
WORK SESSION

MEETING;
DATE:
DAY:
TIME:
PLACE:

Approx. 
Time *

2:00 PM

•00 NORTHEAST ORAND AVENUE I PORTLAND, OREOON 072S2 27J» 
TEL 502 707 1700 IfAX 503 707 1707

Metro

METRO COUNCIL WORK SESSION 
April 11, 1995 
Tuesday 
2:00 PM
Metro Council Chamber

Presenter
Lead
Councilor

CALL TO ORDER AND ROLL CALL

(5 min.) 1. DJTRODUCnONS

(5 min.) 2. CITIZEN COMMUNICATIONS

(5 min.) 3. EXECUTIVE OFFICER COMMUNICATIONS

4. OTHER BUSINESS

2:15 PM 
(20 min.)

4.1 Risk Management Semi-Annual Report Burton,
Sims, Moss

2:35 PM 
(30 min.)

4.2 Overview of JP AC'Agenda That Includes: 1) Gresham Civic
Neighborhood Report; 2) Res. No. 95-2123 Endorsing the Citizens’ 
Advisory Committee For The 1996 RTP Update; 3) FY 96
MTIP/$27 Million Region 2040 Reserve Allocation; and 4) RTP 
Update

Cotugno Monroe

3:05 PM 
(60 min.)

4.3 Update and Briefing on Regional Water Supply Planning Study Furfey McLain

4:05 PM 
(15 min.)

4.4 Update on Recycling Advertising Campaign Gorham
Gregory

Kvistad

4:20 PM 
(10 min)

5. COUNCILOR COMMUNICATIONS

4:30 PM 
(10 min.)

6. LEGISLATIVE ISSUES

4:40 PM ADJOURN

Items scheduled at the work session may be continued for further discussion or action at the regular Thursday Council meeting. 

For assistance/Services per the Americans with Disabilities Act (ADA), dial TDD 797-1804 or 797-1540 (Council Office)

* All times listed on the agenda are approximate; items may not be considered in the exact order listed.

Recycled Paper
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Date:

To:

From:

Re:

March 27,1995 

Metro Council

Mike Burton, Executive Officer 

Semi-Annual Report on Risk Management

Introduction

This report describes the Risk Management Division’s activities for 1994. Risk 
Management is part of the Finance Department.

Risk Management has four primary areas of responsibility:

1. Save money by reducing the effects of claims arid purchasing insurance only for 
potentially catastrophic losses.

2. Promote safety to assure Metro and Metro ERC is a safe place to work and visit.

3. Be a resource to Metro departments to identify and prevent risk.

4. Provide emergency management services and planning to all Metro facilities.

The following graph shows the number of total claims (liability, auto, and workers' 
compensation) by department for the last three years. In total, 1994 claims are down 
from prior years.

□ 1993

MERC Solid Waste Metro Center Parks
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LIABILITY

Metro became self-insured for liability exposures on July 1,1992. Self-insurance has 
provided significant savings to Metro.

Claims

Metro consistently receives approximately 50 liability and auto claims annually. In 
1994 there were 47, compared to 51 in 1993. Although fewer in number, there has 
been an increase in the cost of liability and auto claims. The following chart shows 
claim origination by facility.

Liability Claims In FY1993-84

MERC
Solid Waste

Planning
General Services

Parks

Most claims involve minor auto damage. The most expensive claims are employment 
related. The following graph shows the types of causes for liability claims.

Trip/Slip & Fall 
21%

Types of Liability Claims

Other Tires Damaged Contracts 
13% 6" s% Employment

11%

Auto
Accidents/Damage

43%
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Claims Cost

Historically, liability claims have been recorded on a calendar year basis to coincide 
with the insurance coverage. The following chart shows the total claims paid over the 
past nine years compared to the final amount of claims to be paid as projected by an 
actuary in 1993.

Date
Claims

Actuary 
Projected 

Claims 11/1/93
1986 $53,730 55,000
1987 $17,209 18,000
1988 $3,442 • 16,464
1989 $3,062 26,520
1990 $12,029 •11,000
1991 $86,982 101,295
1992 $36,029 193,000
1993 $61,265 128,400
1994 $62,508 124,300
Total $336,256 673,979

In addition to paid claims, there is $260,400 in reserve for known claims. Many of the 
reserved claims resulted from the transfer of the Coliseum. Reserves have been set 
aside in accordance with an actuarial study. In addition, the 1993 actuarial evaluation 
recommended $400,000 in additional reserves for future unknown and unexpected 
claims. Currently we have $750,000 In reserve. This difference of $350,000 is being 
used to reduce departmental allocation in the future.

The chart shows the cost of claims by facility or department for the last four years. 
Coliseum funds have been set aside to pay claims arising from the Coliseum.
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Total Liability Cost Over 4 Years By Location/Department

All otherExpo Personnel ZooColiseum PCPA General OCC 
Services

Excess Insurance

Metro acts as its own insurance company. We do not purchase any liability insurance, 
except for a few high risk activities such as river rafting trips sponsored by the Parks, 
and concerts at the Zoo and Parks.

Risk Management has obtained preliminary quotes for excess liability insurance. 
Metro's actuary recommended purchase of excess insurance with a $500,000 
deductible. Quotes were obtained in two layers as follows:

Deductible Coverage Limit Premium
$500,000 $1,000,000 $135,000
$500,000 $5,000,000 $200,000
$1,000,000 $5,000,000 $70,000

Purchase of excess insurance provides the following advantages:

• These rates are the lowest Risk Management has seen since prior to 1986.

• The actuary recommends purchase of excess coverage with a $500,000 deductible. 
The actuary projects a 30% probability that Metro will have a claim over $100,000 
and a 15% probability that Metro will have a claim over $200,000.

• Provide catastrophic protection in case of the demise of the Oregon Tort Claims Act 
which caps losses at $500,000.
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• Provide insurance protection for Federal Lawsuits such as employment and 
discrimination cases which are not capped by the Oregon Tort Claims Act. Portland 
Community College recently experienced a $900,000 adverse judgement in Federal 
Court for an employment-related claim.

Possible disadvantages are:

• Metro highest claim in the past has been $40,000, far below the amount to trigger 
excess insurance coverage.

• There is no expenditure appropriation in the current budget or the proposed budget 
for the purchase of excess insurance.

• The Oregon Tort Claims Act, which caps most claims at $500,000 has been upheld 
historically by the Oregon courts.

In FY1995-96, Risk Management has not recommended excess insurance purchase.
Should the Council express an interest in the purchase of excess insurance. Risk
Management will provide suupplemental budget information for FY 1995-96. Based on
the market price and the actuary’s advice, a case can be made for such purchase.

WORKERS' COMPENSATION

Workers' Compensation is administered on a fiscal year basis to be consistent with 
insurance coverages, budgeting, and the practice of prior years. Metro has a unique 
insurance program negotiated with SAIF Corporation providing for greater insurance 
protection at a reasonable cost. Under this program, Metro retains up to $175,000 per 
claim, with a maximum of $725,000 for all claims.
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Claims

In FY1993-94, Metro had 95 workers' compensation claims compared to 123 in 
1992-93,106 in 1991-92, and 101 in Pi^ 1990-91. The following graph 
demonstrates claims by department.

FY 1993-84 WC Claims by Dept.

Parks

General Services

MERC

Solid Waste

In calendar year 1994, 11 employees were Injured seriously enough that the 
employee missed more than three days of work. A total of 466 days were 
missed. The Parks Department did not have a time loss claim in 1994. Special 
recognition was provided to each Parks employee for this accomplishment.

The following chart shows the part of the body injured. Injuries to backs and 
hands consistently occur most often.

Common Injuries

Hands Eyes Ankle Knee Wrist
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Risk Management reviews the cause of accidents to identify alternatives for avoiding 
future injuries. The graph below shows how the accidents occurred. Using this 
information, Risk Management learns where to focus its efforts. An object striking the 
employee is the most frequent cause of injury.

Most Common Types of Accidents

Debris in Eyes 
Stress 

Chemicals 

Cut 
Lifting 

Repetitive Motion 

Slipmrip and Fail 
Hit by Objects

In 1995, Risk Management will concentrate on back injury prevention and 
repetitive motion claims. Staff is working with Kaiser and Red Cross to implement a low 
cost training program on back injury prevention. Furthermore, a ergonomics committee 
is established to develop policy and procedures to reduce ergonomic claims.

Cost of Claims

The chart below shows the cost of claims for the last four years. Actual paid claims are 
compared to what both the actuary and insurance undenvriter projected Metro’s claims 
would be. Metro is very active in' early retum-to-work programs, claims management, 
accident investigation pursuance, supervisor involvement in claims resolution, and 
working with all injured workers.
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Coct of Workers' Compensation Claims I Paid Claims 
B Actuary Projection 

I Underwriters Projection

200000
W'/M'y

FY92 FY93 FY94

The 1993 actuarial report determined the expected cost of claims which have occurred 
but have not been reported to be $273,887 for all prior years. From the prior actuarial 
evaluation $421,000 has been set aside in reserves. As approved by the Council in FY 
1994-95, this surplus will be returned to departments in the form of lower cost allocation 
contributions. In addition, the actuary recommended that $66,000 be set aside at the 
end of FY 1995-96 for unknown and unexpected claims. There is $741,000 currently 
set aside for this purpose, resulting in a $675,000 reduction to departmental allocation 
over the next two years.

ENVIRONMENTAL IMPAIRMENT LIABILITY

Metro also self insures for pollution liability exposures. Pollution exposures include the 
following:

1. St. Johns Landfill closure activities
2. Change of status of St. Johns with DEQ
3. Gas collection systems installation at St. Johns
4. Gas distribution system
5. Household Hazardous Waste Collection
6. Property acquisition
7. Potential breakdown of superfund exemption from liability
8. EPA attempts to require public entities to pay for environmental cleanup
9. Underground storage tank release at Zoo or Parks

No environmental claims were reported In FY 1994r95.
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The EIL reserve now stands at approximately $5.5 million. The EIL reserve funded by 
interest earnings only. No addiltional contribution by departments have been 
requested for 1995-96.

SAFETY

Risk Management continues to provide safety services to the organization. The 
following chart shows the safety services offered by Risk Management.

Safety Inspections Personal protective equipment

General accident prevention General safety training

Lockout/Tagout First Aid Response Plan

First Aid Response Plan Hazard Communication

Respiratory Protection Confined Spaces

Industrial Hygiene work as necessary Medical record keeping for employees
needing annual medical exams

Hearing Conservation Program Bloodbome pathogens

Asbestos Program & Training Indoor Air Quality

One Risk Management safety campaign titled promoted "No More In '94", focused 
departmental attention on reducing time loss claims. In 1994, MERC went 140 days 
without a time loss claim, the Zoo went 142 days. Solid Waste went 178 days. Planning 
went 240 days, and Parks went the entire, year without a claim. The campaign 
successfully increased awareness among managers, supervisors and employees that 
work safety Is a primary goal of the Metro Executive Officer and Council.
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PROPERTY

Metro is insured with Allendale Insurance Company for all risk property insurance with 
a $100,000 deductible.

The chart below shows the property insurance currently In force.

Coverage Limit
Real & Personal Property 238.000.000
Flood 100.000.000
Earth Movement 100.000.000
Newly Acquired Property 1.000.000
Extra Expense 500.000
Errors and Omissions 500.000
Expediting Expense 100.000
Valuable Papers & Records 100.000
Fine Arts 1.000.000
EDP Media 500.000
Mobile Equipment 1.961.000
Nonscheduled Locations 1.000.000
Demolition Cost included
Increased Cost of Construction included
Personal Property of Employees Included
Transportation 100.000
Deductible 100.000

Five minor property claims were reported in 1994. The total cost for property claims 
was $4,270.

Departmental Allocation

Risk Management is funded through the cost allocation program. As described herein, 
claims have been lower than expected allowing for a surplus reserves. The reduction 
of reserves provides for reducing the departmental allocation. The following chart 
shows the past five years of allocation paid by departments. This does not include 
funding reserves for pollution related losses.
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The following chart shows the breakdown by operating fund of contribution to the risk 
management fund.

Planning
4%

Support Service 
5%

Spec. Fac.
10% General Fund 

3%

Solid Waste 
9%

Interest
27%

Parks/Expo
9%
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This chart shows how the money is spent from the risk management fund in FY1994- 
95.

How Money Is Spent 
$945,000

Claims
61%

Risk Management 
26%

Property Insurance 
15%

Excess Workers' 
Comp.

8%

In FY 1995-96, both the size of the pie and the Risk Management piece of the pie will 
be shrinking, in as much as the division has been reduced by 1.56 FTE.

EMERGENCY MANAGEMENT

Risk Management is responsible for developing an organization-wide Metro emergency 
management plan to ensure effective action to reduce injury and damage as a result of 
major emergencies that impact or have the potential to impact multiple Metro facilities. 
Risk management staff will also assist facilities in revising site-specific emergency 
plans to ensure a consistent and predictable method for managing severe emergencies 
at any facility. Risk Management staff assists the Planning Department in providing 
significant organization development assistance to the Regional Emergency 
Management Group (REMG). The REMG is a new intergovernmental agreement 
agency established in 1994 by Metro and the region’s counties, cities, fire districts and 
the American Red Cross to create a regional emergency management system.
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To be effective, the Metro emergency management plan must address disaster 
mitigation, preparedness, response and recovery and be closely coordinated with the 
REMG. Regional disasters such as a major earthquake require a comprehensive 
emergency management system to adequately address the range of challenges 
presented to local governments. The effectiveness of the regional emergency 
management system is a critical factor in determing how quickly Metro can recover to 
perform its mission in service to the people of the region. For this reason, the majority 
of risk management’s staff time in 1994 has been devoted to assisting in the 
development of REMG’s mission and programs.

Internal Emergency Management Program Tasks
• Completed a draft outline of the Metro emergency management organization and 

crisis management plan. Briefed operations and security staff for Metro facilities. 
Revised plan accordingly.

• Obtained comment on the organization structure and plan outline from the executive 
officer, department heads and facility management. Continue to incorporate those 
comments into revision. Initiated development of the emergency resources manual.

• Surveyed Metro employees for emergency skills for use by facilities when they 
revise their emergency plans and for use in devloping an employee emergency 
preparedness training program. Distributed individual and family preparedness 
literature to all Metro/MERC employees. Provided home and family emergency 
preparedness training to staff as requested.

Regional Emergency Management

• Analyst was appointed as alternate to the Regional Emergency Management Group 
(REMG) Technical Assistance Committee by the Executive Officer. Prepared and 
presented the 1994-95 REMG workplan at its first meeting. Serve as recording 
secretary and archivist for the technical committee that is developing the regional 
emergency management plan. Researched, wrote and presented reports on the 
status of regional emergency management activities to local, state and federal 
officials in a variety of meetings.

• Facilitated meetings of the task force appointed by the Portland Mayor to develop a 
city-wide non-structural earthquake hazard mitigation program to be marketed to 
small businesses. This is a Federal Emergency Management Agency 
demonstration project that may be expanded region-wide.
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Provided key staffing to the statewide emergency management conference jointly 
sponsored by Metro, the state Office of Emergency Management (OEM) and the 
Department of Geology and Mineral Industries. Hosted the conference and chaired 
a presentation panel.

Was appointed to the committee working to Improve the regional Emergency 
Broadcast System. The committee is composed of broadcast industry personnel, 
local emergency managers, state and federal officials to ensure coordination of 
emergency Information dissemination throughout the region.

Assisted in the initiation of the Regional Hazardous Materials Emergency Planners 
Committee to coordinate hazmat planning efforts throughout the region.

AGENT OF RECORD

Metro's agent of record is Bob Lilly of Sedgwick James. Sedgwick provides quality 
services in insurance consultation and loss control services. Through the agent, Metro 
purchases property insurance, liquor liability, outfitter insurance, auto liability for 
vehicle used out of state, fidelity bonds, and crime insurance.

The agent of record also provides safety and loss control services such as safety 
training, inspections, and industrial hygiene.

The agent of record is only compensated by commission from SAIF Corporation. 

SUMMARY

The number of claims In 1994 were down slightly from prior years. We are seeing 
some disturbing trends resulting from employee claims against Metro leading to higher 
claims costs. Employee claims are often generated from organizational change. The 
Coliseum transfer is an example. There are several active litigation claims against the 
Coliseum Involving past .employees and Metro retains a combined reserve of $146,000 
for that purpose. Employee claims are likely to continue as Metro continues to undergo 
organizational change.
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Workers’ compensation claims remain low. Clearly the resources Metro has placed in 
this area continue to benefit both the organization and employees. The low claims 
costs generated significantly increased reserves, allowing lower departmental 
allocations in FY1994-95 and the projected budget for FY1995-96.

•
Risk Management continues to provide administrative support to departments in loss 
control and accident prevention.

The Metro emergency plan is coming together nicely. Emergency plan exercises will 
take place in the spring of 1995.

Staff will be happy to respond to any questions you may have.

diSCOTHANCOUNCLdoe
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Metro

Meeting: JOINT POUCY ADVISORY COMMITTEE ON TRANSPORTATION

Date: APRIL 13, 1995

Day: THURSDAY

Time: 7:15 a.m.

Place: METRO, CONFERENCE ROOM 370

*^1.

*2,

. U,

.*5,

-

MEETING REPORT OF MARCH 9, 1995 - APPROVAL REQUESTED.

RESOLUTION NO. 95-2123 - ENDORSING.THE CITIZENS ADVISORY . 
COMMITTEE FOR THE UPDATE OF THE 1996 REGIONAL TRANSPORTATION; ‘ 
PLAN -■ APPROVAL REQUESTED - Mike Hoglund. ;

ENDORSEMENT OF LOS ALAMOS PROPOSAL FOR PORTLAND AIR QUALITY 
MODELING - APPROVAL REQUESTED - Mike Hoglund.

ENDORSEMENT OF MSTIP 3 - APPROVAL ^QUESTED - Andy Cotugno.

GRESHAM CIVIC NEIGHBORHOOD REPORT - INFORMATIONAL - Max 
Talbot, Gresham Community Development Director; Paddy 
Tillett, ZGF.

FY 96 MTIP/$27 MILLION REGION 2040 RESERVE ALLOCATION - 
- STATUS REPORT * Mike Hoglund/Andy Cotugno.

*7. RTP UPDATE - STATUS REPORT - Mike Hoglund,

’•'Material enclosed.
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INFORMATIONAL BRIEFING ON THE REGIONAL WATER SUPPLY 
PLANNING STUDY AND ADOPTION OF A WORK PLAN TO ADOPT 
A REGIONAL WATER SUPPLY PLAN BY DECEMBER 1995

Date: April 4, 1995 Presented By: Rosemary Furfey

FACTUAL BACKGROUND AND ANALYSIS

Background

The Metro Charter mandates that Metro adopt elements of the Regional Framework 
Plan that address regional water supply and storage, particularly as they relate to land use 
and growth management. In order to prepare for the eventual adoption of these elements, 
Metro staff and Councilors have been working with the RWSPS participants, staff and 
consultants to coordinate the Region 2040 project and the RWSPS. For example, periodic 
briefings about the RWSPS have been presented at Metro's Water Resources Policy 
Advisory Committee (WRPAC) meetings and the Metro Council Planning Committee.
Planning Director Andy Cotugno is the formal Metro representative on the RWSPS's 
participant committee, and Metro Councilor Jon Kvistad and Metro Executive Mike Burton 
are on Commissioner Undberg's Regional Water Supply Leadership Group.

During 1994, the Metro Council adopted two resolutions specifically related to 
regional water supply coordination. On May 16, 1994, the Metro Council adopted 
Resolution No. 94-1962A which authorized transfer of Region 2040 population projections 
between Metro and the RWSPS. In addition, the Council adopted Resolution No. 94-201OA 
on July 28, 1994, authorizing Metro to enter into an intergovernmental agreement (IGA) 
with the RWSPS allowing Metro to be a full voting participant in the study. The IGA 
identified technical data and GIS mapping services to be provided by Metro as its in-kind 
contribution to the study. These products have been provided as agreed.

In addition to the IGA and provision of technical data and maps, Metro Council 
reviewed and provided comments on the RWSPS's draft policy objectives (see 
Attachment A). As part of the RWSPS's technical analyses, Metro staff participated in the 
several Environmental Task Force meetings which provided guidance on development of the 
Environmental Analysis of Future Water Source Options Report.' Metro staff provided 
written comments on the draft report (see Attachment B and Figure 1). In addition, Metro 
staff have attended the monthly participant committee meetings for briefings on status of 
project implementation.

Fa ritual Annlysis

1. Status Report on the Regional Water Supply Planning Study

As of March 1995, the RWSPS has completed the majority of the technical analyses
and reports that were scheduled as part of the consultant work products (see



Attachment C for a list of technical reports). Current consultant work is 
concentrating on finalizing the Conservation Program Report, finalizing the integrated 
Resource Planning model, developing the public involvement plan and beginning 
development of preliminary source options scenarios. The public information and 
involvement plan for April through July 1995 is included as Attachment D.

A draft schedule for development of the final products and schedule for adoption of 
a Regional Water Supply Plan by December 1995 has been distributed to participants 
by project staff (see Attachment E). Each participant is reviewing the schedule and 
there is consensus among participants on this adoption schedule.

2. Policy Options for Building a Water Supply Options “Package"

There are several considerations the Metro Council will want to take into account as 
it decides which issues and policies should guide development of a “package” of 
water supply options for the draft water supply preliminary plan. Many of these 
issues and policies are similar to those considered by the Council last October in its 
comments on the draft Regional Water Supply Plan policy objectives. Key 
considerations include: water conservation and efficient use of existing supplies, 
system reliability, drinking water quality, avoidance and minimization of 
environmental impacts of water supply facility development, and coordination with 
land use and Metro's growth management policy.

Metro staff will seek Council guidance and recommendations for key issues the 
Council considers essential to include In the draft preliminary water supply plan.

3. Adoption of Work Plan to Adopt a Regional Water Supply Plan by December 1995

Staff have developed a draft work plan detailing the key decision points and public 
hearing schedule for adoption of a Regional Water Supply Plan by December 1995 
(see Attachment F). This schedule is ambitious, but it is the desire of the 
participants committee to set an ambitious target and then adjust the schedule as 
necessary to ensure that the plan will be adopted |n a timely manner. Each of the 
participating water providers and jurisdictions will implement a similar adoption 
schedule.

The current planning effort does not address several important issues that will need 
consideration In 1996. These issues include: governance, financing future facilities, 
future periodic revisions to the plan and how this plan relates to Metro's Regional 
Framework Plan.

PRQPQSPD ArTiniM

The Regional Water Supply Planning Study (RWSPS) has completed numerous 
technical analyses during the last two years and is entering the important final phase of 
developing an integrated “package" of preliminary regional water supply options. This will 
results in development of a draft preliminary Regional Water Supply Plan. Metro and 
Portland Water Bureau staff will provide an Informational update and briefing to the Council 
on the RWSPS and seek Council direction on what issues need to be examined in building 
the supply option scenarios. Staff will review the draft work plan and schedule to adopt a



Regional Water Supply Plan by December 1995. Staff will seek Council approval of the 
work plan.

EXECUTIVP QFFinFR'fi RECnMMFNDATinM

The Executive Officer recommends adoption of this proposed work plan to adopt a 
Regional Water Supply Plan by December 1995.

RFM>
iiVGMWVIWS.sn
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Metro
October 20, 1994

Mr.-Tim Erwert, Chair 
Steering Committee 
Regionai Water Suppiy Pian Project 
1120 S.W. 5th Avenue, #601 
Portiand, OR 97204-1926

Dear Mr. Erwert:

Re: Metro s Comments on Draft Regional Water Supply Plan Policy Objectives

Comminl°I P,!nnln3 Committee' 1 am P,eased to provide you with the
Comrnjttee s^oughts and comments on the draft Regional Water Supply Plan Pollcv
Objectives. These draft objectives were developed by the steering committee and Y
consultants for the Regional Water Supply Planning Study (RWSPS), which Metro 
formally joined several months ago. ip wmcn ivietro

tfieromS0 hther P0,lcy objectives at a recent Planning Committee meeting, 
the Committee has decided not to recommend Council adoption at this time. It Is our
understanding that these policy objectives are being reviewed concurrently by other

diStriCt b0ardS* Wa assume that many of thesemSonsand 

als° bave comments and suggestions to make on the draft policy and that this
ComrSwcWrf beam+ended t0. r®flect these comments. Therefore, it is the Planning 
revfe^tp^icy!a^a ^6tr0 s «this time and to move to adopt the

We fully support the development of policy objectives for the RWSPS. Metro's 
comments reflect the Committee's Interest in land use planning, grovnh management and
WeT0oe«SthIC«nP annH9 aS they re,ate t0 deve,0P|n9 a water supply plan for the region. 
objectives^6 °Sed comments are usefol as the steering committee finalizes the policy

Thank you for the opportuni^ to comment on the draft policy objectives. It has been a 
useful exercise for the Planning Committee to think about this policy and to be explicit



Mr. Tim Erwert, Chair
Steering Committee
Regional Water Supply Plan Project
October 20, 1994
Page 2

cS,mm!tt«r<LS intor®st?; 1 ,h°pe ,hat th8se comments are useful to you and the Executive
u h fina"Ze thi? P0H0V- P,ease contact me Of our "'ember, Rosemary 

Furfey, if you have any questions about these comments. V

Sincerely^

■*

Susan McLain
Metro Council Planning Committee
SM/RF/»rb
i:)gmVf\rwap«pol.let

Enclosure

cc: Lorna Stickel, Portland Water Bureau 
Jon Kvistad, Metro Council Planning Committee Chair 
Charles Ciecko, Parks and Greenspaces Director 
^drew Cotugno, Metro Planning Director 

t^osemary' Furfey, Metro Planning Department 
John Fregonese, Metro Growth Management Manager



Metro's Comments on Draft Regional Water Supply Plan Policy Objectives

Efficient Use of Watpr

We strongly support the efficient use of water resources with particular emphasis on water 
conservation and making the best use of existing supplies. We particularly support the current 
effort to investigate the potential efficiencies gained by the selective reuse of wastewater.

Reliability

The Planning Committee believes the issue of planning for curtailment during drought needs to be 
addressed in this section. The study should examine the cost of continuing to provide water with 
high reliability versus curtailment of use during periods of drought. The Planning Committee 
believes that the pubjic needs to be educated and involved in managing demand during drought 
and that additional reliability can come from different sources (e.g., conservation).

Water Quality

The Committee strongly supports watershed protection to protect water quality and ensure future 
water quality. In addition, the Committee wants to stress the need to protect and ensure high 
water quality standards while ensuring the ability to mix water sources across the region.

Environmental Impacts

The Committee wants to emphasize the need to avoid environmental impacts, not just minimize 
or mitigate them. These impacts must be evaluated on a watershed-wide basis in order to 
characterize the cumulative and downstream impacts of water supply facility development and 
operation. This includes evaluation of impacts on adjacent, as well as watershed-wide land uses 
and natural resources. Metro will evaluate any supply planning option from an integrated multi- 
objective viewpoint. This Includes consideration of the multiple functions and benefits of fish and 
wildlife habitat, open space, natural areas and wetlands. Retention of natural systems should be 
a goal.

Any analysis of environmental impacts should analyze the cumulative impacts of a project. It 
should also be recognized that not all environmental impacts can be mitigated.

Growth

The Planning Committee is pleased with the current sharing of information and data that is 
occurring between Metro's Planning Department and the RWSPS. For this policy objective, we 
want to emphasize the need for continued cooperation between Metro and the region's water 
providers to determine where future growth should occur. We would like to see this objective 
stated more actively where the water suppliers take responsibility to work with Metro In growth 
management decision making.

6M/RF/»rtj
fcVnVfVw«p»pol.Ut



DRAFT
REGIONAL WATER SUPPLY PLAN 

POLICY OBJECTIVES

June 21, 1994

EFFICIENT USE OF WATER

■ Maximize the efficient use of water resources, taking into account the potential 
for conservation, availability of supplies, practicality, and relative cost- 
effectiveness of the options.

■ Make best use of available supplies before developing new ones.

RELIABILITY

■ Minimize the frequency of water shortages of any magnitude and duration.

■ Ensure the ability to manage the duration and magnitude of shortages (e.g. 
through the operation of storage facilities or through access to alternative 
sources of water).

WATER QUALITY

■ Meet or exceed all known federal and state water quality standards.

■ Maximize the ability to deal with aesthetic factors, such as taste, color, 
hardness, and odor.

■ Ensure the ability to mix water sources across the region.

■ Maximize the ability to protect water quality in the future, including the ability 
to use watershed-protection based approaches.

IMPACTS OF CATASTROPHIC EVENTS
t

■ Minimize the magnitude, frequency, and duration of service interruptions due 
to natural or human-caused catastrophes, such as earthquakes, volcanic 
eruptions, floods, spills, etc.



DRAFT
ENVIRONMENTAL IMPACTS

■ Minimize the impact of water resource development on the natural and human
environments. For purposes of discussion and analysis, the distinction between 
the two -is described as follows:

The natural environment includes but is not limited to the following areas:

Fisheries
Wetlands
Threatened & endangered species 
Wildlife 
Water quality 
Geotechnical hazards

The human environment includes but is not limited to the following areas: -

Cultural and historic resources
Land use compatibility for facility siting
Recreation

. - Scenic resources
Hazardous waste and waste discharges

NOTE: All of these impacts are those that remain after mitigation efforts. The
cost of environmental mitigation will be reflected in the “economic 
costs” policy area.

GROWTH

Be consistent with Metro's regional growth strategy and local land use plans.

FLEXIBILITY TO DEAL WITH FUTURE UNCERTAINTY

■ Maximize the ability to anticipate and respond to unforeseen future events or 
changes in forecast^ trends.
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Attachment B

Metro

October 12, 1994

Ms. Becky Crockett 
Parametrix, Inc.
7820 N.E. Holman Street, Suite B-6 
Portland, OR 97218-2859

Dear Becky:

Re: Comments on Draft Environmental Analysis of Water SuddIv Source Potions Report

We want to take this opportunity to comment on Parametrix's draft report for the Regional Water 
Supply Planning Study (RWSPS) entitled Environmental Anaiysis of Future Water Source Options. 
We commend you and your team of specialists for producing a comprehensive and thoroughly 
researched draft report. This report serves as an important foundation for future analysis and 
evaluation of water supply source options. -

Our comments bring a unique Metro perspective to the investigation of future water supply 
sources. We will focus our comments on issues related to growth management, regional parks 
and greenspaces, water resources, watershed planning and future elements of Metro's Regional 
Framework Plan. These comments highlight many of the Issues raised at the recent 
Environmental Task Force (ETF) meetings and they are meant to be constructive, yet raise issues 
we think are of regional concern and relevant to the RWSPS.

Columbia River

We are concerned about disturbances to the Columbia River riparian corridor that will be caused 
by the construction and management of a water treatment facility. Metro is interested In 
potential acquisition sites along this corridor and we advocate for minimal disturbance of river 
front property. We recommend a smaller facility to minimize environmental impacts and allow the 
riparian corridor to be maintained in as natural a state as possible. In addition, the RWSPS needs 
to monitor Multnomah County's adoption of its Goal 5 ordinance for aggregate mineral resources. 
The site discussed in this report Is not currently listed as a Goal 5 resource with the County, but 
this may change In the future.

The consequences to fish migration and survival as a result of construction and operation of a 
water supply facility at this site raises many questions for both the Columbia River and the Sandy 
River. For example, scientists and resource managers do not know enough about the life cycles 
and necessary navigation aids for such species as salmonids, lamprey and smelt. These 
questions need to be further Investigated on how this facility will affect not only downstream, but

KefyrtrJ



Ms. Becky Crockett 
Parametrix, Inc. 
October 12, 1994 
Page 2

upstream, navigation. We need to understand the relationship between different species and 
undertake an ecosystem approach to the interrelationships between species.

Larval stages of srnelt, sturgeon and lamprey will require special consideration in the design of 
water intake facilities. We believe it is imperative that the amounts of Sandy River water likely to 
be removed by the intake facility be determined and the impacts on fish resources be analyzed.

With regard to non-point source impacts, we want to emphasize the need to consider the 
cumulative impacts of both non-point and point sources within the entire lower Columbia River 
watershed. We recommend extending the investigation of potential impacts beyond the three 
mile radius used for this study.

Willamette River

Similar to the Columbia River, the issue of maintaining the Willamette River Greenway is 
important, since nearby Coffee Lake is a potential Greenspaces acquisition site. The issue of 
downstream impact is also important at this site. How will withdrawal of water affect riparian 
wetlands? Will it dewater important wetlands downstream from the site, e.g.. Oaks Bottom?
Will there be temperature changes due to lowered water levels and does this propose a potential 
for disease problems for migrating salmonids or sturgeon? This needs more investigation to fully 
understand the broader watershed implications of this facility. An Instream Row Incremental 
Method (IFIM) should be conducted to help answer these questions. Design and operation of the 
facility must avoid impacts (due to dewatering) to riparian wetlands.

The issue of minimum flows in the Willamette River was discussed at the ETF committee 
meetings. This is a broader issue that needs further investigation with the Corps of Engineers in 
order to understand the relationship between storage release from upstream dams and natural 
flow. Utilization of stored water is clearly preferred over use of natural flows.

. Clackamas River

The Parks and Greenspaces Program is interested in the North Clackamas River trail and 
greenway and is concerned about the potential Impact of a facility In the greenway.' The Issue of 
downstream impacts and dewatering of riparian wetlands due to water withdrawals is also an 
issue on the Qackamas River. These Impacts are not necessarily considered in 404 permitting 
yet may have significant impacts on fish and wildlife habitat downstream. We recommend an ' 
IFIM study be conducted to better understand the impacts of this option.

The issue of future growth impacts and the consequences for regional water supply options is 
particularly significant in this watershed. Depending on the growth policy that Is adopted by the 
Metro Council, the RWSPS must consider the impact of both non-point source and point source 
impacts to downstream drinking water supply sources. In addition, compliance with DEQ's three- 
basin rule must be monitored. Water suppliers participating In the Region 2040 water descriptive 
indicators analysis expressed concern that future changes in land use may increase the incidence
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of off-site hazardous waste spills or contamination in the future. We recommend further 
investigation.

Regarding fisheries, there needs to be further investigation on the impacts of a water intake 
facility on fish spawning in the river. Not enough is known at this time to fully evaluate the 
potential consequences of such a facility.

Bull Run and Lusted Hill

Similar to the other options, the Bull Run option poses potential downstream impacts which need 
to be better understood. Additional diversion of Bull Run water will further reduce flows In the 
Sandy River, a National Wild and Scenic River. Impact areas associated with flow reduction 
Include water quality, aquatic habitat diversity, fish, wildlife and recreation.

The data utilized to estimate water availability are outdated. Conclusions based on this data are 
not supported by contemporary flow records. Despite these concerns, we recognize the potential 
benefits to be derived from flow augmentation during the summer and fall months.

Although the treatment plant identified for the Lusted Hill site apparently did not raise significant 
environmental Issues, we are not comfortable with the concept of locating "urban service 
facilities" outside of the urban growth boundary when land is available inside.

The report does not address issues related to the construction of new pipelines. Crossing the 
Sandy River Gorge below Dodge Park should be avoided. We look forward to more discussion on 
this component of the Bull Run option.

Uncertainty regarding the full implications of the Clinton Plan makes a critical evaluation of the 
Bull Run water supply option difficult. We do know, however, that the Clinton Plan places of 
heavy emphasis on traditionally overlooked species such as invertebrates. It would be useful for 
this report to also give emphasis to information about these species.

Cooper/Bull Mountain ASR

The issue of aquifer storage and recovery (ASR) raised the most uncertainty and questions. This 
is primarily due to the lack of knowledge and understanding about the hydrologic connections 
between surface water and groundwater at the two ASR areas. Specifically, we are concerned 
about the cumulative effects of ASR withdrawals together with nearby nursery withdrawals on 
surface water and wetlands. We recommend further study to understand the full implications of 
the introduction of chlorinated water Into aquifers. The pilot ASR study being implemented in 
Salem should be monitored and analyzed prior to undertaking pilot projects In the metropolitan 
area.

Future land use changes in the Cooper/Bull Mountain area hnay increase the potential for 
hazardous spills or other consequences of inappropriate land uses near wellheads. This also
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applies to increased numbers of nursery operations in the ASR area. A wellhead protection 
program would be essential If this source option were pursued.

Powell Valiev ASR

This ASR site raises questions similar to those identified at the Cooper/Bull Mountain site 
regarding potential groundwater contamination due to future land use changes and changes in 
hydrologic regimes. In addition, the geology of this area indicates that water may be more 
transmissive and therefore making it difficult to predict how successful ASR will be at this 
location. Metro has been involved in development of the Johnson Creek Management Plan. ASR 
may have implications for flood control and fish re-establishment In Johnson Creek. We 
recommend coordination with the Johnson Creek Corridor Committee to investigate the 
implications of ASR in the Johnson Creek watershed.

We hope that these ideas and comments will be useful to you and your team as you revise this 
draft report. Please contact us if you have any questions about these comments or if we can 
provide any additional information that may be useful to you.

Sincerely,

Andrew C. Cotbgno 
Planning Director

Charles Ciecko, Director 
Regional Parks and Greenspaces 
Department

AtX/CCJPfhrb
fcVO'nVfWtf.ht

cc; Jon Kvistad, Metro Council District 2 
Susan McLain, Metro Council District 1 
John Fregonese, Metro 
Rosemary Furfey, Metro
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REGIONAL WATER SUPPLY PLAN
Portland Metropolitan Area
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Boaid
Oickamas Water 

District
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Qairmont Water 

District
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Utilities Commission 
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ML Scott Water 
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Oak Lodge Water 
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City of Sandy 
City of Sherwood 
South Fork Water 

Board,
(Qty of Oregon Qty 
City of West Linn) 
Tigard Water EMst. 
QtyofTroutdale 
Qty of Tualatin 
Tualatin VaUey 
Water District 

West Slope Water 
District

Qtyof Wilsonville 
Qty of Wood Village 

Metro

PHASE 2 of the REGIONAL WATER SUPPLY PLAN 

-• TECHNICAL REPORTS

The following Is an annotated listing of all of the products that 
have been generated by the Phase 2 project consultants to date. If 
you are Interested in knowing more about these reports or wish to 
obtain copies of them, please contact the project office at 
823-7528. (There may be a reproduction charge for some documents.)

PUBLIC INFORMATION AND INVOLVEHENT

1) Regional Public Information and Involvement Plan, Barney & 
Worth, Inc.

Multi-faceted strategy for public information and involvement 
to the Phase 2 Regional Water Supply Plan project.

2) Stakeholder Interview Report, Barney & Worth, Inc.

Synopsis of eighty-four interviews with community leaders, 
elected officials, agency staff and stakeholders from 
throughout Oregon on issues pertinent to the Phase 2 project.

3) Public Opinion Research, McArthur & Associates

Summary of results from a region-wide, random survey of public 
attitudes on water supply sources, conservation, and related 
issues of Interest and concern.

4) The Value of Water Supply Reliability: Results of a

Contingent Valuation Survey, Barakat & Chamberlin, Inc.

Assessment of relative Importance and willingness-to-pay for 
water system reliability.

Re^oml Wafer Supply Plan Project, 1120 SM Sth mi. Portland, Oregon 97204^1926 (503) 823-7528
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Phase 2 Technical Reports 
Page 2
PgMAND SIDE MANAGEHEHT k CONSERVATION

5) Hater Conservation Universe of Measures and Qualitative Screen^ Barakat & 
Chamberlin, Inc.

List of more than one hundred potential conservation measures, a summary 
of the qualitative screening criteria, and results of the qualitative 
screen process.

6) Conservation Measure Technology Profiles, Barakat & Chamberlin, Inc.

Comprehensive description of Individual conservation measures which both 
• passed and did not pass the qualitative screen. Includes measure 

attributes such as water savings, technological availability and maturity, 
costs, etc.

7) Results of Economic Screening of Conservation Measures, Barakat 1 
Chamberlin, Inc.

• Preliminary program concepts; explanation of economic screening 
methodology and preliminary results of screening process; preliminary 
program concept development (draft work In progress).

SOURCE OPTIONS

8) Review of Existing Information and Assumptions, Task 1, Source Options 
Analysis Element, Montgomery Watson

Recap of major findings from Phase 1 and general context/assumptions going 
Unto the Phase 2 regional water supply planning effort.

9) Summary of Sub-Regional Supply Sources, Task 2, Source Options Analysis 
Element, Montgomery Watson

Review of regionally significant supply options and status of development.

10) Definition/Analysis of Existing Infrastructure, Task 1 Regional System 
EfHciency and Transmission Element, Murray, Smith & Associates, Inc.

Description of existing water supply and transmission facilities In the 
region Including planned Improvements.

11) Evaluation of Mater Rights and Hater Use Permitting Requirements,
Technical Memorandum for Subtask 3.1, Hurray, Smith & Associates, Inc.

Compilation of water rights Information and permitting Issues for supply 
sources under consideration.
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SOURCE OPTIONS - fcont.l

IZ) Bull Run Dan No. 3 PreliniTiary Site Selection Evaluation,
Subtask 4.2, Squier Associates, Inc. and Montgomery Watson

Assessment of six potential dam/reservoir sites based on geotechnical and 
desktop analysis of existing environmental information. Representative 
site recommended.

13) Screening of Potential Aquifer Storage & Recovery Areas, Subtask 4.3 
Squier Associates, Inc. and Montgomery Watson

Preliminary assessment of potential aquifer storage and recovery sites In 
the region, based on hydrogeology and other factors. Representative sites 
recommended.

14) Aquifer Storage and Recovery Detailed Analysis Report, Montgomery Watson

Assessment of potential effectiveness of ASR potential site "short list" 
and preliminary siting concept. Representative sites recommendation 
revised.

15) Water quality Analysis, Task 6, Source Options Analysis Element, 
Montgomery Watson

Synopsis of existing water quality conditions and related influences for 
supply sources under consideration.

16) Surface Water Availability, Montgomery Watson

Evaluation of water available from sources under consideration In light of 
existing water uses, undeveloped water rights, and other constraints.

17) Water Treatment Analysis, Task 7, Source Options Analysis Element, 
Montgomery Watson

Evaluation of treatment requirements for supply sources under 
consideration and preliminary evaluation of sites for river intakes and 
treatment plants. Representative sites recommended.

18) Environmental Analysis of Future Water Source Options. Task 5, Source 
Options Analysis Element, Parametrix, Inc.

Charterizes, at a planning level, the key environmental issues, potential 
impacts, and possible mitigation opportunitites which need to be 
considered for each of the potential future water source options. The 
report also contains recommendations for additional study.



Attachment D

PUBLIC INFORMATION AND INVOLVEMENT ACTTVITIES

Througii July

1. Audiences;

Obviously, certain activities will reach aU of our audiences, while others will fo^ 
exclusively on only one. As always, these audiences will have different needs, and far 
different levels of interest.

a. The General Public

This audience is likely to know very Uttle about their current water systems, let 
alone about the Regional Water Supply Plan! Accordingly, as a part of the phase 
leading up to'the Preliminary Plan it will be helpfiU to provide some background 
on where their water currently comes from, how it gets to them, and what could 
happen through increasing growth and demand. As an example, this could 
include reminding the public how the Bull Run system works, how it is not 
dependent on winter snowpack, and why shortages and cmtailment could occur 
if the Spring and Fall rains are inadequate. (Many still have a hard time 
believing that the shortages several years ago were genuine.)

It will also be important to let the public know about the work being done, what 
the possible choices are, what factors will be considered as part of die evaluation, 
and when die preferred strategies will emerge for their furdier reidew. Once the 
preliminary Plan is Completed it will be easier for the general public to react to 
specific choices when they have a better understanding of precisely which 
of water they will receive, how much it will cost diem directly, what will have
to be done to get it, and how conservadon fits in. We wiU need to be sure to
make a special effort to let the public know about the future schedule for review 
"and comment on the Preliminary PlaiL

The focus groups will also , provide a useful mechanism for refining our 
understanding of public opinion and preferences. These will be scheduled near
the final scenario building tasks.

i). Interested Persons and Organizations

This group includes specifically interested citizens, organizations and local 
activists. The 2,000 person mailing list captures most of them, and could be 
increased to add other interested persons. As they are in fact interested in water, 
growth, and regional issues, their desire to learn about the Plan and offer input
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wiU be more reliable, in addition to letting them know about the work ro^etM
to date and the upcoming schedule for the Preliminary Plan, we niust provide 
them with specific opportunities to understand the componen^ going into the 
evaluation process, as weU as learning just how that process wiU work.

Participating Agencies/Elected Officials

WMe thqr ate aware of the Plan, thqr wiU need npd^ on^ 
schedule. The suggestion to conduct a woricshop for tire paitre^anB,^ tm 
example, is a good means of achieving basic understmidmg of file ^ and 
integntion process. AddWonaUy. the WSLG wiil meet during tins penod.

O

2. Objectives:
The primary objectives of this phase of pubUc information and involvement include:

♦ Inform the general pubUc and interested persons that ihe Regional Water Supply 
Plan is ongoing, and that preliminary choices-reflecti^ t&e ^su^1^n 
technical data, public opinion and values, and the comparisons of the integration
process-will be officiaUy presented in July.

♦ Provide opportunities for the pubUc and interested perrons to learn more a^t
the workoraipletcd to date and the process for narrowing the region s choices.

4 To obtain specific pubUc iiqmtregarding opinions and values, ^uros^^
to further sh^ and refine the evaluation of options as the preferred strategies are _ 
developed.

4 Contiimetoiirfonii.aiidgetfeedl«ckfimm.flieparti<%atiiigageiidesa^dec^
ofBcials regajding the woik compi^ to date, and the process and schediUe for
developing and presenting the Preliminary Plan.

Additional objectives, as identified during the course of the PH Committee meeting:

a. Strive to provide information to aU audiences.

b. Be clear in presenting cost/resource limitations (in project).

c. Test PH tools and messages with focus groups (or similar mechanism).

\ )



d. Share infonnation with all partidpants-especially if one participating agency 
produces a PH’product for its own purposes, see if it can be altered so as to be 
generically applicable throughout die region.

c. Be clear on how input will be addressed and used, paying particular attention to 
a balance of perspectives and the audience providing the input. This would mean, 
for example, that detailed, informed technical input may require direct feedback.

f. Activities, as well as themes and messages, should be identified that have region
wide applicability plus those which are appropriate for individual participants. 
This thrust would enable specific particqiants to address the unique needs and 
interests of their own constituencies, while providing balanced, uniform 
perspectives on the regional plan.

3. Activities:

Newsletter (late April)

Produced by the consultants. Preceding the Public Forum. Designed to provide 
an update on the project, notice of the Public Forum,.and offering an opportunity 
for clip and mail input on critical values, tradeoffs, and process.

Current Source Fact Sheets (March)

Portland Water Bureau will update project fact sheet, place it on project 
letterhead, and make available one copy to each of the participating agencies. 
The participants will then be able to distribute the Fact Sheet to interested persons 
and organizations, or use portions .of it in their own newsletters, bill inserts, or 
for presentations at meetings.

Bill Inserts and Other Newsletters (March)

The bill insCTt prepared by the Portland Water Bureau will be revised and made 
available in a generic, regional format courtesy of the Oak Lodge Water District.

Public Forum (May)

A weekday in May will be identified for die purpose of conducting a Public 
Forum. It should run from the late afternoon (e.g., 3:00 p.m.) through the 
evening to accommodate employees of agendes and organization (who may 
prefer to attend during the normal course of their employment) and the general 
public (who may only be able to attend after their workday is completed). 
Interested persons will be specifically notified (through both the Newsletter and
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invitations), and the general public will also be expressly invited to attend 
(through notice, media advertisement, announcements, and related mechanisms). 
As this is prior to the release of the detailed Preliminary Plan, emphasis wiU be 
placed on informing and listening to key interested persons and organizations. 
The consultants and participants will both participate in the Public Forum.

Targeted Interested Person/Organization Sessions -(May-July)

A number of stakeholders and interested persons/organizations have participated 
in the regional plan at length. These should be targeted for detail^, in-depth 
sessions to provide information on the project, answers to arty questions, and to 
provide an opportunity for tiieir input. The project management staff and 
participants will provide this function.

Focus Groups (May)

One set of two focus groups would be conducted late in May to learn of specific 
general public preferences and opinions on the scenarios being developed. 
Feedback on comparisons of sources, values and choices will us^ by the 
consultants and participants in finalizing the preferred strategies which will appear 
in the Preliminaiy Plan. PH tools and messages will also be tested.

Cable Television (May-July)

A consensus of the PH Committee suggested that in lieu of a sp^ific Regional 
Water Supply Plan-hosted Cable Television show, that opportumties to be guests 
on existing television shows should be explored. It was suggested that unless the 
tiTTift and resources to do our own show were available, and unless it was well 
produced, the quality would not be high enough to capture broad public attention. 
Existing shows, with appearances by participants, would serve to get the pre- 
Preliminaiy Plan message out It was suggested that once the Preliminary Plan 
is prepared, that the matter may be appropriate again after July. Other materials 
may also be available at that time. The consultants will work with PH Committee 
members to identify a list and schedule of existing television programs where 
appearances inay be appropriate.

Ongoing Media (March-July)

Opporturuties for tiie project management or individual participating agencies 
would be pursued over the course of this portion of the Project. It was the 
consensus of the PH Committee that a feature on the project would likely have 
to await tiie Preliminary PlaiL The consultants, with the assistance of the PH 
Committee, will flesh out a media strategy which would identify themes, 
messages, process, and players for dealing collectively with the media.

O

■f >



Individual Participants Activities (Maich-July)

Ongoing opportunities would be identified for individual participating agencies to 
address groups within their service territoryr- or citizen committees affiliated with 
their governmental bodies.

Displays and Festival Booths (March-July)

A list of festivals and display opportunities would be assembled by the consultants 
and project management staff, for distributing information about this Phase of the 
Plan. Individual participating agencies would be responsible for staffing or 
providing information to events and opportunities within their counties.

Slide Show (March-July)

Update and use in conjunction with the activities to be conducted during this 
period.

Speakers Bureau (March-July)

The consultants will identify a list of speakers who can be available to respond 
to invitations for speaking engagements. The? materials identified above would 
be available for their use.
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Potential Criteria and Desired Outcomes for the Preliminary 
Regional Water Supply Plan 

July 1995

pie preliminary Regional Water Supply Plan should be a document or set of 
documents that allow providers to reach different audiences. Documents may 
include summaries, sections with more details, or appendices as needed) The 
prdJminaiy plan should engage various stakeholder groups and decision 
inakers in a productive dialogue about how to meet the water supply needs of 
this region in the near and long term.

The preliminary RWSOP should:,

A. Be a discussion document for use with various stakeholder groups and 
decision inakers which presents:

1. summary information about the work done to date,

2. the evaluation methodology and results which can be understood 
without having to read through all of the interim reports,

3. what we have heard from stakeholders through the public involvement 
program,

4. outlines otfeg^enarios or water supply futures for consideration.
These scenarios will provide Information across the board (or common 
to all) about the benefits, Impacts, risks, and tradeoffs of each scenario, 
allowing them to be compared against each other on the basis of 
common policy objectives and evaluation criteria,

5. recommendations for serious regional consideration of 1-3 scenarios.
based on expert opinion of the consultant team and tfie---------
St^ring/Participants Committees. The recommendations should be 
Med clearly to the policy objectives and screening criteria which 
clearly present the reasons for the recommpnd^Hnn^,

6. information on all the scenarios which would contain basic resource 
options (combinations of sources, conservation, transmission, or reuse) 
on a 1995-2050 timeline that contains uncertainties and contingencies. 
Strategies for implementation will be included for each scenario, which 
Mve more detail for the near term strategies and less for the ones in 
further out years (this is because the plan should be updated on a 
periodic basis allowing the strategies to be refined as they become 
necessary for implementation).

Further an open and frank discussion of how the region should meet its 
futme water supply needs. Subregional differences may be presented 
withm the various options to consider.

C. ^y out major assumptions as clearly as possible about such things as 
demand forecasts, reliability, risks, current system capacities (including 
any assumptions about near term additions to the system such as Barney and 
piy Clackai^ expansions), costs (including some mitigation estimates) and 
institutional barriers (if any). .

Present clear policj7 choices between different srenano^ fnrrm,ioi-i».ri
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Potential Criteria and Desired Outcomes for the Final Regional
Water Supply Plan 

November 1995

^faT,RegionalWater Supply Plan wiU occur through 
by«aU 1116 PartlClPant decision making bodies (except possibly

xn?n2fr t° aUow the documentation of the decision in-a Regional Water Supply Plan document by the end of 1995.

The Final Regional Water Supply Plan should;

A. Contain the basic summary information from the preliminary plan and 
summary imonnation about the public involvement program outcomes in a user friendly manner with understandable graphics. ^ outcomes m a

B‘ (o5e scenari°) aud set of action strategies (which
are phapd and contain contingency or default strategies to rfpqi with 
tmcej^ties) for the region to pursue (or continue pursuing) to ensure 
that the water supply needs of the region are met in a timely manner.

C Contain dammentation of collective decisions to Implement a single scenario 
made up of coordinated regional strategies for action to be takS^y 
individual (or groups of) providers that ensure;
1. Needs are met in a timely manner,
2. Funds to explore alternatives are expended in an efficient and coordinated

3. Increm^ts of supply and conservation water savings will be brought on 
line wiffiout costiy overbuilding, but sufficient to meet the needs of the 
region (as a whole or sub regionally) considering needs for 
emergency/backup supplies

4. histimtional and financing arrangements will be pursued and resolved 
for efficient implementation of selected strategies.

5. Strategies are outlined to direct research and development, and pUot 
projects to determine a more definitive role for non-potable water fi e 
direct source untreated water or re-use of treated wastewater effluent).

D. D^ument primaiy assumptions about future demands, system rellabilitv - 
redundancy and emergency supplies. y

R ^-Xati?“m($) t0 ensure timely uPdates and continued regional

F. Meet the needs of the Metro charter, sufficient for the RWSP to become the
water supply element of the Regional Framework Plan.

G. Meet as much as possible any other objectives outlined by the 1995 
Legislature review process required by statute.



^ m

possible that some objectives could be partially met by all of the scenarios 
presented (such as some element of conser\'ation in all of them, or all of 
them should represent a reasonable range of costs or all of them would meet 
water quality objectives after treatment) while others should emphasize 
certain objectives over others to display tradeoffs.

E Outline a process for achieving a stated desired outcome so .that stakeholders 
and the public are aware of how they may be engaged In the discussion 
leading to a final Regional Water Supply Plan.
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Attachment F

Adoption of a Regional Water Supply Plan 
Proposed Work Plan 

March 1995

I. Work Plan Goal and Objectives

The goal of this work plan is to have the Metro Council adopt a Regional Water Supply Plan by 
December 1995 in coordination with the region's water providers based on the results of the 
Regional Water Supply Planning Study.

The objectives of this work plan are to:

• identify the activities and key decisions the Metro Council and staff need to carry out in 
the next nine months in order to adopt a Regional Water Supply Plan by December 1995;

• describe the schedule and timeline for adopting the plan in the next nine months; and

• describe the basic components of the plan and the outstanding issues and decisions that 
will need to be addressed in 1996 as part of Metro's Regional Framework Plan.

II. Tasks 

A. Conduct an informational briefing for the Metro Council during a Council work session to 
provide the following information:

• background and update on the Regional Water Supply Planning Study (RWSPS) and 
Metro's involvement and participation

• summary of key findings and results of RWSPS to date

• summary of work plan for next nine months to adopt the Regional Water Supply 
Plan

• seek Council approval for work plan based on their comments and questions

This briefing will bo conducted by Metro.staff and RWSPS consultants.

Product: Council fully informed about RWSPS and progress to date.
Council approval of nine month work plan.

B. Staff work with participants in RWSPS and consultant teams to produce six to eight 
water supply options as as part of a preliminary plan in June 1995.

Product: Preliminary Regional Water Supply Plan available for Metro Council and for 
public review.

C. Brief Metro Council on content of preliminary plan and confirm schedule for listening 
posts and or public hearings.



Product: Council briefed on preliminary plan and listening posts and or public hearings 
scheduled.

b. Brief Metro's Water Resources Policy Advisory Committee (WRPAC) on preliminary plan 
and seek WRPAC recommendations and comments on preliminary plan.

Product: WRPAC comments and recommendations on preliminary plan prepared for 
Council.

E. Conduct listening posts and or public hearings on preliminary plan.

Product: One or more listening posts and or public hearings conducted.

F. Prepare comments responding to preliminary plan based on staff review and public 
comments.

Product: Formal Metro response to preliminary plan to RWSPS steering committee and 
consultants. '

G. Write Draft Final Regional Water Supply Plan based on comments from participants and 
public.

Product: Draft Final Regional Water Supply Plan written by RWSPS consultants.

H. Conduct final round of listening posts and/or public hearings on Draft Final Regional 
Water Supply Plan. Solicit comments from WRPAC.

Product: Public comments received on Draft Final Regional Water Supply Plan. WRPAC 
comments submitted to Council.

I. Write final plan based on comments from all participants and public.

Product: Final version of Regional Water Supply Plan written by consultants.

J. Conduct public hearings on Final Regional Water Supply Plan.

Product: Metro Council hears final public comments on Regional Water Supply Plan.

K. Adopt Regional Water Supply Plan by resolution or ordinance.

Product: Regional Water Supply Plan adopted by Metro Council.



III. Timeline of Activities

Tasks Timeline for Adoption of Regional Water Supply Plan 

A M J J . A S O N

A. Metro Council Briefing
B. Prepare Preliminary Plan
C. Brief Council on Preliminary Plan
D. WRPAC Revievys Plan

' E. Conduct Public Hearings

F. Prepare Response to Preliminary Plan
G. Write Draft Final Plan
H. Conduct Final Public Hearings
I. Write Final plan

J. Conduct Final Public Hearings

K. Adopt Regional Water Supply Ran

IV. Product and Future Decisions

Please refer to the attached handout entitled Potential Criteria and Desired Outcomes for the 
Final Regional Water Supply Ran, November 1995 (Attachment 2). This handout was 
prepared by the steering committee of the RWSPS. The Metro Council can discuss these ideas 
for the desired outcome during staff briefing of this work plan.

The final product of this work plan is the adoption of a Regional Water Supply Ran by the 
Metro Council by resolution or ordinance in December 1995. This adoption will be coordinated 
with all participants in the Regional Water Supply Ranning Study arid will Involve a series of 
public hearings or listening posts for the Council to seek public Input before final adoption.

Future decisions that will need to be addressed in 1996 include:

• what elements of the Regional Water Supply Ran will be included in Metro's Regional 
Framework Ran?

• how will the Regional Water Supply Ran be periodically updated and revised?

• what future institutional and financial arrangements will be needed to Implement the 
Ran?

• who has “ownership" of the plan?

I:\GM\RRRWSPS.WKP
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PREFACE

1995 Interim Federal
Regional Transportation Plan (RTP)
This document represents the April Public Review Draft of the 1995 Interim Federal Regional
Transportation Plan (RTF). The document is referred herein as the "federal RTP." This federal
RTP is an interim document intended to meet the requirements of the federal Intermodal Surface
Transportation Efficiency Act (ISTEA) of 1991. the Clean Air Act Amendments (CAAA) of 1990. and
the Americans with Disabilities Act (ADA) of 1991. Federal consistency is required to ensure the
region's ability to use federal transportation funds.

Completion of this interim federal RTP represents the approximate halfway point in a process to
develop a final updated RTP. The process began with the analysis of growth concepts as part of
Metro's Region 2040 Study. The adoption of the Region 2040 Growth Concept in December. 1994.
completed the first phase of planning for the RTP. This current planning phase will satisfy federal
transportion planning requirements. Under federal rules, the RTP list of projects must be constrained
to a reasonable forecast of anticipated revenue and must not result in worsening of air quality over
the 20-year life of the plan.

This Public Review IDraft of the RTP lavs out the choices for developing the "finandallv
constrained" system. Metro is asking the public, local jurisdictions, transportation and air quality
agencies, and decision-makers (through the Metro Council and the joint Policy Advisory Committee
on Transportation) to help us make those difficult choices. Once the interim system decisions have
been made, an air quality conformity determination will be made in Tune.

Completion of this phase also marks the start of the next phase of the RTP update. That work
will proceed through 1996 and is designed to develop and adopt an RTP which continues to meet the
federal planning requirements, but also integrates state Transportation Planning Rule (12) and
Metro Charter transportation planning requirements as well.

It is understood that over the next 12 to 18 months, significant analysis, public involvement and
policy discussion will be required to finalize an integrated document. For transportation, that
effort will result in two products: 1) a new "final" financially constrained system: and 2) a
preferred system necessary to serve the final regional growth concept as refined through the
Regional Framework Plan process (i.e., the next phase of Region 2040). Consequently, a number of
issues have been deferred to the next phase of the RTP and will be subject to significant analysis.
review, and decision-making (see Chapter 8. Outstanding Issues).

Metro invites your comments. For more information on the 1995 Interim 
Federal RTF, call Metro at 797-1757.
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Introduction

A. The Context of the Plan

The adopted federal Regional Transportation Plan (RTP) provides a benchmark document 
for the region's decision-makers that:

• provides a comprehensive assessment of the overall effect of past regional transportation 
and land use decisions to ensure that individual parts of the system function properly as a 
whole;

—serves-03 o regional framework for the coordination of the transportation ond-lond use
clcmerito of local comprehensive plans-conoiotent-with-tho Regional Urban Growth Goals
and-Qbjectivco (RUGGO);

• provides the region with a program of transportation improvements consistent with a 
unified policy direction for transit and highway investments and demand management 
programs; and

• presents an order-of-magnitude estimate of the region's transportation funding needs.

The development of the federal RTP has been a joint effort of the different cities, counties 
and agencies (Oregon Department of Transportation (ODOT), Tri-Met, the Port of Portland and 
tho-^otropolitan-Servico-District (Metro)) in the region. Adoption of this Plan represents:

• completion of a federal requirement as a condition for receipt of federal transportation 
funding;

—endorsement of the-ovornll 4evel-of transportation investments -needed to-adcquately-scrve
the c?q)ected-growth inthe region over-the-next-20 years-and a commitment-to-seck necessary 
financing;.

• endorsement of a set of 10-year regional priority improvements to the transportation 
system;

• endorsement of the interrelated roles of highway and transit investments and demand 
management programs;

• endorsement of the regional elements of the transportation system and definition of the 
extent of Metro interest in the subregional system;

• endorsement of the land use aspects of the RTP and a definition of local comprehensive plan 
consistency;

• endorsement-of-a 20-district population ond-employment forecast for the-year 2(305-as-the
basisfor determining neededtransportation investmentst^nd-



• recognition of the policy direction identified in an interim set of 2015 population and
employment forecasts:

• completion of the process to achieve regional consensus and a unified direction on
transportation policy issues; and-

• recognition that substantial work will be conducted through 1996 to define regional land use
policy, future urban areas, and create a regional set of adopted population and employment
forecasts developed through regional consensus and reflecting the final regional land use
policy.

B/Why a Federal Regional Transportation Plan?

The daily movement of people and commerce on the region's transportation system crosses 
city and county boundaries, producing transportation problems that extend beyond individual 
jurisdictional authorities and create the need for cooperative governmental action. In addition, 
the transportation system intended to facilitate this movement of people and goods-are is 
owned and operated by an intricate mixture of different jurisdictions. The highway system is 
owned and maintained by the different cities and counties, as well as ODOT and the Port of 
Portland. Tri-Met owi\s and operates the transit system but is generally dependent on the 
aforementioned jurisdictions for the roads on which to operate. Demand for new transit services 
is influenced by both: 1) the type of new development that occurs (which is controlled by local 
comprehensive plans); and 2) the availability and convenience of auto travel. Demand for new 
highway facilities or highway widening is influenced by the extent to which alternative 
modes of travel, such as transit and ridesharing, can be used. The cost, convenience and 
availability of parking, which is controlled by local jurisdictions and individual property 
owners, have a great deal of influence on-thc-modc of travel of an individual's mode of travel.

Financing for transportation facilities and services is also a complex mechanism, consisting 
of a number of single purpose sources of local funds (such as local improvement districts), 
dedicated state and local highway and transit taxes, and a number of federal highway and 
transit hmding programs.

The federal RTP provides guidance and coordination to the combined efforts of jurisdictions 
and agencies responsible for the region's highway and transit facilities. These entities include 
the Metro region's 24 cities and three counties, Tri-Met, ODOT, the Federal Highway 
Administration (FHWA), the Federal Transit Administration (FTA) and the Port of Portland.

1.

Four general areas of regional coordination are assured by adoption of the federal RTF-Plon.

Geographic Consistency — continuity between the plans of jurisdictions in the function of 
components of the transportation system.

2. Multi-Modal Coordination — developing transportation improvement projects and programs 
that produce the greatest people moving most efficient transport capability, with the most 
cost-effective combination of transportation investments-for-the auto, transit and demand 
management components of the system.
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3. Land Use Inter-relationships — developing consistency between regional policy, the land
use plans of cities and counties and the transportation system.

4. Financing ~ managing the expenditure of funds to produce cost-effective transportation
investments that -which best serve the growing travel demand in the region.

Since the start of this region's cooperative transportation planning efforts in 1959, 
coordinating activities have grown in complexity. The initial emphasis was on developing a 
highway system to serve the rapidly growing demand for auto travel.

«
The majority of coordination occurred between cities, counties, ODOT and FHWA to 

determine the location of freeways to serve intraregional and interstate auto and truck travel. 
However, during the decade of the 1970s, a multi-modal improvement policy was develop>ed to 
encourage the most cost-effective combination of highway and transit improvements.

The federal RTF pro\ades a framework from which local plans can meet federal
requirements. The amendments contained in the 1994-2 RTF revision have been found to be 
consistent with the-Rcgienol-Urban Growth Goals-and-Qbjcctivco. Future updatea-will-rcflcct 
eensistencv-withtho Region 2040 Planning Proccgsrthc-stato LCPC Cool 12 Transportation
Planning Rule, the Qean Air Act Amendments of 1990, and the new reauthorization of the 
Intermodal Surface Transportation Efficiency Act -Future RTF updatco will have-to-rcflcct 
RUGGO and local comprehensive plans-havo-to change to meet RUGGO.-

□ .Transportation Problems Addressed by the Plan

Many of the region's transportation problems can be directly attributed to one cause — rapid 
growth. The Portland metropolitan area is a fast growing area with a diverse, improving 
economy. Over the next two decades this long-term trend is expected to continue, with the 
population increasing from the current+5^ 1.04 million to 4^741.41 million by the year 2015 
year^OOS. Without major transportation improvements, the travel demand associated with 
this growth will overload a system that is already at or over capacity in some areas.

Suburban and urban areas within the Urban Growth Boundary (UGB) are impacted 
differently by growth. The development-of vacant suburban land increases the travel demand 
on a transportation system trying to emerge from its rural origins. The intensification of 
development in urban areas, plus the impact of increased intraregional trips, will produce 
congestion on the existing system of streets and highways where space is at a premium and 
improvement costs high. Therefore, newly developing parts of the region may be -are in need of 
an-entirely new roadway -highway and transit systerris while already urbanized areas require 
improvements that-whieh maximize efficiency of the sizable transportation investments that 
which have already been made.

Growth is also a potential problem for the region's air quality. While attainment of 
federal and state clean air standards were-was generally met by the 1993 and 1995 -498? 
deadlines (primarily due to improved auto emission technology), continued rapid growth in 
automobile travel threatens to exceed the region's standards for vehicle emissions, -could push 
the rcgion-back-ovcr the standard by placing too many additional vchioles-on-thc road.
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Uncertain future trends in the price of gasoline and the possibility of future supply problems 
create the need for greater energy efficiency, the flexibility to cope with temporary shortages 
and the need to provide the public with alternate-alternative modes of travel.

The primary constraint upon meeting the region's transportation needs over the next two 
decades is cost. Recently, construction costs have risen faster than the general rate of inflation 
while gas tax revenues have declined in terms of real dollars. In fact, projecting revenue sources 
to the year 2015 show a decline in purchasing power to the point that the cost of merely 
maintaining today's system will exceed the total expected revenues from existing 
trairsportation-related sources. The situation is similar for transit. While farebox revenues 
and the payroll tax are expected to keep pace with inflation, existing resources are insufficient 
to allow significant expansion in the size of the transit system. (See also chapter 7.)

D. Metro's Role in Transportation Planning

Metro is the regional government and designated Metropolitan Planning Organization (MPO) of 
the Portland metropolitan area. It is governed by a 7-member Metro Council elected by and representing
districts within Metro's jurisdictional boundaries (all of Multnomah County arid generally the urban
portions of Clackamas and Washington Counties). Metro is responsible for the Washington Park Zoo,
solid waste landfills, the Oregon Convention Center, the Portland Center for the Performing Arts.
establishing and maintaining the Uiban Growth Boundary (The-nren expeeted-tn bo iirhnn-nnd in ntwi nf
urban-transportation investments is defined by the-UGB adopted-by Metro as shown in Figure I-l). and 
for urban-regional transportation planning activities within the Oregon portion of the Portland- 
Vancouver metropolitan area, such as the preparation of the RTF, and the planning of regional 
transportation projects including light-rail.

The following subsections of the Plan describe the legislative authority under which Metro 
has developed and adopted this federal RTP, the decision-making structure used by Metro to 
ensure adequate representation by the various agencies responsible for implementation of the 
Plan and areas of inter-jurisdictional coordination on particular aspects of the Plan.

Metro Legislative Authority

Metro's authority for urban transportation planning is derived from three two primary 
sources:

• Title 23 (Highways) and Title 49 (Transportation) Code of Federal Regulations; and-
• Oregon Revised Statutes — Chapter 268: and t L
2—Metro Charter (an official charter for the regional government, recognized bv the State. 

and voted into law by the Portland metropolitan region electorate).

Regarding the first two, the federal requirements for transportation planning are primarily 
directed at proposed transportation investments using federal funds while the state 
requirements deal with the transportation elements of local comprehensive plans. There is, 
however, a great deal of overlap between the two requirements since federally funded
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transportation investments comprise a significant portion of the full transportation system 
identified in comprehensive plans.'

Federal Planning Requirements

FHWA and FTA have jointly required that each urbanized area, as a condition for the 
receipt of federal capital and operating assistance, have a transportation plan process that 
results in a transportation plan consistent with the planned development for the area. Metro is 
the agency that in cooperation with ODOT and Tri-Met,-that is designated by the Governor as 
the "Metropolitan Planning Organization" (MPO) to carry out the federal transportation and 
related air quality planning requirements through adoption of a Unified Planning Work 
Program (see below).

In accordance with these requirements, Metro must annually endorse adopt a long-term 
transportation plan at least every three years and a Transportation Improvement Program 
(TIP) at least every other year. The TIP must specify federally funded transportation projects 
to be implemented during the next three to five-year period based upon realistic estimates of 
available revenues. Furthermore, projects included for funding in the TIP must be consistent 
with the adopted federal RTP. Pursuant to ISTEA. the Governor must also approve the TIP. 
Metro's approved TIP is incorporated into the statewide TIP prepared by ODOT.

Also in accordance with regulations, the federal RTP must consist of short and long-range 
elements and provide for the transportation needs of persons and goods in the metropolitan
area.

The planning process leading to adoption of the federal RTP must:

• consider the social, economic and environmental effects of transportation in accordance 
with the National Environmental Policy Act and Clean Air Act;

• ensure involvement of the public;

• ensure there is no discrimination on the grounds of race, color, sex, national origin^ 
income, or physical handicap in the planning process or under any program receiving 
federal assistance;

• include special efforts to plan public mass transportation facilities and services for the 
handicapped disabled:

• consider energy conservation goals and objectives; and

• include technical analysis as needed and to the degree appropriate, including:

an analysis of existing conditions of travel, transportation facilities and fuel 
consumption;
projections of economic and land use activities and their potential transportation 
demand;
an evaluation of alternative transportation improvements to meet short and long
term needs;
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corridor or subarea studies, transit technology studies, legislative, fiscal, functional 
classification and institutional studies; and 

- an evaluation of alternate measures to respond to short-term energy disruptions.

In addition to the requirements of FHWA and FTA, the Clean Air Act Amendments of 1990 
(administered by the Environmental Protection Agency (EPA)) require each urbanized area to 
meet federal standards for clean air. Metro is responsible for examining alternative 
transportation strategies to reduce air pollution that, in combination with stationary controls 
(i.e., point source) adopted by the Department of Environmental Quality (DEQ), meet the 
standards. Metro coordinates development of the federal RTP with transportation control 
measures (TCMs) contained in the region's portion of the State Implementation Plan (SIP).
Metro, FHWA and FTA make a joint determination that the federal RTP conforms to the Clean
Air Act Amendments and EPA's conformity regulations. Although the federal RTP does not
need to be approved by FHWA or FTA, copies of any new or revised plans must be provided to
each agency.

Because the Metro boundary does not include the entire air quality maintenance area, a cooperative
agreement must be reached regarding the process for emission analysis and for policy mechanisms both
inside and outside the Metro boundary (see 23 CFR 450.310(f)). In response to this requirement. TP ACT
presented Resolution 94-2039 and supporting reports and technical materials to the Metro Council. The
Council approved the Resolution/agreement in October. 1994.

State Flaiming Requirements

The State of Oregon has adopted 19 statewide planning goals that-which are required to be 
implemented through a comprehensive plan for each city and county throughout the state. 
These comprehensive plans specify the manner in which the land, air and water resources of 
the jurisdictions will be used and determine the need for improved public facilities. In 
accordance with state law, Metro must adopt a functional plan for transportation and must 
review the local comprehensive plans of the cities and counties within the district and 
recommend or require changes to ensure conformity-(scc €hapter-8).

With the adoption of the State's Goal 12 Transportation Plaiming Rule (referred to as 
either Rule 12 or the TPR). Metro must adopt a Transportation System Plan (TSP), complying 
with Rule 12, which is consistent with the State TSP. In the case of the State, the TSP is the 
Oregon Transportation Plan (OTP) and, in the case of Metro, the TSP will be the update of the 
1992 4s-the RTP. Metro is working with ODOT to ensure consistency between the OTP and the 
1992 RTP (see also Chapter 8. Section E).

