 19 $150,897 $216,41 

Source: Uwatilla County 

As shown in the table above, revenues remained relatively stable (between a low of just under $5.5 million in 
1998-1999 to a high slightly over $6.3 million in 1996-1997). Approximately $3.5 million of the annual 
revenues come from the State Highway Fund in 1995-1996, rising slightly to over $3.8 million in 1999-2000. 
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The annual revenue from the federal apportionment has lowered slightly over the last five years, rising to a 
high of $675 thousand in 1996-1997 before dropping to a low of $150 thousand in 1998-1999. The local 
revenues have also lowered consistently from slightly over $2 million in 1995-1996 to just under $1.5 
million in 1999-2000. 

Sources of revenue for Umatilla County are broken down further in Table 9-5. 

TABLE 9-5 
UMATILLA COUNTY TRANSPORTATION REVENUE SOURCES 

1995-1996 1996-1997 1997-1998 1998-1999 1999-2000 
Actual Actual Actual Actual Actual 

Beginning Balance $1,762,230 $1,669,074 $1,687,238 $1,369,041 $1,199,064 

DMV License & Gas Tax Fees $3,356,616 $3,259,924 $3,219,156 $3,379,790 $3,538,368 

Misc. State Receipts $222,990 $374,369 $367,885 $342,600 $310,822 

National Forest Rental $189,902 $334,860 $512,338 $144,777 $199,801 

Mineral Leasing 75% $125 $135 

Misc. Federal Receipts $77,68 1 $339,330 $2 1,045 $6,119 $16,614 

Interest on Invested Funds $92,220 $70,5 19 $69,117 $54,016 $76,206 

Refunds & Reimbursements $338 $7 1,543 $22,256 $4,967 $15,093 

Sale of Public Lands $102 

RentalsISale of Supplies $74,498 $45,505 $24,769 $17,699 $14,024 

Outstanding Checks 11 

Misc. Receipts Local $48,997 $56,696 $45,453 $68,715 $154,447 

Service Center $61,189 $78,624 $59,844 $59,541 (1) 

Rural Address Fund $19,426 

Total $5,886,887 $4,319,870 $6,029,237 $5,447,277 $5,524,439 

The Service Center revenue was comblned w~ th  the M~sc.  Receivts Local. 
Source: Umntilln Cozrtzty 
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