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EXECUTIVE SUMMARY 
 
 
The purpose of the City of Weston Study of Infill Potential is to help the city improve the use of 
land and transportation facilities within the city’s urban growth boundary (UGB), in part to reduce 
or eliminate the need for a UGB expansion.  The Draft Infill Plan identifies underutilized or 
vacant parcels that present opportunities for redevelopment in and near the downtown/Main 
Street area.  The plan also provides guidance for the improvement and management of existing 
transportation facilities and the design and implementation of future facilities for the next 20 
years in a way that will support the infill strategies. 
 
The Draft Infill Plan includes the following elements: 

 Infill/Redevelopment Strategies 

 Infill/Redevelopment Opportunities 

 An Analysis of Market Potential for Infill 

 Infrastructure Improvement Priorities 
o Transportation (Pedestrian and Bicycle) 
o Parks and Recreation 

 Implementation Strategies 
 
There are several strategies the City of Weston can use to reduce or eliminate the need to 
expand their UGB in the future.  To begin, the city can identify vacant properties within the UGB 
that are vacant or partially vacant with the potential to be redeveloped to accommodate more 
intensive residential or commercial uses.  Other strategies include: 

 Subdividing or partitioning existing lots to allow for infill 

 Updating the city’s Comprehensive Plan and Code to allow for denser development, 
including specifically to allow for Cottage Cluster-type development 

 Encouraging property owners to redevelop land in an efficient manner 
 
There are several specific potential infill sites in the city’s downtown core area that could utilize 
these strategies.  This plan describes 10 specific infill opportunity sites that may accommodate 
a variety of commercial, mixed-use or residential uses within the City of Weston.  These 10 sites 
include: 

 Two commercial sites on Main Street  

 Four commercial or residential sites, 2 near Main Street, one behind Suzy’s Handi Mart and 
one next to the Saling House 

 Four residential sites throughout the city 

Due to limited population growth, creating a market for infill in Weston will be somewhat 
challenging, especially in the short term.  Most of the strategies and opportunity sites identified 
in this plan are based on the medium to long term potential for redevelopment of these kinds.   

This plan describes recommended park, trail and open space improvements.  Weston has a 
good, existing city park (Elliott Park) as well as the Weston Mini Park and Rose Garden at the 
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intersection of Main and Water Streets.  Assuming modest future population growth, there is 
probably a limited need for additional city parks, with the exception of small pocket parks and/or 
green spaces within new developments and/or in targeted, existing areas as well as adding 
green elements (trees, etc.) to the existing streetscape. 

There are several possible areas for transportation infrastructure improvements that would 
support infill development in the City of Weston.  Analysis and public comment have guided 
recommendations from the consulting team for priorities for these improvements as well as 
estimates of the cost to implement specific projects.  Improvement priorities were identified for 
both potential parks and recreation and pedestrian and bicycle projects.   

Specific priority improvements for park and recreation include: 

 Expanding the existing city park (e.g., by redeveloping/eliminating the maintenance building 
shown on the map) 

 Increasing access to three specific creek interaction sites 
 
Priorities for transportation infrastructure improvements, determined by scoring several different 
criteria (cost, plan goals, political will, whether it addresses a current need, etc.) include: 

 Improved key crossings 

 Sidewalks on Water Street and other improvements to the southern end of Water Street 

 Improvements to the off-street pathway to the school 
 
Several funding sources and strategies are potentially available to the City of Weston to 
consider when implementing the Infill Plan.   
 
Improvements are likely to be made as changes in land use occur, as properties redevelop and 
as sufficient public funds are available to construct improvements, and/or as the City is able to 
partner with community members to make improvements.    
 
Funding to implement the plan may come from a variety of sources, including local, state or 
federal grants, contributions from developers or property owners made as properties are 
redeveloped, and city and county transportation budgets.    
 
Amending the Comprehensive Plan and Zoning Code to allow for reduced parks System 
Development Charges (SDC) for property owners who donate land for conservation easements 
along the creek as well as specific types of infill development (e.g., Cottage Clusters) also will 
help implement this plan. 
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PROJECT OBJECTIVES 

The purpose of the City of Weston Study of Infill Potential is to help the city improve the use of 
land and transportation facilities within the city’s urban growth boundary (UGB), in part to reduce 
or eliminate the need for a UGB expansion.  The Draft Infill Plan identifies underutilized or 
vacant parcels that present opportunities for redevelopment in and near the downtown/Main 
Street area.  The plan also provides guidance for the improvement and management of existing 
transportation facilities and the design and implementation of future facilities for the next 20 
years in a way that will support the infill strategies.   Specifically, the plan identifies streetscape 
improvements and prioritizes transportation projects for inclusion in the City’s Capital 
Improvement Project list and the Oregon Department of Transportation’s (ODOT) Statewide 
Transportation Improvement Program.  Most improvements are bicycle and pedestrian facility 
projects.   

 

INFILL AND REDEVELOPMENT STRATEGIES AND 
OPPORTUNITIES 

Strategies 

There are several strategies the City of Weston can use to reduce or eliminate the need to 
expand their UGB in the future.  To begin, the city can identify vacant properties within the UGB 
that are vacant or partially vacant with the potential to be redeveloped to accommodate more 
intensive residential or commercial uses.   

There is a fairly significant amount of land within the city’s urban growth boundary to support 
future residential development, assuming relatively modest growth as projected by the city and 
county in their adopted long-term population growth projections.  This assumes relatively 
efficient use of this land.  Continued creation of very large residential lots (e.g., similar to those 
in the Sunrise subdivision) would cause this supply of land to be exhausted much more quickly.  
Creating single family homes on smaller lots or building multi-family housing such as duplexes 
or cottage clusters would make more efficient use of vacant or redevelopable land within the 
City of Weston’s UGB.  The consulting team found that the City of Weston’s current 
comprehensive plan and zoning code would allow for all of these redevelopment strategies 
except for cottage clusters, which would require a targeted update to the zoning code to 
implement. 

There are a limited number of vacant or partially vacant/redevelopable lots zoned for 
commercial use.  However, given the limited projected increase in population over the next 20 
years, they are likely to be adequate to meet future needs for commercial or possibly mixed use 
development.  In addition, commercial uses on vacant lots downtown should continue to 
emphasize design that is compatible with existing historical buildings.   

Opportunities 

Infill and redevelopment opportunities within the City of Weston’s UGB include several 
properties that are either completely vacant or partially developable (large enough to partition 
and redevelop).  See Figure 1.    
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Figure 1.  Key Infill Development Sites 
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As shown on the map in grey, there are several fairly large, undeveloped properties on the 
north, east and west edges of the community (mostly zoned as Residential Farm or Residential 
Suburban), as well as a variety of vacant and/or redevelopable properties within the already 
developed portions of the city (e.g., along Water, Franklin and other streets).   There are a 
limited number of large, vacant lots very close to the downtown core (e.g., within one or two 
blocks) that could accommodate multi-unit residential structures (e.g., senior housing) but there 
are a number of properties within about ¼ mile that may accommodate such uses if 
redeveloped.   
 
Some of these sites have environmental constraints (shown in green on the map) that will limit 
the opportunity for redevelopment, including steep slopes or bisection by Pine Creek.  High 
water in the spring and periodic flooding increase erosion along the banks of Pine Creek and 
provoke stormwater management issues, including:  

 Gutter issues/run-off problems, especially on Water, Bannister and Bruce Streets 

 Silt accumulation on sidewalks from flooding 

 Instability and shifting alignment of the creek, which can wash out the banks during heavy 
flows and flooding events 

 
Topography, including slopes to the west and east of downtown where much of the large vacant 
land is located, may also increase stormwater management issues and impact possible 
development of roads and other public facilities and the achievable density of development in 
hillside areas.  However, these factors also may represent opportunities, e.g. to create greater 
public access to the creek. 
 
There are several specific potential infill sites (shown on Figure 1 in red) in the city’s downtown 
core area that could utilize the redevelopment strategies outlined in the previous section.  This 
plan describes 10 specific infill opportunity sites within the City of Weston, including: 

 Two commercial sites on Main Street (sites 6 and 7)  

 Four commercial or residential sites, 2 near Main Street (5 and 8) Site 4 behind Suzy’s 
Handi Mart and Site 1, which is next to the Saling House 

 Four residential sites throughout the city (2, 3,9 and 10) 
 
These sites (numbered as on the map) may accommodate a variety of commercial, mixed-use 
or residential uses as detailed below.  The following section of this report includes brief 
descriptions of current site conditions as well as examples of the kinds of redevelopment the 
team recommends to maintain efficient use of land within the UGB.  The “Before and After” 
images show examples of how specific vacant lots could be redeveloped.   

Commercial Sites 

Sites 6 & 7:  Along Main Street 

Sites 6 and 7 (0.13 acres each) are completely vacant and present a great opportunity for 
strengthening the City of Weston’s downtown commercial area.  These sites are located 
between Water and Franklin Streets on the north side of Main Street.  In the most active area of 
the commercial core, they are adjacent to many important community destinations, e.g. Site 6 is 
across the street from the Central Station café and deli and the library, while Site 7 is the fourth 
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corner of the Main and Franklin intersection, with City Hall, the Post Office and the Long Branch 
Saloon making up the other three.  

