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e Policy 5. Promote urban level development in Metro-designated Centers and
Corridors, and Employment/Industrial Areas.

Analysis: All station communities are at least partially located in a Metro-designated center or
corridor or include employment lands. In general, the application of the Tigard Typology increases
the intensity of the existing land use pattern, helping to meet this city policy. In addition,
employment lands are found in the proposed Upper Bridgeport Village and Tigard Triangle station
communities. In general, Downtown Tigard and 99W /Durham (town centers) and Washington
Square (regional center) better meet this goal since they include town center or regional center
designations as well as cottidor and employment land designations. However, depending on the
concepts selected for further development, the city may have to create new centers or amend

existing center boundaries.

Finding: The concepts found in the HCT Land Use Plan promote Metto’s 2040 Growth Concept and
the designated Centers, Cotridors and Employment/Industrial Areas.

¢ Policy 6. Promote development and maintenance of range of land use types of

sufficient economic value.
Analysis: The concepts are designed to provide options that accommodate the city’s residential,
oftice, retail and industrial needs spatially in a way that encourages compact, transit-supportive
development. The HCT Land Use Plan included an economic analysis of each of the station
communities and the likely development types based on the current and neat future economic

conditions.

Finding: The concepts found in the HCT Land Use Plan provide a tange of land uses that are

economically feasible in the near term.

¢ Policy 15A. New land use zone amendments must ensure sufficient

transportation to support permitted land uses.
Analysis: The HCT Land Use Plan included a transportation analysis of the proposed concepts.
While new development would likely increase the level of traffic, the analysis indicated that transit-
supportive land uses created by the concepts would help mitigate the traffic demand. However,
additional transportation facilities, including HCT, bicycle, pedestrian and auto connections, would
likely be necessary for many of the concepts. In addition, a more rigorous analysis would be required
by the Transportation Planning Rule (IPR) for any zone amendments.

Finding: Some new traffic would be expected with an increase of development intensity, but the
mix of uses and potential for HCT could help mitigate traffic demand.



e Policy 15B. Development in new zone shall not affect existing or proposed
mnfrastructure.
Analysis: Some of the concepts found in the HCT Iand Use Plan may require the development of a
new zone. The new zones envisioned in the concepts are meant to be compatible with existing city
growth patterns and the vision for the city. If a new zone is required, additional analysis would be
also be needed to ensure that existing infrastructure is not negatively impacted, or new infrastructure

could be put in place to mitigate negative impacts.

Finding: Some of the concepts found in the HCT Land Use Plan may require the development of

new zones requiring additional analysis to ensure no negative impacts to existing infrastructure,

e Policy 15C. New zone shall fulfill a proven community need.
Analysis: Any of the concepts would provide an increase in land use intensity and transit-supportive
development that the City of Tigard has identified as a key component in fostering activity centers
that are healthy, sustainable and support a variety of uses.

Finding: The HCT Land Use Plan concepts help the city accommodate future growth and meet the

city’s future vision.

o Policy 15D. Demonstrate that land for uses in new zone 1is currently
inadequate.
Analysis: Some of the concepts included in the HCT Land Use Plan would necessitate the creation
of a new zone. In those cases, the zone would be required to help support HCT through a mix of
uses, ptimarily adding residential uses to commercial zones. While there may be plenty of vacant or
underutilized land along corridors for redevelopment, the zoning in many cases does not support

the intensity and mix of uses necessary to support HCT.

Finding: If concepts that require the creation of new zones are forwarded for further development,
a mote complete analysis of the existing zoning will be necessary - particularly in relation to the
amount of commercial zoning found along OR 99W-Pacific Highway.

e Policy 15E. Land uses permitted in new zone will be developed in compliance
with all applicable regulations.
Analysis: Any new zones created to further the concepts would be adopted as part of the Tigard

Development Code and any new development will proceed within the established citywide land use

review process.




Finding: Any new zones created to implement the concepts found in the FHCT Land Use Plan would
be developed to comply with all applicable regulations.

¢ Policy 15F. Land uses permitted in new zone would be compatible with
surrounding land uses.
Analysis: The Tigard Typology was designed to be compatible with surtounding land uses. The
concepts found in the HCT Land Use Plan are based on the Tigard Typology and ate intended to
have enough flexibility to allow further fine mning of design through new zones and design
standards. Higher-density uses in centers and along cortidors are intended to transition to existing
single-family residences through a reduction in building height and land use intensity.

Finding: Any new zones created to implement the concepts found in the HCT Land Use Pian are
intended to be compatible with surrounding land uses and the necessary design standards would

need to be developed with the new zone or zones.

e Policy 15G. Land uses permitted in new zone do not detract from viability of
City’s natural systems.
¢ Policy 22. Identify, designate and protect natural resources as part of city’s land
use program.
Analysis: The Tigard Typology was designed to be compatible with the city’s natural systems.
Citywide natural systems and open spaces could be maintained and preserved without threat from
new development. Several proposed concepts would provide new open spaces and parks as well as

multi-use trails to promote active transportation and providing better access to patks and open

spaces for Tigard residents.

Finding: Any new zones created to implement the concepts found in the HCT Land Use Plan are
intended to preserve and protect the city’s natural systems.

e Policy 23. New development should minimize conflict between it and adjacent

existing and future land uses.
The Tigard Typology was designed to be compatible with surrounding land uses and infrastructure.
The concepts found in the HCT Land Use Plan are based on the Tigard Typology and are intended
to have enough flexibility to allow further fine tuning of design through new zones and design
standards. Higher-density uses in centers and along corridors are intended to transition to existing
single-family residences through a reduction in building height and land use intensity.












































































































City of Tigard

illiil it

High Capacity Transit Land Use Plan Citizen Advisory Committee
[HCT Land Use Plan CAC]
MEETING SUMMARY

Wednesday, January 5, 2011, 6:30 PM - 8:30 PM
Tigard Library 2™ Floor Confetence Room- 13500 SW Hall Bivd, Tigard, Otegon

MEMBERS PRESENT: Christopher Watren; Dennis Mitchell; Don Fox; Mike Stevenson; Steven
Bass; Karen Hughart; Kim Moreland; Patti Anda; Sheila Greenlaw-Fink

MEMBERS ABSENT: Jennifer Stanfield; Basil Christopher (attended the TAC carlier in the
afternoon); Maureen Wolf

OTHERS PRESENT: Jason Franklin, Parametrix Consultant; Crista Gardner, Mctro; Don Schmide,
Planning Commissioner

VISITORS: Tim McGilvrey; Phil Pastoris

STAFF PRESENT: Ron Bunch, Community Development Director; Marissa Daniels, Associate
Planner; Sean Farrelly, Redevelopment Project Manager; Judith Gray, Sr. Transportation Planner; and
Doreen Laughlin, Sr. Administrative Specialist

1. Call to Order ~ Welcome and Introductions - Jason Franklin

‘The meeting was called to order at 6:37pm. Jason Franklin facilitated the meeting, He asked everyone to
introduce themselves and say what they liked about living or working in Tigard — which they did. He then
briefly went over the agenda for the evening.

2. Project Overview ~ Sean Farrelly & Crista Gardner

Sean Farrelly, Redevelopment Project Manager, gave an overview regarding the Southwest Corridor. He noted
the project would not determine the mode of HCT — that will be done in the Alternatives Analysis. Also — 1t
will not determine the exact alignment. It will inform the analysis but not determine it. He spoke about the
Tigard 99W Corridor Utban Design Vision.

Crista Gardner, of Metro, gave an overview of how Mettro will be involved in this project. She went over an
outline of coordinated SW Corridor Plans that the committee members had received in their packets. She
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noted the SW Corridor is a high priority to study for the region. She said the Cotridor Refinement Plan is
multi-modal. She said they had just won a grant of 2 million dollats to fund an Alternatives Analysis Study.

3. Role of the Committee — Jason Franklin

Jason reminded the committee members that the purpose of the CAC is to make recommendations to City
Council. He spoke about the mission of the committee. He said it is hoped that the committee will intetact
with the general public and help to educate people — to converse with them about these things. He went ovet
the ground rules which were in the packet that had been sent out for theit review. He asked that actonyms be
kept to 2 minimum ot at least to be sure to explain what they are if they are used. There are only four formal
CAC meetings scheduled. Jason asked that the committee members try their best to attend; however, if they
can’t make a meeting, to be sure to look over the matetial and make any comments they may have known to
staff. He noted they are looking for a general consensus but if there is a split group they may take a vote, or
even a majority and minority vote and report that back to City Council.

4. Review of Schedule and Deliverables — Jason Franklin

Jason noted that another committee is also meeting on this project — the Technical Advisory Committee. He
then went over the High Capacity Transit Land Use Plan Project Schedule and Key Deliverables which was
included in the committee member’s packets. He spoke a bit about the idea of “typologies™ and how they
wotk. The committee would be invited to help in the scheduled Project Design Workshop. In the evening of
that wotkshop there would be a public event and he said it’s key that the committee be there, if at all possible,
to interact on behalf of the project. In late Octobet, there will be an open house and the group will get together
sometime aftet that - which will be the last HCT Land Use Plan CAC meeting. He noted this is a faitly
aggressive timeline.

5. Commiitee Discussion — Jason Franklin

Jason opened up the meeting for committee members to discuss vatious concerns and ideas. Thete were some
questions as to whether money is patt of the equation. It was noted the alternatives analysis would include
looking mote closely at the money aspect. Thete was some concern about bus service and the fact that there is
none to Bull Mountain. It was suggested that PCC be incotporated into the plan somehow. There was some
discussion as to HCT taking capacity away from Hwy 99W or the land use side of it. Thete was discussion
about the phasing of the plan. What happens between now and the completion of it? Some concetn was
exptessed about patking lots for transit being sprawling and land consuming. The idea of parking structures
was brought up and the pros and cons of those types of structures wete discussed. The possibility of positive
economic development was talked about. There was a question as to why the corridor is referred to as being a
“1/2 mile” swath. Crista, from Metro, explained the thinking on that subject — the fact that they’te not looking
at a pazticulat road but also the areas around those roads and different ways transportation interacts.

6. Public Involvement Activities — Marissa Daniels

Marissa spoke about the kinds of public involvement happening outside the regular scope. Cityscape articles,
website usage, and other “typical” kinds of involvement will happen. In addition to those, one new way of
reaching people is by reaching community leaders — and those leaders being identified by other citizens. There
is an “HCT Team™ in the process of being formed. It will not end with this project, but is hoped to continue

_on with some continuity..As for new ,_Quf,_l:f:-aﬁh:.(.).ppm‘mni.tiﬁsn-::,.the,..H.CIQA_(:.--ms@tings-:a{:e-:.l;\ein-g.w&ridee-.:tapgda b

and will be available to the public; there may be an email newsletter; there are stakeholder interviews going on.
The information from those interviews will be shared. Another method of outreach is a webpage on the City
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Website dedicated to the HCT Land Use Plan at: http:/ /www.tigard-or.gov/het. Ron Bunch, Community
Development Director, noted this project is a very high priority so far as the City Council is concerned.

7. Next Meeting Objectives/Adjourn — Jason Franklin

Among other things, “typologies™ will be discussed at the next meeting which will be held on Wednesday,
Match 2 at 6:30pm. Jason adjourned the meeting at 8:27pm.

Doreen Laughlin, HCT Land Use Plan CAL Sectetary
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and to identify land use characteristics through the HCT Land Use Plan. The intent is to build upon
these ideas for future meeting presentations.

Review & Comment process (See attachment) — Comments are still being gathered and should be
submitted to Judith before March 9. Comments will be incotporated and a final report will be provided
to the CAC; subsequent comments will be compiled and incorporated, or presented at a future meeting
if needed.

3. Stakeholder Interview Summary — Judith told everyone that the meeting was being video-taped and
would soon be available for viewing on the City’s website. She briefly referred to the goldenrod memo
directed to the Project Teamn, dated March 2, 2011, entitled Stakeholder Interview Report. City staff
interviewed about 45 stakeholders about the types of places they like and don’t like, and improvements they
would like to see. The document would be teferred to later in the meeting by Matcy.

4. Review Technical Repotts

Existing Conditions Summary (Jason) — Jason explained that they are looking for a general sense of
existing conditions in Tigard. The report is created to help identify potential locations for station
communities. Six topics are addressed in the report which identfied the opportunities and constraints
of each topic: transportation; land use; natural resources; patks and open spaces; utilities; market
assessment.

Snapshots of existing Tigard areas of focus were reviewed. The purpose of the snapshots is to help
focus on potential station communities for purposes of discussion.

Judith said the technical memos are being reviewed by the TAC and were not distributed to the CAC.
The CAC received the summary report; the larger report is available upon request.

Group Discussion:

0 In the area snapshots, the report notes “Amenities per Square Mile” and indicates that they
have a “positive impact on residential pricing.” This is misleading. For example, it shows Pacific
Highway 99W as an area with a high density of urban amenities. But much of this area is
blighted.

Project Objectives & Criteria (Crista) — This portion of the presentation focused on the middle
section of pages 5 and 6 of the Existing Conditions Repott listing the goals and objectives.
These over-arching objectives answer the question, “What 1s wanted with each accomplishment?”

The team is still working on this section. They are still considering input and seeking criteria that will be
measurable.

Tigard Typologies (Marcy) — This portion of the presentation asks the question, “What makes a
great placer” and focuses on Imagining a place that may exist or is an amalgamation of places.

The presentation described the characteristics of different potential station community types, land use
mixes, and what each type emphasizes. It described transportation in all these areas, with walk-ability as a
big priority for Tigard. The look and feel of the place was highlighted. Metro’s 2040 Growth Concept plan
is referred to in the report.
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Marcy reminded the group that that these are imaginary places and could occur with or without high
capacity transit. The question to the group was: Were the station community types described right for
Tigardr Iid the typology address all the characteristics of good places?

Group Discussion:

o How does Tigard build these typologies without rebuilding the entire community?

o Parking, including Park-and-Ride needs to be included in typologies. Accessibility and
convenience need to include autos, parking, etc. but all the emphasis is on bike, pedestrian, and
transit.

o Patking - Utilization of public transportation would be taken better advantage of if parking
were better. Some residents will need parking in order to access transit.

o Parking demands are connected with transit needs. Destination locations have differing parking
demands.

o Should consider typologies other than the four presented, i.e. retirement community, student
village (with George Fox or PCC); industrial employment.

o Remember that 50% of traffic on Pacific Highway is through traffic --- commuters

o The surface transportation system needs to be fixed to get people to HCT. Absence of a good
street grid is a limitation.

o Typology is a new approach to best fit with land use and right of way. The beginning of a long
process of blending areas.

o How does cost play into this type of planning?

o The UO Vision document that was done for Pacific Highway is very creative, does a good job
working with the contours of the terrain.

o How to balance the needs/wishes of current residents or an aspiration for future growth? Lots
of families would like to get out of their cars, not have to own 2-3 vehicles.

o Great opportunity for Tigard to say what it wants that can be blended with the corridor needs.

5. Meeting Wrap Up (Jason)

Upcoming meetings:

May 25 - workshop in the Community Room with more sketch tdeas and an evening public outreach meeting
August 4™ - next regular HCT Land Use Plan CAC meeting
Final CAC meeting - TBA for early winter

Continue to look at typologies and existing conditions summary, get comments to Judith by next Wednesday.
Wrap up information will be posted for review soon.

6. Adjourn

The meeting was adjourned at 8:29 pm.

Twila Willson, HCT Land Use Plan CAC Secretary
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more detail and is intended as a tool for discussion. One committee memher observed that the colors
representing the typology in the alternatives are confusing. Staff responded that this could be improved.

3. Concept Alternatives Discussion

The group then discussed and evaluated the alternatives for three potential station communities:
Gaarde/McDonald/99W, Scholls Ferry/121", and Upper Bridgeport. A summary of each discussion
follows.

Pacific Hwy/Gaarde/McDonald

An overview of the lone alternative for this potential station community was given. Only one
alternative was brought forward because the three concepts (afternoon, evening, and consultant) were
all similar enough that the consultant alternative was determined to carry the critical features of the
other two. In this alternative, the Transit Cortidor type was applied along most of Pacific Hwy in the
arca, backed by targeted applications of the Transit Neighborhood type. New park and open space
development was proposed along Gaarde St.

Comments,/Discussion:
o Alternative is not dramatically different from what's on the ground, just more intense uses on
Pacific Highway.
o Is there enough intensity to support HCT? Is this a great location for HCT?

s  New connections are difficult to make hecause the atrea is built out, but one could be formalized
between Gaarde and Bull Mountain.

¢ Congestion to the south is a major prohlem.

e Low-density residential covers most of this area.

e ‘The consultant alternative matches what the evening session came up with closely.

e Beef Bend Road is important access for neighborhood to west and south (130th, 150th).

® 'The lines representing bike and pedestrian connections are unclear. (Staff reponse: the lines
tepresent some connection or improvement for bikes or pedestrians hut are not specific
suggestions.)

¢ Distinguish between existing sidewalks/ facilities; needs improvements; and total gaps in
network. (Staff response: refinement process will lead to suggesting specific improvements, at
this point we just need to know where the necd is.)

* Not enough transportation improvements; need more bike/ped connections at
Gaarde/McDonald.

¢ Connections to schools are important.

e [t is important to account for community amenities, open space, schools, churches, and to
create access to these assets.

o To make this transit friendly, you want to find ways to ease crossing Pacific Highway, tame
traffic, ctc., yet Pacific Highway is a state highway for through traffic and freight mobility, so
there are competing needs here.

e Grade changes are significant in this area and must be considered when imagining connections.

¢ Could be a better mix of uses: more employment and intensity.

® Why not continue Transit Neighborhood application SE from the intersection, where there is
already multi-family housing? (Staff reponse: where the typology was not applied, it was decided
that there doesn't need to be much change because it's already suitable or because it's so well

established.)
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* Any development that goes in here is going to deal with a busier 99W, and it’s hard to plan for
that.

* Notenough connections between existing development and adjacent (behind) residential.

» Break up large blocks and make connections.

Scholls Ferry/121%

Jason gave an overview of the two alternatives. Both the afternoon and evening alternatives focused on
improving Scholls Ferry Rd. to better connect surrounding neighborhoods to each other, to the
Greenway Town Center, to schools, and to parks and open spaces (especially the Fanno Creek Trail).
The afternoon alternative proposed modest increases in the intensity of land uses at the Greenway
Town Center (including allowing for residential uses), while the evening alternative did not apply the
typology to any portion of this station community. The afternoon alternative also considered existing
open spaces along the Fanno Creek floodplain for possible improvement.

Comments/Discussion:

* Lypes applied during the afternoon session were ways that the existing development could be
promoted to increase intensity of activity, mostly leaving the area alone.

¢ This location would primarily scrve the neighborhoods; the other potental station areas would
be attracting people from outside of the area. It’s hard to envision it developing any more
intensely than it already is; don't see much of a change at all.

® Progress Ridge is located up the street; that has more draw from outside the area.

* It's important to know what “existing” means when compating the INDEX nutnbers in the
evaluation report. (Staff response: existing means a full build-out of existing zoning,)

® This is not a high-priority area. It works well as it is.

® This arca is an important connection between other points east and west. Transit Corridor
could be an appropriate density for Scholls/121%, It might handle some additional multi-family
housing.

* Allowing residential development at Greenway Town Center might have negative impacts on
1217/123%

¢ Beaverton’s plans for this area need to be understood as well.

* Natural amenities prescrvation is very important, another reason it is hard to see major changes
in this area.

* Poor connectivity to commercial properties {as at Gaarde) from neighborhoods. You have to
get out on Scholls, in a car, to get to nearby services. Changes suggested as part of this project
could require future redevelopment to address this type of connection.

Upper Bridgeport

Jason gave an overview of the two alternatives for this potential station location. The afrernoon
alternative mostly preserves the employment/light industrial character of the area, with applications of
Town Ceater type at the 72™/Upper Boones Ferry Road intersection and south of Durham Road to
Bridgeport Village. The evening session proposes a substantial Town Center type application between
72" Avenue, Boones Ferry Road, and Bridgeport Village and makes 72" Ave. a significant services
corridor for the area.

Comments/Discussion:

¢ Dark green “proposed parks” shown between Fanno Creek and the railroad are errors. These
should be left as existing.

¢ Creating new connections across the railroad may be unrealistic.
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o 72" Avenue is too important for access to increase land use intensity much.

* Intensc residential development is incompatible with the current land uses and transportation
needs on 72nd, Durham.

* We have enough retail destinations in Tigard; why focus on that here, too?

¢  One propetty ownet has a lot of the land in this area. Their plans and needs for their property
have to be considered.

e We need to increase housing options; the majority of employees in Tigard cannot afford to live
in Tigard.

o There is the potential to add residential above the business uses in this area.

¢ The number of jobs in this area is a strength and it makes sense to keep this as an employment
area to preserve the benefits to the community.

¢ There are pood ideas here, hut this doesn't scem like the best place for an HCT station.

e The bigger picture would take into account how much housing we have to take on and where it
should go.

¢ It would be good to be able to look at all the areas against cach other, compare financial
feasibility, examine where housing, employment, etc. should logically go in Tigard.

o A WES station would make a lot of sense. Otherwise, the railroad separates the uses too much.

® Derhaps a WES station at Bridgeport Village?

¢ Hipher density by Bridgeport can work, but residential doesn't make sense in the light industrial
area. 72° won't develop that way, and there's no reason for it to.

o ’T'he afternoon alternative works but could use some parks expansion.

» The area is already zoned for mixed-use employment and mixed-use residential. The afternoon
alternative with some added residential could be the right step forwasd.

* Increase residential density farther south, while keeping light industrial character of 72,
Meeting wrap up
Jason wrapped up the meeting, reminding the committee that discussion on the remaining four station

communities would continue at the Septembet 7 meeting #3(B).

The meeting was adjourned at 8:30 pm.
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Washington Square

Add housing; not just retail /employment

Add mixed use/intensity

Incentivize housing near high employment area-more than 5,000 units-most unbalanced regional
center today

Bike/pedesttian connections through Lincoln Center

Town center - center of intensity

Have to integrate the mall

Freeway creates a barrier-so doesn’t make sense to extend across

Access of west single family neighborhood

Low hanging fruit-change easier in some places (past prime) like Lincoln Center
Washington Sq. draws the users (others out-competed)

Connections to neighborhood - bike/pedestrian

Access to WES difficulc

Summerfield/King City

Connection to UBG extension at West Bull Mountain

Connections from golf course to tiver to neighborhood to grocery to 99W-schools

Dead ends create barriers

Durham logical choice for center-road connection from I-5 home. T pick up dinner/ groceties
Town center “spine” small scale-but concern about congestion

Needs better pedestrian connections

Residential at mobile park is a lifestyle choice; could lose affordable housing opportunity if changed
Need input of Summetfield, King City, mobile park

View to river? Access to tiver/ 113"

Affordable housing slow to rent out,

Tigard Triangle

Add restaurants, housing =a neighborhood? People stay after dark; not just glass & computers
Should be an “18-hour” place

72" is good for high density; could be a focus area for a town center

Costco area — potential employtment/ retail

Plenty of employment near I-5 already

Issue and asset of freeway on/off ramp

69™, possible focus area town center

Already has assets; theater, Winco

99W: make permeable; softer edge like Martin Luther King |r. Bivd in Portland; neighborhood
north of 99W = transit desert, strip mall batriers

“Boulevard” concept, not “highway” concepts; make crossable to allow transit to grocery store on
cither side.

Pacific Highway is a really hard line (batrier); add gondola/pedestrian separated bridge

Residential north of 99W - two areas in Tigard Triangle recognized hard line; -depends on
crossings created by HC'T stop location

Concept=garage (Costco) ; front door (72"
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Downtown

*

Put more density in downtown

Add transit center east of Hall

Connect Hunziker to Burnham over railroad

Focus area; within barriers (like 99W and Hall); downtown; town center
WES connection already their

Downtown circulation plan

Urban renewal area

Residential expanded; walk to downtown; other side of Hall

Industrial won’t turn over soon

Aqueduct is a break in 99W barrier; use it to expand access and town center
Corridor type along 39W

Green is good

Move fatmers market downtown

Meeting wrap up

The meeting was adjourned at 8:45pm.
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Scholls Ferry Road/121* Avenue
o  All 9 committee members were comfortable advancing the concept.

Downtown
¢ All9 committee members were comfortable advancing the concepr.

Tigard Triangle

* 6 committee members were comfortable advancing the concept. 3 committee members wete
comfortable advancing the concept with comment:
© The plan nceds more to address the lack of transit connectivity with the neighborhood to
the north.
© How would high density-housing-mixed use be encouraged?
© The amount of housing in the concept seems excessive.

Summerfield/King Ci

* 8 committee members were comfortable advancing the concept. 1 committee member was
comfottable advancing the concept with comment:
© Itis unrealistic to expect people to walk across 99w. Why focus a transit community there?
The focus should be around Durham.
© How does the evolution from current land use to what is in the plan take place? What will
it take to make the Albertsons strip mall, for example, something better suited for a transit
oriented community?

