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Walking and biking are essential modes of transportation,
serving critical connections and offering opportunity and
choice in Oregon’s multimodal transportation system.
Walking is the most basic form of transportation, whether
using a mobility device or strolling. Everyone is a pedestrian,
and while some choose to take their entire trip by foot, others
connect to different modes by walking, such as to and

from their car or the bus stop. While walking and biking are
similar in many ways, in that they are both active forms of
transportation and low cost travel options, biking is also the
most energy efficient form of transportation.

Oregon has demonstrated that walking and biking are viable
and desirable modes of transportation and boasts one of the
highest walking and biking rates in the nation." A significant
number of people rely on walkways and bikeways to travel
to and from home, school, and work; or to access shopping,
downtowns, critical services, or other destinations. Individuals
who do not drive often depend on walking or biking to meet
their daily needs, and for some, these modes are the only
affordable means of travel. Oregonians have recognized the
health benefits, reduced environmental impacts, improved
quality of life, and the cost savings that these modes offer;
and have chosen to walk or bike as their primary means of
travel. Those who do not report walking or biking as their
primary means of travel may still use these modes to make
critical connections in a trip, such as bicyling to the nearest
bus stop or walking from where they’ve parked to their
destination.
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The potential for and interest in walking and biking
continues to grow. Oregon’s population is also
expected to grow, putting greater demands on the
transportation system overall. In addition, studies
done in Oregon’s Portland metropolitan area show
around 56 percent of residents are interested in
biking but are concerned,? indicating untapped
potential mode share. In addition, nationally, 41
percents of all trips are three miles or less, which
walking and biking opportunities could help serve.
These are important data points to consider in
understanding how the use of these modes may
grow among all Oregonians, and recognizing walking
and biking are important travel choices for everyone.
Specific to certain demographic groups, interest
and potential utilization are even higher. Societal
and demographic trends indicate a growing interest
in and utilization of walking and biking modes.
Younger generations are seeking a broader array

of transportation options, and demographic trends
show much higher rates of walking and biking among
millennials when compared to previous generations.
In addition, as people age they tend to stay in the
location they live and age in place. Aging individuals
who are not able to drive must still have access

to medical services, daily amenities, and social
activities either by walking or public transportation.
Walking and biking are essential modes needed to
serve different generations’ interests and the needs
of all Oregonians. These modes play an essential
role in moving people, providing travel options, and
supporting recreational travel.

total population 2012 total population 2035

(STATE OF OREGON OFFICE OF ECONOMIC ANALYSIS LONG-TERM OREGON
STATE’S COUNTY POPULATION FORECAST, 2010-2050)
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In addition to being essential modes of travel, walking
and biking can contribute to many personal, regional,
and statewide benefits. Walkways and bikeways

are critical transportation access points, connecting
people to jobs and businesses. In addition, the
economy is dependent on Oregonians and visitors
alike that travel across the state on foot or by

bike to enjoy Oregon’s scenic beauty and tourist
destinations. Cycle tourism is especially popular,
attracting people outside Oregon to bike and spend
their money locally, bringing in millions annually to
support the people, places, communities, and overall
economy of the state.* Societal benefits are also
noticeable from these carbon neutral modes. For
example, bicyling and walking can result in improved
public health. Chapter 2 further describes the
benefits of walking and biking and provides evidence
on the importance of these modes to the overall
transportation system.

Benefits of walking and biking investments, along
with increased use of these modes and barriers
for those interested, all feed into understanding the
opportunities and challenges for Oregon’s walking
and biking system moving forward. While Oregon
is a leader among its peers and has developed

a strong walking and biking culture, there are still
issues, barriers, and opportunities which need to
be considered in the next 20 years, and that are
explored in this Plan. As more Oregonians choose
to walk and bike, opportunities to improve the safety
for these vulnerable users continues. Pedestrians
and cyclists are vulnerable because they have little
to no protection in a crash, such as the protection



offered by the exterior of a vehicle, and are exposed
to rain, snow, and other weather related factors.
Recent data indicates that fatalities and serious
injuries for bicyclists, and especially for pedestrians,
have increased.® A number of factors contribute to
these safety issues, which necessitates an evaluation
and revision of Oregon’s approach to safe walking
and biking facilities to eliminate deaths and serious
injuries.® In addition to crashes, other safety issues
and perceptions of safety or security affect the
number of people who choose to walk or bike. The
comfort level of walking and biking facilities often
varies depending on the speed of adjacent traffic,
roadway characteristics, and degree of separation
from motor vehicle traffic, among other factors.’
Recent studies show that a significant portion of
Oregonians are thought to be interested in biking, but
are concerned about safety, availability of facilities,
or other issues.® Similar barriers may exist for those
interested in walking.

In addition, a reexamination of walking and biking
from a systematic standpoint is needed. The
majority of pedestrian and bicycle facilities share
the public right-of-way with cars, freight trucks, and
other vehicles. To ensure safety for all modes, it is
important to consider the interaction between them
and to strive for a seamless transportation system
that minimize conflicts. In some instances, greater
separation of walking and biking facilities,

design treatments, or technologies may be needed
where appropriate, to enhance multimodal safety.

To achieve a well-connected seamless system,
transportation professionals and decision makers
should also consider the connections between
walking and biking facilities and other modes in
order to improve access and provide enhanced
travel options. Throughout the walking and

biking network numerous gaps exist that prevent
connections to other modes, let alone destinations.
For example, state and local network analysis show
that the walking and biking network are incomplete.
System investments should promote continuity and

provide easy transitions from one network to the
next. Walking and biking trips often cross invisible
boundaries of ownership. A user may take a city’s
neighborhood greenway to a sidewalk or bike lane
on a state highway and then to a county tralil,
unaware that ownership of their route changed.
Opportunities exist to coordinate between
neighboring jurisdictions that will help to achieve

a more seamless walking and biking network.

In recognizing benefits and challenges, the State
can determine how to best achieve a more safe

and efficient pedestrian and bicycle system, through
prioritization processes, partnerships, and strategic
investments.
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Overview of the Oregon Bicycle and Pedestrian Plan

The Oregon Bicycle and Pedestrian Plan provides a decision-making
framework for walking and biking efforts in the State within the context

of the overall transportation system.

The Plan is part of a suite of statewide policy plans,
under the Oregon Transportation Plan (OTP),

that facilitate an integrated and interconnected
transportation system to meet the diverse and
changing needs of Oregon (see sidebar). The policies
and strategies herein direct the work of the Oregon
Department of Transportation (ODOT) and guide

a variety of entities throughout the state. Local,
regional, and state agencies all have important roles
in implementing the Plan and achieving its vision.
Regional and local plans must be consistent with
the Oregon Bicycle and Pedestrian Plan policies and
strategies.

The Plan examines walking and biking from an
infrastructure and user perspective and recognizes
issues, opportunities, and needs. It includes all
aspects of delivering a transportation system,
including policies and strategies that cover planning,
investing, constructing, and maintaining walking and
biking facilities and programs. The Plan recognizes
that Oregon is a geographically large and diverse
state, with communities ranging from small coastal
cities and rural counties in Eastern Oregon to
urbanized metropolitan areas in the Willamette
Valley. Policies and strategies apply to varied
contexts across the state and as a result, the scale of
solutions or design treatments may vary. When fully
implemented, the Plan envisions a future that builds
off on Oregon’s strong existing foundation by further
increasing walking and biking connections to critical
destinations and other modes of transit. In turn, this
will help bring about a safer system for all users that
leverages opportunities to enhance the system and
creates more equitable access for all users.
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The Oregon Bicycle and Pedestrian
Plan encapsulates the bike and walk
modal elements of the OTP. The policies
and strategies in this plan are written to
refine the OTP and be consistent with

the other mode and topic plans, such

as the Oregon Highway Plan (OHP). For
example, while the OHP has policies and
strategies directing driveway distances,
this Bicycle and Pedestrian Plan enhances
those policies by suggesting that sidewalk
elevation changes be minimized at
driveway locations. In this way, the suite
of mode and topic plans under the OTP
complement and build upon one another
and provide comprehensive policy
direction for the State.



Specifically by 2040,
the Plan envisions that:

In Oregon, people of all ages, incomes, and abilities can access destinations in urban and

rural areas on safe, well-connected biking and walking routes. People can enjoy Oregon’s

scenic beauty by walking and biking on a transportation system that respects the needs

of its users and their sense of safety. Bicycle and pedestrian networks are recognized as

integral, interconnected elements of the Oregon transportation system that contribute to our

diverse and vibrant communities and the health and quality of life enjoyed by Oregonians.

The Plan establishes nine goal areas
that support the vision:

e Safety

¢ Accessibility and Connectivity

¢ Mobility and Efficiency

e Community and Economic Vitality
® Equity

® Health

e Sustainability

e Strategic Investment

e Coordination, Cooperation, and Collaboration.

A description of these nine goal areas are described
in Chapter 3: Policies and Strategies.

THE VISION

ODOT developed the Plan through
extensive stakeholder involvement
and public outreach.

A Policy Advisory Committee (PAC) was formed to
guide the process and review plan content. Elected
officials, local agency representatives, business
people, a member of the Oregon Transportation
Commission, walking and biking advocates and
other stakeholders across the state, including
statewide, urban, suburban, and rural interests
comprised the 17-member PAC. The Technical
Advisory Committee (TAC) for the Plan included
regional and local transportation agency staff and
other practitioners serving various areas of the State.
The public outreach and involvement included early
input through statewide listening meetings, surveys,
and interviews to inform issues and opportunities

for policy development; presentations to the Area
Commissions on Transportation (ACT); and a formal
public review period of the draft plan. A description of
the public involvement processes are further detailed
in Appendix B: Plan Development Process.
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Bicycle and Pedestrian Plan Outline

The Oregon Bicycle and Pedestrian Plan consists
of the following chapters:

CHAPTER 1! Introduction

CHAPTER 2: Background

CHAPTER Z: Policies and Strategies
CHAPTER 4: Investment Considerations
CHAPTER 5: Implementation

Additionally, the Plan includes appendices for further Plan background,
research, and documentation of consistency with state requirements.
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End Notes

'US Census, American Community Survey, 2011, cited in Alliance for Biking & Walking, Bicycling and
Walking in the United States: 2014 Benchmarking Report, 42.