Figures 2 and 3 show before and after aerial renderings of Sites 6 and 7, with specific examples 
of what commercial redevelopment of these two properties could look like.  Each site could 
accommodate ground-floor retail with offices or apartments above.  To fit in with the surrounding 
building heights, Site 6 would be two stories, while Site 7 would be three stories tall and 
complete the fourth corner of commercial development at the Main and Franklin intersection.  
Site 7 would have a corner entrance to help strengthen this important corner.  Both buildings 
would include architectural details that blend in with the character of existing buildings, while 
helping to strengthen the pedestrian-friendly atmosphere in the downtown core (windows, 
awnings, street trees, etc).  Improvements needed to support redevelopment on these sites 
include: a new crosswalk installed at the intersection of Franklin and Main, upgrades to the 
crosswalk at Main and Water streets.  

Figures 4 and 5 are close-ups of Sites 6 and 7, with examples of before and after 
redevelopment.  These images show the pedestrian-oriented architectural elements mentioned 
above in greater detail, as well as give an idea of how they would look from the ground.  Sites 6 
and 7 are both currently zoned Central Commercial which allows for these types of uses.       
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Figure 2.  Sites 6 and 7 Main Street  

Before and After (Aerial) 

 

 
Figure 3.  Sites 6 and 7 Main Street  

Before and After (Aerial 2) 
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Figure 4.  Main Street Site 6  
Before and After 

 

 
 
 
 

Figure 5.  Main Street Sites 6 and 7  
Before and After 
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Commercial/Residential Sites 

Site 1: Vacant Area North of Saling House 

Site one on the Key Infill Development Sites map shows the vacant area north of the Saling 
House.  Although seen as an asset in the community, this historic building is not open to the 
public due to funding and maintenance issues.  The house is located on the east side of Water 
Street, just north of the undeveloped right-of-way on Poplar Street (accessed via Water Street).  
Figure 6 shows the site as it looks today, looking south from Water Street with the Saling house 
at the back of the site (behind a tree on the right of the photograph).  On the left side of Figure 6 
is Pine Creek, which runs from the northwest corner of the site to the southwest corner.  The 
interpretive rendering in Figure 7 shows one example of what could be developed on Site 1:  a 
bed and breakfast at the Saling House, with four small cottages, and trails between them and 
along the creek.   
 
 

 
 

Figure 6.  Saling House Before 
Vacant Area to the North 

 
 

Figure 7.  Saling House After 
Bed and Breakfast Cottage Cluster 

 
Figure 8 shows a possible site layout for the Saling House Bed and Breakfast Cottage Cluster, 
depicting the location of trails and buildings.  Due to its shape, it is difficult to determine the 
exact size of the vacant area on this lot, however it is estimated to be 0.34 acres of developable 
area.  Additional portions of the site (about another .34 acres) are environmentally constrained 
by the creek, but could accommodate access points and/or trail infrastructure that would need to 
be developed.      
 
Because of the presence of the creek, this is a great opportunity for a creek-interaction site and 
public interpretive center (Figure 8 and 9).  This site is zoned General Residential, making a 
Bed and Breakfast Inn a conditional use (CU).  Redeveloping the site into a cottage cluster-type 
Bed and Breakfast (similar to these renderings) would require a Conditional Use Permit (CUP) 
(Table 2.1.110.A in City of Weston Development Code).  Pedestrian improvements made to 
Water Street are needed to support this development.  Redevelopment of the site would entail 
addressing potential environmental issues or conditions related to flooding and requirements for 
buffering the area adjacent to the creek. 
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Figure 8.  Saling House Bed and Breakfast Site Plan 

Site 4 

Zoned as Residential Commercial, site 4 is located on the northeast corner of Washington and 
Pomeroy Streets and may be accessed via both streets.  The site is currently in use as a gravel 
parking lot with RVs parked on it behind Suzy’s Handi Mart.  The site is about 0.22 acres in size 
and could accommodate a single family home or a commercial/mixed use that is compatible 
with the surrounding development.  Bicycle and pedestrian improvements to Washington Street 
as well as pedestrian improvements to Water are needed to help support this development.    

Sites 5: Near Main Street 

Located on the west side of Water Street, between Main and Pomeroy, Site 5 is zoned as 
Central Commercial and may be accessed via Water Street.  This site could accommodate 
many different commercial uses, including the same types of mixed use as shown on Sites 6 
and 7.  However, as it is not located directly on Main Street, it may be more likely to support a 
commercial use that is not as dependent upon a central location.  This site is 0.33 acres in size.  
Because of its relative size and central location, it could be a potential location for a cottage 
cluster-type development, although current market conditions may not support this kind of 
development in the near to medium term.  Figure 9 is an example of a commercial cottage 
cluster development in Redmond, OR, while Figures 10 and 11 show a residential cluster from 
the City of Portland.  Sidewalk upgrades to Main Street west of Water Street (including a 
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crosswalk upgrade at the intersection), as well as bicycle and pedestrian improvements to 
Water are needed to support this development.           

 

Figure 9. Commercial Cottage Cluster, Redmond, OR 

 

Figure 10.  Residential Cottage Cluster, Portland, OR 
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Figure 11.  Residential Cottage Cluster, Portland, OR  
Interior Common Space 

Site 8: Near Main Street 

Site 8 is zoned as Residential Commercial and is located on Water Street (access is via Water 
Street).  The site is one lot south of Main Street, behind the Memorial Wall and Fountain and is 
about 0.14 acres in size.  Although it is not very big, this site could accommodate a mixed-use 
building or other small commercial or residential use (e.g., a small house/cottage or a small 
retail/office use), given sufficient market demand in the long term.  Sidewalk upgrades to Main 
Street west of Water (including a crosswalk upgrade at the intersection), as well as pedestrian 
improvements to Water Street are needed to support this development. 

Residential Sites 

In general, all infrastructure improvements made to parks and recreation as well as to improve 
access to the school will help support residential development in Weston, particularly 
development on sites near Pine Creek and/or Elliott Park or the Main Street area.  In addition, 
all improvements that provide transportation options/safe pedestrian and bicycle travel for 
residents also will support this type of development, especially in the case of multi-family sites.            

Site 2 

Site 2, zoned General Residential, is located just north of the Gentry right-of-way on Water and 
may be accessed via Water Street from the east.  This site is the backyard of a house to its 
west, accessed from N Railroad Street and is about 0.22 acres in size.   There are currently 
several trees on this portion of the lot.  Considering the market, over the long-term this site 
could redevelop to accommodate a single family home (most likely), a duplex or possibly three 
attached town homes.  Pedestrian improvements to Water Street are needed to support this 
development.  In addition, the vacated ROW at Gentry could be redeveloped to support 
pedestrian and bicycle access to the site (a trail, alley, etc.)   
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Site 3 

Zoned as General Residential, Site 3 is on the northeast corner of Washington/N Railroad 
Street and the vacated ROW where Gentry is located.  Access to the site is via Washington/N 
Railroad Street from the west.  Because this street has limited improvements, access would be 
somewhat limited without the Railroad Street project suggested in this plan (Improvement 
Priorities section).  Around 0.28 acres in size, this site is the backyard of a house to its east 
which is accessed from Water Street.  The site has a few trees on it, but is mostly vacant and 
could accommodate a house of the same size as the one already on the developed portion of 
the lot.  Alternatively, either four attached town homes or a cottage cluster-type development 
with four units could be developed on the site.  Single family development would be most likely 
to occur in the near term; other options for redevelopment would have more potential to occur 
over the long term.   Upgrades to the street and sidewalks on N Railroad Street are needed to 
support this development.    

Site 9 

Site 9 is located on the northwest corner of Water and College Streets and may be accessed by 
either street.  It is the side yard of an existing home and is zoned General Residential.  The site 
could accommodate one single family home, according to current zoning standards.  Pedestrian 
improvements to Water Street are needed to support this development.   

Site 10 

Located on the northwest corner of Mill and Water Streets, site 10 is zoned as Residential 
Suburban and may be accessed by either street.  The site is the side yard of a house on the 
same lot.  According to current zoning, this site could accommodate two additional single family 
homes.   Pedestrian improvements to Water Street are needed to support this development.   

Market Potential for Infill Strategies/Opportunities 

The City of Weston will face some challenges in attracting infill and redevelopment activity in the 
short term.  Local market conditions suggest that this Infill Plan should be considered a long 
term framework on which to base planning and zoning conditions that will guide future 
development patterns towards some of the more innovative or intensive development 
alternatives described in this Plan.  However, with challenges there are always opportunities.  
This memo summarizes both in the context of the Draft Infill Plan. 
 
Current Market Conditions 
As part of the Facts and Findings portion of this infill study (provided previously as a separate 
report), an “Assessment of Economic Conditions” was prepared that assesses current market 
conditions that will influence residential and commercial development in Weston.  The following 
report sections summarize the key conclusions of this assessment. 
 
Housing Development 
Current economic trends do not point to a pressing demand for new forms of housing in the 
local market.  During the period of more rapid population growth in the 1990’s, Weston added a 
total of 16 housing units, all mobile homes.  Since 2000, population growth has slowed 
considerably.  Ample inexpensive land remains within the city to accommodate new single 
family homes and/or manufactured housing. 
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In the recent past, two new housing development projects have been undertaken in Weston.  
One is a 15 lot subdivision located southwest of the city.  Subdivided in 2002, none of the lots 
have been developed.  The second project was a 16 unit senior housing project that fell through 
due to lack of financing.  The first project points to the current availability of land for single-family 
homes, while the second project points to the difficulty of developing higher-density housing 
types in the Weston market. 
 
Commercial Development 
General employment trends in the region may present challenges for business development in 
Weston.  The loss of jobs in Morrow and Umatilla County in the past five years tempers the 
general economic outlook. Trends point to a diminishing of the food manufacturing industry, and 
growth in government and service-industry employment. 
 