The Unified Plaiming Work Program (UWP)

To accomplish its many tasks and comply with the numerous Federal and State rpgii1arinn«;
listed above, Metro acts as the lead agency to develop the region's Unified Work Program
(UWP). The UWP is the periodic statement of proposed work and estimated costs that
document the transportation planning, research, and development efforts to be undertaken
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during the next 1- to 2-year period in the region. It is developed in coordination with ODOT
and Tri-Met, with both agencies providing input on planning funding and activities. Both of
these agencies participate with Metro in the annual meeting with FT A and FHWA to review
the program. Local representation is achieved through TPACT (see chart below). which
approyes the Oregon portion of the UWP. The UWP of the Metro (Oregon) portion is published
as a joint document with the UWP of Southwest Washington Regional Transportation Council
(SWRTC). The development and approval of the FY1995-96 UWP meets the conditions and
satisfies the requirements of 23 CFR 420,23 CFR 450.310 (e). and 23 CFR 450.314.

Regional Transportation Decision-Making Process

Eveiy metropolitan area must have a Metropolitan Planning Organization (MPO) 
designated by the Governor to receive and disburse federal funds for transportation projects.
Metro-4thc-Mctropolitan Service Diotrict) is the MPO for the Portland metropolitan area and, 
therefore, approves the expenditure of all federal transportation funds in this region. To ensure 
a.well-balanced regional transportation system, the following decision-making process has 
been established for these important funding allocations.

Rather than creating a patchwork of freestanding "agreements." Metro has established a strong 
decision-making structure that integrates federal, state, regional and local covemments and
stakeholders into the transportation and land use decision making processes of the region. Although
Metro has entered into written agreements with other agencies (such as ODOT. Tri-Met. SWRTC. etc.).
the responsibilities and standards for transportation planning and programming activities are reflected
principally in the organization, composition, and by-laws of each constituent part of this structure.
which are summarized below.

Metro Council

The Metro Council is composed of 7 members, directly elected from districts throughout the
metropolitan region (urban areas of Clackamas. Multnomah and Washington counties). The Council
approves Metro policies, including transportation plans, projects and programs recommended by the 
Toint Policy Advisoiy Committee on Transportation (IPACT). The Metro Council, in making policy
decisions and approving transportation plans, programs and projects, relies on TPACT and the Metro
Policy Advisory Committee (MPAC). These committees, in turn, rely on technical expertise and input
from Transportation Policy Alternatives Committee (TPAC) and Metro Technical Advisory Committee
(MTAC). respectively (see chart).

JPACT

TPAC

MPAC

MTAC

Metro Council
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-----Mctrois-our-directly elected regional-government, with rcsponsibility-fetL-garbQgc disposal,
dcvclopment-assistancc-and managcmcnt of thc-Mctro-Washingten-Park Zoo;-as well as
transportation-andgrowth-manogement planning.-TheMctro €ounciliG composed-eHS-^
members-clcctcd-from-districts. The Joint Policy-Advisory-€ommittcc on Transpertotien-
(JPAGT) rccommends-tronsportation projects and programs for Council approval.-

Joint Policy Advisory Committee on Transportation (JPACT)

JPACT provides a forum for elected officials and representatives of agencies involved in 
transportation projects to evaluate all the transportation needs in this region and to make 
recommendations for funding to the Metro Council. The 17-member Committee includes elected 
officials from local govenunents within the region, three Metro Councilors, representatives of 
the agencies involved in regional transportation (ODOT, Tri-Met, the Port of Portland, DEO 
and WSDOT). plus representatives from governments and agencies of Qark County, 
Washington, and the State of Washington.

-----Agencies Tcprcscntcd-on-JPAGT includethc Washington-State-Dcpartment-of
Transportation (WSDOT).
-----A-financc-subcommittce-of-JPAGT has bcen-formcd-to-dcvclop and rccommcndTinandng
strategics to implcnftent-the-fcgion's transportation agenda.

Transportation Policy Alternatives Committee (TPAC)

While JPACT provides a forum for recommendations on transportation issues at the policy 
level, TPAC provides input from the technical level.

TPAC's membership includes senior technical staff from the same governments and agencies 
in JPACT plus representatives of FHWA, Federal Aviation Administration (FAA), FTA and 
the Intergovemmental-Resourcc Center (IRC) of Clark County Southwest Washington Regional 
Transportation Council (SWRTC). There are also six citizen representatives appointed to 
TPAC by the Metro Council.

-TPAC has one standing subeemmittcc?

-•—Transportation Improvement-Program (TIP) Subcommittee comprised-of-staff from the
three-counties, Portland; OBQT7-Tri Met and Metro.-This subcommittee monitors-progress
on-implementing projects and ■recommendo changes in the TIP-to-JPAGFr

Similar and parallel to TPACT/TPAC are the Metro Policy Advisory Committee (MPAC) and
Metro Technical Advisory Committee (MTAC). Though MPAC and MTAC are not explicitly
transportation-oriented, they are heavily involved in the development of the charter-required
Regional Framework Plan (which includes a transportation element), land-use issues, and other Metro
policy issues th a t a ffect the region's transportation. MPAC is composed of local elected officials
(including representatives from Park County. Washington and the State of Oregon), and MTAC is
composed of senior planners from the region and three citizen representatives appointed by the Metro
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Q)undl.

A "Cooperative Agreement on Duties and Responsibilities of Metro. Oregon Department of
Transportation (ODOT), and Tri-County Metropolitan Transportation District of Oregon (Tri-Met) in
Participating in the Metro Transportation Planning Program" was signed in July, 1981. The structure
described above is consistent with that 1981 agreement.

Interstate Coordination

Planning for the Portland-Vancouver metropolitan area is carried out by two regional planning 
agencies, Metro and the Intergovernmental Resource Center (IRO-of-Glark-Gounty SWRTC. Each 
agency conducts its transportation planning under its respective state and federal authority for its own 
geographic area. However, since this is a single urbanized area, it is essential that the two agencies 
coordinate plans to adequately address problems of interstate significance. This coordination is assured 
through the mechanisms described below.

• Bl-State Policy Advisory Committee - A Bi-State Policy Coirunittee exists to provide a forum 
for elected officials from Oregon and Washington to discuss problems of mutual concern and 
make reconunendations to the Metro Council and jRG-of-Glark County SWRTC This Committee 
includes representation from the two regional agencies, the two principal cities and the two 
principal counties. Iri addition, the Committee can establish ad hoc conunittees to deal with 
transportation problems. Transportation recommendations from the Coirunittee are made to the 
Metro Council through TPAC and JPACT in accordance with Metro's decision-making process.

• Metro/Qark County IRC SWRTC Conunittees - In order to ensure a voice in transportation 
dedsions of interstate significance, JPACT includes representation from WSDOT, Qark County 
and Vancouver, and TPAC includes representatives from WSDOT, Clark County, Vancouver and 
Clark Countv-IRG SWRTC. Similarly, Qark County's "Consolidated Transportation Advisory 
Coirunittee" includes representation from ODOT and Metro.

• Trairsportation Plan and Improvement Program Coordination - Before adoption of the RTP or an 
amendment to the Plan having interstate significance, Metro and Clark CountyTRG SWRTC 
must consult with the other party and consider any conunents of the other party before 
adoption.

Public Involvement

The planning process leading to development of the RTP and TIP must also include a proactive
public involvement process that provides full access to information and key decisions and responds to
public comments. Metro's regional public involvement process is summarized in Appendix 'TI."

E. TJie Organization of the RTP
■Regional Transportation Plan Document

The Introduction has provided the planning, statutory and decision-making context of the 
federal RTP, and outlined the overall intent of the Plan. The remaining chapters in this 
document are organized as follows:
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Chapter 1 presents the overall policy framework and direction for the Plan and an 
overview of past transportation-related decisions affecting that policy framework. In 
addition, the goals, objectives and criteria■ngainstby which the Plan -wasis measured are 
established.

Chapter 2 describes the anticipated year 2015 2995-land use pattern and population and 
employment growth associated with the development called for in regional policies and in 
the local comprehensive plans, as well as the travel characteristics expected as a result of 
that growth. The resulting travel demand is what the recommended transportation system 
is'expected to serve.

Chapter 3 examines the impacts on the region of attempting to serve the anticipated year 
20155995- travel demand without additional transportation investments beyond those 
highway and transit projects with "committed" construction funding as of 19954985.

Chapter 4 applies the policy direction established in Chapter 1 to the region's 
transportation system and discusses the long-range system concepts embodied in the 
recommended Plan improvements.

Chapter 5 details, on a sector-by-sector basis, the transportation improvements and 
programs recommended in the Plan to achieve the major goals and objectives established in 
Chapter 1 and consistent with the policy direction as applied in Chapter 4. The public 
review draft of the interim federal RTP update (April, 1995) is intended to provide choices 
for the public As such. Chapter 5 focuses on a list of needs to be balanced with available 
funding identified in Chapter 7.

Chapter 6 evaluates the year 2015 performance of the regional transportation system 
recommended in the Plan against the objectives and criteria established in Chapter 1.

Chapter 7 presents an order-of-magnitude estimate of the costs associated with the needs 
identified in Chapter 5. improvements recommended in the Plan as of early 1988 as well as 
an analysis of the ability of the region to pay for the recommended improvements.

Chapter 8 examines the processes necessary to implement the recommended Plan, ■defines 
statewide-goal and local comprehensive-plan compliance-procedures, establishes a process 
to update, refine and amend the federal RTP and details outstanding issues that remain to 
be resolved.

Chapters 1,4 and 8 are the key sections of the Plan that describe what the transportation 
system is to consist of, who has implementation responsibilities, and what coordination 
mecharasms are required. The remaining chapters contain supplemental information 
describing the costs and benefits of the proposed investments and the land uses that the 
transportation system is designed to serve.
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highway €orridors-(Sun^t Highway-widening, frcewny-ramp-mctcringT-McLoughlin-Boulcvard
improvcmcntsrBarbHf-and-I-S-improvcmcntST-I 5 North improvcmcnts)/‘-5)-incrcased-tfftRsh-
capacity (Banficld LRT, Wcstside-jjRT-Milwaukic LRT, Vancouvcr LRT-Mall-LRT, transit
malhextensioit)/,-and 3) dcmand-managcmont-programs will provide the nccdod-balancc of
eapoeity-to-Qllow the downtown-to-dcvclop to-forecast levels—redudng-the-number of pcak-
heur-vclueles-inte-nnd-out-ef-tho-GBD by 24-pcrccnt over committcd-system-iovels----and-not
cheke-the-core arca-with automobilc-congcstion-<Tablc 6-8).-
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—transit improvements such as trunlc-routco along I 5 South-and Highway 217/Krusc Way
and-transit centers in-Tigard and Lake-Qowcgo will providc-inercased-scrviec Icvels-and
connectivity to-commcrcial/officc-dcvclopmcnto in Tigard, Tualatin-Kruso-Way-and-Lalte
Oswego; and

—thc-Tualatin-Hillsboro Corridor improvements resulting from-the-Westem-Bypass Study,
will-providc-incrcascd access bctwccn-rapidly growing portions-ef-Washington County. ^

Western Sector

-----Significant-economic development opportunities can be realized in the Western Sector as a
result of-thc recommended transportation investments:

-the provision of an urban highway infrastructure in-Ccntral Washington County-willallow
the-devclopmcnt contained in the comprehensive 

-plan-to occur in an ordcrly-and timdymanncr;

—improvements-to the Bcavcrton Hillodale Highway, Faimington Road-and Highway-217
will case congestion througheut-downtown-Bcaverton/allowing improvcd occcss-tocore 
area-developments;

—improvements to-thc Tualatin Valley Highway and Comcll-Road will-provide increased
access to the region's second largcst-airport-(Hillsboro);

■*—major LRT-investments in thc-corridor-and transit stations-in the Peterkort, Beaverton and
Tanasboume (the Tanasboumo-Tronsit Gen ter will be relocated to 185th and-Basclinc upon
completion of the Wcotoidc LRT to 185th-Avcnuc) areas will provide increased transit
access to concentrated suburban employment/commcrcial activitios7and74n-conjunction with
highway projects on the Sunset Highway and thc-Bcaverton -Hillsdale-Highwayrprovidc 
ina’eased radial access between Portland and Washington-€ounty; and

“*—the-improvements in the Tualatin Hillsboro corridor resulting from the Western Bypass
Study will provide greater■north-/south-mobility-connccting-developing areas in the-
Seuthwestern-and Western sectors;

Northwestern Sector

-----:Fhc-cxtcnsion of the Transit Mall will-provide incrcascd-acccss to-dcvclopment north of
Bumside-and thc-complction of arterial improvomcnts-will provide-incrcascd access to the-base
of existing jobs and other employment dcvclopmcnts-planncd-for-the arca.

Bewntown-Portland Sector

---- With-no constraints-on development due to inadequate transportation capacity,
employment in the-downtown Portland sector is expected to grow by 56 percent (146,000 jobs) by 
the year-2005 (Chapter 2).—The recommended transportation investments in; 1) the radial
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-----Significant-economic developments will benefit-from acccsg-improvemcnts provided by the
rccommended-highway-and transit investments in the Eastern Scctor.-Ineludcd nmong-thesc
oret'

••—the-Gentral-Eastsidc/Produco-Row dcvclopmcnts-rcprcscnting over-10,000 jobs, which-will
have improved-access rcoulting-from the-Watcr Avenue-famp-eonnection-to-I■ 5 and other I 5
improvements;

—the Union/Grand Eastside-corc area, which wiH-expericnce-rcduccd congestien-through-the
McLoughlin-Boulcvard ramp connections to I-5-and-improvcd transit-service;

•*—incrcased-acccss from transit servicc-improvcmcnts-and the Banficld LRT, as well-as the l'5
improvcmcnts/-which will-cnhancc dcvclopmentsin-the Oregon Genvention-Gcnter/
Goliseum/hJoydGcntcr area;

—thc-construction of-A4rport-Way7-which will significantly-improvc-acccss-to-the Golumbia
South Shore-industrial-area; and

••—improvements to I 84 and Mt. Hood Parkway-in-Grosham, which-ore-essential-to-providc
adequate acccss-to-scvcral-major-dcvclopments in the-arcar

Southern Sector

-----Economic development-opportunities in-the-Southem Seeter-that-will-directly benefit from
the rccommcndcd-transportation-impro vements arc:

••—Glaclcamas-Town Center.(CTC) area, which will cxpcricncc-improvcd-acccss as a result of
majer-transit-servicc-improvcmcnts (McLoughlin LRT, I-205-hRT7-and-a-transit center and
park-and■ride-lot at the CTC), highway invcstments-on-McLoughlin-Boulevard, 82nd
Avenue, Sunnysidc Road and two new4-205 intcrchangcs^ond

—increased-access to the Clackamas-industrial arca-through-improvements-to-tho Sunrise
Corridor, the construction-of-an-industrial aecess-road-south of the development, and
improvcmcnts-to-83nd-Privc-and-Evclyn Street-connecting the-areo-to-the-Gladstonc/I 205
interchange.

Southwestern Sector

-----Several rccommcnded-transportation investmcnts directly affect economic developments in
the-Southwestem Sector:

-•—improvements to 15 South, Boenefrfcrry-Road-and Nybcrg-Road^will-inercase-acccss-to 700
industriol-aeres-ond-two-major industrial-parks-in-T-ualatinrOS-wcll-as-relicvc congestion in
thc-downtown core and improvc-freeway access to jobs in the Tigard industrial-area;
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-----:Fhe-sizc-of the retail market availoble-to the-major-rcgional retail ccntcrs-by-thc-ycar 2005
(Table 6-6)-wiIl bc oignificQntly-incrcQQcd by the-odopted Plan investments-when compared-to
the committed system. Substantial market-sine improvements-are-expeeted-to occur over-current
level&-for all the centers, with a 60 percent inCTease for-Tanasboume, a 52 percent increase-fer
Tualatin, and at-least a 40 percent incrcase-for the Orcgon-Gity/-Washington-Squarc<-Bcavcrton
and Gresham centers over today's markets.

Labor Forcc-Acccsgibility

-----A-H-rcgional-cmployment centers can be-cxpccted-to-havc improved labor forcc-acccssibility
in-2005 with the RTF oystem compared to-the committed system-(Tablc 6 7).

-----Significont-benefita occur for cmployccg-in-Tualatin-(-t 55■percent). Central Beaverton (i48
percent),-Wil9onvillc-( 147 percent). Northwest Portland-(135 percent),-Hillsboro-(H 34-percent)
and-the Portland CBD (134-pcrccnt).

Eeonomie-Devclopmcnt Benefits

-----Gontinued-cconomic dcvclopmcnt-4n-thc region is expected to progrcss-at-o-substantiol rate
in-theTong term ■(Chapter 2). ClcoflyHhe-ability of ■thc rcgion-to-full)i,-realizc-thc ccononuc
opportunities petcntially-available-will depend, in-largc partT-on-thc dcgrcc-and ■convenience
of-aecess provided-to these sites by the transportation-system. The capacity constraints
associated with the committed system (Chapter 3) could seriously limit thc-dcgrcc-to-which 
econonue-opportunitics included in local comprehensive plans will-develop by the ycQr^OOSr
However,-wth thc-implcmcntation of-thc-improvements recommended in tho-Plan (Chapter 5),
it-io■expected that adequate transportation capacity-can bc-provided to allow-the-cxpandcd
devclopmcnt-callcd-for in-local comprchcnsivc-plans-to-the-ycar 2(X)5, as well as-maintain-the
attractiveness of the region for continued investment, residential location, and-gcnoral-//quaIity
ef-life."

-----The renaainder of this section examines-the economic dcvclopmcnt bcnefito-associatcd with
specific transportation-improvements on-a sector by sector basis.

Northern-Sector

-----Implementation of the transportation improvements recommended-in the Plan will improve
access and-transit service to major industrial developments in-thc Northern Sector:—Thc-I 5
improvements will-fadlitate access to the Port of Portland's-Swan Island industrial-complex,
the-Modds Bottom development ond-the Oregon Convcntien-Gcnter—In addition,-highway
investments to improve arterial facilities-in the Northern Sector will supply suffident
transportation services to enhanee-full development-of-over 1,400-acrcs in the Rivergate
industrial-district.-

Eastern Sector
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-----Year 2005 p.m.-pcak-hour vehicle hours of delay-on thcM’cgional highway-syotcm arc
reduecd-by-35 percent (to 7,150) from the committed system (11 >000)-with-the-improvements
colled for-in-the-RTP (Table 6-2). Thc-most significant-reduction is expected to occur on the
major-arterial systenvQS increased capacity on-the-freeway and prindpal-orteriols-will absorb
some-of the longcr-distance through-trips back onto those facilities. In addition, the addition
of-significant transit-capacity-in-the-radial corridere-with-the Sunset-and-McLoughlin bRT-will
remove vehicle-trips from corridor facilities.

■Average Peak Hour Speed

-----The improvements called-for in the-RTP provide-a-17 percent-increase in peak-hour speed-on
the-regional highway-system when compared-to the-year 2005-committed-system (Table 6 3).
:Huo-34-mph-average-speed represents only a 6 percent decrease from 19877-Thc greatest degree
of improvement provided-by-the-RTP will occur on-the-freeway-system which-willbo speeded
up by 21 percent to an averoge-of 40 mph-during the peak hour. The principal and major arterial
flows-will-improve byriO-percent and 12 percent, respectively, with the RTF improvements.
Air Quality-and-Encrgy

-----The-improvements-to-the transportation system recommended in the Plan-will be consistent
with-the adoptcd-ozonc and carbon-monoxide State Implementation Plans and reduce 
hydrocarbon ond-eorbon-monoxide-emissions-over levels asGOciatcd-yvith-the-committed-system.
In-addition.-p.m. peolc-hour energy consumption-on-the regional -sys tem-vvill-be-reduced by 6
percent-from committod-lcvcls (Table 6 4), although-this-still roprescnts-an-increase over 1987
level St

GT-Impact-oMhe-Adopted-Plan on-Expected- Year 2005-Growth

Job -Accessibility

-----The-transportation system reconunended-in the Plan provides significantly greater job
accessibility to the residents-of-the region-than the conunitted systom-(Table 6 5). Substantial
improvements-4n-tho number-of-jobs accessiblewithin-30 minute&-during thc pcal< hour by the
fastcst-modc arc found-in-thc Gresham ( i 65 percent),-Gladstone (173 percent), Hillsboro-(-t-55
percent), Tualatin-(-i 97 percent) and-Rock Creck-nreas (i74 percent)." In fact, with-the exception
of-thc-Qregon Cityarca-(which-cxpcricnccs-a 36 percent rcduetion),-all-thc rcsidential-arcas
cvaluatcd-are-cxpcctcd to havc-greater job accessibility in the-year 2005 than they-havc today,
despite the enormous-growth in travel demand on the-transportation system.

-----The-adeptcd-Plan-improvcmcnts-providc a greater number of-jobs-acccssiblc by-transit to
zones with-high-concentratiens-of-low income houscholds-than-eithcrthc-committcd-systcm or
eurrent-servicc-lcvcls.-

Retail-Market Accessibility
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tiCvcl of Service of the Rcgionol-Transportation-Systcm

Highway-System ,

-----:Fhe-ycar-2005 p.m. peak■ hour-level ■ of-scrvicc of the regional highway system (principal
and-majef-oftefials) would be significantly improved over conditions associated-with-tho
committed system through the investments recommended in-the-PIan-(Figurc 6 3). ' Instances of
unacceptable Icvcls-of service-arc anticipated-for-occtions of the Sunset-Highwayrthe-Banficld
FrccwayT-McLoughlin Boulevard,-Ross Island-Bridge, Powell-BoulcvardrBarbur Boulevard,
Central BcavcrtonT-along High way-99W-through Tigard; Tualatin-Vallcy Highway-west-of
Hillsboro,-High way-213, the Oregon City Bypass-ond Highway-99E-south of Oregon City.

:Fransit-Systcm

-----Significant improvement in p.m. peak hour regional transit-trunk routc-tmvcl-timcs from
thc-committcd-systcm is achieved with thc-transit scrvicc-ond facility-improvements
recommended in thc-Plan (Figure s 4). In-addition-to-the Banfidd-tjlTT-thc I 205 LRT (to the
GlackamftirT-ewn Ccntcr), McLougMin Boulevard-LRT (to Milwaukie), Sunset LRT-to-Beaverton
ond-Beaverton to-Hillsboro trunlc route would meet-the cstablished-pcrformancc-criteria of
equal-to-or-lcss thon-onc and one half times-the off-peak-highway travel-time. Additional
transit improvements beyond those identified-in-the Plan will-be-rcquircd to achieve the
performance-standard in the Southern (south-of-Milwaukic)-and-Southwcstem-(Barbur/99W)
sectors.-

Travel Times on the Regional Highway-System

-----Tile-investments recommended in-thc-Plan-will-rcducc year 2005 p.m.-peak hour-highway
travel times-in all-major regional corridors from those-associated with-tho-committed-system
(Figure 6 5). The greatest improvement will-occur in-thc-Southwcstcm-circumferential-corridor^ 
wheretravcl-times-from Tualatin to Hillsboro will be-reduced-by-upwards-of 30 percent.-Other
travel time reductions of around 25pcrccnt from the committed system-occur in the Beaverton-
Hillsboro ( 27 percent),-Bcavcrton Tualatin-( 26 percent),-Eastern I-84-(-25 pereent)7-and-the
Eastern Sunrise ( 23 pcrccnO-corridors.

-----Travel-time improvements over 1987 levels-can be-expcctcd in the Eastern circumferential
(Gresham Parkway) and Sunrise (Claclcamao Expressway) Corridors.-

Eanc-Miles-of-Gongcstion

-----Theimprovements called for in the RTP-will rcducc-the number-of-congested lane-milcs-on
the-yeor 2005 regional highway-systcm-by-ncarly 40 pcrccnt whcn-comparcd-to the committed
system-CTablc 6 1). The largest-improvement con be expected on the-region's freeways, with a
two-thirds reduction in the number of congested-lane milcs-over committed levels.

Vehicle Hours of Delay
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In sum, the statewide and local planning processes have ensured that the recommendations
made in this federal RTF will maintain and improve the overall quality of the air, water and
land resources of the state (Goal 6). and will conserve open space and protect natural and scenic
resources (Goal 5).

Social & Economic Effects of the Plan

This section will be written as part of the above analysis of performance.

Bi-Year -2005 Performance of the Adopted-Plan

Modal Shares

-----Afr-with-the-committed -flystcm;'total daily-person trips on-the-transportation-system
reconamended-in the Plan ore-expccted-to-grow from slightly over 3.5 million-trip3 in-1985 to 
nearly-fivc-^nillion-trips by-the-year-2005r-(Thi9 travel-includea-autoHransit-^otorcyclc;
walking-and-bicycle person trips-produced in the-Qregon portion of-the-metropolitan-orear
Excluded-arc commercial travd-and-trips-with-an-origin outside the-Qregon-portion-of the
region.) Comparcd-to-thc-modal ohare&-predictcd for the committed-systenvthc-additional
investments rccommended-in-the-Plon for increased transit-service and demand management
programs -will-produce a significant-shift in tmvel-to these-modesr-v/i th■ transit's -shore of the
peak-hour travel market incrcasing-from 6 pcrcent-in-1985 to 9 pcrccnt-by-thoyear-2005.-

-----T^ansit-ridership-increases-arc most significant-for work trips-andrtherefororhave the
grcQtcstdmpact-on-pcak period travel. Transit ridership-for-work trips is expected-to-inercase
from-the current H percent to ncarIy-18-pcrccnt of peak-hour work trips. For peak-hour work-
trips-to-thc-Portland-GBD/ tho transit-share-is-cxpcctcd-to-bc-ncarly-two thirds-by-2005 with
the RTF. This is a-45-perccnt-incrcasc in market-share over currcnt-lcvclsr

-Travel Volumes

Highway System

-----Illustrated in Figurc-6-j-arc-ycar 2005 voliuncs-on principal-and-major artcrials for the
highway-system-rccommcndcd in thc Plan. Shown arc p.m. pcak-hour-volumes by travel
direction. As can be seen/ the highway-volumes associated-with-tho-adopted Plan are-lower
than-committed-system volumes-4Piguro-6-2).- This dccroase-in highway velumes-rcflccts-a
systcm widc-5-pcrccnt-decrcasc-in p.m. pcak-hour-vchiclc work trips-attributablo-to-a
significant incrcase-in-pcak-hour-work-trip transit-ridcrohip (over 140 pcrccnO-produccd-by
transit-capacity invcstmcnts-and-demand-managcmcnt strategies—Even-with these investments,
however, increased-travel-demand-rcsulting from-growth-will produce highway-volumes
highcr-than current levels. These increased ■vehicle volumes-arc-gcncrally acconunodated-by
the-inereased-highway-capacity-providcd-through-the-highway-improvcmcnts recommended
in-the Plan.
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following finalization of the financially constrained system. EPA and USDOT will review the
final determination.

Energy Effects

The federal RTF will also be reviewed for energy consumption relative to the base year and to a
no-build. The following are other qualitative energy-related findings.

The federal RTF contains policies intended to increase the use of transit, ridesharing.
bicycle and pedestrian travel in an effort to reduce fuel consumption. In addition, effidency
improvements, such as freeway ramp metering and improved arterial signalization. will help
smooth traffic flow and improve fuel efficiency.

The federal RTF is consistent with energy policies identified in the Fifth Biennial Oregon
Energy Plan. State policy regarding transportation-related energy consumption is aimed at
achieving several goals, including:

(1) reducing single occupant vehicle fSOV) travel and shifting to alternative modes of
travel;

(2) improving the fuel efficiency of cars and light trucks; and

(3) substituting alternative fuels for gasoline where practical and economical.

The State Enerev Plan also calls for possible fuel pricing that fully reflects the 
environmental and social costs of driving, in part to reduce fuel consumption. Due to the overlap
between vehicle fuel use and emissions, these and other measures are also being addressed in
Oregon through air quality and transportation planning at the all government levels.

Effects on Environmental Resources

In addition to air quality impacts, the improvements recommended in the federal RTF may
affect other environmental resources, such as wetlands, riparian corridors and other natural
features of local significance. As part of meeting Goals 5 (Open Space & Natural Areas) and 6
(Air, Water and Land Resources Quality) of the statewide planning process, local governments
in Oregon demonstrate in their adopted comprehensive plans that proposed activities
(includine land use and transportation) will meet these goals.

Because the local comprehensive plans include.the transportation improvements
reconunended in the federal RTF, the projects have been reviewed at the local level with
consideration given to environmental impacts. Changes to local plans, including transportation
improvements, that affect identified resources must be made in compliance with statewide
planning goals, and are reviewed by the state Department of Land Conservation and
Development (DLCD) for consistency with state law.

Some environmental resources, such as federally protected wetlands and sensitive
OTOundwater aquifers, require additional review bv state and federal agencies when
transportation projects are proposed. The DEO also has jurisdiction over noise issues resulting
from major transportation projects.
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coirunodities. Metro is the lead agency with ODOT and the Port of Portland for the
IMS in the Portland area. Implementation of the full IMS will begin in October. 1995.

Other Managment Systems. ISTEA also required safety, pavement, and bridge
management systems. ODOT is lead agency on those systems. As the systems are
completed, relevant measures may be incorporated into future RTFs.

Modeling. Metro is the lead agency for the regional travel forecasting model.
Historically, the model has primarily been used to evaluate the roadway and transit
networks. Metro is working with ODOT and other Oregon metropolitan areas with
similar models to improve bicycle, pedestrian, freight, and demand management
analysis tools.

Cost/Benefit. One of the most difficult to determine, yet most often requested measure.
■ is cost/benefit The difficulty lies in that different projects have different intentions
and/or serve different modes. Further difficulty lies in putting a value on those varied
benefits. Similarly, while determining aproject cost is fairly straight-forward, there
are major philosophical differences as to the true cost of transportation projects.
particularly when environmental costs are included. Metro will be looking at
developing a cost/benefit method over the next year. It may only be applicable to the
Transportation Improvement Program.

Multi-modal accessibility. Metro hopes to develop an accessibility measure to
evaluate the quality of accessibility from place to place within the region by various
modes. The measure would be a useful comparative analysis tool to locate public
investment.

All the improvements in modeling and the development of new measures require extensive
research and substantial amounts of new data.

Air Quality

Pursuant to section 176 (c) of the Clean Air Act, as amended 142 U.S.C 7401 et. seq. (1990)1 and
Oregon Administrative Rule 340-20-710 through 340-20-1080. the financially constrained
system of the federal RTF must include an air quality conformity determination. A conformity
determination is required to receive federal transportation funds. A determination of
conformity requires:

•Interagency coordination between Metro. ODOT. the Department of Environmental
Quality (DEO) and local jurisdicitons to determine projects having a significant
regional air quality impact.

• _____ An analysis of the effect of those projects on carbon monoxide, as well as the precursors
to ozone: hydrocarbons and nitrogen oxides.

• _____ Opportunity for public access to information used to determine conformity.

• . An actual determination of conformity. The determination must be made by IF ACT and
the Metro Council.

Essentially, the conformity analysis must conclude that the effect of all the projects within the
RTF will not worsen air quality over the life of the plan. Conformity will be conducted in lune
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Roadway Network Data

PM 1-hour Average Speed (mph)

PM 1-hour Average Travel Time (minutes)

Lane Miles (arterials. freeways)

Congested Roadway Miles
as a % of total

Vehicle Hours of Delay 

Accessibility

Total number of jobs accessible in peak hour by fastest mode within 30 nrunutes from
selected residential areas

Retail market (population) within 15 minutes bv fastest mode in the off-peak from
major retail centers or mixed-use areas

Labor force (population) accessible within 30 minutes bv fastest mode in the a.m. peak
hour from regional employment centers

Bicycle System

% of regional system completed 

Freight System

PM truck travel times through region on selected freight mainline routes

Off-Peak truck travel times through region on selected freight mainline routes

Future Measures

A number of planning activities are underway to enhance the ability to evaluate the 
■ transportation system. More and more, these measures are oriented toward the transportation
system user. In other words, translating information into how it will effect a driver, transit
rider, bicyclist, walker, or trucker. These activities include:

Congestion Management System (CMS). Required bv ISTEA. the CMS requires better
information and measures prior to increasing roadway capacity for single-occupant
drivers. Alternative modes of travel must be considered within congested corridors.
Metro is working with ODOT and local jurisdictions to develop the CMS. New
measures will exanrune people movement through a corridor, as opposed to vehicles.
Capacity will thus be determined based on reasonable expectations of people, not
vehicles. The CMS will being implemented beginning October. 1995.

Intermodal Management System (IMS)/Freight System. Similar to the CMS, the IMS
and freight system will include performance measures related to the movement of
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evaluate the multi-modal performance of the selectpd projects, programs, and strategies
identified in the finandally constrained RTP. Consequently, the measures respond not only to
traditional objectives such as congestion relief, they also reflect goals to reduce single-occupant 
vehicle (SOV) travel, encourage transit, bicycle, and pedestrian modes, improve air quality.
and reduce energy.

The measures and information also reflect current technology and availability of data. The end
of this section describes some of the measures being developed or considered for future analyses
of the RTP.

Measures and information proposed for evaluation of the federal RTP include:

Trip Pata

Total Person Trips
Walk/Bike Number of Total Trips
Walk/Bike as % of Total Trips

Person Trips per Household

Person Tips per capita

Home Based Work Occupancy rate

Transit Date

Transit Riders
as % of Total Person Trips

Home-Based Work Transit Riders
as % of Total Home-Based Work Person Trips

% households covered by transit fprimary and secondary service)

% employment covered by transit (primary and secondary service) 

Trip Length Data

Average Weekday (AWD) Vehicle Miles of Travel fVMT)
with conunercial and external (outside Metro area)
without conunercial and external

AWD VMT per Capita
with commercial and external
without commercial and external

AWD Average Trip Length (miles)
with commercial and external 
without commercial and external
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CHAPTER 6

Evaluation of the Performance 

of the Adopted Plan

A. Introduction

This chapter of the -pian:federal RTF will eventually evaluates the year 201595-performance of 
the regional financially constrained transportation system recommended-in the plan based upon 
the policy and accessibility -mobility objectives established in Chapter 1 and other 
performance objectives as described below. The recommended-plan improvements containpd in 
the RTF include consists of the transportation systenas and strategies described in Chapter 4 
phis and the capital investments presented in Chapter 5. The projects listed in the RTF were 
developed through a public process that included citizens and affected public and private
agencies (see Introduction. Section D).

As noted in the preface, this federal RTF is an interim document consistent with ISTEA
and the Clean Air Act Amendments. It also provides the basis for planning work
through 1996 designed to develop and adopt an integrated state and federal RTF which
meets all relevant planning requirements. It is understood that over the next 12 to 18
months, significant analysis, public involvement and policy discussion will be required
to finalize that integrated document.

For this federal RTF, a general analysis of performance will be conducted following
agency and public comment. That comment, including comments received at the
Priorities '95 public work shops, will be used to prioritize project funding within the
financially constrained system. Therefore, while the federal RTF's goals, objectives.
systems, and 20-year constrained project priorities are scheduled for adoption May 25.
1995, the analysis of the effectiveness of the constrained network will not be complete
until Tune, 1995.

The analysis itself will generally compare base-vear (1995) conditions fn ypar
conditions, and include those transportation projects, programs, and strategies
identified in the financially constrained RTF (i.e.. the system we can afford). The
exception is the air quality conformity determination. That analysis is subject to
specific federal and state guidance which respond to the Oean Air Act Amendments of
1991.

B. Evaluation Measures

The analysis of the federal RTF will rely on a number of existing measures or information. The
measures and information either respond to the accessibility and policy objectives identified in 
Chapter 1, to federal and state planning objectives, or both. The intent of the analysis is to
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■10 20 Year Project

-*—into-thc north Maeadam-arca (201) QS-warranted-by-dcvclopmcnt,

—transit service in-downtown should-maximize electric vehicles to-miniimige environmental
impact nnd

—various TSM improvements in downtown Portland to increase transit-operating capacity,
maintain existing-traffic-volumes, provide-incrcascd-transit connectivity and-rcducc
conflicts bctwecn-transit-vehiclcs, automobiles and pedestrians. (Specific projects will be 
determined-as part of the Westsidc transitway decision-process.).
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—implementing the improvements identified in-thc I 405-reconnaissancc-(406)/-

—minimize conflicts be tween-pedestrians, automobiles end-transit vchicles-by-providing for
preferential transit-and-pedestrian treatment, and

—medify-Fourth, Fifth-and/or Sixth Avcnuco for light rail to accommodate-the-Banficld
(and other) LRT line capacity requirementtrbeyond that provided by the cross mall
alignment.

^0-Ycar-Priority

—eonstructing LRT on-thc-Mall, and

-extend thfrFafth and Sixth-Avcnucs-Transit Moll-both-for-ihcrcascd bu!Hmd/or-LRT-transit
operations.-

10 Year -Priority 

-North-Mall ■ Extension.

10 20 Year Project 

-* - South Mall Extension,

—reroute some bus-routes off the transit mall as the mall reaches its transit capaeity-and
designate-additional transit streets in compliance with the downtown plan and-functional
street classification, and

•*—reduce the number of single occupant automobile-trips into-the-GBD through the earpool 
meter permits, the RX Parldng-Program-and thc-Downtown-Portland Parldng and
Circulation Policy.

Improve-traffic flow by updating signalization management-and increase access:

Committed-Project

■*—into the South Waterfront development area (65).

10 -Ycar Priority Projects 

—into the northwest Triangle-area (197),

“•—by initiating-TSM improvements on S.W. Front Avcnuc (198); and

■*—byNorth Downtown Circulation Improvements.

5-25



■10 Year Priority Project

—complcting-thc programmcd-analysio-in-the-Comcll/ Bumaidc-vicinity-and dovdoping
recommendations for improvements.

Improvc-circulation-and-increase access to employment centers in thenrea-by completing the
Fremont-Bridge connecrion to U.S. 30 and by:

€emmittcd-Projcct

-•—impreving-U:S.-30 (30) and other streets-in the-arca-(63/ 64).

Improve safety in the-nrea by:

Committed Project

—reconstructing several-bridges on N.W. Cornell Road.

t—Downtown-Portland-Sector

-T—Tho-adopted-plan-improvements-for the downtown Portland sector (Figure-5-10) are to:

Maintain-acceos to downtown Portland-by providing-increased radial transit-service to absorb
edditional-travol-associated-with-future development^-and by

10-Year-Priority Projects

—completing phase I-of-cIectrieal7^ncchanical and-structural-rcpairs-to-thc-Hawthomc/
Burnside-BroadwayT-Morrison-and-Scllwood Bridges over the Willamette-River (245).

10-30-Ycar-Priority Project

—complcting-phasc II of thc-WillamCttc River bridge projects (245).

Maintain-free way-efficiency through:

Committed Project

—improving-thc I 405/S.W. Sixth Avenue-ramp (13).

10 Year Priority'

-•—pcrforming-a-reconnaissance-to-determine-the extent-and-feasibility of improvements-to-1-
405-theCBD ramps-and the U.S. 26 and-Highway-43-connections (106).

10-20-Year Project
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■10 Year Priority Project

—Hpgrading-VermonK3^1-)-ond Bosch (332) Roads to urban otandards/

••—proceed with construction-on the regien^s-next priorityd:J^-T-corridor--- the-Westsido-LRT
(Figure 5 3)—to-provide-the major transit trunk service-connecting downtown Portland
with central Waohington-€ounly;-Bcavcrton-and Hillsboro,

—provide transit service in the-Westside Corridor by-trunlt routes-en-Beaverton'Hillsdale
Highway/Tualatin Valley-Highway; Cornell Road and Highway 217 (Figure 4 4) and an
expanded timed transfer oyotem-consioting of major-transit-stations at-Beaverton,- 
Washington Square, Tanaoboumo/185th/ Sunsct/217/ Hillsbororand-Burlingame (Figurc 5 ■

■*—phase-in the planned-transit service with-devclopment-in-thc sector and implement the
service-in sueh-a-manner-as to -be-compatible-with-the-potentiol implementation-of-the
Sunset-hRT/

“•—improve access to the transit-system by-providing-park and ride-facilities-in-Hillsboro,
west-of-Beaverton, at Sunset/Highway 217:<-Murray-Boulcvard7-170th-and 185th-(Figuro 5-
5)<-and

Improvobicvcle/pedes trian-facilitioa-

—construct-the programmed-regional bicydc-facilitics-in-thc sector (Figure 4 7).

H—Northwest Sector

-----:flwHnvestment strategy for the Northwest Sector-(Figure-5-9)-is composed of highway-and
transit-improvements tO!

Reduce congestion-in-the radial corridor by:

Gorrunittcd-Projcct

•*—providing direct conncctiono from-U.S.- 30/Ycon-Avcnuc-to the Fremont Bridge (17).

Rcmove-through-traffic from the northwcst-residcntial-areas by diverting-these-trips along 
Yoon Avenue/ St. Helens Road and by;

€ommittcd -Project

—improving-the N.W. 23rd and Burnside intersection and other northwest neighborhood
streets (59).
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-constructing the first phase of a 216th/519th widening from-thc-Sunset to Tualatin Valley
Highway-<-j25).'

■10'20 Year Projects 

-eenstructing-Q 112th-Qrtcrial (166)

—initiating-TSM-improvements-on-Murmy Boulevard from Tualatin-Vallcy Highway to
Allen (172) and-improving the interscction-^vith rarmington RoacHlTl),-

—widening-Murray Boulevard to five-lones-from Allen to Scholls Ferry Road-(170)-and-from
the Sunset-Highway-to Cornell (175),

-•—improvingAlurray-Boulcvard-ever-the-BNRR overpass (174),

—upgrading Brookwood-from-Evergreen to-Tualatin Valley-Highway (176),

—widening €omell-Road from Sunset-to the Bomes-Road extension-(184);

—upgrading-Bames-Road from Lcahy-to-thoMultnomahCountylinc-(177)-and-from-Highway
217 to Cedar Hills-Boulcvord (178) and constructing-the Barnes Road extension-from Gedar
Hills-Boulevard to Cornell Road-(179)/-

—widcning-GomcliusPass Road from-Wagon Way-to-the Sunset Highway-(181-)rproviding
short-term safety-and-rcstoration-improvements -north-ef-West-Union-and-at-Skylinc (230),
and assessing -its-function-in-thc-rogional system to determino-tho long term nccd-associatod
with-the-facility,

-•—upgrading-facilities in the Hillsboro-area-such as 229th/231st-frem-Baseline-Evergreen
(190/192), and

—■widening-€omelius-Pass-Road from Wagon-Way to-West-Union (181).-

10-20 Year Projects

'•—upgrading Highway 47-to-suburban standards (317) nerth-and-south-of Forest Grove,

—widening Comeli-Road to three lanos-from-the-Bames extension-to-Skyline (326),

-•—widening-158th to five lancs-from-Walker to Jcnldns (327),

—upgrading 170th from-Farmingten-to4>lerlo-(328), and

■*—rcaligning-Walkcr-Road-from 185th-to-Gomcll (329).

Improve safety in the-nrea-by.‘
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••—complcting-thc widening of Tualatin Valley Highway from'21st to Oak (135)/

-•—initiating TSM improvcmcnts-on Tualatin-Vallcy Highway-from Highway 217 to 21st (136)
and conducting a dctailcd-rcconnaissancc or Prclinunary-Enginccring-study to determino-the
full extent of improvements required in-this section,

■*- -constructing-tho Eaot Wcst-ArtCfial-from Murray Blvd. to S.W. llOth-as a bypasg-te
:Fualatin-Vallcy Highway-in-thc central Bcavefton-aroa-O 37)-with^he-eonstruction-timed-
to -acconunodatc and facilitate the-censtruction-of the-Westside-LRTy

■*—improving-thc intersection of-Bcavcrton-Hillsdalc Highway/Scholls-Fcrry Road/Qlcson-
Road (141),

—widening rarmington Road from Murray to 209th4143,-144)/-

—initiating TSM improvcmcnts on Bcavcrton-Hillsdalc Highway-from Scholls Ferry Read-
to-Highway 217-(154) and-impreving-tho-Bcrtha/Capitol/Beavcrton Hillsdale Highway
interacctien-ClSS),

••—widening Gomcll Road from-158th to Comcliug-Poss Road-H67—168) and improving-the-
Gorncll/Brook wood interacction, and

■*—widening Baselinc/Jenkins from-Ccdor Hills Boulevard to Main Street in Hillaboro-flSS,-
4867-18^)7

40-20-¥ear Project

••—widening Farmington Road from 209th to-the bypass (319).

Increase access into the existing and planned residential, commercial-and industrial
devclopments-in-the sector by;

Committed-Projects

—widening-Murray Boulevard-from the Sunset Highway to Jenkins-Road (35),

-*—widening Hall Boulevard from Allen to Grccnway-(54);

—widcning-185th from-Rock Creek to Tualatin Valley Highway (72), and

—widening-E Street in Forest Grove (74).

■10 Year Priority Project
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—reconstructing thc-intcrchangcs-of-thc Sunset Highwny-witlv-Murrny-Boulcvard (28) and
Gomclius-Pass Rond-<29);

“•—romp metering-the Sunset Highway from Jefferson Street to Cornelius Pass Road-(23), and

—improving the interchange of the-Sunset with HcIvetia-Road (27).-

•10 Year Priority Projects

■ completing construction-of the westbeund-dimbing lane (from the Zoo exit to Sylvan) on the
Sunset Highway-(26),

—widening the Sunset-Highway to six lanes-from Sylvan to G)rncll/158th (112/ llS^-and

—reconstructing the interchanges of the Sunset Highway-with Sylvan RoQd4113)/
158th/Gomcll (115)7^and-185th-Avenue (114).

10 20 YcQHProjcct

-•—improving-the intcrchangcs of the Sunsct-Highway-with-Jackson-Rond (307).

Reduce congestion-in-thc circumferential -corriders-by?

10-Year Priority Projects

—constructing^he-first phase of-o-Highway 217 widening -todncludc-auxiliaiydancs-fromthc
Sunset-to ■ the Hall Boulevard -ovcrcrossing- (117,119),

—mmp-mctcring Highway 217 from-thc-Sunset to Scholls Fcrry-Road-Ol6)<-nnd

■*—eensider-constructingl:aeility-improvcmcntG in the Tualatin Hillsboro corridor from
Highway 99W-to-Tualatin Valley Highway and-from Tualatin-Valley-Highway-to-Sunsct
Highway, or other highway7-transit-or land use-altcmativcs-as-identified in ODOT's
Western Bypass Study.

Improve cast/west-arterial capacity-by!

Committed Projects

-•—improving-the Tuaiatin-Vallcy-Highway/Murray Boulevard intersection (35),

■*—improving the Scholls-Fcrry/Old Scholls/135th intersection (39),-and 

—widening-Gorncll Road to fivc-lancs-from Cornelius Pass Read-to-Rny Circle (52).

10-¥ear-Priority Projects
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Improve major arterial access-from I 5 to Lake Oswego by:

■10-Year Priority Project

—eemplcting the widening of Boones Ferry Road-from Jean-to-Madrona (207).

Improvc-street access and-safety in the vianity of-the-Qregon Health Sdonces-Gomplex by:

10-Ycar-Priority Project

■*—initiating drculation-and TSM-improvements to-local-streeto (199),

—improve trai\£iit service in the corridor by providing a new trunlc from-the-Portland-GBD to
^Hialatin-via I 5,-oxtonding-scrvice into-the South-Waterfront-and North-Macadam-arcafl-ao
warranted by transit service cxtertsion-eriteriQrQS well-as maintaining the-Barbur
Boulevard-and Macadam/'High way-43 trunk routes (FigunHi'l),

•*—protect op Hons fer-bus priority treatment on Barbur Boulevard-from Beaverton Hillsdale-to
the-Tigord Tranafer-Station,

"•—improve transit opportunitieo by providing-transit-ccntcra at-Tualatin,-Tigard—Washington
Square, Lalce-Qswego and Burlingame. The existing-Barbur Boulevard-Bus Transfer Station
will be maintained as-an-integral-part-of the systom-(Figure 5 3),

—improve access to the-transit-system by-providing park-and ride facilities in LakeOswego,
Tualatin and Tigard-(Figuro-5-3);-and

Improvo-bicvcle/pedestrian fadlitics^

—construct the-programmed regional bicycle facilities in the sector (Figure 4 7).

G. Westem-Sector

-----The-adopted plan for the Western Sector (Figure 5 8) combinea-significant levels of
highway and transit-investment tO!

Reduce congestion in the major radial-corridor by:

(Committed -Projects

■*—modifying-the ramp terminal at the existing Zoo intcrchange-(phase-l)-with the Sunset
mh

•*—adding a wcotbound-on-ramp-at-theSunset/Zoo interchange (25),-
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-•—extending Murray Boulevard from Scholls^crry to 135th (53).

■10 -Year-Priori ty-Projccts

—initiating-TSM-improvements-on Durham Road-from Hall Boulevard to Highway 99W
msh

-•—upgrading-Nybeig/S.W. 65th-east of I 5 (180),

—initiating T5M inaprovements on-Boones Ferry Road-from-Gountry dub Read-to-the
Multnomah County line (221)/ and

extcnding4rlurmy Boulevard-from 135th to Highway 9C>W-via-Gaafde-(173)-after the
Highway 217 and Beef Bend Road extension-improvements.

10-20 ■Year Projecta

•*—widening ^oholls-Ferry Road-from-Beef Bend to the bypass-facility ■ (318), and

-•—initiating-TSM improvements-on-Kerr Road-from-the Portland-city limito to Boones Ferry
Road-(336).

Rcmove-through-traffic from local streets and improvc-freeway-aecegs-byt

€ommitted -ProjeetB

—rceonstrueting-l-S/Terwilliger-interchangeKOO)/

—improvingthe ramp-connectiona at tho-l-5/Nyberg-Roadinterchange-(l-)<-Qnd

-•—improving interchange-at-I-5/Stafford Road (10).

10 Year Priorit}1 Projects

—improving the interchanges-of 1-5 with-Lower Boones Ferry Road (101) and-Wilsonville
Road-(102)/ and

-•—constructing an intcrehange at I 5/1-205-and the proposed-byposs-faeility-^l03).-(The
prepesed-bypass is contingent upon-the-recommendations of ODOT's Western-Bypass Study.
If-a-decision-is made to-not-build the bypass facility then the-need-for this improvement
will-be re evaluated).

10 20 Year Project

—improving the interchange of l-5-Qt-Gharbenncau-(303).-
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—consider constructing facility improvements in the Tualatin-Hillsbero-corridor from
Highway 99W to Tuidatin-Vnlley-Highway and from Tualntin-Vatley-Highway to Sunset
Highway, or other highway,- tmnsit-or land use alternatives as identified-in-QDOT's
Western Bypass Study.

Provide improved arterial-connectivity-and access -byt

Gemmitted-Projects

—improving the intersection of SchoIls Ferry Road at Hall and widening Scholls Ferry-to the
Highway-217 on ramp (40), and

—impreving thc ScholIsH^rry/01d-Scholl9/135th intcrscction-(39).

10-Year Priority Projects

—widening-Boones Ferry Road from Lower Booncs-Fcrry/I '5-to-thc bypass-facility (l 38,139,
140)7

•*—initiating the-first phase TSM improvements to Hall-Boulevard from Scholls Ferry-Road-to
Durham Road (145),

—widening Durham-Road to three lancs-from Hail-Boulevard■ to■72nd-Avcnuc (145),

—widening Scholls Forty’ Road from Highway 217 to-the Beef Bend-extension (142,146),

-*—widening the Greenburg Road structure over Highway 217 (118),

-*—widening Tualatin Sherwood/Edy Road-<182), and

—extending Beef Bond Road from Scholls Ferry Road to Highway 99W (188,189).

10-20 Year-Project

—Widening Hall Boulevard to thrcdancs from-Scholkr-Fcrry Road to Durham-Road (145). 

Improve local circulation and-arterial operations by:

Gommitted-Projocts

—upgrading-Bortha Boulevard (61) and-Torwilliger-Boulovard-(60)-in-tho vieinity-of the
f econo tructcd4-5 intorchango,-

•*—upgrading S.W. 40th (58), and
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-implcmcnting-TSM improvements on Highway-43 south to Laurel-Street (158) and
improving the Highway-43/Tcrwilligcr-cxtonaion intersection (159),

-improving-thc-intcrscction-of Macadam Avenue with-Taylors Ferry Road (151)/

-consider constructing d limited access-facility ih thc Tualatin Hillsboro corridor-from-I-5 to
Highway 99W or-other alternatives as identified in the-QDQT Western Bypass Study,

-oddressing the Ross Island Bridge/i-5/y:S.-26/ Highway 43/1-405-aeeess and traffie flow
issues through-a project dovolopment-reconnaissance effort (106), and

-widening-Highway-99W-to-six lanes from-I 5 to Main Street (121).

10-30-¥car-Projects

-widening Boones Ferry Road-to-five lanes between thc-proposed bypass-facility-and-1-
5/Stafford-(422).-<The proposed-bypass is contingent upon the-recommendations of ODOT's
Western-Bypass Study. If a decisioh-is made to not build the-bypass facility■ therHhe-necd
for-this-improvement-will-be re evaluated),

-adding a-southbound-elimbinglone on I 5 from Hood A venue-to Terwilliger (304),

- constructing-intcrchanges-on-the-proposcd-bypass-facility at Highway-99W and T-ualatin-
Sherwood/Edy Roads. (The-proposed bypass is contingent upon the rccommcndations-of
ODOT's-Westem Bypass Study. If a decision is made-to-not-build the bypass facility, then
the-necd-for-these improvements will-bc-rc evaluated)/

-adding an-ndditional southbound-lane on-Barbur Boulcvard-evcrFront -A vcnue-<325)/

-impreving-opcrations-and-troffic flow on-Macadam-A venue south-of-Bancroft (320),

-impreving-thc 1-205/Highway-43 interchange (302), and

—-constructing-the-prcfcrrcd alternative for-thc Ross-Island Bridge/l-5/U.S. 26/Highway-43
arca-(106).

Reducc-congestion-and-improve accessibility in the circumferential corridors by:

10 Year Priority Projects

■*—constructmg-the-first-phasc-of-a-widciung of Highway-217 to include-auxiliary lanes from
the-Hall Boulevard Ovcrcrossing to the-Sunset Highway (117,119) and-sixlancs-from the
Hall-Boulevard Ovcrcrossing-to-I-5-(l 20),

—improving the Highway 217 interchanges with 1 5 (100)/-72nd Avenuc-(120)<- and Highway
99W (121), and
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■*—clocwhcrG in the Southern Gorridor^protcct-options for a transitway-from-Portland to
Oregon City via thc-McLoughlin Gorridor-and Highway 224/1 205 Corridor,

•*—improve 0€eess-t0;transit by providing-park and ride fadlities-at-Glnckamas Town Center,
Milwaukie, Oregon City, and Foster Rond-at l 205 (Figure 5-3)/-nnd

improve-bicvcle/pedestrinn facilities:

■*—construct the programmed-regional-bi(y el e-facilities in-thc-occtor(Figure 4 7).

F. Southwestern-Sector ^

—^-The-improvement otrategy-for the Southwestern Sector-(Figure 5-7) combines highway-and
transit-investments to:

Reduce-congestion-in the two radial corridors by:

Committed Projects

-*—adding auxiliary lancs-on I 5 between Carman Drive and I-505-(lr2) and modifying the
northbound 1205 to 15 ramp (3),

—widening State Street in Lake Oswego (46),

—improving thc intersections of Highway Q9W with Hall-Boulevard-(37) and Bull
Mountain/Cantcrbuiy-Lanc (36) and implementing TSM-improvements on-Highway-99W
frem-Greenburg to the Tualatin River (38), and

—reconstructing the Highway-99W/Six Comers intersection-(34).-

■10 -Year Priority Projects

—improving-the northbound weave and curve condition on I 5 from Multnomoh to Tcrwilligcr
Boulevards (105),

—addinga-southbound-climbing lane on Barbur Boulevard from Hamilton to Capitol
Highway-(148)/

—improving-the I 5/Capitol/Taylors Ferry/49th interchange (107),

—implementing TSM improvements-on-Barbur from S.W-Third to S.W. 49th (149),

•*—improving the Barbur/Hanulton-intersection-(147)/
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-improving-Bcavcrcrcck Rond from OR 213-to MolloIa-Avenue (208),

-4mproving-Agncg-Strcct (224)x

—constructing a continuous cnst/wcst route over I 205 north of-the-GTGusing Monterey Road
(229), and

—upgrading 92nd Avenue south of thc-Multnonr\ah County line or constructing another
aitemativc sueh-as a frontage road-from Lcstcr to Sunnysidc-on-the cast sidc-of I 205 (335).

40 20 Year Projects

—extending BGavcrcrcck Road into the Red Soils area or improving Wamcr-Milno Road
(209)7

—upgrading 82nd Avenue from Crystal Springs to Schiller (322), and

-•—improving-the-Wamer-Milne/Linn/Wamer Parrot alignment (333).

Develop street access to regional activity centers by:

40-20 Year Project

■*—improving-local streets in the vicinity of the-new OMSI-site at Station L and the
surrounding area west of S.E-llth Avenue as warranted by development (205).

Support-transit- dependent-high- density■dcvclopment-nodcs-and-improvc transit service
through-implementation of a timed transfer system-nnd-by:

40 Year Priority Projects

••—pursuing th(Mmplcmcntation of LRT in the 1-205 Corridor (Figure 5-3) from the aaclcamas
Town Center to Portland-Intcmational Airport. Tho-docisien-to-procccd to construction,
howcvcr,-is-sub)cct-to:-1) a-final-asscssmcnt of impacts-associated-with the-facility and a 
selection of a preferred alternative and alignment,‘-and 2) the development of-o-funding
strategy for-thc project,

■*—providing-transit trunk routes-from Oregon City to Milwauldc on-McLoughlin-Boulovard;
Oregon Qty to Claclcamas Town Center on 82nd Drive and Claclcamas-Town-€entcr to
Milwauldc on Railroad/Harmony (Figure 4 4),

—improvc-tronsit transfer opportunities within-the next-10 years by providing-transit centers 
at-Oregon City7-Milwaukic-nnd Claolcamas-Town Center (Figure-5-3),-

—improvc-tronsit service for-the-Milwaukic ClaelcamasTown-€cnter trunk-route through 
cenunitied-improvements to Railroad/Harmony (73),
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■*—constructing connecting artcrialo in the area north-of-Highway 212/224 ouch-QS-122nd from
• Sunnyside-to4jubbard-(2T8), Industrial Avcnuo/-Qaclcamas/102nd (222), Mathcr/122nd

(326) and Mathcr/97th (227), and •

—constructing the Jennifer extension from Evelyn Street to 135th (220).

Improve the Highway 212 portion of the Sunrise Gorridor-from-Rock Greek Junction to U.S.-26
by*

40-Year-Priority Projects

—widcning^md-reoligning Highway 212-from Rede Greek Junction-through-Damascus and
Boring to the interchange at Highway 26; or construct an expressway-on a new alignment
between Rock Creek Junction and Highway 26 at the existing-Highway-212 interchange.

Improve regional access into-develeping-areas in Claclcamas County by:

Gommitted-Project

—widening Sunnyside Road from 172nd to Damascus (66,67).

40 Year Priority Project

••—widening Sunnyside Road from-122nd to 172nd (214).

10 20 Year Projects

“•—widening Sunnyside Road from Stevens to 122nd (213), and

••—constructing-an interchange-nt Beavercreck-Road and the Oregen-Gity Bypass (322)7

Improvo-oupportivo arterial-access and safety by:

Gommitted-Project

—constructing a climbing lone on QR-213 from Spangler Hill to Mulino-(47).

40 Year Priority Projects

—improving the Harrison/King/Monroc/43rd intcrscctiens-(228)/-

—improving the Highway 224-at Springwatcr intcrscction-flS?)/

"•—widening OR 213 south of Glackamas-Gommunity College to Leland-(161),
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40-Ycar Priority Projects

—improving the arterial-connections to I 205/LcGtcr-Road by-cxtending-Lcstcr/Idlcman cast
of 92nd (217),

—constructing a split diamond intcrchnngG-at-I-205/ Sunnybrook-(-108) and-constructing nn
Arterial-to 92nd,

—improving Sunnysidc Road to Stevens (211,212),

“•—improving the I 205/Highwny^l2/82nd Drive-intersection cast ond-west oH-205 (156)-and
widening 82nd Drive (219), and

-•—eenstrueting a Sunnybroolc Road arterial from 92nd to 108th at Sunnysidc Road (108).-

10 20 Year Project

—improving-the-I 205/Gladstonc intcrchnnge-as-warrantcd by-dcvclopment (306).

Improve-the-flow-of-traffic on thc Milwaulde Expressway (Highway-224)-portion of-the Sunrise
Corridor-from McLoughlin Boulevard to I 205 by!

10-Year Priority Projects

—widening thc-facility-to-six lanes-from McLoughlin to-37th/Edison (126), and from-Webster
to-Johnson (128),

—reconstructing 37th/Edison and-construeting a signal intcrtie-from Harrison-to Jolinson (127),
and

••—reconstructing the I 205/Highway 224-intcrchange-(109).

10 20 Year Project

-•—widening Highway 224-to six lanco-from 37th/Edison to Webster (127).

Improve through movement-capacity and-industrial acccssrond reduce-eongestion in the
Highway-212/224-portion of the Sunrise Corridor from 1-205 to Rode Creek junction by;

Gommitted-Projcct

—eonstructing-thc-Evelyn Street railroad-overpass (68).

10 Year Priority Projects

—constructing-a new limited-access facility-from 1205 to Highway 212-at approximately
135th-(129),-
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• 10 20 Year Projccb

complcting-additional-phascg of-MoLoughlin widening north of Milwaukic:

Phaoo lUBi widening of McLoughlin to oix lanes, plus a reversible-mixed-vehicle lano from
the Ross Island Bridge to Harold-Strcct-OH),

Phoso-IVi -widening of McLougMin-te-six-lanes from Harold to Tacoma Street (315)/-ond

Phases-niB and-IV are deferred into the latter half-of-the-20 year program-due to the
planned development of LRT in the corridor.

Improve^he operating effidency-of I 205 by:

lO-SO-Ycar Project

•*—famp-metering from-Airport-Way to Sunnyside Road (305).

Remove through traffic from local streets by:

Gemmitted Project

“•—taking actions in the-Sellwood area-to-divert through-traffic.'

10-Ycar-Priority Project

—implementing-improvements identified in the-6outhcast Corridor-Transportation
Improvement Plan for resolving cost/west traffic-problems cast-of-McLoughlin.

Increase cast/west-access in-thc sector by:

10 20 Year Project

■*—improving-Jennings-Road/Roots Road (334) between McLoughlin and I 205.

Increase access to major developments along 1 205 by;

Gommittcd-Projccts

••—improving-thc 1 205-intcrchangc at Sunnyside Road (22),

—constructing-a ncw-intcrchangc at Lester Road (18),-and

—widening Johnson Creek Boulevard from 82nd-to-l -205 (216).
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-----ImprovcMicccss-to■ transit within the next 10 years by providing park-ond fidc-facilitics at
Sandy/ColumbioT-Gateway/ Lenta, 122nd, 162nd-i8?st-Grcoham-Gity Hall and thc Banficld
toe-terminus-{Figure 5 3).

-----Reducc-thc numbcr-of-singlc occupant automobile trips in the corridor-through the-Lloyd
Genter-Cnrpool Program and special carpool-lancs on-themetered-freeway ramps.

^mp^ovo-bicyclc/pcdcstrinn■facilitios^

-----Construct-the progranuned regional bicycle facilitics-in thc sector (Figure 4 7).

E. -Southem-SGctor

-----The improvements recommended in the Southern Sector (Figure s 6) combine-highway,
transit and-demand management investments to:

Reduce congestion in the major radiol-eorridor by:

Committed-Projects

••—a-^hased-widening of McLoughlin Boulcvord-from Milwauldc north-which consists of:

Phasc-Ii-construotion of an overpass at Tacoma Street and signal-intcrtic, including a
realignment of thc-McLoughlin/Rivcr-Road/Harrison Strcet-intcrscction-(31);

Phasc-n!-widening-of-McLoughlin-to-six lanes from-T-acoma to Highway-224 (32), and

PhasedllA-i-widening-of-McLoughlin-to-six lanes-from-thc Union/Grond-Viaduet-to-the
proposed-I 5 Morquam-Bridge ramps (33).

—eenstructing new ramp-conncctionB from McLoughlin Boulevard to I 5 (6), and

Phases 1, II and IRA arc recommended to proceed to construction (with-Phasc II subject to
the completion of Metro'-s Southeast Corridor Study----see-Qutstanding Issues; Chapter 8).

40-¥ear-Priority Projects

—eensidcring the implcmentation-of-jaR-T-and other HCT alternatives in the^dilwaukic
€errider-from-downtewivPortland to Milwauldc (Figure 5 3). The-dccisien-to-procccd to
construction, however, is subject to thc-rosults-of-thc I 205/MiIwaukic Prcliminaiy
Alternatives Analysis which will recommend one of the two corridors to proceed to full
alternatives analysis-and >vill develop an-action-plan-for-thc-othcr corridor,

—improving McLoughlin-through-Milwauldc (Harrison RR Crossing) (155), and

-•—improving the McLoughlin/Arlington-Road intersection (160).
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-•—widening Stark Street from 257th-to-Troutdalc Road (244),

•*—eempleting n-TSM improvement on Powell Boulevard from I 205 to 181st (163),-and widening
Powell from-Birdsdalo-to Eastman (164),

-*—widening Qisnn from-201ot to 223rd (242), and

—widening Footer Read-from-122nd to-jenne (194).-

40-SO-Year Projects

-—further improvements to Powell Boulevard frenv4-505-to-181ot (to be-determined) (163),

—completing-Q-TSM improvement to Burnside fronr^33rd-to-U;S/26 (338),

—widening Gligon fron\ 223rd to 242nd (339)y 

-•—widening Halsey from-4 90th to-€olumbia-Highway (337),

“•—upgrQding-82nd Avenue from Killingsworth to-Pivision (321), and

—upgradingjenne Road from Foster to Powell Road (330). 

foeilitate-traf fie - flows and circulation by:

Gommitted Projects

-•—improving the connectivity of 182nd/190th (71), and

-•—improving the U.S.- 26/Palmquist/Orient Road-intersection (50).

40Year-Priority Projects

—realigning-the 12th/Sandy/Bumoide-intersection (150),

-•—improving circulationdn-thc llth/12th/SPRR area north of Powell (206),

-•—widening Orient Drive from U.S. 26 to 267th (236),

—improving circulation on Division/ainton/Harrison, and

-•—widening Powell Valley-Road from Burnside to 257th (243).

-----Improvc-tronsit transfer opportunities within-the next 10 years by providing transit centers
at Lents,-Gateway, Grcsham.-Hollywood, Coliseum area-ond-Sandy/Columbia-(Figure 5 3).
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••—widening 257th fronvPivtsien-to-Palmquiot (238), and

—widening 257th from-Stark-to-Gochron (237).

Inerease-aceess to the major retail and induotriat-netivity-centers in the-corridor by:

Conunitted-Projects .

-•—improving-the^-84/-18lGt intefehange-(2Q)<

••—constructing Airport-Way-from 122nd to-Sondy (55-)-Qnd-widening 181st-from Sandy to 1-84
/c«rr\
ww7

••—constructing the Water Avenue-ramp connection from I 5 to-the-Gcntrol-Eastside-industrial
district -(5),

—improving Sandy Boulevard from-99th to-152nd-(45)/ and

—widening-the-Graham Road Structure (165).

10 Year Priorities

■*—widening-Sandy Beulevard-from 181st-to-244th (162).

10-20-Year Project

—widening-Sandy Boulevard-from -122nd-to -181st (324), and

—improving-artcrials serving-the-Golumbia South-Shore area as warranted by development
msh

Increase-supportive artcriaHunction by:

Gomnrdttcd Projects.....

-*—widcning-PowclI Boulevard at 190th (48)/

-•—upgrading-82nd-Avenue from-Division to Schiller (44),

■*—improving-the intcrsection-of Foster Road and jenne Road (57);-and

-•—widening-Stark Street from 221st to -242nd (70).

10 Year Priority Projects
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-----:Hie-Qdoptcd plan-for the Eastern Sector (Figure-5-5)-eombincs significant-jevcls-of
highwayT-tronsit and-demand management-investments-tei-

Improve conneedvity-and access in East County by:

Gemmitted Project

—widcning-j-84 to six-lonco from I 205 to-S23rd; including a new interchange in the vicinity-of-
207th (19, 21).

■10 Year Priority Projects

■*—wdcning-l-84-to oix lanes from 181st to-ot Icaat 257th, induding-upgrading ond/or 
constructing intcrchangc-ond connccting-artcrialg as rcquircd-at-238th/244th (110),

•*—constructing-all or-part of the^dt-Hood Porkway/ a new-principal ■artcrial-conncedet»
between 1 84 and U.S. 26 (134), and

—constructing all or-part of a new NE 207th Avenue arterial between Sandy Boulcvard-nnd-
Glisan.

10-20-Year Project

—widening 1 84 from the cast end-of thc-Troutdalc Interchange-to the Jordan Road
lntcrchangc-(l 11).

improvc-opcrating-<ifficicncy in the major drcumfcrcntial-intcrstatc corridor by:

10 20 Year Project 

-•—ramp metering 1 205 (305).

Remove-through-traffic from local streets and-incrcosc-north/south grid-connectivity by:

Gonunitted Project

—widening-257th from the Columbia Scenic Highway-to-Stark (69).

10 Year Priorities

-•—widening 162nd frorrvRurnsidc-to-1-84 (232),

-widening 223rd from ! 84 to-Marine-Drivc, from Sandy-to-Halscy, and from Glisan-to-Stark 
<233/231,239),

-widcning-242nd from-184 to Powell (241),
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Provide adequate street qcccgs in developing areas by:

10 Year Priority-Project

•*—improving access ond-circulation in the vicinity of the convention-center <200), and

•*—perfonning a privately funded-preliminary-enginccring study and conducting on
environmental-impact statemont-preeess-to-QGsess tho-needv feasibilityrimpact on traffic
operations (freeway and surface-streets), and consiotency-with the Oregon Transportation
Gonunission's intorchange policy as it relates-to a possible-new off ramp-connection between
1-5-North and N. Kerby Avenue.

10 20 Year Project

••—constructing-a-bridge to West Hayden Island (202) as warranted by-development. 

Improve-tronsit service in the-sector by:

10-¥ear-Priority Projects

•*—providing-high quality-transit trunk service in the-I 5 Corridor-(Figure 4 4)y and

-•—considering the implementation-of-LRT-and other HCT alternatives in thed-205-Corridor
from-Portland-lntcmational-Airport (PIA-)-to Claekamas-Town Conter-(€TG)'via Gateway
(Figure 5 3). The dcdsien-to-procccd to construction-of LRT, howeveiyls-subject to the results
ef-the-I-205/MiIwaukie Preliminory-Altematives-Analysis which will-recommcnd one of
the-two-corridors-to-proceed to full-altcmatives analysis-and-will develop an action-plan
for-tho-othcr corridor.

Improve-tronsit transfer opportunities by;

10-Year Priority-Project

-•—providing-transit stations ncar-thc Coliseum,- onNfr-Intcrstate-Avenuerond-Sandy/Columbia
Boulevards (Figure 5 3)/as wcll-as in downtown Vancouver and at-Vancouvor-Mall-in Clark
County;

—providc-park-and-ride-opportunities-at Jantzen-Beach, and

Improve-bicyclo/pedootTinn facilitiesr

—complete the-progrormned-regional-bicycle-facilities-in-the sector (Figure 4 7).

D. Eastom-Scctor
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-*—constructing-thc third and fourth phasco-of the 15 projcct-betwecn-the-N. Banficld and 
Greeley ramps to braid southbound ramps and construct a-southbound-frontage road (300,

Reducc-congesdon-ift-thc major-eircumferential interstate corridor by:

■10 20 Year-Project

■*—improving-the-operating efficiency of-1-305-through ramp-metering-(3Q5).-

Inereose-access to the-major industrial centers in-the-sector-by:

Gommitted-Projccts

••—wide«ing-U:S.-30B fr6m-60th lo-I-305-(41; 42),

•*—widening-Marino Drive wcst-of-I-5 (43)/

-•—improving-the-northbound-to westbound Sandy Boulcvard/I-205 connection (16), and

—constructing the first-phaac of a connection to Columbia Boulcvard-viQ-13th/Gcrtz (62).-

10 -Year Priority Projects

■*—widening-Lombord/Burgaard from the St. Johns-Bridgc-to-Rivcrgate-(303);

—widening Columbia Boulcvord-wcst oH-5-(193)/

—reconstructing the cbnncction-of Golumbia-Boulcvard and Lombard-at-N:E.-60th (152), and

—improving qcccbb in-the Terminal 4 area-(304)-as warrantcd-by-dcvclopmcnt.

lQ-20-¥cQr-Projcct

••—complcting-thc’connection from-N. Vancouver Way to-Golumbio-Boulevord-via Gcrtz/13th
QS warranted by actual development (196).

Improve access from the I 205 Freeway to the-For tlnnd-Airport-and-Golumbia-South Shore area
byf

Committed Projects

•*—improving-thc I-205-/-Airport Way intorchangc-(-14)/-and

••—constructing a southbound auxiliary-lane on 1-205-from-Airport-Way-to N. Columbia
Boulevard (15).
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—Gity of Portland Bicycle and-Pcdcstrian Program! A program-to-incrcasG thc-pcrccntagc of
persons bicycling and-wollcing-in the City-of-Portland:-It targets n&o-gonl 5 percent of all
Portland work trips-on bicycleby 1995.

-----Phe-traffic operations improvements contained-in-tho-TIP, transit-system improvements,
High-Qccupancy Vehicle (HQV) lanes-nt-mctcrcd freeway-ramps, bicyclc-and pedestrian
system-improvements ond-progroms, and thc-dcmand-managcmcnt programs and strategics
eontained-ond eneeuraged in this Plan constitute-thc overall tmnsportation-systems
management-element of the RTF.

