@ Metro

. . 600 NE Grand Ave.
Council meeting agenda Portland, OR 972322736
Thursday, June 29, 2023 10:30 AM Metro Regional Center, Council chamber,

https://www.youtube.com/live/jraOhY2QHo
Y?feature=share,
https://zoom.us/j/615079992 Webinar ID:
615 079 992 or 888-475-4499 (toll free)

This meeting will be held electronically and in person at the Metro Regional Center
Council Chamber. You can join the meeting on your computer or other device by
using this link: https://www.youtube.com/live/jraOhY2QHoY?feature=share

1. Call to Order and Roll Call
2. Public Communication

Public comment may be submitted in writing. It will also be heard in person and by electronic
communication (video conference or telephone). Written comments should be submitted
electronically by emailing legislativecoordinator@oregonmetro.gov. Written comments received by
4:00 p.m. the day before the meeting will be provided to the council prior to the meeting.

Those wishing to testify orally are encouraged to sign up in advance by either: (a) contacting the
legislative coordinator by phone at 503-813-7591 and providing your name and the agenda item on
which you wish to testify; or (b) registering by email by sending your name and the agenda item on
which you wish to testify to legislativecoordinator@oregonmetro.gov. Those wishing to testify in
person should fill out a blue card found in the back of the Council Chamber.

Those requesting to comment virtually during the meeting can do so by joining the meeting using this
link: https://zoom.us/j/615079992 (Webinar ID: 615079992) or 888-475-4499 (toll free) and using the
“Raise Hand” feature in Zoom or emailing the legislative coordinator at
legislativecoordinator@oregonmetro.gov. Individuals will have three minutes to testify unless
otherwise stated at the meeting.

3. Consent Agenda

3.1 Consideration of the April 20, 2023 Council Meeting 23-5901
Minutes

Attachments:  042023c Minutes



https://oregonmetro.legistar.com/gateway.aspx?m=l&id=/matter.aspx?key=5215
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=d93bcd6f-11bd-4170-9f61-9ec5c5631558.pdf
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3.2 Consideration of the May 25, 2023 Council Meeting 23-5902
Minutes

Attachments:  052523c Minutes

4, Other Business
41 Metro Supportive Housing Services FY22 Regional Annual 23-5895
Report
Presenter(s): Patricia Rojas, Regional Housing Director

Liam Frost, Assistant Director
Nui Bezaire, Supportive Housing Services Manager
Susan Emmons, Supportive Housing Services Oversight
Committee Co-Chair
Dr. Mandrill Taylor, Supportive Housing Services Oversight
Committee Co-Chair
Attachments:  Staff Report
Attachment 1

5. Resolutions
5.1 Resolution No. 23-5342, For the Purpose of Approving RES 23-5342
Initial Round Funding for Nature in Neighborhoods Capital
Grants
Presenter(s): Jon Blasher (he/him), Metro

Elizabeth Guzman Arroyo (she/they), Metro
Crista Gardner (she/her), Metro
Gabe Sheoships, Friends of Tryon

Attachments: Resolution No. 23-5342
Exhibit A
Staff Report



https://oregonmetro.legistar.com/gateway.aspx?m=l&id=/matter.aspx?key=5216
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=cb5147ec-d80f-46ad-87c8-6930a0ea7db8.pdf
https://oregonmetro.legistar.com/gateway.aspx?m=l&id=/matter.aspx?key=5198
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=c7122711-d390-4b23-a88f-d0e623cc8478.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=55b6a205-ac9e-422f-b6fa-23b20f69d245.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=f8ee6087-40e3-43ec-9aa1-80efc1cecd17.pdf
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5.2 Resolution No. 23-5343, For the Purpose of releasing the RES 23-5343
draft 2023 Regional Transportation Plan (RTP) and project

list for public review and policy discussion

Presenter(s): Kim Ellis (she/her), Metro
Tom Kloster (he/him), Metro

Attachments:  Resolution No. 23-5343
Exhibit A
Exhibit B
Exhibit C

Staff Report
Attachment 1

6. Chief Operating Officer Communication
7. Councilor Communication
8. Adjourn



https://oregonmetro.legistar.com/gateway.aspx?m=l&id=/matter.aspx?key=5199
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=2c281c03-1e4e-4086-9482-82a250db3902.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=45bfb8fc-6e3d-4cd2-bd7a-db20d6938460.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=40504609-6973-4cfd-8dca-841ca1d4a377.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=49fb7367-a48f-4a90-9a77-8ebac610c7cc.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=a4178ab0-007a-4a00-b1ad-88416d2a370f.pdf
https://oregonmetro.legistar.com/gateway.aspx?M=F&ID=f19e8fd1-c57d-4c3c-937a-3264f7774f1f.pdf
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Metro respects civil rights

Metro fully complies with Title VI of the Civil Rights Act of 1964, Title Il of the Americans with Disabilities Act, Section 504 of the Rehabilitation Act and other
statutes that ban discrimination. If any person believes they have been discriminated against regarding the receipt of benefits or services because of race, color,
national origin, sex, age or disability, they have the right to file a complaint with Metro. For information on Metra's civil rights program, or to obtain a discrimination
complaint form, visit oregonmetro.gov/civilrights or call 503-797-1830. Metro provides services or accommodations upon request to persons with disabilities and
people who need an interpreter at public meetings. If you need a sign language interpreter, communication aid or language assistance, call 503-797-1890 or TDD/TTY
503-797-1804 (8 a.m. to 5 p.m. weekdays) 5 business days before the meeting. All Metro meetings are wheelchair accessible. Individuals with service animals are
welcome at Metro facilities, even where pets are generally prohibited. For up-to-date public transportation information, visit TriMet’s website at trimet.org

Théng béo vé sw Metro khéng ky thj ctia

Metro tdn trong dan quyén. Mudn biét thém théng tin vé chuong trinh dan quyén
clia Metro, hodic mudn Iy don khiu nai vé sy ki thi, xin xem trong
www.oregonmetro.gov/civilrights. Néu quy vi cdn thong dich vién ra ddu bang tay,
trg gitip vé tiép xtc hay ngdn ngit, xin goi s6 503-797-1700 (tir 8 gitr sang dén S gidy
chiéu vao nhirng ngay thudng) trudc budi hop 5 ngay lam viée.

MNoeigomneHHa Metro npo 3a6opoHy gUCKpUMIHaLT

Metro 3 NoBaroko CTaBUTLCA A0 FPOMAAAHCHKMX Npas. [NA OTPUMAHHA iHpOpMaLi
npo nporpamy Metro i3 3axMcTy rpomagAaHCcbKMX npas abo Gopmu ckapru npo
AWCKPUMIHaLIO BiggiaaiiTe caT www.oregonmetro.gov/civilrights. abo Akwo Bam
notpibeH nepeknagay Ha 36opax, 4R 3340BONEHHSA BALWOro 3anNuTy 3aTenedoHyiite
33 Homepom 503-797-1700 3 8.00 ao 17.00 y poboudi gHi 3a n'AaTb poboumx aHie go
36opie.

Metro FYRIBARAE

P RAE - AUREEMetro R BESTERAVEENS - SUERUSHIIETE - S1RTENENE
www.oregonmetro.gov/civilrights » IS EESECIFE AT 20N HE598 - SifE g
st B RIS EE S F #58503-797-

1700 ( T{FH EF85E 58 ) - DAERRITHREHNE0K -

Ogeysiiska takooris la’aanta ee Metro

Metro waxay ixtiraamtaa xuquugda madaniga. Si aad u heshid macluumaad ku
saabsan barnaamijka xuquugda madaniga ee Metro, ama aad u heshid wargadda ka
cabashada takoorista, boogo www.oregonmetro.gov/civilrights. Haddii aad u baahan
tahay turjubaan si aad uga gaybqaadatid kullan dadweyne, wac 503-797-1700 (8
gallinka hore illaa 5 gallinka dambe maalmaha shagada) shan maalmo shaqo ka hor
kullanka si loo tixgaliyo codsashadaada.
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Paunawa ng Metro sa kawalan ng diskriminasyon

Iginagalang ng Metro ang mga karapatang sibil. Para sa impormasyon tungkol sa
programa ng Metro sa mga karapatang sibil, o upang makakuha ng porma ng
reklamo sa diskriminasyon, bisitahin ang www.oregonmetro.gov/civilrights. Kung
kailangan ninyo ng interpreter ng wika sa isang pampublikong pulong, tumawag sa
503-797-1700 (8 a.m. hanggang 5 p.m. Lunes hanggang Biyernes) lima araw ng
trabaho bago ang pulong upang mapaghigyan ang inyong kahilingan.

Notificacién de no discriminacién de Metro

Metro respeta los derechos civiles. Para obtener informacién sobre el programa de
derechos civiles de Metro o para obtener un formulario de reclamo por
discriminacion, ingrese a www.oregonmetro.gov/civilrights . Si necesita asistencia
con el idioma, llame al 503-797-1700 (de 8:00 a. m. a 5:00 p. m. los dias de semana)
5 dias laborales antes de la asamblea.

YeepomneHue o HeAONYLWEHWM AUCKPUMMHALMK OT Metro

Metro yeaxaeT rpaxaaHCKMe Npasa. Y3HaTe o nporpamme Metro no cobatoaeHuo
rPXKAAHCKUX Npas v NoNy4uTb Gopmy #anobbl 0 AMCKPUMUHALMM MOXKHO Ha BeO-
caiite www.oregonmetro.gov/civilrights. Ecnv Bam HyskeH nepesoauvk Ha
obuiecteeHHOM cob6paHuK, OCTaBbTE CBOW 3aNpoc, NO3BOHMB No Homepy 503-797-
1700 e pabouve gHu ¢ 8:00 Ao 17:00 1 3a NATL pabounx AHer Ao AaTel COBPaHKA.

Avizul Metro privind nediscriminarea

Metro respecta drepturile civile. Pentru informatii cu privire la programul Metro
pentru drepturi civile sau pentru a obtine un formular de reclamatie impotriva
discriminarii, vizitai www.oregonmetro.gov/civilrights. Daca aveti nevoie de un
interpret de limba la o sedinta publicd, sunati la 503-797-1700 (intre orele 8 si 5, in
timpul zilelor lucrétoare) cu cinci zile lucrdtoare inainte de sedintd, pentru a putea sa
vd rdspunde in mod favorabil la cerere.

Metro txoj kev ntxub ntxaug daim ntawv ceeb toom

Metro tributes cai. Rau cov lus ghia txog Metro txoj cai kev pab, los yog kom sau ib
daim ntawv tsis txaus siab, mus saib www.oregonmetro.gov/civilrights. Yog hais tias
koj xav tau lus kev pab, hu rau 503-797-1700 (8 teev sawv ntxov txog 5 teev tsaus

ntuj weekdays) 5 hnub ua hauj lwm ua ntej ntawm lub rogj sib tham.

January 2021
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Council meeting Minutes

April 20, 2023

1.

2.

Call to Order and Roll Call

Deputy Council President Lewis called the Metro Council
Meeting to order at 10:30 a.m.

Present: 5 - Council President Lynn Peterson, Councilor Christine Lewis,
Councilor Mary Nolan, Councilor Gerritt Rosenthal, and
Councilor Duncan Hwang

Excused: 2 - Councilor Juan Carlos Gonzalez, and Councilor Ashton

Simpson

Public Communication

Deputy Council President Lewis opened the meeting to
members of the public wanting to testify on a non-agenda
items.

There were no members of the public that wanted to testify.

Seeing no further discussion on the topic, Deputy Council

President Lewis moved on to the next agenda item.

Consent Agenda

3.1

3.2

3.3

3.4

3.5

3.6

Consideration of the January 5, 2023 Council Meeting Minutes
Attachments: 010523c Minutes

Consideration of the January 12, 2023 Council Meeting Minutes

Attachments: 011223c Minutes

Consideration of the January 19, 2023 Council Meeting Minutes
Attachments: 011923c Minutes

Consideration of the February 9, 2023 Council Meeting Minutes

Attachments: 020923c Minutes

Consideration of the February 23, 2023 Council Meeting Minutes
Attachments: 022323c Minutes

Consideration of the March 2, 2023 Council Meeting Minutes
Attachments: 030223c Minutes
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3.7 Consideration of the March 16, 2023 Council Meeting Minutes
Attachments: 031623c Minutes
Note: Consideration of the March 16, 2023 Council Meeting
Minutes were removed from the agenda due to an error.
3.8 Consideration of the March 30, 2023 Council Meeting Minutes
Attachments: 033023c Minutes
Deputy Council President Lewis called for a motion to
approve the Consent Agenda.
Council Discussion:
Councilor Rosenthal asked for the March 16th, 2023,
Council Minutes to be withdrawn for correction because
some of the votes of councilors that were online were not
recorded.
Deputy Council President Lewis noted that there did not
need to be a motion but asked for item 3.7 on the Consent
Agenda to be removed.
A motion was made by Councilor Nolan, seconded by
Councilor Rosenthal, to adopt items on the consent
agenda. The motion passed by the following vote:
Aye: 4 - Councilor Lewis, Councilor Nolan, Councilor Rosenthal, and
Councilor Hwang
Excused: 3 - Council President Peterson, Councilor Gonzalez, and
Councilor Simpson
4. Presentations
4.1 2024-2027 Metropolitan  Transportation Improvement  Program (MTIP) -

Public Comment

Presenter(s): Grace Cho (she/her), Metro
Ted Leybold (he/him), Metro
Attachments: Staff Report

Deputy Council President Lewis introduced Grace Cho
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(she/her), Metro and Ted Leybold (he/him), Metro] to
present the 2024-2027 Metropolitan Transportation

Improvement Program (MTIP) - Public Comment.

Staff pulled up the 2024-2027 MTIP - Overview of Public
Review Draft Presentation PowerPoint to present to Council.
Cho began the presentation by explaining what the
Metropolitan Transportation Improvement Program (MTIP)
is, which included its purpose and function. She described
the overview of the 2024-2027 MTIP and noted that $1.3
billion would be spread across 130 projects. Some project
highlights of the 2024-2027 MTIP are the Council Creek
Regional Trail, the 82nd Avenue Jurisdictional Transfer, the
Columbia Slough Bridge Replacement, and the Beaverton
Bus Garage Renovation. Cho discussed the overall results
for the system evaluation and explained the draft findings
for the 2024-2027 MTIP. She mentioned when the public
comment was open and the next steps for the 2024-2027
MTIP.

Council Discussion

Councilor Nolan asked for clarification of what were $73
billion worth of projects. They also asked about how the
system evaluation was done, especially how climate change
is neutral and how they evaluated equity.

Cho stated that the $1.3 billion represents the 2024-2027
Metropolitan Transportation Improvement Program. In the
2023 Regional Transportation Plan, the investment profile
calls for $73 billion over 22 years to meet the regional vision
planning goals.

Cho mentioned that staff was using the evaluation
measures applied in the 2018 Regional Transportation Plan.
The measures tend to focus on capital projects. Cho stated
that about half of the projects are under the Preservation

and
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Maintenance category, so they are looking at a smaller
amount of capital projects that are evaluated. For example,
repainting parts of I-405 on the Fremont bridge.

Councilor Nolan asked if Cho meant restriping.

Cho noted that they look at descriptions of projects and
their context to see if they fit under the category. The results
are showing a neutral to positive trend because it is highly
focused on smaller community projects.

Councilor Nolan noted that this is a small fraction of federal
and local resources to be invested in transportation for the
region. They feel that the measurement ignores about half
of the investments because it ignores about half of the
projects. Councilor Nolan suggested that staff should look at

how they evaluate.

Councilor Hwang mentioned that there was engagement
process happening for MTIP and JPACT. He asked if they
inform each other and why they sequence them this way.
Cho stated that the MTIP must be updated every four years
and the RTP now must be updated every five years. In this
cycle, they ended up being at the same time when normally
it would be staggered. The MTIP is drawn from the RTP.
MTIP is made up of multiple allocation processes that each
have their own steps for engagement. For the RTP, staff are
making sure that the 2024-2027 MTIP is included in the
2023 RTP discussions.

Councilor Hwang asked for an example of question in the
RTP engagement that is different for the MTIP.

Cho mentioned that the regional objectives from the 2018
RTP, such as equity and safety, helped to guide allocation
process for the 2021-2024 MTIP and for the 2024-2027
MTIP. Staff work with Metro’s transit partners, like ODOT,
to talk about how regional objectives are applied within

their allocation processes.
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Councilor Rosenthal commented that they are prioritizing
maintenance and preservation over their other priorities.
Councilor Rosenthal asked to clarify what projects are
requested to be added soon.

Cho stated that those are large-scale projects that were not
ready to be included in the draft 2024-2027 MTIP. She
mentioned that there will be an amendment to include these
projects in the 2024-2027 MTIP later.

4.1.1 Public Hearing for 2024-2027 Metropolitan Transportation

Improvement Program (MTIP)

Deputy Council President Lewis opened the meeting to
members of the public wanting to testify on the 2024-2027
Metropolitan Transportation Improvement Program (MTIP).

There were no members of the public that wanted to testify.

Seeing no further discussion on the topic, Deputy Council

President Lewis moved on to the next agenda item.
4.2 Public Hearing on the FY 2023-24 Proposed Budget

Deputy Council President Lewis opened the meeting to
members of the public wanting to testify on the FY 2023-24
Proposed Budget

There were two members of the public that testified:

Jackie Kirouac-Fram, Executive Director of the Rebuilding

Center: mentioned that there is no investment in reuse
organizations in the budget. With funding from Metro, they
can expand their work and help Metro met its reuse,
affordable housing, and workforce development goals.

Anna Kurnizki, Executive Director of Community

Warehouse: mentioned the work that the Reuse Collective
does. They do not have enough resources to respond to the

need in the community.

Council Discussion:




Council meeting

Minutes April 20, 2023

Councilor Nolan mentioned that they have volunteered at
the Rebuilding Center and the Community Warehouse. They
have also been a customer. They noted that they should find
ways to partner.

Seeing no further discussion on the topic, Deputy Council
President Lewis moved on to the next agenda item.

4.3 Planning, Development and Research Department Budget Presentation

Presenter(s):

Attachments:

Andy Shaw (he/him), Metro
Staff Report

Deputy Council President Lewis introduced Andy Shaw
(he/him), Metro to present the Planning, Development and

Research Department Budget Presentation.

Staff pulled up the Planning, Development & Research FY
2023-24 Proposed Budget Presentation PowerPoint to
present to Council.

Shaw began the presentation by explaining the different
areas of the program structure and the work staff were
doing. Rachael Lembo, Metro described the FY23-24
Revenue Budget and mentioned that most of their funding
comes from grants.

Council Discussion

Councilor Nolan asked Lembo to mention the sources of the
grants.

Lembo continue the presentation by mentioning the sources
of the grants. Lembo described the FY23-24 Expense Budget
and the proposed FY23-24 FTE.

Shaw mentioned that the Key Equity metric is to increase the
number of stipends and grants to build capacity and engage
BIPOC community members in our work. He noted that the
budget decrease is because they expect to get to locally
preferred alternatives with two of the corridors, so they

would not have as many meetings. Shaw explained that the
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budget modifications were to add four positions, which are
three new positions for internal support and one new
position that would be funded by the Safe Streets for All
grant.

Malu Wilkinson (she/her), Metro noted the investments in
target areas of economy, housing, and

environment/climate.

Council Discussion

Councilor Rosenthal mentioned that he liked the metrics for
the equity focus. He asked since there is a DEl department,
why did the planning department need staff to regional
equity management.

Shaw mentioned that other departments have equity
program managers. He also mentioned that the department
has had trouble getting diverse candidates. There are DEI
liaisons, but they people to consistently support the

program managers.

Councilor Hwang asked why the Planning department is not
having a tribal liaison and if they would be working more
with GAPD on this. He also asked if the new DEI director has
some flexibility to put their input on the budget.

Shaw noted that the positions being requested in CAM and
Parks and Nature are specialist on tribal work. As they make
park improvements and purchase land, they need to identify
and mitigate for potential historic and cultural resources.
Marissa Madrigal (she/her), Metro noted that there are
some modest changes, but overall, the department is the
same that gives the new Planning director stability. There
will be flexibility in the next fiscal year for the Planning

director to make changes.

Councilor Nolan asked about Climate Start integration into

the RTP and how it will change their approach to the RTP.
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Shaw mentioned that Metro includes other things, like the
Climate Smart Plan, into the RTP that is not federally
required. They can come back with other staff to better
answer the question.

Councilor Nolan noted that since the Climate Start plan and
the state’s Greenhouse Gas Policy were adopted and
implemented, the situation has gotten worse. They wanted
to know how this would change.

Shaw noted that there will be upcoming discussions about

the analysis of the projects coming into the RTP.

Councilor Rosenthal commented on the slide about
protecting farmland. He asked if they have considered
programs to encourage agricultural land within the urban
reserves. He mentioned that there was an agricultural
owner that was concerned.

Shaw noted that in the Urban-Rural Reserves
Intergovernmental agreements, the counties agreed to not
to do zoning changes in urban reserve areas, so that there
are places to expand for future urban growth. Rural
reserves are areas they might ensure that agriculture could
continue.

Wilkinson mentioned that they are not looking at easements

to protect farmland in the urban reserves right now.

Councilor Nolan asked what else the department is doing
for equitable outcomes. They commented that their key
metric was an output, instead of an outcome that effects the
public.

Shaw noted that the community engagement and advisory
committees are weighing on items that Council considers
and acts on. Staff are examining projects in the RTP for how
they advance transit and mobility outcomes in equity areas.
They also have ongoing engagement with community,

particularly people of color. Shaw mentioned that staff is
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4.4

working on new ways of looking at urban growth and who
has benefited.

Councilor Nolan thanked Madrigal for her work on the
budget process to try to understand outcomes from a racial
equity perspective.

Madrigal mentioned that if they diversify and improve the
community’s capacity to engage in conversations, then the
decisions and outcomes that are made will be better for the
community.

Seeing no further discussion on the topic, Deputy Council

President Lewis moved on to the next agenda item.

Waste Prevention and Environmental Services (WPES) Department Budget

Presentation

Presenter(s):

Attachments:

Marta McGuire (she/her), Metro
Staff Report

Deputy Council President Lewis introduced Marta McGuire
(she/her), Metro to present Waste Prevention and
Environmental Services (WPES) Department Budget

Presentation.

Staff pulled up the Waste Prevention and Environmental
Services FY 2023-2024 Proposed Budget Presentation
PowerPoint to present to Council.

McGuire began the presentation by discussing the three key
program areas of Waste Prevention and Environmental
Services department. McGuire explained the Total Operating
Budget, the FY 23-24 Proposed Budget Overview, the FY
23-24 Proposed Budget Detail, and the Capital Improvement
Plan. She also mentioned the department’s strategic
priorities and their progress on several of their equity
metrics. Some of these equity measures were the median
hourly wage of Metro solid waste workers and the Regional

Refresh Fund. She discussed the feedback they received

10



Council meeting

Minutes April 20, 2023

from engagement forums and explained the requested
budget modifications. McGuire explained the different
investments in environment, economy and in Garbage and

Recycling Operations.

Council Discussion

Councilor Rosenthal commented that the city councils that
are very interested in Regional Refresh. He asked how to
respond to reuse facilities and what are their goals for
reuse.

McGuire mentioned that there are opportunities for the
program to be restructured. There are opportunities to
think about larger grants and strategic partnerships with the

resources they have.

Councilor Nolan commented that there are two chooses to
handle growing demand. They can build more capacity to
handle the growth or make investments to lower the
demand. They suggested staff to look at the cost per ton
and explore different ways to handle it.

McGuire noted that they have historically been focused on
the disposal of materials, instead of on preventing waste or
reuse and repair. She mentioned that conversations on the
facility system plan will help identify areas to make
investments and move materials to benefit the community.
McGuire noted that there is a cost to manage reuse, but
they need to figure out the cost differences and the social

and environmental benefits.

Councilor Hwang mentioned that the Community
Warehouse could potentially be eligible for SHS finding. He
also commented on how the different departments act
individually but do work related to the same outcome. He
asked about opportunities for interdepartmental

conversations and shared programs.

11
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Madrigal mentioned that they can look at the restrictions on
the SHS funding, but there is an opportunity to look at
connections. She also mentioned how interconnected Metro
is and the need to be in community with their reuse and
repair partners.

Councilor Hwang mentioned that he did a tour of
Community Warehouse and that people need furniture

when they move into new housing.

Councilor Nolan asked about the upgrade of the
point-of-sale system. They hoped staff were looking at a
commercial off the shelf (COTS) system instead of
completely customed.

Staff noted that they are looking at bidders soon. They have
talked about off-shelf products, but the system needs to
interface with several other systems. Staff mentioned that

they are trying a tool as simple as possible.

Councilor Rosenthal asked if they thought about focusing
on plastics. He mentioned that there were some | & | grant
proposals for dealing plastics. He also asked if they have the
resources to deal with plastic generation and disposal in the
area.

Staff acknowledge that plastics are a high impact material
for the environment, but the primary focus has been on
bulky waste items. Staff suggested that conversations about
plastics may come up when they look at the Facilities System

Plan.

Councilor Hwang asked about their longer-term strategic
planning for facilities and the organization of the system. He
mentioned that he wants a defined process for them having
conversations with their community partners.

Staff explained that the 2030 Waste Plan is their long-term

strategic plan. On about a three-year basis, staff works with
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4.5

cities and counties on short-term work plans that identify
priorities. These plans are more aspirations and
commitments, but there are some requirements. Staff noted
that there are opportunities to adapt and evolve.

Councilor Hwang commented about thinking about
reimaging the system and the balance between operations

and their aspirational goals.

Seeing no further discussion on the topic, Deputy Council

President Lewis moved on to the next agenda item.

For the Purpose of the Budget Committee to Deliberate on the FY 2023-24
Proposed Budget

Presenter(s): Marissa Madrigal (she/her), Metro
Brian Kennedy (he/him), Metro
Attachments: Staff Report

Deputy Council President Lewis introduced Marissa
Madrigal (she/her), Metro and Brian Kennedy (he/him),
Metro to present For the Purpose of the Budget Committee
to Deliberate on the FY 2023-24 Proposed Budget.

Kennedy mentioned several upcoming deadlines for
submitting amendments to the budget.
Council Discussion

There was no Council discussion.

Deputy Council President Lewis opened the meeting to
members of the public wanting to testify on the FY 2023-24
Proposed Budget

No members of the public wanted to testify.

Seeing no further discussion on the topic, Deputy Council
President Lewis moved on to the next agenda item.

13
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5. Chief Operating Officer Communication

Marissa Madrigal provided an update on the following
events or items:

e Gave an update on the nature and neighborhood
community choice grants. The pilot grant is live and
accepting parks and nature ideas until May 15th,
2023.

e Gave an update on the nature and neighborhood
capital grants programs. They have received 16 letters
of intent and ten projects are invited to submit a full

application.

6. Councilor Communication

Councilors provided updates on the following meetings and
events:

e Councilor Nolan gave an update on the oversight
committee for the affordable housing bond measure.
They are preparing to present its annual report to the
Council. They mentioned that there were
conversations about adding home ownership
programs to the bond, regulatory and permitting
streamlining, and diversity data.

e Councilor Hwang gave an update on the Northwest
Chamber of Commerce Trip to Washington D.C. He
mentioned they talked about transportation funding,
addressing the housing and homelessness crisis, and
other topics.

e Councilor Rosenthal went to a public forum on tolling
of the Boone Bridge. He noted that people were very
concerned and not happy with.

Councilor Lewis gave an update on JPACT. She
mentioned there were discussions on MTIP, Unified
Work Plan (UPWP) and on the project list for the draft
RTP. She also mentioned that their letter to ODOT

about I-205 tolling is due soon.

7. Adjourn
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There being no further business, Deputy Council President

Lewis adjourned the Metro Council Meeting at 12:51 p.m.

Respectfully submitted,

W?%’L

Jemeshia Taylor, Legislative Assistant
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ATTACHMENTS TO THE PUBLIC RECORD FOR THE MEETING OF APRIL 20, 2023

DOCUMENT Doc
ITEM TYPE DATE DOCUMENT DESCRIPTION DOCUMENT No.
1.0 Powerpoint | 04/20/2023 | Planning, Development & Research FY 2023-24 | 042023c-01
Proposed Budget Presentation
2.0 Powerpoint | 04/20/2023 | 2024-2027 MTIP -Overview of Public Review 042023c-02
Draft Presentation
3.0 Powerpoint | 04/20/2023 | Waste Prevention and Environmental Services 042023c-03
FY 2023-2024 Proposed Budget Presentation
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Council meeting

Minutes

May 25, 2023

This meeting will be held electronically and in person at the Metro Regional Center

Council Chamber.

You can join the meeting on your computer or other device by using this link:

https://www.youtube.com/watch?v=zUweC3jvFhw

1.

2.

Present: 4 -

Excused: 3 -

Councilor Christine Lewis, Councilor Juan Carlos Gonzalez,
Councilor Mary Nolan, and Council President Ashton
Simpson

Council President Lynn Peterson, Councilor Gerritt
Rosenthal, and Council President Duncan Hwang

Call to Order and Roll Call

Present: 4 -

Excused: 3 -

Public Communication

Deputy Council President Lewis called the Metro Council
Meeting to order at 10:32am

Present: Councilor Gonzales, Councilor Nolan, Councilor
Simpson, Council Deputy Lewis

Excused: Council President Peterson, Councilor Hwang,
Councilor Rosenthal

Councilor Christine Lewis, Councilor Juan Carlos Gonzalez,
Councilor Mary Nolan, and Council President Ashton
Simpson

Council President Lynn Peterson, Councilor Gerritt
Rosenthal, and Council President Duncan Hwang

Deputy Council President Lewis opened the meeting to
members of the public wanting to testify on a non-agenda

items.

There were none




Council meeting Minutes

May 25, 2023

Public comment may be submitted in writing. It will also be heard in person and by
electronic communication (video conference or telephone). Written comments should
be submitted electronically by emailing legislativecoordinator@oregonmetro.gov.
Written comments received by 4:00 p.m. the day before the meeting will be provided
to the council prior to the meeting.

Those wishing to testify orally are encouraged to sign up in advance by either: (a)
contacting the legislative coordinator by phone at 503-813-7591 and providing your
name and the agenda item on which you wish to testify; or (b) registering by email by
sending your name and the agenda item on which you wish to testify to
legislativecoordinator@oregonmetro.gov. Those wishing to testify in person should fill
out a blue card found in the back of the Council Chamber.

Those requesting to comment virtually during the meeting can do so by joining the
meeting using this link: https://zoom.us/j/615079992 (Webinar ID: 615079992) or
888-475-4499 (toll free) and using the “Raise Hand” feature in Zoom or emailing the
legislative coordinator at legislativecoordinator@oregonmetro.gov. Individuals will
have three minutes to testify unless otherwise stated at the meeting.

3. Consent

3.1
Attachments: Resolution 23-5340

Staff Report

Deputy Council President Lewis called for a motion to
approve the 23-5340 Consent Agenda.

Councilor Gonzales moved the consent agenda and
Councilor Simpson seconded it.

Consent Agenda was approved.

A motion was made by Councilor Gonzalez, seconded by
Simpson, that this item be approved. The motion passed by
the following vote:

Aye: 4 - Councilor Lewis, Councilor Gonzalez, Councilor Nolan, and

Simpson
Excused: 3 - Council President Peterson, Councilor Rosenthal, and Hwang

4, Presentation
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4.1 Council Discussion of FY 2023-24 Approved Budget

Attachments:

Staff Report

Deputy Council President Lewis introduced CFO Brian
Kennedy to go over the Council Discussion of FY 2023-24
Approved Budget

There was no presentation however Brian Kennedy
explained that the ACT supervising and conversation
admission meeting is on June 1st and the deadline for

submission of councilor budget notes is due on June 2nd.
Council Discussion:

Councilor Lewis asked if the TCC letter looks the same every
year or if it is different this year

Brian Kennedy explained it is the same.

End of council discussion.

4.1.1 Public hearing on the Approved Budget

5. Resolutions

5.1 Resolution No. 23-5339 For the Purpose of Readopting the Metro Investment Policy for
Fiscal Year 2022-23

Attachments:

Resolution No. 23-5339
Exhibit A
Staff Report

Deputy Council President Lewis called on Brian Kennedy,
Metro, to present to Council.

There was no presentation however Brian Kennedy
explained went over the resolution and explained that the
investment policy for this year includes some formatting
changes, and makes no substantial changes.
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Council Discussion:

No council discussion

A motion was made by Simpson, seconded by Councilor
Gonzalez, that this item be adopted. The motion passed by

the following vote:

Aye: 4 - Councilor Lewis, Councilor Gonzalez, Councilor Nolan, and
Simpson

Excused: 3 - Council President Peterson, Councilor Rosenthal, and Hwang

6. Chief Operating Officer Communications

Marissa Madrigal provided an update on the following
events or items:
Marissa Madrigal gave thanks to the Oregon Zoo
Foundation for organizing a trip to Monterey to learn
about how the Oregon zoo will play a part in helping
sea otters.

7. Councilor Communications

Councilors provided updates on the following meetings and
events:

o Councilor Gonzales gave an update on the
ODOT plan and JPACT updates

o He explained that JPACT gave an allocation of
S18M.

o Councilor Simpson explained he went to speak
with the Parks Service Division and went over
safety plans.

o Councilor Nolan discussed the approach of
development readiness and discussion of the
RTP.

o Council President Lewis went over the meetings
she attended on Monday and explained the
opening agenda had a lot of discussion and then
went over the SHS oversite committee and
explained that they had discussion about the
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8.

Adjourn

numbers from 3 counties and expects them to

give Metro to give recommendations.

There being no further business, Deputy Council President

Lewis adjourned the Metro Council Meeting at 10:58am

Servmad Wekamar

Respectfully submitted,

Sermad Mohamad, Legislative Assistant
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SUPPORTIVE HOUSING SERVICES FY22 REGIONAL ANNUAL REPORT

Date: June 13th, 2023 Presenters:
Department: Housing Patricia Rojas, Regional Housing Director;
Meeting Date: June 29,2023 Liam Frost, Assistant Director;

Nui Bezaire, Supportive Housing Services
Prepared by: Manager;
Breanna Hudson, Program Coordinator Susan Emmons, Supportive Housing
breanna.hudson@oregonmetro.gov Services Oversight Committee Co-Chair;

Dr. Mandrill Taylor, Supportive Housing
Services Oversight Committee Co-Chair

Length: 1 hour

ISSUE STATEMENT

In accordance with Metro Code, Housing Department staff will present findings from the
Supportive Housing Service’s (SHS) first regional annual report highlighting
implementation progress, successes and challenges, and Supportive Housing Services
Oversight Committee co-chairs will present committee recommendations.

During its first year of implementation, the SHS program laid a strong foundation to
deliver on the promises made to voters and our neighbors experiencing homelessness
over the next ten years. The pandemic exacerbated our region’s homelessness crisis and
created unprecedented challenges with SHS implementation in its firstyear. Nonetheless,
the SHS Oversight Committee confirms that counties and their partners advanced the
fund’s 10-year goals and developed key infrastructure needed to achieve those goals over
time. In response to challenges and opportunities as well as strengthening oversight and
accountability, the committee developed recommendations for improvements moving
forward.

Committee recommendations:
e C(reate arobust communications strategy on the progress and nature of Metro
supportive housing services that effectively reaches the broader community.

e Improve reporting templates by the start of FY23-24 to clearly show quarterly
and annual progress toward annual work plan goals.

e Develop aworkplan and timelines that incorporate short-term and long-term
strategies for addressing workforce issues.
o Determine the feasibility and potential design of multi-year capacity building
investments for service providers and report findings back to the oversight
committee.

Metro Supportive Housing Services 2022 Annual Report (Council worksheet) 1



o Address service provider wage/compensation equity to provide better
guidance to county partners in meeting their SHS equity goals and to develop
more consistency in wage standards across the region.

¢ Identify and implement regional strategies that facilitate integration of health
services, with a focus on behavioral health including mental health and substance
use services, that lead to increased service access/options for people experiencing
homelessness.

e Evaluate current practices for data collection, reporting and evaluation to ensure
that all reporting, evaluation, and program needs are being met.

o Create a plan to address ongoing regional data alignment and community
input needs, including developing regional data definitions, standards and
methodologies.

ACTION REQUESTED

No Council action is requested at this time.

IDENTIFIED POLICY OUTCOMES

e Metro Council has strong awareness of implementation progress, challenges and
opportunities for the Supportive Housing Services fund, as well as opportunities to
further improve outcomes.

e Metro Council considers the Supportive Housing Services Oversight Committee’s
recommendations for improving program outcomes.

POLICY OPTIONS FOR COUNCIL TO CONSIDER

Council may consider the recommendations from the Supportive Housing Services
Oversight Committee or choose other courses ofaction to address the challenges and
opportunities identified in the Annual Report.

STAFF RECOMMENDATIONS

Staff suggest that Metro Council accept the Committee’s recommendations and provide
direction to staff to implement the recommendations.

Staff will return to Council in the winter of 2024 to provide an update on progress towards
implementing recommendations.

STRATEGIC CONTEXT & FRAMING COUNCIL DISCUSSION

The purpose of the Supportive Housing Services Oversight Committee is to provide
independent program oversight on behalf of the Metro Council to ensure that investments
achieve regional goals and desired outcomes and to ensure transparency and
accountability in Supportive Housing Services Program activities and outcomes.
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The SHS Oversight Committee is charged with the following duties:

e Evaluate Local Implementation Plans, recommend changes as necessary to achieve
program goals and guiding principles, and make recommendations to Metro Council
for approval;

e Accept and review annual reports for consistency with approved Local
Implementation Plans and regional goals;

e Monitor financial aspects of program administration, including review of program
expenditures; and

e Provide annual reports and presentations to Metro Council and Clackamas,
Multnomah and Washington County Boards of Commissioners assessing
performance, challenges and outcomes.

On October 31, 2022, the IGA deadline, Metro received annual progress reports from the
three local implementation partners, Clackamas, Multnomah and Washington counties. The
Committee reviewed local progress through those reports, analysis from staff and
presentations from each implementing partner and Metro staff. County partners provided
presentations to the Committee in December of 2022. Between January and April, Metro
staff engaged the SHS Oversight Committee to analyze reportdata, deliberate on regional
progress and performance, and prepare a regional report with recommendations to
improve implementation and strengthen oversightand public transparency.

The regional reportincludes:

e Atransmittal letter from the oversight committee covering key highlights,
challenges, and their recommendations;
e Anoverview of year one progress;
e Asummary of the following bodies of work across the region:
o housing and services,
o partnerships and capacity building,
o cross-sector work,
o regional coordination;
Progress in advancing racial equity;
An overall performance assessment; and
e Afinancial review of Fiscal Year 21-22.

BACKGROUND

Approval of Measure 26-210 created a new tax that is projected to generate an average of
$250M per year to fund a regional system of care governed by four jurisdictions: Metro and
Clackamas, Multnomah and Washington counties. The tax took effectin January 2021 and
will expire in 2031 unless reauthorized by voters.
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In December 2020, the Metro Council adopted a supportive housing services work plan to
guide implementation. The work plan defines the fund’s guiding principles, racial equity
goals, priority populations, service areas, accountability structures and funding allocations.

Within the framework of the regional work plan, each county’s specific SHS investments
and activities are guided by local implementation plans informed by community
engagement and approved by Metro Council in spring 2021.

SHS implementation is guided by the following regionally established principles:

e Strive toward stable housing for all.

e Lead with racial equity and work toward racial justice.

¢ Fund proven solutions.

e Leverage existing capacity and resources.

e Innovate: evolve systems to improve.

¢ Demonstrate outcomes and impact with stable housing solutions.

e Ensure transparent oversight and accountability.

e Center people with lived experience, meet them where they are, and support their
self-determination and well-being.

e Embrace regionalism: with shared learning and collaboration to support systems
coordination and integration.

e Lift uplocal experience: lead with the expertise of local agencies and community
organizations addressing homelessness and housing insecurity.

Since the measure’s passage, Metro Council has taken the following actions to direct
implementation of the program:

e Creation and appointment of the Supportive Housing Services Oversight
Committee, to provide program oversight on behalf of the Metro Council;

e Approval of the Supportive Housing Services Work Plan, which provides an
operational framework for the program;

e Approval oflocalimplementation plans for all three of Metro’s local
implementation partners, as part of intergovernmental agreements which lay out
the terms and conditions upon which Metro will disburse tax funds to local
implementation partners; and

e C(reation and appointment of the Tri-County Planning Body to strengthen
coordination and alignment of program implementation across the Metro region.

ATTACHMENT

1) Supportive housing services regional annual report]july 1, 2021 - June 30, 2022
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Metro respects civil rights

Metro fully complies with Title VI of the Civil Rights Act of 1964 that requires that no
person be excluded from the participation in, be denied the benefits of, or be otherwise
subjected to discrimination on the basis of race, color or national origin under any program
or activity for which Metro receives federal financial assistance.

Metro fully complies with Title II of the Americans with Disabilities Act and Section 504 of
the Rehabilitation Act that requires that no otherwise qualified individual with a disability
be excluded from the participation in, be denied the benefits of, or be subjected to
discrimination solely by reason of their disability under any program or activity for which
Metro receives federal financial assistance.

If any person believes they have been discriminated against regarding the receipt of
benefits or services because of race, color, national origin, sex, age or disability, they have
the right to file a complaint with Metro. For information on Metro’s civil rights program, or
to obtain a discrimination complaint form, visit oregonmetro.gov/civilrights or call 503-
797-1536.

Metro provides services or accommodations upon request to persons with disabilities and
people who need an interpreter at public meetings. If you need a sign language interpreter,
communication aid or language assistance, call 503-797-1700 or TDD/TTY 503-797-1804
(8 am. to 5 p.m. weekdays) 5 business days before the meeting. All Metro meetings are
wheelchair accessible. For up-to-date public transportation information, visit TriMet’s
website at trimet.org.
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Memo
Date: March 27, 2023

To: Metro Council
From:  Supportive Housing Services Regional Oversight Committee

Subject: Supportive housing services regional annual report 2021-22

A report to the Metro Council and the community from the
Supportive Housing Services Regional Oversight Committee

Our region has seen a steady rise in the number of families and individuals
struggling to maintain stable housing in the face of rising housing costs and
insufficient housing supply. Increasing rates of homelessness are rooted in decades
of under-investment that have led to the dramatic loss of housing options to meet
the needs of people in our community with very low incomes. In May 2020, voters
in greater Portland approved a significant new funding source to address the
region’s growing homelessness and housing crisis. The supportive housing
services fund (SHS) provides critical resources to support housing access and
stability for people across our region.

We are proud to present the first annual regional report for the SHS fund, covering
the period from July 1, 2021 through June 30, 2022.

The Supportive Housing Services Regional Oversight Committee has reviewed and
accepted annual reports from Clackamas, Multnomah and Washington counties for
consistency with their approved local implementation plans and SHS regional
goals. We also received presentations on year-one progress from each county and
Metro staff and reviewed quarterly data and financial reports throughout the year.
This report provides the committee’s assessment of counties’ performance,
challenges and outcomes in year one.

KEY HIGHLIGHTS

During its first year of implementation, the SHS fund laid a strong foundation to
deliver on the promises made to voters and our neighbors experiencing
homelessness. The pandemic exacerbated our region’s homelessness crisis and
created unprecedented challenges with SHS implementation in its first year.
Nonetheless, our review confirms that counties and their partners advanced the
fund’s 10-year goals and developed key infrastructure needed to achieve those
goals over time.
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Programmatic outcomes from SHS investments in year one include:

e SHS-funded housing and services supported placements into permanent
housing for 1,674 people who had previously experienced homelessness.

e The new regional long-term rent assistance program enabled 690 of those
households to secure permanent housing through flexible rent subsidies.

e SHS-funded rent assistance, case management and legal supports prevented
9,222 people from losing their housing.

e SHS funds created or sustained 689 emergency shelter beds.

At the same time counties were making new SHS services available, they were also
building systems and partnerships that will create the foundation for effective
program implementation over the next decade:

e Partnerships and capacity building: Nonprofit and community-based
organizations are the backbone of SHS implementation. Counties worked to
build a robust regional system of care through service provider partnerships,
with a particular focus on engaging new partners and culturally specific
organizations. Counties qualified 116 organizations for a regional SHS supplier
pool, established 83 contracts with providers to deliver SHS services in year
one, and invested almost $8M in service contracts with culturally specific
providers.

e Cross-sector work: Counties leveraged SHS resources to strengthen service
integration with other systems critical to building an effective regional
homelessness response infrastructure. This includes new and expanded cross-
sector initiatives with the behavioral health system to increase access to
mental health and addiction services for people experiencing homelessness.

e Metro affordable housing bond alignment: The counties worked with Metro
to integrate SHS-funded rental assistance and supportive services with bond-
funded capital investments to create 315 permanent supportive housing units
in year one, with more in the pipeline.

¢ Regional coordination: The SHS fund has created an unprecedented level of
regional collaboration and alignment across jurisdictional partners. In year
one, counties and Metro coordinated on the development and implementation
of the regional long-term rent assistance program, creation of a tri-county SHS
service provider pool and the development of regional data systems and
reporting templates.

e Advancing racial equity: While it is too early in the implementation process
to measure whether the SHS fund is achieving its racial equity goals, initial
findings from counties’ equity analyses suggest that SHS investments are
leading to improved access to services for people of color who are
disproportionately impacted by housing instability and homelessness.
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CHALLENGES

The SHS fund’s first year also involved significant challenges associated with the
launch of a brand new initiative:

e System building: SHS implementation required counties to build new
programs and systems, in many cases from the ground up. Much of counties’
focus in the initial months of the fiscal year was on the foundational work
needed to create the internal infrastructure and capacity to support this work.

e Ramp up: The pace of ramp up required to develop and implement SHS
programs in year one was challenging for many service providers. This was
particularly the case for smaller and emerging organizations and those without
extensive experience with government contracts.

e Workforce: Scaling up programs to meet counties’ year-one goals required
significant increases in staffing, but counties and service providers faced
challenges in hiring and training program staff due to regional workforce
shortages affecting every sector of the economy.

¢ Revenue flow: SHS programming launched in July 2021 but most of the
revenue to fund year-one services was not collected until April 2022. This
meant counties did not receive most of their year-one revenue until the fourth
quarter of the fiscal year, requiring them to fund most year-one programming
through loans. This impacted each county differently and created challenges for
some counties during the fund’s first year.

The counties worked with Metro throughout year one to develop regional SHS data
and evaluation standards, but standardized data and financial reporting templates
weren’t adopted until the beginning of year two. This created challenges for the
oversight committee in analyzing the counties’ year-one data in a consistent way at
aregional level. It particularly limited the committee’s ability to report on
disaggregated demographic and SHS population A and B data.

LOOKING FORWARD
With a strong foundation built for implementation in year one, regional SHS

programming is well positioned to grow and expand in year two.

e Programs launched in year one are poised to grow with increased investments
and expanded capacity.

e New programs will be introduced in year two to fill gaps and strengthen the
effectiveness of the region’s homelessness response system.

e Counties plan to further expand their service provider networks and
strengthen their capacity building support for culturally specific organizations
and other community-based partners.
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¢ Implementation of new regional data standards and reporting templates in
year two will support regional monitoring, evaluation and quality
improvement.

e The launch of the tri-county planning body will strengthen regional
coordination and problem-solving.