2Dill and McNeill, Portland State University, Four Types of Cyclists? Testing a Typology to Better Understand
Bicycling Behavior and Potential (Working Paper), August 2012. See also People for Bikes, U.W. Bicycling
Participation Benchmarking Study Report, prepared by Breakaway Research Group, 2015.

SNHTS, National Household Travel Survey, 2009, cited in Litman, Short and Sweet: Analysis of Shorter
Trips using NHTS Data, 2014.

“Travel Oregon, 2012, The Economic Significance of Bicycle-Related Travel in Oregon, prepared by Dean
Runyan Associates, April 2013.

SUSDOT Website: http://www.transportation.gov/policy-initiatives/ped-bike-safety/safer-people-safer-
streets-pedestrian-and-bicycle-safety.

5This language is consistent with the Federal Highway Administration’s, ‘Vision Zero — Toward Zero Deaths’
referring to the “vision of eliminating fatalities and serious injuries on our Nation’s roadways,” affirming that
“even one death on our transportation system is unacceptable.” (http://safety.fhwa.dot.gov/tzd/).

"This is reflected in the MMLOS methodology, Level of Traffic Stress analysis, as well as pedestrian level

of comfort indices in the research. See Transportation Research Board, 2010 Highway Capacity Manual;
8Mekuria, Mineta Transportation Institute, Low-Stress Bicycling and Network Connectivity, 2012; Marshall
and Garrick, Street Network Types and Road Safety: A Study of 24 California Cities, Urban Design
International, Vol. 15, 2010, pp. 133-147, See Note 2.
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Oregon has built a strong foundation for walking

and biking through investments in infrastructure

and programs. Moving forward, it is recognized

that network gaps exist and system needs remain.
Addressing these gaps and needs for walking and
biking not only help to increase the utilization of these
modes, but also improve the safety, accessibility, and
mobility of current and future users of the system. It
Is important to consider how trends, challenges, and
opportunities impact the continuous evolution of the
system and its users, and affect what needs to be
done moving forward.

To provide context for how Oregon continues to
support and advance walking and biking, it is
important to understand the benefits of these modes,
as well as challenges and opportunities, all of which
frame what needs to be achieved moving forward (the
vision) and how to get there (policies and strategies).
This chapter describes the recognized benefits of
walking and biking investments and mode choices;
provides an overview of existing conditions and
trends; identifies who is walking and biking; who could
be, and who wants to be; and illustrates the condition
of Oregon’s walking and biking networks. This
information informs the identification of opportunities
and challenges, which act as the drivers for the
policies and strategies included in Chapter 3.
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Benefits of Walking & Biking
Walking and biking are vital to Oregon’s
transportation system, helping to provide
travel choices that support people,
places, and the economy.

Investing in walking and biking can help to create

a safer, more connected, and accessible system.
There are also statewide, regional, local, and
personal benefits. And while most benefits are
universal, solutions may vary in urban and rural parts
of Oregon. In some ways, benefits may be greater

in smaller towns and cities, where transportation
options may be limited and walking and biking are
essential modes of travel. Benefits can also occur on
a statewide scale, such as overall improvements to
the environment or to public health.

The broader benefits of walking and biking
investments throughout Oregon include impacts

on economic vitality, healthy communities, and
tourism. Existing literature was reviewed to identify
demonstrated benefits to the local economy, as well
as to health, safety, sustainability, and accessibility
resulting from walking and biking networks.

Research in the Portland
metropolitan area found that
people who bike or walk may

spend more money locally,
through more frequent trips to
the store, when compared to
their car-driving counterparts.

(CLIFTON RESEARCH, PORTLAND STATE UNIVERSITY, 2013)
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A 2012 study,
commissioned by
Travel Oregon, found
that Oregon bicycle
tourism brought

in nearly $400 million and
supported 4,600 jobs within the
state. According to the report, the
share of total travel expenditures
(of bike-related travel) is 4.4%
statewide. However, this figure
varies across the state—
expenditures from bike-related
travel make up 11.6% of travel
expenditures in Central Oregon
and 14.8% of travel expenditures
in the Gorge/Mt Hood area.

The same study also found that
in 2012 the statewide bicycle
industry employed 2,645 jobs,
with total earnings of $83.8
million.

(THE ECONOMIC SIGNIFICANCE OF BICYCLE-RELATED TRAVEL IN
OREGON, TRAVEL OREGON, 2012)




Economic Growth Benefits

A growing body of research has shown that walking
and bicycling can contribute to a healthy economy.
Benefits range from relatively direct impacts for
users, such as reductions in travel costs, to more
indirect impacts, such as growth in businesses
related to the bike industry. Increases in walking and
biking have potential direct and indirect impacts to
the state or local economy through:

e Growth in active transportation related industries
(e.g. bike shops, bike and walking tour
companies).!

¢ Jobs created through design and construction
projects related to bicycle and pedestrian
improvements.?

e The ability for people to access employment
through what may be their only source of
transportation.?

¢ Increased ability for some industries to attract
and retain employees due to the presence of
transportation choices.*

¢ The attraction of out-of-state spending from
visitors who participate in bicycle or walking
tourism.®

e Improved livability and community attractiveness.®

“Providing facilities for walking or
bicycling increases the comfort and
opportunities of residents to walk or
bike to employment opportunities
or to more readily access transit to
increase employment options.”

(METRO, M.P.O.)

Every point greater than 70 of
Walk Score, the website ranking
the walkability of any address in

America, results in increased

rent of....

IEEE

90¢ /
SQ. FT.

COMMERICAL
BUILDINGS WITH
A WALK SCORE

GREATER THAN 70.

$20/
SQ. FT.

FOR RESIDENTIAL
BUILDINGS WITH
A WALK SCORE

GREATER THAN 70.

(IMPACT OF AMENITIES ON DEVELOPMENT
FEASIBILITY, CITY OF PORTLAND)
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Walking and biking modes are often collectively
referred to as “active transportation,” because
people who walk or bike are engaging in physical
activity. Physical inactivity is known to be a strong
risk factor for chronic disease and premature death
in the U.S.” The Centers for Disease Control and
Prevention (CDC) recommends at least 30 minutes
of moderate physical activity five days per week.
This threshold is often unmet, as illustrated by 2009
data which showed that 44 percent of Oregon
adults did not meet the minimum physical activity
recommendations.®

Some of the main health benefits due to physical
activity include improved personal health and
increased life expectancy.® Investing in pedestrian
and bicycle infrastructure, supporting educational
and encouragement programs, and supporting active
transportation options helps to encourage physical
activity for better health and may reduce health care
costs by decreasing rates of chronic disease. In
addition to walking and biking, connections to transit
are also essential to health, as access to transit is
critical in helping those who cannot or choose not to
drive, reach needed health services such as medical
care.

For older adults, accessibility is a critical issue. This
need will continue as the population of older adults
is expected to increase significantly across the

o Medical costs related to obesity in Oregon
were estimated to be $1.4 billion annually—
showing a great potential to reduce health
care costs by supporting physical activity and
other health promoting activities.

(DEPARTMENT OF HEALTH & HUMAN SERVICES STRATEGIC
PLAN)

A 2011 study estimated that Portland, OR
could see between $388 and $594 million in
health cost savings attributable to new bicycle
infrastructure and programs by 2040. Every $1
invested in bicycling yields $3.40 in health care
cost savings. When the statistical value of lives
is considered, every $1 invested yields nearly
$100 in benefits.

(U.S. 2014 BENCHMARKING REPORT, GOTSCHI, 2011)

%e/*;(;_e.
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state. By 2040, the population over 75 years of age
is predicted to increase anywhere from 70 percent
(Baker County) to 400 percent (Deschutes County).”°
In addition, having places for older adults to walk
may help to maintain their muscle mass, which can
prevent falls and reduce hospitalizations.

Beyond access to health services and the benefits
of physical activity, access to walking or biking can
be important in creating transportation options that
allow for increased mobility, reducing the possibility
of isolation which can lead to mental and physical
health issues.

Other important findings about the correlation of
walking and biking to improved health include:

¢ Active transportation facilities that are designed
to be comfortable, safe, accessible, and near
desirable destinations are more likely to attract a
wide range of users, including people who suffer
from an increased health risk due to inactivity."

¢ Physical activity and health care cost benefits are
greatest if people with increased health risks use
walking and biking facilities."

Walking and biking are zero emission modes that
play an important role in reducing fuel consumption,
air pollution and carbon emissions. Increasing biking
and walking for transportation is a key strategy in
helping Oregon achieve its greenhouse gas (GHG)
reduction goals.’® As transportation is one of the
highest emitting sectors, contributing to about one-
third of all GHG emission in the state,"* approaches
for reducing transportation-related emissions are




40'50% of trips

< 3 miles
%5 SAVES E_@
1 mile 11b
pedaled or walked of CO2

(ENVIRONMENTAL PROTECTION AGENCY)

(HEALTHY, EQUITABLE TRANSPORTATION POLICY, POLICY LINK
AND PREVENTION INSTITUTE)

essential.