B;-Rcgional-QverviGW

-----Phe-transportation capital improvcmcnts-called for in the RTF are depicted-on a
regionwide basis-in-three figuresr-D Rcgional-Highway-Gorridor Improvements (Figure 5-1),* 2)
Regional "Arterial System Highway-Improvements (Figure-5-2)‘and 3) Regional-Transit-System
Gapitol-Improvcments (Figure 5 3):—The remaining-sections of-this chapter present-these
capital improvementson-a sector basis, grouped into CommittedrIO Year Priority and 10 20

■Year Need categories.

C Northern Sector

-----The investment strategy for-thfr^orthem Sector (Figure-5-4)-combines -several-highwnyj
tronsit-ond demand managcmenHmprovcmcnts designed tO!

Reduce-congcstion-in-thc major radial-interstate corridor by;

Committed-Projects

••—completing the widening of-I 5 in the vicinity of tho-Dclta Parlt/Jantzen-Bcach interdiange
mh

-*—widening I 5 to six lanes from Portland Boulevard to Golumbia-Boulevard-(4)/-and

—constructing-the first-phase-of a-wideningand-ramp-modification-improvement to-l-5-in-the
vicinity of the-Memorial Goliseum/Oregon Convention-Center (11).

-10-Yeor Priority Project ' -

-•—eenstrueting-thc second phose of a widening, ramp modifieation-and-local street access
improvement to I 5 in-tho-vicinity of the Coliscum/Gonvcntion-Gcnter (104).

10-20-Year Project
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—they-must bc-of-appropriate-ocopc to-odequately serve thc-local-travel demands expected
from-the-lcvci-of-dcvciepment oGsociated-with Mctro,g-ycQr-2005 population-and
employment forccostorso-ao not to overburden-the regional syotem-with local traffie^and

—they must-bc-eonsistent with-thc comprehensive-plan of any adjacent-or affcctcd-jufisdiction
or-ngcncy.

-----Improvcments-to-local otrccto-ond improvements on-thc-Iocal-minor/collector systems that
do-not-nffcct capacity-of-thc-fcgional system arc not addressed-by the RTF ond-orc-subjcct-to
local-cemprchcnsivo-plan provisions of the affceted-jurisdiction(g).—A-dctailcd list of the
capital ■improvcments-included-in-thc RTF is available under-sepamte-cover.-

-----This-ehaptcr-of-thc-RTP dctnils-thc-first-eatcgory of investments-which-aro-defined as
included-in thc RTP, although both typos-of-improvcments-are-etigiblc-for-fcderal-funding^f
thcy-are-locatcd-on-thc federal-aid system.

—’—In-addition to the highway,-transit and-dcmand-management-investmcnts-spedfically
related-to-each-sector; the following regionwide-demand management progroms-are-eurrently-in
existence and ore recommended to continue;

-•—Arenwide-Garpool Matching Program! A free service which matches^tential-earpoolers
with-other carpoolers.

-•—Employer-Gontact Program! A progrom-which responds-to-inquirico-from-employers-and 
offers assistance-in-establishing rideshare programs.

-----Other current demand-management progranvMn-forcc-at thc-dty level recommended to
continue are;

• Cit^T-of Portland Downtown-Garpool Parldng-Programi-A-cooperativo program between Tri ■
Met and the Gity of Portland whereby corpools of three or mere-carvyurchase-monthly
parMng-permi tsand recei vc-parlcing-aHong- termme ter-»jn-downto wn -Portland. -The City
of-Portland-has also designated approximately-200 parking meters-in-Portland as "carpool
only" before-9KX) a.m. on weekdays.

-•—Downtown-Portland Parking-and Circulation Policy:-This plan is dosignod-to-reduce
downtown troffie-eongestion and4mprovedowntown-air-quality-and-encourages trips to and
within downtown-Portland in sharod-vchicleo, on transitron bicycles and by walldng. This
is-primarily accomplished-by managing parking. There is a limit on thc-total-number-of
allowablo-parlung spaees-in the doYvntown/and-there-arc-also-managcmcnt measures to
encourage short term parldng and to allocate parking by-sector.-using maximum parking
space-ratios thot-vary-according to-transit accessibility.

—Garpool Parldng Incentives: -Ninety spaces in two downtown-Portland garages-are
available-to-carpool-vehiclos at reduced-rates, and the Lloyd Gentcr and thc-Inner
Southeast areas have -150 on street-spaces reserved - for carpool-vehiclcsr
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Roadway Lanes Modal Elements Project Cost . 
(1995 Dollars)Jurdlsdictlon No. Project Name Protect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

ODOT 58 82nd Bike Lanes Hwv 224 to Airport Way 5 5 ♦ $20,000,000
ODOT 59 Lombard Bike Lanes MLK to St. Johns Brldpe 5 5 ♦ $10,000,000
ODOT 60 Willamette Bridaes Bike various n/a n/a ♦ $1,000,000
ODOT 61 Interstate 5' CEIC Access to 1-5 n/a n/a ♦ $19,000,000
ODOT 62 Interstate 5 Interstate Bridae to Columbia n/a n/a ♦ $3,211,000
ODOT 63 Interstate 5 Columbia Boulevard to 1-405 n/a n/a ♦ $21,000,000
ODOT 64 Hwv 217 US-26 to TV Hwv ♦ $24,150,000
ODOT 65 Hwv 217 TV Hwv to 72nd Ava Interchanoe ♦ $48,900,000
ODOT 66 Hwv 217 Scholls Hwv Interchanoe ♦ $341,000
ODOT 67 Interstate-205 Columbia Blvd Interchanoe Phase 1 ♦ ♦ $3,500,000
ODOT 68 Intermodal Rail East Portland to Clackamas ♦ ♦ $3,950,000
ODOT 69 Intermodal Rail PTRR Sional System Uporade ♦ ♦ $3,384,000
ODOT 70 Intermodal Rail BNRR E. St. Johns/T6/Vancouver ♦ ♦ $2,737,000
ODOT 71 Intermodal Rail E. St. Johns to N. of Union Station ♦ ♦ $6,470,000
ODOT 72 Intermodal Rail E. Ptid. to N. of Union Station ♦ ♦ $1,500,000
ODOT 73 Interstate-5 Cllmbino lane south of Downtown ♦ $50,000,000
ODOT 74 Interstate-5 E. Marouam Interchanoe/KIno/Grand ♦ $53,856,000
ODOT 75 ATMS Proflram Throuohout the reolon □ ♦ ♦ $46,000,000
ODOT 76 Sunrise Corridor Interstate-205 to US 26 $222,000,000
ODOT 77 Mt. Hood Parkway Interstate-84 to US 26 $190,000,000
ODOT 78 I-5/99W Connector Interstate-5 to 99W $167,000,000

ODOT/Portland 79 60th Avenue Columbia to Lombard connector □ ♦ . $6,000,000
ODOT/Porlland 81 Interstate 5 Columbia Blvd Interchanoe □ ♦ $20,000,000

ODOT/Port 82 Interstate-205 Airport Way Interchanoe redeslon ♦ ♦ $30,000,000
ODOT/Portland 83 Interstate-205 Columbia Blvd. Interchanoe ♦ $10,000,000

ODOT Total $1,441,810,500

[regional total (W/ state FACILITIES) $3,135,779.135

♦ - Element of Primary Regional Significance 
□ « Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdietlon No. Prolact Name Protect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

ODOT 19 Highway 43 Terwilllger Intersection n/a n/a ♦ ♦ 4 $1,100,000
ODOT 20 Highway 43 A' Avenue Intersection n/a n/a ♦ ♦ 4 $580,000
ODOT 21 Highway 43 McVey/Green Street Intersection n/a n/a ♦ ♦ 4 $1,282,500
ODOT 22 Highway 43 West 'A' Street Realignment n/a n/a ♦ ♦ 4 $1,220,000
ODOT 23 Highway 43 Willamette Falls Drive n/a n/a ♦ ♦ • 4 $165,000
ODOT 24 Highway 43 Failing Street n/a n/a ♦ ♦ 4 $200,000
ODOT 25 Highway 43 Pimlico Street n/a n/a ♦ ♦ 4 $150,000
ODOT 26 Highway 43 Jolie Point Traffic Signal n/a n/a ♦ ♦ 4 $120,000
ODOT 27 TV Highway 209th to 172nd Avenue 4 ♦ $10,608,000
ODOT 28 Highway 213 82nd to Chrystal to Shiller n/a n/a ♦ ♦ 4 $5,500,000
ODOT . 29 TV Highway 209th/219th n/a n/a ♦ ♦ 4 $2,500,000
ODOT 30 US 26 Palmguist/Orient Intersection n/a n/a ♦ ■ 4 $1,100,000
ODOT 31 BH Highway BH/Scholls Ferry/Oleson n/a n/a ♦ ♦ 4 $12,000,000
ODOT 32 Highway 213 Beavercreek Road n/a n/a ♦ 4 $10,000,000
ODOT 33 • US 26 Birdsdale to Eastman 3 5 ♦ ♦ $3,600,000
ODOT 34 BH Highway SW 65th S’t. to Scholls Ferry Road n/a n/a ♦ ♦ 4 $575,000
ODOT 35 BH Highway Scholls Ferry Rd. to Hwy 217 n/a n/a ♦ 4 $5,500,000
ODOT 36 Highway 99W Terwilllger Blvd. to Multnomah Blvd. n/a n/a ♦ 4 4 $3,300,000
ODOT 37 Highway 99W SW Hamilton St. to SW Front St. n/a n/a ♦ 4 4 $1,800,000
ODOT 38 Hall Bouleyard Oak St. to Pacific Hwy n/a n/a ♦ 4 4 $1,000,000
ODOT 39 Interstate-205 1-205 Trail (several crossings) n/a n/a ♦ 4 4 $245,000
ODOT 40 Canyon Road SW 110th to SW Canyon Dr. , n/a n/a ♦ 4 4 $413,000
ODOT 41 Highway 99 E Harrison to O.C. Shoooing Center n/a n/a ♦ ' 4 4 $3,000,000
ODOT 42 MLK/Grand Bike Lanes Columbia Blvd.to Broadway 4 4 ♦ $4,000,000
ODOT 43 MLK/Grand Bike Lanes Broadway to Grant St. 8 8 ♦ $100,000
ODOT 44 McLoughlin Bike Lanes Grant to Tacoma varies varies ♦ . $3,300,000
ODOT 45 OR99E Bike Lanes 1-205 to UGB 4 4 ♦ ' $4,500,000
ODOT 46 BH Hwy. Bike Lanes Scholls Ferry Rd. to Hwy. 217. 4 4 ♦ $5,500,000
ODOT 47 TV Hwy Bike Lanes 117th St. to Murray Blvd. 4 4 ♦ $3,400,000
ODOT 48 Hwy 99 Bike Lanes Hall Blvd. to Greenburg St. 4 4 ♦ $3,300,000
ODOT 49 Barbur Blvd. Bike Lanes Multnomah St. to Terwilllger Blvd. 4 4 ♦ $1,400,000
ODOT 50 Macadam/Hwy 43 Bikeway Sellwood Bridge to Terwilllger Blvd. 4 4 ♦ $6,500,000
ODOT 51 State St/Hwy 43 Bikeway Terwilllger Blvd to Burnham Rd. 4 4 ♦ $5,000,000
ODOT 52 TV Hwy. Bikeway Corridor 10th Ave to 1st Ave/OR219 4 4 ♦ $1,000,000
ODOT 53 Old Scholls Fy Bike Lanes Murray Blvd. to Reuser Rd. n/a n/a 4 $1,000,000
ODOT ■ 54 Canyon Road Bike Lanes Sunset HwvAJS 26 to OR217 n/a n/a ♦ $6,500,000
ODOT 55 Barbur/99W Bike Lanes Front Ave. to Hamilton Street 4 4 • ♦ $2,700,000
ODOT 56 Powell Blyd. Bike Lanes 1-205 to 74th St. 4 4 ♦ $2,000,000
ODOT 57 SandyAJS 30 Bikeway 122nd Ave. to Marine Dr. 2 2 ♦ $7,000,000

♦ = Element of Primary Regional Significance 
O - Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdictlon No. Proiect Name Proiect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Port 16 International Pkwv International Parkway to Alderwood 0 3 ♦ $1,000,000
Port 17 Rlverqate rail Phase 1. A & B Rail Yard 1 ♦ $1,300,000
Port 18 Riverqate rail T-6 Rail Yard expansion ♦ $4,200,000
Port 19 Rlverqate rail North Rlverqate Wve ♦ $4,000,000
Port 20 Riverqate rail Slouqh Rail Bridqe ♦ $7,200,000
Port 21 Rlverqate rail South Riverqate/T-5 trackaqe ♦ $4,400,000
Port 22 Riverqate rail Ramsey Rail Yard ♦ $525,000
Port 23 Riverqate rail South Rlverqate Rail Yard Development ♦ $1,750,000
Port 24 Riverqate rail Phase 2. A & B Rail Yard ♦ $4,500,000
Port 25 Havden Island rail Havden Island Rail ♦ $20,000,000
Port 26 Columbia River Channel Portland to Pacilio Ocean Study ♦ $1,500,000
Port 27 Airport Way Westbound PDX to 1-205 Phase 2 2 3 ♦ $3,970,000
Port 28 Industrial area TMAs Swan Island n/a n/a □ ♦ $250,000

Port Total $197,849,000

TOTAL FOR NON-STATE FACILITIES

ITOTAL NON-STATE W/O TRANSIT

$1,693,968,635 I

$1,440,473,978

ODOT 1 US 26 Beaverton/Tiqard to Camelot 4 6 $8,747,000
ODOT 2 US 26 Camelot to Sylvan 6 6 $29,600,000
ODOT 3 Highway 217 Sunset to TV Hwv. northbound 4 6 $24,150,000
ODOT 4 Interstate-5 Highway 217/ Unit 2 n/a n/a 4 $11,200,000
ODOT 5 Interstate-5 Greelv to N. Banfleld 4 6 $36,000,000
ODOT 6 Interstate-205 Clackamas (Sunrise) Interchange n/a n/a ♦ 4 $114,000,000
ODOT 7 US 26 Murray to Hwv 217 4 6 $10,200,000
ODOT 8 US 30 NE 60th Avenue n/a n/a 4 $5,000,000
ODOT 9 Highway 217 TV Hwv to 72nd Avenue 4 6 $96,000,000
ODOT 10 US 30 Klllinqsworth at Columbia n/a n/a 4 $9,820,000
ODOT 1 1 Interstate-84 Trouldale to Jordan Interchange n/a n/a 4 $7,000,000
ODOT 12 Interstate-5 Northbound 1-205 Exit 1 2 $2,000,000
ODOT 13 US 26 Cornell to Bethany n/a n/a 4 4 $25,000
ODOT 14 Highway 8 209th to Brookwood n/a n/a ♦ 4 4 $300,000
ODOT 1 5 Highway 43 Cedar Oak to Hidden Spring ri/a n/a 4 4 $20,000
ODOT 16 Hlqhwav 217 Allen Interchange n/a n/a 4 $25,000
ODOT 17 Highway 217 Greenburg Interchange n/a n/a 4 $25,000
ODOT 18 Hlqhwav 217 Hwv 217 northbound off-ramp n/a n/a ■ 4 $341,000

♦ » Element ot Primary Regional Slgnillcance 
□ - Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdietlon No. Profect Name Protect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Multnomah 22 Cornelius Pass Road Mile Post 2 to 3550' N of Skyline 2 2 □ d $4,000,000
Multnomah 23 190th Ave Butler Rd to Highland Drive 3 5 d d $1,875,000
Multnomah 24 NE Halsey St 223rd Ave to 238th Dr 2 5 ♦ ♦ $1,870,000
Multnomah 25 NE Halsey St - 238th Dr to Columbia River Hwv 2 5 ♦ ♦ $3,240,000
Multnomah 26 Diyision Driye 268th Ave to Troutdale Road 2 3 d d $770,000
Multnomah 27 242nd Aye Connector Gllsan St to Sandy Blvd 0 5 d ♦ $2,000,000
Multnomah 28 162nd Aye Halsey St to 1 - 84 5 5 d d $725,000
Multnomah 29 Diyision St 257th Ave to 268th Ave 5 3 d ♦ $2,420,000
Multnomah 30 Cornelius Pass Rd Mile Post 2 to Highway 30 2 2 d d $5,500,000
Multnomah 31 Cornelius Pass Rd County Line to Skyline Blvd 2 2 d d $2,750,000
Multnomah 32 Diyision Street 198th Avenue to Wallula Avenue 5 5 d ♦ $210,000
Multnomah 33 Diyision Street Bike Lanes 182nd Ave. to Kane Road 5 5 ♦ $100,000
Multnontah 34 Burnside Street Bike Lanes 181st Ave. to 196lh Ave. 4 4 ♦ $344,000
Multnomah 35 223rd Aye.BIke Lanes Halsey St. to Marine Dr. 2 3 ♦ $162,300
Multnomah 36 185th Aye. Bike Lanes Sandy Blvd. to Marine Dr. 2 2 ♦ $14,400
Multnomah 37 Willamette Riyer Bridqes Acc Unfunded Proiects n/a n/a ♦ $5,600,000
Multnomah 38 Clyic N'hd Central Collector Burnside to Division 0 2 □ d d d $2,049,000
Multnomah 39 Civic N'hd Station Plaza Near Gresham City Hall LRT Station n/a n/a d d d d $1,200,000
Multnomah 40 Civic N'hd MAX Station Near Gresham City Hall LRT Station n/a n/a □ d d d $2,721,000
Multnomah 41 Sellwood Bridge Sellwood to Highway 43 n/a n/a ♦ ■ ♦ ♦ d $44,794,000
Multnomah 42 MultCo Bridges - Seismic Central City n/a n/a ♦ ♦ ■ ♦ ♦ $37,115,000
Multnomah 43 MultCo Bridge Program Central City n/a n/a ♦ ♦ ♦' ♦ $20,696,000

MultCo Total $201,000,700

Port 1 North Marine Dr North Rivergate Section 3 5 ♦ d ♦ $2,400,000
Port 2 South Rivergate Columbia/Lombard Intersection ♦ d ♦ $950,000
Port 3 North' Marine Drive T-6 Entrance ♦ d ♦ • $500,000
Port 4 Going Street Going Street Rail Crossing 4 5 d d ♦ $2,600,000
Port 5 Airport Wav eastbound PDX to 1-205 Phase 1 2 3 ♦ ♦ ♦ $1,348,000
Port 6 Alderwood Street Alderwood Street to Clark Road 0 3 d ♦ $2,100,000
Port 7 International Parkway International Parkway to Cascades 0 3 d ♦ $1,100,000
Port 8 Comloot Road 47th Avenue to Airtrans Road 2 3 d ♦ $344,000
Port 9 Comfoot Road NE 47th Ave/Cornloot Intersection d ♦ $682,000
Port 1 0 Hayden Is Bridge Rivergate to Hayden Island 0 4 d ♦ $20,000,000
Port 11 Airport Wav Cascade/Airport Wav overcrossing 0 4 ♦ ♦ $15,600,000
Port 12 NE 33rd Avenue 33rd/Marine Drive Intersection ♦ ♦ $130,000
Port 13 NE 92nd Avenue NE 92nd/Columbia Blvd/Alderwood 2 5 d ♦ $75,000,000
Port 14 82nd Ave 82nd Avenue/AIrport Wav ♦ ♦ $18,900,000
Port 1 5 International Pkwv International Pkwv/Alderwood conn. 0 3 - ♦ $1,600,000

♦ - Element of Primary Regional SlgniUcance 
O - Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdictlon No. Prolect Name Project Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Washington 87 Evergreen Road Bike Lanes Shute Rd. to 1st Avenue 2 2 ♦ $704,000
Washington 88 Cornelius Pass Rd. Bike Lanes West Union Rd. to Sunset Hwv. . 2 2 ♦ $344,200
Washington 89 Baseline Rd. Bike Lanes 174th Ave. to 231st Ave. 2 ? ♦ $1,296,980
Washington 90 185th Ave. Bike Lanes TV Hwv. to Farmington Rd. 2 3 ♦ $4,037,350
Washington 91 Tualatin Rd.Bike Lanes Hwv 99 to Boones Ferry Rd. n/a n/a ♦ $1,000,000
Washington 92 Oleson Rd.Bike Lanes Vermont St. to Hall St. n/a n/a ♦ $359,680
Washington 93 Garden Home Rd.Bike Lanes Schools Fenv Rd. to Mult. Co. Line 2 3 ♦ $881,000
Washington 94 Barnes Rd.Bike Lanes Miller Rd. to U.S. 26 n/a n/a ♦ $198,520
Washington 95 158th Ave. Bike Lanes U.S. 26 to West Union Rd. n/a n/a ♦ $511,000
Washington 96 Cornell Rd.Bike Lanes 158th Ave. to 185th Ave. n/a n/a ♦ $436,880
Washington 97 Farmington Rd.. Bike Lanes OR217 to Murray Blvd. n/a n/a 4 $2,845,000
Washington 98 Ground Level Retail space Criminal Justice Facility in Hillsboro n/a n/a □ $1,000,000
Washington 99 Beaverton Creek TOD SW 153rd, Murray to Jenkins n/a n/a □ $2,220,544
Washington too Scholls Fv. Interconnect Nimbus to Highway 217 n/a n/a 4 $35,000
Washington 101 99W Intersection Improve. 99W/124th/Tualatin Rd. Intersection n/a n/a 4 $5,000,000
Washington 102 Tualatin Road Teton Road to 115th 2 3 □ □ 4 - $4,000,000

WashCo Total $376,458,278

Multnomah 1 NE Halsey St 207th Ave to 223rd Ave 2 3-5 4 4 $1,350,000
Multnomah 2 Stark St 257th Ave. to Troutdale Rd 2 5 □ 4 $1,430,000
Multnomah 3 207th Ave Connector Halsey St to Glisan St/223rd Ave 0 5 4 □ $7,720,000
Multnomah 4 NE Halsey St 190th Ave to 207th Ave 2 5 4 4 $2,700,000
Multnomah 5 257th Ave Bull Run Rd to Division St 2 5 4 □ $1,245,000
Multnomah 6 223rd Ave Glisan St to Halsey St 3 5 4 4 □ $1,540,000
Multnomah 7 Road Rehab Program Countv-wide n/a n/a $16,000,000
Multnomah 8 Signal Rehab Program County-wide n/a n/a 4 $5,300,000
Multnomah 9 Powell Valiev Rd Burnside rd to Kane Rd. 2 5 □ □ • $1,160,000
Multnomah 10 242nd Ave Powell Blvd to Burnside Rd 2 5 4 □ $1,255,000
Multnomah 11 Jerme Rd 2050' NE of Foster to 800' S of Powell 2 2 4 4 $1,900,000
Multnomah 12 Corbett Hill Rd 1200' S of 1-84 to 2200' S of 1-84 2 2 □ 4 $520,000
Multnomah 13 Chenv Park Rd 242nd Dr. to 257th Ave 2 5 □ D $2,420,000
Multnomah 14 162nd Ave Glisan St to Halsey St 3 5 □ □ $1,780,000
Multnomah 15 257th Avenue Powell Valley Road to Bull Run Road 2 5 □ □ $1,235,000
Multnomah 16 NEGIisan St 202nd Ave to 207th Ave 2 5 □ □ □ $2,200,000

. Multnomah 17 Orient Dr Kane Rd. to Anderson Rd. 2 5 □ □ $2,345,000
Multnomah 18 Palmgulst Rd 242nd Drive to Mt. Hood Hwv 2 5 □ □ $2,060,000
Multnomah 19 NE Glisan St 223rd Ave to 242nd Dr 2 5 □ □ □ $3,250,000
Multnomah 20 257th Ave Orient Dr to Powell Valley Rd 2 5 D D $1,045,000
Multnomah 21 242nd Ave Palmgulst Rd to Powell Blvd 2 5 □ □ $2,390,000

♦ » Element of Primary Regional Significance 
□ « Bement of Secondary Regional Significance
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Roadway Lanas Modal Elements Project Cost 
(1995 Dollars)Jurdlsdietlon No. Prolect Name Protect Location Existing Proposed Transit Bicycle Ped Freight- TDM TSM

Washinaton 48 E/W Arterial 117th to noth 0 5 □ ♦ $14,202,000
Washington 49 Allen Lombard to Kino 3 5 □ ♦ $4,775,636
Washinaton SO E/W Arterial Hall to 117th 0 5 □ ♦ $2,483,331
Washington 51 Greenburg 217 to Hall 3 5 a ♦ $1,270,000
Washington . 52 E/W Arterial Hocken to Murray 0 . 5 ♦ ♦ ■ $1,678,000
Washington 53 N. Arterial Connector Hwy 47 to Gales Creek Rd. 0 3 ♦ a $4,376,000
Washinaton 54 Hall Scholls Ferrv to Greenburg 3 5 ♦ ♦ $361,400
Washinaton 55 Cedar Hills Tv Hwv. to Hall 3 5 ■ ♦ . ♦ $1,249,410
Washington 56 noth E/W Arterial to Canyon 2 3 ♦ □ . $100,000
Washington 57 125th Brockman to Scholls Ferrv 2 5 ♦ D $5,590,000
Washinaton 58 119th Barnes to Cornell 2 5 ♦ □ $2,415,000
Washington 59 Hall/99w Intersection n/a n/a ♦ ♦ ♦ $715,000
Washington 60 E/W Arterial Cedar Hills to Watson/Hall 0 5 ♦ ♦ $2,483,331
Washington 61 Boones Ferrv Tualatin River Bridge to Sagert 2 3 ♦ ♦ $1,021,000
Washington 62 E/W Arterial Millican 0 3 ♦ □ □ $2,328,000
Washinaton 63 Hall Greenburg"to Durham 2 3 ♦ □ $10,000,000
Washington 64 Boones Ferrv Sagert to Tualatin-Sherwood 2 3 ♦ □ $4,490,000
Washinaton 65 Durham Hall to Boones Ferrv 2 3 ♦ a $668,000
Washington 66 Jenkins Cedar Hills to Murray 2 3 ♦ □ □ $2,813,000
Washinaton 67 Denney 217 to Scholls Ferrv 2 3- □ □ $1,610,800
Washington 68 92nd Garden Home to Allen 2 3 □ □ $522,000
Washinaton 69 19Bth Kinnaman to T.V. Hwv 2 5 □ □ $1,240,200
Washington 70 209th Farmington to T.V. Hwv. 2 5 □ □ $8,026,000
Washinaton 71 Oleson Hall to B-H Hwv. 2 3 ♦ □ $2,396,134
Washinaton 72 Garden Home Multnomah Blvd. to 92nd 2 3 ♦ ♦ $3,306,000
Washington 73 185th T.V. Hwv. to Farmington 2 3 ♦ ♦ $3,600,000
Washington 74 Saltzman Cornell to Laidlaw 2 3 □ □ . $6,351,000
Washinaton 75 170th Avenue Rigerl to Alexander 2 3-5 □ □ . $9,851,000
Washington 76 West Union 143rd to Cornelius Pass 2 3 □ □ $12,593,000
Washinaton 77 Thomoson Mult. Co. Line to 143rd 2 3 □ □ $7,439,000
Washington 78 Martin/Comelius Scheltlln res Manin/Comellus Schefflin 2 2 □ □ $3,720,000
Washinaton 79 Evergreen 25th to Glencoe 2 3 ♦ □ $5,140,000
Washinaton 80 Glencoe Lincoln to Evergreen 2 3 ♦ □ $3,472,000
Washington 81 Old Hvw. 99w Wilsonville Rd. to Hwv. 99w 2 3 ♦ ♦ ■ $638,000
Washinaton 82 Multnomah Mult. Co. Line to Garden Home 2 3 □ ♦ $1,088,000
Washington 83 170th Alexander to Baseline 2 3 □ □ $5,032,000
Washinaton 84 Wilsonville/Sunset Old Hwv. 99w to Murdock 2 3 □ □ $4,742,000
Washington 85 Sunset Drive (Hwv 47) University to Beal 2 3 □ □ $2,443,000
Washington 86 Forest Grove North Arterial Hwv 47 to Quince 2 2 □ □ $2,809,100

♦ - Element of Primary Regional Significance 
□ = Element of Secondary Regional Significance
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Roadvyay Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdictlon No. Prolact Name Prolect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Washington 9 Cornelius Pass Sunset Hwy. to West Union 2 5 ♦ □ ■ 4 $3,698,000
Washington 10 Murray Millikan to Jenkins 2 4 ♦ 4 4 $7,685,000
Washington 11 Cornell Arrington to Baseline/Main 2 5 ♦ 4 ■ 4 $2,539,700
Washington 12 Cornell 185th to Shuts 5 7 ♦ 4 4 $787,600
Washington 13 Barnes Hwy. 217 to 117th 2 5 ♦ 4 $5,612,000
Washington 14 Cornell 158th to Barnes 2 3 ♦ 4 $3,979,000
Washington 1 5 Barnes Miller to Mult. Co. Line 2 5 □ 4 $2,610,000
Washington 16 216th Baseline to Cornell 2 5 ♦ 4 $12,180,000
Washington 17 Barnes Saltzman (@ Cornell) to Future 119th 0 5 □ 4 $2,184,000
Washington 18 Brookwood Airport to Baseline 0 5 ♦ 4 $5,956,000
Washington 19 Barnes Miller to Leahy 0 5 4 ■ 4 $2,755,000
Washington 20 Cornell Saltzman to Mult. Co. Lins 2 3 4 a $9,875,000
Washington 21 Jenkins Murray to 158th 2 5 4 ■ □ D $1,682,000
Washington 22 Baseline Lisa to 231st 2 3 4 4 $15,921,000
Washington 23 Baseline Brookwood to 231st 2 3 4 4 $2,869,000
Washington 24 Baseline 185th to 216th 2 5 4 4 $2,439,000
Washington 25 Cornell Hwy. 26 to Saltzman 2 5 4 4 $3,358,000
Washington 26 Murray Science Park Driye to Cornell 3 5 4 4 $2,838,000
Washington 27 Road Rehab Program County-wide n/a n/a $15,200,000
Washington 28 Signal Rehap Program County-wide n/a n/a 4 . $5,000,000
Washington 29 Beef Bend Ext Scholls Ferry to 99w 2 2 4 □ $9,062,000
Washington 30 216th/219th TV Highway to Baseline 2 3 □ 4 $5,381,000
Washington 31 New Bethany West Union to Kaiser 0 3 4 4 $6,409,000
Washington 32 185th Germantown Rd. to Cornelius Pass 0 2 4 □ $725,000
Washington 33 Walker Stuck! to 185th 2 5 □ 4 $2,301,000
Washington 34 Bethany Bronson to W. Union 2 5 4 4 $3,147,000
Washington 35 Walker Murray to 185th 2 5 4 4 . $10,150,000
Washington 36 Barnes Leahy to Hwy. 217 2 5 4 4 $1,784,000
Washington 37 Cornell Murray to Saltzman 2 3 4 □ $2,671,000
Washington 38 158th Jenkins to Baseline 3 5 4 □ □ $1,204,000
Washington 39 Nyberg/Sw 65th 1-5 to Bortand 2 5 4 □ $2,045,000
Washington 40 Allen 217 to Western 3 5 □ 4 ■4 $275,352
Washington 41 Greenway/Hall Greenway/Hall Intersection n/a ' n/a □ 4 4 $81,000
Washington 42 East Main 10th to Brookwood 2 3 □ 4- $5,769,000
Washington 43 Cedar Hills Huntington to Butner 3 5 □ 4 $959,000
Washington 44 Cedar Hills Walker to Huntington 3 5 4 4 $181,000
Washington 45 Allen/Western Allen/Westem Intersection 3 5 4 4 4 $40,000
Washington 46 Allen Munay to Main 3 5 □ 4 $3,067,000
Washington 47 Allen Allen at Menlo 3 5 □ 4 $150,000

♦ « Element of Primary Regional Significance 
□ - Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost
Jurdlsdietlon No. Profaet Name Prolect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM (1995 Dollars)

Clackamas 26 Carman Drive 1-5 to Quarry 2 3 □ □ $2,520,000
Clackamas 27 Sunnybrook Road 82nd to 93rd Avenue 2 5 □ ♦ $1,550,000
Clackamas 28 Roots Road 1-205 to Webster 0 3 ♦ □ $3,510,000
Clackamas 29 82nd Drive Highway 212 to Lawnfield 3 5 ♦ □ $4,390,000
Clackamas 30 Monterey 82nd to 1-205 2 5 □ ♦ □ $1,000,000
Clackamas 31 Parker Road Rosemont to Sunset 2 3 □ □ $2,920,000
Clackamas 32 Clackamas Road Webster to Johnson 2 3 □ D $1,330,000
Clackamas 33 Otty Road 82nd to 92nd Avenue 2 3 □ □ $1,330,000
Clackamas 34 Concord Road River Road to Oatfleld 2 3 ♦ □ $2,440,000
Clackamas 35 Johnson Road Lake Road to Roots 2 3 □ □ $5,440,000
Clackamas 36 Abernethv Road Hwy 213 to Main Street 2 5 □ □ $2,800,000
Clackamas 37 242nd Avenue Hlohway 212 to Multnomah Co.line 2 3 □ □ $3,430,000
Clackamas 38 Idleman Road Johnson Creek ext. to Mt. Scott Blvd. 2 2 □ □ $3,220,000
Clackamas 39 122nd/129th Avenue Sunnyside to Kino Road 2 3 ♦ □ $2,530,000
Clackamas 40 Johnson creek extension 92nd to Idleman 0 3 ♦ □ D

OoooC
OC
D

O
J

Clackamas 41 142nd Avenue Sunnyside to Highway 212 2 3 □ □ $2,500,000
Clackamas 42 Summer Lane extension 122nd to 152nd Avenue 0 3 a □ $3,830,000
Clackamas 43 Mather Road 97th to122nd Avenue 2 3 □ □ $2,670,000
Clackamas 44 Monterey 82nd to Price Fuller 0 2 □ ♦ $920,000
Clackamas 45 152nd Avenue Sunnyside Road to Highway 212 2 3 □ □ $2,510,000
Clackamas 46 98th Avenue Lawnfield to Mather 0 3 □ □ $1,480,000
Clackamas 47 Mt.Scott/Kinq Avenue Idleman to 132nd Avenue 2 3 □ □ $1,740,000
Clackamas 48 Warner Milne Bike Lanes Central Point Rd. to OR213 n/a n/a ♦ $350,000
Clackamas 49 Boones Ferry Bike Lanes Kmse Way to County Line n/a n/a ♦ $1,000,000
Clackamas 50 Linwood Ave. Bike Lanes King Road to County Line n/a n/a ♦ $260,000
Clackamas 51 Concord Road Bike Lanes River Road to Oatfleld Road n/a n/a ♦ $160,000
Clackamas 52 Railroad Ave. Bike Lanes Harrison to Harmony n/a n/a ♦ $1,000,000
Clackamas 53 CTC Connector Clack. Reg. Park to Mather Road n/a n/a ♦ ♦ $1,014,000
Clackamas 54 Lake Rd.Bike Lanes SB 21st to Oatfleld Rd. n/a n/a ♦ $780,000

ClackCo Total $169,754,000

Washinoton 1 Evergreen Pkv Ext. Cornelius Pass to Shute Road 0 5 ♦ • ♦ D $7,428,848
Washington 2 Lombard Canyon to Center Street 0 3 □ ♦ $849,002
Washington 3 112th Cedar Hills Interchange 2 3 ♦ ♦ ♦ $7,500,000
Washington 4- 143rd West Union to Kaiser 0 3 □ □ $1,400,000
Washington 5 124th 99w to Tualatin-Sherwood 2 3 □ ♦ ♦ $9,542,000
Washington 6 125th Brockman to Hall 0 3 □ □ $4,130,280
Washington 7 Old Scholls Ferry Murray to Beef Bend 2 5 ♦ a $4,104,000
Washinoton 8 Cornell 179th to Bethany 2 5 ♦ ♦ $3,023,000

♦ « Element of Primary Regional Significance 
□ » Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost
Jurdlsdlctlon No. Project Name Protect Location Exlstlnq Proposed Transit Bicycle Ped Freight TDM TSM (1995 Dollars)

Portland 62 Holaate Corridor Bikeway SE 39th Aye. to SE 92nd Aye. n/a n/a ♦ $50,000
Portland 63 SE Foster Rd. Bike Lanes SE 162nd Aye. to Jenne Rd. 2 2 ♦ $2,113,000
Portland 64 112th Corridor Bikeway Sorinowater Trail to Sandy Blvd n/a n/a ♦ $250,000
Portland 65 Halsey Street Bike Lanes Sandy Blvd. to 14Bth St. 5 • 5 ♦ $100,000
Portland 66 Columbia/Lombard 47th, 92nd connections n/a n/a ♦ ♦ $10,000,000
Portland 67 Columbia Blyd South Riverqate to 1-5 intertie n/a n/a □ ♦ $250,000
Portland 69 NE 33rd Ayenue Columbia/Lombard Interchanqe n/a n/a 4 $15,000,000
Portland 70 Cen. City Vanoool (10 Vans) Major Portland emqlovers n/a n/a □ $132,000
Portland 71 Central City TMA Central City employment districts n/a n/a □ 4 $330,000

Portland/Port 72 Burqard/Columbia Intersection n/a n/a □ ♦ $886,000
Portland/Port 73 Columbia Blvd Aldenivood Dr Intersetlon n/a n/a □ ♦ $340,000
Portland/Port 74 Columbia/Lombard Rail Overcrossinq n/a n/a ♦ $15,000,000

Portland Total $408,008,000

Clackamas 1 Beavercreek Road Beavercreek/Molalla Intersection 3 5 4 □ □ 4 $930,000
Clackamas 2 Highway 212 SPRR to135th frontage 5 5 □ 4 □ ' 4 $1,700,000
Clackamas 3 1-205 Frontage Road Sunnyside to 92nd east of 1-205 . 0 3 □ 4 $7,500,000
Clackamas 4 Monterey overpass Over 1-205 to frontage road 0 5 4 .□ $5,050,000
Clackamas 5 Johnson Creek Boulevard Johnson Creek/Llnwood Intersection 2 3 4 □ $750,000
Clackamas 6 Sunnvbrook extenston 1-205 to Sunnyside at 108th 0 5 4 4 $9,950,000
Clackamas 7 Road Rehab Program Countv-wide n/a n/a $8,400,000
Clackamas 8 Signal Rehab Program Countv-wide n/a n/a 4 ■ $2,800,000
Clackamas 9 92nd Avenue Idleman to Multnomah Co. line 2 3 4 ■■ □ $1,210,000
Clackamas 1 0 122nd Avenue Sunnvsida to Hubbard 2 3 □ □ $4,610,000
Clackamas 1 1 Statlord Road Stalford/Borland Road Intersection 2 4 □ □ $990,000
Clackamas 12 Johnson Creek Boulevard 45th to 82nd Avenue 2 3 4 □ 4 $5,210,000
Clackamas 13 Sunnysida Road 172nd to Highway 212 2 3 4 4 • $2,120,000
Clackamas 14 Sunnvsida Road Stevens to 172nd 3 5 4 4 $23,500,000
Clackamas 1 5 Jennings Road Oatfleld to Roots Road 2 3 □ □ ' $3,810,000
Clackamas 16 Jennings Road River Road to Oatfleld □ □ $2,200,000
Clackamas 17 Rosemont Road Stafford to Parker 2 3 □ □ 4 $2,350,000
Clackamas 18 Childs Road Stafford to 65th 2 3 □ a $4,240,000
Clackamas 19 Staltord Road Stafford/Rosemont Intersection 2 3 4 □ . 4 $520,000
Clackamas 20 Price Fuller Road Harmony to King 2 3 □ □ $2,620,000
Clackamas 21 Staflord Road 1-205 to Rosemont 2 3 4 D $3,180,000
Clackamas 22 Harmony Road ■ Sunnyside to Highway 224 3 5 □ □ $4,170,000
Clackamas 23 Beavercreek Road Highway 213 to Molalla Avenue 2 5 □ □ □ $3,200,000
Clackamas 24 Molalla Avenue Beavercreek to C.C.C. 2 5 a □ $3,210,000
Clackamas 25 Beavercreek Road Highway 213 to Henrld 2 5 □ □ $3,980,000

♦ - Element of Primary Regional Significance 
□ - Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdictlon No. Protect Name Protect Location ’ Existing Proposed Transit Blcycta Ped Freight TDM TSM

Portland 23 NE Sandy Bv NE 39th to 82nd Ave 4 4 ♦ 4 4 □ $5,000,000
Portland 24 NE Sandy Bv NE 12th to 39th Ave 4 4 ♦ 4 4 □ $15,000,000
Portland 25 Broadway/Weldler Corridor 1-5 to NE 28th varies varies ♦ 4 4 □ 4 $7,000,000
Portland 26 Lower Albina RR Xinq Interstate to Russell 0 2 □ □ 4 $4,000,000
Portland 27 Riyer Dist/ Loyeioy Ramo Broadway Br to NE 14th 4 5 ♦ 4 4 4 $11,900,000
Portland 28 W Burnside Redevelopment River to NW 23rd 4 4 4 4 4 □ $4,000,000
Portland 29 SW Front Avenue Steel Br to 1-405 5 5 4 4 4 □ $2,900,000
Portland 30 S. Portland Improvements SW Front 1-405 to Barbur varies ' varies 4 4 4 □ $30,000,000
Portland 31 N Macadam District SW Macadam,River. Carmthers, South unknown unknown 4 □ 4 □ $15,000,000
Portland 32 Grand Avenue Bridqeheads SE Grand. Belmon Morrison to Hawthorne varies varies 4 4 4 4 $4,000,000
Portland 33 Water Avenue Extension SE DMson Plaoe to OMSI 0 2 4 4 4 4 $3,000,000
Portland 34 SE 11th/12th SP Rail Xing SE Division to Mllwaukie 4 4 4 4 4 4 $10,000,000
Portland 35 Hillsdale Town Ctr Ped Dist SW Capital Hwv Bertha to Sunset 5 5 4 4 4 □ $3,500,000
Portland 36 SW Garden Home Rd SW Multnomah to Capital Hwv 2 2 □ □ □ □ $5,500,000
Portland 37 SW Garden Home Signal Garden Home at Multnomah 2 3 □ □ O □ $90,000
Portland 38 Capital Hwv SW Bertha bv to Barbur 2 2 4 4 □ □ $12,000,000
Portland 39 Taylors Ferry Rd SW Terwilliger to Spr Garden 2 2 □ a □ □ $2,620,000
Portland 40 Taylors Ferry Rd SW Spr Garden to SW 35th 2 2 □ □ □ □ $3,000,000
Portland 41 SW Terwilliger Taylors Ferry to Boones Ferry 2 2 □ 4 4 ■ □ $2,000,000
Portland 42 SW Boones Ferry Rd Tenivilliger to City Limits 2 2 □ . 4 □ □ $2,000,000
Portland 43 17th-Milwaukle Connector S. McLoughlln/17th-Milwaukie 0 2 4 4 4 □ 4 $400,000
Portland 44 Woodstock Business Dist SE 39th to SE 50th varies varies 4 □ 4 □ 4 $4,000,000
Portland 45 SE 45th Avenue SE Harney to Glenwood 2 2 □ □ □ □ $1,000,000
Portland 46 SE Johnson Creek Bv SE 36th to 45th 2 2 □ 4 4 $1,048,000
Portland 47 SE Tacoma SE 28th to 32nd 2 2 □ 4 4 □ $615,000
Portland 48 SE 82nd Shiller to Crystal Springs 4 varies 4 □ □ □ $5,230,000
Portland 49 Powell Butte/Mt Scott Coll. SE Powell Butte/Mt Scott area 2 2 □ 4 □ □ . $25,000,000
Portland 50 Road Rehabilitation Program City wide varies varies 4D 4D □ $30,000,000
Portland 51 Signal Rehabilitation Prog. City wide n/a n/a 4D 40 □ 4 $10,000,000
Portland 52 TMA's Parking Management Citywlde n/a n/a 4 n/a
Portland 53 Burnside Bike Lanes 33rd St. to 74th Ave. 4 4 4 $300,000
Portland 54 41st-42nd Bicycle Blvd. Columbia Blvd. to Springwater Trail 2 2 4 $250,000
Portland 55 148th Ave. Bike Lanes Powell Blvd. to Marine Dr. 4 4 4 $2,963,000
Portland 56 Greelev/Interstate Bikeway Klllingsworth to Broadway Bridge n/a n/a 4 $1,100,000
Portland 57 Bertha Blvd. Bike Lanes Vermont St. to Capital Hwv. n/a n/a 4 $367,500
Portland 58 Cornell Road Bike Lanes NW 30th Ave to NW 53rd Ave. n/a n/a 4 $295,000
Portland 59 Marine Drive Bike Lanes NE 33rd Ave to MLK Blvd. n/a n/a . 4 $5,000,000
Portland 60 Boones Fv. Bike Lanes Terwilliger Blvd. to County Line n/a n/a 4 ■ $2,000,000
Portland 61 Division Corridor Bikeway SE 39th Ave. to SE 92nd Ave. n/a n/a 4 $50,000

♦ - Element of Primary Regional Significance 
□ = Element of Secondary Regional Significance
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Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdictlon No. Project Name Project Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Tri-Met 23 600 Park&Ride Spaces 1-5 South n/a n/a ♦ □ $2,902,500
TrI-Met 24 150 Park&Ride Spaces Lake Oswego n/a n/a ♦ □ $807,325
TrI-Met 25 210 Park&Ride Spaces Progress/Scholls Ferrv Rd. n/a n/a ♦ D $1,128,750
Tri-Met 26 400 Park&Ride Spaces Barbur Blvd. n/a n/a □ $1,290,000
Tri-Met 27 450 Park&Ride Spaces 99 E • n/a • n/a ♦ □ $1,451,250
Tri-Met 28 1190 Additionai Spaces Not vet determined n/a n/a ♦ □ $5,375,000
Tri-Met 29 Regional TSM Proiects Throughout Tri-Met Service area n/a n/a ♦ $1,075,000
Tri-Met 30 Gresham Parking Structure- Gresham n/a n/a D $4,837,500
Tri-Met 31 Egulpment improvements • Throughout Tri-Met Service area n/a n/a ♦ $33,737,432
Tri-Met 32 Rideshare/Transit Info Regional Centers. Employment Centers n/a n/a ♦ ♦ $322,500
Tri-Met 33 Milikan Wav Development SW Murray Blvd. to SW Hocken Street 2 3 □ □ . □ n $3,332,500
Shared 34 5 Emolover Shuttle Vans Small employers (<50) In region n/a n/a ♦ $134,375

TrI-met Total

I ReglonalTelecommuia Prol. I Employers In region

$253,494,657

CODE n/a n/a $400,000 I
ODOE TOTAL $400,000

Portland 1 Marine Dr. Slough to 2.5 Mi. East 3 5 ♦ □ 4 $2,781,000
Portland 2 Havden Island Br. Marine Dr to W. Havden Isl 0 2 ♦ □ 4 $20,000,000
Portland 3 S Rivergate RR Overcross Lombard. Burgard, Columbia 0 2 □ □ 4 $12,000,000
Portland 4 N. Janzen-Hayden Isl. Dr. W. Havden Isl to E. of 1-5 5 5 ♦ □ n □ $2,000,000
Portland 5 NE 11-13 th Connector NE 11th to Columbia Bv 0 3 ♦ □ □ □ $32,500
Portland 6 NE Lombard St Johns to Columbia Bv ■ 3 3 □ ♦ ♦ 4 $10,000,000
Portland 7 St Johns Business District Burlington to varies varies ♦ □ ♦ □ 4 $1,500,000
Portland 8 N. Interstate Columbia to Steel Br. 4 - 4 ♦ ♦ ♦ □ $1,100,000
Portland 9 NE 47th Columbia to Cornfoot n/a n/a □ □ □ 4 $1,650,000
Portland 10 NE Cornfoot 47th to Alderwood n/a n/a □ □ □ 4 . $3,700,000
Portland 1 1 NE 92nd Ave Fremont to HalseV 2 2 ♦ n □ □ $1,250,000
Portland 12 Sandy Boulevard 101st to 122nd 2 4 ♦ ♦ 4 $4,990,000
Portland 13 NE 122nd Sandy to Marine Dr n/a n/a ♦ □ □ 4 $5,500,000
Portland 14 NE Sandy 122nd to 185th Ave n/a n/a ♦ ♦ ♦ 4 $30,000,000
Portland 1 5 NE 138th Ave‘ Marine Dr to Sandy n/a n/a □ □ □ $102,000
Portland ,16 NE 148th Marine Dr to Sandy n/a n/a ♦ □ □ $2,963,000
Portland 17 158th Marine Dr to Sandy n/a n/a □ □ □ $7,300,000
Portland 18 92nd/Columbla RR xing NE 92nd and Columbia n/a n/a □ □ 4 $9,820,000
Portland 19 SEJenneRd Foster to-Powell 2 2 ♦ a □ $3,500,000
Portland 20 SE Foster Bv 136th to City Limits 2 3 ♦ 4 □ $5,500,000
Portland 21 SE Lents Business District 90th to 96th, Foster/Woodstock varies varies ♦ a 4 □ 4 $1,400,000
Portland 22 57th/Cully Bv NE Sandy to Lombard 2 2 ♦ □ 4 □ $4,340,000

♦ - Element at Primary Regional Significance 
D - Element of Secondary Regional Significance
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Chapter 5 Project Matrix
Projects Recommended for Preferred Network

Roadway Lanes Modal Elements Project Cost 
(1995 Dollars)Jurdlsdiction No. Proleet Name Protect Location Existing Proposed Transit Bicycle Ped Freight TDM TSM

Metro 1 Peninsula Crossina Trail Columbia R. to Willamette R. n/a n/a ♦
$16,300,000Metro 2 BN Rails-to-Trails Sauvie Isl. to Beaverton/Hillsboro Area n/a n/a >

Metro 3 PTC Multl-Use Trail OMSI to Sgringwater Corridor n/a n/a ♦
Metro 4 PTC Muiti-Use Trail Milwaukle to Gladstone n/a n/a ♦ ' $570,000
Metro 5 TOD Fund Program Purchase sites for TOD develooment n/a n/a 4 $7,000,000

Various 6 Regional Ped Proiects Centers, Conidors & Malnstreets n/a n/a ♦ $60,000,000
Shared 7 TDM Education/Promotion Metro region n/a n/a ♦ ♦ $200,000
Shared 8 6 Regional TMAs Central Citv. Regional & Emo. Centers n/a n/a ♦ $1,700,000
Shared 9 Regional Center TMAs Gresham, Hillsboro, Milwaukle & O.C. n/a n/a □ ♦ $1,237,000

Metro Total $87,007,000

TrI-Met 1 5 new buses Line 71 - 60th-122nd Avenue n/a n/a □ ♦ $1,343,750
TrI-Met 2 5 new buses Line 72 - Killinosworth-82nd Avenue n/a n/a □ ♦ $1,343,750
Tri-Met 3 S new buses Line 75 - 39th-Lombard n/a n/a □ ♦ $1,343,750
Tri-Mel 4 5 new buses Line 78 - Beaverton-Lake Oswego n/a ■ n/a □ ♦ $1,343,750
Tri-Met 5 3 buses special service Special events and employment centers n/a n/a - ♦ □ $774,000
Tri-Met • 6 Transit marketing program Metro region n/a n/a ♦ ♦ $967,500
Tri-Met 7 Jitney Service (3 Jitneys) Regional & Town Centers, Main Streets n/a n/a □ $129,000
Tri-Mel 8 Expand Carpool Service Large employers In Metro region n/a n/a ♦ $53,750
Tri-Met 9 Regional Vanpool Program (2 Large employers In Metro region n/a n/a ♦ $425,700
Tri-Met 10 Emergency Ride Home Employment Centers n/a n/a □ □ $1,075
Tri-Met 11 Barbur Fast Link Dovmtown Portland to Tigard n/a n/a ♦ $15,480,000
Tri-Met . 12 Division Fast Link Downtown Portiand to Gresham n/a n/a ♦ $22,467,500
Tri-Met 13 BH Hwy. Fast Link Downtown Portiand to Beaverton TC n/a n/a ♦ $4,837,500
Tri-Mel 14 82nd Fast Link Clackamas TC to Airport n/a n/a ♦ $5,482,500
Tri-Mel 15 Killingsworth Fast Link Gateway to Swan Island n/a n/a ♦ $3,440,000
Tri-Met 16 Sunset Fast Link Sunset TC to Milwaukle TC n/a n/a ♦ $8,062,500
Tri-Met 17 T.V. Hwy. Fast Link Beayerton TC to Hillsboro n/a n/a ■ ♦ $4,945,000
Tri-Met 18 Hawthome/Belmont Fast Lk Downtown Portland to Gateway n/a n/a ♦ $2,956,250
Tri-Met 19 Sandy Fast Link Downtown Portland to Airport n/a n/a ♦ $5,052,500
Tri-Met 20 NW 23rd Fast Link Downtown to Montgomery Pk n/a n/a ♦ $2,203,750
Tri-Mel 21 St. Johns Fast Link St. John's to Downtown n/a n/a ♦ $4,515,000
Tri-Met 22 Bus & LRT Service Increase Throughout Tri-Met Service area n/a n/a ♦ □ $109,932,000

♦ ■ Element of Primary Regional Significance 
□ - Bement of Secondary Regional Significance
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revised TIP containing a short-term improvement program that is consistent with projects listed
in the federal RTF.

B. Recommended Transportation Improvements

The following matrix includes more than 400 separate transportation project and programs.
As a whole, they are the region's "preferred" system — transportation needs that exceed
expected funding, but are critical to realizing the goals, objectives and policies set forth in this
plan. As such, they define ah unmet funding need that is discussed in more detail in Chapter 7.

The projects and programs shown in the matrix range from bicycle lane striping projects, to
major roadway construction, with project costs ranging from thousands of dollars to tens of
millions of dollars. The matrix format of this chapter allows this broad spectrum of projects
and programs to be compared as a whole, with the specific modal elements of each item
detailed according to existing and proposed motor vehicle lanes, and system enhancements for
the region's bicycle, pedestrian, transit and freight networks. Demand management (TDM) and
system management (TSM) components are also identified, as well as project or program capital
or startup cost. Where these modal elements are marked with a diamond (♦). the project
contributes at a regionally significant level. Elements marked with a square (□) have modal
elements of local significance.

[Note: the preceding text refers to a project list that has been refined through public review and 
comment. The matrix shown below will be revised following public events in April 1995, with a 
final list of project and programs to be completed by late April]

-Modernization-Improvcmentsi—facility widening that-significontly G)y-50-pcrccnt or
more) affects-capadty; Such-QS-adding travel lancs/ncw-fadlity-constructionrctc.-major
intersection or interchange constructionrond/or coordinated Transportation-System
Management (TSM) projccts-ovcr onc mile in length.

/

-OperationsrMaintenanec-and-Safety-Improvements: those facility-widenings that
incrcasca-capacity-by-less-than-SO percent, signalization projects not part of a 
coordinated-TSM investmontrminor intersection projects/bridge-rcplaccmcnto (within
existing right of way) and general maintenance (rcstriping;-rcpaving7-ctc:) and
operations-(signal-controllers, channelization, etc.)-activities.

The RTF includes all planned modernization improvements-(rcgardless-of-funding source)
loeated-on-or-directly affecting-the capacity of the regional-highwayr-transit-and bicycle
systCHns-identified in-Ghapter-4-that arc consistent-with-RTP goals and-policies. Operations,
maintcnanee-and-safcty-improvcmcnto, whilc-not itemized in this Plan,-are deemed consistent
-with-thc-policy intent-of-tho RTF if thcy-mcct the-following criteria:
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CHAPTER 5

Recommended Transportation Improvements 

to the Year 2015

A. Overview

The fellowing sections of project matrix in this chapter detail^ on both a region-wide and 
seetor-bv sector jurisdictional basis, the major transportation improvements and programs 
included in the federal Regional Transportation Plan (RTF) to achieve the major goals outlined 
in Chapter 1: to provide adequate mobility on, and access to, the region's transportation system 
within recognized iinancial and environmental constraints.

The federal RTF emphasizes transit and other alternative forms of travel as a key 
strategies to limiting future investments in automobile capacity. This approach is reflected in
the projects and programs recommended in this chapter, where transit improvements range from
park-and-ride facilities and improved bus service, to new transit centers and major extensions
of the light rail network, and every roadway project includes bicycle and pedestrian
improvements.

The federal ISTEA limits funds for projects that are primarily oriented toward increased
highway capacity for single-occupancy vehicles (SOVs). Because this provision is linked to
the required Congestion Management System (CMS), it will be addressed as part of a future
update to the plan, when the Final CMS is adopted as part of the RTF. At that time, the
project listings contained in the RTF will be amended to identify projects that are primarily
SOV oriented. In preparation for the update. Metro has developed an "Interim CMS." which is
briefly discussed in Appendix "MS."

The transportation improvements included in the Flan represent a set of investments that 
have been chosen after vigor6us4eeai-Qnd-regional public review of possible alternatives, and 
are considered to be the most prudent and cost-effective use of public funds to solve the region's 
transportation problems. In April 1995. local agencies worked with Metro to develop an initial 
package of regional transportation project and program needs for public review and comment.
The initial list consisted primarily of known transportation needs that had been quantified in
the 1992 RTF analysis, and other regional and local transportation studies. These projects were
presented at a series of regional 'Triorities '95" events, conducted throughout the region. Input
from these events not only helped to shape the mix of projects and programs shown in this
chapter, but also helped to define the qualitative and quantitative evaluation criteria used in
Chapter 7 to define a financially constrained transportation program.

The tool for implementing these improvements is the Transportation Improvement Frogram
(TIF). The TTF is updated annually as part of the region's ongoing planning process, with each



Chapter 5

Recommended 

Transportation 

Improvements to the 

Year 2015



sauvw ' lC::
^oncoiii'er 

JjQ.k

Central City 
Proposed Regional Centers

hwy sOO Town Centers 
Neighboring Cities■stand

^Hlngton

'/ f \ "'-s'n.-/ I \ is.i''-'fovnVancouver

■V»vy irm
0,:JHGOWNorth

Helvtda*1
Pontano

niemalionai

AIrpon Washout

u^Xi ^ V
I "■■X

Watt Union
KlULWi

C/TY Of PORTLAND 
BICYCLE MASTER PLAN 
BIKEWAYS YET TO 
BE DETERMINED

Verboort

f/ALSEYT^««t I 
Grov^"*>y«r*’--------

CORIY
SilBboro

STARHWY e

01 VISION

POY/t

Aior

STOCK

MULT
CLACKAMAS CO

l^jlwaURtVFarmiMton

SUNaj

Boring
FfcHf Y TalMri

^olls
LMirelwood

WASHINGTON CO.

DurhamYAMH LL CO

UALA

FORSYTHE
T-^ala^^

mwooo

\ Parte

CLACKAMAS CO Figure 4-5
MARION CO. •

Barlow

Proposed Regional 

Bicycle Network
March, 1995 Version 1.2
// Existing regional system (bike lanes or shoulders)
A/ Existing local bike lanes i------

S* Programmed or committed bike lanes 
/V Local system bike boulevards 
A/ Existing multi-use trails Newb^
f \e Proposed multi-use trails i'!___
/\/ Proposed bikeways (no funding identified) ; J 
/'•/ Urban Growth Boundary

600 NE Grand Avc. 
Portland. OR 97232-2736 
(503) 797-1700.

U4.tv7plti«y.aml, plot data: .\pril 07, 19(6



1
1 Q

________ Cii.
<£)

Figure 4-4

Washougal

Primary ' L“i
Transit Network 1
Draft 1.0 
Legend:

.■*, Urban growth boundary 

County lines

PTN Preferred Alternative 

High Speed Network 

// Fastlink 1 

A/ Primary

Region 2040 Development jypes- 
Central City

Proposed Regional Centers 

Town Centers

^LAIN 
Z

ancouver

Helvetio
Portland

International
Airport

Camos.-

rmt;w -I ST
ilWiS;Verboort

cornetl
STARK

iv^sim
POWELL

WOODSTOCK FOSTER

tenstrrt
___ MULTNeWW c5

T: V CLACKAwfe COT Coitrell

ftyuqkiForm’ington

li;, HWBALD
Laurelwood

WASHINGTON CO.
I^QSCUSScholls

urham
BanonTUALAT Ryergr2^**/

Airport 

Bus Station 

Amtrak Station

Snerwooffl.
Redland nsc/y I RWOODr~^

Newberg Mclver
Park

'mihmWs • fxLlarfj

r&/7y CLACKAMAS CO.
Beaver
Creek

MARION C0.«
ir.^iAND

95138/ptn.aml, plot date: April 08, 1995



Figure 4-3
^Vancouver

Smith

ieWeiia
Hand' 
ationql 
Dort y

Camas
Washougal

West Uni INCSWORTH ST
Verboort

fU Rp COR I

DIVISI
OWN \ RD POWELL

BEAVERTON/ RU/LS/)
WOODSTOCK
BLW

Cottrell

SU/V/y,
m
Talbert ^

BALD
Laurelwood

DamascusScholls

RTF Freight Element 

Freight Network Map
Draft 3.0

larver
Barton'UAL AT

Railroads Main Roadway Routes

Railroad Main Lines Road Connectors

RedlandUrban Growth Boundary

Freight Intermodal Facilities Freight Generators
Port Facilities J Industrial Comp 

Plan Designation
Grain Elevators

Intermodal/TOFCPCOFC

Mclver
\Park\%

60D NSffi (Qrand Ave. 
Portland, OR 97Z322Z,736 
{5®K3)77B7713'00

Beover
Creek

CLACKAMAS 
MAR I ONiM ETRO

94434/ims3_0.anil/ plot date: April 08, 1995



PORTLAND URBANIZED AREA 

PROPOSED
NATIONAL HIGHWAY SYSTEM

LEGEND
Ghsan

INTERSTATE (NHS)
STRAHNET ROUTES (NHS)
CONGRESSIONAL HIGH PRIORITY ROUTES (NHS) 
OTHER NHS HIGHWAYS 
ROUTE NUMBERS 
OTHER STATE HIGHWAYS 
INTERNATIONAL AIRPORT 
OCEAN PORT
TRUCK/RAIL FREIGHT FACILITY 
ADJUSTED CENSUS URBAN BOUNDARY 
URBAN CITY

Everett

(located)

Ross Island Br.

REDMOND

LAND
Figure 4-2

Cornell RdV1^^
Eo- o 
O

Boones 
Ferry Rd.

WILSONVILLENEWRERG

r»rr.iT4i i v oopoAOcrv



Verboort

Cof/^elius

Farmington

BALD
Lourelwood

Helvetia

----1 ' L5
_________ CM.

Figure 4-1

Portland
International

Airport

ancouver

Camas
Washougal 

T4
mer>t /s,„ 's'anc/

K! immiKreisv.

\YAMHILL CO. I

Roadway' 
Functional Class
Draft 2.1

.* Urban growth boundary• •
Count)’ lines

A. variety' of transportation and land use alternatives 
I are being examined in the Tualatiii-Hillsboro 
I corridor as a part of the Western Bypass Study. This .„
•i study includes and evaluation of the need for a -jv.
‘i through-route connection betvt'een Interslate-5 and 
I Highway 99W.

j_______ j Regional Through-Route (Freeway)

j Regional Thaiugh-Route (Arterial)

m Multi-Modal Arterial (Major)

Region 2040 Development Typ:s 
Central City

Proposed Regional

F Multi-Modal Arterial (Minor)

Local Streets

UAL A

The Mt. Hood Parkway study is i 
examining the need for a 
thnmgh-route connection heOA'cen- ^ 
lnterstate-84 and US 26 in the % 
Gresham area. >-

Pleasant-

Coitrell

Newberg

MARION CO.'

Oneni

CLACKAMAS

Mr 
Talbert

ascus

FORSYTH

Redland

fxliarf,

Beaver
Creek

( •
<c , ^ / •
___1
o ,0^^^f;::aACKAMAS CO. j

> S3 ^

hnprovements in the Highway 212 through-route 
between 1-205 and US 26 are being evaluated in the 
Sunrise Corritkir Study. The propoi-ed first phase 

[i improvements are shown on this map. Additional 
I improvements, and the effect of future urban 
g reserves tliat may be identified in the Damascus area 
It will be considered in the next RTP update, 
fc ......

jjJlidLALlD—Ci.

IRWOOD^ N,

95138/dass.amU plot date: April 08, 1995



Regional Pedestrian System

While most walking trips are relatively short and local in nature, an increase in walk trips has
regional significance by reducing pressure on the regional roadway system and improving air quality.
Many people indicate a willingness to walk, rather than drive, short distances if attractive and
comfortable facilities are available. For those unable to own and/or operate an automobile, including
the elderly, young, disabled, and low income residents, walking is a primary and economical means of
transportation for many trips. Attractive pedestrian connections are also critical to the ability of
residents to get to and from the region's transit system.

___The regional pedestrian system is composed of those pedestrian connections which serve a regional
function, meaning that they serve the region's major activity centers and transit system. The following
land use types as having a high potential for pedestrian activity and where improving the pedestrian
environment is a regional priority: Central City. Regional and Town Centers. Station Communities.
Corridors, and Main Streets. Regional transportation policies, guidance and funding will be focused on 
creating high-quality pedestrian access within and to these uiban land use types. Pedestrian networks
and connections that serve other parts of the region are considered to be of local rather than regional
interest and are included in local plans.

Creation of attractive pedestrian environments in the region's major activity centers and corridors
will require complete networks of safe, accessible and convenient pedestrian walkways as well as other
facilities and amenities which make the environment more attractive and pleasant for walkers.
Pedestrian facilities that provide dedicated space for walking include the following: sidewalks and
separated paths, street crossings, and curb ramps. Facilities which may make walking along a street or
waiting for a bus more pleasant include: benches, bus shelters, and improved street lighting.

Metro will work with local jurisdictions to identify and implement stand-alone pedestrian projects
which most improve the pedestrian environment in the areas and corridors of regional interest.
Through policies identified in the RTF, pedestrian issues will also be considered in planning and
programming multi-modal projects on ^e regional transportation system. The Regional Framework
Plan will provide a more detailed description of the regional pedestrian system and its existing
conditions and needs. Policies and actions needed to achieve the the region's goals for pedestrian
friendly and accessible environements will also be adopted as part of the RFP.
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identifies regional bikeways providing connections to the Central City. Regional Centers and
Town Centers. The network identifies primary corridors for regional bicycle travel that 
complement local bicycle systems ■idcntifics-a-oerics of regional priority-bike corridor&-that and 
tie together major activity centers across the region. This bicycling network will afford the 
opportunity for safe and convenient travel by bicycle between jurisdictions and to major trip 
attractions throughout the region. The regional system is shown in Figure 4-5. Metro will 
cooperate with local jurisdictions to implement-the Regional Bicycle Goals and Objectives
referred to in Chapter 1.

The bicycle network identifies bicycle facilities on roadways owned and operated by local
jurisdictions. Metro will cooperate with local jurisdictions to complete the regional network.
The regional network will provide policy guidance for local implementation of regional bicycle 
facilities and a framework for regional bicycle planning policy. Projects will be coordinated to
assure continuity and consistency throughout the region. Metro wil provide planning guidance
to local jursidictions to assure that local bikeway plans are compatible with regional and
federal transportation policy.

Bicycle facilities should be incorporated into regional transit and highway investments.
Bicycle parking facilities should be provided at major transit facilities such as LRT stations.
bus transfer stations and park-and-ride lots. All buses are currently equipped with bicycle
racks and bicvdes are permitted on LRT vehicles during off-peak hours providing opportunities
for trips integrating bicycles and transit. Bicycle facilities should be incorporated into all
highway projects in accordance with ORS 356514.

-----tn-addition, high security bicycle rackg-arc planncd-at major transit otatiens-fHollywood,
6ateway/-Grcsham/ Milwauldc< Beaverton,-Tigard, Tualatin, Sunset, Glacltomas-Town Gcntor,
Oregon Gity; LakeOowogoy Burlingame-and-Vancouver) and major-park and ride lots
(€oIumbia/Sandy, Lents, Cladcamag-Town Center, Oregon City, Milwaukio, Tigard, Tuatatk^
Washington Square; Beaverton, 170th Avenue, 185th Avenue and-Hillsboro).—The installation
of those-bicycle raclcs is subject to funding availability-and-looal jurisdictional approval.-
Exceptions to this provision-must be-sought as an amendment to-the RTPr

The Regional Bicycle Program will work cooperatively with local jurisdictions to implement
the following strategies to encourage bicycle travel:

Among the actions that should-be considered by local jurisdictions arc:

• provision of provide secure bicycle parking facilities at employment centers, minor 
transit stations, mmer park-and-ride lots, schools, high density residential 
developments, shopping centers, libraries, etc.;

• establishment-of voluntary-bicycle marking programs;

• development of safety education and awareness matcrials-Qnd-programs; and develop 
public education efforts to promote safe use of roadways by bicyclists and motorists.

• support for consistent enforcement of all rules of the road pertaining to bicyclists.
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• develop area wide parking management piano in-existing and planned-high density areas. Local
jurisdictions are encouraged to manage the price and location of parking to favor the rideshare
and transit traveler and to help reduce work and non-work trips bv single-occupant autos.

• Local jurisdictions should provide Park-and-pool lots to aid in formation of carpools..
(Additional Parking Management implementation strategies will be determined at the
conclusion of the Parking Study)

Land Use Decisions

The pattern of development contained in the local comprehensive plans is the major 
determinant of the travel demands that the RTF is expected to serve. As a result, the travel 
flows described in the RTF reflect a major expansion in suburban employment, particularly 
noticeable in the major radial corridors.

In addition, local plans call for specific locations of higher density development and a 
clear delineation of urban vs. rural development that is reflected in the design of the transit 
system and expected transit ridership.

Additional land use controls and incentives that jurisdictions should consider include:

• requirements dealing with parking, rideshare programs and curb cuts on arterials;

• greater densities focused around planned regional transit trunk route stops and transit 
stations and along subregional and local transit routes;

• encouragement of mixed use developments;

• site plans designed to emphasize convenient pedestrian access to transit and local 
pedestrian and bicycle paths; and

• other land use actions consistent with the Regional Urban Growth Goals and Objectives 
or resulting from the Region 2040 planning process.

Flexible Working Hours

-----Flexible-working hours can help-to-shift-travcl out of the normal peak hours-and-therefore
leoscn-thc need for additional highway-and'transit-investments by-spreading demand-away
from-the-congcstcd-pcak usage-hours on-both highway and-tronsit systems:-This reduces the
nccd-for more highway capacity and transit equipment and minimizcs-thc-transit-opemting cost
associated with a very highrbut rclativoly-short-duration>-pcQk load?

The use of the bicycle as-analtcmatc-modc offer transportation to work, shopping, schools 
and •rccrcQtional opportunitics, os-wcll as to access the transit system, can reduce the number of 
vehicle trips on the region's highway system and lessen tho-nced for vchido parking 
investments, improve regional air quality The-adopted Regional Bicycle Plan designates 
approximately-270 miles of regional bicycle routes within the rcgion-(Figurc 4-7z)-and Network
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___Metro and ODQT should continue to pursue funding to conduct a pre-project study of congestion
pricing in the Portland area. Pending the results of the study, a demonstration project should be
conducted to determine the operational feasibility of implementing a user-based fee system in the
Portland area to relieve congestion.

___Local jurisdictions are encouraged to evaluate the use of parking charges as a market tool to reduce
SOV travel at work locations.

Non-Work Destination Based Programs

___This type of TDM program is oriented toward a retail and/or non-work commercial site.
Implementation of TDM for non-work trips is an important consideration because trips for non-work
purposes represent 80 percent of all regional trips, and these trips are not currently subject to the
proposed ECO rule and/or Parking Ratio Rules. Consequently, the reduction in vehicle trips and
ultimately VMT from non-work TDM strategies can be applied directly to achievement of die TPR
without the problem of double counting for VMT credit already assumed from implementation of
employer- based strategies to satisfy the ECO rule.

Local nirisdictions should work with Tri-Met and selected employers to promote TDM programs at
shopping and recreatidnal locations. Such as:
Coordinating with Tri-Met on promoting the use of non—SOV modes by providing special discount passes
to shopping and recreational events.

_Coordinating with Tri-Met to provide special subscription/shuttle transit service to major
retail /commercial locations.

_Working with large retail and commercial centers to provide priority parking for carpools and
vanpools.

Parking

Parking programs which limit parking around regional transit trunk route stops and transit centers 
or provide preferential locations and prices for individuals that rideshare can be an important 
technique to increase ridesharing and maximize transit ridership. Parking management programs 
should be complementaiy to strategies aimed at meeting DEQ's Parking Ratio Rule The RTF forecast of 
travel demand to downtown Portland is consistent with the expected supply of parking in the downtown 
by the year 2005, as well as the emphasis on shifting the use of parking to short term trips.

Among the parldng progronaa that should bo considered by locaHurisdictionsThe guidelines for 
implementing parking management programs are:

• provide prcfcrcnfaal parldng locations and'pricoo-for carpools nnd-vanpools at public-porlcing
lots/curbside parldng arcao and in private employee parking lotSiLocal jurisdictions are 
encouraged to limit the number of parking spaces in high-densitv areas with direct service to
regional transit trunk routes. The limit should be based upon the type and density of
development and can be accomplished through a parking management program covering a
general area or specific parking requirements for individual developments.

• establish maximum parldng requirements for new development within 1/4-mileof regional 
transit trunk route stops and transit-stations-according-to-thejand-usG type and quality-of-transit
service; and Local jurisdictions should consider maximum limits on the number of parking spaces 
associated with development within walking distance of transit centers.
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• Local jurisdictions are encouraged to promote, through zoning, the development of employment
opportunities in areas served by transit or located along regional transit trunk routes, consistent
with the 2040 Growth Concept.

• Local jurisdictions are encouraged to support flexible work schedules at large employment
centers, in central business districts and in areas experiendng traffic and circulation problems.

• Tri-Met. as the regions transit agency, should continue to provide the appropriate levels of
transit service, paratransit service and infrastructure to support implementation of the 2040
Growth Concept, the Employee Commute Options Rule, anil achievement of the TPR.