RECOMMENDATIONS

The oversight committee has developed recommendations to advance the goals of
the program and improve its ability to exercise oversight of SHS implementation.
Recommendations are responsive to challenges and themes that have consistently
been identified in oversight committee meetings over the last year and a half and
were developed by input via surveys and in person over the course of two public
committee meetings. Annual report and recommendation discussions followed a
review of county annual reports and associated presentations and review of
analysis prepared by Metro staff. The committee charges Metro staff with carrying
the following recommendations forward, developing plans and timelines for each
strategy and bringing a first update on the development of those plans to the
committee in July 2023.

Category 1: Regional communication strategy

1. Create a robust communication strategy on the progress and nature of
Metro supportive housing services that effectively reaches the broader
community. Metro staff will lead and coordinate with jurisdictional partners
and nonprofit providers to create and implement a communication strategy
that helps the public understand the nature and goals of Metro supportive
housing services and communicates progress, successes and challenges of
the supportive housing services fund in a manner that is easily accessible and
understandable by the general public. Additionally, Metro will offer
communication support to jurisdictions and nonprofit providers in the form
of technical assistance and access to the Metro communications team.

Metro will contract with external communications experts to help design the
campaign and allocate internal resources to implement and manage the
campaign.

A successful strategy will ensure the public understands clearly what the
Metro supportive housing services team and each county are doing in
layperson’s terms and that the information is shared through various
mediums.

By July 2023, Metro will provide the oversight committee with an update on
the status of the communication strategy.
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Category 2: Budgeting/financial reporting and expectations

1. Update reporting templates by the start of FY23-24 to clearly show
quarterly and annual progress toward annual work plan goals. In
coordination with jurisdiction partners, Metro will update all programmatic
and financial tools, including the annual budget template, spend down plans,
and quarterly and annual financial reporting, to effectively communicate the
fiscal state of supportive housing services. Adjustments include the following

elements:

a. Improved communication on budget to actuals

b. Quarterly reporting on roll-over and spend down plans to actuals

c. Clarity on unspent funds and their intended use

d. Clarity on future financial obligations such as long-term rental
assistance payments

e. Narrative regarding financial challenges

f. Information about number of contracts and amount of contracted
funding

g. Semi-annual reporting of total invoiced by providers by investment
area

h. Clearly articulated financial expenditures to outcomes, including

L.

spending on Population A and Population B
Updates on tax collections costs, implementation and challenges

Metro will also coordinate technical assistance for jurisdictions and
partners as necessary.

By July 2023, Metro will provide the oversight committee with an update
on the status of budgeting/financial reporting and expectations.

Category 3: Workforce issues

1. Develop a work plan and timelines that incorporate short-term and
long-term strategies for addressing workforce issues. Though the
supportive housing services regional goals and metrics include workforce-
related items, these represent minimum standards.

The work plan should consider the following:

a.
b.
C.

More robust training for providers

Multi-year capacity building investments

More intentional capacity support to small/emerging culturally
specific providers

Evaluating current allocation and use of administrative funds with the
goal of ensuring that all expenses related to Metro supportive housing
services administration are covered. Research will include
incorporating feedback from providers and jurisdictions
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3.

e. More capacity building support for providers

f. Increased ability to hire and retain workers

g. Specific data on the number of staff positions and diversity of
organizations’ workforce, what they are doing for employee retention
including preventing burnout and average pay for peers/outreach

h. Raising awareness that these workforce problems exist for other
publicly funded services as well, and those challenges must also be
addressed

i. Additional supports for existing staff (e.g. mental health and
wellbeing) for retention

Metro will update the committee by July 2023 on progress toward a work
plan that includes strategies for expanding resources, technical assistance,
training and other supports to service providers in service of strengthening
provider capacity. Workforce-related goals and metrics may also be updated
as part of the tri-county planning body’s recommendations.

Determine the feasibility and potential design of multi-year capacity
building investments for service providers and report findings back to
the oversight committee. The feasibility analysis should answer:
a. Can these types of investments be made? If not, why?
b. Could these be made available at least to culturally specific and
small/emerging organizations? If not, why?

Then, create a multi-year funding program for culturally specific, small
and emerging supportive housing services providers. Report back to the
committee with funding requirements, expected outcomes, potential
funding commitments and implementation timeline.

The above are specific strategies the oversight committee recommends
being deployed within one year, with a report back from Metro staff or
counties on commitments and timelines by May 2023.

Address service provider wage/compensation equity to provide better
guidance to county partners in meeting their SHS equity goals and to
develop more consistency in wage standards across the region.
Strategies should be developed in collaboration with local and state
stakeholders and prioritize culturally specific providers.

Metro staff will provide an update to the oversight committee on this work
by July 2023.

Category 4: Program expansions

1.

viii

Identify and implement regional strategies that facilitate integration of
health services, with a focus on behavioral health including mental health
and substance use services, that lead to increased service access/options
for people experiencing homelessness. The strategies should prioritize the
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needs of Black, Indigenous and other people of color (BIPOC) and LGBTQ+
households in accessing health services. The strategies that are developed
should apply in outreach, shelter, housing navigation, short-term housing and
permanent housing, including strengthening crisis and long-term health
supports.

Metro staff will provide an update to the oversight committee on this work by
July 2023.

Category 5: Data, reporting and evaluation

1. Evaluate current practices for data collection, reporting and evaluation to
ensure that all reporting, evaluation and program needs are being met.
Metro staff will come back to the oversight committee with any additional
considerations for reporting needs from this evaluation, including the following
suggestions from the committee:

a. Numbers served, disaggregated by demographics

Key performance measures for each intervention

Overall regional numbers and trends

Regional long-term rent assistance vouchers deployed and retention

Evidence-based reporting on contributing factors

f. Other evaluation, programmatic and compliance needs that arise

© oo o

Metro staff will provide an update to the oversight committee on this work by
July 2023.

2. Create a plan to address ongoing regional data alignment and community
input needs, including developing regional data definitions, standards and
methodologies. Metro staff may consider launching an ongoing regional data
workgroup.

Metro staff will provide an update to the oversight committee on this work by
July 2023.

TRANSFORMING LIVES

Behind the numbers in this report are thousands of people in our region whose
lives have been transformed by the services and supports made possible through
the SHS fund. Consider the story of Phillip, a Yaqui elder who found stable housing
through SHS-funded services after years of sleeping outside. With housing case
management from the Native American Rehabilitation Association and a regional
long-term rent assistance voucher, Phillip moved into an apartment he loves and
feels safe when he goes to sleep for the first time in a long time. “I've been around
everywhere and tried to find my place in the world,” Phillip explained. “I think I've
found it.”
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Stories like Phillip’s demonstrate the transformative impact of our region’s
commitment to invest in services that help people exit homelessness and
transition into safe, stable housing.

We are honored to have the opportunity to provide oversight for this important
work and would like to thank Metro and the counties for their support. We'd
especially like to extend our gratitude to the nonprofit and community-based
organizations across the region working to implement SHS programs and services.

Thank you,

Supportive Housing Services Regional Oversight Committee members:

Susan Emmons (Co-chair)
Mandrill Taylor (Co-chair)
Dan Fowler

Maria Hernandez

Stef Kondor

Jenny Lee

Seth Lyon

Carter MacNichol

Felicita Monteblanco
Jeremiah Rigsby

Mike Savara

Kathy Wai

Becky Wilkinson

Elected delegates:

Chair Tootie Smith, Clackamas County delegate
Kathryn Harrington, Washington County delegate
Susheela Jayapal, Multnomah County delegate
Christine Lewis, Metro Council delegate

Mayor Ted Wheeler, City of Portland delegate
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INTRODUCTION

In May 2020, voters in the greater Portland region approved Measure 26-210 to
create a dedicated revenue stream to address the region’s homelessness crisis. The
supportive housing services (SHS) tax funds a continuum of services to address the
underlying conditions of homelessness and support connections with stable
housing. The new funding supplements existing local, state and federal resources
to increase the region’s capacity to meet the needs of people experiencing
homelessness and housing insecurity.

SHS funds have supported an unprecedented expansion of our regional
homelessness response system. Metro, the three counties, and numerous nonprofit
partners have built the infrastructure for a regional system of care that will
provide services for 5,000 people experiencing prolonged homelessness and
10,000 households experiencing short-term homelessness or at risk of
homelessness over the next 10 years.

This report provides an assessment of the SHS fund’s first year of implementation,
covering the period from July 1, 2021 through June 30, 2022. It includes:

e A summary of SHS-funded investments in housing and services and key
regional outcomes

¢ An assessment of counties’ work to build a regional system of care through
partnerships and capacity building with community-based organizations

e An overview of system development work including regional and cross-
systems coordination

e Analysis of counties’ progress to advance the fund’s racial equity goals

e An assessment of each county’s performance in relation to its approved local
implementation plan

e Afinancial review of year-one budgets and expenditures

e An overview of planned investments and program expansions in year two.

To put this assessment in context, it is important to understand the broader
framework for the SHS fund'’s investments:

e The services funded by the SHS tax are just one component of the region’s
broader homeless services system. The information in this report focuses
specifically on the activities and outcomes in fiscal year 2021-22 that were
supported with SHS funding, but this work is part of a much larger
infrastructure of services, programs and outcomes funded by other local, state
and federal resources.

e Homelessness is a complex issue that involves multiple systems of care. While
the region’s homeless services system plays a critical role in identifying people
experiencing homelessness and connecting them with services, addressing the
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underlying conditions of people’s homelessness requires cross-sector
alignment between homeless services, behavioral health, housing, community
justice, healthcare and other related systems.

While SHS investments have increased our region’s capacity to help people
experiencing homelessness transition to stable living, broader systemic forces
outside of the SHS fund’s control continue to push more people out of their
homes. These include high rents, insufficient housing supply, the economic
impacts of the coronavirus pandemic, incomes that do not enable people to meet
their basic needs and Oregon’s failure to provide an adequate system of mental
health and addiction services. The impact of these factors is even greater for
people of color due to the pervasive effects of institutional and systemic racism.
Achieving an end to homelessness in our region will require federal and state
policy changes to address these root causes.
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SUPPORTIVE HOUSING SERVICES BACKGROUND

Approval of Measure 26-210 created a new tax that is projected to generate an
average of $250M per year to fund a regional system of care governed by four
jurisdictions: Metro and Clackamas, Multnomah and Washington counties. The tax
took effect in January 2021 and will expire in 2031 unless reauthorized by voters.

In December 2020, the Metro Council adopted a supportive housing services work
plan to guide implementation. The work plan defines the fund’s guiding principles,
racial equity goals, priority populations, service areas, accountability structures
and funding allocations.

Within the framework of the regional work plan, each county’s specific SHS
investments and activities are guided by local implementation plans informed by
community engagement and approved by Metro Council in spring 2021.

Guiding principles

SHS implementation is guided by the following regionally established principles:
e Strive toward stable housing for all

e Lead with racial equity and work toward racial justice

e Fund proven solutions

e Leverage existing capacity and resources

¢ Innovate: evolve systems to improve

¢ Demonstrate outcomes and impact with stable housing solutions

e Ensure transparent oversight and accountability

e Center people with lived experience, meet them where they are, and support
their self-determination and well-being

e Embrace regionalism: with shared learning and collaboration to support
systems coordination and integration

e Lift up local experience: lead with the expertise of local agencies and
community organizations addressing homelessness and housing insecurity.

Leading with racial equity

People of color are overrepresented in the region’s homeless population due to the
impact of systemic, institutional and interpersonal racism. To account for and
correct these disparities, the SHS fund is guided by a commitment to lead with
racial equity by especially meeting the needs of communities of color who are
disproportionately impacted by housing instability and homelessness. The fund
aims to increase the availability of culturally specific services across the region,
improve outreach and language access and ensure that all SHS services are
delivered in a manner that is anti-racist and culturally responsive.
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The fund is also designed to engage people of color in planning and oversight of
SHS services through significant representation on local and regional advisory
bodies.

Priority populations

The SHS fund serves two primary populations:

e Population A, defined as people with extremely low incomes and one or more
disabling conditions, and who are experiencing or at imminent risk of
experiencing long-term or frequent episodes of literal homelessness

e Population B, defined as people who are experiencing homelessness or have
substantial risk of experiencing homelessness

As defined by the measure, 75% of SHS investments will be dedicated to meeting
the housing and service needs of population A, while 25% of the investments will
be dedicated to housing and services that address the needs of population B.

The goal of this distribution of SHS investments is to build a system of care that
fully addresses the needs of people experiencing prolonged homelessness, while
also investing in programs that end and prevent episodic homelessness.

Service areas

SHS tax revenue is distributed to Clackamas, Multnomah and Washington counties
to invest in local strategies to meet the needs in their communities. The three
county governments work in partnership with nonprofit service providers and
community-based organizations to develop and implement services based on
priorities identified in counties’ local implementation plans.

Eligible uses of SHS funding include:

e Outreach and engagement to connect people experiencing homelessness with
available services and address their housing barriers

e Emergency housing to provide people experiencing homelessness with interim
stability and connect them with pathways to stable housing

e Housing navigation, placement and rent assistance to assist people in moving
from homelessness to stable housing

¢ Housing retention case management to support people exiting homelessness to
stabilize in and retain permanent housing

e Eviction prevention, case management and rent assistance to prevent people
from becoming homeless

e Wrap-around supports including peer support services, employment services,
legal services and assistance with accessing medical care, mental health care
and addiction services.
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Funding can also be used for capacity building and systems development to
support program implementation, as well as administrative costs within applicable
limits.

SHS funding is intended to work in tandem with other systems and investments.
The fund was designed to strengthen the impact of the 2018 Metro affordable
housing bond and other local, state and federal housing investments by providing
the supports that people experiencing or at risk of homelessness need to find and
stay in housing.

Similarly, because access to mental health and addiction services is an essential
element in addressing homelessness, SHS is designed to work in close alignment
with the behavioral health care system to connect people experiencing
homelessness with clinical services and to link people accessing clinical services
with housing. SHS is also designed to work in coordination with other related
systems including the criminal justice, workforce and healthcare systems.

Accountability structure

Counties’ SHS investments and activities are guided by their local implementation
plans and led by designated agencies - Clackamas County’s Housing and
Community Development Division, Multnomah County’s Joint Office of Homeless
Services and Washington County’s Department of Housing Services - with
oversight by local community advisory committees and each county’s board of
commissioners.

The Metro Council appointed the Supportive Housing Services Regional Oversight
Committee to provide regional oversight of the fund’s implementation. The
committee reviews counties’ quarterly and annual reports, assesses performance
and reports to the Metro Council and each county’s board of commissioners
regarding the fund’s challenges, successes and outcomes.

Funding allocations and requirements

As required by the voter-approved measure, SHS funding is allocated within the
portions of Clackamas, Multnomah and Washington counties that are inside the
Metro jurisdictional boundary in amounts proportionate to the tax revenue
estimated to be collected from individuals in each county. Metro is responsible for
distribution and oversight of SHS funding.

Metro’s intergovernmental agreements with each county include specifications for
budgets, administrative costs, use of funds, financial reporting, contingency funds,
stabilization reserves and debt service. The oversight committee provides high-
level financial oversight of funding investments and expenditures.
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YEAR ONE OVERVIEW

The supportive housing services fund operates on a fiscal year system, July 1
through June 30. The fund’s first year, (July 1, 2021 through June 30, 2022) was a
foundational year. SHS implementation required counties to build new programs
and systems, in many cases from the ground up. While counties worked quickly to
make new services available, much of the focus in year one was on the system-
building work required to lay the foundation for SHS implementation over the next
decade.

Foundational work

Internal capacity building: All three counties created new internal program
teams and added program staff to support SHS implementation (including a
three-fold increase in program staff in Clackamas County). While Multnomah
County already had a robust infrastructure for delivering homeless services,
Clackamas and Washington counties had to develop new systems to support a
rapid expansion of their existing programs.

Partner capacity building: SHS implementation relies on the on-the-ground
work of nonprofit and community-based service providers across the region.
Building a robust regional provider network was a key priority for counties’
year-one foundational work. Counties invested significant time developing and
implementing procurement processes to expand government contracting
opportunities to a diverse pool of providers.

Program development: Counties’ year-one SHS plans included the
development and expansion of dozens of programs and services, each requiring
administrative systems and infrastructure. Implementation of new programs
such as the regional long-term rent assistance program required the
development of complex new policies, protocols, systems, staffing,

partnerships and administrative structures. Scaling up of existing programs
also required additional capacity building and system development work.

Coordinated access: To support SHS implementation, the counties made
updates to their coordinated access systems to reduce barriers and expand
equitable access to services. Clackamas County contracted with the Coalition of
Communities of Color and Unite Oregon for technical assistance to improve
their assessments. Washington County streamlined their intake process,
increased access points, and trained culturally specific partners to conduct
assessments. In Multnomah County, SHS funding supported the creation of a
new culturally specific assessment team.

Challenges

Ramp up challenges: Staffing shortages and the time required to develop new
programs and administrative systems made it challenging to implement
services at the pace that would have been required to meet counties’ year-one
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goals. The ramp up challenges were particularly difficult for smaller and
emerging organizations, but even larger organizations faced challenges in
expanding programs in the context of a pandemic and regional workforce
shortage.

¢ Revenue flow: While SHS implementation launched in July 2021, most
revenue to fund the program was not collected until April 2022. This meant
counties did not receive the bulk of their year-one SHS funding until the fourth
quarter of the fiscal year, requiring them to fund much of their initial
programming through loans. This impacted each county differently and created
challenges for some counties.

Despite these challenges, counties’ year-one activities and outcomes were well-
aligned with the year-one priorities and goals in their local implementation plans,
though at a smaller scale than originally planned. The remaining sections of the
report provide an overview of counties’ year-one work, analyze key
accomplishments and challenges and assess counties’ overall performance.
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HOUSING AND SERVICES

Housing placement

In year one, counties focused on placing people experiencing chronic
homelessness into permanent housing, a key priority for the SHS measure.
Counties’ housing placement services are tailored to meet each household’s
specific situation and needs and typically include:

e Assessment of housing barriers, needs and preferences

e Support and flexible funds to address immediate housing barriers

e Housing search assistance including landlord outreach and engagement

e Assistance with preparing applications for housing, filing appeals and
advocating with landlords

e Support with application fees, security deposits and other move-in costs
e Rent assistance or placement in subsidized affordable units

¢ Ongoing case management and connections to wrap-around services as needed
to support housing stability and retention

In year one, 1,674 people across the region were placed into permanent housing
with support from SHS-funded services and rent assistance.

Clackamas Washington Multnomah Regional
County” County County total
Total people placed in housing 175 370 1129 1674

with SHS funds
*The housing outcomes for Clackamas County in this report incorporate final data updates completed
after Clackamas County submitted its annual report.

Regional long-term rent assistance

A key strategy in the SHS fund’s housing placement work is regional long-term rent
assistance (RLRA), a new SHS-funded rent subsidy. The program supports both
tenant-based subsidies (tenants receive a rental voucher that they can use to rent a
unit in the open market) and project-based subsidies (the rental voucher is
attached to a specific rental unit, often in an affordable housing building). Program
participants pay 28.5% of their income toward the rent and the remaining amount
is covered by the voucher. Participants are provided with ongoing case
management and supportive services to help them achieve housing stability.

In year one, 690 households across the region were placed into permanent
housing with an RLRA subsidy.

Clackamas Washington Multnomah Regional
County County County total
Households placed in housing 125 305 260 690

with an RLRA subsidy
RLRA placements are a subset of the total year-one housing placements.

8 Supportive housing services regional annual report | July 1, 2021-June 30, 2022



Homelessness prevention

In addition to supporting housing placements for people experiencing
homelessness, counties used SHS funds to prevent thousands of additional
households from becoming homeless in the first place. Homelessness prevention is
a critical investment because it is much more difficult and expensive to stably
house people once they have lost their homes than to support them to remain in
their homes.

During the pandemic, the risk of eviction and homelessness among financially
vulnerable households was particularly high due to the economic impacts of covid-
19. Counties worked to prevent evictions through a combination of emergency
rent assistance, legal support, housing case management and other services. While
Clackamas and Washington counties funded most of their eviction prevention
services with non-SHS resources, Multnomah County combined SHS revenue with
other resources to significantly expand their homelessness prevention capacity in
year one.

Across the region, SHS-funded services and supports helped prevent evictions for
9,222 people.

Clackamas Washington Multnomah Regional
County County County total
Total people prevented from 0 66 9,156 9,222

homelessness with SHS funds
*Clackamas County provided eviction prevention services using other funding sources.

Emergency housing

The SHS fund supports a range of emergency housing options to provide
households experiencing homelessness with interim stability and support. In year
one, counties used SHS funds to support a mix of emergency housing models to
meet diverse community needs. SHS funds supported the creation of new
emergency beds in congregate, non-congregate, facility-based and alternative
shelters, with a particular emphasis on programs that support connections to
stable housing. SHS funds also helped to stabilize existing shelter programs by
supporting operating costs and funding supportive services to connect
participants with pathways to permanent housing.

Across the region, SHS funds created or sustained a total of 689 emergency
housing beds in year one.

Clackamas Washington Multnomah Regional
County County County total
Emergency beds created or 100 277 312 639

sustained with SHS funds
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Housing and shelter capacity

SHS investments have led to long-term increases in system capacity across the
region. In year one, for example, SHS funding supported the creation of 1,672 new
supportive housing units and 252 new year-round shelter beds. These critical
housing resources would not exist without SHS funding, and they will expand the
region’s overall capacity to transition people out of homelessness and into
permanent housing.

Clackamas Washington Multnomah Regional
County County County total
New supportive housing units
created with SHS funds 125 790 757 1672
New year-round shelter beds 0 102 150 252

created with SHS funds
New year-round shelter beds are a subset of the emergency beds created or sustained with SHS funds.

* While Clackamas County did not open new shelter beds with SHS funds in year one, SHS funding
prevented the closure of shelter beds at risk of ceasing operation.

Disaggregated data

Counties are required to include disaggregated data on SHS populations A and B,
race and ethnicity, disability status and gender identity in their quarterly and
annual reports. However, because regional data standards and reporting templates
were not adopted in time for the year-one reports, there is limited disaggregated
data available in a consistent format across the three counties.

The table below provides a snapshot of the race and ethnicity of people served
through housing placements and homelessness prevention services in year one.
More comprehensive disaggregated data will be available in the year-two annual
report.

Clackamas  Washington Multnomah Regional
County County County total
(n=175) (n=436) (n=10,285) (n=10,896)
American Indian, Alaska Native 6% 5% 6% 6%
or Indigenous
Asian or Asian American 2% 2% 6% 5%
Black, African American or 17% 7% 38% 36%
African
Hispanic or Latine 5% 33% 21% 22%
Native Hawaiian or Pacific 1% 4% 4% 4%
Islander
Non-Hispanic White* 68% 53% 25% 27%
White 76% 84% 41% 43%
Race/Ethnicity unreported 0% 5% 6% 6%

The table uses “alone or in combination” categories. This means people may identify as many races
and ethnicities as they choose, and they are counted once in each category.

*The category “Non-Hispanic White” is a subset of the category “White.”
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PARTNERSHIPS AND CAPACITY BUILDING

The successful implementation of SHS programs relies on the work of nonprofit
and community-based housing and service providers across the region. Counties
focused significant time and resources in year one to build a strong regional
network of SHS providers, with a particular focus on engaging new partners and
culturally specific organizations.

Procurement strategies

Counties implemented procurement strategies designed to expand partnership
opportunities to a diverse range of providers. A central goal of the procurement
strategies was to ensure all SHS services are delivered in a manner that is anti-
racist and culturally responsive, and to create a robust network of culturally
specific service providers.

The core elements of the counties’ procurement strategies are reflected in their
joint work on a cooperative tri-county Request for Programmatic Qualifications
that incorporated:

¢ One-on-one outreach to potential applicant organizations with a particular
focus on culturally specific providers

e Bilingual pre-proposal information sessions that engaged 276 participants

e Technical assistance available upon request to assist smaller and emerging
organizations with writing their proposals

e Application questions and evaluation criteria that emphasized racial equity and
the delivery of culturally responsive and culturally specific services

e Alarge panel of diverse reviewers representing all three counties and a wide
range of community partners

Provider partnerships

The tri-county Request for Programmatic Qualifications qualified 116
organizations to be eligible to contract with the three counties to deliver SHS
services. All of these organizations demonstrate the capacity to provide culturally
responsive or culturally specific services. Many of the organizations are small or
emerging organizations that have never had a government contract before. Others
are well-established providers that have leveraged SHS resources to scale up their
existing programs, expand into other service areas or begin serving other parts of
the region.

SHS service provider contracts

The three counties established a total of 83 contracts with service providers to
deliver SHS services in year one and completed additional contracts during the
year for services to be delivered in year two.
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Clackamas Washington Multnomah Regional
County County County total
Total contracts with service
providers to deliver SHS 6 20 57 83
services in year one
Some providers contracted with more than one county. The regional totals in this table and the one
below reflect the total number of contracts, not the total number of providers.

Culturally specific provider contracts

The counties’ procurement strategies resulted in 14 contracts worth $7.7M with
culturally specific organizations to provide SHS services in year one. The counties
developed additional contracts with culturally specific providers in year one for
services to be delivered in year two, positioning them to further expand their
investments in culturally specific services.

Clackamas Washington Multnomah Regional

County County County total
Contracts with culturally
specific providers to deliver 3 4 7 14
services in year one
SHS funding received by
culturally specific providers S0.5M $3.4M $3.8M S$7.7M
for services in year one
Culturally specific provider contracts are a subset of the total contracts with service providers.

Clackamas County’s culturally specific providers delivered housing navigation and
housing case management services to Latine, Indigenous, Black and other
communities of color. Washington County’s culturally specific providers delivered
housing case management services, shelter services and housing liaison services to
Latine, Black and immigrant and refugee communities. Multnomah County’s
culturally specific providers delivered supportive housing, system access and
navigation, prevention, housing placement and retention services to Black,
Indigenous, Latine and immigrant and refugee communities.

Partner capacity building

The pace of ramp up required to develop and implement SHS programs in year one
was challenging for many contracted providers. This was particularly the case for
smaller and emerging organizations and those without extensive experience with
government contracts. Partners’ implementation challenges included:

e Hiring and training new staff amid a workforce shortage that has affected all
sectors of the labor market

e Developing financial and administrative systems to receive and track
government funding in alignment with counties’ specific requirements

e Developing data collection and reporting infrastructure and capacity in
alignment with SHS requirements
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e Developing systems to administer programs that are new or being
implemented with new populations or in new geographic areas

The counties are committed to supporting partner organizations’ capacity building
as they scale up to implement SHS programs. In year one, for example, Multnomah
County provided capacity building funds to SHS partner organizations to support
organizational infrastructure, increased wages and program development.
Washington County’s SHS program offered weekly office hours, frequent trainings
and one-on-one technical support to new and existing partners. In addition,
Washington County provided culturally specific providers with three-year
administrative support grants. All three counties plan to provide additional
capacity building funding and technical support to providers in year two.
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CROSS-SECTOR WORK

Homelessness is a complex issue requiring coordination between multiple systems
of care. Cross-sector alignment between homeless services, behavioral health,
community justice, housing, healthcare and other related systems is key to
building an effective regional homelessness response infrastructure. SHS
investments are leveraging increased capacity and alignment with these other
systems through service integration partnerships.

In year one, counties prioritized cross-sector alignment and partnerships with the
behavioral health system to expand access to mental health and addiction recovery
services for people experiencing homelessness. For example, in Clackamas County,
the SHS program partnered with the county’s Behavioral Health Division to fund
two mental health positions to support housing case management. In Washington
County, SHS investments in five housing liaison positions leveraged the capacity of
11 registered nurses, 53 resource coordinators, five behavioral health care
coordinators and population-specific resource navigation services funded through
the county’s Health and Human Services Department. Multnomah County’s SHS
program partnered with the county’s Behavioral Health Division to create
designated supportive housing apartments to serve people with significant
behavioral health needs.

Another key example of cross-sector work in year one is the alignment between
the SHS fund and the Metro affordable housing bond. The counties worked with
Metro to integrate SHS-funded rental assistance and supportive services with
bond-funded capital investments to create a total of 315 permanent supportive
housing (PSH) units in year one, with more in the pipeline. Clackamas County
incorporated supportive services funded by SHS into three bond-funded housing
developments (Tukwila Springs, Fuller Road Station and Marylhurst Commons) to
create 101 units designated as PSH. Washington County integrated SHS and bond
funding in two projects - the Aloha Inn, which will provide 54 units of PSH, and the
Viewfinder, which uses SHS funding to provide supportive services in 30 PSH
units. In Multnomah County, SHS will fund supportive services in 130 bond-funded
units.

Clackamas Washington Multnomah Regional
County County County total
Bond-funded units that will
use SHS-funded services to 101 84 130* 315
create supportive housing
*Multnomah County’s figure includes Metro housing bond and Portland housing bond funded units.
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REGIONAL COORDINATION

The SHS fund has created an unprecedented level of regional collaboration and
alignment across jurisdictional partners to address homelessness. Three key
examples of SHS regional coordination work in year one are the development and
implementation of the regional long-term rent assistance program, the
development of a tri-county SHS service provider network and the development of
regional data systems and reporting templates.

Regional long-term rent assistance

A workgroup with representatives from all three counties and Metro has been
meeting bi-weekly since early 2021 to develop regional policies and guidelines for
the SHS-funded regional long-term rent assistance program. The program’s
regional policy framework provides consistency for participating landlords and
tenants while enabling flexibility to meet local needs. Specific program and
administrative practices are tailored to reflect local variations and be responsive
to the needs and capacities of each county.

Since the program’s launch in July 2021, the jurisdictions have continued to work
together to engage in quality improvement and shared learning. Data teams from
each county have co-developed customized data collection and reporting tools for
the program, informed by shared regional guidelines. The regional workgroup has
reviewed and analyzed tri-county data reports on a quarterly basis to monitor
progress, identify areas for improvement and ensure the program is achieving its
goals. Updates to the regional policy framework have been used to clarify
expectations, refine specific guidelines in response to lessons learned and support
effective implementation.

Regional service provider network

In year one the three counties coordinated on a collaborative procurement process
to build a pool of service providers eligible to contract with the counties to deliver
SHS services. Led by Washington County, the tri-county Request for Programmatic
Qualifications brought together representatives from all three counties to develop
regionally consistent service delivery guidelines and shared priorities for provider
evaluation and selection. The development of a single, coordinated process for
providers to qualify to deliver homeless services throughout the tri-county area
reduced barriers to government contracting, particularly for smaller and emerging
organizations. The procurement resulted in the formation of a tri-county SHS
provider pool which the counties plan to expand in future years through additional
collaborative procurements.
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Regional data systems and standards

A tri-county workgroup composed of technical experts worked with Metro
throughout year one to develop regional data definitions and standards to ensure
consistent SHS data collection and reporting practices. These standards were
incorporated into a regional data reporting template for the counties’ quarterly
and annual reports to Metro.

While these standards were not adopted in time for the year-one report, they will
ensure regional consistency for future reports, improve data collection practices
throughout the region and increase clarity in the communication of programmatic
outcomes. Evaluation practices and reporting structures will continue to evolve
and improve on an annual basis in response to shared learning.

Next steps

Regional coordination will be enhanced in year two through the June 2022 launch
of the tri-county planning body (TCPB), which is charged with setting regional
goals, strategies and outcome metrics related to addressing homelessness in the
region. Five percent of SHS funds are reserved for a regional investment fund
designed to support the counties and Metro in achieving SHS alignment,
coordination and outcomes at a regional level. The TCPB will guide the fund’s
investments and support coordination on solutions to regional challenges.
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PROGRESS IN ADVANCING RACIAL EQUITY

In the greater Portland region and nationally, people of color are far more likely
than their white counterparts to experience homelessness due to the cumulative
impacts of systemic and institutional racism. Recognizing that to effectively reduce
homelessness we must account for and correct these disparities, the SHS fund is
guided by a commitment to serve people of color at higher rates than the general
population, and to show equal or better outcomes for people of color.

Strategies to advance racial equity

In year one, counties advanced the SHS fund’s racial equity goals through
strategies that included:

e Prioritizing racial equity: All three counties’ local implementation plans
include a commitment to lead with racial equity by meeting the needs of
communities of color who are disproportionately impacted by housing
instability and homelessness. This commitment is reflected in regional
outcome metrics that articulate clear and specific goals for achieving equitable
service delivery and housing outcomes.

¢ Investing in culturally specific services: A core strategy for connecting
communities of color to SHS services is by engaging culturally specific
organizations as SHS service providers. All three counties implemented
procurement strategies designed to increase their partnerships with culturally
specific organizations. Counties also provided technical assistance and capacity
building support to assist culturally specific partners to expand their work.

¢ Reducing barriers: All SHS programs are designed to use low-barrier program
eligibility requirements. Counties also made changes to their coordinated entry
systems to improve access to services for people of color. For example,
Multnomah County created a new culturally specific assessment team and
Washington County trained culturally specific partner organizations to conduct
coordinated entry assessments.

¢ Equitable decision making: Implementation of each county’s SHS work is
overseen by community advisory bodies with representation from
communities of color and people with lived experience of homelessness. For
example, 50% of Clackamas County’s Youth Action Board members are people
of color and 100% have lived experience of homelessness; the board advises
the SHS program on youth-related policy and programming. Clackamas County
also recently launched a lived experience board to provide feedback on service
planning and provision. In Multnomah County, 48% of the advisory board that
oversaw year-one implementation are people of color and 28% have lived
experience of homelessness; a new SHS advisory committee and lived
experience committee will launch in year two.

¢ Monitoring and evaluation: The counties worked with Metro to develop
standardized data definitions and templates for reporting on disaggregated
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demographic data for their SHS programs. They also worked with their
contracted providers to develop systems for demographic data collection. In
addition to providing quarterly reports with demographic data, they updated
the system-level racial equity analyses from their local implementation plans to
assess the impact of year-one strategies and identify areas requiring additional
focus. More specific evaluation efforts will occur locally and regionally in the
third program year and beyond.

Equity analysis

While it is too early in the implementation process to be able to measure the full
impact of the counties’ racial equity strategies, findings from counties’ initial data
analyses suggest that SHS programs are leading to improved access to services for
populations of color. Each county conducted a year-one equity analysis and
summaries of their findings indicate that populations of color were served by SHS
programs at a rate that was proportionate to or higher than the percentage of each
racial or ethnic group within the county’s overall population in need. The specific
findings varied by demographic group within each county. While the goal for SHS
is to over-serve populations that experience disproportionate housing instability,
this preliminary analysis provides an early indication that SHS strategies are
helping to correct historic disparities in access to services.

The counties’ equity analyses also highlight the need for ongoing work to ensure
the SHS fund achieves its equity goals. Challenges linked to long-standing
systemwide disparities will continue to require focused attention and strategic
interventions. For example, in some counties, the legacy of past practices means
there are still disproportionate numbers of white households retained in
mainstream housing programs. Counties will also continue to be faced with
disproportionate rates of new homelessness among populations of color as long as
deep-rooted, systemic racial economic disparities continue to persist.

Counties plan to use the data from their equity analyses to inform targeted
strategies to increase service access for specific communities. Counties will also
need to monitor SHS outcomes over time to ensure SHS programs are leading to
housing retention rates for populations of color that are equal to or better than
housing retention rates for white populations. Counties will be able to begin
reporting on 12-month housing retention rates in year two.

Additional work will also be needed in year two to improve demographic data
collection by contracted partner organizations. The ramp up challenges in year one
and overall capacity limitations in smaller and emerging partner organizations
meant some partners were unable to collect consistent, high quality demographic
data. Counties plan to provide training, technical assistance and capacity support
as needed to improve demographic data collection and reporting.
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PERFORMANCE ASSESSMENT

This section compares counties’ year-one performance with the priorities and
goals identified in their local implementation plans (LIPs). Overall, counties made
considerable progress in developing the structures and systems needed to meet
their LIP phase-one goals, which focus on years one through three. Their year-one
strategies were generally well aligned with the priorities identified in their LIPs,
though they did not meet all of their year-one goals because of the ramp up and
capacity building challenges described earlier in the report. A few phase-one
priorities weren’t launched in year one, but in most cases counties plan to launch
those programs in year two.

Clackamas County

Clackamas County’s year-one activities and investments align with its planned
phase-one investments, but with implementation at a smaller scale due to a
reduced year-one budget compared with LIP projections. In response to the delays
in SHS revenue flow, the county recalibrated its budget to remain fiscally sound.
Some planned phase-one investments will therefore not be launched until year
two.

The county’s phase-one priorities that were implemented in year one include:

¢ Increase emergency shelter capacity: Clackamas County didn’t add new beds
in year one, but it increased long-term shelter capacity by using SHS to sustain
100 beds at risk of closing.

¢ Increase housing placement services: Clackamas County provided housing
placement to 125 households and expanded housing placement capacity
through regional long-term rent assistance vouchers and partnerships with
nonprofits to provide housing navigation and placement services.

¢ Expand case management and wrap-around services to support housing
stabilization: Clackamas County provided supportive housing case
management to all 125 households placed in housing through new and
expanded partnerships with service providers.

¢ Expand behavioral health services integrated with homelessness and
housing services: Clackamas County’s SHS program partnered with the
county’s Behavioral Health Division to fund two mental health positions to
support housing case management.

The phase-one priorities that were not implemented in year one were:

e Expand eviction prevention: Clackamas County used other funding sources to
support eviction prevention in year one and plans to launch SHS-funded
eviction prevention services in year two.

¢ Increase outreach and engagement: Clackamas County plans to launch its
SHS outreach and engagement initiative in year two.
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Year-one goals:

Clackamas County made significant progress toward achieving its LIP year-one
goals for housing services and placements, and exceeded its year-one goals for
emergency housing.

Program category Year one goals in LIP Year one achieved
Supportive housing services 200 households 125 households
Long-term rent assistance 250 units 202 units
Short-term rent assistance 130 households *

Eviction prevention 110 households *

Housing placement 200 households 125 households
Emergency housing 65 units 100 units
Outreach 500 households *

*SHS-funded short-term rent assistance, eviction prevention and outreach were not launched in year
one, but the county established contracts for outreach and eviction prevention services to launch in year
two.

Multnomah County

Multnomah County’s year-one housing investments and activities generally align
with its LIP priorities. Its LIP listed overall priorities for the 10-year program
rather than specific year-one or phase-one priorities.

The county’s LIP priorities where progress was made in year one include:

e Supportive housing in bond-funded projects and for specific
communities: Multnomah County helped 1,129 people secure supportive
housing with SHS funds and created 130 designated permanent supportive
housing units in bond-funded projects.

¢ Regional long-term rent assistance: Multnomah County placed 260
households in housing with a regional long-term rent assistance voucher.

¢ Flexible medium-term rental assistance: Multnomah County’s housing
placements included 646 people placed through rapid rehousing programs
with flexible medium-term rental assistance.

¢ Eviction prevention: SHS funds helped prevent evictions for 9,156 people
through a combination of rental assistance, case management and legal
support.

e Shelter services including housing-focused year-round and alternative
sheltering options: SHS funds helped to create or sustain 312 year-round beds
in shelters that included alternative and non-congregate shelter projects.
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e Behavioral health services: Multnomah County expanded behavioral health
outreach to 223 people experiencing homelessness and matched SHS housing
funds to programs providing behavioral health case management.

e Education, training, employment and benefits: More than 359 people
received employment training and services leveraged with SHS funds.

¢ Housing placement and retention case management: SHS investments
supported 465 people to access and retain housing through intensive case
management and wrap-around support services.

e Legal assistance: SHS funds provided 136 households experiencing
homelessness with legal services and connected 537 households facing eviction
with legal support.

The one priority area listed in Multnomah County’s LIP that was not clearly
reflected in the county’s year-one SHS investments was a category focused on
investments in childcare and other supports that make it possible for families with
children to obtain and maintain housing.

Year-one goals:

Multnomah County made significant progress toward achieving its year-one goals
for housing placements, and it exceeded its goals for homelessness preventions,
shelter and outreach and engagement.

Program category Year one goals in LIP* Year one achieved
Housing placements 1,300 people 1,129 people
Preventions 600+ people 9,156 people
Shelter/temporary housing Up to 400 new beds system- 150 SHS-funded beds
wide (all funding sources) (407 beds system-wide)
Outreach/engagement 1,500 people 2,640 people
Employment 100 people engaged in low- 359 people received
barrier employment employment training

*Multnomah County’s LIP did not include specific year-one goals. The goals listed in the table were
approved by Multnomah County’s Board of Commissioners for year one.

Washington County

Washington County’s year-one investments and activities generally align with the
phase-one priorities listed in its LIP. The county reduced the scale of its
investments in some areas, and it delayed implementation of some priorities until
year two to focus on the system building and program development work that was
needed during year one.

The county’s LIP phase-one priorities where progress was made in year one
include:
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Emergency winter and year-round shelter operations: Washington County
created 102 new year-round beds and 212 new winter beds.

Regional long-term rent assistance: Washington County placed 305
households in housing with a regional long-term rent assistance voucher.

Behavioral health services: The SHS program partnered with the county’s
Health and Human Services Department to embed housing liaisons within five
programs including behavioral health programs to create better access to
housing while leveraging existing services.

Supportive services: Washington County partnered with 19 agencies to
provide housing placement and retention services to 305 households.

Washington County’s LIP phase-one priorities that were not implemented in year
one were:

Housing barrier costs and short-term rent assistance: Washington County
plans to launch rapid rehousing and rapid resolution programs in year two that
will address immediate housing barriers and offer short- to medium-term rent
assistance.

Outreach services: Washington County provided outreach services in year
one using non-SHS funds; it plans to use SHS funds to expand its outreach
services in year two.

Year-one goals:

Washington County made significant progress toward achieving its year-one goals
for supportive housing and culturally specific provider partnerships, and it
exceeded goals for year-round and winter shelter.

Program category Year one goals in LIP Year one achieved
Supportive housing 500 placements* 305 placements

Housing stability 500 households *k

Year-round shelter 100 new beds 102 new beds

Winter shelter 150 new beds 212 new beds

Culturally specific provider Network of culturally specific 4 culturally specific
partnerships service providers established providers under contract

*Washington County revised the supportive housing goal to 300 placements in year one.
**SHS-funded housing stability programs (rapid rehousing and rapid resolution) launch in year two.
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FINANCIAL REVIEW

Revenue allocation

When the SHS fund was launched, Metro forecast $180M in revenue for year one.
Total collections for year one exceeded the initial forecast, with nearly $240M in

revenue collected through June 30, 2022.

Tax collection began in April 2021, but most of the collections did not come in until

April 2022.

Tax Collections in Year One
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Counties received the bulk of year-one funding in the fourth quarter of the fiscal
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Year-one budgets and expenditures

The program ramp up and capacity building challenges identified in previous
sections of the report led counties to spend less in year one than they had
originally projected in their local implementation plans. This section compares the
year-one budgets from counties’ LIPs with actual year-one expenditures.

Overall, the programmatic priorities reflected in counties’ year-one expenditures
were closely aligned with their original year-one budget projections. The amounts
spent within each programmatic area were generally less than projected, and in
some cases counties delayed spending in some program categories until year two
to prioritize year-one revenue for their highest priority programs.

Direct comparisons between year-one budgets from the counties’ LIPs and actual
expenditures for year one are hindered by inconsistencies in the line-item
categories used in the LIPs and the year-one reports. Differences between the
counties’ budget categories also create challenges with county-to-county
comparisons. The counties worked with Metro during year one to develop
regionally consistent SHS budget templates that were adopted at the beginning of
year two, which will facilitate future budget analyses.

Clackamas County

Year-one budget projections in Clackamas County’s LIP were based on an
estimated $24.5M in SHS revenues, and included:

Housing and services for populations A and B: $19.3M
Capacity building for CBOs/program operations: $2.7M
Administrative: $1.25M

Regional projects/efforts: $1.25M

Due to the uncertainty of when funding would become available, and Clackamas
County’s policy of spending cash received rather than estimated future revenue,
the SHS program revised its first year budget to $10M. The program’s year-one
spending was $3.4M, or 34% of the revised year-one budget of $10M, and 14% of
the original LIP budget of $24.5M. Expenditures in year one included:

Housing and services for populations A and B: $2.4M
SHS program operations: $516,328

SHS program and RLRA administration: $391,523
Regional strategic initiatives: $18,000

Debt service and interest distribution fees: $31,248

Multnomah County

Multnomah County’s year-one budget projections were based on an estimated
$52M in SHS revenues, and included:

Shelter, outreach and safety on/off street: $10.3M
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Short-term housing assistance: $9.4M

Permanent supportive housing services: $8.7M
Long-term rent assistance: $4.7M

Other supportive services: $5.4M

System development and capacity building: $5.3M
System support, planning and coordination: $3.4M
Admin: $3M

Other costs: $2M

Multnomah County’s year-one spending was $36.4M, or 70% of the budget of
$52M. Expenditures in year one included:
Shelter, outreach and safety on/off street: $5.3M
Short-term housing assistance: $18.5M
Permanent supportive housing services: $3.9M
Long-term rent assistance: $743,076
Other supportive services: $2.7M
System development and capacity building: $3.4M
System support, planning and coordination: $587,815
Admin: $1.3M
Other costs: $0M

Washington County

Year-one budget projections in Washington County’s LIP were based on an
estimated $38M in SHS revenues, and included:

Supportive housing to serve population A: $22.5M

Housing stability to serve population B: $7.5M

Building a shelter system for populations A and B: $5M

Building an equitable system of care for populations A and B: $3M

Washington County revised its year-one budget to $29.3M, reflecting delays in

program ramp up due to the system building and program development work that
was needed during year one. Year-one spending was $16.2M, or 55% of the revised
budget of $29.3M and 43% of the original LIP budget of $38M. An additional $7.9M
was allocated toward required reserves in alignment with SHS intergovernmental

agreements. Program expenditures in year one included:
Housing and support services: $2.8M
Shelter services: $4.0M (plus $3.3M pending FEMA reimbursement)
Housing financial assistance: $1.3M
Systems and capacity building: $200,000
Program operating costs: $3.4M
Interfund payment: $1.1M
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Year two budgets

Counties’ year-two budgets are based on a combination of funding carried over
from year one and projected revenue for year two. This section provides an
overview of each county’s total year-two budget amounts. Detailed line-item
budgets are submitted to Metro each quarter and will be reviewed by the oversight
committee throughout the year.

Carry-over funding

Because counties’ year-one expenditures were lower than the total SHS revenue
each county ultimately received, all three counties carried over some year-one
revenues to year two. Carry-over of funding from one fiscal year to the next is to be
expected for a tax-funded program where the bulk of revenue is collected in April
and distributed during the final months of the fiscal year. Carry-over is also
expected during the initial years of program ramp-up as counties continue to scale
up operations.

Carry-over funding that is the result of higher revenue than expenditures can fund
one-time costs such as capital investments, start-up costs of new programming or
reserves. Carry-over that is the result of the timing of tax collections can be used to
fund ongoing program operations.

Clackamas County

Metro initially projected that Clackamas County would receive $24.5M in SHS
revenue in year one. Year-one revenues ultimately surpassed this initial estimate,
and by the end of the year Clackamas County had received $44.2M, with most of
the funding received in the final months of the fiscal year. This funding is used as
the basis for Clackamas County’s year-two budget as the County budgets using
prior year collections rather than estimated future revenue.