ODQT’s Statewide Transportation Strategy: A

2050 Vision for Greenhouse Gas Reduction

(STS)™® identifies biking and walking as having
measurable GHG reduction benefits. To achieve

the substantial reductions envisioned in the STS,
several different reduction strategies are needed,
including advancements in fleets and fuels, pricing
mechanisms, land use changes, and transportation
options like walking and biking. No one solution
achieves Oregon’s GHG reduction goals, but in
combination they lead to substantial reductions. For
pedestrian and bicycle strategies, the STS estimates
the potential for people to walk or bike 20 miles

or less round trip is great, and that it would take
approximately 40 percent of people who currently
drive this distance to walk or bike instead in order to
achieve the GHG reduction levels shown in the STS
vision. According to the US Environmental Protection
Agency (EPA), for every 1-mile pedaled or walked
instead of driven, nearly 1 pound of carbon dioxide is
saved.'®

The role walking and biking can play in reducing
emissions is further emphasized in research

which shows that motor vehicle trips contribute to
disproportionately high levels of per-mile emissions'”
and if short trips shift from driving to walking or
biking, the amount of air pollutants can be reduced.

For pedestrians and cyclists, high levels of mobility
result from safe and appropriate facilities that offer
direct connections to destinations and routes, and
provide end-of-trip accommodations such as bicycle
parking. Improving or preserving ease of movement
on walking and biking networks also promotes
accessibility to key destinations and improved
connectivity to other modal systems, such as public
transportation.’®

The availability, quality and connectivity of walking
and biking facilities is especially important for older
adults and people with disabilities. These individuals
may not drive due to issues of poor health, limited
physical or mental abilities, concerns with safety,

or because they have no car. Access to modes of
travel other than driving is essential to not only their
mobility, but also their independence. These non-
driving groups are more isolated than their driving
counterparts, especially those living in rural or
suburban communities and/or communities of color.”

To ensure pedestrians’ mobility, the transportation
system requires frequent crossings and short
distances between desirable origins and
destinations. For cyclists, enhanced mobility may
result from dedicated bike lanes, bicycle parking,
and other transit-oriented amenities that make it
easier to integrate a bicycling trip with use of public
transportation, which can be essential in making
longer trips.
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Walking and Biking in Oregon Today

Many of the benefits of walking and biking mentioned  bicycle traffic and the establishment of walkways and
bikeways. Other groups such as Oregon Walks, the
Bicycle Transportation Alliance, and Travel Oregon
also support biking and walking in the state, primarily
through promotional and/or advocacy efforts.

in the section above are, in part, responsible for
driving the investments Oregon has made to date.
In addition, the Oregon Bike Bill (ORS 366.514),
established in 1971, has been instrumental to the
advancement of investments in walking and biking
over the past four decades. The bill requires that
walkways and bikeways be constructed as a part
of roadway improvement projects, and directs at
least one percent of the state highway trust fund
dollars to be invested in projects that support walking
and biking. Another foundational driver of walking
and biking in Oregon today is the Oregon Bicycle
and Pedestrian Advisory Committee (OBPAC),
which serves as a statewide committee to discuss
pedestrian and bicycle issues and provides advice
to ODOT about the regulation of pedestrian and

TRENDS

Through these investment drivers, decision making
processes, and user interest groups, Oregon has
evolved its walking and biking network and culture
to what it is today. Looking at existing conditions
helps to illuminate who uses the system, how they
use it, and the current state of the walking and
biking system. This understanding is essential for
understanding the issues, opportunities and gaps
that exist today, and what needs to be addressed

moving forward.

A PROFILE OF USERS

representing a snapshot of travel habits of Oregon
residents, was further analyzed to understand the
characteristics of those who walk and bike today
according to various factors such as urban or rural
environment, gender, age, race and income. The
following profile of walkers and cyclists in Oregon
emerges (only those results found to be statistically
unique are shown)::

Oregon'’s provision of walking and biking travel choices
has helped elevate Oregon to the walk commute
mode share of 4.0 percent,?® and the highest bicycle
commute mode share of any state at 2.4 percent.
Higher rates of walking and biking were found in
Oregon’s metropolitan areas (Portland, Salem-Keizer,
Corvallis, Bend, and Rogue Valley MPOs), where

12.5 percent of weekday trips were made by walking
and 3.1 percent were made by bicycling. This data,

Location Gender Age
Urban households Women make School aged
walk and bike walking trips at people from

at higher rate
than households
in rural areas
(urban: 21% walk
and 7% bike; and
rural: 16% walk
and 3% bike).

a slightly higher
rate than men,
especially in
urban areas, while
men are twice as
likely as women
to make a bicycle

trip.

10-15 years old
account for 22%
of all walking
trips made on a
typical weekday,
while the age of
people making
bicycle trips is
evenly distributed
from people in
their early teens to
those in their fifties.
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Ability
In rural areas,
people with
a disability
make more
walking trips than
those without
a disability,
while the
converse is true in
urban areas.

Income

Walking trips
are more
common among
households
with higher (above
$75,000) and
lower (below
$15,000) incomes,
while bicycle trips
are more common
among mid to
upper income
households.

Housing
Household
members who rent
are more likely to
make a walking
trip than those who
own their home,
and members of
households living
in single family
homes or duplexes
are more likely to
make a bicycle trip.

(CLIFTON AND SINGLETON, OREGON HOUSEHOLD ACTIVITY SURVEY ANALYSIS)



Influencing Factors and Perceptions

Many different factors influence the mode choices of
Oregon residents, and affect a person’s decision to
walk or bike. The density of the built environment, the
distance between destinations, and the availability

of convenient, well-connected, and safe facilities
greatly influences mode choice. Most walking trips
are less than a quarter mile, while the majority of
bicycle trips are two miles or less.?? Studies in places
like Portland, Oregon,?® however, found that many
people bike longer distances, which is why ODOT’s
STS selected a walking and biking threshold of 20
miles or less round trip.2* Additionally, the terrain and
amount of hills impact people’s choices to walk and
bike as does the weather.

Beyond physical factors, perceptions about walking
and biking play a role in people choosing to use
those modes. The 2015 Oregon Transportation
Needs and Issues survey, a statewide random
sample survey of Oregonians conducted by ODOT
every two years, found that most respondents feel
they have the necessary facilities to walk safely in
their community (65%), but less than half felt they
had the necessary facilities to bike safely (44%). If
improvements were made to walking or biking routes
within their community, 35 percent of respondents
in the same survey said they would consider
walking or biking to school or work. This sentiment
was strongest in more populated areas, where
respondents were twice as likely to indicate that their
mode choices would change. Beyond perceptions
impacting use, data from the survey also suggests
that support for investing in walking and biking
facilities is very high, with 75 percent of respondents
indicating it is important to fund improvements to
walking and biking facilities on existing streets.
Support for investments was highest among the
lowest income groups.
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The Existing System

Oregon’s urban pedestrian and bicycle systems are
comprised of sidewalks, crosswalks, pedestrian
signals, bike loop detectors, marked bike lanes,
shared-use paths, and other facilities on local
streets, county roads and state highways. In rural
areas, highway shoulders often serve as walkways
and bikeways, and bike lanes and sidewalks may
or may not be present in rural communities. In
addition, parts of the State have shared-use paths,
which serve non-motorized travelers in both urban
and rural areas. Even in urban and suburban areas,
residential neighborhoods may lack sidewalks or
have incomplete sidewalk coverage, and there are
recognized gaps in walking and biking networks.
These system gaps exist across the state, making
overall completeness of the walking and biking
system a top consideration. The existing network of
walkway and bikeway facilities influences the overall
safety of users and their ability to access recreational
or key destinations such as school, work, medical
services, and local businesses.

The presence, condition, and accessibility of
walkways and bikeways not only impact the ability
of people to walk or bike on these routes, but also
impacts access to other modes, such as transit.
High quality, well-connected walkways, bikeways,
and crossings can increase the distance people
are willing to travel to reach a transit stop,? thus
increasing the potential for ridership.
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Key Components to Infrastructure

Other important walking and biking facility
components include lighting, street design, and the
availability of bicycle parking. Appropriate lighting
can encourage a safe and secure atmosphere for
pedestrians and bicyclists and improve night time
visibility of street crossings. Bike parking in the

right locations, with well-designed racks, supports
those who choose to bike. While information on the
presence or absence of these components is scarce,
there are recognized opportunities for adding lighting
and bicycle parking in appropriate locations across
the state, and identifying the right street design for
the right locations.

Ownership

Lastly, the existing system should be recognized

for its varied ownership. The pedestrian and bicycle
systems in Oregon are owned by many jurisdictions,
including state agencies, such as ODOT and the
Oregon Parks and Recreation Department (OPRD),
cities, and counties. The decentralized nature of
ownership in transportation infrastructure can cause
difficulties in planning, constructing, and maintaining
facilities, resulting in system gaps or inconsistencies
in quality. As with users of other modes, users of
walking and biking facilities desire a seamless system
with high-quality facilities, regardless of jurisdictional
ownership.

By looking at the state of the existing system and
with a clear understanding of the users and uses,
issues, opportunities, and gaps emerge. These have
been further supplemented with research reviewed
as well as extensive outreach to transportation
practitioners at all levels of government and the
general public, which are described in the next
section.
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Issues & Opportunities

A review of state and local plans, policies and
programs, and a review of current literature
helped identify the issues and opportunities
impacting walking and biking in Oregon. This
research was supplemented with stakeholder
interviews, statewide listening meetings, and

PAC conversations about barriers, gaps, and
opportunities to better support walking and biking.

Organized by the goal areas of this plan, the primary
issues and opportunities are described, which

form the rationale for the policies and strategies

that follow in Chapter 3. While there are other

issues and opportunities identified that drove policy
development, the ones described below represent
the primary themes.

