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1 Overview of the Corridor Plan Refresh  
1.1 ITD Corridor Planning History 
In the late 1990s the Idaho Transportation Department (ITD) began a process of corridor planning to 
identify existing and potential future needs and deficiencies on the state highways in Idaho.  The 
process was initiated to explore economical alternatives to highway construction and to identify 
which transportation projects should proceed to the programming and development stage. Corridor 
planning was initiated to comprehensively address future transportation needs and to recommend a 
package of improvements and management strategies for the transportation system within a corridor. 
The specific objectives for the Corridor Plans are identified in guidelines for their preparation as the 
as following: 1 

• Promote the safe and efficient movement of people, goods, and services. 
• Initiate an intergovernmental cooperative planning process to promote community and state 

based transportation decisions. 
• Provide opportunities for public, local government, and agency participation early on and 

throughout the process, and promotes active participation in potential corridor solutions, 
including the development of context sensitive solutions; meets objectives by 
comprehensively addressing transportation issues, and evaluating a full range of 
multimodal solutions for increased mobility. 

• Save money by identifying long-range right-of-way needs by anticipating potential 
problems resulting from growth before solutions become too expensive. 

• Fill the gap between the statewide modal plans for highways, public transportation, rail, 
aeronautics, and bicycle/pedestrian, and the project selection process. 

• Furnish a link between land-use planning and transportation planning. 
• Determine the extent of the social, economic, and environmental issues within the corridor 

and analyzes potential alternatives at an appropriate and economical level of detail. 
• Facilitate resolution of major issues (i.e., public opinion, cost, environmental constraints) 

before specific project programming and development begin. 
• Protect transportation investments by exploring alternate means to accommodate 

transportation needs, with and without capital-intensive improvements. 
• Provide an opportunity to direct future development, and minimize environmental, social 

and economic impacts. 

A Corridor Plan was approved for the SH 33 Corridor in 20032 and covered the area identified in 
Figure 1.  The purpose of this Corridor Plan “Refresh” is to update the appraisal of existing and 
future conditions and to determine whether there is a need for an updating of the recommendations 
for the corridor.  The emphasis in the Corridor Plan Refresh is on updating the analysis of existing 
and future traffic flow characteristics and how they affect concerns such as safety, congestion, and 
the quality of the experience traveling in the corridor. 

                                                 
1 Idaho Corridor Planning Handbook,  prepared by the Idaho Transportation Department, Division of Transportation 
Planning, in association with CH2M Hill and Olson Planning Consulting, Boise, Idaho, Updated December 2006. 
2 SH 33 Corridor Plan: Us 20 to Wyoming Border, prepared for the Idaho Transportation Department by W&H 
Pacific with KMP Planning, 2003. 
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Figure 1 – Location of SH 33 Study Corridor Segments 

 

An overall analysis of the “health” of the corridor now and for a twenty-year forecast is made by 
combining a number of important factors including those just mentioned and roadway characteristics 
including the number of points of access and shoulder width. This appraisal of corridor heath is used 
to reevaluate exiting and future needs in the corridor.  Based on the reassessment of needs, the 
improvements recommended in the 2003 Corridor Plan are also reevaluated to determine whether 
they adequately address the new assessment of corridor needs. 

1.2 2003 Corridor Plan 
The Corridor Plan for SH 33 approved in 2003 included an analysis of the existing (using 2000 data) 
and future (2020) conditions in the corridor that consisted of a review of roadway geometrics, 
accident rates, and level of service, all of which were compared to standards or policy guidelines for 
the appropriate level of each of the characteristics developed by ITD or by national professional 
organizations.  The geometric characteristics included number of lanes, lane widths, vertical and 
horizontal alignment, shoulder width, and roadway signing, lighting and striping.  The 2003 Corridor 
Plan also identified the facilities and services for modes other than the private passenger car 
including public transit, plane, bicycle and pedestrian.  Modes for freight movement were also 
studied and described including truck, railroad and air.  A land-use review was conducted to identify 
existing and potential future land uses in the corridor.  An environmental scan was conducted to 
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identify potentially sensitive land uses and habitats.  The planning effort also included a public 
outreach and involvement effort to identify the concerns, needs and desired improvements for the 
corridor.  The public involvement and outreach effort consisted of four public meetings in addition 
to a Task Force, a Technical Advisory Group, Stakeholder interviews, a Stakeholders workshop and 
a project website. 

1.3 Conclusions and Recommendations from the 2003 Corridor Plan 
The analysis of existing and future conditions in the 2003 Corridor Plan identified only one segment 
where accident rates were of concern – (MP 114.492-114.772 – one mile west of the Canyon Creek 
Bridge).  This location emerged as a High Accident Location (HAL) in ITD’s system for identifying 
the highest accident locations in the state and in the district.  Level of service was identified as a 
potential concern only in a segment north of Driggs (MP 140.285 – 140.515) where the roadway was 
identified as LOS D in the existing (2000) condition and in the future (2020) condition.  ITD’s 
policy for LOS is that LOS C is desirable but LOS D is permissible.  The report suggested that 
intersection level of service was likely to deteriorate with increasing volume, but no levels of service 
worse than D were predicted in the 2020 time frame. 

As a result of the analysis of the existing and future conditions and the input received from corridor 
residents, stakeholders and transportation professionals; a number of improvements were suggested 
for the corridor to allow SH 33 to continue to provide its function.  Some of the improvements were 
recommended to meet specific deficiencies, but others were included to “modernize” SH 33: 
transforming it from a rural two-lane roadway designed to support rural and intercity functions to a 
roadway that could support a corridor of fast growing communities with many turning movements to 
and from side streets.  The 2003 Corridor Plan for SH 33 identified the need for seven categories of 
improvements over the next 20 years: 

• Turn lanes or frontage road improvements between US 20 and Teton Island Canal 

• Passing lane improvements near Old Dam Site 

• Improved signage near sportsman access locations 

• Improved signage at State-designated big game crossings 

• Improved signage and lighting at the intersection of SH 33 and SH 32 

• Center turn lane and lighting improvements on SH 33 at major intersections between Tetonia 
and Victor 

• “Main Street” improvements in Driggs and Victor 

Some of the recommendations have already been addressed.  A list of the major improvements on 
SH 33 since the adoption of the 2003 Corridor Plan is provided in Table 1. 
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Table 1 – Recently Completed Roadway Improvements on SH 33  
 
Project Location Improvements 
Canyon Creek Bridge  
MP 115.1 Bridge Replacement 

Intersections with Packsaddle 
Road/Peacock Road / 400 N 
MP 137.266 

Intersection Widening and Turn-Lane Improvements 

Intersection with FH 76  
MP 141.28 

Traffic Signal, bicycle Lanes and ADA-compliant sidewalks and ramps 
installation 

Intersection with Fox Creek Canyon 
Road / 500 S  
MP 146.299 

Intersection Widening and Turn-Lane Improvements 

Gas Station Road  
MP 150.3 Intersection Widening and Turn-Lane Improvements 

Sources: District 6 Needs Report (Intersection Improvement Program, June 08; SH 33 Corridor Plan US 20 to Wyoming 
Border v0, July 08) 
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2 Vision (Function and Form) for the Corridor  
2.1 Existing Functions of the State Route in the Corridor 
The evaluation of the existing and future conditions on SH 33 differentiated between six different 
segments of the corridor.  They are as listed below and illustrated graphically in Figure 1. 

Segment 1 (MP 100.0 to MP106.6) – Near US 20 to just west of Newdale 

Segment 2 (MP 106.6 to MP 131.1) – Newdale to SH 32  

Segment 3 (MP 131.1 to MP 137.3) – SH 32 to North of Driggs 

Segment 4 (MP 137.3 to MP 144.3) – North side of Driggs to Fox Creek 

Segment 5 (MP 144.3 to 150.7) – Fox Creek to south side of Victor 

Segment 6 (MP 150.7 to MP 155.1) South side of Victor to the Wyoming border 

The SH 33 corridor has at least three distinctly different parts, and SH 33 serves different functions 
in these three parts.  The first part of the corridor is from the beginning of the corridor in Sugar City 
to the just west of Newdale and is comprised of Segment 1.  This part of the corridor is represented 
by a series of small towns separated by agricultural areas.  The towns are growing fairly slowly (less 
than 1% per year), but have existing residential and non-residential land uses fronting on SH 33 and 
with direct access.  In this portion of the corridor, SH 33 serves primarily as a rural highway 
providing a farm-to-market route for many of the farms along the corridor and the largely 
agricultural portion to its immediate east.  SH 33 is also one of the high-speed routes connecting the 
population along US 20 in Idaho Falls, Rigby and Rexburg with recreational opportunities in eastern 
Idaho and Wyoming.  SH 33 is also one of the high-speed routes connecting the residents of the 
Teton Valley with urban services along US 20 with connections to other parts of the state.  This 
function is particularly important during the winter when SH 31is subject to closure due to snow. 

The second major part of the corridor runs from just west of Newdale to the western edge of the 
Teton Valley.  It is comprised of Segment 2.  This part of the corridor is almost exclusively 
agricultural.  It functions largely as a farm-to-market road for the potato farms, dairies and other 
agricultural operations in that part of the corridor.  It is also the high-speed connection between the 
population and recreational opportunities in the Teton Valley and the population centers along US 
20.  The only land uses with direct access to SH 33 along this part of the corridor are the farms and 
potato storage facilities. 

The third major part of the corridor is the portion within the Teton Valley: Segments 3 to 6.  This 
portion of the SH 33 corridor is the only one that is experiencing rapid growth in population and 
employment.  That growth is expected to continue as a result of growing popularity of recreation in 
Yellowstone-Grand Teton-Eastern Idaho area and high development costs in the Jackson area of 
Wyoming, located roughly 30 miles to the southeast.  In this portion of the corridor, SH 33 connects 
existing towns of Tetonia, Driggs and Victor and provides a connection with the Jackson area, which 
is also experiencing rapid growth.   
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In this portion of the corridor, SH 33 is required to serve almost all of the functions that a state 
highway can serve – intercity connector, farm-to-market road, goods movement corridor, 
recreational travel corridor, scenic byway, commute route, local access to and from residences and 
businesses, local access to schools, etc..  It provides the final portion of the connection between the 
population centers along US 20 and the recreational activities in western Wyoming.  But the 
residential development that is occurring in new subdivisions just off of SH 33 throughout this 
portion of the corridor is resulting in a 25- to 30-mile stretch of low-density neighborhoods requiring 
SH 33 to support a residential population. 

In Tetonia, Driggs and Victor; SH 33 is the main street with stores, restaurants and other businesses 
as well as museums, schools and other educational institutions.  A Transportation Access Plan (TAP) 
Agreement between ITD and the Town of Driggs is restricting the access to SH 33 to the existing 
businesses in the downtown area.   If other jurisdictions such as Victor, Tetonia, and Teton County 
also sign agreements with ITD, this will put more pressure on these jurisdictions and developers to 
develop a town and county road network that supplements SH 33 and allows for as much internal 
travel within the Valley to stay off of SH 33 as possible.  With the growth in population along SH 33 
in the Teton Valley, particularly the recreational population, there is also growing pressure for 
opportunities for walking and bicycling.  Because of very narrow paved shoulders with the Teton 
Valley, SH 33 does not represent a good facility for either walking or bicycling. Fortunately, a multi-
use trail system is being developed parallel to SH 33 in the Valley.  It has already been built in a 14 
mile section between Victor and the Wyoming border.  Teton Valley Trails and Pathways (TVTAP), 
a non-profit organization is taking the lead to raise public and private funds to extend the path. 

The portion of SH 33 between SH 32 and SH 31 is also part of the Teton Scenic Byway: a 68.9 mile 
route that begins at US 20 in Ashton and ends in Swan Valley.  It follows SH 47 and SH 32 between 
Ashton and Tetonia, SH 33 between Tetonia and Victor and SH 31 between Victor and Swan Valley.  
The scenic byways on state routes in Idaho are designated by the state to identify routes with scenic 
beauty, natural attractions, outdoor recreation or historical significance.  With the designation as a 
scenic byway the State of Idaho recognizes the value of the route for tourism and recreational travel 
by its residents and visitors to the state.  With the designation, there is greater emphasis given to 
preserving the natural beauty, recreational amenities and historical artifacts on the route. 

2.2 Future Function of the State Route in the Corridor 
Long-range population, employment and travel forecasts were prepared for the SH 33 corridor and 
are described in detail in the technical memorandum “Population, Employment and Travel 
Forecasts” (2008), which is provided as an appendix to this report.  Because a substantial amount of 
growth is expected in or near the SH 33 corridor within the Teton Valley, the function of the road is 
likely to change somewhat over the next twenty years.  The Teton County population has increased 
by about 250 to 300 residents per year over the past fifteen years.  This represents a linear growth 
rate of about 3.5% when applied to the 2006 population of roughly 8000 residents.  If the growth 
continues at this rate over the next twenty years, the population of Teton County could reach 13,500 
by 2027.  Growth is also expected in Madison County, but most of the growth is expected to occur in 
Rexburg.  The growth in Sugar City has been less than 1% per year and much of the rest of the area 
along SH 33 has lost population. Very little growth is expected to occur adjacent to SH 33 in 
Madison County in the next twenty years.    Rexburg grew by about 700 residents per year over the 
past fifteen years which is about 2.7% of the 2006 population of roughly 27,000.  While the growth 
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in population in Rexburg is not directly on SH 33, the growth is likely to have effect on travel on the 
route. 

The pace of growth in the Teton Valley has also been greater than was anticipated in the 2003 
Corridor Plan.  As indicated in the comparison of the new forecasts with those produced for the 
2003 Corridor Plan in Table 2 and graphically in Figures 2 and 3, the new growth forecasts for 
the corridor are roughly comparable to the previous forecasts for Segments 1-3, but are  
considerably higher than the previous forecasts for Segments 4-6 in the Teton Valley.  The 
difference in forecasts increases going south through the Valley with the forecasts for the Victor 
area being more than twice the previous forecasts (when interpolated for a comparison for 2020).  
 
The growth in traffic volumes is expected to range from a low of 34% to 40% in Segment 1 in 
Sugar City and Teton to a high of 124% to 232% in the sections near Victor.  Most of the volumes 
in the Teton Valley portion of the corridor are expected to at least double, and the Teton Valley 
already had the highest volumes in the corridor. With the potential growth in the population and 
the growth in traffic volumes focused in the Teton Valley, the function of SH 33 is likely to shift 
toward greater service of travel within the Teton Valley.  The volumes are also likely to approach 
or exceed the limits of a two-lane road and a new form for the roadway may be needed. 

2.3 Future Form for SH 33 
With the volume of traffic and the continued development of the Teton Valley, the form of SH 33 
will almost certainly have to change to meet the needs of the future.  With the residential and 
commercial development along the corridor in the Valley, the design to meet the access needs of the 
growing residential population and commercial and institutional land uses will have to provide for 
safer turning opportunities.  The upper bound on the daily design volume on SH 33 in the Teton 
Valley could exceed 20,000 vehicles in segments south of Driggs.  At that level, the capacity of a 
two-lane roadway would clearly be exceeded.  Addition of a lane in each direction would almost 
certainly be required to meet the demand and sustain a level of service D or better. 

2.4 Summary of Changes in Vision, Function and Form of the Corridor 
The Corridor Plan Refresh for SH 33 has not resulted in any significant change in the vision for the 
corridor or the nature of its existing or future character.  Most of the trends that are shaping the 
corridor’s identity were occurring in the late 1990s and were identified in the 2003 Corridor Plan.  
The Teton Valley’s emergence as a popular area for new residences and vacation homes had already 
begun.  The pace of development increased in the seven years since the initial study, and so only the 
amount of growth expected by the forecast year (2027) has changed.  But with an increase in the 
amount of growth in population, employment and travel; has also come an increase in needs to 
sustain the functionality of SH 33. Many of the recommendations made in the 2003 Corridor Plan to 
“modernize” SH 33 now appear necessary to meet existing or forecast future needs and deficiencies. 
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Table 2 – Traffic Volume Forecasts for SH 33 
% Diff.

Begin 
MP End MP

Linear 
Growth

Compound 
Growth

Linear 
Growth

Compound 
Growth

Linear 
Growth

Compound 
Growth

Linear vs 
Compound

100.00 101.03 Northest of Sugar City JCT SH-33 3000 E RD 2 3,500 4,150 3.25% 5,889 5,915 6,982 7,014 68.25% 69.01% 0.45%
101.03 102.78 Northest of Sugar City 3000 E RD 00N RD RT 2 2,900 3,490 3.25% 4,879 4,901 5,872 5,899 68.25% 69.01% 0.45%
102.78 103.07 West of Teton 00N RD RT 2400 E RD 2 2,500 3,050 3.25% 4,206 4,225 5,132 5,155 68.25% 69.01% 0.45%
103.07 104.08 Teton 2400 E RD 2500E RD 2 3,000 3,410 1.61% 4,014 4,032 4,563 4,584 33.81% 34.42% 0.45%
104.08 106.10 East of Teton 2500E RD N8000 E RD 2 2,600 3,160 1.61% 3,479 3,495 4,228 4,248 33.81% 34.42% 0.45%
106.10 106.60 West of Newdale N8000 E RD FIRST ST WEST 2 2,300 2,840 2.85% 3,677 3,694 4,541 4,561 59.88% 60.60% 0.45%
106.60 115.10 Newdale FIRST ST WEST NA 2 2,202 2,730 1.61% 2,948 3,081 3,655 3,820 33.87% 39.93% 4.53%
115.10 115.70 East of Newdale NA CANYON CREEK RD 2 2,200 2,730 1.61% 2,945 3,079 3,655 3,820 33.87% 39.93% 4.53%
115.70 115.80 East of Newdale CANYON CREEK RDNA 2 1,700 2,180 1.61% 2,276 2,379 2,918 3,051 33.87% 39.93% 4.53%
115.80 118.25 East of Newdale NA COUNTY LINE 2 1,700 2,180 1.61% 2,276 2,379 2,918 3,051 33.87% 39.93% 4.53%

118.25 131.07 West of SH 32 COUNTY LINE JCT SH-32 2 1,700 2,180 2.31% 2,523 2,637 3,235 3,382 48.41% 55.14% 4.53%
131.07 132.90 North of Tetonia JCT SH-32 MAIN ST 2 2,500 3,050 1.92% 3,510 3,730 4,282 4,550 40.38% 49.18% 6.27%
132.90 135.50 East of Tetonia MAIN ST BALER RD (50W) 2 2,400 2,940 1.92% 3,369 3,580 4,127 4,386 40.38% 49.18% 6.27%
135.50 137.27 North of Driggs BALER RD (50W) 400N 2 2,500 3,050 1.92% 3,510 3,730 4,282 4,550 40.38% 49.18% 6.27%
137.27 140.89 North Side of Driggs 400N HARPER AVE 2 5,100 5,890 4.27% 9,674 12,273 11,172 14,174 89.68% 140.65% 26.87%
140.89 141.79 Driggs HARPER AVE 50S RD 2 6,400 7,310 4.27% 12,140 15,402 13,866 17,592 89.68% 140.65% 26.87%
141.79 142.03 South Side of Driggs 50S RD BATES RD (200S) 2 5,100 5,890 4.27% 9,674 12,273 11,172 14,174 89.68% 140.65% 26.87%
142.03 143.29 South of Driggs BATES RD (200S) DARBY RD (200S) 2 5,100 5,890 4.27% 9,674 12,273 11,172 14,174 89.68% 140.65% 26.87%
143.29 144.30 North of Fox Creek DARBY RD (200S) 300S 2 5,100 5,890 4.27% 9,674 12,273 11,172 14,174 89.68% 140.65% 26.87%
144.30 149.33 Fox Creek and Chapin 300S CEDRON RD 2 6,200 7,090 5.88% 13,860 20,596 15,850 23,553 123.55% 232.20% 48.60%
149.33 149.62 North Side of Victor CEDRON RD JCT SH-31 2 6,400 7,310 5.88% 14,307 21,261 16,342 24,284 123.55% 232.20% 48.60%
149.62 149.98 South Side of Victor JCT SH-31 50W RD 2 5,400 6,220 5.88% 12,072 17,939 13,905 20,663 123.55% 232.20% 48.60%
149.98 150.70 SE of Victor 50W RD S BASELINE RD 2 4,100 7,960 5.88% 9,166 13,620 17,795 26,443 123.55% 232.20% 48.60%
150.70 155.08 Near Wyoming Border S BASELINE RD STATE LINE 2 4,211 8,150 3.55% 7,347 8,754 14,220 16,943 74.48% 107.89% 19.15%

Madison County

TetonCounty

2006
AADT

Count-Based
Growth Rate

2027 AADT
No. of 
Lanes

Highway Section

Area From To

2027 DDV % Change '06 to '27
2006
DDV

 

Note: MP – Milepost, AADT – Average Annual Daily Traffic, DDV – Daily Design Volume  
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Figure 2 – Comparison of Traffic Volume Forecasts for SH 33: Segments 1-3 

 

Figure 3 – Comparison of Traffic Volume Forecasts for SH 33: Segments 1-3  
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3 Appraisal of Corridor Health 
3.1 Definition of the Components of the Health of the Corridor 
Because the overall health of the corridor results from a combination of the characteristics 
described above and not just from one of them, a method is needed for combining the factors into a 
single measure.  Developing such a single measure requires subjective judgment and should 
ultimately reflect the priorities of the residents of the corridors and those that use the facilities.  As 
an initial attempt at a scoring method, the formulation in Table 3 has been developed.  A more 
detailed description of the corridor health scoring system and the GIS database that supports it is 
provided in the technical memorandum “Corridor Health Visualization Tool” (July 2008), which is 
provided as an appendix to this report. 
 