Washington Square

* 6 committee members were comfortable advancing the concept. 3 committee members were
comfortable advancing the concept with comment:
O Sears should be part of the employment/retail typology.
0 The pedestrian connection proposed crosses a wetland. Need to add a pedestrian
connection for SE, neighbothood to reach station.
© We need to promote more housing here. The atea is tich with jobs.

Pacific Highway/Gaarde-McDonald

* 9 committee members were comfortable advancing the concept. Comment:
©  Why not encourage mote density?

Upper Bridgeport

* 9 committee members were comfortable advancing the concept.

Meeting wrap up

Marissa and Judith discussed the next steps in the process. Station concepts will go to planning
commission and eventually City Council. Additionally, staff and community members will be involved
in SW Corridor Plan efforts. Chris Warren and Shelia Greenlaw-Fink volunteered to be CAC
representatives to SW Corridor Plan. Tigard Connects kickoff scheduled for January 30, 2012.

The meeting was adjourned at 7:30pm.
Page2 of 2
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MEMORANDUM

Date: February 22, 2011

To: Project Management Team

From: Reza Farhoodi and Jason Franklin - Parametrix
Subject: Existing and Planned Land Uses Chapter

cc:

Project Number:  277-2395-078
Project Name: Tigard High Capacity Transit Corridor Land Use Plan

The City of Tigard, Oregon is located in Washington County, situated in the southwest portion of the Portland
metropolitan area and lies within the Tualatin Valley. Tigard abuts Beaverton, King City and Durham and is
served by major (ransportation routes including Interstate 5, Highway 217, Pacific Highway-OR 99 and Scholls
Ferry Road. Tigard city limits are approximately 15 minutes from Portland City Center by automobile. Major
destinations within the city include Downtown Tigard, Washington Square mall, and the Tigard Triangle
employment area between I-5, OR 217 and OR 99W (Pacific Highway).

First settled in the 1850s, Tigard experienced growth after the arrival of the Oregon Electric Railway (OE) in
1910, and the completion of the Pacific Highway in the 1920s. It remained primarily rural in character until the
postwar period when Interstate 5 was constructed adjacent to the city. From that time, the city has grown from a
population of 6,499 (1970) to 47,460 (2009) residents, with a citywide population density of 3,795 persons per
square mile. I-5 forms the majority of the eastern boundary of the city (as well as the boundary of Washington
County), with the Tualatin River forming a portion of the city’s southern boundary. The city was incorporated in
1961 and has undertaken several annexations since that time, and now has a total land area of 10.9 square miles.
Future urban growth area, known as Areas 63 and 64, are found to the west of Tigard. In addition to the
population within the city limits, there are several thousand people living in unincorporated areas surrounding the
city, including Bull Mountain and Metzger that are within Tigard’s Urban Services Area.

Main Street's identity as Tigard's center dates from the construction of the OE commuter line, Rapid growth
occurred around Main Street in Tigardville (as it was then known). Many commercial buildings were constructed
which housed such businesses as restaurants, grocety stores, a dance hall, a blacksmith and a livery stable. In
1940, an overpass for Pacific Highway-OR 99W was built just north of Main Street. Much of Tigard's new
development moved away from Main Street and towards commercial strips along Pacific Highway and elsewhere.

The city is served by a number of TriMet bus routes, including the Frequent Service #12 route which travels along
Pacific Highway-OR 99W in Tigard en route between Sherwood to Gresham. The Westside Express Service
commuter rail opened along the Portland and Western Railroad (PNWR}) in early 2009 with a station in
Downtown at the Tigard Transit Center.

The Tigard High Capacity Transit (HCT) Corridor Land Use Plan is a component of a larger Southwest Corridor
Plan. The Tigard HCT Land Use Plan will examine existing and planned future land uses within Tigard and along
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Pacific Highway-OR 99W, create station community typologies and inform the decision of where to locate the
potential future high-capacity transit service in Tigard. The future Southwest Corridor Transit Alternatives
Analysis will analyze different HCT routes, alignments, station locations and the transit mode. High capacity
transit modes include bus rapid transit, rapid streetcar, light rail and commuter rail. The Tigard HCT Corridor
Land Use planning process will help establish potential station communities within Tigard for transit-supportive
land use and recommend code and comprehensive changes as needed.

Land Uses and Zoning

Tigard’s predominant form of land use within city limits is residential, particularly single-family detached
housing (see Figure 1-1). An analysis of Metro Regional Land Information System (RLIS) data showed that
residential uses occupy roughly 3,179 acres in the city, accounting for over half (50.5 percent) of the city’s total
land area, and single-family residential development makes up almost 90 percent of that figure. Commercial
development constitutes 1,062 acres, or 17 percent of the total area; these uses are most prevalent along Pacific
Highway-OR 99W, in the vicinity of Washington Square and within the Tigard Triangle. Industrial development
makes up 303 acres, or almost 5 percent of Tigard’s total land use. A significant amnount of area is made up of
public and institutional uses (828 acres, 13.2%). This includes land that is adjacent to Tualatin River and Fanno
Creek. A sizeable amount of land in Tigard is vacant, or undeveloped according to the Washington County
Assessor’s database (491 acres, 7.8%). The remainder of acreage is made up of open space (84 acres, 1.3%),
agriculture (37 acres, 0.6%) and other uses (348 acres, 5.5%).

Similar to the breakdown of existing land use types, the city is zoned primarily for residential, encompassing
5,226 acres or 69 percent of total area. Commercial zones make up 596 acres, or 8%, while industrial zones
occupy 830 acres or 11%. In addition, there are several mixed-use districts within the city, and those constitute
910 acres, or 12%.

The city’s properties have an average floor area ratio (FAR) of 0.43, with 68% of properties having a FAR
between 0.01 and 0.85 (less than one standard deviation from the average). Large concentrations of developments
with higher FARs are readily observed in Washington Square and Tigard Town Center (see Figure 1-2),

Buildable Land Inventory

In addition to identifying potential station communities based on existing land-uses, the City is planning to
leverage the future HCT service into redevelopment opportunities within the corridor. The Tigard HCT Land Use
Plan builds upon the analysis of the Tigard Economic Opportunities Analysis Goal 9 update, which is an
evaluation of potential buildable lands and redevelopable lands within the Tigard Urban Services Boundary. The
buildable land inventory (BLI) assessment included anatysis of existing vacant and partially vacant tax lots and
focused on land use zoning classifications that support employment uses including commercial, mixed-use and
industrial zones (see Figure 1-3). The Tigard HCT Land Use Plan included in its analysis multi-family residential
zoned taxlots (R-25 and R-40) as well as existing apartment and condominium parcels. All identifiable single-
family residential parcels in Tigard were excluded (such as those located in partially built planned developments).
Partially vacant land includes parcels that are at least a quarter-acre vacant and potentially could be subdivided for
other uses. Total buildable area was derived using Geographic Information Systems data provided by the City to
determine the total extent of land area constrained by environmental features (such as waterways, wetlands, and
riparian buffers). The results of this analysis can be found in Table 1 below and show that the vast majority of
land available is of parcels 5 acres or less in size.
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Table 1. Summary of Vacant Land by General Land Use Zoning Classification
Vacant and Part-Vacant Property
<1 acre 1to5acres | Sto10acres | > 10 acres Total

Tots Acres | Lots Acres | Lots Acres | Lots Acres | Lots Acres

Commercial 26 95 8 20.2 2 16.4 0 0 36 461
Mixed Use 63 253 6 8.9 1 5.7 0 0 70 399
Industrial 12 42 5 11.2 0 0 2 347 | 19 501
Multi-Family Res and

Existing Apt/Condo 4 1.4 3 9.3 0 0 2 27.1 9 37.8
Total 105 404 | 22 497 3 221 4 618 | 134 1739

Redevelopment opportunities in Tigard were measured by a ratio of assessed improvement value to land value for
each improved tax lot using 2010 Washington County Assessor data. The parcels examined were located in
commercial, industrial, mixed-use, and multi-density residential zones (R-25 or R-40) as well as existing
apartment and condo parcels; all other residential lots and parcels that are government-owned or have special tax
status were not included. Parcels that had a Land Value of “0” in RLIS were excluded from this analysis, as well
as all identifiable single-family residential units except in certain instances such as single-family within the Tigard
Triangle. This analysis revealed a number of properties that have redevelopment potential, as seen in Table 2
below. The majority of land with high redevelopment potential (ratio less than 0.33), are located in mixed-use
zones. According to the Tigard Economic Opportunities Analysis, the “low” vacant land demand scenario shown
in Table 2 best matches Tigard’s future retail market potential.

Table 2. City of Tigard Redevelopable Potential
(Improvement to Land Value)

High (< 0.33) Moderate Low (> 1.00)
(0.33 to 1.00)

Lots Acres Lots Acres | Lots Acres
Commercial 19 7.2 31 17.8 199 209.8
Mixed Use 132 R1.4 124 89.9 232 3443
Industrial 18 27 25 58.8 146 437.9
Multi-Family Res and 14 49.5 0 0 80 242.5
Existing Apt/Condo
Total 183 165.1 180 166.5 657 1324.5

Comprehensive Plan Designations

The City of Tigard updated its Comprehensive Plan in 2007, which outlines the next 20 years of growth for the
jurisdiction. The plan includes land-use aspirations in the form of a Comprehensive Plan/Zone Map which is
implemented through the City’s development code (see Figure 1-4). The plan includes land use designations for
residential, commercial, industrial and mixed-uses and highlights some opportunities and constraints to
redevelopment. However, the Comprehensive Plan map has not been significantly updated since 1989.

Residential. The comprehensive plan lists a total of eight residential districts which range from 1) low-density
zones with large minimum lot sizes (30,000 square feet in R-1 zone) to 2) medium-density zones with smaller
minimum lot sizes (3,050 square feet in R-12 zone) and the flexibility to build multifamily units to 3) high-density
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zones with no minimum lot size and certain ground-floor commercial uses permitted (40 units/net acre in R-40
zone). The minimum density for each zoning district corresponds to 80% of the maximum density depending on
the minimum lot size.

* “Low-Density Residential” (R-1, R-2, R-3 and R-4.5) occupies large swaths of land on either side of
Pacific Highway-OR 99W south and west of Downtown Tigard as well as north of the Tigard Triangle,
representing existing single-family residential neighborhoods. This designation represents 2,761 acres, or
37% of total land area in Tigard.

* “Medium-Density Residential” (R-7 and R-12) has been designated for areas in western Tigard, along
SW Durham Road, in the vicinity of Washington Square and in close proximity to Downtown Tigard and
Pacific Highway-OR 99W. There is 1,586 acres devoted to this designation, comprising 21% of total
land.

* “High-Density Residential” (R-25 and R-40) uses are concentrated in the vicinity of southern Tigard near
Pacific Highway-OR 99W and along SW 135™ Ave in the northwestern reaches of the city. This
designation allows for up to 40 units/net acre; there is 322 acres set aside for this use, or 4% of total land.

Commercial. There are four “traditional” commercial zoning designations in the development code. These
designations range between:

¢ “Neighborhood Commercial” (C-N) which provides for small-scale, convenience goods and services and
a limited number of other uses.

¢ “Community Commercial” (C-C) which is intended to serve several neighborhoods with larger-scale
development and permits a limited number of uses including housing up to 12 units/net acre above the
ground floor of structures.

* “General Commercial” (C-G) which is designed to provide services that serve the city and greater region
and allows for a wide range of uses but restricts housing.

® “Professional/Administrative Commercial District” (C-P) which allows for civic and
business/professional services and permits residential at a minimum density of 32 units/net acre in
conjunction with commercial development in select areas such as the Tigard Triangle,

Commercial designations in the Comprehensive Plan map are concentrated along Pacific Highway-OR 99W south
of Downtown and within the Tigard Triangle. There are additional areas designated for commercial use, along OR
210 (SW Scholls Ferry Road) and south of OR 217. These areas in total make up 594 acres, or 8% of total land.

Mixed Use. Tigard includes four mixed-use districts that allow for a varying mixture of office, retail and
commercial uses depending on the location and type of designation. All mixed-use iterations allow for the
requisite densities needed to support HCT,

* “Mixed Use-Central Business District” (MU-CBD) is designed to provide a walkable urban village for
Downtown Tigard and accommodates a wide range of high-density uses (up to 80 residential units/net
acre in a station area overlay). It is located in an area roughly bounded by Pacific Highway-OR 99W, SW
Hall Blvd and Fanno Creek. This designation comprises 192 acres, or 3% of total city acreage.

* “Mixed Use Employment” (MUE) is targeted at areas such as Tigard Triangle, Lincoln Center and SW
Nimbus Ave and can potentially include offices, civic uses, research and development, light
manufacturing, major retail, and/or residential, Residential density is envisioned at 25-50 units/net acres.
This designation comprises 364 acres, or 5% of city acreage.
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e “Mixed Use Commercial” (MUC) consists of Washington Square Mall and land along SW Cascade Ave
and is geared towards larger-scale office, retail and service development with permitted residential at 50
units/net acre. This designation comprises 237 acres, or 3% of city acreage.

e “Mixed Use Residential” (MUR) is designed for primarily residential areas with permitted compatible
mixed uses such as retail and civic uses. This designation is close to the Metzger neighborhood. This
designation comprises 62 acres, or 0.9% of city acreage.

Industrial. The Comprehensive Plan contains three industrial designations, all of which allow for other limited
uses but restrict residential use. The zones range from “Industrial Park” (I-P) which allows the greatest mix of
uses and those industrial uses with no off-site impacts (noise, glare, odor, vibration) to “Light Industrial” (I-L)
and “Heavy Industrial” (I-H) which can allow for more intensive industrial uses such as industrial services,
manufacturing and production, research and development, warehousing and freight movement, wholesales and
potentially waste-related activities. These designations are concentrated in the area of land between Fanno Creek
and I-5/OR 217 along SW 72™ Ave. There are additional industrial areas along SW Durham Ave and northwest
of Downtown along the PNWR line. There is 669 acres of land within the Industrial designation, or 9% of total
city acreage.

Other. In addition to the above designatioﬁs, there are several additional categories found within the
Comprehensive Plan. These include “Public/Institutional” which generally refer to school properties (183 acres,
2%) and “Open Space” which is land situated adjacent to Fanno Creek, Red Rock Creek, Summer Creek, Ash
Creek and Tualatin River as well as Summerfield Golf Course (591 acres, 8%).

Regional Policy Framework

The Metro 2040 Growth Concept identifies areas within Downtown Tigard and Tigard Triangle as a “Town
Center”, which are places that “provide localized services to tens of thousands of people within a two- to three-
mile radius..., have a strong sense of community identity and are well-served by transit.” In addition, the
Murray/Scholls Town Center to the northwest and King City Town Center to the south are located partially within
city limits. The City has not adopted specific boundaries for its Town Centers. Within the city, Washington
Square is identified as a “Regional Center”, which is characterized by “centers of commerce and local
government services serving a market of hundreds of thousands of people... [and becoming] the focus of transit
and highway improvements.” The 2035 Regional Transportation Plan (RTP) set a 2040 target for non-single
occupancy mode share at 45-55% for town centers and regional centers which require a substantial transit
investment to serve these communities. Metro policy allows Regional Centers to have priority for high-capacity
transit service in the near future.

The Growth Concept establishes Main Street in Downtown Tigard as a defined “Main Street”, which is similar in
commercial identity to Town Centers but on a smaller scale with good access to transit. Main Streets typically
serve the immediate neighborhood but may develop a regional specialization that draws people from other parts
of the metro area. Pacific Highway-OR 99W, SW Hall Blvd and SW Hunziker Road are identified as “Corridors”.
A Corridor is a major street that serves as a key commuter and freight transportation route. Corridors provide a
Togical location for higher density development and feature high-quality pedestrian connections and convenient
access to transit. The nodes of development centered on high-capacity transit stations are known as “Station
Communities” which provide for the highest densities outside centers and feature a high-quality pedestrian
environment. At the concept level the 2040 Growth Concept identifies potential station communities in
Downtown Tigard and at the Pacific Highway-OR 99W/SW Walnut Street intersection.

Currently the entire city of Tigard has a total density of 6.8 persons/acre. Densities within Tigard Town and
Regional Centers can be found in Table 3. The Urban Growth Management Functional Plan recommends an
average employment and housing density of 40 persons per acre for Town Centers, 45 persons/acre for Station
Communities and 60 persons/acre for Regional Centers. In addition, the majority of land within Tigard Triangle
and in between the PNWR line and OR 217/1-5 are designated “Employment Lands” in the Functional Plan.
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In 2009, Metro released its Regional High Capacity Transit System Plan which identified the corridors that the
region should focus next for potential light rail expansion within the next four years, or “near term regional
priority corridors”. The proposed Portland to Sherwood corridor, or Southwest Corridor, was deemed most viable
for implementation in the next four years based on 26 performance metrics, including total corridor ridership,
economic competitiveness, supporting existing local land uses, integration with the regional transit system and
servicing ridership generators.

Table 3. Town and Regional Center Population Density

Town/Regional Center POFp‘g::i;;l);f)ity
Downtown Tigard/Tigard Triangle 3.22
Washington Square 6.77
King City 6.22
Murray/Schoils 7.68

Local Planning Initiatives

The City of Tigard has undergone a series of planning initiatives within the last 10-15 years in an effort to attract
more economic development to the jurisdiction as well as increase design standards for several sub-areas of
important interest, including Downtown Tigard, Washington Square and the Tigard Triangle. The Washington
Square Regional Center Plan (1999) seeks to improve connectivity between the mall and the station area
surrounding now-built Hall/Nimbus Westside Express Service (WES) station, as well as bring higher-intensity,
mixed-use office development to the station area that is more focused on pedestrian mobility than the current
auto-centric traffic pattern that exists currently. The mall area itself is targeted for more mid-rise development and
programmable public spaces suitable for entertainment and other uses. Additionally, there is a gradual transition
in heights and intensity to surrounding single-family neighborhoods.

The Tigard Downtown Improvement Plan (TDIP) was adopted in 2005 and highlights the city’s commitment to
fostering an active, mixed-use “urban village” in the central business district that is pedestrian-focused. The plan
highlights opportunities to build upon the “bones™ of the current transportation network by establishing a tighter
street grid that encourages greater pedestrian access in the district. To further the goal, additional access points are
to be constructed along Ash Avenue across the PNWR line, which is seen as a major barrier to mobility in
Downtown. Medium and high-density residential, office and institutional development is targeted for areas north
of the PNWR line while regional retail is concentrated at the Pacific Highway-OR 99W/Hall Blvd intersection.
There are streetscape enhancements envisioned along Main, Burnham, Commercial Streets as well as Hall
Boulevard to help bring a more cohesive design vision and also implement “Green Street” treatments such as
bioswales, water retention, and pervious pavement. The plan also embraces Fanno Creek as a place for recreation,
providing open space, and in essence extending the Downtown further south with a designated “public area”. New
pedestrian “green corridors” are planned to travel east-west along the PNWR line and north-south along an “urban
creek” feature that connects to several plazas.

The City Center Urban Renewal Plan (2005) establishes an urban renewal district of 193 acres that encompasses
Hall Bivd, Pacific Highway-OR 99W and Fanno Creek in the Downtown area. The plan provides a funding
mechanism to implement the TDIP as well as public improvement and public facilities projects and technical
assistance programs. The plan has a duration of 20 years and a maximum indebtedness of $22 million through tax
increment financing. Tigard residents voted to approve the district in May 2006.

Alleviating congestion and creating a more inviting pedestrian and bicycle atmosphere along Pacific Highway-OR
99W, a busy commuter thoroughfare, is the objective of the Tigard 99W Improvement & Management Plan
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adopted in 2007. The plan seeks to obtain short-term benefits by consolidating access to strip commercial
properties, implementing multimodal enhancements such as filling gaps in the sidewalk and bike lane network,
adding additional pedestrian crossings to meet Metro RTP guidelines for crosswalks (no more than 530 feet
apart), installing wayfinding signage, and imnplementing transit elements such as bus stop relocation, additional
stop amenities and queue bypasses at signals. These improvements are designed to be short-term strategies for
Tigard as it hopes to engender thriving, walkable mixed-use centers at potential station communities along a
future HCT line.

The University of Oregon’s Portland Urban Architecture Research Laboratory (PUARL) have completed two
design exercises for the City which have not been formally adopted but are used as a communication tool with
stakeholders. The first is the Tigard Downtown Future Vision: A Visual Refinement of the TDIP (2009) which
seeks to provide further visualization of Downtown’s future using graphical illustrations. The study maintains the
vision of the TDIP by advocating for a restoration of the street grid to provide a more efficient circulation system
in Downtown that increases accessibility for all modes, as well as subdividing the large existing parcels to
maximize redevelopment opportunities. The plan envisions “extending the green” by expanding open green space
near Fanno Creek, protecting existing mature trees, and utilizing various landscaping improvements throughout
the area. Redeveloping the extensive number of parking lots in the area allows for new development that is dense,
spatially compact and contains a fine-grain mix of uses that is necessary for a vibrant downtown. Using design
standards helps the “development of a rich and highly aesthetic landscape” and could include visual landmarks,
gateways and other strategies to create a unique sense of identity for Tigard. Over a generalized 50-year
timeframe, the study depicts the evolution of Downtown Tigard to an area of more intensive residential
employment. Enhancements include Green Street treatments, a park and plaza along with residential development
at Fanno Creek, new infill construction near the Transit Center, increased connectivity throughout Downtown,
high-intensity mixed-retail and office uses at the Pacific Highway-OR 99W/Hall Blvd intersection, and
construction of parking structures. All of these improvements are predicated on substantial investment on transit
in the city, including the new HCT line and other bus capacity improvements.

The second study by PUARL is the Tigard 99W Corridor Urban Design Vision (2010) and provides
recommendations for cultivating potential station area communities from the low-density commercial strip
development that exists today in the Tigard Triangle, Downtown Tigard and South Tigard. The study advocates
for creating a street grid in the immediate vicinity of Pacific Highway-OR 99W and creating smaller block sizes
and encouraging the use of structured parking. These mixed-use centers are designed to transition to surrounding
neighborhoods while providing greater connections for those residents. Other proposals include amending the
Comprehensive Plan and Zoning Map to allow greater variety of mixed-uses than currently permitted, locating
civic and institutional uses in the corridor, and increasing floor area ratio (FAR) requirements along Pacific
Highway-OR 99W up to what the market can bear (the advent of HCT service may increase property values to
where greater density can be feasible). The study also envisions future urban form within a 50-year timeframe and
development with the highest FAR located in the Tigard Triangle.

In addition to these City-fed planning efforts, Washington County updated the Metzger-Progress Community Plan
was (2003) for the unincorporated community that borders Tigard to the north. It includes several considerations
to promote development where compatible with the existing neighborhood while discouraging strip commercial
development.

HCT System Expansion Policy Targets

The System Expansion Policies (SEP) framework found in the HCT plan was developed to advance future
regional corridors through a series of performance criteria. When considering potential transit corridors, the
policies help guide ridership development, support the creation of TOD, support station area planning policies as
well as guide strategic right-of-way acquisition.

Metro has published SEP guidelines which help determine which regional corridor should begin implementation
for future HCT service. These guidelines serve as benchmarks that Tigard needs to consider when making futare
land-use decisions along the transit corridor. They are important not only for determining the extent which HCT
can be leveraged into redevelopment, but are crucial for providing high enough ridership projections based on
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intensifying and diversifying adjacent land-uses over the next several decades. These projections (and other
factors such as overall costs) ultimately decide whether federal funding is secured for HCT construction. The draft
system expansion targets listed in Table 4 will be presented to the Transportation Policy Alternatives Committee
(TPAC) and Joint Policy Advisory Committee on Transportation (JPACT) in Spring 2011.

Table 4. Draft SEF* Quantitative Measures

Measure

Description

Density of People

Density of ULI Businesses

Transit Oriented Zoning

Average Block Size

Sidewalk Coverage

Bicycle Facility Coverage

Transit Frequency

Housing & Transportation
Affordability

Parking Requirements

Local Funding Mechanisms

Equity

Current households and jobs per net acre within ¥2 mile

Number of Urban Livable Infrastructure (ULI) Businesses
within ¥2 mile. (ULI refers to the range of urban amenities
available, which can add value to an area in the form of higher
achievable pricing for residential development.)

Assigning values to regional zoning classifications within ¥
mile. (Examples of transit oriented zoning are mixed-use,
high-density zones with no minimum parking regulations.)

Density of acres of blocks within ¥z mile

Completeness of sidewalk infrastructure within Y2 mile

Access to bicycle infrastructure measured as distance to
nearest existing bicycle facility within ¥z mile

Transit frequency within V2 mile of corridor

DPemonstrating that potential transit investment will serve
communities with high rate of cost burdened households

Implement parking requirements in corridor that meet or
exceeds Title 4 of the Regional Transportation Functional
Plan (RTFP),

Implement funding mechanisms corridor communities that
could help fund capital or operations to support transit
investment and station area development, including urban
renewal, tax increment financing, local improvement district,
parking fees, or other proven funding mechanisms.

Looking at low-income, minority, senior and disabled
populations within corridor.