Safety

Safety is fundamental to the entire transportation
system and carries unique connotations for those
who walk and bike, because they are often referred
to as “vulnerable users.” Unlike people who travel
by car or bus, who are shielded from a crash by
their vehicle, those who walk or bike are fully
exposed. This vulnerability is one of the reasons
that roadways adjacent to schools have lower
speed limits in order to reduce the severity of
injury to children should an incident occur. Data
has shown that the risk of fatality increases from 5
percent at 20 miles per hour (MPH); 37-45 percent
at 30 MPH; and 83-85 percent at 40 MPH.2¢
Although crash frequency involving pedestrians
and cyclists may be relatively low, crash severity is
often a concern with higher proportions of fatalities
and serious injuries among pedestrians and
cyclists.?” Over recent years fatalities and serious
injuries for bicyclists have remained fairly steady,
showing a continuing concern for these roadway
users. Pedestrian incidents, however, doubled from
2014 to 2015, and have generally been on the
rise.?® While lack of volume data makes it difficult
to determine overall pedestrian and bicycle use in
relation to crash rates, it is likely that when looking
at overall exposure to fatalities and serious injuries,

22 | Oregon Bicycle and Pedestrian Plan

walking and biking safety risks are relatively high.
These statistics indicate that safety is a continuing,
and in many ways, growing, concern for Oregon
and actions are needed to strive towards eliminating
fatalities and serious injuries.

& From 2009-2013, there was
an annual average of 48
pedestrian fatalities and 9 bicyclist

fatalities in Oregon.

(NATIONAL HIGHWAY TRAFFIC SAFETY ADMINISTRATION)



“Five E’s” Safety is often categorized into the “Five E’s”, reflecting the way in which a safe system is brought

about or facilitated, including: engineering, enforcement, education and encouragement, and evaluation.
This table summarize some of the key issues and opportunities within each of the Five E’s.

Engineering

)

Enforcement

/.

Education and
Encouragement

<

Evaluation

Practitioners and system users raised concerns on how the system is designed
and built, ultimately affecting the safety and comfort of users. Users want to

be able to move efficiently on the system while feeling safe and being seen.

For example, a mother and child crossing the street would benefit from a well-
connected and safely designed intersection that included street lighting, a marked
crossing, and a rapid flash beacon to alert drivers of their crossing. In addition

to system safety enhancements like visible crossings, other engineering themes
included separation of facilities on higher speed routes, examination of reduced
motor vehicle speeds (both design and posted speeds), and a look at roadway
cross-sections for the safest multimodal designs.

Oregon has laws to govern the safe movement of all modes and different types
of devices (e.g. electric bikes) on walking or biking networks. Stakeholders
raised concerns about the lack of knowledge by both practitioners and users of
the system and indicated further need for enhanced law enforcement to ensure
rules are followed by all users of the system. In addition to law enforcement, the
idea of enforcing local codes which govern safety and security emerged. Most
cities and local jurisdictions have code language that governs the placement
and management of walking and biking facilities, which when enforced, can
help to keep the system secure and safe. For example, local codes can enforce
designated bicycle parking, so that people have a secure place to leave their
bike when they reach their destination. As another example, local codes dictating
maintenance policies can be enforced to ensure that sidewalks are kept clear of
impediments.

Education and encouragement were also common issues raised in the plan
development process. This includes education of individual groups, such as
school aged children or staff at public agencies involved in transportation issues,
and education on rules of the road to all users of the system. Continued funding
and support for Safe Routes to School (SRTS) type programs were commonly
noted, especially as these programs no longer receive dedicated federal funding.
These types of programs often target school children at a young age, teaching
them that they should wear a helmet when biking, cross at a crosswalk, and
how to obey other laws and generally be safe walking or biking. Research has
demonstrated that learning this at a young age is essential to long term behavior,?®
creating a lasting safety culture and protecting Oregon’s children. Education and
encouragement are also linked, in that education about road safety could also
encourage people to walk and bike more frequently.

Inconsistencies in how safety influences project prioritization was a concern noted
throughout the State, where some jurisdictions prioritize safety and others do

not, creating a potential disconnect in how projects get selected and prioritized.
Some other challenges cited included availability, consistency, or quality of data to
support decision-making.
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Accessibility & Connectivity

Accessibility and Connectivity is well supported by
the state’s coordinated approach to land use and
transportation planning, including the requirements
of the Transportation Planning Rule (TPR) and “Bike
Bill,” which both direct some level of coordination
and consideration of pedestrian and bicycle modes.
However, issues were raised relating to system gaps
for both pedestrians and cyclists and the need to
connect to different modes.

The incompleteness of the walking and biking system
was raised as one of the top issues by stakeholders
throughout the plan development process. Gaps
are known to exist around schools, shopping areas,
downtowns and other critical connection points. In
areas where sidewalks end abruptly, foot paths are
often evident, showing the frequency of use and
need for infrastructure in such locations. In other
areas, space constraints may force pedestrians

into travel lanes, creating safety risks in addition

to connectivity issues. Even where there are well
connected walking and biking infrastructure,

these areas can be isolated, leaving islands of
connectivity.®® These types of issues and the lack
of a systematic approach in planning, construction,
and maintenance were mentioned throughout

the research and in interviews. The construction

of walking and biking facilities vary by jurisdiction
resulting in confusion regarding system responsibility.
For example, some communities require property
owner responsibility for sidewalk maintenance
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where other communities use a utility fee to help
provide sidewalks. At a regional scale, system

gaps in connecting communities was an emerging
challenge, especially for more rural communities who
strive to provide additional options for community

to community travel. These communities are
recognizing the need for more regional pathways
and trail systems that provide travel options for
transportation and recreation alike.

Another key challenge was access to other modes,
including public transportation and air transportation,
and the need to recognize the importance of
intermodal connections. People who utilize public
transportation (i.e. passenger rail, buses, etc.) often
need to walk or bike to the transit stop and from the
stop to their destination, but may experience barriers
when facilities are in poor condition or are
non-existent.




Level of Traffic Stress Analysw

The Bicycle Level of Traffic Stress (LTS)
methodology breaks road segments into four
classifications for measuring the effects of
traffic-based stress on cyclists. This measure
of traffic stress quantifies the perceived
safety issue of being in close proximity to
vehicles whether on a spacing distance or
speed basis. For example, a road segment
with an LTS Level 1 rating would include

low speeds, no more than one lane per
direction with intersections easy to cross by
all, and is of little stress that is suitable for
most cyclists. An LTS Level 4 would be a
road segment with moderate to high speeds,
multi-lane with narrow or no bike lanes, and

is high stress suitable for more experienced

or skilled cyclists. This methodology allows a quick assessment of system connectivity without going
into the data requirements (i.e. traffic volumes) and calculations of the Highway Capacity Manual
Bicycle Multimodal Level-of-Service (MMLOS) method and is well suited for high-level plans such as

corridor and transportation system plans (TSP).

Another significant advantage of the LTS methodology is that it allows the identification of connectivity
“islands,” surrounded by higher LTS streets, intersections, and other natural and physical barriers (i.e.
rivers and railroads). This allows for a true connectivity look versus just considering system gaps, as
one high stress location may prevent many routes or connections between adjacent neighborhoods.
Improvements can be prioritized by the amount of additional low stress routes or points connected,
thereby enhancing the system in addition to just gap filling.

Mobility and Efficiency addresses how well people
are able to move on the system, as opposed to
accessibility which discusses how people get to the
system. Background research highlighted the role
that planning, project identification, construction,
and maintenance play in facilitating mobility, as well
as acknowledgment that different mobility devices
use the walking and biking system and that mobility
should be balanced between modes.

Keeping the existing system maintained so

that people can easily move on it was regularly
mentioned at both the local and state level.
Several examples were cited where street furniture,
mailboxes, or utility poles were located in the

(OREGON DEPARTMENT OF TRANSPORTATION

sidewalk, impacting pedestrian travel, particularly
people using mobility devices. These types of
impediments were sometimes traced to lack of
enforcement of local codes or lack of coordination
between utility companies and transportation
agencies, for example.

In addition, sidewalk and roadway cracking and
upheaval were cited as potentially impacting both
safety and mobility. Maintenance activities, such as
street sweeping, and snow and ice removal also
came up as key to maintaining mobility.
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Stakeholders identified several other themes
around the use of different devices on the walking
and biking system. This not only included mobility
devices such as wheelchairs, but also other
methods of travel on the walking and biking
system, such as skateboards, non-motorized
scooters, electric bikes, or other electric devices.
These challenges related to the lack of uniform
application, such as communities who do or do
not allow skateboards on sidewalks, or relate to
the understanding of comfort for these users of
the system and minimizing physical barriers when
possible.

Mobility also includes the balance of mobility needs
between other modes, such as transit or freight,
similar to the need to balance other goals across
modes like safety.

Community and Economic Vitality, in relation to
pedestrian and bicycle infrastructure, is identified
in a number of state policies and is an emerging
discussion point. A variety of communities
throughout the state are recognizing the need to
have walking and biking facilities in order to assure
their community members can access jobs and
services, as well as provide people choices for
travel and recreation. Cycle tourism is a growing
industry in Oregon and a recognized component
of the economy. Communities often promote
access to natural areas, and benefit from tourists
passing through. Some communities also promote
themselves through historic walking tours of their
towns and opportunities to connect with their

Oregon has the only Bicycle Friendly Business program in
the US that is geared toward visitors.

community on foot. Beyond tourism and recreation,
the private sector is recognizing the connections

of walking and biking to attracting customers. For
example, some realtors have advertised walk scores
with house listings to help illustrate the value of the
home. As another example, some shops have sought
certification as a “Bike Friendly Businesses” (see
photo), in order to bring in more customers.