Multnomah County

Metro initially projected that Multnomah County would receive $52M in the first
year of the program. Revenues outperformed projections, and by the end of the
year Multnomah County had received $92M, with much of the revenue coming in
during the final months of the fiscal year. For year two, Multnomah County’s SHS
budget totals approximately $107M.

Washington County

Metro initially projected that Washington County would receive $38M in SHS
revenue in year one. Washington County ultimately received more than $63M in
revenue, with most funding received in the final months of the fiscal year.
Washington County will roll over this additional revenue and unspent funding
from year one to stabilize programs and support significant expansion in year two.
Washington County’s year-two budget totals approximately $50.5M.
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LOOKING FORWARD

With a strong foundation built for SHS implementation in year one, the counties’
SHS programs are well positioned to grow and expand in year two. New programs
will be launched to fill gaps in year-one implementation while programs put in
place in year one are poised to scale up. Counties also plan to expand their
provider networks and strengthen their capacity building support for community-
based partners.

Scaling up supportive housing placements: Counties plan to build on the
foundations developed in year one to scale up their supportive housing
placements in year two while continuing to support ongoing housing retention
for households placed in year one. For example, Washington County plans to
place 500 additional households in supportive housing, in addition to providing
ongoing retention support and rent assistance to the more than 300
households already placed in year one. In Multnomah County, eight buildings
with SHS-funded project-based supportive housing are slated to open in year
two.

Continuing shelter system expansions: Counties plan to continue their work
to increase year-round shelter capacity. For example, in Clackamas County SHS
funds will support operations and ongoing case management services at a
transitional shelter community for veterans. In Washington County the SHS
program will fund a safe rest pod shelter program and launch a $10M shelter
capital fund.

Launching new programs: Clackamas and Washington counties will
implement new programs in year two to fill gaps in their SHS programming.
For example, in Clackamas County the SHS program will launch its first
outreach and engagement services initiative. In Washington County the SHS
program will launch rapid rehousing and rapid resolution services to support
households experiencing episodic homelessness or at risk of homelessness
with short-to-medium term rent assistance and supports.

Expanding provider networks: Counties plan to expand their service
provider networks in year two through additional contracts and procurements,
with a particular focus on culturally specific organizations. For example,
Clackamas County entered year two with 14 contracts totaling approximately
$7.5M for services to launch in year two. This includes three new partnerships
with culturally specific providers in addition to the partnerships built in year
one. Multnomah County plans to release five procurements in year two with
funding opportunities related to permanent supportive housing services,
alternative shelters, employment services, rapid rehousing, outreach services
and landlord engagement. The three counties also plan to coordinate on
another tri-county procurement to qualify additional providers for the regional
SHS provider pool.
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Strengthening capacity building: Counties are committed to strengthening
the capacity of new and emerging community-based providers, particularly
culturally specific organizations, through additional technical assistance and
funding in year two. For example, Multnomah County plans to implement
capacity building funding for providers as well as funds to provide technical
assistance with data management, fiscal policies and organizational
development. Washington County will continue to provide three-year capacity
building grants to an expanded number of culturally specific providers along
with technical assistance to program partners to support their administrative
capacity.

Expanding cross-sector work: Counties also plan to strengthen and expand
their cross-sector partnerships and programs in year two. For example, in
Clackamas County SHS funds will support a collaboration with the justice
system to divert households experiencing or at risk of experiencing
homelessness from arrest and incarceration and toward housing and services.
Washington County will implement a Workforce Development Pilot to provide
training and supported employment services in the housing services sector for
people with lived experience of homelessness.
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GLOSSARY OF TERMS

Carry-over funds: Funding remaining from one fiscal year that is “carried over”
and used in a future fiscal year. One-time carry-over results from higher than
expected revenue or lower than expected spending. Recurring carry-over results
from the timing of revenue flow, such as fourth quarter tax collections.

Contingency funds: An account that is established to provide resources for
emergency situations or unplanned program expenditures that, if left unattended,
could negatively impact service delivery. Counties may establish contingency
accounts that do not exceed 5% of budgeted program funds in a given fiscal year.

Homelessness: An individual or family who lacks a fixed, regular and adequate
nighttime residence including:

¢ Individuals or families who are sharing the housing of others due to loss of
housing, economic hardship or a similar reason; are living in motels, hotels,
trailer parks or camping grounds due to the lack of alternative adequate
accommodations; are living in emergency or transitional shelters; or are
abandoned in hospitals

¢ Individuals or families who have a primary nighttime residence that is a public
or private place not designed for or ordinarily used as a regular sleeping
accommodation for human beings. This includes individuals or families who are
living in cars, parks, public spaces, abandoned buildings, substandard housing,
bus or train stations or similar settings.

Local implementation plan (LIP): A plan developed through extensive
community engagement that defines a county’s priorities and goals for supportive
housing services program activities and investments.

Measure 26-210: A ballot measure approved by voters in May 2020 that creates a
new regional tax to fund supportive housing services.

Metro affordable housing bond: A 2018 voter-approved bond that provides
capital funding to support affordable housing development across the region.

Metro supportive housing services work plan: A plan developed by Metro with
community input to guide implementation of the regional fund.

Permanent supportive housing (PSH): Permanent housing with supportive
services to assist people with a disability who have experienced long-term
homelessness to achieve housing stability.

Procurement: The process by which county governments secure the services
needed to support SHS implementation by identifying and contracting with
qualified service providers. Each county’s procurement procedures are strictly
regulated to ensure responsible stewardship of tax-funded resources.
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Regional investment fund: A fund created through a five percent set-aside from
each county to be used for regional supportive housing services strategies.

Regional long-term rent assistance (RLRA): A regional program that subsidizes
the cost of rent so that households with very low incomes can afford housing.

Stabilization reserve: Counties are required to establish a stabilization reserve to
protect ongoing services from the impact of revenue fluctuations. The target

minimum reserve level is equal to 10% of budgeted program funds in a given fiscal
year. Reserves must be fully funded within the first three years of implementation.

Supportive Housing Services Regional Oversight Committee: A community
committee established to ensure transparent oversight of the supportive housing
services fund on behalf of the Metro Council.

Tri-County Planning Body (TCPB): A community committee established to set
regional priorities and guide implementation of the regional investment fund.
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If you picnic at Blue Lake or take your kids to the Oregon Zoo, enjoy symphonies at
the Schnitz or auto shows at the convention center, put out your trash or drive
your car - we've already crossed paths.

So, hello. We're Metro - nice to meet you.

In a metropolitan area as big as Portland, we can do a lot of things better together.
Join us to help the region prepare for a happy, healthy future.

Stay in touch with news, stories and things to do.
oregonmetro.gov/news

Follow oregonmetro

EEOR

Metro Council President
Lynn Peterson

Metro Councilors

Ashton Simpson, District 1
Christine Lewis, District 2
Gerritt Rosenthal, District 3
Juan Carlos Gonzalez, District 4
Mary Nolan, District 5

Duncan Hwang, District 6

Auditor
Brian Evans

600 NE Grand Ave.
Portland, OR 97232-2736
503-797-1700
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Resolution No. 23-5342, For the Purpose of Approving Initial Round
Funding for Nature in Neighborhoods Capital Grants
Resolutions

Metro Council Meeting
Thursday, June 29t, 2023



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF APPROVING INITIAL
ROUND FUNDING FOR NATURE IN
NEIGHBORHOODS CAPITAL GRANTS

RESOLUTION NO. 23-5342

Introduced by Chief Operating Officer
Marissa Madrigal in concurrence with
Council President Lynn Peterson

N N N N N

WHEREAS, in June 2019, the Metro Council referred to the Metro area voters a ballot measure,
Resolution No. 19-4988, authorizing the issuance of general obligation bonds in an amount not to exceed
$475,000,000.00 for the purpose of funding natural area and water quality protection and to connect
people to nature close to home (the Bond Measure); and

WHEREAS, at the general election held on November 5, 2019, the Metro Area voters approved
the Bond Measure, creating a Nature in Neighborhood capital grants program (the Program) to fund
community-led projects that benefit people and nature, with an emphasis on historically marginalized
communities; and

WHEREAS, the Program requires Metro to establish a Capital Grants Review Committee (the
Committee) to review all projects and make recommendations to the Metro Council and also requires the
Metro Council to make all grant awards; and

WHEREAS, in spring 2022, Metro worked with a program design and review committee to build
the framework of the Program, and in winter 2023, Metro finalized the Program handbook, which
identifies the desired outcomes and eligibility requirements for the initial cycle of funding; and

WHEREAS, the Committee has reviewed and evaluated the Program grant applications and
recommends to the Metro Council for award the seven projects listed in Exhibit A; now therefore

BE IT RESOLVED that the Metro Council

1. Awards Program grant funds for the seven projects listed in Exhibit A; and
2. Directs the Chief Operating Officer to execute all contracts necessary to implement the grant
awards.

ADOPTED by the Metro Council this 29th day of June 2023.

Lynn Peterson, Council President

Approved as to Form:

Carrie MacLaren, Metro Attorney
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Exhibit A to Resolution No. 23-5342

Nature in Neighborhoods Capital Grants Program
First Round Grant Awards

Grant Review Committee Recommendations to the Metro Council

Total award amount recommended: $2.7 million

Project:

Grant Amount:
Recipient:
Partners:

Back 5 Garden Expansion

$101,381

Leach Garden

Wisdom of the Elders, the Blueprint Foundation, David Douglas High School,
and AYCO (African Youth Community Organization), Johnson Creek
Watershed Council, National Society for Black Engineers PDX Chapter

Leach seeks a grant in support of opening its Back 5 property to the general public. Acquired in
2016, this 5-acre property has become a robust hands-on educational site in collaboration with
organizations serving primarily BIPOC youth.

Project:

Grant Amount:
Recipient:
Partners:

3-Creeks Restoration Project

$620,000

Clackamas Water Environment Services

North Clackamas Watersheds Council, North Clackamas Parks & Recreation
District

The project will restore a deeply incised Mt Scott Creek in the 89 acre 3-Creeks natural area,
enhancing habitat for threatened fish, improving community resilience to extreme weather, and
connecting residents to nature.

Project:

Grant Amount:
Recipient:
Partners:

Future Generations at Tryon Creek

$350,000

Friends of Tryon Creek

Oregon State Parks, Cultural Lifeways Community

Friends of Tryon Creek seek to create a new education space for the whole community within the
urban forest, grounded in ancestral design.

Project:

Grant Amount:
Recipient:
Partners:

Connecting more people to nature by improving accessibility and education
and gathering spaces at Hoyt Arboretum

$500,000

Hoyt Arboretum Friends

Portland Parks & Recreation, Henneberry Eddy Architects, COLAS
Construction
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Exhibit A to Resolution No. 23-5342

This project will increase connection to nature for visitors by improving accessibility while creating
meaningful learning experiences in a unique global tree collection. Metro funding will support new
outdoor classrooms or gathering spaces.

Project: Milwaukie Neighborhood Park Development

Grant Amount: $350,000

Recipient: City of Milwaukie

Partners: Equity Steering Committee, Parks and Recreation Board, FACT Oregon, Boys

& Girls Club of the Portland Metropolitan Area
The City of Milwaukie is requesting funds to finalize the design and construction of the City’s
remaining undeveloped neighborhood parks. The request will provide for design charrettes for play

features with new and existing community partners.

Recommended for partial funding

Project: Gresham Civic Hub

Grant Amount: $389,000

Recipient: Tri-County Metropolitan Transportation District of Oregon

Partners: Multnomah County Library, City of Gresham, Native American Rehabilitation

Association (NARA)

The Gresham Civic Hub project constructs a sustainably designed plaza brings the natural
environment into an urban civic space. This creates outdoor space at the new East County Library
to provide responsive programs with a wide community appeal.

Project: Hillside Park

Grant Amount: $389,000

Recipient: Housing Authority of Clackamas County

Partners: Related Northwest, Northwest Housing Alternatives

Alongside the delivery of 275 units of affordable housing through the redevelopment of Hillside
Park, HACC and its partners would like to complete a variety of green and recreational
improvements to enhance the quality of life for residents.
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STAFF REPORT

IN CONSIDERATION OF RESOLUTION NO. 23-5342, FOR THE PURPOSE OF APPROVING INITIAL
ROUND FUNDING FOR NATURE IN NEIGHBORHOODS CAPITAL GRANTS

Date: June 12, 2023 Prepared by: Crista Gardner, Elizabeth Arroyo

Guzman
Department: Parks and Nature

) Presenters: Jon Blasher, Crista Gardner
Meeting: June 29, 2023

ISSUE STATEMENT

Since 1995, voters in greater Portland have passed three bond measures that protect the region’s
air and water, restore fish and wildlife habitat, and connect people with nature. In November 2019,
voters in greater Portland overwhelmingly approved a $475 million parks and nature bond which
included three critical aspects to this work: racial equity, community engagement and climate
resilience. All six programs in the bond are launched and making investments in parks, trails and
natural areas across the region.

The Nature in Neighborhoods capital grants program is designed to support community driven
projects that protect and improve water quality and fish and wildlife habitat, support climate
resiliency and/or increase people’s experience of nature at the community scale and to fund
community-led projects, with an emphasis on benefitting historically marginalized communities.

Staff have completed the solicitation and review for an initial round of awards up to $2.7 million.

Metro received many strong proposals for this initial round and is presenting for Council
consideration and approval a slate of funding awards recommended by the grant review committee
based on the information submitted, the stated evaluation criteria, and the review committee’s
professional and collective judgment. Staff ensured that the review adhered to Council policy and
were prepared to elevate any potential deviations to senior leadership and Council if needed.
Feedback and lessons learned from this initial round will help shape and adjust future funding
rounds.

ACTION REQUESTED
Council consideration and approval of Resolution No. 23-5342

IDENTIFIED POLICY OUTCOMES

By approving this initial round of capital grants funding, Metro Council advances the intended
purpose, principles and criteria of the 2019 PN Bond resolution. Nature in Neighborhoods provides
grants to projects led by community organizations, park providers, local governments, and others.

Metro Council direction has shaped the Nature in Neighborhoods capital grants program to help
deliver investment to protect and improve water quality and fish and wildlife habitat, support
climate resiliency and/or increase people’s experience of nature at the community scale.



The recommended projects from the grant program must meet bond legal requirements to result in
a publicly owned capital asset and address bond criteria and program goals as is stated in the
Nature in Neighborhoods Capital Grants Handbook.

POLICY QUESTION(S)
These grant awards implement the Metro Council direction for the Nature in Neighborhoods capital
grants program.

POLICY OPTIONS FOR COUNCIL TO CONSIDER
Approval of Resolution No. 23-5342 allows staff to advance Council direction to award funding to
all seven proposed projects through successful executed funding agreements.

STAFF RECOMMENDATIONS

Staff recommends that Metro Council accept the Nature in Neighborhoods capital grants review
committee recommendation to the Metro Council for the following seven grant awards in Exhibit A.

STRATEGIC CONTEXT & FRAMING COUNCIL DISCUSSION

HOW IS THIS RELATED TO METRO’S STRATEGIC FRAMEWORK OR CORE MISSION?
Nature in Neighborhoods Capital Grants Program background

The roots of Metro’s Nature in Neighborhoods capital grants program can be found in the Regional
Framework Plan which unites all of Metro’s adopted land use planning policies and requirements
including the 2040 Growth Concept and is designed to create sustainable and prosperous
communities for present and future generations.

Metro Council adopted Ordinance 05-1077B (a.k.a. Nature in Neighborhoods) in September 2005.
The ordinance established standards for development in streamside and wetland areas to conserve
and protect fish and wildlife habitat and included Title 13 of Metro’s Urban Growth Management
Functional Plan, which implements Oregon Statewide Planning Goal 5 (natural resources, scenic
and historic areas and open spaces) and Goal 6 (air, water and land resources quality).

In 2006, Metro Council approved and directed staff to develop the Nature in Neighborhoods capital
grants program by submitting to voters the Bond of $227.4M to fund natural area acquisition and
water quality protection in Resolution No. 06-3672B.

In 2019, Metro Council approved and directed staff to refine the Nature in Neighborhoods capital
grants program by submitting to voters the Parks and Nature Bond of $475M to fund nature area
and water quality protection and connect people to nature close to home in Resolution No. 19-
4988. Metro Council approved new criteria in the PN Bond: racial equity, community engagement
and climate resilience.

HOW DOES THIS ADVANCE METRO’S RACIAL EQUITY GOALS?

The Nature in Neighborhoods capital grants program advances Metro’s racial equity goals set by
2019 PN Bond criteria around meaningful community engagement and racial equity and program
specific criteria.

During solicitation for this initial round, parks and nature staff intentionally broadened outreach

about this opportunity through social media, online, email listservs, parks director meetings, and
non-profit events. Outreach was conducted with the help of local parks providers, grant makers,
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and other Metro teams, such as the Metro transit-oriented development team outreach to
affordable housing providers.

The resulting portfolio of projects reflect that outreach. Projects span the three-county area within
Metro’s jurisdictional boundary. The primary applicants cross many sectors, including affordable
housing providers, community organizations, non-profit park operators, park providers, a library
and transit agency. Partners demonstrate a wide breadth and diversity of community-based
organizations and public agencies. Projects range from outdoor classrooms to large scale
restoration projects to public plazas to nature play. Projects include a variety of community
engagement, strong and established partnerships, and high level of involvement with BIPOC and
marginalized communities.

Furthermore, the Nature in Neighborhoods capital grants Review Committee and the capital grants
pilot (now called community choice grants) Program Design and Review Committee members were
selected through an open recruitment process. The committees’ composition and focus reflect the
agency’s focus on advancing racial equity. Grant applicants were eligible to serve on the review
committee and stipends of $250 were available for review committee members upon request.
Metro recruited for people with backgrounds in Water quality and habitat restoration, Landscape
architecture, Real estate, Community development, Workforce development, job training and
apprenticeship programs, Climate adaptation and resilience policies and practices, Sustainable
development techniques.

In addition, the bond also included a Nature in Neighborhoods capital grants pilot (now called
community choice grants) that will be designed by community members and award grants through
a participatory process in 2023 in Metro Council District 4 (Washington County).

HOW DOES THIS ADVANCE METRO’S CLIMATE ACTION GOALS?

The Nature in Neighborhoods capital grants program advances Metro’s climate action goals
through implementation of the 2019 PN Bond and program criteria around climate resilience. The
resulting project applications and recommended funding awards demonstrated a focus on
watershed health, restoration of natural areas and connecting people to parks and nature fulfills
climate resiliency in a broad way.

KNOWN OPPOSITION/SUPPORT/COMMUNITY FEEDBACK

Since 2006, the Nature in Neighborhoods capital grants has played an essential role in meeting the
needs of the community and organizations connecting people to nature in the region, with a focus
on serving underserved communities and helping to embody the agency’s goals on racial equity.
The program has been well-loved and supported by community members and local partners.
Through successive grant cycles, the program has evolved and adapted to reflect Metro Council
direction and meet the needs of the community and organizations.

EXPLICIT LIST OF STAKEHOLDER GROUPS AND INDIVIDUALS WHO HAVE BEEN INVOLVED IN
POLICY DEVELOPMENT.

The Nature in Neighborhoods capital grants program and initial solicitation round has been shaped
at each step by community members and partner organizations. The program focus and description
in the 2019 parks and nature bond measure explicitly reflects the feedback received during the
bond development process in 2018 and 2019 through focused stakeholder discussions and
community forums. In addition, feedback collected during the refinement of other bond programs



in 2021 and 2022 have also helped shape the solicitation handbook, review committee composition
and focus for this initial round.

In Spring 2022, Metro staff worked with the Nature in Neighborhoods capital grants pilot (now
called community choice grants) Program Design and Review Committee, to refine and build the
framework of the Program based on the direction of the 2019 PN Bond and in winter 2023, Metro
staff finalized the Nature in Neighborhoods capital grant handbook that identified the desired
outcomes for investments and eligibility requirements for the initial cycle of Program funding.

The Nature in Neighborhoods capital grants pilot (now called community choice grants) Program
Design and Review Committee was selected through an open recruitment process and included
Blanca Gaytan Farfan (East Portland Rising Community Projects), Theresa Huang (Urban
Greenspaces Institute), Jeffrey Lee (Portland Bureau of Environmental Services), Jairaj Singh (Unite
Oregon), Alisa Chen (Grow Portland), and Kevin Hughes (Hillsboro Parks and Recreation). One
committee member was invited but unable to serve: Anthony Bradley (Play Grow Learn).

As outlined in the parks and nature bond measure, with support from Metro staff, the Review
Committee comes from a wide variety of backgrounds and experience on best practices related to
racial equity, community engagement, and climate resilience and water quality, habitat restoration
and traditional ecological knowledge to create the greatest benefits for people, plants and wildlife.
Committee members are committed to Metro’s parks and nature mission and to supporting
opportunities for communities of color and other historically marginalized groups to design and
build access to nature for their communities.

In Spring 2023, the Nature in Neighborhoods Capital Grants Review Committee, staffed by Metro,
was established to review all projects and make funding recommendations to the Metro Council.
The application process has two stages: a pre-application phase and a full application phase. The
Nature in Neighborhoods capital grants review committee met twice in spring 2023 to review 16
pre applications totaling $6.08M in funding requests and 8 full applications totaling $4.17M
respectively.

The Nature in Neighborhoods capital grants review committee was selected through an open
recruitment process and included Chips Janger (Urban Green, Park Ave Station Grant Recipient,
Former Review Committee member), Colleen Mitchell (BES, Grants Administrator), Vio Rubiani
(Seeding Justice), S.K. Amaro (BES), and Max Zapf Geller (PSU). Due to scheduling conflicts, two
additional community committee members were invited but unable to serve during this grant cycle:
Katya Reyna (Depave), Som Sobedi (Regional Arts Council and Bhutanese Community in America).

In addition to Metro’s grants program manager, the Nature in Neighborhoods capital grants review
was aided by Metro staff in areas of land acquisition, landscape architecture, planning and
development, science and natural areas management. Committee members declared any direct
conflict of interest in the proposals and did not score or participate directly in the discussion or
ranking of an application where they had a conflict.



LEGAL ANTECEDENTS

Resolution No. 19-4988, “For the Purpose of Submitting to the Voters of the Metro Area General
Obligation Bonds in the amount of $475 million to Fund Nature Area and Water Quality Protection
and to Connect People to Nature Close to Home; and Setting Forth the Official Intent of the Metro
Council to Reimburse Certain Expenditures Out of the Proceeds of Said Bonds upon Issuance” was
adopted on June 6, 2019.

Resolution No. 06-3672B, “For the Purpose of Submitting to the Voters of the Metro Area A General
Obligation Bond Indebtedness in the Amount of $227.4 Million to Fund Natural Area Acquisition
and Water Quality Protection” was adopted March 9, 2006.

Resolution No. 05-3574A, Establishing a Regional Habitat Protection, Restoration and Greenspaces
Initiative called Nature in Neighborhoods.

ANTICIPATED EFFECTS

Approval of Resolution No. 23-5342 allows staff to advance Council direction to award funding to
all seven proposed projects through successful executed funding agreements. Metro will enter into
Intergovernmental Agreements (IGAs) with governmental agencies and grant agreements with
non-governmental agencies.

FINANCIAL IMPLICATIONS (CURRENT YEAR AND ONGOING)

No new financial implications result from this resolution. Metro Council approved funding in the
2019 PN Bond for the Nature in Neighborhoods Capital Grants program for grants funding
community-led projects, with an emphasis on benefitting historically marginalized communities
over the next ten years.

BACKGROUND

In summary, by soliciting this initial round of grants, the Nature in Neighborhoods grants program
implements Council policy direction and builds on years of grant solicitation and management
expertise. The grant solicitation, which was built on a guidebook developed with a community
committee for the capital grants pilot, now called the community choice grants, launched in January
2023 and resulted in 16 letters of support submitted for over $6 million in requests. Ten of those
projects were invited to submit a full application and in early May, eight projects submitted an
application then reviewed by the grant review committee.

The Metro Council has received updates on this program and progress to date in the initial round of
solicitation through email updates and briefings as needed. Council consideration and feedback
during this initial round will help staff adjust and shape future solicitation rounds.

ATTACHMENTS

1. Exhibit A: Recommended Nature in Neighborhoods Capital Grant awards to the recipients and
projects, and for the funding amounts



Resolution No. 23-5343, For the Purpose of Releasing the Draft 2023
Regional Transportation Plan (RTP) and Project List for

Public Review and Policy Discussion

Resolutions

Metro Council Meeting
Thursday, June 29th, 2023



BEFORE THE METRO COUNCIL

FOR THE PURPOSE OF RELEASING THE ) RESOLUTION NO. 23-5343

DRAFT 2023 REGIONAL TRANSPORTATION )

PLAN (RTP) AND PROJECT LIST FOR PUBLIC ) Introduced by Chief Operating Officer

REVIEW AND POLICY DISCUSSION ) Marissa Madrigal in concurrence with
)

Council President Lynn Peterson

WHEREAS, Metro is the regional government responsible for regional land use and
transportation planning under state law and the federally-designated metropolitan planning organization
(MPO) for the Portland metropolitan area; and

WHEREAS, the Regional Transportation Plan (RTP) is the federally recognized transportation
policy for the Portland metropolitan region, and must be updated every five years; and

WHEREAS, the RTP fulfills statewide planning requirements to implement Goal 12
Transportation, as implemented through the Transportation Planning Rule (Oregon Administrative Rules
Chapter 660 Division 12), and must be updated every five to seven years; and

WHEREAS, the RTP is a central tool for implementing the Region 2040 Growth Concept, and
constitutes a policy component of the Regional Framework Plan; and

WHEREAS, the most recent update to the RTP was completed in December 2018, and approved
and acknowledged by the Land Conservation and Development Commission (LCDC); and

WHEREAS, the next update must be completed by November 30, 2023 to allow time for review
and approval prior to the plan’s expiration on December 6, 2023, and to ensure continued compliance
with federal planning regulations and funding eligibility of projects and programs using federal
transportation funds; and

WHEREAS, the 2023 RTP update will serve as a major vehicle for implementing and updating
the region’s Climate Smart Strategy, first adopted in December 2014, approved by the LCDC in 2015 and
incorporated in the RTP in 2018, in response to House Bill 2001 and Oregon Administrative Rules
Chapter 660 Division 44, to help meet statewide goals to reduce greenhouse gas emissions to levels at
least 75 percent below 1990 levels by the year 2050; and

WHEREAS, the 2023 RTP update and 2023 Climate Smart Strategy will seek to help meet
revised statewide goals identified in the Governor’s Executive Order 20-04 that require accelerated
reductions in greenhouse gas emissions to levels at least 45 percent below 1990 emissions levels by 2035
and at least 80 percent below 1990 levels by the year 2050; and

WHEREAS, from October 2021 to April 2022, Metro engaged local, regional, state, business and
community partners as to what priorities and challenges should be addressed as part of the update and the
process for how the region should work together to address them; and

WHEREAS, the scoping phase concluded with approval of Resolution No. 22-5255 by the Joint

Policy Advisory Committee on Transportation (JPACT) and Metro Council, approving the work plan and
engagement plan to guide the update; and
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WHEREAS, from May 2022 to May 2023, the Metro Council, the Joint Policy Advisory
Committee on Transportation (JPACT), the Metro Policy Advisory Committee (MPAC), Metro’s
Committee on Racial Equity (CORE), the Metro Technical Advisory Committee (MTAC), the
Transportation Policy Alternatives Committee (TPAC), the TransPort Subcommittee of TPAC, the
Southwest Washington Regional Transportation Council (SWRTC) staff, county-level coordinating
committees and elected officials, city and county staff, representatives from federally recognized tribes,
representatives from state, federal and resource agencies, port and transit districts, business,
environmental, social equity, and transportation organizations, and community members from the
Portland-Vancouver metropolitan area provided input that identified regional transportation needs and
challenges and shaped the draft 2023 RTP vision, goals, policies and investment priorities for the region’s
transportation system; and

WHEREAS, as part of the process, Metro issued a Call for projects through which jurisdictional
partners and transportation agencies were asked to identify projects that addressed regional and local
needs and challenges and supported regional goals, consistent with adopted local Transportation System
Plans or other locally adopted plans, were reasonably expected to be implemented within the timeframes
established within a regionally-coordinated financially constrained revenue forecast, and provide
eligibility for strategic state and federal funding opportunities; and

WHEREAS, the draft Regional High Capacity Transit Strategy is a component of the RTP and
2018 Regional Transit Strategy; and

WHEREAS, in 2022 Metro and TriMet, as a Project Management Team, created a High Capacity
Transit Working Group consisting of transit providers and city, county and state representatives and
agency partners, which was tasked with providing technical input to the team regarding development of a
new coordinated vision and strategy for high capacity transit in the greater Portland region; and

WHEREAS, the Regional High Capacity Transit Working Group met more than six times from
2022 through 2023, through scheduled meetings, review sessions, and office hours, and provided input to
Metro staff regarding the development of a new Regional High Capacity Transit Strategy (HCT) to be
adopted concurrently with the 2023 Regional Transportation Plan (RTP); and

WHEREAS, the 2023 RTP and 2023 HCT Strategy include a regional high capacity transit vision
to make transit more frequent, convenient, accessible and affordable for everyone, and new and updated
high capacity transit-related polices aimed at providing a stronger backbone for the regional transit system
in the greater Portland region; and

WHEREAS, the 2023 RTP and 2023 HCT strategy includes updates to the Regional Transit
Network map to include the updated 2023 high capacity transit lines, adjusted routes proposed in
TriMet’s Forward Together service concept, and new existing and planned County shuttles, along with
enhanced Better Bus transit corridors, streetcar and future transit service identified by TriMet’s Service
Enhancement Plans and Wilsonville’s South Metro Area Regional Transit (SMART) Master Plan; and

WHEREAS, the 2023 HCT Strategy updates existing transit-related policies, performance
measures and actions that are described in the 2018 Regional Transit Strategy and are reflected in the
draft 2023 RTP; and

WHEREAS, Metro staff have conducted planning activities that were informed by extensive

inclusive public engagement to support a regional policy discussion on the future of the region’s
transportation system and the role that investment can play in providing safe, reliable and affordable
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mobility options to access to jobs, education, healthcare and other services and opportunities and building
healthy, climate-friendly and equitable communities and a strong economy; and

WHEREAS, development of the 2023 RTP and 2023 HCT Strategy aimed to increase regional
collaboration and coordination through a combination of partnerships, focused policy discussions, sound
technical work, and inclusive public engagement to update the vision, goals, policies and investment
priorities for the region’s transportation system to support ongoing efforts to link land use and
transportation planning to implement the 2040 Growth Concept and community visions within fiscal
constraints while addressing urgent global and regional challenges facing the region — including rising
inequities, climate change and safety, housing affordability, homelessness, public health and economic
disparities that were intensified by the global pandemic; and

WHEREAS, the inclusive public engagement that informed development of the 2023 RTP and
2023 HCT Strategy aimed to strengthen existing partnerships, and build new partnerships with local,
regional, Tribal, state and federal governments, small and large businesses and economic development
interests, business and community leaders, and underrepresented communities, including Black,
Indigenous and people of color (BIPOC) communities, federally recognized tribes, people with low
income, people who speak limited English, people experiencing a disability, youth and older adults, build
public trust in government, build support for and momentum to adopt the 2023 RTP and 2023 HCT
Strategy, and make the case for funding and investment in the region’s transportation system; and

WHEREAS, the system analysis of the draft project list is not yet complete and will be added to
the Chapter 7 of the draft 2023 RTP, identified in Exhibit A, along with design and copy edits, technical
corrections and minor updates as the plan is finalized for public review; and

WHEREAS, Chapter 8 of the 2023 RTP, which establishes the ongoing work plan for regional
planning activities, will evolve throughout the remainder of this RTP update - it will continue to be
revised by Metro staff prior to release of the public review draft 2023 RTP and additional revisions are
also anticipated in response to public comment and policy discussion as part of final adoption of the plan;
and

WHEREAS, on June 2, 2023, Metro’s Transportation Policy Alternatives Committee (TPAC)
recommended that JPACT approve this resolution; and

WHEREAS, on June 15, 2023, JPACT approved and recommended the Metro Council approve
this resolution; now therefore
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BE IT RESOLVED that the Metro Council approves releasing the Draft 2023 RTP, identified in
Exhibit A; the Draft 2023 RTP Project List, identified in Exhibit B; and the Draft 2023 High Capacity
Transit Strategy, identified in Exhibit C, for public review and policy discussion, and supports staff
making necessary design and copy edits, technical additions and corrections and minor updates when
preparing the documents for release.

ADOPTED by the Metro Council this 29th day of June 2023.

Lynn Peterson, Council President

Approved as to Form:

Carrie MacLaren, Metro Attorney
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Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

WORKING DRAFT —June 5, 2023

Chapter 1

Toward a Connected Region
2023 Regional Transportation Plan

June 5, 2023 WORKING DRAFT

This draft is subject to design and copy edits, technical corrections and minor updates as
it is finalized for public review.
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WORKING DRAFT —June 5, 2023
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PURPOSE

Transportation planning means more than deciding where to build roads, sidewalks,
bikeways and transit and freight routes. It’s about taking care of what we have and
building great communities. It’s about ensuring that no matter where you are or where
you'’re going, you can have safe, reliable, healthy and affordable options to get there. It's
about nurturing a strong economy, advancing equity and protecting the quality of life we
all value.

Metro is the metropolitan planning organization (MPO) designated by Congress and the
State of Oregon, for the Oregon portion of the Portland-Vancouver urbanized area, serving
1.7 million people living in the region’s 24 cities and three counties. As the MPO, Metro
formally updates the Regional Transportation Plan every five years in cooperation and
coordination with the region's cities, counties, the Port of Portland, the Oregon
Department of Transportation, transit providers and other partners.

The Regional Transportation Plan is a blueprint to guide investments for all forms of
travel - motor vehicle, transit, bicycle and walking — and the movement of goods and
freight throughout the greater Portland region. The plan identifies the region’s most
urgent transportation needs and priorities for investment in all parts of the system with
the funds the region expects to have available over the next 22 years to make those
investments a reality. It also establishes goals and policies to help meet those needs and
guide priority investments. More resources will be needed to achieve our vision and
address the challenges of a growing, thriving region.

How we respond to these challenges today will set the course for generations to come.
Since Fall 2021, Metro has been working with local, regional and state partners and the
public to update our region’s shared transportation vision and investment strategy for the
next two decades. The updated RTP defines a safe, reliable, healthy and affordable
transportation system that is environmentally responsible, efficiently moves products to
market, and ensures all people can connect to the education and work opportunities they
need to experience and contribute our region’s economic prosperity and quality of life.
The plan laid out in these pages, will take sustained, focused work from every partner in
the region.

Chapter 1: Toward A Connected Region 1-1
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Chapter organization

This chapter is organized into the following sections:

1.1Introduction: This section broadly describes the Regional Transportation Plan and
trends and challenges facing the region that were the focus of this update.

1.2 Geographic setting: This section describes the geographic context of the Portland-
Vancouver metropolitan region.

1.3 Metropolitan transportation planning process: This section describes Metro’s role
in transportation planning and planning areas of responsibility to address state and
federal requirements.

1.4Process and engagement overview: This section describes the timeline and process
for developing the 2023 Regional Transportation Plan.

1.5What'’s next moving forward: This section provides a brief introduction to the rest of
the plan.

Chapter 1 1-2
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1.1 INTRODUCTION

The 2023 Regional Transportation Plan will help make the case for more
investment and funding to build, operate and maintain the regional transportation
system we need for all travelers and to meet the region’s equity, safety, climate,

mobility and economic goals.

The 2023 Regional Transportation Plan defines a shared vision and investment strategy
that guides investments for all forms of travel to keep people connected and commerce
moving throughout the greater Portland region. The plan is updated every five years to
stay ahead of future growth and address trends and challenges facing the region.

We are at a pivotal moment. The greater Portland region continues to grow and.change,
straining our aging transportation system. A half-million new residents are expected to
live in the Portland region by 2045 - about half from growing families. Our communities
are becoming more culturally diverse, bringing rich cultural activity to neighborhoods. A
new generation will grow to adulthood as others move toward retirement.

The greater Portland region is facing urgent global and regional challenges, and the future
is uncertain. Climate change is happening and our system is not prepared for the expected
Cascadia Subduction Zone earthquake. We are experiencing technological changes in
transportation that could radically alter our daily lives..

The impacts of climate change, generations of systemic racism, economic inequities and
the pandemic have made clear the need for action. Systemic inequities mean that
communities have not equally benefited from public policy and investments, and our
changing climate and the pandemic has exacerbated many disparities that Black,
Indigenous and people of color (BIPOC) communities, people with low income, women
and other marginalized populations already experience. Safety, housing affordability,
homelessness, and public health and economic disparities have been intensified by the
global pandemic and continue to be of concern, making this update all the more timely.

As greater Portland continues to emerge from the disruptions of the pandemic and
respond to other urgent trends and challenges, this update provides an opportunity for all
levels of government to work together to deliver a better transportation future.

During the past eighteen months, Metro worked with policy makers, federal, state and
local government partners and transportation agencies, federally recognized Tribal
governments as well as community members, community-based organizations,
businesses, business groups and members of the public to develop the 2023 Regional
Transportation Plan. The result of that work is an updated vision, goals and policies that
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guide our transportation planning and investment decisions overall, an understanding of
the region’s transportation trends?, needs? 2nd 3, and priorities for investment, strategies
to help meet those goals and policies, a shared understanding about available financial
resources, and a recommended set of projects that make progress addressing the region’s
significant and growing transportation needs and challenges.

The plan takes into account the changing circumstances and challenges facing our
growing region and addresses them directly, adopting new approaches for addressing
mobility and prioritizing investments to advance transportation equity, climate, safety,
mobility and economic goals. The goals, policies, projects and strategies in this plan also
address federal, state and regional planning requirements based on our shared values and
the outcomes we are trying to achieve as a region, including implementation of the 2040
Growth Concept.

1 The emerging transportation trends research summary is available at:
https://www.oregonmetro.gov/sites/default/files/2022/10/12 /Metro-Emerging-Trends-summary-

final 1.pdf

Z Factsheets summarizing the regional transportation needs assessment are available at:
https://www.oregonmetro.gov/sites/default/files /2022 /11/29/2023-RTP-Needs-Assessment-fact-
sheets.pdf

3 Research about trends and needs of the region’s urban arterials is available at:
https://www.oregonmetro.gov/sites/default/files/2022/10/24 /Safe%20and%20healthy%20urban%20ar

terials%20policy%20brief.pdf
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1.1 INTRODUCTION

The Portland-Vancouver metropolitan region is part of the broader Pacific Northwest
region, also called Cascadia. Shown in Figure 1.1, the Pacific Northwest encompasses most

of British Columbia, Washington, Oregon and adjoining parts of Alaska, Montana and
California.

Figure 1.1 Portland-Vancouver metropolitan region geographic context
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Linked together by a rich and complex natural environment, abundant recreational
opportunities and major metropolitan areas, the Pacific Northwest also serves as a global
gateway for commerce and tourism, connecting to other Pacific Rim countries and the

rest of the United States.
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The Portland region is situated at the northern end of the Willamette Valley, a fertile river
valley surrounded by dramatic natural features - the Coast Range to the west, the Cascade
Range to the east, and the Columbia River to the north (including the Columbia River
Gorge National Scenic area). Several snow-capped mountains are visible from different
vantage points in the region - including Mt. Hood, Mt. St. Helens, Mt. Rainier and Mt.
Adams. Within the region, rivers, streams, wetlands, buttes, forest lands, meadows and
rolling to steep hillsides dominate the natural landscape. Outside the urban growth
boundary, agricultural lands and other natural landscape features influence the sense of
place for the greater region.

Although not the largest gateway on the U.S. West Coast, the Portland-Vancouver
metropolitan region is one of four international gateways on the West Coast, including the
Puget Sound, the San Francisco Bay area and Southern California. In this role, the region
serves as a gateway to domestic and international markets for businesses located
throughout the state of Oregon, Southwest Washington, the Mountain states and the
Midwest. Clackamas, Multnomah and Washington counties also play a significant role in
the state’s agricultural production, representing nearly 17 percent of the state’s total
value of production and 60 percent of the Port of Portland’s export tonnage.* The
economy of our region and state depend on our ability to support the transportation
needs of these industries and provide reliable access to gateway facilities.

The Oregon portion of the Portland-Vancouver metropolitan region encompasses 24
cities and 3 counties as shown in Figure 1.2. Metro’s urban growth boundary and
jurisdictional boundaries are shown in Figure 1.5.

4 Identification and Assessment of the Long-Term Commercial Viability of Metro Region Agricultural Lands,
Oregon Department of Agriculture, January 2007, Pg. 4.
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Figure 1.2 Cities and counties of the Portland-Vancouver metropolitan region
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1.3 METROPOLITAN TRANSPORTATION PLANNING PROCESS

Since 1979, Metro has been the metropolitan planning organization (MPO) designated by
Congress and the State of Oregon, for the Oregon portion of the Portland-Vancouver
urbanized area, covering 24 cities and three counties with a population of 1.7 million. It is
Metro’s responsibility to meet the requirements of federal laws and regulations, the
Oregon Transportation Planning Rule (which implements Statewide Planning Goal 12),
the Oregon Metropolitan Greenhouse Gas Reduction Targets Rule, and the Metro Charter
for this MPO area. In combination, these requirements call for development of a
multimodal transportation system plan that is integrated with the region's land use plans,
and meets federal and state planning requirements.

Metro uses a federally-mandated decision-making framework, called the metropolitan
transportation planning process, to guide its regional transportation planning and
programming activities. This planning process requires all urbanized areas with
populations over 50,000 to have a MPO to coordinate transportation and air quality
planning and programming of federal transportation dollars within their boundaries
These activities must address the seven national goal areas and consider projects and
strategies that address the ten federal planning factors shown in Figure 1.3.

The national goal areas and planning factors are addressed throughout the RTP and
appendices, including the plan’s goals and objectives (Chapter 2), policies to guide
development and implementation of the plan (Chapter 3), existing system performance
(Chapter 4), financing the region’s investment priorities (Chapter 5), the region’s
investment priorities (Chapter 6), expected performance (Chapter 7) and planned
implementation and monitoring activities (Chapter 8).

Figure 1.3 National goal areas and federal planning factors
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maintaining the region’s congestion management process and implementing federal
performance-based planning requirements that tied to the national goal areas. MPOs are
required to establish targets related to safety, bridge and pavement condition, air quality,
freight movement, and performance of the National Highway System, and to use
performance measures to track their progress toward meeting those targets. Appendix L
documents the region’s approach to addressing the federal transportation performance-
based planning and congestion management requirements.

As the designated MPO for the Oregon portion of the Portland-Vancouver region, Metro is
responsible for coordinating development of the RTP in cooperation with the region’s
transportation providers —the 24 cities and three counties in the metropolitan planning
area boundary, the Oregon Department of Transportation, Oregon Department of
Environmental Quality, Port of Portland, Port of Vancouver, TriMet, South Metro Area
Regional Transit (SMART), Southwest Washington Regional Transportation Council
(RTC), Washington Department of Transportation and other Clark County governments.
The process also includes opportunities for open, timely and meaningful involvement of
the public, and requires comprehensive consideration of the link between transportation
and other regional goals for land use, the economy and the environment, including public
health, safety, mobility, accessibility and equity. Public engagement and consultation
efforts that shaped development of the 2023 Regional Transportation Plan are
summarized in this chapter with more details provided in Appendix D.

The Metro Council adopted the first RTP in 1983. As a cornerstone of the metropolitan
transportation planning process, the RTP provides a long-range blueprint for
transportation in the Portland metropolitan region with a 20-year minimum time horizon.
The RTP is updated every five years to reflect changing conditions in the region and
respond to new federal and state regulatory developments.

Under state law, the RTP serves as the region’s regional transportation system plan (TSP),
consistent with Statewide Planning Goals and the Oregon Transportation Planning Rule
(TPR). State law establishes requirements for consistency of plans at the state, regional
and local levels. The RTP must be consistent with the Oregon Transportation Plan, state
modal and facility plans that implement the Oregon Transportation Plan, the Oregon
Transportation Planning Rule and the Metropolitan Greenhouse Gas Reduction Targets
Rule. Local plans must be consistent with the RTP. Projects and programs must be in the
RTP’s Financially Constrained System in order to be eligible for federal and state funding.

Figure 1.4 illustrates how federal and regional transportation policies have evolved since
the 1990s.

Figure 1.4 How federal and regional transportation policies have evolved since the 1990s

Chapter 1 1-9
2023 Regional Transportation Plan | June 5, 2023


https://secure.sos.state.or.us/oard/displayDivisionRules.action?selectedDivision=3062
https://secure.sos.state.or.us/oard/displayDivisionRules.action?selectedDivision=3093
https://secure.sos.state.or.us/oard/displayDivisionRules.action?selectedDivision=3093

the first outcomes

Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

Transportation policy

Over time in greater Portland
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1.3.1 The region has several planning boundaries with different purposes

Federal and state law requires several metropolitan transportation planning boundaries
be defined and planned for in the region for different purposes. These boundaries are
shown in Figure 1.5.

Figure 1.5 Metropolitan planning area boundaries
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First, Metro’s jurisdictional boundary encompasses the urban portions of Multnomabh,
Washington and Clackamas counties. Second, under Oregon law, each city or metropolitan
area in the state has an urban growth boundary that separates urban land from rural land.
Metro is responsible for managing the greater Portland region's urban growth boundary.

Third, the Urbanized Area (UZA) boundary is defined to delineate areas that are urban in
nature distinct from those that are largely rural in nature. The Portland-Vancouver
metropolitan region is somewhat unique in that it is a single urbanized area that is
located in two states and served by two MPOs. The federal UZA boundary for the Oregon-
portion of the Portland-Vancouver metropolitan region is distinct from the Metro urban
growth boundary (UGB). The UZA boundary is described in the legend of Figure 1.5 as
“Census Urbanized Area (2020).”
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Fourth, MPQ’s are required to establish a Metropolitan Planning Area (MPA) Boundary,
which marks the geographic area to be covered by MPO transportation planning
activities. At a minimum, the MPA boundary must include the urbanized area, areas
expected to be urbanized within the next twenty years and areas within the Air Quality
Maintenance Area Boundary (AQMA) - a fifth boundary.

The federally-designated AQMA boundary is the area subject to State Implementation
Plan (SIP) regulations. The Portland region’s AQMA boundary was developed as part of
the ozone and carbon monoxide SIPs, which are pollutants the region had previously
violated national air quality standards. In October 2017, the region achieved attainment
status under the Clean Air Act Amendments. Reaching this milestone means that
transportation conformity no longer is required to be performed in this region. The
region continues to comply with other obligations and requirements outlined in the SIPs.

1.3.2 Metro facilitates the metropolitan transportation planning process through
Metro’s advisory committees

Metro facilitates the metropolitan transportation planning process, which include the
Metro Council and five advisory committees -the Joint Policy Advisory Committee on
Transportation (JPACT), the Metro Policy Advisory Committee (MPAC), Metro’s
Committee on Racial Equity (CORE), the Transportation Policy Alternatives Committee
(TPAC),the Metro Technical Advisory Committee (MTAC). These committees have varying
levels of responsibility to review, provide input and make recommendations on the
development of the RTP. In addition to regular meetings of the Metro Council and
advisory committees, Metro convened periodic joint workshops of TPAC and MTAC, and
joint workshops of JPACT and the Metro Council to shape development of the 2023
Regional Transportation Plan.