However, the strengths identified in the 2001 Downtown Resource Team Report remain 
Weston’s strengths today.  The key advantage is proximity to Highway 204 which passes just 
north of the city center, and Highway 11, a more highly trafficked route between Pendleton and 
Walla Walla, which is roughly 1.5 miles from the town center. 
 
In addition, Weston has a historical downtown district, recognized by the National Register that 
provides a sense of identity and history to attract visitors to the area.  Weston also features two 
major food manufacturing employers and two community events that bring people to the 
community and provide visibility. 
 
These all represent opportunities to help market Weston to outside visitors and pass-through 
traffic.  Capitalizing on these marketing approaches will be critical in generating demand for new 
retail, dining and lodging enterprises in Weston.  While Weston has continued to grow at a 
modest but healthy rate, it has not experienced the type of population growth that will engender 
new business development in the central city by itself. 
 
Challenges to Infill Development 
Infill development that seeks to increase the density of residential or commercial uses in an area 
faces hurdles not just in a small town, but anywhere it is attempted.  The density of land use is 
generally a function of the value of the underlying land, which is in turn a function of scarcity.  
Where land is scarce, parcels will cost more, and a developer will use it more intensively.  
Where land is plentiful, it will cost less, and developers will use it less intensively. 
 
The primary challenge facing Weston in encouraging denser forms of infill development is the 
current availability of low-cost land and housing in the town, vs. the cost of new construction.  
New housing, and especially multi-story development will be expensive, relative to what is 
currently available to both owners and renters in the market.  For example, while housing prices 
vary widely between Weston and Portland, the cost of construction does not differ widely 
between these locales. 
 
Wood-frame construction represents the lowest cost per square foot.  Denser forms for 
construction require a shift to concrete and steel materials that increase cost.  While costs rise, 
the amount of rent or sale price that a customer will pay in a particular market does not.  New 
single-family infill in Weston would almost certainly employ the less expensive wood-frame 
construction.  Nevertheless, these new units would compete with manufactured home units, 
which are even less expensive than wood-frame construction. 
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A review of homes currently on the market in Weston finds an average sale price of $108,000, 
or $66/square foot.  Construction of a three-story steel and brick structure on a standard lot on 
Main Street would cost an estimated $200/square foot.  A modest single-family home would 
cost at least $110/square foot.  Clearly, any real estate produced at this cost would require 
asking sales or rental rates that are well above the current market levels.  (Sources: RS Means, 
Building-Cost.net, Johnson Gardner LLC) 
 



WESTON INFILL PLAN 
 

16 

INFRASTRUCTURE IMPROVEMENT PRIORITIES 

This study identified several possible areas for infrastructure improvements that would support 
infill development in the City of Weston.  Further analysis and public comment have allowed the 
consulting team to determine priorities for these improvements as well as estimate the cost to 
implement specific projects.  Improvement priorities were identified for both potential parks and 
recreation and pedestrian and bicycle projects.  In response to feedback given at the Joint 
Planning Commission/City Council Workshop held on March 21, 2007 the consulting team 
further refined the priority list for infrastructure improvements.   

Parks and Recreation Projects 

Weston has a good, existing city park (Elliott Park) and the Weston Mini Park and Rose Garden 
at the intersection of Main and Water Streets.  Because of modest population growth, there is 
probably a limited need for additional city parks, with the exception of small pocket parks and/or 
green spaces, and/or adding green elements (trees, etc.) to the existing streetscape. 
 
Pine Creek could be enhanced as a community resource through development of trail segments 
and/or access points along its length.  An ideal community goal would be to create a trail along 
the length of the creek, but there are significant obstacles to accomplishing this objective, 
including limited public ownership of right-of-way along the creek, access issues (e.g., the fence 
in the park), regular flooding, and other issues.  However, this should remain a long-term 
objective.  See pedestrian and bicycle project section for more information about trails.   
 
Specific priority improvements for park and recreation include expanding the existing city park 
(e.g., by redeveloping/eliminating the maintenance building shown on the map) and increasing 
access to three specific creek interaction sites.   
 

City Park Expansion 

Improvements would include expansion of the City Park onto the existing city public works 
property.  Land costs would be minimal, given that the City owns the property.  However, there 
would be costs to find a replacement site.  Improvement costs are estimated to be 
approximately $4,000 per acre.  Total costs would depend on the type and level of site 
improvements, between $5,000 and $20,000. 
 

Creek Interaction Sites 

Improvements would be designed to improve visual and physical access to the creek at key 
locations (see Figure 12); construct pathway segments along the creek; and provide spaces and 
amenities for people to gather and rest.  Costs would vary between $2,000 and $20,000 
depending on the type and level of improvements, as well as any environmental restoration 
activities needed.  The cost of improvements associated with the site near the library and city 
hall likely would be higher than indicated here. 
 
The purpose of improvements at these sites would include the following: 

 Improve visibility of and physical access to the creek. 
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 Continue to ensure public safety (particularly for children) and minimizing environmental 
impacts of improvements. 

 Create trail segments along the creek, with the opportunity to extend these segments to 
other sections of the creek as time goes on.  For example, the site near Poplar Street could 
be developed as part of larger redevelopment of the Saling House and adjacent property as 
illustrated elsewhere in the Infill Plan. 

 Create public gathering or resting places adjacent to the creek and amenities to support 
these activities (e.g., benches, signage, 
landscaping/vegetation management, etc.) 

 Connect the trail segments and other new 
amenities to other community facilities, 
particularly for the interaction site near the City 
Hall and Library.  The site could restore/create 
creek access by removing fencing/debris and 
potentially be connected to or developed in 
conjunction with some type of small courtyard 
or other gathering space.  The green space 
along the creek behind City Hall and adjacent 
to Franklin Street is an ideal location for a cost 
effective, visible demonstration improvement 
project in the downtown, specifically for a park 
bench or some other low-cost seating.      

 The site adjacent to the City park also presents 
an opportunity to coordinate improvements to 
and/or expansion of the park with a better 
connection to the creek. 

 
In addition, small pocket parks and associated 
amenities (e.g., benches and trash receptacles) may be included.   
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Figure 12.  Park and Recreation Improvement Priorities 
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Pedestrian and Bicycle Projects 

In addition to the redevelopment needs for infrastructure improvements (detailed in Infill 
Opportunities section), there are several important destinations and attractions in Weston that 
would be improved by increasing access for bicycles and pedestrians, including but not 
necessarily limited to the following: 

 The school 

 The Main Street commercial area 

 Along and across Pine Creek 

 Elliott Park/skate park 

 ConAgra and Smith Frozen Foods 

Opportunities for increasing pedestrian and bicycle access to these destinations include: 

 Filling in gaps in the sidewalk network 

 Utilizing non-vacated rights-of-way, alleys and curved streets 

 Increasing the number of pedestrian bridges 

 Developing trail access along Pine Creek 

 Developing pedestrian and bicycle-oriented streetscape elements 
 
Recommended priority transportation improvements are shown in Figure 13.   
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Figure 13.  Pedestrian and Bicycle Improvement Priorities 
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Recommended Projects  

Specific projects and cost estimates for pedestrian and bicycle improvements include the 
following.   
 

1.  Install Sidewalks on Water St  
Water Street is classified as a collector.  Sidewalks are missing on Water St between Depot and 
Pomeroy St on the east side and between Wallace to Mill St, also on the east side.  A priority of 
the City is to infill these missing sidewalk segments to City TSP standards.  The width of the 
planting strip/landscaped area between the sidewalk and the curb will vary.  The project would 
consist of about 600 lineal feet of sidewalk and would cost around $29,300. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

2.  Install Sidewalks on Washington/Railroad Street 
Washington/Railroad Street is classified as a local street.  There are no sidewalks along this 
street.  Sidewalks would be constructed according to the standards in the Weston TSP along 
both sides of Washington/Railroad Street between Poplar and Mill Streets.  The project would 
consist of about 2,400 lineal feet of sidewalk.  The cost would be around $163,200. 
 

3.  Repair and/or Infill Sidewalks in Downtown on Main, West of Water 
Many sections of sidewalk along Main Street are in poor repair or are missing.  This project 
would repair, infill, and upgrade sidewalks where needed.  The costs of this project are 
unknown, given limited information about the extent of improvements needed or desired.   
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4.  Improved Crossings at Key Intersections 

The City could add crosswalks at the intersections of Franklin and Wallace, Franklin and Main, 
and Broad and Main.  Crosswalk striping would cost about $1,000 per intersection leg, totaling 
$12,000. 
 
The City also could upgrade curb ramps at the intersections of Armon and Main and Water and 
Wallace.  New curb ramps cost about $5,000 each, so the total cost would be $40,000. 
 

5.  Pedestrian Bridges Across Creek at Selected Locations 

Small pedestrian bridges could be installed at High Street, near the Saling house and at College 
Avenue to make use of the vacant rights-of-way associated with these streets between Water 
and Franklin Streets.  A typical pedestrian bridge costs around $100,000. 

 
6.  Create a Multi-Use Pathway from Railroad Ave to Con Agra Plant 
A multi-use path connecting the town and Con Agra would provide an alternative route for 
bicycle/pedestrian access to this major employer in Weston.  The path would travel along the 
existing dirt road within an easement on the property.  The path would be approximately 200 ft 
long.  Costs would depend on the type of pathway.  A 10-foot wide path paved with asphalt 
would cost approximately $2,400. 