Community vitality not only can be benefited

by walking and biking facilities, but walking and
biking facilities can be benefited by the community
landscape, conducive land uses, and the support
of local codes. Communities are more commonly
incorporating pedestrian and bicycle requirements
within their local code to enhance walking and biking
through land use or amenities like bike parking.
Stakeholders often noted the importance local
communities play in helping Oregon be a more
attractive place to walk and bike.
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Scenic Bikeways
Oregon’s Scenic Bikeways program currently totals over

980 miles of bikeways across the state.

® People who rode on Oregon Scenic Bikeways spent over
$12 million in 2014, supporting over 150 jobs.

e Over 80 percent of Scenic Bikeway users live in Oregon.

(THE ECONOMIC SIGNIFICANCE OF BICYCLE-RELATED
TRAVEL IN OREGON, TRAVEL OREGON, APRIL 2013)



Equity

Equity concerns were raised in relation to
differences in access to transportation options
across communities with different racial, ethic, or
socio-economic compositions. When included
in plans and policies, equity was generally
described at a high level in documents from
more urban areas, but often did not include

any detailed equity analysis to inform decision
making. In addition, the need to better identify
transportation disadvantaged populations,
defined as those who have limited options in
travel, often relying on biking, public transit,

or walking to get to their destination, was a
consistent theme, particularly when prioritization
processes were discussed. Overall, there was

a general consensus on the need to bring more
consistency in the consideration of equity issues
for transportation planning, prioritization, and
project delivery.

Health

Health is emerging as a consideration in
transportation, but it has yet to be well integrated
into Oregon’s transportation decision making.
Topics like aging in place and the mobility of older
generations were raised early in Plan development,
as these issues relate to people who need to
access services but are often dependent on
walking to reach their destination and can be

left in isolation if connections are not readily
available. In addition, while connections between
health and transportation have been made at the
statewide level, such as through a Memorandum
of Understanding between ODOT and the Oregon

p
COMMUTE TO WORK

For those Oregonians without a car,

20% 12%

WALK TO WORK BIKE TO WORK

And of those Oregonians walking or biking
to work...

64% of walkers & 75% of bikers

were at or above 150% of the poverty level.
(2013 AMERICAN COMMUNITY SURVEY)

\_ /

Health Authority (OHA), there is a lack of consistent
application in transportation decision making.
Opportunities noted were to continue partnerships
between ODOT and OHA, increase interagency
collaboration at the region and local level, share
data and information, consider health as a goal
area in transportation (possibly including health
analysis in decision making), and communicating
connections between health and transportation.

Sustainability

Sustainability in the context of the Plan is defined
as the contribution of walking and biking to the
environment. The themes of financial and social
sustainability are addressed in other sections, such
as Strategic Investment, Equity, and Community
and Economic Vitality. Walking and biking modes
provide zero emission means of travel and are
important for reducing transportation related GHG
emissions. The Plan identifies opportunities to
strengthen the link between walking and biking
modes and issues of air quality and climate change,
reinforcing Oregon STS’s call for walking and biking
solutions, among other reduction strategies.

Background | 27



Strategic Investments

Strategic Investments recognizes that funding

for the entire transportation system is limited and
that all investments should be made to get to

the highest returns and greatest benefits. Being
strategic is important so that the highest need
investments can be made first and holistic funding
needs and opportunities are considered. In this
way, the idea of strategic investments for walking
and biking was identified as the need to develop

a project prioritization process and to secure
additional funding. In times of funding uncertainty,
pedestrian and bicycle projects often compete with
other transportation needs, so it becomes more
important to recognize the need to leverage funding
with other projects or funding sources. Along with
funding constraints, prioritization processes vary
within agencies and between different communities,
often making it difficult for decision-makers and
associated advisory bodies (e.g. ACTs) to best
prioritize investments.

Coordination, Cooperation, and Collaboration

Coordination, Cooperation, and Collaboration
between municipalities and between all levels

of government is of critical importance to the
successful implementation of the Plan. This includes
data and information sharing, collaboration, and
leveraging of resources. Key issues identified by
stakeholders included the need to coordinate efforts
between local and state agencies at every level of
project development, including planning, design,
construction, and maintenance. Training among
agency staff, locals and the state alike, was also
noted as important, especially as leveraging projects
and funds become more necessary. In addition,
data collection and sharing were among key issues.
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Other Issues and Opportunities

Other Issues and Opportunities were identified that
cross several of the goal areas above, such as
data collection and the inclusion of performance
measures to track walking and biking progress.
Some of the considerations raised for these issues
and opportunities are described below.

Data

This Plan recognizes that the lack

of data, or the inconsistency in how
existing data is collected and applied
provides challenges for pedestrian and
bicycle efforts, including the support of information
such as: safety, transportation disadvantaged
populations, critical connections and system needs,
and use and volume data. While data sources

for bicycle and pedestrian efforts exist, data is
collected sporadically and is often housed in a
multitude of locations, making it difficult to find and
utilize consistently across the state. Opportunities
identified consisted of better sharing of data
between agencies, private and public alike, and
using technological advancements to improve data
collection.

il

Performance Measures
@ The inclusion of performance measures

into planning and project delivery

is an opportunity for transportation
professionals and decision makers to evaluate how
projects and programs support statewide goals
for walking and biking. There exists a wide range
of performance measures designed to evaluate
programs, outcomes, and polices. However, the
practice of performance-based planning and
programming is emerging within the transportation
industry. As a result, transportation professionals are
still examining the appropriate use and context for
many measures. A key challenge is the availability
of data to support such performance measures and
even when available, the ability to apply such data
at a statewide level. In addition, some measures
cannot be applied due to data constraints, such
as incomplete data and expensive data collection
methods.

This Plan aims to address a variety of issues as they
relate to the above mentioned Goal areas.
Chapter 3: Policies and Strategies builds upon how
to address some of these identified issues.
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To continue to support walking

and biking in Oregon, the trends,
challenges and opportunities presented
in the previous chapter must be taken
into account when determining how to
move forward. This section includes
the direction for moving forward,

with over 20 policies and associated
strategies designed to help sustain
and improve walking and biking
networks, conditions, and use. The
policy direction herein is long-range,
including policies and strategies that
would need to be implemented in the
short, medium, or long term. The bulk
of policies and strategies are designed
to inform decision-making as situations
arise, while others will result in specific
deliverables, or drive direction for
investments and project selection.
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Walking and biking in the context of the entire
transportation system was considered in the
development of policies and strategies, and several
address modal interactions or seek to enhance
intermodal connections. In addition, the policy
direction is inclusive of all aspects of delivering

a transportation system, including: planning,
investing, constructing, and maintaining. The
policies and strategies are the actions designed to
help achieve each of the identified plan goals, which
in turn refine the plan vision. The goals of the plan
include:

e Safety

e Accessibility and Connectivity

¢ Mobility and Efficiency

e Community and Economic Vitality

e Equity

* Health

e Sustainability

e Strategic Investment

e Coordination, Cooperation, and Collaboration
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Policies and strategies are organized under the
most relevant goal but often relate to or benefit
other goals. In particular, goals such as Equity,
Sustainability, Health, and Community and
Economic Vitality are benefited by most of the
policies and strategies in this Plan and the policies
and strategies are written to contribute to these
outcomes. Another area of significant overlap is
data, although it is not a goal area. The collection,
process, dissemination, and use of data are
important to each of the goal areas and a singular
data source can be informative to a variety of
issues. Some specific data strategies are included
under goal areas and needs are discussed more
thoroughly in the Implementation Considerations
chapter of this plan.

The policies and strategies below focus on
confirming existing practice, setting new direction,
and providing support for decision-making for
state, regional, and local implementation. Federal
and state laws or regulations pertaining to walking
and biking are not duplicated in the policies

or strategies, as they are already in effect. The
policies and strategies are consistent with such
requirements and are intended to be supportive.



Eliminate pedestrian and bicycle fatalities
and serious injuries, and improve the
overall sense of safety of those who bike
or walk!

Policy 1.1:

Provide safe and well-designed streets and
highways to accommodate a variety of users.

Strategy 1.1A: Continue to update the ODOT
Design Guidelines and Highway Design Manual
to identify appropriate pedestrian and bicycle
design features (e.g. level of separation or
buffers) suitable for different contexts, including
consideration of: vehicle speed, roadway
characteristics and constraints, planned land
uses, users and uses, and latent demand.

Strategy 1.1B: When-devetoping Refer to the

latest statewide guidance? when selecting
roadway cross sections, determining level

of separation or buffers needed, or for other
design features. Consider motor vehicle
speeds, facility type, adjacent land use
attractors, and the safety and comfort of all
users in order to facilitate multimodal use of
the transportation system and desired safety
outcomes.

Strategy 1.1C: Develop guidance for
ilumination to improve visibility of bicyclists

and pedestrians. Consider pedestrian-scale
illumination at crosswalks, transit stops, high-
volume pedestrian and bicycle areas, and other
locations as appropriate.

Strategy 1.1D: Improve visibility, especially at
roadway crossings, of bicyclists, pedestrians,
and motorists by assuring adequate sight
distance (e.g. removing vegetation that may
prevent people from seeing or being seen, or
by designing roadway curvatures to straighten
out or flatten alignments as appropriate or

feasible), or through visibility aids (e.g. bulb
outs, advanced stop bars, bike boxes, and
other safety countermeasures).

Strategy 1.1E: Reduce pedestrian exposure
time by minimizing the number of lanes
crossed when possible or, where appropriate,
by minimizing crossing distances with safety
aids such as bulbs outs, pedestrian islands, or
other safety countermeasures.