Figure 1.6 displays the regional transportation planning decision-making process.
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Figure 1.6 Regional transportation decision-making process
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JPACT is a 17-member committee that provides a forum for elected officials and
representatives of agencies involved in transportation to evaluate transportation
needs in the region and to make recommendations to the Metro Council. The
established decision-making process strives for a well-balanced regional
transportation system and involves local elected officials directly in decisions that
help the Metro Council develop regional transportation policies, including updating
the RTP. TPAC provides input to JPACT at the technical level.

All transportation-related actions (including federal MPO actions) are recommended by
JPACT to the Metro Council. The Metro Council can approve the recommendations or refer
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them back to JPACT with a specific concern for reconsideration. Final approval of each
item, therefore, requires the concurrence of both bodies.

MPAC advises and makes recommendations to the Metro Council on growth
management, land use and other topics of regional interest, including the RTP, at the
policy level. Under the statewide land use planning program, the RTP serves as a regional
transportation system plan (TSP). As a result, the MPAC also has a role in approving the
regional transportation plan as a land use action, consistent with statewide planning goals
and the Metro Charter. MTAC provides input to MPAC at the technical level.

The Metro Committee on Racial Equity (CORE) provides community oversight and
advises the Metro Council on implementation of the Metro’s Strategic Plan for Advancing
Racial Equity, Diversity and Inclusion. Adopted by the Metro Council in June 2016 with
the support of MPAC, the strategic plan leads with race, committing to concentrate on
eliminating the disparities that people of color experience, especially in those areas
related to Metro’s policies, programs, services and destinations.

In addition, the Metro Public Engagement Review Committee (PERC) advises the Metro
Council on engagement priorities and ways to engage community members in regional
planning activities consistent with adopted public engagement policies, guidelines and
best practices.
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1.4 PROCESS AND ENGAGEMENT OVERVIEW

This section is under development.

Figure 1.7 Timeline and process for development of the 2023 Regional Transportation Plan
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1.5 WHAT’S NEXT MOVING FORWARD?

The greater Portland region pioneered approaches to land use and transportation
planning in the past, and is uniquely positioned to address the trends and challenges
facing the region - mainly because the region has solid, well-integrated transportation
and land-use systems in place and a history of working together to address complex
challenges at a regional scale.

Today it is time to revisit how we are implementing our vision, make some corrections
and find new strategies and resources to create the future we wantfor our region. The
rest of this plan represents a new step forward to respond to the changes and challenges
we face and set a new course for future transportation decisions and implementation of
the 2040 Growth Concept and Climate Smart Strategy.

The pages ahead provide an updated blueprint and investment strategy for a more
sustainable transportation system that links land use and transportation, protects the
environment and supports the region’s economy. Translating our vision into a reality will
not be a simple task - and it will take time.More work is needed, as this plan does not
achieve all the goals we’ve defined. It represents a new step forward for our region.
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DRAFT — May 26, 2023

Chapter 2

Our Shared Vision and Goals for
Transportation

2023 Regional Transportation Plan

May 26,2023 WORKING DRAFT

This draft is subject to design and copy edits, technicalieorrections and minor updates as
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2.0 INTRODUCTION

The 2023 Regional Transportation Plan defines a shared vision for the greater Portland
region’s transportation system that reflects the values and desired outcomes expressed by
the public, policymakers and community and business leaders engaged in development of

the plan.

Transportation shapes our communities and our daily
lives, allowing us to reach our jobs and recreational
opportunities, access goods and services and meet
daily needs. This chapter presents a shared, long-term
vision and supporting goals, objectives and
performance targets that will guide planning and
building the transportation system serving the
Portland metropolitan region through 2045. The
vision reflects the continued evolution of
transportation planning from a project-driven
endeavor to one that is framed by a broader set'of
outcomes that affect people’s everyday lives.

Learn more about the 2023

Regional Transportation Plan
at oregonmetro.gov/rtp

Rapid growth and change across our region have exposed and exacerbated longstanding
economic and racial inequities, threatening to undermine the broader benefits of
economic growth as well a§ ourregion’s'quality of life. The vision and supporting goals,
objectives and performance targetsinithis chapter aim to better integrate transportation
and land use efforts to protect the region’s economic prosperity, environmental quality,
and quality of life and improve the lives of the people who call this region home.

To achieve our vision for the future, we must work together to address inequities as we
build vibrant, walkable, bikeable, climate-friendly communities with affordable homes,
provide safe, reliable, healthy and affordable transportation choices that reduce climate
and other air pollution and address growing congestion, and protect critical natural areas
and the irreplaceable farm and forest lands that surround the region.

Achievement of the plan’s vision and goals will occur through partnerships, ongoing
engagement and implementation of a variety of policies, strategies and actions at the

local, regional, state and federal levels. The vision laid out in these pages, will take
sustained, focused work from every partner in the region. The various jurisdictions in the
region are expected to pursue policies, strategies and projects that contribute to achieving
the regional vision and goals of the Regional Transportation Plan (RTP) to ensure an
equitable, prosperous and sustainable future.

Chapter 2: Our Shared Vision and Goals for Transportation 2-1
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Chapter organization

This chapter is organized into the following sections:

2.1

2.2

2.3

2.4

Outcomes-based framework to guide transportation planning and decision-
making: The section describes the outcomes-oriented performance-based
planning approach the plan uses to link transportation to a broader set of desired
outcomes for vibrant communities, a healthy economy, equity and the
environment. This approach also responds to more recent federal and state
performance-based planning requirements.

Shared vision for the regional transportation system: This section describes
how the RTP will serve a key role in implementing the 2040 Growth Concept and
supporting local aspirations for growth.

Goals and objectives: This section lays outfive goals and supporting objectives
for the region’s transportation system. The goals,and ebjectives establish policy
and investment priorities that will guide future planning, invéstment decisions and
monitoring.

Regional transportation performance targets: This section lays performance
targets for the region’s transportation system organized by the RTP goal areas. The
performance targets are numerical benchmarks to assess the region’s progress in
achieving RTP vision and goals. These targets draw from federal and state
requirements anddregional pelicies, and will guide future planning, investment
decisions and monitoring.

Chapter 2: Our Shared Vision and Goals for Transportation 2-2
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2.1 OUTCOMES-BASED FRAMEWORK TO GUIDE
TRANSPORTATION PLANNING AND DECISION-MAKING

We know the transportation funding landscape
is changing, and maintaining and growing our / \
world-class transportation system to meet the WHAT OUTCOMES ARE WE TRYING TO

region’s needs requires steady, long-term ACCOMPLISH?
investment and ongoing maintenance.

VIBRANT COMMUNITIES - People live,
work and play in vibrant communities

Planning creates opportunities for individuals
where their everyday needs are easily

and communities to define and articulate their

collective desires and aspirations for accessible.

enhancing the quality of life in our region and ECONOMIC PROSPERITY — Current and
their communities. It allows the people and futufe residents benefit from the

their elected leaders to take stock of the region’s sustained economic

successes that have been achieved in their competitiveness and prosperity.
communities through years of hard work. It SAFE.AND RELIABLE

also requires us to think carefully about and TRANSPORTATION — People have safe
be accountable for our future choices, and reliable transportation choices that
ensuring we get the greatest possible return enhance their quality of life.

on public investments and that everyone
benefits from those returns. Planningalso
allows us to identify wheré investments are
most needed in order o deliver the vision a

LEADERSHIP ON CLIMATE CHANGE —
The region is a leader in minimizing
contributions to global warming.

plan articulates. CLEAN AIR AND WATER — Current and
future generations enjoy clean air,
As a major tool for ensuring stewardship of clean water and healthy ecosystems.

our public investments, the planidentifies
needed next steps to achieve each of the six
desired outcomes for the greater Portland
region, and helps us understand whether we
are on the right track. As adopted by the Metro Council and
MPAC in 2008 by Resolution No. 08-

\_ /

EQUITY — The benefits and burdens of
growth and change are distributed
equitably.

Chapter 2: Our Shared Vision and Goals for Transportation 2-3
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This RTP continues to broaden the way that outcomes are used to measure success and
define transportation system needs. The plan calls for making transportation investment
decisions based on achieving the multiple outcomes to preserve and enhance the quality
of life, our economy and the environment now and for future generations.

This plan updates the outcomes-based policy framework first adopted in 2010, to focus
on five interconnected goals - equity, climate, safety, mobility and the economy. The
region’s six desired outcomes are prominently interwoven into the RTP goals and
objectives, and the policies in Chapter 3 that support those goals.

These goals were used to identify needs and prioritize and evaluate performance of the
investments recommended in this plan. These updated goals and their supporting
objectives (and related performance measures) will also be used to monitor how the
transportation system is performing between scheduled plan updates.

Chapter 2: Our Shared Vision and Goals for Transportation 2-4
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2.2 SHARED VISION FOR THE REGIONAL TRANSPORTATION
SYSTEM

Transportation planning and investment decisions and the region’s desired land use,
social, economic and environmental outcomes are so interconnected that success of the
2040 Growth Concept hinges significantly on achieving the plan’s goals and objectives.

The Regional Transportation Plan vision statement below presents an aspirational view
of the future of the region’s transportation system that reflects the values and desired
outcomes expressed by the public, policymakers and community and business leaders
engaged in development of the plan.

Figure 2.1 Vision for the regional transportation system

Equitable
Transportation

Vision---»

Everyone in the greater Portland region
will have safe, reliable, affordable,
efficient, and climate-friendly travel
options that allow people to choose to
drive less and support equitable, resilient,
healthy and economically vibrant
communities and region.

This shared vision for the future provides a benchmark for building a transportation
system that serves all people and businesses in the greater Portland region. This vision
and supporting goals and objectives will serve as a foundation for identifying investment
priorities and policies and measuring progress toward building a transportation system
that delivers the outcomes we want.

Outcomes-based goals to realize our vision

To realize our vision for a transportation system that serves all people and businesses, we
need goals to keep us focused and moving forward. The RTP goals were first adopted in
2010 after significant engagement with communities, residents, businesses and
stakeholders throughout the region. In 2014, the Metro Council and the Joint Policy
Advisory Committee (JPACT) approved the addition of a goal to demonstrate climate

Chapter 2: Our Shared Vision and Goals for Transportation 2-5
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leadership and reduce greenhouse gas emissions. In 2018, the goals, objectives and
related performance measures and targets were refined to address new policies and near-
term investment priorities for transportation equity, safety, Climate Smart Strategy
implementation and managing congestion. In 2023, the goals, objectives and related
performance measures and targets were further updated to focus on five interconnected
goals - equity, climate, safety, mobility and the economy.

The outcomes-based RTP goals guide the region’s transportation planning and decision-
making and include specific objectives and performance targets to help measure the
progress we are making toward our vision for the transportation system. The goals,
objectives, performance measures and performance targets are presented in the next
section.

Chapter 2: Our Shared Vision and Goals for Transportation 2-6
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2.3 GOALS AND OBIJECTIVES

While the vision and goals are vital components of the plan, equally important are
measurable objectives and quantifiable performance targets to track the region’s
progress. Investments that achieve objectives and performance targets are critical for the
region to be successful in realizing a fully integrated, multimodal transportation system
that achieves the goals of the RTP.

Continuing the practice established with the RTP adopted in 2010, this plan includes
transportation performance targets that support the outcomes-based framework
reflected in the plan’s goals and objectives. The goals, objectives and performance targets
provided policy direction for developing the investment strategy recommended in
Chapter 6. Chapter 7 reports findings on how well the RTP performs across a broad array
of measures and relative to the plan’s performance targets.

The performance targets are numerical benchmarks to assessithe region’s progress in
carrying out the RTP vision. These targets draw from federal and\state legislation and
regional policies. Some targets are more aspirational than others, but they all can provide
useful information on whether the region is making progress toward the RTP goals and
support the region’s performance-based planning and decision-making framework shown
in Figure 2.2.

Figure 2.2 RTP performance-based planning and decision-making framework
€ [ amx Vision Statement
E M\ Establishes the overarching vision
ﬂ“ m of the plan

Goals
Expand on the Vision Statement to
describe outcomes of emphasis

Objectives

ed, measurable

M afma e
Define foc

outcomes of the Goals

@\
\Y)

Policies and Strategies
P.

Detail an approach to meet desired
outcomes (Goals and Objectives)

» Performance Measures

{ﬁﬂ;] Track progress in achieving the
T Objectives
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Each goal area that follows is arranged similarly:

e A statement of the goal that describes a desired outcome or end state toward which
actions are focused to make progress toward the plan’s vision.

e Objectives that identify a measureable desired outcome and means for achieving the
goal to guide action within the plan period.

¢ Key performance measures that are used in three different ways to support the
region’s transportation planning and decision-making process:

o System performance measures - These are performance measures that are
used to predict the future as part of an evaluation process using forecasted
data. They can be applied at a system-level, corridor-level and/or project level,
and provide the planning process with a basis for evaluating alternatives and
making decisions on future transportation investments.

o Regional performance targets and thresholds - Theseare numerical goals or a
stated direction of performance to be achieved within'a specified time period,
assigning a value to what the RTP is trying to achieve. Targets provided policy
direction for developing the investment strategy recommended in Chapter 6,
and address regional and state policies: Performance of the plan’s investment
relative to the targets is reparted in Chapter 7 to track the region’s progress
toward the plan’s vision and goals.

o Monitoring and reportingimeasures and targets — These are measures used to
monitor changes based on actual empirical or observed data between updates
to the RTP. Decision-makers can use this information between updates to
evaluate the needfor refinements to policies, investments or other elements of
the plan based on whatis learned. Broad sets of multimodal monitoring
measures have been identified in support of implementing the region’s Climate
Smart Strategy (Appendix ]J) and Congestion Management Process (see
Appendix L). Some monitoring measures have targets for purposes of meeting
federal performance-based planning requirements. See Section 7.2 in Chapter 7
for more information about the region’s performance-based planning
framework.

The individual RTP goals, objectives and key system performance measures for each goal
area follows. Several measures relate to multiple goals.

Chapter 2: Our Shared Vision and Goals for Transportation 2-8
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Goal 1: Mobility Options

People and businesses can reach the jobs,
goods, services and opportunities they
need by well-connected, low-carbon travel
options that are safe, affordable,
convenient, reliable, efficient, accessible,
and welcoming.

Objectives

¢ Objective 1.1 Travel Options - Plan communities and design and manage the
transportation system to increase the proportion of trips.made by walking, bicycling,
shared rides and use of transit, and reduce per‘capita vehicle miles traveled.

¢ Objective 1.2 System Completion - Complete allgaps in planned regional networks.

e Objective 1.3 Access to Transit - Increase household.and job access to current and
planned frequent transit service.

¢ Objective 1.4 Regional Mobility - Maintain reliable person-trip and freight mobility
for all modes in the region’s mobility corriders, consistent with the designated modal
functions of each facility and planned transit service within each corridor.

Key performance measures

Vehicle miles System Throughway Mode share Multimodal

traveled completeness reliability travel times

Performance of the plan for these measures is reported in Chapter 7.

Chapter 2: Our Shared Vision and Goals for Transportation 2-9
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Goal 2: Safe System

Traffic deaths and serious crashes are
eliminated and all people are safe and
secure when traveling in the region.

Objectives

¢ Objective 2.1 Vision Zero - Eliminate fatal an e inju hes for all modes of

travel by 2035.

he erability of travelers and

ture to crime and terrorism.

¢ Objective 2.2 Transportation Security
critical passenger and freight trans

Key performance measure

Safety

Note: Metro has not developed the modeling tools to forecast crashes. Instead, the system
evaluation identifies how much the region needs to reduce serious crashes in order to
maintain progress toward it target of eliminating serious crashes by 2035, and compares
the results to current data in order to assess whether the region is on track to meet its
safety target.

Chapter 2: Our Shared Vision and Goals for Transportation 2-10
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Goal 3: Equitable Transportation

Transportation system disparities
experienced by Black, Indigenous
and people of color and people
with low incomes, are eliminated.
The disproportionate barriers
people of color, people who speak
limited English, people with low
incomes, people with disabilities,
older adults, youth and other
marginalized communities face in
meeting their travel needs are
removed.

Objectives

¢ Objective 3.1 Transportation Equity - Eliminate disparities related to access, safety,
affordability and health outcomes experienced by peopleof color and other
marginalized communities.

e Objective 3.2 Barrier Free Transportation - Eliminate barriers that people of color,
low income people, youth, older adults, people with disabilities and other
marginalized communities face.to meeting their travel needs.

Key performance measures*

Access to transit Access to jobs System Affordability **
completion

Performance of plan for these measures is reported in Chapter 7.

* Key performance measures compare RTP equity focus areas with areas outside RTP
equity focus areas.

** A performance measure for affordability is not included in the RTP system evaluation
but will be included in future updates to the plan as a method is developed. Observed data
is reported in Chapter 7.

Chapter 2: Our Shared Vision and Goals for Transportation 2-11
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Goal 4: Thriving Economy

Centers, ports, industrial areas, employment
areas, and other regional destinations are
accessible through a variety of multimodal

connections that help people, communities,
and businesses thrive and prosper.

Objectives

Objective 4.1 Connected Region - Focus growth and transportation investment in
designated 2040 growth areas to build an integrated system of throughways, arterial
streets, freight routes and intermodal facilities, transit services and bicycle and
pedestrian facilities, with efficient connections between modes and communities that
provide access to jobs, markets and community places within and beyond the region.

Objective 4.2 Access to Industry and Freight Intermodal Facilities - Maintain
access to industry and freight intermodal facilities by a reliable and seamless freight
transportation system that includes air cargo, pipeline, trucking, rail, and marine
services to facilitate efficientand competitive shipping choices for goods movement in,
to and from the region.

Objective 4.3 Access to Jobs and Talent - Attract new businesses and family-wage
jobs and retain those thatare already located in the region while increasing the
number and variety of jobs that households can reach within a reasonable travel time.

Objective 4.4 Transportation and Housing Affordability - Reduce the share of
income that households in the region spend on transportation to lower overall
household spending on transportation and housing.

Key performance measures

Access to jobs Access to Multimodal Affordability *

industry and

freight facilities Travel

Performance of the plan for these measures is reported in Chapter 7.
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Goal 5: Climate Action and Resilience

People, communities and ecosystems are
protected, healthier and more resilient
and carbon emissions and other pollution
are substantially reduced as more people
travel by transit, walking and bicycling
and people travel shorter distances to get
where they need to go.

Objectives

¢ Objective 5.1 Climate Change Mitigation - Meet adopted targets for reducing
transportation-related greenhouse gas emissions,and vehicle miles traveled per capita
in order to slow climate change.

¢ Objective 5.2 Climate-Friendly Communities - Increase the share of jobs and
households in walkable, mixed-use areas served by current and planned frequent
transit service.

¢ Objective 5.3 Resource Conservation - Preserve and protect the region’s biological,
water, historic, and culturallypiimportant plants, habitats and landscapes.

¢ Objective 5.4 Green Infrastructure - Integrate green infrastructure strategies to
maintain habitat connectivity, reduce stormwater run-off, and reduce light pollution.

e Objective 5.5 Adaptation and Resilience - Increase the resilience of communities
and regional transportationinfrastructure to the effects of climate change and natural
hazards, helping to minimize risks for communities.

Key performance measures

Greenhouse Vehicle miles Potential
gas emissions traveled resources
impact

Performance of plan for these measures is reported in Chapter 7.

Chapter 2: Our Shared Vision and Goals for Transportation 2-13
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2.4 REGIONAL TRANSPORTATION PERFORMANCE TARGETS

Table 2.1 summarizes the performance measures and targets that are included in the RTP,
organized by the five RTP goal areas. These targets come from a variety of sources, but all
are founded in the policies described in Chapter 3. Some of the targets listed below come

from state and federal agencies that oversee the RTP process, some have been formally
adopted through the RTP process, and others are implicit in RTP policies that call for
improving certain conditions or prioritizing specific investments. Some of the targets
listed below are easier to achieve than others. But even the more aspirational targets help
to clarify the region's goals and provide benchmarks against which to gauge the region's

progress.

Table 2.1: RTP performance measures, targets and thresholds at a glance

Measure name

Description

Mobility
Mode share

Access to jobs

Multimodal access

System completion

System completion
near transit

Access to options

The RTP aims to triple transit, bike,,and pedestrian mode shares
relative to the base year.

The RTP prioritizes improving accessito jobs via driving and transit
relative to the base year.

The RTP aims to providé the same level of access to jobs via transit (or
greater) as via driving so that transit offers the same efficiency and
convenience as dfiving.

The RTP aims to.complete the motor vehicle, transit, bicycle, trail and
pedestrian hetworksiby 2035.

The RTP prioritizes completing the bicycle and pedestrian system near
transit (relative to the regional average) in order to provide safe and
convenient access to stations and stops.

The RTP aims to increase the share of households that are located near
transit and bicycle or pedestrian facilities relative to the base year.

Throughway The RTP aims to have no more than four hours in a day when average

reliability travel speeds fall below 35 miles per hour on the region’s limited-
access throughways and 20 miles per hour on other designated
throughways so that the region’s throughways are reliable.

Safety

Serious crashes

The RTP aims to eliminate transportation related fatalities and serious
injuries for all users of the region’s transportation system by 2035,
with a sixteen percent reduction by 2020 (compared to 2015), and a
fifty percent reduction by 2025.

Equity
Serious crashes
and equity

The RTP aims to eliminate transportation related fatalities and serious
injuries for all users of the region’s transportation system in equity
focus areas, with a sixteen percent reduction by 2020 (compared to
2015), and a fifty percent reduction by 2025.

Chapter 2: Our Shared Vision and Goals for Transportation
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Description

Safe system
completion and
equity

Access to jobs and
equity

The RTP prioritizes completing the bicycle and pedestrian system in
equity focus areas (relative to other communities) to provide safe
streets for the most vulnerable travelers.

The RTP prioritizes improving access to jobs within equity focus areas
(relative to other communities).

Economy
Travel times

System completion
— job centers

The RTP aims to maintain driving and transit travel times along
regional mobility corridors relative to the base year.

The RTP prioritizes completing the bicycle and pedestrian system in job
and activity centers (relative to the regional average) in order to
provide safe and convenient options for short trips and connections to
transit.

Climate and
environment
Climate

Climate

Air quality

The RTP aims to reduce per capita greenhouse gas emissions from
light-duty vehicles and per capita vehicle miles traveled in order to
meet climate targets set by the State which areto reduce vehicle miles
traveled per person by 35% by 2050, with a 30 percent reduction by
2045 and a 25% reductiontby:2040, compared to 2005.

The RTP aims to help meet revised statewide goals identified in the
Governor’s Executive Orders20-04 that require accelerated reductions
in greenhouse gas emissions to levels at least 45 percent below 1990
emissions levels'by 2035 and at least 80 percent below 1990 levels by
the yéar 2050.

The RTP aims tokeepair,pollution from mobile sources levels below
thresholds set by the federal government.

All regional performance targets arefor the year 2045, unless otherwise specified. The

performance targets are the highest order evaluation measures in the performance-based
policy framework - providing key criteria by which progress towards the plan goals can
be assessed. The aspirational performance targets set quantifiable goals for the achieving
the plan’s desired policy outcomes within a certain timeframe, though not all goals have

targets and several targets address multiple goals.

In comparison, system performance measures are used to evaluate changes between

current conditions (in 2020) and future conditions (in 2045) with implementation of the
transportation investments identified in the plan. Performance of the plan is reported in

Chapter 7.

Complementary performance measures identified in Appendix J and Appendix L have
monitoring targets that will help monitor progress towards meeting the RTP goals and
objectives in the shorter-term, between and during scheduled updates to the RTP.
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In accordance with federal regulations 23 CFR 450.320 and 23 CFR 450.324, Appendix F
includes an environmental assessment that identifies natural, historic and culturally
important resources that intersect with and may be affected by projects in the plan and
mitigation activities to address the potential environmental impacts of future
transportation projects.
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INTRODUCTION

Purpose

Transportation shapes our communities and our daily lives, giving access to opportunities and to
meet daily needs. Chapter 3 includes overarching, network, and system management policies for
the regional transportation system.

These polices support implementation of the vision, goals and objectives for the regional
transportation system defined in Chapter 2.

Policies guide the development and implementation of the regional transportation system,
informing transportation planning and investment decisions made by the Joint Policy Advisory
Committee on Transportation (JPACT) and the Metro Council as well as state and local partners.

Chapter organization

This chapter is organized into three sections.

Regional partners have developed policies in this chapter over many:decades. As a result, policy
sections do not always follow the same format or include all.the same elements. Some policies
include actions for regional, state, and local agencies and otherstakeholders. These policies, such
as transportation equity, pricing, and mobility, were developed through the Regional
Transportation Plan (RTP) update and do not exist in a.separate plan. Implementing actions for
policies that are derived from a separate plan, such as the safety and freight policies, are not
included in this chapter. Instead, the separate plan is referenced in the text.

3.1 Regional transportation system components: This section defines the transportation
facilities and areas that comprise the regionaltransportation system.

3.2 Overarching system policies: This section provides overarching policies for the regional
transportation system. Overarching system policies correlate to regional goals and include
policies for implementing the 2040. Growth Concept, advancing transportation equity, improving
safety, climate leadership and resilience, using pricing, and supporting multimodal mobility.

3.3 Regional network visions, concepts and policies: This section provides the vision, network
concepts, and policies and policy maps for regional street design and placemaking, the regional -
motor vehicle, transit, freight, pedestrian and bicycling networks, and for transportation system
management and operations, transportation demand management, and emerging technology.
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3.1 REGIONAL TRANSPORTATION SYSTEM COMPONENTS

The policies in this chapter apply to the regional transportation system of the greater Portland
region. A facility or service is part of the regional transportation system if it provides access to any
activities crucial to the social or economic health of the greater Portland region, including
connecting the region to other parts of the state and Pacific Northwest, or provides access to and
within 2040 Growth Concept centers, main streets, corridors, and industrial and employment
areas, as described in Section 3.2.1.

Regional transportation system components

The following facilities and areas are the components that make up the regional transportation
system.

1. Planned and existing throughways, highways and arterials shown on the regional motor
vehicle network map shown in Figure 3-23, including: all state<owned transportation
facilities: interstate, statewide, regional and district highways and their bridges,
overcrossings, and ramps, and all city- or county-owneddarterial roadways and their bridges.

2. All streets and transportation facilities, including bicycle and pedestrian facilities, within 2040
centers, corridors, industrial areas, employment areas, mainstreets and station communities
shown on the 2040 Growth Concept map in Figure 3-1.

3. All high capacity transit and regional transit network facilities and their bridges shown on the
regional transit network map in Figure 3-24.

4. All regional bicycle and pedestrian facilities and their bridges, including regional trails shown
on the regional pedestrian and bicyele netwerk maps in Figure 3-36 and Figure 3-38.

5. All bridges that crossthe Willamette, Columbia, Clackamas, Tualatin, or Sandy rivers.

6. All freight and passengerintermodalfacilities, airports, rail facilities and marine
transportation facilities and their bridges shown on the regional freight network map in
Figure 3-33.

7. Any other transportation facility, service or strategy that is determined by JPACT and the
Metro Council to be of regional interest because it has a regional need or impact (e.g., transit-
oriented development, transportation system management and demand management
strategies, local street connectivity and culverts that serve as barriers to fish passage).

The Regional Transportation Plan (RTP) designates these facilities on the network maps in this
chapter. Together, these facilities and services constitute an integrated and interconnected system
that supports planned land uses and provides travel options to achieve the goals, objectives, and
policies of the RTP. Typically, projects must be identified on or as part of the regional
transportation system to be eligible for federal transportation funding.
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3.2 OVERARCHING SYSTEM POLICIES

This section defines regional transportation system policies related to land use, transportation
equity, safety, climate action, resiliency, mobility, and pricing. These policies apply to the regional
transportation system and the regional networks in Section 3.3.

3.2.1 2040 Growth Concept — an integrated land use and transportation vision and
strategy

In 1995, the greater Portland region adopted the 2040 Growth Concept, the long-range strategy
for managing growth that integrates land use and transportation system planning to preserve the

region’s economic health and livability in an equitable, environmentally sound, and fiscally
responsible manner.

Figure 3-1 Growth Concept — an integrated land use and transportation vision

2040 Growth Concept Map =

Last update: September, 2020
a 5
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Shown in Table 3-1, the 2040 Growth Concept includes land use and transportation building
blocks that express the region’s aspiration to incorporate population growth within existing
urban areas as much as possible and expand the urban growth boundary only if necessary. It
concentrates mixed-use and higher density development in urban centers, station communities,
corridors and main streets that are well served by transit, walking and bicycling. It envisions a
well-connected street network that supports biking and walking for short trips. Employment
lands serve as hubs for regional commerce and include industrial land and freight facilities for
truck, marine, air, and rail cargo sites that enable goods to be generated and moved in and out of
the greater Portland region. Freight access to industrial and employment lands is centered on rail,
the freeway system and other road connections.

Implicit in the 2040 Growth Concept is the understanding that compact development is more
affordable, sustainable, livable, and fiscally responsible than urban sprawl, and will help reduce
the region’s carbon footprint. Increased pedestrian and bicycle access and new transit and road
capacity are needed to achieve the 2040 Growth Concept vision and support the region’s
economic vitality.

Transportation and the economy are closely linked and investments that serve certain land uses,
or transportation facilities may have a greater economicreturn than others. This means ensuring
reliable and efficient connections between intermodal facilities,and destinations within and
outside the region to promote the region's function'as agateway for trade and tourism.

3.2.1.1 2040 Growth Concept Land-use Design Typés

The 2040 Growth Concept land uses, called 2040 Design-Types, are arranged in a hierarchy.
Regional Transportation Plan (RTP) investments are typically focused in the primary and
secondary land uses, referréd to as 2040 Target:Areas. These are the areas expected to absorb a
large share of the region’s future growth. The hierarchy also serves as a framework for
prioritizing RTP investments:Table 3-1 lists the 2040 design types based on this hierarchy.

Table 3-1 Growth concept and land use design

Primary land uses Secondary land uses | Other urban land uses
e Portland central city e  Employment areas | e Neighborhoods
e Regional centers e Town centers
e [ndustrial areas e Station communities Other land uses outside UGB
e  Freight and passenger e Corridors e Urban reserves
intermodal facilities e  Main streets e Rural reserves
e Neighbor cities

Different parts of the region are at different stages of implementing the 2040 Growth Concept. As
a result, different areas may have different transportation investment needs and priorities that
will require substantial public and private investment over the long-term. Table 3-2 provides an
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example of the type of investments that might be applicable depending on how far along an area is
in implementing the 2040 Growth Concept.

Table 3-2 Priority infrastructure investment strategies

Operations, maintenance, Operations, maintenance, Operations, maintenance,
and preservation of existing and preservation of existing and preservation of existing
transportation assets. transportation assets. transportation assets.

Managing the existing Preserving right-of-way fo
transportation system to future transportati
optimize performance for all system.
modes of travel.

’Preserving right-of-way for
future transportation
system.

Leveraging infill, Managing the exis Providing a multimodal
redevelopment and use of transportation urban transportation
brownfields. , system.

Addressing bottlenecks and
improving system

connectivity to address
barriers and safety
deficiencies.

Managing new
transportation system
investments to optimize
performance for all modes
of travel.

urban transportation

system. tem.

Infrastructure Investment Strategies

Providing a multi Providing a multimodal
n transportation

Focusing on bottlenecks and
improving system
connectivity to address
barriers and safety
deficiencies.

Completing local street
connections needed to
complement the arterial

improving system

Focusing on bottlenecks and

connectivity to address

Completing local street
connections needed to
complement the arterial

street network. barriers and safety street network.
deficiencies.

Completing local street
connections needed to
complement the arterial
network.
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3.2.2 Transportation Equity Policies

The Regional Transportation Plan (RTP) reflects a regional commitment to plan and invest in the
region’s transportation system to reduce transportation-related disparities and barriers faced by
communities of color and other marginalized communities, regardless of race, language
proficiency, income, age, or ability.

The greater Portland region’s economic prosperity and quality of life depend on an equitable
transportation system that provides every person and business in the region with access to safe,
efficient, reliable, affordable, and healthy travel options and have the fair opportunity to thrive,
regardless of their race or ethnicity. Investment in the region’s transportation system is one
important tool in reducing disparities and barriers experienced by communities of color. But the
tool must be intentional and deployed with focus to be successful in reducing racial disparities
rather than worsening disparities.

The policies in this section provide direction to Metro, werking in‘partnership with marginalized
communities, jurisdictions, and other partners, to prioritize racial and transportation equity in
regional transportation planning and decision-making.

Why is a focus on racial equity important?

A goal of racial equity is to reach a time when raceis no longer a predictor of life outcomes, and
outcomes for all groups are improved. In the transportation context, this means addressing and
removing disparities for marginalized communities, especially for people of color, English
language learners, and people with low incomes, in areas identified by these communities as
priorities for the regional tranSportation system, including, but not limited to, accessibility,
mobility, safety, affordability and environmental'health.

Transportation mobility and accessibility plays a significant intersectional role in reducing
disparities, but historically, its'development and operation has contributed to unequal benefits.
Using transportation infrastructureprojects as an urban renewal mechanism led to the
destruction of thriving communities, particularly Black communities in Portland.

Lessons learned from the generational impacts of displacement on marginalized communities
teaches us that to achieve equitable transportation, government must embed equity
considerations in each step of the transportation planning and implementation. Marginalized
communities bear an unequal burden of environmental harms, such as urban heat islands, air
pollution and traffic crashes. For the greater Portland region to be environmentally sustainable
and economically prosperous, government and communities must proactively address racial
disparities and tackle the most pervasive challenges.
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Focusing on racial disparities and barriers helps develop and maintain sustainable economic
growth by fostering greater racial inclusion and reducing racial income gaps.! This, in turn allows
communities facing the greatest barriers opportunities to flourish and build generational wealth.
Policies, projects, and strategies that address these disparities can help other marginalized
groups, including low-income households, elders, youth, and people with disabilities.

3.2.2.1 Metro’s Strategic Plan to Advance Racial Equity, Diversity, and Inclusion (2016)

In 2010, the Metro Council adopted equity as one of the region’s six desired outcomes. Adopted by
the Metro Council in June 2016, Metro’s Strategic Plan to Advance Racial Equity, Diversity, and
Inclusion is a major milestone in the agency’s efforts to define, implement and measure equity in
the greater Portland region.?2 The Plan’s purpose is to provide a strategic approach to
incorporating equity into policy, decision-making, and programs. The Strategic Plan provides
clarity and direction to Metro’s different lines of business related to integrating and approaching
equity in planning, operations, and services.

The key aspect of the Strategic Plan is its focus and emphasis on deliberately tackling inequities
based on race and ethnicity. The Strategic Plan is organized.dround five long-term goals that
inform the RTP.

The goals are:
A. Metro convenes and supports regional partners to advance racial equity;
B. Metro meaningfully engages communities of color;
C. Metro hires, trains, and promotesa racially diverse workforce;
D. Metro creates safednd welcoming services, programs and destinations; and
E. Metro’s resource allocation advances racial equity.
3.2.2.2 Regional Transportation,Plan equity focus areas
Metro and regional partners identified Equity Focus Areas using 2020 Census and 2016-20
American Community Survey data for the following groups:

e People of Color - People who do not identify as white

e English Language Learners - People who identify as unable “to speak English very well.”

1 Treuhaft, S., Blackwell, A.G., & Pastor, M. (2012). America’s Tomorrow: Equity is the Superior Growth Model. Retrieved January 2016:
www.policylink.org/sites/default/files/SUMMIT_FRAMING_WEB_20120110.PDF

2 Metro Strategic plan to advance racial equity, diversity and inclusion, Executive summary, June 2016,
https://www.oregonmetro.gov/sites/default/files/2016/11/15/Strategic-plan-advance-racial-equity-diversity-inclusion-exec-summary-17063-
20160613.pdf
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e People with Lower Incomes - People with incomes equal to or less than 200% of the Federal
Poverty Level

These three groups, as identified in Census data, are the emphasis and focus for the RTP, but not
with exclusivity to the needs of other marginalized communities, including young people, older
adults and people living with disabilities.

Figure 3-2 shows Equity Focus Areas, which are areas with double the regional average density of
any one of the three groups listed above. The RTP directs certain investments toward these areas
where they can benefit as many people as possible. More detail on how Metro created this map
and on transportation equity in the region can be found in RTP Chapter 4.

Figure 3-2 Regional equity focus areas map
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3.2.2.3 Transportation equity policies

The Transportation Equity policies in this section aim to eliminate transportation-related

disparities and barriers3 identified by marginalized communities as priorities to address through
the Regional Transportation Plan (RTP) and regional transportation planning and decision-
making processes.

Policy 1

Policy 2

Policy 3

Policy 4

Policy 5

Policy 6

Policy 7

Embed equity into the planning and implementation of transportation projects,
programs, policies, and strategies to achieve equitable outcomes for marginalized
communities, particularly communities of color and people with low incomes.

Ensure investments in the transportation system support community stability by
anticipating and minimizing the effects of displacement and other affordability
impacts on marginalized communities, with a focus on communities of color and
people with low income.

Prioritize transportation investments that eliminate transportation-related
disparities and barriers for marginalized communities, with a focus on communities
of color and people with low income.

Meaningfully engage federally recognized tribes, communities of color and other
marginalized communities to participate in the development and implementation of
transportation plans, projects and programs.

Collect and assess qualitative and quantitative data to understand the
transportation-related disparities, barriers, needs and priorities of communities of
color and other marginalized communities.

Evaluate transportation plans, policies, programs, and investments to understand
how they address transportation-related disparities and barriers experienced by
communities of color, people with low income and other marginalized communities
and the extent disparities are being eliminated.

Create living-wage career pathways for people of color and women into the
construction industry and support the growth and participation of women and
people of color owned firms on capital projects throughout the transportation
system.

The policies provide direction as to how Metro, working in partnership with marginalized

communities, jurisdictions, and other partners, will prioritize transportation equity in regional
transportation planning and decision-making. These policies are consistent with Chapter 660

3 Transportation-related disparities and barriers identified by historically marginalized communities as priorities to address include safety,

access, affordability and community health.
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Division 12 of Oregon Administrative Rules (OAR).4 These rules include additional guidance for
equitable transportation planning and decision-making.

Because the Transportation Equity Policies do not have a separate topical plan, specific
implementing actions are included for each transportation equity policy.

Transportation Equity Policy 1. Embed equity into the planning and implementation of
transportation projects, programs, policies, and strategies to achieve equitable outcomes for
marginalized communities, particularly communities of color and people with low incomes.

Equity considerations embedded in transportation projects, programs, policies, and strategies
must reflect the transportation priorities identified by marginalized communities, including
accessibility, safety, community health, and affordability. Embedding equity into planning and
implementation requires a paradigm shift as to how transportation is currently planned, built and
operated. This includes bringing in unheard voices from project or policy inception all the way
through construction to understand the perspective of potential benefits or impacts.

Additionally, transportation agencies must consider how investments can advance equity. A
transportation investment can provide greater access to.opportunitiesifor marginalized
communities, such as access to education or jobs, but a transportation investment also offers
contracting and hiring opportunities. By embeddingequity into transportation comprehensively,
a full view and consideration of the benefits and impacts of transportation can be understood and
weighed.

Agencies can take a variety of actions togembed equity into transportation processes. Many
transportation agencies have organizational level equity policies that can support the
implementation and incorporation of these actions. For example, existing policies and structures
can support participation mechanisms, such as creation of committees in ways that address
power imbalances among groups and stipends for community participation in decision making
processes.

To implement Transportation Equity Policy 1, regional partners should take the following actions:

1. Examine the structure of decision-making processes, identify who participates (or
doesn’t) in decision making and how their input is linked to the outcomes of the decisions.

a. Change the design of decision-making processes to increase access and
opportunity to those who have been previously excluded. This includes
prioritizing representation from Black, Indigenous and People of Color
communities and equity leaders.

4See OAR 660-012-0130 (Decision-Making with Underserved Populations), OAR 660-012-0125(Underserved Populations) and OAR 660-012-
0135 (Equity Analysis).https://secure.sos.state.or.us/oard/displayDivisionRules.action?selectedDivision=3062
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Provide opportunities for direct interaction with decision makers and shift power
inequities.

2. Use specific methods, analysis and tools in transportation planning, and decision-making
processes to eliminate exclusionary practices. This includes using tools, analysis, and
methods to check implicit bias and assess power dynamics, providing distinct
participation mechanisms for those most impacted, considering who benefits and who is
most impacted by decisions, and ultimately shifting the way decisions are made.

a.

Data collection and analysis: Assessment of current community conditions that
may be impacted by the proposed decision with attention to demographics,
historical, real estate market, workforce, and environmental conditions.

Social and economic power analysis: A social power analysis is a tool that can be
used to determine who has the decision-making power or influence, historically
and today, to inform this decision, as well as who has the power to change this
decision. This analysis is supported by data collection that considers who is
positively and negatively affected by thé proposed decision.

Appointed representation: Appointed representation is a participation
mechanism for appointing individuals frem specific social groups who have the
least influence and are most impacted by the proposed decision.

Decision mapping: This tool supports the design‘of a process to include
individuals and groups that lack'access and opportunity to participate in decision
making. Conceptual mapping of a priocess is used to determine how and when
individuals or a group may be included in decisions and how their input is linked
to outcomes. Atkeyaspect of this is identifying decision points to inform how to
situate papticipants to'influence decisions rather than serve as a review body.

Reflective questions: Incorporating specific questions into decision making
processes help address implicit bias and shift the way we make decisions. These
may include questionssuch as: Who benefits and who is burdened by this
decision? In addition, more extensive and in-depth questions may be tailored to
the specific policies and programs.

Transportation Equity Policy 2. Ensure investments in the transportation system support community
stability by anticipating and minimizing the effects of displacement and other affordability impacts
on marginalized communities, with a focus on communities of color and people with low income.

A trend observed across many western U.S. cities is that with a severe deficit of housing supply,
particularly affordable units, the addition of certain transportation projects, such as a new rail line

or a high-quality bicycle/pedestrian trail, can increase surrounding property values, contribute to
displacement, and disrupt community stability. This has occurred in Portland, in particular this
has been the Black communities experience in North and Northeast Portland. Over time, ethnic

and new immigrant neighborhoods with good access to transportation have gentrified, displacing

established communities. Dense centers are appealing and desirable and do not have enough
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affordable housing and are becoming more expensive as transportation investments are made.
This creates a vicious cycle of increased transportation access to those who have the financial
means to afford travel options and the benefits not born to the existing community.

The success, sustainability and prosperity of the region relies on how well government agencies
and partners addresses displacement before infrastructure investments are made. Displacement
is a pervasive challenge that requires ongoing collaboration between land use, housing and
transportation agencies.

To implement Transportation Equity Policy 2, regional partners should take the following actions:

1. Plan capital transportation investments to include a variety of strategies to avoid and
minimize involuntary displacement, such as increasing rent burden.

2. Demonstrate how intersectional issues of housing affordability and displacement are
being addressed proactively in plans and programs prior to capital investment in
transportation infrastructure.

a. Look at land use solutions and survey what is necessary in land use policy to avoid
and mitigate involuntary displacement.

b. Collect data and build analysis tools that can‘assess and monitor transportation
and housing affordability issues andShare the information to partners to help
inform capital investment decisions.

3. Increase the number of units of regulated affordable housing in proximity to frequent
transit service and in 2040 growth centers as well'as communities with rich access to
travel options, jobs, and.community places.

Transportation Equity Policy 3. Prioritize transportation investments that eliminate transportation-
related disparities and barriers for marginalized communities, with a focus on communities of color
and people with low income.

Eliminating transportation disparities'is vital to achieving transportation equity. Marginalized
communities have identified affordability, safety, access, and environmental health as
transportation priorities. Focusing on eliminating disparities requires a shift in the current
practices of transportation agencies, and developing transportation plans, programs, policies, and
investments to achieve of fairness rather than equality.

While Federal law requires that benefits and burdens of transportation are distributed equally,
transportation agencies should focus on eliminating disparities caused by systemic racism By
eliminating transportation disparities, not only will marginalized communities benefit, but all
communities will benefit.

To focus on the disparities, it is imperative for transportation agencies to ask marginalized
communities to provide direction and prioritization of which disparities to tackle first and the
best methods to do so.
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This should also be done with continued engagement through implementation and future

prioritization processes to reflect new priorities or other unforeseen issues. Also see
Transportation Equity Policies 4 through 6.

To implement Transportation Equity Policy 3 regional partners should take the following actions:

1.

6.

Seek opportunities to restore Black, Indigenous and people of color (BIPOC), federally
recognized tribes, and other marginalized communities harmed by past transportation
decisions through collaborative re-investment and removal of harmful infrastructure.

Commit to and focus on systematically addressing disparities for marginalized
communities, and measure and track progress.

Actively question and engage federally recognized tribes and impacted communities to
understand how the plan, program, policies, strategies, or action being undertaken
contributes to reducing and eliminating disparities.

Actively recognize and put aside implicit partialities and biases.

More specifically for the outcomes of safety, access, afferdability, and public health,
prioritize the following:

a. Among the multiple priorities for the region’s'transportation system, prioritize
and advance the equity elements of the priority. For example, in looking at a
transportation investment focused on safety, advance the element that would
benefit communities of color over a general safety benefit.

b. Prioritize building out the active transportation infrastructure network in areas
where there are gaps and deficiencies. Focus on completing gaps in communities
of color as aimeans of prioritizing equity. This includes advancing the completion
of access to transit in marginalized communities.

c. Implementthe Regional Travel Options Strategy, including the new Safe Routes to
School program, with emphasis to support new partnerships with organizations
that serve marginalized communities.

d. Prioritize the safety of the transportation system, especially in marginalized
communities, but focus on addressing the systemic safety issues on high injury
corridors which marginalized communities’ traverse. Focus on increasing safety in
high-risk locations and on high injury corridors that coincide with higher
residential concentrations of marginalized communities.

e. Prioritize and focus on increasing active transportation and transit access to jobs
and community places (e.g., libraries, pharmacies, grocery stores, schools, etc.) and
services for marginalized communities. Place an emphasis on connecting
marginalized communities to middle-wage employment opportunities.

Focus on transit solutions that serve marginalized communities.
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This may include creative solutions such as community and job connector shuttle
services.

Focus increase in service on transit routes that serve a significant portion of
marginalized communities.

While not the most productive and efficient from a strict transit management view,
consider coverage transit service routes to support marginalized communities as
they navigate the shifting housing affordability dynamics.

Support special needs transportation providers.

7. Complement affordable housing and transit-oriented development to support the
integration of land use and transportation where marginalized communities will benefit.

a.

Ensure the long-term sustainability of programs that make transportation
affordable, including the adult low-income fare and student pass programs on
transit.

Complement and cross-implement thestrategies inithe Coordinated
Transportation Plan for Seniors and Peoplewith Disabilities in Appendix G.

8. Document and address existing disparities in exposure to transportation related air
pollutants, including PM2.5, Diesel PM, NOZ2.and air toxics, and evaluate whether projects
reduce or exacerbate disparities.

Transportation Equity Policy 4. Meaningfully@ngage féderally recognized tribes, communities of
color and other marginalized communities, to participate.inithe development and implementation of
transportation plans, projects and programs.