Opportunities and Constraints ~ Findings

This section represents the key opportunities and constraints that exist to developing HCT-supportive land-uses
along the Southwest Corridor in Tigard. As the planning process moves forward and potential station
communities are identified, the City will need to update its community development code to accurately reflect the
investment in high-quality transit that may be forthcoming. These station communities are areas that should be
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primed for higher-intensity, mixed-development over the next 10-20 years. The following findings should be
accounted for in future development regulations within the study area.

Amount of Developable Land at Transit-Supportive Densities

An overview of City of Tigard comprehensive plan/zoning designations as well as the buildable land inventory
and redevelopment potential as part of the EOA analysis show that Tigard is well-positioned to leverage future
HCT investinent in future land-use decisions. Many properties with medinm high redevelopment potential are
located in existing mixed-use zones that permit the highest densities in the city, including the Tigard Triangle.
The existing auto-oriented environment along Pacific Highway-OR 99W has the potential to be retrofitted into
prospective station area communities that provide a wide array of amenities as well as greater pedestrian and
bicycle connectivity. In addition, the convergence of commuter rail, bus and potentially HCT could lead to the
support for even higher densities within certain areas of Tigard.

Comprehensive Plan Policies

The City has targeted mixed-use development at strategic locations include Downtown Tigard, Washington
Square and much of Tigard Triangle and is well-poised to build at higher densities in these areas, all of which
could potentially receive HCT facilities.

Much of the land directly adjacent to Pacific Highway-OR 99W is intended for low-density commercial in the
comprehensive plan, which are more prohibitive in terms of allowing other uses. These commercial zones are
surrounded by low-density residential, especially south of Downtown, which is a constraint on future
development. Any potential station cominunities along this stretch would benefit from a higher intensity land use
designation, perhaps using mechanisms such as overlays and incentivized zoning (ex: density and height bonuses)
to insure that there is sufficient residential density to support high-capacity transit.

Foundation of Existing Plans

Prior initiatives completed by the City such as the TDIP, Tigard 99W Corridor Urban Design Vision, and
Downtown Future Vision show that Tigard has serious interest in creating a vibrant downtown and revamping
Pacific Highway-OR 99W to better accommodate non-automobile users. The city is in good position to increase
development intensity and provide a variety of amenities which dovetails with the land-use objectives that would
coincide with the introduction of future HCT service.

Regional Policy Framework

It has been long-standing Metro policy to focus transit investment (and accompanying growth) in Tigard. The
2040 Growth Concept illustrates that Tigard contains not only a Town Center in Downtown and Tigard Triangle,
but also a Regional Center at Washington Square mall. The policies in the RTP call for serving regional centers,
such as Washington Square, with high capacity transit. Furthermore, the city’s population density falls far short of
density targets set by the plan. Yet in order to reach the RTP’s 2040 target mode share for non-single occupant
vehicle in regional and town centers, additional HCT investments must be made in the Southwest Corridor.

System Expansion Policies

As part of Metro’s HCT System Plan, the SEP was established to prioritize corridors for implementation based on
a series of performance metrics. While Corridor 11 (Portland to Tigard) received “Near-Term Regional Priority”
status for high projected ridership and servicing major destinations, many policy and zoning changes will be
necessary in the near future to meet selected SEP benchmarks. The following finds are from a review of City data
and plans including the Transportation System Plan and Metro analysis of Tigard.

e Density of People: Higher instances of households and jobs per acre are located along major corridors
within Tigard: Pacific Highway-OR 99W and Scholls Ferry Road-OR 210 as well as along SW 72™
Ave in SE Tigard. There is also a concentration of density in Washington Square, Downtown Tigard
and portions of the Tigard Triangle.

* Density of ULJ Businesses: Amenities are most common in commercial areas along Pacific Highway-
OR 99W as well as in Washington Square. Additional concentrations can also be found along Scholls
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Ferry Road-OR 210, Cascade Avenue, and in Bridgeport Village. The majority of Tigard is zoned
exclusively for single-family residential use where ULI Business density is consequently low.

®  Transit Oriented Zoning: This benchmark will be revisited at future phases in the Tigard HCT Land
Use planning process.

* Average Block Size: With some exceptions, observation of Tigard’s suburban-style street grid would
suggest that it would not likely meet reasonable standards of block density.

* Sidewalk Coverage: The highest density of sidewalks in Tigard are in the vicinity of Downtown as
well as in the Summerfield community in South Tigard and in areas of NW Tigard. The majority of
the city has moderate concentrations of sidewalk coverage, with the lowest levels observed in
industrial areas near Hunziker Road.

¢ Bicycle Facility Coverage: Tigard has a fairly high coverage of bikeways throughout its jurisdiction,
but there are underserved areas such as Washington Square, industrial portions of SE Tigard and in
SW Tigard adjacent to King City where the density of bikeways is not as high. Major bike routes are
confined to Pacific Hwy-OR 99W, Hall Boulevard, Gaarde-McDonald Streets, Durham Road and the
Fanno Creek Greenway Trail.

* Transit Connectivity: TriMet bus line 12 is a Frequent Service line that travels along Pacific Hwy-
OR99W and may be supplanted in part by new HCT. Bus line 56 is a Frequent Service line that
travels to Washington Square via Scholls Ferry Road-OR 210. Lines 76 and 78 travel through Tigard
TC along Hall Boulevard and Greenburg Road at much lower frequencies (half-hour headways
during peak, one-hour otherwise). Bus lines 43, 45, and 62 are additional lower-frequency lines that
service Washington Square (Bus line 62 also serves Tigard TC). WES provides moring and
afternoon/evening service (5:40 to 9:10 AM and 3:45 to 7:15 PM) to Downtown Tigard Monday
through Friday with half-hour headways. WES travels between Beaverton and Wilsonville.

* Housing & Transportation Affordability: This benchmark will be revisited at future phases in the
Tigard HCT Land Use planning process.

* Parking Requirements: Currently, Tigard institutes minimum off-street parking standards of at least 1
parking space per residential dwelling unit in all zones. Almost all civic and commercial uses have
minimum parking standards based on floor area. Tigard’s parking maximum ratios conform to Metro-
defined maximum ratios.

* Local Funding Mechanisms: This benchmark will be revisited at future phases in the Tigard HCT
Land Use planning process.

*  Equity: This benchmark will be revisited at future phases in the Tigard HCT Land Use planning
process.

Based on the City’s prior planning efforts and political willingness for change, there is increasing momentum
towards rethinking the built landscape and land uses in Tigard and along Pacific Highway-OR 99W to better serve
current and future residents within the coming decades.
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Figure 1-2: City of Tigard - Land Use - Floor Area Ratios
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Figure 1-3: City of Tigard - Land Use - Buildable Land Analysis

A T Im S Ss o Avipsuliy

Redevelopment Potential [ ] E“::,’,'}“}’“‘;?‘:’“e" Land and ] Tigard City Limits =1 Paiz Metio Region ,\k{ ;
Y p ax Status St S T
High —=—m i 2T A . S
] ) e Lans rantony Commuter Rail i__i Urban Growth Boundary L
[T7] Medium ] Fully Vacant T Railroads D §'
[] Low [ Pariially Vacant Streams S h n oy
o ). E {
[ Rivers and Water Bodies e Miles i
e

File: Tigard_Landuse BL1 11317 nixd Prinl Dale. Januasy 26, 2011



Comprehensive Plan Designations

e Mixed Use - . Jmiting
K ! B oo Business District E st |
[ vigh Doncity Rosivanta 1 wiod use Gommercial 0] Ferisiopen space i‘“’g

’ -
[ Modium Dansity Residonttat [_] Mixod Use Employment s

T ] towDensity Rasidential [ ] mied use Resicentat e

File. Tigard_Landuse Compplan_11x17 med. Print Dale: February 1, 2011

Tigard City Limits

Regional Center
Town Center
Commuter Rail
Railroads

Metro Region |
Urban Growth Boundary ,5-\“ ;
Rivers and Water Bodies “® ‘ e,
Parks n D tl 7
Streams | i \
] i) Uﬁ“_' ! 10 Mile =




W ENGINEERING . PLANNING . ENVIRONMENTAL BCIENCES

TECHNICAL MEMORANDUM

Date: March 16, 2011

To: Judith Gray and Sean Farelly, City of Tigard, Crista Gardner, Metro, and Lidwein Rahman,
ODOT

From: Anne Sylvester, PTE

Subject: Final Report on Existing and Future Base Case Transportation Conditions

Project Number:  277-2395-078
Project Name: Tigard HCT Corridor Land Use Plan

INTRODUCTION

Purpose of this Chapter

This chapter summarizes existing and future base case transportation conditions focusing on the street and
highway network, transit, bicycle and pedestrian facilities, and rail. The intent of this discussion is to identity
opportunities and constraints that will influence the selection or future development of High Capacity Transit
(HCT) station communities in the City of Tigard. The study area for this analysis includes the entire city of
Tigard.

Content and Organization

This report is organized into seven major sections including this introduction. The following section addresses the
street and highway system serving the City of Tigard and connecting it with the remainder of the region. Other
sections focus on: pedestrian facilities, bicycle facilities, transit service and facilities, and rail. The report ends
with a discussion of key opportunities and constraints that could influence the Jocation and development of HCT
station communities in Tigard.

The information in this report has largely been extracted from the City’s recently adopted Transportation System
Pian. Other documents that contributed to the information in this report included: the Oregon Highway Plan, the
Regional Transportation Plan, the Washington County Transportation Plan, the Pacific Highway Improvement
and Management Plan, and various documents related to High Capacity Transit planning in the Southwest
Corridor.

SUMMARY OF OPPORTUNITIES AND CONSTRAINTS

Key findings related to the transportation system in the City of Tigard that are of particular importance in
identifying and conceptualizing potential future HCT station communities are summarized in this section. As
noted in the discussion in this report and further amplified in relevant planning documents, these key findings
include the following.

Connectivity and Local Mobility

Connectivity for autos, bicyclists, pedestrians and transit in the City of Tigard is severely challenged by several
barriers including: Highway 217, 1-5 and the WES commuter/freight rail line, as well as Fanno Creek, Bull
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Mountain, and other natural features. These challenges are exacerbated by a built environment that precludes
efficient connections through the prevalent use of cul-de-sacs and other dead end streets. Such limited service
roadways are attractive for neighborhoods because they limit traffic volumes and travel speeds. However, they
contribute to inefficiency in the circulation system and over-reliance on major arterials. Often they also require
out of direction travel for bicyclists and pedestrians discouraging these modes of travel. One of the priorities in
implementing the 2035 TSP is to identify and preserve potential opportunities for future connectivity
improvements in order to protect and maximize the function of the existing transportation network. Opportunities
for enhancing local connectivity should be fully considered in both locating and developing potential future HCT
station communities,

The Tigard TSP speaks to the need for connectivity for all travel modes. Policies 3 and 11 under the goal to
enhance system efficiency address designing streets to encourage connections and providing connectivity between
Metro designated centers, corridors, and employment/industrial areas. The TSP identifies the need for the city to
conduct a citywide connectivity and circulation study to identify potential circulation system improvement, and to
create a comprehensive inventory of street stubs, unimproved rights-of-way, and other potential future roadway
connections to inform long-rang planning and development review. The TSP’s multi-modal transportation goal
addresses the desirability of developing and maintaining neighborhood and local connections to provide for
efficient circulation into and out of neighborhoods. The City’s existing Development Code also speaks to the need
for improved system connectivity when establishing future streets or extensions of streets.

Land Use Patterns and the Development of Efficient Transportation

The types, intensities, and locations of different land uses are closely correlated with travel demand and mode
choice. Land use patterns in the City of Tigard and surrounding areas are suburban in character, with residential
areas separated from commercial areas and a relatively low density of overall development. The majority of land
mn Tigard is zoned for residential uses, with commercial zoning primarily along Pacific Highway and in the Tigard
Triangle, and industrial primarily along the WES commuter rail track south of Pacific Highway. This
development pattern results in travel demand that is highly directional according to typical weekday peak periods.
Specifically, there are relatively sharp peaks in travel demand during weekday commute hours, with predictable
peak period traftic flowing away from residential neighborhoods in the morning and returning in the evening.

Tigard has adopted plans for a more compact urban form in several areas including downtown, and the
Washington Square Regional Center (WSRC). The 2035 TSP supports such land use strategies to mitigate the
strain on the roadways by shortening home-to-work trips, supporting transit service, and making walk/bike trips
more viable for work, shopping, and other activities. This policy objective supports the identification and
evaluation of HCT station communities which should be situated to maximize their effectiveness in reducing
vehicular travel demand and/or patterns of peak traffic directionality.

Major Roadways — I-5, Highway 217, and Pacific Highway (99W)

Tigard is at the juncture of three major state highways: Pacific Highway (99W), Highway 217, and 1-5. While
they serve as important access routes to and from Tigard, they also pose significant barriers and constraints.
Highway 217 and I-5 are both limited access freeways. Because they are under ODOT jurisdiction, the City has
no direct operational authority over them. Access to and from Tigard is provided by the ramp interchanges, which
are also governed by ODOT. Both highways provide critical access to and from Tigard. However, congestion is
commonplace along the highways and at interchanges. Plans for widening OR 217 have not moved forward
largely due to significant costs. When completed, the Southwest Mobility Corridor Transportation (Refinement)
Plan will identify operational improvements to [-5. Without capacity and operational improvements, congestion
on the major roadways in Tigard will result in regional traffic using city streets as detour routes.

Pacific Highway is a statewide highway and freight route carrying more than 50,000 vehicles per day on some
sections through Tigard. Given these designations, the highway plays a critical role in regional and statewide
mobility, providing a primary connection between the Willamette Vailey and the QOregon Coast, and cities in
between. Traffic on the segment within Tigard is divided nearly evenly between local trips and through traffic.
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Because it is an at-grade roadway, the high through traffic has a significant impact on adjacent properties. Heavy
traffic results in traffic congestion, compromises the pedestrian and bicycle environment, and creates challenges
for transit service. The limited capacity for additional traffic threatens to limit development opportunities in
Tigard.

Strategies for Pacific Highway must balance the needs for statewide and regional travel, along with potential local
impacts. These include direct improvements to the highway to improve traffic operations as well as connectivity
improvements within Tigard to reduce reliance on the highway for local travel. Many opportunities to address
these competing needs have been explored in earlier planning and engineering studies, which have been
incorporated into the 2035 TSP. Strategies identified in the Tigard 99W Improvement and Management Plan
recommend a maximum five-lane cross-section along the highway through Tigard with selected additional turning
lanes where needed.

Continuous east/west travel on Tigard streets is primarily served by Durham Road and Benita/McDonald/Gaarde.
These routes are frequently constrained during weekday peak periods, with predictable traffic flow reflecting the
housing/jobs.development patterns in Tigard and the region. To an extent, these roads provide connections
between I-5 and neighboring cities. While widening these roadways could improve traffic flow, the evaluation of
such improvenments must be balanced with the benefits for local and through traffic, and the impacts to be borne
by the local community.

Multi-Modal Connections

Motor vehicle travel is now and will continue to be the primary mode of travel serving Tigard within the 2035
TSP horizon. As such, future transportation investments in Tigard must support a safe and reliable roadway
system to accommodate current and forecast demand. However, many people are realizing benefits — cost savings,
quality of life, community connection, health and fitness, and sustainability — of walking, cycling, carpooling, ot
using public transit, In order to meet the future travel needs of the community, increased travel by transit, walk,
and bike is essential to the future transportation system in Tigard, as much as adding expensive roadway capacity
for increased demand. This will be accomplished through a combination of strategic investments and partnerships
that are identified in the TSP, including regional plans calling for multi-modal refinement plans in key corridors,
such as Pacific Highway/99W.

Several streets (Pacific Highway/99W, Gaarde, McDonald, Bull Mountain, Bonita, sections of Hall) were
identified as locations with challenging roadway crossing conditions for pedestrians and bicyclists. These tend to
be streets with relatively high traffic volumes, but infrequent signalized intersections or other protected crossing
locations. While the state of Oregon considers all unsignalized intersections legal crosswalks, driver compliance
is not consistent so that there are still challenges for pedestrians at these locations. The TSP identifies the need to
develop citywide plans for both pedestrians and bicyclists, and to develop a ranking system for prioritizing
improvements.

Special Areas

Three areas within Tigard — Tigard Triangle, WSRC, and Downtown — represent considerable community growth
opportunities, but also provide significant transportation challenges. Even when bounded by significant
transportation facilities, congestion is an issue for trips to, from, and through these areas. For this reason, an
emphasis on mixed-use development that supports transit, walking, and cycling trips is a critical focus of
transportation planning for these areas.

Land Use Planning and Development

As a strategy to effectively reduce vehicular traffic volumes on streets and highways within Tigard, the City’s
TSP also includes a discussion of potential fand use planning and development activities. These include:

s Supporting the development of commercial nodes in residential areas, and

s Support non-auto dependent development
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Potential Further Plan or Study: Support Commercial Nodes in Residential Areas

Commercial nodes in residential areas would provide residents with the opportunity to take non-work trips by
bike or walking. These neighborhood commercial (NC) nodes could include small restaurants, coffee shops, or
neighborhood retail. This could be accomplished by allowing neighborhood commercial (NC) as a permitted or
conditional use in residential zones, or through designating specific nodes on the City’s comprehensive plan map
as neighborhood commercial, The NC designation currently exists within the City.

Potential Further Plan or Study: Support Non - Auto Dependent Development

Mixed-use developments combine housing, retail, employment, and other land uses together in a single
development project. Such developments have been found to reduce automobile trips by supporting higher
frequency transit service and promoting pedestrian and bicycle travel. Urban areas with mixed uses and higher
densities should be promoted in targeted areas, such as in the Downtown, along Pacific Highway, and in the
WSRC. Non-auto dependent development can be encouraged through various policies such as parking
management requirements, density requirements or bonuses, pedestrian, bicycle or transit mode design guides to
integrate non-auto mode features and incentives directly into development, and/or prohibition of new auto
dependent uses.

Plan Amendments and Mobility Standards

Several land use strategies are identified in the TSP as measures to help reduce traffic congestion resulting from
single occupancy vehicle (SOV) travel, These land use strategies are also important in order to support transit
investments, including the Southwest Corridor High Capacity Transit (HCT) service in Tigard. In particular,
transit supportive land uses tend to include higher densities and mixed uses, as well as design elements that make
walking and bicycling safe, convenient, and comfortable.

Amending Tigard’s existing zoning to allow higher density developments may present challenges with respect to
meeting ODOT performance standards for adjacent state highways. The Transportation Planning Rule (OAR 660-
12-0600) which requires that amendments to adopted plans must not cause an affected roadway to fail to meet
performance standards, or if the forecast roadway operations are aiready failing to meet performance standards,
the plan amendment must not further degrade performance. '

This is a known issue in downtown, Washington Square Regional Center, along Pacific Highway, and in the
Tigard Triangle, and may also arise in other areas near state highways or freeway interchanges, There are
numerous measures that can be taken in the land use planning and design process to reduce trip generation from
increased development, These include:

Parking management, including pricing and time limits;

Reduced parking requirements or parking maximums for new development;

Improved facilities for pedestrian and bicycle access and circulation;

Complementary mix of land uses;

Improved connectivity for motor vehicles as well as for bicycles and pedestrians; and,

Transportation system management (TSM) measures to improve traffic operations without significant
capacity expansions.

The above measures are an effective approach to reducing traffic impacts from increased development. Additional
transportation mitigations are primarily focused on improving general transportation conditions for all travel
modes. While these measures may be pursued for their own merit, they are also identified as an option for
transportation mitigations where increased density results in higher trip generation:

* Access management to improve general traftic operations on arterials and collectors; and,
* Mitigation of known safety and access deficiencies for motor vehicles, transit, pedestrians, and/or
bicycles.
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The City will continue to work with Metro and ODOT to develop transportation and land use strategies that
support Tigard transportation and community development goals, Metro’s 2040 growth concept, and ODOT
performance standards.

ROADWAYS

This section presents a summary of information about existing and potential future roadway facilities and
conditions. Included in the section is a summary of state highways, arterials and other key roadways focusing on
functional classification, roadway jurisdiction, roadway lane channelization, roadway standards, existing and
future arterial and intersection operations, and planned improvements.

Inventory of Facilities

Three major regional transportation facilities traverse the City of Tigard: Interstate 5, Highway 217, and Pacific
Highway (99W). These facilities are state highways under the jurisdiction of the Oregon Department of
Transportation (ODOT) and are subject to the operational and design requirements placed by the state. Plans for
improvements to the highways and interchanges, as well as changes to adjacent land uses and access points must
be developed in a manner consistent with ODOT plans, guidelines, and standards.

Further, each of these facilities delineates a Regional Mobility Corridor in Metro’s 2035 Regional Transportation
Plan (RTP). The corridors, while anchored by major roadway facilities, also encompass local streets and multi-
modal facilities. Metro’s Mobility Corridor Atlas identifies the following four corridors connecting to Tigard:

¢ Corridor 2 North: includes the area surrounding I-5 and Pacific Highway connecting Tigard to Portland
Central City. This corridor area includes I-5 between Portland and Tualatin, and Pacific Highway between
Portland and King City.

e Corridor 3 South: includes the area surrounding 1-5 and Pacific Highway, connecting Tigard to Tualatin,
Wilsonville, and Sherwood.

o Corridor 19: includes the area around Highway 217 connecting Tigard to Beaverton and Hillsboro (via
Highway 26) as well as Lake Grove to the east.

e Corridor 20: includes the area surrounding Pacific Highway connecting Tigard to Sherwood and
Newberg, as well as Tualatin and portions of Wilsonville.

By identifying and managing multii)modal corridors, Metro is shifting transportation planning away from a focus
on facilities and toward a focus on providing connections using a system of modal options. A Metro summary of
existing conditions for each of these Regional Mobility Corridors is provided in Appendix C of the Volume 2
Technical Appendix of the City’s TSP.

Multi-modal refinement plans for Corridors 2 and 3 are included in the 2035 RTP. Metro has identified Corridor 2
as one of two top priority corridors for refinement plans and has secured funding to begin this effort.

Functional Classification

According to the Tigard TSP, the functional classification of a roadway defines the primary role in terms of
providing mobility and access. An individual street’s classification directs the design and management of the
roadway, including right of way needs, the number of travel lanes and other cross-section elements, and access
management standards. Figure 1 shows the functional classification for each roadway in Tigard. The City of
Tigard functional classification policies include the following designations:

*  Freeway
¢ Principal Arterial
¢ Arterial
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¢ Collector
* Neighborhood Routes
* Local Streets

Freeway

Freeways are state facilities that provide the highest level of regional mobility and connectivity. These roadways
usually extend across several jurisdictions and are often characterized by limited access points and high travel
speeds. In Tigard, I-5 and Highway 217 are access controlled freeways.

Principal Arterials

In Tigard, principal arterial streets are major state facilities that provide a high level of regional mobility and
connectivity, provide access to freeways via interchanges, but also serve local trips to and from major
commercial, residential, industrial, and institutional areas. Principal Arterial streets maintain mobility as a
priority. Access control is very important on Principal Arterials although full freeway access control is not
feasible due to the need to provide access to the arterial and coliector street system. In Tigard, Pacific Highway is
a principal arterial street.

Arierial Streets

Arterial streets serve to connect and support the freeway and principal arterial system. These streets link major
commercial, residential, industrial, and institutional areas. Arterial streets are typically spaced about one mile
apart, and maintain mobility as a priority. Access control is important on arterial routes, but not to the extent of
principal arterial systems. Many of these routes connect to cities surrounding Tigard and commonly provide
access to freeways via interchanges. Arterial streets in Tigard include:

72" Avenue

Beef Bend Road

Bonita Road

Durham Road

Gaarde Street / McDonald Street
Greenburg Road

Hall Boulevard / 85" Avenue
Scholls Ferry Road

Walnut Street

Other street classifications are described in the City’s Transportation System Plan and mapped on Figure 1.
Roadway Jurisdiction

Public roads within the Tigard Urban Planning Area are under the jurisdiction {(ownership) of the City of Tigard,
Washington County, and the Oregon Department of Transportation (ODOT). Table 1 lists the collector and
arterial streets and roadways within the Tigard Urban Planning Area that are not under the City of Tigard’s
jurisdiction.

Table 1. Washington County and ODOT Roadways, Within the Tigard Urban Planning Area

Roadway Jurisdiction

I-5 oDOT
Highway 217 oDoT

Pacific Highway (99W) oDoT

Hall Boulevard oDOT
Scholls Ferry Road Washington County *

Beef Bend Road Washington County
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Table 1 Cont. Washington County and ODOT Roadways, Within the Tigard Urban Planning Area

Roadway Jurisdiction

I-5 ODOT
Highway 217 oDoT

Pacific Highway (99W) oboT

Hail Boulevard oDOT
Scholls Ferry Road Washington County *
Beef Bend Road Washington County
Barrows Road Washington County **
Bull Mountain Road Washington County
Greenburg Road {north of Highway 217} Washington County
Roshak Road Washington County
Locust Street {east of Hall Boulevard) Washington County
Oak Street (east of Hall Boulevard) Washington County
80" Avenue Washington County
150™ Avenue Washington County

* Scholls Ferry Road between the WES Commuter Rail and Hall Boulevard is under ODOT jurisdiction.
** Barrows Road between the western Scholls Ferry Road/Barrows Road intersection and approximately
100 feet east of Murray Boulevard is under City of Beaverton jurisdiction,

All other public street or highway facilities in the study area are owned and maintained by the City of Tigard.
Roadway Travel Lanes

Figure 2 provides a suinmary of the existing (2009) number of through lanes on each of the arterial and collector
streets in Tigard. The figure shows the roadways that have three or five-lane cross-sections in 2009. These are
usually higher order roadways that carry higher traffic volumes than other roadways in the study area. In addition,
these roadways frequently carry higher volumes of bus, bicycle, and pedestrian traffic. All other roadways have
two lanes.