Strategy 1.1F: Through design treatments,
lower vehicle speeds on appropriate® roadway
segments where speed has been a contributor
to pedestrian or bicycle crashes or where

it is thought to be a significant safety risk
factor. Consider intersection geometrics, lane
and roadway width, on-street parking, street
trees, sidewalks, planting strips, frequency of
pedestrian crossings and other street elements
such as bicycle parking and public art that
create visual friction.

Strategy 1.1G: Beyond design treatments

to address speed, study barriers and
opportunities for the setting of posted speed
limits. Examine implications of changing the
way posted speeds are determined for different
locations and facilities, recognizing the need

to balance multimodal interests. Develop
guidance on where and when to examine
changes to posted speed and outline next
steps based on results, as appropriate.

Strategy 1.1H: Track national guidance on
emerging technologies that improve pedestrian
or bicycle safety (e.g. pedestrian detection

in crosswalks, emerging methods for bicycle
detection).

Strategy 1.11: Strengthen the ODOT Safety
Priority Index System and other prioritization
processes through analysis of crashes involving
bicyclists and pedestrians and other data
sources.
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Strategy 1.1J: Use pedestrian and bicycle
crash and proxy data to identify high crash
corridors and crash typologies for further
analysis and prioritization. Build upon the
Oregon pedestrian safety implementation plan,
highway safety improvement plan criteria,
emerging best practices, and other resources.

Strateqy 1.1K: Explore opportunities to develop

and share data for all types of pedestrian
and bicycle related crashes in order to better
understand the type and location of safety
issues and to prioritize addressing them

accordingly.

Strateqy 1.7L: Gather data on pedestrian

and bicycle safety risk by better estimating
exposure (use of the system). Develop an
approach for capturing pedestrian and bicycle
miles traveled and implement accordingly.

Policy 1.2:

Educate travelers on the rules of the road to
promote understanding of legal rights and
responsibilities and how all modes and users can
safely and courteously interact with each other.

Strategy 1.2A: |dentify audiences in need of
targeted education and outreach on rules of
the road. Identify existing materials or develop
new materials as needed to address targeted
audiences and seek creative distribution
methods and partnerships to disseminate
information to users.
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Strategy 1.2B: Educate motorists on the risks
of distracted driving, impaired driving, and
speeding to bicyclists and pedestrians.

Strategy 1.2C: |dentify and share educational
materials and other best practices that support
safe behaviors for bicyclists and pedestrians
and their interaction with other modes. Deliver
materials through traditional networks such

as the Safe Routes to School, Transportation
Options programs and others, and seek
innovative new partnerships and mechanisms
for delivery of materials to target audiences.

Strategy 1.2D: Research barriers,
opportunities, and best practices for safely
accommodating skateboarders, rollerbladers,
and others who use similar devices as-ameans

oftransportation on the pedestrian and bicycle
system.

Strategy 1.2E: Disseminate, and as needed,
update information on how to safely operate
different devices or technologies (e.g. scooters,
skateboards, and motorized personal vehicles)
on the pedestrian and bicycle system.

Strategy 1.2F: Provide information on how to
safely bike or walk when new technologies are
deployed or innovations constructed, such as
how to use a new bike box or rapid flashing
beacons, and how other modes should interact
with such technologies.




Policy 1.3:

Encourage the development and sustainability of
Safe Routes to School type programs through
funding, partnerships, model programs and other
technical assistance.

Policy 1.4

Encourage pedestrian and bicycle users by
providing a safe system that supports personal
security.

: o Safe R o 9 I
programs: *Deleted due to redundancy with
Strategy 8.2B*

Strategy 1.3A: Build and maintain partnerships
with the Oregon Department of Education

and the Oregon Health Authority, and local
transportation options providers through
collaborative efforts to endorse, promote and
implement Safe Routes to School Programs.

Strategy 1.3B: Inform local school districts
about Safe Routes to School eligible activities
such as model projects, programs, policies,
and technical materials available through the
National Center for Safe Routes to School,
OregonSafeRoutes-org Oregon’s website,
State Transportation Improvement Program
eligible projects, ODOT Transportation Safety

Division funding and other state programs.

Strategy 1.4A: Encourage sufficient secure and

convenient bicycle parking at key destinations.
4

Strategy 1.4B: Enhance personal security
through implementation of well-lit areas,
maintained vegetation, adequate opportunities
to leave the facility, and other mechanisms to
enhance visibility of pedestrian and bicycle
facilities from the roadway and nearby land
uses.

Strategy 1.4C: Communicate need for
enforcement of local codes as important for
enhancing personal security, such as secure

bike parking.

Strategy 1.4D: Communicate need for
enforcement of laws as they relate to
pedestrian and bicycle safety and security.
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Goal 2: Accessibility and Policy 2.2:

T Inventory and define walking and biking networks to
ConneCtIVlty aid in project prioritization

Provide a complete bicycling and Strategy 2.2A: Develop guidelines to
pedestrian network that reliably and encourage communities to develop and adopt

. o pedestrian and bicycle network plans.
easily connects to destinations and other

transportation modes. Strategy 2.2B: Develop a method to identify
and prioritize pedestrian and bicycle system

gaps,_including gaps in street crossings,

Policy 2.1: and incorporate findings into relevant plans,
Improve pedestrian and bicycle network processes, and investment decisions.
connectivity through the provision of planning
guidance, model programs, development code, and Strategy 2.2C: Conduct pedestrian and bicycle
other technical assistance. analysis to understand physical, natural,
and safety/comfort barriers which create
Strategy 2.1A: Provide direct connections, connectivity islands, such as level of traffic
when possible and safe, for bicyclists and stress analysis. Refer to ODOT’s Analysis
pedestrians. Procedures Manual for guidance and support.

Strategy 2.1B: When local planning processes . .

have, in consultation with ODOT, deemed a Policy 2'3_' _ .

local parallel route as desirable to the state Add pedestrian and bicycle infrastructure to
highway, ODOT will work with the jurisdiction to  CONNect system gaps, understanding the unique
and assure access to destinations along the

state highway. Strategy 2.3A: Provide guidance on best
practices and options for sidewalk infill and
repair.

Strategy 2.3B: Improve bicyclist and pedestrian
way finding signage and maps to facilitate user
connections and ease of use of the system.

Strategy 2.3C: Seek opportunities to

retrofit existing bridges and viaducts, where
pedestrian or bicycle access is limited, or
provide alternative options to ensure safe and
convenient connections for bicyclists and
pedestrians.
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Policy 2.4:

Improve access to multimodal connections for
bicyclists and pedestrians through planning, design,
prioritization, and coordination.

Strategy 2.4A: Study barriers and opportunities
to developing successful bike share programs
and establish guidelines for bike share
applications in Oregon. Explore opportunities
for bike share at transit stations, stops, mobility
hubs and other locations to facilitate last-mile
connections and extend the reach of transit.

Strategy 2.4B: When designing, extending, or
improving pedestrian and bicycle networks,
coordinate with transit agencies to ensure
that existing and planned transit service is
considered in facility design and identify
opportunities to remove physical barriers in
access to transit.

Strategy 2.4C: Build and maintain partnerships
with transit agencies to facilitate network
connections with travelers walking or biking
and to support first and last mile connections
to transit. Focus on: ensuring transit stops
are accessible for pedestrians, and bicycles,
including accommodation for mobility
devices and the visually impaired; supporting
connections to transportation disadvantaged
and high-use pedestrian and bicycle areas;
and understanding the demand for bikes and
mobility devices on buses and trains.

Strategy 2.4D: Improve pedestrian and bicycle
connections to other modes (e.g. airports, train
stations and intercity bus stations). Support
bicycle route connections to these types of
facilities locations and encourage the provision
of supportive infrastructure such as secure bike
parking and covered areas where appropriate.

Strategy 2.4E: Incorporate design
considerations linking pedestrian and bicycle
facilities and existing or planned transit in future
updates of the ODOT Design Guidelines (e.g.
transit, bicycle, and pedestrian, others as

appropriate).

Policy 2.5:

Examine opportunities for the creation, expansion,
or maintenance of paths and trails through
coordination, funding, and technical assistance.

Strategy 2.5A: Build partnerships through
collaborative efforts to identify regionatpaths

or trails. Encotrage-faciitation-ofinformation-

with Share information among local jurisdictions
regarding design innovations, funding, engaging
local patners (e.g. tourism organizations) and other
technical information that becomes available.

Strategy 2.5B: Review and update guidelines and
procedures for path or trail planning and design. e
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Policy 2.6:

tetenttfy Prioritize Regional Paths which, as individual
routes, provide critical connections or enhance
the system, providing a benéfit to the region and

the state. state whleh—faeﬂﬁa%e—ﬁeeded—traﬁspeﬁaﬁeﬁ—

Strategy 2.6A: Priotitize Apply the following
criteria when identifying and prioritizing
Reglonal Paths whfeh—as—rﬁdﬁﬁdualﬁu%es—

e |s a continuous path made up of one or more
connected segments that is primarily outside
the right of way ©

e Connects two or more incorporated
communities, with each community no more
than 15 miles apart; or traverses through a
single large community with a path that is 10
miles or longer

e Serves a population base of 35,000 or more
along the entire length of the path (inclusive of
all communities on its alignment)

* |s endorsed by elected bodies along path
alignment; and

¢ |s identified in adopted Transportation System
Plans ’

Strategy 2.6B: When adding to a Regional Path
that qualifies under Strategy 2.6A, prioritize
those segments or improvements that enhance
overall utilization of the route.
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Improve the mobility and efficiency of the
entire transportation system by providing
high quality walking and biking options
for trips of short and moderate distances.
Support the ability of people who bike,
walk or use mobility devices to move
easily on the system.