• Employer Based Programs

At this level of implementation, the employer becomes the important implemehter of the TDM
action(s), even though the employer may be responding to a government imposed mandate such as the
Employee Commute Options Rule or the Parking Ratio Rule. The key to having a widespread and
significant impact on commute trips is to get a large proportion of all employers in the region to
implement effective programs. As discussed previously, effective programs include a package of
mutually supportive measures for reducing SOV use and increasing non-SOV travel.

Local jurisdictions can assist employers and the business community in implementing effective TDM.
Such as:

Local jurisdictions should continue to promote employer efforts to reduce SOV work trips to
large employers or employment centers and in congested traffic corridors:

_Local jurisdictions should encourage ridesharing and the use of other non-SOV modes through
education and marketing programs:

_Local jurisdictions should support, at the state and local level, tax incentives for using transit.
carpool and vanpool. and for implementing telecommuting programs.

Regional / Corridor Driver Based Programs

Regional/corridor driver-based programs can be applied to either work or non- work trips. Under
this approach, the primary focus of the TDM program is to affect travel behavior through market-
based approaches/incentives such as road and parking pricing. The concept of pridne is important
because transportation, activities have "external costs" not included in the prices drivers face. As used
here, an external cost is defined as a cost imposed on another person who was not responsible for the
added cost initially. Common examples are congestion and pollution external costs imposed on users of
transportation facilities. A basic result of microeconomic theory is that economic efficiency is
maximized when marginal social benefits equal marginal social costs. Transportation pricing.
especially the price facing automobile drivers^ fails to meet this criteria, leading to inefficient use of
transportation resources in the form of congestion and overcrowded facilities.

Market- based strategies have the most potential for reducing VMT, particularly if they are
designed to take external costs into account, and price drivers accordingly (marginal social cost). The
major components of marginal social cost of a highway facility include the costs of wear and tear on the
facility, the interference costs to other users (delay, increased accident risk, increased insurance and
enforcement costs), and costs imposed on others regardless of whether or not they are using the facility
(noise, air pollution, etc.) The consideration and implementation of market-based strategies may be
required to achieve the 10 percent VMT per capita reduction required by the TPR.
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Ri-deshnre

— The performance of the year 2005 highway systcm-(see Chapter 6) rcconunendcd in thc Plan is
based upon-a-forecaot of traffie-volumes thQt-incorpornte-Q-23 porcent-regionwide-avefage-fideshnrc
rate-for auto-work trips.

-----Tltis-overall rideshore rate reflected in the odopted-Plan-is-conservative-in-that-it-rcflects-current
levels of-ridesharing-and is achievable without mandatory controls. Ridesharc programs recommended
to-sustain-and-incrcasc this level arc as follows:

better-carpool matching services for carpoolcrs can-be-organized bctween-multipic employers; 

additional-priority-lancs for-carpoolcrs-in selected-areas;

more employee-benefits for ridesharing; and

incrcascd-ridcsharc marketing information and park-and-pooHotedn-spccific-corridors.

Within the context of a spedfic program approach (i.e.. regional, employer based, driver-based, non
work-based, etc.) TDM strategies are categorized as Tier 1 or Tier 2 depending on what planning time 
frame in the RTP they would most likely be considered for implementation.

• Tier 1 strategies are considered to be the least difficult and least costly to implement and would
, therefore be most effective during the first 10 years of the RTP (1995 - 2005). This time period

coincides closely with achievement of the first milestone for the TPR (zero percent growth in
VMT per capita by 2005), and implementation of the region's ozone maintenance plan (1996 -
2006). These strategies focus on providing the infrastructure and support for continuing existing

- TDM efforts in the region, as well as providing employers with a choice of strategies and
approaches to assist them in implementing the Employee Commute Options Rule as mandated
bv the region's ozone ihaintenance plan.

• Tier 2 strategies are more difficult and generally more costly to implement but may be necessary
to help the region achieve the 10 percent VMT per capita reduction goal by 2015. as required by
the TPR. Tier 2 strategies include market-based approaches as well as strategies for affecting
trips at non-work locations. The available evidence on the effectiveness of TDM measures
indicates that market-based approaches/incentives provides a greater potential for reducing
VMT.

TDM Infrastructure/Support Programs

Local jurisdictions should adopt policies consistent with the TPR and to assist Employers comply with
the mandates of the Employee Commute Options Rule, such as:

• Local jurisdictions are encouraged to work with Tri-Met in providing the necessary 
infrastructure to support transit, para-transit, and carpool/vanpool programs. This may
include improving the the streetside environment affecting the transit user, bicyclist and
pedestrian.

_Local jurisdictions are encouraged to participate in local Transportation Management
Associations (TMAs) to promote the benefits of TDM.

_Local jurisdictions are encouraged to conduct active marketing and education programs to inform
businesses and the public of the benefits of non-SOV modes of travel.
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Zone, Historic Districts and other downtown destinations are under consideration and are . 
shown in Figure 4-4.. As the mall reaches its transit capacity, bus routes currently using the 
mall will be rerouted to other streets consistent with the Downtown Plan and the Downtown 
Parking and Circulation Policy (such as 4st2nd and 2n4 3rd and 10th and 11th Avenues).

Transition

As the long range transitway system is developed on a corridor-by-corridor basis, bus trunk 
route transit service will be provided in the remaining corridors by providing high grade bus 
service on existing streets. In addition, the transit stations previously identified would also be 
compatible with the upgrading of service from a trunk route to a transitway. Although further 
study is needed in each corridor to determine the most cost-effective location and technology, 
steps should be taken now to protect rights-of-way from encroachment.

Demand Management Programs

The policy framework for demand-management programs ■calls-for-continued emphasis on 
fidcsharing-programsTparldng polidcs-ond programs itv-high density-areas to encourage transit-and
ridcshoring/dcvclopment of land usepattcms-that arc-conducive-to shorter trips and greater-use of 
transit-flexible worldng hours,-and cncouragcmcnt-of thc usc-of bicyclcs-as-an-altcmativc form of
transportation; These programs arc-essential-in-the heavily traveled-corridors and at concentrated
employment ■centers. Outside of these-arcas, gradual dcvclopment-of-highcr densitiesond-suburban
employment concentrations will occur over time. Porking-and-ridesharc-programs-will ■therefore be
develeped-as-and-where they arc nccdcd-to alloviatc-capacity-limitations. In additionr-thc-option of
flcxible-working-sehcdulcs will develop gradually as individuals scek-to-avoid excessive travel-delays
during'nermal-pcak-hours. the region's comprehensive demand management program emphasizes a 
regional and local commitment to reducing the attractiveness of single occupant vehicle travel and
increasing the attractiveness of non-SOV modes of travel. The approach for implementing ah effective
TDM program will emphasize the provision of education, information and promotion programs.
monetary and non- monetary incentive programs, the provision of infrastructure, programs for work and
non-work locations, and driver/market-based programs.

Identified in Chapter 5 are specific demand management programs that are ■in-place recommended 
for continuation or are committed for implementation. These programs, however, do not constitute the 
full extent of the demand management programs that will be needed by the year 296&2015 to meet the 
policy-guidelines goals and objectives set out in Chapter 1. Additional programs will be developed to 
target particular problem areas and will be incorporated into the Plan incrementally. Since the 
overall intent of the region's demand management program is to minimize the need for costly 
investments in peak-hour highway capacity, and to help the region achieve the TPR and air quality 
goals, these programs objectives have been taken into consideration in forecasting travel demand and 
determining the extent and quality of transportation service provided by the adopted RTF. As such, 
the extent of-highway roadway and transit investments recommended in the Plan takes into 
consideration some level of capital cost savings due to demand management programs. For example, if 
the region fails to make adequate progress in achieving the VMT per capita reduction milestones 
required by the TPR ■achieve an adequate rate-of-ridGohnring-or flpxtimp^fnr -pvnmpln- additional 
capital investments beyond those recommended in the Plan could be required in order to reduce reliance 
on SOV. It is possible that some form of market-based (pricing) approach will be required in order to
meet the 10 percent reduction in VMT per capita by 2015. Presented here are the changes in travel 
demand that have been factored into the evaluation of the transportation plan and the types of 
programs and policies by program basis that are recommended to be implemented incrcmcntally when 
and where they are needed.
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will cxaminc-altcmativc high-capacity-transit <HCT) oltcmativco bctwccn-downtown
Portland and Qaclcamas Town Center (CTQ-via Milwauldc and the-I'205 Corridor
between -Portland^ntcmaHonal -Airport (PIA) and GTG.--A9 a-rcsult-of-thia studyronc
eorridor-will be recommended for advnnccment-to the-Altematives-Analyois phnse-ond
nn nction-plan-Qnd recommendation on the other corridor to-be-developedr

-----T-he- alternatives to be considered in-the-Milwauldc corridor include-a-Portland Traction
Company (PTC) olignmcnt/McLoughlin alignment and a-Johns Landing/Scllwood
Bridge alignment; Altemativcs-in-the Highway 224 corridor-include a 
RQilroad/IIarmon)^lignmcnt-and-a-Highway-224 alignment.—The I 205 alternative
ineludeo-a major portion of existing reserved-ROW although-thcro arc alternative
oeeess-options in the vicinity-of-both tennini.-

—In-the-Northcm Corridor, a-loeally-funded Prcliminary-Altemativco Analysis-will
exominc HCT options connecting Vancouver with-thc Portland-GBD.—Alternative
aligmnents that will be analyzed ineludc-1-5-and Interstate-Avenue. Possible 
conncctiono-across thc I 205 bridge into cast Oarlc Cbunty-will-also bc exomined-in-this
study:—

• In the South/North Corridor, light rail has been selected as the preferred mode and
design concept.' The preferred alignment will proceed from the vicinity of the
Clackamas Regional Center to the city of Milwaukie and continue via Southeast
Portland. It will then continue through downtown, across the Steel Bridge to the Rose
Garden Arena and through Northeast and North Portland to its ultimate terminus in
Park County. Washington. A Phase II extension of the South/North Corridor will
extend to Oregon Gty via either McLoughlin Boulevard or 1-205. The PTC alignment
south of Milwaukie has been removed from further consideration.

Beyond these corridors, the long term (beyond 20B15) regional transitway system includes:

• In the Southwestern Corridor, an LRT line connecting downtown Portland with Tigard via 
Barbur Boulevard or-1-5 Highway 217

• Light rail to the Portland International Airport

• Lake Oswego (via the Jefferson Street Branch) and Tualatin (via Milwaukie extension 
through Lake Oswego, Barbur extension, or Highway 217 Circumferential extension 
through Tigard).

Figure 4-6_4 illustrates the long range LRT alignments developed for downtown Portland. 
Initial-Service for the Banfield LRT will be provided via the cross-mall alignment on Morrison 
and Yamhill streets. When the South/North project is constructed, or when capacity on the 
cross mall alignment is exceeded -As-capaoity-on tho-cross mall-alignment io needed, a mall 
alignment using Fifth and Sixth Avenues will be implemented. This north/south corridor 
would form the backbone of the downtown transit system, serving as the major mode of access to 
and through downtown. -The secondary LRT streets would provide Alternative LRT alignments 
that connect to the 5th/6th alignment which provide service connectiens-aa-ndditional-LRT 
eerridors arc implemented and provide regional-transit service to the South Waterfront, RX
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the east side -Eastsidc of the City of Portland), this service will be provided through a grid 
system and transit transfer projects. In areas of lower density, timed-transfer opportunities will 
be provided. This localized network will ensure improved transit connectivity and provide the 
opportunity for transit travel to a wider variety of destinations throughout the region.

It is estimated that there are currently 50,000 transit -handicapped disabled people in the 
region — 40,000 of whom can use the regular transit system with varying degrees of difficulty. 
Of the remaining ten thousand, 7,200 need door-to-dobr service for a variety of reasons.

Special transportation for the elderly and handicapped and community transit services 
will be included as an integral part of the overall transit system, with the intent to provide 
parity of transit service between transit handicapped and non-transit handicapped people 
within realistic costs and federal guidelines. The transit system will include both accessible 
fixed route service (at least 50 percent of the bus fleet, all LRT vehicles and stops and as many 
other bus route stops as possible) and door-to-door demand-responsive service.

Transit security will be enhanced through a number of innovative capital and service
improvements. A summary of Tri-Mel's transit security program is presented in Chapter 8.
Section C (#9).

Transitways - The Long Range Transit System

Regional transitways (light rail or exclusive busways) offer an attractive method for 
providing regional trunk route service on heavily traveled routes. Transitways, with an 
exclusive right-of-way and larger vehicles, provide greater capacity and higher speed service 
at-a-lowcr operating cost more efficiently to the public than normal bus operations in mixed 
traffic. In addition, transitways have the additional benefit of promoting transit-supportive 
economic development around stations.

Figure 4-5 shows existing, planned and potential routes for regional transitways in each of 
the regional transit tnmk route travel corridors. In the Eastern Corridor, the Banfield LRT 
(MAX) connecting downtown Portland and Gresham is in place.

ThreeTwo additional LRT corridors have been identified by j[PACT as 10-year priorities 
and are included in this Plan:

• In the Western Coiridor, LRT with a long-tunncI and a zoo-station has-been sclcctcd as 
the-prcfcrrcd alternative is under construction to connect downtown Portland and 
Hillsboro. Between Portland and Beaverton, the LRT will be in a 3 mile tunnel and 
then be adjacent to Highway 26 and Highway 217 into central Beaverton. The LRT 
corridor west of Beaverton will follow the Burlington Northern Rew-Right-of-wav and 
Washington Street, into downtown Hillsboro. to-lS5th Avenue.- The f^tension to 
Gentrol Hillsboro will follow the BN ROW-in to-Hillsboro oran alternative-alignment
identified-through the Alternative Analysis process. The Westside LRT is the top 
regional priority for LRT implementation (see Chapter 8).

• ^^updnte In the Southeastern Sector-two nltomntive-trnnsitwny-eorridnrn wiU-bf-
examined in a preliminary alternatives' analysis to be conducted by-Metro. The study
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_transportation and/or land use actions or polides that result in lower speeds or less service on
the freight network: and

• noise ordinances.

Action; Work with the private transportation industry. Oregon Economic Development 
Department Portland Development Commission, the Port of Portland and others to identify and
realize investment opportunities that enhance freight mobility and support the state and regional
economy.

Action: Enlist federal, state and other representatives to ensure adequate consideration of
freight mobility needs in transportation funding legislation.

The Regional Primary Transit System

The adopted Plan emphasizes improved transit service throughout the region. The transit 
component of the Plan seeks to optimize use of the existing transit system, to provide more, 
convenient service between more locations and to increase transit capacity. Compared to the 
existing (1995 -1987) transit system, this plan recommends a transit system that expands up to 
3.6% per year (weekly platform hours of vehicle operation). However, current funding is only
expected to provide for a 1.5% per year expansion, this Plan rocommcndo-Q-6Q perecnt-incroaso 
in peak hour service-(weekly platform hours of vehicle-operation (Figure 4 3)-and would-rcsult-
iu-a-171-pcrccnt increase in-pcak hour transit ridership-by the year-2005 (seo-Ghaptcr 6). This
sefvicc cxpansion will, however, require additional sourcco-of■transit-revenue (3cc-Ghaptcr-7).-

The overall transit system concept consists of a system of primary regional trunk routes 
providing direct, high quality service between major activity centers (regional centers and 
town centers) with convenient connections at timed-transfer transit centers to neighborhood 
areas by feeder, crosstown, and local routes.

As Ulustrated in Figure 4-24, each of the region's major travel corridors-(with the exception 
ef-the-Northwest) will be served by a primary -major transit trunk- route. These trunk routes 
provide the backbone of the transit system (much like freeways and arterials do for the 
highway system) and are intended to provide the highest quality service (i.e., speed, 
frequency) and carry the highest passenger volumes. -The-transportation capacity needs along 
thfrNorthwcst Corridor arc-more directly related to the movement of goodo-and Gcrviccs than
the movement of large volumes of people.

As also depicted in Figure 4-2^ connection of the primary -regional trunk routes to 
neighborhood areas not directly served by the primary network will be made at transit stations 
located at major activity centers. The transit centers will form the focus of the transit system 
and will be designed to provide convenient transfers to feeder and local routes serving 
communities around the transit centers, as well as providing the connection to additional cross
town transit routes. Transit vehicles on routes converging at the transit centers will also 
provide timed-transfer opportunifies between routes with a minimiun waiting time.

Another facet of the transit system proposed in the adopted Plan is service to local areas 
composed of feeder, cross-town crosstown and local routes. In areas of higher density (such as
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-----Therefore, the Federal RTF supports actions to establish a National Transpotation System (NTS)
incorporating the NHS with public transit (urban and inter-citv). other non-highwav freight corridors.
and encourage safe and convenient walking and bicycling in our communities.

Oregon's State Transportation Planning Rule (TPR) established a hierarchy for consistency
between local, regional and state transportation system plans (TSPs). Regional plans in the
major urban areas, such as Metro's RTF, are required to be consistent with foe Oregon 
Transportation Flan, and local TSPs must be consistent with the regional plans. The consistency
requirements for local, regional and state plans will ensure connectivity of transportation routes
in Metro's jurisdiction with those outside the regional planning area.

The Regional Freight System

Federal and state policy recogiuzes the imjfortance of the movement of freight as national and
state interests. Freight movement is also vital to the Portland area economy. The 
transportation sector in the Portland area is proportionally larger than other west coast cities.
Portland's relatively low congestion, proximity to the Pacific Rim, and its multi-modal freight
network provide a competitive advantage.

The objective for freight movement is to maintain that competitive advantage. To do so. 
strategies and actions are focused on key freight through-routes and intermodal locations. The
main components of the freight network indude intermodal terminals and facilities, access
routes to those terminals and facilities, mainline Commodity routes (road, rail, and water), and
major freight cenerators. Those facilities are shown in Figure 4-3. Freight-related projects are
described in the Chapter 5 project matrix. Major freight actions to supplement policies include
the following:

Action; Work with the private sector, local jurisdictions. ODOT and other public agencies to:

.develop and maintain the regional Intermodal Management System (IMS) and Congestion
Management System (CMS);

• monitor the efficiency of freight movements on the regional transportation network;

• identify existing and future freight mobility problems and opportunities; and

• reduce inefficiencies or conflicts on the freight network.

Action; Give priority to investments, projects and actions that enhance efficient freight movement 
on the designated regional freight network.

Action; Collect and analyze accident data related to the freight network using the IMS data base.

Action; Implement TSM improvements that enhance the efficiency of the existing infrastructure.

Action; Coordinate public policies to reduce or eliminate conflicts between current and future land
uses, transportation uses and freight mobility needs, including those relating to:

• land use changes /encroachments on industrial lands:
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• '% Beltwav^"type regional through-route freeways connecting the radial -these 
freeway routes through the suburban areas and bypassing the Central City downtown 
core;

• Regional through-route -principal arterials routes in the Southern and Northwestern 
corridors; and

• a supportive feeder system of major and minor arterial routes throughout the region.

Specific details of each principal and-major-and minof-orterial-facility-arc described-in 
Tables 4 1-and 4 2.

National Highway System

The Intermodal Surface Transportation Efficiency Act (ISTEA) calls for the establishment of a new
National Highway System (NHS). The NHS is to consist primarily of existing Interstate routes and
portions of the Primary System, including significant state highways, principal urban roadways, and
connections to national and international terminals. The NHS is being established to focus certain
federal resources on roads that are the most important to interstate travel and national defense, roads
that connect with other modes of transportation, and are essential for international commerce. Congress
has until September 30.1995 to approve an NHS.

Figure 4-2 shows the proposed NHS system for the Portland area. The system was adopted by the
Metro Council and TP ACT in March, 1993 (Resolution No. 93-1771) in response to federal deadlines.
States had until April 30,1993 to submit proposed NHS routes. In developing the NHS. the Federal
Highway Administration set mileage parameters for states to follow. Oregon was allocated just over
3,700 miles, of which 200 were in the Portland area. In addition to federal requirements to include
Interstate and major defense highways. Metro and TP ACT used the following criteria to select the
Portland area NHS:

1. NHS routes will provide direct connections to the primary interstate and inter-regional routes
(Interstates, state Access Oregon Highways, and other key facilities).

2. Direct NHS access should be provided to international, interstate, and inter-regional port.
airport, and passenger facilities.

3. Cities within the urban area shall have direct access to at least one NHS route.

4. Direct NHS routes should be provided to kev employment areas with the region that have
international and national significance.

_With the exception of "spurs" to ports and the airport, the system should be inter-connected.
Duplicative, parallel facilities should not be included.

___Congress has not yet acted on the the NHS. The Federal RTF, however supports the establishment
of the NHS to preserve and maintain significant national and inter-national highway facilities.

___The Federal RTF also recognizes the importance of a multi-modal transportation system for the
movement of people and goods to the region, state, and nation. A safe, convenient, and efficient multi
modal transportation system will help this region achieve its quality of life, environmental, economic, 
and other objectives. Healthy urban areas, both central cities and suburbs, should be of a national
priority.
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on areawide demand management programs to reduce the number of vehicle trips, especially 
during the peak hour. . .

The transportation capacity required in each of the major radial travel corridors is 
provided through a balanced combination of:

• a freeway or principal arterial highway route and supportive major and minor 
arterials;

• a regionally significant bikeway and supportive local bikeways:

• a primary transit route and the necessary feeder route system;

• a freight route as appropriate:

• demand management techniques and programs in the corridor itself and/or at the major 
destination zones; and

• safe convenient pedestrian connections

Due to the widespread origin-destination patterns associated with circumferential travel 
demand, the roadway -highway system generally provides the bulk of the capacity required, 
with most movement in private automobiles However, regional transit tnmk route service in 
the circumferential corridors will improve the convenience of suburban subarea-to-subarea • 
transit travel and eliminate the need to travel through the central city do^vntown oootor.

In the Regional and Town Centers, suburban subareas an urban roadway -highway 
infrastructure is provided, with transit service increases to concentrated employment areas. In 
the close-in subareas, transit service improvements will provide improved connectivity, 
greater coverage and more convenient access to a wider variety of destinations. A grid system 
and transit transfer project will be instituted in the older, more densely developed areas of the 
City of Portland. Timed-transfer service and transit centers will be provided in the less densely 
developed areas.

The Regional Roadway -Highway System

The regional roadway principal and major arterial system (Figure 4-1) depicts the 
location of the roadway -major highway facilities plaimed for the region up to and beyond the 
year 2065-15. -The-minor arterial systcm-of regional significance requircd-to-support the 
prindpal-and-majeiHirtcrial-systcm is dcpictcd-in-Figuro-4-2. This regional roadway -highway 
system defines the framework within which the facility improvements, land use design 
activities and protection of rights-of-way reconunended in this Plan will be used to increase the 
effectiveness of the roadway -highway element of the regional transportation system. 
Significant features of the long range highway system include:

• Regional Through-route freeways radiating from an inner freeway loop through the 
Northern, Southwestern, Eastern and Western travel corridors;
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• The fundamental interdependence of the three major elements of a cost-effective 
transportation system: roadway -highway facilities, transit service and demand 
management programs (rideshare, carpool, parking, bicycle and pedestrian incentives);

• The need to provide alternative modes of travel to the individual; and-

• The need to maintain an efficient freight system: and

• The interconnected nature of each of the major travel corridors within the region.

The adopted Plan provides adequate levels of transportation service in each of the major 
regional travel corridors through a balanced combination of strategic investments in all four 
major elements. Each element and each corridor is expected to provide a significant portion of 
the total transportation capacity needed by the year 2O0&15. This balance of elements and 
corridors is such that a lack of investment in any individual element or corridor will seriously 
affect the ability of the remainder of the system to provide adequate levels of transportation 
service.

Metro, in coordination with other state and regional agencies, is in the process of
developing the management systems for the Portland region, as required by ISTEA. The
management systems will identify prioritized facility needs, policies, and strategies that will
be analyzed during the development of the next RTP update and future TIPs. The ISTEA
management systems are discussed in more detail in Appendix "MS".

Freight movement and intermodal capacity needs are an important part of the regional
roadway highway-element and will be evaluated by the Intermodal Management System (see
Appendix "MS"). The RTP currently addresses roadway and transit capacity requirements for
access to intermodal facilities, such as the terminals operated by the Port of Portland and the
Portland International Airport. The Congestion Management System and the Public 
Transportation Management System will also provide new data and analysis on transportation
system needs.

Regional Overview of System Elements

Described here are the basic regional components of the recommended long range 
transportation system. Specific improvements to be implemented over the next 20 years are 
presented on a occtor by sector basis in Chapter 5. The regional roadway, transit and demand 
management elements are, in general, intended to provide the necessary transportation 
capacity to carry long trips across or through the region. Regional bicycle and pedestrian 
elements are intended to serve shorter trips to the Central City. Regional/Town Centers and
multi-modal corridors. The service provided on the regional roadway and transit systems are 
is intended to facilitate high speed and high capacity movements and to accommodate the 
largest volumes of travelers. Improvements identified in this Plan ensure that sufficient travel 
speed and capacity are maintained on the regional system within given financial and 
environmental constraints. These investments include a number of improvements to balance the 
capacity of the regional roadway -highway system, significant increases in the quality, 
quantity and connectivity of the transit bicycle and pedestrian system^ and a major emphasis
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an appropriate manner to ensure: 1) connectivity to a wider variety of suburban destinations; 
and 2) that transit remains a viable alternative to the automobile.

Regional Centers/Town Centers Suburban Subareas

If residential and employment growth is to occur within Regional and Town Centers as -the 
suburban-subareas of the region as expected, adequate transportation capacity will be necessary 
to connect the new developments to the established areas of the region and provide movement 
of goods and services. Clearly, this growth cannot occur unless an adequate urban roadway 
highway-infrastructure exists. As a result, timely provision of the needed roadway -highway 
capacity to serve new suburban development in these areas is an important component of the 
region's economic health. In addition, as concentrated centers of employment and residential 
development arise, the transit system should be extended into those areas to provide: 1) 
additional capacity beyond the basic highway infrastructure into the concentrated suburban 
employment centers; and 2) linkage to the-rodiol primary transit network-trunk-routes to 
facilitate a high level of transit ridership between the developing centers ■suburbon-subaroas 
and Portland.

Close-In Subareas

The close-in subareas are generally more fully developed. An adequate roadways 
highway infrastructure already exists in most cases, and major improvements to these highway 
facilities would likely result in unacceptable environmental and neighborhood impacts. Major 
increases in close-in transportation capacity, therefore, should be provided by expanded transit 
service and connectivity and an emphasis on demand management programs. However, minor 
capacity increases and on-going operations improvements to the highway system are needed to 
react to evolving shifts in traffic patterns.

Dovvntown Portland/Central City

Transportation capacity within and into downtown and Central City is a constraint on the 
level of development that can actually occur. As elsewhere described in this Plan, additional 
transportation capacity is required to accommodate the significant increases in employment 
forecast to the year 2005-15.

For-highwaya roadways, the available capacity is controlled by the capacity of the major 
radial routes and bridges entering downtown. Feasible increases in this capacity are limited to 
those proposed in this Plan (see Radial Corridors) and additional transportation capacity 
within and into the downtown area must be provided by increases in transit capacity and 
continued demand management efforts.

C. The Regional Transportation System Concept

The underlying concept embodied in the adopted RTP is based on the following principles:
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1) in the major radial travel corridors;

2) in the major circumferential travel corridors;

3) in the suburban subareas; regional centers/town centers:

4) in the close-in subareas; and

5) in downtown Portland.

Radial Travel Corridors

The continued economic vitality of the region is predicated on significant employment 
growth in both the suburban-subareas and downtown Portland Central City and Regional 
Centers. In addition, residential development in the suburban subareas is required to house the 
population attracted by the new jobs. Additional transportation capacity in the radial travel 
corridors connecting central Portland with the suburban-subareas Regional Centers is essential 
if that growth is to occur.

Improvements can be made on the existing major-highway roadway facilities in the radial 
corridors to balance the system, i.e., remove bottlenecks and provide a consistent level of 
capacity. Widening of any of the major radial freeways beyond the level proposed in the Plan, 
however, would require reconstruction of major parts of the inner freeway loop (including the 
Marquam Bridge) to accommodate the added traffic volumes entering the loop from the 
widened radial freeways. This alternative would require fimding levels beyond those which 
the region or ODOT can realistically bear (Chapter 7), as well as produce severe environmental 
impacts and neighborhood disruption.

As such, constructing major new roadway -highway facilities in the close-in radial corridors 
and/or adding significant highway capacity to existing major radial routes beyond the 
improvements recommended in this Plan would violate two of the established regional policies 
and are not feasible. Therefore, adequate transportation capacity to meet the expected growth 
in travel demand in the central area radial corridors must be provided by selective roadway 
highway mprovements to remove bottlenecks and "balance" the capacity of the overall 
roadway -highway system, together with a major expansion in transit service and demand 
management programs.

Circumferential and Suburban Radial Travel Corridors

The circumferential and suburban radial corridors provide the capacity for statewide 
travel through the region and for travel among developing suburban subareas without the need 
to enter the downtown Portland sector. Sufficient roadway -highway capacity to serve the 
level of growth contained in the adopted local comprehensive plans in these corridors cannot be 
adequately provided through improvements to the existing system, and additional facilities 
are required. Additional transit service in these corridors, however, must also be provided in
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determine where the additional households and employment should be located. In December
1994, the Metro Council adopted a 2040 Growth Concept that generally identifies a land use
pattern which maximizes development within the existing UGB.

The concept promotes strong central dty regional centers (e.g„ Gresham, Beaverton, etc.).
town centers (e-g-. Lake Oswego, Troutdale. Forest Grove) and a series of corridors tied to strong
transit service. The concept also recognizes the regions' relationship with neighboring cities
such as Sandy and Newberg. The concept provides the basis for further work as part of the 
Regional Framework Flan (RFP). The RFP will include an updated Regional Transportation
Plan (RTF) based on a refined and more detailed regional land use component. The work will
also finalize any adjustments necessary to the UGB. The UGB analysis is scheduled to be
completed by summer 1995. Refined land use and a formal RTF will be complete late 1996.

A lack of urban services has historically been an effective constraint on past development in 
specific areas of the region. Problems exist with government's ability to fund necessaiy 
transportation, sewer, water, school and other public services to support future development. 
The RTF is intended to establish the transportation investments and transportation funding 
levels required in both the near (10-year) and long (20-year) terms to support the development 
anticipated in the adopted local comprehensive plans, the 2040 Growth Concept and 
ultimately the RFP.

B. Transportation Capacity and the Policy Framework

Additional transportation capacity beyond that provided by currently committed 
transportation investments is clearly necessary in order to adequately serve expected growth to 
the year 20 65-15 and to allow the continued economic development of the region (Chapter 3) 
.Hie transportation system developed through the RTF to provide this needed capacity must be 
consistent with the following established regional transportation policies (Chapter 1):

• to provide adequate levels of multimodal mobility and accessibility to the region;

• to develop cost-effective solutions to the region's transportation problems recognizing 
the financial constraints of federal, state and local funding sources; and

• to minimize adverse environmental impacts and preserve the livability of the region.

As a result, the transportation investments presented in the Plan were chosen after vigorous 
local and regional review of possible alternatives and represent a conservative and prudent use 
of public funds. Efforts were taken to minimize the need for high cost improvements through 
the improved use of existing capacity, signal modifications, spot improvements, demand 
management techniques and other lower cost options. Highway projects have been scaled down 
to include only the most essential elements. The significant increase in transit service 
recommended in the Plan is based on a much more productive (more riders per service hour) 
transit operation than today.

The following paragraphs examine the options available to provide the necessary 
transportation capacity in light of the adopted policies;
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CHAPTER 4

Policy Implications and the System Concept

A. Overview

The comprehensive land use plans adopted by the local jurisdictions in the region 
accommodate a significant amount of growth to the year 20952015 The forecast popiilation and 
employment levels, and the land use patterns associated with these plans, are described in 
Chapter 2. ■

The actual new growth and economic development that will occur in the next 20 years will 
depend upon the following essential elements:

• market demand;

• an absence of legal and political barriers to growth;

• an adequate supply of vacant developable or redevelopable land at a reasonable price; 
and

• sufficient public services, such as water, sewers, schools and transportation capacity to 
accommodate new growth.

Development trends over the past 10 years indicate the presence of a strong market demand 
for residential, commercial and industrial development in the region (see Chapter 2), as well as 
a shift toward higher density residential development. In addition, currently identified 
development proposals representing hundreds of millions of dollars are slated to occur in the 
next few years.

The region has taken a strong policy position to promote orderly urban development. Metro 
adopted the Regional Urban Growth Goals and Objectives (RUGGO) and administers the 
regional Urban Growth Boundary. RUGGO provides a policy framework for Metro's functional 
plans and, through these adopted functional plans, for land use planning in the region consistent 
with the statewide plaiming goals. The UGB clearly identifies the extent of the area in which 
urban development will occur in the Oregon portion of the region over the next 20 years. 
Furthermore, state law requires that the UGB contain sufficient land to accommodate growth 
for 20 years and that an adequate supply of developable land exists in each use category to 
ensure market choice. Although a precise calculation of this objective is clearly not possible, a 
binding determination based on forecast needs has been made through a lengthy technical, 
political and legal process.

___Metro recently completed a lone-range planning effort called Region 2040. which resulted in
an adopted Regional Growth Concept (see Chapter 1). This program will help citizens and
policy makers decide how the region should grow over the next 50 years. The region's
population is expected to expand significantly over this period, and Region 2040 will help
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residentiol-ond-cmployment development now occurring. This situation could-ingcosc prcGSurc
te-expand the urban-growth boundary to allow more rcsidential-devdepment-eost-of I 205 in 
Qaekomas County.

-----Regional Impacts

-----The region-QS a whole would likely lose some of its "quality of life" attractiveness with
the-eomnoitted tranoportation-system. A-large metropolitan area tends to be viewed-os an
entity frenvoutsidc its borders. If-significant-parts of the region arc plagued-by poor access/
mfrastructure problems,-neighborhood infiltration;-major delays on-the regional -syatemTnnd
inadequate-local circulation, this situation would clearly inapact-locatien-or-relocation
decisions of industries, developers and prospective-residents.-This region is dependent on a
healthy oeonomie-rclationship-betwcen-thc Portland-GBD and-the-subufban-jurisdictiono. This
intcrdependencc-indicatcs-that severe-impacts-in several arcasrincluding-thc-eentral city,-
would ultimately-be shared-by all the-jurisdictions in the region.
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Girculation-Plan policies to-losc-cffcctivcncso, and unacceptable-congestion'would result on the
downtown street oyotem. Under these conditions, it ia clear that-the-obility-of-thc-downtown 
sector to achieve its assumed development-levels would bc-negatively impacted.

-----Gther-Dcvclopmcnto in the City-of-Portland

Fftilurc-to make significant-transportation investments in transit-capacity and the-rcmoval 
of-spccific frccYvny and mnjer-artcrial bottlcnccko will likely reduce the ability of thc-Gity to
attract-cconomic -development to the-inner Eaotsido, S>van Island/ Rivergate, the-Northwest
industrial area and-thc John's-Landing area.

-SouthYveot Sector

Regional-acccos bctwccn-thc SouthYvest and the Portland-GBD, the BcaY/,crton area-and-thc
Southern-sector (vi ad-505) will be seriously-degraded (in both peak and off peak periods) 
without-increased-transportation investments.- In -additionrsignificant-circulation problems-arc
antiapatcd Yvithin the Tigard Tualatin Lake OsYvego-Sherwood area. Combined, these
conditions'Would interfere Yvith-tho anticipatod-dcvclopmcnt of-o-sector-Yvith a-largc potential
fer-economic groYvth.

-----Western Sector

-----Access betYveen Washington County and the rest of the rcgien-is-significantly reduced with
theSunset-HighYvay, Highway 217, HighYvay 99W/Barbur and l-5 South all congested and in 
serious trouble.-This laek-of adequate mobility will likely preelude-the-levels of residential 
development forecast for eentral Washington County due to lack of adequate access to regional 
employment opportumbes, altheugh a more balanced jebs-to population-ratio might-result. At 
the same fame, the-lack of investment-in the regional system Yvould divert more longer distance
trips onto county and city facilities, Icading-to-higher local-infrastructure investments-to cany
the-travcl-dcmand.

-----Southern Sector

-—Access between the Southern sector-communities (MilYvauldc, Gladstone and Oregon City)
and the Portland CBD and the Southwest arca-Yvill be seriously impacted by committed-system 
congestion. ■ Losses in this sector Yvilhbe-associatcd with-quality oHife as well as economic 
epportumty, Yvith potential growth in the Claclcamas and-Qregon-City/South areas affected.1 
Traffic mfiltrabon m residential neighborhoods along McLoughlin Boulcvard-would-continuc
to-incrcooe and local shopping access Yvould bc-rcduccd.-

-----1-205 Corridor (Clark County to Qadcomas County)

Development opportunities along I 205 Yvould be impacted from-worsening transportation
deficiencies in the corridor. Clark Count)1, Washington, the Oolumbia South Shore area of
Multnomah County (if scYvcr service can be provided) and the Clackamas ToYvn 
€cntcr/Sunnysidc-Road/ HighYvay 212 area Yvould suffer dccrcascd-acccssibility to the rapid
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-----Retail-markets-Cdcfincd as the population-withkv45-minutcg of regional-shopping centers
by-the-faotcot modcMn-thc off-pcnk)-nre-expcctod to-incrcasc in-sizc by the year-SOOS-as-tho
result-of-growth occurring at a fa5ter-rate-than-«?ngc5tion on the off peak committed
transportation system-(-TQblc 3 6). With the exception of Malk305/Gatowny-all the major
retail arcas-cxpcrience-a-marlcct incrcase-comparable-to-thc available-potential (tho-ycar 2005
population-acccssible assuming-1987-travel times).

Labor Force-Accessibility

-----The labor-force{population) acccssible-to-major employment centers within ■30-minutcs
during thepeak-hourean be expected-to-dedinc in almost all cases-by-2005 if no improvements
beyond those-currcntly committed-ore-made to thc-region's-transporta tionsys tern (Table 3 7)—
despite-thc-oignificant-incrcase-in-rcgional population forecost-for the period. Significant
acccssibilitydossco-over currcnt (-1987) lcvcls can-be-expcctcd by employment centers in 
Wilsenvillc (-36 pcrcent); -Rivergatc<-25-perccnt)/ Tualatin-(-24 pcfcent)-and-;ccntral-Beaverton
(■20 percent).

Economic Development Impacts

---- The-prcccding analysis assumed-a-ycar-2005 growth pattern thaHs-not-constrained by
transportation-capacity.' This is obviously a contrived-situatien-but-useful-for a comparative
analysis-of-invcsting vs. not investing in transportation. 'The actual conditions-that-would-occur
weuld-be-quitc-diffcrcnt as growth-shifted in-conflict-with comprehensive plans-duc-to-thc
constrained transportation system.

-----A summaiy-examination of the foregoing-performance-cvaluation reveals-a^cgional
transportation-system unable-to-providc the highway or transit capacity necessary-to
adequatdy-scrvc-the-land use and activity patterns dcvclopcd-in-local-comprchensive-plansr
QearlyT-o-lack-of■transportation-investment will-not-nctually result in-thc-specific congestion
conditions-pietured-previously bocaus(Hhe-limitations-of committed-transportation capacity
will-not allow thc-levcls-of-rcsidential-and-cmploymcnt-dcvclopmcnt-callod-for in the local
plans. Travel volumos/thcrcforc, would-not rcaeh-thc proportions portrayed. While it is not
feasible to dcterminc-Q-precisc estimate-of-the-subsequent economic impacts, it-is-possiblc to
ftsecrtain-gencral conclusions rcgarding-the-devclopmcnt of the region.

Areas-of-Significant Economic ■Dovelopment

-----Impact Portland-GBD

-----^^e-limitations-on- transportation-capacity-inte-and within the-Portland-€BB-with-thc

—xuutv \jy u uu^uv.ii^y i.uujuuiiu^u. iiuiijii

L// rvvDuliClLXl^ (iilC 11l1iC>1 100^ ul\ci Ouid'

1 UUllU HiILl V./ llLilIlL>lwUwl

downtown; -In addition-this vehicle trip clemond-would cause the Downtown-Parldng and
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arterials arc also expected to-cxpcricncG a significant-speed dccrcase-as a result of increased
congestion.-

Travel Times on the-Rcgional Highway System

-----Year ■2005-p:mr peak-hour travel times-will-increase significantly as the result of growth-in
travel-demand and-associated eongestod conditions (Figure 3 5).- The largest inereascs-in-travel-
times-are expected to oceur in-tho-Westem-radiol corridor between the-Portland-GBP-and
Beaverton-and Hillsboro (over 40 percent longer), in-thc-Lake-G)swego to Oregon-Qty-radial
corridor (i42 porconOrin tho-drcumferentialcorridorsbetwccn-Tualatin and Qregon-€ity (i45
pereent)-andbctwccn-Bcavcrton and-Tualatin (144 percent) in-theSouthwestom ■sector.-In
addition,-travel times in the Northcm-(l-5>-radial-corridor (Portland-€BD to-Vancouver)-will
incrcasc-by-54 percent over current (1987) levels, in-the Southcm-radiol corridor between the 
Portland CBD and Milwaukie-and-Qregon City-(ovcr 32-percent)-and-in-the Tualatin-Hillsbore-
corridor (<-31 percent).

Energy (Fuel) Consumption

-----The-total p.m. peolc hour vehicle related energy consumption on the regional highway
system-was estimated at-39,600 gallons inT987-(Tablc 3 4).—Without-any-transportation
improvements bcyend-those-which arc-currcntly-committedrby-2005this usage-will increose-by
over 52 percent to 60,500 gallons per p.m. peak-hour. This inerease-in-energy consumption is
assodated-with onlyKi-43 percent incrcaso-in vehicle-miles of-travel-(VMT) for the peak hour in
the 2005 committed-systemT^md results from a ncarly-20 pcrccnt-dccrcasc in average speed
attributable-to congestion on the regional-system.-

—Year 2005-Impact -of-Growth-on the-Committed—System
Job-Accessibility

-----Congested-eonditions expected on thc-eemmitted-tronsportation system by the year 2905-
will have-significant impacts on thc-mobility-of residents in the-region. Access to job 
opportunities (defined-as jobs within 30 minutes by-thc fastest mode-during-the-pcak hour from 
residential areas)-will decrcasc-for many-of-these areas, even with expected employment
growth (Table 3 5). Major-losses of-job accessibility with-thc committed system arc cxpcctcd-in
the-Southcastem sector, cspcdally-Qrcgon City (-42 percent) and Gladstone ( 37 percent). In
addition,-the suburban-communities of Gresham (14 percent), Tuolatin (-29 percent). Rode
Greek ( 30 percent) and Hillsboro-(- 20 percent) all-lose-substantiol job-accessibility. Of those
areas which show-accessibility gains, the level of job-accessibility docs-not approach the 
potential number of jobs that-would bc-availablc-if-currcnt-(1987) travcl timcs-could be
maintained.

Retail Market Accessibility'
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-----Transit System

-----The-ycar-2005 Icvels-of scrvicc-for the-eommittcd regional transit trunk route system-during
thc-p;m.-pcak hour-arc-illustrat(3d-in-Figurc 3 4. On the Eastsidc, only-thc-Banfiold LRT meets
the cstablished-performancx^critcria of travel times-equal to or better than one and-ene-half
times the-off-peak-highway time. -All other Eastside-trunlc routcs-foil-to-mcct thc standard
and exhibit-slower-travel times-than-current (1985)-levels.

-----Gn-the-Westoide, segments of several-transit trunk routes meet the standard/but no
eontinuous route-between the Portland-GBD and a major transit-center equals the established
performanee-eriteria.—In additionj-the year 2005-committed-transit system-wouldt

•*—provide no-signifieant differenee4n-geographic-coverage over today's levels and wouId7
therefore,-not be nvoilable-to-the-entire urbanized area (UGB);

—generany-exceed-established-crowding-criteria* and

—be-significantly over-capacity-on the major transit routes.

Vehicle Hours of Delay

-----Vehicle-hours-of delay on the-region'o highway-system-during-the p.m. peak hour-can be
cxpcctcd-to-incrcase-by-nearly two and-onc-half times over currcnt4l987) levels by 2005
with-only the committed-improvements in placc-(Tablc 3 1). Of partieular-note^s-the-dramatic
four-fold-incrcasc in vchide-hours-of-dclay on thcprincipal-and-major-nrtcrials as the
supportivc-linl<5 in-the-highway-system begin to-break down.

trfine-Miles-of-Gongcstion

-----The-number of lane-miles -on-the regional highway system that-will-bc-eongestcd during-the
p:m-pcak-hour wilHriple-by-2005 if no improvcmcnts-bcyond-thosc-alrcady committed-arc
implemented on the-region's transpertation-system (Table 3 2). Fully 11 percent of the total
regional lane miles can be expected to be congested in 2005, as opposed to 3 percent in 1987. The
largest percentage increase will occur on-the-freeway systemT-wherc the number of congested
peak hour-lane-milcs-will rise from-12-in 1987 to 73 in 2005----a-five-fold inercase.

Average-Speed

-----As can be seen from-Table-3 2,-thc average peak hour speed-in-the-regional highway-system
is-anddpated-to-dccrcasc by nenrly-20 percent (from-36 mph-to-29 mphH?y^005-if no 
transportation-improvements beyond those already committed arc undertaken. This worsening
of-congcstion-will occur on oll-classificatiens-of faeilitiesT-with the freevyay system
experiendng-the-largcst dccrcase-inavcragc speed—slowing down-by^lS-perccnt, from-an
average of-44-mph-today to only-33-mph-by-2005. Principal (17 perccntNmd-major (-19 percent)
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tg-conscrvativcly defined, however, docs provide a meaningful base from-which to portray the
general impacts on-thc region-associated with-limited-trQ«sportation invcstmcntr

B-.—Y-ear-2005-Characteristics of the Gommitted-System

Modal Shares

-----The travel demand expected as a result of the land-uses ■contained-in-the-local
comprehensive-plans and the anticipated growth-in-population and-employment in the region
will increase-by nearly 40 percent-over the 20 year period, growing-from slightly over 3.8
million doily person-trips in 1985 to 5.3 million person -trips per day by thc-yoor 2005Slightly
loss-than-94-pofcent of the peak hour person trips-produced and attraeted in-the Oregon-portion
of the region in 1985 occurred in automobiles; transit' trips made up-slightly over 6 percent-of-the 
total. With-a nunimum of investment in new tmnsportation services (represented-by the
committed-system), little chongc-from current modal-sharcs-can-bc-expected. Lack of capacity
on-the committedtronsit system-will-enable transit-ridership to increase at an annual-growth
rate only-slightly-grcatcr than thc-ovcrall increase-in travel.-Thc-autemobilc-will-rcmain-the
predominant- travel mode; continuing to account for nearly 93 percent of-the-pcak-hour travel.-

Travel-Volumes on-thc Regional Highway System

-----Illustrated in Figure 3 1 arc year 2005-p.-m.-pcak hour highway volumcs-cxpcctcd on the
regional-highway system (principal and-major artcrials) for the conunitted transportation-
system. ■ Figure 3 2-illu3tratco the difference in volumes from current levels. As can be seen from
the figurcT-oll-future year volumcs-arc higher-than at:prcscnt.—The highway-travel volumes
represent conditions anticipated without the significant-investments rcquircd-to-provide
incrcascd-transit-covcragc, adequate transit capacity, or-realize-a-shift from-singlc occupant
automobiles to shared ride-vchiclesr-Particularly large traffic volume-increases may bc-sccn-in
the Westem-and-Southwestern-travel corridors-since these-arc-thc major growth areas.

Level of Scrvico of-thc-Rcgional -Transportation System

---- Highway System

-----Thc-levcl of congestion in the year 2005 committed-regional highway systcm-(prineipal-and
majer-artcrials) during-thc p.m.-peak hour is illustrated in-Figuro-3 3. -Unacceptable levels of
service associated with sovcro-congostion-arc expected in-thc-Westem radial-(Sunsct Highway
to~I58th—Tualatin-Vallcy Highway,-185th Avenue, Murray -BoulevnrdrFarmington Road, 
Beaverton Hillsdale Highway,-Bamcs-Road/ and-516th/219th/Comclius Pass) and 
Southwestern radial (1 5-South-to-Multnomah Boulevard, Highway QQW-in-Tigard—Barbur
Boulcvard,-Krusc Way, Highway 217, -Highway 43 and-Tualatin Sherwood Road) corridors.

-----Gn-the-Eastsidc, unaeccptable-scrvicc levels ore expected along-McLoughlin Boulevard,
Powell Boulevard, 1- 84, Sandy-BoulcvardT-thc Slough-Bridge-on-1 5 North, I 5 from the 
Marquam-Bridge to-thc Fremont Bridge-several cast/west artcrials cast-of-I 205,-1 205 at
Sunnyside-Road, the-Oregon -Gity Bypass, Highway 213 and-Harmony-Road.
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• Analysis and information as part of transportation programming (funding) activities since
the adoption of the federal ISTEA. These programming activiries were for state and federal
funds including separate actions on congestion mitigation/air quality (CM AO) programs. Each
programming dedsion was concluded with the adoption of a Metro/TPACT resolution and
induded active public involvement.

• The final determination of need will come from the public. Metro's Priorities '95 public
meetings in April of 1995 were, in part, intended to generate discussion of 20-year transportation
needs.

Consequently, for this draft of the Federal RTF, no new or dedicated network analysis has been
conducted. However, following the Priorities '95 meetings, and based on public and agency
feedback, a financially constrained RTF will be first developed and theri analyzed using basic
system performance measures and objectives. Chapter 6 describes the basic performance
measures to be used. Through 1996. an inteCTated state and federal RTF will be developed.
This Federal RTF will provide the basis for that integrated plan. As part of the development
of the integrated RTP. extensive analysis will occur to evaluate alternative transportation
system plans, both fihandallv constrained and recommended. The recommended plan will
differ from the constrained plan in that it prioritizes transportation needs based on desired
performance, not available funding. While federal law requires a financially constrained
plan, it also allows for a recommended plan, regardless of cost (see also Chapter 7).

Description-of-the Committed-System

-----For the purposes of this nnalysioT-tlreycar 2005 "committed—tronsportotion-systcm wag
defined-as the currently-existing highway-andtransit-systcmo and demand management
programs-plus additional-facility-and-transit service improvements-thathad full funding
obligations and/or-wcre-begun in 1987. Major highway-investmcnts-that were-considercd part of
thc-committed 5y8tem-^neludo^-tho-Banficld freeway widening from I 205 to 181strtho-I-
84/181ot-Avenue interohango-reconstruction. Airport Way-(oast of I-SOSX-improvemento-to the I ■
205/Airport Way interchangorthc now Lester Road/I 205 interchange,-the Fremont-Bridgo
connection to Yconrtho-complction of-thc-h 5 widening near the Golumbia-Slough.-the Water
Avenuo-and-McLoughlin Boulevard access ramps to I 5. the recxjnstruction of Murray^ulcvard
and Cornelius Pass-Road-intorchanges-with-tho-Sunset Highway-and-McLoughlin-Boulovard
improvementSr-Gonunitted transit-investments indudc! transit stations-at-TigardrOregon Gity/
Milwaukie-fPhaso-I). Sunset (Peterkort).- Beaverton-and Hillsboro; park-and ride-lots-at
Beaverton, Sunset (Peterkort), Hillsboro.-Tigard-and-Qregen-City. -The transit service
characteristics of the-eommittod system consist-of operating-today^aystom (including-tho
Banfield-LR:D-with-a-slight-inerease-in-capacity over-current levels-as a result of-tho-largor
vehicles (articulated-buses).-

-----Although it is understood-that additional-transportation system-invostments-boyond those
includcd in the committed-systcm would undoubtedly bo made prior-to-thc year 2005, tho-naturc
and-loeation-of-thoso specifie-inves tments ■ are uncertain and would wholly depend on the
availability-of-funding-and-the-timing-of actual development.- Using a-committod-system that
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CHAPTER 3

Impact of Growth on the 
Committed Transportation System

This chapter of the Plan is intended to presente the impact of expected growth as called for 
in Metro's adopted Region 2040 Growth Concept and local comprehensive plans assuming 
limited transportation investments. Generally, "limited transportation investment" is defined 
as those "committed" projects which are fully or nearly fully funded. Committed
transportation projects are limited to those included in the current Metro Transportation
Improvement Program (MTIP). Assessing the impact on the committed system provides the
basis for understanding future needs.—For the oalto of this assessment.'the level of mohility 
providcd-by-thc-"committed" transportation systcm-ossumes-all-transit ond-highway projects
with construction-funds obligated or authorized as of 1987 arc-completed.

As noted in the preface, the federal RTP is an interim document consistent with ISTEA and the
Clean Air Act Amendments. It also provides the basis for work through 1996 to develop and
adopt an integrated state and federal RTP meeting all relevant planning requirements. It is 
understood that over the next 12 to 18 months, significant analysis, public involvement and
policy discussion will be required to finalize that integrated document It is anticipated that
part of the analysis of the integrated RTP will be an assessment of the impact of growth on the
committed system.

The needs and projects identified in this federal RTP are generally being based on the
following:

• A review of the need identified in the current 1992 RTP.

• A review of needs as identified in state and local transportation plans.

• Analysis of local and regional studies occurring since 1992. including the Bi-State 
Transportation Study, the Northwest Subarea Study. Regional TDM Study, the S/N LRT Study
process, Westside LRT Final Environmental Impact Statement. City of Portland Columbia
Corridor Study, and the Port of Portland Transportation Plan.

• Analysis contained in ODOT corridor-level studies including Western Bypass Study. Mt. 
Hood Parkway Study. Sunrise Corridor Draft Environmental Impact Statement. Highway 43
Study, and the Regional ATMS Study.

• The transportation analysis for the Region 2040 Study Concepts for Growth and for th e
adopted Growth Concept.

1__Analysis performed by the inter-agency RTP work teams for freight, bicycles, pedestrians.
roadways, transit, demand management, and systems management.
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(iftdtHjing-LRT) and-fccdcr oyotcms to complemcnt-improvemcnto to the radial highway
facilities-to maximige the effective operation of cxisting-capacity.

-----Tlie significant increase in circumferential travel demand ( i 60 percent from-f985-tp-2Q0&>
will-requirc additional highway capaeity-to link the growing-s«burban-nctivity-center&-to-cacli
other and the existing-regional systenvQS-weU-as-improvenaent&-in suburban-transit-serviee
where sueh-improvements are-cost effective.
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oRhe-downtown Portland area will-QttrQct-a-30-pcrccnt-incrcasc-in radial-corridor travel
demand-into-thc Gty (to 1.1 million trips-per-day) by the year-2005 (Figure 2-10)/and
significantly impaet-thc ability of thc-transportation system-to provide adequate capacity in
thesc-corridors." The largcst-incrcascs-in-radial-corridor-travcl-demand-into Portland arc
cxpcctcd-from-thG"Wcstcm-subarca-( i 32/000 daily trips) - the Southwest (127,000), and-East
Multnomah County-(-t 43/000)-subarca5. Trips from westem-Qark CountyrWashington, to the
Portland-arca-will also increase substantially (i40 pefccnt)-ovcr 1985 levels.—In-addition,-
radial-trips produced-within the City of Portland travcling-to the other-subareas (reverse
flow)-arc-cxpcctcd to-incrcasc at a faster rate (136 percent to 375,000 trips-pcrriay)-than those
coming into-tho-Gity (130 percent).

-----Although-the-radial corridor-travel demand is cxpcctcd to grow-at-a-slower overall-rate
(130 pcrccnO-than-total trip-moldng in thc-fcgion (i42 percent), the magnitude oHhis-type of
travel-demand (1.13 million-trips per day) is-significant and yyill-aecount for ovcf-20-pcrccnt of
the-total-daily-trips and Uirec-quarters of tho-rogion's-non-intemal-travel-demand.-

CircumfcrcntialCorridor Trips

-----Gircumferential corridor trips (Figure 2 9) arc dcfined-as-those-trips-crossing-a subarea
boundaiy-both originating and ending-in the suburban areas -of the region. As a result-of-forecast
suburban-development patterns>-this type of-travel demand is oxpoctod-to-ineroase-by-neariy-6&
percent from-1985-to-2005/ the highest growth-rate by far-of-the three-major-types of trip
movement The Southwestern subarca-(-< 79 percent to -113,000 trips per-day)/-the 
South/Southoastom-suborea (161 percent to 113>-000 trips-per-day) and the East-Multnomah
County subarea (156 percent to 61,000 trips per day) show significant growth-in-this-movement.

Pffeeta-on-thc-Transportation-System

-----As a rcsult-of-the-42 pcrccnt-incroase in total trip-making-activity-associated-with the
local-comprchcnsive-plan-land-UGC development expected by 2005 (to-5.68-milliefvpcrson trips
pcr-dayX-significant-improvemcnt is necessary to both the highway and-transit-clemento of the
region's transportation-system. In-order to-accommedatc-this gcncral-growth-in-travel-demand/
as well as-expcctcd-gro>vth in-movements through and into-thc rcgion-from-arcas outside the
region, improvements-to the regional-freeways-and principol-and major-orterials-will be
required.—Within the region-itself>-the growth in each-individual-typo-of travel-demand
(internal/radial and-circumferential) is expected to placc-a-diffcrcnt type of-burden on the
overall ■ tronsportation-systent-by-^OOS.

— ■ The anticipated 45 perccnt-inercasc (to 4.17 million-trips per-day)-in-intcmal travel
demond-will-require substantial investments to provide an adequate loeal-subarea-network of
eoUectors-and artorials to-fadlitate-these movements within-a subarea-and-connoct those trips
to the regional-system. The adequacy and-financing-of-this subarea-network is a significant
problcm-in-the-newly developing suburban areas.

-----The antidpated-30-pcrccnt increase in radial trip maldng-dcmand and the-largo number of
trips-nssodatod with it (1.13-million-trips-por day by 2005) will require expanded transit trunk
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vehicles)---- which is increasing at-a-ratc-consistcnt with the-ovcrall-growth-in-travcl (43
percent-increase for commercial trips-vsT^O-perccnt for-all-trips).-

-----Qmt-suborea basis (Table 2 3),-the largest absolute-inerease-in-the-nomber-of-daily-trips-in
theQrcgon portion-of the region is expected to-occur in-thc-Wcstsidc-subarca (■i 412;000 trips);
representing a 66 percent increase over 1985. Travel dcmand-in-thc-Southwcstcm subarca-is
expected to-incrcase-by-63-percent over 1985 Icvcls-to a total of 550,000 trips per day.

-----Both thc East Multnomah County and-South/Southcast suhorcas-will experience a doubling
of-trip-making-activity by-2005/to 257,000 and-264/0QQ-trips-pcr day, respectively—Thc-Gity-of
Portland-will ■experience a moderate-increase in trip-making (111 pcrccnt-or 159,000 trips)/but
will still account-for over-a-third of the total-Qregoiv-bascd-travel demand-in-thc-ycar-2005r

Changes in Travel Patterns

-----The land -use-pattcm-^ind-year'2005 growth-forecasts previously dtseussed-will-have-o-
significant-hnpact on the distribution-of-travcl demand-in-the region^Combined with-the
continued-development in-theccntrol Portland-cmployment-base;-the strong-trend-toward-the 
suburban!gation-of-employment-Qnd residential -development-will -produce substantial-increases 
in-oU-the-major-travel-orientations---- trip-making-that oceurs-within-each subareo-(intemal
travel)7-trip-makmg-in-the radial-corridors to-and-from-the-Gity-of Pdrtlandrand-trip-moking
in-the-circumfercntiol -corridors.

Internal Subarea Trips

-----Pigures-3-9-and 2 lO illustrate-tho-oricntation of-thc ycar-2005-travcl demand-in-the-regien
by-subarea. Ocorlyrthe growing trend toward-the suburbanization of residential-and
employment development-discussed previously will-have significant impacts-on the year 2005
trip-distribution-and a 1 argo-major!ty-of-the overall-travel dcmand-associated-with-any-given
subarca-will-rcmain-within-that-subarca as-intcrnal travel—RcgionwidcT-intcmol-trips are
expected-to grow by 45 percent-over today's levels (to 4.-3-million person trips-per day) and make
up^early-three quarters of the total daily-year 2005-travel-dcmand (Figure-2-9).—The growth
in-this-type of trip-malung^sroost pronounced in the suburban-subarcasrincrcasing-byBl-poreent
in-the Westem-suborca to-798,000 trips-per day (77 percent of the subarca total)/-by 79 percent in
Clark County-to 796,000 trips per day (83 percent of thc-€ounty total)/ by-70 percent in the
Southwest-tO'329,000 trips per-day (60 percent of the subarea tota^-by 65 percent in-the-East
Multnomah County subarca-to-488;000-daily-trips-(65 percent of-the subarea-total),-and by-62-
percent in the South/Southcast to 570,000 trips per day (70 pcrcent-of-tho subarea total).
Although the rate of incroase for-intemal-trips in thc-Gity of Portland subarca-is-cxpectcd-to be
small (15-pcrcent)-tho magnitude of-lhis-travcl-domand-will-bo significant----nearly-lTS-million
trips per day----nearly 50-pcrcent more trips of this-type thon-any other-subarea.

Radial-Corridor Trips

-----Radial-corridor trips arc defined as-those trips-with one-end-in-suburban residential-areas
and the-(Figurc 2 9) other in the City of Portland. Overall, the continued employment-strength
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growth-gpeeificd-for each of these 20 districts. It-is-undcrstood-that on thc-ccnous tract level,
growth-ratcs-and-land use pattcrms-will vaTyrdepending-on-market-dememd and specific
devdepma^t-pfepesals. Thc 20 district allocatiensT-howcvcr, arc considcrcd-fcosonable and
allow-for-fluctuations-in-spccific ccnsus-traet-forecQGtG without-major altcrations-to thc-distriet
total. As-Q-rcsultr-thc-rcgional-travol-demand-ferccQSt; based on the 20-district-Qllocation;
rcprcGcnts tho-combination-of-iand-use-pattemo-and growth expectations dovclopcd-at-that
level of-detail ond is adoquate-to define future-travel demands on-the-regienal-transpertatien-
facilities-(major-arterials-Qnd-obovcrand-the-rcgionaI transit trunk routes)-covered-by-this
Plan.-

Relationship to-Local Gomprchcnaivc-Plan-Holding Capacity

-----Based on a-generalized relationship between lond-uses-specified-in-the-leeal-eemprchensive
plans-and-densities ofdcvelopmcnt-that-tend to-occur on theseland-usesran-appfeximat&
estimate of the 2005 population ond-cmployment forccast-ean-be-develeped. Suborea-sununaty
data-depictod in-Figuros;2-7-and-2-8-indicates-that the RTP year 2005 forecast represents about
80 percent of the overall-regional-holding-capacity-^oryopulation-and-Qbout-84-pereent-of-tiu^
overall-regional-holding-capacity for-employment (Urban-Qregon portion outside Portland
CBD). It should bo noted that-these-figures represent general order-of-magnitude-esthnates and
do not attcmpt-to-sdcntifically-dcfinc-prcciseamounts of vacant land development-potential
avoilable-inside-the UGB.

C Year 2005-Travel-Pattem&

-----Thc-following scctions-cxaminc-the-impaet-of-thc land use plans-and-forccost-population
and-cmploymcnt-growth-on-thc-ycar-2005-travel-dcmand in the region.—Tho-first-scction-focuse&
on jnercascs in ovcrall travcl-dcmand-in-the rcgion and the second discusses changes-in-travcl
patterns that will occur-as a-rcsult-of-planncd-land use and cxpccted-populatien-and-
cmploymcnt-growthr

Growth in Travel Demand

-----The-signifieant-inereose-in-pepulation (i 32 pcrccnt)-and-cmploymont-(-t-43-porccnt)-in-the
Qregon-portion-of-the-mctropolitan area between-!985-and-2005 will rcsult-in-Q-corrcGponding 
inerease-in-the-travcl demand to bo served by the region^s-tronsportation-system. Between 1985
and 2005, the number of person trips produced in the Orogon-portion-of-thc-rcgion-will-tncrcQse
by-nearly-40 pcrccntrto-morc than 5.3 million trips per day (Table 2-2). Since employment is
expceted-to-inm^sc-faster-than-populationrthe-numbcr of trips devoted to work-will increase
faster-thon-trips-for-non-work purposes, such as-shopping and rccreationr-The-numbcr of-worlc-
trips-will-grow-by-nearly-45 percent over 1985-levels,-while non work-trips (excluding
commercial and external-trips)-will-increase by 36 percent. This-significant increase in the
number of work trips can seriously affect tronspertation-system-performaneersinee-these
additional work-trips-will-tcnd-to-compcte-for-capacity on the highway-and-transit systems
when it is least available—during-thc-moming and cvening-peak-hours.—Also related to the
incrcQGe4n-cmployment-is-the-in<3,eQse-in-commcrcial-traffic-(c;g.-;-truek-traffic-and-delivery
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citics-of-Portland and Vancouver, Washingtonrorc-alrcady-ncarly fully-dovclopcd and have
eidy-moderate-amounto of-infill and-rcdcvclopment-potential-availablc.- In addition, the
aggrcgate-QVcrago family size io cxpcctcd to-dccrease-from 2.6 in 1980 to 2.45-pcrsons per
houGchold-by-2005 on n regional basis,-thereby^^ulting-in-less population in built-up-urbm>
nrens.

-----The suburban jurisdictions, on the other hand/offer large-areas-of-rcsidcntial Eoncd
ftvailnblc-land-which is cxpeeted-to-bc developed by the-ycQr'2005.-A3 a result, approximately
90 pcrccnt-of-thc new-population-forccast for the region-will-lilccly locate in-the-suburbait
jurisdictions.—Because of existing housing stock, howcvcr; the cstablishcd-urban-areos-will-still-
retain over 35 percent of the-tetal-rcgional popuiation-in-the-year -2005.

-----Washington-County-is expected-to attract the largest-share of the population growth—
^45,000 people—and will house 24 percent of the regional-population,-up 4 percent from its
sharo-in-1985.-Oael<ama3 G)unty-i3 expected to-incrcase-by-443;6007goingfrom-19 percent-to-21-
percent of-theregienal-populadon.-garlc County-is expected-te-add440,000-people,-olso-
increosing-its-sharo of regional population by 2 percent.—Another fast growing-eommunity is the
greater Gresham area, which-gains 43;000 new residents.

Employment Growth

-----The-distribution-of employment growthrprcscntcd-in4:iguro-2-5,-Ghows the most rapid
employment growth-occurring-in the-suburbon districts.-Qutsideof the downtovvn-Portland-areo7 
major eonunerdal centers are developing in the suburban areas. These employment
concentrations in-thc Crcshanvi'5/Krusc Way,-Clackamns-Town Ccnter,-Sunrise Center, I 5
Corridor,-Bcavcrton; Sunset-Gorridor, Hillsboro and T-anasboumc areas will provide-an
expanding-focus for suburban-rcsidents-to-both work and-shop-within their-subareoHhua
fedudng-thc overall need for-long distancc-trip making-fsoo-Ghaptcr 2; Section C—:Ffavel
Patterns); As a result, the Portland/Multnomah-Gounty share of-the-region's-employment-is
likely to dccrcase-from 56 percent in 1985 to-48-pcrccnt in 2005—Tho-largost absolute4nerease-m-
cmployment-occunHn-Washington Gounty, which is cxpectcd-to-gain-104,CXX) new jobs-by-20O5r
Howcvcr,-in spitc-of a reduced sharc-of-all employment, the established-areas arc still
cxpcctcd-to-cxpcricncc a large-absolute increase of 93,500 now-jobs.- In additionrthe-downtown
Portlond-scctor is expected te-remain-strong-and incrcase-by-33,000 new jobs-(to-120,000) by-the
year 2005.

20-Di8trict Allocation Summaries

-----Onec-thc rcgionwidc-and-major subarea control total9-wcrc-cstablishcd,-thc-population-and
employment growth was allocated to-20 geographic districts-within the region (Figure 2-6).
These districts follow census-tract and county boundaries and-represent arcas-having similar
growth-related charactoristico-fdcvcloping arcas, stable arcas,-transition areas, etc.). The
spodfic year 2005 20 district population and-cmployment-allocations-arc contained-in-Tablo 2 -1;

-----The RTF is based-on-thc cxpcctation-that local-comprehcnsivc-plans will-provide sufficient
land-capadty-and-transportation services and-fncilitics-to-accommodato-at least thc-levcl-ef
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ncw-jobs-ovcr thc-ncxt 20 years. Combined^with-the-rcgional land use pQttern-(Figurc 2 1), they
depict the shape and dcgrce of dcvclopment-expectcd-te-eegur-within-tho-rcgion by the year
SOOSr

-----This growth-pattem-was-projcctcd from past growth trends-foi4he-different-parts of the „
region-subject to aiwindcrstohding of those circumstances present in-eoeh-community likely to
slewT-accolcrate or maintoin-post levels-of development.—Among-these-considerations are the
Qvailability-of-vacant land ond-the existing-or-planned public-servicesrsuch as sewer and
water." Each district-has a-theoretical-growth-limit represented-by-the-Iocol-comprehensive
plandcnsky^imits-on-dcvclopablc-orrcdevclopableland.

-----Because the-factors affecting-the-growth rate in-a-given community-are-complex-and varied,
they-ore-subject-to'change over time.-As a rcsult,-the growth projections used as-o-basis-for the
deveiepnrtent-of-this Plan ore-also-subjcct to ehange.--In particular/-as-theprojectiens-foii-growth
bccome-more detoiled-their-relationship-to-actual development beeenves-more-uncertain.—For
example,-weean soy-with-greatccrtainty-^hat-cmploymentinthc regionos a whole-will-grow
by 50 percent over the next 20 years -and-that a certain portion wilHeeate-in-Washington
County. Howcvcr-trying-to-specify-which parto-of-the County-will-grow-is-largcly-subject to
specific-development proposals—It io Metro's-intent, thereforerthat-growth trends in-each
community be monitored and-updates to the-ycor 20Q5-growth allocation-bc-made-as-ncccssary to
rcflcct-actual-conditions as-closcly-as possible. This proccss>-togcthcr with a biannual-updatc-of
tmvcl-projections-fboth for the base and-futurc horizon years), cnsurcs-timely-asscssmcnts of the 
transportation-improvcmcnto-recommendcd in this Plon (Ghaptor-5)-to-rcflcct the changing
naturcof-the transportation-needs to serve thc urbanizcd-arca of-the-region-over-time.-

-----For the purpese-ef-allocating-populatien-and cmpleyment-growth,-it was necessary to-make
a-number of general-assumptions regarding existing and future conditions.

••—The composite-of-all-city and county comprehensive plans-comprisc-thc-rcgional land use
planr-Futurc land development will be consistent with-these local plons-and-the-LCDC
Statewide Planning-Goals.-

—Currently adopted-policies-of jurisdictions-influencing-rcgional grewth-and-dcvclopmcnt
will not change significantly in the future.

—Currcnt-or-projcctcd transportation-deficiencies were not-considered-os a constraint-on-the
future-land -dcvclopment-yattem.-

••—Thc growth-trcnds-of-thc-past dccadc-arc a significant indicator-of-how-and-wherc-thc-next
two ■decades' growth-will-occur.

Population-Growth

-----The-population growth-forecast illustrated in Figure 2-4-clcarly-showo-thc-continuation-of
the rcccnt-trcnd-toward rapid residential dcvclopmcnt-in-the-suburban areas of-Washington,-
Glackamao/-East Multnomoh-and-Clark counties. Older, cstablishcd-areas-sueh-as-much of the
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development in the region.-Downtown employment levels have increased nearly 50-pcrccnt-in-
thc-last-15-ycaro, a slightly higher ratc-thnn-the 42-pcrccnt growth-in-thc-SMSA-employment
QS-a-wholc.-

fopulatioivand-Emplo)micnt-Growth Forecasts

The RTF-focuseo-transportation investment dcdoions-on-n-ycar 2005 travel -demand:—As-suehj
it-is-neeessaiy-to-dctcrminc the-cxtent-to-which the-leng-fangc rcgienal-land-use-pattem within 
the-urban-nrea-discussed previously will be developed within-the-next two decades. This
seetiemef-the-Plan-summarizcs-oycar-aOOSpopulatien-and-employment-forccast-developed-
through-a-scrics of worlcshops attended by rcprcsentdtivcs-from thc-rcgion's dticsrcountics,-
othcrTntcrcstcd-public ngcncies-and private sector groupsi-Dctailed-descriptions-of-thc
forccastrflUocation-proccss and mcthodelegy-arc-documcntcd m-Rcgiottal-Pofmlation -and
Employment rorccaol to lODO-and-iOOS iand subscquent-updatcs) which-rcprcscnt9-Appcndi}eA
of-the-RTP-ond-ia available-under separate cover.

—-The key components in the development of the year 2005 forecast were rcgional-contret
totals-for population-and cmpleymentr-Thesc 20 year control-totals arc defined-every-five
years by the Regional Growth-Forum,-conai3ting of public-and-privatc-scctor-profossionals
involved-in forccaating economic growthrcmploymcnt/population and housing.- These control 
tetals-werc-thcn-reviewed by-representatives of-the-various-govemmental jurisdictions in-the
region who attended-workshops-to-disaggrcgate-the-overall-forecasts-to-subarcas and -districts
within-the metropolitan region. The method cmployed-wos-tOHise-thc-output-of-a-long-range
forccasting-medel-QS-Qstarting-peint-Qndto-dcvclep-Q-consensus-on-future-cmploymontby-soctor
through discussion and modification-of that outputHThc-most-rcccnt model-output wasfrom-a
BPA-Northwest Region model dcvclopcd-by Wharton Econometric Forccasting-A-ssociates-in
4-984r<iisQggregatcd to the SMSA-by-Mctro). This 20 ycQr-employmcnt forccaat {909/987-job&
regionwido in 2005)-rcprcacnts-thfrbcat-knowlcdgc/ cxperience-and-judgmcnt-of-thc individual
members of the group-developed over-time-through thc-analysis-of-the-various-cconomio
components of the-region: It is stressed-that this is a-likoly-forcoast‘-ovents extcmal-to this
rcgion-and-actions-taken-within the rcgion-could change-thc-totals-rcprcscntcd-hcrc.-

-----A-related-population forccast-was developed by-estimating the ratio of theTevet-of-)eb
participation-(employment) to populationr-This ratio produccs-a-ycar-2005 regional population
estimatc-of-approximatcly 1,740,000 people.