Table 3 – Scoring System for Corridor Health Appraisal 
 
Factor Weight Factor  Score 
Safety 40% Where X=.35*(% of State VMT for Category with Fatal Accident Rate 

greater than the Segment) + .35*(% of State VMT for Category with Injury 
Accident Rate greater than the Segment) + .3*(% of State VMT for 
Category with Total  Accident Rate greater than the Segment) 

Travel 
Time 
and 
Delay 

30% 1/LOS where LOS = .5 * (Link LOS for Average Peak Hour Conditions) + 
.2 * (Link LOS for Design Hour Volume) +  .2 * (Int. LOS for Average 
Peak Hour Conditions) + .1 * (Int. LOS for Design Hour Volume) 
Where LOS = 1 for C, 2 for D, 3 for E and 5 for F 

Ride 
Quality 

10% 1/PC where PC = 1 for Good, 2 for Fair, 3 for Poor and 5 for Very Poor 
Pavement Condition Rating 

Points of 
Access 

10% =1/[(Number of Access Points per mile) / (Number Allowed by Guidance 
for the Roadway Type)] 

Shoulder 
Width 

10% Average of Width/Standard up to 1 

Note: LOS – Level of Service, VMT – Vehicle Miles of Travel, Int. – Intersection, PC – Pavement Condition 

 

Using the corridor heath rating system, the relative health of the SH 33 corridor was appraised.  For 
the existing conditions in 2007, the entire corridor was rated as “good” or “fair” except for two 
sections in the Teton Valley as illustrated in Figure 4. The “poor” rating in these two short sections 
was the result of “poor” ratings for ride quality and shoulder width.  
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Figure 4 – Existing (2007) Health Rating for the SH 33 Corridor 

 

The corridor health was also appraised for the 2027 forecast year and the results are presented in 
Figure 5.  The rating does not change between Sugar City and Driggs, but a significantly longer 
segment between Driggs and Victor is rated as “poor” in the future appraisal because of the large 
increase in traffic and its impact on travel time and delay.  The future-conditions appraisal is based 
on the forecasts from the linear projection of traffic growth (or modeled growth, whichever is 
higher). Use of the higher estimates that result from the compound growth rate would increase the 
number of sections that would be rated “poor” in the Teton Valley because of an increase in travel 
time and delay. 

The appraisal of corridor health is based on five factors: Safety, Travel Time and Delay, Ride 
Quality, Points of Access and Shoulder Width.  A more detailed discussion of each of these areas of 
appraisal is provided below. 
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Figure 5 – Future (2007) Health Rating for the SH 33 Corridor 

 

3.2 Safety  
 

Safety is a concern in the corridor but not one that is particularly severe.  The overall accident rate is 
higher than the statewide average.  There are also two segments identified as High Accident 
Locations by ITD: 

Segment 2: 
• 114.892 – 115.102 Between Hog Back Road and North Canyon Creek Road where there is 

a big bend in SH 33 
 

Segment 6: 
• 154.806 – 155.084 Southeast of Victor near the Wyoming border  

 

An analysis of the accident history for the corridors is presented in Figure 6.  The pie charts in the 
graphic identify the total number of accidents over the six years between 2001 and 2006 and the 
portions of accidents that included fatalities, injuries or property damage only.  The color given to 
the band for each of the six segments of the corridor is based on the percentage of VMT in the state 
for the same classification of roadway that exceeded the rate for the segment.  A rating of “poor” 
indicates that only 30% of the VMT in the state on rural two-lane roads in the state system had a 
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higher accident rate.  A rating of “fair” (yellow) indicates that 30% to 50% had higher accident rates.  
A good rating is given to roadway segments with an accident rate less than 70% of the other 
segments within the state.  Only Segment 1 near Teton had a “poor” rating.   

 
Figure 6 – Existing (2007) Safety Conditions for SH 33 Corridor  

 

3.3 Travel Time and Delay 
Existing levels of service are good in the rural portions of the corridor and fair in segments with 
small towns as indicated in Figure 7.  Much of the mileage between Sugar City and Tetonia is level 
of service A or B and between Tetonia and the Wyoming border is at level of service C or D.  By 
2027, most of the corridor will be level of service C or D under Design Hour Volume (30th highest 
hour of the year) traffic conditions, but most of the portion of the corridor from the southern edge of 
Driggs to the Wyoming border is likely to be level of service F because of the large increase in 
volume on SH 33 related in part to the large increase in commuting from the subdivisions along this 
portion of the corridor to the Jackson area. Expected level-of-service conditions for 2027 are 
indicated in Figure 8. 
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Figure 7 – Existing (2007) Design Hour Volume Level of Service Conditions for SH 33 Corridor 
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Figure 8 – Future (2027) Design Hour Volume Level of Service Conditions for SH 33 Corridor 

 

3.4 Ride Quality  
ITD classifies pavement condition as Good, Fair, Poor, and Very Poor based on the Cracking 
Index (CI) and the Roughness Index (RI), both with value between 0 and 5, assigned to each of the 
roadway segments.  The Cracking Index (CI) gives a rating of a roadway surface’s visual distress, 
while the Roughness Index (RI) is a rating of surface smoothness.  The higher the CI and RI 
values, the better the roadway pavement condition is.  The criteria for pavement condition for 
Interstate highways and arterials recommended in the Idaho State Highway Plan are listed in Table 
4.   

Table 4 – Criteria for Interstate Highway and Arterials Pavement Condition 
 

Pavement Condition CI, RI values 
Good (CI or RI) > 3.0 
Fair 2.5 <= (CI or RI) <= 3.0 
Poor 2.0 <= (CI or RI) < 2.5 

Very Poor (CI or RI) < 2.0 
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The roadway sections on SH 33 with deficient pavement conditions are listed in Table 5.  12 percent 
of the fifty-five miles of the entire corridor is in “Poor” condition.  Figure 9 summarizes the 
pavement condition on SH 33 corridor. 

Table 5 – SH 33 Sections with Poor Pavement Condition 
 
MP From MP TO Area Rating 

107.10 111.29 Newdale Poor 
118.25 120.44 West of SH 32 Poor 

 

Figure 9 – Pavement Condition Summary for the SH 33 Corridor 

SH 33 Pavement Condition Summary 
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3.5 Shoulder Width 
Shoulder width was evaluated on the basis of ITD and AASHTO guidelines for the appropriate 
widths given roadway functional classification and volume.  The guidelines suggest that rural two-
lane roads with volume in the range of that on SH 33 should have at least eight feet of paved 
shoulder on each side of the road3.  Figure 10 indicates the current rating of segments on SH 33 
based on this guideline.  Segments with eight feet or more are rated “good,” those with less than 

                                                 
3 The guideline for a fifteen mile section west of SH 32 is for six feet of paved shoulder because of a lower volume.  
The rating for that section is based on the lower guideline value.  
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eight feet but at least two feet are rated “fair” and those with less than two feet are rated “poor.”  
Most of the rural segment between Newdale and Tetonia is rated “fair.”  The more developed areas 
near Teton and within the Teton Valley are rated “poor.” Adequately wide paved shoulders improve 
the functioning for a state route because they allow for drivers to pull off of the road for emergencies 
without obstructing a travel lane.  This improves both the safety of the roadway and the level of 
service.  Paved shoulders also provide for use of the roadway by slower moving vehicles such as 
farm equipment, bicycles, and horses.  As the residential and commercial development in the Teton 
Valley increase, the need to provide for safe separation of these modes from the high volume of 
automobile and truck traffic increases in importance.  Because the portion of SH 33 between SH 32 
and SH 31 is also part of the Teton Scenic Byway, there is added importance to maintaining 
adequately wide shoulders to accommodate bicyclists and equestrians.   

Figure 10 – Existing (2007) Shoulder Width Conditions for SH 33 Corridor 

 

3.6 Points of Access 
All segments of SH 33 were given a rating of “fair” for points of access. There are 48 at-grade 
intersections along the 55 miles of the SH 33 corridor as indicated in Figure 11.  This is an average 
of less than one intersection per mile and below the access management guidelines for Type II or 
Type III rural two-lane undivided roads.  None of the six segments in the SH 33 exceed the standard 
for Type III roadways of a minimum spacing of one-half mile.  The densest segment in the Teton 
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Valley has 17 intersections in a ten mile segment.  Of far greater concern in the corridor is the 
number of approaches or driveways.  The recommended spacing for approaches is at least 500 feet 
for Type II roads and 1000 feet for Type III roads.  Proactive access management will be needed to 
restrict the number of new access points allowed on SH 33 particularly in developing areas of Teton 
Valley, but also in segments of Sugar City, Teton and Newdale. 

Figure 11 – Existing (2007) Intersection Locations on SH 33 Corridor 

 

3.7 Summary of Needs for Improvement 
The greatest need for corridor improvements to maintain the future health of the SH 33 corridor will 
be in the portion of the corridor in the Teton Valley.  Within this segment, the greatest need will be 
for access management to ensure that the number access points to SH 33 is minimized and there is 
the greatest possible accommodation of travel that is internal to the Valley on local roads or special 
trails.  This will require continued development of a road system to provide parallel north–south 
travel opportunities.  It also means continued support for and development of the mixed-use trail that 
parallels SH 33. 

Intersection improvements will be needed at numerous points along SH 33 to allow for left- and 
right-turn lanes from SH 33 but also adequate accommodations for right runs from the side streets to 
ensure safe entry on to SH 33.  Several signalized intersections will also be needed in the Teton 
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Valley to accommodate the large volume of traffic entering or crossing SH 33 from key points.  
While it is desirable to limit the number of signalized intersections on a state highway that is 
providing intercity and interstate access, some signalization will be required in the Teton Valley 
because of the large amount of residential and commercial growth that is expected. 

 

Passing lanes will be needed in the rural segments of the corridor to ensure that a reasonable level of 
service can be sustained with a reasonable degree of safety.  An additional lane in each direction is 
also likely to be needed in the vicinity of Victor.  Passing lanes and turning lanes will not be 
adequate to maintain the appropriate level of service for that segment in the later portion of the 
planning horizon. 
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4 Summary Strategies to Maintain the Corridor Health 
and Meet the Vision  

4.1 Summary of Changes in Recommendations for the Corridor 
 
Most of the recommendations from the 2003 Corridor Plan appear to remain valid, but because of 
the rapid growth and expectation of higher travel demand within the planning horizon, some 
additional improvement strategies are now recommended.  The following is a review of the 
previously recommended strategies for improvement:  

• Turn lanes or frontage road improvements between US 20 and Teton Island Canal – 
Turn lanes continue to be warranted because of the growth that is occurring in Sugar City, 
Teton and Newdale.  The growth in traffic volume over the past ten years has been modest 
but as Rexburg grows some of the growth will increase in this area on SH 33.  Intersection 
counts taken in  July 2008 have helped to determine the timing for the turn lanes 

• Passing lane improvements near Old Dam Site – While the low volume of existing and 
forecasted future traffic on this segment of the corridor would not suggest that passing lanes 
are a high priority, passing lanes could help improve safety due to the speed differential of 
vehicles on the road, particularly in an extended uphill grade where there few passing zones. 

• Improved signage near sportsman access locations – The Corridor Plan Refresh has 
focused on volume related changes and so the need for additional or improved signage has 
not been directly evaluated, but as the traffic volume increases the importance of good 
signage increases.  This is particularly important for travel by tourists and recreational 
visitors to the area. 

• Improved signage at State-designated big game crossings – Similarly, the expected 
increase in traffic on SH 33 will increase the importance of good signage. 

• Improved signage and lighting at the intersection of SH 33 and SH 32 – Allowing this 
recommendation does not appear to represent a high priority, the expected increase in traffic 
on SH 33 may increase the importance of good signage and lighting over time at the 
intersection. 

• Center turn lane and lighting improvements on SH 33 at major intersections between 
Tetonia and Victor – The increasing need for improvements is most pronounced in this 
category.  The rapid growth that is occurring in the Teton Valley is resulting in an increase in 
volume on SH 33, but more important is that it is increasing the amount of traffic entering, 
exiting or crossing SH 33.  This element of growth is increasing the need to accommodate 
turns in a safe manner that also allows for maintenance of the level of service through the 
Valley.   

• “Main Street” improvements in Driggs and Victor – Of the five towns along SH 33 
included in the Corridor Plan Refresh – Teton, Newdale, Tetonia, Driggs and Victor, all but 
Newdale have emerged with commercial, civic and other community activities centered on 
SH 33.  The commercial activities for Newdale have emerged off of SH 33 on a parallel 
street.  The towns of Driggs and Victor and Teton County have both initiated negotiations 
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with ITD to establish agreements to retain and protect the “downtown” nature of the core 
areas of these towns on SH 33 while also agreeing to regulate access on other parts of SH 33 
to contain the growth in commercial and civic activities needing access to the road to those 
areas where they already exist.  The towns of Driggs and Victor have begun preparing plans 
for how the “Main Street” characters of their downtown cores on SH 33 can be sustained and 
enhanced.  The analysis conducted in the Corridor Plan Refresh continues to support the need 
for both the “Main Street” improvements and the access management.  In the remainder of 
the Teton Valley and on the other parts of SH 33, continued access management is 
recommended to maintain the appropriate functionality of SH 33. 

• Access Management to regulate the number of new approaches and intersections 
permitted – The 2003 Corridor Plan recommended designation of the entire SH 33 corridor 
as Type II Rural for access management, while also acknowledging the difficulty of 
enforcing the access guidelines established for state routes.  The analysis conducted in the 
Corridor Plan Refresh continues to support the need for access management on SH 33.  
While the commercial and residential growth in the towns along the corridor are essential to 
supporting the local economy and quality of life of the local residents, maintaining 
reasonable travel times and safe operating conditions on SH 33 is equally important to 
meeting these same goals.  ITD has been successful in negotiating a Transportation Access 
Plan with Teton County and the Town of Driggs that will help ITD maintain access within 
the guidelines established for SH 33. 

The Corridor Plan Refresh analysis suggests that several additional improvement strategies will be 
priorities in the corridor over the next twenty years. 

• Added Travel Lanes – Because of the expected increase in travel in the southern portion of 
the Teton Valley in the vicinity of Victor, an additional travel lane in each direction will be 
necessary to maintain appropriate level of service.  Passing lanes and turn lanes are not likely 
to be adequate to serve the forecast demand. 

• Development of Local Road Network – As the growth in the Teton Valley continues, the 
need for a more complete local road network to serve local demand will become more 
important if SH 33 is to sustain its function as a through route. 

• Mixed-Use Trails and Pedestrian Facilities (Sidewalks and Crossings) – The residential 
and commercial development along SH 33 in the Teton Valley will increase the importance 
of having safe opportunities for walking and bicycling along the corridor.  This will be an 
important element of the “Main Street” programs in Driggs and Victor, but also in other parts 
of the Valley where recreational activities are on the rise. 

• Intersection Signalization – While traffic signals are not generally an appropriate option on 
rural roadways, the residential and commercial growth in the Teton Valley will result in a 
volume of turning movements that will necessitate the installation of traffic signals at certain 
key strategic locations. 

• Maintenance of Pavement Quality – The existing quality of the pavement is poor over 
much of the SH 33 corridor.  Improving and maintaining the quality of the pavement will be 
important for safety and aesthetic reasons particularly in those segments where the volume of 
traffic is expected to increase significantly. 
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• Shoulder Width – As the residential and commercial development increase in the Teton 
Valley, proving wider shoulders will become more important to provide better 
accommodation of bicycles and for safe emergency stopping on the roadway. 

A complete listing of the needs identified and recommended improvement is provided in the “SH 33 
Needs Report” (2008), which is provided as an appendix to this report. 

Many of the recommendations from the 2003 Corridor Plan that have not already been completed 
will be completed by developers as part of development agreements or included in ITD’s FY 2008 – 
2012 State Transportation Improvement Program (STIP).  These committed and planned roadway 
improvement projects are summarized in Table 6.  

Table 6 – Committed and Planned Roadway Improvement for SH 33 
 

Project Location Improvements 
Sugar City to Teton 
MP 100.0 – 102.726 Pavement Resurfacing and Shoulder Improvements 

East of Newdale and West of County Line 
MP 107.1 – 115.5 Pavement Resurfacing and Shoulder Improvements 

Newdale, East Pavement Reconstruction and Roadway Realignment 

East of County Line and West of Tetonia 
MP 118.255 – 125.44 Pavement Resurfacing and Shoulder Improvements 

Tetonia to Driggs 
MP 131.164 – 140.515 Pavement Resurfacing and Shoulder Improvements 

Driggs 
MP 140.515 – 141.787 Pavement Resurfacing 

Driggs  
MP 140.285 – 142.32 Main Street Improvements 

Driggs to Victor 
MP 141.787 - 149.549 Pavement Resurfacing and Shoulder Improvements 

Intersection with Huntsman Springs Development  
MP 140.29 Intersection Widening and Turn-Lane Improvements 

Intersection with Bates Road / 200 S  
MP 142.03 Intersection Widening and Turn-Lane Improvements 

Intersection with Creekside Entrance  
MP 142.25 Intersection Widening and Turn-Lane Improvements 

Intersection with Woolstenhume Lane / 350 S MP 
144.8 Intersection Widening and Turn-Lane Improvements 

Intersection with North Cedron  
MP 147.309 Center Turn-Lane Improvements 

Intersection with Old Jackson Highway  
MP 148.826 Intersection Widening and Turn Controls 

Intersection with Baseline Road  
MP 150.7 Center Turn-Lane Improvements 

Trail Creek Bridge and Moose Creek Bridge MP 151 
– 153.3 Bridge Rehabilitation 
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Sources: Idaho FY 08-2012 State Transportation Improvement Program (STIP); Idaho’ FY 2008 Long Range Capital 
Improvement Process (LRCIP); District 6 Needs Report (Intersection Improvement Program, June 08; SH 33 Corridor 
Plan US 20 to Wyoming Border v0, July 08); Idaho Highway Needs Report. 