Meaningful engagement is‘critical to understand'the perspectives and experiences of marginalized

communities and to build plans, projects, and programs to address these perspectives and

experiences.

Meaningful and inclusive engagement takes a significant effort and relies on building relationships
and trust with members of marginalized communities and is a significant change from the
conventional practices of public involvement in the transportation sector. Engagement and

inclusion help embedding equity in the transportation planning process by allowing for

marginalized communities to be seen, heard, and considered, and allow for their needs and

priorities to influence the planning and decision-making process.

To implement Transportation Equity Policy 4 regional partners should take the following actions:

1. Reduce the barriers to participation in public processes for these communities.

a.

Transportation professionals should look to reduce the barriers for marginalized
communities to participate (e.g., go out into the community, offer language
translation and childcare services, provide food and incentives) and reach out to
marginalized communities in meaningful ways (e.g., engaging through a
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community liaison, allowing communities to lead the discussion) and at
opportunities to shape and influence transportation plans, policies and program
(e.g., not at a perfunctory time).

2. Identify funding and contracting opportunities for community outreach liaisons and
community based organizations who are trusted members of marginalized communities
to facilitate relationship-building, conversations, and meaningful engagement.

3. Dedicate resources to meaningfully engage marginalized communities in planning and
decision-making processes.

4. Bring in voices from marginalized communities to add perspective and help guide how
equity can be embedded in the planning and decision-making process. .

5. Use the Climate Friendly Equitable Communities (CFEC) Program for guidance/rules on
inclusive decision making.

Transportation Equity Policy 5. Collect and assess qualitative and quantitative data to understand
the transportation-related disparities, barriers, needs and priorities of communities of color and
other marginalized communities.

Conventional data sources and analysis practices do not@lways capture disparities experienced
by marginalized communities. While national datasets or statewide statistics provide a picture of
disparities, gaps in local data and information makes it difficult to assess the performance of
transportation plans, programs, and policies on/the outcomes and priorities identified
marginalized communities.

Collecting disaggregated data at a local scale gives the ability to look in-depth at local conditions
on key transportation outcomes identified as priorities by marginalized communities -
affordability, safety, access, and environmental health - and is necessary to understand the
current level of disparities and establish'appropriate baselines. Until such data can be collected, it
is imperative to supplement data collection and assessment with engagement to gather the
qualitative information directly from marginalized communities.

Additionally, in supplementing quantitative data with engagement and qualitative data, needs,
gaps, and deficiencies which may have already been identified can be confirmed. By supporting
data collection and assessment focused on the needs and priorities of marginalized communities,
especially communities of color, transportation professionals will have better information to plan,
program, and implement strategies or actions which can better address the priorities and needs.
To implement Transportation Equity Policy 5, regional partners should take the following actions:

1. Collect data in a manner that facilitates looking at outcomes with an equity lens.

a. Collectlocalized disaggregated data.

b. Emphasize collecting as much qualitative data as quantitative data.

c. Collect data that is meaningful to marginalized communities.
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2. Appropriately resource data collection and assessment to focus on outcomes with an
equity lens.

a. Acknowledge and recognize data collection and assessment methods will be
unfamiliar and new for many project managers and likely to be a necessary but
challenging to break convention.

3. Appropriately resource the development of a disparities baseline looking at measures of
affordability, safety, access, and environmental health to understand disparities of
marginalized communities, in particular people of color.

4. Conduct meaningful engagement with marginalized communities to supplement and
ground truth data and technical analysis findings.

Transportation Equity Policy 6. Evaluate transportation plans, policies, programs, and investments to
understand how they address transportation-related disparities and barriers experienced by
communities of color, people with low income and other marginalized communities and the extent
disparities are being eliminated.

To know and to be accountable to whether transportation plans, programs,policies and strategies
are making progress towards eliminating disparities, particularly in access, safety, affordability,
community health and any other transportation-related priority identified by marginalized
communities, evaluation under the lens of what diSparities the plans, policies, programs and
strategies address is just as crucial as engagement, prioeritization and mitigation. The assessment
process helps to understand effectiveness, ptogression, monitoring and accountability in
achieving the equitable transportation and other associations RTP goals and objectives.
Evaluation also provides transparency towards what to expect as a result.

To implement Transportation Equity Policy 6, regional partners should take the following actions:

1. Resource evaluation methodology development appropriately.

a. Disaggregate andevaluate data system-wide, as well as by individual project,
program or community.

b. Letthe evaluation be led, guided and verified by marginalized communities and
their lived experiences.

c. Ground truth evaluation results through engagement.
d. Utilize both qualitative and quantitative data in evaluation.

2. Be willing to use non-standard forms of evaluation. Clearly state assumptions and
recognize what the method may be testing and the limitations of the evaluation.

3. Setup along-term feedback loop of evaluation and monitoring; evaluate at each stage and
monitor whether projected outcomes are coming to fruition and/or whether plans,
policies, programs and strategies may need additional mitigations or a course correction.
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Transportation Equity Policy 7. Create living-wage career pathways for people of color and women
into the construction industry and support the growth and participation of women and people of
color owned firms on capital projects throughout the transportation system.

The construction industry has seen tremendous growth in the last ten years and is one of the
fastest-growing industries in recent years, outpacing the rest of the economy. The median wage
for construction occupations is higher than the median wage across all sectors in the greater
Portland region. It is one of the remaining sectors where workers can make a living-wage income
without a higher education degree. At the same time the construction industry is grappling with
costly workforce shortages driven by an aging workforce and reality that women and people of
color face significant barriers in entering the industry and building their careers.

Construction has been a racially homogenous industry, yet labor market data indicates a shortage
in skilled talent. Diversifying the construction workforce will not only help create a stronger
supply of needed workers for the industry, but it will also directly address issues of poverty and
economic mobility within communities of color and working familiés in the region.

Transportation infrastructure projects can have a big impact on promoting equitable growth in
the region’s economy by providing job opportunities forpéeople of color.in.the construction trades.
While federal and state laws have provisions which facilitate greater access for minority, women-
owned and disadvantaged businesses (MWDBE) to.be;part of these contracting and construction
opportunities, the construction industry has a workforce which is'not reflective of demographics.
Yet it remains a sector that provides access to living-wage careers for marginalized communities,
particularly communities of color.

The RTP is a long-range transpertation blueprint for the capital investments needed to
accommodate existing needs and future,population and employment growth. An emphasis on the
construction workforce ds relevant to building out the transportation system equitably and
making progress towards reducing the disparities seen among marginalized communities in
terms of living-wage career opportunities and longer-term income stability and affordability. By
focusing public investments to advance contracting and workforce equity in the construction
trades, transportation infrastructure projects can help mitigate wealth disparity gaps experienced
by marginalized communities.

Metro’s Construction Career Pathways is a coordinated strategy for growing and diversifying the
region’s construction workforce.> This effort centers on a shared policy framework that provides
a roadmap for public agencies to work with labor unions, workforce development organizations
and contractors to create opportunities for women and people of color in the construction
workforce. As more public agencies in the region join the effort, each agency’s individual

5 Link to Metro webpage on Construction Career Pathways https://www.oregonmetro.gov/regional-
leadership/diversity-equity-and-inclusion/construction-career-pathways
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workforce development efforts are better positioned to succeed in cultivating a labor pool that
strengthens their community and reflects the populations they serve.

To implement Transportation Equity Policy 7 regional partners should take the following actions:

1. Use tinclusive hiring practices and contracting opportunities and formalize reporting of
minority, women-owned and disadvantaged businesses construction contracts on all Metro-
funded transportation projects.

2. For transportation investments programmed within the MTIP, particularly as part of the
construction phases, request from partners information about minority, women-owned and
disadvantaged business contracting and workforce diversity utilization.

3. Through partnership with Metro’s Diversity, Equity and Inclusion program, provide
information and resources to partners on ways to support and advance equity in contracting
and workforce.

4. Develop mechanisms to incentivize partners to pursue re€ruitment and retention strategies
on transportation projects that help grow and diversify the construction workforce.

5. Encourage workforce diversity utilization through apprenticeships,.withymarginalized
communities as part of contracts.

6. Partner with workforce development organizations,to improve outreach, share information
and leverage resources that support and grow a diverse construction workforce and
contracting community.

3.2.3 Safety and Security Policies

Eliminating traffic related.deaths and life changing injuries (often defined as fatalities, and severe
or serious crashes) and increasing the safety and security of the transportation system is a top
priority of the Regional Transportation Plan (RTP), as is prioritizing safety for people of color,
people with low incomes, peopleiwith disabilities, people walking, bicycling, and using
motorcycles, youth and older adults:

Transportation safety is protection from death or bodily injury form a motor-vehicle crash while
engaged in travel. Individual and public transportation security is protection from intentional
criminal or antisocial acts while engaged in trip making.

3.2.3.1 Regional Transportation Safety Strategy (2018)

The Regional Transportation Safety Strategy (“Safety Strategy”) identifies data-driven strategies
and actions to address the most common types of crashes and contributing factors.¢ Key findings

6 The Regional Transportation Safety Strategy, adopted in December 2018, is a topical plan of the Regional Transportation Plan. Link to the
Safety Strategy https://www.oregonmetro.gov/regional-transportation-safety-plan
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from the analysis of crash data from 2016-2020 can are in RTP Chapter 4. Additional analysis can
be found in the 2018 Metro State of Safety Report and the Safety Strategy.?

The Safety Strategy recommends six strategies to support achieving the region’s adopted Vision
Zero target for 2035, shown in Figure 3-3. Each strategy includes specific actions, which can be
found in the Safety Strategy. The strategies and actions are evidence-based and were identified by
aregional safety work group in response to analysis of crash data in the 2018 Metro State of
Safety Report and other sources. Refer to the Regional Transportation Safety Strategy for detailed
information on each of the strategies and specific actions.

Figure 3-3 Regional transportation safety strategies

1 - Protect vulnerable users and reduce
disparities
2 - Design roadways for safety

SPEED

o5 3- Reduce speeds and speeding

5 - Address impaired driving

6 -Ongoing engagement and coordination

3.2.3.2 Using the

The Safety Strategy employs a S m approach with the goal of zero fatal and severe injury
traffic deaths. The Safe System approach originated in Sweden and now other countries and many
U.S. cities are using the framework. Similar frameworks are Vision Zero (Sweden), Toward Zero
Deaths (U.S.), Road to Zero Coalition (National Safety Council), Safe System (New Zealand), and
Sustainable Safety (Denmark).

The Safe System approach involves a holistic view of the transportation system and the
interactions among travel speeds, vehicles, road users and the road itself. It is an inclusive
approach that prioritizes safety for all user groups of the transportation system - drivers,
motorcyclists, passengers, pedestrians, bicyclists, and commercial and heavy vehicle drivers.

"The 2018 Metro State of Safety Report is an appendix of the Safety Strategy. Link to the State of Safety Report
https://www.oregonmetro.gov/sites/default/files/2018/05/25/2018-Metro-State-of -Safety-Report-05252018.pdf



https://www.oregonmetro.gov/sites/default/files/2019/01/29/2018-Regional-Transportation-Safety-Strategy_FINAL.pdf
https://www.oregonmetro.gov/sites/default/files/2018/05/25/2018-Metro-State-of-Safety-Report-05252018.pdf
https://www.oregonmetro.gov/sites/default/files/2018/05/25/2018-Metro-State-of-Safety-Report-05252018.pdf
https://www.oregonmetro.gov/sites/default/files/2018/05/25/2018-Metro-State-of-Safety-Report-05252018.pdf

Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

Consistent with the region’s long-term safety vision, it acknowledges that people will make
mistakes and may have road crashes—but the system should be designed so that those crashes
should not result in death or serious injury. Design emphasizes separation - between people
walking and bicycling and motor-vehicles, access management and median separation of traffic -
and survivable speeds.

Figure 3-4 Components of the Safe System approach

Safe System
Approach

Source: Metro. Graphic showing The Safe System Approach elements ofisafe roads, safe vehicles, safe speed,
safe road users, and post-crash care.

Governments using the Safe System approach focus on'preventing all fatal and severe injury
crashes and recognize that the responsibility for crash prevention resides not only with roadway
users but with transportation professionals and decision'makers. Agencies using the Safe System
approach have been more effectiVernin reducing traffic deaths and severe injuries than more
traditional approaches that focus on all erashes.? The Safe System approach focuses on the
following key guiding principles that shape how stakeholders address transportation safety
(Figure 3-5). Refer to the Regional Transportation Safety Strategy for detailed information on the
Safe System approach.

8 Sustainable and Safe: A Vision and Guidance for Zero Road Deaths, World Resources Institute, Global Road
Safety Facility (2017)



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

Figure 3-5 Guiding principles of the Safe System approach

‘Safe System Approach
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Source: Metro. Graphic showing the guiding principles of the safe system approach
3.2.3.3 Regional high injury corridors and intersections

Figure 3-6 shows the map of regional high injury corridors everlapping with Equity Focus Areas.
Metro and regional partners identify regionabhigh injury corridors and intersections to help
prioritize safety near term investments.Metro updates,this map every five years. In the interim,
transportation agencies and stakeholders'may identify other safety investments that warrant
priority based on other data and analysis. The needs assessment in Chapter 4 provides more
detail on how this map was created, along\with other safety data.

Figure 3-6 Regional high injury corridors and intersections
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3.2.3.4 Safety and security policies

Regional Transportation Safety and Security Policies reflect the policy framework of the Regional
Transportation Safety Strategy. Implementation of the policies supports achieving the regional
Vision Zero target for 2035 and making travel in the region safer and more secure for all people.

Policy 1 Focus safety efforts on eliminating traffic deaths and severe injury crashes to
achieve Vision Zero.

Policy 2 Prioritize safety investments, education and equitable enforcement on high injury
and high-risk corridors and intersections, with a focus on reducing speeds and
speeding.

Policy 3 Prioritize investments that benefit people with higher risk of being involved in a

serious crash, including people of color, people with low incomes, people with
disabilities, people walking, bicycling, and using motorcycles, people working in the
right-of-way, youth and older adults.

Policy 4 Increase safety for all modes of travel and for all people through the planning,
design, construction, operation, and maintenance of the transportation system,
with a focus on reducing vehicle speeds.

Policy 5 Make safety a key consideration in all transportation projects and avoid replicating
or exacerbating a known safety problem with any project or program.

Policy 6 Employ a Safe System approach and use data and analysis tools and performance
monitoring to support data-driven decision-making.

Policy 7 Utilize safety and engineering best practices to identify low-cost and effective
treatments that can be implemented systematically in shorter timeframes than
large capital projects.

Policy 8 Prioritize investments, education and enforcement that increase individual and
public security while traveling by reducing intentional crime, such as harassment,
targeting, and terrorist acts, and prioritize efforts that benefit people of color,
people with low incomes, people with disabilities, women and people walking,
bicycling, and taking transit.

Policy 9 Make safety a key consideration when defining system adequacy (or deficiency) for
the purposes of planning or traffic impact analysis.
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Safety Policy 1. Focus safety efforts on eliminating traffic deaths and severe injury crashes to achieve
Vision Zero.

To reach the goal of eliminating deaths and severe injuries from traffic crashes, this policy directs
safety related efforts to focus on fatal and severe injury crashes, as opposed to all crashes.
Focusing on serious crashes is a key tenant of the Safe System approach. It entails identifying
where serious crashes occur and focusing on those locations, identifying the risk factors involved
in serious crashes and addressing and eliminating those risks, focusing enforcement and
education on high-risk behaviors that lead to serious crashes and less or no enforcement or
education on low-risk behaviors. When communities use enforcement, precautions must be
implemented to ensure equitable actions and outcomes.

Safety Policy 2. Prioritize safety investments, education and equitable enforcement on high injury
and high-risk corridors and intersections, with a focus on reducing speeds and speeding.

This policy directs safety investments, education and equitable enforcement to be prioritized on
the corridors where the most serious crashes have occurted or have a risk of occurring (due to
identified risk factors such as lack of roadway separation or excessive speeding). This policy
approach, prioritizing corridors where deadly crashes are:or could occur, more effectively uses
limited resources where the most serious issues are. Additionally, this policy emphasizes the
systemic approach to safety to address known safety.risk factorsicorridor wide to prevent serious
crashes from occurring in the future.

Safety Policy 3. Prioritize investments that béenefit pedple with higher risk of being involved in a
serious crash, including people of color, people with low.incomes, people with disabilities, people
walking, bicycling, and using motorcycles, people workingin the right-of-way, youth, and older
adults.

This policy is based on the Safe System approach of prioritizing safety efforts on people with the
highest risk of dying in a traffic crash as a key strategy to eliminating serious crashes overall. This
policy also helps implement Metre’s Strategic Plan for Advancing Equity, Diversity and Inclusion.

Safety Policy 4. Increase safety for all'modes of travel and for all people through the planning,
design, construction, operation, and maintenance of the transportation system, with a focus on
reducing vehicle speeds.

This policy requires that stakeholders integrate transportation safety into every aspect of the
transportation system. It is a key element of the Safe System approach which takes a systemic and
holistic approach. Safe travel speeds are a core element of achieving Vision Zero. Speed limits in
Safe System approach are based on aiding crash avoidance and a human body’s limit for physical
trauma. An unprotected pedestrian hit at over 20mph has a significant risk of death or life-
changing injury. A car in a side-on collision can protect its occupants up to around 30mph; a car in
a head-on collision up to around 40mph. Establishing survivable speeds on streets where people
using different modes at variable speeds and with different levels of physical protection are
essential. Additionally, a diversity of users must be taken into account as the system is developed.
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For example, people of color, older adults and children may have different needs that must be
addressed at every phase.

Safety Policy 5. Make safety a key consideration in all transportation projects and avoid replicating
or exacerbating a known safety problem with any project or program.

While most policies are proactively focused on improving safety, this policy requires that
transportation projects and programs clearly evaluate the impacts on all users of the
transportation system and do not negatively impact any of those users by either replicating
something which has been shown to increase safety problems for roadway users or making a
current safety issue worse.

Safety Policy 6. Employ a Safe System approach and use data and analysis tools and performance
monitoring to support data-driven decision-making.

Transportation agencies have proven that the Safe System approach reduces serious crashes. The
approach is based on data driven strategies and actions. Collecting, maintaining, and analyzing
data on a regular basis is critical to focusing investments where they will be most effective.
Additionally, monitoring progress and assessing the outcome of investments in safety is crucial to
learning from the past and improving in the future.

Safety Policy 7. Utilize safety and engineering best practices to identify low-cost and effective
treatments that can be implemented systematically in shorter timeframes than large capital
projects.

Many solutions to improve safety are inexpensive. This;policy prioritizes addressing safety
problems on a corridor level soener.rather than later to prevent serious crashes from occurring in
the future. Rather than postponing safety interventions until a larger and more expensive project
can be funded this policy directs that low-cost and effective treatments be implemented first.

Safety Policy 8. Prioritize investments, education and equitable enforcement that increase individual
and public security while traveling by reducing intentional crime, such as harassment, targeting, and
terrorist acts, and prioritize efforts that benefit people of color, people with low incomes, people
with disabilities, women and people walking, bicycling, and taking transit.

Individual and personal security while traveling has an important relationship to transportation
safety, especially for people of color. Fear of harassment or being targeted can deter people of
color from walking, bicycling or using transit and may increase the use of motor-vehicle
transportation. Though individual and public security can be challenging to address, a variety of
approaches are needed to create a safe and welcoming transportation system, including:
collecting data, utilizing crime prevention through environmental design, taking into account a
diversity of users when developing and operating the transportation system, educating people to
look out for and care for one another, designing security into projects (such as street lighting,
visibility, call boxes), equity training for public safety and transportation professionals, and
including a wide range of groups in design and decision making.
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Safety Policy 9. Make safety a key consideration when defining system adequacy (or deficiency) for
the purposes of planning or traffic impact analysis.

This policy specifies that safety data (including disparities in crash-related injuries and level of
physical activity impacted by lack of safe places to walk and bicycle), analytical tools and metrics
must be part of the evaluation when defining the adequacy of capacity on the transportation
system.

3.2.4 Climate Action Policies and Resilience Policies

Climate change may be the defining challenge of this century. Global climate change poses a
growing threat to our communities, our environment, and our economy, creating uncertainties for
the agricultural, forestry and fishing industries as well as winter recreation. The planet is
warming, and we have less and less time to act. Greater Portland’s future climate is expected to
include warmer winters with more intense rain events and hotter, drier summers with an
increased frequency of high heat days. Other documented effects include rising sea levels,
shrinking glaciers, and changes to growing seasons anddthe distribution of plants and animals.
While addressing the primary cause of climate change - carbon emissions, remains a crucial
component of the region’s climate work, preparing for the impacts of a’changing climate is also
necessary.

Warmer temperatures will affect the service life of transportation infrastructure, and the more
severe storms that are predicted will increase the frequency,of landslides and flooding.
Consequent damage to roads and rail infrastructure/will compromise system safety, disrupt
mobility, and hurt the region’s economi¢’competitiveness and quality of life. Our ability to respond
will have unprecedented impaetsion.our lives,and our survival.

Transportation sources account for 35 percent of greenhouse gas emissions in Oregon, largely
made up of carbon dioxide (€0). Since 2006, the state of Oregon has initiated a number of actions
to respond including directing the greater Portland region to develop and implement a strategy
for reducing greenhouse gas emissions from cars and small trucks.

3.2.4.1 Climate Smart Strategy (2014)

The Regional Transportation Plan is a key tool for the greater Portland region to implement the
adopted Climate Smart Strategy and achieve greenhouse gas emissions reduction targets adopted
by the Land Conservation and Development Commission in 2012, 2017, and 2022.

As directed by the Oregon Legislature in 2009, the Metro Council and the Joint Policy Advisory
Committee on Transportation (JPACT) developed and adopted a regional strategy to reduce per
capita greenhouse gas emissions from cars and small trucks by 2035 to meet state targets.
Adopted in December 2014 with broad support from community, business and elected leaders,
the Climate Smart Strategy relies on policies and investments that have already been identified as
local priorities in communities across the greater Portland region. Adoption of the strategy
affirmed the region’s shared commitment to provide more transportation choices, keep our air
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clean, build healthy and equitable communities, and grow our economy - all while reducing
greenhouse gas emissions.

The analysis of the adopted strategy demonstrated that with an increase in transportation funding
for all modes, particularly transit operations, the region can provide more safe and reliable
transportation choices, keep our air clean, build healthy and equitable communities and grow our
economy while reducing greenhouse gas emissions from light-duty vehicles as directed by the
Legislature. It also showed that a lack of investment in needed transportation infrastructure will
result in falling short of our greenhouse gas emissions reduction goal and other desired outcomes.
The Land Conservation and Development Commission approved the region’s strategy in May
2015.

3.2.4.2 Climate mitigation policies

The Climate Smart Strategy is built around nine policies to demonstrate climate leadership by
reducing greenhouse gas emissions from cars and small.trucks while making our transportation
system safe, reliable, healthy, and affordable. The policies listed below complement other Regional
Transportation (RTP) policies related to equity, safety, transit, biking and walking, use of
technology and system and demand management strategies. These policies aim to slow the effects
of climate change by reducing greenhouse gas emissions (also. known as climate mitigation”)
while also preparing for the impacts the region will likely. experience.

Policy 1 Implement adopted local and regional land use plans and strategies to reduce
vehicle miles traveled per capita and related greenhouse gas emissions to meet
regional targets.

Policy 2 Prioritize transportation investments that make transit convenient, frequent,
accessible and affordable to significantly increase transit ridership.

Policy 3 Prioritize transportation investments that make biking and walking safe, accessible
and convenient to achieve walking and bicycling system completion and mode share
targets.

Policy 4 Make streets and highways safe, efficient, reliable and connected.

Policy 5 Prioritize use of technology to actively manage the transportation system and

ensure that new and emerging technology affecting the region’s transportation
system supports shared trips and other Climate Smart Strategy policies and
strategies.

Policy 6 Provide information and financial incentives to expand the use of travel options and
reduce vehicle miles traveled.

Policy 7 Manage parking in mixed-use centers and corridors to reduce the amount of land
dedicated to parking, encourage parking turnover, increase shared trips, biking,
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walking and transit use, reduce vehicle miles traveled, increase housing and job
production and generate revenue.

Policy 8 Support Oregon’s transition to cleaner fuels, more fuel-efficient vehicles and electric
vehicles in recognition of the external impacts of carbon and other vehicle
emissions.

Policy 9 Secure adequate funding for transportation system investments necessary to

implement the Climate Smart Strategy and increase the region’s preparedness for
and resilience to climate change and natural hazard impacts.

3.2.4.3 Climate Smart Strategy actions

The Climate Smart Strategy includes a comprehensive toolbox of more than 200 specific actions
that can be taken by the state of Oregon, Metro, cities, counties, transit providers and others to
support implementation. These supporting actions are summarized in the Toolbox of Possible
Actions (2015-2020) adopted as part of the Climate Smart Strategy#The actions support
implementation of adopted local and regional plans and, if taken, will reduce greenhouse gas
emissions and minimize the region’s contribution to climate«€hange in ways that support
community and economic development goals. The Climate Smart Strategy’s Toolbox of Possible
Actions was developed with the recognition that existing city.and county plans for creating great
communities are the foundation for reaching the state target and that some tools and actions may
work better in some locations than others. As such, the toolbox does not mandate adoption of any
policy or action. Instead, it emphasizes the need for many diverse partners to work together to
begin implementation of the strategy while retaining the flexibility and discretion to pursue the
actions most appropriate to local needs and conditions.

9 Climate Smart Strategy Toolbox of Possible Actions, 2014
https://www.oregonmetro.gov/sites/default/files/2015/05/27/CSC toolbox-actions2014 12 09.pdf
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Local, state, and regional partners are encouraged to review the toolbox and identify actions they
have already taken and any new actions they are willing to consider or commit to in the future.
Updates to local comprehensive plans and development regulations, transit agency plans, port
district plans, and regional growth managementand transportation plans present ongoing
opportunities to considerimplementing the actions recommended in locally tailored ways.

3.2.4.4 Climate Smart Strategy monitoring

The Climate Smart Strategy has performance measures and performance monitoring targets for
tracking implementation and progress. The purpose of the performance measures and targets is
to monitor and assess whether key elements or actions that make up the strategy are being
implemented, and whether the strategy is achieving expected outcomes. If an assessment finds the
region is deviating significantly from the Climate Smart Strategy performance monitoring targets,
then Metro will work with local, regional, and state partners to consider the revision or
replacement of policies and actions to ensure the region remains on track with meeting adopted
targets for reducing greenhouse gas emissions.

Appendix ] provides a progress report on implementation. Performance outcomes are included in
Appendix ] and Chapter 7. More investment, actions and resources are needed to achieve
mandated greenhouse gas emissions reductions defined in OAR 660-044-0060.
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3.2.4.5 Transportation preparedness and resilience policies

Preparedness and resilience have broad implications across all sectors of the economy and
communities in the region. Natural disasters can happen anytime, affecting multiple jurisdictions
simultaneously. The region needs to be prepared to respond quickly, collaboratively, and
equitably, and the transportation system needs to be prepared to withstand these events and to
provide needed transport for evacuation, fuel, essential supplies and medical transport. Planning
for post-disaster recovery is also critical to ensure that communities and the region recover and
rebuild important physical structures, infrastructure and services, including transportation - it
can make communities and the region stronger, healthier, safer and more equitable.

Policy 1 Designate and maintain regional emergency transportation routes that, in the case
of a major regional emergency or natural disaster, would be prioritized for rapid
damage assessment and debris-removal.

Policy 2 Consider climate and other natural hazard-related risks during transportation
planning, project development, design, and management processes.

Policy 3 Optimize operations and maintenance practices that can help lessen impacts on
transportation from extreme weather events and natural disasters.°

Policy 4 Integrate green infrastructure into the transportation network to avoid, minimize
and mitigate negative environmental impacts of climate change, natural disasters,
and extreme weather events.

Policy 5 Protect and avoid natural areas and high value natural resource sites, especially the
urban tree canopy and other green infrastructure, to slow growth in carbon
emissions from paved streets, parking lots and carbon sequestration and address the
impacts of climate change and extreme weather events, such as urban heat island
effects and increased flooding.

Policy 6 Avoid transportation-related development in hazard areas such as steep slopes and
floodplains that provide landscape resiliency and which are also likely to increase in
hazard potential as the impacts of climate change increase.

Climate change, natural disasters, such as earthquakes, urban wildfires and hazardous incidents,
and extreme weather events present significant and growing risks to the safety, reliability,
effectiveness and sustainability of the region’s transportation infrastructure and services.
Flooding, extreme heat, wildfires and severe storm events endanger the long-term investments
that federal, state, and local governments have made in transportation infrastructure. Changes in
climate have intensified the magnitude, duration, and frequency of these events for many regions

10 Examples include more frequent cleaning of storm drains, improved plans for weather emergencies, closures
and rerouting, traveler information systems, debris removal, early warning systems, damage repairs and
performance monitoring.
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in the United States, a trend that is projected to continue. There is much work going on locally,
regionally, statewide and across the country to address these risks.

Regional collaboration and disaster preparedness

The Regional Disaster Preparedness Organization (RDPO) is a partnership of government
agencies, non-governmental organizations, and private-sector stakeholders in the Portland
metropolitan area collaborating to increase the region’s resilience to disasters. RDPO’s efforts
span across Clackamas, Columbia, Multnomah, and Washington counties in Oregon and Clark
County in Washington.

According to the 2013 Oregon Resilience Plan, Oregon’s buildings, and lifelines (transportation,
energy, telecommunications, and water/ wastewater systems) would be damaged so severely that
it would take three months to a year to restore full service in areas such as the Portland region.
More recently, a 2018 report from the Oregon Department of Geology and Mineral Industries
(DOGAMI) on the Portland region describes significant casualties,.££conomic losses, and disruption
in the event of a large magnitude Cascadia subductionzone (CSZ) earthquake.

While transportation infrastructure is designed to handle a broad range . ofimpacts based on
historic climate patterns, more planning and preparation for climate change, earthquakes and
other natural disasters and extreme weather eventsiSieritical to protecting the integrity of the
transportation system and improving resilience for futureshazards.

In 2021 the Oregon Transportation Systems'project assessed the resilience of Oregon’s roadway,
airport, and maritime port transportation system to'a €ascadia Subduction Zone (CSZ)
earthquake, and the ability of those system te support post-disaster response and recovery. A key
finding is that very few airports and marine ports have conducted seismic vulnerability analyses
of their facilities. More analysis is needed to better understand and enhance the resilience of these
facilities to more efficiently and effectively support incident response.

Between 2019 and 2021, Metro and RDPO partnered to update the Regional Emergency
Transportation Routes (RETR) forthe five-county Portland-Vancouver metropolitan region (last
updated in 2006). Over 300 miles of new routes were added. Regional Emergency Transportation
Routes are travel routes that, in the case of a major regional emergency or natural disaster, would
be prioritized for rapid damage assessment and debris-removal. These routes would be used to
move people, resources, and materials, such as first responders (e.g., police, fire and emergency
medical services), patients, debris, fuel and essential supplies. These routes are also expected to
have a key role in post-disaster recovery efforts.

The project developed a regionally accepted network that provides adequate connectivity to
critical infrastructure and essential facilities, as well as the region’s population centers and
vulnerable communities. Over 75% of state and regional critical infrastructure and essential
facilities are connected. Partners have established a comprehensive regional GIS database and
online RETR viewer for current and future planning and operations. The data and on-line viewer
provide valuable resources to support transportation resilience, recovery, and related initiatives
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in the region. Figure 3-7 shows a map of the RETRs and State Seismic Lifeline (SSL) routes.
Regional partners identify these routes to help prioritize them for near term investment.

In addition to implementing the resilience policies, potential opportunities for future regional
collaboration in support of transportation preparedness and resilience include:

e Partnering with the RDPO on a second phase of the Regional ETR update to prioritize routes
and develop operational guidelines for owners and operators. See Chapter 8 for more
information.

e Conducting a vulnerability assessment for the region, documenting climate and other natural
hazard-related risks to the region’s transportation system and vulnerable populations, and
potential investments, strategies, and actions that the region can implement to reduce the
vulnerability of the existing transportation system and proactively increase the transportation
system’s resiliency.

Figure 3-7 Regional emergency transportation routes (ETR)map
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3.2.5 Pricing Policies

Transportation pricing is a tool that can help our region reach its goals of better, faster transit,
cleaner air, fewer hours sitting in traffic, and more equitable access to jobs and opportunities. To
realize these outcomes, pricing programs will need to be carefully designed to ensure the process
to develop them is equitable, revenue is reinvested equitably and to support regional goals,
diversion on local streets is mitigated, and pricing strategies are interoperable throughout the
region.

What is transportation pricing?

Transportation pricing is the use of a pricing mechanism, such as tolls or parking fees, to reduce
traffic congestion and greenhouse gas emissions, encourage a shift to travel via different modes, a
different route, or a different time of day, and raise revenue for transportation investments and
mitigation for impacts resulting from pricing. The policies in this section apply to vehicle miles
traveled fees, cordon pricing, and roadway pricing; parki addressed in the Climate
mitigation policies in Section 3.2.4.2.

Pricing Strategies

Pricing could include a range of tools, including:

VEHICLE MILES TRAVELED FEE

Drivers pay a fee for every mile they travel

CORDON PRICING

Drivers pay to enter an area, ke downtown
Portland {and sometimes pay to drive within
that area)

ROADWAY PRICING

Drivers pay a fee or toll to drive on a particular
road, bridge, or highway

PARKING PRICING

0 Drivers pay to park incertain area

Each of these pricing strategies could vary by time of day, by
area, by types of drivers on the road, and by income levels.
Pricing strategies can also take the form of a “program” [i.e.
parking pricing) or a “project” [i.e. the 205 toll project).

While parking pricing has proven to be an effective strategy in the region for many years, cordons,
roadway pricing, and other pricing strategies are only beginning to be discussed and implemented



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

as a strategy in the greater Portland region. However, these strategies have been effective in cities
around the world. For many leaders and government agencies in the Portland metro region
recognized pricing as a needed, high-impact, tool in the 2018 Regional Transportation Plan (RTP)
and other plans.11

Table 3-3 outlines which local, regional, and state agencies could potentially implement various
types of pricing strategies based on Oregon state law. Other federal, state, or local laws may
provide additional guidance or restrictions on the use of pricing and the use of pricing revenues.

Table 3-3 Pricing and implementing agency

Type of Pricing Implementing Agency

Road Usage Charge / Drivers pay a fee for every mile they State DOT, potentially local
Vehicle Miles Traveled travel roadway authorities

Fee

Cordon Pricing Drivers pay a fee to enter an area, City, County

like downtown Portland (and
sometimes pay to drive within that

area)
Roadway Pricing and Drivers pay a fee or toll to drive on a Local Roads: City, County
Tolling particular road, bridge, or highway

Highways and Freeways: State
DOT

Why is pricing an important strategy for our region?

Congestion is a problem in the Portland metro region as outlined in the Chapter 4 or the RTP.
Changing travel patternsf@and a growing population mean more traffic and less freedom to travel
reliably around the region. Cengestion can also have significant economic, social, and
environmental impacts.

e Growing single occupancy vehiclée miles traveled (VMT) leads to congestion.
e Greenhouse gas emissions are on the rise.

e Congestion impacts Metro’s Equity Focus Areas most significantly.

e Travel patterns for people and goods are unreliable due to congestion.

e Ourregion is growing.

112018 Regional Transportation Plan, TSMO Strategic Plan (2010), Climate Smart Strategy (2014), The Federal Congestion Management Process,
2021 City of Portland Pricing Options for Equitable Mobility Final Report, 2018 Oregon Department of Transportation Value Pricing Feasibility
Analysis.



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

The Cycle of Congestion

—

\\
ROADS FILL |
WITH CARS

—
# PUBLIC
' PRESSURE '\
TO INCREASE |
| ROADWAY |
L CAPACITY J

\ $0%5 /

CONGESTION

The Portland metro region can’t [,-“’ ety i
build its way out of congestion \ / i\ ]

- 4
) INDUCED "\ —
MORE CARS i TRAVEL \ / MOVEMENT
ONTHEROAD DRBE&IQ“RCE f { ISEASIER 5
- a8 |- j=—%
\\ ; BEHAV\OI?’V fe‘— \\e——/‘r
N
.
o

How can pricing help our region?

Transportation investments in the greater Portland region have along history of contributing to
racial inequity and neighborhood displacement. Decades ago, public agencies planned and built
new highways that cut through Black communities, splitting neighborhoods, and contributing to
poor air quality, noise pollution and safety issues. Transit investments have also been made
without complementary affordable housing strategies, leading to gentrification and further
displacement.

Today, while the region’s residents all feel the impacts of congestion, historic inequities in the
transportation system amplifysdimpacts on people of color and low-income people:

o Housing costs are increasing faster.than incomes, pushing those with lower incomes to seek
housing further awayfrom the center of the region and making travel distances longer for
people of color and low-inceme people.

e Communities of color and low-inegdome communities have longer commutes that are made
slower and more unreliable when roadways are congested.

e Major roads and freeways often run through communities of color and low-income
communities, resulting in disproportionately high rates of air pollution, chronic illnesses, and
traffic-related injuries and fatalities.

Pricing can be a key tool for jurisdictions as they seek to meet state, regional, and local goals
around mobility, climate, safety, equity, and a thriving economy.

Pricing that is designed and implemented through an equity and climate change lens has the
potential to transform transportation in our region in a variety of ways. While pricing programs
introduce new costs to users, they also lead to more efficient use of streets and highways and can
help address current and historic inequities borne by people of color and people with low
incomes.
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Pricing has been shown to encourage use of transit or other modes and reduce overall vehicle
miles traveled (VMT). Lower VMT results in decreased congestion, reduced travel times for
personal vehicles, freight and buses, lower greenhouse gas emissions, and localized air quality
impacts. Pricing is more likely to be successful in areas where transit service elements are already
well established and is improved in conjunction with pricing.

Pricing can also have positive impacts on safety. A combination of lower VMT, as a result of
pricing and reinvestment of pricing revenue in projects that increase safety, can, in the long term,
lead to decreases in crashes and injuries in and around priced facilities or areas.

In the Portland
region, average
commute

times for Black
commuters are
13% longer than
white commuters.

The lowest income
households spend
35% of their income
on transportation.
Those with the highest
income spend 13% or
less.

Source: U.S. Bureau of
Transportation Statlstics

Additionally, for many juriSdictions, pricing may:be identified as a tool to raise revenue for
specific projects and be akey element of a funding plan. This could include, for example,
replacement of an aging bridge, or investments in multimodal infrastructure and transit
supportive elements or amenities. Howeéver, in addition to raising revenue for specific projects, a
program can successfully meet stateyregional, and local goals by:

o Reinvesting revenue where it matters most. If designed thoughtfully, pricing programs that
have built equity into the program can introduce progressive fee structures and reinvest
revenue in the people and places that have historically been, and continue to be, the most
negatively impacted.

e Reinvesting revenue to support our region’s goals. Revenue collected from pricing
programs can be reinvested to enhance transit service elements and access, safety
improvements, and walking and bicycling networks. It can also be used to provide incentives
and subsidies to increase the number of people biking, walking, and taking transit for more
trips. With properly designed pricing programs, our region can have better, faster transit,
cleaner air, fewer hours sitting in traffic, and more equitable access to jobs and opportunities.
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Benefits to Freight and Businesses

e Pricing strategies can help freight and businesses succeed by reducing congestion on highways and
local roads:

e Pricing can benefit freight, especially truck transportation, as it supports a more reliable system.

e Pricing can encourage people to use other forms of transportation to travel and leave highways
open for people and businesses, like freight, who do not have other options.

e Pricing can support lowered cost of doing business —time is money.
3.2.5.1 Best practices for revenue reinvestment

Equitable revenue reinvestment is a critical consideration from the outset of a pricing program.
Reinvestment strategies should be guided by the purpose of the program, the expected costs and
benefits, and input from community members impacted by the program. Revenue reinvestment
should be focused on neighborhoods that do not have oreould lose access to the priced facility or
area. Increasing access to the priced facility or area, especiallyfor places with limited access today
or places that would see reduced access without reinvested revenues, should be a focus. Part of
the revenue from pricing may need to be spent on operations; maintenance, and facility
investment.

Key considerations related to revenue reinvestment include:

e Reinvestment should be prioritized in areas designated as Metro’s Equity Focus Areas most
affected by pricing programs.

e Revenues collected through the pricing program should be reinvested in a manner that helps
meet state, regional,dnd local goals related toreductions in greenhouse gas emissions and
congestion while improving mobility;and safety.

e Revenue should not be reinvested in'infrastructure solely for single occupancy vehicles but
should be invested to improve the entire multimodal transportation system.

e Revenue should be reinvested in the region.

After paying for the administration and/or operating costs of a pricing program, revenue could be
reinvested in several ways (Table 3-4). Implementing agencies will need to consider any state
constitutional restrictions to revenue reinvestment, or other limitations based on federal or state
funding or program approvals, based on the type of pricing program established. Agencies may
use pricing to raise money for other things, like road improvements, seismic operations, and
operations and maintenance.
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Table 3-4 Potential Options for Revenue Reinvestment

Transit

Infrastructure & speed and
reliability improvements

Description

Improved facilities, stops,
passenger amenities, transit
priority treatments, express
services, expanded routes, and
similar improvements

Target Area or Population

Regional

Local communities especially equity
areas, for example, Metro’s Equity
Focus Areas

Operation and
maintenance

Active Transportation

Access to priced facility or
area

Operation and maintenance of
existing and future fransit assets
and services

Improved bike, pedestrian, or
micromobility access to transit
or priced facility or area directly

Regional

Neighborhood access

Improved bike, pedestrian, or

micromobility access to transit
or neighborhood activity c
such as shopping center.
employment hubs

First/last mile to key
employment hubs

Improved bike,

Diversion mitigation

Mode Shift and Sing

Neighborhoods impacted by
diversion

Commuter Credits Benefit to users of the pricing Regional; higher subsidy for transit
system who swipe their transit deprived communities and vulnerable
card during peak hours rather populations
than drive
Free or discounted transit pass Regional; higher subsidy for transit

. _ or cash on transit card, i.e., deprived communities and vulnerable

Transit subsidy TriMet's Fare Relief Program populations

Other programs Electric vehicle (EV) carshare Regional; higher subsidy for transit

subsidy, bikeshare subsidy,
micromobility subsidy, carpool

deprived communities and vulnerable
populations
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Description Target Area or Population
benefit, benefit to drivers of EV
vehicles
Priced Facility
Operations and Operations and maintenance of Priced facility
Maintenance priced road
Infrastructure investment For tolled facilities, designed to Priced facility
be paid for by the pricing
revenue

Potential Revenue Opportunities and Limitations

Depending on the pricing model, the use of revenue generated from a pricing program may be subject
to legal limits, Federal law and other requirements must be followed. For example, Oregon
Constitution Article IX Section 3a limits the use of revenue from taxes on motor vehicle use and fuel.
The principle underlying this language is that special taxes paid only by highway users should be used
only for highway purposes. Whether a particular pricing model is subject to this constitutional
restriction is determined by Oregon courts on a case-by-case basis. Recently, the Oregon Supreme
Court concluded that Article IX section 3a’s limit on use of tax revenue does not apply to a privilege tax
imposed on vehicle dealers for the privilege of engaging in the business of selling taxable motor
vehicles at retail. The Court found that the privilege tax was not based on the status of motor vehicle
ownership, but rather on the activity of selling motor vehicles. Jurisdictions considering pricing should
review all potential legal limits and structure the pricing model with these limits in mind.

3.2.5.2 Pricing policies

Pricing policies apply tothe planning, implementation, monitoring and evaluation of pricing
programs and projects in the region, as defined in Section 3.1.

Policy 1 Use pricing to improve reliability and efficiency of the transportation network,
reduce VMT per capita, and increase transportation options.

Policy 2 Center equity and affordability into pricing programs and projects from the outset.

Policy 3 Address traffic safety and the safety of users of all travel modes, both on the priced
system and in areas affected by diversion.

Policy 4 Minimize diversion impacts created by pricing programs and projects prior to
implementation and throughout the life of the pricing program or project.

Policy 5 Reduce greenhouse gas emissions and vehicle miles travelled per capita while
increasing access to low-carbon travel options.

Policy 6 Coordinate technologies and pricing programs and projects to make pricing a low-
barrier, seamless experience for everyone who uses the transportation system and
to reduce administrative burdens.
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Pricing Policy 1. Use pricing to improve reliability and efficiency of the transportation network,
reduce VMT per capita, and increase transportation options.

The Metro Regional Congestion Pricing Study found that pricing has the potential to help the
greater Portland region improve mobility and manage congestion. Pricing programs should be
designed and implemented to maximize benefits related to improved access to jobs and
community places, shift to sustainable modes of travel, and overall affordability.

Investments in transit and transit-supportive elements have been shown to improve regional
mobility, especially in terms of access to jobs. Future transit investments, and investments into
other modal alternatives, should take into consideration the geographic distribution of low-
income populations (who may have less automobile access), existing access to jobs via transit,
people who commute outside of peak periods, and people who trip-chain (i.e.: making multiple
stops during one trip, such as dropping children off at school on the way to work). Policymakers
and future project owners and operators should consider how mobility improvements will be
received by populations and areas that have been historicallydnarginalized. Mobility
improvements can be measured by reduced peak perigd travel times, reduced daily vehicle miles
traveled (VMT), reduced percentage of total daily tripsiundeftaken by drivers without passengers,
increased number of total daily transit trips, and total vehicle hours of delay during peak PM
periods.

To implement Pricing Policy 1, agencies developing pricing programs or projects should take the
following actions:

1. Setrates for pricing at a level that will manage,congestion, reduce VMT per capita, and
improve reliability on the priced facility and in‘areas affected by diversion. ORS 383
delegates authority to the ‘Oregon Transportation Commission (OTC) to set pricing rates for
state highways in@accordance with state legislation.

2. Collaborate with relevant state, regional, and local agencies and communities when setting,
evaluating, and adjusting program or project specific goals.

3. Reinvest a portion of revenuesfrom pricing into modal alternatives both on and off the
priced facility that encourage mode shift and VMT reduction per capita consistent with
Federal and State law. Examples include, but are not limited to, transit improvements,
bicycle and pedestrian improvements, and improvements to local circulation.

4. Identify opportunities to partner with other agencies to fund or construct transit, bike, and
pedestrian improvements. Work with transit agencies and other jurisdictional partners,
including consideration of opportunities identified in the High Capacity Transit Strategy and
Regional Transit Strategy, to determine additional revenue needs and pursue funding
needed to develop transit-supportive elements, expand access to transit, and to ensure
equitable investments, particularly in cases where such improvements cannot be funded
directly by pricing revenues due to revenue restrictions.

5. Consider non-infrastructure opportunities to encourage mode shift and reduce VMT per
capita, including commuter credits, funding for transit passes, bikeshare and/or
micromobility subsidies, partnerships with employer commuter programs, and carpooling /
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vanpooling. Consider higher benefits, subsidies, discounts or exemptions for people with
low-income or other qualifying factors based on equity analysis.

Pricing Policy 2. Center equity and affordability into pricing programs and projects from the outset.

The Metro Regional Congestion Pricing Study found that pricing strategies have the potential to
help the greater Portland region improve racial equity and benefit marginalized communities. Our
current transportation funding system is inequitable. Regressive funding sources such as fixed tax
rates and fees disproportionately impact low-income motorists, and negative health impacts from
high automobile reliance disproportionately harm Black, Indigenous, and other people of color
(BIPOC), federally recognized tribes, and low-income communities.