Policy 3.1:

Bring about a pedestrian and bicycle network that
achieves ease of movement, especially considering
the people using these modes are vulnerable users
of the system.

Strategy 3.1A: Aim to reduce and remove
physical barriers on existing sidewalks, such
as tree roots, utility poles, or other factors that
cause difficulties in movement.

Strategy 3.1B: Design driveways using ADA
best practices for sidewalks, minimizing
elevation changes as space allows in order

to increase ease of use for pedestrians using
mobility devices, strollers, etc. and to increase
overall user comfort.

Strategy 3.1C: Provide relevant ODOT
disciplines additional training opportunities on
best practices and design to enhance mobility
of vulnerable populations.

Policy 3.2:

Integrate pedestrian and bicycle mobility
considerations in planning, design, construction,
and maintenance, understanding the unique needs
of urban, suburban and rural communities.

Strategy 3.2A: Develop a checklist to identify
bicycle and a checklist to identify pedestrian
needs, gaps, and deficiencies, to ensure that
bicyclist and pedestrians are considered during
planning and design.




| ¢
TS M R R A e A " Y L T T T e ererr

Strateqy 3.2B: Consider demographics, users
and uses of the system, in addition to laws
and reqgulations, in assessing mobility needs
for setting signal timings at street crossings
and other design elements, as well as in
construction and maintenance of walking and
biking facilities.

Strategy 3.2C: When planning for bicyclist and
pedestrian routes, assess areas beyond an
individual roadway, looking at a geographic
area (region, corridor, or community) to identify
the safest, most direct, and most comfortable
locations. Recognize these routes may be on
a highway, county road, local street, through

a park, local or regional trail, or a combination
thereof for various segments of the route.

Strategy 3.2D: When planning to reduce motor
vehicle congestion and increase reliability,
consider improvements that enhance bicycling
and walking as a viable choice for short- and
mid-length trips.

Strategy 3.2E: Assure bicyclists and
pedestrians can get through and navigate
construction areas by providing safe,
reasonable, alternative routes and clear
sighage and ensuring that construction
outreach communications include information
about pedestrian and bicycle route options.

Strategy 3.2F: When installing new or
modifying existing traffic signals, include
installation of bicycle detection_devices where
feasible.®

Strategy 3.2G: Help to preserve pedestrian
and bicycle mobility and safety through
maintenance activities via maintenance
guidance and priority setting. Priority setting
will include considerations for pedestrian and
bicycles as appropriate to the activity.

Strategy 3.2H: Clarify jurisdictional roles and
responsibilities related to sidewalks along
ODOT facilities, considering: the purchase of
right-of-way, construction, illumination, and
maintenance, among other issues.

Policy 3.3:

Balance pedestrian and bicycle needs and freight
mobility needs through planning considerations,
design guidance and coordination.

. -. j i
Eff.gjgg ZVEIOP GUISaNCOTOr Peaestite
direct-anc-paralietroutes-to-accommodate-
elgkleb.lky-

Strategy 3.3A: Research best practices to
identify innovative design treatments that
both safely accommodate bicyclists and
pedestrians and maintain appropriate freight
carrying capacity. Where possible, promote
opportunities for separation that does not
constrain the mobility/accessibility of either
mode.

Strategy 3.3B. Continue to coordinate with

freight stakeholders for bicycle/pedestrian
projects when ORS 366.215° applies.
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Goal 4. Community and
Economic Vitality

Enhance community and economic
vitality through walking and biking
networks that improve people’s ability
to access jobs, businesses, and other
destinations, and to attract visitors, new
residents, and new business to the
state, opening new opportunities for
Oregonians.

Policy 4.1:

Encourage local land use policies and practices that
support increased bicycling and walking and add to
the overall livability and vitality of communities.

Strategy 4.1A: Identify and share best
practices and local guidance on developer
sidewalk provisions and off-site improvement
requirements. Explore other best practices
and model codes for pedestrian and bicycle
accommodations within the development
process (i.e. accessible site design/orientation,
parking design best practices, provision of
bicycle parking).

Strategy 4.1B: |dentify opportunities for

local school districts, university, or college
campuses, and local jurisdictions to coordinate
on the encouragement of bicycling and walking
through school siting. Provide examples

and best practices on locating schools for
increased walking and biking access, building
on the recommendations of the Oregon School
Siting Handbook.

Strategy 4.1C. Consider bicyclist and
pedestrian flow pattern between different types
of businesses, schools and natural attractors
when determining land uses so that pedestrian
and bicycle connections can be safely and
conveniently made.



Policy 4.2

Partner, collaborate, and disseminate information
encouraging pedestrian and bicycle tourism to
benefit Oregon’s economy and that of individual
communities and areas within the State.

Strategy 4.2A: Continue and enhance
partnerships with public agencies and private
organizations (e.g. Travel Oregon) that promote
tourism and economic development through
collaborative efforts to educate communities
about opportunities to promote pedestrian and
bicycle tourism.

Strategy 4.2B: Encourage the development
and dissemination of information on pedestrian
and bicycle tourist activities, such as maps,
websites, and other collateral materials
promoting routes, scenic areas, tours, etc.

Strategy 4.2C: Promote existing programs
(such as the Scenic Bikeways program)

Strategy 4.1D: Site state government and share best practices from other Oregon

buildings consistent with the Department of communities, including examples of programs

Administrative Services Siting Policy'™ so they and communities that have successfully linked

are accessible to walking and bicycling, and tourism, and economic development with

identify and take advantage of opportunities for walking and biking.

local government buildings to be accessible by

walking and biking. Strategy 4.2D: |dentify watking-ane-historic-tour
the potential for historic or other walking tours

Strategy 4.1E: Encourage provision of within communities and promote pedestrian

adequate long and short term bike parking tourism.

to accommodate access to destinations by
bicyclists, through code, incentives and/

or subsidy programs. Bike parking locations
should be visible, easily accessible, and
convenient for use.

Strategy 4.1F: Promote-walking-ant-biking-
infrastructure-to-aceess-empioyment-centers-
anc-commercial-distrets/main-streets—Prioritize
access to employment centers and commercial
districts/main streets as critical connections
that promote community and economic

development.
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Goal 5: Equity

Provide equal distribution of opportunities
and choices for people of all ages,
abilities, and incomes in urban, suburban,
and rural areas across the state to bike
or use walking routes to reach their
destinations and to access transportation
options.

Biking and walking options should be made equally available to all, no matter age, race, income,
or other demographic or community interests. The policies and strategies under this goal are
designed to understand the issues that may prevent certain portions of Oregon’s population from
walking and biking, locating and targeting transportation disadvantaged populations, and helping
to close the gap between areas served and not served.

Policy 5.1:

Identify disparities and barriers affecting the
availability and use of walking and biking options for

all Oregonians.

Strategy 5.1A: Utilize mapping tools, Census
data, or other information sources to identify
transportation disadvantaged areas and
demographic characteristics of communities
and regions, which should be taken into
account when addressing pedestrian and
bicycle needs.

Strateqy 5.1B: Develop guidance to
understand economic and cultural barriers
associated with different demographic groups
and communities walking and biking.

Strategy 5.1C: ldentify physical barriers (e.qg.
network gaps) to walking and biking, especially

in transportation disadvantaged areas.
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Policy 5.2:

Encourage pedestrian and bicycle improvements in
transportation-disadvantaged communities through
community and data driven prioritization and
performance measurements.

Strategy 5.2A: Encourage dissemination of
information and training on how to use federal
methodology for prioritizing pedestrian and
bicycle projects based on equity factors, such
as age, income, automobile ownership, race/
ethnicity, health, or disability status.

Strategy 5.2B: Track federal policy guidance
on equity as it relates to federal funding;
incorporate federal guidance into ODOT
policies and procedures as appropriate and
disseminate to local jurisdictions to help them
compete for grants.

45e-of E.Etta SOUFCESTOr achIevIng Socte
Sk —*Note:
Redundant to Strategy 5.1B*



Policy 5.3:
Supportandgencodrage Recognize bicycling

and walking as a viable transportation choice
for all populations, focusing on assuring the
transportation-disadvantaged are served.

Strateqy 5.3A: Seek opportunities to integrate

equity criteria into decision making and, when
appropriate, utilize existing and developing
tools to evaluate implications of policies,
programs, and projects on transportation
disadvantaged populations.

and-eritieat-serviees—"Note: Combined with
Strategy 5.3B*

Strategy 5.3B: Provide equal access to
walking and biking opportunities across the
state by prioritizing pedestrian and bicycle
investments for critical connections in
transportation-disadvantaged communities.

Policy 5.4:

Build upon local jurisdiction partnerships,

relationships, and projects to leverage investments
and opportunities to ensure pedestrian and bicycle
connections in transportation disadvantaged areas.

Strategy 5.4A: Form collaborative relationships
between “Title 1” designated schools'" , local
jurisdictions, and other agencies on safe
pedestrian and bicycle facilities near schools,
awareness of those transportation options and
other Safe Routes to School projects (both
education and infrastructure).
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Provide Oregonians options opportunities
to become more active and healthy by
walking and biking to meet their daily
needs.

Policy 6.1:

Promote walking and biking to help achieve public
health goals to improve air quality, and provide
opportunities for physical activity to help reduce risk
of chronic diseases.

Strategy 6.1A: Continue to expand upon the
partnership between ODOT and the Oregon
Health Authority-PublicHealthBivision,
encouraging safe and active transportation
(walking and biking), collaborating on research
and data sharing and analysis, and leveraging
resource opportunities.