Note: Many of the intersection improvements will be partially or fully funded by developers as part of development 
agreements 

4.2 Timing for Recommended Improvements 
The needs and deficiencies that are the basis of the recommended improvements emerge at different 
points in time over the next twenty years in the different segments of the corridor.  Some of the 
needs and deficiencies have been identified in the existing conditions and the recommended 
improvements should be considered immediately.  Others are identified in the analysis for 2027 and 
so they are expected to emerge at some point over the next twenty years.  DKS has examined the 
timing of needs and deficiencies in each segment by estimating the amount of growth in traffic at 
different points in the twenty-year time frame.  Based on this analysis, a figure identifying the timing 
of each category of improvement has been prepared for each segment.  A brief description of the 
results for each segment is provided in the sections that follow: 
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4.2.1 Segment 1 (MP 100.0 to MP106.6) – Near US 20 to just West of Newdale 
As indicated in Figure 12, the greatest needs for improvements in Segment 1 are for Shoulder 
Widening (high immediate priority and throughout the planning period) and Access Management 
(medium priority throughout the planning period.  Lower priority exists throughout the planning 
period for Development of Local Road Network, Pedestrian Facilities (Sidewalks and 
Crosswalks), Intersection Turn Lanes, and Improved Signage.  The need for Intersection Turn 
Lanes will increase in priority to “medium” in the later part of the planning period. Maintenance of 
Pavement Quality will be needed throughout the planning period, but the pavement in Segment 1 is 
not currently identified as deficient.   
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Figure 12 – Expected Timing of Recommended Improvements for Segment 1 of SH 33 

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

A description of the rationale for rating of need for each of the categories of improvements is provided below. 

• Access Management – There are numerous driveways, some closely spaced, but moderate existing 
and future volumes and so need is “medium.” 

• Development of Local Road Network – A high percentage of local circulation needs are most 
likely served by the highway, but volumes are moderate and most local/through traffic conflicts 
could be better addressed through access management and turn lanes and so the need is “low.” 

• Mixed-Use Trails – The need for mixed-use trails is minimal because of a lack of recreational 
activity in area. 

• Pedestrian Facilities (Sidewalks and Crosswalks) – Because of the small existing population of 
Teton and Newdale (<500), low anticipated growth in these areas,  and lack of commercial and 
school attractions, the need for these types of facilities is “low.” 

• Intersection Turn Lanes – There are relatively few intersections between Sugar City, Teton, and 
Newdale and a typical number of intersections within these towns, but growth in traffic on the 
highway will change the need overall from “low” to “medium” near the end of the planning horizon 
as warrants are met at more locations.  More right-turn lanes will be needed than left-turn lanes due 
to lower volume warrants for right turn lanes. 
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• Frontage Roads – It is difficult to determine the need without more information on the amount of 
farm vehicle access/egress to the highway, but it would be hard to justify the cost unless there is 
significant volume of this activity combined with large highway volumes. 

• Intersection Signalization -Signalization is not an option along rural segments and signal warrants 
will not be met in Sugar City, Teton, or Newdale within the planning horizon. 

• Two-Way Center Turn Lanes - Although there are numerous driveways within Sugar City, Teton, 
and Newdale; most are residential driveways, so turn volumes are likely low. 

• Passing Lanes – There is no need for passing lanes because the existing and future levels of service 
are A or B. 

• Pavement Quality – Adequate maintenance of pavement is needed throughout the planning 
horizon. 

• Shoulder Widening – There are paved shoulder widths of less than two feet for most of the 
segment and the need will become more significant with growth in traffic volume. 

• Additional Travel Lanes – There is no need for additional travel lanes because the existing and 
future levels of service are A or B. 

• Improved Signage – As indicated in the previous plan, improved signage needed at sportsman 
access locations and state-designated big game crossings. 

• Intersection Lighting Improvements - No deficient locations have been identified within this 
segment. 

• "Main Street" Improvements – It is unlikely that development in Sugar City, Teton, or Newdale 
will reach levels requiring significant reconfiguration of the highway through the town. Historic 
growth rates have been less than one percent per year. 
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4.2.2 Segment 2 (MP 106.6 to MP 131.1) – Newdale to SH 32  
As indicated in Figure 13, the greatest need for improvements in Segment 2 is for Pavement Quality 
(medium priority throughout the planning period). Lower priority exists throughout the planning 
period for Access Management, Frontage Roads, Shoulder Widening and Improved Signage.   

Figure 13 – Expected Timing of Recommended Improvements for Segment 2 of SH 33 

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

 
• Access Management – There is low overall need due to relatively few access points (primarily 

farm field access), low existing and future development levels, and low existing and future 
highway volumes.  A minor problem is the unrestricted access to the highway at several large 
agricultural storage locations where there are likely high periodic truck volumes (e.g., locations 
with concentrations of potato cellars or wheat bins). 

• Development of Local Road Network – There is a high percentage of local circulation needs 
likely served by the highway, but existing and future highway volumes are very low. 

• Mixed-Use Trails – There is minimal need because of a lack of recreational activity in the area. 

• Pedestrian Facilities (Sidewalks, Crosswalks) - There is minimal need because of the very low 
density, rural character of the area. 

• Intersection Turn Lanes – It is unlikely that turn lanes will be needed at any location in the 
segment due to low through and turning volumes on the highway and the small number of 
intersections between Newdale and SH 32 (20 intersections over a 25 mile segment). 

• Frontage Roads – There is a relatively low number of farm accesses, except near SH 32 junction, 
indicating that volume of farm vehicles on the highway may not be significant.  Also, frontage 
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roads already exist at a number of locations.  Highway volumes are also low, so the level of need 
for frontage roads is likely low in most areas.      

• Intersection Signalization - Signalization is not an appropriate option along rural segments. 

• Two-Way Center Turn Lanes - Low turn volumes and through volumes in this segment do not 
warrant two-way center turn lanes. 

• Passing Lanes – There is minimal need overall.  Existing and future levels of service are A-B or 
C-D.  There is a fairly high percentage of no-passing zones west of Teton River, but volumes are 
not high enough for passing lanes to be needed.  One location where a passing lane or a climbing 
lane may be appropriate is the high accident segment between M.P. 114.669 - M.P. 115.681.  This 
is an extended uphill grade for trucks with horizontal curves and a high percentage of no-passing 
zones.   

• Pavement Quality - Pavement quality is poor for 25% of the segment, but volumes are low, so 
need is medium.  The vertical horizontal alignment between MP 107 and MP 111.287 cause sight 
safety problems due to inadequate sight lines.  Repair and rehabilitation of the roadway surface is 
needed to address pavement quality and bring the vertical and horizontal alignment up to modern 
standards.  

• Shoulder Widening - Shoulder widths are less than two feet for a 5 mile segment to the east of 
Newdale, but only in westbound direction. 

• Travel Lanes – There is no need for additional travel lanes.  Existing and future levels of service 
are A-B or C-D. 

• Improved Signage - Per previous plan, improved signage needed at sportsman access locations 
and state-designated big game crossings. 

• Intersection Lighting Improvements – There is no apparent need for intersection lighting.  There 
is not a high-accident location and no pedestrian crossings, and sight distance appears to be fine.   

• "Main Street" Improvements - No Main Street locations are appropriate along this segment. 
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4.2.3 Segment 3 (MP 131.1 to MP 137.3) – SH 32 to North of Driggs  
As indicated in Figure 14, the greatest needs for improvements in Segment 3 are for Mixed Use 
Trails, Access Management and Pedestrian Facilities (Sidewalks and Crosswalks). Mixed Use 
Trails will begin as medium priority but increase to high priority in the second half of the planning 
horizon.  Access Management and Pedestrian Facilities (Sidewalks and Crosswalks) will be 
medium priority throughout.  Lower priority exists throughout the planning period for Development 
of Local Road Network (becoming medium priority after ten years), Intersection Turn Lanes and 
Shoulder Widening (becoming medium priority in the last five years), and (Improved Signage 
(remaining low priority throughout).  The need for Frontage Roads and Two-way Center Turn 
lanes may emerge as low priority needs over the planning horizon.   Maintenance of Pavement 
Quality will be needed throughout the planning period, but the pavement in Segment 3 is not 
currently identified as deficient. 

Figure 14 – Expected Timing of Recommended Improvements for Segment 3 of SH 33 

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

 

• Access Management - Access management needs are/will be highest to the south of Tetonia, 
where ITD access spacing guidelines are currently not met at most locations.  Current and future 
volumes are moderate, however, so the need is medium.  If future volumes exceed forecasts, 
access management needs will be high.  An access management plan should be prepared for this 
segment. 
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• Development Of Local Road Network - Currently, a high percentage of local circulation needs 
are likely served by the highway, but volumes are moderate and most local/through traffic 
conflicts could be better addressed through access management and turn lanes, so the need is low.  
In the future, however, development of planned subdivisions in the county will result in greater 
need for an improved local road network so that trips from subdivisions would not need to access 
the highway for north-south travel.   

• Mixed-Use Trails – There is medium near-term need based on the growing amount of recreational 
activity in the Teton Valley area and the narrow shoulders south of Tetonia which are not well-
suited for bike use.  This will become a high need within a 10 - 20 year horizon period as more 
recreational subdivisions are developed and traffic volumes along the highway increase. 

• Pedestrian Facilities (Sidewalks, Crosswalks) - Sidewalks already exist along Main St. in the 
central part of Tetonia, but enhanced pedestrian crosswalks may be needed within this area 
because of a school on the east side of Main St., commercial attractions along both sides of Main 
St., and wide crossing distance (60') on Main St.  This need will grow in the future if the Main St. 
area becomes more tourist-oriented. 

• Intersection Turn Lanes - Left-turns in the middle of Tetonia are accommodated by a two-way 
center lane.  Outside of Tetonia, growth in traffic on the highway will change the overall need 
from low to medium near the end of the planning horizon as warrants are met at more locations; 
more right-turn lanes will be needed than left-turn lanes due to lower volume warrants for right-
turn lanes.  This need will be higher if subdivision growth adds more traffic to the highway than 
expected and a supporting local network is not developed to serve this traffic. 

• Frontage Roads - Farming activity appears less intense in this segment of the corridor, so 
frontage roads are not likely to be needed for farm traffic.  Existing development adjacent to the 
highway is not dense enough to warrant frontage roads.  Future growth, however, may result in 
high enough densities to consider use of frontage roads in certain areas.    

• Intersection Signalization - Signalization is not an appropriate option along rural segments, and 
signal warrants for intersections in Tetonia will not be met within the planning horizon. 

• Two-Way Center Turn Lanes – A two-way center turn lane already exists in the middle of 
Tetonia between M.P. 132.5 (north C.L.) and 132.8 (Perry Ave.).  This may need to be extended 
to the north and/or the south depending on the type of future development adjacent to the highway 
in these areas.    

• Passing Lanes - There is minimal need overall.  Existing and future levels of service are A-B. 

• Pavement Quality - Existing adequate pavement condition is assumed to be maintained through 
the planning horizon. 

• Shoulder Widening - Shoulder widths are less than two feet from M.P. 135.7 - M.P. 137.3 (25% 
of the segment).  The need will become more significant with growth in traffic and bicycle volume 
(this segment is part of the Teton Scenic Byway). 

• Travel Lanes - There is no need for additional travel lanes.  Existing and future levels of service 
are A-B. 

• Improved Signage – As indicated in the original plan, improved signage is needed at sportsman 
access locations and state-designated big game crossings. 

• Intersection Lighting Improvements - No deficient locations have been identified within this 
segment. 
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• "Main Street" Improvements – Improved pedestrian facilities and an extension of the two-way 
center turn lane in Tetonia are recommended but it is unlikely that additional "Main Street" 
improvements will be needed. 
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4.2.4 Segment 4 (MP 137.3 to MP 144.3) – North Side of Driggs to Fox Creek 
As indicated in Figure 15, the highest priority needs will be for Shoulder Widening (high priority 
throughout), Access Management and Mixed-Use Trails (becoming high priority within five years, 
and Intersection Turn Lanes (becoming high priority within ten years). Pedestrian Facilities 
(Sidewalks, Crosswalks) and “Main Street” Improvements will be medium priority throughout and 
Development of Local Road Network will emerge as medium priority within five years.  
Pavement Quality will be a low priority and emerge as a medium priority within ten years. 
Improved Signage will be a low priority need throughout and Frontage Roads and Intersection 
Signalization may emerge as a low priority need after ten years. 

Figure 15 – Expected Timing of Recommended Improvements for Segment 4 of SH 33  

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

• Access Management - ITD access spacing guidelines are currently not met within Driggs and at 
most locations north of Driggs.  There are also several uncontrolled access points within the 
Driggs area.  The guidelines are met south of Driggs.  Current volumes are moderate, so existing 
and near-term needs for access management are medium.  Future volumes will be doubling, 
however, so the need will become high, particularly in areas not currently meeting the guidelines 
(see also Driggs Main St. Conceptual Design Plan for access management measures).   

• Development Of Local Road Network – The development of planned subdivisions in the county 
will result in greater need for an improved local road network. The highest near-term need will 
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likely be in Driggs to address continued commercial growth and existing substandard access 
conditions along highway (see also Driggs Main St. Conceptual Design Plan for local road 
network expansion).   

• Mixed-Use Trails – The existing Victor-Driggs Pathway terminates at Teton Creek on the south 
side of Driggs.  An expanded pathway system will become a high need within the near-term due to 
the significant amount of expected growth in traffic volume and recreational activity and the lack 
of adequate shoulders along the entire segment (see also Driggs Main St. Conceptual Design Plan 
for mixed-use trail improvements). 

• Pedestrian Facilities (Sidewalks, Crosswalks) - See Driggs Main St. Conceptual Design Plan for 
pedestrian facility improvements. Sidewalks already exist along Main St. in the central part of 
Driggs, but enhanced pedestrian crosswalks may be needed within this area because of a school on 
the east side of Main St. 

• Intersection Turn Lanes - See Driggs Main St. Conceptual Design Plan for turn lane 
improvements.  Outside of Driggs, right-turn and possibly left-turn lanes are currently needed at 
several major intersections.  In the long-range, right-turn and left-turn lanes will be needed at all 
major intersections.  

• Frontage Roads – There are very few points of farm access to the highway north and south of 
Driggs, so frontage roads are not likely to be needed for farm traffic.  Existing development 
adjacent to the highway in these areas is not dense enough to warrant frontage roads.  Future 
growth, however, may result in high enough densities to consider use of frontage roads in certain 
areas.    

• Intersection Signalization - Signalization is not an appropriate option along rural segments, but 
signal warrants for intersections in Driggs may be met within the planning horizon (see Driggs 
Main St. Conceptual Design Plan for potential signal locations). 

• Two-Way Center Turn Lanes - Future turning volumes within Driggs are to be served by left-
turn lanes at intersections rather than two-way center turn lane (see Driggs Main St. Conceptual 
Design Plan).   

• Passing Lanes - There is minimal need overall.  Existing and future levels of service are C-D. 

• Pavement Quality - Pavement quality is fair for over roughly 50% of the segment (from north 
side of Driggs to Murdock Rd.).  Adequate road surface conditions will be increasingly important 
as highway volumes reach relatively high levels in the 10 - 20 year planning horizon. 

• Shoulder Widening - Shoulder widths are less than two feet over the entire segment.  The need 
for wider shoulders will become more significant with growth in traffic and bicycle volume (this 
segment is part of the Teton Scenic Byway). 

• Travel Lanes - There is no need for additional travel lanes.  Existing and future levels of service 
are C-D. 

• Improved Signage - As indicated in the original plan, improved signage is needed at sportsman 
access locations and state-designated big game crossings. 

• Intersection Lighting Improvements - No deficient locations were identified within this 
segment. 

• "Main Street" Improvements - See Driggs Main St. Conceptual Design Plan. 
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4.2.5 Segment 5 (MP 144.3 to 150.7) – Fox Creek to South Side of Victor 
As indicated in Figure 16, the highest priority needs will be for Pavement Quality and Shoulder 
Widening (high priority throughout). Access Management, Development of Local Road Network 
and Intersection Turn Lanes will become high priority within five years, and Two-way Center 
Turn Lanes will become high priority within ten years.  Pedestrian Facilities (Sidewalks, 
Crosswalks) and “Main Street” Improvements will be medium priority throughout and additional 
Travel lanes will emerge as high priority within the last five years of the planning horizon.  
Pavement Quality will be a low priority and emerge as a medium priority within ten years. Mixed-
Use Trails and Improved Signage will be a low priority need.  Frontage Roads is likely to emerge 
as a low priority with ten years. 

Figure 16 – Expected Timing of Recommended Improvements for Segment 5 of SH 33 

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

• Access Management - Victor is the only location along this segment where ITD access spacing 
guidelines are not met.  Within Victor, there are also several uncontrolled points of access.  It will 
be very important that adequate access conditions are maintained as development increases 
because of the high future volumes expected.  An access management plan should be prepared and 
signed for this segment.    

• Development of Local Road Network - Development of planned subdivisions in the county will 
result in greater need for an improved local road network.  In the upcoming transportation plan for 
Victor, an enhanced local street network should be considered within the corridor area. 
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• Mixed-Use Trails – The existing Victor-Driggs Pathway and Victor-Moose Creek Pathway 
should adequately serve the majority of bicycle and pedestrian travel within the corridor area. 

• Pedestrian Facilities (Sidewalks, Crosswalks) Sidewalks already exist along Main St. in central 
part of Victor, but enhanced pedestrian crosswalks may be needed within this area because of the 
school on the east side of Main St., commercial attractions along both sides of Main St., and wide 
crossing distance (100') on Main St.  This need will grow in the future if Main St. area becomes 
more tourist-oriented.   

• Intersection Turn Lanes - In Victor, accommodate left-turns with turn lanes and raised median or 
two-way center turn lane.  Outside of Victor, right-turn and possibly left-turn lanes are currently 
needed at several major intersections.  In the long-range, right-turn and left-turn lanes will be 
needed at all major intersections.  

• Frontage Roads – There are very few points of farm access to the highway north and south of 
Victor, so frontage roads are not likely to be needed for farm traffic.  Existing development 
adjacent to the highway in these areas is not dense enough to warrant frontage roads.  Future 
growth, however, may result in high enough densities to consider use of frontage roads in certain 
areas.    

• Intersection Signalization - Signalization is not an appropriate option along rural segments; but 
signal warrants for intersections in Victor may be met within the planning horizon. 

• Two-Way Center Turn Lanes - In Victor, left-turns should be accommodated with turn lanes and 
raised median or a two-way center turn lane. 

• Passing Lanes - Outside of Victor, existing LOS is C-D, but the future LOS will be E-F without 
capacity improvements.  Passing lanes will not provide adequate future LOS C-D, and so are not 
recommended (see Travel Lanes below).   

• Pavement Quality - Pavement quality is fair almost over the entire segment.  Adequate road 
surface conditions will be increasingly important as highway volumes approach existing capacity 
in the 10 - 20 year planning horizon. 

• Shoulder Widening - Shoulder widths are less than two feet over the entire segment.  The need 
for wider shoulders will become more significant with traffic growth. 

• Travel Lanes - Outside of Victor, existing LOS is C-D, future LOS will be E-F without capacity 
improvements.  Adding one travel lane in each direction will ensure adequate future LOS. 

• Improved Signage - As indicated in the original plan, improved signage is needed at sportsman 
access locations and state-designated big game crossings. 

• Intersection Lighting Improvements - No deficient locations were identified within this 
segment. 