-----Metro-monitors the-growth in the region-on an ongoing-basisi-publishing a Regional
Development -Trends update twice a-ycor; annually-updating the-base-year-population-and
employment-figures to reflect actual-growth (and cxtcnding-the-20 year forecost-ene-ycar
further out); and conducting-a-major update of-thc 20 year forccast-through thc Regional
Growth-Forum process evory-five years.

Population-and-Employment Growth to 2005

The-growth pattern illustrated in Figures-2 4 and 2 5 represents a regional-distribution-of
nearly-half-a-million-ncw people (136 percent over 1985) and 300/(KX>-(-t48-pcrocnt over 1985)
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—: The implications of this overall development pattem-on the form of the region's 
transportation-system arc evident. The high density dcvclopmonts-olong the radial routes cast
of-thc Willamcttc-and to the-southwest offer significant opportunities-for-cost-effcctivc transit
service-provided by-primary-transit-routcs.-Goncentrations of employment activity in suburban
locations-such-as-BcavcrtonirGrcsham-and-the-Giackarnhs Town Centcr-arca-provide-a focus for
suburban devclopment-casily served by-tronsit-stations. In-effect, thc-sucecssful-devclopment-of
mony-of the higher-density areas/nodcs-spccificd-in-the-2040 growth concept and in local 
comprehensive plans-dcpcnds-on-adequatc Icvels-of transit scrvicc.-Ncw industrial 
developments/ dcpcndcnt-upon-adcquatc highway-access for the-movement of goedsrhavc been
planncd-to-expand-ncor major regional-highway facilities-such as I 5,1 84-1-205, Highway
212/224 (the Sunrise Corridor), Highway 217 and the Sunset HighwayT—These highways-also
serve the intcrmodol nccds-ef-industry.—The-rcmaining-arcas of residential-development
require a more-balanced combination of urban highway infrastructure and local-transit service.
Gbviously-transit and-othcr-tmnsportation-investments, whilc-ncccssary-to-servc-the travel
dcmond-associated-with-a-particular development-pattemT^an olso bc-used-as-tools■ to achieve
locally-adopted land-use-and cconomic development goals.

Market Demand

-----In-rcccnt years, the-demand for development-in the region's economic system-hos greatly
' eutpaced-that-exhibited-by-the-national cconomy:-Figurc-2-2-illustrates-the-l970-1985 annual
pepulation-and-cmploymcnt growth-rates of the nation and the-Portland SMSA. Using the 2.35
percent compound annual rate ofomploymcnt growth-from-1970 to 1985 as-an indicater-for-the 
demand-for-cconomic dcvclopmcnt/the Portland region is experiencing a market demond-that is 
20 pcrccnt-pcr year grcatcr-than-the-national average of-1.96 percent. The-rcsidential-demand
in the region, represented by the 1.62-pcrccnt compound-annual growth-ratc-over-the last 15
years74s-56-pcrccnt grcatcr-than-that of the nation as a whole ■(■1-04 ■percent). Employment-is-
expected to continue-to grow-at-a-faster-ratc than-population due-to-the-anticipatcd-inercasc-in
the-overage number-of-workers per household.

-----While-the regional -economy has expanded,- it has-also diversified-significantly.
Historically, the Portland area has constituted-the center-of urban-serviccs-for-onc of the
natien^s-major-timber prodiidngmgions.-In recent years-however, the rcgionol-(SMSA) economy
(Figure 2 3) has complemented continued-growth in thc-durable-manufacturing sector (118,400
jobs in thecast-15-years) with-significant incrcases-in employment in-the financcTinsurancc, real
estatCT-tradc-and service scctors-(-|-124,000 jobs)—In addition,-thc composition of employment in
the-manufacturing sector has shifted-toward-thc clcctrical-and instrument-manufacturing
industry (116,500 jobs—90-percent-of-tho new-growth in durable-manufacturing employment).

-----Although-o-major portion of the-region's residential■growth-in-thedaot-15-ycars has
occurrcd-in-thc suburban arcas,-extcnsive suburban-development of employment has-bcgun-enly-
recently. An important feature-of-the-rcgional economy is the fact that-this-suburban
devclopment-ef-cmploymcnt-is-expectcd-to occur in addiden-to-(not-at-thc-cxpcnso oO the
growing employment base in-the-downtown Portland sector. The demond-for downtown
development-is-anticipated-to-remain-strong compared to the ovemlHevel-of-economic
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Metro's Regional Land Information System (RLIS). along with existing development patterns
and environinental features. In the next update to the plan, the RTF's impact on land use will
also be reviewed at the regional scale using RLIS in a unique link with the EMME/2 travel
forecasting model. This new technology will allow for an unprecedented integration of local
land use plans with regional transportation planning-

implementation of the Region 2040 Growth Concept will involve further recognition of land
use/transportation link, as outlined in Chapter 1. Currently, local comprehensive plans must
be, and are consistent with the RTF; however, the Growth Concept overlays the region's major
functional elements (i.e. Regional Centers. Town Centers: Station Communities, etc.) onto these
local plans. It is anticipated local plans will be revised to reflect the Growth Concept and
Regional Framework plans as the region implements the Growth Concept, a ranking system for
projects is being developed which organizes and prioritizes RTF projects around these major
functional elements—rather than just local comprehensive plans.

Highway"and-transit facilities arc functionally related to the-dcvclopmcnt pattem-they
are intended-to serve, providing-for movement-of people and goods among employmentTbousing
and-shopping oppertuni tioa.-Thc location, intensity and-timing of-futurc-lond dovclepment-in-
the region-will be-dircctly-relatcd to two primary factors! 1) the land use designations-of-local 
comprehensive plans that catablish-whcrc various land use typco-will bc allowed^and-2)-the
complex -set of economic and social forccs that determine market demand for-new-devclopmcnt.-
This scction-dcscribcs the regional land use framework represented by-thc-full development of
local-comprchcnsivc plons-followcd-by on examination-of market demand and-the-rcsultant
level of growth expected by-the year-2015. This relationship is significant bccause-tho
capacity for development in the local comprchcnsiveplans is greater than-tho ameunt-of-
development expected by the year 2015.

Regional Existing Land Use Pattern

-----A-rcgional-compositc land use map for the urbanized area was-devcleped-by-combining the
individual-comprchonsivc plans prepared by the dtics and counties within-tho region/ This
composite plan (Figure 2 1) is accurate as of June 1990, and aggregates the more dctailcd-leeal-
plans into four generalized-land use groupings which represent arcaa-of-greatcot regional
interest-within the UrbanCrowth-Boundary-(UGB)!—1) single-family residential; 2) multi
family residential/commercial* -3) industrial; and 4) public/opcn space.—These categories of 
land-use, due to their travel generation characteristicsT-arc-considcrcd-most important for
transportation planning purposes.

-----The development pattern evidenced in the figure has been strongly influenced by
epportimitics and constraints ■afforded by the regional topography.' Thc-obvious-opportunity is
the confluence of-thc Columbia and Willamettc-rivcrsT-whichhas-cncouragcd the region to
become a major ohipping-and distributien-ccntcr-for a large-portien-of-thc Pacifio-Northwcot. As 
Q-rcsuIt, there arc-significant concentrations of industrial land nsos-along-tho-Gregon-portion of
both nvers. The major constraint imposed by the topography-4s-thc-location of the West Hills
between downtown Portland and the Tualatin Valley. This physical barrier to easy access-has
encouraged the development of-o-morc autonomous suburban area in Washington County than
has histencally developed in suburban Claclcamas or Multnomah counties.
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developed. Employment in this subarea is expected to grow bv more than 100,000 jobs, or more
than 25% of the region's total increase. The scale of residential and employment growth.
coupled with a partially developed transportation system, points to a need for significant
improvements to the roadway and transit system in this subarea.

Subarea 6 - Suburban Clackamas County

Some 58,000 additional residents are forecast for this subarea by 2015. representing 16% of
the region's population growth. Most of the residential growth-will be focused on areas east of
Interstate-205, where access to the regional transportation system is limited. This subarea is
also expected to gain over 40,000 additional jobs, by 2015. many of which will be located in the
Interstate-205 and Highway 224 corridors, and around the Clackamas regional center. While
recent highway improvements and planned light rail service will help to accommodate this
growth, the roadway system is this subarea is not fully developed, and will require substantial
improvementsbv 2015.

Subarea 7 - Lake Oswego and the 1-5 Corridor

Though Lake Oswego and West Linn are largely developed, growth in this subarea is
forecast to bring over 50.000 new residents by 2015 —15% of the region's total. Most new
residents will be located along the 1-5 corridor. Similarly, employment growth in this subarea
will also be concentrated in the industrial areas and business parks located along the 1-5 and
Highway 217 corridors, with nearly 50.000 additional fobs forecast bv 2015. Like other
suburban areas, this subarea does not have a fully developed roadway system, and significant
improvements in both roads and transit service will be needed during the plan period.

Effect of the Flan on Local Land Use

To a great extent the RTF is the product of extensive discussion at the community level and, 
thus, reflects the interests of local citizens to an extent that could not be achieved at the
regional level. Each local jurisdiction in the region has developed its own objectives for the
regional plan through a distinct, public process open to all citizens. Public comment that is
provided to local planning commissions, dtv councils and countv commissions form the basis for
local elected officials and representatives to provide input at the regional level.

The local transportation planning process begins when jurisdictions weigh regional system
improvements against local land use policies to measure the effect of transportation on land use
patterns. In most jurisdictions, transportation is the key building block used to assemble a long-
range vision for community design and, therefore, is considered at the most fundamental level
when local zoning ordinances take shape. Oregon law requires local jurisdictions to consider the
impacts of transportation improvements, as well as other urban facilities, in a comprehensive
manner in local plans. Once adopted, local comprehensive plans are reviewed at the state
level for compliance with statewide planning goals.

Because the RTF is reflected in all local plans, it is tested at a relatively detailed level for
consistency with local land use policies. Currently, local land use plans are incorporated into
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Subarea 1 - Downtown

The downtown area is expected to gain a relatively small share (3%) of the region's
population growth by 2015. However, this geographically small subarea is also forecast to
gain over 35,000 jobs — nearly 10% of the regional increase — with just 2il00 of these jobs in the
retail sector. These figures reflect an already high proportion of professional jobs in this
subarea, and underscore the significant role that the downtown area continues to play in the
region's economy, and the need to provide continued multi-modal access to this employment
center..

Subarea 2 - East Portland

This subarea is characterized by mostly built-out neighborhoods, reflected by the
relatively small amount of forecast population growth — just 3% of the regional share. East
Portland is the region's largest concentration of jobs, and employment growth in this subarea is 
expected to increase by nearly 80,000 jobs, more than 20% of the forecast increase. Of these, just
over 11,000 are expected in the retail sector, reflecting East Portland's role as a center of
manufacturing and distribution employment. These figures, and the fact that east Portland
forms the crossroads of the region's main travel routes, reinforces the need to maintain a high
quality system of multi-modal routes in this subarea, with an emphasis on freight movement.

Subarea 3 - West Portland

Like the East Portland Subarea, this part of the region is very developed, with most of the
forecast residential growth occurring along the Washington and Clackamas boundaries.
However, this subarea includes the densely developed Uptown district of NW Portland.
reflected in the addition of nearly 2,000 retail jobs by 2015, and almost 18.000 new jobs overall.
Because much of the future employment in this area will occur adjacent to the downtown
subarea, transportation needs are similar as well, with an emphasis on multi-modal
accessibility from points throughout the region.

Subarea 4 - Suburban Multnomah County

This subarea includes a mix of largely developed land in the eastern portions of Portland,
and rapidly developing land in the cities of east Multnomah County. Nearly 15% of the
region's population growth is expected here, with most new housing in the eastern portion of 
the subarea. Employment growth is expected to produce over 30.000 new jobs in the subarea.
many located in the Columbia South Shore east of 1 ??nd Avenue. As suburban Multnomah 
County continues to develop, growing travel demand will require improvements to the roadway
system in the subarea, and improved transit service to emerging centers of employment.

Subarea 5 - Beaverton and the Sunset Corridor

___The suburban heart of Washington County is forecast to receive over 42% of the region's
growth through 2015, translating into over 150,000 new residents. Most of the residential
growth will occur to the west of Beaverton, where the regional transportation system is least
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Employment Areas

Industrial areas would be set aside exclusively for industrial activities. They include land
intensive employers, and are expected to accommodate ten percent of regional employment and 
no households.

Other employment centers would be designated as mixed-use employment areas, mixing
various-types of employment and including some residential development as well. These mixed-
use employment areas would provide for about 5 percent of new households and 14 percent of
new employment within the region.

Neighborhoods

Residential neighborhoods would remain a kev component of the recommended alternative
and would fall into two basic categories. Examples of inner neighborhoods are Portland and the
older suburbs of Beaverton. Milwaukie and Lake Oswego, and would include primarily,
residential areas that are accessible to employment. They would accommodate 28 percent of
new households and 15 percent of new emplownent (some of the employment would be home
occupations and the balance would be neighborhood- based employment such as schools, child
care and some neighborhood businesses).

Outer neighborhoods would be farther away from large employment centers and would
have larger lot sizes and lower densities. Examples include outer suburbs such as Forest Grove.
Sherwood and Oregon City, and any additions to the urban growth boundary. These areas
would accommodate 28 percent of new households and 10 percent of new employment.

Growth Through 2015; A Step Toward Region 2040

Metro's interim population and employment for the year 2015 echoes the scale of growth
anticipated in the Region 2040 vision, with about 40% of the growth expected by the year 2040 
forecast expected during the next two decades. This translates into some 367.000 new residents.
and 380,000 new jobs in the region by 2015. Table I shows the 2015 forecast according seven
regional subareas mapped on Figure 2-1. A discussion of the 2015 forecast by subarea follows
this table.

Table I
Population and Emvlovment in 2015 (within UGB)

Popularion Total Employment Retail Employment
Sub area 1990 2015 %cbange 1990 2015 %cbange 1990 2015 .% change

1 9.968 20.677 107% 110.737 146.271 32% 8.959 11.773 31%
2 311.075 322,124 4% 204.625 284.170 39% 35517 47.113 33%
3 83.831 104.719 25% 79.464 97.194 22% 10.446 12392 19%
4 170.245 224.887 32% 56.416 109.745 95% 13523 22.714 68%
5 226.681 381,775 68% 117297 220,704 . 88% 23,022 37.044 61%
6 • 117.282 175266 49% 75.930 118.798 56% 17.187 26.764 56%
Z 124.434 181.424 46% 80.250 129.482 61% 16,147 25.461 58%

Total 1X143.516 1410,872 35% 724,719 1,106.364 53% 124502 183,261 47%
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The ratio of single-family and multi-family in new development would be 62 percent to 38
percent — the current ratio is 70 percent single-family, 30 percent multi-fainily. 20 percent of
the single-family market would be accommodated by rowhouses.- duplexes or small-lot
development. This housing type would mostly occur along transit corridors.

The majority of housing in 2040 would be in neighborhoods (52 percent), followed by
■ corridors and station communities (33 percent), and dty. regional and town centers (8 percent).
The majority of new jobs (two-thirds) would be accommodated in centers or along corridors and
main streets, which would be well served by transit. Industrial areas would provide land for
about 10 percent of new jobs and employment areas would provide space for 14 percent of new.
jobs. Significantly, residential neighborhoods would account for 15 percent of total jobs (this
includes people working at home, child care, schools and small-scale commercial within
neighborhoods), up from 11 percent currently.

The following land use components and associated growth forecasts of the Region 2040
Concept are the long-range growth assumptions for the federal RTF;

The Central City

Downtown Portland serves as our major regional center and functions quite well as an
employment and cultural hub for the metropolitan area. In addition, downtown Portland has a
high percentage of travel other than by car — three tirhes higher than any other part of the
region. Today, about 20 percent of all employment in the region is in downtown Portland. Under
the recommended alternative, downtown Portland would grow at the same rate as the rest of
the region, and would remain the location of 20 percent of regional employment. Improvements
to the transit system network and maintenance of the highway system would provide
additional access to and from the city center.

Re^onal Centers

These regional centers would become the focus of compact development, redevelopment, and
transit and highway improvements. Eventually, these centers would grow to the density of
downtown Vancouver, Wash. - about one-third of downtown Portland's density, but three times
denser than these areas today.

Town Centers

Smaller than reeional centers are the third type of center with compact development and
transit service. Town centers would accommodate about 3 percent of new households and more
than 7 percent of new employment.

Corridors, Main Streets & Station Communities

Corridors and main streets are not as dense as centers, but also are located along good quality
transit lines. Typical new developments will include rowhouses. duplexes and one- to three-
story office and retail buildings. Station communities are nodes of development centered around
a light rail or high capacity transit station. They provide for the highest density other than
that found in regional centers. Station communities would encompass an area approximately
one-half mile from a station stop. Because the Growth Concept calls for many corridors and
station communities throughout the region, they would together accommodate 27 percent of the
new households of the region and nearly 15 percent of new employment.
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CHAPTER 2

Land Use, Growth & Travel Demand
A. Overview

The 2040 Growth Concept discussed in Chapter 1 provides general direction for 
development of the federal Regional Transportation Plan, but does not prescribe or limit what
the federal RTF will ultimately include in the regional system. The 2040 Growth Concept-
having been adopted by resolution, will likely be modified, and the specific transportation
elements will be further defined in the framework plan. The federal RTF builds upon the broad
land use and transportation directions that are advanced in that Growth Concept and the
RUGGOs. Among these broad directions is a strong commitment to greater land use effidendes
and a truly multi-modal transportation system. This chapter focuses both on the region's long
term transportation needs, and improvements required during the 2fl-year plan period to
ultimately reach the broader Region 2040 vision.

In order to ^ region to
through the year 5695-2015. It-io ncccosory to define thc-locationrsiEO/and-charactcristics of
the-travel demond-in the-region, the transportation-system-will-he eypeeted to nerve, this
chapter of the Plan describes these basic elements which, in combination, will determine the
future demand for transportation services in the region:

• The regional land use pattern defined by the 2040 growth concept and local jurisdictional 
comprehensive plans developed under the LCDC Statewide Planning Goals will determine 
in large part the location of future development in the region. (These land use patterns, 
upon which the RTP travel forecasts are based, will be subject to change based on the 
policies included in the LCDC Goal 12 Transportation Rule, and other functional plans 
adopted to implement RUGGO. These changes in residential distribution and density will 
be incorporated into the travel forecasts in future RTP updates);

• The levels of population and employment growth that are expected to occur in the region by 
the year 2005 2015: and

• The regional travel patterns that can be expected as a result of the form, location and extent 
of anticipated growth.

B. Land Use and -Year 201 5 Growth Forecasts

Growth through 2040

-----The Region 2040 Growth Concept provides a unique forecast of what the region may become
over the next fifty years. In 2040. some 2.674.000 residents will populate the region, an increase
of nearly one million over today7s population. Employment in the region will grow to over
750.000 lobs over today's levels, to 1.634.000 workers. Even with increased densities in new
development, the Growth Concept would require and expansion of the urban growth boundary
by 14.500 acres to accommodate these increases.
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—Pedestrian movcment&^hould bc-cncouragcxi-within major activity centers by clustering
hotel, entertainment, -residential,-rctail-and-officc services to utilize-common parking
areas;

—hand-development patterns, site-standards and densities whieh-makc-transit, bicycle
and-pedestrian travel-more attractive-should be promoted.

“•—Local jurisdictions should-seek to improve the strcctsidc-cnvironmcnt affecting the
transit user, bicyclist-ond pedestrian.-

Ficxtimc/Staggcrcd-Work Hours/Four Day Work Week

Flexible work schedules imply-individual choice as to when an employee begins and ends
his-work day. This-is-an-important travel demand mcasurc,-as scvcral-studics-havc found-that
existing transportation-systcms-would-function-morc effectively if-workers were given more
latitude-in-thc-dcsign-eHhcir-commutc trip. Flextime programs would also hclp-Tri Met,
because-sprcadingpeak-transit-ridcrship-ovcr a longcr time period would result in a need for
fewcf-buscs-and drivers-whilc-providing-more scats for ridcrs-during-the-pcak pcriod. Flexible
work schedules and the associated-rcduction-in-peak hour travel-lessen-the need for both
transit-and-highway<;apaeity.—Guidclincs-for implementation of flexible-work schedules
which local jurisdictions arc encouraged to support arc as follows!

* Flexible worh-sehcdulcs arc encouraged-at-oll-places-of-employment where such
programs would not-interferc with the productivity or cffcctivcncss-of-thc employee.

—Flexible work-schedules are-particularly cncouragcd at large-cmployment-ccntcrs, in
central business-districts and-in-arcas experiencing-traffic-and-drculation problems.-

Parking Programs

Parking programs which limit-parking around regional transit trunk-route stops-and-transit
eenters-or-provide preferentiaHeeations and prices for individuals that-rideshare-can-be an
important-tcchnique-to-inercaso ridesharing and maximize transit ridership:—The RTP forccast-
of travel demand to downtown-Portland-is-consistent with-thc-cxpcctcd supply-of parldng-in-the
downtown by tlrc-ycar 2005, as well as the-emphasis-on-shifting-the use of parldng-to short term
trips.

Among-the-parking programs-that should be considered by-local-jurisdictions arc;

*—provide preferential parking locationo and prices for carpools and-vanpools-at publie
parldng letsrcurbsidc parldng arcas-and in private employee parldng lots;

•—establish maximum parking requirements for new development within 1 /4 mile of
regional transit-trunk route stops and transit-stations according to the land use-type and
quality-of transit service; and

• develop arcawidc parking management-plans in-existing and-planned high density
areas.
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Ridcsharc Programs

An-attractive way to-lcoscn peak period-vehicle travel is to incrcase-the-pcfcentagc-of
commuterothat-Tidosharo.—This-serves-to-increaoo person-carrying capaeity-without-increasing 
vehicle-demand-on the highways. Because of the-relatively-constont-and-repetitive nature of
work-trips, individuals can make-shared ride arrangcmcnto-in advancc. Other trip purposes,
such-as shopping and recreational-trips, have proven-much-less responsive-to-instituted
rideshare-progranas-and are, therefore, not specifically-addressed.

Gurrently, approximately 23 percent of those traveling to work by auto rideshare in groups 
of-two or more on any given day. A few large firms in-the regiori-with oggressive- ridcsharc
programs-havc upwards of 30 percent of thdr-cmployccs ridcsharing.—Looking-at thc ridcsharc
goals of seme-large fimis in-the-region and at experiences in other cities, it-is rcasonable-to
affirm that-cncouragcmcnt of ridcoharing efforts thot-havc-proved effective'is-an-important 
component-ef-the overall demand-management portion of this-Plan.-

Local-jurisdictions arc encouraged to adopt policies consistent-with-the-ovcrall guidelines
for-supporting cffcetivc-ridcsharing activities, such as:

—€onecntrate ridcsharc efforts-on work-trips to-largc employers or cmplo)TOcnt centers
and-in-congested traffic corridors.

•*—Encourage ridesharing-fhreugh incentives (such as preferential ■parking-locations and
pricc-and-prcfcrcntial-traffic-lancs)-and-through-marlccting programs to-advcrtisc the 
benefits of ridcsharing-and-to-incrcaso-thc convenience of ridesharing.

Land Use

Local comprehensive plans guide-new devdopment-and provide the means to-ensure that
future-development and futurc-transportation-invcstmcnts-arccompatiblc." Local plans-which
provide for increased suburban employment, together with the-Urban Growth Boundary (UGB)
adopted-by ■Mctrorcnsure-agrcatcr-mix oHand uses-thereby minimizing trip-length; -Local 
plans-spccifying-locationsfor high-dcnsity-dcvclopmcnts should-scckto complement-planned-
regional-transit trunlt-routes-ond transit stations.—Local-jurisdietiens-are cncouragcd-to initiate
the following land-use actions to support demand management-programs:

—New-dcvclopmcnt-should achieve a-balancc of cmploymcnt,-shepping-and housing to
reduce the need for long trips and-to make-bicycle and pcdcstrian-travcl more
attractive.

—Employment-oppertunitics-should be-dcvclopcd-throughout-thc metropolitan area in
beth-urban and suburban locations. This dcvelopment-should-be concentrated and
located to-maximizc the feasibility of being served by-transit or-locatcd-along-rcgional
transit trunl< routes. Employment, commercial and residential densities should be
maximized around-planned-transit stations and regional transit-trunl< route-stops 
compatible wth other local objectives—Compatible inq-eases-in density-should also-be
considered along-subrcgional and-local transit routes.—Locatiens-farther-from-transit 
trunk routes should-be considered for lower density uses.

•*—Adjacent to transit-trunl< routes,-local-jurisdictions should consider allowing-higher
densities-than would otherwise be the case-if-the development-is designed to-be
positively oriented-toward transit-and pedestrian access.
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consider various strategies, including TDM measures, to manage congestion in the metropolitani
area. The CMS must be Included in the metropolitan planning process in transportation
management areas (TMAs) and updated periodically as part of the planning process. Metro and
ODOT work with other transportation agencies to develop a regional CMS, which will be
adopted as part of the next update to the RTF. The federal ISTEA requires that data collection
begin by October 1,1994. and that implementation of the CMS be certified by January 1.1995.
The current status of Metro's CMS is discussed in Appendix "43".

In TMAs with nonattainment status for ozone or carbon monoxide, including the Portland
region, federal funds may not be programmed for any project that significantly increases single
occupant-vehicle (SOV) capacity unless the project is part of an approved CMS. Interim 
guidelines issued by FHWA/FTA will govern funding decisions while the CMS is being
developed.

The CMS is intended to "identify areas where congestion occurs or may occur, identify the
causes of the congestion, evaluate strategies for managing congestion and enhancing mobility.
and develop a plan for implementation of the most effective strategies." Demand management
measures, improvements to traffic operations and expansion of transit services are examples of
other strategies which will likely be included in the region's CMS.

Information likely to be included in the CMS will range from the extent and capacity of the
transportation system, to travel demand, time and cost. The CMS will identify performance
measures associated with the transportation system's operation, as well as methods for
monitoring, collecting and reporting data.

Parking Management

The state's Transportation Planning Rule (TPR) requires that the Regional Transportation
Plan (RTP) include methods to reduce parking spaces per capita by 10 percent over the next 20
years. The requirement is one aspect of the rule's overall objective to reduce single-occupant
vehicle travel, promote alternative modes and encourage pedestrian friendly urban areas.
However, the mode of travel used to make a trip is directly influenced by the convenience and
cost of parking. As parking in densely developed areas becomes less convenient and more costly.
alternative modes of travel become relative more attractive. In addition, as alternative modes
of travel are increasingly used for work trips, scarce parking spaces are released for shopping
and other non-work purposes. Parking management is therefore particularly important in areas
that are currently developed at high densities (Central City) and in areas planned for new
high-density development such as Regional Centers and Town Centers.

In addition, parking management programs should be complementary to other TDM strategies
aimed at meeting DEO's Parking Ratio Rule and to those aimed at increasing both ridesharing
and transit use.

The-modc-of travel used-to-makc-Q-trip is dircctly-mfluenced by thc-convenienee-ond-oost of
parking.'- As parking-in denscly dcvclopcd arcas becomes Icoo convcnient-ond more costly,
alternative-modes of travcl-becomc-morc attractive. In-additionT-as-altcmativo modes-of travel
are increasingly used for work-tripsrscarce parking■spacca-are-rcloascd for shopping trips.
Parking management-is-particularly important in areas that-aro-currently developed at high
densities and in oroas-planncd for ncw-lugh-dcnsity development. -This is especially true for
downtown-Portland-ferT-without tho cffcctivc management of parlung,-thc transit-ridership
levels-that this Plan^s^rcdicated upon will not occur. This.-in turn,-would require a major
rccxominatien-of-the-improvcmcnts coHed-for in the major radial corridors (Chapter 5)-as-well
as-severc-impacts on air quality-and-mobility within-tho-GBD.-
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Performance Criteria:

_Minimize travel by single-occupant vehicle: maximize travel by non-SOV modes
- increase auto occupancy
- increase mode share for transit, walk, bike and telecommute

• Minimize travel during peak periods
- reduce v/c ratios during peak periods
— increase average corridor speeds during peak periods

• Delay or eliminate the need for new rodes and /or expansion of existing roads

• Minimize average trip length for both work and non-work trips.

Program Design Criteria and Guidelines

Presented here are recommended policies and objectives defining the most appropriate
types of travel demand programs to pursue for achieving regional and local transportation
goals. Also included are guidelines on the application of these programs at various levels of
implementation.

TDM Infrastructure/ Support Programs

The function of TDM infrastructure and/or support programs is to: (1) provide the physical
amenities necessary to make non-SOV modes more attractive: (2) provide incentives (monetary
and non-monetarv) to shift people to non-SOV modes; and (3) remove barriers such as
regulation and/or restrictions that would make it more difficult for people to choose non-SOV
modes. The purpose of these programs and actions is to make it easier for people to shift their
travel to non-SOV modes, but by themselves, may not be the direct cause of the shift For
example, the provision of covered bus shelters, emergency-ride-home and education/marketing
programs as stand alone measures have little effect on switching people to non-SOV modes of
travel.

However, when these strategies are used in conjunction with other supply strategies such as
improved or new transit service, carpool and vanpool programs, and TDM regulatory or market-
based pricing programs, they can contribute significantly to increases in non-SOV use, reductions
in VMT, improvements in air quality and improvements in the overall quality of travel. In
addition, the provision of incentives such as tonsit fare subsidies and/or tax exemptions for
implementing non-SOV programs will complement TDM actions to switch people to non-SOV
modes of travel. The implementation and /or continuation of Infrastructure/Support strategies
requires a strong local and regional commitment.

Infrastructure and TDM support programs are designed to provide the basis for a 
comprehensive TDM program of strategies and policies to; fl) help the region achieve the TPR
Tier 1 (1995-2005) and Tier 2 (2006 - 2015) VMT per capita and parking per capita reduction
goals; (2) complement local jurisdiction efforts to assist employers in implementing programs to
meet the mandates of the Employee Commute Options rule: and (3) help the region achieve its
2040 land use and mobility goals.

Congestion Management System (CMS)

The federal ISTEA recognizes the importance of demand management by requiring states 
and metropolitan areas to develop a CMS as part of their transportation plans. The CMS must
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Presented here arc objcctives-dcfining thc-most-appropriate types of travel demand
pregrants to pursuc and guidelines on th^pplication of these programs. An important 
consideration for selecting demand management measures is to combine those that are mutually. 
supportive into a comprehensive program. This approach is important to the success of TDM 
because of the close linkages between many TDM strategies and programs. ■While one mensiw*- 
mny-be somewhnt effective on its own7-it-may be much more successful in conjunction with
another measure; For example, an employer-based program to increase ridesharing may be 
moderately effective; the same program coupled with a reduced carpool parking fee program or 
a program to reduce parking supply for drive alone trips can be very effective. Similarly, land 
use policies can be formulated which, on their own, may have little impact on reducing vehicle 
trips, but in concert with other actions can be very successful in promoting the use of transit, 
bicycle and pedestrian travel. Therefore, local Jurisdictions should consider demand 
management measures in a comprehensive manner in the preparation of local system plans and
incorporate policies that implement those combinations of TDM measures that best support
regional goals and that meet local needs for both work and non-work travel. This approach
will help ensure maximum achievement of TPR, air quality and mobility goals at the regional
and local level.

—Objective: Minimize travel by single occupant automobile,* moximize-travcl-by
ftltcfnate-modcg.

&—Objective: Minimize travel during peak hours.

—Objective: Minimize-trip length.

The following describes ISTEA requirements for development of a Gangestion Management 
System (CMS) for the Portland region and TDM program goals and design criteria for the 
region's demand management program.

Regional TDM Program Goals & Objectives

Goal 1 - Comprehensive regional approach to transportation demand management (TDM).
The Regional Transportation Plan (RTP) includes policies that will help the region achieve its
VMT, air quality, mobility, and livability goals in a cost-effective manner. The term TDM
encompasses the measures to reduce reliance on single occupant vehicle travel (ie., driving
alone) and the strategies, techniques and supporting actions, that encourage non-single occupant
vehicle trave (ie.. transit, walk, bike and telecommute)

1. Objective: To reduce or eliminate the incentives that promote reliance on the single
occupant vehicle (SOV) for travel and to enhance the attractiveness of non-SOV
travel.

2. Objective: To recommend TDM strategies and incentives for adoption and
implementation at the regional and local level to help the region achieve its 10
percent VMT per capita reduction goal: and that reinforce implementation of the 2040
Recommended Alternative land uses.

3. Objective: To identify corridor level strategies and policies for consideration in the
Congestion Managernent System (CMS).

4. Objective: To recommend specific demand management strategies for adoption and
implementation at the regional and local level to assist the region in maintaining
federal air quality standards for Ozone and Carbon Monoxide (CO).
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Demand Management Program
Objectives and Critoria

The following describes goals, objectives and design criteria for the region's demand
management program, and ISTEA requirements for development of a Congestion Management
System (CMS) for the Portland region.

Transportation Demand Management

Thc-purposc of demand numagcmcnt is to reduce thc-numbcr of automobile and pcFSon trips 
being-made during the peak travcl-pcriodg throughout-thc-rcgion. Thc-primory-objectivca of 
managing-travel-demand are-te-rcducc the ncccsoity of building new-highways-ofodding lanes-
to-cxisting-highwayg and to-optimizc thc uae-of'transit service.—Managing-travel demand also
belps-the-rcgion meet its overall goals-of rcdudng-air pollution-and conserving energy in a 
rclatively^low-cost-manncr. In additionT-demand management-measures arc particularly 
ettraetive-beeause of their potential-to help solve localized-or corridor-orientcd-problcn\s. For
examplerQ-ridcsharcprogram-can bc-oriented-toword a-spedfic-corridor with-congestion
problcms^a-flextimc-program-canbc targeted at-o-centroH^usiness district or-o-major
cmployment-ecntcr-whcre traffic demands-ore concentrated.

Transportation demand management (TDM) is not one action, but rather a set of actions or
strategies to encourage drivers to not drive alone, especially during the most congested times of
the day. The term TDM encompasses the measures to reduce reliance on single occupant vehicle
travel (ie., driving alone) and the strategies, techniques and supporting actions that encx)urage
non-single occupant vehicle trave (ie.. transit, walk, bike and telecommute).

The primary benefits of managing travel demand are a reduction in transportation system
capacity needs (i.e., building new highways or adding lanes to existing highways) and a more
efficient use of non-SOV modes (transit, walk, bike, telecommute) of travel. Managing travel
demand will also help the region reduce overall per-capita vehicle travel, reduce air pollution
and maximize energy conservation in a relatively low-cost manner.

TDM measures are particularly attractive because of their potential to help solve
localized, facility or corridor-related problems. For example, a rideshare program can be
oriented toward a specific corridor or employment center experiendng congestion problems: a
flextime program can be targeted at a central business district, regional center or a major
employment area where traffic demands are concentrated: telecommuting at home can help
eliminate a trip, whereas telecommuting to a satellite center can help reduce the length of
travel and ultimately the number of vehicle miles traveled (VMT). These measures are also
very important to achieving air quality goals. For example:

TDM strategies that can eliminate vehicle trips are generally the most effective in 
reducing vehicle emissions because trips are a direct determinant of starting emissions (cold and
hot) as well as hot soak emissions. In addition, vehicle trips generate VMT which directly
affects running emissions. Vehicle trips also influence available capacity on the transportation
system, which in turn influences the average speed which affects hot stabilized and
evaporative running loss emissions.

• Strategies that reduce trip length directly affect emissions bv lowering total VMT.
Trip length, however, does not affect starting emissions or hot soak emissions.

• Strategies that produce changes in speed influence both running loss (evaporative) and
running (tailpipe) emissions.
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Transportation System Management

Advanced Traffic Management Systems (ATMS) refers to the use of proven traffic
management techniques and new computer processing and communications technologies to
maximize the capacity of existing roads and highways. A Portland-area ATMS program
responds to federal and state policies which direct that urban congestion should first be
addressed by more efficient operation of existing roadways rather than construction of new
travel lanes. Appendix XX provides a full description of the Portland area ATMS. The overall
objectives of the Portland area ATMS program are:

1. Objective: To safely reduce delays, emissions and fuel consumption bv users of the
region's multi-modal transportation system.

2. Objective; To support implementation of the Portland regional element of the ISTEA
. mandated statewide Congestion. Intermodal. Public Transit and Highway Safety

Management Systems and the Highway Performance Monitoring System.

ATMS Program Elements

The ATMS program largely defines the operational requirements implied bv the RTF's
concept of an efficient, interdependent, regional system of freeways, arterials and transit
properties. The followine principles will guide system deployment.

• Rapid Detection of congestion.

• Communication of congestion data to a processing center.

Processing or interpretation of field data. Field detection data will be transmitted to
multiple agencies including a centralized ODOT-staffed Traffic Management and
Operations Center (TMOC) where it will be analyzed and "real-time" solutions
generated.

• Incident Response and System Control. Once notification and verification of congestion
occurs. TMC)C staff will initiate corrective actions.

With respect to the transit system. Tri-Met has installed the capability to communicate
the real time location and arrival times of its bus and light rail fleet to a centralized dispatch
center. Elements of the enhanced transit service envisioned in this RTF include expanded access
to this information bv transit riders and use of the data to smooth transit service patterns.
Additional transit related components of the ATMS Plan include modification of selected
intersection signals to provide longer green time for buses approaching an intersection.
Additionally, ramp meters should be designed to allow queue jumping by high occupancy
vehicles, induding buses.

ATMS Design Criteria

Design criteria to aid ATMS implementation should be developed and agreed to by 
implementing agencies. The design criteria should help meet the overall ATMS objectives and
program elements described in this chapter. The criteria should be uniform and standard to
ensure coordinated data collection and processing.
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Regional Pedestrian Prop-am Goals & Objectives

The vision of the regional pedestrian program is to "ensure that walking is a viable
transportation option by providing a high-quality pedestrian environment that is safe-
convenient, accessible, and attractive, and that support the region's transit system and growth
management goals."

■Goal 1 - Substantially increase the percentage of trips made by walking for all trip purposes.

1. Objective: Complete a regional network of safe, convenient, accessible, and attractive
pedestrian fadlities to and within the region's activity centers.

2. Objective: Implement pedestrian facilities which eliminate or significantly reduce
obstades or impediments to pedestrian movement and accessibility.

3. Objective; Create substantial new opportunities for walk trips through land use 
patterns, densities, and designs that decrease trip lengths and that support walking as
a practical and attractive transportation mode.

Goal 2 - Support an increase in the percentage of trips made on transit for all trip purposes.

1. Objective; Complete a regional network of safe, convenient, accessible, and attractive
pedestrian fadlities to and along the region's high- frequency transit corridors.

2. Objective; Implement pedestrian fadlities which eliminate or significantly reduce 
obstades or impediments to pedestrian movement and accessibility.

Sj_Objective: Create substantial new opportunities for walk trips to transit through land
use patterns, densities, and designs that decrease trip lengths and that support walking
to transit as a practical and attractive transportation mode.

Goal 3 - Focus regional funding on pedestrian improvement projects which most improve the
pedestrian system and help complete the regional pedestrian network.

L_Objective: Provide increased funding for pedestrian improvement projects, espedally
those projects with the greatest potential to increase pedestrian trips and mode share.

2i_Objective: Consider pedestrian issues in the prioritization of projects for allocation of
all regional funds.

Goal.^--Support and encourage local efforts to complete the local and regional elements of the
pedestrian system.

L_Objective: Adopt regional policies and guidelines which support and encourage local
efforts for implementation of high-qualitv. interconnected pedestrian facilities.

Zx_Objective: Provide regional leadership to ensure completion of local and regional
elements of the pedestrian system in a coordinated manner.
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Policy: Develop travel-demand forecasting for bicycles and integrate with
regional transportation planning.

Policy: Coordinate with jurisdictions on streamlining data collection and utilizing
mapping resources.

Policy: Establish an ongoing regional bicycle program.

3. Objectiye: Promote increased bicycle use for all trayel purposes.

• Policy: Participate in and cooperate with local efforts to promote bicycle
transportation.

• Policy: Continue to update and publish a bicycle suitability map for the metro
area.

• Policy: Establish modal share targets for work and non-work trips to actiyity
centers identified in 2040.

Goal 3 - Encourage bicyclists and motorists to share the road safely.

1. Objectiye: Coordinate efforts by jurisdictions in the region to promote safe use of
roadways by bicyclists and motorists.

■ Policy: Act as a clearinghouse to distribute bicycle safety information to
jurisdictions, schools and community oreanizations.

• Policy; Act as a clearinghouse to distribute information that educates motorists and
bicyclists on sharing the road to jurisdictions and community organizations.

Regional Pedestrian System Facilities

Like bicycle routes and paths, pedestrian facilities are recognized as an important 
alternative mode of travel. Walking for short distances is an attractiye option for most people
when pedestrian facilities are available. Combined with adequate sidewalks, amenities such
benches, curb extensions, marked street crossings and wide planting strips can make walking
attractive and convenient mode of travel. The focus of the regional pedestrian system is
identifying areas of high, or potentially high, pedestrian activity in order to target
infrastructure improvements that can be made with regional funds.

A comprehensive, high-quality pedestrian environment will facilitate walking trips by
providing an integrated network of safe, direct routes for short trips. Transit use will be
enhanced by pedestrian improvements, especially those facilities which connect stations or bus
stops to surrounding areas or which provide safe and attractive waiting areas. An integrated
pedestrian system supports and links every other element of the regional transportation system.
and complements the region's urban form and growth management goals.
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—:Fhe-dcvelopmcnt of guidelines and programs for safety education ond-awarencoo should be
encouraged.

Regional Bicycle Pro^am Goals & Objectives

Goal 1 - Provide a regional network of safe and convenient bikeways integrated with other
transportation modes.

li_Objective: Integrate the efforts of the state, counties, and cities in the metro region to
develop the most safe, cost-effective, aesthetic practical and aesthetic safe system of
regional bikeways.

• Policy: Ensure that local bicycle projects are coordinated and connected with other 
jurisdictions wherever practical and possible.

Policy: Develop and update a system of regionally significant bikeways which
connect activity centers as identified in Region 2040 the Regional Framework Plan.

Policy: Assure that the regional bikeway system functions as part of the overall
transportation system.

Policy: Ensure that jurisdictions implement regionally significant bikeways in
accordance with established standards (i.e. AASHTO).

• Policy: Coordinate with Tri-Met to ensure improved bicycle access to existing and 
future LRT stations, transit centers and park and rides.

* Policy: Coordinate with Greenspaces to ensure integration of multi-use paths with 
on-street facilities when possible.

Goal 2 - Increase the modal share of bicycle trips to regional centers to 10% by 2015.

L_Objective: Secure additional funding sources to implement the regional bicycle
facilities.

Policy: Ensure that all regionally-funded transportation projects provide for 
bicycles accessibility using established standards (i.e. AASHTO).

5__Policy: Develop a prioritization and selection process for regional bicycle facilities
that will assure implementation-of critical regional projects and effectively use
limited funding resources.

Policy: Ensure that the current level of funding for bicycle facilities will be
maintained or increased in future regional revenue allocations.

•__Policy: Identify new sources of regional revenue for constructing regional bicycle
facilities; aggressively pursue all opportunities for increased funding.

_Objective: Provide planning guidance to local jurisdictions.

Policy: Coordinate consistent implementation and planning of regionally
significant bicycle facilities.
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■ at-grade railroad crossing;

» truck traffic in neighborhoods:

• congestion on interchanges and hill climbs:

• hazardous materials movement.

2. Objective; Identify and monitor potential safety problems on the freight network.

Coal^^jotectthe public and private investments in the freight network.

1. Objective; Enhance partnerships between the private freight transportation industry
and public agencies to improve and maintain the regions integrated multi-nriodal
freight network.

2. Objective; Analyze market demand and linkages in estimating the life of public
investments in the freight network.

3. Objective; Encourage efforts to provide flexible public funding for freight mobility
investments.

Regional Blcvcle System-BlovcIIna

The adoption of the Regional Bicycle Plan element of the RTF continues the region's 
recognition of bicycling as an important 4cgitima to form-of transportation alternative. In 
Fortlandrfor example/ bicycle commuting has doubled in volume since 1974, and now accounts for 
almost 4 percent of all work trips - more than double the national average.J The 
implementation of the bicycle plan element will provide safe and convenient routes for-existing- 
bicyclists between jurisdictions and to major attractions throughout the region, ond-eneouroge 
more-bicycle use. In addition-to-the provision-of-^afc bike routcsTguidclincs for incrcasing-the
use-of-bicydcs-QS-on altcmativc-modc-of-transportation-which loeal-jurisdictions-arc-cncoumgcd
to-support-nrc-as follows:

•*—fcong-term-bicyclc-parking-facilitics-should-bc provided-at-employment centers, -transit
stationsT-park-and-ridc lots,-sehools-and multi-family-dwellings.-

—Short-term-bicycle parldng faeilitics-ohould bc-provided-at-shopping ccntcrsT-librQrics;
rccrcation-Qreas-and-post offices, among-others.-

—Whcre-pmcticablc,-bicycle parking-should be secure and-weather protected.

-•—Local-voluntary bicyde-marking progrnms-should -be initiated-to-dctcr-thcft-ond-aid-in
retuming-stolcn bicycles to their owners.—The liccnsing-of-bicydc operators is not
rccommcnded-for-thc-rcgion.-

-•—Police programs for-consistent-cnforcement-of-all-rules of the road-pertaining-to-bicydists
should-be-supportcd.'
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reliability can be provided while concurrently minimizing operating cost. Regional 
transitways have additional benefits of providing efficient, high capacity service to 
adjacent station-area land.uses, thereby providing a logical tool for targeting locations for 
high density developments.

Regional transitways are, however, a very high-cost public investment. As such, they 
are warranted in only the most heavily traveled corridors if they are to be a cost-effective 
investment. In addition, transitways require acquisition of right-of-way that may 
otherwise be developed. Due to the high cost of transitways and the length of time to 
implement such a facility, development of this region's transitway system will be pursued 
in an incremental fashion. The guidelines for implementation of the transitway system 
(Figure 4-5) are as follows:

• Regional transitways will be considered for individual regional trunkline route 
corridors as appropriate to economically provide required high speed and/or high 
capacity service.

• Potential transitway routes will be identified in each corridor as appropriate to 
ensure consistent phasing from bus trunk operation in public streets to transitway 
operation.

• Right-of-way will be protected from encroachment to the greatest extent feasible 
for each of the transitway routes.

• Detailed cost and environmental impact studies will be pursued in each corridor 
before implementation of a transitway to ensure the most cost-effective public 
investment is implemented.

Regional Freight System

Vision Statement

Acknowledging that the movement of goods and services makes a significant contribution to
Portland's regional economy and wealth, and that it contributes to our quality of life...
Maintain and enhance the regions competitive advantage in freight distribution through
efficient use of a flexible, seamless, multi-modal transportation network that offers
competitive choices for freight movement

Draft Goals And Objectives 3 •

■Goal 1 - Provide efficient, cost-effective and safe movement of freight through and within the
region.

h_Objectives: Maintain a reasonable and reliable travel (transit) time for moving freight
through the region in freight transportation corridors.

Z±_Objective: Provide high-quality access between freight transportation corridors and
the regions intermodal facilities and industrial sanctuaries.

.Goal 2 - Preserve the safe operation of the freight system.

1. Objective: Correct existing safety deficiencies on the freight network relating to:

• roadway geometry and traffic controls:
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Trunlc and local routes sheald-bc-dcsigncd with convenient transfer opportunities-to
allow travcl-bctween-downtown Portland and all residential-areas with-no-moro than one
transfer, between other major-origins and dcodnationG with no-more than two transfers and
within-local-areas-with no more than-one transfer.

Park and-Ride

Park-and ride lots should be established-to provide-convenient auto-access to regional
trunk-TOUtc-scrvicc for areas not directly-served by-transit.-

Fare Rate Structure

The fare structure will meet the following objectives:

• Fares should keep pace with inflation.

• The fare should be commensurate with the length of the ride.

• Special discounts should be provided to facilitate elderly and youth ridership.

• Innovative fare programs should be used to promote increased ridership, including 
special promotions, off-peak fares, special zones, etc.

• The fare collection system should be conveiuent for the user.

Service -to the Dioablcd Accessible Transit Service

Based on the Americans With Disabilities Act of 1990 (ADA), Tri-Met will offer 
services which address the-special needs of-the disabled-population customers with 
disabilities.

• Continue to develop complementary paratransit services which comply with the 
ADA.

• Continue to specify lifts on all new high-floor transit vehicles or ramps on low- 
floor transit vehicles-antiHOO-percent of the fleet is-neenmihle.

• Continue to work with local jurisdictions to make transit stops more accessible.

• Continue to develop other facilities and services which are accessible to-the 
disabled-customers with disabilities as required by the ADA.

Lino Productivity

Tri Met is currently in the-preeess-of-devcloping serviee-standards-relating to line
productivlty-for-transit trunlc and bus-feeder lines-to onsare-somemeans of evaluating the
productivity of linoq-within the system-and-dcvcloping-altcrnativc-Gorvico-options as
appropriate.

Regional Transitway Policies

Regional transitways (light rail transit or exclusive busways) provide are an 
attractive method of providing regional trunkline route service. With a partially 
separated right-of-way and larger vehicles, greater capacity and higher speed service and

1-22



Scats
©ff-

Pcak
Peak
Heur-

©«-
Peak-

Peak
XJrttfMTTOttr

Small-Bus-------------- ----- 25------
11

------- 2-----
c

------- 8------------2?------------33-
0 -------- zfU--------

An
------ —— -------- M

Articulated LRT----- ----- 76------------22------
nr--------

------90------
------/o-----
------98-----

-------M+
-----46S

Transit System Design Criteria

Metro's adopted transit-systcm-(Figurc4-4) establishes the-Rcgionol-Trunk-Routes.
Local-comprehensive plans-shouldrccognige these routes and identify strccts-that arc
suitable for-subregiond trunk routes and-/or local transit service.

Rcgionol-Trunlc Routes

A regional trunlc system will-be provided to-dircctly-and convcnicntly-scrvc long-
dishmcc-trips from each major subarea through adjacent subareas to other ports of the 
rcgion m each major travel corridor. The level of transit service provided-on a regional
trunk route is dependent upon the-lcvcl of-patronage dcmtmd in thc-corridor served. If 
demand-is great cnoughy it may bc-dccmcd necessary to construct a■ regional■ transitway-^irCrj
light rail or exclusive busway). The charaetcristico of regional trunk-routes-aro dcscribed-as
follows!

-Radial regional trunk routes will-serve each major travel corridor connccting-<cntral 
Portland-with suburban activity centers of regional significance: In addition to other
purposes, these routes will-be expected to carry-the increase in-work-trips-to-downtown
Portland due to ncw-dcvclopmcnt.

-Gircumfcrcntiat-rcgional-trunlt routes will interconnect major suburban activity centers.-
:Fhesc-routcs will-bc-dcsigncd to provide access to major-trip attractors-without transfer
through downtown-Portland.

-Regional trunk routes should provide high-speed sendee. Preferential treatment-for 
buses, limited stop service and/or express service during peak-hours will be considered
as-nceded-to maintain a pcolc period transit-travel-time no-longcr than one and-a-half 
times highway travel-time.

-Regional trunlc routes should provide the folio wing-mi nimum-scrvicc-frcqucnoy-to-scrvc
urban development!

Peak--------- —10-minutcs

Night------- —30 minutes

Subregional Trunlc Routes

:n^csc subregional transit routes should serve intermediate length trips within-subarcas 
tfrprovide conncction-bctwccn major activity centers and from points-within the subarea to 
nearby regional trunlc routes and transit-stations.-

Transfers
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Secondary Bus Lines

These lines provide coverage and access to regional and sub-regional trunklines.
They should run every 30 minutes during the weekday base period. 16 hours a day.
Weekend service should be provided as demand warrants.

1,

Minibus

These services should provide coverage in lower density areas by providing 
connections to the primary, sub-regional and regional trunklines. These services, which
may range from fixed route to purely demand responsive, should provide at least a 60
minute response time on weekdays. Weekend service should be provided as demand
warrants.

Transit-sorvicc-objcctives-and-critcria-arc established to dcfine-the-cxtcnt-to-which-transit
flcrvice-will bc provided, thoconvcnienec-with-which travel-can-bc accompIished-by-trQnsit
ond tho cost of travcling-by transit. In addition,-oimilar-to-highway functional classification-
criteria; criteria arc-cstablished-for-diffcrcnt■ types of routes Qocording-to-the-type-of-trnvcl
aerved.-

In-gcneral,-the-tmnsit-systom-should bo designed to be Q-compctitivc-Qnd-viQblc-Qltcmativc 
to-the-Qutomobilc.—It should-be-dosigncd-to serv^-wide variety-of-trip-dostinationsrpurposeG
and-timea-of-day.—In-particulor, the system should-more cffcctivdy-servc-trQvcl-needs beyond
^)-pcQl< hour travel to downtown-Portland/ ond-2)-work trips in gcncmlr-The-ovcrall ■system
eonecpt-that-will-bc-provided-calls-for-Q-systcm of trunlc-routcs providing direct, high-quality
serviee-between-major activity ccntcrs-wilh-connections-to-noighborhood areas by feeder/
crosstown-anddoeal-routcs.—In areas with sufficient dcnsity-tho-scrvicc will bc provided
through-a-grid system. In nrcQS-with-lowcr density/the service will-bc-providcd-through
establishment of timed-transfer-stations providing-a-focus for transfer-betwccn-Q-iargc-numbcr
oHocol-routes and the trunk-routesr

Tt—Objective! To provide'transit-service-throughout the-urbanized-portions of the
metropelitan-nrear

PorformancoGriterion!-The percent of-the rcgional-population-residingwithin-one-
quartcr mile-of-transit-scrvicc should be-cquol to or-greater-than-today.-.

2.. Objective!-To providc-a-quality-of■ transit scrviee-that-is-a-rcasonable-altemativo-to-
ether-modes of travel.'

Performanee-Griterion!-The travel time-for-each trip by-transit-should-bo-no-longcr than
twice the trip timo-by-auto-(poak and off peak) including walk, wait-and-tronsfer time.

Performance-Griteriai-Transit vchiclcs-should bc no more-crowded-thon four standees
per square-meter-averaged-during the peak-hour; during off-peak-hoursrtransit
passengcrs will be prodominantly-seatedrwith anaverage of no more than one standee
per square meter. Applied to-cuircnt and planned cquipmentT-these-criteria-providc the
following-vehicle capacities!

Average
Standees- 

Per Vehicle

Average-Total
Gapacity

Per-Vehide
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peak, no two consecutive trips should have standing passengers. Within
free-fare zones, loading standards do not apply.

Transit Functional Classification Criteria

The Functional Classification System establishes the trunkline network (regional
and sub-regional routes) of regional significance and serves as the framework for
consistency among plans of local jurisdictions and Tri-Met. Figure 4-4 presents the
network of high-frequency transit routes (existing and planned) of regional significance
that are designated in this plan. The following sections present a description of the
modes that comprise the regional transit system, die principal land uses served by each
mode, and facility design guidelines to provide an appropriate operating environment
and level of pedestrian improvements.

Refrional Trunkline (Li^ht Rail)

Light rail trunklines should connect the central city with regional centers and 
should serve regional public attractions (such as stadiums, convention centers). Service 
should run at least every ten minutes during the weekday and weekend midday base
periods. Service should operate at least 20 hours a day. Service should be high speed
and high-capacity, with few stops outside the central city and regional centers. Light
rail should operate in an exclusive right of wav to the extent feasible- Speed and 
reliability should be maintained by provision of signal preemption.

Regional Trunkline (Bus)

Bus trunklines should connect regional centers and should serve major public
attractions. Service should run at least every ten minutes during the weekday and
weekend midday base periods. Service should operate 24 hours a day. Service should 
be high speed and high-capacitv. with few stops outside the regional centers.
Facilities for trunkline bus service mav be developed along future light rail corridors if
it cost/benefit analysis of the trunkline bus improvements warrants construction. To the
extent feasible, interim bus improvements should be adaptable to light rail operations.
Regional bus trunklines should receive preferential treatments along the facilities.
including preferential signals, reserved lanes and median stations.

Sub-Regional trunkline (Bus)

Sub-regional trunklines should provide access to the central city and regional 
centers from the surrounding market areas of the center. They may also provide a
secondary connection between centers (the primary connection being provided by 
regional trunklines). Service should run at least every ten minutes during the weekday
and weekend base periods. Service should operate 24 hours a day. Emphasis should be
on reliability rather than speed. Regular stop spacing (every 2-4 blocks) should be
provided, with station-like stop improvements at major transfer points and
destinations. Sub-regional bus trunklines should receive preferential treatments.
including preferential signals and reserved lanes.

Primary Bus Lines

These lines should serve land use corridors and mainstreets. Service should run
every 15 minutes during weekday and weekend base periods, 20 hours a day. Transit
preferential treatments should be provides at "hot spots", locations with the most
congestion.
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a network of sub-regional bus trunklines that provide access to regional
centers, the central city, and connects town centers:

_a primary bus grid network of high frequency service that provides access to
regional centers, and serves corridors and mainstreets:

secondary bus lines that connect neighborhoods and industrial areas with
timed transfer transit centers: and

• minibus service, including demand-responsive service, that connects lower
density or developing areas with the high frequency network.

1. Objective; To provide a system of regional and sub-regional transit trunklines
for longer-distance trips connecting regional centers with each other and the
central city.

• Policy; A transit trip between regional centers and the central city should
be made without taking 50% longer than the time it takes to drive; and a
trip between regional centers without taking 100% longer than it takes to
drive; as demand warrants.

2. Objective; To provide reasonable speed and level of reliability on regional
trunklines.

Policy; Speed on regional trunklines should average at least 20 miles per
hour outside the central city. Station spacing and fadlitv design on the
network should provide reliable service within the 20 mph guideline. The
goal is to have vehicles stop only to pick-up or discharge passengers.

Policy; Achieve an on-time performance rate of 95% of all vehicle trips at
all time points (within 1 minute early and five minutes late).

3. Objective; To provide primary or trunkline transit service within five-minute
walk of a majority of new development within the urban growth boundaiy.

Policy; The percent of population and employment within 1 /4 mile of
transit service should be more than in 1995.

Policy; Faratrahsit service should be in areas not served by fixed-route
service in order to offer service throughout the Urban Growth Boundary.

Objective; To provide quality multi-destination transit service. Use a network
of regional and sub-regional trunklines (10 minute base service) and a grid of
primary bus routes (15 nvinute base service! to serve higher density land uses.
Use a timed-transfer system of less frequent secondary bus and minibus services
(30-60 minute base service) in lower density areas.

Policy; Trips to the nearest regional center or the central city should be
made with no more than one transfer.

Policy; There should be no more than four standing passengers per square 
meter on any vehicle trip during the peak one hour (within 20 minutes of
the central city and within 10 minutes of a regional center). During the off
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Local Streets: the local street system is used throughout-developed areas the region to 
provide for local circulation-and direct land access and circulation. However, arterials in 
the region's newest neighborhoods are often the most congested due to a lack of local street
connections. These closed systems discourage walking and bicycling for local trips, and auto
travel becomes the only viable option. The lack of local street connections forces local auto
trips onto the regional arterial network —a major source of congestion on major suburban
streets. It provides mobility within-noighhorhonds-nnd nthoi' Vinmngpnf>f>nq-lnnH-nnr^v-nnH 
comprise-thc-largest percentage of-total street mileage. fo-gencral-Wherever possible, local 
traffic movements trips should be accommodated on the collector or local street system, and 
noton ■occur on Major-Artcrials-ond Principal-Routps the regional arterial network.

Local Street System Design Criteria:

• Preference is given for local access, pedestrian and bicycle movement.

• The local street system should provide linkages to collectors and other local streets at a 
density of 8-20 connections per mile.

• Where local street connections are not possible, bicycle and pedestrian coimections
should be provided through the use of easements or dedicated right-of-way.

• Unrestricted parking is usually allowed on local streets.

• Local street trips are short and at low speeds.

• Local street service is almost exclusively directed at property access.

• Access should not be provided to freeways and generally not to major arterials from 
local streets.

• Local streets should comprise 65-80 percent of the total mileage and carry 10-30 percent 
of the total vehicle miles traveled.

Regional Transit Service -Qbjoctivos-and- Porformanco—Criteria

Transit Goals. Objectives and Policies

Coal -Transit should be a viable alternative to the single-occupant automobile by
serving a variety of trip_destinations. purposes and times throughout the urban growth
boundary. The focus of transit services should be regional centers and the central city. 
Transit should also reinforce other land uses that depend on high levels of transit
service; main streets, town centers, station areas and corridors. The system concept
consists of five service categories: .

_a network of Regional Transit Trunklines (Light Rail. Regional Bus modes') 
connecting regional centers to each other and the central city:
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the regional system. Minor arterials provide connections to major activity centers and 
provide access from local destinations to the-principal through-route and major arterial 
systems -into each subarea.

Minor Arterial System Design Criteria:

• Any land Local access should be oriented to public streets and major traffic generators; 
access to single-family dwellings should be discouraged.

• Minor arterials generally should not connect more than two regional or town centers, or 
other major attractions bc-continuQua across two-or more fiiihnrenf^.

• The minor arterial system should provide linkages with collectors and major arterials.
, Minor arterial signal systems should be interconnected, optimized and capable of
remote retiming.

• The full freeway and arterial system (principal through-routes and major and minor 
arterials) should comprise 15-25 percent of the total mileage and cany 65-80 percent of 
the total vehicle miles traveled.

Collectors: the collector system is generally contained entirely within subregions-to 
pfovide-mobility local jurisdictions to provide access between centers eemmunideg and 
neighborhoods or from neighborhoods to the minor and major arterial systems. Collectors 
carry lower auto and truck volumes than arterials, with reduced travel speeds, and
therefore are excellent bicycle and pedestrian routes. An adequate collector system is 
needed to ensurc-these-highly localized auto and truck movements do not occur on-prindpol 
through-routes ormajef- the arterials network, •feand-is-dircctl v acecssible Local access is 
provided, with an emphasis on collection and distribution of trips within an arterial grid.

Collector System Design Criteria:

• The collector system should provide access to minor and major arterials and other 
collectors, as well as local streets.

• Intersections of collectors and ebeve arterial streets should consist of stop sign control 
and signalization, where warranted.

• Parking should generally be unrestricted on-the collectors.

• Access to-frccwavs and prineipal-artcrialB regional through-routes should generally not 
be provided from collectors.

The collector system should comprise 5-10 percent of the ‘ 
cany 5-10 percent of the total vehicle miles traveled.

;and
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• There should be no restrictions on truck traffic.

Major Arterials: these multi-modal facilities are the supporting elements of both the 
principal routes and collector systems. Major arterials, in combination with principal 
routes, are intended to provide a high level of mobility for travel within the region. All 
trips from one subarea through an adjacent subarea traveling to other points in the region 
should occur on a major arterial or principal route. Access to major port facilities should be 
provided by major arterials.

Major Arterial System Design Criteria:

• The major arterial system should provide multi-modal linkages with regional 
through-routes ■principal arterials. collectors and other major arterials.

• feand Local access should be restricted to public streets and major traffic generators to 
the greatest extent possible; minor driveways should be consolidated on access frontage . 
roads or side streets.

• Signalized intersections should maintain high capacity for the major arterial with 
grade separations as needed. Major arterial signal systems should be interconnected, 
optimized and capable of remote retiming.

• A major arterial er-principal -route should provide direct service from one subarea 
regional or town center to -through another, or to the regional through-route system-te- 
reach the next oubarca. If more than one route is available, the more direct route will 
be designated imless through traffic is incompatible with surrounding land uses 
properties. Peak travel times should not be significantly increased through use of 
indirect routes.

• Major Arterials selected as freeway diversion routes should receive special design
consideration to reasonably accommodate freeway-level use in the event temporary
diversion of freeway traffic is required. All Generally.- major arterials should be 
appropriate as truck routes.

• The -principal regional through-route and major arterial systems in total should
comprise 5-10 percent of the total mileage and carry 40-65 percent of the total vehicle 
miles traveled. J

Minor Arterials: the minor arterial system complements and supports the principal 
through-route and major arterial systems, but is primarily oriented toward travel within 
and between adjacent subareas of the region. Minor arterials are multi-modal in design, and 
the somewhat lower auto and truck volumes on these street make them more attractive for
bicycle and pedestrian travel. An adequate minor arterial system is needed to ensure that 
these more localized movements do not occur on-prindpal through-routes or major arterials^ 
and that areas along the urban fringe that do not warrant major arterials are connected to
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Principal Regional through-routes: -thi5-svstcm provides these facilities form the backbone 
for the roadway network, jt-serves-through Trips entering and leaving the urban area 
follow these routes, as well as the majority of movements bypassing the central city or 
regional centers. Regional through-routes also form the primary connection between
neighbor cities and the urban area. This system includes interstates, freeways, expressways 
and other through-route-principal arterials.

Refrional Through-Route System Design Criteria:

• The -principal arterials regional through-routes should provide an integrated system 
which is continuous throughout the urbanized area and also provide for statewide 
continuity of the rural arterial system.

• A-principal-ortcrial-or-frccway regional through-route should provide direct service:
1) from each entry point to each exit point; or 2) from each entry point to the 1-405 loop 
(i.c., downtown). If more than one road is available, the most direct route will be 
designated as thc-principal arterial through-route unless through traffic is 
incompatible with surrounding properties.. Off-peak travel times should not be 
sigirificantly increased through use of indirect routes.

• Regional through-routes outside the Urban Growth Boundary should be treated as
"Green Corridors", with very limited access and substantial landscaped buffers that
minimize views of non-resource rural activities.

• Freeways should be grade separated with access centrally controlled by an integrated 
ramp meter system and other-prindpal through-routes should provide a minimum of 
direct property access (driveways) to avoid conflicts between higher speed through 
travel and local access movements. Through-route signal systems should be 
interconnected, optimized and capable of remote retiming. Through- movements should
always be favored over local movements. Regional through-routes selected for freeway
diversion should receive special design consideration to reasonably accommodate
freeway-level use in the event temporary diversion of freeway traffic is required.
Existing and proposed driveways should be consolidated on access frontage roads or side 
streets to the greatest extent possible.

• The -principal through-route system inside the I-205/Highway 217 loop should be 
upgraded to freeway standards where cost-effective, with the exception of the 
McLoughlin Boulevard and-1-505 US 30 alternative routes, where adjacent land uses are 
not compatible with this treatment.

• In general, freeways should not connect to collectors or local streets.

• The -principal through-route system should serve-thc-major the Central City. Regionai 
Centers and intermodal facilities, and should connect key freight routes within the
region to points beyond the region-of-oetivity-ftrip-gcncratora). the highest traffic 
volume corridors-and-thelongcot-trip desires.
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Goal 1 - Provide a regional roadway system of major through-routes and multi-modal arterials 
that function with an acceptable level of service.

1. Objective: To maintain a system of-principal regional through-routes for long distance, 
high speed, statewide travel.

Performance Criterion: The off-peak travel time for statewide trips within the region, 
from each entry point into the region to each exit point, should equal current travel 
tiines.be equal to today, and the Off-peak travel time for statewide trips within the 
region from each entiy point to the 1-405 loop should also equal current travel timesbe 
equal to today.

2. Objective: To maintain a reasonable level of vehicle speed on the regional-freeway 
through-routes and multi-modal arterials routes during the peak hours.

Performance Criterion: The acceptable level of service on these facilities is defined as 
the maximum service volume at level-of-service D. Deficiencies are deemed to exist at 
level-of-service E (exceeding the D-E boundary). Improvements to these facilities 
should be designed to provide operating characteristics within the level-of-service D 
range with cost-effectiveness and impacts dictating what level of service within the D 
range the design achieves. It should be noted that, in some instances (policy, impact, 
cost or other constraints), decisions will be made to accept a lower level of service on 
segments of particular facilities.

3. Objective: To maintain a reasonable level of vehicle speed on the regional through- 
routes-freeway and arterials routes during the off-peak periods.

Performance Criterion: These facilities should operate at level-of-service C during the 
. off-peak.

Roadway-Highway Functional Classification-Criteria

Metro's-adopted roadway functional classification system establishes-the principal 
through-routes.-theand major-artcrialo and-fite minor arterials of regional significance, and 
serves as the framework for consistency among-feelocal transportation comprehensive plans ©f 
local jurisdictions. -Metro's-adopted-functional classification-system within-the urban-area 
consists of the Principal, Major Arterial and-Minor Arterial These routes of regional 
significance are designated on system maps in Chapter 4 of this plan-(Figures 4 1 and 4 2).

Local comprehensive plans also include additional minor arterials, collectors and local 
streets. The regional Principal, Major and Minor Arterials, the minor arterial and collector 
systems and streets designated in local plans for transit service in the local comprehensive 
plans constitute the Federal-Aid-Urban system and, as such, are eligible for federal funding. 
The following are the regional functional classification categories:
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E. Transportation System Design

While additional public investments in tho-highway roadway and transit systems are 
needed to provide the region with an adequate level of accessibility-mobility, the federal 
ISTEA has dramatically altered the funding priorities for projects that include federal

■ support. In particular, funding for projects that primarily benefit single-occupancy vehicle
(SOV) auto travel on the roadway system will be sharply limited, while roadway projects
that benefit bicycle, pedestrian, transit and freight travel are more likely to be funded.
However; Demand management programs can be-used to be combined with improvements that 
encourage non-auto modes to reduce the need for SOV projects by discouraging travel during the
minimize peak period-travel^, thereby lessening the magnitude of the required public 
investment. However, the automobile will continue to be the dominant mode of travel, and 
investments in the roadway system will still be needed, in addition to other transportation
improvements.

This section specifies the quality of service expected on the-highway roadway and transit 
systems and establishes system design criteria by which the various components of the system 
must be dclincatcd fi.c.; where-major artcrials and regional tmnsit-trunk-routcs should be 
identified-lecatcd). In addition, this section also establishes a policy direction for demand 
management programs to support the highway and transit objectives and a series of 
management systems that will guide decision-making on congestion management, intermodal
transportation facilities and public transit. This section does not prescribe standard capacities 
for each type of highway facility or transit service. These decisions are based upon forecasts of 
traffic volumes and transit ridership and a policy determination on tolerable levels of traffic 
congestion and transit crowding.

Regional Roadway System

The automobile continues to be the dominant form of passenger travel, and much of the
region's roadway system has been designed to accommodate growing automobile demands.
However, roadways also play a role in the movement of freight, and are the backbone of
commerce in the region. Roadways also serve the bus element of the regional transit system (by
far the largest share of transit riders) and most modem roadways are also built to serve bicycle
and pedestrian travel. In serving these varied needs, the region must continue to move toward a
truly multi-modal roadway system that responds to the needs of all forms of travel.

The roadway system described in this section is multi-modal, with design criteria intended
to balance conflicting modal demands. Subsequent sections in this chapter provide more detail
on the regional bicycle, pedestrian, transit and freight systems, and how they relate to the
regional roadway network.

Roadway System Goals and-Highway Objectives-and Performance Criteria

Roadways are intended to serve any combination of modes. A major activity in the next
federal RTF update is to develop multi-modal design objectives and criteria for roadways.
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Streets will feature storefront style development along a limited number of corridors, with
street designs that provide less auto capacity than Corridors, and emphasize pedestrian.
transit and bicycle travel.

Neighborhoods
In recent decades, the newest neighborhoods have become the most congested. This is
largely due to a lack of street connections, which discourages walking and bicycling for
local trips in these areas, and forces local auto trips onto the regional arterial network.
The Growth Concept envisions master street plans in all areas that regulate local street
connections in the regional roadway network. Currently, the range is estimated to be 8-20
local street connections per mile.

Industrial Areas and Employment Centers
Industrial Areas would serve as "sanctuaries" for long-term industrial activity. In contrast.
Employment Centers would allow mixed commercial and industrial uses, including some
residential development. These areas are primarily served by a network of arterial
connections to the regional freeway system and intermodal facilities. Many Industrial
Areas and Employment Centers are also served by freight rail.

■ Airports and Terminals
Intermodal facilities (air and marine terminals, freight rail yards and common carrier
truck terminals) are an area of regional concern. Access to these areas is centered on rail,
the regional freeway system and kev roadway connections.

• __Urban and Rural Reserves
These reserves will be outside the Urban Growth Boundary, are largely undeveloped, and
have limited transportation facilities. Urban Reserves are intended to accommodate future
growth, and will eventually require multi-modal access to the rest of the region. In
contrast, the new concept of Rural Reserves are intended to be protected from urbanization
for the foreseeable future by limiting rural access to urban through routes.

• Neighboring Cities
Neighboring Cities are separated from the main urban area by Rural Reserves, but are
connected to Regional Centers within the metropolitan area by limited access "Green
Corridor" transportation routes. Neighboring Cities will be encouraged to maintain a strong
balance between jobs and households to limit travel demand on these connectors. Green
Corridor routes will include bicycle and transit service to Neighboring Cities.

Although not complete at this time, the final Region 2040 Growth Concept will soon include
a designation for urban reserve areas, and a system of Regional Centers. Town Centers. Corridors
and other urban components. Future updates of the federal RTF will continue to incorporate
these elements of the Regional Growth Concept as the vision becomes more detailed, leading to
adoption as the transportation component of the Regional Framework Plan.
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D. Urban Form And Land Use 

Regional Urban Growth Goals and Objectives

The Regional Urban Growth Goals and Objecrives (RUGGOs) were adopted in 1991 in
response to direction bv the Oregon Legislature to develop regional land use goals and
objectives that would replace those adopted by the Columbia Region Assodation of
Governments. The RUGGOs establish a process for coordinating planning in the metropolitan
area in an effort to maintain regional livability. The RUGGOs also provide a policy
framework for guiding Metro's regional planning program, including development of functional
plans and management of the region's urban growth boundary. The 1992 Regional
Transportation Plan serves as a functional plan.