Pricing programs with an equity framework should aim to increase access to opportunity, provide
affordable options, create healthier and safer communities, and reduce income inequality and
unemployment. Pricing has the potential to offer a suite of affordability programs, such as rebates,
exemptions, or other investments. Reinvestment should be prioritiZed in areas designated as
Metro’s Equity Focus Areas most affected by pricing programs.

Policymakers and future project owners and operators should carefully,consider how the benefits
and costs of pricing impact different geographic and demographic groups. If not conducted
thoughtfully, pricing could compound past injusticesrand harm Black, Indigenous, and other
people of color (BIPOC), federally recognized tribes, and low-income communities. By focusing
engagement at every step in the process on historically impacted residents, agencies can reduce
harm and increase benefits. The policy illustrates how equity can be incorporated into pricing
programs.

To implement Policy 2, agencies developing pricing programs or projects should take the following
actions:

1. Conduct public engagement in a variety of formats, including formats that accommodate all
abilities, all levels of access to technology, and languages other than English. Begin
engagement at an early stageiand re-engage the public in a meaningful manner at multiple
points throughout the process.

2. Engage equity groups, people with low-income, and people of color in a co-creation process,
beginning at an early stage, to help shape goals, outcomes, performance metrics, and
reinvestment of revenues.

3. Use a consistent methodology across implementing agencies for defining equity groups and
equity areas for pricing programs and projects, including but not limited to the
methodology used for establishing the Equity Focus Areas. A consistent methodology for
documenting benefits and burdens of pricing for equity groups, people with low-income,
people of color, and equity areas should also be established across agencies. The
methodology should consider a variety of factors, such as implementing agency, costs to the
user, travel options, travel time, transit reliability and access, diversion and safety,
economic impacts to businesses, noise, access to opportunity, localized impacts to
emissions, water and air quality, and visual impacts.
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4. Establish feedback mechanisms, a communication plan, and recurring regular engagement
over time with the public, and with equity groups that were involved in the co-creation
process.

5. Provide a progressive fee structure including elements such as exemptions, credits, or
discounts for qualified users. Base eligibility on inclusion in one or more population
categories, such as low-income, and minimize barriers to qualification by building on
existing programs or partnerships where applicable. Target outreach for enrollment in a
discounts, credits, or exemptions in equity areas and communities with higher-than-
average shares of people with low income and people of color.

6. Create varied and accessible means of payment and enrollment, including options for
people without access to the internet or banking services.

7. Reinvest a portion of revenues from pricing into communities with high proportions of
people with low-income and people of color, and/or in Equity Focus Areas, consistent with
Federal and State law. Use of these revenues should meet the transportation-related needs
identified by the equity communities and people mostimpacted. Examples include
commuter credits and free or discounted transit passes, or improved transit facilities, stops,
passenger amenities, and transit priority treatments:

8. Enforcement of pricing and fine structures for non-payment should be designed to reduce
the potential for enforcement bias and to minimize burdens on people with low incomes.

9. Create a process to measure how pricing pfograms achieve,the actions items listed above to
demonstrate accountability.

Pricing Policy 3. Address traffic safety and the safety of users of all travel modes, both on the priced
system and in areas affected by diversion.

The Metro Regional Congestion Pricing:Study found that pricing has a strong potential to help the
greater Portland region improve safety‘outcomes and meet the safety priorities outlined in the
Regional Transportation Plan. Pricing programs can improve safety by reinvesting revenue into
locally supported traffic safety improvements. The study recommends focusing safety
improvements on eliminating traffic deaths and serious injuries on city streets, or a Vision Zero
approach.

Safety challenges vary greatly across the region. Safety improvements should be assessed at a
project scale and built into a pricing programs’ definition to ensure that the core of the project
addresses these community needs. Detailed project-scale analysis should provide insight into
where safety investments are needed and should address any project-related safety concerns.
Safety outcomes of a pricing program can be measured by the level of revenue reinvestment in
improvements that address fatalities and serious injuries on high injury corridors or roadways.

To implement Pricing Policy 3, agencies developing pricing programs or projects should take the
following actions:

1. Collaborate with relevant state, regional, and local agencies and communities when
identifying traffic safety impacts and selecting mitigations associated with pricing.
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2. Use a data-driven approach to identify potential traffic safety impacts on the priced system
and in areas affected by diversion both during and after implementation of pricing
programs and projects; monitor with real-time data after implementation.

3. Context-specific monitoring and evaluation programs should be conducted by
implementing agencies in coordination with partner agencies and be on-going and
transparent. Establish feedback mechanisms, incident resources, and a communication plan
in advance for the community and decision makers.

4. Adjust safety strategies in coordination with partner agencies based on monitoring and
evaluation findings.

5. Reinvest a portion of revenues on the priced system and in areas affected by diversion to
address safety issues caused by pricing programs and projects, consistent with Federal and
State law. For example, through investments in transit, bike, and pedestrian improvements,
or other investments in known crash reduction factors.

6. Pricing programs and projects should strive to reduce fatalities and serious injuries by
aligning with local, state and regional safety and.security.policies.

Pricing Policy 4. Minimize diversion impacts created by pricingiprograms and projects prior to
implementation and throughout the life of the pricing program or project:

Diversion is the movement of automobile trips from.one facility to another because of pricing
implementation. All trips that change their routedn response to pricing are considered diversion,
regardless of length or location of the trip, or whetherthey divert to or from the priced facility.

The Metro Regional Congestion Pricing Study found that pricing programs have the potential to
lead to diversion impacts, as drivers shift from the freeway network to the arterials to avoid
charges. Spillover/cut through traffic caused by.a pricing program can exacerbate traffic safety
concerns along other stréets. Project designers should carefully consider the wide distribution of
diversion impacts that may result from the program, particularly on regional high injury
corridors. Implementing agencies can also look to high injury local streets and intersections for
which to prioritize safety improvements. It is important for pricing programs to mitigate the
negative impacts of diversion. Diversion onto nearby streets could be addressed with safety or
transit improvements, for example. If pricing programs result in successful mode shift to transit,
diversion impacts can be lessened.

To implement Pricing Policy 4, agencies developing pricing programs or projects should take the
following actions:

1. Collaborate with relevant state, regional, and local agencies and communities when
identifying diversion impacts and selecting mitigations associated with pricing.

2. Use a data-driven approach to define and identify diversion impacts both during and after
implementation of pricing programs and projects. Following implementation monitor with
real-time data.

3. Evaluate localized impacts of diversion including factors such as VMT per capita, VMT per
capita in defined equity areas, noise, economic impacts to businesses, and localized
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emissions, water quality, air quality, and the completeness of safety infrastructure and non-
vehicular modal networks. This should include specific evaluation of diversion impacts in
communities with people with low-income and people of color, and/or in Equity Focus
Areas.

4. Context-specific monitoring and evaluation programs should be conducted by
implementing agencies in coordination with partner agencies and be on-going and
transparent. Establish feedback mechanisms and a communication plan in advance for the
community and decision makers and ensure reinvestment is still applicable when impacted
area changes.

5. Adjust mitigation strategies based on monitoring and evaluation findings. Areas impacted
may change as the pricing program is implemented and diversion mitigation strategies are
put into place.

6. Reinvest a portion of revenues into areas affected by diversion caused by pricing programs
and projects consistent with Federal and State law.

Pricing Policy 5. Reduce greenhouse gas emissions and vehicle miles travelled per capita while
increasing access to low-carbon travel options.

The Metro Regional Congestion Pricing Study found thatpricing has the potential to help the great
Portland region reduce greenhouse gas emissions and achieve Metro’s climate goals. All of the
scenarios tested in the study showed reductions in‘greenhouse ‘gas,emissions through reducing
overall VMT per capita. Pricing policies were found to be effective in encouraging drivers to
change their travel behavior such as using more sustainable travel modes like transit, walking, or
biking. These changes in behavior are key to reducing greenhouse gas emissions in the region.

Pricing programs should be désignedito meet climate goals without adversely impacting safety or
equity. Climate improvements can be measured by percent reduction of greenhouse gasses per
capita, percent reduction ofcriteria pollutants and transportation air toxics, percent reduction of
vehicle miles traveled per capita, and shifts in travel behavior. Implementing agencies should
consider the geographic and demographic distribution of targeted climate improvements,
particularly taking into consideration the health impacts of pollutants and transportation air
toxics that disproportionately harm Black, Indigenous, and other people of color and low-income
communities.

To implement Pricing Policy 5, agencies developing pricing programs or projects should take the
following actions:

1. Identify localized air pollutants and greenhouse gas emission impacts due to pricing and
identify strategies for mitigation.

2. Setrates for pricing at a level that will reduce greenhouse gas emissions and improve air
quality by managing congestion and reducing overall VMT per capita on the priced system
and in areas affected by diversion. ORS 383 delegates authority to the Oregon
Transportation Commission (OTC) to set pricing rates for state highways in accordance
with state legislation.
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3. Reinvest a portion of revenues from pricing into modal alternatives both on and off the
priced facility consistent with Federal and State law, to reduce overall emissions by
encouraging mode shift and VMT per capita reduction, including transit improvements as
well as bicycle and pedestrian improvements and improvements to local circulation.

4. Develop and implement pricing so that it addresses and supports the Climate Smart
Strategy and regional climate policies, including through the Congestion Management
Process (CMP).

Pricing Policy 6. Coordinate technologies and pricing programs and projects to make pricing a low-
barrier, seamless experience for everyone who uses the transportation system and to reduce
administrative burdens.

The Metro Regional Congestion Pricing Study describes a wide range of technologies available
that can be used in pricing programs to create a seamless and low-barrier experience. Programs
can use electronic toll collection systems, mobile applications, short-range communication
systems embedded in new vehicles, OReGO technologies thatéwirelessly connect to a vehicle’s
diagnostic ports, or online portals for self-reporting. The type of technology used will vary
depending on the type of pricing program. Metro’s study recommends. a pilot phase for the region
to trial one or more technologies before implementing aregion-wide system.

There are several considerations to be taken whenwsSing technology in the implementation of a
pricing program. First, emerging technologies can be more expensive than existing ones, yet
existing technologies run the risk of becoming obsolete sooner. Second, some technologies (such
as tolling systems) require a physical footprint that can take up limited physical space and create
a visual aesthetic impact that may need design commission approval in some parts of the city.
Further, technologies such as‘fmobile apps or online portals that require users to take an action
will likely be less accurate and reliable than automatic technologies. These technologies may also
unfairly burden low-income travelers that do not have access to a mobile phone, computer,
internet, or banking system. Technologies that enhance user experience while limiting barriers to
use should be prioritized. Project desighers should also consider a program’s compatibility with
existing pricing technologies used in the region (such as the Hop regional transit fare program or
existing parking payment systems).

To implement Policy 6, agencies developing pricing programs or projects should take the following
actions:

1. Coordinate technologies and user-friendly designs across pricing programs and projects to
reduce burdens on the user and manage the system efficiently, including setting rates,
identifying tolling technology and payment systems, and establishing discounts and
exemptions.

2. Create varied and accessible means of payment and enrollment, including options for
people without access to the internet or banking services.

3. Consider the upfront costs of technology investment balanced with long-term operational
and replacement costs compared with expected revenue generation.
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3.2.6 Mobility Policies

Within the greater Portland region, the State of

Oregon and Metro have a shared goal of providing ‘0\\“1 Policy Elef};e
mobility such that people and businesses can éo Equisy

safely, affordably, and efficiently reach the goods,

services, places, and opportunities they need to nj.'l':;:eb;fmn

thrive by a variety of seamless and well-
connected travel options and services that are
welcoming, convenient, comfortable, and reliable.

3.2.5.1 Mobility policy outcomes and policies

The mobility policy is intended to achieve the
following outcomes identified by policymakers
and stakeholders as critical to guide how

transportation agencies plan for, manage, and ‘ Reliability ‘

operate the transportation system.

Policy outcomes

o Equity - Black, Indigenous and people of color (BIPOC) community members, federally
recognized tribes, and people with low incomes, youth, older adults, people living with
disabilities and other marginalized and underserved communities experience
equitable mobility. BIPOC, federallyirecognized tribés, and other marginalized communities
have often experienced disproportionately negative impacts from transportation
infrastructure as well as disparitiesiin access,to safe multimodal travel options. Addressing
these disparities is alpriority for ODOT and Metro.

The regional transportation system should support access to opportunities for everyone, not just
people in motor vehicles. Equity'can be enhanced through providing strong multimodal networks
with priority provided to improvements benefitting marginalized and underserved communities.

o Efficiency - Land use and transportation decisions and investments contribute to more
efficient use of the transportation system meaning that trips are shorter and can be
completed by more travel modes, reducing space and resources dedicated to
transportation. Efficiency in this context means that transportation requires less space and
resources. Efficiency can be improved by shortening travel distances between destinations.
Shorter travel distances to destinations enhance the viability of using other and more efficient
modes of transportation than the automobile and preserves roadway capacity for transit,
freight and goods movement by truck and for longer trips. Efficiently using land and planning
for key destinations in proximity to the where people live and work, contributes to shorter
trip lengths. The transportation efficiency of existing and proposed land use patterns and
transportation systems can be measured by looking at “vehicle miles traveled (VMT) per
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capita” for home-based trips or “VMT per employee” for commute trips to/from work of an
area.

Access and Options -People and businesses can conveniently and affordably reach the
goods, services, places, and opportunities they need to thrive. People and businesses
can choose from a variety of seamless and well-connected travel modes and services
that easily get them where they need to go. The viability of trips made by modes other than
automobiles can be increased by investing in a connected, multimodal transportation system.
Multimodal systems serve all people, not just those who have access to vehicles or the ability
to drive them, and provide more route choices, increase safety and efficiency, and increase
reliability. Closing gaps in networks, particularly pedestrian and bicycle networks, and closing
special and temporal gaps in transit networks, can change travel preferences, reducing

VMT /capita. Progress towards well connected, multimodal networks can be measured by
mode with “system completeness.”

Safety - People are able to travel safely and comfortably and feel welcome. Unsafe
transportation facilities can result in injury and loss of life and place a strain on emergency
responders. Both unsafe conditions and perceived unsafe,conditions can impact travel
behavior, causing users to choose different routes or.modes. Prioritizing investments that
reduce the likelihood of future crashes and that improve safety and comfort for all users will
increase mode choices and improve reliability«System completeness by travel mode is useful
in identifying needs and investments that could enhance safety and comfort.

Reliability - People and businesses can'count/on the transportation system to travel
where they need to go reliably and\in a reasonablé amount of time. In a reliable
transportation system, all users; including people in automobiles and using transit, can
reasonably predict travel time totheir destinations. Reliability is impacted by travel
conditions, safety, street connectivity, congestion, and availability of travel options.
Investments in safety, street connectivity, transit, transportation system management and
operations (TSMO), and demand management can yield significant benefits for managing
congestion and increasing reliability for all travelers. System completeness can be used as a
measure of the availability of reliable travel options, including walking and biking. Average
travel speed can be used as a measure to forecast areas of congestion including looking at the
number of hours a facility is congested and the percentage of a facility that is congested for
multiple hours per day. Average travel speed can also be used to look at total travel time
between origin-destination pairs and identify bottlenecks that are most impacting reliability
on key travel routes for vehicle modes, including freight and transit.

For Throughways, the essential function is throughput and mobility for motor vehicle travel,
including transit and freight vehicles, to maximize movement of people and goods.
Throughways serve interregional and interstate trips and travel times are an important factor
in people and businesses being able to make long-distance trips to and through the region and
access destinations of regional and statewide significance in a reasonable and reliable amount
of time.
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For most Arterials, depending upon the street design classification and freight network
classification, the essential functions are transit, bicycle and pedestrian travel and access,
while balancing motor vehicle travel and the many other functions of arterials in intensely
developed areas. Transit reliability on arterials can be improved with exclusive bus lanes,
signal priority and other TSMO strategies. Improving automobile reliability through additional
roadway capacity should follow the region’s congestion management process and not come at
the expense of non-motorized modes and achieving system completeness consistent with
modal or design classifications in the Regional Transportation Plan (RTP) or achieving the
VMT /capita target for the region or the jurisdiction.

Within the greater Portland region, the State of Oregon and Metro have a shared goal of providing
mobility such that people and businesses can safely, affordably, and efficiently reach the goods,
services, places, and opportunities they need to thrive by a variety of seamless and well-connected
travel options and services that are welcoming, convenient, comfortable, and reliable.

The following policies aim to achieve these outcomes.

Mobility Policy 1 Ensure that land use decisions and investments in the transportation system
enhance efficiency in how people and goods travel to where they need to go.

Mobility Policy 2 Provide people and businesses a variety of seamless and well-connected
travel modes and services that increase connectivity, travel choices and
access to low carbon transportation options so that people and businesses
can conveniently and affordably reach the goods, services, places and
opportunities they need to thrive.

Mobility Policy 3 Create a reliable transportation system that people, and businesses can
count on to reach destinations in a predictable and reasonable amount of
time.

Mobility Policy 4 Prioritize the safety and comfort of travelers by all travel modes when

planning and implementing mobility solutions.

Mobility Policy 5 Prioritize investments that ensure that Black, Indigenous and people of color
(BIPOC) community members, federally recognized tribes, and people with
low incomes, youth, older adults, people living with disabilities and other
marginalized and underserved populations have equitable access to safe,
reliable, affordable, and convenient travel choices that connect to key
destinations.

Mobility Policy 6 Use mobility performance targets and thresholds for system planning and
evaluating the impacts of plan amendments including: Vehicle Miles
Travelled (VMT) per capita for home-based trips, VMT/employee for
commute trips to/from work, system completeness for all travel modes, and
travel speed reliability on the throughways.
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The Regional Mobility Policies apply to:

o the state highway system within the greater Portland region for:

o identifying state highway mobility needs and solutions during system planning and
plan implementation; and

o evaluating the impacts on state highways of amendments to transportation system
plans, acknowledged comprehensive plans and land use regulations pursuant to the
Transportation Planning Rule (OAR 660-12-0060).

e throughways and arterials designated in the Regional Transportation Plan (RTP), which
include state and local jurisdiction facilities, for identifying mobility needs and solutions
during system planning and plan implementation.

Under this policy, Oregon Highway Plan volume-to-capacity ratio targets still guide operations
decisions such as managing access and traffic control systems and can be used to identify
intersection improvements that would help reduce delay;improve the corridor average travel
speed, and improve safety. Local jurisdiction standards for their facilities still apply for evaluating
impacts of amendments to transportation system plans, acknowledged comprehensive plans and
land use regulations pursuant to the Transportation Planning Rule (OAR 660-12-0060) and
guiding operations decisions.

Three performance targets and thresholds as described in Table 3-5 will be used to assess the
adequacy of mobility in the Portland metropelitan area for the regional networks based on the
expectations for each facility type, locatien, and functien. These measures will be the initial tools
to identify mobility gaps and deficiencies (needs) and consider solutions to address identified
mobility needs. The subsequent actions describe how to apply these measures to system planning
consistent with OAR 6604012, Sections'3.08.220.and 3.08.510 of the Regional Transportation
Functional Plan (RTFP) and ©HP Policy 1.G and assessing plan amendment consistent with OAR
660-012-0060.

Table 3-5 Mobility performance targets and thresholds

Measure Application Target
System Planning OAR 660 Division 44 (Metropolitan Greenhouse Gas (GHG)
Emissions Reduction rule)) and OAR 660 Division 12 set
VMT/Capita for VMT/capita reduction targets with which the 2023 RTP update
home-based trips and local TSPs will need to comply. The VMT/capita targets are:
20% reduction by 2035, 25% reduction by 2040, 30% reduction by
and 2045 and 35% reduction by 2050 (from 2005 levels). (a)
VMT/Employee The 2023 RTP and TSPs that meet this regional target will establish
for commute 2045 baseline VMT/capita and VMT/employee. All subsequent
trips to/from applications of this policy shall not increase VMT/capita or
work VMT/employee above the future baseline.
Plan The plan amendment will have equal to or lower forecast
Amendments (b) VMT/capita for home-based trips and equal to or lower forecast
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Measure Application Target
VMT/employee for commute trips to/from work than the District
target.(c)
System Planning Complete networks and systems for walking, biking, transit,

vehicles, freight, and implement strategies for managing the
transportation system and travel demand (See Table 3 for
guidance and Table 4 for completeness elements by facility
type).1? (The planned system, Strategic and Financially

System Constrained, will be defined in local jurisdiction TSPs and may not
Completeness achieve completeness for all modes to target levels but the local
jurisdiction TSP should identify future intent for all facilities given
constraints and tradeoffs.)

Plan 100% of planned system
Amendments Or
Reduced gaps and deficiencies (See Table 52 for guidance)
RTP Motor Vehicle Designation Thresholds (f)
System Planning Throughways — Expressways. (€) Average speed not
(d) 1-205 below 35 mph for
-84 more than 4 hours per
-5 day
OR 217
US 26 (west of 1-405)
1-405
OR 213 from Beavercreek Road to
1-205

OR212-Sunrise Expressway
Travel Speed

Throughways — Non-Expressways Average speed not

(e) below 20 mph for

OR 99W west of Sherwood more than 4 hours per
OR 99E Portland to OR 212 day

OR 99E from south of Oregon City
OR 213 south of Beavercreek Rd
UsS 30

OR 47

OR 224

OR 212

US 26 south of OR 212

Plan Same as system planning Same as system
Amendments planning

Table notes:

12 See Tables on pages 10-11 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP

13 See Table on page 19 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP
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(@ Meeting these targets sets the region on a trajectory to meet state goals adopted in 2007 to reduce total
GHG emissions from all sources to 75% below 1990 levels by 2050.

(®) Plan amendments that meet this target shall be found to not have a significant impact pursuant to the
Transportation Planning Rule (OAR 660-12-0060).

(9 Metro will develop maps and/or tables and analyses of how VMT per capita and VMT and per employee
and how it is distributed throughout the region. Metro will establish VMT/capita “Districts” that identify
TAZ groupings (subareas) with similar land use characteristics and forecast VMT/Capita. A spreadsheet or
similar tool will be developed to help assess potential changes to VMT/capita and VMT/employee and
potential mitigations to minimize the need for application of the regional travel demand model for all plan
amendments.

(9 Addressing motor vehicle congestion through additional throughway capacity should follow the RTP
congestion management process, Sections 3.08.220 and 3.08.510 of the Regional Transportation Functional
Plan and OHP Policy 1G, and should not come at the expense of achieving system completeness for non-
motorized modes consistent with regional modal or design classifications or achieving the VMT/capita
target for the region or jurisdiction.

() Throughways are designated in the Regional Transportation Plan and generally correspond to
Expressways designated in the Oregon Highway Plan. Some throughways designated in the RTP are not
Expressways in the Oregon Highway Plan but serve an important statewide function.

() The thresholds are used to identify areas of poor reliability where due to recurring congestion, average
travel speeds drop below specified speed and duration thresholds. It will be used as a threshold to identify
needs (deficiencies). It will not be applied as a standard that creates conflict with meeting OAR 660 Division
44 VMT per capita reduction targets. Solutions to address identified needs should follow the RTP congestion
management process, Sections 3.08.220 and 3.08.510 of the Regional Transportation Functional Plan and
OHP Policy 1G, and should not come at the expense of achieving system completeness for non-motorized
modes consistent with regional modal or design classifications or achieving the VMT/capita target for the
region or jurisdiction.

How do the measures work together?

Vehicle miles traveled (VMT)/capita will be a controlling measure in both system planning and
plan amendments to ensure that the planned transportation system and changes to the system
support reduced VMT /capita by, providing travel options that are complete and connected and
that changes to land use reduce the,ovérall need to drive from a regional perspective and are
supportive of travel options.

e For system planning, the final planned system must support OAR 660 Division 44
(Metropolitan Greenhouse Gas (GHG) Emissions Reduction rule) and OAR 660 Division 12
VMT reduction targets.

e For plan amendments, VMT /capita will be used to determine if the proposed plan amendment
has a significant impact on regional VMT /capita that needs to be mitigated or not.

System completeness and travel speed reliability on throughways are secondary measures that
will be used to identify needs and inform the development of the planned system. The policy
requires that TSPs define the planned system for each mode using a variety of guidance
documents. Additional RTP and state policies also guide the development of individual modal
systems. [t is important to note that the Regional Mobility Policy is one of many policies that
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inform the development of the Regional Transportation Plan and local transportation system
plans in the Portland region.

The regional and local “planned” system may not achieve completeness for all modes but should
identify future needs and expectations for all facilities given constraints and tradeoffs. Similarly,
reliability on throughways will inform state and regional needs of the throughway system as
defined in in Table 3-5. . Identifying solutions for locations that do not meet the throughways
travel speed reliability threshold shall follow the RTP congestion management process4 and OHP
Policy 1G5, and should not come at the expense of achieving the VMT /capita target.

3.2.5.2 Mobility policy system planning actions

A planned system that can be used to review system completeness is the primary outcome of
system planning. VMT /capita and travel speed on throughways are applied to system planning to
support the identification of the planned system and transportation needs. The Regional Mobility
Policy does not dictate how Metro or local agencies conduct system,planning. It is one tool to be
used to identify needs and define the planned system. System planning includes updates to long-
range transportation plans, including the Regional Transportation Plan and locally adopted
transportation system plans. System planning also includes planning for. the transportation
system in smaller geographies through ODOT facility plans, corridor refinement plans as defined
in the Regional Transportation Plan (RTP) and OAR#660-012, and\area plans, including concept
plans for designated urban reserve areas. The following actions describe how each of the
performance targets shall be used in tandem in system planning, which is supported by the flow
chart in Figure 3-8.

1. Division 44 GHG EmissionsiReduction,Rule) and OAR 660 Division 12 (Transportation
Planning Rule) setda VMT /capitareduction target for the Portland metropolitan area.16
The 2023 RTP will identify the strategiesneeded to achieve this target and result in 2045
baseline VMT /capita for the region. This future baseline shall be used to estimate future
VMT /capita for home-based trips and VMT/employee for commute trips to/from work at
the TAZ level. The TAZ datashall be aggregated to develop “Districts” 17with similar land
use and VMT characteristics by Metro through the 2023 RTP update and implementation
process. The percent change in VMT /capita for the region must meet the reduction target

14 Section 3.3.4 of the RTP states that “The RTP calls for implementing system and demand management strategies and other strategies prior to
building new motor vehicle capacity, consistent with the Federal Congestion Management Process (CMP) and Oregon Transportation Plan
policies (including Oregon Highway Plan Policy 1G) . Appendix L to the RTP provides more detailed information. Sections 3.08.220 and
3.08.510 of the Regional Transportation Functional Plan (RTFP) further direct how Transportation System Plans implement the CMP.

15 Policy 1G (Major Improvements) has the purpose of maintaining highway performance and improving highway safety by improving system
efficiency and management before adding capacity.

16 The Division 44 VMT reduction targets cannot currently be measured using Metro’s Regional Travel Demand Model (RTDM); however,
baselines for VMT/capita for home-based trips and VMT/employee for commute trips to/from work can be established from the RTDM for the

RTP scenario that meet the Division 44 VMT reduction targets as measured via a different tool.

7 VMT/capita “Districts” will be established that identify TAZ groupings (subareas) with similar forecast VMT/capita, considering use of RTP
mobility corridor geographies as a starting point.
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in Division 44 (GHG Emissions Reduction Rule), but the percent change in VMT /capita for
each district will vary.

2. For system planning at the sub-regional, local jurisdiction (TSPs), or subarea levels,
VMT /capita for home-based trips and VMT/employee for commute trips to/from work
shall be measured for the “Districts” covering the plan area to ensure that land use and
transportation plan changes are working in tandem to achieve the region’s VMT /capita
reduction target, resulting in reduced need to drive, improved viability of using other and
more efficient modes of transportation than the automobile, and preserving roadway
capacity for transit, freight and movement of goods and services. At the first major TSP
update after this policy is implemented, system plans shall demonstrate that the planned
transportation system achieves the regional OAR 660 Division 44 (GHG Emissions
Reduction Rule) and OAR 660 Division 12 (Transportation Planning Rule) targets and that
future system plan updates maintain or reduce aggregate VMT /capita for home-based
trips and VMT/employee for commute trips to/from work fer the “Districts” in the plan
area compared to the 2045 baseline set in the 2023 RTP. Projections of VMT /capita must
incorporate the best available science on latent and induced travel of additional roadway
capacity consistent with OAR 660-012-0160. If a TSP’s financially,constrained list does not
include any projects requiring review in OAR 660-012-0830, VMT per capita analysis
work in OAR 660-012-0160(2)-(4) is not required.

3. System completeness definitions in guidance documents shall be used to identify needs
and ensure that the planned transportation system'is increasing connectivity and
improving safety of the multimodal network.The planned system shall be established in
local transportation systemplans consistent with the RTP and Regional Transportation
Functional Plan (RTFP) for each facility and will vary based on the modal functional
classification and design classification. Table 318 provides guidance for defining the
planned system and Table 419 identifies the elements that must be identified for each
facility or service type.

4. Reliability for throughways based on average travel speed thresholds in Table 3-5 shall be
used to assess performance of throughway facilities within the system planning study area
for safe, efficient, and reliable speeds. Thresholds reflect a minimum average travel speed
that shall be maintained for a specific number of hours per day, recognizing that the
threshold average speed is not likely to be met during a number of peak hours, as
described in Table 3-5. The percentage of the throughway system meeting the target may

18 See pg. 10 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP

19 See pg. 11 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP
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also be considered. These thresholds shall inform identification of transportation needs
and consideration of system and demand management strategies and other strategies2?
but shall not be used as standards at the expense of non-motorized modes and achieving
system completeness for other modes consistent with regional modal or design
classifications or achieving the VMT //capita target for the region or jurisdiction. Analysis
segmentation of facilities within the study area will be determined based on the analysis
software or modeling tool utilized.?! Projections of VMT/capita must incorporate the best
available science on latent and induced travel of additional roadway capacity.

5. Interchanges shall be managed to maintain safe, efficient, and reliable operation of the
mainline for longer trips of regional or statewide purpose through the interchange area.
The main objective is to avoid the formation of traffic queues on off-ramps which back up
into the portions of the ramps needed for safe deceleration from mainline speeds or onto
the mainline itself. This is a significant traffic safety and operational concern as queues
impact mainline operations and crashes affecting reliability. Deceleration space for
vehicles exiting throughway mainlines can be improved by managing throughways for
longer trips resulting in reducing off-ramp traffic volumes and by increasing capacity at
the off-ramp terminal. Throughway off-ramp terminal intersectionand deceleration needs
shall be evaluated through system plans such as‘Interchange Area Management Plans,
Corridor Plans, and Sub-area Plans.

6. In system plans, when identifying transportation needs and prioritizing investments and
strategies, projects that create greater equity and reduce disparities between “Equity
Focus Areas" and “Non-Equity Foeus Areas” shall:be prioritized. This action aims to
improve equitable outcomes by burdening underserved populations less than and
benefiting underserved populations as much or more as the study area population as a
whole. Because the Equity Focus Areas as defined by the RTP are based on a regional
average comparison, local governments shall conduct a more specific equity analysis at
the local TSP scale consistent with OAR 660-012-0135.

20 The RTP system sizing policies, regional congestion management process and OHP Policy 1F will be followed to determine mitigations that
support meeting the throughway travel speed threshold.

21 Supporting documentation will be needed as part of implementation of the policy to define the segmentation methodologies based on
analysis options.
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Figure 3-8 System Planning Process Utilizing the Mobility Policy Measures

Determine 2045 Home-based VMT/Capita
and Work-based VMT/Employee Baselines
that meet Region’s Division 44 and
Division 12 VMT Reduction Targets

Use Metro model to evaluate the
VMT/Capita for home-based trips and
VMT/Employee for commute trips
to/from work under future no-build
conditions

Evaluate under future “complete”
system conditions

Does the planned system result in
output consistent with Division 44 and
Division 12 VMT reduction targets for
Metro {in RTP} or local agency {in
system planning)?

Use as baseline to determine
significant impact during plan
amendment process

NO

>

3.2.5.3 Mobility policy plan amendment evaluation actions

All three of the mobility policy measures are applied to the evaluation of plan amendments. The
following actions describe how each of the mobility targets and thresholds shall be used in
tandem in evaluating plan amendments consistent with the Transportation Planning Rule (OAR
660-012-0060) and is supported by the flowchart in Figure 3-9.

1. Comprehensive plan amendments that do not surpass the trip generation thresholds in
the Oregon Highway Plan Policy 1F will be found to have no significant impact and are not
required to further evaluate VMT/capita, hours of congestion travel speed on

Throughways, or system completeness.



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

In a jurisdiction with a TSP that has demonstrated compliance with achieving the region’s
Division 44 and Division 12 VMT reduction targets, comprehensive plan amendments that
are forecast to maintain or lower VMT //capita for home-based trips and VMT/employee
for commute trips to/from work compared to their 2045 baseline that achieve Division 44
targets, shall be found to have no significant impact consistent with the Transportation
Planning Rule (OAR 660-12-0060)

Comprehensive plan amendments that have a significant impact because they a) increase
VMT /capita for home-based trips or VMT /employee for commute trips to/from work or
b) the jurisdiction has not demonstrated compliance with OAR 660 Division 44 and
Division 12 VMT reduction targets shall mitigate that impact by adjusting their land use
plan, supporting VMT /capita reduction through enhancing non-vehicular modes beyond
what’s in the financially constrained transportation system plan, and/or committing to
transportation demand management. Enhancing non-vehicular modes means increasing
system completeness for non-vehicular modes within the impact area of the plan
amendment for those modes. Within the impactdrea, thesSystem gaps will be identified
based on the planned system in the TSP.

Large scale, typically legislative plan amendments will be obligated to develop a funding
plan that will address the system gaps and bring additional projects that support

VMT /capita reduction into the financially/«onstrained transportation system plan and that
help the district meet their VMT /capita target or mitigate the safety impacts of additional
vehicle trips. In addition to addressihg system completeness, a large plan amendment that
is found have a significant impaction VMT /capitaithat cannot be mitigated will be required
to review the impact of the ,plan amendment on meeting the travel speed on Throughways
threshold and mitigate the impact. Addressing the impact of the plan amendment on
throughways shall follow the RTP congestion management process, Sections 3.08.220 and
3.08.510 of the Regional Transportation Functional Plan and OHP Policy 1G and shall not
come at the expense of achieving the VMT /capita target for the region.

Small scale, typically quasi-judicial plan amendments will need to demonstrate their
proportionate impact on increased VMT /capita in the district and agree to conditions on
the plan amendment or future conditions of development approval consistent with the
local jurisdiction development code and project funding mechanisms to support reduced
VMT/capita such as land use, transportation demand management, and/or off-site
mitigations to support VMT reduction or mitigate safety impacts of additional trips.

System completeness assessment of comprehensive plan amendments shall identify the
needs to meet the planned system for each mode, as established in regional and/or local
system plans. For each mode, the completeness impact area will be defined based on
routing from the comprehensive plan amendment site for the specified distances in Table
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5 22, Table 5 23 provides guidance for identifying the needs within each modal
completeness impact area. For the comprehensive plan amendment, a proportional share
of additional projects in the unconstrained transportation system plan, not included
financially constrained transportation system plan, will be established based on additional
daily trips for the plan amendment for both multi-modal trips as well as the vehicular trips
for which the increased VMT/capita is being mitigated, as described in Figure 3-9.

7. Comprehensive plan amendments that demonstrate either of the following for analysis
segments within the vehicular impact area shall be found to require mitigation, and a
proportional share of the identified needs will be established for the comprehensive plan
amendment based on additional daily trips:

a. Degrades the travel speed of an existing or planned throughway such that it would not
meet the performance target identified Table 3-5; or

b. Degrades the travel speed of an existing or planned throughway that is otherwise
projected to not meet the performance standards identified in Table 3-5.

8. Interchanges within the vehicular impact area shall be assessedfor off-ramp queuing to
maintain safe, efficient and reliable operation of the mainline for longer trips of regional or
statewide purpose through the interchange@area under the forecast comprehensive plan
amendment.

22 See pg. 19 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP

23 See pg. 19 of the Memo “Draft Regional Mobility Policy for the 2023 Regional Transportation Plan (10/28/22)”
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf Tables will be
added to Appendix V in the final RTP



https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf
https://www.oregonmetro.gov/sites/default/files/2022/12/08/Draft-2023-Regional-mobility-policy-2023-RTP-10-28-2022.pdf

Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

Figure 3-9 Guidance for Assessing Plan Amendment Impacts

Vehicular trip generation

Apply planned mode splits to determine modal additional daily trips

Assignment of trips on the network

Determine the impact area

Determine locations where the system is not complete

Calculate proportional share

Figure Note: Vehicular trip generation with planned mode splits will be used until or unless mode specific trip generation resources
become available.
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Figure 3-10 Plan Amendment Process Utilizing the Mobility Policy Measures

Does the trip generation surpass the
significant impact threshold in the OCHP?

Does the plan amendment have a significant impact?

Does the amendment increase forecast VMT/capita for home-
based trips or VMT/capita for work-based trips for the District
above the future baseline set in the RTP?

If there is no future baseline that meets Division 44 VMT
reducticn targets, then there is a significant impact even if the
amendment would reduce VMT/capita and VMT/employee.

No additional assessment
required

No Throughway Reliability or
System Completeness
assessment required

Identify mitigations by evaluating
the System Completeness impact
area for each mode. Determine
the projects that would mitigate
increased VMT fcapita (by
providing enhanced travel
options, travel demand
management, or mitigate safety
impacts of additional vehicle
trips). Identify the proportional
share of additional projects that
are needed in the financially
constrained transportation
system plan.
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3.3 REGIONAL NETWORK VISIONS, CONCEPTS AND POLICIES

This section describes a network vision, concept and supporting policies for each component of
the regional transportation system. The network vision, concepts and policies represent a
complete urban transportation system that meets the plan goals and supports local aspirations for
growth.

Rendering of a Regional Street showing a four-lane street with a planted median, crosswalks, and buildings. One
lane in each direction is a bus only lane. There is\a bus and four cars. A painted green bikeway and sidewalk are
separated from the roadway by a planted median. People are walking and crossing the street. Source: Metro
Designing Livable Streets and Trails\Guide

The network visions, concepts and policies provide define a seamless and well-connected regional
system of regional throughways and arterial streets, freight networks, transit networks and
services and bicycle and pedestrian facilities. The network policies emphasize safety, access,
mobility and reliability for people and goods and recognize the community-building and
placemaking role of transportation. The network visions, concepts and supporting policies will
guide the development, design, and management of different networks of the regional
transportation system. The transportation system components are shown in Figure 3-11.

Click on 2023 RTP Network Maps for an online zoomable version of each map. [LINK TO BE
ADDED]
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Figure 3-11 Regional transportation system components

3.3.1 Regional mobility corridor concept

The regional mobility corridor concept envisions regional travel corridors defined by a central
throughway and high capacity transit well supported by a network of arterial streets, frequent bus
routes, freight/passenger rail and bicycle parkways to provide for regional, statewide and
interstate travel. The function of this system of integrated transportation corridors is
metropolitan mobility - moving people and goods between different parts of the region and
connecting the region with the rest of the state and beyond. Mobility corridors also have a
significant influence on the development and function of the land uses they serve. Mobility
corridors are defined by the major centers of the 2040 Growth Concept. The regional mobility
corridor concept calls for the consideration of parallel and interconnected facilities, different
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travel modes, and land use when identifying needs and solutions to improve mobility within a
corridor. The concept of a regional mobility corridor is shown in Figure 3-12.

Since the 1980s, regional mobility corridors have had throughway travel supplemented by high
capacity transit service that provides an important passenger alternative. Parallel arterial streets,
heavy rail, bus service, bicycle parkways and pedestrian/bicycle connections to transit also
provide additional capacity in the regional mobility corridors. The full array of regional mobility
corridor facilities should be considered in conjunction with the parallel throughways for system
evaluation and monitoring, system and demand management and phasing of physical investments
in the individual facilities. Bicycle and pedestrian travel and access to transit are also important as
we plan and invest in regional throughways and arterial streets. New throughway and arterial
facilities, such as freeway interchanges or widened arterial streets, should be designed and
constructed in such a manner as to support bicycling, walking and access to transit.

The Mobility Corridor Strategies provided in the Appendix provides a summary of the 24
corridors, describing facilities, functions, land uses, and documenting transportation needs and
strategies for addressing them. Updates to these strategies will be informed by the Regional
Mobility Policy update described in Chapter 8.

Figure 3-12 Regional mobility corridor concept

i

Major Arterial Minor Arterial Bike Minor Arterial Major Arterial
(all modes) (all modes) Parkway : (all modes) (all modes)
(walk/bike) Rail High Throughway Capacity
Capacity  Capacity (passel_'l%er and
(passenger Transif freight)
and freight)
e 2 Miles: -

Note: Idealized concept for illustrative purposes showing recommended range of system analysis for the
evaluation, monitoring, management and phasing of investments to throughways, arterial streets and transit
service in the broader corridor. The illustration is modeled after the Banfield corridor that links the Portland
central city to the Gateway regional center.

Figure 3-13 shows the general location of mobility corridors in the region.
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Figure 3-13 Mobility corridors in the Portland metropolitan region

3.3.2 Regional Designiand Placemaking Vision and Policies

Over the next several decades, theichallenges faced by communities in greater Portland and the
burdens placed upon the transportation network will multiply in number and complexity.
Greenhouse gas emissions from motor vehicles and serious traffic crashes are two of the most
pressing transportation issues; addressing them will require a transportation system designed to
serve multiple travel modes, especially public transit, walking, and bicycling. Additionally, streets
and trails must function not only as corridors for moving people, goods and services, but also as
stormwater management facilities, community gathering spots and public spaces to enhance
community livability.

The regional transportation system design classifications and policies in this section address
federal, state and regional transportation planning mandates and support implementation of the
2040 Growth Concept.
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Figure 3-14 Metro’s Designing Livable Streets and Trails Guide?*

Designing
Livable Streets
and Trails

Metro’s Designing Livable Streets and Trails Guide providesidesign guidance depending on the
intended functions of the arterial or throughway, the land uses the facility serves and adopted
policy. In the design guidance, consideration is given to variousiarterial designs, designs for
freight, trails, pedestrians, bicyclists and transit and the'link between street design and
stormwater management.2s Design decisions, especially trade-offs in situations of limited road
right-of-way, should use performance-basedidesign and flexibility in design to achieve desired
outcomes.

The purpose of the Guide is to support.implementation of the 2040 Growth Concept and the
Regional TransportationPlan. Along with otherlocal and regional plans and policies, this Guide is
aresource for the agencies responsible for designing, constructing, and maintaining the region’s
transportation system. Metro intends the design guidance to assist in designing new and
reconstructed streets and trails'but may also be applied to maintenance projects that preserve
and extend the service life of existing streets and structures when minor retrofits are needed.

24 Metro’s Designing Livable Streets and Trails Guide complements existing national, state and local requirements and guidelines, and its
recommendations are allowable under national guidance, including guidelines developed by the American Association of State Highway and
Transportation Officials, the Federal Highway Administration and the National Association of City Transportation Officials. The Designing
Livable Streets and Trails Guide has been developed based on current design guidance, case studies, best practices for urban environments,
research and evaluation of existing designs, and professional review and input. It integrates design guidance for regional streets, regional
trails, stormwater management and Greenstreet treatments into one guide to encourage a holistic and comprehensive approach to designing
a complete transportation system.

25 Find regional design guidelines and other resources here: https://www.oregonmetro.gov/tools-partners/guides-and-tools/guidelines-
designing-livable-streets-and-trails
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3.3.1 Design and complete streets policies

Policy 1 Design the transportation system to implement the planned land uses and regional
urban form envisioned in the 2040 Growth Concept.

Policy 2 Design a well-connected transportation system that serves all modes of travel.

Policy 3 Use regional street design classifications to guide development of streets that
balance the needs of all users and functions of streets according to planned land use
and desired outcomes.

Policy 4 Use transportation network and street design to help achieve regional goals and
desired outcomes, including environmental and human health, climate action and
resilience, a safe system, equitable transportation, mobility options, vibrant
communities, and a thriving economy.

Policy 5 Avoid, minimize, and mitigate environmental impacts of the transportation system
using Green Infrastructure design, street trees, wildlife habitat or waterway crossing
improvements and other approaches.

Policy 6 Use a performance-based approach and decision-making framework to plan and
design transportation projects and networks.

Design Policy 1. Design the transportation system/o implement the planned land uses and regional
urban form envisioned in the 2040 Growth Concept.

The 2040 Growth Concept directs most new developmentto mixed-use centers, corridors and
main streets. Realization of the Concept relies on a balanced transportation system that
adequately serves planned.uses while reducingvehicle miles traveled. Regional street design
classifications support building and operating streets that are sensitive to the adjacent land use
context, the roadway’s functional classifications and the different needs and abilities of people
traveling.

Figure 3-15 illustrates how the design of transportation facilities should change in response to
planned and surrounding land use.
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Figure 3-15 Land use and transportation transect

Graphic image of an illustrative road running through differen
see the Designing Livable Streets and Trails at https://www.ore
tools/guidelines-designing-livable-streets-and-trails

ted network of complete streets
igure 3-16 illustrates a well-connected

Consistent with the mobility corridor con
provides multiple and direct routes be
street network.

Figure 3-16 Street con
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Because walking and biking are easier on a connected street network, a connected street network
supports the 20-minute neighborhood concept, where all daily necessities are within a 20-minute
walk of bike ride. Even where less-connected street networks have been established by
jurisdictions, trails, paths, bridges, and midblock street crossings increase connectivity for people
walking and bicycling. Emergency response also benefits from a well-connected street system.

Section 3.3.3.1 of the regional motor vehicle network policies provides regional street spacing
standards. Environmental factors may impact street connectivity in some locations. Outside of
centers, agencies should design street networks around, rather than through, environmentally
sensitive lands and should mitigate impacts when they cannot be avoided. Street networks should
allow for the preservation of continuous natural areas and parks.

Complete streets are transportation facilities that agencies plan, design, operate, and maintain to
enable safe, convenient, and comfortable travel and access for users of all ages and abilities
regardless of their mode of transportation. Complete Streets serve many functions and allow for
safe travel by those walking, bicycling, driving automobiles, riding public transportation, or
delivering goods. Figure 3-17 illustrates the multiple functions thatstreets serve.

Figure 3-17 Livable streets and trails functions

MotorVehicle Placemaking GreenStreetsandStorm-  Utility Physical Emergency
sGouES A v Sp. Corridors Astivity Rosponsa

Graphic image of an illustrative street with call out boxes describing the different functions of the street. To view
the full size illustration see the Designing Livable Streets and Trails at https://www.oregonmetro.gov/tools-
partners/guides-and-tools/guidelines-designing-livable-streets-and-trails

Design Policy 3. Use regional street design classifications to guide development of streets that
balance the needs of all users and functions of streets according to planned land use and desired
outcomes.

Regional street design classifications provide an overall approach to design regional roadways
based on its functional classification, the planned land use context, and achieving desired
outcomes and community needs.
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Table 3-6 summarizes typical design elements, including the planned number of motor vehicle
travel lanes and target and design speed, for different travel modes for each of the regional street
design classifications and illustrates how street design corresponds to 2040 land use design types
and motor vehicle functional classifications.