• "Main Street" Improvements - Pedestrian improvements and accommodation of turning 
vehicles (see above) will be the most important elements of “Main Street” improvements being 
planned for central Victor. 
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4.2.6 Segment 6 (MP 150.7 to MP 155.1) South Side of Victor to the Wyoming 
border 

As indicated in Figure 17, the highest priority needs will be for Shoulder Widening (high priority 
throughout). Access Management and Mixed-Use Trails will be medium priority throughout and 
additional Passing Lanes will emerge as high priority within the last five years of the planning 
horizon.  Pavement Quality will be a low priority and emerge as a medium priority within ten 
years.  Development of Local Road Network, Intersection Turn Lanes, and Improved Signage 
will be low priority needs.   

Figure 17 – Expected Timing of Recommended Improvements for Segment 6 of SH 33 

Improvement Type 2007 2012 2017 2022 2027

Access Management
Development of Local Road Network
Mixed‐Use Trails
Pedestrian Facilities (Sidewalks, Crosswalks)
Intersection Turn Lanes
Frontage Roads
Intersection Signalization
Two‐way Center Turn Lanes
Passing Lanes
Pavement Quality
Shoulder Widening
Travel Lanes
Improved Signage
Intersection Lighting Improvements
"Main Street" Improvements

                   Level of Need:

                   None
                   Low
                   Medium
                   High  

• Access Management - ITD access spacing guidelines are met throughout the segment.  Although 
it will be important to maintain adequate access conditions, additional access demands are not 
likely to be high because this segment is located primarily outside of Teton Valley, where most of 
the planned subdivisions will occur. 

• Development of Local Road Network – There is low need because this segment is located 
primarily outside of Teton Valley, where most of the planned subdivisions will occur. 

• Mixed-Use Trails – The existing Victor-Moose Creek Pathway should be extended to the 
Wyoming border. 

• Pedestrian Facilities (Sidewalks, Crosswalks) – There is no need for sidewalks because of the 
very low density, rural character of the area. 
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• Intersection Turn Lanes - Left and right-lanes already exist at the only major intersection (String 
Rd.), plus there is limited development potential along most of this segment and so the need is 
low. 

• Frontage Roads – There are very few points of farm access to the highway, so frontage roads are 
not likely to be needed for farm traffic.  There is low existing development adjacent to the 
highway and no significant increase is expected in the future.    

• Intersection Signalization - Signalization is not an appropriate option along rural segments. 

• Two-Way Center Turn Lanes - Low turn volumes do not warrant two-way center turn lanes. 

• Passing Lanes - Existing LOS is C-D, future LOS will be E-F without capacity improvements.  
Addition of passing lanes will provide adequate future LOS at lower cost and with fewer impacts 
than addition of travel lanes.  There is a high-accident location between M.P. 154.806 and M.P. 
155.084 and no passing zones in both directions within this segment.  Addition of passing lanes 
may improve this condition. 

• Pavement Quality - Pavement quality is fair over the entire segment.  Adequate road surface 
conditions will be increasingly important as the highway volumes approach existing capacity in 
the 10 - 20 year planning horizon. 

• Shoulder Widening - Shoulder widths are less than two feet over the entire segment.  The need 
for wider shoulders will become more significant with traffic growth. 

• Travel Lanes - Existing LOS is C-D, but will be E-F in the future without capacity improvements.  
Additional travel lanes are not necessary to provide adequate future LOS (see Passing Lanes 
above). 

• Improved Signage - As indicated in the original plan, improved signage is needed at sportsman 
access locations and state-designated big game crossings. 

• Intersection Lighting Improvements - No deficient locations were identified within this 
segment. 

• "Main Street" Improvements - No “Main Street” locations are appropriate along this segment. 
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1 Overview 
As part of an effort to “refresh” the corridor plans in District 6 of the Idaho Transportation 
Department, DKS Associates has prepared a travel forecasting tool that will allow the District to 
generate future-year forecasts for any link on the state system.  DKS has used the tool to prepare 
forecasts for corridor plan refreshes for US 20, US 26 and SH 33.  The locations of these corridors 
are illustrated in Figure 1.  The forecasts have included estimates of population, employment and 
travel in the five counties (Bonneville, Jefferson, Fremont, Madison, and Teton) that these corridors 
traverse.  This tool is GIS-based and is linked to Excel spreadsheets to perform analytical 
computations.  It covers all of the nine counties in District 6.  The GIS system uses ArcView and has 
been designed to be compatible with other GIS work being developed for the District. 

Figure 1 Locations of US 20, US 26 and SH 33 Corridors 
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The travel forecasting methodology developed by DKS provides the District with the capability to 
specify a forecast year for any segment in the state system and get a future year Average Annual 
Daily Traffic (AADT), Design Hour Volume (DHV)1 and Design Day Volume (DDV)2.  The 
methodology provides a forecast based on an extrapolation of traffic counts for all segments and a 
forecast based on forecasted growth in population and employment in areas where the growth is 
expected to be at a higher rate than the historical traffic counts or anywhere that forecasts from a 
local transportation model are available.  This approach was chosen over the development of a 
district-wide or state-wide travel model after an assessment of alternative methods.  DKS reviewed 
the experience of other state DOTs, much of which was already documented in recent research 
reviews. 

Bucher, Willis and Ratliff Corporation conducted a review for the South Dakota Department of 
Transportation in 20083.  The research examined the travel forecasting methodology used in  South 
Dakota and compared it to approaches used in Arizona, Colorado, Idaho, Iowa, Minnesota, Montana, 
Missouri, Nebraska, North Dakota, New Mexico, Wisconsin and Wyoming.  Their research 
identified the method proposed for ITD District 6 to be a practical method for developing forecasts 
to support needs assessment and planning for the state highway system.  The researchers concluded 
that the development of interregional or statewide models for forecasting state highway volumes 
could be difficult and expensive and required a significant commitment of budget and labor support. 

The Transportation Research Board conducted a review of travel forecasting methods by using a 
peer review4.  The peer review found that taking a statewide modeling approach was a fairly recent 
(last ten to fifteen years) phenomenon.  While identifying the potential benefits of a statewide model 
they also acknowledge that developing one was a challenge for states to undertake.  They state 
“Some states such as Colorado have considered statewide models but have not embarked on them 
due to the uncertainties of a useful payoff and risk of failure.  Some models have been developed 
and abandoned.  Others seem in imminent danger, such as Missouri.  Still others seem to be in a 
continuous state of development with the big payoff always just around the corner.” 

In 2001, researchers at the National Institute for Advanced Transportation Technology at the 
University of Idaho completed a statewide transportation planning project for Idaho that included the 
development of a statewide model.5  While the researchers felt that the model performed reasonably 
well in validation tests, they recommended that the State continue to use projection of historical 
traffic counts as its basic forecasting method particularly for low-volume rural roads.  For higher 
volume urban roads, the researchers recommended continued enhancement of the urban area models 
being developed by the metropolitan planning organizations (MPOs) and counties. 

                                                 
1 Design Hour Volume is the 30th highest hourly volume of the year. 
2 Design Day Volume is the estimated 24-hour volume for the day on which the Design Hour volume occurs. 
3 Bucher, Willis & Ratliff Corporation, Review of Travel Demand Forecasting Requirements in the SDOT, prepared 
for the South Dakota Department of Transportation, Office of Research, Kansas City, MO., February 2008.   
4 Transportation Research Board, Statewide Travel Demand Modeling: A Peer Exchange, Transportation Research 
Circular Number E-C075, National Academy Press, Washington, D.C., August 2005. 
5 Chang, Karl, Chhan Ream and Michael Dixon, National Institute for Advanced Transportation Technology, 
University of Idaho, Idaho Statewide Transportation Planning Project: Final Report, Moscow, Idaho, December 
2001. 



 
 

 

Population, Employment and Travel Forecasts 3 August 2008 

 

Models for rural corridors or intercity travel present different challenges than models for urban 
travel.  Urban travel is dominated by weekday travel that is usually fairly consistent over a week and 
generally consists of trips made regularly by residents of the area.  Intercity travel and travel in rural 
corridors tends to be composed of trips that are made only periodically and that do not follow a 
regular pattern over a week.  It is also composed of a higher percentage of trips made by travelers 
that do not live in the study area.  This could include intercity travel from outside the study area 
coming into, out of, or through the corridor.  In Eastern Idaho, it is also often recreational travel by 
visitors to Idaho or to the corridor of interest.   

Capturing this periodic travel, recreational travel and non-resident travel can be difficult and requires 
a large amount of travel survey data to develop the model parameters.  Such an effort is generally 
justified only when there is considerable uncertainty about the rate of growth of travel in corridors of 
interest and when the future growth is likely to be correlated with characteristics of the study area 
population, employment or attractions.  As the population in Eastern Idaho grows and urban travel 
becomes a more important element in the corridor traffic volumes, a district-wide model that 
estimates traffic volumes on the state system may become more important.  Under the current 
conditions, the proposed approach of relying on a combination of forecasts from local models and 
extrapolation of observed trends in traffic volumes for the corridors seems most cost effective.  The 
approach that DKS has taken uses this as the foundation for travel forecasting but in a framework 
that can later be used to support a more complex regional forecasting model as the need arises. 

The work in this project has produced a consistent framework for forecasting that will allow the 
District to produce traffic forecasts for corridor studies or District-wide plans in a short time frame 
and with available resources.  The methodology does not represent a full travel forecasting model 
but is instead a database management tool that uses available data to produce forecasts.  As the 
methodology is applied for studies, additional information can be added to the database that supports 
the methodology.  By developing the framework for consistent forecasting, the data gained from 
each corridor study or update will not be lost but will be stored in a way that makes it useful for 
future forecasting efforts.  This will allow the evolution of a procedure and database that could 
eventually support the development of a full-scale travel model for the nine-county district. 

The approach taken to the development of the travel forecasting methodology has been to construct a 
database for all segments in the state highway system within District 6 that can be used to store data 
on traffic counts and produce forecasts by applying appropriate growth rates to a baseline traffic 
count for each section of roadway in the ITD GIS system.   DKS has used the District’s GIS 
roadway databases to establish a forecasting network as the basis for the procedure.  DKS used the 
GIS files to construct a set of links and nodes for which characteristics of roadway segments and 
intersections or interchanges can be stored.  The network was developed with the intention that it 
could ultimately be the basis for a full-scale travel model network.   

Four different travel models have been developed for use in different parts of District 6.  County-
specific models have been developed for Madison and Jefferson Counties. In addition a model was 
developed by the Bonneville Metropolitan Planning Organization (BMPO) that covers the urbanized 
portion of Bonneville County, and a model was developed for use in Teton County that incorporates 
five counties in Idaho: Teton, Bonneville, Jefferson, Madison and Fremont: plus Teton County, 
Wyoming.  These models were used to provide a land-use based forecast of travel on the state 
highway system for high-growth areas.  For the corridor refreshes, the Teton County model has been 
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used to provide the land-use based forecasts for Teton (ID) and Fremont Counties and the portion of 
Bonneville County not covered by the BMPO model. 

Trend-line forecasts from historical traffic counts were also developed for all segments of the state 
system in District 6. To apply this method, linear regression analysis was performed using historical 
AADT traffic count data obtained from the ITD Traffic Survey and Analysis Section.  This was done 
separately for the roadway segments on which the Automated Traffic Recording (ATR) stations are 
located and where there were an adequate number of historical counts to perform a regression 
analysis.  With this technique, the historical traffic counts (the dependent variable) were regressed 
against time (the independent variable) over the 2000 – 2006 time period.  The result was an annual 
growth factor for each of the count locations that could then be applied to produce traffic forecasts 
for other roadway segments in the state system.  For each roadway segment, the growth factor from 
the nearest count location was applied to produce the travel forecast.  

2 Population and Employment Forecasts 
Population and employment forecasts for the corridor plan refreshes in District 6 were produced 
using a variety of available information on expected or potential growth.  The primary source of 
information was historical trends in growth for counties and cities.  Historical growth rates were 
compared to other forecasts that have been prepared in recent years including forecasts for travel 
models used for developing county-wide and regional transportation plans in Bonneville, Jefferson, 
Madison and Teton Counties. Several regional research efforts have been undertaken in recent years 
that have provided useful information about the possible growth that can be expected in eastern 
Idaho and western Wyoming.  These include research by Dr. Larry Swanson from the O’Connor 
Center for the Rocky Mountain West at the University of Montana6, the Idaho Division of Financial 
Management7, the Idaho Department of Labor8, and the Western Transportation Institute of Montana 
State University9.  These research efforts have predicted strong economic growth in the next decade 
in the region as long as access can be maintained on the region’s roadways and the excellent outdoor 
recreational opportunities and scenic beauty are not compromised. 

Within the county forecasts, subarea forecasts are developed for individual cities, towns and rural 
subareas of the county.  The subarea forecasts are based primarily on work performed for regional 
travel models in Bonneville, Jefferson, Madison and Teton Counties.  Subarea forecasts for Fremont 
County were developed based on data on existing demographic and economic characteristics from 
the US Census, data from the Idaho Department of Labor and conversations about growth 
possibilities with county planners and economic specialists. 

Between 1960 and 2006, the population in Idaho grew from 667,191 to 1,466,465.  This represented 
an average annual growth of about 17,000 residents for the 46-year period.  This represents a linear 
                                                 
6 Swanson, Larry, “Growth and Change in the Yellowstone-Teton Region,”  O’Connor Center for the Rocky Mountain 
West, University of Wyoming, March 2007. 
7 Idaho Division of Financial Management, “Idaho Economic Forecast,” Boise, Idaho, July 2007. 
8 Idaho Department of Labor, “Idaho Occupational Projections for 2014 – Hot Jobs for the East Central Region,” Web 
report, undated. 
9 Johnson, Jerry; Bruce Maxwell; Monica Brelsford; and Frank Dougher; “Rural Residential Development and 
Transportation Infrastructure in High Growth Rural Communities;” Western Transportation Institute; Montana State 
University; Bozeman, Montana; October 2003. 
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growth rate10 of about 1.18% when compared with the 2006 population.  During that same period the 
five eastern Idaho Counties of Bonneville, Fremont, Jefferson, Madison and Teton grew from 79,313 
to 168, 550 or about 2000 residents a year.  This represents a linear growth rate for the 46-year 
period of about 1.15% when compared to the 2006 population - slightly less than the growth rate for 
the state.  In the sixteen years between 1990 and 2006 the linear growth rate in the five eastern 
counties has been 1.51% compared with a statewide growth rate of 1.96%.   

The Idaho Department of Labor provides estimates of employment by county and these are 
presented in Table 2.  The rate of linear growth for the five county area between 1996 and 2007 
when compared to 2007 produces a growth rate of 1.90%.  The largest amount of growth was in 
Madison County but the highest rate of growth was in Teton County.   

Forecasts of population and employment by county in eastern Idaho were produced by extrapolating 
the growth in population and employment in each county from 2000 to 2006 using a linear growth 
rate.  Forecasts were developed for 2017, 2027 and 2057 to represent 10, 20 and 50 year forecasts 
from the date of this report.  The results are presented in Table 1.  Forecasts of employment were 
produced by extrapolating the growth rate between 1996 and 2007.  Table 2 presents the results of 
the forecasts for employment.  The growth rates used are linear growth rates or the average annual 
increment of growth expressed as a percentage of the 2006 value. 

Table 1 Population Forecasts by County 

 

U.S. Census Population 
Estimates 

Growth 
Rate 

1990-2006 
Forecasts Based on Extrapolation 

of Growth Rate 1990 to 2006 

1990 2000 2006  2017 2027 2057 
Idaho 1,006,749 1,293,953 1,466,465 1.96% 1,782,506 2,069,817 2,931,748 

Bonneville 
County 72,207 82,522 94,630 1.44% 109,631 123,267 164,178 

Fremont County 10,937 11,819 12,369 0.72% 13,352 14,246 16,927 
Jefferson 
County 16,543 19,155 22,350 1.58% 26,228 29,754 40,330 

Madison County 23,674 27,467 31,393 1.50% 36,584 41,303 55,461 
Teton County 3,439 5,999 7,838 3.48% 10,841 13,571 21,761 

5-County 126,800 146,962 168,580 1.51% 196,636 222,141 298,657 
 
 
 

Table 2 Employment Forecasts by County 

                                                 
10 Growth can be expressed in terms of a linear growth rate, which implies a relatively constant increment of growth 
each year, or as a compound annual growth rate, which implies an increasing amount of growth each year.  An 
analysis of the growth patterns in population employment and travel in eastern Idaho since 1960 suggested that a linear 
growth rate was better predictor for the corridors.  Linear growth rates have been used in the corridor refreshes to 
provide the planning estimates of population, employment and traffic volumes, but the average annual compound 
growth rates have also been used to provide an upper-end estimate of potential growth. 
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County 

Idaho Department of 
Labor Estimate of 

Employment Growth 
Rate 1996 
to 2007 

Forecast of Employment Based on 
Extrapolated Growth Rate 

1996 2000 2007 2017 2027 2057
Fremont 4,185 5,418 6,221 2.65%       7,867         9,514        14,452  
Bonneville 42,274 40,212 47,593 0.82%     51,508        55,424        67,170  
Madison 8,862 12,391 15,498 3.81%     21,402        27,307        45,020  
Jefferson 9,002 8,694 10,427 1.02%     11,486        12,546        15,724  
Teton 2,548 3,558 4,273 4.37%       6,140         8,008        13,610  
5-County 
Area 68,867 72,273 86,019 1.90%   102,367      118,715      167,760  

Within each county in the corridors, subarea forecasts were developed using a combination of 
historical growth rates from census data and subarea travel model data sets and conversations with 
planners in each county.  The sections below provide a table displaying the extrapolation of the 
historical census data on population and a summary of the discussions with local planners.  To assist 
with the travel forecasting along the corridor, population and employment forecasts were developed 
at a more detailed zonal level.  The transportation planning models developed previously for most of 
Bonneville County, all of Jefferson County and all of Madison County were each supported by a 
more detailed zone system.  In addition, a model system that was developed for Teton County 
included all five of the eastern Idaho counties.  It was used to represent Teton County, Fremont 
County and the portion of Bonneville County not included in the BMPO model.   

The zonal data for population and employment in each of the local models was adjusted to match the 
forecasts developed for the towns and cities and for the county totals estimated from the 
extrapolation of the data from the U.S. Census and Idaho Department of Labor presented in Tables 1 
and 2.  Because historical employment data were not available by city or town, the model data sets 
were adjusted to match the county level forecasts.  These revised forecasts were then used to develop 
forecasts by subarea.  These are illustrated in Figure 2 for population and in Figure 3 for 
employment.  Subarea employment data was not available from the Jefferson County model and so 
the distribution of employment for Jefferson County included in the Teton County model was used. 

The twenty-year forecasts of growth illustrated in Figures 2 and 3 reflect a continuation of 
urbanization of the US 20 corridor, but concentrated in the existing urbanized areas of Idaho Falls 
(Idaho Falls, Ammon, Iona and Ucon) and Rexburg.  The twenty-year population growth in these 
areas will constitute 65% to 75% of the growth in the five counties. Despite the concentration of 
population growth within these two urban areas, much of the growth that occurs in the other parts of 
the counties in the corridors is likely to be adjacent to or near US 20 because of the superior access 
provided by the roadway.  This is especially true for new commercial development for which 
roadway access is an important competitive factor.  This is likely to lead to more urbanization of the 
other parts of the US 20 corridor besides the Idaho Falls and Rexburg areas.  A second major area of 
growth will be in the Teton Valley portion of Teton County.  Roughly 10% of the growth in the five-
county area is likely to occur near SH 33 near the towns of Tetonia, Driggs and Victor.  
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Figure 2 Twenty-Year Population Growth by Subarea 
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Figure 3 Twenty-Year Employment Growth by Subarea 
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Bonneville County 
Growth is occurring on all sides of the built-out areas of Idaho Falls.  As indicated in Table 3, the 
most rapid growth is occurring on the east side in the towns of Ammon and Iona and on the north 
side in Ucon.  Very little growth is occurring in the rural areas of the county.  Small amounts of 
development are occurring along US 26.  This is mostly construction of single homes or small 
subdivisions on land adjacent to US 26. 