Connectivity

Roadway connectivity describes the road network characteristics generally related to frequency of and distance
between connections to cross streets. A well-connected network minimizes the need for out-of-direction travel
while supporting efficient dispersal of travel demand among inultiple parallel roadways. The most common
example of efficient roadway connectivity is the traditional grid system, with north/south and east/west streets
spaced at generally equal distances. In Tigard, the existing major roadways, along with topography, natural
resources, and land development patterns preclude this type of network on a large scale. However, it is possible to
plan for good cennectivity by preserving right of way for future connections and prioritizing funding to alleviate
existing and future bottlenecks at key crossing locations.

Arterial Commectivity

The RTP identifies spacing guidelines of one mile between regional four-lane arterials. At a technical level, much
of Tigard meets these guidelines for arterial connectivity (see Figure 1). Major roadways such as Highway 217,
Pacific Highway, and Scholls Ferry Road provide regional connections and provide access within Tigard.
However, the absence of lower classification parallel through streets focuses excessive demand on only a few
major roadways.

In particular, east/west connectivity is severely challenged by Highway 217, the WES commuter rail line, and
Fanno Creek. These three generally parallel features provide a significant barrier to east/west connectivity within
and across Tigard. SW Scholls Ferry Road and Pacific Highway provide major arterial-level crossing
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opportunities in the northern part of Tigard. However, south of Pacific Highway east/west crossing opportunities
are limited to Bonita Road and Durham Road, both of which have only one travel! lane in each direction. In
addition, there are limited lower order crossings of these barriers. This places considerable demand on facilities
with relatively limited capacity.

Collector and Local Street Connectivity

In a similar manner, the RTP identifies collector and local streets as general access facilities for neighborhood
circulation and support for the regional transportation network. Connectivity at these levels is especially important
for local pedestrian and bicycle trips, which are essential to reducing reliance on automobile travel. The RTP
recommends a maximum spacing of 1/10 mile for local streets and 1/2 mile for collectors in order to encourage
local traffic to use these streets instead of higher order facilities. Locations where collector roadways and local
streets in Tigard do not meet this connectivity standard are identified in the figures provided in the technical
appendix of the TSP.

Many neighborhood streets systems in Tigard are characterized by numerous cul-de-sacs and stub streets. These
can have the effect of limiting traffic speeds and volumes on local streets. However, they also result in indirect
travel paths and a reliance on arterials for local trips. In many areas of Tigard, most of the land is built-out along
with the associated transportation network; opportunities for new roadway connections are limited and may be
very expensive due to natural barriers, terrain, or the built environment. As new development occurs, new
roadways should be constructed to create a more efficient network consistent with the RTP guidelines.

Standards

This sub-section summarizes key agency standards that affect the assessment of roadway design and operational
performance. Included are mobility standards for ODOT, Metro, Washington County and the City, along with
street design and access spacing standards for ODOT, the County and the City.

Mobility Standards

Traffic conditions at intersections are typically measured in terms of their ability to accommodate traffic demand
(volume-to-capacity, or v/c ratios) and the average delay experienced by drivers (level of service, or LOS).
Performance standards for intersections are established by the agency with ownership over the roadway.

The relevant standards for ODOT facilities (including intersections on state facilities such as Pacific Highway,
Hall Boulevard, segments of Scholls Ferry Road, and freeway ramp intersections) and Washington County (who
owns and operates many of the other major roads serving the city of Tigard) are summarized in Table 2. The
following paragraphs present further discussion of these standards.

oDoT

Policy 1F of the Oregon Highway Plan (OHP) addresses state highway performance expectations for planning and
plan implementation or amendment. These standards are applicable for all locations on state highways with the
exception of areas where alternate mobility standards have been adopted. Revisions to Policy 1F allow for the
adoption of alternate standards in metropolitan regions or parts of a region, in Special Transportation Areas
(STAs), and in areas with unique environmental and land use constraints. Alternative standards have been
adopted in the Portland metropolitan region as described in Table 2.

Action 1F.5 of the OHP mobility policy applies to the development of and general updates to Transportation
System Plans and highway facility plans, It states that, where the volume-to-capacity (v/c) ratio is worse than the
identified standards in the OHP and transportation improvements are not planned, the performance standard for
the highway shall be to improve performance as much as feasible and to at least avoid further degradation of
performance if measures to improve performance are infeasible. Action 1F.6 applies to plan and zoning
amendments, not TSP updates, and it states that the applicable standard is to “avoid further degradation” when
conditions already do not meet the standards in Table 2, and transportation improvements are not planning the
TSP to bring performance up to the applicable standards.

10



TECHNICAL MEMORANDUM (CONTINUED)

Table 2. Mobility Standards

Volume/Capacity Ratios

Roadway Jurisdiction  Applicability 1* Hour 2" Hour
ODOT Regional Centers, Town Centers, Main Streets, 1.10 0.99
Station Communities
-5 (Marquam-Wilsonville), OR 217, Corridors {(Hal 0.99 0.99

Blvd/OR 141, Scholls Ferry RdfOR 210),Industrial
Areas, Employment Areas, Neighborhoods

Pacific Highway (I-5-Tualatin Rd)1 0.95 N/A
Washington County Regional Centers, Town Centers, Main Streets, 0.99 0.90

Station Communities

Other Urban Areas 0.90 0.90

This corridor is classified as an “area of special ¢concern” and the OHP mobility standard will apply to this area until an alternative
performance measure is adopted in local plans and approved by the Oregon Transportation Commission.
Note:  Alternative mobility standards for the Portland metropolitan region are presented in terms of volume-to-capacity (V/C) ratios in Table 7
under Policy 1F in the updated OHP. The standards are divided into the 1st and 2" consecutive hours of highest traffic volumes. See
the Metro 2040 Growth Concept for descriptions of the land use designations presented in the Table.

Metro

The mobility standards in Table 2 were developed through the transportation planning process in the Metro region
and adopted by the Oregon Transportation Commission. It should be noted that Pacific Highway has been
classified by Metro as an “area of special concern”, and the applicable mobility standards will apply to this area
until an alternative performance measure is developed. An alternative measure will be developed cooperatively by
Metro and Tigard, and approved by the Oregon Transportation Comtmission. The RTP designates Pacific
Highway as a Major Arterial in the Regional Arterial and Throughway Network, and part Regional Boulevard and
part Regional Street in the Regional Design Classification. Accordingly, the planned facility in both the RTP and
the Tigard TSP includes a five lane cross-section (four through lanes and left turn lanes). This designation does
not preclude additional turning lanes at selected locations where necessary.

Washington County

Table 5 under Policy 6 of the Washington County Transportation Plan presents the maximum volume-to-capacity
ratios (V/C) that are targeted and accepted in Washington County, Target performance measures for Regional
Centers, Town Centers, Main Streets, and Station Communities (2040 Concept design types) are 0.99 for the 1st
hour and 0.90 for the 2™ hour, and 0.90 for both the 1st and 2nd hour in other urban areas. Acceptable
performance measures for the 2040 Concept design types are 0,99 for both the 1st and 2nd hour, and 0.99 for the
1st hour and 0.90 for the 2nd hour in other urban areas, For state facilities, these measures are superseded by the
alternative mobility standards adopted for the Portland metropolitan region in the updated OHP (see Table 2). The
County should be consulted for performance evaluation on County roadways.

Tigard
The City of Tigard currently has no adopted mobility standards. City street improvement standards are provided
in 18.810 of the Development Code.

The City of Tigard shares the state and regional goals of providing a balanced transportation system that reduces
reliance on automobiles. Among the highly effective strategies to achieve this goal are land use strategies that
promote compact urban form that encourage walking, cycling, and transit use. At the same time, intersection
performance standards are linked to trip generation and limit the development potential of an area. In this way, the
intersection performance targets can effectively preclude the land use strategies needed to support the multi-modal
transportation goals.

At adoption of the TSP, Metro and ODOT are working with local jurisdictions to develop strategies that meet the
land use vision within the requirements of the state Transportation Planning Rule (TPR). The City of Tigard is
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participating in these discussions which are aimed at identifying alternative mobility standards that will protect
the function of the state highways as well as other state and regional transportation goals. The City further
recognizes that the quality of a transportation system can be measured in many ways, including reliability, safety,
and multi-modal mobility.

Street Design

Roadways in Tigard are the primary means of mobility for residents, serving the majority of trips via muttiple
modes. Pedestrians, bicyclists, public transit, and motorists all use public roads for the vast majority of trips.
Therefore, it is increasingly important to plan, design, and build new roadways in a manner that improves multi-
modal access and mobility.

The City of Tigard’s street design standards ensure that all new streets are constructed as “complete streets” and
include facilities for pedestrians and bicycles and also provide drainage and landscaping where appropriate.
Because they are reviewed and updated periodically, the City of Tigard’s street design standards are located in the

city’s Community Development Code section 18.800 Street and Utility Improvement Standards'. These standards
~ are summarized in Table 3.

The typical roadway cross sections include the following elements: right-of-way, number of travel lanes, parking,
bicycle and pedestrian facilities, and other features such as landscape strips. The standards represent the preferred
cross-sections for each roadway designation and should be the minimumn for new roadways and reconstructed
roadways with adequate space available. All roadway improvements should include provision of sidewalks and
bicyele facilities per the street design standards.

Access Management

The Oregon Transportation Planning Rule (TPR) defines access management as a set of measures regulating
access 1o streets, roads, and highways from public roads and private driveways. Access points are considered in
context with traffic flow, safety, capacity, and speed on the surrounding roadway system. Within developed areas,
access management strategies may include shared or consolidated access points, restrictions on access point
movements (medians, channelized movements), or closing access points,

Access management provides several benefits, such as reducing crashes and crash rates and increasing capacity on
roadways by maintaining vehicle flows and speeds. Well deployed access management strategies can greatly
improve travel conditions for pedestrians and bicyclists. Eliminating the number of access points on roadways
reduces the number of potential interruptions and conflict points between pedestrians, bicyclists, and cars.

The TPR requires that the spacing of new connections to arterials and state highways be consistent with
designated access management categories. These categories vary depending on the functional classification and
speed of a given roadway. Roadways on the higher end of the functional classification system (e.g., arterials and
collectors) tend to have higher spacing standards, while facilities such as neighborhood routes and local streets
allow more closely spaced access points. Similarly, facilities with higher posted speeds have higher spacing
standards than facilities with lower posted speeds.

It can be extremely difficult to implement an access management program once properties have been developed
along a corridor. Cooperation among and involvement of relevant government agencies, business owners, land
developers and the public is necessary to establish an access management plan that benefits all roadway users and
businesses.

' See Table 18.810.1 in City’s Development Code of ROW, street width and other channelization requirements for city streets
by classification.
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Table 3. City of Tigard Minimum Widths for Street Classifications

Landscape
Min. On-Street Strip Width i
Right-of. Paved Number of Lane Parking {exclusive of ~ Median
Type of Street Way width Width Lanes Width Width Bike Lane Width Sidewalk Width curb) Width
. . . 2-7 \ & (New Streets) 8 (Res & Ind Zones) \ 1z
Arterial 84128 Varies {Refer o TSP} 12 WA §-6' (Existing Streets) 10" {Comm. Zones} 3
, ) 2.5 “ &' (New Streets) ® 6 (New Sireets)
e ' , 5
Callector 5898 Varies (Refer to TSP} " 8 5-6' {Existing Streets) ® 8’ (Existing Streets
g
Meighborhood Route 50'-58' 28-36 2z 1 g §-8' 5.6 @ 5 N/A
Local . . ] '
IndustrialfCommercial 50 8 2 NiA 5-6 5 NIA
Local Residential
« Under 160CADT  5¢y50°®  a32vyes ™ 2 8 (baoth sides) ]
NiA §'-6" 5 N/A
+ Under 500 ADT 5046 @ 28724 2 8 {one side)
+ Under 200 ADT 46742 @ 24720 2 No Parking)
Cut-de-sac butbs in
Industrial and 50° radius 42" radius N/A N/A NA N/A
Commercial Zones
Cutde £ac buios in 4T'radius 40 radivs NA NiA N NiA NA
Residential Zones
Alley: Residential 16 18 NA N/A NIA NIA NfA
Alley: Business 20 20 NIA N#A NA NIA NIA
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The following paragraphs present a discussion of access management spacing standards for ODOT, Washington
County, and the City of Tigard.

oDoT

Policy 1T of the Oregon Highway Plan (OHP) provides guidance for managing access and traffic contrel systems.
The access management spacing standards implemented by ODOT address the location, spacing, and type of road
and street intersections and approach roads on state highways, and include standards for each highway
classification. The standards are administered through Oregon Administrative Rule (OAR) 734, Division 51.
Under these rules the minimum access spacing distance increases as either the highway’s importance or posted
speed increases. Table 4 shows ODOT’s spacing standards for state highways in Tigard.

The access spacing standards shown in Table 4 typically apply to new development or redevelopment; existing
accesses are usually allowed to remain as long as the land use does not change. As a result, achieving planned
access management is a long-term process in which the desired access spacing to a street slowly evolves over
time as redevelopment occurs.

Table 4. ODOT Access Spacing Standards

Highway Type Roadway Speed Limit Spacing Standard
Statewide Pacific Highway {99W) 35 mph 720 feet
Pacific Highway (99W) 45 mph 990 feet
District Hall Boulevard (OR 141) 30 mph 350 feet
Hall Boulevard (OR 141) 35 mph 350 feet
Hall Boulevard (OR 141) 45 mph 500 feet
Scholls Ferry Road (OR 210) 35 mph 350 feet
Scholls Ferry Road (OR 210) 40 mph 500 feet
Scholls Ferry Road (CR 210) 45 mph 500 feet

For the section of OR 141/Hall Boulevard that is designated as a Special Transportation Area (STA) (MP 2,84~
3.84), the following standards apply:

Minimum access management spacing for public road approaches is the existing city block
Spacing or the city block spacing as identified in the local comprehensive plan. Public road
conmections are preferred over private driveways and in STAs driveways are discouraged.
However, where driveways are allowed and where land use patterns permit, the minimum access
managergem spacing for driveways is 175 feet or mid-block if the current city block is less than
350 feet.

As noted above, ODOT’s access spacing standards are a function of roadway classification and posted speed
limit. To facilitate better understanding of these standards, Figure 3 is included which shows speed zones on
arterials and collectors in the City. Speed zones are set by ODOT’ State Traffic Engineer. Speed zones for city
streets, county roads and state highways passing through cities are set based on operational considerations, which
includes factors such as roadway width, surface, lanes, shoulders, signals, intersections, roadside development,
parking, accidents and 85th percentile speed. Oregon’s State Speed Control Board (SSCB) hears appeals on
ODOT speed zone decisions.

2 Oregon Revised Statute (OAR) 734, Division 51, was amended in September 2005 to be consistent with August 2005 OHP
revisions to Policy IB. Specifically, the spacing standards in OAR 734-051 were amended to be consistent with the OHP
tables in Appendix C, Access Management Standards.

* OHP, Appendix C, Tables 13, 14, and 15, Footnote 6.
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Washington County

The Washington County Transportation Plan does not provide access management and spacing standards.
According to Strategy 7.5 under Policy 7 (Transportation Systerm Management) of the Roadway Element, access
management and spacing standards are to be implemented as they are established in the Community Development
Code. These standards are illustrated in Table 5 below.

City of Tigard
Chapter 18.705 of the Tigard Development Code identifies access requirements and restrictions. The minimum

spacing of streets or driveways is summarized in Table 5, along with spacing standards for Washington County.
The code does not include a spacing standard for Neighborhood Routes.

Based on a comparison of Tables 4 and 5, it can be seen that the spacing standards for Pacific Highway and Hall
Boulevard are not consistent between the City and OHP standards.

Hall Boulevard is designated as an arterial by the City of Tigard and District Highway by ODOT. The Tigard
spacing standard on arterials is 600 feet, which exceeds ODOT’s standards for the roadway. Therefore, the City’s
access spacing standards for Hall Boulevard meet ODOT standards. The ODOT standards for Pacific Highway
require access spacing at 720 or 990 feet, depending on the posted speed limits. These distances are greater than
the City’s spacing standards for arterials (600 feet). Because this roadway is under ODOT jurisdiction, the OHP
spacing standards would apply.

Table 5. Tigard and Washington County Access Spacing Standards

Tigard Standards

Street Classification Public Street Driveway Washington County !
Principal Arterial * n/a nia nia

Arterial 600 feet 600 feet 600 feet
Collector 200 feet 200 feet 100 feet
Neighborhood Street nia nia 50 feet

Local 125 fest n/a 10 feet between radii;

25 feet if no radii

! Washington County 2020 Transportation Plan
2 As Principal Arterials in the City are also state highways, access spacing standards are applied by ODOT.
: City of Tigard does not currently have an access spacing standard for Neighborhood Streets

As Table 5 shows, the City of Tigard access spacing standards for arterials are consistent with Washington
County standards. This is relevant for Scholls Ferry Road and Beef Bend Road, which are Washington County
roadways designated as arterials by both Tigard and the County. Tigard access spacing standards for collectors are
greater than Washington County’s. However, none of Tigard’s designated collectors are under Washington
County jurisdiction; therefore there is no conflict in these standards.

The City’s code (TCDC 18.705 — Access, Egress, and Circulation) requires an access report for all new
development that demonstrates compliance with ODOT, County, City, and AASHTO standards as applicable.

Existing Arterial and Intersection Operations

The evaluation of 2008 base year traffic conditions for the TSP included arterial level-of-service, as well as
intersection operations analysis. The analyses were conducted in accordance with the procedures described in the
2000 Highway Capacity Manual.

Arterial Traffic Operations

The arterial level-of-service (LOS) analysis provides as an indication of traffic conditions along a corridor
segment. The arterial LOS is determined for directional travel along defined street seginents by comparing the
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observed travel time to the free flow speed (FFS) along roadways of like parameters. Arterial L.OS was analyzed
using travel time studies conducted by City of Tigard staff in the spring of 2008. The arterial LOS for weekday
a.m., and p.m. conditions are depicted in Figures 4 and 5. The travel time data are provided in Appendix D of
Volume 3 of the City’s TSP.

Weekday AM Peak Period Arterial LOS

The weekday morning travel time runs were conducted between 7:00 and 8:30 a.m. Figure 4 shows that during
this time, many of the arterial segments currently operate at LOS D or better. There are several sections that
operate at LOS E or F. In general these tend to be located near the freeway interchanges or at approaches to
Pacific Highway or other major roads. The specific segments operating at LOS E or F include the following:

Eastbound Scholls Ferry Road between 121st Avenue and Nimbus Avenue

Southbound Greenburg Road between Tiedeman and Pacific Highway

Eastbound Walnut Street approaching Pacific Highway

Northbound Pacific Highway approaching Gaarde/McDonald; and between Walnut and Highway 217
Northbound Hall Boulevard between Burnham Street and Pacific Highway

Eastbound Durham Road approaching Hall Boulevard

Eastbound and westbound Upper Boones Ferry Road approaching 72nd Avenue.

Weekday PM Avterial LOS

Travel time runs for the weekday evening peak period were conducted between 4:00 and 6:00 p.m. Figure 5
shows several corridor segments operating at LOS E or F. The figure shows several of the short segments
operating at LOS F are at or near crossings of Highway 217 and I-5. This illustrates the effect of limited crossing
opportunities channeling all travel demand to a few locations, combined with the heavy demand for freeway
access at these locations. Segments operating at LOS E or F are listed below.

* Southbound Pacific Highway between Gaarde/McDonald Streets and 1-5, and northbound between
Greenburg Road and Highway 217

Southwestbound Main Street for the entire length

Southbound Greenburg Road and southbound Hall Boulevard approaching Pacific Highway
Greenburg Road in both directions south of the Highway 217 ramps

Northbound Hall Boulevard between Burnham Road and Pacific Highway, and also between Bonita Road
and McDonald Street,

s 72nd Avenue between Dartmouth Street and Highway 217 ramps

e Westbound Bonita Road between I-5 and 72nd Avenue

*  Westbound Upper Boones Ferry Road between the I-5 ramp and Durham Road

e Eastbound Scholls Ferry Road between 135th and 121st, and through the Highway 217 inter change

Intersection Operations Analysis

The HCM methodology provides a measure of LOS which represents the average delay experienced by drivers at
an intersection and also reports a volume-to-capacity (v/c) ratio which describes the amount of capacity that is
used at the intersection. This section focuses on the v/c ratios resulting from the HCM analysis. The OHP requires
a maximum v/c ratio of 0.95 for Pacific Highway and 0.85 at freeway ramp terminals.

it should be noted that at congested intersections or corridots, intersection analysis can result in misleading
findings because the analysis is based on vehicles that get through the intersection and does not account for
vehicles that are delayed by congestion at adjacent, upstream intersections. This “spillback” of vehicular traffic
from one intersection to the next cannot be accurately accounted for in the HCM operations analysis. In order to
reflect the effects of this traffic condition on overall corridor operations, the HCM analysis was supplemented
with field observations and the arterial operations analysis described above to identify locations where congestion
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impacts multiple intersections. For each of the corridors studied in the City, the weekday p.m. peak hour
_intersection operations were depicted in combination with capacity or queuing issues observed under typical
conditions. In certain locations a.m. peak hour and Saturday midday peak hour periods were also evaluated.
Details of the intersection analyses for all time periods evaluated are included in Appendices D through F of the
TSP. Key findings developed from the intersection analysis are presented in the following section.

Summary of Key Operational Findings

The following sections review the performance of key corridors in Tigard, focusing on the a.m. and p.m. peak
hours. The corridors (routes) described in this report include the major facilities such as Pacific Highway, Scholls
Ferry Road, Hall Boulevard, Greenburg Road, and 72nd Avenue. The evaluations inctude peak hour intersection
operations, queuing estimates, travel time surveys, and general observations. For Pacific Highway a diverted
demand analysis was also conducted which estimates the degree of traffic that may be diverting onto other
roadways to avoid congestion on Pacific Highway.

Pacific Highway (99W)

Pacific Highway in Tigard is a five-lane roadway carrying up to 51,000 vehicles per day through the City. The
roadway is characterized by numerous access points serving commercial properties, which are the predominant
land uses. The intersection operations analysis conducted for the TSP revealed capacity issues at several
intersections along the highway. During the weekday p.m. peak hour, congested conditions are typically observed
in most locations between Durham Road and 72™ Avenue. The intersections at SW Greenburg Road and SW Hall
Boulevard both acted as bottlenecks, causing. traffic to back up and reducing capacity at upstream intersections.
As a result, peak hour traffic was frequently stop-and-go between SW 72nd Avenue and SW Greenburg Road. In
addition to queuing issues on Pacific Highway, there is significant queuing on SW Hall Boulevard at both
approaches to Pacific Highway. Recent improvements to the intersections of Pacific Highway with both
Greenburg Road and Hall Boulevard have resulted in significant improvements to peak period intersection
operations. Improvements included the addition of through lanes on Pacific Highway and separate turning lanes
on cross streets.

The Pacific Highway/SW Gaarde Street/SW McDonald Street intersection operates at capacity during the
weekday p.m. peak hour. Based on field observations, this intersection is frequently over capacity, with
significant side street queues, The intersection analysis reports that the Pacific Highway intersections at SW
Royalty Parkway and SW Durham Road are operating with a poor LOS and at a very high v/c ratio. This is
consistent with field observations,

The intersection analyses for weekday a.m. and Saturday midday peak periods indicate that the weekday p.m.
peak hour is the critical period for most intersections. Exceptions include the Pacific Highway/SW Hall
Boulevard intersection, which operates at capacity during the weekday a.m. peak hour. During the Saturday
midday peak hour, the exception is Pacific Highway/Highway 217 SB Ramps which operate at capacity.

Pacific Highway Diverted Traffic Anzalysis

Pacific Highway carries traffic through Tigard, serving thousands of daily trips on the five-lane facility. As was
shown by the arterial LOS analysis, as well as the intersection analysis described above, the highway is frequently
congested. In order to determine whether the capacity constraints are resulting in travel demand diverting to other
roadways, a diversion analysis was performed on the corridor to analyze what the potential increase in traffic
would be if more capacity was added to the highway. Using 2005 p.m. peak period traffic volumes from the
regional travel demand model, two network scenarios were evaluated: the existing five-lane configuration and a
nine-lane configuration. It should be noted that the Regional Street Design policy precludes widening arterials to
more than four through lanes plus turning lanes. :

The analysis showed that with the increase in capacity from the added travel lanes, the vehicles using Pacific
Highway would increase by approximately 25 to 45 percent increase in the northbound direction; and southbound
traffic would increase in the range of 20 to 35 percent. A corresponding decline in traffic would occur on
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alternative routes. In particular, peak direction (westbound) traffic on the McDonald/Hall/Bonita corridor would
decline by approximately 10 percent; on Durham Road, the westbound traftic would decline by 12 to 14 percent.