In late 1994, the Metro Council adopted by resolution the Region 2040 Growth Concept, and
initiated a six-month refinement process prior to adoption of a final Growth Concept. Like the
RUGGOs. the growth concept is not a final plan for the region, but rather, serves as a starting
point for developing a more focused vision for the future growth and development of the
Portland area. While the Region 2040 concept is prindpallv a land use framework, there are
important linkages to transportation policy. Following are the land use concepts that are basic
building blocks, with corresponding transportation system implications:

Central City and Regional Centers
Portland's central area already forms the hub of the regional economy, and regional centers
in suburban locales like Gresham. Beaverton and Hillsboro are envisioned in the Growth
Concept as complementary centers of regional economic activity. In the Region 2040 vision,
the Central City would be accessed bv an improved transit system network, a multi-modal
street system and regional highways. Light rail lines would radiate from the Central
City, connecting to each regional center. An improved network of multi-modal arterial and
collector streets would tie regional centers to surrounding neighborhoods and nearby town
centers, while regional through-routes would be designed to connect regional centers with
one another and points outside the region.

• Town Centers
Town Centers would function as local activity areas that provide a full range of local retail
and service offerings. While Town Centers will not compete with Regional Centers in scale
or economic diversity, they will offer some specialty attractions of regional interest.
Though the character of these centers varies greatly, each will function as strong business
and civic communities with excellent arterial street access and high quality transit service.

• Station Communities. Corridors and Main Streets
Station Communities are envisioned around light rail or other transit stations that feature .
a high-quality pedestrian and bicycle environment. These communities are designed
around the transportation system to best benefit from the public infrastructure. Corridors
will not be as intensively planned as Station Communities, but have a similar emphasis on
a high-quality bicycle and pedestrian environment and convenient access to transit. Main
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• Install responsive signal timing capability on all minor arterial and higher
classifications.

3. Objective: To maintain the region's air quality.

• Performance Criteria: Hydrocarbon emissions by transportation-related sources, in 
combination with stationary source emissions, should not result in the federal ozone 
standard of .12 PPM (parts per million) being exceeded. Areas which experience 
concentrations of carbon monoxide emissions resulting from transportation-related 
sources (i.e., downtown Portland) should not exceed the federal standard of 9 PPM.

4. Obiective; To maintain consistency-The Armuol Element of the region's Transportation 
Improvement Program (TIP) must be consistent with the State Implementation Plan 
(SEP) for air quality and must conformity with the Qean Air Act Amendments of 1990.

5. Objective: To coordinate the federal RTP with SIP control measures to ensure continued
consistency. Amendments to the RTP must be consistent with the SIP. Amendments to
the SIP must be reflected in the next update to the federal RTP.

6. Objective: To minimize disruption associated with capital improvement projects.

7. Objective: To remove through traffic from neighborhood streets which results from 
congestion on through streets -adjacent facilitico.

8. Objective: To improve local travel options by increasing the number of local strppf 
connections to each other and the regional network.

Civil Rlghts/Transportatlon Disadvantaged

In the development and approval of this and future federal RTP updates. Metro recognizes
that plans, programs, and projects should "be consistent with Title VI of the Civil Rights Act of
1964 and the Title VI assurance executed by each State under 23 U.S.C 324 and 29 U.S.C 794,
which ensure that no person shall, on the grounds of race, color, sex, national origin, or physical
handicap, be excluded from participation in, be denied benefits of, or be otherwise subjected to
discrimination under any program receiving Federal assistance from the United States
Department of Transportation" (23 CFR 450.316(b)(2)). In addition, the planning process should
"seek out and consider the needs of those traditionally underserved by existing transportation
systems, including but not limited to low-income and minority households" (23 CFR
450.316fb)(l)fvil).

These requirements have been integrated into Metro's planning process primarily through 
the public involvement process: this process is outlined in Appendix 'Tl."
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5. Objective: To maintain accessibility to intermodal facilities and major freight 
distribution centers.

Performance Criterion: The off-peak travel time from intermodal facilities and major 
freight distribution centers to the nearest freeway interchange using a route compatible 
with surrounding land uses should be equal to or faster than today. Freight performance 
will be monitored as part of the IMS.

System Goal 2 - Provide-adequote^nobility accessibility at a reasonable-total- cost

1. Objective: To minimize the total public cost associated with the transportation system 
including cost of improvements and cost for operation and maintenance of the system.

Criterion: SOV expansion projects should only address residual corridor demand after
consideration/application of management options identified in the Regional
Congestion Management System including demand reduction, improved corridor
operational improvements (including application of Advanced Traffic Management
System (ATMS) freeway and arterial management techniques) and transit service.

2. Objective: To consider the financial relationship between private sector development 
and the resulting need for improvements to the publicly financed transportation system 
and pursue public/private funding partnerships as appropriate."

3. Objective: To place emphasis on the preservation and efficient use of existing facilities
as the preferred approach in providing an adequate transportation system.

System Goal 3 - Provide adequate accessibility mobility with minimal environmental impact 
and energy consumption.

1. Objective: To ensure consideration of applicable environmental impact analyses and 
practicable mitigation measures in the federal RTF decision-making process.

2. Objective: To minimize, as much as practical, the region's transportation-related 
energy consumption through improved auto efficiencies resultine from aggressive 
implementation of Transportation System Management (TSM) measures (including
freeway ramp metering, incident response and arterial signal optimization programs)
and increased use of transit, carpools, van pools, bicycles, and- walking and TDM 
programs such as telecommuting and flexible working hours.

Performance Criteria (TSM):

• Install traffic responsive ramp metering on all regional freeways;

• Operate corridor teams capable of freeway/parallel principal arterial incident
response within five minutes; and
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staff serving on TP AC, and local elected officials appointed to TP ACT. Meeting notices are
published in advance of TPAC and TFACT meetings, and public comment is welcomed in these
forums. IF ACT recommendations to the Metro Council often include public input received at the
regional level. Metro Council hearings on changes to the federal RTP are also advertised to the
public, as well, and open for citizen comment.

Systemwide Goals and Objectives

The overall goal of the federal RTP is to develop a transportation system that provides 
adequate levels of-mebility accessibility to a growing region at the same time recognizing the 
financial constraints and environmental impacts associated with that system. The remainder 
of this section: 1) presents the systemwide goals and objectives of the Plan; 2) defines adequate 
mobility and the types of fiscal and environmental constraints that must be addressed; and 3) 
details the criteria agamst which the performance of the system will be measured.

System Goal 1 - Provide adequate levels of accessibility within the region mobility on the 
transportation system.

1. Obj ective: To maintain accessibility to jobs for residents of the region.

Performance Criterion: The number of job opportunities available within 30 minutes 
from major residential sectors by the fastest mode during peak hours should be equal to 

, or greater than today.

2. Objective: To provide a public transit system which maintains accessibility to jobs for 
the transportation-disadvantaged.

Performance Criterion: The number of jobs accessible by transit within 30 minutes from 
those subareas having a higher than average concentration of transportation- 
disadvantaged persons should be equal to or greater than today.

3. Objective: To maintain accessibility to shopping retail and service opportunities for 
residents of the region.

Performance Criterion: The percentage of total regional population having access to* 
regional shopping area retail and service opportunities within 15 minutes by fastest 
mode during off-peak hours should be equal to or greater than today.

4. Objective: To maintain accessibility to markets for Regional Centers and regional major 
shopping centers investments.

Performance Criterion: The population within 15 minutes' travel time of Regional 
Centers and-selected major regional shopping centers-locations, by fastest mode during 
off-peak hours, should be equal to or greater than today.
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goals and values, such as protection-ond-enhaneemcnt of a plcasont and-heahhyof the 
environment impact on the regional economy, and maintaining the quality of life that area 
residents now enjoy the-maintenanoc of-dcairable-fineinl nnd-fyrmnTnin-<^>rnntiir<^

The federal RTF measures economic and quality of life impacts of the proposed system by
evaluating key indicators, such as job and retail service accessibility, economic benefits to the
business community, travel speeds and congestion, energy costs, protection of natural resources
and air quality impacts. Because of the multiple values which must be considered, objectives 
will sometimes be in conflict. There are no rigid priorities which can be applied to all 
situations. Each program must be evaluated in terms of the extent to which it best achieves an 
overall balance between conflicting goals.

Planning Period

The federal RTF addresses transportation needs over a 20-vear horizon. The plan is 
reviewed yearly for consistency with state and federal planning requirements, and updated at
least every three years to ensure its accuracy, and reflect changes in regional planning
priorities.

At least every five years, a major update to the federal RTF is prepared, with 
transportation needs modeled according to an updated regional population and employment
forecast The current forecast is through the year 2015. During the next update to the RTF,
scheduled for 1996, the planning period will extend to the year 2020. and the plan will be
reevaluated according to that new horizon.

Public Involvement

The federal ISTEA regulations emphasize public involvement The process for adopting
the federal RTF meets this objective by including public input at every level of decision
making.

The federal RTF is largely the product of extensive discussion at the community level, and
thus reflects the interests of local citizens to an extent that could not be achieved at the
regional level. Each local jurisdiction in the region has developed its own objectives for the
regional plan through a distinct public process open to all citizens. Public comment that is
provided to local planning commissions, dty councils and countv commissions forms the basis for
local elected officials and representatives to provide input at the regional level. Metro has
also developed an extensive public program for regional transportation planning. Prior to
adoption of this plan, regional public involvement activities included a transportation fair.
several community workshops held throughout the region, a newsletter to over 50.000
households and a ''hotline" that provides frequent updates on public involvement
opportunities, and allows citizens to leave spoken comments.

The main forums for local input at the regional level are the Transportation Policy 
Alternatives Committee (TPAC) and loint Policy Advisory Committee on Transportation
(fPACT). Both committees are based on local representation, with local citizens and technical
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assumes nearly a million new residents in the region over the next fifty years, and over 500.000
new jobs. Investment in transportation improvements is needed to both promote and facilitate 
economic this growth. -At the same time. However, the region should act to avoid the excessive 
traffic problems and associated degradation of livability common to major growth areas. Loss 
of accessibility, intrusion of through traffic into neighborhoods, increased air pollution, and 
other detrimental impacts should be avoided. An effective plan to serve a growing 
metropolitan area must address these concerns and provide an adequate a. balance among 
mobility accessibility, cost and environmental impact.

Accessibility

Mobility-for personal travel and geods movement Accessibility to services and markets 
throughout the urban metropolitan area is the principal objective of the transportation plan. 
An-adcquate-lcvcl of mobility is needed by ■ Residents of the region must have reasonable ■fer 
access to jobs, shopping and other personal business, social and recreational pursuits. Commerce 
in the region depends on end-access to statewide and interstate travel facilities. Both the 
quality of life for residents and the economy of the region would suffer without reasonable
access to these destinations.-mobility, the-oennnmie pmsperity nf-tbo roginn will-Himi'nioVt na 
development ia curtailed by lack of adequate access.

An important provision of the federal ISTEA requires metropolitan areas to develop 
management systems that will help to improve the effidenev of the transportation system, and
introduce new technologies in the planning process. The Intermodal Management System (IMS)
will be the primary tool for coordinating transportation modes and connections within the
region, and represents the first formal integration of freight and passenger travel issues.
Similarly, the Congestion Management System will serve as a tool for considering various
strategies to manage congestion in the metropolitan area (the management systems are 
discussed further in this chapter and in the Appendix).

System Cost

A cost-effective transportation system will provide adequate levels of mobility to the users 
while minimizing the overall cost of the system and therefore reducing the need for public 
investment. Certain situations require increased investments in one element in order to save a 
greater amount of capital cost in another element However, the federal RTF places emphasis 
onjhe preservation and efficient use of existing facilities as the preferred approach in
providing an adequate transportation system. The cost-effectiveness of the transportation 
system as a whole, therefore, is dependent on solutions that provide adequate capacity at the 
lowest total cost.

Environmental. Economic & Social Impacts

A basic assumption in the development of-a-the federal Regional Transportation Plan is 
that transportation systems do more than meet travel demand. Transportation systems have a 
significant effect on the physical and socioeconomic characteristics of the areas they serve. 
Transportation planning must be viewed in terms of other fundamental regional and community
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1992 The region's voters approve the Metro Charter. Among the activities set in motion by
approval of the charter are the Future Vision project and development of a regional
framework plan. The RTF will serve as the transportation element of the framework
plan,

1993 The Federal Highway Administration (FHWA) and Federal Transit Agency (FTA) 
jointly propose regulations to implement the federal Intermodal Surface Transportation
Efficiency Act (ISTEA). The regulations are divided into three components, two of which
(the Metropolitan Planning and Management Systems proposed rules) apply to Metro. •

1994 The Metro Council approves, by resolution, the Region 2040 Growth Concept and initiates
a six-month refinement process prior to adoption of a final Growth Concept.

C. Federal Regional Transportation Plan 
Goals And Objectives

vision Statement

The federal Regional Transportation Plan seeks to balance the need for continued economic
development and Any plan-of-thia-scopo-muGt have a guiding-vision.- The preecding-deeisionf) 
eleorly-illustratc-an-cvolving regional-transportation poliey-dircction-that rccognizes-the
interrelationship ameng-the-volucs-inhcrcnt in; l)-providing adcquato-levols-of-mobility; 2)
Qllocating-finito-fiscal-resources and protecting protection of the region's natural environmental- 
quality, consistent with goals set forth in the Regional Urban Growth Goals and Objectives
(RUGGOs) and regional policy.

Guiding Principles

As a result,-The federal Regional Transportation Flan vision defined in this-Plan-has two major 
three guiding principles:

• Encourage and facilitate the economic growth of the Portland region^af^d^through improved 
accessibility;

• Ensure that the allocation of increasingly limited fiscal resources is driven by both land use
and transportation benefits: and

• Place a priority on protecting the quality oHife-for the-residents-of-thc region's natural 
environment in all aspects of transportation planning process.

Economic growth is necessary for the viability of the region and the state. -Local 
comprehensive plons-are-in-placc-providing development capacity-for a 90 pcrccnt-incrcasc in
employment and a 72 percent increase in-population. The Region 2040 Growth Concept analysis
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Environmental Quality Commission after extensive public review and comment. These 
plans were approved by the Enviroiunental Protection Agency (EPA) in the fall of 1982.

1983 The Regional Bicycle Plan element of the RTP was adopted by Metro to define regional 
policy with respect to bicycle facilities and programs and to provide guidelines for 
encouraging the use of bicycles as an alternate mode of transportation. -This system 
element is updated concurrently-with-the rest of the Plan.

1983 The Sunset LRT was selected by the region as the preferred alternative to connect 
downtown Portland and Beaverton (to 185th) as the result of the Westside Corridor 
Project Alternatives Analysis and extensive public review and comment. The decision to 
proceed te-eonstruetion will-not bc-made-until after the completiomof-an-FEIS on the
project and-an evaluation of operation of-the Banfield-LRT.

1987 loint Policy Advisory Committee on Transportation (JPACT) adopted regional priority 
transportation improvements for the next 10 years. These improvements consist of a 
balanced program of regional transportation investments in: a) the regional highway 
corridors; b) urban arterials; c) regional LRT corridors; and d) transit bus service 
expansion.

1988 An updated version of the Special Needs Transportation (SNT) Plan (originally adopted 
by Metro iri 1985) that defines policies and transit service with regard to the elderly and 
handicapped population was adopted by Tri-Met. The full text of the adopted SNT Plan 
is included in the 1992 RTP as Appendix B.

1990 Congress approves the federal Qean Air Act Amendments. The new law requires that
transportation plans conform to air quality standards.'

1991 LCDC adopts the Goal 12 Transportation Rule requiring a reduction in the reliance on 
single-occupant vehicles and requiring local actions which encourage the development 
and use of reasonable alternatives such as transit and ridesharing. The Transportation 
Rule also requires the development of Transportation System Plans to be completed 
consistent with the state requirements -within four years for the RTP and-within-fivc 
years for local jurisdictions. The plans must include methods to achieve reductions in per- 
capita vehicle miles traveled, increases in peak-hour auto occupancy rates and 
examination of alternative land use scenarios to address transportation needs.

1991 The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) is approved by
Congress, and becomes law. The act changes the priorities for federal transportation
funding, with a departure from projects that primarily serve the automobile, and a new
focus on alternative modes of transportation that are more cost efficient and
environmentally sound.

1991 Metro Council adopts the Regional Urban Growth Goals and Objectives which provide a 
set of land use planning goals and objectives, which are consistent with statewide 
planning goals, for purposes of planning coordination in the region.
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1973 A Governor's Task Force was formed to clarify the transportation decision-making process 
in the region. This Task Force made landmark recommendations for restructuring 
transportation decision-making in the region/with some far-reaching implications:

• Fiscal and environmental realities made it impractical to rely solely upon new 
freeways as the solution for urban travel needs.

• Improvements of existing state and regional highways on an incremental, more cost- 
effective basis was essential.

• Transit and highway planning should be done together, with shared rights-of-way 
and preferential treatment for transit in the major travel corridors.

• Better management of traffic was required, including support of carpooling, parking 
and transit policy coordination, and traffic engineering improvements to get more 
service from existing highways.

As a result of the recommendations, regional leaders decided to make better use of 
existing transportation corridors rather than building new ones; limit the growth of 

■ traffic on the region's highway system; and assign most of the new commuter growth to 
transit and carpooling.

1973 The Land Conservation and Development Commission (LCDC) was established. Cities 
and counties were required by LCDC to prepare comprehensive plans in compliance with 
state planning goals.

1975 A consensus was reached to withdraw the ML Hood Freeway from the Interstate System. 
These funds were later earmarked for various regional transit and highway projects 
including major corridor transitways.

1978 The decision was made to build light rail transit (LRT) in the Banfield corridor and to 
widen the freeway to improve auto travel.

1978 The 1-505 Freeway was withdrawn from the Interstate System and the decision was made 
to replace it with lower cost improvements which upgrade Yeon Avenue to connect 1-405 
and Highway 30.

1979 The Metro Council adopted a Regional Transportation Corridor Improvement Strategy 
designed to guide in-depth analysis of corridor problems and potential solutions.

1982 The RTF was adopted by Metro after thorough public review and consensus among the 
local jurisdictions in the region, providing a framework for transportation planning and 
cdst-effective investments over the next two decades.

1982 Regional air quality control plans to meet standards for ozone and carbon monoxide by the 
federal Clean Air Act deadline (December 31,1987) were adopted by Metro and the
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CHAPTER 1

Regional Transportation Policy

A. Introduction

This chapter presents the overall policy framework within which the specific 
transportation goals, objectives and actions contained in the adopted federal Regional 
Transportation Plan (RTF) were formulated. It also provides the basis for future planning and 
dedsion-making by the Metro Council and the implementing agencies, counties and cities. The 
remainder of this chapter is organized as follows:

• Histoiy: Identifies past regional transportation decisions and describes the evolution of 
the policy direction recommended in the federal RTF for the region's future transportation 
needs.

• Federal RTF -Regional Transportation-Plan Goals and Objectives: Describes the policy 
direction of the Plan and establishes in measurable terms what level of mobility the 
transportation system is expected to provide.

C

• Urban Form and Land Use: Connects regional policy to transportation goals and objectives,
with an emphasis on land use components of the regional urban form.

• Transportation System Design: Provides objectives regarding the performance and function 
of each element of the transportation system:-Highways-Transit and-Dcmand Management- 
Programs.

B. History

The adopted-federal RTF is built upon the structure of transportation-related decisions and 
policies developed over the past two decades. The most significant of these benchmarks 
include:

1959 The Portland/Vancouver Metropolitan Area Transportation Study (PVMATS) was 
initiated as an ongoing regional transportation planning process and resulted in a 
proposal for an extensive system of new freeways and streets. In total, 50 new freeway 
projects were proposed to be constructed by 1990.

1969 The State Legislature provided for public takeover of the faltering privately-owned 
mass transit system. Tri-Met was formed.

1973 The first transit plan for the region was published.
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CHAPTER 7

Cost and Financial Analysis
A. Background

Federal Requirements

Pursuant to Title 23, Code of Federal Regulations (CFR), Fart 450. Subpart C. Metropolitan
Planning Rules, subsection .322 (b) (11), metropolitan plans (Metro's federal RTF) must "include
a financial plan that demonstrates the consistency of proposed transportation investments with
already available and projected sources of revenue. The financial plan shall compare the
estimated revenue from existing and proposed funding sources that ran reasonably be expected to
be available for transportation uses, and the estimated costs of constructing, maintaining, and
operatine the total (existing plus planned) transportation system over the period (20-vears) of
the plan" (emphasis added).

The regulations also note that projections should be based on historical trends, and that in
non-attainment areas (such as the Portland region), the financial plan shall address the
specific strategies required to ensure the implementation of projects and programs to reach air
quality compliance.

Methodology

The financial analysis must consider all sources of transportation revenues and anticipated
expenditures, or costs. On the revenue side, federal, state, and local sources must be estimated.
These include: 1) federal ISTEA appropriations in all categories: 2) state revenues including the
gas tax, vehicle registration fees, truck weight/mile taxes, and lottery funds used for
transportation; 3) local jurisdiction revenues including local gas taxes, system development
charges and other transportation or development charges, local shares of state gas taxes, and
any local property tax on bonded revenue sources: and 4) local transit revenues including Tri-Met
payroll tax and farebox revenues.

Federal and state revenues were allocated to the state's four metropolitan areas (Portland.
Salem, Eugene, and Medford) by the Oregon Department of Transportation, consistent with
federal guidelines. The allocations are contained in the March 1995 report titled "Financial
Assumptions for the Development of Metropolitan Transportation Plans." The report was
developed by ODOT in conjunction with representatives of the four metropolitan areas and the
Oregon Department of Environmental Quality (DEO).

Local revenue assumptions and costs were estimated bv local jurisdictions. ODOT. and Tri-
Met as part of the development of this federal RTF.

The methodology has three major elements as described below. The final element. Section
D, describes a process, including public comment, where capital projects are funded with



residual revenues (residual revenue is the remaining revenue available for funding regional
projects assuming all system operations, maintenance, preservation, and routine safety needs are
met. As note in Chapter 1. maintenance and preservation of the existing system, along with
system safety are the RTF's highest priorities).

As can be seen by the result of the analysis, when compared to the 20-year project needs (as
identified in Chapter 5 and summarized below) the region has a significant shortfall in
revenue. As part of the public and agency review of this draft of the federal RTP, Metro staff is
asking for comments on prioritizing projects within the forecast revenues.

B. Revenue Estimates

As noted above, the objective for the revenue forecast is to identify a residual amount of
revenue available for capital expansion that is not dedicated to operations, maintenance.
preservation, or routine safety. Candidate capital expansion projects are listed in Chapter 5.

Federal Revenue

1. Federal Highway Trust Fund. These revenues, while referred to as ""highway" funds, are
essentially flexible. i.e.. they can be used for all modes, including roads, bikeways..
sidewalks, transit capital, transportation system management (TSM). and air quality
programs. To estimate trust fund revenue. ODOT examined a number of federal fund growth
rates (inflation. 20-vear trend, etc.). A ten-year trend was chosen and extrapolated over 20
years. The trend is just under inflation and provides enough revenue to maintain the
interstate system and provide a conservative to moderate level of expansion.

2. Federal Transit Section 9 funds. These funds are mostly for transit capital purchases. The
ten-year trend was also selected. A substantial amount of this revenue went to purchasing
replacement capital (buses).

3. Federal Transit Section 3 funds. These funds are for major new starts in transit and represent
the federal share of Portland's light rail construction program. Based on the region's past
success in acquiring Section 3 funds, it is assumed the region will secure capital funding for
the South/North light rail (Oregon portion).

State Revenues

ODOT examined a number of potential trends, including inflation rates and historical
trends. Most recently, the Oregon legislature has approved annual gas tax increases of two
cents per gallon. That trend ended with the 1993 legislature. ODOT has traditionally
estimated that two cent increases are necessary to match inflation and provide for modest
system expansion. However, an assumption of two cents per year does not seem to be
politically realistic, according to the ODOT report. Consequently. ODOT assumed that
over the next 20 years flte gas tax (and corresponding weight/mile tax) will increase one
cent per year, with an additional one cent every fourth year. ODOT also assumes that the
state transportation planning rule goal of reducing per capita vehicle miles of travel by 10
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percent will be achieved and revenue will reduce accordingly. ODOT noted that with this
assumption, inflation would overtake the gas tax increases toward the middle to end of the
20-year period. They note that modernization (expansion) effort would be limited towards
the end of the period and ''rapidly decline" after 201S.

Lottery funding for LRT. State of Oregon participation in South/North light rail is
assumed to be $425 million, and similar to the Westside LRT. would be financed through
lottery funds.

Suballocation

ODOT assumed, based on past trends, lane miles, and revenue generated that about 30.2% of
the discretionary federal/State funds would go to the Portland area. ODOT also estimated
the amount of federal ISTEA funds apportioned directly to Metro (about $10 to $12 million
per year over the period).

Local Revenues

As noted, local revenues were estimated for the 24 cities and 3 counties within the Metro
area. Accounted for were state gas tax revenues apportioned to cities and counties, local gas
taxes, local system development charees or transportation fees, and local bonding (for
example Washington County's Mafor Streets Improvement Program).

Figures 7-1 and 7-2 summarize revenue assumptions and are discussed in section D. below.

C. System Costs

The objective of the cost estimating exercise is to ensure that routine maintenance.
preservation, operations, and safety needs are identified and funded. Once those costs are
identified and funding mechanisms are found, then capital expansion costs can be identified. It
is the capital expansion projects which will meet the region's growth over the next 20 years.

Interstate and State System

ODOT sets pavement standards and has identified major preservation and rehabilitation
needs on the state system. Again, given that maintaining the system is the highest priority.
those costs were assumed to be covered.

Local (city, countv) System

Similarly, local maintenance and preservation needs are funded.
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RTP System Costs and Revenues (exc. transit)
(Federal Fiscal Years 1999-2015)
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1995 $Billions

$2,500

$2,000

$1,500

$1,000

$0,500

$0,000

State System:
Total Costs = $2,622 B 
Total Revenues = $1.590 B
Unfunded $1.032B

Non-State System:
Total Costs = $1.571 B 
Total Revenues = $0,869 B 
Unfunded Projects = $0,702 B

. Local TIP Rev. (regl. portion)
E2. Federal STP Rev.

3. County Gas Tax Rev. (regl. portion)
E4. State Hwy Trust Fund Rev. (regi, portion) 
nns. Capital Costs for Regional Projects 
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Figure 7.1



RTP Transit System Costs and Revenues
(Federal Fiscal Years 1999-2015)

1995 $Billions
$4,000

Transit System:
Total Costs - $3,731 B 
Total Revenues = $3,491 B 
Unfunded Projects = $0,240 B
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$1,000
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Constrained RevenuesRTP Costs

^1. Transit Capital Revenues
^2. Transit Operations Revenues
nna. Capital Costs for Senrice Increase (no oper.)
B4. Oper./Routine Cap. Costs (existing system)

*Note to (3): Operating expenses for service increase 
are not included in these costs.

Figure 7.2



□ .Selection of Financially Constrained System

RTP System Costs and Revenues

Figure 7-1 shows the costs and revenues in 1995 dollars for the "regionally significant" (i.e..
RTP) system excluding transit. Transit system costs and revenues in 1995 dollars are shown in
Figure 7-2. Regionally significant systems are defined as those described or mapped in Chapter
4 of this document (for all modes, i.e.. bike, pedestrian, freight, roadway, transit. TSM. and
TDM). The forecast period is for 1999 through 2015. a period of 16 years. For the period 1995 to
1998, costs are assumed to equal revenues and are based on currently programmed funding
contained within the Metro Transportation Improvement Program (MTTP). Tri-MePs Transit
Development Program, and local capital improvement programs COP). Those documents are
essentially capital budgets and must be balanced to available revenues. Anv unfunded capital.
maintenance, or operations within the 1995 to 1998 period is included as unfunded backlog
within the 1999 to 2015 period.

Figure 7-1 is divided into state regional system costs and constrained revenues on the right.
and non-state regional system costs and constrained revenues on the left. (Note: local costs and
revenues have been factored out for this exercise since the RTP only addresses "regionally
significant" projects). For the state portion of the regionally significant system, operations.
maintenance, and preservation (O+M+P) is shown as number 6 in the legend and estimated to
amount to $1.180 billion through the period. Capital expansion costs on the state system (as
identified in the Oiapter 5 project list and shown as number 5 on the bar chart) equal
approximately $1.442 billion. Revenues (number 4) are forecast at $1.590 billion. After
covering maintenance needs, approximately $410 million remains for state system needs
(number 4 minus number 6).

Subtracting the available $410 million from the $1.442 billion capital need leaves a $1.032
billion shortfall on the regionally significant state system for capital expansion.

Similarly, total constrained revenues on the regionally significant non-state system (as
identified in Chapter 4 system maps) total $869 million (sum of numbers 1.2.3. and 4). Costs
include an estimate of $131 for operations, maintenance, and preservation on that system (note:
the $131 million is only the amount expected to be necessary from discretionary regional
sources. Local jurisdictions provide the majority of O + M + P costs on the regionally significant 
non-state system which consist of selected minor and major arterials. see figure 4-1).

___Capital costs on the regionally significant non-state system are identified in Chapter 5 and
total $1.440 billion and consist of roadway, bicycle, pedestrian, and freight projects, plus TSM 
and TDM projects and programs. After covering the $131 million of O + M + P costs, a residual
amount of $738 million is available to fund capital needs. Subtracting the $738 million of
revenue from the $1.440 billion need leaves a $702 million shortfall on the regionally
significant non-state system.
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For transit, Tri-Met anticipates general revenues will increase by approximately 1.5% per
year. That increase will allow them to maintain the same number of buses on the road as today
(with supportive programs) and operate a light rail system that includes the Banfield MAX.
Westside LRT. and South/North LRT after an opening in approximately 2007. Figure 7-2
essentially reflects this balance of service expansion to anticipated revenue. Shown as
unfunded in the figure are transit capital projects identified in Chapter 5. Operating expenses
for service increases are not reflected in Figure 7-2 or Chapter 5.

Not shown in Figure 7-2 are costs associated with the map of the Primary Transit Network
shown in Figure 4-4. That system will significantly upgrade transit service bv improving
transit frequency, speed, and reliability. Tri-Met estimates that system to require an
additional $45 million per year in operating revenues.

Funding Choices

A number of considerations go into developing a financially constrained system. Metro will
be asking the public, agencies, and decision-makers (through TPACT and the Metro Council) to
assist in the creation of the constrained system. As can be seen, antidpated revenues are well
short of identified needs (costs). Consequently, a number of priority projects are needed but
cannot be funded with anticipated revenues over the next 20 years.

Metro will provide information beginning at the Priorities '95 public meetings in mid-April
to begin to develop the constrained system. A primary consideration will be relationship to the
adopted Region 2040 Growth Concept. Other considerations will focus on prior commitments or
previously highly ranked projects, identifying smaller, key phases of larger projects, multi
modal aspects of a project, geographic and modal distribution, and system completion.

Conclusions

• Metro's financially constrained system includes generally enough revenue to fund roadway
operating, maintenance, and preservation needs.

• Tri-Met will able to construct and operate a light rail system that includes the Banfield
MAX, a Westside LRT line to Hillsboro, and an Oregon portion of the South/North LRT.

• Operating S/N LRT limits future bus expansion given the transit revenue forecast of 1.5%
growth per year.

• Based on state system capital heeds of $1.442 billion and forecast revenues for capital of
$410 million (after O + M + P). a shortfall of $1.032 billion is projected on the Portland area
state system.

• Based on regional system capital needs of $1.440 billion and forecast revenue for capital of
$738 million, a shortfall of $702 million is projected for the Portland area non-state system
of regional significance.
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A. Regional-High way System
-----Gapital Gosts/Rcvcnucs

Overview

-----The-highway projecta-recommended in this-Plan have-been developed within-the-policy
framework of making-the most efficient-use of the existing highway system; This policy of
developing coot cffeetivc highway projccta-combined with a-commitment-to significant
incrcasco-in-transit-scrvicc-and demand management programs embodied in this Plan;

—providco adequate ocrvicc Icvcls-on the-region's major arterial-oyotem;

—protects tho-oignificont pact investmcnts-in-thc-rcgional highway system; and

—reduces os much as practicol-tho-amount-of ncw capital investment necessary to meet the
region's travel needs.

-----A-major-portion of the ncw-capital-costs-associatcd with thc-highway-improvements
recommended in the Plan (Chapter 5) ore a result of the need to provide-on infrastructure in the
rapidly dcvcloping-growth-arcas of-the-region.' The remaining-portion is-required to
acconunodatc the-eontinued growth-of travel in the built-up portions-of the region and to
alleviatc-currcntly-congcsted conditions on-major faeilitics:

The 20 Year-Plan

-----The Regional Transportation Plan-idcntifies-ovcr $2,545 billion-(assuming a 4-pcrccnt
annual inflation rate) in capital improvements ncccssary-on-the-rcgion's-highway-systcm-ovcr
the ncxt-20-ycars-(Figurc 7-1). Of this totak-ncarly two-thirds, or $1,634 billion-is needed for
improvements in thc-major regional highway corridors (sco-Ghaptcr-SX-and $911 million (36
percent) on the region's urban arterial system. Committed and anticipated-capital funding that
the-rcgion-can reasonably expect from existing resources will amount to $978 million, Icaving-a
shortfall-of-$1,567 billion,"Or over 60 percent of-the-20 year highway capital improvement
program. By category, 58-pcrccnt ($911 million) of the^hortfall-is-attributablc to projects 
needed in the major regional highway-corriders-fliascd on a 20 year revenue estimate of $723 
million) and $656,million (42 pereent-of-the total shortfall)-is associated with-thc-region's 
urban orterials fljased on a revenue estimate of $255-million for the next 20 ycars)r

10-Ycar Priorities

-----In order to effectively focus the significant-challcnge-facing-thc-rcgion in terms-of-the
enormity of the financial resources needcd-to implement thc-capital-improvcmcnts called for in
this-Plan/-JPACT has adopted-a-pacl<age of capital improvements-for both -the major-regional
eorridors-ond urban arterial systems as-prioritics-for-construction in the next 10 years (see
Chapter 5). This lO ycar priority program calls for-a total of $1,466 billion in investments in

7-6



the region's highway-oyatem over the next decade (Figure 7 2). Of this t&tal7^928 million (63
percent) is required for projects in-thc major-regional highway corridors-Qnd-$538 million (47
percent) for improvements to the urban nrterials in the-region: Toward-this necd-the region can
reasonably-expect about $663 million in-committed and anticipated capital revenues from
existing-sourcos.—This-revenue-stroam leaves a shortfall of $803 million-or 55 percent-of-tho 10
year-priority program; to be developed-through increaGos in existing funding source-lovela or the
establishment of now revenue mechanisms.-Of the-total shortfall,-$482 million (60 percent) is
attributable to projeets-noodod in tho-major regional highway corridofs-(bascd-on-a revenue 
projoction-of-$446-million), and $321 million (40-porcont) on thoTOgion's urban arterial-system
(baocd-on-committod and expected rcvenucs-of-$217-million).

Regional-Highway Corridors

20-Year Plan

-----Bie-total-20-yeareapital costs-asoociated with the-Plan improvements-rocommonded for
the-Regional-Highway Corridors-(Figure 7- 3) are-cxpocted-to-amount-to over $1.6 billion. Of
this totol;-about 58-porcont ($940-million) will bo for improvements-to-the-rogion^ednterstate
system. The romoining-42 percent ($694-million) will ho-needed for projeets-on-tho-othor major
corridors-of-rogionol-significanco (Sunset Highway; Highway 217<-Simrise-Gomdor/-Tualatin-
Hillsbore-€orridor<-U.S.-26, McLoughlin Boulevard;-ond Highway-99W).~Of this overall need,.
the-region-eon-roasonably oxpect-to-bo ablo to pay-for abou^-44-percent-($723 million) of-tho-total
from-existing and ontieipatod-capital resources—The unfunded^rtion-of the 20 yoar Regional
Highway-Gorridor program-(56-porcent or $911 million) will havc-to-bodovoloped-from-cithor
increased levels of-funding fronvcxisting-rosourcos or now-sources of revenue. Of this-shortfall,
about 58 percent (or $526 nullion)-is-attributable to improvomonts-needed-on-the-rogion's
Interstate Freeway-system (bosed-on-a-20-yoar revenue estimate of $414 million)-and $385
million, or 42 poreont (based on rovenucs-of $309 million),-is associated -with-projocts roquired-in
the-ethormajor-corridors of-regional significance.

■lO Yoar Priorities

---- JPAGT has-adoptod-a-paclcago of capital-improvomonts-in-tho major regional-highway
corridors-as-being-prioritios for implomontation-in-tho-noxt-10 yoars-(soe-Ghapter 5).- The total
cost-assodatod with-thoso-projocts is ostimatod-to-be-$928-million (Figure 7 4). 0f-this total,
nearly 53 percent ($489 million)-will bo rcquirod-to improvo-thc-region's Interstate-Freeway
syotcm,-and $439 million (47 porcont)-wilI-bo-neodod for-projocts in the othermajor highway
corridors of regional significance.

-----T-e-addross-those combined needs, the rogion-oan-reasonably expect a total of $446 million
(48-percent-of the required funds) to come from-currontly-committed and anticipated 
transportation-related capital-rovenuo sources. This lovel of funding-would leave the-region
with-a $482 nullion-(53 percent) shortfall-in-thc-Rogional-Highway-Gorridor lO Yoar Priority
program.—This shertfall-is comprisod-of-slightly over $200 million in unfunded-Interstate-needs
(ba5ed-en-$288-million-in-committod and-antidpatod revenue)-and-$282 million in unfunded
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improvcmento-(bascd on a $156 million revenue CGtimatc) in the othcr-major-highway corridors
of-rcgional significance.

Urban Arterinls • '

20-Year-Plan

-----The total-20 year capital costa-aosociated-with the Plan-improvements-recommended for
the-region's urban-artcrial-systcm (Figure 7-5) arc expected to-amount te-Qpproximately-$911
million-(assunaing an'annual inflation ratc-of 4 percent).- Of this-totab-about 43 pcrccntror-SSSS
million-is-nccdcd for improvements to state owned urban artcrials-within -the-rcgionrand-$523
million (57 pcrccntHg-rcquired-to-improvc artcrials undcr-thc jurisdictionsof the dtics and
countica. Of this total need/the region can rcasonably-cxpoct to fund only about 28-pereent-ef
the nccc9sary-improvcmcnt97-based-on a 20 year rcvcnue-cstimate-for^rban-artcrials of $255
million—This committed and-anddpatcd-rcvenuc-gtrcam Icavcs-O' fundi«g-shortfall-of-$656-
million (72 percent of the 20 year urban artcrial program) to be-madc-up-from ingieoses-in 
rovcnuco-from cxioting rcsourccs-or the development of new funding aourccs. Forty-scvcn-pcrcent
($311-mHlion)-of-the 20 year shortfall is attributable to-needed improvementa on statc owned
artcrials.

-----The-remaining $345 million (53 percent) shortfall is-assodated-with-city arid county
owned-arterials-in-thc urban areas!

■10 Year Priorities

■---- JPAGT has-adoptcd-a-paclcagc-of improvements to-thc-region's urban-arterial system-as
beingyrioritics for implcmcntation-in-thc next 10 years-(sce-Ghaptcr 5). -The total capitat-eest-
Qsoociated-with these priorities is estimated at approximately-$539 million-(Figuro-7 6).—Qf
this-amounty 38 percent or $203 million is for improvements to-statc-owned artcrials and $336
million (62 pcrccntHs-for projects-on urban-artcrials undcr-thc jurisdiction of the region^s-eities
and counties.' In the 10 year period, the region can rcasonably cxpcct a-totol of $217 million in
eenomittod and anticipated funding fer-urban-artorial improvements.- This-lcavcs-a shortfall of 
$322 million>-or nearly 60 percent of-the-revenue rcqwred-to-implcmcnt-thc lO-ycor priorities, 
to-be generated from increases in existing resources or the-dcvclopmcnt-of new-funding
mechanisms. Of-this total shortfall; $126-million-(39 pcrcent)-is attributable to state-owned
urban artcrials and-$l96 million (61-pcrccnt)-to-artcrials-in-thc urban areas of the-region's cities
and-countics.'

Gondusion

-----If the region is to implement the-improvements called-for in this-Plan, it-is-obvious that
steps to increase-revenues must-be taken.—First, the region-must oggressively scck congrcssional
aetion-to incrcase-fcdcral-funding availability. Second, the-region should seek-increases in the 
state funding available far-rcgional-highway corridors. Finally, the region should pursuc-a
prograno-to-increase the amount of-local-funds-availablc-for-artcrial improvements.
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B. Highway System-Qpcrations;
-----Maintcnancc-and-Prcocrvation
—- Costa /Revenues

Overview

-----In addition-to the-capital-costs described 4n-the pre-eeding-oection, the region must protect
thc-cnormoufl past investments iiHhc-highway-flystern witlvarvongoing program of maintenance 
and pregervation of thc cxisting-faeilitico. If the activitico do not occur on e timely bmis, the
facilities deteriorate and then require a much more costly capital-invcotment-to bring them up 
to acceptable service standards. An adequate maintcnancc-ond preservation-program is a 
prudent investment to prolong-thc life of facilities already-in place-and paid-for, thereby
nuninoizing-theneed-for capital'intensive rcconstructionexpenditures.

€osts

-----Gost estimates (Figure 7 7) were derived from a variety of sources including the Oregon
Roads ■Finance Study (1986) and individual city and county reportage. ■ They includc-a-4-percent
pcrannunwnflatien-ratc based on a 1986 base of $92.6 million per year. This amount-represents
the-estimated costo-associated-with-operations and maintenance activities, ''backlog" repairs 
to bring the facilities suffering from deferred-maintenance up-to-acccptable-scrviee-standards 
ever-the-20 year period, and an annual overlay program.' It should be noted that these
estimates rcflcct-only those costs-associated with facilities-owned by-thc three-counties
(Washington, Multnomah;-and Qaclcamas) and thc-citics within Metro's-Urban-Orowth 
BoundoryKUGB). State-owned facilities under the jurisdiction of the Oregon'Department of

■Transportation (ODOT) arc not-included-in the analysis.

Revenues

-----Revenue cstimatcs-of-funds^ivailableTor-city/county operationsrmaintenanee and
preservation activities for the 20 ycar-pcriod-arc depicted in Figure
7 8. These cotimatcsTncludc city/county-shorcs of-thc statewide gas tax, local county gas taxes
m-Washington (If)-nnd Multnomah-(3^) counties, and-othcr local sourees-of funds, such as
forestry receipts, parldng meter revenue, ctc:-As can be seen in the figure, annual revenue
available in the current-year totals-about $65 million. This rises to-about $8Q-million per year
m 1991 as a result of the-continued-phase in of the-adoptcd-:stato gas-tax-increascs.—Beyond that
year, revenues will-tend to level off as-gasoline consumptiends-not anticipatcd-to-riso (morc
mMeagc-travclcd, but in more-fuel efficient vehicles).

Shortfall

-----A-summory of the operations, maintenance and prcscrvation-costs/rcvcnucs (Figure 7 0)
shows-that, regionwide, revenues over time begin to-approach the-constant dollar (F¥-tS89> 
need of $92.6 million.~Without the development of new or more clastie-funding-sourccs,'
however, inflation-(at whatever rate) will producc-a-continually widening gap-between the
abihty-of the region to perform thcsc nctivitics and-thc nccd required by an aging facility
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system.—Ao shown in-thc following tabic, the-ahortfall■ will nearly double-over the near (10'
year) term^from $29-miUion-annuaIIy today, to $33 million-annually in fivc-ycaro and to $55
million annually by-^O-ycors.-

C. TransitSystcm-€ests/Rcvenucs

Overview

-----:Fhe-primary objectives for-tronsit in-thc-RTP arc to provide transit-scrvicc-throughout-thc
urbanized-portion of the metropolitan area ond-to provide a quality of transit scrvicc-that-is 
reasonably comparable to alternative-modes of travel. Increased reliance on-transit is an
important-aspect of the adopted-Plan and-allows-thc rcgion-to-achieve-identificd-accesoibility
and-mobility goals within the identified cost and-cnvironmcntal-constraints: ■ This increased
transit role will require new capital invcstmcnt»4n-transit-facilities-as-wcll as assumnees-thot
the-region will bO'financially-capable-of operating a more extensive-transit system.
Gost/revenue projeetions for-thc-transit systcnt-arc-3hown-in-Figurc7-10.- Tri Met currently 
operates-29;300 weekly platform hours of tronsit-scrvicc-in-tho region ot-o-eost-of-$72:5-million7
In-1987-$8.5'million-was required for-capital expenditures (bus rcplaccmentsrtransit centers/
part8/-ctc;)/-combining to produce o-total-onnual cost of-$81 million-for-the-transit system. In 
order to implement the transit system-identified-in-this Plan, Tri-Mct-would provide-48;OOQ
weekly platform hours-of service by 2005. This 64 percent-increase in scrviccwill produce an
inereosc-in operations cost3-to-$123.6 million-$130.2 millien^r-yoar-(dcpcnding on themumber
of LRT lincs).-Local-funds required for-eapitol needs (including annuolizcd-locol'LRT-match)
are expeeted-to be $8.7 million-in-2005, about thc-same os today.

-----Rcvcnucs-for the transit system-arc expected to rise by over-40 percent from 198T-to-20057
from-a totol-ef-$75.6 million to $106;6-million. Fare revenues are-expected to ncarly-doublcT'
howeverrfrom $18.3 miUion-in-1987 to $35.2 million in-2005 as a result of-incroascs in ridership.-

-----A-lesscr-ratc of increase in income from-thc-payroll tox-fn 32 percent) and-a-complctc-phase-
out-of-fcdcral operating assistance will-produce-a-shortfall-of-$25.7 $32.3 million-in'2005---- a-
three-fold incrcaoc from the 1987 level of $5.-4milliort-(which-was covered-by adrawdown from
Tri Mct'o-working-capital).

Evaluation

-----Present analysis indicates that the region should-bc able-to-incrcasc the-present-lcvcl-of
transit service by approximately 15-pcrccnt into the-futuro without requiring a new revenue
source for tronsit-operationo. However, the-small service base of thc-minimal-growth-systcm
would result in severe impQetS:on mobility and.acccssibilityTwhich-potentially could-hinder
the-region's economic development-objectives and would change the magnitude of highway
improvements required to achieve the goals-of the Plan.

-----The adopted Plan colls for a significant-expansion of the tronsit-system^s-rolc in serving
travel demand in-the region. Transit-ridership is projected to incrcasc-by 90 percent over
today's levels, while overall travel demand-increases by only-40 percent—Although a-major
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intycase-in-transit service ia-ncccooary to accommodatc-the^nercascd ridership,,-productivity
gains-arc fuiticipated-to account for much of-thc improvement in scrvicc.-Through a much
grenter reliance on articulated buscs-ond-light rail vehicles, thc-90-percx;nt incronoc in transit
patronage will be served with-only ft-40-pcrccnt incrcase-in the size of thc-flect-and nt on
operating cost increase of 60-70percent, depending on the amount of off■pcalc-nnd-wookend
service-provided.

-----As-o-yesult-farcbox-re venue will provide-approxinaatoly one-half-of the transit-system's
eperating-cost-in-the year 2005,-rathcr than only-one-quartcr as is-currently the case. However,
even-with these significant preductivity-and-farcbox revenue-gains; additional■fcvcnues-vvill be
necessary to build-and operote-the roconamended system-expansion.-

-----The region-hos taken-positive steps toward-the-implomentatien-of-the transit-elements of
this-plan-through the-successful rogion-wido-vote-inNovomber 1990-appro ving-a-^125-milIion
bond'measure to provide half-of-tho 25 percent local-match for the Westside-LRT and to provide
funding ferplanning, engineering and ROW acquisition-for on East Portland/Gladcamos-Gounty
fcRT-projcct.-In addition; the-State-Lcgislature-approvcd state-funding to cover the remaining
one half of the 25 percent Westoide local match.

-----If the region-is to pursuo-implomcntation-of-theroconuncndcd transportation plonrcfforte
must bc-tal<cn to inercose transit funding. First,-the region must-eontinuo to nggressivcly-occk
congressional oction-to-assure the continuoncc-of-fedcral capital-gran tST-arguc agoinst-the
phosing-out-of federal-operating assistonee-and-cnsurc-Q-continuanee-of-statc matching-funds-for
federal-capital grants.—Secondly, thc-rcgion-must-bc prcparcd to accept-an incrcascd-reliancc-dn
local-funding sources in order to construct and operate the recommended transit systcmi-Failurc
to-securo the necessary funding-to-expand the transit system would-rcquire a reexamination of
the RTF to expand-the-rccommcndcd highway-system-or-a-rccxomination-of-land use plans to
reduce planned Icvels-of-dcvclopmcnt.

D. Regional Bicyde-System Gosts/Rcvcnucs

Overview

-----Implementation of proposcd-bicycle-routcs in this rcgion-is-contingent-primorily on the
amount-of-funding-availablc and the-manner-in-which-priority-projccts-arc determinedr-The 1
predonunont-funding sourcc-for tho construction-of-bi(ycle facilities in-the-Portland region is
revenue derived from the 1 percent of-statc gas tax rcccipts-which arc allocated-to a statewide
bieyelc-fund; The region then competes-with-other communitics-from-throughout-thcstatc for
funding for specific projects.

-----5incc-1983rwhcn the Regional-Bicycle Plan was adoptedrcitics and counties'in the
Metropolitan Service District-havc-worked cooperatively to scck-funding-from-thc state bicycle
fund.—This process has worked well and-has enabled the region to-movc significantly forward
towards meeting its-bicycling objectives.
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-----Thio chapter describes ■all-thc-cxisting-oourccs of fundo ovailablc for bicyclc-projcctS;
deseribco the methodology used for allocating thcoc funds in on efficient nnd cquitable-mnnncr>-
Qnd-di5cuooco the importance of seeuring-ndditional funds to hasten facilities dcvclopmcnt.-

Background

-----&Hfing-the early 1970s, thcrc-WQS ■a bieyde-boormia’oss-the-country and in Oregon.- Rising
gasoline pricco forced many people to-scek-altcmativcs to the automobile for their 
transportation needs/and many tumcd-to-the bicyclc. As more and-morc-bicyclists took to the
streets, they found-that many-of-tl^osc streeta-were not-adcquatc-to ride on.'

-----Gonccmcd-dtizcns fclt this issue to bedmportant-cnough-to warrant-lcgislativc-actionr-As-a
result- thc Oregon Legislature enacted-what became known-as-the </Bieycle Bill." This-19-71-
Icgislation mandated the expenditure of not less-than 1 percent of the State Highway Fund
(gasolinc tox revenues) received each year by the state or-by-any city or county-for the
establishment of bicycle troils-and footpaths.-

-----:Hus-statute-furthcf-rcquircs that the-amount-'shall never in any-one fiscal year be less
thon-onc percent of the total amount of the funds received from-thc highway fundM«nless that
amount is less than $250.00 in any-year-for a city, or $l>500.Q0-for-a county). In lieu of-spending
these funds-cach year, a dty or county may-credit the-funds-to-o bikcway-financial-rcserve
where-they can be-held for-not morc than 10 years.

-----The success of that lcgislation,-togcthcr-with-the-comprchcnsivc-bicyding development
effort that-emerged-from it,-rcsultcd in the completion-of over 70-nulcs of bicycle routes
throughout the region, representing an investmentef over $6.5 million from 1973 to 1983.-Since 
Metro^s-Rcgional Bicyde Plan was udoptcd,-anothcr 70 miles of bicycle routes have-been
constructed.

Funding Sources

------Fherc-arc prcocntly-two-major sources of funds available for bicycle projects in-this region?
Federal Highway-Trust Funds and Oregon Gasoline Tax Revenues, which-ore described below.-
In-addition to these major sources, local jurisdictions often supplement thom-with resources from
thcir-own-gencrol fund.

Federal Highway-Trust Funds

-----Although-no federal statutc-requires-bikeways to be built on federal-highways, federal
policy (23 CFR 652.5) states that "full considcration-is to be-given to safely accommodate
bi^cle/pedestrian-traffic on-oll Federal -Aid-highway-projects."' Further/23US€-lQ9(n)
prohibits-',scvcrance or destruction-of an existing major route-for non ■ motorized vchidcs unless 
such project provides for a reasonable alternative route or if such a route alrcady-cxists."

-----From the Federal-Highway Trust Fund, two alternatives for-funding-bicyding facilities-are
provided!
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—Gonstructing bicyclc-ond pedestrian facilities as port of ■ony-Fcdcral-A-id-highway project
and within-publicly owned right of way. Fcdcral-participation-fof-bicyele-projccts is at the
same-rate as thc-highway facility-to which it io-attached.—However, Fcdcral-Aid-Urban
projects-arc cligiblc-for 100 percent federal funding.

—Gonstructing bicycle-and pedestrian facilitico-indcpcndcntly of-n-highway project, but
serving-corridors that arc-part-of the federal-highway system.

Oregon Gasoline Tax Revenues

-----The-endre State Highway-Gas Tax Fund is divided-among-the statc,-the counties and the
cidcs.- Tlic formula used by the state for ollocadng gasoline tax revenues to individual ddes
and-coundcs-iobased on total vehicle registradon-for coundcs-ond total-populadon-for eidcs.
The Bicycle-Bill mondates-that-a pordon of-these-funds-be-used for bicycle facilidcs 
development os described below;

—Gides-and Coundcs Pordon

-----Gities-ond-eoundcs arorequired to spend not less than -1 percent-of their-State Highway
fund'monies for the establishment of footpatho-and bikeways.

-----In-addidonrthe Qregon-Transportation Commission hos-determined-that this-moneymay bo
spent for other uses such as:

-•—Administradvo and personnel-costs of-bicyclc programs

-•—Preliminafy-enginccring costs-of-bikeways

••—Gonstruedon and right of way-costs for bikeway/footpath facilidcs within highway
right of-way

—Auxiliary-facilidcs-such os signs, curb cuts ramps and-parking

-•—Maintenance of exisdng bikeways/footpaths

-•—Development and printing of bicycle route maps and brochurcs

3)—State's-Pordon

-----The state is-required to spend-not less thon-l pcr-eont-of total-gasoline tax revenues on
bicycle ond-pcdcstrian projects under-thc-foUowing system-ofprioridcs!

Priority One
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•*—Gonotructiorv-ef-bikeway-projccta whcrcvcr-a-highway,-road or street is constructed,
rcconotructcd or relocated. This ia primarily used os-mateh-for projects funded with Federal
Aid-monies and for-state projects.'

Priority-Two

"•—Maintenance of existing bikeways-for which-the state is responsible.
1

Priority -Three

—Gonstruction of bikeway projects independent-of a highway-projcct/but within state
highway-right of way.

Priority Four

••—Gonstruction of local governments' bilceway projects on or off the state-highway system
(requires -local -match).

I

Cost of Building the-Regional-System

-----A varicty of factors enter into the construction of a bikeway-system, and-for that-rcasonrcost-
estimates-at a regional Icvcl-cannot-bo-dcvclopcd casil)K)r-with great-confidence. -The
configuration for a particular-bicycle project depends upon thc type-of-bikeway (whether it is a
separated-path, a-bikcway-which-is adjacent to the travel lanc/-or-a-bilccway that shores the 
road withmotor-vchiclcs)rtho-amount of right of-way-requiredT-the-type-of construction
materiols-uscd and'the degree of safety-for which the-bikcway-is-dcsigncd.- In addition;
jurisdictions cstimatc-costs-diffcrcntly-for shoulder-widening,-stripingrsigning, and-ether
improvements.

-----Poch linleof-the regional bi^^le-route system-yet to be constructed-was briefly cxan\incd-for
needed improvements—Rough cost per mile estimates were then-opplied.—Thc-total cost
estimate to complcte-the rcgional-bicycle-routc systcm currcntly-rangcs from $8 to-$12-million
dollars.

-----It-must bo-emphasized thaHhis-cstimate is very gcncral-and is only intendod-to put into
context tho-amountof money required to build-approximatcly-130 miles-of proposed bicycle
facilitics-nccdcd-to complete the network. A more definitive cost estimate for-eompletion-of
thcsc-routcs would-ncccssitatc a formal-preliminary engineering proccss-for cach-routcr

-----Qf-the-130 miles of proposed-bicyclc routcsTupproximatcly 35 miles are-under construction-or
are-progrommed-for construction. Funds from-thc state bicycle fund will be sought-for-mony of 
the remaining routes-as streets-arc reconstructed, or through-the-Priority 3 and Priority 4
programs—In addition, jurisdictions will use general-funds and their allocated state bicycle 
funds to construct other routes.
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-----In most casco, dtics and counties havc-hod-to-aecumulatc their annual 1 percent moneyover
several years in order to conistruct cven-a-one-mile segment of bikeway. This procedure will
most-likely condnue-becauoe construction-costs-continue to increase while-revenues ore
decreasing.

Gondusions

-----Funding of-bicycle fadlities and-programs are essential to the implementation of-this Plan.
Without a-commitment to sock new funding sources and cffidently use-existing-sourees; mony-of
the-proposalo called for in thc-Plan may-never-be realized.-The Plan-adopts thc-following:

•*—Metro-and local jurisdictions should cooperatively seek additional funding sources for
constructing-bicydo-facilitics and devcloping-ncw bicycle programs.

—Supporting-continuation oRhe-state-l-pcrccnt-gas tax fund-for constructien-of-loeal-and
regional bicycle routes in the-Portland-metropolitan area.

I

-•—Limiting expenditure of the state's 1 pcrccnt-bicyclc fund-monies for bicycle-projects
constructed independ ently of a highway project-(Priority-3) primarily-to bicyde routes
designated on-thc-rogionol bicycle network.

—Supporting-thc Oregon-Transportation Commission policy to make Priority 3 money
available not only to independent bikeways within state-owned' rights of way, but also on
routes pamllel to and scrving-the-same corridoro-as-statc highways.

-•—Allowing thcHise of state 1 percent funds-for finanaal-assistanco-to-local government-
bikeway projcets-(Priority-4)-on cither local or regional-bicycle routes (at the-discrction of
local jurisdictions.)

•*—Supporting-currcnt-QDQT policy which-cstablishos-an annual-target amount of local
discfctionaiy grant (Priority-4) money-and-worldng to establish on equitable distribution
policy for this-money thaHs-not biased against arcas-of highest-bicyding-usc.-

—Continuation of the regional funding conunittcc which annually prioritizes bicycle-projects
in this region to submit to the-statc for-funding.-This applies to projects eligible for Priori^
3-ond-4-funds only.
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CHAPTER 8

Implementation

A. Overview

Implementation of the adopted Plan involves a cooperative effort of all jurisdictions 
responsible for the various components. First and foremost, it involves a concerted effort to 
secure sufficient fimding over the next 20 years to build new or improved transportation 
facilities and maintain and operate an expanded transit and highway system; it involves the 
construction and operation of the improvements recommended to serve expected growth; it 
involves an ongoing process of monitoring actual development and the associated changes in 
travel demand to update or refine the Plan and to resolve a number of outstanding 
transportation issues; and finally, it involves the establishment of a framework for consistency 
among the-Regional Transportation-Plan, local comprehensive plansrstatewido planning goals 
and other local government and other implementing agency plans (the Oregon Department of 
Transportation's (ODOT) Six-Year Program; Tri-Mot's Transit Development Plan).

The tool for implementing the plan at a regional scale is the Transportation Improvement
Program (TIP). The TIP is updated annually as part of the region's ongoing planning process.
with each revised TIP prioritizing transportation funding over a five-year horizon. The TIP
review process begins at the local government level, with city and county elected officials
receiving input from citizens through local planning efforts, and later sharing their
transportation needs at the loint Policy Advisory Committee on Transportation (IPACD.
Additional public comment is received at the regional level, as well, when TPACT and the
Metro Council review the TIP for final approval. Upon adoption by the Council, the TIP is
submitted to the Oregon Transportation Commission (PTC) for approval as part of the State
Transportation Improvement Plan (STIP).

[The following text was moved from Subsection "B"]

The comprehensive plans adopted by the cities and counties within the Metro area are the 
mechanisms by which local jurisdictions plan for transportation facilities ■implemcnt-tho 
elements of the RTR-. These local plans identify future development patterns that must be 
served by the transportation system. In addition, the local comprehensive plans define the 
configuration of the highway system and identify needed investments.

While -a-.All 1992 RTP provisions are recommendations unless clearly designated as a 
requirement of local government comprehensive plans^^-a- All local comprehensive plans and 
future amendments to local plans-shaR- must be consistent with all adopted RTP policies and 
guidelines as explained in Chapter 8. Section C— of the 1992 RTP. For inconsistencies, local 
governments or Metro may initiate the dispute resolution process in Section F prior to action by 
Metro to require an amendment to a local comprehensive plan. Specific items in the 1992 RTP 
that require local comprehensive plan compliance are as follows:



• Highway System Design criteria;

• Highway Capacity and Project criteria;

• Transit System Designation criteria;

• Transitway Implementation criteria; and

• Regional Bicycle Route designation.

Activities described in the 1992 RTF that local jurisdictions are encouraged to pursue are:

• Polides supporting ridesharing for work trips;

• Demand Management Program Design criteria 
described in Chapter 1;

r

• The rideshare, parking, land use controls and 
related activities described in Chapter 4; and

• The protection of transitway right-of-way opportunities as described in Chapter 8, Section 
C-6.

B. Transportation Improvement Program
Transportation System Implementation

The-RTP-identifics-the parts of the transportation Bystcm-most-important-for-rcgional
travd-ond includes invcstmcnts-to-ensure-that thc-rcgional-syotcm con effectively-serve
expected growth over the next 20ycars. Projects that mustbo-includcd in thc-RTP aro thosc
modcmigQtion improvementB that-ore on, or significantly affect, the-capacity of the regional
highway,-transit or bicyclc-systems-focc Chapters 4 and 5). The Transportation Improvement 
Program (TIP) TIP is the five-year incremental capital improvement program for the reigion to 
implement planned improvement projects and includes all transportation projects or project 
phases proposed to use federal funds-to-implomcnt. The TIP is updated and approved annually 
by Metro; approval of the Governor of the State of Oregon is also required for adoption. Copies
of the TIP are distributed in accordance with applicable laws (including ISTEA).

The TIP is the primary tool for scheduling and implementing the transportation system
improvements identified in the RTT. The annual TIP describes how federal transportation
funds will be prioritized and obligated for the current year and two subsequent years.
Additionally, in order to maintain fiscal continuity, long-term projects are programmed over
time by including activities completed prior to the current year and programmed for years
beyond the three-vear horizon.

The Tip contains modernization projects-that-are depieted-in Chapter 5 of the RTF, as 
well as preservation and smaller scale modernization activities that are consistent with the •
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policies and objectives of the federal RTF but are not of sufficient scope to warrant inclusion in 
the federal RTF. Small projects are grouped in the TIP by function, geographic area and work 
type. Additionally, all projects which require FHWA or FTA approval are included in the
'I'lF. whether or not they will be funded with federal funds: those projects requiring federal
approval but not using Title 23 or Federal Transit Act funds are included for informational
purposes only. Transportation projects which will not be funded with f^eral funds but are of
regional significance are also included in the TIP for informational purposes.

ISl'HA created important new fiscal requirements for the TIP. In accordance with
ISTEA. the 'l lP is fiscally constrained and includes only those projects for which federal
resources are reasonably available. Projects are grouped by funding category, with project costs
not to exceed expected revenue sources. The TIP financial plan is comprehensive in that it
identifies funding needs for maintenance and operations activities, as well as for expansion and
new construction projects.

The 'riP is also required to identify federal funds allocated to the area pursuant to 23
U.S.C. 133(d)(3)(E). In accordance with ISTEA. all transit funding activities identified in the
TIP are allocated by formula with the exception of certain Section 3 Capital Grants and the
national portion of the Planning and Research Program.

Because Portland is ctirrently designated a non-attainment area for the National 
Ambient Air Quality Standards (NAAOS) for ozone and carbon monoxide under the Oean Air
Act Amendments of 1990. additional ISTEA requirements for non-attainment/maintenance areas
apply to Metro’s HP. These additional directives apply to adopted Transportation Control
Measures (TCMs) and air quality conformity analysis activities. When a new State
Implementation Flan (SIP) is developed and approved for the Portland region, the TIP vdll
include TCMs from the SIP as priorities for implementation. ISTEA also requires the TIP to
describe any conditions which may delay implementation of the TCMs.

______ With regard to air quality analysis, all projects are specified in the RTF and the TIP in
sufficient detail to permit conformity analysis as required by the U.S. Environmental Protection
Agency. Any project found in conformity in a previous TIP that is now considered part of the
'base case* for air quality conformity must be identified in the TIP until its construction has been
fully authorized. Metro. FHWA and FTA make conformity determinations on new and
amended TIPs.

As a management tool for monitoring progress in implementing the federal RTF, the TIP 
is required to identify the criteria and process for prioritizing the implementation of the
federal RTF elements. Any changes in prioritization from previous TIPs must also be noted.
Implementation schedules, including significant delays, for major projects from the previous
year's TIP are also required to be identified in the current TIP.

It is the responsibility of the cities, counties, ODOT. end- Tri-Met and the Port of 
Portland to implement necessary improvements to the regional system, as well as those needed 
for local travel. The TIP is prepared by Metro in consultation with these agencies. Inter
regional coordination throughout the planning and programming process will help to ensure
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that improvement projects are consistent with regional objectives and with each other. All
projects included in the TIP must be consistent with the federal RTF. Becauoo of the inter
relationship bchvccn-diffcrcnt improvements by-different jurisdictiongrit is important that 
these-impro vements be implcmentcd-in-Q manner-consistent with thc adoptcd-fcdcral RTF.

The opportunity for public comment on the 'I'lF is provided at various stages in the • 
planning/programming process. The public may comment on projects and programs proposed for
inclusion in the federal RTF and TIP at workshops and hearings held at the local, regional and
state levels. At the regional level, the public is also invited to comment on the proposed TIP at 
TP ACT and Metro Council meetings. Announcements of public meetings are typically made in
local newspapers; other channels can include distribution of meeting notices to elected officials
and other interested parties.

[Portions of this subsection moved to Subsection "A" and "Cl 

Cl ElGmonto-ofConoiatoncy with the RTP

—Highway-System Design

-----It-is-egscntial-for Metro and-tho local-jurisdictions-to dcsignatc-the-full arterial-ond
collector-system ncccssary-to scrvc-dcvclopment of local comprehensive-plans anticipated to
thc-ycor 2005. The RTP includes criteria for-a-highway-classification system (Chapter 1,
Section D)-ond adopts maps-dclincating the principal and-major-artcrial-(Figurc 4 l)-and-minor
arterial (Figure 4 2) components of such a system. In accordance-with thisHocol-jurisdictions
arc-fcquired to adopt maps -dclincating the-various regional highways in their jurisdiction-and7
in-so doingrit is recommended they adopt Mctro£s-classification catcgorics-and-dcfinitions.—If7
hewevcr>-local jurisdictions-elcct to retain their-own classification categories-they must
previdc-for Metro's adopted principal routes and major artcrials-as-shown in Figurc-4 1,-and
minor-artcriols of regional significance as shown in Figure 4 2. In addition, locol-jurisdictiens-.
arc required to designate an adequate Local-Minor Artcrial-and Collector-system to meet two
objectives of regional-interest!

—thc-local-minor arterial/collector system must-adcquatcly serve thc-local-travel demands 
expected from development of the land use plan to the year-2005 to ensure that the
Principal, Major and Minor-Artcrial-systcm is-not overburdened-with local traffic; and

—the-systcm-should-providc-continuity between adjacent and affected jurisdictions (i.cv
consistency between neighboring jiu’isdictions, consistency between city and county plans for
county fadliticswithin-city boundaries-and consistcncy-bctwccn local jurisdiction and
QDOT plans).

-----Metro-s-Classificd-Highway System map will consist of thc-Rcgional-Principal, Major and
Minor Artcrials defined in Chapter 4 of the adopted RTP.

fthis-tcxt moved up from ff 7 below) Until such time as a-dcfinito-dccision-to construet-a 
transitway is made-as a result of thc-EIS decision process described above below (#7). local
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pinsdicbona arc encouraged to work with dcvclopcro to protoct-logical right of >vay
opportunities from encroachment. -Parcels that cannot be protected in this manner should be 
idcnbfied to Tn Met for ncquisitien-on a ease by case basis in accordance with adopted
regional priorities.

3^—Highway Projects

-----The-RTP divides highway investments into two main categeries^

Modcmigabon-ImprovcmcntS! facility-widenings that significantly Kby 50 percent or more) 
affect-capacity, such as adding travel lanes, new facility construction, ■cte.-rmajor 
intersection or interchange construction,- and/or coordinated Transportation System
Management projects over one mile in length; and

—GpefationsT-Maintcnance and Safety Improvements! those facility wdenings that increase 
capacity by less than 50 percent, signoligation projects not part of a coordinated TSM
investment, miner-intersection projcctST-bridgc replacements (within existing right-of-way) 
and general maintenance (rcstriping, repaving, ctc:)-and operations (signal controllers; 
ehanncligation, etc.) activities.

-----?he-fcdcral-ISTEA spcdficnlly limits funding for projects that significantly increase
capacity for single occupancy vchielcs (SOVs). This provision will likely affect hew-and when
medemiggtion improvements contained in the RTF octuallv occur, since ISTEA focuses instead
on altcmativc modes of travel-and efficiency improvements to existing fadlitiesr-During fee
ncxt.updatc to thc RTP, g review of planned modemigation improvcments-will-accompany the
everall-cvaluation of-plan elements in response to bothdSTEA and-thc Transportation Planning
Rulo-(RuloH2). The impact of funding restrictions will-bc considered at that time:'

— ■■All modemigation improvements (regardless of funding source) contained in local-
comprehensive plans located on-or directly affecting the capacity of the regional highway,
transit and bicycle system plan elements, idcnbfied in-Ghaptcr 4,-must be consistent with the
RTF goals and policies and includcd-in the RTF (Chapter'8, Section F.2.).

-----In addition-to the regional system improvements included in-this Flan, local jurisdictions
must ensure that-thcir-dcsignatcd local minor artcrial-and collector system-provides-the 
desired level of traffic service. Toward this purpose,-local jurisdictions must identifyin their
comprehensive plan fer-thc appropriate implcmcntatien-program)-sufficicnt invesbnents in 
transportation capadty-to ensure its artcrial/collcctor-systcm can-adcquatcly-servc at least the 
travel demand associated with Metro's year 2005 population and employment forecast (Table 
2-1) and subsequent updates. Project objeebves for these-invesbnents should include at least the
arterial Icvel-of service-defined as the minimum desired in the RTF (Chapter 1,-Scction D). 
Further improvements-in transportation capacity consistent-with the policies of the RTF that
serve more than Metro's year 2005 population and employment forecast and/or to provide a
higher level of fraffic service than-that identified in this Plan can be designed and/or
provided at the option-of-the implementing jurisdiction. This identification of transportation 
capacity must,-howcvcr, be consistent with thc-lcvcl of transit ridership and ridesharing
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delinoated-in-thc-RTP for the-particular -area, but-may-includc actiong to-furthcr expand the use
of these modes; thereby reducing-tho-necd-for additional-highway-capaetyr

-----:fhese4mprovements should be designed to serve-the designated function for the street and
shetdd-first-considor-low cost actions (such as additional transit-expansionT-ridesharing;
flextime/ signal modifications-channelization, etc.) bcfore-considcration-of a major-widening
investment. Identified widening projccts-that-providc-moro-capacity than spccificd-in-this
Plan-will-be considered consistent'with the RTF if; a) a-longer-range-evaluation-of-travcl
demand indicates a probable-need for right of way preservation-beyond that ncccssaiy-for-the
SO^ear-project design; or bHhe-additional scrvice provided by the-higher-lovol-design-is-the
result-of-Q-design characteristic ncccssary-to achievc-thc-minimum RTF service levels.—In-cither 
case, the higher-level of scrviec-must be dccmcd-cost cffcetivcr

-----All-opera tiensT-maintcnanco-and -safety-improvements are-considcrcd-consistcnt-with-the
peli<y-intcnt of the-RTP if; -a) they are needed to-serve the travel demand-assodated-with-
Metro'-s-population-and cmploymont forecasts; and-b)-thcy-are-consistcnt^th affected local
plans?

ft:—T-ransit-System Designation

-----Thc-dclincation of the-transit system-must be coordinated between Metro, Tri-Mct and-the
local-jurisdictions. Metro's-adoptdd-regional transit trunlc route sy3tem (Figurc 4 4)-provides
directioiHo-Tri-Met-on-where to target-high'speedrhigh capacity scrvicc-for-long-distonee
travel and-providos-dircction to-locol jurisdictions-on-whero to target-high-density-land- uses.-In
nddition-to these routcs/Tii-Mct is expected to adopt a system-of-sub-rcgional trunlc routes-and-
local routes.

----------Local jurisdictions ore required-to includc-Mctro's regional trunk-routesrtransit-eenters
and-pork-and ride-lots-(Figure 4 4)-in-thcir comprchcnsivc plans and identify^-othcr streets
suitable-for-sub regional trunlc routes and local transit-scrvioc-as a guide to Tri Met.—In-addition-
to-these bus routc-dcsignationsT^ctro/Tri Met-and the local jurisdictions-must-agrcc on spedfie
alignments for the-potcntial-tronsitways identified in Figure 4-5-to-bc protcctcd from
encroachment from dcyclopmcnt—Local jurisdictions are-required to identify these alignments 
in their local comprehensive plans for future consideration.

4-.—Transit Service Implementation

-----Thc-Portland-mctropolitan area is dependent upen-a-significant expansion in-tmnsit-usc-to
accommodate expected growth-in-travel-demond. Expansion in-scrvicc7-howovcr/-is-ve!y-costly
and-beyond the current financial ability-of Tri-Mct—As such, Tri-Mct must incrementally
inclement new transit scrvicc-as-growth-in-ridcrship demands and-finandol resources allow.-
Additional increments of transit service should be phased in consistent-with the following
criteria!

—new routes should bc cost effcctivo in terms of-ridership return on the operating subsidy-na
defined by Tri Met service standards?
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—service expansion should-be-consistcnt-with growth in travcl-dcmand-in-thc regional
corridors where-highwny, transit and rideshare-improvement-pregrams-are
interdependent; N

—service-improvements should be implemented consistent with-new development,
particularly in-cases wherc high-density-devclopments nre dcpendcnt on transit capacity;
and

;•—service improvements should be consistent with the local-jurisdiction's designation of
transit streets.