 
7.  Create a Multi-Use Pathway to School 
A multi-use path connecting the town and the school would provide a safe, alternative route for 
bicycle/pedestrian access for kids to get to school.  The path would travel along the existing 
unimproved ROW.  This project would consist of adding a new path to the school between 
Broad Street and the school and south of Main Street.  The cost could vary, depending on the 
exact location and alignment, but is estimated to be around $113,400.  Improvements to the 
pedestrian path to the school will require coordination between the City and the School. 
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Other Projects  

The following two projects were originally proposed and discussed by the consulting team and 
TAC.  However their potential disadvantages outweigh the advantages at this time.  For this 
reason they are not recommended for inclusion in a list of proposed capital improvement 
projects for the City and are not included in Table 1 on page 26.   
 
1.  Add Bike Lanes on Water St from Depot to Mill St 
Water Street is a classified as a collector street and is 30 feet wide in the northern and southern 
portions of town: (1) from Depot Street to Pomeroy Street and (2) from Wallace Street to Mill 
Street.  In these two sections, there is parking on one side of the street (east side).  Assuming 
the collector standard described in the Weston TSP1, with two 11-foot travel lanes, two 6-foot 
wide bicycle lanes, the street would need to be widened by 4 feet if on-street parking were to be 
removed.  The cost of this option would be about $20,000.2   

If on-street parking were to be retained on one side, then the bike lane on that side could be 
reduced to 5 feet wide, and the street would need to be widened by 10 feet (dimensions would 
be one 7-foot parking lane with a 5-ft bike lane against it, two 11-ft travel lanes, and one 6-ft 
bike lane).  The 30-ft wide sections of Water Street consist of about 2,400 lineal feet of street.  
The cost of this option would be around $48,000. 

In the central portion of town, between Pomeroy Street and Wallace Street, Water Street is 40 
feet wide and about 800 lineal feet long, with parking on both sides.  If on-street parking were to 
be removed, then bike lanes could be striped at 6 feet on each side, with no need to widen the 
street.  This option would require striping, stencils, and signing only, at a cost of less than 
$2000. 

                                                 
1 It should be noted that the collector standard shown in Figure 7-1 of the Weston TSP does not include bicycle lanes. 
2 Cost estimates are for order of magnitude comparisons only and do not include engineering, property acquisition, 
survey, construction mobilization and demolition, or utilities and service improvements. 
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If on-street parking were to be retained, then the street would need to be widened by 9 feet (two 
7-ft parking lanes, two 5-ft bike lanes, and two 11-ft motor-vehicle lanes.  This option would cost 
around $20,000. 

 

 
 

2.     Add Sidewalks & Bike Lanes on Main St from Broad to Armon St  
Main Street is classified as a collector and is 24 feet wide from Broad Street to Armon Street, 
where Armon Street dead-ends at the school.  This section of Main Street is identified as an 
important route to school for children and currently lacks sidewalks or bike lanes.  Assuming the 
collector standard in the Weston TSP, the street would need to widened by 10 feet to add bike 
lanes.  Sidewalks at least 5 ft wide would be constructed on both sides of the road.  The project 
would include about 400 lineal feet of sidewalk and bike lanes.  The cost of this project would be 
around $50,000. 
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3.  Water/Washington Couplet 

This project would create a pair of one-way streets between Bruce and Main Streets, with traffic 
on Water Street traveling in one direction (likely north) and traffic on Washington running in the 
other direction.  The project would also require traffic control devices such as roundabouts/traffic 
circles, chicanes and/or striping to direct traffic onto and off of the one-way streets where they 
become two-way streets north of Main Street. 

This project could provide several benefits, including improved bicycle and pedestrian safety on 
these streets, creation of a potential gateway feature at Bruce Street and central community 
design feature at the intersection of Washington and Main, and enhanced traffic flow along 
Water Street.  At the same time, this project has a number of potentially significant drawbacks, 
including increased traffic on Washington Street which is currently serves as a local residential 
street, potential opposition from Washington Street residents and possibly the need to 
redesignate this portion of the state highway (for the new one-way section of Washington 
Street).  In addition, couplets typically are developed to improve traffic flow in areas where traffic 
is heavy.  Traffic volumes along Water Street probably do not justify use of a couplet for this 
purpose at this time.  The project also would be expected to cost a significant amount of money 
but given its complexity, resources are not available to adequately assess its cost as part of this 
project.   
 
Project Evaluation Criteria  

The following criteria can be used to rank and prioritize the infrastructure improvements 
identified in the preceding pages. 

1. Relevance to plan goals — High is best.  Projects that strongly support multiple 
transportation and community goals are preferable.  Is the project part of the city’s 
transportation plan?  Is there a bicycle or pedestrian transportation problem that the project 
will solve or alleviate? Will the project support business, health or other community goals?  

2. Level of service (LOS) need — Low is best.  Areas or corridors that serve pedestrians and 
bicyclists poorly are better candidates for projects than those that already have facilities.   Is 
the existing road a deterrent to bicycling or walking? Roads with narrow lanes and heavy 
traffic, or that are difficult to cross, receive priority treatment. Other factors include high truck 
volumes, poor sight distance, dangerous intersections or other obstacles to direct travel by 
bicyclists and walkers.  Does the project upgrade a major roadway (arterial or major 
collector street), bridge an obstacle, provide a more direct route (reducing significant out-of-
direction travel), or provide access to important destinations such as schools?   Will the 
facility link, complete or extend the system? Are there clear origin and destination points 
along the corridor served?  

3. Realistic cost — Low is best.  Projects that provide a good return on investment are 
preferable.  Are the estimated engineering and construction costs typical for this type of 
project?  Are expected maintenance costs reasonable?  Are there secondary benefits that 
help mitigate the cost such as economic vitality, lower crime or improved safety?  

4. Available funding — All is best.  Projects that have identified funding sources are preferable. 
Can the project be funded from existing transportation sources?  Are special grants or loans 
available?  Are private or community interests willing to invest in the project?  Can the 
project be timed to take advantage of other road work being performed?  
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5. Technical implementation — Simple is best.  Straightforward projects with standard designs 
are preferable.  Is the project the appropriate treatment for the problem?  Does the project 
meet current design standards?  Are highway design exceptions needed?  Are there any 
unusual engineering problems such as a steep slope, poor drainage, or constrained right-of-
way?  Does the project involve many elements or complex phasing?  

6. Political implementation — Easy is best.  Non-controversial projects with strong support are 
preferable.  Is a substantial amount of public involvement necessary?  Does the project 
require additional right-of-way?  Is removal of on-street parking necessary?  Has the public 
shown support for the project?  Do affected or adjacent property owners agree to the 
project?  Does the business community support the project?  Do government officials 
support the project?  Does the responsible agency agree to maintain the facility?  Is there a 
willing party to see the project through to completion?  

7. Potential use — High is best.  Projects that attract large numbers of pedestrians and 
bicyclists are preferable.  Is the potential use high compared to similar facilities? Factors to 
consider include proximity to residential areas, schools, parks, shopping centers, business, 
and industrial districts.  Does the project consider the needs of both bicyclists and 
pedestrians? In most cases, bicyclists and pedestrians require separate facilities. If the 
project provides for only one mode, the design should not preclude use by the other mode, 
where appropriate.  Does the project help meet the needs of the young, the elderly, the low-
income, and the disabled?  Does the project provide connectivity to other modes? Facilities 
that provide bicycle and pedestrian access to existing or future bus stops and park-and-ride 
sites enhance intermodal transportation.  

There is no particular weighting to these criteria. In general, if the majority of criteria rate well 
above average, then the project is a good candidate. However, one extremely negative criterion 
tends to offset several positive ones.  
 
A given project may have alternative designs with different trade-offs. In particular, it may be 
tempting to accept a design with low standards to avoid confrontation with affected property 
owners, to avert perceived inconvenience to motorists, or to simply keep construction costs 
down. Except in special circumstances, minimum standards in the Oregon Bicycle and 
Pedestrian Plan should be used, and attention should always be paid to long-term goals. The 
liability and waste of investment in inadequate facilities often will outweigh any temporary gains.  
 
The following table includes rankings of each transportation improvement project based on 
these criteria using information available and summarized previously, along with the consulting 
team’s professional judgment.   
 
These rankings also have been revised based on Technical Advisory Committee (TAC), 
Planning Commission and City Council feedback at the Joint Planning Commission/City Council 
Workshop held on March 21, 2007.  Participants at this meeting noted that the sidewalk along 
Main to the school was not the best way for kids to get to school and therefore improvements at 
this location were not a priority.  Rather, improvements to the off-street pathway up the hill to the 
school would be more practical and likely less expensive.  Participants also agreed that 
improvements to the  southern section of Water Avenue, including sidewalk improvements, 
potential gateway features and possible road repairs, are the most important of all the 
improvements identified. 
 
The council and commission also suggested considering making Water and Washington streets 
into a couplet.   This could be done for the south end of town only with some type of traffic 
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control feature (e.g., a roundabout) at the intersection of Main Street and Water Avenue to divert 
traffic over to Washington.  This would be an additional project, with a variable cost, depending 
on the amount of property acquisition needed as well as other factors.  It would most likely have 
a higher cost than some of the other projects.   Estimating the cost for this project is beyond the 
scope of work for this effort. 
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Table 1.  Priorities for Transportation Infrastructure Improvements 

* Low is best for LOS, Realistic Cost and Technical Implementation.  For all others, high is best. 
** Higher scores were given to the projects that did the best overall 
*** Cost includes sidewalk improvements only 

CRITERIA: LOW, MEDIUM, HIGH  
 
 
PROJECT # COST 

Plan 
Goals LOS* 

Realistic 
Cost 

Avail. 
Funding 

Technical 
Implem.* 

(Difficulty) 
Political 
Implem. 