Scholls Ferry Road

Scholls Ferry Road serves as a border between Tigard and Beaverton and is under the jurisdiction of ODOT and
Washington County. Much of the congestion along SW Scholls Ferry Road is associated with the close spacing of
high volume, signalized intersections near the Highway 217 interchange. Queues at Nimbus Avenue and Cascade
Avenue back into the freeway ramp intersections, causing stop-and-go traffic in the peak direction throughout
much of the corridor. Queuing also occurs on the side streets, including 135th Avenue and 121st Avenue.

Hall Bowlevard

SW Hall Boulevard (Highway No. 141) connects Beaverton and Tualatin via Washington Square Regional Center
in Tigard, with two crossings of Highway 217. Weekday p.m. peak hour intersection analyses were conducted at
six intersections south of Highway 217.

In combination with McDenald Street and Bonita Road, Hall Boulevard is a major east/west travel route through
the City of Tigard. Traffic along this corridor is highly directional with very long queues occurring in the peak
direction while roadway capacity in the other direction is underutilized. The intersection analyses show that the
Hall Boulevard intersections at McDonald Street and Bonita Road are over capacity during the weekday p.m.
peak hour. This is consistent with field observations. There are significant northbound lefi-turn queues at Hall
Boulevard, with queues sometimes extending to Bonita Road. There are alse considerable westbound queues on
Bonita Road approaching Hall Boulevard, as Bonita Road is a major route for westbound traffic crossing
Highway 217 and Fanno Creek.

The intersection analysis showed the SW Hall Boulevard/SW Durham Road intersection operates acceptably
during the a.m. and p.m. peak periods. However, the queuing analyses during the p.m. peak hour shows
significant queuing in the westbound direction. This is consistent with field observations.

The weekday a.m. peak hour analysis at the SW Hall Boulevard/SW Durham Road intersection indicate that the
morning peak hour is the critical time period for this intersection. During the weekday a.m. peak hour the
intersection operates at LOS E with a v/c ratio of 0.92, The analysis indicates extensive queuing in the eastbound
and southbound approaches.

Greenburg Road

Greenburg Road is an arterial roadway connecting Hall Boulevard to Pacific Highway and traversing the eastern
boundary of the Washington Square Regional Center. The operational analysis revealed considerable quening
along Greenburg Road between Tiedeman Avenue and Hall Boulevard. There are four relatively closely spaced,
high volume signalized intersections between the Highway 217 southbound ramps and SW Locust Road
(inclusive). Also, there is a double left-turn lane at the southbound approach to the Highway 217 southbound
ramps, but lane utilization is not well balanced; therefore, the dual turn Janes do not operate as efficiently in the
field as the analysis suggests. Due to high traffic volumes accessing the freeway and the retail areas around
Washington Square, there is considerable congestion throughout the corridor.

SW 72nd Avenue

SW 72nd Avenue is a north/south arterial connecting Pacific Highway with Tualatin and Durham at Lower
Boones Ferry Road and Bridgeport Village. With numerous connections to I-5 (Pacific Highway, Dartmouth
Street, Highway 217, Upper Boones Ferry/Carman, and Bridgeport Road), 72" Avenue is sometimes used as a
cut-through route when 1-5 is congested. The analysis of weekday p.m. peak hour intersection operations revealed
that 72nd Avenue is at or exceeding capacity at the intersections with Dartmouth Street and at Bonita Road. The
72nd Avenue/Dartmouth Street intersection is currently a 4-way stop controlled intersection. Signal warrants are
met under existing conditions. If the intersection were signalized, it would operate acceptably.
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Queues at the 72nd Avenue/Bonita Road intersection are extensive, especially in the westbound direction. During
the weekday p.m. peak hour, queues frequently back up as far as Bangy Street, approximately 1,600 feet to the
east. The intersection analysis indicates that the intersections between Hampton Street and the southbound
Highway 217 Ramps/Varns Street (inclusive) operate acceptably. However, as previously noted, the analytical
metheds do not capture the downstream impacts of congested intersections. It is known from field observations
that this section of 72nd Avenue is frequently congested due to the close spacing of signalized intersections.

Safety

Transportation must consider the goals of enhanced safety when plans are developed. Historic crash data from
roadways within Tigard reveal that the highest crash locations are consistently on state or county roads, including
Pacific Highway, Scholis Ferry Road, and the Highway 217 and I-5 ramp intersections. Such data were used as a
key criterion in the evaluation of potential improvement projects for the 2035 TSP.

In addition to including safety issues as a primary factor in identifying and prioritizing transportation investments,
safety considerations are incorporated in the City’s design standards for transportation facilities. These include
design standards for intersections, traffic control devices, and street cross section efements.

For this report, the evaluation of recent collision history focuses on two primary data sources - ODOT and
Washington County. These two jurisdictions both maintain indexes of high priority safety locations. ODOT and
Washington County, evaluate crash histories in Tigard with a broader context, and compare intersections in
Tigard with other locations in each jurisdiction. The ODOT Safety Priority Index System (SPIS) list is
summarized below in Table 6.

Washington County is responsible for roadways in the county, which includes both higher and lower order
facilities. The SPIS list for Washington County includes several locations on arterials such as Scholls Ferry Road
and Greenburg Road, but often at intersections with lower order facilities. Table 7 lists those locations, as
compared to other county roadways.

ODOT SPIS Analysis

ODOT maintains the SPIS for identifying locations on state highways where consideration should be given to
implementing improvements to reduce crash frequency. The SPIS index mathematically combines crash
frequency, crash rate, and crash severity to yield one score per location. A roadway segment becomes a SPIS site
if a location has three or more crashes or one or more fatal crashes over the three - year period. Under this
method, all state highways are analyzed in (.10 mile segments to determine SPIS sites. Each year, a list is
generated of the top ten percent of SPIS sites, and the top 5 percent of sites are further investigated for safety
issues. Table 6 identifies the eighteen ODOT 2008 SPIS sites located in Tigard.

Table 6. ODOT SPIS Listing 2008

Intersection SPIS Score # Crashes Ranking
Highway 99W/SW 64th Avenue/l-5 Southbound Ramps 80.37 41 5%
Highway 99W/SW 72nd Avenue 77.29 49 5%
Highway 99W/SW Garden Place (SW Warner Avenue) 77.18 53 5%
SW Schoils Ferry Road/SW Cascade Avenue SB Ramp 71.60 56 5%
Highway 99W/SW Walnut Street 59 .86 25 5%
Highway 99W/SW Gaarde Street/McDonald Street 58.42 43 5%
Highway 99W/SW Durham Road (SW 116th Avenue) 5v.47 35 5%
Highway 99W/SW 78th Avenue 56.86 26 5%
Highway 99W/SW Royalty Parkway 55.08 33 5%
Highway 99W/SW Greenburg Road 55.97 32 5%
[-6 Northbound Ramp/SW Upper Boones Ferry Road 55.93 27 5%
I-5 Southbound Ramp/SW Upper Boones Ferry Road 55.09 22 5%
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Table 6 Cont. ODOT SPIS Listing 2008

Intersection SPIS Score # Crashes Ranking
Highway 217/Highway 99W WB Ramp 55.04 1 5%
i-5 Northbound Off-Ramp/North of SW Boenita Road 53.04 22 10%
Highway 99W/SW Canterbury Lane 52.82 29 10%
Highway 99W/SW Fischer Road 50.38 27 10%
Highway 39W/SW Beef Bend Road 49,82 20 10%
Highway 99W/SW Bull Mountain Road 4712 26 10%

Source: 2008 Oregon Department of Transportation Top 5% and 10% SPIS sites

As shown in the table, there are several locations on ODOT’s SPIS list that were also identified in Table 6 with
high crash frequencies. Specifically, the following intersections are identified in both Table 5 and Table 6: the
Pacific Highway intersections with SW 72nd Avenue, SW Hall Boulevard, SW Greenburg Road, SW Gaarde
Street, SW Bull Mountain Road, and SW Royalty Parkway; and, SW Scholls Ferry Road/SW Cascade Avenue.

Washington County SPIS

Washington County also maintains a separate SP1S listing that ranks 275 high accident locations county-wide. In
Washington County the SPIS number and rank are based upon the number, rate and severity of accidents at a
particular location. The 2004-2006 listing is the most current. Table 7 shows the Washington County SPIS sites in
the City of Tigard which have a SPIS score above the threshold for further investigation. The table also shows the
previous SPIS ranking (2002-2004) and SPIS ranking identified in the previous TSP (1997-1999).

Table 7. Washington County Safety Priority Index System (SPiS) Intersection Ranking

2004-2006 SPIS Past Rankings
2002-2004 1997-1999

Intersection # Crashes Ranking Ranking Ranking
SW Scholls Ferry Rd/SW 121st Ave-Boones Bend Dr 40 27 14 52
Highway 99W/SW Bull Mountain Rd 40 48 66 33
SW Scholis Ferry Road/SW 125th Ave 29 50 45 139
SW Scholis Ferry Road/SW Conestoga Drive 27 58 24 143
SW Scholis Ferry Road/SW 135th Avenue 36 59 118 77
SW Scholis Ferry Road/SW Nimbus Avenue 46 60 19 9
SW Greenburg Road/SW Washington Square Road 22 63 157 -
Highway 89W/SW Beef Bend Road 23 65 101 36
SW Scholls Ferry Road/SW Barrows Road (East} 28 108 52 74
SW Hall Boulevard/SW Locust Street 17 149 259 208
SW Hall Boulevard/SW Hemlock Street 4 164 - -
SW Durham Road/SW 113th Avenue 4 197 -~ -
SW Barrows Rd/SW 154th Avenue 8 245 - -
SW Hall Boulevard/SW Greenburg Rd — SW QOlescen Road 10 242 136 94
SW Greenburg Road/SW Locust Street 9 267 - 92

Sources:  2004-2008, 2002-2004 and 1997-1993 Washington County Safety Priority tndex System (SPIS) Lists

As shown in the table, the top ten intersections for the 2004-2006 rankings (with the exception of the SW
Greenburg Road/SW Washington Square Road intersection) have consistently been on the Washington County
SPIS list, as shown in the historical rankings.

The Pacific Highway/SW Bull Mountain Road intersection appears on all three of the tables above, indicating the
importance of this intersection to local and state jurisdictions. There was a recent eastbound right-turn lane project
completed that may improve safety at the intersection; its effects are not shown in the available data. Several other
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intersections appear on two of the tables above, indicating potential safety issues at locations pertinent to different
jurisdictions.

Rail Crossings

Presently all the grade crossings of the railroad and public streets in Tigard are controlled by gated crossings with
the exception of the Pacific Highway viaduct. There are a few private crossings which are not gated. Grade
separation of the railroad crossings has not been determined to be necessary at any of the existing crossings. The
highest volume at-grade crossing in Tigard is on Scholls Ferry Road. Because of the close proximity of the rail
crossing to the Highway 217 interchange, potential future improvements on Highway 217 should consider the
operational need of Scholls Ferry Road south of Highway 217,

Planned Street Improvements

This section presents a summary of key planned street and highway improvements in the City of Tigard as
excerpted from the TSP. Information presented includes projects in the State Transportation Improvement
Program (STIP) and the Regional Transportation Plan (RTP). A short discussion of results from the 2007
Highway 99W Improvement and Management Plan is also included.

State Transportation Improvement Program (STIP)

The State Transportation Improvement Program (STIP) is the programming and funding document for
transportation projects and programs statewide. The projects and programs undergo a selection process managed
by ODOT Regions or ODOT central offices. The document covers a period of four years and is updated every
two years. There are six projects — a mixture of roadway capacity projects and bike and pedestrian facilities — that
are programmed in Tigard in the Final 2010-2013 STIP, shown in Table 8. The final three projects in the table are
not located within the city but are major projects that are nearby and will affect the city’s transportation system.

Table 8. 2010-2013 Final Approved STIP

Project Project Project
Roadway Location Description Project Type Project Cost Project Year
OR 99W Hall Blvd (MP 8.69 Widen intersection and MODERN $7.2 million 2010
to MP 8.93) improve access
management for safety
Washington Hall Blvd to Construct multiuse trail BIKEPED $432,000 2011
Square Regional  Greenburg Rd
Center Trail
Main Street Rail Corridor to Green street retrofit, MODERN $2.8 millien 2011
OR 99w pedestrian amenities,
streeflights
SW Greenburg Washington Widen road to five lanes MODERN $1.9 million 2011
Road Square/Tiedeman
Fanno Creek Hall Blvd Crossing  Project development prior BIKEPED $401,000 2010
Trail to construction
OR 98W Beef Bend Road Construct southbound right SAFETY $1.3 million 2012

turn lane

® Outside the 20 year perspective of the TSP, it may become necessary to consider a grade separation of the railroad crossing,
While not part of the TSP, it suggests that this concept should be considered in future planning of the Scholls Ferry Corridor.
A grade separation concept may include a viaduct Scholls Ferry Road from Highway 217 to south of Nimbus. Urban
interchanges would need to be designed for Nimbus and Cascade. This viaduct approach may preclude the need for seven
lanes on Scholls Ferry Road. This type of alternatives analysis would be necessary in the project development of any Scholls
Ferry Road widening, Highway 217 widening and/or rail crossing changes.
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Table 8 Cont. 2010-2013 Final Approved STIP

Project Project Project
Roadway Location Description Project Type Project Cost  Project Year
OR 98W Gaarde/McDonald  Intersection improvements MODERN $4 million 2012
Road :
OR 99W -6 SB Off Ramp Add an additional lane SAFETY $907,000 2012
northbound from 68" to
64"
OR 95W I-5 NB Off Ramp Add additional lane off I-5 SAFETY $1.3 million 2012

onto NB 99w from 68"
Avenue/Barbur Blivd

Metro 2035 Regional Transportation Plan (RTP)

The federal component and update of the Regional Transportation Plan (RTP) was approved by the Metro
Council and Joint Policy Advisory Committee on Transportation (JPACT) in December 2007. The US
Department of Transportation approved it in February 2008, following approval of air-quality analysis. The
update was spurred by regulatory changes made by the Safe, Accountable, Flexible and Efficient Transportation
Equity Act: A Legacy for Users (SAFETEA-LU). The federal RTP was subsequently amended and a “state RTP”
was adopted in June 2010.

The 2035 Regional Transportation Plan is the blueprint that guides investments in the region’s transportation
system to reduce congestion, build new sidewalks and bicycle facilities, improve transit service and access to
transit and maintain freight access. Three studies were undertaken as part of the RTP update that have
implications for the assessment of HCT station communities in Tigard. These include the High Capacity Transit
System Plan (HCT), the Transportation System Management and Operations Plan (TSMO), and the Freight Plan.
These will need to be examined as the HCT land use planning process unfolds.

There are 51 projects in Tigard included in the adopted 2035 RTP Financially Constrained System List of Projects
and Programs. They are presented below in Table 9.

Table 9. 2035 RTP Financially Constrained System List — Projects and Programs in Tigard

Project Project Project Project Cost {Year
Roadway Location Description of Expenditure $§}  Project Time
Washington Square  Local street Increase local street connections at $14.0 million 2018-2025
Connectivity locations Washington Square Cenier based on
Improvements recommendations in Regional Center

Plan
OR 217 Nimbus to Locust Provide a new connection from Nimbus $10.5 mitlicn 2018-2025
Overcrossing — to Washington Square south of Scholls
Cascade Plaza Ferry Road
Greenburg Rd Shady Lane tc Widen to 5 lanes with bikeways and $21.2 mitlion 2008-2017
improvements (1) North Dakota sidewalks, including bridge

replacement
Washington Square Various lccations Improve sidewalks, lighting, crossings, $11.8 million 2018-2025
Regional Center bus shelters, and henches
Pedestrian
Improvements
Greenburg Rd Tiedeman Ave to Widen to & lanes $30.4 million 2018-2025
Improvements (i) OR 99W
OR 217 Hunziker Rd to Re-align Hunziker Rd to meet Hampton $19.5 million 2018-2025
Qvercrossing 72nd Ave Street at 72nd Ave and remove existing

72nd/Hunziker Rd intersection
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Table 9 Continued. 2035 RTP Financially Constrained System List - Projects and Programs in Tigard

Project Cost
Project Project Project {Year of Project
Roadway Location Description Expenditure §) Time
Durham Rd Improvements  Upper Boones Widen to 5 lanes $31.2 million 2008-2017
Ferry Rd to Hall
Blvd
Wainut St Extension OR 98W to Extend street east of OR 99W to $5.6 million 2008-2017
Hunziker Rd connect to Hunziker Rd (PE phase)
72nd Ave improvements (I) OR 99W to Widen to 5 lanes with bikeways and $75.4 million 2008-2017
Hunziker Rd sidewalks, incfuding bridge
replacement
Dartmouth St 72nd Ave to 68th Widen to 4 lanes with turn lanes and $6.5 million 2008-2017
Improvements Ave sidewalks
Tigard Town Center Throughout Town  Improve sidewalks, lighting, $9.9 million 2018-2025
Pedestrian Improvements Center area crossings, bus shelters and
benches throughout the Town
Center including OR S9W, Hall Blvd,
Main St, Hunziker, Walnut, and
neighborhood streets
Nimbus Ave Extension Nimbus Ave to 2 lane extension with sidewalks and $9.5 million 2018-2025
Greenburg Rd bike lanes
Washington Square Hall Bivd to OR Complete shared-use path $2.7 million 2008-2017
Regional Center 217 construction
Durham Rd Improvements  Hall Blvd to OR Widen to 5 lanes with bikeways and $61.8 mitlion 2018-2025
ogwW sidewalks
Regional Trail Gap Closure  Various locations  Fill in gaps in regicnal trail network, $10.2 million 2008-2017
on trails including Fanno Creek, Washington
Square Loop and Westside Trails
Upper Boones Ferry Durham Rd to |-5 Reconfigure intersection of Durham $14.3 million 2008-2017
Intersection & Upper Boones Ferry to create a
through route between Durham and
I-5/Carmen Interchange; 2nd NB
turn lane at 72nd/Carmen;
72nd/Boones Ferry given Boones
Ferry/72nd widened to five lanes;
EB right turn lane at Carmen/I-5 SB
Greenburg Intersection Hall Blvd to 2nd NB tumn Jane, modify signal $14.1 million 2008-2017
Improvements Tiedeman Ave timing at Greenburg/Cleson/Hall;
install boulevard treatment at
GreenburgMWashington Square Rd;
improve geometry/alignment and
extend cycle length at intersection
of Greenburg/Tiedeman
OR 99W Intersection 68th Ave to Beef Provide increased capacity at $29.1 million 2008-2017
tmprovements Bend Road priority intersections, including bus
queue bypass ianes in some
locations, improved sidewalks,
priority pedesirian crossings, and an
access management plan, while
retaining existing 4/5-lane facility
from I-5 to Durham Rd
Scholls Ferry ATMS From Hall Blvd to Install integrated surveillance and $1.6 million 2008-2017
Murray Blvd management equipment
Scholis Ferry Rd From CR 217 to Widen to 7 lanes with bike ianes $40.0 million 2018-2025
Improvements 121st Ave and sidewalks

26



TECHNICAL MEMORANDUM (CONTINUED)

Table 9 Continued. 2035 RTP Financially Constrained System List — Projects and Programs in Tigard

Project Cost

Project Project Project (Year of Project
Roadway Location Description Expenditure $) Time
Washington Square in Washington Complete 7,400 feet of sidewalk $13.3 million 2008-2017
Regionai Center Square Regional improvements
Pedestrian Improvements Center
Locust Ave Bike From Hall Blvd to Complete 1,650 feet of bike lanes in $5.1 million 2008-2017
80th Ave Regional Center
Greenburg Rd Bike From Hall Blvd to Complete 3,400 feet of bike lanes in $5.3 million 2008-2017
OR 217 Regional Center
108" Ave Extension Between existing Pedestrian bridge over Tualatin $6 million 2026-2035
sections in Tigard  River and connecting paths.
and Tualatin
McDonald Street From Hali Blvd to  Construct turn lanes & intersection $16.2 miliion 2018-2025
Improvements aoaw improvements; add bike lanes &
sidewalks in gaps
Hall Blvd Improvements (1)  From Locust Widen to 3 lanes; build sidewalks & $16.2 million 2008-2017
Street to Durham bike lanes; safety improvements
Road
Regional Bicycle Various locations Make spot improvements on key $5.9 million 2008-2017
Improvements low-volume, low speed through-
routes to facilitate bike & pedestrian
travel: identify them as
bike/pedestrian rouies
High Capacity Transit From Downiown ldentify alignments, potential station $7.4 million 2008-2017
Planning Portland to locations, etc.
Sherwood
Hail/Hunziker/Scoffins Hall Blvd in vicinity Realign offset intersection to cross $7.4 million 2008-2017
Intersection Realignment of Hunziker St and  intersection to alleviate congestion
Scoffing St and safety issues
intersections
Greenburg/Tiedeman/North  Greenburg Rd Realign one or more streets to $14.8 miliion 2008-2017
Dakota Reconfiguration from Tiedeman improve intersection configurations,
Ave to North railroad crossings & creek crossings
Dakota St
Downtown Circulation Plan  Downtown Tigard  Acquire ROW, construct streets and $5.9 million 2008-2017
Implementation within OR 99V, streetscape improvements in
Hall Blvd and downtown Tigard
Fanno Creek
Pedestrian Improvements Multiple locations Fill gaps in sidewalk and pedestrian $7.4 million 2008-2017
in Tigard network
Neighborhood Trails & Multipte locations  Construct high priority neighborhood $7 .4 million 2008-2017
Regional Trail Connections  in Tigard trails to regional trails, sidewalks
and transit
Portland & Western Rail From Tiedeman Construct trail along portion of $1.5 million 2008-2017
Trail Ave to Main St abandoned rail line
Walnut Street From OR 98W fo Widen to 3 lanes; build sidewalks & $17.8 million 2008-2017
Improvements 116" Ave bike lanes; safety improvements
Greenburg Road From Gormartin Widen to 5 lanes with bike lanes $46.6 million 2026-2035
improvements (Il Lane to and sidewalks
Washington
Square Rd
Hall Blvd Improvements (i)  From Scholls Widen to 5 lanes with bike lanes $173 million 2018-2025
Ferry Rd to and sidewalks
Durham Rd
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Table 9 Continued. 2035 RTP Financially Constrained System List — Projects and Programs in Tigard

Project Cost

Project Project Project (Year of Project
Roadway Location Description Expenditure $) Time
OR 217/72™ Ave OR 217/72™ Ave  Complete interchange $39.6 miflion 2018-2025
Interchange Improvements  Interchange reconstruction with additional ramps
and overcrossings
Greenburg Road From Tiedeman Widen to 5 lanes $30.4 million 2018-2025
Improvements (IV} Ave to OR 99W
Bonita Road improvements  From Hall Bivd to Widen to 4 lanes $53.3 million 2008-2017
Bangy Rd
72" Ave Improvements (Il)  From Hunziker Rd  Widen to 5 |lanes with bikeways and $41.7 million 2008-2017
to Bonita Rd sidewalks
72" Ave Improvements From Bonita Rdto  Widen fo 5 lanes with bikeways and $22.8 million 2008-2017
() Durham Rd sidewalks
Dartmouth Street From Durham Rd 3 lane extension, new OR 217 $118.9 million 2018-2025
Extension to Hunziker Rd overcrossing
Hall Bivd Extension From Durham Rd Extend Hall Bivd across Tualatin $1786.7 million 2018-2025
to Tualatin River
Washington County WES line Beaverton to Wilsonville frequency $370 miftion 2008-2017
Commuter and span of service improvements.
Rail Frequency Will require capital improvements
improvements incfuding DMUs.
High Capacity Transit: From Portland to Portiand to Tigard/King City HCT $2.45 billion 2008-2017
Barbur / Tigard Line Assumes expansion of existing
99W Corridor or Sherwood bases or 3™ LRT operating base as
part of project. Continue work as
part of the HCT System Expansion
Policy.
I-5/0R 217 Interchange I-5/0OR 217 Construct southbound OR 217 to $74 million 2008-2017
Phase 2 Interchange SB 1-5 ramp; southbound I-5 to
Kruse Way loop ramp.
OR 99W Transportation OR 99w Implement new  Transportation $36.6 million 2008-2017
System Management and System Management and
Operations Operations projects on OR 98W.
OR 217 Improvements From US26tol-5  Metro, ODOT, Washington County, $151.9 million 2018-2025
City of Tigard and City of Beaverton
participated in a joint study to
explore improvements for OR 217
that improve safety and produce
substantial operational and reliability
improvements at a relatively low
cost. Consistent with the Oregon
Transportation Plan and the State
Highway Plan, it is the intention of
the partners fto jointly pursue
projects identified in the study and
pursue additional cutting edge
technological, operational and
strategic capital improvements to
meet identified needs in this
corridor. This project would be for
aggressive implementation of
system management and
operational improvements
I-5 to 99W replacement N/A Construct improvements consistent $14.8 miltion 2008-2017

projects

with recommendations from 1-5/99W
CoNnector process.
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City of Tigard Highway 99W Improvement and Management Plan (2007)

The Highway 99W Bnprovement and Management Plan was completed in 2007 to address projected growing
demand and deteriorating operations on Pacific Highway (OR 99W). These conditions had been identified in the
RTP, including plans for mixed-use development and other land use and transportation measures designed to
mitigate growth, The Highway 99W Improvement and Management Plan addressed transportation measures
called for in the RTP for the portion of the highway reaching from the I-5 interchange to SW Durham Road.