B-.—Transit Service Planning

-----In-aecordancc with-FTA UMTA Circular 7005;lrrccipicnts of FTA UMTA-fundingrtre
rcquircd-to-dcvelop-a-proccss for cohsidcring the capability-of-privatc providers to perform
mass transportation and related support services. They ore also required to provide periodic
documentation on-thc results of implementation of-the-policy; -This-requirement folls-both on
Metro^is thc Mctroppliton'-Planning-Organization-and-Tri-Mct as thc-principol-providcr of
transit-services and-FTA UMTA grant recipient:-' Specifically/Metro is-required-to-adopt a
peliey-which provides for-consideration of private enterprises in local transit-service planning,
ensure a fair resolution of disputes-ond certify at the-dme-of submission of thc-onnuol
Transportation Improvement Program that-thc-locol process is being followed. The following
policies ore-intended-to respond-to ■ thescM’cquircmcnto while rccognieing that-thc principal 
responsibility-for involving thc private sector-should rest with Tri Mct-sincc it is-thc-only
operator-in the Portland region.'

ft-.—Transit-Service Planning

——Tri Met should ensure privatc-cntcrprisc-involvcment in-tmnsit-scrvicc planning and
devclopmcnt-of transit capital improvements^to include:

-----a)—Notice to-and-early-eonsultatiomwith-private providers in-plons involving-new-or
restructured serviecT-as well-os-the periodic reexamination of existing service;

r—b)—Periodic examination, at least every three years,-of each-route to determine-if-it
could-be more efficiently-operated-by a private enterprise;

-----e)—Dcscription-of how new and rcstructurcd-serviccs will-be-cvaluatcd-to-dctcrminc if
they-could be more effectively provided by-private sector operation-pursuant to a
competitive bid process; and

-----d) The use of costs as a factor in the private/public dedsion.-

—3)—Metro-will review-tho rcsults-of these onolyses-and provide TP AC and JPACT an
opportunity for review and comments.
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——In-transit-ocrvicc studies where Metro ha!>-lead-rcsporv£iibility/-Mctro will provide
notice to and ensure early consultation with-private providers.

b:—Dispute Resolution

-----Tri-Mot should establish a-disputc-rosolution-proeoss-that provides-Q-eloar opportunity for
intefcstod parties to object to a decision. The-proecss should also inelude-the-opportunity-for
final appeal-to FTA UMTA..

&—Dociunontation

-----—In-eonju notion with-submittol-of projects-toMetro-for inclusion in-thcTranspertatien-
Improvement ProgramT-Tri-Met shall submit-doeumentatien-that-this-private enterprise
pelicy-has bocn-folio wed,-including:

a) Q-deocription of the-involvcment of-the-private-scctor in the devclopment-of-the
specific projects. ■The-determination of provider can be arrived-at-through use of requests 
for proposals, requests for bids, or other means in the local planning-process;

b) —a description of the proposals received from-thc private ■sector and how-they-wero
evaluated;

—‘—s)—a-dcocription of impediments to holding service out for-competition-and-the
measurcs-taken to-address the-impaet-of such-impediments^and

-----d) a copy-of-the Tri Met dispute resolution procedure and a dcscription-and-status-ef
private -sector -complaints.

-----This documentation shall bo-provided-no latcr-than-thc-timc of submissionof projects for
thc-annuol update-to-the Transporta tion-Improvcmcnt-Program(Junc 1).—In-addition/
supplemental documentation should be submitted-at-the time-of-submittal of-any additions to 
the Transportation Improvement Program,-if necessary.

-----2) Metro will includc this documentation as-part of the-ccrtification-to FTA UMTA that
the region is in compliance with-fcdcral requirements.

6-.—Transitway Implementation

-----TTansitways havc-bcen identified as-thc long range-method to provide-rcgional trunk route
service m the radial travel corridors (Figure 4 5). Local jurisdictions arc required to identify 
these alignments in their-eomprehensive plans for future considcrationT-Howcvcr, due-to -the
high construction-cost, incremental-implementation is ncccssaryras-growth-in-transit ridership
warrants implementation-and as-funding is available.- Thc-noxt priority-for-transitway 
construction is the Wcstsidc-Corridor/ where the Westside LRT (long tunncl-with Zoo station) 
alignment has becn-sclcctcd as the-preferred alternative to connect downtown Portland-and
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Hillsboro. A Preliminary Alternative Analysis-study-will-result in Q'decision between-tho
MilwauldoLRT-or 1 205 LRT as the-next priority-aftcr-Westside for FT A UMTA Section 3 or
other regional, statc-or federal funding.- A similor-Prc-AA-study will bo conducted-for high
capaeity-tronsit altemativos-dosignod-to-sorve-Glark Cotinty, Washington-in-either-tho-l-S
North-corridor or-in-tho-I 205 corridor. Tho-purposo-ond-scope-of thoProliminary-A-ltematives 
Analysis-and-the-full Alternatives Analysis-studies ore dcscribed-in-the-following!

—Preliminary Alternatives Anolysis-studios-will-bo initiatod-to-identify which sot of
promising-altcmativca-in-a-corridor warrant further consideration.—The Pre AA study will
consider the shert-ond-long term ridership-potcndal, capital-and-opcrating-costS7-cxisting-or
planned-transit oupportive-land-uscs-and-right-of-way availability;

-•—:Phe-full-Altomativco Analysis-will-be-initiatcd -to-examinc-altcmatives-in-detail-and
seleet-the-one that is most cost-effective.—The study-will conclude-with-an-Environmental
Impact-Statcmcnt-presonting-costS/bcncfits and-impacts of the altemativc9;-lcading-totho
identification of the preferred-alternative for-implcmcntation; and

—The implementation of high-capacity-transitway alternatives-in additional-corridors-will
tttilize-the-rosults of a Regional HCT Study -whieh-will identify promising-HGT-
altefnativcs-within-the-study-corridors-for advancement to Altcmativcs-Analysis.-

-----Dueto linuted-staff-rosourcesrit is impraetieal-topuroue the-preparation' of ■"'Draft"
Environmental Impact Statemcnts-on-sovcral transitway-corridors simultaneously.-

7-.—Transitway-Rightof-way-Reservation

<text-movcd-to #2 above)

&:—Handicapped-Transit Service

Tri Met is responsible for providing-handicapped transit-accessibility/ including 
ceordination-of special transit-services-provided by social-scrvicc-agcncics. In addition7-Tri-
Mct conducts-thc detailed spccial-handicappcd-transit planning-necessary to identify-required
service improvements and adept-a-plan-for-mccting federal requirements for handicapped-
accessibility-consistent with-the-Amerieans-with-Di3abilities-Act-of-1990 (ADA). Metro-must
eertily that Tri-Mot's Paratransit Plan eonforms-to-the-RTP and include-cxpcctcd uses of-federal
fanding-in-thcHP. In addition-to-Tri-Mot's handicapped-sorvico.-privatcr-non-profit agoncios
providc-hondicapped-scrviccs and-may apply for federal-funding for cquipmont fthrough the
FT A UMTA-Scction 16(b)(2) program).—Llso-of-this equipment-must bo consistent-with-Tri-Met's
plan,-be included in Metro's TIP andbe-endorsed-by the ODOT-Transit Division to bc-fundod.-

9-. Ridcsharc Promotion

---- The-ovcrall rcsponsibility-for^romoting-ridosharing as an-altcmativo mode of
transportation^csts with Tri Met Ao-dcscribcd-m-Ghaptcr-5/this includcs-rcgional serviees-for
matching prospcctivc-carpoolcrs,-QGsiGtancc to cmploycrs-and-scvcral targctcd-programs-to-dcal
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with-rideoharing in particular corridors or subareas. However-the full gcopeof implementing
potential -ridcsharc otratcgicfl io too diverse to charactcrize-as being the responsibility of a
singlc-ogcncy. In addition to Tri Mct, local-jurisdictions havc-rcspensibility-to-incorporate-into
their comprehenoive plan-rideahare techniques idcntificd in Ghaptcra-l-ond^-of-thc-RTP-that
orc-suitablc-for their area.-Similorly/ cmploycro arc vital-to the-implementatien-of-rideshare 
programs—Metro'-s Ridesharc-Advisory Subcomrnitteo provides a forum for-publie-and private
sector individuals-to provide-direction for implementing-potential programs-threughouHhe
region.-

40. Regional Bieyele Plan

-----The implementation of the provisions of the bicycle element of the RTF is a shored
responsibility of the statez-locol jurisdictions-and-Tri Met. The-actual construction-ef-the
bieyde-facilitics idcntificd-in-<zhaptcr 4 of the RTF (Figure 4-7z)-i3-the-re3ponsibility of the
state and4ocal jurisdictions. Local jorisdictions-are-required-to-identify this network-in-their
local comprehensive plansTond-any-jurisdiction planning street-improvements covered under
ORS 366.514 that arc proposed to-not-includo-bicyde-facilitics on roadways -designated-as
regional-bicycle routes must-consult-with-Metro-and other affected jurisdietions. Tri Met is
rcsponsiblc-for the installation-of-bilce racks at-thc designated major-tmnsit-stations-and-major 
park-and-ridc lots-spcdficd-in-Chapter 4 of the RTF. Tri Met-and-local jurisdictions-are
cncouraged-to install-bicycle-parldng facilities ot-minor transit-stations.—In-additionrlocal 
jurisdictiens-arc-cncouraged to incorporate into-thcir4ocal-comprchcnsive-plan9-the-supportive
techniques identified in Ghapters 1 and 4 of the RTP.-Mctro'-s-rcgional bicycle funding 
committee-will provide a forum to provide direction-for dcsignating-projccts-for Statc-Priority-3
ond-4-bicyde-funds-uscd in the region;

O-C. Funding

As described in Chapter 7, the funding for implementation of the federal transportation 
plan is approaching a crisis situation. Federal funding availability is projected to fall short of 
capital needs for highway improvements and may be subject to further federal budget cuts. 
Current state and local sources are generally insufficient to adequately maintain the existing 
highway system (as a result of past and expected losses of buying power from inflation) and are 
clearly inadequate for needed major capital improvements. Local funding is inadequate to 
operate the significant expansion in transit service called for in the Plan and federal funding 
for transit capital improvements is uncertain. The amount of funding required to complete the 
identified Regional Bicycle Route System is nearly double the amount spent on bicycle 
facilities in the past 10 years. To correct these funding problems, the following activities are 
necessary:

1. Federal Funding

Metro, ODOT, Tri-Met and the local jurisdictions must present a united front to its 
congressional delegation and the federal government to ensure past federal funding, 
commitments are fulfilled in a timely manner. In particular, federal legislation is necessary to 
rectify 'Interstate," 'Interstate Transfer" and "FTA UMTA-Capital Assistance" funding short-
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falls. In addition, loss of federal transit operating assistance would worsen the expected transit 
funding shortfall.

2. Local Priority Setting

Regardless of how successful this region is in acquiring federal funds, it is clear that priorities 
must be set to phase implementation of the federal RTF over a longer than optimal time frame. 
JPACT has already undertaken such a process and set priorities for guiding the region's funding 
decisions. The applied general guidelines for ranking improvements for funding is as follows:

Priority 1: Improvements that correct severe existing traffic problems will have top 
priority;

Priority 2: 10-year priority improvements identified in Chapter 5 and any additional 
improvements that can be demonstrated as necessary to correct traffic problems anticipated 
in the next decade or correct access capacity deficiencies that constrain development areas 
during the next decade wUl have next priority; and

Priority 3: Those improvements identified in Chapter 5 as needed beyond 10 years.

To ensure cost-effectiveness whenever possible, regional corridor improvements will give 
priority to options which reduce costs by increasing people-moving capacity. Those options 
include ramp metering, signal improvements, access control and high-occupancy vehicle lanes.
In addition, large projects will be broken into manageable parts so that the most critical part is 
given.priority for construction. This approach is consistent with the federal ISTEA. which 
emphasizes projects that improve existing services and facilities, and discourages
improvements that increase capacity for single-occupancv vehicles (SOVs).

Should additional resources become available, consideration should be given to the region 
"reserving" a portion of available funds in order to be able to provide needed transportation 
improvements which quickly respond to economic development opportunities. As part of the 
decision to establish such an "opportunity fund," specific criteria for its allocation will be 
adopted by JPACT.

In addition, since Interstate and Federal-Aid Primary (FAP) funding is allocated to the 
entire state, the Oregon Transportation Commission must set priorities betwren competing 
projects in the Portland area and elsewhere in the state. The region's priorities for projects to be 
funded from these statewide allocations are also based on the above criteria.

3. State and Local Funding

All of the state, regional and local agencies must establish a coordinated effort to correct 
State and local funding shortfalls. Adequate funding sources must be secured for both capital. 
expansion projects and ongoing maintenance and operation programs. This could be. 
accomplished through development of a variety of special purpose funding sources in each 
jurisdiction or through one or more larger state or local funding programs. The alternative
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techniques described in Appendix 26 should be explored and a complete funding strategy 
adopted {acc Chapter 8, Section C, OutstandingjssueNo. T).

Statewide Planning Goal Consistency (see 1992 rtp. Chapter 8, SecHon e)

i-.—Qverview

-----Thia-section of the RTF provides a framework for-thc relationship of planned
transportation improvomento to thc-ovcroll functional planning proccss-to-ossurc-consisteney
among statewide planning-goals,- the-RT^-and local comprehensive plans.'

-----As-such, this ■ocction-idcntifics-thc planning context for tronsportation-improvements-and
identifies the dming-and-naturc of applicable land use decisions ossociated-with ■ those
improvements to establish dear and-appropriate-opportimities for public eomment-and-appeatr

Sr.—RTF Relationship to Statewide Planning-Goals

ft-:—Context

-----OAR 660 Division 11 (Public Facilities-Planning) rcquircs-jurisdictions to-adopt-Publie
Facility-Plans (PFPs) that idcntify-thenaturc-ond-location-of significant-transportation
prejccts-nccdcd to serve planned lond-uscs.-Thc list and map of-projccts included in these PFPs 
must-be adopted-as part of-thc local comprehensive plan, along-with-a-statement identifying
the-servicc provider for each-improvement. Thc-rcquircmcnts of OAR 660 Division-l-l-have
subsequently been folded-into OAR 660.-Division 12 (sec below).

-----OAR 660,-Di vision-12,-requires-development of'MPO Transportation System Plans (TSP) by
■1995 for-dcvclopmcnt of local-TSPs-which ineludc-public facilities plon-provisions-for
transportation facilities.------------------

-----QRS 197.015(10)(a)(A) defines-any amendment to a comprehensive plan-or-lond-uso
regulation as a land use decision. ORS 197.175(2) requires such dedsions to comply with-tho
statewide planning-goals and-QRS 197.825 provides for the appeal-of these-decisions-to-LiUBAT
Thus; the action to amend a local comprehensive plan-to-include-projccts listed in the PFP-is-a-
land-use dccision-and-should be accompanied by findings-that-demonstratc compliance with all
applicable land use regulations.

-----Since all land-use decisions arc subjcct-to appcalTno decision to build a significant
transportation project may be considered final until the appeal period-on the local 
comprehensive plan amendment has lapsed, or the amendment has been oppealed-and-uphcld.-

-----In-addition, OAR 660 18 022(1) allows local governments to make-a-detemunation that the
statewide goals do not apply to a-particulor-land use decision. Such-a-dedsion is considered-a 
land-use decision-and is itsclf appcalable-andras-such, must still-demonstratc compliance with
any-applicablc comprehensive plan policies and with-RTP requirements.
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-Tronsportation Improvements as
-Land Use Dedsions

Rcgardlcoo of the scope of-a project,-when protcctcd-rcsourcco or hazards arc-affected/
detailed goal findings for these impacto will likely be needed. In-many casco, for projects with
a-small, well dcFincd-scopc affecting clearly dclincated-rcoourccd in dircet-and obvious ways, 
all-fclcvant goal-isoucs should be addressed at the time the comprehensive-plan amendment is 
first-adopted.

-----Semplctc or final goal-findings for aopccta of some projects, however, will-rcquirc detailed
tnapact information-not typically-avoilablc until-thc preparation of an-Environmental Impact
Statement (EIS). In these eases, jurisdictions should adopt as full-a-sct of findings as can be '
made-based upon the information-available at the time thc project is included in the PFP,
regarding the need/mode and general location^-At the-time the PFP is adopted^thc need for
project-lcvcl-goal findings at the time the EI5-is prepared shall be identified. In addition, the
issues-theso-findings wll addreso/ and what-form and when thio-lattcr dcdsion will be made;
shall be determinedr

Local comprehensive plans and thc RTP ore intended to identify projects needed to serve 
lond-uses-idcntificd in the acknowledged comprehensive plans over the long-term/ as these 
acknowledged comprehensive-plans ore amended-to-comply with Goal-12 and other Metro 
fimctional-plonor-ODOT-will select projects to be scheduled in its-six-year improvement
progrom from among the imprevements-identified in locakPFPsr

-----Although g project docs not need to be placcd-in the RTF before it is included in-QDOT'o six
year improvement plan, it cannot-actually-bc funded for right of-way acquisition and
construction until this is done.

C:—RTF Consistency: -Principles 1

---- The following principles of consistency with-thc RTF arc embodied-in this Plan:

-----1) All projects in PFPs must bc-consistent with the RTF and those-modemizatien
improvements directly affecting thc-regional system as defined in Chapter 4 must bo 
included in the RTPr

-----2) At the-time the projects are-included in the PFPs, all projects recommended in-the-RTP
to meet the long- term needs of the region-must satisfy the applicable state planning-goals
rcgarding-nccd, mode and general location of the-projcct.

-----5) All projects must demonstrate-consistency with the RTF before inclusion in the
Transportation Improvement Program (TIP).

RTF decisions require local action-to indudo tho-project in its comprehensive plan, in
conjunction-with adoption of appropriate goal Findingsrbeforc the decision becomes final.
?^\c-local-jurisdiction-is thus-responsible for local (i.e., site-spedfio) goal requirements.-
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—-B)—fcocal juriodicdons must plan-theiHntcmal transportation systcm-to-bc-consiotent-vvitli
complianee-rcquircmcnts identified elsewhere in thio-chaptcr and malcc cffidcnt-u5e-of

the-rcgional ■ system.

-----—The RTF-consists of-policico contained-in-Ghaptcro 1,4-and-8/‘-systcm plQn-clcment&
mapped in Chapter 4 that ore designed to-oupport-and-implement-plan-pelicics; critcria-for
determining RTF consistency in Chapter 8; and a list of improvemento-contained-in-Ghapter
5; designed to-implemcnt the system planr-As Metro-dcvelepsdand-usfryolicy-in-thc-fomrt-of
land use goals ond-objectivcsiunctional plans-for solid-waste, oir-ond-water quality, and
ether-activities of regional significance, and-policieo for Urban-Growth Boundary (UGB)
management the RTF policies, system plan elements, consistcncy-critoria-and-projoct-iist
sheuld-bc reviewed and-amcndcd-as-neccssaiy^o-cnsurc that-tho transporta tionsystcm-plan
supports adopted policies iond-use-policy.

-----59—All projects-will.bc-reviewed-for consistency witivRTF local plan compliance
requirements as-prcviously stated-in Scction-G- This-review assures-state-goal-complianee
at-the generalized regional level-cxcept-as -notcd-immcdiatcly-belowr

-----8)—In general/consistency of the-RTF with-all applicable-stqte-planning-goals-is-achieved
through the procedures-dcscribed-in-this-chaptcr.- These amendments to the RTF 
(November 1991) are consistent with Regional Growth Goals-ond-Gbjectivos -which-areHft
turn, consistent with-statewide goals.

-----Local comprehensive plans-and-local findings-of goal-compliance when-necded-sholl
generally establish-statewide-goal compliance for-RTF projects:-Exceptions to-this occur
when?

-----0-)—a-project-in-the RTF located outside-the UGB-has a Goal 14 impact - which-M ctro-is
responsible-for addressing;

-----b)—Metro-orders a chonge-in the-local comprehensive plan(s)-to-achieve consistency
with the RTTrin-which case-Mctro is-rcsponsible-for assuring compliancc-with-all-
applicable-goals; or

-----e)—L€D€-adopts new goal or adnunistrativc rule languagc-that assigns direct
responsibility-for goal compliance-to-the RTF.

-----—Metro-will make every effort to coordinate yvith, and resolve-conflicts-among;
jurisdictions-prior to-RTF amendment.—When-all other-efforts fail, howeverT-Metro-will
order a local plan changc-when necessary to maintain thc-efficiency-of the regional
transportation-system ond-assure regional goal compliance.

E. R Federal RTF Consistency: Process

1. RTF Policy, System Plan and
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Consistency Criteria Amendments

When Metro amends federal RTF polides (Chapters 1,4 and 8), system plan elements 
(Figures 4-1,4-4,4-5 and 4-7) or compliance criteria (Chapter 8), it will evaluate and adopt 
findings regarding consistency with Regional Growth Goals and Objectives. -There may-bc local 
(site Bpcdfic) goal iosuea or Goal 14 issues associated with a policy decision-at this level---- asj
fer-cxomplerwhen a major ncw-facility is added-to the system. No federal system dedsion 
made at this level can be considered a final land use dedsion, since at least one subsequent 
decision on project specifics will be needed before anything can he built. However, a federal 
system dedsion should not foreclose or appear to foreclose full and fair consideration of all 
relevant goal issues at the time the project specifics are adopted by the local jurisdiction (see 
1992 RTF. Chapter 8. Section F).

In addition, in those ■cases where an RTF goal, policy or-sygtcm plan clement amendment
implies a particular improvement to such-an-extent that the goal, policy or system plan-clement
weuld-changc as the-rcsult of a--no build"-projcct dedsion later in the process due-to-gool
eemplioncc issucs,-Mctro will prepare an analysis of the broad rcgienal-intcrcst in the
statcwide-ploiming goals based on the information used in the-RTP consistency review (Chapter
8, Section F.2.). Metro-will identify os-part of analysis related to thc-RTP amendment any and
aH-goals-it believes must be addressed by-thc local-jurisdictions before a project dedsion to
implement the system plan con be finalized. If tho-local jurisdiction determines that the 
preject-cannot comply-with tho-statcwide-plonning-goals; the RTF will bo amended os needed to 
climinate-rclianco-on such a project and initiatc-a-coopcrativc analysis to-develop an
alternative solution.

-----Whenever-RTP policies, system plan elements or-eonoistcncy critcria-aro Qmcndcd,-Mctro
shall-spccify! a) which-clcmcnts it requires local jurisdictions-to adopt,-which it-rccommends
and,which-it simply encourages or suggests; and b) a date by-which local action on these
elemente-must occur. The-date identified shall not be sooner than the next regularly-scheduled
plan-amendment process for-thc-affected-juriBdiction; nor-later than-the affected jurisdiction's
next periodic review.

-----Proposed amendments to the-RTP polides,-system-plan elements or consistency criterio-will
be droulated for review-to the Deportment-of Land-Conservation and Development (DLCD)-and-
parties who-request it prior to the action by the Joint Policy Advisory Committee on
Transportation (JPACT).

•----At least two wcelcs before the date of the hearing on-any RTT-amendment, Metro shall
notify-by moil all cities and-countios-affected whcncvcr-the-propesed-amcndments (to policy, 
system or projects) would require local plan changes for compliance.

-----Within two wcelcs of adoption of an-RTP amendment with local plon compliancc elements,
Metro shall notify by mail each jurisdiction subject to specific recommendations or requiremente
by-that action. This notice shall-idcntify: a) the plan changes recommended or-required^b) - the 
dfltc-by which the plan change is required; c) the circumstances under which the jurisdiction can
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deny-the plan change; and d) the proeess-for resolution when a plan change that Metro-has
requested or-required-io denied by the locol-juriodiction. ,

-----If-the proposed amendment requireo-Metro action on a-UGB issue (amendment or exception)/
the RTP-amendment should identify when and how-Metro-will address the UGB issues-for 
which-it is responsible.

The affected jurisdiction is responsible for preparing the specific local plan amendments 
relating to transportation facilities in this plan-reeommendod or required, along with findings 
of compliance with all applicable goals, and scheduling them for hearing before the governing 
body in time for action by that body by the time required.

2. Federal RTF Project Amendments

The federal RTF establishes a unified policy direction for the federally funded 
transportation system and recommends a balanced program of highway, transit and demand 
management programs to implement that policy direction. The actions recommended, however, 
do not solve all the transportation problems and are not intended to be the definitive capital 
improvement program on the local Minor Arterial/Collector system for the next 20 years. 
Rather, the federal RTF is intended to emphasize the projects estimated to be necessary on the 
regional and local systems required to make the regional system work. Major developments 
located on the local minor arterial and collector system may require additional analysis and 
additional improvements to provide an acceptable level of service. Furthermore, since many of 
the recommendations are designed to serve expected year 2005 travel demands, an ongoing 
monitoring and update process is necessary to identify the actual occurrence of a problem. As 
such, Metro will formally update the plan annually. This consideration by the Metro Council 
will take place prior to the aimual update of the I IF. Since the TlF schedules the expenditure 
of federal funding in the next five-year period and must be consistent with the adopted federal 
RTF, it is essential that the federal RTF be reaffirmed or amended prior to updating the TlF.

The type of changes that are expected to be incorporated into the annual update of the 
federal RTF include the following:

• As the findings of major studies are produced, they will be recommended by a resolution of 
JFACT and the Metro Council. Annually, they will be incorporated into the Flan.

• During the period between updates, Metro and local staffs will conduct studies resulting in 
the identification of new highway, transit, bikeway, pedestrian and demand management 
improvements necessary to meet the objectives of the Flan. The modernization project 
additions to the federal RTF will be accompanied by an evaluation of 1992 RTF consistency 
based on the following issues:

1) Are the objectives to be met by the proposed improvement consistent with the 1992 RTF 
goals, policies and objectives (Chapter 1);

2) The degree to which the proposed action meets the identified objectives;
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3) The impact of the proposed improvement on the balance of the system;

4) The impact of the proposed action on other 1992 RTF objectives, such as accessibility, 
air quality, energy consumption, etc.;

5) Functional Classification: Is the proposed action consistent with the function of the 
facility identified in: a) Chapter 4 of the RTF (for minor arterials of regional significance 
and above); or b) the local comprehensive plan (for the minor arterials and below); and

6) Ferformance Criteria: Is the proposed action needed to achieve the performance 
criteria identified in the RTF as follows:

a) Minor Arterials of Regional Significance and Above Deficiencies are deemed to 
exist at level-of-service E (exceeding the D-E boundary). Improvements should be de
signed to provide operating characteristics within the level-of-service D range, with 
cost-effectiveness and impacts dictating what level of service within the D range the 
design achieves. It should be noted that, in some instances (as a result of policy, 
impact, cost or other constraints), decisions will be made to accept a lower level of 
service on segments of particular facilities.

Improvements that are designed to provide a higher level of service than D can be 
designed and/or provided at the option of the implementing jurisdiction. Such actions 
must be foxmd consistent with the 1992 RTF as outlined in this section and either, a) a 
longer range evaluation of travel demand indicates a probable need for right-of-way 
preservation beyond that necessaiy for the 20-year project design; or b) the additional 
service provided by the higher level design is the result of a design characteristic 
necessaiy to achieve the minimum RTF service levels.

c

b) Local Minor Arterials and Collectors.

The proposed action must be consistent with the following principles:

• the local minor arterial/collector system must adequately serve the local travel 
demands expected from development of the land use plan to the year 2005 to ensure 
that the Frincipal, Major and Minor Arterial system is not overburdened with local 
traffic; and

• the system should provide continuity between adjacent and affected jurisdictions 
(i.e., consistency between neighboring jurisdictions, consistency between city and 
county plans for facilities within city boundaries and consistency between local 
jurisdictions and ODOT plans).

7) Fopulation and Employment Frojections: Is the need for the proposed action based on 
Metro's adopted population and employment projections?
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8) Balanced Modal System: Is the proposed action consistent with the mode split and 
rideshare assumptions identified in the adopted federal RTF?

9) Cost-Effectiveness: Is the proposed action the lowest cost system alternative solution 
acceptable? If not, why?

10) Are there unacceptable environmental impacts or other considerations that would 
significantly affect or possibly prohibit construction?

11) Would a goal, policy or system plan element in the federal RTF change as the result of 
a "no-build" project decision later in the process?

12) Is the project in the local jurisdiction's RFF, and has final local land use action
. occurred? -{The decision to include the project in the RTF would-then bCna-final-RTP 
decision).

13) Is the project contained in or consistent with the RFF, adopted comprehensive plan, or 
implementation plan(s) of any affected jurisdictions/agencies? Do.affected jurisdic
tions/ agencies concur with this project request?

14) What public involvement/information activities have occurred to date regarding the 
proposed improvement?

The amount of information required to answer these questions should be commensurate with 
the scope of the project. These additions will be amended into the federal RTF as part of the 
project update process.

Operations, maintenance and safety improvements are deemed consistent with the policy 
intent of the federal RTF if: a) they are needed to serve the travel demand associated with 
Metro's adopted population and employment forecasts; and b) they are consistent with affected 
jurisdictional plans.

After a project has been incorporated in the federal RTF, it is the responsibility of the local 
sponsoring jurisdiction to determine the details of the project (design, operations, etc.) and 
reach a decision on whether or not to build the improvement based upon detailed environmental 
impact analysis and goal findings demonstrating consistency with all applicable goals and the 
local comprehensive plan.

If this process results in a decision not to build the project, the federal RTF will be amended 
to delete the recommended improvement and an alternative must be identified to correct the 
problem.

3. Local Comprehensive Flan Amendments

All local plans must demonstrate consistency with the 1992 RTF as part of their normal 
process of completing their plan or during the next regularly scheduled update. It is Metro's
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practice to work closely with jurisdictions to obtain consistency in a cooperative manner. A 
local plan shall be considered in compliance with the adopted 1992 RTP if the following 
criteria are met:

a. It contains the specific items listed in Chapter 8, Section C, of the 1992 RTP as required 
for compliance;

b. It does not contain any policies that directly conflict with those adopted in the 1992
RTP; and

c. It contains either:

1) policies which support, encourage or implement one or more of the activities listed 
above that local jurisdictions are encouraged to pursue; or

2) the local plan or the background materials adopted to support it contain an 
explanation of why none of the listed activities were considered feasible or 
appropriate for that jurisdiction.

Metro will review local plans and plan amendments for 1992 RTP consistency. Whenever a 
local jmisdiction is considering plan amendments which are subject to 1992 RTP local plan 
compliance requirements, the jurisdiction shall forward the proposed amendments to Metro and 
to parties who participated in Metro hearings (if applicable) at least four weeks before the 
final hearing on that amendment, longer if possible. The jurisdiction's staff report shall be 
provided as soon as available.

Within three weeks of receipt of notice, the Transportation Planning Director shall 
provide the jurisdiction with a letter certifying that the amendment complies with 1992 RTP 
requirements, or denying certification for reasons indicated. The jurisdiction may appeal a 
letter denying certification first to JPACT and then to the Metro Council.

When a proposed local plan amendment directly affects a specific facility, any jmisdiction 
(ODOT, Tri-Met or local jurisdiction).who owns, is responsible for maintaining or has land use 
jurisdiction over any portion of that facility, also has standing to appeal to JPACT and the 
Council a letter granting or denying certification of 1992 RTP compliance.

A jurisdiction shall notify Metro of its decision within two weeks of its final action on a 
proposed amendment. JPACT shall hold a hearing and forward a recommendation to Metro 
Council in cases where a jurisdiction has refused to adopt a plan change reconunended or 
required by Metro, or has adopted a proposed amendment which was denied certification. The 
Metro Coimdl may decide to: 1) amend the 1992 RTP; 2) initiate proceedings to order a plan 
change; or 3) tolerate the inconsistency.

A decision to amend the 1992 RTP to eliminate or modify the requirement or otherwise 
achieve consistency might be made on functional grounds, or because the Metro Council accepts
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the local jurisdiction's justification for its action (in terms of state planning goal or local plan 
requirements or other issues) as sufficient reason to accept a functionally inferior solution.

A decision to initiate proceedings to order a plan change would be made when the local 
justification does not appear to warrant such 1992 RTP changes as deemed necessary to achieve 
consistency, but it does not at this stage in the proceedings represent a decision that the goals 
can be complied with — only that the need to achieve consistency by means of a local plan 
change is sufficiently compelling to \varrant ordering that change if the goals can be complied 
with. The decision to initiate proceedings to order a plan change should specify the spedfic 
changes to be ordered.

A dedsion to tolerate the inconsistency might reflect either the recognition of a process 
that will lead to eventual resolution of the problem or a judgment that the nature or impact of 
the inconsistency is insignificant. Where eventual resolution is expected, the Metro Coundl 
action should specify when and how the inconsistency should be eliminated and what action is 
appropriate if resolution does not occur.

If the Metro Council decides to initiate proceedings to order a plan change, those 
proceedings shall be conducted before a Hearings Officer following the contested case 
procedures. If a jurisdiction has refused to make a required plan amendment on the grounds that 
it violates the goals, the Hearings Officer will prepare recommended findings on the goal 
issues for Council action. Inconsistency of the required plan change with other local plan 
policies shall be considered a goal issue only if the order proposed by the Metro Council would 
not eliminate the inconsistency.

If the Metro Council finds that a required plan amendment does meet goal requirements, it 
will adopt goal findings to support the amendment and an order requiring a jurisdiction to 
change its plan to adopt that amendment. A date by which the plan must be changed shall be 
specified in the order.

At the time of each federal RTP update, the project list contained in the appendices to in- 
the federal RTP will be amended to note which projects have received final approval from the 
local jurisdiction, and to delete any projects rejected by local jurisdictions as a result of its goal 
analysis or for other reasons.

Those projects that do not require goal findings or inclusion in the local plan or the federal 
RTP must nonetheless be found to be consistent with the federal RTP before they may be 
included in the TIP. If such projects require local approval prior to TIP amendment, the 
Transportation Director will evaluate them and prepare a letter of certification prior to local 
action if so requested at least a month beforehand.

4. Plan Maintenance

These changes will be incorporated in the federal RTP as part of the update process. In 
particular, development throughout the region will be monitored to determine whether growth 
(and the associated travel demand) occurs as forecast. Metro will review its population and
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employment forecasts annually and update them at least every five years for the following 
conditions:

• national or regional growth rates differ substantially from those previously assumed;

• significant changes in growth rate or pattern develop within jurisdictions; and

• a jurisdiction changes its land use plan (and, therefore, its "holding capacity" for new 
development), thereby increasing or decreasing the maximum allowable level of 
development in their jurisdiction.

New information gathered during the course of the year on such issues as energy price and 
supply, population and employment growth, inflation and new state and federal laws may 
result in different conditions to be addressed by the Plan. These modifications will be 
incorporated [as part of the annual] as needed during periodic updates to the plan. Each update 
will occur in cooperation with affected jurisdictions, state agencies and public transit providers.
Updates to the federal RTF are completed at least triennially, and cover a 20-year planning
horizon.

FG. Outstanding Issues

Major outstanding issues to-be-resolved at a lator-dato which may-bo-included-QS-omondmcnts to
thc-Plan-nrc as follows:

The following summarizes those issues which will be addressed either as part of the integrated
state and federal RTF planning process over the next year or as separated planning studies:

1. Funding

Alternative financing techniques and a comprehensive funding strategy to implement the, 
highway roadway, freight, transit, bicycle, pedestrian and demand management 
improvements called for in the federal RTF-Plan-are ciurently being developed by various 
regional bodies composed of both public and private officials. This effort will recommend 
coordinated mechanisms to address funding shortfalls in the following major categories of 
system improvements:

Regional Highway Corridors 
LRT Corridors 
Urban Arterials
Transit Operations and Routine Capital
Willamette River Bridges— Major Maintenance/Rehabilitation

The funding strategies will include mechanisms utilizing many sources of funding, such as 
federal, state, regional, and public/private partnerships.
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2. Transportation Rule/Region 2040

The next major integrated update of the RTF (scheduled from Tune, 1995 through late 1996) 
will reflect requirements of the Goal 12 Transportation Rule and follow the direction and 
guidelines established as part of the Region 2040 planning process. The Transportation Rule 
requires that regional and local planning bodies develop policies and implementation measures 
which avoid a principal reliance on a single mode of transportation.

Both the Transportation Rule and the Region 2040 planning process will require the region 
to better imderstand the transportation/land use relationship as the region grows to the level 
allowed in the local comprehensive plans. The RTF will be developed as the region's 
Transportation System Plan (TSP) as called out in the Transportation Rule. As such, it must be 
consistent with the state TSP (the Oregon Transportation Plan) and will guide local TSPs. As a 
TSP, the RTF will also be designed to meet State requirements for per capita VMT reductions, 
increased peak-hour auto occupancy rates, and will based on the adopted and refined Region 
2040 Growth Concept.-oxaminc altcmativo land uoe oeonnrion to nddmnn-trnnfipoftnHon-needfir

-----A-s-port of-thc-Rcgion-2040 planning'preec99,-altcmativc land use and-tronsportation
scenarioo will be evaluated consistent-with RUGGO in an effort to formulate a vision for how
and where the region should develop as it approaches build-out-of-thc current comprehensive
plans over-the ncxt-50-ycaro. The evaluate those scenarios and-develop the vision, Metro has .
begun-a-three to four year study;- The-RTP will-be-updated as necessary consistcnt-with-rcoults
of the study-ond findings of consistency with RUGGQ-will bo developed for the entire-doeumentr

The integrated update will-Beth-the-Rcgion-2040 process-and Rule 12 implementaHon-will- 
utilize new updated employment, population, and travel forecasts, different than the interim 
set used for this federal RTF..

3?—Bi-State T-ransportation Study

-----Metro and-the Intergovernmental-Resource Center of aark-County (IRC) initiatcd-the-Bi-
Statc-Transportation Study in the-summer-of 1990-to addrcos the fuhire capaeity-dcficicncics
across the-Golumbia-Rivcr between Portland and Clork County;-Washington based on 
anticipated growth to 2010 and an RTF level of improvements.-Thc-study-is also oxamining-the
economic inter-relationships between thc-two oidcs-of the river and-is-dcvcloping a 
methodology for ovaluating-the impact-of major-transportation investments in the corridor on
land use.—The study is scheduled for completion inIatc-1991. A decision must-bc-made on
whcthcr-to-procccd'with-furthcr-evaluation-of Bi-State alternatives which-would indude-tho
alternative land use sccnarios and thc-cvoluation-of urban-form resulting from-thc Region 2040
Plan-process.

4;—1-205 LRT/Milwaulde LRT

-----Two Prehminaiy-AItematives Analysis studies will-be conducted concurrently-examining
high capacity transit (HCT) alternatives in-travel corridors serving north Clackamas-Geunty
and south Clark County, Washington. The I 205/Milwaukie HCT study will select-either the
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Portland-€BD to-Claclcnmao Town-Center (GTG) via Milwaukie corridor-or-the-I-205 corridor
between-the Portland International Airport (PIA) and CTC (connecting cast Portland and-north
Qaekamao County-with Gateway-and^he-Portland CBD via the Banficld-LRT) for 
advancement to a full scale-Altcmatives Analysis.—The study-will-also-select a set of-promising
alternatives to be-carried into the AA-and develop-an-action-plan-for the corridor-not-sclected
for-Altcrnative Analysis.-

-----The I 5/1-205 Portland Vancouver HCT study will moke a dccision-en-tho-proforred
corridor for HCT development-to-connect downtown Portland-with Qark County. The
alternatives are the I 5 corridor-connecting the Portland GBDwith central Vancouver and the
1-205•corridor connecting cost-Gork Cotmty >vith-Gateway-(and the Portlond-GBD-via-the 
Banficld-laRT). (The-I 205 corridor north to QarldSounty will not be considered for-tRT-
development within the next 20 ycars-but may be considered for LRT development beyond 
twenty years).- This-study-will recommend-a- priori ty corridor to pursue-through-on ■Alternatives
Analysis.—The timing of the AA-for-thc-priority corridor to Glark-Gounty-will-bc dependent on
the-overoU-funding stratogy-devclopcd-in conjtmction with-tho-I-205/Milwaukio study.

Southeast Corridor-Study

The initial phase of the Southeast Corridor Study was completed in 1989 ■has-been-completed. 
The first phase examined a series of transportation alternatives for minimizing traffic impacts 
on Johnson Creek Boulevard and recommended action plan. Other outstanding transportation 
issues exist in the Southeast Corridor extending from the I-5/I-405 loop to U.S. 26 in Boring 
include: a) an evaluation of the adequacy of Willamette River crossing capacity needs. Metro 
has begun the South Willamette River Crossing Study to evaluate multi-modal river crossing
demand in a study area extending south from the Marquam bridge to Oregon City/West Linn.
The study will result in reconunendations for replacing the Sellwood Bridge and other
potential improvements to existing or potentially new crossing locations: and b) the engineering 
and definition of improvements to Highways 224 and 212 in the Sunrise Corridor from 
McLoughlin Boulevard to U.S. 26 (including the alternative designs of expressway or freeway). 
Portions of the Sunrise Corridor improvement as currently defined may impact resources 
protected by Statewide Land Use Planning Goals (see also Land Use Issues). ODOT is 
completing Draft Environmental work on the Sunrise Corridor and beginning to coordinate
corridor alternatives with the Region 2040 growth concept.

46. Tualatin-Hillsboro Corridor

The Western Bypass was adopted as a contingent recommendation subject to the findings of 
a land use and environmental analysis. ODOT continues has begun a study of the Tualatin- 
Hillsboro Corridor evaluating the need for transportation improvements in the corridor and 
assessing the land use consequences of a range of reasonable alternatives. The ODOT Western 
Bypass Study is_w414 incorporating the results of KXX) Friends of Oregon LUTRAQ Study if that 
study produces a viable land use/transportation strategy.
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57. Ml Hood Parkway

There exists a need to develop a prindpal arterial connection in this corridor and perform 
engineering and the EIS evaluation process to determine the scope and alignment of the 
improvement ODOT continues their study process in this corridor. Certain alternatives 
identified to date may impact.resources protected by Statewide Land Use Planning Goals (see 
also Land Use Issues).

6&. TV Highway Corridor

The east-west arterial north of TV Highway will construct a five-lane arterial between 
noth and Murray Rd. The route will parallel Center Street and then utilize the existing 
Milikan Way between Hocken and Murray Road. The major outstanding issue with this project 
is the proposed arterial's interface with Highway 217. The city and ODOT must decide 
whether a new interchange will be developed or whether the arterial will simply cross over 
Highway 217 with no direct access.

ODOT's TV Highway Reconnaissance Study will examine issues in the segment of TV 
Highway between Murray Blvd. and Hillsboro.

79-. Land Use Issues

The federal RIP continues to show contains three new proposed improvements on the regional 
highway system that would likely impact resotu-ces protected under the Statewide Land Use 
Planning Goals:

• Tualatin-Hillsboro Corridor (Western Bypass) in 
Washington County;

• Highway 224 Extension (1-205 to 135th) in 
Clackamas County; and

• 1-84 to U.S. 26 Connector (Mt. Hood Parkway) in 
Multnomah County.

The Goal 12 Transportation Rule details the criteria for "Exceptions for Transportation 
Improvements on Rural Land". It requires that an exception adopted as part of a transportation 
system plan (TSP) (i.e. the RTP and local comprehensive plans) shall, at a minimum, decide 
need, mode, function and general location for the proposed facility or improvement. The finding 
of need must show that the transportation need cannot be accommodated through alternative 
modes, TSM measures or improvements to existing facilities.

As noted,-Sstudies are underway in each of these three corridors to determine whether the 
transportation needs in those corridors warrant a finding of exception to Goal 14.
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■lO.' Goods Movement

----- Recognizing that freight movement is equally as important as people-movement in an
effective-transportation system, Metro will cxanunc access constraints-to-industrial 
development and-cxisting-trucletravcl constraints-as a teol-for setting priorities for needed
highway -improvements.

^-^T-Fivc -Year-Transit-Development Plan

-----Gonsistcnt-with the-RTP, Tri Met-will-develop detailed transit-scrvicc-improvcmcnts and
update their five year plan annually.—This will-bc submitted to Mch*o-for endorsement and the 
key-features will be inoorpomted-into the-RTP.- In addition, studies will be undertaken to
examine the feasibility and cost cffcctivcncoo of alternative transit strategics fer-ouburban
areas 7

■1-27-Dcmand-Managcmcnt-Planning

-----:Phc-FY92 Unified Work Program identifies a number of air-quality planning-activities,
induding a regional demand management-planning study. The study will-evoluatc and adopt 
demand management programs for inclusion in the RTF to, in partrfcducc-vchiclc miles 
travclcd-rcducc ■nutomobilc related emissions, conserve energy/and generally-assist other
objcctivcs-rclatcd to-congestion and mobility. Study recommendations will reflect both-RTP and 
Grcgon-Transportation-Plan demand management policies. The study process will-coordinate 
with thc Portland-Arca Demand Management-Working Group.

Access Control Plans

ODOT and Metro will examine existing access control plans on the principal arterial system 
and develop specific techniques to minimize direct property access. Major and minor arterials 
will be examined by Metro or the local jurisdiction as re-sources are available. Additional 
policy development for access control is required.

■14. Light-Rail Analyses

-----It-fe-nccessary to specifically identify alignments for the alternative LRT routes specified
in the adopted Long Range Transitway System component of the RTP to provide local 
junsdicbons sufficient information to protect the right of way from encroachment. In addition, 
theproccss and priorities for-thc transition from bus trunk routes to-transitways-should be
developed-through an examination of factors relating to-ridcrshipT^conomyT-dcnsiticG and 
eempatibility-of adjacent land-uses, and the staging of initial increments as opposed to future
branches and extensions.

■;---- Studies should be-undertaken in the-futurc-to-determine if an-appropriatc corridor or level
of-dcmand-cxists to provide a loop extension of thohlAX LRT-line in East Multnomah County. If

8-25



such a corridor con be foundrsubscqucnt-studics-should be-ondertaken-to-determino the
fcQsibility-of ouch-on cxtcnsion-or-altemativc suburban-tronsit-strategieg?

Development Impacts

As development plans for specific sites are developed, conflicts between transportation and 
neighborhood objectives will arise- Localized impacts of development on the transportation 
system should be assessed and measures undertaken to resolve these conflicts.

lQ16i U.S.26/I-405/I-5 Connection

Alternative connections to provide improved access and traffic flows will be developed and 
evaluated through the South Willamette River Crossing Study and potentially through the 1- 
405 Reconnaissance Study.

■17r-Gomcll and W. Burnside

-----IssuoG-surrounding-thc funetional-classification-Qnd sizing-of-these facilities-rcquiro
fcaolution.-

•18: -Oeon-Air Act Amendments of 1990

-—:Fhc-rcgion-must comply with-theyrovisions of the CAAA-which-includc a requiremenHhat
the-projccts included in the :TrQnsportQtion-Improvement Program (TIP) demonstratc-conformi^
by reducing regional VMT when-<x)mparod with al^o-Build-condition.

19.-2010 RTF Update

-----The Interim RTF update schcduled-for next-year-will begin to address the changing-policy
issues brought about by the Cool 12 Transportation-Rule, the-Qcan-Air Act Amendments-ond-
RUGGQ. This will involve updating the populatien-and cmployment-forecasts for the year 
2010.- This interinvupdate will provide the-opportunity to address-altemative transportation
strategics consistent-with RUGGQ but will-stop short-of theroughly-dddressing-the-analysis-of
altemativo land use scenarios called for in-thc Transportation Rule.—An RTF update will
providC'2015 travel-forecasts and will-implement functional plans and-the-Rcgion-2040
transportation and-land use recommendations.

11. Performance Measures /Modeling Tools

A number of planning activities are underway to enhance the ability to evaluate the
transportation system. More and more, these measures are oriented toward the transportation
system user. In other words, translating information into how it will effect a driver, transit
rider, bicyclist, walker, or trucker. These activities include:

2__Congestion Management System (CMS). Required by ISTEA. the CMS requires better
information and measures prior to increasing roadway capacity for single-occupant drivers.
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Alternative inodes of travel must be considered within congested corridors. Metro is
working with ODOT and local jurisdictions to develop the CMS. New measures will 
examine people movement through a corridor, as opposed to vehides. Capadtv will thus
be determined based on reasonable expectations of people, not vehicles. The CMS will
being implemented beginning October. 1995.

Jntermodal Management System (IMS)/Freight System. Similar to the CMS, the IMS and
freight system will include performance measures related to the movement of commodities.
Metro is the lead agency with ODOT and the Port of Portland for the IMS in the Portland
area. Implementation of the full IMS will begin in October. 199H.

_Other Management Systems. ISTEA also required safety, pavement, and bridge
management systems. ODOT is lead agency on those systems. As the systems are
completed, relevant measures may be incorporated into future federal RTFs.

• __Modeling. Metro is the lead agency for the regional travel forecasting model.
Historically, the model has primarily been used to evaluate the roadway and transit
networks. Metro is working with ODOT and other Oregon metropolitan areas with similar 
models to improve bicycle, pedestrian, freight, and demand management analysis tools.

• __Cost/Benefit. One of the most difficult to determine, vet most often requested mpa<;ure. is
cost/benefit. The difficulty lies in that different projects have different intentions and/or
serve different modes. Further difficulty lies in putting a value on those varied benefits.
Similarly, while determining a project cost is fairly straight-forward, there are major 
philosophical differences as to the true cost of transportation projects, particularly when 
environmental costs are included. Metro will be looking at developing a cost/benefit
method over the next year. It may only be applicable to the Transportation Improvement
Program.

1__Multi-modal accessibility. Metro hopes to develop an accessibility measure to evaluate
the quality of accessibility from place to place within the region bv various modes. The
measure would be a useful comparative analysis tool to locate public investment.

12. Multi-Modal Design Criteria.

Similar to a multi-modal accessibility measure, a need exists to develop multi-modal
design criteria for roadways. With the multi-modal emphasis of federal and state law.
roadways must more and more be shared among competing modes, including autos, trucks.
bicyclists, and pedestrians. Design criteria, tied to land use characteristics should be 
developed. The criteria would recognize that a roadway function changes over its entire length
and that design criteria would also vary.

13. Congestion Pricing.

___On behalf of the region, Metro and ODOT have applied to FHWA for pre-proiect funding
fora Congestion Pricing Pilot Project. Pre-Project funding will focus on developing consistent and
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accurate information about congestion pricing for the public and dedsion-makers; a public
involvement, education, and learning component to better understand public response to pricing
as a transportation tool that addresses congestion; model upgrades to better predict the effects
of pricing on the system; social and environmental analysis to determine impacts on the
environment and income groups; and, an alternatives analysis to determine a preferred location
for a potential congestion pricing demonstration. The study will be complete in 1997. Any test
demonstration would require additional FHWA funding and state legislative approval.

14. Several remaining projects have been identified in the planning process but require further 
review and consensus- building prior to inclusion in the RTF. It is anticipated that additional 
analysis of these projects will commence at a point after the adoption of the RTF or be included 
in the efforts to resolve the outstanding issues mentioned above.

• Boeckman Road/I-5 Interchange

• Cornelius Fass Road (function and scope of 
improvement)

• 1-5 North/N. Kerby Avenue Off-Ramp

• Birdsdale Bypass/Corridor Study
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Glossary

C-TRAN - Transit agency for Clark County, Washington.

Capital Improvement Program (CIP) - Local document which programs funds for non-operational 
(capital) infrastructure improvements/investments.

Citizen Advisory Committee (CAC) - Selected for a specific issue, project, or process, a group of citizens 
volunteer and are appointed by Metro to represent citizen interests.

Congestion Mitigation/Air Quality (CMAQ) - A program within the ISTEA ($6 billion over 6 years) to 
address congestion and transportation-related air pollution.

Fimctional Plan - A limited purpose multi-jurisdictional plan for an area or activity having significant 
district-wide impact upon the orderly and responsible development of the metropolitan area that 
serves as a guideline for local comprehensive plans consistent with ORS 268.390.

Growth Concept - A concept for the long-term growth management of our region, stating the preferred 
form of the regional growth and development, including if, where, and how much the urban growth 
boundary should be expanded, what densities should characterize different areas, and which areas 
should be protected as open space.

Inner Neighborhoods - Areas in Portland and the older suburbs that are primarily residential, close to 
employment and shopping areas, and have slightly smaller lot sizes and higher population densities 
than in outer neighborhoods.

Inteimodal Stirface Transportation Efficiency Act dSTEA) of 1991 - The most recent federal 
highway/transit funding reauthorization, which provides regions and states with additional funding 
and more flexibility in making transportation decisions. Among other things, the Act requires the 
metropolitan area planning process to consider such issues as land use, intermodal connectivity, methods 
to enhance transit service, and needs identified through the management systems.

Joint Policy Advisory Committee on Transportation (JPACT) - A 17-member committee of local-area 
elected officials, Metro councilors and other transportation officials who coordinate transportation 
decisions for the region.

Land Conservation and Development Commission (LCDC) - The 7-member directorship of Oregon's 
statewide planning program. The LCDC is responsible for approving comprehensive land use plans 
promulgating regulations for each of the statewide planning goals.

Local Comprehensive Plan - A generalized, coordinated land use map and policy statement of the 
governing body of a city or county that inter-relates all functional and natural systems and activities 
related to the use of land, consistent with state law.

Main Streets - Neighborhood shopping areas along a main street or at an intersection, sometimes 
having a unique character that draws people from outside the area.



Metro -The regional government and designated Metropolitan Planning Organization (MPO - see below) 
of the Portland metropolitan area. It is governed by a 7-member Metro Council (see below) elected by 
and representing districts within Metro's jurisdictional boundaries: all of Multnomah County and 
generally the urban portions of Qackamas and Washington Counties. Metro is responsible for the 
Washington Park Zoo, solid waste landfills, the Oregon Convention Center, the Portland Center for the 
Performing Arts, establishing and maintaining the Urban Growth Boundaiy (UGB - see below), and for 
regional transportation planning activities such as the preparation of the RTP, and the planning of 
regional transportation projects including light-rail.

Metro Committee for Citizen Involvement (MCCI) - composed of citizen representatives from the Tri- 
Counties area, to "advise and reconunend actions to the Metro Council on matters pertaining to citizen 
involvement."

Metro Council - composed of 7 members (formerly 13) elected from districts throughout the metropolitan 
region (urban areas of Clackamas, Multnomah and Washington counties). The Council approves Metro 
policies, including transportation plans, projects and programs recommended by the Joint Policy 
Advisoiy Committee on Transportation (JPACT - see above).

Metro Policy Advisoiy Committee (MPAC) - Established by the Metro Charter and composed of local 
elected officials (including representatives from Qark County, WA and the State of Oregon), MPAC is 
responsible for recommending to the Metro Council adoption of or amendment to any element of the 
Charter-mandated Regional Framework. Plan.

Metropolitan Housing Rule - A rule (OAR 660, Division 7) adopted by the Land Conservation and 
Development Commission to. assure opportunity for the provision of adequate numbers of needed housing 
units and the efficient use of land within the Metro Urban Growth Boundary. This rule establishes 
minimum overall net residential densities for all cities and counties within the urban growth boundaiy, 
and specifies that 50% of the land set aside for new residential development be zoned for multifamily 
housing.

Metropolitan Planning Organization (MPO) - An individual agency designated by the state governor in 
each federally recognized urbanized area to coordinate transportation planning for that metropolitan- 
region. Metro (see above) is that agency for Clackamas, Washington and Multnomah Counties; for 
Clark County, Washington, that agency is the Southwest Washington Regional Transportation Council 
(SWRTC, formally the Intergovernmental Resource Center, or IRC).

Metropolitan Transportation Improvement Program (M-TIP) - a staged, multiyear, intermodal program 
of transportation projects which is consistent with the metropolitan transportation plan.

Mixed-use employment areas - Areas that include various types of conunercial and retail development 
as well as some residences.

Neighborhood Centers - Retail and service development that surrounds major MAX stations and other 
major intersections, extending out for one-quarter to one-half mile.

Oregon's Statewide Planning Goals -19 goals in four broad categories: land use, resource management, 
economic development, and citizen involvement. Locally adopted comprehensive plans and regional 
transportation plans must be consistent with the statewide planning goals.

Oregon Transportation Plan (OTP) - the State's official statewide, intermodal tranportation plan that 
will set priorities and state policy in Oregon for the next 40 years. The plan, developed by the Oregon 
Department of Transportation through the statewide transportation planning process, responds to 
federal ISTEA requirements (see above) and Oregon's Transportation Planning Rule (TPR - see below).
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Outer Neighborhoods - Areas in the outlying suburbs that are primarily residential, farther from 
employment and shopping areas, and have slightly larger lot sizes and lower population densities 
than inner neighborhoods.

Project Management Group (PMG) - A group of technical staff managers from the government agencies 
participating in the project. The PMG is responsible for directing and reviewing the work of the 
Technical Advisory Committee (TAG - see below) and forwarding recommendations to advisory groups 
and the local decision-making bodies.

Regional Centers - Areas of mixed residential and commercial use that serve hundreds of thousands of 
people and are easily accessible by different types of transit

Regional Framework Plan - Required of Metro under the Metro Charter, the Regional Framework Plan 
must address nine specific growth management and land use planning issues (including transportation), 
with the consultation and advice of MPAC (see above). To encourage regional uhifoirmity, the regional 
framework plan shall also contain model terminology, standards and procedures for local land use 
decision making that may be adopted by Icoal governments.

Regional Transportation Plan (RTP) - The official intermodal transportation plan that is developed 
and adopted thorough the metropolitan transportation planning process for the metropolitan planning 
area.

Southern Washington Regional Transportation Cotmcil (SWRTC) - The designated Metropolitan 
Planning Organization (MPO - see above) for the Clark County (Washington state) portion of the 
Portland/Vancouver metropolitan region.

State Implementation Plan (SIP) - A plan for ensuring that all parts of Oregon remain in compliance 
with Federal air quality standards.

State Transportation Improvement Program (SUP) - A staged, multiyear, statewide, intermodal 
program of transportation projects with is consistent with the Statewide transportation plan and 
planning processes and metropolitan plans, TIPs and processes.

Technical Advisory Committee (TAC) - A group of technical staff from government agencies 
participating in the project. The TAC is responsible for producing the base technical information that 
will ultimately be used by local decision-makers to complete the project purpose. (See also, PMG, 
above.)

Town Centers - Areas of mixed residential and commercial use that serve tens of thousands of people.

Transit-Oriented Development - A mix of residential, retail and office uses and a supporting network of 
roads, bicycle and pedestrian ways focused on a major transit stop designed to support a high level of 
transit use. Key features include: a mixed use center and high residential density.

Transportation Corridors - Residential and retail development concentrated along major arterials and 
bus lines.

Transportation Demand Management (TDM) - Actions, such as ridesharing and vanpool programs, the 
use of alternative modes, and trip-reduction ordinances, which are designed to change travel behavior 
in order to improve performance of transportation facilities and to reduce need for additional road 
capacity.
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Transportation Disadvantaged/Persons Potentially Underserved by the Transportation System - Those 
individuals who have difficulty in obtaining transportation because of their age, income, physical or 
mental disability.

Transportation Enhancement Activities (TEA's) - An exclusive list of ten specific activities which are 
eligible for funding (at least 10% of STP funds). Included are bicycle and pedestrian facilities, 
rehabilitation of histroic transportation facilities, and control of outdoor advertising.

Transportation Planning Rule (TPR) - The implementing rule of statewide land use planning goal (#12) 
dealing with transportation, as adopted by the State Land Conservation and Development Commission 
(LCDC - see above). Among its may provisions, the Rule includes requirements to preserve rural lands, 
reduce vehicle miles traveled (VMT) per capita by 20% in the next 30 years, and to improve alternative 
transportation systems.

Transportation Policy Alternatives Committee (TPAC) - Senior staff-level policy committee which 
reports and makes policy recommendations to JPACT (see above). TPAC's membership includes 
techmcal staff from the same governments and agencies as JPACT, plus representatives of the Federal 
Highway Administration and the Southwest Washington Regional Transportation Council (SWRTC - 
see above); there are also sue citizen representatives appointed by the Metro Council (see above).

Transportation Project Development - The process by which a planned transportation improvement is 
implemented, including: environmental analysis, location and design determinations, and right-of- 
way acquisition.

Transportation System Management (TSM) - Strategies and techniques for increasing the efficiency, 
safety, capacity or level of service of a transportation facility without major new capital 
improvements. This may include programs that encourage transit, carpooling, telecommuting, 
alternative work hours, bicycling, walking, signal improvements, channelization, access management, 
HOV lanes, etc.

Transportation System Plan (TSP) - A plan for one or more transportation facilities that are planned, 
developed, operated and maintained in a coordinated manner to supply continuity of movement 
between modes, and within and between geographic and jurisdictional areas.

Tri-Met - Tri-COunty Metropolitan Transportation District, which is the transit agency for most of 
Clackamas, Multnomah and Washington Counties.

Regional Urban Growth Goals and Objectives (RUGGOs) - An urban growth policy framework that 
represents the starting point for the agency's long-range regional planning program.

Transportation Plaiming Rule (TPR) - The implementing regulations for Statewide Planning Goal 12 
(Transportation), adopted in 1991. Among its many provisions, the Rule includes requirements to 
preserve rural lands, reduce reliance on the automobile/reduce vehicle miles traveled (VMT) per 
capity by 20% in the next 30 years, and to improve alternative transportation systems.

Transportation Policy Alternatives Committee (TPAC) - Provides technical input to the JPACT policy
makers. TPACs membership includes technical staff from the same governments and agencies as 
JPACT, plus others. There are also six citizen representatives appointed by the Metro Cotmcil.

Unified Work Program (UWP) - The periodic statement of proposed work and estimated costs that 
document the transportation planning, research, and development efforts to be undertaken during the 
next 1- to 2-year period by state transportation agencies or their subgrant^s.
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Urban Growth Boundary - The politicaly defined boundary around a metropolitan area outside of 
which no urban improvements may occur (sewage, water, etc.). It is intend^ that the UGB be defined 
so as to accommodate all projected population and employment growth within a 20-year planning 
horizon. A formal process has been established for periodically revievying and updating the UGB so 
that it accurately reflects projected population and employment growth.
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FY 1996 Metropolitan Transportation Improvement Program 
$27 Million Regional Reserve Fund

Region 2040 Implementation

Background

Metro, the regional government, is the lead agency for identifying and 
prioritizing transportation projects which utilize federal and state funds. $27 
million remain in a regional reserve for funding projects to be constructed in 
the years 1996 to 1998. Once adopted by the Metro Coimcil and the Joint Policy 
Advisory Committee on Transportation, or JPACT (consisting of local elected 
officials and transportation agency directors), the projects will be included in 
Metro's fimding document, the "Metro Transportation Improvement 
Program (MTIP) for Fiscal Year i996."

Over the past five months, Metro, in cooperation with local governments, 
Tri-Met, die Oregon Department of Transportation, arid most importantly, 
the public, has identified a candidate list of projects for funding. The projects 
are intended to implement the growth policy identified in Metro's adopted 
Region 2040 Growth Concept (see below). The projects have gone through an 
initial analysis using technical criteria. Metro is now soliciting public 
comment on the candidate list of projects before a recommended list is 
submitted for JPACT and Metro Covmdl adoption.

ATTACHMENTS

Attached for your review and comment is the following information

1. A summary sheet of projects submitted to Metro. The sheet identifies 
the mode (i.e, road, bike, transit, etc.) and the submitting agency or 
jurisdiction (aggregated by county. City of Portland, or agency).

2. A brief description of the nominated projects.

3. A summary of the technical scores by mode. The projects are currently 
listed in a-preliminary order based on solely on the technical analysis.

TECHNICAL CRITERIA

Technical criteria varied somewhat by mode, consistent with their purpose. 
However, all projects were evaluated on their ability to support Region 2040, 
on safety enhancement aspects, and on cost benefit. Potential usage, whether 
it was for bicycles or roadways was also considered. If a project benefited more 
than one mode it received additional points (see summary matrix).
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ADMINISTRATIVE CRITERIA

The technical analysis is only one part of determining a final list of projects to 
be funded. The Metro Council and JPACT will also consider a number of 
administrative criteria prior to adopting a funding package. These criteria 
include:

Strength of Project Support.. Has a sponsoring agency/jurisdiction provided 
more than the required match and, if so, how much more? Is the project 
strongly supported by more than one agency?

Phasing. Ac a project be broken into reasonable phases in order that a priority 
phase receive fimding and/or that a larger number of projects receive some 
level of support? Can the phases for which fimding has been requested 
complete Plans, Specifications and Estimates (PS & E) by October, 1998 (i.e., the 
end of the current federal assistance act)?

Relationship to Future Projects. Are there upcoming projects that will meet 
some or all of the goals of a nominated project?

Equity. Is there equitable distribution of funds based on geography and mode?

Professional Judgment. The technic^ criteria attempt to quantify certain 
common project elements. Both Metro and local agency staff recognize that 
limitations of available data cause some projects to perform at a level 
differently than indicated through the technical analysis. Prior to 
recommendation of final funding package, professional staff will review 
projects for anomalies and to ensure reasonableness of the package.

PUBLIC COMMENT

Perhaps the most important "administrative" consideration is public 
comment. Again, Metro and local agencies recognize that technical criteria 
are only part of the decision-making process. Consequently, as the next step 
in our public involvement process (which began with our January, 1995 
Transportation Fair), the Metro Council and JPACT invite you to comment 
on the technical rankings.

You may provide written or oral testimony as follows;

• Attend a Priorities /95 public meeting on either April 13,17, or 
18. See the Priorities '95 attachment for more information.

• Provide written comment through May 8,1995.

FY 96 Metro Transportation Improvement Program 
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• Testify before the Metro Council on May 4,1995, beginning at
5:30 p.m.

In addition to commenting on projects, we are particularly interested in your 
ideas on the distribution of ftmds between modes. The current policy 
direction, reflected in the Regional Transportation Plan, and reflecting federal 
and state policy, is to provide multi-modal choices for the public. The plan 
also must address freight movement as well as person-travel. Please give us 
your thoughts.

REGION 2040 IMPLEMENTATION

In addition to providing multi-modal choices, the Metro Council and JPACT 
will support a package of projects that support Metro's adopted Region 2040 
Growth Concept. The concept is a first step in identifying actions to effidendy 
accommodate the growth expected in the region over the next 50 years. The 
concept focuses on a more balanced distribution of employment and 
population within the region; more concentrated development, particularly 
retail and commerdal; a strong and vital Central City; and strong, 
concentrated subareas known as regional or town centers (areas such as 
downtown Beaverton and Gresham). The concept also identifies multi
modal travel corridors which indude a number of traditional main streets to 
encourage local shopping.

These key locations are intended to be served with quality transportation 
services which maintain auto access but also provide safe and convenient 
public transit and bicyde and pedestrian networks. Region 2040 and Metro's 
20-year Regional Transportation Plan(RTP) also recognize the need to 
maintain the system we have and to make it work better. Finally, Region 
2040 encourages 'Transit Oriented Development" (TOD) near quality public 
transit service. Consequently, eligible project areas imder Region 2040 
include:

Bicyde
Pedestrian
Transit Oriented Development (TOD)
Transportation Demand Management (TDM, or programs to reduce 
system demand, such as carpool programs, telecommimications) 
Transportation System Management (TSM, induding signal and other 
operational improvements)
Public Transit 
Freight
Road Reconstruction 
Road Preservation

FY 96 Metro Transportation Improvement Program 
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Metro is also considering funding a number of engineering and planning 
activities associated with critical regional needs. Those projects are also 
included.

ADDITIONAL BACKGROUND

As mentioned, Metro is the lead agency in the selection of transportation 
projects for federal and state funding in the region. Metro must work with 
other agencies and local jurisdictions and the public in the selection process. 
Metro began the process in January, 1995 with our Transportation Fair. 
Project ideas were solicited from the public and were considered by local . 
jiuisdictions as part of their submittals. Jurisdictions were asked to limit 
requests to approximately $30 million. The total of all projects submitted was 
nearly $150 million.

Finally, all projects must derive from the 20-year Regional Transportation 
Plan for the Metro area. Information will also be provided at Priorities '95 on 
the plan.

INFORMATION

If you have questions or need additional information, please call either Terry 
Whisler, TIP Project Manager at 797-1747, or Pamela Peck, Public 
Involvement Coordinator at 797-1866.

FY 96 Metro Transportation Improvement Program 
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Meeting Notice
Metro

600 ME Grand Ave. 
Portland. OR 97232-2736 
(503) 797-1866

JP r i o r £ t i e s’OS
A series of meetings to receive public comment on regional transportation issues
Thurs., April 13 — Clackamas County meeting 
Pioneer Community Center, 615 Fifth Sl, Oregon City 
4 to 9 p.m. (oral comment period: 6:30 to 9 p.m.)
Tri-Met bus line 33

Mon., April 17 — Portland meeting
Metro Regional Center, 600 NE Gr^d Ave., Portland
4 to 9 p.m. (oral comment period: 6:30 to 9 p.m.)
Tri-Met bus line 6 or take MAX to the Oregon Convention (Tenter stop

Mon., April 17 — East Multnomah County meeting 
Gresham City Hall, 1333 NW Eastman Parkway, Gresham 
4 to 9 p.m. (oral comment period: 6:30 to 9 p.m.)
Tri-Met bus lines 4 and 23 or take MAX to the Gresham City Hall stop

Tlies., April 18 - Washington County meeting 
Beaverton City Hall, 4755 SW Griffith Drive, Beaverton 
4 to 9 p.m. (oi^ comment period: 6:30 to 9 p jn.)
Tri-Met bus lines 54 and 59

IMorities ’95 meetings will provide an opportunity for comment on:

The interim Regional Transportation Plan (RTP)
The plan is a 20-year blueprint for the region’s transportation system that takes into consideration expected 
population and economic growth. The RTP addresses how to best move people and goods through the region and 
identifies strategies for highways, arterial streets, transit, freight, bikes and pedestrians.

The FY ’96 Metropolitan Transportation Improvement Program (MTLP)
A regional transportation funding program. Local. jurisdictions submit transportation projects to Metro 
for funding consideration annually. For 1996 there are $27 million of federally authorized funds available for 
allocation to new projects.

Drafts of both the interim RTP update and MTIP funding information will be available for public review in early 
ApriL There will be a 30-day comment period following the release of the draft recommendations. All written 
comments received during the comment period will be entered into the formal record. Written comments should be 
mailed to: Metro,Transportation Planning, 600 NE Grand Ave., Portland, OR 97232 or faxed to 797-1794.

Priorities *95 meetings will provide an opportunity for the public to make oral comments to a panel of Metro 
councilors and local elected and appointed officials from 6:30 to 9 p.m. Metro staff will be available to answer 
questions and provide background information from 4 to 9 p.m.

For more information or to obtain copies of the draft interim RTP update and the draft MTIP information, call 
Metro at 797-1866 or call Metro’s Transportation Planning Hotline (503) 797-1900. A schedule of key decision 
points for the RTP update and FY'96 MTIP is on the back of this notice.



Regional Transportation Plan (RTP) Update 
FY ‘96 Metropolitan Transportation Improvement Program (MTIP) 

Schedule of Key Decision Points

The following schedule includes key decision points and other important dates related to the 
Regional Transportation Plan (RTP) update and the FY ‘96 Metropolitan Transportation 
Improvement Program (MTIP). Key decision points are in bold face type. Best 
opportunties for public comment are underlined.

The RTP will be updated in two phases. An interim update to meet federal requirements will be 
completed by June 1995. A full update intended to meet state and federal requirements, and to be 
consistent with Metro’s Regional Framework Plan for growth will be completed in mid-1^6. The 
FY ‘96 MTIP allocation process will be completed by June of 1995.

January 1995 

28 Transportation Fair held to kick-off RTP update process and receive comments on FY ‘96 
MTIP project selection criteria.

April 1995

7 Draft interim RTP and MTIP information available for public review.
30 day public comment on interim RTP update and FY ‘96 MTIP begins.

13-18 Priorities ‘95 public meetings on interim RTP update and FY ‘96 MTIP.

20 RTP Citizens Advisory Committee appointed by Metro Council

May 1995

4 Metro Council public hearing on interim RTP update and FY ‘96 MTIP.

7 30 day comment period on interim RTP update and FY ‘96 MTTP ends.

11 Metro Joint Transportation Policy Advisory Committee (JPACT) considers 
adoption of interim RTP update and FY ‘96 MTIP.

25 Metro Council considers adoption of interim RTP update and 
FY ‘96 MTIP.

RTP CAC holds first meeting in May (date not yet determined).

RTP and FY’96 MTIP Schedule 3/24/95

«

June 1995 Phase 2 of RTP update process begins.

Publication on interim RTP document

mid-1996 Phase 2 RTP update adopted by Metro Council.



Metro 2040 Implementation Program 

Project Nominations Key

Jurisdiction/Agency:

C = Clackamas County
M = Multnomah County
W = Washington County
P = City of Portland
Pt = Port of Portland
O = ODOT
E = ODOE
MET = Metro
T = Tri-Met
S = Studies
MISC = Miscellaneous

Modes:

RX = Roadway Expansion
RXt = Roadway Expansion consisting of

Transportation System Management (TSM) measures 
RP = Roadway Preservation
P = Pedestrian
B = Bikes
F = Freight
TOD = Transit Oriented Development 
TDM = Transportation Demand Management 
TR = Transit

Example: CRXtl is the identification for the first Clackamas
County Road Expansion (TSM) project

ripb:\2040keyJ2^



2040 Implementation Program

Project Nominations Summary 
(as of AprU 7,1995)

Roadway Preservation

CRPl Kruse Way Reconstruction (Boones Ferry Road to Bangy Road) 1^29^00
Deep structural improvements requiring 4 inch grind and replacement with 7 inches 
of asphalt.

CRP2

MRPl

MRP2

MRP3

Lake Road Preservation Project (SE 21st Avenue to Oatfield Road) 699,000
Half-roadway reconstruction that would include adequate base rock, widening of 
pavement to include bike lanes, and reconstructed curb on south side of roadway.

Hawthorne Bridge Deck Structure 5,159,200
Several options for deck replacement are possible. Multnomah County has hired 
a consultant to more specifically determine structural repairs, structural systems, 
and materials, and critical path to implementation. It would be advantageous to 
coordinate development of this project with the proposed Hawthorne Bridge 
Sidewalk Widening Project.