Table 3-6 Planned regional transportation system and typical design components of regional
design classifications

Prioritized e rget an umber g " % e Bikeway Design | Transit Deslgn
Travel Modes S

Moror vehicle, 451060 mph Uptosicwith Conter barrier, Shoulder for Parallel facility;  Multiuse path; Busonshouider,  Enhanced mobility  Vegetared

fraigh, transit ausiliarylanesin  no turn lanes emergeney use, crossingsonever-  erossingsenever.  expressbus light Iandseapingand
some placss 7 il green strests
carpool crosslngs every 200 treatments o
to1200 1t manage stormwater
Any Highways Limited Mowrvehicle  Throughway 351050 Up o six with Median, Shoulder for saferyy  Parallel facilityor ~ Multiusepathor  Busonshoulder,  Enhanced mobility  Vegetated
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andsomemain  boulevards amphasized access forall boulevard) minimize additional bus, parking green  and access 1o treatments as freenstreets
warests misdes Minor aruerial crossingwidthar  strests transit crossings appropriare trearments 1o
(cammunity Intersections every 20010 530 . manage stormveater
boulevard) (1102 blocks)
Carridars, Reglonaland  Someto Balancedand  Majorarterial 201030 mph Twotofourlanes  Mediandesived:  Noneorseparated  Duffered sidewalks, Separmedblkewny, Accessiblestotions,  Mobllity on freight  Vegetared
neighborhoods,  community many: acoess modal network  (regional streat) somemimlanes;  hikewsy cnhanced  enhancedcrossings  enhanced crossings  priority bus corridorzaccess:  Iandacaping and
some main streets managementas  prieritios minor arterial minimize additional  bus parking green  and access to treatments ax loasling and groen strusts
strants and possible (commumity crossingwidthat  strests transit; crossings appropriate unloading treatments 1o
employment and street) intorsections wvary 300 16530 ft (1 manags dormwater
Industrial arvas 03 blocks)
Employmentand  Industrial Some; access Ereight.motor  Majorormino 201040 mph Twototourlanes  Medianinsome  None,separated Priority treight Vegetated
industrial areas  strests management wehicle ransit  arterial instances; bikeway or bufferor multivse  or multiuse path;  priority bus treatments, Tandscaping and
enphasized same nrm lanes P r o e g w z e s
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To view the full size table see the Designing Livable Streets and Trails at https://www.oregonmetro.gov/tools-
partners/guides-and-tools/guidelines-designing-livable-streets-and-trails

Regional design classifications applytolocal transportation system plans throughout greater
Portland. Cities or counties may adopt the classifications into their plans or provide a cross-
reference if they use differentterms. Regional street design classifications are assigned to all
throughways and major and minor arterials in the regional transportation system as shown in
Table 3-6 and Figure 3-20.

Regional street design concepts promote community livability and reliable travel by balancing all
modes of travel and addressing the function and character of adjacent land uses. Linking land use
and the physical design of transportation facilities is crucial to achieving state goals to limit
reliance on any one mode of travel and to encourage increased walking, bicycling, carpooling,
vanpooling and use of transit.

Freeways and highways
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RIGHT-OF-WAY RIGHT-OF-WAY
110 100'-135'
= Based on available width = Based on available width

Freeways and highways connect major activity centers, including the central city, regional centers,
industrial and employment areas, and intermodal facilities such as the Port of Portland. Freeways
and highways provide intercity, interregional, and interstate connections. This design
classification prioritizes long-distance and higher speed freight, motor vehicle and transit
mobility. Freeways are grade separated; highways have a mix of grade-separated and at grade
intersections. Freeways and highways cross all types of land uses, and buildings are typically not
oriented to these facilities.

Regional and community boulevards { x

Regional Boulevard (4 lanes) Community Boulevard (2 lanes)

RIGHT-OF-WAY RIGHT-OF-WAY
90120 60-80"
= Based on available width = Based on available width

\ 4

! ¥ FED L=l

Regional Boulevard (2 lanes)

RIGHT-OF-WAY
70-100

= Based on available width

Regional and community boulevards serve the multimodal travel needs of the region’s most
intensely developed and developing activity centers, including the central city, regional centers,
station communities, town centers and some main streets. Adjacent land uses and buildings
should orient directly to the boulevard with ground-floor commercial activity, contributing to a
pedestrian and bicycle-friendly environment. Buildings typically have designs, such as a
storefront or arcade, which provide transition space from the street and support pedestrian
access. Agencies design boulevards to prioritize pedestrian, bicycle, and transit travel.

Regional and community streets
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Regional Street (2 lanes) Community Street (2 lanes)

RIGHT-OF-WAY RIGHT-OF-WAY
60'-100" 60'-80°

= Based on available width

= Based on available width

Regional Street (4 lanes)

RIGHT-OF-WAY
80'-120"

= Based on available width

ccess needs of corridors,
industrial areas. Regional and
s more densely

from the street.

Regional and community streets balance the multimod
neighborhoods, and some main streets, along with e
community streets can be located within residential n
developed corridors and employment centers. Develop
Regional and community streets can also serve as mai
them at major intersections and transit stops.

Figure 3-20 shows design classifications fo

L design to help achieve regional goals and
human health, climate action and resilience, a safe
vibrant communities, and a thriving economy.

s to achieve desired outcomes and support the health,

stainability of communities in the region. Practitioners

characteristics of urban arterials can either promote or hinder desired outcomes.

Table 3-7 Design characteristics of healthy urban arterials®®

Neighborhood asset for access and commerce

Physical barrier that divides neighborhoods

Supports neighborhood social and cultural
connections

Exhibits neglect and physical decay

Safe travel speeds for all users

Traffic speeds too high to be safe for all users

Comfortable for all users to cross

Difficult to cross because of design and traffic

Link within pedestrian and bicycle networks

Barrier within pedestrian and bicycle networks

26 Understanding and Improving Arterial Roads to Support Public Health and Transportation Goals, American Journal of Public Health, August

2017.
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Designed to mitigate noise Source of noise

Designed to mitigate air pollution Near-roadway air pollution

Accessible to users of all abilities Inaccessible to users with disabilities

Supports green infrastructure systems Impervious paving materials, lack of shade
Contributes to revitalization without Location of residential and business gentrification

displacement

Design principles to achieve desired outcomes

Design with a safe system approach: Use the safe systems approach in street design,
managing speeds for safety, lowering speeds in areas where people are walking, bicycling, and
accessing transit and separating users. Separation means creating physical barriers between
people moving at different speeds. As speed differentials increase, so should the level of
separation. Medians, access management treatments, protected bicycle lanes and other street
design elements can minimize crashes.

Design for safe speeds: Design streets to encouragessafe speéds for all users - the safe target
speed. Evaluating minimum sight distance, horizontal curvature, vertical curves and other
design factors is based on the design speed. To achieve@ safe target speed, the design speed
should align with the target speed. Ultimately, posted speed should-also align. Transportation
agencies can achieve a desired target speed by street design'elements. Wider, more open
roadways encourage higher operating speeds. Conversely, a roadside with street-facing
buildings, wide, buffered sidewalks, separated bikéways;on-street parking and street trees
can lead to lower speeds.

Design for all users: Design for people of all ages‘and abilities, as well as the design vehicle
for a specific facility. Before developing a design, practitioners should consider each type of
user and how they will navigate the street. Agencies should design streets keeping the green
transportation hierarchy in mind. The hierarchy prioritizes functions for a typical street in
this order: walking, bicycling, transit, freight, carshare/ taxi/commercial transport, and
private automobiles. The selection©fa design vehicle is an essential part of developing street
and intersection designs. The design vehicle is the largest vehicle expected to use the street or
intersection regularly. Because the selection of a design vehicle influences street dimensions
such as turning radii, which in turn can impact safety and operating speeds, practitioners
should choose the smallest possible design vehicle. Occasional larger vehicles can still be
accommodated in the design by encroaching on opposing lanes or using multiple point turns.
Likewise, agencies can use design features such as speed cushions or truck aprons to
accommodate emergency vehicles and large trucks while providing speed management
treatments that reduce overall traffic speeds.

Design for personal security and equity: Use design to create streets where people of all
races, genders, ages and abilities feel safe from crime and harassment. Because street design
has been used to oppress and criminalize Black communities, communities must be engaged
in the design process. Streets should be intuitive and easy to use regardless of race, income,
age, ability, cultural background, or language.
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e Design to protect the environment: Use green infrastructure design to avoid, minimize and
mitigate the harmful environmental impacts of transportation facilities and achieve a
healthier, more resilient landscape.

o Design for the future: Factor in rapid technological change and innovation. Agencies should
consider allocating street space to the functions that matter most, and not necessarily to the
newest technology. Street designs should also be flexible enough to support piloting new
innovations.

o Design with fiscal stewardship in mind: Use innovative and creative design approaches to
reduce costs and conserve resources for construction and life cycle costs, including operation,
maintenance, and replacement costs. Include external costs, such as climate change impacts,
to capture the full cost of specific design treatments.

Design Policy 5. Avoid, minimize, and mitigate environmental impacts of the transportation system
using Green Infrastructure design, street trees, wildlife habitat or waterway crossing improvements
and other approaches.

The effect that transportation infrastructure has on the health of theynatural environment,
particularly urban waterways, and habitat connectivity, is well documented. Transportation
infrastructure has the potential to degrade water quality, create barriers to corridors for animal
travel and increase air, noise and light pollution. Prejects also have the potential to negatively
impact cultural and historical resources if not planned and,implemented carefully.

Projects should be designed to avoid or minimize impact or ifavoidance is not possible, to
maximize enhancement, protection, and{improvement of natural, community and cultural
resources through the applicationiof,.Green Infrastructure design treatments.2’ The avoid,
minimize, or mitigate approach is known as sequencing and involves understanding the affected
environment and assessing transportation effects throughout the project development process.

The sequencing for projects follows thisorder:

e Avoiding the impact altogether by not taking a certain action or parts of an action.

e Minimizing impacts by limiting the degree or magnitude of the action and its implementation.
o Rectifying the impact by repairing, rehabilitating, or restoring the affected environment.

e Reducing or eliminating the impact over time by preservation and maintenance operations
during the life of the action or project.

27 Refer to Appendix F for examples of mitigation strategies for different environmental resource areas. For example, street trees, vegetated
swales and other green street treatments can intercept rainwater and convey stormwater in the public right-of-way, following best practices
to minimize light pollution, installing appropriate wildlife crossings, screening sensitive habitats from noise and light, enhancing vegetation
associated with wetlands and waterways for wildlife, limiting fill within wetlands, constructing bridges or open bottom culverts, creating new
wetland areas, and restoring or rehabilitating damaged wetlands and waterways, using pervious materials and preserving, maintain or
enhancing tree canopy. Refer to Metro’s handbooks Green Streets: Innovative Solutions for Stormwater and Stream Crossings” and “Wildlife
Crossings: Providing safe passage for urban wildlife for more information on these designs.
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e Compensating for the impact by replacing or providing substitute resources or environments.

All streets and trails must manage stormwater, treating runoff to reduce pollution and infiltrate
water into the ground, limiting how much stormwater and pollutants eventually make their way
into vulnerable natural waterways. By incorporating green infrastructure treatments such as
vegetated medians, planters, curb extensions and street trees, streets and trails can function as
urban green corridors that not only manage stormwater but mitigate the harmful impacts of
transportation on air, water, and wildlife habitat and connectivity. This function of streets and
trails is imperative to human and environmental health.

One of the distinct advantages of having streets and trails function as green streets over “grey
infrastructure” for stormwater management is their superior treatment of pollutants running off
from roadways. While grey infrastructure options may have smaller footprints, they are typically
more expensive to maintain and fail if not maintained. In addition, separate grey infrastructure
elements are almost always needed to manage runoff quality and quantity.

Street trees and other green streets infrastructure provide a wide array of benefits in addition to
stormwater management, offering wildlife habitat, improving air quality, providing shade and
reducing the urban heat island affect, beautifying the surroundings, promoting human well-being
and calming traffic.

On streets with high levels of walking and bicycling, streettrees provide buffers from traffic and
air pollution. Green streets can be further supportedby using'dark skies approaches to minimize
the impact of street lighting on wildlife, human health; and the natural environment. Designing
streets and trails for stormwater management can also‘incorporate and enhance other functions,
such as placemaking. Agenci€s can use,green street elements to create a stronger sense of place
and make walking and biking more enjoyable.

Transportation agencies typically consider the following types of environmental, tribal, cultural
and historical data during development of projects:

e High value fish and wildlife habitat areas and biodiversity corridors

e Threatened and endangered species, including vertebrate species and plants
e Vegetation and wildlife

e Fisheries

e Wetlands and waterways

e Flood hazard areas/floodplains

e Historic resources

e Tribal lands and legacies

e Air quality and greenhouse gas emissions
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Figure 3-18 Examples of how green infrastructure can help achieve regional goals

RTP Goal Examples of how Green Infrastructure can help achieve regional goals

Thriving Green infrastructure can promote economic growth as a valued public amenity,

Economy create construction and maintenance jobs, add to property value, support
walkable and bikeable communities, businesses, and commercial districts, and
lower the costs associated with climate change.

Protecting the environment and natural resources today can save money for
the future and reduce infrastructure construction and maintenance costs.
Mobility Green streets can promote active travel and access to transit by providing
Options enjoyable routes that are shaded and buffered from traffic. Green
infrastructure treatments, such as access management and medians with
bioswales, can be designed to support reliability and efficiency by reducing
crashes and conflicting movements.

Safe System Street trees and other green infrastructure can help calm traffic to desired
speeds, provide welcoming places that increase sécurity, and improve
resiliency and reduce impacts of major sterm events.

Climate Action Trees and green infrastructure can support climateadaptation by cooling

and Resilience streets, parking lots and buildings, better managing stormwater and reducing
the urban heat island effect. Trees and vegétation can be managed to
sequester greenhouse gases to help mitigate climate,change.

Green infrastructure can enhance/and protect'the natural environment by
supporting clean air and water, filteringstormwater runoff, reducing erosion,
protecting, creating, and connecting habitat for birds, fish, and other wildlife.
Equitable Clean air and water and dceess to nature can'be improved and habitat can be
Transportation preserved and enhanced when green infrastructure is provided in marginalized
communities.

Green infrastructure can reduce water, air, noise, and light pollution,
encourage active lifestyles and link people to trails, parks and nature that
enhance humanhealth and well-being.

All stakeholders can be represented, including those that cannot speak for
themselves — wildlife and the natural environment. Performance-based
planning includes considering environmental effects throughout the planning
process.

Design Policy 6. Use a performance-based approach and decision-making framework to plan and
design transportation projects and networks.

As the demands on the transportation system increase, so does the need for flexibility in how
roadways are designed. Performance-based planning and design expands design parameters to be
more flexible. Performance-based planning and design incorporates many performance measures
to assess how well a project will achieve desired outcomes. Measures and related goals may be
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weighted to ensure that a project supports priority outcomes, for example reducing serious traffic
crashes, identified in adopted plans and policies and through community engagement.

A performance-based design decision-making framework helps practitioners and stakeholders
track decisions throughout the life of a project, as illustrated in Figure 3-19. This documentation
process provides flexibility to choose the best design for a given context, while providing an
effective way to manage risk when designing new or reconstructed roadways. The framework
includes documenting the design considerations, and alternatives that were evaluated, based on
clearly outlined project goals and meaningful stakeholder engagement.

Performance-based planning and design starts with a well-defined project need, accompanied by
goals and related objectives. It then works to align design decisions with the project objectives
and desired systemwide outcomes. This approach relies on developing and comparing design
alternatives, using performance measures and analysis to assess progress toward achieving
project objectives, and applying engineering judgment, informed by a multidisciplinary team, to
reach a preferred design. Refer to Chapter 6 of the Designing Livable Streets and Trails Guide for a
step-by-step guide and tools to address trade-offs andconstraints.

Figure 3-19 The performance-based design decision-making framework

A performance-based design decision-making framework contributes
to systemwide networks and regional outcomes.

It starts with a well-defined project need and clear objectives.

PROJECT (1] (4] (5]
START Affirm context Evaluate Refine
& policy direction alternatives decisions
& & V=3
(1 I
il
OPTIONAL:
Consider
© &—— .additional (6 ]
Assessexistingconditions ~ Develop alternatives Decide on
& confirm functions alternatives preferred design o
/ ? L e L:(’ ¥ Develop final
- P

design

Construct, operate,
PROJECT maintain, & evaluate

FINISH C}/

Figure 3-20 Regional design classifications map [To be added]
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3.3.3 Regional motor vehicle network vision and policies

While the greater Portland region has changed dramatically over the past century, the shape of
the major road network has not. Most regional streets were once farm-to-market roads,
established along Donation Land Claim boundaries at half-mile or one-mile spacing. The region’s
throughway system evolved from the mid-1930s, when the first highway was built from Portland
to Milwaukie, to the completion of [-205 in the early 1980s. Most of the throughway system was
built along the same Donation Land Claim grid that shapes the regional street network, with most
throughways following older farm-to-market routes or replacing major streets.

This inherited network design has proven to be an adequate match for accommodating the
changing travel demands of our growing region. The Regional Motor Vehicle Network Concept
applies this proven network design to developing and undeveloped areas in the region, while
seeking opportunities to bring existing urban areas closer to this ideal when possible.

3.3.3.1 Regional motor vehicle network concept

The Regional Motor Vehicle Network Concept shown in Eigure 3-21 illustrates policies for
developing a complete and well-connected motor vehicle network that is;safe and reliable,
provides adequate capacity and supports all modes of travel.

Figure 3-21 Regional motor vehicle network concept

< 2 Miles: >

Throughway

Major Arterial
Collector
Minor Arterial
Collector
Major Arterial

Collector
. Minor Arterial -

4——1 Mile————» 4-1/2 Mile—»>

Image shows a conceptual network of streets, illustrating multimodal transportation corridors and showing ideal
spacing of arterial streets. Most of the region’s travel occurs off the throughway network, on a network of
multimodal arterial streets that are further complemented by a well-connected network collector and local
streets. The RTP policy places an emphasis on ensuring that arterial networks are fully developed as the region
grows, providing both local circulation and preserving throughway capacity for regional and statewide travel.
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3.3.3.2 Regional motor vehicle network policies

The planned motor vehicle network is defined by the roadway capacity defined in Table 3-8 (also
see Table 3-6 in Section 3.3.1). The planned motor-vehicle network, by functional classification, is
shown in Figure 3-23. Adding motor vehicle capacity beyond the planned system is subject to the
regional Congestion Management Process defined in Section 3.3.4.

Table 3-8 Planned motor-vehicle network capacity

Motor Vehicle Functional Classification Typical Number of Planned Travel Lanes

Throughway Up to 6 through lanes with auxiliary lanes in some places
Highway Up to 6 through lanes with auxiliary lanes in some places
Major arterial Up to 4 through lanes with turn lanes and median

Minor arterial 2 to 4 through lanes with turn lanes and median

The regional motor vehicle concept and policies call for‘adequately maintaining the motor vehicle
network, applying the congestion management process (Section 3.3.4) and regional mobility
policy (Section 3.2.6) and data to identify needs and solutions; managing.and optimizing
throughway capacity to serve regional, statewide and interstate travel; and implementing a well-
connected network of local, collector and arterial stréets that is tailored to fit local geography,
respect existing communities and planned development, and protect the natural environment.
Increased network connectivity improves travel reliability\and increases travel options.

Policy 1 Preserve and maintain the region’s motor vehicle network in a manner that
improves safety, security and resiliency while minimizing life cycle cost and impact
on the environment.

Policy 2 Use the Congestion Management Process, Regional Mobility Policy, safety and bike
and pedestrian network completion data to identify motor vehicle network needs
and solutions.

Policy 3 Actively manage and optimize capacity on the region’s throughway network to
maintain mobility and accessibility and improve reliability for longer, regional,
statewide, and interstate travel.

Policy 4 Complete the region’s planned throughway network up to six travel lanes (three
lanes in each direction) as envisioned in the 2040 Growth Concept.

Policy 5 Prior to adding new throughway capacity beyond the planned system of motor
vehicle through lanes, including adding or extending an auxiliary lane of more than
one-half mile, demonstrate that system and demand management strategies,
including access management, transit and freight priority, pricing, transit service and
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multimodal connectivity improvements cannot adequately address identified needs
consistent with the Congestion Management Process and Regional Mobility Policy.

Policy 6 Prior to adding or extending an auxiliary lane of one-half mile or more, determine
whether the new individual auxiliary lane alone or in combination with auxiliary
lanes in the same corridor will collectively influence capacity, or alternatively
whether each of the auxiliary lanes operate independently and address localized
safety issues consistent with the Congestion Management Process and Regional
Mobility Policy.

Policy7 Actively manage and optimize arterials according to their planned functions to
improve reliability and safety and maintain mobility and accessibility for all modes of
travel.

Policy8 Complete a well-connected network of arterial streets ideally spaced at
approximately 1-mile apart and planned for up to four travel lanes to maintain
transit and freight mobility and accessibility and prioritize safe pedestrian, bicycle
and transit access for all ages and abilities using Complete Street design
approaches.?

Policy 9 Complete a well-connected network of collector and local streets that provide for
local circulation and direct vehicle, bicycle and pedestrian access to adjacent land
uses and to transit for all ages and abilities.

Policy 10 Prior to adding new arterial street capacity beyond the planned system of motor
vehicle through lanes, demonstrate that system and demand management
strategies, including access management, transit and freight priority, transit service,
and multimodal connectivity improvements cannot adequately address identified
needs consistent with the Congestion Management Process and Regional Mobility
Policy.

Motor Vehicle Network connectivity

A well-connected network of complete streets is critical to achieving the 2040 Growth Concept
vision. In general, the roadway network should be designed to provide for trips through or across
the region on throughways, shorter trips through portions of the region on arterial streets and the
shortest trips on collector and local streets.

This approach results in a street hierarchy of:

o throughways (for example, limited-access facilities such as -84, US 26, I-5, I-205 and [-405)

28 The number of through lanes may vary based on right-of-way constraints or other factors. Some places in the region may require additional
lanes due to a lack of network connectivity. Major and minor arterial streets can either be 2 or 4 lanes with turn lanes as appropriate.
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e arterial streets (for example, Cornell Road in Washington County, 82nd Avenue in the City of
Portland and Sunnyside Road in Clackamas County)

e collector streets

e Jocal streets

The traditional street classifications for throughways, arterial streets and other streets are a good
starting point for distributing traffic in communities to avoid bottlenecks on overburdened routes
or avoid the need to build overly wide streets as a community grows.

Throughways serve as longer-distance mobility routes, with limited access, and an emphasis on
connecting major destinations. Arterial streets provide both mobility, moving traffic, goods, and
people within the region, and access to property along the street. .

Building a regional motor vehicle network to accommodate all motor vehicle traffic during peak
travel periods is not feasible or practical nor would it be desirable€onsidering the environmental,
climate, and community impacts.

By developing a well-connected network, the region can'spread traffic across the entire network,
reducing the need to overburden a few facilities. This will help,reduce bottlenecks and congestion
hotspots, decreasing the need to widen roads and intersections beyond their typical design.
Connectivity also supports transit, biking and walking by making trip distances shorter and more
direct and convenient. Improved travel reliability is a'’key overall outcome of all connectivity-
oriented strategies. Refer to Section 3.3.2 for street design /policies and principles.

Typical spacing and planned capacity.for arterial streets

The regional motor vehicle network concept calls)for one-mile spacing of major arterial streets,
with minor arterial streets or collector streets at half-mile spacing, recognizing that existing
development, streams and other natural features may interfere with this spacing. Major and
minor arterial streets can be eithen2 of 4 lanes with turn lanes as appropriate. Streets with 4 or
more lanes should include medians, where possible, with appropriate median openings for
turning movements and turn lanes. Access management strategies should be used on arterial
streets and all streets with 4 or more lanes.

Shown in Figure 3-21, the illustrative arterial street network is complemented by a well-
connected network of collector streets. This network of arterial and collector streets is multi-
modal in design, serving automobiles, motorcycles, trucks, transit, bicycles and pedestrians. The
regional arterial street design with a median reflects an accepted design that can support safe
travel by all modes, accommodating urban levels of traffic, while also providing for bicycle and
pedestrian travel and safe crossings at major intersections.

Traffic speeds, access and level of street connectivity vary depending on the function of the street.
The design of transportation facilities should consider the facility’s traffic function, all modes of
travel, and community development goals. As identified in the Regional Active Transportation
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Plan and Metro’s livable street design guidelines, traffic speeds, traffic volumes and the volume of
heavy trucks should be considered in the design of pedestrian and bicycle facilities on streets on
the regional network.

Research and experience have shown that there are optimal street designs for various types of
roadways. Street design, combined with connectivity help reduce congested hot spots and
improve reliability. Local streets and collectors are planned to consist of 2-lanes with turn lanes
where needed, major arterials are planned to consist of up to 4-lanes with medians and with turn
lanes and access management strategies. Therefore, before adding additional through lanes
beyond the planned system, plans and studies must demonstrate that the additional lanes beyond
the planned system do not compromise the function of the roadway for all modes and that the
planned system of through lanes, transit service, bike, pedestrian and other parallel arterial,
operational, system and demand management solutions do not adequately address transportation
needs first, prior to considering widening arterial beyond the planned system to address
identified needs.

Throughways and auxiliary lanes

Throughways generally span several jurisdictions and often are of statewide importance linking
the greater Portland area with neighboring cities, other parts of the state, other states, and
Canada. Throughways are planned to consist of sixithreugh lanes)(three lanes in each direction)
with grade-separated interchanges or intersections, and serve as the workhorse for regional,
statewide, and interstate travel. Additional through travel lanes may be needed in some places
based on the importance of a facility to regional and state economic performance, excessive
demand and limitations or constraints that prevent creation of a well-connected street network
due to topography, existing neéighborhoods, orinatural resource areas.

Throughways carry between 50,000 to 100,000 vehicles per day, providing higher-speed travel
for longer motor vehicle tripsiand serving as primary freight routes, with an emphasis on
mobility. Throughways help serve the need to move both freight trucks and autos through the
region. Throughways connect majoractivity centers within the region, including the central city,
regional centers, industrial areas and intermodal facilities.

The Throughway functional classification generally corresponds to the Expressways functional
classification in the Oregon Highway Plan. There are two types of Throughway designs as
described in Table 3-8. Freeways, which are limited-access and completely grade separated
interchanges and Highways, which include a mix of separate and at-grade access points.
Throughway interchanges that are designated as Freeways in the OHP should be spaced no less
than one mile apart in urban areas.29

29 One mile is the minimum interchange spacing distance identified for Freeways in urban areas in Oregon. See

https://secure.sos.state.or.us/oard/viewAttachment.action?ruleVrsnRsn=183660 for more information.
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An auxiliary lane is the portion of the roadway adjoining the through lanes for speed change,
turning, weaving, truck climbing, maneuvering of entering and leaving traffic, and other purposes
supplementary to through-traffic. An auxiliary lane provides a direct connection from one
interchange ramp to the next. The lane separates slower traffic movements from the mainline,
helping smooth the flow of traffic and reduce the potential for crashes and is not intended to
function as a general purpose travel lane. Auxiliary lanes add additional motor vehicle capacity.

Analysis of throughway and auxiliary lanes

Prior to adding new throughway capacity beyond the planned system of motor vehicle through
lanes, or adding or extending an auxiliary lane of more than one-half mile in length, or re-striping
an auxiliary lane to serve as a general purpose through lane, transportation agencies must
demonstrate that system and demand management strategies, including access management,
transit and freight priority, pricing, transit service, and multimodal connectivity improvements
cannot adequately address identified needs consistent with the Congestion Management Process
and Regional Mobility Policy.

When a series of auxiliary lanes are added in the same'corridor or one or more existing auxiliary
lanes are extended through one or more interchanges, the auxiliary lanesimay begin to function
more like a general purpose travel lane. Therefore, prior to adding or extending an auxiliary lane
of more than one-half mile, transportation agencies must whether'the new individual auxiliary
lane alone or in combination with auxiliary lanes in thessame corridor will collectively influence
capacity and measurably increase vehicle miles traveled, or alternatively whether each of the
auxiliary lanes are operate independently and only address localized safety issues. Chapter 8
defines the parameters for future corridor refinement planning work specific to each regional
mobility corridor, consistent with the Congestion Management Process and Regional Mobility
Policy.



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

Arterial streets

Arterial streets are intended to provide general mobility for travel within the region and provide
important connections to the throughway network. Arterial streets connect major commerecial,
residential, industrial and institutional centers with each other and link these areas to the
throughway network. Arterial streets are usually spaced about one mile apart and are designed to
accommodate motor vehicle, truck, bicycle, pedestrian and transit travel.

Arterial streets carry between 10,000 and 40,000 vehicles per day. Desired travel speeds vary
depending on the surrounding and planned land use. Major arterial streets accommodate longer-
distance trips and serve a regional traffic function. Minor arterial streets serve shorter trips that
are localized within a community. As a result, major arterial streets usually carry more traffic than
minor arterial streets. Research has highlighted the important role of major arterial streets in
achieving regional goals for equity, safety, land use/economic development and mobility
(especially for transit).30 Many funding, design and policy challenges to improving them.

Streets designated with an arterial functional classification are shown in Figure 3-23 and include
Boulevard and Streets described in Table 3-6.

Safety on arterial streets

Safety is a primary concern on the regional arterial system, where:approximately 60 percent of
the region’s fatal and severe injury crashes occur. For this reason, much of the focus for achieving
the region’s Vision Zero target will fall upondmproving safety on arterial streets. More attention to
designs and operational strategies that have been demonstrated to improve the safety of the
arterial system could reduce the number of people killed and injured, using national best practices
as a guide. Efforts to substantively improve transportation safety in the region must give arterial
roadways high priority, with a focus on'the region’s high injury corridors, and may include:

e proven designs and strategies such as medians, speed management, access management,
improved pedestrian crossings andstreet lighting, replacing intersections with roundabouts,
reducing speeds to levels which are safe for pedestrians, and road diets; and

e enforcement actions targeting high-risk behaviors, such as speeding, aggressive driving,
driving under the influence, red-light running, and failure-to-yield at bike and pedestrian
crossings; and

e education initiatives intended to promote safer behavior among all users of the transportation
system.

30 Metro “Safe and healthy urban arterials 2023 RTP policy brief”, September 8, 2022
https://www.oregonmetro.gov/sites/default/files/2022/10/24/Safe%20and%20healthy%20urban%20arterials%20policy%20brief.pdf
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Meeting regional safety targets requires ongoing, concerted efforts to continue to make the
region’s arterial roadways (also referred to as urban arterials) substantially safer, especially for
pedestrians. Serious injury crash rates are used to prioritize corridor safety efforts.

Collector and local street connectivity

Collector and local streets are general access facilities that provide community and neighborhood
circulation. They are not usually part of the regional transportation system except when located
within designated 2040 areas or when they are part of the Regional Bicycle Network or Regional
Pedestrian Network. Collector and local streets play an important role to the design and
optimization of the regional transportation system. When local travel is restricted by a lack of
connecting routes, local trips are forced onto the arterial and/or throughway networks, in some
cases causing congestion on the regional system.

Local jurisdictions are responsible for defining the network of local and collector streets within
the one-mile spacing grid of arterial streets. The Regional Trafispoftation Functional Plan (RTFP)
which implements the Regional Transportation Plan (RTP) and establishes the requirements for
Transportation System Plans requires local street spacing of ho morethan 530 feet in new
residential and mixed-use areas, and cul-de-sacs are limited to 200 feet ifflength to distribute
vehicle movements and provide direct bicycle and pedestrian reutes.3! More frequent bike and
pedestrian connections are required where collectorand local streets cannot be constructed due
to existing development or other topographic or environmental constraints.

A goal of the requirements is to encourage/local traffic to use local and collector streets to
minimize local traffic on regional arterial streets. Local'street connectivity also benefits
emergency response and access to schools and transit stops. Designs should retain the
neighborhood character and livability'along these,local routes.

31 Regional Transportation Functional Plan https://www.oregonmetro.gov/regional-transportation-functional-
plan
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Figure 3-22 Collector and local street network concept
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Note: Idealized concept for illustrative purposes showing(desired spacing for collectors and local streets
in residential and mixed-use areas to serve local circulation, walking/rolling and.bicycling. The
illustration is modeled after neighborhoods in Southeast Portland.

Shown in Figure 3-22, the collector and local streetmetwork concept provides for bicycle and
pedestrian travel and provides for direct access from localstreet networks to community
destinations and transit on regional arterial streets.

Collector streets

Collector streets provide both'access'and circulation. As such, collectors tend to carry fewer motor
vehicles at lower travel speeds than arterial streets. Collectors may serve as freight access routes,
providing connections framyindustrial or commercial areas to the arterial network. Collector
streets serve neighborhood traffic. Collectors provide local circulation alternatives to arterial
streets. Collectors provide both'circulation and access within residential and commercial areas,
helping to disperse traffic that might otherwise use the arterial network for local travel.

Collectors may also serve as local bike, pedestrian and freight access routes, providing
connections to the arterial and transit network. Collectors usually carry between 1,000 and
10,000 vehicles per day, with volumes varying by jurisdiction. Collector streets are ideally spaced
at half-mile intervals, or midway between arterial streets. Auto speeds and volumes on collector
streets are moderate.

Local streets

Local streets primarily provide direct access to adjacent land uses, and usually between 200-2,000
vehicles per day, with volumes varying by jurisdiction. Vehicle speeds on local streets are
relatively low, which makes them good candidates for people biking, walking/rolling traveling to
and within centers, to schools and to transit stops and stations.
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While local streets are not intended to serve through traffic, the local street network serves an
important role for supporting bicycle and pedestrian travel. As a result, regional local street
connectivity policies require communities to develop a connected network of local streets to
increase access to designated centers, to schools and to transit stops and stations on the regional
transit network by people biking and walking/rolling.

3.3.3.3 Regional motor vehicle network classifications and map

The Regional Motor Vehicle Network is shown in Figure 3-23. Click on 2023 RTP Regional
Network Maps for online zoomable version of map. [NOTE: Link to Be ADDED]

Figure 3-23 Regional motor vehicle network map
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3.3.4 Congestion management process

This section outlines the policy for implementing system and demand management strategies and
other strategies prior to building new motor vehicle capacity, consistent with the Federal
Congestion Management Process (CMP) and Oregon Transportation Plan (OTP) policies (including
Oregon Highway Plan Policy 1G). Section 3.08.220 of the Regional Transportation Functional Plan
(RTFP) implements the Regional Transportation (RTP) and establishes the requirements for
Transportation System Plan.32 In some parts of the greater Portland region the transportation
system is generally complete, while in other parts of the region, especially those where new
development is planned, significant amounts of infrastructure will be added. In both contexts,
management strategies have great value. Where the system is already built out, such strategies
may be the only ways to manage congestion and achieve other goals. Where growth is occurring,
system and demand management strategies can be integrated before and during development to
efficiently balance capacity with demand. New technologies are reducing the cost of demand
management and new possibilities are emerging with autonomousand connected vehicles.

One component of the Congestion Management Process (CMPJ is‘a toolbox of congestion
reduction and mobility strategies, as shown in Table 3-8. This toolbox identifies a suite of
strategies to manage congestion and address mobility needs prior to utilizing traditional roadway
widening and other capacity projects. Prior to adding single oecupant vehicle (SOV) capacity,
agencies and jurisdictions should give consideration tothe various strategies identified in this
section, consistent with FHWA direction and RTP andTP pelicies. Usually, multiple strategies
are applicable within a corridor, while other strategies are/intended to be applied region wide.

The CMP toolbox strategies were.assembled to provide a wide range of strategies that could be
used to manage congestiondegion-wide or within congested mobility corridors. They are
arranged so that the strategies are considered in.order from first to last. Even with the addition of
capacity, many of the strategies can be implemented with the project to ensure the long-term
management of a capacity project.

The CMP toolbox of strategies is shown in Table 3-9.

Table 3-9 Toolbox of strategies to address congestion in the region

32 Regional Transportation Functional Plan https://www.oregonmetro.gov/regional-transportation-functional-
plan
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Community design strategies
e Walkable communities and job centers facilitated by compact land
use in combination with walking, biking and transit connections
* Mixed-used areas and transit-oriented development
e Parking management and pricing

Travel Information and Incentives strategies

~ e Commuter travel options programs

* Household individualized marketing programs
e Car-sharing and eco-driving techniques
e Safe Routes to School programs
¢ Ridesharing (carpool, vanpool) services
System management and operations strategies
‘ ® Real-time variable message signs and speed limits
e Signal timing and ramp. metering
e Transit signal priority, bus-only lanes, bus pull-outs
* Incident response detection and clearance
® Access management (e.g., turn restrictions, medians)
Congestion pricing strategies
* Peak peried pricing
* Managed lanes
® High occupancy toll (HOT) lanes

Active Transportation strategies
* New biking and walking connections to schools, jobs, downtowns
and other community places
¢ Bicyele infrastructure (e.g., bicycle racks, lockers and other bicycle
amenities at transit stations and other destinations)
e Separated pathways and trails
Transit strategies
® High capacity transit
e Expanded transit coverage
e Expanded frequency of service
e Improvements in right-of-way to increase speed and reliability of
buses and MAX
¢ Community and job connector shuttles
e Park-and-ride lots in combination with transit service
Street and throughway capacity strategies
e Local and arterial street connectivity to spread out travel
e Addition of turn lanes at intersections, driveway restrictions and
other geometric designs such as roundabouts
® Road widening to add new lane miles of capacity (e.g., adding
auxiliary lanes, additional general-purpose lanes); pricing is
considered when adding new throughway capacity in the region

The intent of the CMP Toolbox follows FHWA'’s direction to consider all available solutions before
recommending additional roadway capacity in transportation system planning, corridor
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refinement planning and subarea studies. Appendix L describes how this information is used in
the region’s process and RTP updates to identify needs and inform consideration and
prioritization of multimodal strategies and investments to address congestion in the region.

3.3.5 Regional transit network vision and policies

With continued regional growth, come challenges including more congestion, higher housing
prices, and constrained access to employment and daily needs. Increased transit service is a
critical part of the overall solution to regional challenges. But the COVID-19 pandemic disrupted
both transit use and service in the region. To achieve the regional vision in the 2040 Growth
Concept and Climate Smart Strategy, transportation agencies and partners must meet the needs of
people using transit today, while continuing to realize the Regional Transit Vision33 to increase
transit use and make transit more convenient, accessible, affordable, and frequent for everyone,
especially those who rely on it.

Make transit more frequent by aligning frequency and type of transit service to meet existing and
projected demand in support of local and regional land use and transportation visions. Frequent
transit service is defined as service that operates at a maximum of 15 minutes intervals, but this isn’t
the only type of service. Regional and local transit service provides basic service and ensures that
most the region’s population has transit service available to them; service span and frequencies vary
based on the level of demand for the service. Because of limited resources, it is important to ensure
that service meets demand. Frequency therefore means aligning the frequency and type of service to
meet existing and/or projected demand for an area.

Make transit more convenient, and competitive with driving, by improving transit speed and
reliability using transit priority treatments and other strategies. Improve transit rider experience with
seamless connections between transit providers, including transfers, information, and payment.
Additionally, road authorities can partner with the transit agencies to implement transit priority
treatments.

Make transit more accessible by promoting transit-oriented development of station areas and
ensuring safe and direct biking and walking routes and crossings that connect to stops, as well as
improve accessibility for seniors and persons with disabilities to ensure transit is accessible for
everyone. Accessibility could also include park and ride facilities and drop off/pick up areas. Expand
the system to improve access to jobs and essential destinations and daily needs.

Making transit affordable is the cornerstone of the other components of our vision. Frequency,
convenience, and accessibility are meaningless if transit is not affordable. Additionally, affordability
ensures that the transit system is equitable for low-income populations, communities of color and
those who rely on transit services rather than private automobiles to meet their daily transportation
needs.

33 Link to 2018 Regional transit strategy https://www.oregonmetro.gov/regional-transit-strategy
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3.3.5.1 Regional transit network concept

The regional street system has carried public transit for more than a century, beginning with the
streetcars of the late 1800s and evolving into a combination of vans, buses, streetcars, and light
rail trains today. The Tri-County Metropolitan Transportation District of Oregon (TriMet) is the
primary public transportation provider for the greater Portland region. The South Metro Area
Regional Transit (SMART) in Wilsonville provides regional transit service connecting Wilsonville
to Portland and communities in Washington and Clackamas counties. In 2017, the state
legislature, through HB 2017, designated Clackamas, Multnomah and Washington Counties as
Public Transit Service Providers. The counties receive funding from the Statewide Transportation
Improvement Fund to implement transit services to meet goals established by HB 2017, including
providing services in areas not well-served by fixed route transit.

Bus service in other surrounding areas, all with connections to the regional network, is also
provided by C-TRAN (Clark County, WA), Ride Connection, South Clackamas Transit District
(SCTD), Cherriots (Salem, OR), Tillamook County TransportationDistrict (Tillamook, OR), and
Yamhill County Transit Area (Yamhill County, OR). Just outside of the greater Portland region,
Sandy Area Metro (SAM) and Canby Area Transit (CAT) provide transitiservice for Sandy and
Canby.
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Transit is key to supporting the region’s 2040 Growth Concept, which calls for focusing future
growth in regional and town centers, station communities and 2040 corridors. A regional transit
network, coupled with transit-supportive development patterns and policies that support taking
transit, biking, and walking, will be necessary to help the region:

e Dbeless dependent on automobiles

e more equitably serve communities of color and other marginalized communities
e reduce overall transportation and housing costs

e lead healthier lives

e reduce greenhouse gas emissions
As part of the 2040 Growth Concept, transit is critical to connecting centers.

Figure 3-24 shows how the regional transit system concept would connect the 2040 centers.

Figure 3-24 Regional transit network concept
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The 2040 Growth Concept set forth a vision for connecting the central city to regional centers like Gresham,
Clackamas and Hillsboro with high capacity transit. The High Capacity Transit Strategy expands this vision to
include town centers like Milwaukie, Troutdale, and Sherwood along corridors to build onto that vision. The RTP
goes further to include a complete network of regional transit along most arterial streets to better serve existing
and growing communities. Existing land use mixes and future transit-oriented development potential should be
considered and incorporated into service and station location decisions.
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To leverage transit investments, it is important for cities and counties to ensure land uses are
transit-supportive and support local and regional land use and transportation plans and visions to

leverage and protect transit investments.

Adjacent land uses, block size, street connectivity, and parking management affect the success of
transit service. Policies and investments that support transit best can be found in Table 3-9.

Table 3-10 Effects of land use on transit service

Characteristic Supportive Not Supportive

[ Density ~ BUTD

Street layout Small blocks
Grid system
m Mixed use (e.g., commercial,
residential, and office uses)

Pedestrian and bicycle Wide sidewalks
environment Slow moving traffic

street trees, pedestrian-scale
lighting)

Well-marked intersections
with signalized crossings
Bicycle parking

Site design Buildings front the street and
entrances

Parking Limited
Fee-based parking

Source: TriMet

Transit-supportive development s include:

least 18 hours a day.

disabilities, near frequent transit.

Streets that can accommodate 40-foot buses.

Street elements (e.g., benches,

Long, winding streets
Cul-de-sacs, dead-end

Single use (e.g., all
residential, all industrial)
Narrow or no sidewalks
Fast moving traffic

Poor lighting

No intersection markings
and long pedestrian wait
times

Buildings set back from the
street and surrounded by
surface parking

Abundant
Free

A compact urban form that places destinations near transit.

A mix of uses, and a balance of jobs and housing, which creates a place where activity occurs at

Locating a mix of services near transit, including grocery stores and medical clinics.

Locating affordable housing options, particularly for older adults, seniors and people with

Well-designed streets and buildings that encourage pedestrian travel.

Safe and efficient multi-modal interactions at transit stops and stations.
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e Safe, direct and convenient pedestrian and bicycle access, within communities and to transit
stops and stations.

e Street connectivity with good pedestrian and bike connections to extend the effective
coverage of bus and rail service.

e Managed on-street and off-street parking.

Areas with low population and/or employment densities, abundant free parking, and with
difficult access to transit stops generate fewer riders than areas with transit-supportive
development. When fewer riders are generated, it costs more per ride to provide transit service
than it does in transit-supportive areas. Ridership productivity is a key criterion in assessing the
benefits of service improvements and new transit investments.

3.3.5.2 Regional transit network functional classifications and map

The Regional Transit Network includes future regional and loeal bus, better bus corridors, high
capacity transit and intercity rail, reflecting the region’s future transit vision as identified by
Portland Streetcar System Concept Plan, TriMet’s Service Enhancement Plans, SMART’s 2017
Transit Master Plan (update currently underway), as well as local Transpertation System Plans.
Shown in Figure 3-26, the Regional Transit Network map has been updated to include new
connections envisioned in the 2023 High Capacity Transit Strategy update and future transit
service. The map also highlights areas planned to be served by community-job connector shuttles,
including current and planned routes identified in Clackamas'and Washington County’s transit
development plans. Click on RTP Regional Network Maps for online zoomable version of map.
[NOTE: LINK TO BE ADDED]

Our existing and planned system includes a variety of transit modes, each with a special function
in the overall system. Local, regional, and frequent service bus lines are the workhorses of our
transit system. The transitpreviders plan for improving and expanding transit service through
service enhancement plans, master plans and through annual service planning.

Our bus system operates in mixed traffic and provides service across the region. Alongside our
bus system, we have implemented streetcar and corridor-based rapid bus. These services, along
with frequent bus service, can and do include a variety of transit priority treatments. These tend
to be more frequent and carry more transit riders than the regional and local bus system. The
better bus program, new to our region, provides that transit priority to help improve transit speed
and reliability above traditional transit service.

The region’s high capacity transit system operates with the majority or all of the service in
exclusive guideway. The high capacity transit system is the backbone of the broader
transportation network, meant to connect to regional centers and carry more transit riders than
the local, regional and frequent service transit lines.

The region’s high capacity transit system operates with the majority of all of the service in
exclusive right-of-way, consisting of six lines over a 75-mile network that serves more than 130
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stations in the city of Portland, and the communities of Beaverton, Clackamas, Gresham, Hillsboro,
and Milwaukie; and Portland International Airport. Figure 3-25 shows the broad transit spectrum
that exists or is planned for regional transit system.

Figure 3-25 Regional transit spectrum
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Figure 3-26 Regional transit network map
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Implementation of the regional transit vision

The Regional Transit Vision will be implemented through improving service, investing in
infrastructure, collaborating between transit providers and local jurisdictions and expanding
transit supportive elements:

¢ Transit service improvements: local and regional transit service improvements designed to
meet current and projected demand in line with local and regional visions and plans.

e (Capital investments in transit: enhanced transit strategies that make Better Bus such as
signal priority and/or dedicated lanes, or high capacity transit options such as bus rapid
transit, light rail. commuter rail or high speed rail.

¢ Transit supportive elements: including programs, policies, capital investments and
incentives such as Travel Demand Management and physical improvements such as

sidewalks, crossings, and complementary land uses.

Figure 3-27 shows the relationships between these different ggpes®f investments.

Figure 3-27 Service improvements, capital investments and transit supportive elements
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Public agencies and transit providers must collaborate in prioritizing transit investments
throughout the region. With the passing of House Bill 2017, the Oregon Legislature identified
transit improvements and service expansion as a priority for the state. With this additional
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funding, the region will be able to significantly increase and expand transit service. This only
highlights the need to collaborate between transit providers.