Potential 
Use 

Overall 
Ranking** 

1. Sidewalks and other 
improvements on Water  

$29,300 H L M M L M H 6 

2. Sidewalks on Washington $163,200 M L H M L M M 4 
3. Repair/Infill Sidewalks  
    west of Main 

Unknown (depends 
on where needed) 

H L N/A M L M M 3 

4. Improved Key Crossings $12,000 striping 
$40,000 Curb Ramps 

H M L H L M H 5 

5. Pedestrian Bridges $100,000 each M M H M L M M 2 
6. Multi-Use Pathway to  
    Con Agra 

$2,400 M M L H L M M 2 

7.  Off-street path to school $113,400 H L L H L M M 4 



WESTON INFILL PLAN 
 

29 

IMPLEMENTATION STRATEGIES 

This section provides an overview of some funding sources and strategies potentially available 
to the City of Weston to consider when implementing the Infill Plan.   
 
Funding to implement the plan may come from a variety of sources, including local, state or 
federal grants, contributions from developers or property owners made as properties are 
redeveloped, and city and county transportation budgets.   
 
The City of Weston is interested in building a trail along Pine Creek or in other parts of the city 
(e.g., to Con Agra or the school).  Some examples of other cities that have implemented trail 
systems include the Leo-Adler Memorial Parkway in Baker City and the RiverWalk in Pendleton.  
Each city used a combination of non-profit, private (foundations like the Meier Memorial Trust 
and others), and public funding options as well as staging to implement these trail systems over 
time. 
 
Improvements are likely to be made as changes in land use occur, as properties redevelop and 
as sufficient public funds are available to construct improvements, and/or as the City is able to 
partner with community members to make improvements.   A number of factors should be 
considered as improvements are made, including: 

 Consistency with the recommended plan area and existing land uses   

 Maintenance needs 

 Potential community partnership opportunities   

 Market Conditions 

 Priorities identified in this plan 
 

1. TOOLS TO ENCOURAGE REDEVELOPMENT AND INFILL  

In most locales infill development that increases density faces the market challenges noted in 
the above market analysis but still does occur.  Viewing this Infill Plan in its long term context, 
there are some strategies that Weston can pursue to increase density in the future.  The 
following recommendations reflect market-related as well as regulatory approaches.   
 
Alternative tools can be evaluated using the following three criteria:  

 Effectiveness. How much effect is the policy likely to have on increasing density? 

 Cost. What will it take to implement the policy?  

 Equity. Who is likely to pay the cost? 
 
The following bullets summarize the different policy tools cities can use to make it easier for 
developers to do what elected officials, and the citizens they represent, want.  Many of these 
approaches are not necessarily focused on increasing density, but on encouraging 
redevelopment and infill. Redevelopment and infill are important because of the already 
developed landscape in the Downtown.  

 Subsidy for development/ public investment. Direct grants or guaranteed or low-interest 
loans for land, infrastructure, parking, etc. 
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 Property Tax Abatements. Ten year property tax abatement for qualified residential and 
mixed-use development 

 Direct Grants 

 Split Rate Property Tax/Tax Abatement.  Measures to reduce ongoing property taxes. 

 Low Income Housing Tax Credits.  HUD, through the State of Oregon, provides tax credits 
for affordable housing projects.   

 Constrain urban area growth:  One way to encourage density in the city is to limit the 
lands available on the fringe that are available for development.  To this end, the City could 
consider holding its UGB to the current limits, or if necessary, bring in new land as sparingly 
as possible.  This should be relatively easy to do, given that it will be difficult to justify an 
expansion based on the amount of land already within the UGB.  As natural population 
growth takes place in the town, land values will rise slowly, making denser forms of 
development more economically feasible.  Rising land values can be a mixed blessing for 
current residents, affecting property taxes and housing costs, but also making their assets 
more valuable overall. 

 Streamline planning and permitting of development:  This helps to reduce the cost of 
doing business for the developer, making a project that much more feasible.   

 Land assembly:  This is a direct financial incentive for developers that involves public 
acquisition of one or more key parcels on which the public would like to see development.  
This approach gives the public direct control over what is developed on this land.  Generally, 
the land is granted or sold at a discount to a developer in return for a commitment that the 
development will meet agreed upon public goals.  This is an aggressive approach that can 
offer significant cost reductions to the developer; however, it involves high up-front cost and 
significant risk to the public entity if developer interest remains elusive. 

 Direct subsidy or incentive:  Like the land assembly approach this is a method of directly 
participating to alleviate a significant portion of the cost of development, in return for meeting 
agreed upon public goals.  Unlike land assembly, this does not involve an up front 
investment.  The public can make grants or low-interest loans contingent on the rest of the 
financing package, to ensure that the project is on solid footing before it proceeds.  This 
approach requires significant public outreach to ensure that taxpayers understand why the 
public is giving such an incentive.  In addition, it can create a precedent and expectations 
from other developers. 

 
These are all methods for “closing the gap” between what is financially feasible for a developer 
or land owner, and the type of infill Weston would like to encourage.  In the long run, a 
combination of regulatory changes, population growth, and developer incentives can encourage 
infill and increased density. 
 
Another strategy to encourage infill is to update city Comprehensive Plan or zoning ordinance 
policies or provisions to encourage or better allow for it to occur.  In general, the City of 
Weston’s comprehensive plan and zoning code are relatively up to date in terms of encouraging 
infill redevelopment.  However, the consulting team recommends adding standards to allow for 
cottage cluster developments in order to give the city a little more flexibility in the kinds of 
housing types developers may build to increase density in a manner consistent with the rest of 
the area.  Cottage cluster developments offer an opportunity for lower-cost housing that appeals 
to populations who do not want their own yard to care for, but still want access to common 
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greenspace and more privacy than multi-family structures or duplexes can provide.  This type of 
development can also be used as a way to build bed and breakfasts.   
 

2. TRANSPORTATION FUNDING SOURCES 

This section discusses a number of funding sources potentially available to Weston to fund 
bicycle & pedestrian improvements identified in this plan. These funding sources most likely will 
need to be combined over a length of time to fully implement the Plan.  

Projects occurring on the highway may be financed by ODOT, the City, or a combination of the 
two.  Any project funded by ODOT must be included on the State Transportation Improvement 
Program (STIP), which is updated biannually, unless other, short-term or one-time funds.  
Weston Pedestrian & Bicycle Master Plan funds are available through ODOT, such as the 
recently offered one-time pedestrian safety improvement fund.   

There are a number of state and federal grant and loan programs available for economic 
development or specific transportation projects. Most programs require a match from the local 
jurisdiction. Most of the programs available for transportation projects are administered through 
Oregon Department of Transportation (ODOT) or the Oregon Economic and Community 
Development Department (OECDD). Several of these are described below. It should be noted 
that funding sources are continuously changing and this list will need to be updated every 
several years to remain relevant.  

A. Federal Funding Sources 
Federal funding is primarily distributed through a number of different programs established by 
the Federal Transportation Act.  The latest act, The Safe, Accountable, Flexible, Efficient 
Transportation Equity Act – a Legacy for Users (SAFETEA-LU) was enacted in August 2005 as 
Public Law 109-59.  SAFETEA-LU authorizes the Federal surface transportation programs for 
highways, highway safety, and transit for the 5-year period 2005-2009.  
 
In Oregon, federal funding is administered through state (ODOT) and regional planning 
agencies.  Most, but not all, of these funding programs are oriented toward transportation 
versus recreation, with an emphasis on reducing auto trips and providing inter-modal 
connections.  Federal funding is intended for capital improvements and safety and education 
programs, and projects must relate to the surface transportation system. 
 
SAFETEA-LU 
There are a number of programs identified within SAFETEA-LU that provide for the funding of 
bicycle and pedestrian projects. 
 
Surface Transportation Program 
The Surface Transportation Program (STP) provides states with flexible funds which may be 
used for a wide variety of projects on any Federal-aid Highway including the National Highway 
System, bridges on any public road, and transit facilities. 
 
Bicycle and pedestrian improvements are eligible activities under the STP.  This covers a wide 
variety of projects such as on-street facilities, off-road trails, sidewalks, crosswalks, bicycle and 
pedestrian signals, parking, and other ancillary facilities.  SAFETEA-LU also specifically clarifies 
that the modification of sidewalks to comply with the requirements of the Americans with 
Disabilities Act is an eligible activity. 
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As an exception to the general rule described above, STP-funded bicycle and pedestrian 
facilities may be located on local and collector roads which are not part of the federally funded 
highway system.  In addition, bicycle-related non-construction projects, such as maps, 
coordinator positions, and encouragement programs, are eligible for STP funds.  ODOT 
estimates that they will receive an average of $84 million annually for this program through the 
lifetime of SAFETEA-LU. 
 
Highway Safety Improvement Program 
This program funds projects designed to achieve significant reductions in traffic fatalities and 
serious injuries on all public roads, bikeways and walkways.  This program includes the 
Railway-Highway Crossings Program and the High Risk Rural Roads Program.  ODOT 
estimates that they will receive an average of $14 million annually for this program through the 
lifetime of SAFETEA-LU.  This program replaces the Hazard Elimination Program from TEA-21. 
 
Railway-Highway Crossing Program (RHC) 
Administered by ODOT, this program is funded by a set-aside of STP funds and is designated 
for improvements to highway-rail grade crossings to eliminate safety hazards.  Funding for this 
program comes out of Highway Safety Improvement Program funds.  ODOT estimates that they 
will receive an average of $3.1 million annually for this program through the lifetime of 
SAFETEA-LU. 
 