A process considered three alternatives — Alternative A (Partial Widening), Alternative B (Access Management
Strategy), and Alternative C (Full Widening). Given evaluation criteria that included safety and convenience for
alternative modes, adequate vehicle storage (queuing), freight accessibility, access spacing standards, and
minimized property impacts and cost, Aliernative B (Access Management) emerged as the preferred concept.

Features of Alternative B (Access Management) include:

¢ Access would be more strictly managed throughout the study area corridor rather than just at the
interchange areas around [-5 and OR 217.

¢ Concept implementation relies primarily on two types of access management: raised medians and
driveway closures, consolidation, or relocation.

s Raised medians are proposed along 40% of the study area corridor at locations north of
Gaarde/McDonald Street. Drivers would be allowed to make U-turns at intersections, but additional width
may be required and this will be addressed during preliminary design and engineering, Final design and
implementation needs to be coordinated with Tualatin Valley Fire and Rescue to assure acceptable
emergency vehicle access.

* Driveway management evaluated in the alternatives analysis focused on properties with multiple
driveways, with access to side streets, or within 200 feet of intersections, This management measure is
only in the planning stages and a formal Access Management Plan still needs to be developed, which can
be done in conjunction with construction project development or on its own.

e  For pedestrians and bicyclists, install sidewalks where there are gaps in the system in the study area
corridor, upgrade sidewalks to have four-foot landscaping strips and eight-foot pedestrian zones, and
install a signalized pedestrian activated crossing at the intersection with Watkins Avenue. Install six-foot
bike lanes where there are gaps in the system and sign sections where bicyclists need to share the
sidewalk with pedestrians.

¢  Transit improvements include relocation of bus stops and queue bypasses at five intersections (68th
Avenue, Dartmouth Avenue, Hall Boulevard, Walnut Street, and Gaarde, McDonald Street)

s Although this alternative does not feature the type of roadway widening proposed by the other
alternatives, it does propose widening the following intersections to allow for new turn or through lanes
and/or transit queue bypass lanes:

68th Avenue — transit bypass lane

Dartmouth Avenue — transit bypass lane, southbound through lane

Hall Boulevard — bypass lane, westbound turn lane (completed)

Greenburg Road — eastbound/westbound left-turn lanes (completed)
Gaarde/McDonald — transit bypass lane, northbound/southbound left-turn lanes,
eastbound/westbound through lanes, eastbound/westbound left-turn lanes
Canterbury — westbound lefi-turn lane

Beef Bend Road — southbound right-turn lane

o Durham Road — northbound left turn lane.

O 0 0O0OD0

00
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The TSP update incorporates recommendations from the Highway 99W Plan including the designation of a
maximum 5-lane cross-section through Tigard (this does not preclude adding turning lanes where needed). This
designation differs from the recommendations of the Washington County Transportation Plan which calls for a 7-
lane cross-section.

Future Traffic Volumes

Development of long-term (2035} transportation system forecasts relied heavily on the Metro Travel Demand
Model. The model predicts future travel needs based on forecast housing and population. The model also
incorporates planned improvements to the transportation system. Future transportation conditions were evaluated
based on the forecast travel demand and planned improvements. Further information is provided in Technical
Memorandum #4: Transportation Needs and Deficiencies included in the Volume 3 Technical Appendix of the
City’s TSP.

Growth Assumptions for Downtown

The City of Tigard plans for increased residential and commercial density in Downtown Tigard. These planned
changes in downtown, along with the City’s land use strategy to increase mixed-use development, are intended to
mitigate the strain on the east/west roadways by shortening home-to-work trips, supporting transit service, and
making walk/bike trips more viable for work, shopping, and other activities.

The City’s aspirations for growth have not yet been incorporated into the Metro trave! demand model. As a result,
the 2035 model forecast underestimates the travel demand to and from downtown. While this is a meaningful
disparity, it was determined that the potential negative impacis of this disparity are lessened by the following
considerations:;

¢ The intent of the higher density, mixed use development is to accommodate a higher proportion of travel
demand by non-automobile travel modes.

¢ The most critical need for a higher density downtown will be the provision of multiple access points and
an efficient overall circulation pattern,

* The current planning process for downtown includes a grid of two-lane streets to create and preserve a
safe, efficient and pedestrian-friendly circulation system. Larger street cross sections would conflict with
these objectives, even if travel demand modeling indicated a desire for more automobile capacity.

® The arterial streets providing access to Downtown (Pacific Highway, Hall Boulevard, Greenburg Road)
are already planned for their maximum roadway width of five lanes. The City does not intend to increase
the roadway footprints. If the downtown growth requires specific capacity improvements at critical
intersections, those could be developed and are not dependent on inclusion in the TSP,

Given these considerations, emphasis was placed on ensuring efficient access and connectivity for downtown, as
well as planning for improved pedestrian, bicycle, and transit access.

Future Travel Demand

The forecast growth in motor vehicle travel demand during the weekday p.m. peak hour was determined by
comparing forecasts for 2035 travel demand to the 2005 base year. The net increase in weekday p.m. peak hour
travel demand on the study corridors is depicted in Figure 6. As Figure 6 shows, forecast 2035 weekday p.m. peak
hour travel demand is expected to grow throughout Tigard, with the highest increases on large segments of 72nd
Avenue, Durham Road, Gaarde Street, Walnut Street, and Boones Ferry Road.

Future Traffic Operations

For the purpose of the traffic analysis, the forecast 2035 traffic volumes were modified according to the
procedures described in the National Cooperative Highway Research Program (NCHRP) Report 255. Directional
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demand-to-capacity (d/c) ratios were calculated for the key corridors in the plan area. The capacity is based on the
link capacity assumptions in the travel demand model.

Figure 7 shows the results of the demand-to-capacity analysis for the recommended projects. Maps illustrating
these projects and a complete project list are included in Appendix A. Based on this analysis, even with the
recommended projects and if household and job growth occurs as forecast in the Metro model, the following
sections of roadways will exceed their capacity during the weekday p.m. peak hour by 2035:

¢ Scholls Ferry Road, westbound from Nimbus Avenue to Springwood Drive;

e Greenburg Road, nerthbound from Beaverton-Hillsdale Highway to 91* Avenue,

¢ Greenburg Road, southbound through the interchange with OR 217,

*  Walnut Street, eastbound from Barrows to 135th Avenue;

* Nimbus Avenue, northbound from the southern terminus to Scholls Ferry Road;
Hall Boulevard; southbound from the rail road to Durham Road, additionally a short northbound section
between Bonita Road and McDonald Street;

85™ Avenue, in both directions south of Durham Road,

Beaita Road, westbound from 72nd Avenue to Hall Boulevard;

72™ Avenue, southbound from Upper Boones Ferry Road to the southern city limits,
Bull Mountain Road, westbound from Pacific Highway to 150™ Avenue; and,

Upper Boones Ferry Road, southbound from 72nd Avenue to south city limits.

Recommended Roadway Network

The adopted TSP identifies a recommended roadway system that is intended to serve all travel modes when built
to meet current design standards. All new roads, widening, or other major roadway improvements will include
pedestrian and bicycle facilities consistent with the City’s street standards. As such, many projects identified as
roadway improvements represent significant improvements to the bicycle, pedestrian, and transit systems.
Appendix A includes graphics and a detailed project list that illustrates the planned roadway network, including
new roadways, improvements to existing roads, and intersection projects. Bicycle, pedestrian and transit
improvements are also shown in the graphics and included on the list.

The most numerous type of roadway project is the intersection improvement. These may include such treatments
as traffic signals installation or modifications, roundabouts, or turn lanes. A more detailed analysis at each
individual location will be required to identify specific appropriate treatments.

“Complete Streets™ projects are those that are planned to upgrade existing streets with the inclusion of sidewalks
and bicycle facilities, but without increasing motor vehicle capacity. However, any new roadway, road extension,
or roadway widening will also be multi-modal “Complete Street” projects that include sidewalks and bicycle
facilities. Figure 8 shows the future right-of-way needs for existing and future roadways.

PEDESTRIAN SYSTEM
This section presents a summary of existing and potential future pedestrian facilities in the Tigard study area,
including sidewalks, multi-use paths, and pedestrian only paths.

Pedestrian Coverage and Quality

The pedestrian system within Tigard includes sidewalks, multi-use paths, and pedestrian only paths. The Tigard
street cross section standards include sidewalks on both sides of alt public streets, excluding alleys. However,
many streets built prior to the standards do not provide sidewalks. The existing sidewalks, multi-use paths, and
pedestrian-only paths are shown in Figure 9.
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Fig. 6: City of Tigard - Transportation - Forecast Travel Demand Growth 2005-2035
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Fig. 7: City of Tigard - Transportation - 2035 Demand-Capacity Ratio - Preferred
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Fig. 8: City of Tigard - Transportation - Right-of-Way Needs
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Fig. 9: City of Tigard - Transportation - Pedestrian Facilities and Deficiencies
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Burnham Street & Main Street Improvements: Significant Improvements Pending

Major reconstruction of Burnham Street is nearing completion. Sidewalks have been widened to 12 feet to 18 feet,
and pedestrian crossings and curb ramps have been installed. Other major elements that will enhance the pedestrian
environment include undergrounding of utilities, pedestrian scale lighting, street furnishings, and landscaping and
street furnishings.

Main Street currently has continuous sidewalks and a few designated pedestrian crossing locations. In general, the
sidewalks are adequate in width and are mostly uninterrupted. There are a few locations where signage, utilities, or
street furnishings partially obstruct the pedestrian path. These conditions are expected to improve significantly with
the upcoming Main Street Green Street Retrofit. The project will include redesign and construction of the street and is
expected to incorporate landscaping for water treatment, sidewalks, on-street parking, street furnishings, lighting,
signage, and street furnishings. Phase 1, which includes the section from the railroad tracks to the southern Pacific
Highway 99W intersection, is currently in the early phases of design. Phase 2 is not funded.

Scoffins Street: Significant Sidewalk Gap at Hall Boulevard

Scoffins Street has continuous sidewalks on both sides of the street starting at Main Street, though there are some
maintenance issues adjacent to the Rite Aid parking lot. Specifically, some of the vegetation is overgrown and
encroaching on the sidewalk. The sidewalks are basically in good condition.

Sidewalks on both sides of the street end at the American Legion building near Ash Avenue. Between this location
and SW Hall Boulevard, there is no sidewalk on either side of the road. In this location, the absence of sidewalks is
combined with heavy traffic and a sharp turn in the roadway hindering sight distance, to create an unwelcoming
pedestrian environment.

Fanno Creek Trail: Good Neighborhood Access

Downtown is adjacent to residential neighborhoods in several directions. The area to the southwest has excellent
pedestrian access via the Fanno Creek Trail, which can be used to access Ash Avenue-Burnham Street or Main
Street by Max’s Brew Pub.

Commercial Street — Main Street to Northwest of 99W: Major Opportunity

There are no sidewalks on this section of Commercial Street and the paved cross section is relatively narrow. It has
the potential to provide a very good connection between the residential neighborhood and downtown, with an
undercrossing of Pacific Highway 99W. It also connects to an informal path along the Center Street aligniment, which
provides direct access to Greenburg Road and Hall Boulevard via Tigard Plaza.

Commercial Park Trail/Center Street

On the northwest side of Pacific Highway 99W, an informal pedestrian path runs parallel to the highway between
Commercial Street and Center Street. Center Street continues to Greenburg Road and then to Hall Boulevard via the
Tigard Plaza shopping center. This can serve as a pedestrian connection into downtown that avoids crossing the
highway. However, its informal and largely unimproved nature limits its effectiveness and attractiveness as a
pedestrian route.

TriMet Park & Ride Sidewalk Connection

The Transit Center park & ride lot has a very nice sidewalk from Hall Boulevard, with landscaping and natural street
furnishings. However, the sidewalk ends in a drive aisle of the parking lot and there is no dedicated pedestrian path
connecting to Main Street. Given that the parking lot is generally underutilized, it may be possible to redesign the lot
to provide a continuous pedestrian connection, while continuing to serve the current parking demand.

Pedestrian Volumes

Pedestrian counts were taken at key intersections that were studied during the TSP planning process. These counts
identified the number of pedestrians present during the morning and evening peak periods. Pedestrian counts at
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intersections with more than ten pedestrians counted over a two-hour period of time (cither 7-9 a.m. or 4-6 p.m.)
are summarized in Figure 3-15 of the TSP Technical Appendix on Existing Conditions. The counts were
conducted in spring and summer of 2008. The figure shows several intersections on Highway 99W with more
than 40 pedestrians over a two-hour a.m. or p.m. peak period during a weekday. The highest volume of
pedestrians was observed at the SW Hall/SW Durham Road intersection near Tigard High School. At this
location, there were approximately 150 pedestrians during the two-hour morning peak period.

Additional data related to pedestrian activity is available from a 2009 study of transit rider boardings and
alightings for existing transit routes in the Tigard area. This data is illustrated in Figure 14 and shows a high level
of pedestrian activity at the Tigard Transit Center, the Washington Square Transit Center and the Tualatin Park-
and-Ride facility (volumes range from 601 to 2,550 pedestrians per day). A lower but still significant level of
pedestrian activity was observed adjacent to numerous bus stops primarily along Pacific Highway and Hall
Boulevard.

Pedestrian Deficiencies

Figure 9 also shows several pedestrian system deficiencies including a lack of connectivity in several areas that
have inadequate sidewalks and/or off-street trails for pedestrian. The City of Tigard completed a study, called the
Tigard Trail project, which evaluated the off-street trails in the city. The study provides a list of forty-three
recommended off-street trail projects within the city. As these projects are completed, they are expected to
support the existing pedestrian network and address several of the connectivity deficiencies identified in this
report.

The City, ODOT and TriMet-sponsored study discussed above also identified several locations where improvements
could be made to the pedestrian system to address general deficiencies. Recommendations focused on the following:

Transit Center Park & Ride Lot

* Reconfigure parking to provide a designated continuous pedestrian connection along the current sidewalk to
Main Street.

Formalize the Center Street Connection from Commercial to Hall Boulevard

Several improvements are needed to create a high quality pedestrian along the Center Street alignment. These should
generally include some degree of reconstruction as well as signage and landscaping improvements.

Improve the Commercial Park path between Center Street and Commercial
Provide sidewalk on Commercial Street between the Commetcial Park path to Greenburg Road (lower
priority).

* Upgrade the sidewalks between Greenburg Road and 87th Avenue.

* Obtain an agreement with Tigard Plaza to strip a designated pedestrian path along the Center Street alignment
between 87th Avenue to Hall Boulevard.

Pedestrian Treatment on Scoffins

Scoftins Street will provide the shortest and most direct path from the new Knolls development to several key
destinations in downtown, including the Rite-Aid pharmacy, Post Office, and the transit center. The city has long
planned to realign Scoffins Street to align with Hunziker Road. Without funding in place for this ultimate
improvement, it may not be fiscally responsible to pursue a permanent sidewalk on Scoffins. However, options for a
temporary sidewalk or pedestrian path should be explored.

¢ Install a temporary pedestrian path along Scoffins Street between Hall Boulevard and Ash Avenue-American
Legion building.

Areas along the WES Commuter Rail and along several streets (Gaarde, McDonald, Bull Mountain, sections of
Hall) were identified as locations with challenging crossing conditions for pedestrians. These tend to be streets
with relatively high traffic volumes, but infrequent signalized intersections or other protected crossing locations,
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Future Pedestrian System Improvements

Pedestrian System Designations

The City of Tigard does not currently have an adopted pedestrian plan. Rather, with the adoption of the TSP, a
pedestrian network has been identified. Planning for a comprehensive and complete pedestrian system remains to
be undertaken. '

The 2035 Metro RTP Update includes pedestrian designations that encourage the development of a well-
connected high quality pedestrian environment. The guidance in the RTP recognizes the importance of transit
facilities for encouraging walking trips on the transit/mixed-use corridors, while multi-use facilities provide
pedestrians with dedicated space for travel. Short distance trips are most attractive to pedestrians, and this
environment is often found in the Regional and Town Centers in the area. Table 10 summarizes the Metro
pedestrian designations in Tigard.

Table 10. Pedestrian Designations from the 2035 RTP Update

Muiti-use Facility with Pedestrian

Transit/Mixed-Use Corridors Function Pedestrian Districts

Pacific Highway (99W) Fanno Creek Washington Square Regional Center
Hall Boulevard Tualatin River Tigard Downtown Town Center
Scholls Ferry Road Power lines King City Town Center

Hunziker Street Hunziker to Lake Oswego

Future Pedestrian Network

Figure 10 identifies the future pedestrian network which is comprised of the existing sidewalk and multi-use path
networks, in addition to the network that will be developed through sidewalk projects, pedestrian crossing
projects, “Complete Street” and roadway capacity projects (all of which will include sidewalks), and future multi-
use paths projects. According to the TSP, pedestrian improvements should be prioritized based on their ability to
complete connections between places that generate pedestrian trips such as schools and housing; housing and
transit stops; and, employment and transit stops.

Pedestrian crossing locations allow for walking trips to connect across busy roads or rail lines to continue along
pedestrian facilities. In addition to the need for sidewalks along arterial and collector roadways, there are several
high-volume roadways that bisect Tigard and need improvements to increase the ease and safety of pedestrian
crossings. In particular, the rail corridor near Highway 217 in Tigard is difficult for pedestrians to cross due to
infrequent crossings, which may not include proper pedestrian facilities. Access across the railroad tracks is
increasingly important with the introduction of WES commuter rail service.

Several streets (Pacific Highway, Gaarde, McDonald, Bull Mountain, Bonita, sections of Hall) were identified as
locations with challenging roadway crossing conditions for pedestrians. These tend to be streets with relatively
high traffic volumes, but infrequent signalized intersections or other protected crossing locations. While the state
of Oregon considers all unsignalized intersections legal crosswalks, driver compliance is not consistent so that
there are still challenges for pedestrians at these locations.

The Tigard 99W Improvement and Management Plan identifies several specific recommendations for improving
the pedestrian network along this highway facility including filling in the gaps in the existing sidewalks system to
provide pedestrian connectivity along the entire corridor. The recommended sidewalk design (for filling in the
paps and for upgrading existing sidewalks) is an eight-foot walkway and four-foot landscape strip. Sidewalks
segments that meet or exceed these standards would not be reconstructed. Two specific locations are
recommended for new pedestrian activated signalized crossings. These two locations are at SW 71st Avenue and
SW Watkins Avenue intersection. The 71st Avenue location improves pedestrian access to an existing transit
stop. SW Watkins Avenue improves pedestrian access where current intersection spacing significantly exceeds
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accepted standards for convenient pedestrian crossing. Implementation of these (as well as design components)
would need to be determined at a later time when an engineering study is completed to determine if the locations
meet warrants for pedestrian crossings as well as what type of crossing treatment is most appropriate for the safest
design possible. Final design of the new pedestrian crossings witl be subject to ODOT approval, Meeting signal
warrants and spacing requirements may limit or preclude where additional signalized intersections could be
implemented.

BICYCLE SYSTEM
This section presents a summary of existing and potential future bicycle facilities in the Tigard study area.

Inventory of Facilities

Bicycle use in Tigard is generally used for recreational, school and commuting purposes. Bicycles are permitted
on all roadways in Tigard and streets with lower traffic volumes. Figure 11 shows existing bike lanes along
collector and arterial streets and off-street multi-use paths that are shared with pedestrians. For reference, the
locations of a number of potential bicycle attractors are also shown, including schools, parks, commercial areas,
the library, and the hospital, It can be seen from Figure 11 that where bicycle lanes are provided, they are
generally provided along both sides of the street. The information presented in Figure 10 is augmented by a copy
of the City’s Bike Tigard map, a copy of which is included in Appendix B. This map shows existing bicycle lanes
and shared use facilities, multi-use trails, major bicycling destinations, and the location of traffic signal to aid with
route planning. The map also identifies locations where bicyclists should exercise caution, as well as locations
with difficult connectivity.

The provision of bicycle parking is required for most new development in the City. lts purpose is to provide a
secure (and sometimes covered) space for bicycle storage at a variety of destinations. The City of Tigard’s
Development Code (Section 18.765.050) identifies design standards for bicycle parking facilities. Section
18.765.070 addresses minimum and maximum off-street parking requirements and includes an extensive table
correlates these requirements with specific land uses. Bicycle parking requirements are included in the table..

Bicycle Volumes

Bicycle counts at study intersections indicated a number of bicycles present during the morning and evening peak
periods. Intersections with more than ten bicycles counted over a two-hour period of time (either 7-9 a.m. or 4-6
p.m.) are shown in Figure 3-16 of the TSP Technical Appendix on Existing Conditions. As the figure shows, peak
period bicycle traffic is relatively lght at the most of the study intersections. However, 26 to 40 bicycles were
observed during peak periods along most of the Hall Boulevard corridor, where bicycle travel was highest. The
bicycle counts were conducted in the spring and summer of 2008, along with the pedestrian counts discussed
above.

Rail Crossings

The existing freight and commuter rail corridor presents a barrier to access for pedestrians and bicyclists in
Tigard. Although new multi-use pathways are desirable, current ODOT Rail policy related to at-grade crossings is
to reduce the number of at-grade rail crossings. In particular, the 2001 Oregon Rail Plan expresses a desire for a
reduction in at-grade railroad crossings within Tigard.

There are nine at-grade railroad crossings in Tigard, and one grade-separated crossing at Pacific Highway. Of the
ten crossings, six have existing sidewalks and five have bicycle facilities. Several track crossings are currently
“demnand” trails and not part of the formal or approved transportation system. These are worn paths across the
tracks and could be used as locations for potential future grade-separated crossings for pedestrians and bicyclists.
Currently, Grant Avenue ends at Tigard Street near the raitroad tracks, directly across from 95th Avenue. There is
a worn path across the tracks connecting these two roadways. There is another demand trail where Katherine
Street ends at the west side of the railroad tracks.
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In addition to crossings with existing demand, additional connections across the railroad tracks to the Tigard
Transit Center would benefit pedestrians and bicyclists accessing transit lines, Currently, there are two
connections on either side of the transit center, at Main Street and Hall Boulevard, but these crossings are nearly
1,500 feet apart.

Any potential crossings needed for future multi-use pathways, for instance connecting the Fanno Creek Trail with
regional destinations such as the Tigard Triangle and the Washington Square Regional Center will need to be
coordinated with ODOT Rail to ensure consistency with their policies.

Bicycling Deficiencies

While the existing bicycle facilities serving Tigard create a fairly extensive network, in many instances there are
short gaps or other conditions that reduce the quality and/or safety of bicycling. For example, there are short gaps
in the bicycle lanes on Pacific Highway near 72nd Avenue and on sections of Walnut Street and Bonita Road.
Further, the existence of designated bicycle lanes does not always indicate a high quality bicycle route. High
motor vehicle volumes and travel speeds can contribute to an unsafe environment for riding. Other issues may
arise from inadequate or inconsistent lane widths, poor pavement conditions, or debris in the bike lanes.

Future Bicycle System Improvements
Bicycle System Designations

Metro has made several bicycle designations as part of the Regional Bicycle System in the 2035 RTP. The
designations encourage the development of a regional bikeway system to provide both mobility and accessibility
for cyclists. Arterial facilities often provide the most direct route between destinations, and the regional corridors
for bikes identify the arterials suited for bicycle travel. Lower volume connector streets provide greater access for
bicyclists, while off-street facilities allow for cyclists to ride separate from roadway vehicles. Table 11 identifies
the designations for streets in Tigard.

Table 11. Bicycle Designations from the 2035 RTP

Regional Corridor{on- Regional Corridor Off-
Regional Access street) Community Connector Street
Hall Boulevard to Greenberg  Walnut Street 72nd Avenue Fanno Creek
Road to Main Street to Scholls Ferty Road Bonita Road-McDeonaid Tualatin River
Hunziker Street Hall Boulevard Street Power lines
Pacific Highway (99W) Carman Street- Durham Hunziker Street to Lake
Hall-Durham-Boaones Road Oswego through I-

5/Highway 217

Future Bicycle Network

Figure 12 identifies the future bicycle network which is comprised of the existing facilities, as well as the network
that will be developed through bicycle lane projects, bicycle boulevard projects, “Complete Street” and roadway
capacity projects (al of which will include bicycle facilities), and future multi-use paths projects.
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TRANSIT

This section describes existing and planned/potential future transit services and facilities within the City of Tigard
study area.