Table 3 Historic Population Estimates and Forecasts for Bonneville County 

  Ammon  
Idaho 
Falls  Iona  

Swan 
Valley Ucon  Remainder 

City 
Total County 

1970 2,545 35,776 890 235 664 11,140 40,110 51,250 
1980 4,669 39,739 1,072 135 833 19,532 46,448 65,980 
1990 5,002 43,973 1,049 141 895 21,147 51,060 72,207 
2000 6,187 50,730 1,201 213 943 23,248 59,274 82,522 
2006 12,065 52,786 1,276 235 1,066 27,202 67,428 94,630 

Linear 
Growth Rate 

90-06 3.39% 1.07% 1.12% 2.56% 0.95% 1.33% 1.49% 1.44% 
         

2017 16,558 58,985 1,433 301 1,177 31,176 78,455 109,631 
2027 20,643 64,621 1,576 361 1,278 34,788 88,479 123,267 
2057 32,898 81,527 2,005 542 1,580 45,626 118,552 164,178 

Jefferson County 
Virtually all of the growth in Jefferson County is concentrated on the east end of the county near 
Rigby and US 20.  New housing is being built to serve commuters to the Idaho National Laboratory 
(INL), Idaho Falls, and Rexburg.  New subdivisions are planned along US 20 and around the 
outskirts of Rigby.  The growth expected in Rigby and the remainder of the county is shown in 
Table 4. 

Table 4 Historic Population Estimates and Forecasts for Jefferson County 

 Rigby Remainder 
City 
Total County 

1970 2,324 9,295 2,324 11,619 
1980 2,624 12,680 2,624 15,304 
1990 2,681 13,862 2,681 16,543 
2000 2,998 16,157 2,998 19,155 
2006 3,291 19,059 3,291 22,350 

Linear 
Growth Rate 

90-06 1.14% 1.65% 1.14% 1.58% 
     

2017 3,703 22,525 3,703 26,228 
2027 4,078 25,676 4,078 29,754 
2057 5,202 35,128 5,202 40,330 
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Madison County 
Growth in Madison County is driven by a number of factors that result in growth being spread over a 
large area around Rexburg.  The Brigham Young University Campus at Rexburg has resulted in a 
significant economic thrust for the county.  The campus is located on the south side of Rexburg and 
has stimulated housing and employment growth in the adjacent parts of Rexburg.  The expected 
growth by area within Madison County is presented in Table 5. 

Table 5 Historic Population Estimates and Forecasts for Madison County 

 Rexburg 
Sugar 
City Remainder 

City 
Total County 

1970 8,272 617 4,563 8,889 13,452 
1980 11,559 1,022 6,899 12,581 19,480 
1990 14,298 1,275 8,101 15,573 23,674 
2000 17,257 1,242 8,968 18,499 27,467 
2006 26,657 1,458 3,278 28,115 31,393 

Linear 
Growth Rate 

90-06 2.72% 0.68% -7.99% 2.61% 1.50% 
      

2017 34,619 1,567 398 36,186 36,584 
2027 41,857 1,667 (2,220) 43,524 41,303 
2057 63,571 1,965 (10,075) 65,536 55,461 

Fremont County 
Almost all of the expected growth in Fremont County will be in the recreational area in or around 
Island Park.  Most of the undeveloped land in the county is federal land and so the opportunities 
for new development are limited to the few locations under private ownership.  Two tracts near 
Island Park are being considered for development and together could produce 1400 new housing 
units.   Several significant housing developments are also being considered on SR 47.  The 
expected growth by area within Fremont County is presented in Table 6. 

Table 6 Historic Population Estimates and Forecasts for Fremont County 

  Ashton  
St. 

Anthony  Remainder 
City 
Total County 

1970 1,187 2,877 4,646 4,064 8,710 
1980 1,219 3,212 6,382 4,431 10,813 
1990 1,114 3,010 6,813 4,124 10,937 
2000 1,129 3,342 7,348 4,471 11,819 
2006 1,092 3,376 7,901 4,468 12,369 

Linear 
Growth Rate 

90-06 -0.10% 0.71% 0.84% 0.51% 0.72% 
      

2017 1,080 3,639 8,633 4,719 13,352 
2027 1,069 3,879 9,298 4,948 14,246 
2057 1,037 4,596 11,294 5,633 16,927 
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Teton County 
Most of the growth in Teton County is between mileposts 130 and 150 on SR 33 between Tetonia 
and Victor.  New subdivisions are being planned and constructed to provide housing for residents 
that commute to the Jackson area of Wyoming for work and for individuals retiring or seeking 
vacation homes in Idaho. The expected growth by area within Teton County is presented in Table 7. 

Table 7 Historic Population Estimates and Forecasts for Teton County 

  Driggs  Tetonia  Victor  Remainder 
City 
Total County 

1970 727 176 241 1,207 1,144 2,351 
1980 727 191 323 1,656 1,241 2,897 
1990 846 132 292 2,169 1,270 3,439 
2000 1,100 247 840 3,812 2,187 5,999 
2006 1,253 242 1,454 4,889 2,949 7,838 

Linear 
Growth 

Rate 90-06 2.03% 3.04% 4.87% 3.47% 3.51% 3.48% 
       

2017 1,533 323 2,233 6,753 4,088 10,841 
2027 1,787 396 2,941 8,447 5,124 13,571 
2057 2,550 617 5,065 13,529 8,232 21,761 

 

3 Travel Forecasts 
As indicated in the introduction of this memorandum, two methods were used to develop future-
year traffic forecasts for the three state routes in the corridor plan refreshes:  travel models and 
historical traffic counts.  One of the disadvantages of the travel models is their orientation to 
average annual weekday traffic.  The models use trip generation rates for trips by residents or 
employees of the zones in the model study area, but do not explicitly model travel by visitors to 
the area for tourism or recreational travel.  Some of these trips are captured by factors to represent 
trips coming into or out of a model study area and by factors added into the model to raise the 
number of modeled trips to match some observed traffic counts used in calibrating the model.  
Traffic count data were available for the past ten years for most segments of the three state 
highways for which the corridor plans were being updated.   
 
While the counts captured all travel, not just the travel by residents or employees of the counties, 
most of the counts also represented the average annual weekday traffic volumes and did not 
capture the volumes during the peak travel seasons.  Because most of the needs assessment for 
state routes in eastern Idaho is done with respect to the 30th highest hour of travel during the year, 
the peak travel conditions are of special interest.  Five count locations (two on US 20 and one each 
on US 26 and SH 33) are permanent count stations and provide counts for all days of the year.  
Data from these permanent count locations provided a distribution of traffic volumes over the year 
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for each corridor that could be used to estimate the Design Day Volume and the Design Hour 
Volume from the AADT estimate.  
 
As previously indicated, models were available for Bonneville, Madison, Jefferson, and Teton 
Counties.  The model for Teton County covered all of Teton, Bonneville, Jefferson, Madison and 
Fremont Counties in Idaho and Teton County in Wyoming.  Each of the available models was 
revised somewhat to reflect the most current information for the region.  The baseline data for 
population and employment were updated to match the baseline data from the most recent U. S. 
Census and Idaho Department of Labor reports.  In addition, the population and employment 
growth rates represented in the model data sets were revised to reflect the census-based forecasts 
and other regional studies of growth expectations for eastern Idaho described in the previous 
section of this memorandum.  Modifications were also made to some of the model parameters for 
flow into and out of model areas to eliminate some large discrepancies in the traffic volumes at the 
boundaries of the counties produced by the four different models.   
 
The second method for developing traffic forecasts for the three state highways was extrapolation 
of growth rates from historical traffic counts.  Historical traffic volumes were available from two 
sources, each maintained by ITD: Automatic Traffic Recorder Stations (ATRs) and Short-Term 
Count locations.  The ATR stations provide continuous counts all year long in a format that can be 
summarized by direction, by 15 minute period or any other time period.  This can include hour, 
day, week month or year.  Because the ATR stations record counts continuously, they provide data 
for every day of the year.  The Short-Term Count locations have data for only limited time periods.  
These counts are used with historical data from the segment and ATR stations near the segment to 
create estimates of Average Annual Daily Traffic (AADT).  Using data from a limited number of 
Weigh-in-Motion (WIM) systems within the district, estimates of the percent of truck traffic are 
also developed for each Short-Term Count location.  Because of the variability in when during the 
year counts are taken, how often they are taken, and  the availability of ATR or WIM data to 
develop the AADT estimates, there is considerable variability in the year-to-year estimates of 
traffic for the Short-Term Count locations. 
 
To develop forecast for future years, a rate of traffic growth was developed for each section of the 
state route within the corridor.  The sections are defined by the locations of short-term counts or 
AADT estimates available in ITD’s data systems.  The growth increment for each was developed 
by examining the pattern of historical AADT estimates for the period from 1996 to 2006 and the 
pattern of traffic growth at the ATR locations for the period 2001 to 2006.  Two rates were 
developed for each: a linear growth rate (equal increments of growth each year) and a compound 
annual growth rate (constant growth rate compounded each year).  Both were estimated using 
regression analysis so that all observations are used in the rate estimation.  The average annual 
compound growth rate was estimated using linear regression on log-transformed traffic volumes.  
This produces a growth rate for an increasing increment of growth in each year. 
 
 The individual sections along a roadway are grouped into segments on the basis of obvious 
changes in the roadway function.  Changes are usually the result of a town on the route or an 
intersection of another major state route.  The change occurs because the travel patterns change.  
This can usually be seen in the data in a change in the total volume or a change in the growth rate.  
Sometimes changes such as these occur without an obvious physical change in the roadway or in 
the land use around the roadway. 
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Where there was an ATR station in a segment, the average growth rate for ATR location was used 
for the all of the segment in the segment.  For segments of the roadway that do not have an ATR 
station in close proximity and where there is a fair degree of consistency in the growth rates from 
the section Short-Term counts, an average of the growth rates for the segments in the section were 
used.  If there is a high degree of consistency within a segment except for a single section, that 
section is excluded and an average growth rate is calculated for the remaining sections.   
 
The forecasts of growth in traffic volumes on US 20, US 26 and SH 33 were compared with the 
forecasts of growth using the local area models as adjusted by DKS to match the forecasts of 
growth in population and employments in Tables 4-8.  The results are presented in Table 8 for US 
20, Table 9 for US 26 and Table 10 for SH 33.  The forecasts of average annual daily traffic 
volumes on the state route are presented for 2027. 
 
In almost all cases, the count-based forecast is higher than the model-based forecast.  The 
exceptions to this are on US 20 on the first section in Madison County near Lorenzo and three 
sections near Sugar City and on SH 33 in the six sections near US 20 between Sugar City and 
Newdale and in one section near SH 32 northwest of Tetonia. On 45 of the 56 highway sections 
evaluated, the count-based forecast was higher than the model-basted forecast.  The percentage 
differences range from 0.4% to 121.9% with the highest percentage differences being the sections 
of US 20 near Rexburg and the sections of SH 33 south of Victor. 
 
The count-based forecasts used in the comparison were derived by taking the average increment of 
traffic over the past six years and extrapolating that linear growth to 2027.  Count-based forecasts 
were also developed using an average annual compound growth rate which produces higher 
estimates.  The two estimates were developed to provide a range for the forecasts. Where the 
model-based forecasts in the comparison tables are higher than the count-based forecasts, they 
have been used as the baseline forecast for assessment of future needs.  The percentage difference 
between the count-based linear forecast and the count-based compound growth rate forecast was 
used to develop an upper estimate for a range where the model–based forecast was used.  The 
estimated range of volumes for AADT and DDV is presented in Table 11 for US 20, Table 12 for 
US 26 and in Table 13 for SH 33.  
 
Traffic turning movement counts wee also collected for 43 key intersections along the three 
corridors during the week of July 7-11, 2008.  These counts were used as the basis for estimating 
existing and future level of service at the intersections.  Future turning movement volumes will be 
estimated by extrapolating the approach volumes on the state routes using the estimates of growth 
in Table 11-13 and then by extrapolating the approach volumes on the side streets using the 
forecasts from the local models.  The turning-movement counts and forecasts will be stored in the 
node files of the GIS system and forecasting tool. 
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Table 8 Comparison of Count-Based and Model-Based Traffic Forecasts for US 20 

Begin MP End MP Count-Based Model Based

307.45 307.63 Idaho Falls SATURN AV I-15 NB OFF RMP 4 24,000 2.25% 2.01% 35,340          34,154             3.5%
307.63 307.82 Idaho Falls I-15 NB OFF RMP IC# 307 4 23,000 2.25% 1.18% 33,868          28,705             18.0%
307.82 308.32 Idaho Falls IC# 307 IC# 308 4 30,215 2.25% 1.27% 44,491          38,254             16.3%
308.32 308.5 Idaho Falls IC# 308 IC# 309 4 25,000 2.25% 1.37% 36,813          32,216             14.3%
308.5 309.88 Idaho Falls IC# 309 LEWISVILLE HWY 4 15,000 2.25% 1.00% 22,088          18,164             21.6%

309.88 310.13 Northeast of Idaho Falls LEWISVILLE HWY IC# 310 4 17,000 2.25% 1.07% 25,033          20,830             20.2%
310.13 311.05 Northeast of Idaho Falls IC# 310 TELEFORD RD (49TH N) 4 17,089 2.25% 1.90% 25,170          23,925             5.2%
311.05 311.33 Northeast of Idaho Falls TELEFORD RD (49TH N) ST LEON RD (15TH E) 4 17,000 2.25% 1.83% 25,033          23,518             6.4%
311.33 313.39 Southwest of Iona ST LEON RD (15TH E) HITT RD (25TH E) 4 18,000 2.25% 1.33% 26,505          23,040             15.0%
313.39 314.51 Near Ucon HITT RD (25TH E) FAIRVIEW RD (97TH N) 4 20,000 2.25% 1.69% 29,450          27,092             8.7%
314.51 315.23 Near Ucon FAIRVIEW RD (97TH N) SH-43 4 20,000 2.25% 1.69% 29,450          27,092             8.7%
315.23 317.91 Northeast of Ucon SH-43 IC# 318 4 19,000 2.25% 1.88% 27,978        26,494           5.6%

326.22 326.81 Near Lorenzo NA 4300 W RD (NELSON 4 19,000 4.30% 4.51% 36,157          36,982             -2.2%
326.81 328.23 Near Thornton 4300 W RD (NELSON THORNTON RD (4985S) 4 16,000 4.30% 2.28% 30,448          23,668             28.6%
328.23 329.67 Near Thornton THORNTON RD (4985S) BURTON RD (3800S) 4 16,000 4.30% 1.02% 30,448          19,439             56.6%
329.67 331.43 Southwest of Rexburg BURTON RD (3800S) NA 4 16,000 4.30% 0.93% 30,448          19,132             59.1%
331.43 331.94 Rexburg NA ACCESS RD 4 16,000 4.30% 0.93% 30,448          19,132             59.1%
331.94 333.44 Rexburg ACCESS RD SH-33 4 13,000 4.30% 0.50% 24,739          14,361             72.3%
333.44 334.44 Rexburg SH-33 NA 4 11,000 4.30% 0.00% 20,933          11,000             90.3%
334.44 336.85 Rexburg NA FAS 6770 4 11,000 4.30% 0.00% 20,933          11,000             90.3%
336.85 338.26 Near Sugar City FAS 6770 CENTER ST 4 12,000 0.90% 1.48% 14,268          15,718             -9.2%
338.26 338.93 Near Sugar City CENTER ST 4000 NORTH RD 4 11,000 0.90% 2.39% 13,079          16,528             -20.9%
338.93 340.22 Northeast of Sugar City 4000 NORTH RD NA 4 9,600 0.90% 3.37% 11,414        16,402           -30.4%

Count-Based
Growth Rate

%
Diff.

Highway Section
To

2027 Forecasts

Bonneville County

No. of 
Lanes

Model-Based 
Growth RateArea From

2006
AADT

Madison County

 

Table 9 Comparison of Count-Based and Model-Based Traffic Forecasts for US 26 

Begin MP End MP Count-Based Model Based

338.24 339.55 Northeast of Iona JCT SH-43 CROWLEY RD (45TH E) 2 7,900 3.82% 1.31% 14,237            10,065           41.4%
339.55 342.24 Northeast of Iona CROWLEY RD (45TH E) 70TH E RD 2 7,900 3.82% 1.67% 14,237            10,662           33.5%
342.24 343.46 Northeast of Iona 70TH E RD MILO RD (75TH E) 2 7,000 3.82% 1.55% 12,615            9,280             35.9%
343.46 344.61 Northeast of Iona MILO RD (75TH E) E MILO RD (85TH E) 2 6,200 3.82% 1.60% 11,174            8,284             34.9%

344.61 346.28 Southwest of Ririe E MILO RD (85TH E) FERGUSON RD 2 6,000 3.82% 1.53% 10,813            7,922             36.5%

346.28 346.79 Southwest of Ririe FERGUSON RD SHELTON RD (105TH E) 2 5,800 3.82% 1.59% 10,453            7,733             35.2%

346.79 347.79 Southwest of Ririe
SHELTON RD (105TH 
E) JOHNSON RD (115TH E 2 5,700 3.82% 1.59% 10,273            7,600             35.2%

347.79 348.73 Southwest of Ririe
JOHNSON RD (115TH 
E) 129TH N RD 2 3,000 2.81% 2.15% 4,770              4,353             9.6%

348.73 349.29 Southwest of Ririe 129TH N RD JCT US-26B 2 4,200 2.81% 2.15% 6,678              6,094             9.6%

Count-Based
Growth Rate

%
Diff.

Bonneville County

2027 ForecastsNo. of 
Lanes

Model-Based 
Growth Rate

Highway Section
Area From To

2006
AADT
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Table 10 Comparison of Count-Based and Model-Based Traffic Forecasts for SH 33 

MP End MP Count-Based Model Based

100.00 101.03 Northest of Sugar City JCT SH-33 3000 E RD 2 3,500  0.48% 3.25% 3,852             5,889               -34.6%
101.03 102.78 Northest of Sugar City 3000 E RD 00N RD RT 2 2,900  0.48% 3.25% 3,192             4,879               -34.6%
102.78 103.07 West of Teton 00N RD RT 2400 E RD 2 2,500  0.48% 3.25% 2,752             4,206               -34.6%
103.07 104.08 Teton 2400 E RD 2500E RD 2 3,000  0.48% 1.61% 3,302             4,014               -17.7%
104.08 106.10 East of Teton 2500E RD N8000 E RD & N2700 E RD 2 2,600  0.48% 1.61% 2,862             3,479               -17.7%
106.10 106.60 West of Newdale N8000 E RD & N2700 E RD FIRST ST WEST 2 2,300  0.48% 2.85% 2,532             3,677               -31.2%
106.60 115.10 Newdale FIRST ST WEST NA 2 2,202  1.61% 1.44% 2,948             2,868               2.8%
115.10 115.70 East of Newdale NA CANYON CREEK RD (17000 E 2 2,200  1.61% 1.59% 2,945             2,933               0.4%
115.70 115.80 East of Newdale CANYON CREEK RD (17000 E NA 2 1,700  1.61% 1.56% 2,276             2,255               0.9%
115.80 118.25 East of Newdale NA COUNTY LINE 2 1,700 1.61% 1.56% 2,276           2,258             0.8%

118.25 131.07 West of SH 32 COUNTY LINE JCT SH-32 2 1,700  1.61% 2.31% 2,276             2,523               -9.8%
131.07 132.90 North of Tetonia JCT SH-32 MAIN ST 2 2,500  1.92% 1.63% 3,510             3,358               4.5%
132.90 135.50 East of Tetonia MAIN ST BALER RD (50W) 2 2,400  1.92% 1.27% 3,369             3,040               10.8%
135.50 137.27 North of Driggs BALER RD (50W) 400N 2 2,500  1.92% 1.79% 3,510             3,439               2.0%
137.27 140.89 North Side of Driggs 400N MAIN ST & HARPER AVE 2 5,100  4.27% 2.97% 9,674             8,283               16.8%
140.89 141.79 Driggs MAIN ST & HARPER AVE 50S RD 2 6,400  4.27% 2.25% 12,140           9,422               28.8%
141.79 142.03 Soouth Side of Driggs 50S RD BATES RD (200S) 2 5,100  4.27% 2.81% 9,674             8,109               19.3%
142.03 143.29 South of Driggs BATES RD (200S) DARBY RD (200S) 2 5,100  4.27% 2.95% 9,674             8,255               17.2%
143.29 144.30 North of Fox Creek DARBY RD (200S) 300S 2 5,100  4.27% 3.12% 9,674             8,437               14.7%
144.30 149.33 Fox Creek and Chapin 300S CEDRON RD 2 6,200  5.88% 2.30% 13,860           9,194               50.7%
149.33 149.62 North Side of Victor CEDRON RD JCT SH-31 2 6,400  5.88% 1.95% 14,307           9,023               58.6%
149.62 149.98 South Side of Victor JCT SH-31 50W RD 2 5,400  5.88% 2.05% 12,072           7,724               56.3%
149.98 150.70 SE of Victor 50W RD S BASELINE RD & 00 W RD 2 4,100  5.88% 0.03% 9,166             4,130               121.9%
150.70 155.08 Near Wyoming Border S BASELINE RD & 00 W RD IDAHO/WYOMING STATE LIN 2 4,211 3.55% 0.09% 7,347           4,294             71.1%

%
Diff.