Transportation Enhancements 
Administered by ODOT, this program is funded by a set-aside of STP funds.  Projects must 
serve a transportation need.  These funds can be used to build a variety of pedestrian, bicycle, 
streetscape and other improvements that enhance the cultural, aesthetic, or environmental 
value of transportation systems.  The statewide grant process is competitive. 
 
Congestion Mitigation/Air Quality Program 
The Congestion Mitigation/Air Quality Improvement Program (CMAQ) provides funding for 
projects and programs in air quality non-attainment and maintenance areas for ozone, carbon 
monoxide, and particulate matter which reduce transportation related emissions.  
 
These federal funds can be used to build bicycle and pedestrian facilities that reduce travel by 
automobile.  Recreational facilities generally are not funded.  ODOT estimates that they will 
receive an average of $14 million annually for this program through the lifetime of SAFETEA-
LU. 
 
Recreational Trails Program 
The Recreational Trails Program of the Federal Transportation Bill provides funds to states to 
develop and maintain recreational trails and trail-related facilities for both non-motorized and 
motorized recreational trail uses. Examples of trail uses include hiking, bicycling, in-line skating, 
equestrian use, and other non-motorized and motorized uses.  These funds are available for 
both paved and unpaved trails, but may not be used to improve roads for general passenger 
vehicle use or to provide shoulders or sidewalks along roads. 
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Recreational Trails Program funds 
may be used for:  

 Maintenance and restoration of 
existing trails 

 Purchase and lease of trail 
construction and maintenance 
equipment  

 Construction of new trails, 
including unpaved trails 

 Acquisition or easements of 
property for trails 

 State administrative costs 
related to this program (limited 
to 7 percent of a State's funds)  

 Operation of educational programs to promote safety and environmental protection related 
to trails (limited to 5 percent of a State's funds) 

Safe Routes to School (SR2S) 
Under the SR2S Program, federal funds are administered by ODOT.  Under the Oregon Safe 
Routes to School Program, approximately $3.7 million will be available for grants between 2006 
and 2010.  The grants can be used to identify and reduce barriers and hazards to children 
walking or bicycling to school. ODOT estimates that they will receive an average of $1.37 million 
annually for this program through the lifetime of SAFETEA-LU. 
 
New Freedom Initiative 
SAFETEA-LU creates a new formula grant program that provides capital and operating costs to 
provide transportation services and facility improvements that exceed those required by the 
Americans with Disabilities Act. 
 
Community Development Block Grants 
The Community Development Block Grants (CDBG) program provides money for streetscape 
revitalization, which may be largely comprised of pedestrian improvements.  Federal CDBG 
grantees may “use Community Development Block Grants funds for activities that include (but 
are not limited to): acquiring real property; reconstructing or rehabilitating housing and other 
property; building public facilities and improvements, such as streets, sidewalks, community and 
senior citizen centers and recreational facilities; paying for planning and administrative 
expenses, such as costs related to developing a consolidated plan and managing CDBG funds; 
provide public services for youths, seniors, or the disabled; and initiatives such as neighborhood 
watch programs.” 
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Rivers, Trails and Conservation Assistance Program 
The Rivers, Trails and Conservation Assistance Program (RTCA) is a National Parks Service 
program which provides technical assistance via direct staff involvement, to establish and 
restore greenways, rivers, trails, watersheds and open space.  The RTCA program provides 
only for planning assistance—there are no implementation monies available.  Projects are 
prioritized for assistance based on criteria that include conserving significant community 
resources, fostering cooperation between agencies, serving a large number of users, 
encouraging public involvement in planning and implementation, and focusing on lasting 
accomplishments. 
 
Land and Water Conservation Fund 
The Land and Water Conservation Fund (LWCF) is a federally-funded program that provides 
grants for planning and acquiring outdoor recreation areas and facilities, including trails.  Funds 
can be used for right-of-way acquisition and construction.  These funds are administered by the 
Oregon Parks and Recreation Department. 
 
Transportation, Community and System Preservation Program 
The Transportation, Community and System Preservation Program provides federal funding for 
transit-oriented development, traffic calming and other projects that improve the efficiency of the 
transportation system, reduce the impact 
on the environment, and provide efficient 
access to jobs, services and trade centers.  
The program is intended to provide 
communities with the resources to explore 
the integration of their transportation 
system with community preservation and 
environmental activities.  The 
Transportation, Community and System 
Preservation Program funds require a 20 
percent match. 
 
B. State Funding Sources 
 
Statewide Transportation Improvement Program 
The Statewide Transportation Improvement Program (STIP) is ODOT’s short-term capital 
improvement program, providing project funding and scheduling information for the department 
and Oregon’s metropolitan planning organizations.  It is a four-year program developed through 
the coordinated efforts of ODOT, federal and local governments, Area Commissions on 
Transportation, tribal governments and the public. 
 
In developing this funding program, ODOT must verify that the identified projects comply with 
the Oregon Transportation Plan (OTP), ODOT Modal Plans, Corridor Plans, local 
comprehensive plans, and SAFETEA-LU planning requirements.  The STIP must fulfill Federal 
planning requirements for a staged, multi-year, statewide, intermodal program of transportation 
projects.  Specific transportation projects are prioritized based on Federal planning 
requirements and the different State plans.  ODOT consults with local jurisdictions before 
highway-related projects are added to the STIP. 
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Oregon Revised Statute 366.514 
Often referred to as the “Oregon Bike Bill,” this law applies equally to bicycle and pedestrian 
facilities.  The statute’s intent is to ensure that future roads be built to accommodate bicycle and 
pedestrian travel.  The statute requires the provision of bicycle and pedestrian facilities on all 
major arterial and collector roadway construction, reconstruction or relocation projects where 
conditions permit.  The statute also requires that in any fiscal year, at lease one percent of 
highway funds allocated to a jurisdiction must be used for bicycle/pedestrian projects. 
 
 
Oregon Transportation Infrastructure Bank 
The Oregon Transportation Infrastructure Bank is a statewide revolving loan fund designed to 
promote innovative transportation funding solutions.  Oregon’s program was started in 1996 as 
part of a 10-state Federal pilot program.  Additional legislation passed in 1997 by the Oregon 
Legislature establishes the program in state law and includes expanded authority.  Eligible 
borrowers include cities, counties, transit districts, other special districts, port authorities, tribal 
governments, state agencies, and private for-profit and non-profit entities.  Eligible projects 
include: 

 Highway projects, such as roads, signals, intersection improvements and bridges 

 Transit capital projects, such as buses, equipment, and maintenance or passenger facilities 

 Bikeway or pedestrian access projects on highway right-of-way 
 
Eligible project costs include preliminary engineering, environmental studies, right-of-way 
acquisition, construction (including project management and engineering), inspections, financing 
costs, and contingencies. 
 
Transportation and Growth Management Program 
This planning project was funded through this grant program which provides resources for 
transportation and land use planning efforts.  At least 50% of each eligible project must be 
focused on transportation planning objectives.  Grants are administered and awarded on a 
biennial cycle through the Oregon Departments of Transportation and Land Conservation and 
Development.   
 
Measure 66 Funds – Oregon State Lottery 
Ballot Measure 66 amends the Oregon Constitution to allow money from the State Lottery to be 
used for restoring and protecting Oregon's parks, beaches, watersheds and critical fish and 
wildlife habitat.  Funds are coordinated by Oregon State Parks, and may be used for trail-related 
right-of-way acquisition and construction. 
 
Special Transportation Fund 
The Oregon Special Transportation Fund Program provides financial support to designated 
counties, transit districts and Indian tribal governments for special transportation services 
benefiting seniors and people with disabilities.  The majority of the STF money (75 percent) is 
allocated on a population-based formula.  The remaining funds are distributed by the Public 
Transportation Discretionary Grant Program. 
 
Bicycle and Pedestrian Program Grants 
The Pedestrian and Bicycle Grant Program is a competitive grant program that provides 
approximately $5 million every two years to Oregon cities, counties and ODOT regional and 
district offices for design and construction of pedestrian and bicycle facilities.  Proposed facilities 
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must be within public rights-of-way.  Grants are awarded by the Oregon Bicycle and Pedestrian 
Advisory Committee. 
 
Bicyclist Safety Mini-Grant Program 
The Community Cycling Center Bicyclist Mini-Grant Program provides funding to public 
agencies and non-profit 501(c)(3) organizations to promote the safety of bicyclists in Oregon.  
Funding is available statewide through a grant to the Community Cycling Center from ODOT’s 
Transportation Safety Division.  Funding is available for projects targeting youth and/or adults, 
with a focus on projects that incorporate a strong educational element, especially in 
communities that do not currently have access to bike safety education resources.  For 
communities that currently do have access to these resources, innovative and creative project 
proposals are highly encouraged.  Applicants may apply for grants between $800 and $5,000. 
 
Pedestrian Safety Mini-Grant Program 
Administered by Oregon’s Bicycle Transportation Alliance and the Willamette Pedestrian 
Coalition, the Pedestrian Safety Mini-Grant Program is funded through ODOT’s Traffic Safety 
Division.  The program provides funds to police departments around the state to stage 
crosswalk enforcement actions against motorists who fail to yield to pedestrians. In these 
operations, a decoy police officer attempts to cross a street at an intersection or marked 
crosswalk (crosswalk laws apply to unmarked crosswalks as well).  If passing motorists fail to 
stop and yield for the pedestrian, they are issued either a warning or a citation.  The operations 
include a media outreach component, with the purpose of raising awareness around motorists’ 
responsibility toward pedestrians.  Grant funds may also be used to offer diversion classes that 
violators can take in lieu of paying tickets.  Applicants may apply for grants up to $5,000. 
 