Inventory of Facilities and Services

Fixed route service is provided in the City of Tigard by TriMet. Figure 13 shows the routes passing through
Tigard. There are two transit centers one frequent bus route, seven standard bus routes and four rush-hour routes,
two of which are designated “express” routes, Rush-hour routes have a limited number of stops, as compared to
other bus service. For example, coming from Portiand during the evening rush hour, Route 94 Express stops only
at the Tigard Cinemas and Greenburg Road before it begins making regular stops at Walnut/Pacific Highway.
Also coming from Portland during the evening rush hour, Route 92 Express does not stop before reaching the
Progress Park & Ride station, where it begins making regular stops. As shown in Table 12 TriMet bus routes
generally operate on three different schedules.

Table 12. TriMet Service and Average Headways

Weekday Weekend
Tigard Off-Peak Off-Peak
Service Type Route Peak Periods Periods Peak Periods Periods
Frequent Bus Service 12 15 minutes 30 minutes 15 minutes 60 minutes
(7 a.m. to 10 p.m.) (2am.to 9p.m.)
Standard Bus Service 43, 45, 30 minutes 60 minutes 30 minutes 80 minutes
56, 62,
7878 (6a.m.to 6 p.m.) (9am. to6p.m.)
30 minutes No Service No Service
{am.to8am.}
. 38, 64, Inbound to Portland
Rush Hour Bus Service 82, 94 30 minutes No Service No Service
(4 p.m. o6 p.m.)
Qutbound to Tigard
Commuter Rail Service WES 30 minutes No Service
(5am.to10am. &3
p.m. to 8 p.m.}

Motes: Peak headways are the most frequent headway during the peak hours and off-peak headways are the least
frequent headway during hours other than peak times. Exact headways wiil vary by route and time,

In addition to the existing bus routes serving Tigard, TriMet introduced WES (Westside Express Service)
Commuter Rail service in February 2009, This service links cities on the southwest side of the metropolitan area
to the Beaverton Transit Center, with connections in Wilsonville, Tualatin, Tigard, Hall/Nimbus, and Beaverton.
There are two stops in Tigard — one located at the Tigard Transit Center, just southeast of Pacific Highway at
Commercial Street and the other just west of Washington Square. Service is provided weekdays at half hour
frequency during the morning and evening commute periods.

Transit Service Evaluation

The transit system serving Tigard was evaluated according to methodologies contained in the Transit Capacity
and Quality of Service Manual (TCQSM). The TCQSM is a nationally recognized manual for transit systems and
establishes criteria for determining level - of - service (LOS) based on service frequency and the number of

service hours. The TCQSM can be used fo assess transit quality of service from the passenger’s point - of - view,
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based on several factors relating to the availability of transit service and the comfort and convenience of transit
service. These factors, such as service frequency, are graded on an “A” to “F” LOS scale, similar to the scale for
vehicles. Many of the quatity of service measures are best applied on an origin - destination basis, as more than
one transit route may serve a particular pair of origins and destinations, and some routes may only operate during
peak hours only, but provide good service at those times. Tables 13 through 16 provide levels of service related to
transit availability in Tigard.

Service Frequency

Tables 13 and 14 provide service frequency LOS for to or from the Tigard Transit Center and Washington
Square—the portion of the City with the best transit service-—to major destinations in the Portland area. The
level - of - service measures correspond to average headways between bus arrivals. LOS “A” indicates average
headways of less than ten minutes and LOS “F” indicates that headways are at intervals greater than one hour.

Table 13. Service Frequency LOS from Tigard Transit Center

Weekday Weekday

Ridership  Weekday Midday Weekday Weekend  Weekend
Destination Routes in Tigard Peak Off-Peak Evening Peak Off-Peak
Downtown Portiand * 12, 45, 94 4,601 A c D B D
Washington Square 45,76, 78 5,916 C D E E E
Beaverton TC * 76,78 5,688 D D E D E
Lake Oswego TC 70 2,610 D D E E E
Sherwood * 12,94 4,283 A c D B D
Tualatin 76 2,988 D D E D E
Marquam Hilt 64 62 c F o= F F** F**
Gresham 12 3,762 B C D B D

* Multiple bus routes ** No service during these time periods.
Table 14. Service Frequency LOS from Washington Square
Weekday Weekday
Ridershipin Weekday Midday Off- Weekday Weekend Weekend

Destination Routes Tigard Peak Peak Evening Peak Off-Peak
Downtown Portland * 43, 45, 56 1,130 B D E E E
Tigard TC * 43, 45,79 3,191 c D E E E
Beaverton TC * 76,78 5,580 D D E E E
Lake Oswege TC 78 2,610 D D E E E
Sunget TC 62 1,384 c D E D E
Tualatin 76 2,900 D D E D E

* Multipte bus routes

As the tables show, in terms of service frequency, service is typically better during the weekday peak periods as
compared to other periods. LOS ranges from “A” to “D” during weekday peak periods and from “D” to “LE”
during most of the other periods.

For destinations served by frequent service buses (Route 12), including downtown Portland, Sherwood and
Gresham, LOS “A” and “B” are available during weekday and weekend peak periods, and LOS is acceptable
throughout the rest of the time periods. Services are considerably better than destinations covered only by
standard and rushi hour service buses.
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Hours of Service

Tables 15 and 16 provide hours of service LOS from Tigard Transit Center and Washington Square to the same
destinations, measuring the number of hours during the day when service is available to a particular destination.
The hours-of-service evaluation is relevant only for those hours when service is provided at least hourly. In the
analysis, LOS “A” indicates that service is provided during 19 or more hours per day: LOS “F” indicates that
service is provided during three or fewer hours of the day.

Table -15. Hours-of-Service LOS from Tigard Transit Center
Weekday Ridership

Destination Routes in Tigard Weekday Saturday Sunday
Downtown Portland * 12, 45, 94 4,601 A A A
Washingten Square * 45,76, 78 5,916 B B Cc
Beaverton TC * 76,78 5,598 B B C
Lake Oswego TC 78 2,610 B B B
Sherwood * 12, 94 4,283 B B B
Tualatin 76 2,800 B C E
Marquam Hilt 64 62 F F F
Gresham 12 3,762 B C C

* Multiple bus routes

As Table 15 shows, based on hours of service, most of the origin/destination pairs operate at LOS “A”, “B”, or
“C” during most of the study periods. The main exception is Marquam Hill which is only served by rush-hour
service. Table 16 shows that the Washington Square transit facility operates with LOS “B™ or “C” for all of the
routes shown, with the exception of Sunday service to Tualatin.

Table 16. Hours-of-Service LOS from Washington Square
Weekday Ridership

Destination Routes in Tigard Weekday Saturday Sunday
Downtown Portiand * 43, 45, 56 1,130 B B C
Tigard TC * 45 76, 78 3,191 B B C
Beavertcn TC * 76,78 5,598 B B C
Lake Oswego TC 78 2,610 B B C
Sunset TC 62 1,394 B cC C
Tualatin 78 2,800 C cC E

* Multiple bus routes

Transit Service Coverage

Figure 13 shows the “service area” for each transit route, which include areas within one-quarter mile from
regular or peak hour service, and one-half mile from frequent service routes. The figure shows that while most of
the routes serving Tigard operate with relatively high levels of service, there remain significant portions of the
City that are not served, including large residential neighborhoods. Major corridors that are not served by regular
transit routes include the Gaarde/McDonald/Bonita Road corridor; Durham Road service is provided only east of
Hall Boulevard; and Walnut Street is served only between Pacitic Highway and Scholls Ferry Road. Also, there
are no routes serving Bull Mountain Road or Beet Bend Road.

Ridership and Productivity Ratings

TriMet maintains productivity measures for bus lines in order t monitor the effectiveness of transit service and
evaluate potential investments. Key indicators include boarding rides per vehicle howr (br/hr) (e.g., one boarding
ride per vehicle hour means that there was one person on the bus for one hour of service). For the system in 2005,
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the average boarding rides per vehicle hour is 32 br/hr, with the highest performance measure at 54 br/hr (Route
73 Killingsworth/82"" Avenue). TriMet considers the minimum threshold for new bus service to be 15 br/hr, and
any existing service that drops below 15 br/hr is considered a low performing line for the agency.

A summary of 2008 average transit ridership for each route in Tigard is presented in Table 17. The table indicates
that there were approximately 12,650 daily transit riders in Tigard in 2008, which reflects a 34 percent increase
from similar data coflected in 1999. As the table shows, two routes in Tigard operate betow the 15 br/hr threshold.
Routes 43 and 38 operate at 11 br/hr and 14 br/hr, respectively. As such, these would be considered low
performing routes.

Table 17. 2008 Weekday Transit Ridership Summary

Route BriHr Direction Ons Offs Total
Northbound 1,287 627 1,848
17 — Barbur 33
Southbound 594 1,254 1,914
Northbound 5 25 30
38 — Boones Ferry 14
Southbound 18 11 29
Westbound 34 103 137
43 — Taylors Ferry 11
Easthound 95 3 126
Westbound 28 135 163
45 — Garden Home 16
) Eastbound 123 32 155
Northbound 7 272 279
56 — Scholls Ferry 28
Southbound 261 9 270
Westbound 132 548 680
62 - Murray Blvd 27
Eastbound 549 165 714
) Northbound 1 19 20
64 — Marquam/Tigard 25
Southbound 41 1 42
. Northbound 718 1,124 1,842
76 — Tualatin/Tigard 38
Southbound 635 511 1,146
Northbound 563 1,142 1,705
78 — Beaverton/Lake Oswego 32
Southbound 550 355 905
Westhound 4 57 61
92 — South Beaverton Express 19
Eastbound 60 3 63
o Westbound 28 245 273
94 — Pacific Highway Express 23
Eastbound 228 20 248
TOTAL 5,961 6,689 12,650
Note: Br/Hr means boarding rides per vehicle hour

Ons and Offs correspond to daily boardings and alightings, respectively
Sourge: TriMet passenger counts

Additional weekly ridership data (total ons and offs) was also provided by TriMet for transit stops/centers in
Tigard. This data was collected in 2009 and is illustrated in Figure 14. As indicated in the graphic, the highest
level of passenger activity occurred at the Tigard Transit Center, the Washington Square Transit Center and the
Tualatin Park-and-Ride. A lower, but still significant level of ridership activity was observed primarily along
Pacific Highway and Hall Boulevard.

Based on data provided in the Tigard 99W Improvement and Management Plan, the transit system serves
approximately 6,000 daily riders that board and depart buses along Pacific Highway study area. Transit stops are
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on average 980 feet apart and are typically located at or near signalized crossings. However, there are some stop
locations at unsignalized intersections requiring pedestrians to cross Hwy 99W to access the stops. Filling in gaps
in the sidewalk network, upgrading existing sidewalks to a consistent design standard, and improving pedestrian
crossing were all identified as appropriate improvements to enhance multi-modal connectivity along Pacific
Highway.

Transportation Demand Management

Transportation Demand Management (TDM) measures include any method intended to shift travel demand from
single occupant vehicles to non - auto modes or carpooling, or travel at less congested times of the day. Sone
common examples of TDM strategies include programs such as carpool matching assistance or flexible work
shifts; parking management strategies; direct financial incentives such as transit subsidies; or facility or service
improvements, such as bicycle lockers or increased bus setvice.

Some of the most effective TDM strategies are best implemented by employers and are aimed at encouraging
non - SOV commuting. Strategies include preferential carpool parking, subsidized transit passes, and flexible
work schedules. Cities and other public agencies can play a critical role in support of TDM through provision of
facilities and services, as well as development policies that encourage TDM.

The City of Tigard does not have a dedicated TDM program; however the Westside Transportation Alliance
(WTA) is a Transportation Management Association (TMA)} serving Washington County. The WTA assists
employers in developing, implementing, and monitoring programs to reduce commute trips by single occupant
vehicle. The City of Tigard is a member of the WTA, as are most neighboring jurisdictions and many private
employers. While the emphasis at WTA is to help employers create TDM programs, the WTA web site provides
an “information hub” that individuals can use to find out about a myriad of travel options, including transit
service, park - and - ride lots, bicycling, carpool matching, and other services.

The Metro 2035 RTP includes TDM strategies including parking management, providing more bicycle facilities,
and supporting TMAs. The TDM projects in the Metro Transportation System Management and Operations
{TSMO) plan within Tigard include the following:

e Individualized marketing in the Tigard Town Center (Downtown) and adjacent neighborhoods to
encourage travel options through delivery of localized information and services;

* Support of public - private partnerships Transportation Management Associations (TMAs) in regional
centers and town centers to help employees and/or residents increase use of travel options;

¢ Parking management at the Washington Square Regional Center and in Downtown

e Bike sharing at transit - oriented developments, large employers, colleges, hotels, and significant transit
stops in the Beaverton to Tigard Corridor

The complete list of TSMO projects for the Regional Mobility Corridors in Tigard are provided in Appendix D of
the City’s TSP,

Future Transit Service

Transit service is an important part of a balanced transportation system, providing an alternative to private
automobile travel for distances too far to walk or bike. Supporting transit as a preferred travel options for the
Tigard community requires more than direct investinent in transit service.

Land use, connectivity, and streetscape features have a significant influence on the cost effectiveness of transit
service and will help Tigard get more out of its available transit investments. For this reason planning for land
uses that are transit supportive is necessary, in addition to providing appropriate facilities and connections to
transit,

51



TECHNICAL MEMORANDUM (CONTINUED)

Regional Rail Transit Service

As part of the 2035 RTP update, Metro identified the Southwest Corridor as the next priority for potential High
Capacity Transit (HCT) service, along with expanded service hours and frequency on WES commuter rail.

The City of Tigard supports the Southwest Corridor HCT priority and increased service on the existing WES
commuter rail, A local contribution to planning work for the Southwest Corridor HCT service is included in the
financially constrained project list with an estimated cost of $5,000,000. A major focus of the preliminary
planning will address fand uses and pedestrian/bicycle connectivity to support transit investments.

Tigard Transit Connector

As development revives and accelerates in Downtown and in the Tigard Triangle, and in connection with the
upcoming Southwest Corridor HCT service, improved transit connectivity will be needed. One idea that was
identified and briefly discussed in the TSP was to develop a transit connector route that could link residential
neighborhoods with the Tigard Triangle, Downtown, and/or Washington Square. The purpose of this route would
be to accommodate local access and connections to regional transit. The service should have schedules
coordinated with other transit service (e.g. WES and TriMet bus service) to and from Tigard.

Table 18 shows several potential strategies that were identified in the TSP for improving transit service in Tigard.
None of these actions was recommended for implementation. Rather, they were identified as possible options for
future study and development. The table identifies which entities would be in a Primary role (identified with a
“P”) and which would be in a Support role (identified with an “$™). As the major transit provider in the region,
TriMet would be the Primary implementer of most of the service enhancements. In most cases, the City of Tigard
is in a Support role for direct transit enhancements and a Primary role for transit supportive infrastructure.

Table 18. Transit Strategies and Typical Implementing Roles

Washington
Improvement City TriMet Beaverton County Metro oDeT
Increase WES frequencies and days of S P 5 S S S
service
Support high capacity transit {(HCT) service S P S S S
along/parallel to Pacific Highway
Provide a new Tigard Connector service P S S
Improve Transit stop amenities S P S
Create a bike hub at the Downtown transit P S
center

P: Primary role;
S: Secondary/Support role

The main elements of any future transit plan serving Tigard would likely include higher frequencies on the
existing Westside Express Service (WES), Southwest Corridor HCT service on Pacific Highway, more transit
stop amenities, a bike hub at the Tigard Transit Center, and a connector transit service. These direct service
amenities are intended to be developed in conjunction with land use and pedestrian access improvements to
support transit use.

RAIL

Inventory of Facilities and Services

Railroad tracks traverse Tigard from its northern boundary to the southeast where the tracks cross the Tualatin
River into the City of Tualatin and continue further south (paralleling 1-5 to just north of Salem). Another set of
tracks, just south of Bonita Road, turns east to Lake Oswego/Milwaukie and Southeast Portland. North of Tigard,
the tracks go on into Beaverton and Hillsboro. They are both owned by Portland & Western (P& W), a sister
company of Willamette & Pacific (W&P) Railroad.
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TECHNICAL MEMORANDUM (CONTINUED)

TriMet introduced WES (Westside Express Service) Commuter Rail service on the Portland and Western line in
February 2009. This service connects communities on the southwest side of the metro area to the Beaverton
Transit Center, making connections in Wilsonvilte, Tualatin, Tigard, Hall/Nimbus, and Beaverton, There are two
stops presently serving Tigard. One stop is located at the Tigard Transit Center, just southeast of Pacific Highway
at Commercial Street. The other is located west of the Washington Square Mall. Service is provided weekdays at
half-hour frequency during the morning and evening commute periods. During the month of Aprif 2009, average
weekly WES trips totaled to 5,850 boardings. The RTP has plans to increase the frequency of service on this line
which is supported by the city.
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TABLE 5-6 MULTI-MODAL PROJECT IMPROVEMENT LIST

Project Special Time Financially Cost
D Name Project Type Description® Area Jurisdic-tion frame Constraimned? Estimate
- Roadway Projects
OR 217/72nd Ave Complete interchange reconstruction .
4 Interchange prterehange | with additional ramps and gard opoT oo Yes $18,500,000
Improvements P OVETCrassings. 9
1-5/QR 217 interchange Interchange Long-
5 from 72ndR§:§ to Bangy Improvement Interchange Improvements oneT Term No $81.500,00C
Widen bridge to 6 lanes to provide 2nd
Upper Boones Ferry/ Interchange westbound through lane, 2nd Long-
6 1-5 northbound Improvement northbound left-turn lane, eastbound opot Term No $20.000,000
separate through and left-turn lanes.
Realign/reconfigure/widen Durham
Road, Upper Boones Ferry Road/72™
Avenue intersections/roadway to
accommodate traffic flow between
Durham Road and Interstate 5. Widen
- . Upper Boones.
Ourbam Read/Upper Road Widening . .
7 Boones/72™ realignment and/sor Adr(;afmement‘;s_tudly_r 15 neede'fj éﬂ h Tigard Long- Yes $6,000,000
and widening Reconfiguration address specific alignment o urham Term
and Upper Boones Ferry and alignment
of southern Durham Road and 72
Ave. As part of this project Upper
Boones Ferry Road from Durham 1o
Sequoia Parkway should be widened to
5 lanes.
Upper Boones Ferry Road -
S PN Widen Upper Boones Ferry from fower . MNear-
B Widening between upper Road Widening nd nd Tigard Yes $2,000,000
72nd Ave and lower 72 727 Avenue to upper 72™ Avenue. Term
Upper Boones Ferry/ Intersection . . MNear-
9 1-5 southbound Improvement Eastbound right turn lane 0ODOT/ Tigard Term Yes $2,000,000
? All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financiaily Cost
1D Name Project Type Description* Area Jurisdic-tion frame | Constrained? Estimate
Intersection . ’ Near-
nc
10 72"/Upper Boones Ferry Improvement Intersection Improvements Tigard Term Yes $2,000,000
. ) : Realign offset intersection to cross
Hali/Hunziker/Scoffins Intersection : . . . . Near-
11 intersection Realignment Reatignment intersection to afleviate congestion and ODOT/Tigard Term Yes $5,000,000
safoty issues.
Realign Tiedeman and/or North Dakota
. . between Tigard Street and North
12 Tneder;ir;t:e[:?:gggent at Reai?or?gnen t Dakota to form a T Intersection at Tigard Nr:f;] Yes $5,500,000
4 North Dakota west of the railroad
tracks.
Greenburg/North Dakota |ntarsection After reatignment of Tiedeman Near-
13 Intersection Geometry Reatignment {Praject: #12), realign remaining legs WSRC Tigard Term Yes $4,000,000
Improvenments 9 to conventional form.
Pfaffle-North Dakota east-west
NOF"‘ Dakota-Pfaffie New Roa_d/ connection with Hwy 217 over-crossing . Long-
14 Highway 217 aver Intersection . . WSRC Tigard No $15,000.000
" . to provide a neightorhood route (See Term
crossing Realignment Projects: #12 and #13}.
. . Extend Ash Avenue across the railroad .
Ash Ave Railroad Crossing . Tigard/CDOT Near-
17 {Burnham to Commercial) New Road tsrtarcel-'.est from Burnham to Commercial Downtown Rail Term Yes $3.000,000
Ash Ave Extension Extend Ash Avenue from Maplewood. . Mid-
18 (Mapiewood to Burnham) New Road across Fanno Creck, to Burnham. Downtown Tigard Term Yes $5.000,000
19 Atlanta Strect Extension New Road E’;ﬁ;‘tﬁ&agﬁ eittr%t west 20 T?;gﬁg?e Tigard TM(;:'m Yes $3,300,000
: Extend south to Tualatin across the . Long-
21 Hall Boulevard Extension New Road Tualatin River ODOT/Tigard Term No $60,000,000
Hwy 217 Over-crossing at
Washington Square Provide a new connection from Nimbus . Long-
22 Regional Center - New Road to Locust WSRC Tigard Termn Yes $20,000,000
Cascade Plaza
Hwy 217 over-crassing - Connect Hunziker Road to 72nd
23 Hunziker-Hampton New Road Avenue—requires over-crossing over ODOT/Tigard Mid- Yes $10,000,000
P ORE 217—removes existing 72nd 9 Term ' '

Connection

Ave/Hunziker Intersection

+ All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financially Cost
iR Name Project Type Description® Area Jurisdic-tion frame Constrained? Estimate
Improvements to distribute east/west
Oak-Lincoln-Locust Street traffic between Locust and Oak Streets
Collector System and improve accessibility to Lincoln Mid-
24 {Washington Square New Road Center commercial district. Includes WSRC Tigard Term Yes $1,000,000
Cannectivity Lincoln Strect extension to Oak-Street.
improvements) (Lincoln Street portion anticipated to
be censtructed by development)
Taylors Ferry Road Washington Mid-
25 Extension New Road Extend to Oleson Road WSRC County Term Yes 4,390,000
Walnut te Ash Avenue Extend Walnut east of Pacific Hwy-99W . Mid-
27 Extension New Road 0 meet Ash Avenue. Dowrtown Tigard Term Yes 314,000,000
- Widen to 2/3 lanes between Tigard . Mid-
29 88t Avenue Road Widening | parymouthy/1-5 Ramps and south end Triangle Tigard Term No $10,000,000
72nd Avenue Widening: - . Tigard . Mid-
31 Ore 99W to Dartmouth Road Widening Widen to 4/5 lanes Triangle Tigard Term Yes £8,000,000
72nd Avenue Widening: - . . . . Tigard . Mid-
32 Dartmouth to Hunziker Road Widening | Widen to 4/5 lanes, including bridge Triangle Tigard Term Yes $7.000,000
72nd Avenue Widening: . . . - Long-
33 Hunziker to Durham Road Widening Widen to 2/3 lanes Tigard Term No $14.,000,000
Beef Bend Road Complete 2/3-lane section from 131st Washingten Mid-
35 Complete Street Complete Strest to 150th. County Term No $2,280,000
a6a Bonita Road Widening Road Widening | Widen to 4/5-lanes from Hall to 72nd Tigard '."r‘éf; Mo $20,000,000
. U R Widen to 4/5-lanes from 72nd Avenue . Mid-
36b Bonita Road Widening Road Widening to city limits east of 1-5 (Bangy) Tigard Term No $25,000,000
Complete 4/5-lane section from Costco Tigard Near-
37 Dartmouth St. Widening Road Widening [ to 72nd Ave (smalt section missing in Trign e Tigard Term No $320,000
eastbound direction only) g
Widen 1o 4 lanes pius turn tanes and Tigard Near-
38 Dartmouth St. Widening Road Widening | sidewalks between 72nd Avenue and |- T ‘9 I Tigard Yes $3,000,000
5 (68 riangle Term
S - Widen to 4/5-lanes from Pacific Hwy- N Mid-
39 Durham Road Widening Road Widening 9OW 10 Hall Blvd, Tigard Term Yes $15,000,000
¢ All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financiatly Cost
D Name Project Type Description® Area Jurisdic-tion frame | Constrained? Estimate
Widen to 4/5 lanes (total, both
directions) between Hall Boulevard and Mid-
40 Curham Road Widening Road Widening { Upper Bocnes Ferry Road. Add 2nd Tigard T Yes $8,000,000
erm
southbound left-turn lane at the
intersection of Hall/Durham.
a1 Greenburg Rd. Widening Road Widening | Widen to 4 lanes adjacent to cemetery WSRC Washington Mid- No $3,780,000
County Term
Greenburg Rd. Widening, . N
N Shady Lane 1o N. Dakota, Widen to 4/5 N Mid-
43 South ofé:gé‘!? to N. Road Widening janes. includes bridge replacement. WSRC Tigard Term Yes $6,000,000
Greenburg Road Widening f Tiedernan to OR 99W, Widen to 4/5 . Mid-
44 : . Dakota to 99W Road Widening {anes with bikeways and sidewalks Tigard Term No $15,000,000
Hall Boulevard Widening, A Widen to 2/3 lanes; build sidewalks : Near-
45a Qlesan to 99W Road Widening and bike lanes; safety improvements WSRC ODOT/ Tigard Term Yes $3.500.000
Halt Boulevard Widening, . .
45b Highway 99W to Fanno | Road Widening | Widen to up to 475 lanes, depending O | poyneown | opoT/ Tigard Near- Yes $2,500,000
Creek corfidor pian erm
Hall Boulevard Widening, : : .
45c | Fanno Creek to McDonald | Road Widening | Widen to up to 4/5 lanes, depending on QDOT/ Tigard | M9- Yes $2,500,000
corridor plan Term
Street
Hall Boulevard Widening, . . R
454 | McDonald Street to Bonita | Road Widening | Widen to up to 4/5 lanes, depending on opoT/ Tigard | e Yes $1,500,000
Road corridor plan erm
Hall Boulevard Widening, . widen to up to 4/5 lanes, depending on . Near-
45e Bonita Road 1o Durham Road Widening cosridor plan QDOT/ Tigard Term Yes $3,000,000
McDonald Street A Widen to 2/3 lanes with sidewalks, bike . Near-
18 Widening. 99W to Hall Road Widening lanes, and safety improvements Tigard Term Yes $8.000,000
Scholls Ferry Rd Widen to 7 lanes between OR 217 and ono3/ Long-
47a Widening, Hwy 217 to Road Widening | 121st Avenue and improve Washington Ter?n Yes $19,700,000
121st intersections County
Scholis Ferry Rd ROW ROW preservation for potential 7 lanes . _
417b preservation, Road Widening | between 121st Avenue and Barrows W:(a:sgl:?]%tron I..rc;r;gq No $8,000,000