Madison County

TetonCounty

Model-Based 
Growth Rate

2027 ForecastsNo. of 
Lanes

Highway Section
Area From To

2006
AADT

Count-Based
Growth Rate
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Table 11 Estimated Range of Forecasts for AADT and Design Day Volumes for US 20 

Begin MP End MP
Linear 
Growth

Compound 
Growth

Linear 
Growth

Compound 
Growth

307.45 307.63 Idaho Falls SATURN AV I-15 NB OFF RMP 4 24,000 26,530 35,340 38,295 39,065 42,332
307.63 307.82 Idaho Falls I-15 NB OFF RMP IC# 307 4 23,000 25,440 33,868 36,699 37,460 40,593
307.82 308.32 Idaho Falls IC# 307 IC# 308 4 30,215 31,990 44,491 48,211 47,105 51,044
308.32 308.5 Idaho Falls IC# 308 IC# 309 4 25,000 27,620 36,813 39,891 40,670 44,071
308.5 309.88 Idaho Falls IC# 309 LEWISVILLE HWY 4 15,000 16,700 22,088 23,934 24,591 26,647

309.88 310.13 Northeast of Idaho Falls LEWISVILLE HWY IC# 310 4 17,000 18,890 25,033 27,126 27,816 30,141
310.13 311.05 Northeast of Idaho Falls IC# 310 TELEFORD RD (49TH N) 4 17,089 18,890 25,170 27,277 27,822 30,152
311.05 311.33 Northeast of Idaho Falls TELEFORD RD (49TH N) ST LEON RD (15TH E) 4 17,000 18,890 25,033 27,126 27,816 30,141
311.33 313.39 Southwest of Iona ST LEON RD (15TH E) HITT RD (25TH E) 4 18,000 19,980 26,505 28,721 29,421 31,881
313.39 314.51 Near Ucon HITT RD (25TH E) FAIRVIEW RD (97TH N) 4 20,000 22,160 29,450 31,912 32,631 35,359
314.51 315.23 Near Ucon FAIRVIEW RD (97TH N) SH-43 4 20,000 22,160 29,450 31,912 32,631 35,359
315.23 317.91 Northeast of Ucon SH-43 IC# 318 4 19,000 21,070 27,978 30,317 31,026 33,620

326.22 326.81 Near Lorenzo NA 4300 W RD (NELSON RD) 4 19,000 21,070 36,982 47,046 41,011 52,172
326.81 328.23 Near Thornton 4300 W RD (NELSON RD) THORNTON RD (4985S) 4 16,000 17,800 30,448 38,734 33,873 43,091
328.23 329.67 Near Thornton THORNTON RD (4985S) BURTON RD (3800S) 4 16,000 17,800 30,448 38,734 33,873 43,091
329.67 331.43 Southwest of Rexburg BURTON RD (3800S) NA 4 16,000 17,800 30,448 38,734 33,873 43,091
331.43 331.94 Rexburg NA ACCESS RD 4 16,000 17,800 30,448 38,734 33,873 43,091
331.94 333.44 Rexburg ACCESS RD SH-33 4 13,000 14,520 24,739 31,471 27,632 35,151
333.44 334.44 Rexburg SH-33 NA 4 11,000 12,340 20,933 26,630 23,483 29,873
334.44 336.85 Rexburg NA FAS 6770 4 11,000 12,340 20,933 26,630 23,483 29,873
336.85 338.26 Near Sugar City FAS 6770 CENTER ST 4 12,000 13,430 15,718 15,957 17,591 17,858
338.26 338.93 Near Sugar City CENTER ST 4000 NORTH RD 4 11,000 12,340 16,528 16,778 18,541 18,822
338.93 340.22 Northeast of Sugar City 4000 NORTH RD NA 4 9,600 10,810 16,402 16,651 18,470 18,750

2006
AADT

Bonneville County

Madison County

Highway Section

To

2027 AADT
2006
DDV

2027 DDV
No. of 
LanesArea From

 

Table 12 Estimated Range of Forecasts for AADT and Design Day Volumes for US 26 

Begin MP End MP
Linear 
Growth

Compound 
Growth

Linear 
Growth

Compound 
Growth

338.24 339.55 Northeast of Iona JCT SH-43 CROWLEY RD (45TH E) 2 7,900 8,540 14,237 17,358 15,390 18,765
339.55 342.24 Northeast of Iona CROWLEY RD (45TH E) 70TH E RD 2 7,900 8,540 14,237 17,358 15,390 18,765
342.24 343.46 Northeast of Iona 70TH E RD MILO RD (75TH E) 2 7,000 7,560 12,615 15,381 13,624 16,611
343.46 344.61 Northeast of Iona MILO RD (75TH E) E MILO RD (85TH E) 2 6,200 6,680 11,174 13,624 12,039 14,679
344.61 346.28 Southwest of Ririe E MILO RD (85TH E) FERGUSON RD 2 6,000 6,460 10,813 13,184 11,642 14,194
346.28 346.79 Southwest of Ririe FERGUSON RD SHELTON RD (105TH E) 2 5,800 6,240 10,453 12,745 11,246 13,712
346.79 347.79 Southwest of Ririe SHELTON RD (105TH E) JOHNSON RD (115TH E) 2 5,700 6,130 10,273 12,526 11,048 13,471
347.79 348.73 Southwest of Ririe JOHNSON RD (115TH E) 129TH N RD 2 3,000 3,160 4,770 5,368 5,024 5,654
348.73 349.29 Southwest of Ririe 129TH N RD JCT US-26B 2 4,200 4,480 6,678 7,515 7,123 8,016

2027 DDV
2006
DDV

Bonneville County

2027 AADT
No. of 
Lanes

Highway Section

Area From To
2006
AADT
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Table 13 Estimated Range of Forecasts for AADT and Design Day Volumes for SH 33 

Begin 
MP End MP

Linear 
Growth

Compound 
Growth

Linear 
Growth

Compound 
Growth

100.00 101.03 Northest of Sugar City JCT SH-33 3000 E RD 2 3,500 4,150 5,889 5,915 6,982 7,014
101.03 102.78 Northest of Sugar City 3000 E RD 00N RD RT 2 2,900 3,490 4,879 4,901 5,872 5,899
102.78 103.07 West of Teton 00N RD RT 2400 E RD 2 2,500 3,050 4,206 4,225 5,132 5,155
103.07 104.08 Teton 2400 E RD 2500E RD 2 3,000 3,410 4,014 4,032 4,563 4,584
104.08 106.10 East of Teton 2500E RD N8000 E RD & N2700 E RD 2 2,600 3,160 3,479 3,495 4,228 4,248
106.10 106.60 West of Newdale N8000 E RD & N2700 E RD FIRST ST WEST 2 2,300 2,840 3,677 3,694 4,541 4,561
106.60 115.10 Newdale FIRST ST WEST NA 2 2,202 2,730 2,948 3,081 3,655 3,820
115.10 115.70 East of Newdale NA CANYON CREEK RD (17000 E) 2 2,200 2,730 2,945 3,079 3,655 3,820
115.70 115.80 East of Newdale CANYON CREEK RD (17000 E) NA 2 1,700 2,180 2,276 2,379 2,918 3,051
115.80 118.25 East of Newdale NA COUNTY LINE 2 1,700 2,180 2,276 2,379 2,918 3,051

118.25 131.07 West of SH 32 COUNTY LINE JCT SH-32 2 1,700 2,180 2,523 2,637 3,235 3,382
131.07 132.90 North of Tetonia JCT SH-32 MAIN ST 2 2,500 3,050 3,510 3,730 4,282 4,550
132.90 135.50 East of Tetonia MAIN ST BALER RD (50W) 2 2,400 2,940 3,369 3,580 4,127 4,386
135.50 137.27 North of Driggs BALER RD (50W) 400N 2 2,500 3,050 3,510 3,730 4,282 4,550
137.27 140.89 North Side of Driggs 400N MAIN ST & HARPER AVE 2 5,100 5,890 9,674 12,273 11,172 14,174
140.89 141.79 Driggs MAIN ST & HARPER AVE 50S RD 2 6,400 7,310 12,140 15,402 13,866 17,592
141.79 142.03 Soouth Side of Driggs 50S RD BATES RD (200S) 2 5,100 5,890 9,674 12,273 11,172 14,174
142.03 143.29 South of Driggs BATES RD (200S) DARBY RD (200S) 2 5,100 5,890 9,674 12,273 11,172 14,174
143.29 144.30 North of Fox Creek DARBY RD (200S) 300S 2 5,100 5,890 9,674 12,273 11,172 14,174
144.30 149.33 Fox Creek and Chapin 300S CEDRON RD 2 6,200 7,090 13,860 20,596 15,850 23,553
149.33 149.62 North Side of Victor CEDRON RD JCT SH-31 2 6,400 7,310 14,307 21,261 16,342 24,284
149.62 149.98 South Side of Victor JCT SH-31 50W RD 2 5,400 6,220 12,072 17,939 13,905 20,663
149.98 150.70 SE of Victor 50W RD S BASELINE RD & 00 W RD 2 4,100 7,960 9,166 13,620 17,795 26,443
150.70 155.08 Near Wyoming Border S BASELINE RD & 00 W RD IDAHO/WYOMING STATE LINE 2 4,211 8,150 7,347 8,754 14,220 16,943

Madison County

TetonCounty

2006
AADT

2027 AADT
No. of 
Lanes

Highway Section

Area From To
2006
DDV

2027 DDV
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4 Recommendations to Improve Travel Forecasting 
The forecasts of travel described in this memorandum have relied heavily on traffic counts 
conducted by ITD and travel forecasting models developed by or for local jurisdictions.  The data 
and tools available for this effort have been adequate to produce reasonable estimates of traffic 
volumes for the purpose of refreshing the corridor plans, but better forecasts could be produced in 
the future if additional resources can be devoted to data collection, data management and potentially 
new model development.  The foundation of forecasting in this project has been the short-term 
counts conducted periodically on segments of the state highway.  The short-term counts provide 
comprehensive coverage of the state system, but do not provide information about variation in travel 
by day of the week, or season of the year.  A few permanent count locations (ATR stations) are 
relied on to produce profiles of travel over a year that can be used to seasonally adjust the Short-
Term Counts to produce estimates of design hour volumes or volumes for any other hour during the 
year.  For the corridor plan refreshes, five ATR locations were used to provide profile information 
for over 173 miles of roadway.  Each of the corridors was divided into segments to reflect parts of 
the corridor that have similar characteristics.  There were seventeen segments over the three 
corridors, and ITD might consider eventually representing each segment with an ATR location. 

The mix of vehicle types on state routes in eastern Idaho directly affects the health of the corridor - 
both positively and negatively.  A mix of bicycles, passenger cars, buses, recreational vehicles, farm 
equipment and trucks can reflect a healthy multi-use corridor that supports daily travel by area 
residents, recreational travel, mobility for transit dependents, farming and goods movement.  But the 
conflicts that can arise from these vehicles of different size, weight, and operational characteristics 
can also affect the other dimensions of health – level-of-service, safety, ride quality – if provisions 
are not made for accommodating the mix of vehicles.  When there is a mix of vehicle types, the need 
for wider paved shoulders, pull-out lanes, passing lanes, turn or possibly even multiple through lanes 
increases.  Unfortunately, very little information is available on the mix of vehicles on different 
segments of the state routes and how the mix varies by time of day, day of the week or season of the 
year.  Estimates of the percentage of trucks in the AADT are developed based on data collected from 
weigh-in-motion (WIM) systems that continuously characterize the volume by vehicle size. There is 
only one WIM system on the three corridors evaluated in this effort (on US 20 in Rigby) and only 
three in District 6.  Each major corridor should have at least one WIM system and these should be 
supplemented with periodic vehicle classification counts to assess the full spectrum of vehicles using 
the various segments of the state system. Vehicle classification counts should be conducted annually 
on each segment of each state route during the peak travel season and should cover at least the peak 
periods.  Whenever possible, speed data by vehicle type should also be collected with the 
classification counts.  

Finally, the modeling of travel could be improved by devoting more resources to local modeling and 
by acquiring origin-destination data to assess the distribution of trips within a model area and the 
proportion of trips that travel between model areas.  Some standardization of the models within the 
District could increase the collaboration and lower the cost of model upkeep.  This could include the 
use of the same modeling software, use of a compatible zone system and network configuration, use 
of the same baseline and forecast years, and use of a common set of model parameters such as trip 
generation rates.  These steps could increase the benefit of collaboration on model enhancement and 
could provide the framework for an eventual District-wide model system.  New population, 
household, and commute travel data will be available from the 2010 census by 2012 or 2013 and that 
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may be an appropriate time to move toward a District-wide model to support the next round of 
corridor plan refreshes.   
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Overview 

Eastern Idaho is one of the premier destinations for recreational travel in the western United 
States.  The region attracts millions of visitors each year for fishing, hunting, boating, skiing, 
snowmobiling, camping, backpacking, hiking and visiting the national parks in neighboring 
Montana and Wyoming.   The state roads that provide access to these recreational areas are also 
the only routes of access to the rich farm lands that produce a variety of crops including the 
potatoes for which Idaho is famous.  An unprecedented growth in Idaho in the past twenty years 
has raised concerns that urbanization of segments along the state routes that serve the 
recreational and agricultural areas and ever increasing vehicle miles traveled are resulting in 
conflicts that are degrading both the level of service and the safety on the roads.  This technical 
memorandum describes a “Visualization Tool” developed by the Idaho Transportation 
Department (ITD) and DKS Associates to produce a computerized data management system and 
visual displays of how growth in the key corridors will affect the future “health” of the state 
highway system and how investments can reduce the long-term impacts of the growth.  The tool 
was initially developed for use in updating corridor plans for US 20, US 26 and SH 33 in District 
6 of ITD the locations of which are illustrated in Figure 1. 
 
The Visualization Tool is designed to house and manage the data called upon for corridor 
planning in Idaho as defined by the Idaho Corridor Planning Guidebook (1) developed when 
ITD began the process of corridor planning in the late 1990s.  This included the following: 
 

• Roadway inventory data 
• Traffic count, vehicle classification, turning movements and speed data 
• Traffic accident data 
• Traffic forecast data 
• Land use data – population and employment  
• Land use forecasts 
 

The Visualization Tool also provides the data for “low volume corridors” that do not meet the 
state’s criteria for a full-scale corridor plan but for which a strategic plan is needed (2).  ITD has 
also endorsed a context-sensitive approach to transportation solutions that emphasizes the 
development of cost-effective transportation systems that are safe, reliable and responsive for the 
economical and efficient movement of people and products, but that also reflect the nature of the 
environment in which they are to operate and the vision of the communities served by the facility 
(3). Development of context-sensitive solutions requires greater information about the corridor in 
which the state routes operate, and the Visualization Tool has been designed to provide this 
additional information in an easily accessible and intuitively meaningful format. 
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Figure 1 Location of US 20, US 26 and SH 33 Corridors in ITD District 6  

 
 
 
As indicated in Figure 2, the system includes a Geographic Information System (GIS) as the 
base platform where a variety of data on roadway characteristics, land use, population and 
employment forecasts, and traffic counts are stored and organized.  GIS has several strengths 
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particularly useful for this purpose, not the least of which is the transparency and ease of access 
to the data by ITD’s transportation planning partners.  
Figure 2 Visualization Tool Flow Chart 
 
 

 
 
The system includes a module for producing travel forecasts from population and employment 
growth forecasts and from historical traffic growth trends to reflect growth in the corridor and 
growth in recreational travel to the region.  Common characteristics of most of the routes in 
District 6 of Idaho are significant variations in travel by month of the year, by day of the week 
within a month and by hour of the day.  Traffic on the state routes tends to be heavily peaked in 
the summer months when there is a significant increase in recreational travel.  The forecasting 
system uses the annual distribution of traffic from available data to provide an estimate of traffic 
volume for any season or day of the week.   
 
The Visualization Tool is similar in structure to a GIS database developed for the Maricopa 
Association of Governments (MAG); which included a linear referencing system, temporal 
segmentation, and an inventory of planned improvements based on the MAG travel model 
network (4).  With linkage to the MAG travel model, the GIS database could provide travel 
forecasts, turning movements and level of service calculations used to help identify the need for 
improvements.  DKS and ITD captured much of this same functionality in the design of the 
Visualization Tool. 
 
For any future scenario, the ITD Visualization Tool can generate a graphic display of the 
“health” of the corridor, where health is defined by a set of factors and criteria that describe how 
the corridor would be perceived by travelers that use it and how the roadway facility affects the 
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economic health of the corridor. During this time of intense interest in transportation funding and 
the question “Is it enough?” the ability to model various scenarios and display the results of that 
model in a graphic form for quick ease of understanding and comparison is critical to influencing 
community leaders and lawmakers. The system displays forecasted information, but also flags 
segments of concern.  This allows discussions over regional needs to flow seamlessly into 
consideration of specific impacts to local areas. 
 
All of the input data that support the Visualization Tool can all be graphically displayed, and 
comparisons of different scenarios can be displayed graphically as well.  For example, the basic 
characteristics of the roadway such as the number of lanes can be displayed as indicated in 
Figure 3.  The Visualization Tool also serves as a photographic inventory that can use recent 
photos to illustrate issues affecting the health of the corridor.  As an example, Figure 3 also 
provides a photograph that illustrates the transition from two lanes to four lanes on US 20 near 
St. Anthony. 

Figure 3 Number of Travel Lanes on US 20 Corridor 
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Variation in Traffic Volumes by Season, Day of the Week and Hour 

As previously indicated, there is significant variation in District 6 in travel by month of the year, 
by day of the week within a month and by hour of the day.  Traffic on the state routes tends to be 
heavily peaked in the summer months when there is a significant increase in recreational travel.  
When there is a significant amount of recreational travel there is a generally peaking of travel on 
the weekends.  The forecasting system uses the annual distribution of traffic from the nearest 
automatic traffic recorder (ATR) to provide a month-by-month forecast for the segment of 
interest for the future year specified.  A sample distribution of ADT by month is provided in 
Figure 4.  In this sample from ATR #32 on US 20 in Aston, the average weekday volume for 
July is over three times the average for January or February. 
 