ODOT Administered Programs 
State Pedestrian and Bicycle Grants, administered by ODOT, are grants for pedestrian or 
bicycle improvements on state highways or local streets. Grant amounts are up to $200,000, 
with a local match en-couraged. The grants require the applicant to administer the project, and 
projects must be situated in road or highway rights-of-way. Projects include sidewalk infill, 
handicap access, street crossings, intersection improvements, and minor widening for bike 
lanes. The grant cycle is every two years, coinciding with State Transportation Improvement 
Program (STIP) update cycle. Cities and counties may apply.  

The Special Small City Allotment Program is restricted to cities with populations under 5,000. 
No locally funded match is required for participation. Grant amounts are limited to $25,000 and 
must be ear-marked for surface projects such as drainage, curbs, and sidewalks.  

The program allows cities to leverage local funds on non-surface proj-ects if the grant is used 
specifically to repair the affected area.  

The Federal Surface Transportation Program is used to con-struct, re-construct, and restore 
roads and complete operational im-provements on federal aid highways. In particular, 
Transportation Enhancement 

Enhancement activities consist of projects that improve the cultural, aesthetic and 
environmental value of the state’s transportation system. Twelve eligible activities, including 
bicycle and pedestrian projects, historic preservation, landscaping and scenic beautification, 
mitigation of pollution due to highway runoff, and preservation of abandoned rail-way corridors. 
A 10.27% minimum match is required. The funding cycle is every two years in conjunction with 
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the STIP update process. Local governments, other public agencies (state, federal, tribal) and 
the five ODOT regions can apply.  

The Oregon Transportation Infrastructure Bank provides loans and other financial assistance to 
local jurisdictions for federal-aid eli-gible highway and transit capital projects. Loans can cover 
all or a por-tion of an eligible project. Cities, counties, special districts, transit dis-tricts, tribal 
governments, ports, state agencies, and private for-profit and non-profit organizations can 
apply.  

Highway Bridge Rehabilitation or Replacement 
Highway Bridge Rehabilitation or Replacement provides funding for local bridge rehabilitation or 
replacement, administered by ODOT, with a two-year funding cycle coinciding with the STIP 
update cycle. Any city or county with a structurally deficient or functionally obsolete bridge 
meeting criteria established by federal regulations or Federal Highway Administration policies 
may apply.  

The Hazard Elimination Program carries out safety improve-ment projects to reduce the risk, 
number, or severity of accidents at highway locations, sections, and elements on any public 
road or public transportation facility. Applications are accepted at any time. Once the agency 
identifies a safety problem they should contact the appropri-ate Region staff and forward 
accident records, justification documents, and other pertinent project information. Region staff 
will then prepare a draft prospectus and send it to the Traffic Management Section to de-termine 
program eligibility. State and local agencies may apply.  

The mission of the Transportation and Growth Management Program is to enhance Oregon’s 
livability, foster integrated transporta-tion and land use planning and development that result in 
compact, pe-destrian, bicycle, and transit friendly communities. The program offers grants to 
local governments for transportation system planning and development assistance through the 
Quick Response and Community Outreach programs. The funding cycle is every two years.  

The Public Lands Highways Discretionary Program is for proj-ects that improve access to or 
within federal lands of the nation. The program can fund engineering or construction of 
highways and roads, transportation planning and research, and other facilities related to public 
travel on roads to or through federal lands. This program pro-vides reimbursement rather than 
grants. This is a nationwide program with no guaranteed minimum for Oregon. The funding 
cycle is annual, with applications due in May. Selections in the following December are 
candidate projects to enter in the nationwide competition for funds. Any public agency may 
apply.  

OECDD-Administered Programs  
The Immediate Opportunity Fund provides street and road improvements to influence location 
or retention of firms providing primary employment or revitalize business or industrial centers 
where the invest-ment is not speculative.  

The Special Public Works Fund has money targeted from lottery bond proceeds for loan and 
grant assistance to eligible public entities for the construction of infrastructure that leads to 
business location or expansion and the creation or retention of jobs. These are defined as 
providing “educational, commercial, recreational, cultural, social, or similar services to the 
public. This is program for which cities and counties may apply. The infrastructure must be 
needed primarily to support economic development, and 30% of jobs created or retained must 
be family wage jobs.  
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The Oregon Bond Bank pools municipal loans made under the Special Public Works Fund and 
Water/Wastewater Financing programs into state revenue bonds. The purpose of the bond bank 
is to provide small communities access to financial markets to finance infrastructure proj-ects at 
lower rates.  

Oregon Tourism Commission provides matching grants up to $100,000, coordinated with 
OECDD’s Needs and Issues process in or-der to give applicants more exposure to a greater 
number of potential funders. The focus is on tourism-related projects within a larger eco-nomic 
development strategy, with funds are for tourism projects such as marketing materials, market 
analyses, signage, visitor center devel-opment planning, etc., but not for construction of 
infrastructure. Non-profit agencies, municipalities, tribes, and ports may apply.  

OECDD administers the state’s annual federal allocation of Community Development Block 
Grants (CDBG) for non-metropolitan cities. The notational objective of the program is “the 
development of viable urban communities, by providing decent housing and a suitable living 
environment and expanding the economic opportunities, principally for persons of low and 
moderate income.” Eligible projects include down-town revitalization projects such as clearance 
of abandoned buildings or improvement to publicly owned facilities or infrastructure such as 
curbs, gutters, storm drainage, sidewalks, streetlights, landscaping, wa-ter and sewer, and 
permanent benches. Matching funds are required.  

 

C. Local Funding Sources 
Short-Term Debt  
There are three types of short-term debt: tax and revenue anticipation notes, bond anticipation 
notes and warrants (Bancroft), and public improvement notes. In all cases, short-term debt is 
incurred upon and secured by anticipated future revenues and a line of credit. Issuing short-
term notes allows the issuer to delay long-term financing until the market is more stable.  

Local Bond Measures 
Local bond measures, or levies, are usually initiated by voter-approved general obligation bonds 
for specific projects.  Bond measures are typically limited by time based on the debt load of the 
local government or the project under focus.  Funding from bond measures can be used for 
right-of-way acquisition, engineering, design and construction of pedestrian and bicycle 
facilities. 

Bonds provide a means for obtaining immediate capital financing of infrastructure project. A 
bond is a formalized agreement by which the bond issuer promises to repay the bond issuers a 
certain amount of money at a stated interest rate on a certain date. Government debt can be 
incurred at lower interest rates than commercial, because the inter-est is generally exempt from 
state and federal income taxes.  

Measure 50 placed additional limits on bonded debt over those that were established by 
Measure 5. For debt that had been exempt under Measure 5, capital construction now excludes 
reasonably anticipated maintenance and repairs, supplies and equipment not intrinsic to the 
structure, and furnishings. The bond levy may be imposed for no more than the expected useful 
life of the project.  
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Several different bond types are available to municipalities and spe-cial districts: general 
obligation, revenue, assessment, refunding, and certificates of participation.  

General obligation bonds are typically secured by the issuer’s prom-ise to levy a property tax to 
pay the bonded debt principal and interest. They can typically sell at a lower rate of interest than 
other bonds. General obligation bonds require voter approval, and proceeds may be only used 
for capital construction and improvements. Revenue bonds generally secure a higher interest 
rate than general obliga-tion bonds. Revenue bonds are secured by a commitment of system 
user fees for facility revenues, and fees can be increased if needed to pay debt.  

With assessment bonds, also known as Bancroft bonds, benefited properties are assessed to 
pay for a portion of the cost of local im-provements. Once the assessment procedure has been 
completed, own-ers of assessed properties have the right to apply to pay their assess-ment 
over a period as determined by the municipality (with a minimum of 10 years).  

Refunding bonds may be sold at a lower interest rate than the bonds outstanding, and the 
proceeds may be used to redeem the out-standing bonds. This allows the issuer to continue to 
pay the original debt at a lower interest rate. Alternatively, it may allow the debt service on the 
original bonds to be spread out over a longer period of time. Ad-vance refunding bonds may be 
issued in advance of maturity or date of redemption. Proceeds from the sale of the advance 
refunding bonds are placed in an escrow account and invested so there is sufficient money to 
pay bondholders at the earliest possible redemption date.  

Certificates of participation, also call lease purchase revenue bonds, are a financing technique 
for facilities, property, or equipment that uses the leasing power of local governments. Unlike 
general obligation bonds, no new tax levy is authorized. Therefore, no voter approval is 
necessary. Generally, certificates of participation represent participa-tion in a tax-exempt lease, 
which is an agreement between a municipal government and a bank trust department or 
governmental agencies. Revenues to pay the certificate of participation can come from a 
num-ber of sources, depending on the type of project financed. For example, a certificate of 
participation issued to finance a community facility may be paid back from special taxes such as 
room taxes or business license fees. When the certificate is retired, the local government owns 
the project.  

Tax Increment Financing/Urban Renewal Funds 
Tax Increment Financing (TIF) is a tool using future gains in property taxes to finance the 
current improvements that will create those gains. When a public project (e.g., sidewalk 
improvements) is constructed, surrounding property values generally increase and encourage 
surrounding development or redevelopment.  The increased tax revenues are then dedicated to 
finance the debt created by the original public improvement project.  Tax Increment Financing 
typically occurs within designated Urban Renewal Areas (URA) that meet certain economic 
criteria and approved by a local governing body.  To be eligible for this financing, a project (or a 
portion of it) must be located within the URA. 
 