127st to SW Barcows

Road, improve intersections

¢ All road projects include bicycle and pedestrian facilities, consistent with the street desipgn standards for the street classification,
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Project Special Time Financially Cost
1D Name Project Type Description” Area Jurisdic-tion frame Constrained? Estimate
Intersection Traffic signal or other intersection . Near-
49 Pfaffle St/Hall Blvd Improvement reatment 0DOT/Tigard Term Yes $500,000
. Intersection Traffic signal and turn lanes where Tigard . Near-
50 68th/Atlanta/Haines fmprovement necessary Triangle Tigard Term Yes $500,000
Intersection Install traffic signal and add turn lanes Tigard ! Near-
51 G8th/Dartmouth Improvement where necessary Triangle ODOT/Tigard Term No $500,000
Intersection . . . S Tigard . Near-
52 72nd/ Dartmouth Improvement Traffic signal and intersection widening Triangle Tigard Term Yes 31,100,000
intersection N - Mid-
53 121st/ Narth Dakota Improvement Traffic signal Tigard Term No $50C,000
135th Avenue/ Intersection . ; Near-
54 Walnut Street Improvementt Intersection Improvements Tigard Term Yes $400,000
Int cti oDpoT N
ntersection ; ear-
56 Greenburg/Oleson/Hatl (mprovement Intersection fmprovements WSRC Term Yes $3.000,000
SWACO
Greenburg/Washington Intersection Install Boulevard treatment at Near-
58 Square Road Improvement Greenburg/Washington Square Road WSRC ODOT/WACO Term ves %1,000,000
Intersection Add southbound right-turn Jane from . Near-
60 Hall/McDonald Improvement Halt Blvd to McDanald Street. ODOT/Tigard Term ves $400,000
Instzli a traffic signal at Main
Street/Tigard Street. Project need
. . Intersection should be reevaluated after Highway . Near-
62 Main Street/Tigard Street Improvement 99W/Greenburg Road/Hall Boulevard Downtown Tigard Term No $350,000
improvements and Main Street
improvements are compieted.
North Dakota/ 125th/ Intersecticn - " Mid-
64 Schalls Ferry Rd Improvement Intersection improvements WACC/Tigard Term No $1,500,000
Tiedeman Street/Tigard Intersection Intersection Improvements with . Near -
65 Street Improvement sidewalks and bike lanes Tigard Term o $750,000
7 All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
City of Tigard 2035 Transportation System Plan - DRAFT September 2010

Transportation System Plan




City of Tigard 2035 Transportation Systern Plan - DRAFT
Transportation System Plan

September 20710

Praject Special Time Financialfly Cast
1D Name Project Type Description® Area Jurisdic-tion frame Constrained? Estimate
Provide increased capacity at priority
intersections, including bus queue
bypass lanes in some locations,
&6 Hwy 99W intersection fntersection improved sidewalks, priority pedestrian QDOT MNear- Yes See 66a -
Improvements Improvement crossings, and an access managerment Term 660
plan, while retaining existing 4/5-lane
facility (plus auxitiary lanes) from 1-5
to Durham Road.
Provide signal interconnect from 1-5 to
Durham Road {(Metro TSMO plan
Signal includes Arterial Corridor Management Near-
66a Pacific Highway 99W m rosemenis and transit signal priority for the entire ODOT/Tigard Term Yes $2,500,0C0
P corridor through Tigard with adaptive
signal control from Highway 217 to the
eastern city limits).
. . Intersection capacity improvements
Highway 217 SB Intersection X Near -
66b Ramps/Highway 9GW Improvement ?:E?pas a 2nd right turn lane from off onoT Term Yes $7,000.000
. . Intersection capacity improvements
Highway 217 NB Intersection Near-
66c Ramps/Highway 99W Improvement Isaurfg as a second northbound feft turn oDoT Term Yes $7,000,000
intersection improvements such as
. " . dual northbound through lanes on 99wW .
66d Facific H'ghs‘:‘éay S9W/-5 Imt?gi'zcrﬂgrn'lt and dual lanes for §-5 ramps to reduce TI:gﬁr?e 0pDoT hT‘:?rrr; Yes $5,000,000
p confusion, congestion and reiated g
accidents
. . . Intersection improvements such as .
Pacific Highway 99W/68th Intersection - Tigard ) Near-
66e Ave Improvement added turn lanes, protected left-turns Triangle ODOT/Tigard Term Yes $1,000,000

at 68th

* All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.

17




78

Project Special Time Financially Cost
1 Name Project Type Description’ Area Jurisdic-tion frame Constrained? Estimate
- . . Intersection improvements such as .
Pacific Highway Intersection - Tigard . Near-
66f Gaw/72nd Ave Improvement added turn lanes, a southbound right Triangle ODOT/Tigard Term Yes $2,000,000
wirn pocket
Pacific Highway Intersection Intersection improvements - Turn lanes Tigard . Near-
569 99W/Dartmouth 5t. Improvement 1 ang auxiliary |a|;es Triangie ODaT/Tigard Term ves $6,000,000
Intersection improvements such as an
additional eastbound and westhound
Pacific Highway 99wW/Hall intersection through lane on 98W (CIP 95005), ' Near-
B6h Boutevard Improvement exclusive lefi-, through-, and right-turn Downtown ODOT/Tigard Term Yes $6,500.000
lanes on each side street approach
(CIP 95031).
Intersection improvements such as
Pacific Highway Intersection exclusive turn lanes on both Greenburg Near-
66i 99W/Greenburg |mprovement Road and Main street approaches, Downtown ODOT/Tigard Term Yes $4,000,000
Road/Main Street P additional eastbound and westbound
through lane on Pacific QOW.
. Pacific Highway 99w/ Intersection Intersection improvements such as . Near-
66 Walnut Street Imprevement additional turn lanes 0pa3/Tigard ferm Yes $1,500,000
Pacific Highway 99w/ Intersection Intersection improvements such as a Near-
66k Gaarde Street/McDonaid Improvement third through lane on Pacific Hwy-29W 0DOT/Tigard Term Yes £8,000,000
Street p and additonal turn lanes.
Pacific Highway 99W/ Intersection Intersection improvements such as a . Near-
66l Canterbury Improvement Jeft turn lane ODOT/Tigard Term Yes $2,000,000
. . . Intersection improvements such as a .
Pacific Highway 92W/ Intersection - e ODOT/Washingt Near-
B8m Beef Bend Road Improvement southbound right turn fane (en Pacific on County Term Yes $1,500,000
Hwy 99W)
Pacific Highway 99W/ Intersection Intersection improvements such as a . Near -
&6n Durham Road fmprovemernt additional turn lanes ODOT/Tigard Term ves $1.500.000
tmplement access management
Pacific Highway 99w Access strategies and median projects Near-
660 Access Management Management identified in the Highway 99W Plan oper Term ves $6,000.000
(refated to roadway project #66)

¢ All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.

City of Tigard 2035 Transpartation System Plan - DRAFT

Transportation Systern Piarr

Septemnber 2010




City of Tigard 2035 Transportation System Plan - DRAFT Septernber 2010
Transportation System Plan
Project Special Time Financially Cost
iD Name Project Type Description™ Area Jurisdic-tion frame Constrained? Estimate
Highway 217 NB On-
ramp/Scholls Ferry .
a8z Road/Washington Square ntersection Intersection Improvements WSRC oDoT Near- No $5,000,000
Improvement Term
Road Interchange
Improvement
Add an eastbound through lane on Hall
Blvd. from Pamefad Road to Greenburg
as W:sh!ngton Square Road Widening right-turn lane at Greenhurg Road. This WSRC ONCT/Tigard Term No $500,000
egiconal Center - d
completes the five-lane section on Hall
Blvd. from Scholls Ferry Road to
Greenburg Road.
Highway 217/Greenburg intersection Add a right-turn fane from Greenburg Mid-
93 Intersection Improvement to SB Higway 217 WSRC apat Term Yes $5.000.000
North Dakota at Fanno Bridge Replace existing bridge over Fanno Near-
a5 Creek Bridge Replacement Creek aiong North Dakota to include Tigard Term Yes $2.500,000

Replacement

121st Avenue

sidewalks

Upgrade 121st Avenue {0 a 2-lane

roadway with sidewalks and bicycle : Near-
34 Complete Street, Walnut Complgte Street lanes batween Walnut and Gaarde Tigard Term Yes $1,580,000
to Gaarde
Street
Widen fo 2 with turn lanes where
Walnut Street Complete R . : - . Near-
48a Street, 116%™ to Tiedeman Complete Street | necessary |nc|ud|r!g sidewalks, bicycle Tigard Term Yes $2,000,000
lanes, and safety improvements
Walnut Street Complete Widen to 2 with turn lanes where Near-
48b Street, Tiedeman to Complete Street | necessary including sidewalks, bicycle Tigard Term Yes $5,000,000
Pacific Hwy-99W lanes, and safety improvements
Upgrade from Walnut Street to North
121% Avenue Complete ;
84 street, Walnut to N Complete Street Dakota Street — 2 Ianes_ with turn lanes Tigard Near Yes $380,000
where necessary pis bike lanes and Term

Dakoia

sidewalks

® All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification,
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Project Special Time Financially Cost
3] Name Project Type Description'’ Area Jurisdic-tion frame Constrained? Estimate
Provide 2 travel lanes, turn lanes
where necessary, on-street parking,
Main Street Green Street good sidewalks, and lots of pedestrian- . Near-
86a (Phase 1) Complete Street friendly amenities an Main Street from Downtown Tigard Term Yes £3,500,000
the railroad tracks south to Highway
9w,
Provide 2 travel lanes, turn lanes
R where necessary, on-street parking,
86b Main Street Green Street Complete Street | good sidewalks, and lots of pedestrian- | Downtown Tigard Near- Yes $2,000,000
(Phase I1) N L L Term
friendly amenities on Main Sireet from
the railroad tracks north to Hwy 99W
Instail bike lanes and construct Washington Mid-
88 80th Avenue Complete Street | sidewalks on hoth sides of the street Coungt] Term No $1,350,000
from Taylor's Ferry Road to Oak Street y
Install sidewalks cn both sides of the \Washington Lona-
Bg Taylor's Ferry Rd Complete Street | street from Washington Drive to 62nd 9 9 No $3,220,000
A County Term
venue
Install sidewalks cn both sides of the Washington Mid-
90 Oak Street Complete Street | street from Hall Boulevard to 81st J No $1,710.000
A County Term
vernue
Install bike lanes and sidewalk on both Mid-
91 92nd Avenue Complete Street | sides of street from Durham Road to Tigard Term Yes $800,000
Cook Park ©
Upgrade with turn lane, pedestrian, . i
94 Uppi;gfﬁgf%ﬁf;?mmad Complete Streets | bicycle facilities and consistent with C‘é“;a:th‘?ﬁtg': d t':'r‘f“ No $2,000,000
City of Durham planned improvements y/Tig
Tigard Transit Center : . Provide bicycle hub at Tigard Tramsit ) . Near-
B1 Bicycle Hub Bicycle Facilities Center Downtown Tigard/TriMet Term Yes $50,000
. . install eastbound bike lanes from 72nd " Mear-
82 Bonita Road Bike Lane Avenue 1o -5 Bridge Tigard Term Yes $200,000
. Install bike lanes on hoth sides of . Near-
B5 98th Avenue Bike Lane street from Murdock to Durham Road Tigard Term Yes $150,000
" All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financially Cost
ID Name Project Type Description'® Area Jurisdic-tion frame Constrained? Estimate
instal bike boulevard treatments on Lona-
B11 C'Mara Street Bike Boulevard | both sides of O'Mara from McDonald Tigard Terﬁq Yes $60,000
Street to Hall Boulevard
Install bike boulevard treatments on Lona-
B12 Frewing Street Bike-Boulevard- - |-both-sides of the street from Pacific Tigard Terg1 Yes $130,000
Hwy-99W to O'Mara Sireet
Install bike lartes on both sides of the Near-
B13 Greenburg Read Bike Lane street from Hall Boulevard to Cascade WSRC WACO/ 0DOT Term Yes $3,600,000
Avenue
Install bike facilities on both sides of Near-
B15 72nd Avenue Bike Lane the street from Pacific Hwy-99W 1o Tigard Term Yes $2,000,000
South City Limits
. Instali bike lanes on both sides of . Mid-
B16 Upper Boones Fersy Road Bike Lane street from 1-5 to Durharm Road Tigard Term Yes $1.000,000
Buil Mountain Road Bike . Install bike: lanes on both sides of Mid-
B18 Lanes Bike Lane strect. WACO ferm Yes $800,000
. Instal! bike boulevard treatments from . Mid-
B23 79th Avenue Bike Boutevard Bonita Road to Durham Road Tigard Term Yes $130,000
Install bike boulevard treatments on Mid-
824 Fanno Creek Drive Bike Boulevard | both sides of the street from the Fanno Tigard Term Yes $100,000
Creek Trailhead to Bonita Road
install shared-lane markings from 96th " Near-
B25 Murdock Street Shared-lane Avenue to Pacific Huy-G9W Tigard Term Yes $10,000
install bike 1anes on both sides of the Mid-
B30 Locust Street Bike Lanes street from Ha!l Boulevard to 680th WSRC WACO Term Yes $450,000
Avenue
Pacific Hwy-99W Bike . Fill inn gaps in Bike lanes along Pacific . Near-
B3z Lanes Bike Lane Gaps Hwy-99W Tigard/ ODOT Term Yes $500,000
BC3 Boriita Road at 79th Crossing Crossing Improvement on Bonita Road Tigard Near- Yes $30,000
at 79" Term
! " Crossing improvements including trait .
Tiedeman at Fanno Creek Trail ; . Mid-
BC4 Trail Realignment realignment, curb cuts, pavement Tigard Term Yes $200,000

markings. and signage

12 All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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cuts, pavement markings, and signage

Term

Project Special Time Financially Caost
1D MName Project Type Description'® Area Jurisdic-tion frame Constrained? Estimate
BCS Tiedeman ?rtr;?nno Creek Crossing Crossing improvements including curb Tigard Near- Yes $20,000

Hunziker Link to Lake

10-foot wide

Linkage to Kruse Way Trail in Lake

Tigard/tLake

Mid-

M1 Osweqgo paved pathway Oswego Osweqo Term No $2,000,000
Complete gaps along the Fanno Creek
. 10-foot wide multiuse path from the Tualatin River ) Mid-
M2 Fanno Creek Trail paved pathway | to Tigard Library and from Pacific Hwy- Tigard Term ves $3,000,000
99W to Tigard Street
N . 10-foot wide Complete multiuse path from Cook ) Mid-
M3 Tualatin River Trait paved pathway | Park to the Powerlines Corridor Tigard Term No $1,250,000
108th Street Crossing of Pedestrian New bridge crossing north-south over . . Mid-
M4 Tuatatin River Bridge the Tualatin River near 108th Avenue Tigard/Tualatin Term No $740.000
. New regional multiuse path, and in .
M5 Westside Trail ;8‘;20";3']"?“; Tigard will connect from Beaverton to Tigard T“g'fr'n Yes $1,020,000
p p Y | the Tualatin River Trail
Convert a segment of inactive railroad
Tiedeman Avenue/Main 10-foot wide right-of-way adjacent to Tigard Street ) Near-
M Street Rail Trail paved pathway | from Tiedernan Avenue to Main Street Downeown Tigard Term Yes $1.250.000
to a multiuse path
Washington Square . . .
: . . New pedestrian and bicycle bridge over
M7 Regional Center Highway | T0-fool wide | oo 505 10 nimbus Avenue to WSRC Tigard/waco | Long- No $3,700,000
217 Pedestrian/Bike Over paved pathway Term
. Scholls Ferry Road
Crossing
Neighborhood Trail . . - .
. ; Nelghborhood Formalize neighborhood trail . Near-
M8 Connections - Various trails connections throughout the city Tigard Term Yes $1.100,000

locaticns

 Pedestrian Projects.

North Dakota Strest

Complete gaps in sidewalks on Narth

Near-

Pi o Sidewalk Gaps Dakota from 121st Avenue to Tigard Yes $810,000
Sidewalks Tiedarman. Term
Tiedeman Avenue Install sidewalks on both sides of the Near-
P3 Sidewalks Sidewalk Gaps street from Fanno Creek Trail to North Tigard Term Yes $1,400,000
Dakota-Greenburg
LS4
13 All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financially Cost
iD Name FProject Type Description' Area Jurisdic-tion frame | Constrained? Estimate
Pacific Hwy-99W . Complete gaps in sidewalk from Near-
Ps Sidewalks Sidewalk Gaps MeDonald to south city limits opor Term o $1,300,000
Bull Mountain Road : Complete gaps in sidewalk from Pacific Mid-
e Sidewalks Sidewalk Gaps -Hwy- 99W to Roshak Road . - . WACO Term Ne $2.,580,000
Complete gaps in sidewalk, mainly Mid-
P7 Roshak Road Sidewalks Sidewalk Gaps between 158th Terrace and Buél WACO Term No $640,000
Mountain Road
Instalt sidewalk on both sides of the Mid-
P9 Hunziker Street Sidewalks | Sidewalk Gaps | street from 72nd Avenue to Hall Tigard Term No $700,000
Boulevard
Washington Square : . - -
. Pedestrian tmprove sidewalks, lighting, crossings, . Mid-
P10 Regional Center ) H WSRC Tigard Yes $3,900,000
Pedestrian |mprovements Improvements bus sheiters, and benches in WSRC Term
install sidewalks on both sides of the Near-
P16 Tigard Street Sidewaik street from 115th Avenue to Pacific Tigard T Yes $1,200,000
erm
Hwy-S9W
install sidewalks on both sides of the Near-
P18 Commercial Street Sidewalk street from Main Street to Lincoln Downtown Tigard Term Yes $400,000
Street
. Camplete gaps in sidewalk from Pacific . Near-
P19 72nd Avenue Sidewalk Hwy S9W to Bonita Road Tigard Term No $2,500,000
. Complete gaps in sidewalk from " Near-
P20 Hafl Boulevard Sidewalk Hunziker Street to Durham Road ODOT/Tigard Term Yes $1,800,000
Instali sidewalk on both sides of street Mear-
P23 72nd Avenue Sidewalk from Upper Boones Ferry Road to Tigasd Term No $800,000
Burham Road
Install sidewalk on hoth sides of street Mid-
P24 Benchview Terrace Sidewalk Gaps | for missing sections west of Greenfield Tigard Term No $1,200,000
Drive
. Install sidewalk on both sides of street " Mid-
P25 78th Avenue Sidewalk Gaps from Bonita Road to Durham Road Tigard Term No $800,000
Install sidewaik on both sides of street Mid-
P27 Murdock Street Sidewalk Gaps | from 96th avenue to Pacific Highway- Tigard Term No $570,000

20w

4 All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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Project Special Time Financially Cost
1D Name Project Type Description ' Area Jurisdic-tion frame | Constrained? Estimate
Install sidewalk on both sides of street Mid-
P29 150th Avenue New Sidewalk from Bull Mountain Road 10 Beef Bend WACO Term Ne $900,000
Road
Install sidewaik on both sides of street Near-
P30 97th Avenue Sidewalk Gaps from McDonald Street to Murdock Tigard Term Yes $400,000
Street
Install sidewalks an both sides of the Near-
P31 Garrett Street Sidewalk sireet from Pacific Highway-29W to Tigard Term No $160,000
Ash Avenue
Install sidewalk on both sides of street Near-
P33 Greenfield Drive New Sidewalk for missing section south of Benchview Tigard Term No $280,000
Terrace
Crosswalk on McDonald at Pedestrian Pedestrian/bike improvements at ) Near-
PC3 O'Mara and 98th Ct Signing/Striping unsignalized intersection at Tigard Term No $50,000
McDanald/0'Mara/98t Ct
Improve sidewalks, lighting, crossings,
. bus shelters and benches throughout
Tigard Town Cente_r Pedestrian the downtown including: Pacific . Near-
FC7 {Downtown) Pedestrian Facilities Highway-99W, Hall Blvd, Main Street, Tigard Term Yes $4,880,000
provements Hunziker, Walnut and neighborhood
streets,
. Construct pedestrian/bike
Greenburg/95th Raised Pedestrian improvements at the existin i Mid-
rco Pedestrian Refuge and Signing/Striping unspignalized crosswalk at 9 Tigard Term Yes $30,000

Marked Crosswalk

Greenbutrg/95th

Transit Prajects

Transit Stop Amenity

Support existing high frequency bus

. . service on the Pacific Highway-99wW . . Near-
T2 lmkﬂr%\;s;negnéswon Transit Amenities corridor by providing benches, shelters, Tigard/ TriMet Term Yes $400,000
9 Y and real-time information at bus stops
Provide local connector service serving
Tigard Connector Service Transit Tigard Triangle to Downtown, and/or Tigard . : Long-
T3 in the Tigard Triangle Connector the Washington Square Mall and Triangle Tigard/ TriMet Term No $750.000
potentially residential areas.
% All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
City of Tigard 2035 Transportation System Pian - DRAFT September 2010
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City of Tigard 2035 Transportation System Plan - DRAFT Septernber 2010
Transportation System Plan
Project Special Time Financially Cost
D Name Project Type Description *® Area Jurisdic-tion frame | Constrained? Estimate
" . Land use planning and alternatives . Near-
T4 HCT Planning, Ph 1 Transit analysis for HCT TeiMet Term Yes $1,000,000
5 HCT Flanning, Ph 2 Transit Land use planning and alternatives TriMet Ma_ Yes $4,000,000

analysis for HCT

Arteriai Corridor

Mid-

TSM1 Lpper Boones Ferry Road Management along Corridor #2 {[-5) in the Metro Tigard Term No $1,300,000
TSMO Plan
Provide Arterial Corridor Management
Arterial Corridor | on 72nd Avenue along Corridor #2 {1- Tigard : Mid-
TSM3 72nd Avenue Management 5) near the Upper Boones Ferry Road Triangle Tigard Term No $1.600,000
Interchange in the Metro TSMO Plan
. . Provide Arterial Corridor Management ; .
TSMa 72nd Avenue Arterial COrmaor | iong Corridor #19 (Hwy 217) in the e Tigard - No $1,700,000
9 Metrg TSMO Plan g
. . Provide Arteria! Corridor Management
TSMS Purham Road Arh;erlal Corridor along Corridor #2 (1-5) in the Metro Tigard Near- No 1,400,000
anagement Term
TSMO Plan
. : Provide Arterial Corridor Management "
TSMB Durham Road A o0 CONidor { atong Corridor #19 (Hwy 217) in the Tigard a- No $1,500,000
v Metro TSMO Plan
Provide Arterial Corridor Management
Arterial Corridor | and Transit Signal Priority on Hall ODOT/Tigard/ Mid-
TSM9 Hall Bovlevard Management Boulevard from Highway 217 to Pacific WSRC Beaverton Term No $3.700.000
Highway-99w
. . Provide Arterial Corridor Management
TSM1Q Hall Boulevard Artorial GOridor | om pacific Highway-99W to the south ODBOT/ Tigard | ear- No $1,900,000
anagement " Term
terminus
Arterial Corrider | Provide Arterial Corridor Management oboT/ Mid-
TSM11 scholls Ferry Rd Management from River Read to Hall Boulevard WACO/Tigard Term ves $4.200,000

The project timelines identified in Table 5-2 are depicted in Figure 5-9, Figure 5-10, and Figure 5-11. The first figure shows only near-term
projects; Figure 5-10 shows the combined Near-Term and Mid-Term projects. Figure 5-11 shows all of the planned projects.

1¢ All road projects include bicycle and pedestrian facilities, consistent with the street design standards for the street classification.
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APPENDIX B
Bicycle Maps
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