Figure 4 Sample Distribution of ADT by Month 
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Similarly, an hourly distribution of traffic volumes can also be developed for a segment for the 
forecast-year volume as indicated in Figure 5. 
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Figure 5 Sample Distribution of Traffic by Hour and by Direction 
 

 
 

The South Dakota Department of Transportation in 2008 conducted a review of alternative 
methods for developing travel forecasts for rural roadways (5). The research examined the travel 
forecasting methodology used in  South Dakota and compared it to approaches used in Arizona, 
Colorado, Idaho, Iowa, Minnesota, Montana, Missouri, Nebraska, North Dakota, New Mexico, 
Wisconsin and Wyoming.  Their research considered the method proposed for ITD District 6 to be 
one of the more cost-effective methods for developing forecasts to support needs assessment and 
planning for the state highway system.  The researchers concluded that the development of 
interregional or statewide models for forecasting state highway volumes could be difficult and 
expensive and required a significant commitment of budget and labor support.  They felt that the 
use of local models, where available, supplemented with historic traffic counts and distribution 
information from the permanent count locations (the ATRs) represented a practical approach. 

In 2001, researchers at the National Institute for Advanced Transportation Technology at the 
University of Idaho completed a statewide transportation planning project for Idaho that included 
the development of a statewide model (6). While the researchers felt that the model performed 
reasonably well in validation tests, they recommended that the State continue to use projection of 
historical traffic counts as its basic forecasting method particularly for low-volume rural roads.  
For higher volume urban roads, the researchers recommended continued enhancement of the urban 
area models being developed by the metropolitan planning organizations (MPOs) and counties. 

 
Defining the Health of a Corridor 

U.S. Department of Transportation guidance for rural roadway planning (7) recommends the use 
of a multiple criteria analysis to prioritize projects and investments in rural areas.  The 
Visualization Tool uses numerical scores to give the appropriate weight to each criterion as 
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suggested by the USDOT guidance. The current health of a state corridor can be defined by a 
number of key factors, selected for usefulness in discussions over needed investments, the levels 
of those investments and the prioritization of investment in one place over another.  For this 
exercise, the factors that are most visible to the users of the system are travel time, safety, ride 
quality, points of access and shoulder width.  The mix of vehicle types on state routes in eastern 
Idaho also affects the health of the corridor - both positively and negatively, but these effects are 
captured in the other characteristics.  A mix of bicycles, passenger cars, buses, recreational 
vehicles, farm equipment and trucks can reflect a healthy multi-use corridor that supports daily 
travel by area resident, recreational travel, mobility for transit dependents, farming activities and 
goods movement.  But the conflicts that can arise from these vehicles of different size weight 
and speed can also affect the other dimension of health – level-of-service, safety, ride quality – if 
provisions are not made for accommodating the mix of vehicles.  When there is a mix of vehicle 
types, the need for multiple lanes in each direction or at least passing lanes and turn lanes 
increases.   
 
Any factor that can be represented in the system by quantitative measures can be reflected in the 
display of health, which allows planners to both establish a baseline standard across multiple 
counties and yet work with local emphasis or unusual circumstances. Health is a condition that is 
easily understood to change over time and adding rate of change factors across a roadway’s 
lifecycle raises awareness that the initial investments have limited life unless further investment 
is made over the lifecycle. Furthermore, when considering the state highway system as inherited 
through a series of decisions made in isolation, defining the health of a particular branch of that 
system can reveal weaknesses and strengths in the functioning of the overall network, leading to 
better prioritization.    
 
In a similar effort, Galehouse (8) used the concept of a “corridor health” to rate the pavement 
quality of a segment and its current or future need for maintenance or rehabilitation.  Galehouse 
suggests that there is a tendency for many state DOTs to view their highway systems as simply a 
collection of projects and in doing so lose the opportunity for strategically managing entire 
roadway networks.  Galehouse proposed a “quick checkup tool” based on an evaluation of 
reconstruction, rehabilitation, preservation needs to develop a “Remaining Service Life” 
measure.  This measure provides an indication of the relative heath of the network from a 
pavement perspective.  DKS has followed this concept, but in a much broader sense to capture 
the elements of overall corridor heath and need for improvements. 
 
Travel Time and Delay 
Well-established methods are available to assess the degree of delay that is likely to be 
experienced by roadway users under different levels of travel volume on the state route and on 
crossing routes and turning movements from one to the other.  These methods produce a letter 
grade (A to F) for the level of service on the roadway and also an estimate of the average delay 
that a user is likely to experience.  The level of service and average delay can be calculated for 
existing conditions based on traffic counts and for future conditions based on traffic forecasts 
and displayed graphically as in Figure 6. 
 
The Federal Highway Administration (FHWA) Idaho Division Office has developed an approach 
for assessing current and future congestion within the corridor and identified LOS calculation 
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methods that are appropriate to the context (9). The recommended procedures apply different 
methods for two-lane uninterrupted flow segments, multi-lane unsignalized roads, signalized 
roads and freeways.  The ITD Visualization Tool uses the recommended methods but has added 
a third method developed by the Florida Department of Transportation for two-lane unsignalized 
rural roads through small towns (10).  
 
Figure 6 Existing Level of Service on US 20 Corridor 

 
 
Safety 
Safety can be quantified by the number of accidents of different types – property damage, injury 
and fatality.  Accident statistics are generally reported for only existing conditions and reflect the 
actual number of accidents reported.  Estimates of future accident levels can be developed based 
on the traffic volumes forecasted for the future and the characteristics of the roadway – number 
of lanes, provision of passing and/or turning lanes, number of at-grade intersections, etc.  
Accident rates in “number per million vehicle miles” can be developed by roadway type from 
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existing state data. Figure 7 illustrates the assessment of safety conditions along the US 26 
corridor. 
 
Figure 7 Assessment of Existing Safety Conditions on US 26 Corridor 

 
 
Ride Quality 
Ride quality can be the result of several factors.  The most frequently used factor is pavement 
quality, but can also include other roadway characteristics such as number of lanes, lane width, 
shoulder width, curvature and hilliness.  Pavement condition affects the smoothness of the ride 
and the potential for vehicle damage from potholes or cracks.  The other factors can represent 
safety problems or simply the traveler’s comfort in using the roadway. 
 
The Idaho Transportation Department classifies pavement condition as Good, Fair, Poor, or Very 
Poor based on a combination of two indices: the Cracking Index (CI) and the Roughness Index 
(RI).  Both indices provide ratings for roadways segments between 0 and 5 based on the 
observed condition of the roadway.  The Cracking Index (CI) gives a rating of a roadway 
surface’s visual distress, while the Roughness Index (RI) is a rating of surface smoothness.  The 
higher the CI and RI values, the better the roadway pavement condition.  Pavement condition is 
tested on state routes in Idaho each year.   
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Pavement condition for future years can be predicted based on the proposed program for 
pavement maintenance and forecasts of travel by vehicle type for all years leading up to the 
forecast year.  Pavement condition is affected by vehicle loads, but this is almost entirely a 
function of truck loads and not passenger car loads.  The percentage of traffic volume on a 
segment that is trucks is also part of the data stored in the Visualization Tool, and a sample of 
that data is presented in Figure 8.  Each vehicle type has a load factor that is applied to the 
forecasted volume for that vehicle type to estimate the load placed on the pavement.  The 
condition of the pavement in a future year can then be predicted based on the cumulative load 
from all of the intervening years between the year in which the last pavement condition value 
was observed and the forecast year.  Planned pavement maintenance also enters into the 
prediction of the future year condition. 
 
Figure 8 2006 Commercial Vehicle Percentage Summary on US 26 Corridor 

Average Annual Daily Traffic Commercial Vehicle Percentage - Idaho US 26 (2006)
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Points of Access 
Access to a state route can also affect the health of the corridor.  Too many points of access can 
affect the level-of service and the safety of the route.  A major challenge for ITD in the 
preparation of the corridor plans is to support the local economy of small towns along the state 
routes or at the fringes of the urban areas, while also maintaining the appropriate function of the 
state route to facilitate the efficient movement of people, agricultural products and freight 
between population centers, farms and recreational opportunities.  ITD has adopted access 
management practices in principle and is beginning to incorporate them into the long range 
planning for the corridors.  ITD has developed access management policies but is looking to 
more advanced guidance such as those developed by the Center for Urban Transportation 
Research (CUTR) (11).  CUTR guidelines emphasize the need for good geographic data on 
roadway characteristics, land uses, land-use forecasts and local street network to be able to 
formulate appropriate access management principles for particular state routes in particular 
contexts. 
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Shoulder Width 
Because of the multi-use nature of the corridor – commuting, school trips, recreation, tourism, 
farm transportation and freight movement - having adequate shoulders to accommodate non-
motorized travel and to allow for stopping without impeding the travel lanes is an important 
concern in terms of safety and the travelers’ experiences with the corridors.  Shoulder width was 
evaluated on the basis of ITD and AASHTO guidelines for the appropriate widths given roadway 
functional classification and volume.   
 
Overall Assessment of Corridor Health 
 
Because the overall heath of the corridor results from a combination of the characteristics 
described above and not just from one of them, a method is needed for combining the factors into 
a single measure.  Developing such a single measure requires subjective judgment and should 
ultimately reflect the priorities of the residents of the corridors and those that use the facilities.  
For the application in District 6, DKS and ITD drew on the experience of DKS applying a 
similar prioritization system in District 5 to establish relative weights (12).  The resulting scoring 
system is illustrated in Table 1. 
 
Table 1 Corridor Health Scoring System for ITD District 6 

Factor Weigh
t 

Factor  Score 

Safety 40%  =.35*(% of State VMT for Category with Fatal Accident Rate greater than the 
Segment)+.35*(% of State VMT for Category with Injury Accident Rate 
greater than the Segment)+.3*(% of State VMT for Category with Total  
Accident Rate greater than the Segment) 

Travel 
Time and 
Delay 

30% 1/LOS where LOS = .5 * (Link LOS for Average Peak Hour Conditions) + .2 
* (Link LOS for Design Hour Volume) +  .2 * (Int. LOS for Average Peak 
Hour Conditions) + .1 * (Int. LOS for Design Hour Volume) 
Where LOS = 1 for C, 2 for D, 3 for E and 5 for F 

Ride 
Quality 

10% 1/PC where PC= 1 for Good, 2 for Fair, 3 for Poor and 5 for Very Poor 
Pavement Condition Rating 

Points of 
Access 

10% =1/[(Number of Access Points per mile) / (Number Allowed by Guidance for 
the Roadway Type) + 1] 

Shoulder 
Width 

10% Average of Width/Standard up to 1 

 
Based on the scoring system, an assessment of the future (2027) corridor health for SH 33 was 
produced.  The results are illustrated in Figure 9.  It also flags segments of concern because of 
potential safety issues or geometric deficiencies.  The Visualization Tool has been successfully 
used by ITD to aid the counties in Eastern Idaho develop plans that anticipate and acknowledge 
the growth and other changes in the critical state route corridors. 
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Figure 9 Assessment of Existing Corridor Health for SH 33 

 
 

Applications of the Visualization Tool 

The Visualization Tool was developed for ITD for application to the updates of three corridors in 
District 6: US 20, US 26 and SH 33.  With each of these corridor plan updates, additional 
information about each corridor has been added to the database to enhance the basic level of data 
contained for all zones and routes segments.  The Visualization Tool has been used to 
communicate the existing and future conditions that have lead to the recommendations for 
improvements.   
 
The Visualization Tool developed for ITD has also been designed to support ITD’s Long Range 
Capital Improvement Program (LRCIP) called “Horizons in Transportation” (13). It categorizes 
improvements by four time horizons:  

• STIP – 1 to 5 years 
• Near Horizon: 6 to 10 years 
• Mid Horizon – 11 to 15 years 
• Far Horizon – 16 years and beyond 

The Visualization Tool can be used to produce travel forecasts for any horizon year and with it 
produce an assessment of corridor health.  This assessment for multiple years can help ITD 
define the specific time frame for when improvements will be needed. 
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ITD’s District 6 will soon undertake a district-wide plan that strategically links all of the major 
corridors and the low-volume corridors together.  As part of the process the Visualization Tool 
will be enhanced to provide for district–wide prioritization and scheduling of improvements 
across corridors.  This application will draw on the tools comprehensive coverage of the state 
routes in the district and the representation of at least a basic level of data necessary for corridor 
heath assessment.    
 
Conclusions 
 
District 6 of ITD has found that a computerized, district-wide database can improve corridor 
planning by: 
 

• Making data that is routinely collected more readily available to planners 
• Providing greater consistency in how data are collected and used  
• Allowing interactive use of multiple data sources 
• Providing a visual display of a corridor’s existing or future heath 
 

District 6 has found the Visualization Tool to be useful not only for analyzing and 
communicating information but also for prioritizing and scheduling investments to maintain the 
long-term heath of its corridors. After its initial application for the updating of the corridor plans 
for US 20, US 26 and SH 33, District 6 has decided to use the tool to quickly and efficiently 
update all of the corridor plans in District 6 and to create an equivalent level of information and 
assessment for the low-volume corridors for which corridor plans have not been developed in the 
past.  The Visualization Tool has given ITD a consistent way of assessing and visually depicting 
corridor needs and deficiencies.  District 6 plans to use the tool in a District Transportation Plan: 
the first of its kind in the state. 
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District 6 Needs Report
SH 33 Corridor Plan Refresh

SH 33

Location
SH 33
100 100.5

223

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Either center turnlane improvements or frontage roads between US 20 and Teton Island Canal.

This need remains unmet.  It is not recommended in the future 20 years until 2027 based on SH 33 Corridor Plan Refresh (2008).

Expired

Location
SH 33
100 106.6

513

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Combine existing accesses, if feasible, in areas where ITD access spacing standards are not met.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
100 106.6

515

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
100 106.6

514

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
103.07 103.07

516

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install EB left-turn lane and WB right-turn lane.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
103.16 0

457

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Y-intersection in Teton, project 60 for center turn-lane improvements.

This need remains unmet.

Expired

Location
SH 33
106.6 131.07

518

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard along 5-mile section to east of Newdale (WB direction only).

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
106.6 131.07

517

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
106.71 0

458

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Newdale Main Street  LT [300S], project 61 for center turn-lane improvements.

Install WB right-turn lane. Time Frame is 10-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
107 111.29

119

System
Pavement

Need
Asset Lifecycle

Driver
State Transportation Improvement Program for 2006-2010 /SH33 Corridor Plan Refresh

Sponsoring Organization
Planning and Project Management Section

The Department has determined that pavement condition within the project limits is deficient and must be repaired to improve 
motorist safety, ride and prevent further deterioration of the roadway. The pavement condition for this reach of highway SH 33 
based on the 2005 Cracking and Roughness Indices is 2.1 which falls in the "poor" condition classification. The proposed project 
would repair and rehabilitate the pavement in the project reach improving the pavement condition to "good" or "fair", improving 
safety, rider comfort and pavement longevity.

This segment of highway has not had any reconstruction since the late 1930’s. It still maintains the old vertical and horizontal 
alignment of the pre 1940’s highway design standards. The existing roadway does not include standard shoulder widths and 
contains sub-standard vertical curves which contribute to poor sight distances.

Reconstruct or resurface pavement along 25% of the segment MP 106.6 to 131.07. Time frame is 0-5 yrs. (Confirmed by SH 33 
Corridor Plan Refresh - 2008)

This need remains unmet.

Expired

Location
SH 33
107.04 132.47

224

System
Highway

Need
Data Acquisition

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

Passing Lane Improvements [MP 99.292 - 155.084]

Passing lane improvements provide added capacity and safety measures, especially due to the variety and mix of commuter, 
recreation and trucking traffic along SH 33. A series of passing lane improvement are identified for the sections of SH 33: 
Between Tetonia and Newdale.

ITD should conduct a detailed traffic engineering study to examine each of these segments prior to defining specific projects for 
construction. The study should focus on the current vertical and horizontal curves, vehicle mix (considering the variation of traffic 
throughout the year - particularly during harvest) and traffic speeds, and travel sight lines to help identify the appropriate location 
and type of passing lane improvements.

This need remains unmet.

Expired

Location
SH 33
107.74 107.86

521

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Convert uncontrolled accesses to single driveways using physical barriers.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
114.67 115.68

522

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Conduct safety study to determine if passing lane or climbing lane is appropriate for this high-accident location.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
115.7 130.84

148

System
Pavement

Need
Asset Lifecycle

Driver
District 6 Pavement Management Plan 2007 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Described in 2007 - 2011 ITIP as D621 Canyon Creek Bridge to JCT SH 32.

Reconstruct or resurface pavement along 25% of the segment MP 106.6 to 131.07. Time frame is 0-5 yrs. (Confirmed by SH 33 
Corridor Plan Refresh - 2008)

This need remains unmet.

Expired

Location
SH 33
125.54 0

162

System
Access

Need
Level of Service

Driver
Access Permit 06-04-126

Sponsoring Organization
Traffic Section

Traffic generated from commercial access will eventually impact State Highway 33. Both left and right turn lanes will be necessary 
for traffic turning off SH 33 when a warrant is issued by the Traffic Section, as described in the Permit Special Provision.

This need is not yet active. Traffic Section will monitor conditions and issue a warrant when that time comes.

Expired

Location
SH 33
131.07 137.27

527

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Prepare access management plan.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
131.07 137.27

524

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Develop local road network to support planned subdivisions in county.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
131.07 137.27

523

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct frontage roads where needed as part of local road network to support growth in development within corridor area.

This need remains unmet.  Time Frame is 15 - 20 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
131.07 137.27

525

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Develop mixed-use trails to support growth in recreational activity.

This need remains unmet.  Time Frame is 0 - 10 yrs.

Expired

Location
SH 33
131.07 137.27

526

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
131.5 0

163

System
Access

Need
Level of Service

Driver
Access Permit 06-04-082

Sponsoring Organization
Traffic Section

Traffic generated from commercial access will eventually impact State Highway 33. Both left and right turn lanes will be necessary 
for traffic turning off SH 33 when a warrant is issued by the Traffic Section, as described in the Permit Special Provision.

This need is not yet active. Traffic Section will monitor conditions and issue a warrant when that time comes.

Expired

Location
SH 33
132.47 132.86

528

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct enhanced pedestrian crosswalks to serve school on east side of Main St. and commercial development on both sides 
of Main St.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
132.5 132.8

529

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Extend existing two-way center turn lane to north and/or south if needed to serve future development adjacent to highway.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
132.86 132.86

530

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install SB left-turn lane.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
133.41 137.27

531

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Combine existing accesses, if feasible, in areas where ITD access spacing standards are not met.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
135.31 0

446

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

at Baker Road/Leigh Road [600N], projects 32 and 33 for both center turnbays and deceleration/acceleration lanes.

This need remains unmet.

Expired

Location
SH 33
135.7 137.27

532

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
137.27 141.79

533

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Combine existing accesses, if feasible, in areas where ITD access spacing standards are not met.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
137.27 144.3

535

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Develop local road network to support planned subdivisions in county.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
137.27 144.3

534

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct frontage roads where needed as part of local road network to support growth in development within corridor area.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
137.27 144.3

538

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
137.27 144.3

536

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Develop mixed-use trails to support growth in recreational activity.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
137.27 144.3

537

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
138.77 0

448

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Teton Canyon Road [250N], project 29 for center turn-lane improvements and project 30 for deceleration/acceleration lanes in the 
NW bound direction.

Install NB right-turn lane. Time Frame is 0-5 yrs. (Added by SH 33 Corridor Plan Refresh - 2008) 
    
Install SB left-turn lane. Time Frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

This need is unmet.

Expired

Location
SH 33
140.09 0

454

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Casper Dr [airport access], project 38 for center turn-lane improvements and project 39 for deceleration/acceleration lanes.