3.3.5.3 Regional transit network policies

Regional transit priorities are informed by the following policies which aim to provide transit as
an attractive, convenient, accessible and affordable travel option for all people in the greater
Portland region, optimize existing transit system operations and ensure transit-supportive land
uses are implemented to leverage the region’s current and future transit investments. Together,
these policies regional goals.

Policy 1 Provide a high-quality, safe and accessible transit network that makes transit a
convenient and comfortable transportation choice for everyone to use.

Policy 2 Ensure that the regional transit network equitably prioritizes service to those who
rely on transit or lack travel options; makes service, amenities, and access safe and
secure; improves quality of life (e.g., air quality); and proactively supports stability of
vulnerable communities, particularly communities of color and other marginalized
communities.

Policy 3 Create a transit system that encourages more people to ride transit rather than drive
alone, and supports transitioning to a clean fleet that aspires for net zero
greenhouse gas emissions to meet state, regional, and local climate goals.

Policy 4 Maintain the region’s transit infrastructure in a manner that improves safety,
reliability and resiliency while minimizing life-cycle cost and impact on the
environment.

Policy 5 Complete a well-connected network of local and regional transit on most arterial
streets — prioritizing expanding all-day frequent service along corridors and main
streets linking town centers to each other and neighborhoods to centers.

Policy 6 Complete and strengthen a well-connected high capacity transit network to serve as
the backbone of the transportation system. Prioritize transit speed and reliability to
connect regional centers with the Central City, link regional centers with each other,
and link regional centers to major town centers.

Policy 7 Make capital and traffic operational treatments in key locations and/or corridors to
improve transit speed and reliability for frequent service.

Policy 8 Support expanded commuter rail and intercity transit service to neighboring
communities and other destinations outside the region.

Policy 9 Increase access to transit by improving pedestrian and bicycle access to and bicycle
parking at transit stops and stations. Use new mobility services to improve
connections to high-frequency transit when walking, bicycling or local bus service is
not an option.
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Policy 10 Use technology to provide better, more efficient transit service, including meeting
the needs of people for whom conventional transit is not an option.

Policy 11 Make transit affordable, especially for people with low incomes.

Transit Policy 1. Provide a high quality, safe and accessible system that makes transit a convenient
and comfortable transportation choice for everyone to use.

The region’s economic prosperity and quality of life depend on a transportation system that
provides every person and business in the region with access to safe, efficient, reliable, affordable
and healthy travel options. But recovering from the pandemic-era ridership slump and meeting
the region’s transit ridership goals will require broader action, potentially including rethinking
how transit serves the region’s centers, finding resources to increase service, and redesigning
streets to keep buses moving.

Figure 3-28 Tools for building a high-quality transit system
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Rapid streetcar has less stops and more street priority for regional mobility between centers. Streetcar extends
the reach of the high capacity transit network by facilitating mobility as a circulator within major centers.

A complete and seamless transit system is based on providing frequent and reliable bus and rail
transit service during all times of the day, every day of the week. This goes far beyond the
responsibility of the transit agencies; it requires actions on behalf of the region and all the
jurisdictions. Preferential treatments, such as transit signal priority, covered bus shelters, curb
extensions, special lighting, enhanced sidewalks, protected crosswalks and bikeways, are all
fundamental to making the transit network, especially frequent bus and high capacity transit,
function at its highest level. In order to provide frequent and reliable service, the region needs to
partner together to commit to investing in transit priority treatments and high capacity transit to
ensure that transit can take people where they need to go on time.



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

. Safe and comfortable access to the stations is critical to the rider’s experience and convenience,
but also makes transit fully accessible to people of all ages and abilities. Similarly, typical fixed
route transit service may not make sense for everyone throughout the region. people often rely on
demand-response transit as well . New shared mobility models like microtransit could provide
better service at lower cost in these situations and in increasing access to high-demand corridors.
Technology is another tool. Intelligent transportation systems and services help improve the
speed and reliability of transit. It also means taking advantage of the growth in personal
technology to efficiently communicate information about transit options and leverage electronic,
integrated ticketing systems. As tolling and congestion pricing moves forward in the region,
discounts or exemptions should be considered to incentivize multimodal travel behavior and
reduce impacts, including exemptions for public transit and reduced pricing for higher occupancy
vehicles such as shuttles, vanpools, and carpools (Oregon Highway Plan Policy 6.10).

Transit Policy 2. Ensure that the regional transit network equitably prioritizes service to those who
rely on transit or lack travel options; makes service, amenities, and access safe and secure; improves
quality of life (e.g., air quality); and proactively supportsstability of vulnerable communities,
particularly communities of color and other marginalized communities.

The region’s transit and broader transportation system should provide every person and business
with equitable access to have the same opportunity to thrive, regardless of their race or ethnicity.
Ridership during the pandemic held steadier on routesithat have more people of color and people
with low incomes and routes that serve arterials with amix of jobs, housing, shops and other
destinations. Making these trips more convenient and reliable,means that people who are more
likely rely on transit today will have better travel options.A regional transit system focused on
mobility and access that addresses the transportation disparities faced by communities of color
has the ability to open opportunities which can, dramatically improve outcomes for people of
color. By addressing the barriers faced by, communities of color, outcomes for other
disadvantaged communitiesywill improve as well.

Using equity as a lens to guide decisions/imore broadly will ensure that the transit system benefits
those who rely on it the most. An‘equity lens can also address disparities in:

e Access: New development and gentrification can lead to displacement, of which people of
color and low-income are disproportionately affected by. As housing and transportation
costs increase, households are being forced to move to areas with less transit service. To
address this, projects should be prioritized in equity focus areas.

e Safety and security: People with low-income and people of color across the country
disproportionately suffer from well-documented racial bias in and bear the burden of
policing. Racial disparities exist in enforcing transportation laws and rules and issuing
penalties for violations. Further, fines are not based on an individual’s ability to pay,
meaning that the penalty has greater impact for people with low-income and could lead to
compounding consequences such as debt. At the same time, people of color are
increasingly likely to be concerned for their safety when traveling due to fear of
harassment and discrimination. Agencies should continue to pursue alternatives to
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policing (e.g., TriMet’s Safety Response Team) that discourage harassment without
enforcement.

e Technology: As more transit fare collection systems embrace contactless payment,
accessibility challenges can arise for people, especially people with low incomes or who
are undocumented, underbanked or unbanked. Agencies should continue to monitor and
pursue strategies to reduce barriers to accessing digital fare systems.

Offering ample opportunities for meaningful public engagement and input is critical to hearing
diverse perspectives on goals, policies and projects. Continuing to strengthen existing
partnerships with local community organizations can provide more individuals with voices that
may not have had the platform to be heard. Any transit planning effort should directly incorporate
community in the decision-making process.

Further, major infrastructure investments have implications within the communities they are
located. Historic data shows that high capacity transit investments such as light rail contribute to
both positive and negative outcomes for the communities they serve. Their potential displacement
from the economic pressures that the investment bringswultimately undermines its long-term
effectiveness. It is critical during planning for a new major transit investment that a strategy be
developed that considers both the positive and negative impacts, particularly as it applies to the
most at-risk populations who also tend to be the most transit,dependent. Key focus areas should
include affordable transit-oriented housing opportunities and contracting and job training
benefits and opportunities for displaced and marginalized populations.

Transit Policy 3. Create a transit system that that encourages people to ride transit rather than drive
alone and supports transitioning to a clean fleet that aspires for net zero GHG emissions, enabling us
to meet our state, regional, and local climate goals.

Transit is a critical part of meeting regional goals for climate leadership and clean air, and an
integral part of implementing the Climate Smart Strategy. Improving and expanding the transit
system and use of transit in greater Portland will continue to play a significant role in reducing
transportation-related air pollutants, including greenhouse emissions. For people to choose
transit over driving, transit must be'at least as convenient and reliable. A transit trip needs to get
people to their destination at the scheduled time, consistently, and it must be easy to use. The
route would ideally be a one-seat ride or have seamless connections and fares between trains,
buses, shuttles or streetcar, regardless of the provider. It should be just a short walk or bicycle
ride away via a safe, comfortable connection that is easy to find and navigate. Information about
schedules, transfers and real time arrivals would be readily available and easy to access both on-
board and at stops and stations. Most importantly, it needs to be a viable option in regard to travel
times. The region should continue to pursue strategies that prioritize transit and make the bus
run better (e.g. signal priority and bus lanes), integrate service, information, trip planning, and
payment platforms across transit agencies, improve sidewalk, crossing and bicycle facilities, and
adopt technology to make transit more predictable and user-friendly (e.g., electronic fare and
real-time monitoring systems). By providing both more and better transit connections between
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where people live and where they need to go, more people who drive today will be more likely to
choose to use transit to travel instead.

Ongoing efforts to convert bus fleets to low and zero-emissions vehicles will further reduce
emissions in the region. Electric trains and hybrid diesel/electric buses have been part of the
regional fleet for many years and battery-electric buses have been added more recently. Both
House Bill 2017 and the Low or No Emissions Buses and the federal Bus Facilities Grant Program
funded by the 2021 Bipartisan Infrastructure Law have provided an opportunity to further invest
in clean vehicles. As transit agencies in the region move toward a fleet without emissions, many
are switching to renewable biodiesel fuel to reduce emissions in the interim. Further, renewable
electricity from natural resources like sun and wind can be used to power both transit vehicles
and facilities. Cleaner alternative fuels are the future of transit, and the region should continue to
support the transition to a clean transit fleet and facilities. As more people are encouraged to ride
on an improved and expanded transit network using clean vehicles, greater Portland will see
emissions reduced for the transportation system more broadly as well.

Transit Policy 4. Maintain the region’s transit infrastructure in almanner that improves safety,
reliability and resiliency while minimizing life-cycle cost andimpact on the environment.

While our transit system is still relatively new, it is starting to need more repairs and/or
replacements to buses, streetcars, trains and theirdnfrastructure as they age. It will become
increasingly important to invest in upkeep as eléements.of the system begin to reach the end of
their useful life to maintain a state of good repair. It i§ critical to ensure that it is well-maintained
and to replace or improve outdated parts of our transit system to preserve its efficiency. The
Federal Transit Administration’s State of Good Repair program for rail and bus rapid transit
systems that are at least sevén years old includes incorporating industry best practices and
recommendations related to reliability‘and safety'to help transit agencies maintain bus and rail
systems as part of the federal transportation performance management implementation.

It is also important to plan for future capacity needs of the transit system. As our region grows
and ridership on our public transportation system is ever increasing, the region is starting to push
the limits of what our existing infrastructure can handle. This creates more transit bottlenecks
throughout the region, increasing congestion and decreasing the reliability of our transit system.
Some lines already have many buses running behind schedule due to heavy traffic, which leads to
unpredictable service. Other lines suffer from overcrowding. Popular lines will always have
standees, but some trips have such high ridership that at times, riders are unable to board and
must wait for another vehicle. To make transit more reliable and convenient, these factors must
also be addressed.

Transit Policy 5. Complete a well-connected network of local and regional transit on most arterial
streets — prioritizing expanding all-day frequent service along corridors and main streets linking
town centers to each other and neighborhoods to centers.

Improve local service transit
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The local transit network provides basic service and access to local destinations and the frequent
and high capacity transit network. It is designed to provide full transit service coverage to the
region, ensuring that the majority of the region’s population has transit service available to them -
varying in type, frequency, and span based on needs and demand. It . Transit preferential
treatments and passenger facilities are appropriate at higher ridership locations.

Providing community and job connector shuttles increases the convenience of transit, particularly
for areas without frequent service transit or where traditional transit service is not viable.
Community and job connector shuttles also expand the reach of transit service across the region,
which improves access to jobs and community places and can help facilitate first/last mile
connections where business and or homes are spread out and regional fixed-route bus service is
not cost effective.

One foundational support of the regional transportation system is the availability of demand-
response services. These services provide access to transportation that “fills in the gaps” where
fixed-route transit, complementary paratransit, or deviated fixed-foute “last mile” shuttle services
are not the appropriate or most cost-effective tool to meet themneed of low-income individuals,
seniors or people with disabilities. They provide a lifeline,of service to,people who experience
barriers to accessing the transportation system. Current/service is stillnot enough to meet the
existing demand or projected growth in demand concurrent with the region’s growing population.

Expand regional and local frequent service transit

Providing regional transit along most arterial streets is another key piece of a high-quality
network better serving existing and growing communitiés. Frequent service transit is defined as
wait times of 15 minutes or less'from.the early morning to late in the evening, seven days a week.
Frequency is especially important formaking transit more competitive with driving for riders
who take short, local trips, because the time riders spend waiting for a bus to take a short trip is a
proportionately larger component of the/total travel time than it is for longer trips. Frequent bus
service is appropriate when high'ridership demand is demonstrated or projected, the streets are
pedestrian-friendly, there are high proportions of transit-dependent residents, the lines connect
to existing or proposed HCT corridors, and/or it serves multiple centers and major employers.

Transit Policy 6. Make capital and operational improvements in key locations and/or corridors to
improve transit speed and reliability for frequent service.

In order to meet the region’s environmental, economic, livability and equity goals as we grow over
the next several decades, we need to invest more to improve the efficiency of our system,
particularly the more congested corridors in the frequent service bus network, to better support
transit riders. More reliable, higher quality transit connections would better connect low-income
and transit-dependent riders to jobs, school and services. A more fine-grained network of higher-
quality transit service complements high capacity transit investments to help relieve transit
congestion and grow ridership throughout the region.
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There are many ways to increase transit speed and reliability throughout our system to make the
bus better and reduce time spent traveling by transit for people riding. Improving the speed and
reliability of our frequent service network could be implemented at the regional scale, along
corridors or at “hot spot” locations. Table 3-10 describes the different types of treatments that
have the potential to improve reliability that are part of the enhanced transit toolbox. Providing
transit priority on the roadway and/or at signals that help buses avoid delay and/or bypass traffic
mean trips on these routes stay on schedule and/or are faster. These features, combined with
other preferential treatments, such as covered bus shelters, special lighting, enhanced sidewalks
and bicycle facilities, and protected crosswalks, are fundamental to making the frequent bus
network function at its highest level. The region should pursue these opportunities as they arise.

Table 3-11 Better Bus treatments to enhance frequent transit service

Bus on shoulder Dedicated bus lane

Transit signal priority and signal improvements Business access and transit (BAT) lane

Headway management Intersection queue jump/right turn except bus
lane

Level boarding Pro-time (peak period only) transit lane

All door boarding Multi-modal interactions

Bus stop consolidation Curb extension at stops/stations

Rolling stock modification Far-side bus stop placement

Transit signal priority and signal improvements Street design traffic flow modifications

The Better Bus program employs publicpartnerships toimplement treatments that increase
capacity and reliability, yet are relatively low-cost to construct, context-sensitive, and able to be
deployed quickly throughout the region where needed. Coordinated investments by multiple
partners have the potential to provide major improvement over existing frequent service while
being less capital-intensive and quick to implement than large-scale high capacity transit.
Investments could serve our many growing mixed-use centers, corridors, and employment areas
that demand a higher level of transit service but are not seen as short-term candidates for light-
rail or rapid bus (those identified as‘Developing or Future corridors in the 2023 High Capacity
Transit Strategy). This creates a potential path for growing better bus into high capacity transit
over time - starting with incremental, smaller-scale improvements that can be leveraged later
when implementing a large-scale capital infrastructure investment.

Transit Policy 7. Complete and strengthen a well-connected high capacity transit network to serve as
the backbone of the transportation system. Prioritize transit speed and reliability to connect
regional centers with the Central City, link regional centers with each other, and link regional centers
to major town centers.

High Capacity Transit (HCT) investments help the region concentrate development and growth in
its centers and corridors. It is the backbone of the transportation network, connecting people to
the central city, regional centers and major town centers with high-quality service (i.e., fast,
frequent, safe and reliable). Linking these activity centers and station communities better
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connects people with essential jobs, services, commerce and other major destinations (e.g.,
colleges, hospitals, affordable housing). High capacity transit serves regional routes where the
most people need to travel to get where they need to go, often with relatively long trip lengths, to
provide a viable alternative to the automobile in terms of convenience and travel time. Generally,
these corridors make more broad connections across the region where the bus or other types of
transit make connections and provide complementary services to fill in the network.

High capacity transit investments take existing strong transit connections to the next level in
accessibility and priority on the roadway and at the signal — while shining a light on the corridor
in which it travels to improve safety, access and livability for current and future riders. This type
of service carries more transit riders more quickly, efficiently and comfortably than local, regional
and frequent service transit lines through both a level of enhanced amenities and transit priority.
Enhanced amenities refer to features that make high capacity transit more efficient, convenient,
and comfortable: vehicles that are larger and allow boarding from all doors, transit centers and
stations with near-level boarding, and frequent service (striving for frequencies of 10 minutes or

better during the peak hours and 15 minutes during o . It also refers to transit

centers and stations with covered waiting shelters, be and real-time bus and train
i machines, restroom
commercial services.
Enhanced priority investments refer to dedicated t the street that improve speed
and/or reliability, getting people to destinations ime: High capacity transit operates
on a fixed guideway or within an exclusive right acks or in the street, to the greatest

extent possible.

arrival information and special lighting. Other amenitie
facilities, bicycle parking (e.g., bicycle stations or bike

1__.*,4.59,1
- -

Serves places with a mix
of and many destinations

Has its own track
or bus lane

Is fast and reliable Moves lots of people

The region should continue to pursue coordinated partnerships in planning for and investing in
these major capital improvements that prioritize transit over other modes, construct features that
improve speed, reliability, and access to transit, and address community needs and gaps. Adopted
transit-supportive land use and transportation policies and strategies, such as high-density and
mixed-use zoning, reduced parking requirements, and affordable housing incentives are critical to



Exhibit A to Resolution No. 23-5343 - Working Draft 2023 RTP

ensuring a corridor is ready for high capacity transit investment. To optimize and leverage transit
supportive land uses, alignments and station locations should be oriented towards existing and
future high density, mixed-use development and connect intermodal passenger facilities. To this
end, urban form and connectivity, redevelopment potential, market readiness, public incentives
and infrastructure financing should all be considered during the corridor refinement and
alternatives analysis phases of project development.

Transit Policy 8. Support expanded commuter rail and intercity transit service to neighboring
communities and other destinations outside the region.

Intercity passenger rail and bus service to communities outside of the region provides an
important connection to the regional transit network. Current travel patterns are showing a rising
demand for intercity transit service solutions for improving passenger rail in the future in
response to rising demand, while also balancing similarly increasing freight service needs. The
following corridors have a high likelihood to support intercity or commuter rail service in the
future: Portland-Newberg, Portland-Astoria, Portland-California.and Chicago to Seattle via Salt
Lake City and Portland (formerly Amtrak Pioneer). Metro, regionabpartners and corridor
communities should consider right-of-way preservation for'these corridorsiand consider land use
planning activities that focus on transit-supportive development around potential future station
areas.

Portland-Salem/Keizer-Eugene is the most promising corridor foriexpanding commuter rail and
intercity transit service travel times, reliability, frequéncy and connectivity with and accessibility
of regional and local transit, bicycle and pedestrian networks. There is existing Amtrak passenger
rail service on a more highly used freight corridor (Union Pacific Mainline) and there is the
potential for an alignment either extending oritying into WES commuter rail service on a lightly
used freight corridor (Oregon Electric Line) fromito Wilsonville to Salem, currently served by
Wilsonville’s SMART and Salem’s Cherriots today. All were evaluated in the 2010 Oregon Rail
study as potential solutions fornimproving intercity rail service on the corridor, but the alignment
tying into WES attracted more riders (by one to four percent). When developing inter-regional rail
service, this corridor alignment should take priority for improving passenger rail service between
Eugene and Portland in the nearer-term future.

In the future, a fast, frequent, reliable and environmentally responsible high-speed transit
connection could serve as a catalyst to transform the Pacific Northwest. The Pacific Northwest
Corridor is an important intercity rail connection between Eugene, Oregon and Vancouver, British
Columbia. It is one of eleven corridors shown in Figure 3-30 identified for improved inter-city rail
connections and potential high-speed rail investments to better connect communities across the
U.S. Ultra-high-speed rail on the corridor should complement and bolster the broader intercity
passenger rail system - for instance, Amtrak Cascades could connect smaller cities (including
Salem and Eugene nearer-term) to the corridor and the regional hubs connected by it.

Figure 3-29 U.S. High speed intercity passenger rail network
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More work is needed to determine what partnerships, infrastructure investments and finance
strategies are needed to support improved intercitypassenger service to communities outside the
region more broadly. Additional collaboration and funding are needed to support the
development of this level of sérvice.

Transit Policy 9. Increase‘access to transit by improving pedestrian and bicycle connections to and
bicycle parking at transit stopsiand stations. Use new mobility services to improve connections to
high-frequency transit when walking, bicycling or local bus service is not an option.
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Figure 3-30 Regional transit access priorities

Metro Regional Transit Access Priorities

YV SYVETIY
oo o o

Tk e 10

T rl) it

Improve pedestrian and bicycle access to and bicycle parking at transit stops and stations

People access transit via walking, bicycling,bus, rail,carpools,shared mobility (like Uber and Lyft
or Biketown) and private automobiles. In 2040 corridorss/main streets and centers, transit is
supported by providing transit-supportive development and well-connected street systems to
allow convenient bicycle and pedestrian access: Providing safe and direct walking and biking
routes and crossings that connect to transit stops ensures that transit services are fully accessible
to people of all ages and abilities and helps the transit network function at its highest level. At
some point in their trip, all transit riders'are pedestrians first whether it is walking to the station,
parking their bike and walking to vehicle or walking from the park and ride to the bus or rail. The
environment where people walk to'and from transit facilities is a significant part of the overall
transit experience. An unattractive or unsafe walking environment discourages people from using
transit, while a safer and more appealing pedestrian environment may increase ridership.
Likewise, high quality local and regional bicycle infrastructure extends the reach of the transit
network, allowing more people to access transit from longer distances. Further, transit,
pedestrian and bicycle travel benefit as improvements are made to each of the modes.

Figure 3-30 depicts the region’s priorities for providing multi-modal access to the region’s transit
system. It prioritizes walking and biking to transit and deemphasizes driving to transit. In select
locations, park-and-ride facilities may provide vehicular access to the high capacity or even
frequent service network for areas that cannot be well-served by local transit due to topography,
street configuration, or lack of density.
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Improving pedestrian and bicycle access to transit stops and stations is accomplished through
filling sidewalk gaps within a mile and bicycle and trail network gaps within three miles,
integrating trail connections and shade trees, and providing pedestrian and bicycle protected
crossings. Additionally, amenities at stops and stations further support people walking and
bicycling to transit, including shelters, shade trees and seating; bicycle repair stations, lockers,
secured, covered bicycle parking and/or Bike and Rides; and co-located bike and scooter sharing
facilities. Allowing bicycles on board transit also helps expand active transportation connections,
particularly the use of apps to let bicycle riders know if a bus or train has bicycle space available.

Additionally, managing or pricing parking spaces and reducing the number of spaces that
developments near transit provide a safer, more active transportation-oriented environment near
stations. The Climate Friendly and Equitable Communities (CFEC) rules require many cities in the
region to reduce or eliminate parking requirements and manage or price parking in areas with
high levels of transit service).

Explore new ways to improve connections to high frequency transit

Advances in technology have given rise to new transportation‘services that make it easier for
people to share vehicles and have the potential to workalongside transit to significantly extend
the range and convenience of car-free trips in the region. Many of these options, including ride-
hailing and bike, e-bike, scooter, and car sharing, are;available'and widely used in certain parts of
the region. These new services can help bridge the gap to first and last-mile high frequency and,
particularly, high capacity transit access. Improving connections and interactions between shared
mobility and transit can be accomplished by:

e Ensuring designated transit streets are designed and managed to prioritize transit and shared
travel. Ride-hailing and.€-commerce delivery vehicles are using an increasing amount of curb
space in some congested areas. Agencies can manage the curbside to prioritize ride-hailing
services carrying more than one passenger and avoid conflicts with transit vehicles.

e Dedicating space for shared mobility at transit stations. Accommodating bike share stations or
pods of car share vehicles at transit stops makes it easy for transit riders to use these options.
Setting aside space for pickups and drop-offs near stations can make it more convenient for
people to access options to transit, as well as improve safety by reducing conflicts between
modes. At stations with parking, reserving premium spaces for carpools or shared vehicles
can provide an incentive for travelers to share trips instead of driving alone.

e (Coordinating with shared mobility companies to support shared connections to transit
stations. Several communities already fund vanpools or operate shuttles to and from transit
stations. Similarly, public agencies can partner with microtransit or carsharing, pooled ride-
hailing services or dockless bike/scooter sharing companies to subsidize or promote trips via
these modes to transit stations. The City of Portland’s Transportation Wallet, which offers
credits that people can use to pay for transit and a variety of new mobility services to
residents in Parking Districts, affordable housing sites, and new multi-family buildings. These
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programs allow people access to a suite of options that can complement existing options or
connect them to transit when the bus or train only covers part of their journey.

Transit Policy 10. Use technologies to provide better, more convenient and efficient transit service,
including meeting the needs of people for whom conventional transit is not an option.

Typical fixed route transit service may not make sense for everyone throughout the region.
People commuting to employment centers in more suburban areas rely on slower, often
infrequent buses or may not be served by existing bus service Similarly, our region is home to
many people with disabilities who require specialized vehicles and point-to-point service, as well
as people who depend on transit but live in communities where fixed-route service does not make
sense. These people often rely on demand-response transit or infrequent buses that provide slow
service and are costly to operate.

New shared mobility models like microtransit could provide better service at lower cost where we
need to enhance service on high-ridership lines while pilotingmewWways to provide transit (like
microtransit or using new mobility services to connect'to stations) in communities that are
challenging to serve with large buses traveling on fixed routes. As these options continue to
mature, agencies should look for opportunities to supplement demand response and
underperforming service with shared mobility. This could provide better service for underserved
and transit-dependent residents and increase resotirces,available to serve high-demand corridors.
The growth in new mobility technologies also includes new.real-time fleet management and route
optimization tools as well as trip planning sexvices and ride matching services that can help
people identify a transportation service that meets their needs or someone with whom they can
share a ride. These technologies can be used.to increase the quality and/or productivity of
infrequent or high-cost services, orto help people find a service that meets their needs when
conventional transit isn’tavailable to them.

Making it easy to plan, book;and pay for trips, including across agency and even shared mobility
platforms, is one way to make transit more convenient for people riding. Smartphone apps are
now the most common way for peoplein the Portland region to access information about their
transportation options and are well-suited to provide the type of real-time information that
people need to coordinate trips while accounting for potential transit delays. This is especially
true for people accessing transit through amidst the changing landscape of new mobility services
in the region. TriMet’s Open Trip Planner integrates data on transit routes, schedules and real-
time arrivals and tracking; bicycling and walking travel times; and shared mobility options to
make it easy to plan multimodal trips on an interactive map platform optimized for smartphones.

Other private travel information apps offer similar services; transit agencies can make schedule
and route information available in the format that these tools use to allow their services to how up
in these apps. There are two important issues to consider when integrating transit and shared
mobility data:
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e Ensuring that third-party apps use that data in a way that supports transit. The companies
that develop these apps often monetize transit data by showing advertisements for ride-
hailing services that show how much quicker a rider could reach a destination by paying
extra for those services. These advertisements can draw people away from taking transit,
and agencies should consider whether they want to place conditions on the use of transit
data by third parties.

e Maintaining access for the many people who can’t or don’t access apps or make online
payments, which can include many of the same travelers who rely on transit. These
travelers often need to overcome both cultural barriers (for example, limited English
proficiency and concerns about personal safety when traveling in public) and
technological ones (such as a lack of access to smart phones or data plans that allow for
easy online access to information from anywhere) in order to access the increasing
number of online travel information and services.

Transit Policy 11. Make transit is affordable, especially for,people with low incomes.

Ensuring that transit is affordable alleviates the cost of and encourages alternatives to owning
automobiles. It is therefore important to ensure that transitis affordablegparticularly for the
riders that rely on it the most. The cost of transportation burdens many households in the
metropolitan region and is usually the second largest share of household costs (after housing).

People of color, with limited English proficiency, withdow-inecome, with disabilities, age 65 or
older and 18 or younger are those most affected by transportation costs. C-TRAN and TriMet
offer reduced fares for youth, seniors, people on Medicare, and people with low incomes. Most
SMART buses are free - thereds'a feefor Dial-a-Ride service and for the 1X to Salem which also
offers a reduced fare. Broadening these programs. to further reduce or even eliminate some fares
or offering other financial assistance that could be applied to costs of fees would help alleviate
cost-burden for those who rely,on transit. One way to do that is by making transit free for youth -
a clear community priority identified during the Get Moving 2020 transportation funding measure
process.

Research has shown that people form opinions about transit early on, with early use being a key
indicator of ridership in the future. Removing barriers to acquiring reduced or free transit fares
can make it possible for individuals with limited access to documents, identification, or internet to
receive these benefits. Fare capping, an approach utilized by TriMet’s Hop Fastpass, allows people
to pay for a reduced monthly pass by the ticket rather than all at once up front. Programs like
TriMet’s Access Transit, which provide fares to non-profit and community-based organizations at
lower to no cost to distribute to clients, help to further increase the reach and accessibility of
reduced fare programs. The region should build partnerships with non-profit and human service
providers to support expanding these types of programs, disseminate more information about
reduced fare programs and work through ways in which these programs can be more effective.
The City of Portland’s BIKETOWN for All program is one example of how to increase integration of
free or reduced fare programs by including students receiving federal aid (FAFSA) and people
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receiving food assistance (Oregon Trail Card, SNAP). This should also include advocating in the
state legislature and to the voters to increase, deepen, and sustain long-term funding for programs
which support keeping transit affordable for riders.

3.3.6 Regional freight network vison and policies

Informing the regional framework for freight policy is the understanding that the Portland -
Vancouver region is a globally competitive international gateway and domestic hub for commerce.
The multimodal freight transportation network is a foundation for economic activities, and we
must strategically maintain, operate and expand it in a timely manner to ensure a vital and
healthy economy.

The Regional Freight Strategy addresses the needs for freight through-traffic as well as regional
freight movements, and access to employment and industrial areas, and commercial districts. The
Regional Freight Network Concept contains policy and strategy provisions to develop and
implement a coordinated and integrated freight networksthat helps the region’s businesses attract
new jobs and remain competitive in the global economy. The transport and distribution of freight
occurs via the regional freight network, a combination of interconnected publicly and privately
owned networks and terminal facilities. The concept in Figure 3-31 shows the components of the
regional freight system and their relationships.
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Figure 3-31 Regional freight network concept
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Rivers, mainline rail, pipeline, airand truck routes and arterial streets and throughways connect
the region to internationaland domestic markets and suppliers beyond local boundaries. Inside
the region, throughways and arterial streets distribute freight moved by truck to air, marine and
pipeline terminal facilities, rail yards, industrial areas and commercial centers. Rail branch lines
and heavy vehicle corridors connect industrial areas, marine terminals and pipeline terminals to
rail yards and truck terminals. Pipelines transport petroleum products to and from terminal
facilities.

3.3.6.2 Regional freight network policies

The Regional Freight Network Policies reflect the policy framework of the Regional Freight
Strategy. Specific actions that Metro, in partnership with cities, counties, agencies and other
stakeholders can take to implement the policies are identified in Chapter 8 of the Regional Freight
Strategy.

Policy 1 Plan and manage our multimodal freight transportation infrastructure using a
systems approach, coordinating regional and local decisions to maintain seamless
freight movement and access to industrial areas and intermodal facilities.
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Policy 2 Manage the region’s multimodal freight network to reduce delay, increase reliability
and efficiency, improve safety and provide shipping choices.

Policy 3 Better integrate freight issues in regional and local planning and communication to
inform the public and decision-makers on the importance of freight and goods
movement issues.

Policy 4 Pursue a sustainable multimodal freight transportation system that supports the
health of the economy, communities and the environment through clean, green and
smart technologies and practices.

Policy 5 Protect critical freight corridors and access to industrial lands by integrating freight
mobility and access needs into land use and transportation plans and street design.

Policy 6 Invest in the region’s multimodal freight transportation system, including road, air,
marine and rail facilities, to ensure that the region and its businesses stay
economically competitive.

Policy 7 Eliminate fatalities and serious injuries caused by freight vehicle crashes with
passenger vehicles, bicycles and pedestrians, by improving roadway and freight
operational safety.

Policy 8 Adapt future freight system investments to emerging technologies and shifts in
goods movement, including the emergence of e-commerce and automated delivery
systems.

Freight Policy 1. Plan and manageour. multimodal freight transportation infrastructure systems
approach, coordinating regional and local decisions to maintain seamless freight movement and
access to industrial areasfand intermodal facilities.

A comprehensive, systems approach is central to planning, managing, and using the region’s
multimodal freight transportatiominfrastructure. This approach provides a strong foundation for
addressing core throughway network bottlenecks, recognizing and coordinating both regional
and local decisions to maintain the flow and access for freight movement that benefits all.

The transport and distribution of freight occurs via a combination of interconnected publicly and
privately-owned networks and terminal facilities.

Freight Policy 2. Manage the region’s multimodal freight network to reduce delay and increase
reliability and efficiency, improve safety and provide shipping choices.

The 2005 Cost of Congestion to the Economy of the Portland Region Study reported that our
region has a higher-than-average dependency on traded sector industries, particularly
computer/electronic products, wholesale distribution services, metals, forestry/wood/paper
products, and publishing; business sectors that serve broader regional, national, and international
markets and bring outside dollars into the region’s economy.
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These industries depend on a well-integrated and well-functioning international and domestic
transportation system to stay competitive in a global economy.

As an international gateway and domestic freight hub, the region is particularly influenced by the
dynamic trends affecting distribution and logistics. As a result of these global trends, U.S.
international and domestic trade volumes are expected to grow at an accelerated rate. The value
of trade in Oregon is expected to double by 2040, to $730 billion.34 The region’s forecasted
population and job growth - an additional 917,000 residents and 597,000 jobs to be added
between 2010 and 204035 - along with the associated boost in the consumption of goods and
services are significant drivers of projected increases in local freight volume.

This policy is the first step to improved freight and goods movement operations on the existing
system and includes preservation, maintenance and operations-focused projects and associated
planning and coordinating activities. It focuses on using the system we have more effectively.

It is critical to maximize system operations and create first-rate multimodal freight networks that
reduce delay, increase reliability, maintain and improveé safety and provide cost-effective choices
to shippers. In industrial and employment areas, the policy emphasizes providing critical freight
access to the interstate highway system to help the region’s businesses and industry in these
areas remain competitive. Providing access and new street connections to support industrial area
access and commercial delivery activities and upgrading main line,and rail yard infrastructure in
these areas are also emphasized.

In order to carry out an overall policy of reducing delay and increasing reliability, it will be
necessary to expand the types of programs and amounts of funding for freight transportation
infrastructure to adequately fund and sustainiinvestment in our multimodal freight transportation
network in order to ensureé that the region and its businesses stay economically competitive.

Freight Policy 3. Better integrate freight issues in regional and local planning and communication to
inform the public and decision-makers on'the importance of freight and goods movement issues.

To gain public support for projects.and funding of freight initiatives, and to better inform elected
officials when making land use and transportation decisions, a program that informs the public is
required.

Potential freight impacts should be considered in all modal planning and funding, policy and
project development and implementation and monitoring. This also means better informing the
region’s residents and decision makers about the importance of freight movement on our daily
lives and economic well-being. Metro will work with its transportation partners to improve the
level of freight information available to decision-makers, the business community and the public.

34 Federal Highway Administration, Freight Analysis Framework version 3.4, 2013

35 Metro 2040 growth forecast. Represents forecasted population and jobs within 4-county area (Multnomah, Clackamas, Washington and Clark
counties).
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Freight Policy 4. Pursue a sustainable multimodal freight transportation system that supports the
health of the economy, communities and the environment through clean, green and smart
technologies and practices.

This policy deals with traditional nuisance and hot spot issues associated with “smokestack and
tailpipe” problems, but it also recognizes the many current contributions and new opportunities
for the evolving green freight community to be part of the larger environmental and economic
solution set required in these times, including reducing greenhouse gas emissions.

It is important to ensure that the multimodal freight transportation network supports the health
of the economy and the environment by pursuing clean, green and smart technologies and
practices. Details of the most promising innovations and technologies have been developed as
part of the Regional Freight Strategy’s Technology for Sustainable Freight Transport, as identified
in Chapter 6 of the strategy.

Freight Policy 5. Protect critical freight corridors and access to industrial lands by integrating freight
mobility and access needs into land use and transportation plans and street design.

This policy targets land use planning and design issuesthat'can affect the ability of freight, goods
movement and industrial uses to live harmoniously with their neighbors. Freight---sensitive land
use planning includes everything from long-range aspirations for freight and industrial lands to
short-term and smaller scale design and access isSues.

It is important to integrate freight mobility.and access needs in land use decisions to ensure the
efficient use of prime industrial lands, protection of critical freight corridors and access for
commercial delivery activities. This includes improving and protecting the throughway
interchanges that provide access tomajor industrial areas, as well as the last-mile arterial
connections to both currént and emerging industrial areas and terminals.

Freight Policy 6. Invest in the region’s multimodal freight transportation system, including road, air,
marine and rail facilities, to ensure that the region and its businesses stay economically competitive.

This policy focuses on planning and'building capital projects and developing the funding sources,
partnerships, and coordination to implement them.

It is important to look beyond the roadway network to address needs of the multi-modal and
intermodal system that supports our regional economy. As described in the Regional Freight
Strategy, freight rail capacity is adequate to meet today’s needs but as rail traffic increases
additional investment will be needed in rail mainline, yard and siding capacity.3¢ Whenever right-
of-way is considered for multiple uses such as freight rail, passenger rail and trails, analysis must
include long-term needs for existing freight and freight rail expansion to ensure that necessary
future capacity is not compromised.

36 port of Portland, Port of Portland Rail Plan, 2013.
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In addition, navigation channel depth on the Columbia River continues to be the limiting factor on
the size, and therefore the number, of ships that call on the Portland-Vancouver Harbor.

Freight Policy 7. Eliminate fatalities and serious injuries caused by freight vehicle crashes with
passenger vehicles, bicycles and pedestrians, by improving roadway and freight operational safety.

This policy and the potential design solutions focuses on addressing the issue of eliminating
fatalities and serious injuries due to freight vehicle crashes with passenger vehicles, bicycles and
pedestrians.

Freight Policy 8. Adapt future freight system investments to emerging technologies and shifts in
goods movement, including the emergence of e-commerce and automated delivery systems.

This policy is focused on addressing the continued growth in e-commerce and delivery trips and
the need for industrial land that provides for an increase in distribution centers and fulfillment
centers.

3.3.6.3 Regional freight network classifications and map

The Regional Freight Network map, shown in Figure 3-32 applies the regional freight network
concept on the ground to identify the transportation networks,and facilities that serve the region
and the state’s freight mobility needs. Click on RTP.Regional Network Maps for online zoomable
version of map. [NOTE: LINK TO BE ADDED]

The regional freight network has a functional'hierarchy like that of the regional motor vehicle
network. To show the continuity of the freight system intboth Oregon and Washington state, the
map shows the freight routes ins€lark County, north of the Columbia River and rural freight routes
designated by Clackamas and Washingtoen counties that connect to the regional freight network
designated within the mietropolitan planning area boundary. The Regional Freight Network map
also includes six inset maps (brown dotted line boxes) that focus on the key intermodal facilities
(marine terminals, rail yards and\pipeline facilities) and rail lines to highlight the importance of
the rail network and have better visibility for the rail lines.

The different functional elements of the regional freight network are:

e Main line rail - Class I rail lines (e.g., Union Pacific and Burlington Northern/Santa Fe).

¢ Branch line rail - Non-Class 1 rail lines, including short lines (e.g., Portland and Western
Railroad).

e Main roadway routes - Designated freights routes that are freeways and highways that
connect major activity centers in the region to other areas in Oregon or other states throughout
the U.S., Mexico and Canada.

¢ Regional Intermodal Connectors - Roads that provide connections between major rail yards,
marine terminals, airports, and other freight intermodal facilities, and the freeway and
highway system. Marine terminals, truck to rail facilities, rail yards, pipeline terminals, and air
freight facilities are the primary types of intermodal terminals and businesses that the tier 1
and NHS intermodal connectors are serving in the Portland region. An example of a NHS
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intermodal connector is Marine Drive between the marine terminals (Terminal 5 and 6) and I-
5, which in 2014 had over 4,100 average daily trucks. Another NHS intermodal connector is
Columbia Boulevard between I-5 and OR 213 (82nd Avenue) which had over 3,500 average
daily trucks and is a vital freight connection between the air-freight terminal at Portland
International Airport and both I-5 and I-205. These Regional Intermodal Connectors are
carrying many more trucks than the typical road connectors on the Regional Freight Network
map. They are also of critical importance for carrying commodities that are being exported
from and imported into the state and across the country.

e Roadway connectors - Roads that connect other freight facilities, industrial areas, and 2040
centers to a main roadway route.

e Marine facilities - A facility where freight is transferred between water-based and land-based
modes.

e Rail yards - A rail yard, railway yard or railroad yard is a complex series of railroad tracks for
storing, sorting, or loading and unloading, railroad cars and locomotives. Railroad yards have
many tracks in parallel for keeping rolling stock stored off the mainline, so that they do not
obstruct the flow of traffic.

Figure 3-32 Regional freight network map
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3.3.7 Regional active transportation network vision

A complete and welcoming active transportation network allows people of all ages, abilities,
income levels and backgrounds to access transit, walk and bike easily and safely for many of their
daily needs. The Regional Active Transportation Network vision was developed in the Regional
Active Transportation Plan and starts with the understanding that integrated, complete and
seamless regional pedestrian, bicycle and transit networks are necessary to achieve local and
regional transportation goals, aspirations and targets.

Active transportation is human-powered transportation that engages people in healthy physical
activity while they travel from place to place. People walking, bicycling, the use of strollers,
wheelchairs /mobility devices, skateboarding, and rollerblading are active transportation.

Active transportation supports public transportation because most trips on public transportation
include walking or bicycling. Many people in the region incorporate walking, transit and riding a
bicycle into daily travel. The regional active transportation network’concept focuses on the
integration of bicycle, pedestrian and transit travel and connectinglocal pedestrian and bicycle
networks into a coordinated and complete regional netweork.

The regional active transportation network is composed of pedestrian-bicycle districts and
regional bikeways and walkways that connect to and'Serve high capacity and frequent transit.
Pedestrian-bicycle districts are urban centers and station communities. The following ten guiding
principles were developed in the Regional Active Transportation Plan to guide development of the
regional active transportation network.

1. Bicycling, walking, and transit routes.are integrated and connections to regional centers
and regional destinations are seamless.

2. Routes are direct, form a complete network, are intuitive and easy-to-use and are
accessible at all times.

3. Routes are safe and comfortable for people of all ages and abilities and welcoming to
people of all income levels and backgrounds.

4. Routes are attractive and travel is enjoyable.

5. Routes are integrated with nature and designed in a habitat and environmentally sensitive
manner.

6. Facility designs are context sensitive and seek to improve safety and balance the needs of
all transportation modes.

7. Increases corridor capacity and relieves strain on other transportation systems.

8. Ensures access to regional destinations for people with low incomes, people of color,
people living with disabilities, people with low-English-proficiency, youth and older adults.

9. Measurable data and analyses inform the development of the network and active
transportation policies, including metrics for air quality and safety.
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10. Implements regional and local land use and transportation goals and plans to achieve
regional active transportation modal targets.

Developing the regional active transportation network according to the guiding principles will
provide a well-connected network of complete streets and off-street paths integrated with transit
and prioritizing safe, convenient and comfortable pedestrian and bicycle access for all ages and
abilities. This will help make walking and bicycling the most convenient and enjoyable
transportation choices for short trips and provide access to regional destinations, jobs, regional
and town centers, schools, parks and essential daily services. It will also increase walking and
bicycling access for underserved populations and ensures that the regional active transportation
network equitably serves all people.3”

3.3.7.1 Regional Active Transportation Plan (2014)

The Regional Active Transportation Plan (ATP) and the Designing Livable Streets and Trails Guide
provides recommended design guidance for trails/multi-use paths, and low volume and high-
volume streets. The appropriateness of each design is based on adjacent motor vehicle speeds and
volumes. While it may be difficult for transportation agenciésto provide a comfortable facility on
some arterial streets these routes should be improved over time, through better designs and
lower auto speeds accompanying a more compact urban form. In the short-term providing low-
volume routes for bicycle travel will help increase the number of people riding bicycles.

Arterial streets typically provide direct routes that connect to'centers and daily destinations.
Cyclists tend to travel on arterial streets when they want to minimize travel time or access
destinations along them. Oregon State statutes and administrative rules establish that bicycle
facilities are required on all€ollector and higher classification arterial streets when those roads
are constructed or reconstructed.

Low-volume streets often provide access to centers and daily destinations as well as residential
neighborhoods, complementing bicyclefacilities located on arterial streets. Though these routes
are often less direct than arterials, attributes such as slower speeds and less noise, exhaust and
interaction with vehicles, including trucks and buses, can make them more comfortable and
appealing to many cyclists. Recent research suggests that providing facilities on low-volume
streets may be a particularly effective strategy for encouraging new bicyclists, which helps
increase bicycle mode share in the region.

Regional trails typically provide an environment removed from vehicle traffic and function as an
important part of the larger park and open space system in a community and in the region. Trails
often take advantage of opportunities for users to experience natural features such as creeks,
rivers, forests, open spaces and wildlife habitats, as well as historic and cultural features, with

37 Underserved populations include low income, low-English proficiency, minority, solder adults (over 65) and youth (under 18).
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viewpoints and interpretive opportunities. In the highest use areas, regional trails should be
designed to provide separation between bicyclists and pedestrians.

Off-street facilities also complement on-street bikeways, providing access to 2040 Target Areas
while providing a travel environment with fewer intersecting streets than on-street bikeways,
thereby allowing for faster travel times. This makes off-street facilities especially attractive for
serving long distance bicycle trips. Similar to low-volume streets, off-street facilities provide an
environment more removed from vehicle traffic, which is appealing to families and new or less
confident cyclists.

3.3.8 Regional bicycle network concept and policies

Residents in the region have long recognized bicycling as an important form of transportation.
The RTP elevates the importance of supporting bicycle travel because of the mobility, economic,
environmental, health, and land use benefits it provides.

Sidewalks, trails, bicycle facilities and transit cannot achieve their full potential if they are treated
as stand-alone facilities - they must be planned and developed aspart of a complete network.

Section 3.08.140 of the Regional Transportation Functional Plan (RTFP), the implementing plan of
the Regional Transportation Plan (RTP), requires thatlocal jurisdictions include a bicycle plan to
achieve the following:

e an inventory of existing facilities that identifies gaps and deficiencies in the bicycle system;

e an evaluation of needs for bicycle ac€ess to transit and essential destinations, including direct,
comfortable and safe bicyclewoutes and secure bicycle parking;

e alist of improvementsto the bicycle system;

e provision for bikeways along arterials, collectors and local streets, and bicycle parking in
centers, at major transit stops, park-and-ride lots and institutional uses; and

e provision for safe crossing of streets and controlled bicycle crossing on major arteri