System Development Charges/Developer Impact Fees 
System Development Charges (SDCs), also known as developer impact fees, represent another 
potential local funding source.  System development charges (SDCs) are used by some 
communities to fund public works infrastructure needed for new developments. SDCs allocate 
portions of the costs associated with capital improvements to the development that increases 
demand on transportation, sewer, wa-ter, and parks.  



 

WESTON INFILL PLAN 
 
 

40 

Sidewalks and trails can be considered as reimbursable expenses under a transportation SDC. 
(Reimbursable means that the new user has to pay a proportionate share of what existing users 
already have for infrastructure already in place). SDCs can only be applied to new devel-opment 
based on the increase in traffic that they will create, and cannot include addressing existing 
deficiencies.  

SDCs are typically tied to trip generation rates and traffic impacts produced by a proposed 
project.  A developer may reduce the number of trips (and hence impacts and cost) by paying 
for on- or off-site pedestrian improvements that will encourage residents to walk or use transit 
rather than drive.  In-lieu parking fees may be used to help construct new or improved 
pedestrian facilities.  Establishing a clear nexus or connection between the impact fee and the 
project’s impacts is critical in avoiding a potential lawsuit.   

Street User Fees 
Some jurisdictions administer street user fees though residents’ monthly water bills.  The 
revenue generated by the fee is used for operations and maintenance of the street system, and 
priorities are established by the Public Works Department.  Revenue from this fund can be used 
to maintain on-street bicycle and pedestrian facilities, including routine sweeping of bicycle lanes 
and other designated bicycle routes. 
 
Local Improvement Districts (LIDs) 
Local Improvement Districts (LIDs) are most often used by cities to construct localized projects 
such as streets, sidewalks or bikeways.  Through the LID process, the costs of local 
improvements are generally spread out among a group of property owners within a specified 
area.  The cost can be allocated based on property frontage or other methods such as traffic trip 
generation.  Some cities share the cost of improvements with LID funds.  

Typically, the type of public realm projects identified in this plan are funded by one of several 
different types of local funding districts: Local Improvement Districts (LID), Economic 
Improvement Districts (EID), Business Improvement Districts (BID), or an Urban Renewal 
District (URD), which provides tax increment financing and tax exempt bond-ing.  

LIDs provide funds for local types of capital improvements, such as sidewalks or other street 
improvements. Individual property owners usually have the option of playing the LID 
assessment in cash or applying fore financing through the city. The assessment formula is 
typically based on criteria such as property frontage or trip generation.  

EIDs typically base assessments on property values. EIDs cannot be used to fund capital 
improvements, but can be used to fund smaller project that complement or support larger 
downtown improvements. EIDs are often managed by a downtown development board or group, 
and are limited to a five-year duration.  

BIDs are similar to EIDs; however, assessments are paid by business owners rather than 
property owners. BIDs cannot be used to pay for capital improvements, but can fund smaller 
projects. BIDs can be time limited or perpetual.  

 
Business Improvement Districts 
Pedestrian improvements can often be included as part of larger efforts aimed at business 
improvement and retail district beautification.  Business Improvement Districts collect levies on 
businesses in order to fund area-wide improvements that benefit businesses and improve 
access for customers.  These districts may include provisions for pedestrian and bicycle 
improvements, such as wider sidewalks, landscaping, and ADA compliance. 
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Capital Improvement Program  
Many jurisdictions use some form of Capital Improvement Program (CIP) to schedule and 
budget resources for improvement projects, such as road, sewer, or waterline construction. A 
CIP usually extends out at least five years, although only one year’s worth of projects may be 
actu-ally funded. CIPs are typically updated on an annual or biannual basis. The City of Weston 
does not have a written Capital Improvement Pro-gram. Implementing a CIP would allow 
Weston to identify and priori-tize projects over the long term.  

Gas Tax Revenues  
The state collects gas taxes, vehicle registration fees, and overweight and overheight taxes, and 
returns a portion of the revenues to cities and counties. This funding is typically used for 
roadway construction and maintenance, but it can be used to make other transportation-re-lated 
improvements as long as they are located within the public right of way. This may include 
sidewalks, intersection enhancement for pe-destrians, and bike lanes.  

 

D. Other Sources 
Private Foundations 
A variety of non-profit and other private organizations provide grants aimed at community 
improvement projects.  These include, but are not limited to the Blue Mountain Valley 
Association, Meyer Memorial Trust, Cycle Oregon, Wild Horse Foundation, Oregon Community 
Fund and others. 

Local Community Partnerships 
Residents and other community members are excellent resources for garnering support and 
enthusiasm for a bicycle and pedestrian facility.  Cities can work with volunteers to substantially 
reduce implementation and maintenance costs.  Local schools, community groups, or a group of 
dedicated neighbors may use the project as a project for the year, possibly working with a local 
designer or engineer.  Work parties can be formed to help clear the right-of-way for a new path 
or maintain existing facilities where needed. A local construction company could donate or 
discount services.  Other opportunities for implementation will appear over time, such as grants 
and private funds.  Cities can look to its residents for additional funding ideas to expedite 
completion of improvements such as a bicycle and pedestrian system. 

3. PARKS IMPLEMENTATION STRATEGIES AND FUNDING SOURCES 

The City of Weston is interested in improving access to Pine Creek for recreation opportunities as 
well as preserving greenspace.  In addition, a long-term vision for this creek could include a trail 
for pedestrian and bicycle use.  To help achieve this vision, implementation strategies could 
include the following:  

 Reduce SDCs and other fees as a way of encouraging property owners to donate land to 
public use via conservation easements:  The drawback is reduced revenue from these fees 
and system charges. Provisions for requiring/encouraging easements for trails and or land 
for parks, etc. 
o The City of Weston’s current Land Development Code allows for a credit towards any 

System Development Charge for parks if the owner dedicates land for a park or other 
public use (3.4.200.C).  For the purpose of acquiring access to Pine Creek for public 



 

WESTON INFILL PLAN 
 
 

42 

use, the consultant recommends that the city add language for a similar credit (1/2 
credit) for donation of a conservation easement for a park or public use.   

o Education on tax benefits of conservation easements.  Conservation easements are 
eligible for significant federal income tax deductions (up to 50% of owner’s annual 
adjusted gross income or 100% of farmer/rancher’s taxable income per year for up to 16 
years) as well as a reduction in federal estate taxes for heirs of property.  See attached 
document on 2006 federal land conservation tax code changes for more information on 
tax benefits of conservation easements.    

 Seek funding from the American Greenways Program.  Administered by The 
Conservation Fund, the American Greenways Program provides funding for the planning 
and design of greenways.  Applications for funds can be made by local, regional or 
statewide non-profit organizations and public agencies.  The maximum award is $2,500, but 
most awards range from $500 to $1,500.  American Greenways Program monies may be 
used to fund unpaved trail development. (See also trail funding sources under 
Transportation). 

 Amend parks and recreation, open space and trails master plans as necessary to be 
consistent with the goals and policies of the concept plan.  

 Communicate with the school district to determine if school facilities in such areas have the 
capacity for greater community use.  

 Evaluate natural areas for capacity to support recreation uses, such as hiking or biking.  

 Coordinate with private property owners regarding development of a trail system.  

 Establish and implement an equitable approach to funding acquisition of park lands as they 
become necessary over time and development of park and recreational facilities through a 
mix of system development fees, user fees and other available revenue sources.  Ensure 
that property owners or developers pay their share of these costs in an equitable manner. 

 
 
 
 
 
 


	1.  Install Sidewalks on Water St 
	2.  Install Sidewalks on Washington/Railroad Street
	3.  Repair and/or Infill Sidewalks in Downtown on Main, West of Water
	 
	The following two projects were originally proposed and discussed by the consulting team and TAC.  However their potential disadvantages outweigh the advantages at this time.  For this reason they are not recommended for inclusion in a list of proposed capital improvement projects for the City and are not included in Table 1 on page 26.  
	1.  Add Bike Lanes on Water St from Depot to Mill St
	2.     Add Sidewalks & Bike Lanes on Main St from Broad to Armon St 

	 
	This project would create a pair of one-way streets between Bruce and Main Streets, with traffic on Water Street traveling in one direction (likely north) and traffic on Washington running in the other direction.  The project would also require traffic control devices such as roundabouts/traffic circles, chicanes and/or striping to direct traffic onto and off of the one-way streets where they become two-way streets north of Main Street.
	This project could provide several benefits, including improved bicycle and pedestrian safety on these streets, creation of a potential gateway feature at Bruce Street and central community design feature at the intersection of Washington and Main, and enhanced traffic flow along Water Street.  At the same time, this project has a number of potentially significant drawbacks, including increased traffic on Washington Street which is currently serves as a local residential street, potential opposition from Washington Street residents and possibly the need to redesignate this portion of the state highway (for the new one-way section of Washington Street).  In addition, couplets typically are developed to improve traffic flow in areas where traffic is heavy.  Traffic volumes along Water Street probably do not justify use of a couplet for this purpose at this time.  The project also would be expected to cost a significant amount of money but given its complexity, resources are not available to adequately assess its cost as part of this project.  
	Highway Bridge Rehabilitation or Replacement
	OECDD-Administered Programs 
	Short-Term Debt 
	Local Improvement Districts (LIDs) are most often used by cities to construct localized projects such as streets, sidewalks or bikeways.  Through the LID process, the costs of local improvements are generally spread out among a group of property owners within a specified area.  The cost can be allocated based on property frontage or other methods such as traffic trip generation.  Some cities share the cost of improvements with LID funds. 
	Capital Improvement Program 
	Gas Tax Revenues 
	Private Foundations
	Local Community Partnerships