Install NB right-turn lane. Time frame is 0-5 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)   

Contruct capacity improvement. Time Frame is 15-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
140.28 142.32

121

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

The SH-33 Corridor Plan (Plan), adopted by the Idaho Transportation Board in 2004, identified the need to improve traffic flow 
through the City of Driggs due to a Level of Service D, and provide safer and enhanced access for pedestrians, bicyclists through 
and approaching the City of Driggs. 

Technical studies and public comment completed for the Plan noted the current and future (plan year to 2024) Level of Service for 
vehicles is D which is below Department Standards. Also, pedestrians and bicyclists share narrow sidewalks within the downtown 
area and towards the outskirts of town use earth or narrow paved roadway shoulders. Connection to the Driggs to Victor bicycle 
trail uses existing road shoulders that were not designed or constructed for safe bicycle use. Existing cross walks are becoming 
unsafe for pedestrians due to increase traffic volume and width of the highway. Context sensitive design elements were 
recommended to enhance visual and functional attributes of the downtown area for safety and economics.

This need will be met through the Driggs Main Street Improvement project key 9559 scheduled in the State Transportation 
Improvement Program.

Expired

Location
SH 33
140.29 0

160

System
Access

Need
Level of Service

Driver
Access Permit # (not yet issued)

Sponsoring Organization
Traffic Section

Traffic generated from Huntsman Development will impact State Highway 33.

This need remains unmet. The developers are required as a condition of the permit to improve the intersection.

Expired

Location
SH 33
140.29 0

481

System
Intersection

Need
Level of Service

Driver
Memo from ADE / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Unnamed access into Huntsman Springs development.

Install SB left-turn lane. Time Frame is 10-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)   
  
Construct capacity improvement. Time Frame is 15-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)

By agreement, to be built by Huntsman Springs development.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
140.52 141.79

546

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Convert uncontrolled accesses to single driveways using physical barriers.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
140.52 141.79

547

System
Access

Need
Economics

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Main Street improvement to be determined based on Driggs Main St. Conceptual Plan.

Expired

Location
SH 33
140.52 141.79

545

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct enhanced pedestrian crosswalks to serve school on east side of Main St. and commercial development on both sides 
of Main St.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
141.28 0

227

System
Highway

Need
Economics

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

"Main Street" Improvements in Driggs.

"Main Street" improvements enhance the pedestrian and bicycle environment while maintaining a safe and efficient vehicle 
transportation system. Improvements could include wider sidewalks, enhanced crosswalks (textured or painted concrete, etc.), 
planting of trees, addition of sidewalk furniture, and center medians (with or without plantings). Main Street improvements are 
recommended in downtown Driggs and Victor. Some components of the Main Street improvements could also be applied in 
Tetonia, Newdale, and Teton. Specifically, improved crosswalks and crosswalk locations should be considered in these 
communities. The cities will need to apply for federal assistance to fund these enhancements.

[This need has been categorized as Economic due to the combination of factors that are best described in the context of efforts 
by the communities to improve their access to the state highways and promote themselves as viable economic hubs for area 
residents and local businesses.]

This need will be partially met through the Driggs Main Street Improvement project key 9559 scheduled in the State 
Transportation Improvement Program.

Expired
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Location
SH 33
141.51 0

161

System
Access

Need
Level of Service

Driver
Access Permit 06-05-073

Sponsoring Organization
Traffic Section

The access granted Broulim's Grocery to SH 33 south of Little Avenue is conditional and will be modified or eliminated when a 
signal is installed within 500 feet of the access, as described in the Permit Special Provision.

This need is not yet active, as no warrant for the signal has been issued by Traffic Section.

Expired

Location
SH 33
142.03 0

480

System
Intersection

Need
Level of Service

Driver
Memo from ADE / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Bates Road (200 S)

Install NB left-turn lane and SB right-turn lane. Time frame is 15-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)

By agreement, to be built by developer.

Expired

Location
SH 33
142.03 0

159

System
Access

Need
Level of Service

Driver
Access Permit # (not yet issued)

Sponsoring Organization
Traffic Section

Traffic generated from ??? Subdivision will impact State Highway 33.

This need remains unmet. The developers are required as a condition of the permit to improve the intersection.

Expired

Location
SH 33
142.25 0

158

System
Access

Need
Level of Service

Driver
Access Permit # (not yet issued)

Sponsoring Organization
Traffic Section

Traffic generated from Creekside Development will impact State Highway 33.

This need remains unmet. The Creekside Developers are required as a condition of the permit to improve the intersection.

Expired

Wednesday, December 03, 2008 Page 11 of 22



SH 33 Corridor Plan Refresh

Location
SH 33
142.25 0

479

System
Intersection

Need
Level of Service

Driver
Memo from ADE / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Creekside Entrance.

Install NB right-turn lane. Time frame is 5-10 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)
     
Install SB left-turn lane. Time frame is 15-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)

By agreement, to be built by Creekside Subdivision developer

Expired

Location
SH 33
142.3 143.3

429

System
Ballast Shoulder Ba

Need
Hazard Reduction

Driver
Maintenance Work Database

Sponsoring Organization
Operations

There is essentially no road shoulder in this reach of SH 33 for traffic to get off the roadway to fix a flat or to recover from a drive 
off.

This is a root need, providing a general description of the need Districtwide for wider shoulders and more forgiving foreslopes that 
results from evolving standards in construction of state highways. This need is to be considered when developing any 
workpackage for road or bridge rehabilitation that could meet the need at that location. It is appropriate to address the need at 
particular locations with workpackages focused entire on this need alone. All reconstruction or expansion workpackages must 
address this need if it exists within the limits. The need will expire when all roadways in District 6 meet current standards.

Expired

Location
SH 33
143.29 0

449

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Darby Canyon Road [200S], project 34 for center turn-lane improvements.

Install NB right-turn lane. Time frame is 5-10 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)                  

Install SB left-turn lane. Time frame is 10-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)                                 

Construct capacity improvement. Time frame is 10-20 yrs. ((Added by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
144.3 0

456

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Murdoch Ln RT, Darby Canyon Rd  LT [300S], project 59 for center turn-lane improvements.

Install SB left-turn lane and NB, SB right-turn lanes. Time frame is 10-20 yrs. (Confirmed and added by SH 33 Corridor Plan 
Refresh - 2008)                                                                                                     

Install NB left-turn lane. Time frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)         

Construct capacity improvment. Time frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired

Location
SH 33
144.3 149.4

555

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Add one travel lane in each direction.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
144.3 150.7

558

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Develop local road network to support planned subdivisions in county.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
144.3 150.7

557

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct frontage roads where needed as part of local road network to support growth in development within corridor area.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
144.3 150.7

562

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
144.3 150.7

559

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
144.8 0

157

System
Access

Need
Level of Service

Driver
Access Permit 06-05-115

Sponsoring Organization
Traffic Section

Traffic generated from commercial access will eventually impact State Highway 33. Both left and right turn lanes will be necessary 
for traffic turning off SH 33 when a warrant is issued by the Traffic Section, as described in the Permit Special Provision.

This need is not yet active. Traffic Section will monitor conditions and issue a warrant when that time comes.

Expired

Location
SH 33
144.8 0

478

System
Intersection

Need
Level of Service

Driver
Memo from ADE / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Woolstenhume Lane (350 S)

Install SB right-turn lane. Time frame is 5-10 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)             
               
Install NB left- and right-turn lanes. Time frame is 10-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 
2008)                                                                                                         

Construct capacity improvment. Time frame is 10-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 2008)

By agreement to be built by developer.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
147.31 0

156

System
Highway

Need
Access Management

Driver
Access Permit # (not yet issued)

Sponsoring Organization
Traffic Section

Traffic generated from Teton Reserve Subdivision will impact State Highway 33.

This need remains unmet. The Teton Reserve developers are required as a condition of the permit to improve the intersection.

Expired

Location
SH 33
147.31 0

451

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

North Cedron [600S], project 42 for center turn-lane improvements.

Install NB right-turn lane. Time frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)        
               
Install NB left-turn lane and SB right-turn lane. Time frame is 10-20 yrs. (Added by SH 33 Corridor Plan Refresh - 
2008)                                                                                                        

Construct capacity improvement. Time frame is 10-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

Work is under agreement to be completed by the Owner/Developer Teton Reserve.

Expired

Location
SH 33
148.32 0

453

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Tonks Road RT, Kay Ln LT (700S), project 6 for center turn-lane improvements.

Install NB left-turn lanes. Time frame is 5-10 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)              
             
Install SB right-turn lanes. Time Frame is 10-20 yrs. (Confirmed by SH 33 Corridor Plan Refresh - 
2008)                                                               

Construct capacity improvement. Time Frame is 5-10 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
148.83 0

155

System
Access

Need
Level of Service

Driver
Access Permit 06-02-162

Sponsoring Organization
Traffic Section

Traffic generated from commercial access will eventually impact State Highway 33. Both left and right turn lanes will be necessary 
for traffic turning off SH 33 when a warrant is issued by the Traffic Section, as described in the Permit Special Provision.

This need is not yet active. Traffic Section will monitor conditions and issue a warrant when that time comes.

Expired

Location
SH 33
148.83 0

477

System
Intersection

Need
Level of Service

Driver
Memo from ADE

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Old Jackson Highway, Left.

By agreement with County, will be built by business at this intersection.

Expired

Location
SH 33
149.16 149.96

548

System
Access

Need
Economics

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Main Street improvement to be determined based on results of City of Victor Transportation Plan Study.

Expired

Location
SH 33
149.16 149.96

576

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Prepare access management plan.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
149.16 149.96

574

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Convert uncontrolled accesses to single driveways using physical barriers.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
149.16 149.96

572

System
Access

Need
Access Management

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Combine existing accesses, if feasible, in areas where ITD access spacing standards are not met.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
149.16 149.96

575

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install two-way center turn lane to serve commercial development on both sides of Main St.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
149.16 149.96

573

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct enhanced pedestrian crosswalks to serve school on east side of Main St. and commercial development on both sides 
of Main St.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
149.33 0

452

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0 / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management Section

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Cedron Road RT, N 2ND St (Aspen St, or 800S) Lt, project 31 for center turn-lane improvements.

Signalize and install NB and SB left-turn lanes (assumes addition of NB and SB through lanes on SH 33 - see Additonal Travel 
Lanes Improvement). Time frame is 5-10 yrs. (Confirmed and added by SH 33 Corridor Plan Refresh - 2008)

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
149.62 149.62

578

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Signalize and install NB and SB left-turn lanes, SB right-turn lane, and EB left-turn lane.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
149.62 0

391

System
Highway

Need
Economics

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

"Main Street" Improvements in Victor.

"Main Street" improvements enhance the pedestrian and bicycle environment while maintaining a safe and efficient vehicle 
transportation system. Improvements could include wider sidewalks, enhanced crosswalks (textured or painted concrete, etc.), 
planting of trees, addition of sidewalk furniture, and center medians (with or without plantings). Main Street improvements are 
recommended in downtown Driggs and Victor. Some components of the Main Street improvements could also be applied in 
Tetonia, Newdale, and Teton. Specifically, improved crosswalks and crosswalk locations should be considered in these 
communities. The cities will need to apply for federal assistance to fund these enhancements.

[This need has been categorized as Economic due to the combination of factors that are best described in the context of efforts 
by the communities to improve their access to the state highways and promote themselves as viable economic hubs for area 
residents and local businesses.]

This need remains unmet. Project key 09560 Victor Main Street Improvements would address the need in Victor but is unfunded 
in the current program. The project is proposed in the current draft program for 2013.

Expired

Location
SH 33
149.83 149.83

580

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install NB right-turn lane.

This need remains unmet.  Time Frame is 15 - 20  yrs.

Expired

Location
SH 33
149.83 149.83

579

System
Intersection

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct capacity improvement.

This need remains unmet.  Time Frame is 15 - 20 yrs.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
149.87 150.7

581

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Add one travel lane in each direction.

This need remains unmet.  Time Frame is 5 - 10 yrs.

Expired

Location
SH 33
149.96 155.08

222

System
Safety

Need
Level of Service

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

Metal Guardrail Victor to Wyoming State Line.

The bridge railing consists of W-beam railing with no transitions at the rail ends, designed and built with contemporary design 
standards of the age. Modern safety rail designs incorporate new technologies and materials that were not known or available 
when the existing structure was built.

This need has been partially met. With the exception of the railing on the bridges over Trail and Moose Creeks (MP 151.06, 
153.09, 153.23) all substandard railing has been upgraded to current standards and no new areas need to be protected with 
railing as assessed by the Region One Engineer and the Transportation Planner in a windshield survey 11/8/06. Project key 9569 
Trail Creek and Moose Creek Bridges programmed in the Statewide Transportation Improvement Program will replace the three 
bridges and their railing with systems that meet current standards.

Expired

Location
SH 33
149.96 155.08

169

System
Highway

Need
Data Acquisition

Driver
SH 33 Corridor Plan US 20 to Wyoming Border v0

Sponsoring Organization
Planning and Project Management Section

Passing Lane Improvements [MP 99.292 - 155.084]

Passing lane improvements provide added capacity and safety measures, especially due to the variety and mix of commuter, 
recreation and trucking traffic along SH 33. A series of passing lane improvement are identified for the sections of SH 33: 
Between Victor and Wyoming state line.

ITD should conduct a detailed traffic engineering study to examine each of these segments prior to defining specific projects for 
construction. The study should focus on the current vertical and horizontal curves, vehicle mix (considering the variation of traffic 
throughout the year - particularly during harvest) and traffic speeds, and travel sight lines to help identify the appropriate location 
and type of passing lane improvements.

This need remains unmet.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
150.3 0

476

System
Intersection

Need
Level of Service

Driver
Memo from ADE / SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:
Gas Station Road.

Construct capacity improvement. Time frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

By agreement with County, to be built by owner/developer (south of Victor).

Expired

Location
SH 33
150.7 0

153

System
Access

Need
Level of Service

Driver
Access Permit # (not yet issued)

Sponsoring Organization
Traffic Section

Traffic generated from Timberline Subdivision will impact State Highway 33.

This need remains unmet. The subdivision developers are required as a condition of the permit to improve the intersection.

Expired

Location
SH 33
150.7 0

475

System
Intersection

Need
Level of Service

Driver
Memo from ADE 3 /3/08/ SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Traffic

Intersection Widening and Turn Controls

Widening intersection approaches to provide left- and right-hand lanes can increase approach capacity by up to 25 percent. Turn 
lanes help improve traffic safety conditions by reducing the number of potential traffic conflicts. Both left- and right-turn lanes may 
also improve overall traffic flow.

A series of turn-lane improvements are recommended along SH-33, most notably:

Baseline Road, project 59 for center turn-lane improvements.

Install WB right-turn lane. Time Frame s 5-10 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)              
                     
Install EB left-turn lane. Time Frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)                                                    

Construct capacity improvement. Time frame is 15-20 yrs. (Added by SH 33 Corridor Plan Refresh - 2008)

Agreement with County to be built by Timberline Subdivision.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
150.7 155.08

588

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Provide shoulder widths of 8' or greater to meet ITD standard.

This need remains unmet.  Time Frame is 0 - 5 yrs.

Expired

Location
SH 33
150.7 155.08

584

System
Highway

Need
Level of Service

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Construct passing lanes to address future level-of-service and existing safety problems.

This need remains unmet.  Time Frame is 10 - 15 yrs.

Expired

Location
SH 33
150.7 155.08

586

System
Sign

Need
Traveler Information

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Install improved signage at sportsman's access locations and state-designated big game crossings.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
151.06 0

109

System
Bridge

Need
Asset Lifecycle

Driver
State Transportation Improvement Program for 2006 - 2010

Sponsoring Organization
Bridge Section

The SH 33 bridge over Trail Creek at milepost 151.062 was built in 1959 and is reaching its expected design life of 50 years. It 
has sub-standard design elements and is structurally deficient with a (NBIS) sufficiency rating of 46.9, below the level established 
as an indicator for replacement. It is covered with approximately 3”of asphalt which mask areas of delamination. The exposed 
exterior edges show large open map cracking and delamination. The concrete tee beams all show evidence of vertical and 
diagonal cracking with efflorescence staining. It is estimated that in the next year or two that the bridge will be structurally 
deficient. This bridge, conceived in the 1950’s, was designed for 15 ton trucks similar to AASHTO H-15 loading. Current design 
loading is approximately 160 percent higher.

The  width is substandard and has no provisions for bicycle or pedestrian traffic. The railing consists of W-beam railing with no 
transitions at the rail ends, designed and built with contemporary design standards of the age. Modern safety rail designs 
incorporate new technologies and materials that were not known or available when the structure was built.

This need will be met by the construction of project key 9569 Trail Creek and Moose Creek Bridges, Teton County, scheduled for 
completion in 2009.

Expired
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SH 33 Corridor Plan Refresh

Location
SH 33
153.08 0

110

System
Bridge

Need
Asset Lifecycle

Driver
State Transportation Improvement Program for 2006 - 2010

Sponsoring Organization
Bridge Section

The SH 33 bridge over Trail Creek at milepost 153.083 was built in 1959 and is reaching its expected design life of 50 years. It 
has sub-standard design elements and is showing structural deficiencies. It is not at the present time structurally deficient but 
does have sufficiency rating of 48.9 below the level established as an indicator for replacement. It is covered with approximately 
3”of asphalt which mask areas of delamination. The exposed exterior edges show large open map cracking and delamination. 
The concrete tee beams all show evidence of vertical and diagonal cracking with efflorescence staining. It is estimated that in the 
next year or two that the bridge will be structurally deficient. This bridge, conceived in the 1950’s, was designed for 15 ton trucks 
similar to AASHTO H-15 loading. Current design loading is approximately 160 percent higher.

The width is substandard and has no provisions for bicycle or pedestrian traffic. The railing consists of W-beam railing with no 
transitions at the rail ends, designed and built with contemporary design standards of the age. Modern safety rail designs 
incorporate new technologies and materials that were not known or available when the structure was built.

This need will be met by the construction of project key 9569 Trail Creek and Moose Creek Bridges, Teton County, scheduled for 
completion in 2009.

Expired

Location
SH 33
153.22 155.08

589

System
Nonmotorized

Need
Multi-modal

Driver
SH 33 Corridor Plan Refresh(2008)

Sponsoring Organization
Planning and Project Management

Extend Victor - Moose Creek Pathway to Wyoming border.

This need remains unmet.  Time Frame is 10 - 20 yrs.

Expired

Location
SH 33
153.22 0

111

System
Bridge

Need
Asset Lifecycle

Driver
Conversation: Project Development Engineer and State Bridge Engineer

Sponsoring Organization
Bridge Section

The SH 33 bridge over Moose Creek at milepost 153.224 was built in 1959 and is reaching its expected design life of 50 years. It 
has sub-standard design elements and is showing structural deficiencies. It is not at the present time structurally deficient but 
does have sufficiency rating of 45.9 below the level established as an indicator for replacement. It is covered with approximately 
3”of asphalt which mask areas of delamination. The exposed exterior edges show large open map cracking and delamination. 
The concrete tee beams all show evidence of vertical and diagonal cracking with efflorescence staining. It is estimated that in the 
next year or two that the bridge will be structurally deficient. This bridge, conceived in the 1950’s, was designed for 15 ton trucks 
similar to AASHTO H-15 loading. Current design loading is approximately 160 percent higher.

The width is substandard and has no provisions for bicycle or pedestrian traffic. 

The bridge railing consists of W-beam railing with no transitions at the rail ends, designed and built with contemporary design 
standards of the age. Modern safety rail designs incorporate new technologies and materials that were not known or available 
when the structure was built.

This need will be met by the construction of project key 9569 Trail Creek and Moose Creek Bridges, Teton County, scheduled for 
completion in 2009.

Expired
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