NE Hood Street (Division Street to Powell Boulevard) 453,200
Street reconstruction, paving overlay, safety access for bikes and pedestrians including curb 
extensions, decorative street hghts and bomamte crosswalks. Undergrounding of overhead 
utilities and landscape tree plantings.

NE Fifth Street (Main Street to Cleveland Avenue)
Facilitate incorporation of pedestrian enhancements between N. Main and NE Hood; 
roadway reconstruction and storm drainage.

302,900

PRPl City of Portland: Front Avenue Multi-Use Path
Project will construct a Multi-Use path directly east of Front Avenue to provide an 
alternative bicycle access to Watenfront Park and enhance pedestrian amenities along 
Front Avenue. Project will improve bicycle and pedestrian access in the Central City.

2,368,720

Total $10,212,220
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CRX2

CRX3

CRX4

CRX5

CRXt6

CRXt7

2040 Implementation Program
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Roadway Expansion

CRXtS

CRXt9

CRXtlO

CRXtll

147th Alignment (North of Sunnyside Road to 142nd/Sunnyside Road) 375,000
Reahgn 147th North of Sunnyside Road to connect to the intersection of 147th 
and Sunnyside Road. Includes sidewalk and bike lanes in urban section.

Sunnyside Road (Sunnybrook to 122nd Avenue) 6,000,000
Widen existing 3 lane road to accommodate 4 travel lanes including curbs, 
sidewalks, bike lanes and additional ROW for turn lanes, median pedestrian 
refuge and HCT as shown on Metro's 2040 plan.

122nd Avenue (Sunnyside Road to Hubbard Road)
Widen 122nd Avenue to 3 lanes, including curbs, sidewalks and bike lanes.

92nd Avenue Reconstruction (Idleman Road to Multnomah County Line)
Widen 92nd Avenue to 3 lanes, including curbs, sidewalks and bike lanes.

Oatfield Road (Webster Road to 82nd Drive) 1,166,425
Widen to 3 lanes to include continuous left-turn lane and sidewalk; redesign 
Webster/Oatfield trafQc signal to include a southbound left-turn lane; install traffic 
signal at Gloucester Street; coordinate traffic signals at Webster, Gloucester and 82nd 
Drive. Increase capacity and safety of bike lanes.

Abernethy Realignment (Abernethy Road to Washington Street)
Realign Abernethy Road between County shops and Washington.

Johnson Creek Blvd. Improvements - Phase II (SE 35th to SE 45th Streets)
Roadway improvement that would include right-of-way acquisition, widening of 
pavement to add bicycle lanes, construction of curbs and sidewalk on south side 
to provide access to the Springwater Trail at 45th Avenue.

Highway 43/Terwilliger Intersection 987,000
Construct northbound left-tum lane on State Street to Terwilliger; reconfigure 
Terwilhger at its intersection with State Street; install traffic signal.

Highway 43/A Avenue Intersection . 520,405
Improve turning radius from A Avenue for southbound turn onto Highway 43, 
restripe turning lanes, and upgrade signal.

Highway 43/McVey/Green Street Intersection
Construct turn lanes for both northbound and southbound traffic on Highway 43 
while increasing pedestrian access.

Highway 43/West A Street Realignment and Traffic Signal 
Realign West A Street with Failing Street and install traffic signal.

1,150,723

1,094,645
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CRXtl2

CRXtl3

CRXtl4

CRXtlS

CRXtl6

MRXtl

MRXtZ

MRXt3

MRX4

WRXl

WRX2

WRX3

WRX4

Highway 43AVillamette Falls Drive Traffic Signal 
Signalize and restripe approaches to the intersection.

Highway 43/Failing Street
Install traffic signal at Failing Street; close six streets on the east side of Highway 43.

Highway 43/Pimlico Street
Install traffic signal.

Highway 43/Jolie Point Traffic Signal
Install traffic signal at Jolie Point Road to complement ODOT Highway 43 
improvements.

City of Happy Valley: 129th Avenue Improvements 
Realign roadway, widen for bike lanes and construct sidewalks from Scott Creek 
Road to Mountain Gate Road. The project will provide bicycle and pedestrian access 
in a town center area.

115,500

140.000

105.000

120.000

900,000

238th Avenue/Halsey Street Intersection 376,531
Add left and right turn lanes and install new traffic signal; new sidewalks, bike lanes 
and street lights.

US26/Orient Drive Safety/Congestion Project
Rebuild intersections of US 26/Orient Drive, US 26/Palmquist Road, and
US 26/Kane Road to urban standards with traffic signals, bike lanes and sidewalks.

UPRR Bridge Replacement (201st Avenue/I-84, and 223rd Avenue/I-84) 
Construct 2 new railroad bridges to accommodate 44 feet of pavement width, 
including bike lanes and sidewalks.

Halsey Street Enhancements (223rd Ave. to Columbia Hwy)
Project would add a center turn lane or landscape median, and curbs, gutters, 
drainage, lighting, sidewalk and bike lanes with landscaping the entire length.

Glencoe Road (Lincoln Street to Evergreen)
Widen to 3 lanes, with bike lanes and sidewalks.

Walker Road (Westfield Avenue to Murray Boulevard)
Widen to 3 lanes, with bike lanes and sidewalks.

Cornell Road (Bethany Boulevard to 179th Avenue)
Widen to 5 lanes, with bike lanes and sidewalks.

Murray Boulevard Overpass 
(Terman Road to Millikan Way)
Widen 2 lane overpass to 4 lanes, with bike lanes

751,100

1.742.000

4.448.000

3.116.000

1.611.000

2.722.000

4.201.000
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Henry Street Eastward Extension 
(Cedar Hills Boulevard to Mill Street)
Two lane cross-section with bike lanes and wide sidewalks.

1,229,233

Mill Avenue Southern Extension
(Canyon Road to Farmington Road/Downtown grid)
Two lane cross-section with bike lanes and sidewalks; protected crossing at 
SPUR tracks; new signalized intersection with Farmington Road.

Mill Avenue/Henry Street LRT Connection
(Beaverton Central LRT Station to Canyon RoadAVatson Avenue)
Lane cross-section with bike lanes and sidewalks to provide access between LRT 
station and surrounding street network.

1,740,665

Heather Street Connection
(Mt. View Lane, Cornelius to East City Limits, Forest Grove)
Two lanes with sidewalks to connect Cornelius and Forest Grove parallel to TV 
Highway.

358,900

NE 28th Avenue Improvement (North of Grant Street to East Main Street) 
Reconstruct existing 2 lane roadway to 3 lanes with bike lanes, curbs, and sidewalks.

124th Avenue/99W/Tualatin Road Intersection 
Shift the location of existing Highway 99W/Tualatin Road intersection 
approximately 400 feet southwesterly, continuing bicycle and pedestrian facilities and 
combine/relocate accesses.

Greenburg/Mapleleaf Improvements (Locust Street to Highway 217 ramp) 
Add northbound left turn lane at Washington Square Road, and a right turn lane 
to the northbound off-ramp.

358,900

Barnes Signal Interconnect (Suntek to Miller)
Portions of interconnect already exist but additional conduit, wiring, and upgraded 
controller software are needed.

18,000

Murray North Signal Interconnect (Highway 26 to Cornell Road) 
Interconnect signals; placement of master controller, conduit and 
development of signal system timing plans.

9,000

Murray South Signal Interconnect (Farmington to Millikan Avenue)
Install a master controller, an interconnect, and develop coordinated signal timing 
plans.

31,000

Scholls Ferry Signal Interconnect (Nimbus Drive to Highway 217) 
Interconnect Washington County signal system along Scholls Ferry Road with 
ODOT signals at Highway 217.

31,000

1,126,946

f
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PRXl SE Water Avenue Extension 1,600,000
(SE Water Avenue at Clay to SE Division Place at 4th Avenue)
Three lane facility with bike lanes and sidewalks; industrial access arterial with 
connections to local streets and regional highway network.

PRX2 SE Tacoma Street (SE 28th Avenue to SE 32nd Avenue) 553,000
Two travel lanes, bike lanes, curbs, sidewalks, storm drainage, improved street 
lighting and street trees.

PRX3 SE Foster Road Realignment (162nd Avenue to Jenne Road) 2,112,900
Realign 2 lane roadway, provide for left turn lanes, and add bike lanes and sidewalks.

PRXt4 Multnomah/Garden Home Intersection Improvement 785,100
Realign east leg of the intersection, install sidewalks and bike lanes to match 
improvements to the west of 71 st Avenue, and signalize the intersection.

PRXt5 ITS Program - Portland 1,884,000
Includes 4 components; Central Computer Traffic Control/Signal Timing Program,
Transit Signal Priority, Congestion Management Monitoring/Surveillance, and 
Traffic Signal Preservations.

ORXtl Arterial Signal Optimization Projects 830,000
Includes a number of projects that are part of the ATMS Implementation Plan, 
including:
•SE Division Street (SE 60th Avenue to SE 174th Avenue)
•NE Sandy Blvd. (E. Burnside Street to 82nd Avenue)
•SE Powell Blvd. (SE 11th Avenue to SE 98th Avenue)
•SE Division Street (SE 182nd Avenue to SE 257th Avenue)
•SE 181st Avenue (1-84 to Powell Blvd.)
•TV Highway (Beaverton City Limits to Baseline Rd)

ORXt2 ATMS Pilot Program: 1-5 Tow Service Patrol 90,000
(Marquam Bridge to Wilsonville)
Demonstration program to reduce incident detection and response times, promptly 
removing disabled and accident vehiclfcs.

ORXt3 US 26 Throughway Enhancement 202,000
A TSO project with the intent to improve a bottle-neck location, lane embalance and 
correct geometric conditions that exist today.

ORXt4 1-205 Ramp Metering 1,795,000
Retrofit ramp meters and the communication system at each entrance location, 
except freeway to freeway connections on 1-205.

ORXt5 1-5 Southbound at Front Avenue Ramp Metering 90,000
Retrofit ramp meters and the communication system at each entrance location.
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ORXt6 1-5 & 1-84 Connection Ramp Metering
Retrofit ramp meters and the communication system at each entrance location.

ORXt7 Motorist Info. System; Telephone System
Telephone System TrafiQc Report to provide pre-trip and enroute, real-time trafiQc 
conditions; information of incidents, road conditions and alternative routes.

ORXtS Oregon 43 Traffic Signal Improvement 1,122,000
Coordinate signal operations; control fi-om a remote location; monitoring and fault 
reporting.

449,000

45,000

Total $60,243,274
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Transit

TTRl Fastlink - Northwest Corridor
The proposed Fastlink northwest corridor would connect the CBD and the high 
density Northwest Portland Neighborhood with key regional attractors such as 
Civic Stadium, Westside LRT, Good Samaritan Hospital, and the retail center along 

. NW 23rd Avenue.

1,640,000

TTRl Fastlink - Eastside
Fastlink is transit service designed to provide frequent and fast transit service in 
corridors linking regional centers, town centers and main streets. The proposed 
Southeast Corridor would connect the CBD and 82nd Avenue along one of the high 
activity eastside corridors like Hawthorne, Belmont or Division Street.

1,678,372

Total $3,318,372
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Transit Oriented Development (TOD)

MTODl Civic Neighborhood - Station Plaza
The Station Plaza is part of the Gresham Civic Neighborhood Transit Centered 
Development Plan. The plaza will be the focal point for light rail, pedestrian 
friendly streets, and shopping. It will include street trees, pedestrian scaled street 
lights, seating, planters and other transit oriented furnishings.

MTOD2 Civic Neighborhood - LRT Station
The station will be located immediately west of the grade track crossing near the 
central north-south collector (Burnside to Division). This location will put the 
majority of the Civic Neighborhood within a five minute walk of a MAX station. 
Mixed use development is plaimed surroimd the station.

MTOD3 Civic Neighborhood- Central-NS-Collector
North-South Collector from Burnside to Division (Length = 2,450'). It will function 
as the main point of access and egress between the Civic Neighborhood and Division 
and Burnside. It will also function as the main pedestrian link in the western half of 
the neighborhood.

n

960,000

2,180,000

1,844,000

TTODl Millikian Way Purchase and Development
Proposal to improve SW Millikian Way from SW Murray Boulevard to SW Hocken 
Street from a two-lane private roadway to a three-lane public facility, with sidewalks 
and bike paths.

2,480,000

WTODl Ground Floor Retail at Jail
This proposal would fund ground level retail within the new Criminal Justice 
Facility in central Hillsboro.

WTOD2 Beaverton Creek Master Plan
122 acres of integrated development centered on the Beaverton Creek Station of the 
West Side LRT, adjacent to Nike and Tektronix campuses between 153rd, Murray 
Boulevard, and Jenkins Road.

METTODl TOD Implementation Program
This proposal will provide $7.0 milhon for a Regional Revolving Fund to acquire 
property at key areas immediately adjacent to a transit station for the purpose of 
TOD implementation and/or to make other public investments (site preparation 
and site improvements) in a TOD project that encourage TOD implementation.

Total

1,000,000

2,220,544

2,229,468

$17,684,544
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TTDMl

TTDM2

PTDMl

PTDM2

ETDMl

PtTDMl

Transportation Demand Management (TDM)

Regional Transportation Demand Management 
This request is for funds to continue and enhance the region's TDM service, 
through FY 1999. Services include carpool matching, emergency ride home, 
employer outreach, etc.

1,077,000

1,007,100Regional Center Management Association
This proposal is to fund Regional Center Management Associations (RCMA) in 
Gresham, Hillsboro, Oregon City and Milwaukie for three years. The goals of the 
RCMA are to coordinate business, citizen and government efforts to transform these 
areas into regional centers by formulating and implementing strategic action plans; 
aiding implementation of existing downtown plans, and managing area transportation 
system. The cities, in partnership with their downtown associations and/or chambers of 
commerce, have agreed to provide matching funds. Livable Oregon, Inc. will help form the 
RCMAs, offering training and technical assistance.

Central City TMA 300,000
The proposal is to fund the creation of TMAs in the Portland Central city business 
districts, including the Central Eastside Industrial District The TMAs would develop 
TDM programs and strategies for employers in these more densely populated 
employment centers.

Central City Vanpool Program 120,000
This would be a demonstration vanpool program aimed at providing an alternative to 
the single occupant vehicle in the Central City Business Districts (ie.. Central 
Eastside Industrial Area, the Lloyd District and other industrial sites and universities).
The program is recommended in the Central City Transportation Management Plan 
(CCTMP).

Portland Area Telecommuting Project 400,000
This proposal requests funding to expand the scope and duration of the Portland 
Area Telecommuting Project. Key elements include:
(1) expanding the number of Metropolitan area employers by providing 

information, technical assistance and training;
(2) establishing a telework center at possibly two locations; and
(3) expanding monitoring and evaluation activity.

Swan Island Transportation Management Association 150,000
Funds to formalize and expand the Swan Island Transportation Management 
Association and provide operating fimds for 2 years.

Total S3,054,100



CBl

CB2

CBS

CB4

MBl

MB 2

WBl

WB2

WB3

PBl

PB2

2040 Implementation Program
Page 10

Bicycle Projects

Clackamas County: Clackamas Town Center East-West Connector $915,000
Construct a multi-use path from connecting North Clackamas Park and Clackamas 
Town Center. Project improves access in a regional center area.

Oackamas County: SE 82nd Drive Bikeway 80,000
Construct bike lanes on SE 82nd Drive from Highway 212/224 to Jennifer Street.

Oackamas County: Linwood Avenue Bikeway 208,000
Construct bike lanes on Linwood Avenue from King Road to Johnson Creek 
Boulevard. Project will provide a missing bikeway link in a regional center.

Oackamas County: Carmen Drive Bikeway 540,000
Consfruct bike lanes on Carmen Drive from 1-5 to Quarry Road. Provides improved 
bicycle access in a town center area.

Multnomah County: Hawthorne Bridge Sidewalk Widening 1,755,000
Reconstruct and widen sidewalks on the Hawthorne Bridge main span. Project will 
relieve severe congestion problem for bicycles and pedestrians arid improve safety for 
both modes. Project will complete a link for several bikeways from inner 
neighborhoods to the central city.

Multnomah County: Hogan Road Bikeway 87,500
Widen road to provide shoulder bikeways along Hogan Road from Powell Boulevard to 
Palmquist Road.

Washington County: Walker Road Bikeway Improvement 296,000
Construct bike lanes on Walker Road from 173rd to 185th Street. The project would 
complete a bikeway from Cedar Hills to 185th Street and provide access to a town center.

Washington County: Bethany Bike Lanes 410,000
Project provides bike lanes from West Union Avenue to Highway 26; the project will 
provide connections to a town center.

Washington County: 170th Avenue Bikeways 
Project provides sidewalks on one side and bike lanes on 170th Avenue from 
Alexander to Westside LRT alignment. The project will provide access to an LRT 
station.

City of Portland: Gateway and Hollywood Bike to Transit
Provide bike lanes and bike boulevards on several streets providing access to
Hollywood and Gateway town and regional centers/LRT stations.

City of Portland: Burnside Bridge Waterfront Park Ramp
Project will construct a multi-use ramp from the Burnside Bridge to Waterfront Park.
The project will improve bicycle and pedestrian access in a regional center.

1,259,000

400,000

856,000

% J
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PB3 City of Portland: Burnside Bridge Eastside Esplanade Ramp 856,000
Project will construct a multi-use ramp from the Burnside Bridge to the Eastside 
Esplanade, providing bicycle and pedestrian access in a central city.

PB4 City of Portland: Sellwood Bridge Access Connection 128,000
Construct ramps from the Sellwood Bridge to the planned Oaks Park Access road to 
provide improved bicycle and pedestrian access to the Sellwood Bridge. The project 
would improve access across the river in the central city.

OBI ODOT: SW Beaverton-Hillsdale Highway Bicycle Lanes and Sidewalks 460,000
Section A. Construct bicycle lanes and sidewalks from SW 65th Street to Scholls 
Ferry Road to improve access to the central city.

OB2 ODOT: SWBarbur Boulevard Bicycle Lanes and Sidewalks 2,300,000
Construct bicycle lanes and sidewalks from Terwilliger Boulevard to Multnomah 
Boulevard to improve access to the central city.

OB3 ODOT: SW Beaverton-Hillsdale Highway Bicycle Lanes and Sidewalks 4,400,000
Section B. Construct bicycle lanes and sidewalks from Scholls Ferry Road to 
Highway 217. Project will provide access in a Central City/Regional Center area.

OB4 ODOT: Hall Boulevard Bicycle and Pedestrian Project 800,000
Construct bicycle lanes and sidewalks on Hall Boulevard from Oak Street to Pacific 
Highway. The project will improve access to a Regional Center.

OB5 ODOT: 1-205 Multi-Use Trial Intersection Improvements 196,000
Improve several street crossing along the 1-205 trail to improve bicycle access on a 
major regional trail providing access to several regional centers.

OB6 ODOT: SW Barbur Boulevard Bicycle Lanes and Sidewalks 1,440,000
Construct bicycle lanes and sidewalks on Barbur Boulevard from SW Hamilton 
Street to SW Front Street. The project will provide a missing link in bicycle and 
pedestrian access to the Central City.

Total 517,386,500
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Pedestrian Projects

City of Oregon City, Sidewalks on Warner Parrot and Telford Roads 255,000
Install sidewalks on north side of Warner Parrot Road between Linn Avenue and 
South End Road to serve local schools, commercial and residential and complement 
sidewalks on the south side. Install sidewalks on one side ofTelford Road between 
Center Street and Davis.

City of Lake Oswego: Pathway Adjacent to Greentree Road 64,000
Construct a 685 foot link from an existing pathway to South Shore Blvd.

City of Lake Oswego: Pathway Along Glenmorrie Road 8,500
Construct a 250 foot pedestrian pathway from Chapin and Green Bluff Road.

City of Lake Oswego: Pathway Along A Avenue 7,200
Construct a 150 foot pedestrian pathway between 9th and 10th.

City of Lake Oswego: Pathway Along Carman Drive 64,000
Construct an 1800 foot pathway from Meadows Road to Waluga Drive.

City of Lake Oswego: Pathway Along Upper Drive 68,000
Construct a 1650 foot pathway between Reese and Bryant Roads.

City of Milwaukie: 17th Avenue Multi-Modal Project 494,000
Remove and reconstruct sidewalks and provide bike lanes along SE 17th Avenue 
from Lava Drive to Ochoco Street. Project will improve bicycle and pedestrian access 
to a regional center.

Multnomah County: Division Street Bikeway/Pedestrian Improvements 180,000
Acquire additional right-of-way and construct sidewalks along SE Division Street 
from 202nd to 212th Avenue. Project will provide sidewalks and bike lanes on a 
major arterial street providing access to a regional center.

Multnomah County: Sidewalks on Various Arterial Streets 180,000
Construct sidewalks on various improved arterial streets in East Multnomah 
County/Gresham. Projects will provide connections near and within a regional 
center.

f

MP3

MP4

City of Gresham: Sidewalks on Various Collector Streets 141,000
Construct sidewalks on several collector streets to complete missing links in the local 
pedestrian system and provide connections to a regional center, transit and the 
Springwater Trail.

City of Gresham: Pedestrian to Max Capital Program Phase II 
Construct sidewalks, signals and other pedestrian amenities to enhance access 
around Central Gresham light rail stations.

481,000
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City of Gresham: Springwater Trail Bicycie/Pedestrian Access Improvements 500,000 
Construct bike lanes and sidewalks on several local streets providing access to the 
Springwater Trail.

Oty of Forest Grove: Pacific Avenue Pedestrian/Bikeway 102,000
Constmct curb, sidewalk and bike lanes along the south side of Pacific Avenue fi'om 
Hawthorne Street to Quince Street Project will provide pedestrian access 
along a main street and bus corridor.

City of Forest Grove: 19th Street Sidewalk Improvement Project 225,000
Repair existing sidewalk and constmct new sidewalk along 19th Street from B Street 
to Hawthorne Street Project will improve pedestrian access in a town center.

City of Hillsboro: Downtown Hillsboro Pedestrian Improvements 250,000
Reconstmct downtown sidewalks to provide intersection bulb outs, curb ramps, 
fighting and pedestrian amenities. Project will improve access in a regional center.

PPl Oty of Portland: SW Capitol Highway Pedestrian Crossing Signals 
Realign the driveway to Wilson High School and provide two pedestrian activated 
signals to provide safe crossing of SW Capitol Highway providing access to transit 
in a town center.

1,120,000

PP2 City of Portland: S£ Hawthorne Boulevard Pedestrian Improvements 400,000
Project will design and constmct pedestrian crossing and amenities on SE Hawthorne 
Boulevard from SE 32nd to 39th Street The project will enhance pedestrian access 
along a main street and bus corridor.

PP3 City of Portland: SE Woodstock Pedestrian Improvements 200,000
Design and constmct median islands, curb extensions and other improvements to 
improve pedestrian access and crossing on SE Woodstock between SE 39th and 
SE 49th. Project will enhance pedestrian access along a main street and bus corridor.

PP4 City of Portland: Wildwood Trial Pedestrian Bridge 280,000
Constmct a pedestrian bridge for the Wildwood Trail across West Burnside Street.
Project would improve safety for users of the Wildwood Trail.

PP5 City of Portland: BroadwayAVeidler Bicycle/Pedestrian Improvements 2,500,000
(Phase 1) Reconfigure BroadwayAVeidler within the existing right-of-way from 
NE 9th to NE 16th Avenue to provide bicycle lanes and enhanced pedestrian access.
The project includes wider sidewalks, transit amenities and intersection bulb outs to 
reduce crossing distances. Improvements will provide bicycle access and improve 
pedestrian access in the central city.

PP6 City of Portland: NE 33rd-NE Broadway to Columbia Boulevard 280,000
Constmct various traffic calming measures and pedestrian facilities along NE 33rd 
Avenue from NE Broadway to NE Columbia Boulevard. The project will enhance 
pedestrian access to a town center.
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City of Portland: Lents Pedestrian and Bicycle Enhancement Project 1,000,000
Provide pedestrian and bicycle improvements onlhe.SE FosterAVoodstock couplet 
from SE 87th to SE 103rd Avenue. Specific projects to be selected by June 1995.
This project would enhance bicycle and pedestrian access in a town center.

City of Portland: Cully Boulevard Bicycle and Pedestrian Improvements 1,680,000 
Provide bicycle and pedestrieui access on Cully Boulevard from Killingsworth Street 
to Prescott Street to improve access to a town center.

ODOT: Canyon Road Sidewalks
Construct sidewalks on Canyon Road from SW 110th to SW Campbell Drive. 
Project will provide pedestrian access to a regional center.

371,000

ODOT: McLoughlin Boulevard Sidewalks 2,400,000
Construct and replace sidewalks on McLoughlin Boulevard for Harrison Street in 
Milwaukie to the Oregon city Shopping Center. Project provides access between 
two regional centers.

Total $13,250,700
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Miscellaneous Projects

MISCl City of Portland: Lovejoy Ramp Replacement PE 1,054,000
Preliminary engineering for removal of the existing Lovejoy Ramp and construction 
of a new shorter ramp to the Broadway Bridge to encourage development of the 
River District section of the Central City. Estimated construction cost for the project 
is $11.8 million.

MISCl

MISC3

MISC4

City of Portland: N£ 12th Avenue Banfield Bridge Seismic Retrofit 
Project will modify the bridge to provent the bridge deck, beams and girders from 
separating from the supports in the event of a moderate earthquake.

312,000

Port of Portland: Alternative Fuel Buses for PDX 825,000
Replace existing PDX shuttle fleet used to provide access from economy. Long-term 
and employee parking to the terminal area.

City of Oregon City: High Speed Rail Improvements
Develop projects to support future high speed rail stop in Oregon City.

500,000

Total $2,462,000
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Freight Projects

250,000

897,000

PFl City of Portland: N/NE Columbia Boulevard Improvements
Signal interconnection system on Columbia Boulevard from Rivergate to 1-205 and 
preliminary engineering for most promising alternatives for cross-overs between 
1-205 and 1-5. Project will improve freight traffic flow in an industrial sanctuary.

PFl City of Portland, Port of Portland: Columbia/N. Lombard Overcrossing PE 
Preliminary engineering for overcrossing Columbia Boulevard at N. Lombard to 
grade separate the facilities. Project will improve truck access in an industrial 
sanctuary, estimated construction cost for the project is $15 million.

City of Portland, Port of Portland: Columbia Blvd. N. Burgard Intersection 886,000 
Reconstruct and signalize intersection of Columbia Boulevard and N. Burgard Street 
to improve access and increase safety.

Portland of Portland Marine Drive Modernization to Terminal Six Entrance 2,400,000 
Expand N. Marine Drive from 3 to 5 lanes with bike lanes for 12,350 feet from the 
end of the new section to the Terminal Six entrance. Project will improve safety and 
access for freight within an industrial sanctuary.

PF5 NE 148th Avenue Reconstruction (NE Marine Drive to NE Sandy Blvd.) 2,963r300 
Reconstruct substandard 2 lane farm road to handle existing and future truck trafQc; 
add continuous left turn lane, bike lanes and sidewalks.

PF6 Lower Albina Overcrossing
(N. Interstate to N. Lewis/N. Loring/N. Tillamook)
Ehminate a series of at-grade crossings ion the N. Albina Industrial District 
adjacent to the Union Pacific Rail Yards. Provide overpass with sidings, and 
secondary improvements to local streets and N. Interstate.

4,000,000

Total $10,510,300
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Studies

Metro Transportation Planning
Fund Metro Regional Transportation Planning activites including:

* Meeting ISTEA/Rule 12 mandates
* Commodity flow modelling
* General technical assistance
* Westside Station Area Planning

1,958,000

1,050,000

340.000

150.000

418.000

PDC Transit Station Area Development Opportunity Strategy 361,000
Develop strategies and analysis to implement mixed-use development in transit 
station areas. Project will develop examples of complete projects including concept 
design, market research and financial analysis.

Qty of Portland StarkAVashington Corridor Study 360,000
Develop preliminary engiimeering for signal and pedestrian improvements to improve 
trafiSc flow and increase pedestrian safety and access.

54 ODOT I-5/Hwy 217 Subarea Transportation Plan 50,000
Continue to develop a regional subarea plan to address transportation needs 
at the 1-5/217 Interchange.

55 Tri-Met Transit Finance Task Force 400,000
Estabhsh a blue-rilbbon task force to review plans for transit expansion, assess 
performance of the existing system, measure community attitiudes, examine options
for new funding and prepare a package of reccomendations with pubhc input.

56 Port of Portland Commodity Flow Analysis Refinement 45,000
Refine commodity flow analysis model developed by Metro and the Port of Portland 
with better defined variables and forecasts.

S7

S8

City of Lake Oswego Transit Center Relocation Study 45,000
Study alternative locations for the Lake Oswego transit center to relieve parking 
pressure on adjacent neighborhoods.

CorneliusTualatin Valley Highway Corridor Enhancement 60,000
(4th Avenue to 26th Avenue) Enhance traffic control and circulation.

S9 W. Burnside Redevelopment (Burnside Bridge to NW 23rd Avenue) 950,000
Rebuild Burnside between bridge and NW 23rd Avenue to reduce structural/ 
functional obstacles to pedestrians and bicychsts; special attention to urban design 
and intersection treatments which enhance the continuity of the Transit Mall and the 
Park Blocks.

SIO City of Portland: Capitol Highway Multi-Modal Improvements 200,000
(Preliminary Engineering) Project will conduct project development and prehminary 
engineering for several projects to improve bicycle and pedestrian access along 
SWCapitol Highway.
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Portland Traction Company Right-of-Way Trail/Project Issues/PE 
Research issues to be addressed in order to develop a 7 mile bike/pedestrian trail 
running roughly parallel to the Willamette River from downtown Milwaukie to the 
City of Gladstone.

180,000

Oackamette Cove Master Plan
This site was identified in the Tier 1 Final Recommendation Report as a regionally 
sigmficant area for TOD development. The proposal is to fund the plan to develop the 
entire lagoon area known aS the "Clackamette Cove."

75,000

Total S4.684.000



5TP REGiONAl.RESERVE FUNDiNG REQUES TSUMMARY

Jurisdiction Roadway Roadway Transit TOD TDM Bike Pedestrian Freiqht Studies Misc. Total

$25,089,300

$18,970,600

$29,453,244

$32,866,495

$9,666,372

$400,000

$17,932,000

$3,958,000

$3,420,000

$146,755,011

Preservation Expansion

Clackamas Co. $1,928.200 $18,577,999 $1.743,000 $960,700 $300,000 $500,000

Multnomah Co. $5,915,300 $7,317,631 $4,984,000 $1,842,500 $1,482,000

Washinoton Co. $22,789,644 $3,220,544 $1.965,000 $577,000 $60,000

City of Portland $2,368,720 $6,935,000 $420,000 $2,240,000 $7,460,000 $8,110,300 $1,871,000 $1,137,000

Tri-Met $3,318,372 $2,480,000 $2,084,100 $400,000

ODOE $400,000

ODOT $4,623,000 $9,596,000 $2,771.000 $50,000

Metro $7,000,000 $1,958,000

Port of Portland $150,000 $2,400,000 $45,000 $825,000

Total $10 212 220 $60,243,274 $3,318,372 $17,684,544 $3,054,100 $17,386 500 $13 250 700 $10,510,300 $4,634,000 $2,462,000

Metro: 4/7/95



ROADWAY PRESERVATION PROJECTS

AQ'CY MODE PROJ

NO,:'
PROJECT

NAME
TOTAL 

:'i «COME

PAVEMENT CONdfTION ACCBENT FACTOR 2M0

SUPPORT
FACTOR LMK

COST/BCfffiFlT FACTOR ttULTt-MODAL FACTOR FUNDS

REO. TOTAL

SCAl£ SCALE ACCDENT SCALE SCALE 201S PROJECT $/vmT SCALE FEO 8kE PEO TRAWSfT
1800 2002 RATE > 12AH= 20 HGhs 25 wr COST SYSSEfC BEfCFIT BENEFIT

FAR: 15 FAR = 0 IX-I24H = 10 MEDIUM : 10 LOWS*: IS COaRLET helps=s E>JSTX}SYS: S
POOR * 8 POOR = 6 <10OK - 0 LOW s 0 IC0»s 8 EXTEI®S= NAsO 2040 SYS13

VERY POOR = 0 VERY POOR s 10 ISOLATED HrCERSs-S OTVCRsO

:: : PftWW

M RP 1 Hawthorne Bridqe Deck Stucture 85 15 10 * 20 25 17250 $5,750,000 $17 0 5 5 5 15 $5,159,200 $5,159,200
C RP 1 Kruse Way Reconstr (Boones Ferry Rd.-Bangy Rd.) 68 8 10 * 10 10 44000 $1,370,000 $2 16 5 5 5 IS $1,229,200 $6,388,400
C RP 2 Lake Road Preservat'n(SE 21st Ave. to Oatfield Rd. 66 8 10 * 0 25 3250 $779,000 $12 8 5 5 5 IS $699,000 $7,087,400
p RP 1 SW Front Ave (NW Everett St to SW Harrison St.) 63 8 5 * 10 25 * $2,960,900 $148,045 0 5 5 5 15 $2,368,720 $9,456,120
M RP 2 NE Hood Street (Division St. to Powell Blvd.) 66 8 10 * 0 25 2380 $893,400 $19 0 3 5 5 13 $453,200 $9,909,320
M RP 3 NE Fifth Street (Main St. to Cleveland Ave.) 56 0 10 0 25 2380 $605,746 $13 8 3 5 5 13 $302,900 $10,212,220



ROADWAY EXPANSION PROJECTS

AO'CY MODF PROJ TOTAi. VOLUME TQ CAPACITY PJ8CTO ACCIDENT FACTOR : 2CM0:: :: COSTIBENEFIT FACTOR MULTI-MODAL FACTOR:: REQUESTED CUMMULATIV

:PACTO«;;
TpTAL

(CALI ICALI M1IV/C ACCIOiKT bcak BCMB VHO VHP MLAY MIOJBCr t/VHO acAu MD.BIKB no TBAMtrT
ttM X01I MT1 > 134% • 20 29 Ml* M1B OBLTA COtT (20 yf Bvcawaarr ••NVir aaMTiT

>1 0 • 19 >1 0> to 100 -124% • to MEtWJU • 13 COMMTD BUILD (COM/% yl) Mtnuantd LOW$S« 19 COM>LETES*9 ttLPS* 9 EMST-CSYS* 9
09-1 * t 0 9-1 • 9 <100%* 0 LOW • 0 (■•t («•» MnM) MEoas* • EKTENOS* 3 KM 0 2M0 SYS* 3 •::::T(StAL::>:
<09*0 < 0.9 > 0 urgni) Orgets) H$$ • 0 SOLATEO* 0 >W0ERS<-9 OT»€R> 0

■fmn ■ POPtS:-’:-

1 C RX 2 SunnvsKle Road (Sunnvbrook to 122nd Ave.) 100 1.01 16 10 1.78 29 20 26 116.66 654 51.26 $10,500,000 $10,242 16 5 5 5 16 $6,000,000 $6,000,000

2 w RXt 14 Murray S. SIq. intercon (Farmington - Millikan Ave.) 90 1.08 16 10 1.27 3.55/1.89 20 25 21.82 22.64 •0.82 $35,000 ($2,134) -16 0 0 5 6 $31,000 $6,031,000

3 M RXl 1 238th Ave./Halsey St. Intersection 88 1.41 16 10 1.17 • 20 13 5.77 3.36 241 $419,650 $8,706 16 5 5 6 16 $376,531 $6,407,531

4 W RX 10 124th Ave/99W/Tualatin Rd. Intersection 88 1.01 16 10 1.43 9.56 20 25 8.72 283 3.79 $5,000,000 $65,963 8 5 6 0 10 $4,486,000 $10,893,531

5 P RXt 2 Multnomah/Garden Home Intersection Improvement 86 16 10 5.74 20 13 6.17 0 6.17 $875,000 $7,091 16 5 6 3 13 $785,100 $11,678,631

6 w RXt 15 Scholls Ferry Siq. Intercon (Nimbus Dr to Hvvy. 217) 83 0.82 8 10 1.05 3.79/1.89 20 25 2.44 1.79 0.65 $35,000 $2,692 16 0 0 5 6 $31,C00 $11,709,631

7 0 RXl 6 1-5 Southbound at Front Ave. Ramp Metering 83 • 16 10 20 25 0 $100,000 $100,000 8 0 0 6 5 $90,000 $11,799,631

8 w RXt 11 Greenburq/Mapleleaf (Locust St. to Hvvy. 217 ramp) 78 0.81 8 6 0.98 • 20 26 17 10 7 $400,000 $2,857 16 0 0 5 5 $358,900 $12,158,531

9 w RXl 13 Murray N Skj. Intercon. (Hwy. 26 to Cornell Rd.) 78 1.55 16 10 1.78 e.03h.89 20 13 52.1 51.19 0.81 $10,000 $549 16 0 0 5 6 $9,000 $12,167,531

10 c RXt 12 Hwy. 43/Willamette Falls Drive Traffic Signal- 76 1.13 16 10 1.70 5.07 20 13 • 0 $165,000 $165,000 8 0 5 5 10 $115,500 $12,283,031

11 c RXl 7 Johnson Cr. Blvd. - Ph. II (SE 35th - SE 45th St) 76 1.33 16 10 1.29 • 10 13 18.67 11.98 7.69 $1,418,000 $9,220 16 3 5 5 13 $1,272,301 $13,555,331

12 0 RXl Arterial Signal Optimization Projects 76 1.09 16 10 1.19 14 16.4 275.2 266.19 9.01 $825,000 $5,133 16 0 0 5 5 $830,000 $14,385,331
SE Division St. (SE 60th Ave, to SE 257th Ave.) toe IS 10 117 COP LIST 20 19 n.B. n.a. n.a. 0 0 5 6

NE Sandy Blvd. (E. Burnside St to 82nd Ave.) too IS 10 1.14 COP LIST 20 10 n.a. n.a. n.a. 0 0 5 5

SE 181st Ave. (l-84/Burnside to Powell Blvd.) 102 IS 10 177 HO DAI4 10 2S n.a. n.a. n.a. 0 0 5 6

SE Powell Blvd (SE 11th Ave to SE 98th Ave.) 114 IS 10 170 5.18/3.55 20 0 n.a. n.a. n.a. 0 0 5 5

TV Highway (Beaverton City Limits to Baseline Rd) 114 IS 10 173 2.96/3.55 0 19 n.a. n.a. n.a. 0 0 5 6
13 0 RXt e I-5 & 1-84 Connection Ramp Metering 76 16 10 20 26 0 0 0 $500,000 $500,000 0 0 0 5 6 $449,000 $14,834,331

14 p RXt 3 ITS Program - Portland** 74 1.02 16 10 1.06 cop kst 10 19 68.54 62.56 5.78 $1,000,000 $8,651 16 0 0 5 6 $1,884,000 $18,718,331

15 0 RXt 4 1-205 Ramp Metering 70 16 10 0 25 939 931 8 $2,000,000 $12,500 16 0 0 5 6 $1,795,000 $18,513,331

10 w RXl 12 Barnes Signal intercon (Suntek to Miller) 68 1.35 16 10 1.36 2.27/1.89 10 13 29.08 19.44 8.64 $20,000 $104 16 0 0 5 6 $18,000 $18,531,331

17 c RX Oatfieid Road (Webster Rd. to 82nd Dr.) 66 1.18 16 10 1.20 • 10 13 462 2.98 1 64 $1,300,000 $39,634 8 0 5 5 10 $1,166,425 $19,697,756
18 c RXl 10 Hwy 43/McVey/Green Street Intersection 66 0.98 8 10 1.15 388 10 13 35.49 25.1 10.39 $1,282,500 $6,172 15 0 5 5 10 $1,150,723 $20,848,480

19 w RX 4 Murray Blvd. OXing (Terman Rd. to Millikan Wav) 66 1.04 16 10 1.88 .9/1.69 0 13 56 82 1.48 55.33 $4,682,000 $4,231 16 5 5 3 13 $4,201,000 $25,049,480
20 w RX Walker Road (Westfield Ave to Murray Blvd.) 64 0.93 8 10 1.07 218 10 13 18.16 13.89 627 $1,796,000 $17,040 8 5 5 5 15 $1,611,000 $26,660,480

21 w RX Glencoe Road (Lincoln St to Evergreen) 63 0.48 0 0 0.88 3.28/1.69 20 25 3.71 0.45 3.26 $3,472,000 $53,252 8 5 5 0 10 $3,116,000 $29,776,480
22 o RXt ATMS Pilot Program: 1-5 So. Tow Service Patrol 63 • * • 20 26 0 $100,000 $100,000 8 0 0 0 0 $90,000 $29,866,480

23 p RX 2 SE Tacoma Street (SE 28th Ave. to SE 32nd Ave.) 63 1.3 16 10 1.02 0 13 3 2.93 0.07 $553,000 $395,000 0 5 5 5 16 $553,000 $30,419,480

24 0 RXt a Ore. 43 Traffic Signal improvement 61 1.05 16 10 1.22 0 13 47.75 44.71 3.04 $1,250,000 $20,559 8 0 0 5 6 $1,122,000 $31,541,480

25 p RX SE Foster Road Realignment (162nd Ave. to Jenne Rd.) 48 0.82 0 10 1.17 • 0 13 3.42 0.84 2.58 $600,000 $11,628 16 5 5 0 10 $2,112,900 $33,654,380

20 M RXl UPRR Bridge Replace (201st Ave,/l-84 & 223rd Ave./l-84) 47 0.95 8 10 1.14 0 13 344 0 3.44 $1,941,000 $28,212 8 3 5 0 8 $1,941,000 $35,595,380

27 M RX Halsey St. Enhancements (223rd to Columbia Blvd) 46 0.45 0 10 1.05 * 0 13 2.26 0.14 2.14 $4,448,000 $103,925 8 5 5 5 16 $4,448,000 $40,043,380

20 c RXt 15 Hwy. 43/Jolie Point Traffic Signal 46 0.65 0 0 0.80 10.54 20 13 0 0 0 $120,000 $120,000 8 0 0 5 6 $94,000 $40,127,380

29 M RXt 2 US26/Orient Drive Safety/Congestion Prolect 43 0 10 428 10 13 • 0 $1,015,000 $1,015,000 0 5 5 0 10 $761,100 $40,878,480

30 P RX SE Water Ave. Ext. (SE Water (b. Clay to SE Dlvls'n PI. 0> 4th 41 0.76 0 6 0.90 0 26 0 0 0 $3,200,000 $3,200,000 0 3 5 3 11 $1,600,000 $42,476,480

31 W RX 3 Cornell Road (Bethany Blvd to 179th Ave.) 41 0.68 0 6 0.97 0.52 0 13 5 0 5 $3,023,000 $30,230 8 5 5 5 16 $2,712,000 $45,190,480

32 c RX 1 147th (N. of Sunnyside Rd.-142nd/5unnyside Rd.) 39 0.18 0 0 0.89 10 13 1.14 0 1.14 $750,000 $32,895 8 3 5 0 8 $375,000 $45,565,480

33 w RX 6 Mill Avenue S. Ext. (Canyon - Farmington) 38 0 0 Mb 0 25 0 $1,256,000 $1,256,000 0 3 5 5 13 $1,126,946 $46,692,426

34 0 RXt Motorist Info. System Telephone System 38 • • NA 26 0 $50,000 $50,000 8 0 0 5 6 $45,000 $46,737,426

35 w RX Mill Ave /Henry St. LRT Connect (Cent. BV Station - Canyon) 38 0 0 n/B 0 25 • 0 $1,940,000 $1,940,000 0 3 5 5 13 $1,740,665 $48,478,091

36 w RX 5 Henry Street E. Ext. (Cedar Hills Blvd. to Mill St.) 38 0 0 Mb 0 26 0 $1,370,000 $1,370,000 0 3 5 5 13 $1,229,233 $49,707,323
37 w RX 9 NE 28th Avenue (North of Grant St to E. Main St.) 37 0.78 0 6 1.16 • 0 13 11.62 8.7 4.92 $2,200,000 $22,358 8 3 5 3 11 $1,750,000 $51,457,323
38 c RXt 13 Hwy. 43/Failinq Street 34 0.54 0 0 0.66 2.73 0 13 0 0 0 $200,000 $200,000 8 3 t 6 13 $140,000 $51,597,323

39 0 RXl 3 US 26 Throuqhway Enhancement 33 • • 25 0 $250,000 $250,000 8 0 0 0 0 $202,000 $51,799,323

40 c RXt a Hwy. 43/Terwilliqer Intersection 33 0.77 0 6 0.96 1.25 0 13 0 0 0 $1,100,000 $1,100,000 0 5 5 5 16 $987,000 $52,786,323

41 c RXl 11 Hwy. 43/West "A" Street Realign & Signal 28 0.64 0 0 0.66 2i2 0 13 0 0 0 $1,220,000 $1,220,000 0 5 5 5 16 $1,094,645 $53,680,968

42 c RXl 14 Hwy, 43/Pimlico Street 26 0.66 0 0 0.91 352 0 13 0 $150,000 $150,000 8 0 0 5 6 $105,000 $53,985,968

43 c RXl 18 129th Ave. Imprvmn't (Happy Valley) 26 0.21 0 6 0.99 • 0 13 0 $1,000,000 $1,000,000 0 3 5 0 8 $1,000,000 $54,985,968

44 c RX 122nd Ave (Sunnyside Rd. to Hubbard Rd.) 20 0.43 0 10 1.07 0 0 2.79 3.14 -0.35 $4,610,000 ($658,571) 0 5 5 0 10 $3,227,000 $58,212,968

45 c RXt Abernethy Realign (Abernethy Rd. -Wash. St.) 16 • 0 6 ' 0 13 0 $1,253,000 $1,253,000 0 0 0 0 0 $554,000 $58,766,966

46 c RXt Hwy. 43/A Avenue intersection 18 0.62 0 0 0.62 1.57 0 13 0 $580,000 $580,000 0 0 0 5 6 $520,405 $59,287,373

47 w RX a Heather St. Connect (Mt. View Lane 18 0 0 Mb 0 13 0 $400,000 $400,000 0 0 5 0 6 $356,900 $59,646,273

48 c RX 4 92nd Ave. Reconstr (Idleman Rd. to Mult Co. Line) 6 0.22 0 0 0.80 0.9 0 0 0 0 0 $1,385,000 $1,385,000 0 0 5 0 6 $850,000 $60,496,273
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2015
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REDUCTION
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HIGH ■ 30
MEDIUM-15
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HIGH-25
MEDIUM-13

LOW - 0
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5/VMT SCALE

LOW $$ - 20 
MED $$ - 10

HI $5-0

SCALE

HIGH - 25
M»d -13
Low-0

POINTS POINTS ifiOINTS POINTS

T Transit 1 Fastlink - Northwest Corridor 100 5,013 4,100 913 100% 913 13,421 30 25 $2,050,000 13,421 $7.64 20 25 $1,640,000
T Transit 2 Fastiink - Eastside 90 5,948 4,930 1,018 100% 1,018 14,965 30 25 $2,748,322 14,965 $9.18 10 26 $1,678,372



TRANSIT ORIENTED DEVELOPMENT (TOD)
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HIGH « 25
MEDIUM « 1

LOW ■ 0

SCALE

HIGHS 25
MEDIUM B

LOW » 0

PROJECT VMT $/VMT SCALE
COST Reduced

LOW $$ ■ 1 
MED $$ • 8
Hi$$-0

Fours 10
<Four«0

100

ISiFTfS”
8.5 38 29.5 25

POINTS'

25

POWTS

2.477,186 11475 10.79 ......15

Plants x:

10 $2,229,468 2.229,4685 12 15 25

M TOD 3 Civic Neiqhborhood - Station Plaza 85 6 12 12 25 12 30 18 25
13

25
13

1.200.000 869 69.04 0
2 775 680 13984 9.92 15

10
10

$960,000
$2,220,544 3.420,544

W___ TOD 2 Beaverton Creek Master Plan 76 1
73 6 12 12 25 5.62 25 19.38 13 25 2,049,000 1336 76.68 0 10 $1,844,000 5,264,544

M TOD 4 Civic Neiqhborhood - LRT Station 73 6 12 12 25 8.74 25 16.26 13 25
25

2,721,000 1972 68.99 0
3 100 000 3121 49.66 8

10
10 $2,480,000 9.924.544

T
W

TOD
TOD

ij
7

Milikian Way Purchase and Development
Ground Floor Retail

69
56 12 12 0 0 0 13 13 13 25 1,102,750 1805 30.55 8 10 $1,000,000 10,924,544

* Metro TOD represents prototypical project in Gresham or Hillsboro. Cost reflect average of other TOD proposals.



TRANSPORTATION DEMAND MANAGEMENT (TDM)

AG Cf MODE PftOi
NO.

PROJECT
NAME

TOTAL
SCORE

MOPAL SHARE FACTOR 2040
iSUPPOR
FACTOR

CQST/BENEFIT FACTOR MULTI-MODAL
FACTOR

Funds
Requested

Funds
Requested

Cum.

2015
VEHICLE

TRIPS
REDUCED

VMT
AVOIDED
PER TRIP

TOTAL 2016
VMT

AVOIDED

SCALE

HIGH ■ 30
MED-16
LOW - 0

SCALE
HIGH- 25
MEDIUM
LOW - 0

TOTAL 2016
VMT

AVOIDED

PROJECT
COST

l/VMT SCALE

LOW $$ - 25
MED $S- 13 

HI 1$ - 0

#OF
OTHER
MODES
AIDED

SCALE

High-20 
Med-10
Low-0

POINTS points; POINTS POINTS

T TDM 1 Rftnional TDM Proaram 100 4645 5.1 47,379 30 26 47,379 1,435,600 $8 25 2 20 $1,077,000 $1,077,000

p TDM 2 85 1155 7.35 16,972 15 25 16,972 330,000 $4 25 2 20 $300,000 $1,377,000

T TDM 3 Reoional Center Mat. Assoc. 73 1087 4.98 10,827 16 25 10,826 1,237,000 $23 13 2 20 $1,007,100 $2,384,100

p TDM 4 Central Citv Vannool Proaram 60 160 16 5,936 0 25 5,936 132,000 $6 25 1 10 $120,000 $2,504,100

Port TDM 5 58 392 6.93 5,433 0 13 5,433 250,000 $9 25 2 20 $150,000 $2,654,100

E TDM 6 Portland Area Telecommutinq Project 48 330 8.5 5,610 0 25 5,610 440,000 $16 13 1 10 $400,000 $3,054,100



BIKE SYSTEM PROJECTS

AQ'CY WWW
NO NAME

TOTAV
vSCOftE:;

RE<aONAt
SVstfiM

CDNNECTMTV:

5A«TV 2949

FACTOR

COST>BENFRlT FACT ogmuiATWETQTAt

iMomps 20KTnPt DCiTA SCM.C

hGh= 15

hCOUM = 8
LOW=0

SCALE

COWPl£TES=30

EXTENDS = 10

ISOLATED=0

SCALE

HGHAOT(NA«ROW=10

High AOTANWe = S
LOW AOT=0

SCALE

YESsS

No s 0

SCALE

HGh=J6

MEOZ10

LOW = 0

PROJECT

COST (AfOidtd

VMT) KmSS^TS

Mrt»zl3

hiGhW-O

KWTS POKTS Request Cumulative

100 974 3080 2106 15 20 10 5 25 $1,950,000 3.704 $23.69 25 51,755,000 $1,755,000

88 SIS ■ 1663 1146 15 20 10 5 25 $1,800,000 2.019 $35.66 13 $1,440,000 $3,195,000

83 253 1499 1240 15 20 10 0 13 $370,000 2,191 $6.75 25 $296,000 $3,491,000

81 495 919 424 8 20 10 5 25 $500,000 746 $26.82 13 $400,000 $3,691,000

73 150 350 200 0 20 10 s 25 $245,000 352 $27.86 13 $196,000 $4,087,000

71 75 490 415 8 20 0 5 13 $99,900 730 $5.48 25 $80,000 $4,167,000

69 07 490 423 8 20 10 5 13 $510,000 744 $27.56 13 $410,000 $4,577,000

68 164 467 303 8 20 10 5 25 $3,300,000 533 $215.82 0 $2,300,000 $6,877,000

68 331 1015 684 8 20 10 5 25 $5,500,000 1,203 $182.89 0 $4,400,000 $11,277,000

68 46 150 104 0 20 10 0 13 $111,000 183 $23.92 25 $87,500 $11,364,500

68 92 434 342 8 20 10 5 25 $1,144,800 601 $76.07 0 $915,000 $12,279,500

61 333 1016 685 8 10 0 5 13 $160,000 1.205 $5.31 25 $128,000 $12,407,500

61 254 946 692 8 10 0 5 25 $1,070,000 1,217 $35.17 13 $856,000 $13,263,500

61 171 334 163 0 20 10 5 13 $259,875 287 $36.28 13 $208,000 $13,471,500

59 110 569 479 8 10 10 5 13 $1,574,000 842 $74.73 13 $1,259,000 $14,730,500

48 89 214 125 0 20 10 s 13 $575,000 220 $104.63 0 $460,000 $15,190,500

48 376 624 246 8 10 0 s 25 $1,070,000 436 $98.13 0 $856,000 $16,046,500

43 116 352 236 0 20 10 0 13 $1,000,000 415 $96.38 0 $800,000 $16,646,500

C B 4 Carmen Dr. Bikeway (Clack. Co.) ___ 41 96 271 175 0 10 5 0 13 $675,000 308 $87.73 13 $540,000 $17,386,500



PEDESTRIAN SYSTEM PROJECTS

A6CT MODE pnou
NO.

PROJECT
NAME

TOTM
SCONE

increase UDOALSHARf SAferv
FACTOR

2040
SUPPORT
FACTOR

COSTlBENEftT FACTOR MULTMiODAl
PACT!»?

CU««UtATW£C0CT8

POTENTIAL FOR SCALE

PEDESTRIAN TRIPS

HIGH = 15

(Basm on PMMtnan MED = 8
ErMrormental Factor) LOW = 0

PROJECTS IMPACT SCALE

ON PEDESTRIAN TRIP-MAKING

BASad on impoctonc* HIGH = 10

of proiact r«Miv« MED = 5
to land utaVdamidas LOW = 0

SCALE

EXTREME = 25

MODERATE* 13

N0rC*0

SCALE

HIGH* 25

MEDIUM* 13

LOW = 0

COST ANNUALIZED OF OTVCR POINT

COST POINTS LOW = 15

(=SDCFIT) MED $$ * 8

HI « = 0

«OF SCALE

OTVCR

MOOES 2* = 10

AIDED 1*5

REQUESTED TOTAL

2

POINTS

83

POINTS

15

POINT

5

POINTS

13

POINTS

25

POINTS

$113,000 $5,650 68 $83 15

POINT

2 10 $102,000 $102,000

80 16 10 25 26 $1,400,000 $70,000 80 $875 0 1 6 $1,120,000 $1,222,000

78 15 6 13 25 $250,000 $12,500 63 $198 IS 1 6 $200,000 $1,422,000

76 8 6 13 25 $229,000 $11,460 61 $188 IS 2 10 $180,000 $1,602,000

76 8 6 25 25 $413,000 $20,650 68 $304 8 1 s $371,000 $1,973,000

7 76 8 S 25 25 $618,000 $30,900 68 $454 8 1 5 $434,000 $2,467,000

2 73 8 6 25 25 $3,000,000 73 $2,055 0 2 10 $2,400,000 $4,867,000

73 IS 6 13 25 $252,450 $12,623 58 $218 15 0 0 $225,000 $5,092,000

73 IS S 13 25 $9,000 $450 58 $8 16 0 0 $7,200 $5,099,200

p 7 73 IS 10 13 25 $1,400,000 $70,000 73 $959 0 2 10 $1,000,000 $6,099,200

8 73 8 6 25 25 $2,100,000 ............. 73 $1,438 0 2 10 $1,680,000 $7,779,200

71 8 6 13 25 $224,400 $11,220 56 $200 1 6 1 B $180,000 $7,959,200

2 71 15 6 13 26 $500 OOO $25,000 63 $397 8 1 5 $400,000 $8,359,200

71 8 5 13 25 $282,746 $14,137 56 $252 IS 1 S $141,000 $8,500,200

71 16 6 13 25 $601,000 $30,050 63 $477 8 1 S $481,000 $8,981,200

68 15 5 13 25 $2 787,000 ••••—"" 68 $2,049 0 2 10 $2,500,000 $11,481,200

66 IS 0 13 25 $850,000 $42,600 58 $733 8 1 6 $250,000 $11,731,200

66 8 6 25 13 $86,000 $4,250 51 $83 16 0 0 $68,000 $11,799,200

56 8 6 13 25 $856,000 $42,750 56 $763 0 1 6 $500,000 $12,299,200

5 54 8 5 13 13 $80 000 $4,000 39 $103 16 0 0 $64,000 $12,363,200

5 54 IS 0 13 13 $350,000 $17,500 46 $380 8 1 5 $280,000 $12,643,200

p 1 47 8 5 13 13 $283,000 $14,150 39 $363 8 0 0 $255,000 $12,898,200

2 46 0 5 13 13 $80,000 $4,000 31 $129 16 0 0 $64,000 $12,962,200

C p 3 GlenmofTie Road Pedestrian Pathway (L. Oswego) 41 0 0 13 13 $12,500 $625 26 $24 16 0 0 $8,500 $12,970,700



MISCELLANEOUS

AG'CY MODE PROJ
NO,

PROJECT
NAME

PROJECT
COST

CUMULATIVE
COST

■

P MISC 1 COP; Lovejoy Ramp Replacement $1,054,000 $1,054,000
P MISC 2 COP: NE 12th Ave. Banfield brdg Seismic Retro. $312,000 $1,366,000

PORT MISC 3 Port: Alternative Fuel Buses for PDX $825,000 $2,191,000
C MISC 4 City of Oregon High Speed Rail Improvements $500,000 $2,691,000



FREIGHT

AG’C MQQ;; pro;
NO

PROJECT
MAME

TOTAL
SCORE

tMPftdVC
CONNECTIVITY

;:;:;;204o;;
SUPPDR

COSTrQENEFIT FACTOR MULTI-MODAL
FACTOR

FUNDS
REQUESTIQ

CUMULATIVE
TOTAL

SCORE

CON«=lETES LNK = 10

COrtCCTS TO FACUTYs 10
TO FfSIGHT AREA = 5

SCALE

REDUCES COf*rL FOR FREIGHT = 10
ADCK^SSES MA2 PROBLEM = 10

ADDRESSES UGH ACCOENT RATE = 5

SCALE
HIGHS 25

MEDIUMS 10

LOW = 0

VHD
2015

NO BUILD

VHD
2015

BUILD

DELAY
DELTA

PROJECT
COST

$A/HO SCALE

LOWS! = 15

MEDSS : 8
rt$« = 0

REG BKE
SYSBENEFfT

ADOS REG =5

ADOS LOCAL = 3
NOCHG = 0

TRANSfT
BENEFIT
YES = 5
NO = 0

total
MULT-MfODE

POINTS jPOINTSi: POINTS f'OtNTS

P F ? COP/Port: Cokmbia/N Lombard OXlna fPE) 78 25 20 25 24 2 22 $1,000,000 $2,281 8 0 0 0 $897,000 $897,000
P F 4 Port Marine Drive Modemizatjon to Term. 6 Entrance 73 25 10 25 74 21 53 $2,880,000 $2,733 8 5 0 5 $2,400,000 $3,297,000
P F COP/Port: Columbia Btvd - N. Buraard Intersection 68 25 10 25 22 2 20 $1,100,000 $2,790 8 0 0 0 $866,000 $4,183,000
P F 1 COP N/NE Coktfnbia Blvd Improvements 65 25 0 25 118 114 4 $278,629 $3,786 15 0 0 0 $250,000 $4,433,000
P F fi Lower Abina OXino (N. Interstate to N. Lewis/Lofmo/Tilamoo 60 25 10 25 3 0 3 $5,200,000 $75,581 0 3 0 0 $4,000,000 $8,433,000
P F *> NE 148th Ave, Reconstr (NE Marine Dr.>NE Sandv Btvd.) 55 15 10 25 0 0 0 $3,267,797 $628,423 0 5 0 5 $2,963,300 $11,396,300



STUDIES

AG'CY MODE PRO)
NO.

PROJECT
NAME

PROJECT
COST

CUMULATIVE

S 1 Metro Transportation Planning $1,958,000 $1,958,000
S 2 PDC LRT Station Area Develop. Opport. Strategy $361,000 $2,319,000
S 3 COP Stark/Washington Corridor Study $360,000 $2,679,000
S 4 ODOT l-5/Hwy 217 Subarea Transportation Plan $50,000 $2,729,000
S 5 Tri-Met Transit Finance Task Force $400,000 $3,129,000
S 6 Port Commodity Flow Analysis Refinement $45,000 $3,174,000
S 7 Lake Oswego Transit Center Relocation Study $45,000 $3,219,000
S 8 Cornelius Tualatin Valley Flwy. Cor. (4th Ave. to 26th Ave.) $60,000 $3,279,000
s 9 W. Burnside Redevelop (Burnside Bridge-NW 23rd Ave.) $950,000 $4,229,000
s 10 Capitol Highway Multi-Modal Imprvmn't (COP) $200,000 $4,429,000
s 11 Port. Traction Co. Project Issues/PE $180,000 $4,609,000
s 12 Clackamette Cove Master Plan $75,000 $4,684,000

1

2
3
4

5

6

7

8

9
10 
11 
12



Fact Sheet - Regional Water Supply Plan
for the Portland Metropolitan Area - Phase 2

In January 1991 the Portland City Coundl adopted a resolution directing the Water 
Bureau (Bureau) to work with other water providers to begin to address regional 
water supply issues.

The Water Bureau organized the region’s water providers to discuss these issues.
................................... imeetona , .

monthly basis for the last two years.

• The Bureau, in cooperation with the RPAG, contracted with consulting firms to 
complete three studies. The ’Phase 1" studies projected future regional, water 
demand, eyaluated poteacitial water source options, and identified w;ater conservation 
opportunities for the Portland retail customer base.

• Phase 1 indicated that future water demand in the region will exceed all eating 
supply sources by the year 2050. Some of the systems are already .constrained on 
peak days or for the peak season.

• . Phase 1 recommended tiiat there be additional, detailed study of regional 
conservation, transmission and system efficiency, and several new supply-sources 
including a third dam/reservoir on the Bull Rim River, expansion of Barney 
Reservoir on the Trask River, ejq>anded diversion and treatment of the Qackamas • 
River, new.diversions and treatment Of the Willamette and Columbia Rivers, and 
aquifer storage and recovery.

• After the studies were finalized, the RPAG distributed summary report^ and held 
workshops, roundtable discussions, and briefings throughout the region to receive 
public input on the Phase 1 and issues that should be addressed dimng ’Phase T of
the planning effort This public input was incorporated into the scope of work for
Phase Z

• The RPAG detennined that Phase 2 must provide clear guidance on how to meet 
regional water demand to the year 2050. Phase 2 must also provide phased 
implementation strategies for regional water demand management prc)grams, 
transmission and systems efficiency, supply development, and mstitutional., 
relationships. Public involvement must be a key component of the planning effort

• A group of regional water provider representatives and several technical experts
selected the firm Barakat and Chamberlin to manage the development of an integrated 
water supply plan for the region. B&G be managing an interdisciphnary pf ojert.
team for the project The team includes the firms Montgom^ Watson, Parametrix,
Barney & Worth, Murray Smith and Associates, and Squier Associates. '*

For more information contact: Dominique Bessee
823-7528



• The integrated resource planning approach resembles the least cost planni^ _
approach used by electric utilities. The approach involves evaluation of ^e^sfe, 
benefits, impacts (including environmental extemaUties) and ns\^ of both dem 
management and supply options "on a level playing field." It mdudes c;
pubUc involvement and assesses the ability of the individual options and scenarios to
meet the policy objectives and values of the region.

• The project began in early May of 1993. Twenty-seven of the region’s water
proidders have signedmtergovemmental agreenient fiGA) to fund aM m^age 
project The Administrator of tiie City of Portland Water Bmeau chairs 
member Participants Committee The project parhapants have delegated c^tam 
project management responsibiUties to a six-member Steering Comrmttee. Jh^ 
Steering Con^ttee consists of two representafives from Multnom^, Washington,
and afckamas Counties, and chaired by the aty Manager of I^boro.

. .. o- rtrrtiorf mTifTflct oh bchalf of the providcT partiapants, and has
assigned professional plannmg start to proviaecoorfination services for fte project as authorized through the IGA and contract

. The proiect will cost approxiinatdy $2^9,965 and wiU take about tWo years to _ 
---- Costs have teen ddegated apporUoned on the basis of projected growth m
peak day water demand.

. Reasons for paitidpaflng in file Reponil Water Supply Plaii project:

- Economies of Scale - the cost of doing this level of analysis as individual providers 

wotild be prohibitive.

-Understanding, the "big picture" - examining, issues in re^onal, sub-regional, and
hydrologic sub-basin contexts will provide an understanding of ramplex, 
interconnected issues that extend beyond jurisdictional and service area
boundaries.

- Facilitating program and project development - Using the mtegrated resources
. planning approa A wiU help ensure the success of regional demand m^agement 

: efforts and reduce the risks associated with permitting of supply projects (e.g., the 

Two Forks project).

- Facilitating public involvement and decision making - the IRP process

understand
can

- Demonstrating accountability as pubUc service providers - participating m this _ 
planning effort shows that we can.plan and operate regionaUy as responsible water
providers.

Formore information contact: DominUiueBessee •
823-7528



Major Accomplishments of the Regional Water Supply Plan 
Phase 2 Project May 1993 - March 1995

• Demand projections for the region have been generated based on the adopted 
Metro growth concept. Naturally occuring conservation and real price effects 
have been factored into the demand cmves for winter, summer, peak day, and 
annual average.

• Analysis of the source options (Columbia, Bull Rtm, Willamette, Clackamas, 
and Aquifer Storage and Recovery) has been completed. All of the sources 
appear to be viable sources for inclusion in the scenarios to be evaluated 
during the integration phase of the plan.

• A broad range of Conservation technologies has been evaluated and grouped 
into demand reduction programs for indoor and outdoor uses in the residential 
and non-residential (commercial, industrial, and institutional) sectors. Three 
levels of demand reduction programs have been prepared. This work will be 
refined during March and incorporated into the water supply scenarios for 
evaluation.

• An environmental task force has reviewed and provided valuable input 
toward the environmental analysis of the source options.

• Characterization of the existing supply systems has continued to ensure that 
water demands and the current supply system are adequately linked in the 
integration phase to accurately identify needs for future supply programs, 
sources, or interconnections. Two assumptions for additional supply have 
been made, one for the expansion of the Barney (Trask) Reservoir and another 
for some expansions to existing systems on the Clackamas River.

• Transmission alternatives are being prepared for inclusion in the scenarios 
which will be presented in the preliminary regional water supply plaii 
discussion document

• Non-potable water use has been evaluated and meetings has been held with 
the wastewater providers to ensure that this source is considered in the plan.

• A host of public and stakeholder involvement activies have been completed. 
Input from these activities has contributed to the formulation of policy 
objectives for the plan. These policy objectives have driven the development 
of evaluation criteria with which to evaluate the demand management and 
supply alternatives and scenarios. (The policy objectives are attached)

• A computer model called IRPLanner has been developed to allow regional 
and subregional scenarios to be created and evaluated. The scenario 
formulation process beginning now will be an integral part of the 
preliminary plan (scheduled for completion in July) and will assist in the 
formulation of the final plan (scheduled for adoption by the Participants by 
the end of 1995.

• Participating water provider entities continue to cooperatively work tdward 
the mutual goal of developing the long-range Regional Water Supply Plan.
Metro has joined the effort as a participant and will be an important player in 
adopting a regional water supply plan that supports the 2040 decisionmaking.





SUMMARY OF CONSERVATION SAVINGS

RESIDENTIAL PROGRAMS

Level 1 - Education & Workshops 
Residential Education
Residential Customer Landscaping Workshops 
Trade Ally Landscaping Workshops - Res. Portion 
Subtotal Level 1

Level 2 - Technical Assistance & Incentives 
Residential Audits 
Appliance Tagging and Incentives 
Resiaential Oindocr incentives 
Suotoial Level 2

Level 3 - Retrofit a Regulation 
Residential ULFT Rebate 
Residential Landscaping Ordinance

Cl&l PROGRAMS

Level 1 • Education & Workshops 
Commercial Plumbing & Appliances Educ.
HVAC Workshops
Cl&l Outdoor Education
Cl&l Watering Practices Workshop
Trade Ally Landscaping Workshops - Cl&l Portion
Subtotal Level 1

Level 2 - Technical Assistance & Incentives
Cl&l Indoor Audits
Cl&l Outdoor Audits
Large Landscape Audits
HVAC Incentives
Industrial Process Technical Assistnance & Incentives 
Cl&l Outdoor Incentives 
Subtotal Level 2

Level 3 - Retrofit & Regulation 
Cl&l ULFT Direct Instail and Incentives 
Single Pass Cooling 
Cl&l Landscaping Ordinance

Cl&l ULFT Regulation

GRANDTOTALS

LEVELS 1 & 2j •. ;•
%ofAverage Regional MGOSeasonal Demand*

LEVELS 1 &'4W:C»i.-0^^|i^i^N^M6LEPASSl 
%:of Average-Regional MGD Seasonal Demand*

LEVELS 1, 2, & 3 W/O ORDINANCES 
% of Average Regional MGD Seasonal Demand*. ::

levels :1 .• 2,&;3 W/i ORDINANCES 
% of Average ■Regional MGD Seasonal Demand*

MGD Saved MGD Saved
Year 2025 Year 2050

3.26 4.32
0.17 0.31
0.82 1.74
4.25 6.37

0.40 0.40
1.69 2.98
4.99 12.89
7.08 18.27

2.09
6.95 18.91

MGD Saved MGD Saved
Year 2025 Year 2050

0.35 0.^5
0.45 0.45
0.34 0.44
0.14 0.14
0.21 0.93
1.59 2.41

0.24 0.24
0.73 0.73
0.96 0.96
1.16 1.63
1.65 2.25
3.01 8.03
7.75 . 13.84

2.00 m
0.28 0.28
4.42 12.32

3.38 4.52

20.67 38.88
8%

24.33 :?43;68
9% ..:i;:;:i2%

• 28.42 :;43.68
11% :/12%

31.79 :-:S3.99
12*/. .;i5%

Target Market 
All residential customers 
Existing home relandscapes 
New landscaping & irrig. equip.

Existing customers - top 20%
New & replace.ment clotheswashers
New & replacement landscaping & irrig. equip.

Retrofit of existing inefficient toiiets

Target Market
All Cl&l customers
Existing Cl&l
All Cl&l customers
All Cl&l customers & trade allies
New landscaping and irrigation eouipment

Existing customers - top 20%
Existing customers - top 20%
Existing large landscapes 
New and replacment HVAC equipment 
New. replacement & existing indusL process 
New landscaping and irrigation equipment

Retrofit of existing ineffident toilets 
Retrofit of existing single pass systems 
New landscaping and irrigation systems

•Figures used are average MGD price net seasonal demand in the medium scenario 
for the years 2025 (268 MGD) and 2050 (350 MGD).



RP?innal Wafpr Siinnlv Plan - PftTirv Oh'ectives

• Used to help design integrated water resource scenarios.
• Provide a foundation for criteria with which to evaluate options and/or scenarios.

• Capture the diverse set of values and priorities in the region - will help show 
tradeoffs.

. Some policy objectives may be complementaiy (e.g-. ^mizceffidency and
environmental protection), whiie some may compete or conflict (e.g., 
miiiimize cost and maximize reliability).

• There is overlap between some objectives (e.g., reliability, flexibility, impacts of 
catastrophic events — and the role of transmission).

Each objective has one or more evaluation criterion.

• Policy objectives have been reviewed by participant decision making bodies.

Pnlirv Objectives

Efficient Use of Water
• Maximize the efficient use of water resources, tal^g into account the potential 

for conservation, availability of suppUes, pracUcahty, and relative cost- 
effectiveness of the options.

• Make best use of available supplies before developing new ones.

Reliability
• Minimize the frequency of water shortages of any magnitude and duration.

• Ensure the abiUty to manage the duration and n^piitude of shortages (^g., 
through the operation of raw water storage facihties or through access to 
alternative sources of water).

Water Quality . ■
. Meet or exceed all current and future federal and state water quality standards for

finished water.
. Maximize the ability to protect water quality in the future, including the ability to

use watershed-protection based approaches.

• Utilize sources with highest raw water quality.
• Maximize the ability to deal with aesthetic factors, such as taste, color, hardness, 

and odor.
• Ensure the ability to mix water sources across the region.



Impacts of Catastrophic Events

• Minimize the magnitude, frequency, and duration of service interruptions due to 
natural or human caused catastrophes, such as earthquakes, landslides, volcanic 
eruption, floods, spills, fires, sabotage, etc.

Economic Costs

• Minimize the economic impact of capital and operating costs of new water 
resources on customers.

• Assure the ability to relate the rate impacts associated with new water resources to 
the benefits gained within the region on an equitable basis over time.

Public Acceptability

• Maximize the acceptability of regional water resource strategies by meeting the 
needs of tiie public at large.

• Maximize the acceptability of regional water resource strategies by meeting the 
needs of stakeholders.

• Maximize the acceptability of regional water resource strategies by meeting the 
needs of elected officials, including the state legislature and Metro.

Institutional arrangements

• Ensure that feasible institutional arrangements exist or.can be developed to 
implement the selected resource strategy(ies).

Environmental Impacts

• Minimize the impact of water resource development on the natural andhuman 
environments.

Growth
• Be consistent with Metro's regional growth strategy and local land use plans.

Flexibility to Deal with Future Uncertainty

• Maximize the ability to anticipate and respond to unforeseen future events or 
changes in forecast^ trends.

Ease of Implementatioii

• Maximize the ability to address local, state, and federal legislative and regulatory 
requirements in a timely manner.

Operational Flexibility

• Maximize operational flexibility to best meet the needs of the region, including 
the ability to move water around the region and to rely, as necessary, on backup 
sources.