Strategy 6.1B: Engage public health
professionals in transportation planning
through Metropolitan Planning Organizations,
Area Commissions on Transportation, and
others local jurisdiction planning efforts to more
broadly consider the impact of transportation
decisions and investments on health.

Strategy 6.71C: Communicate_to transportation
practitioners, stakeholders, and the general
public the value and relationship of health
outcomes related to walking and biking.

Strategy 6.1D: |dentify geographic areas and
sub-populations in Oregon (e.g., low-income
communities, aging population) with higher
rates of chronic diseases_linked to physical
inactivity or air quality, and prioritize actions
to address disparities through transportation
policies, plans and project selection.
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Strategy 6.1E: Improve data collection and
sharing between transportation and public
health agencies by utilizing data resources and
forming partnerships with state and local public
health agencies which track community-wide
health information (i.e. “population health”).

Strategy 6.1F: Seek opportunities to integrate
health criteria into decision making and, when
appropriate, utilize existing and developing
tools to evaluate health implications of policies,
programs, and projects.—

Strategy 6.1G: Further justify pedestrian and
bicycle safety improvements that reduce
healthcare costs associated with crashes,
particularly fatality and serious injury crashes.

Help to meet federal, state and local
sustainability and environmental goals by
providing zero emission transportation
options like walking and biking.

Policy 7.1:

Promote walking and biking to help achieve local,
regional, state, and federal environmental goals to
reduce vehicle miles traveled, reduce greenhouse
gas emissions, and improve air quality.

Strategy 7.1A: Promote zero emission
technological innovations that improve interest
in walking and biking, such as software
applications and electric bikes and mobility
devices.

Strategy 7.1B: Work with local jurisdictions

to consider infrastructure investments and
transportation option programs that encourage
walking and biking for short and moderate
distances.



Goal 8: Strategic Investment

Recognize Oregon’s strategic investments
in walking and biking as crucial
components of the transportation system
that provide essential options for travel,
and can help reduce system costs, and
achieve other important benefits.

Policy 8.1:

Seek funding to address pedestrian and bicycle
transportation needs.

Strategy 8.1A: Explore opportunities for finding
additional funding, through new dedicated
funding sources for pedestrian and bicycle
facility investments.

Strategy 8.1B: Promote and encourage state
and local jurisdictions to seek opportunities
to leverage investments made for other
projects (such as sewer or utility work) to
address outstanding pedestrian and bicycle
infrastructure needs.

Strategy 8.2A Explanation

In application, categories in 8.2A are
important for a complete, accessible,
comfortable, and long lasting bicycle and
pedestrian system. This emphasizes high
need locations first and seeks to recognize
that investments should be protected
through maintenance and preservation.

It does not require maintenance be done
before any new connections are added or
other enhancements made. There is value
in projects in each of these categories
and jurisdictions are likely to have a mix
of investments, with heavier focus on
projects in the highest priority categories.

Strategy 8.1C: Identify and pursue existing
and new funding mechanisms and sources
allowable or available to local jurisdictions for
pedestrian and bicycle investments on their
system.

Policy 8.2:

Invest strategically in the overall pedestrian and
bicycle system (state and local) by preserving
existing infrastructure, addressing high need
locations, and supporting programmatic
investments.

Strategy 8.2A: Use the following priorities for
identifying and investing in pedestrian and
bicycle projects, recognizing that projects
identified and funding allocated should

be distributed among these categories in

“high need locations” (i.e. transportation
disadvantaged areas and surrounding schools,
shopping, employment centers, connections to
transit, and downtowns) first.

e Protect the existing system and address
significant safety issues — Protect the
functionality of the existing pedestrian and
bicycle system through safety, maintenance,
and preservation.

e Add critical connections and address other
safety issues — Make improvements to the
existing system by providing pedestrian
and bicycle connections in areas where no
connections exist or where transportation
options are limited, particularly in high need
locations; and to address significant safety
concerns.

¢ Enhance the system — Enhance the system
and people’s opportunity to use the system,
such as through increased safety and security
measures (e.g. separation, pedestrian bulb
outs) and availability (e.g. bikeshare, bicycle
parking).

¢ Elaborate the system — Elaborate the system
through network connectivity for recreation,
and areas not deemed as critical connections;
as well as more costly user comfort features
(e.g. eyetetracks pedestrian and bicycle only
bridges).
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Strategy 8.2B: Continue to support
programmatic investments in Safe Routes to
School type programs.

Policy 8.4:

Be opportunistic in leveraging funding for pedestrian
and bicycle investments improvements through
various funding mechanisms or project coordination.

Strategy 8.2C: Be opportunistic in acquiring
right-of-way for future potential pedestrian
and bicycle facilities, and identify strategies
to utilize development projects for filling gaps,
particularly in potential future high-need
locations.

Policy 8.3:

Identify funding priorities for state dollars and on
the state system, consistent with Policy 8.2, but
also recognizing the priority to fill system gaps and
connect modes.

Strategy 8.3A: Develop a list or map of
corridor segment locations on the state
system categorizing locations according to the
prioritization categories in Strategy 8.2A.

Strategy 8.3B: When developing maintenance
plans on the state system, develop a priority
route system to identify funding priorities for
maintenance activities such as sweeping,

pavement preservation, and other activities that

contribute to pedestrian and bicycle use.
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Strategy 8.4A: When developing or
redeveloping a roadway, take advantage of
funding not specifically targeted at a pedestrian
or bicycle project to add to or enhance the
adjacent pedestrian or bicycle system.

Strategy 8.4B: Include pedestrian and bicycle
project lists in Transportation System Plans
and other relevant planning documents to be
eligible for or take advantage of federal, state,
or local grants or programs that may become
available.

Strategy 8.4C: |dentify opportunities and
leverage funds with health and transit agencies
for pedestrian and bicycle projects.



Work actively and collaboratively with
federal, state, regional, local and private
partners to provide consistent and
seamless walking and biking networks
that are integral to the transportation
system.

Policy 9.1:

Strengthen ongoing coordination, cooperation and
collaboration among federal, state, regional, local,
and private partners to facilitate a fluid pedestrian

and bicycle system.

Strategy 9.1A: Develop a checklist of items
from the policies and strategies within the
Oregon Pedestrian and bicycle Plan that will
require ongoing coordination and formalize
necessary institutional relationships and
communication mechanisms.

Strategy 9.1B: Develop guidance and
procedures that increase project coordination
between local utility companies when
pedestrian and bicycle facilities will be
impacted.

Policy 9.2:

Provide local jurisdictions with information about
state and federal resources that support local
capacity building.

Strategy 9.2A: Continue to provide and
regularly update information on federal funding
opportunities, grant applications, and available
state resources.

Strategy 9.2B: Share information on
workshops, design guidelines, and educational
resources to support local innovations in
pedestrian and bicycle planning, analysis, and
design best practices.
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End Notes

1Goal language to “eliminate bicycle and pedestrian fatalities and serious injuries” encapsulates the
principles of “Vision Zero” and “Toward Zero Death” initiatives at the federal and local levels.

2When taken with Strategy 1.1A, directing that ODOT design guidance be updated to consider the most
appropriate treatments given different contexts, Strategy 1.1B points to the use of such guidance in
designing or redesigning roadways.

SThe determination of “appropriate” must take into account the classification and functionality of the
roadway segment. For example, it would not be appropriate to lower speeds on an Interstate. Similarly, if

a roadway is part of a designated freight route, a process following ORS333.215 must be employed and
lower speeds are not likely to be appropriate.

“Major retail, grocery stores, elementary, middle & high schools, colleges, universities, hospitals, medical
centers, parks/open spaces, major social service centers, government offices that serve the public, major
employers, and major sports or performance venues.

SMobility hubs connect a variety of sustainable modes and services through a network of physical locations
or “mobile points.” The points are located throughout a city or region to physically and electronically link
the elements of a door-to-door trip. May involve any combination of transit, vehicle sharing such as car and
vanpooling, concentrations of land uses, and an information component.
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8The majority of the Regional Path’s route should be a continuous off-system route, however there may be
occasional access points or on system crossings within highway right of way or local system roads
ZApplicable to communities required to have an adopted Transportation System Plan(s)

8Feasibility is determined as space or existing geometry allows, or where cost is not a significant burden to
the entire project.

90ORS366.215 - No Reduction of Vehicle-Carrying Capacity. A process has been established whereby

any action that may reduce vehicle-carrying capacity for freight trucks on a designated freight corridor
must be discussed and approved. The process calls for a conversation among freight stakeholders and
transportation providers about balancing freight needs with whatever may reduce carrying capacity, such
as bicycle and pedestrian projects that reduce roadway vehicle-carrying capacity.

DAS Policy Manual No. 125-6-115

""The purpose of Title | is to provide additional support for schools that serve children who have risk factors
like poverty or high rates of moving (homelessness). Research has demonstrated that these factors make it
more difficult for children to be successful in school. Eligible schools get an amount of money based on the
number of students in the school who qualify for Free or Reduced price meals.
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Investment

Considerations




The many diverse elements of Oregon’s transportation system
are funded through local, state and federal programs, private
investments or a combination of these sources. Oregon relies
heavily on highway user fees to fund highway, road, and street
improvements across the state, including investments in walking
and biking facilities.

The Oregon Legislature and Congress have made significant
investments in the state’s transportation system in recent years,
including the Oregon Transportation Investment Acts (OTIA),
ConnectOregon, the American Recovery and Reinvestment

Act (ARRA), and the Jobs and Transportation Act (JTA). Under
these programs, ODOT and local governments have completed
many important projects. As funding for preservation and new
projects increased, so did the funding for pedestrian and bicycle
improvements. However, most of these investment packages were
one time infusions rather than long term, sustainable funding.
Oregon faces serious funding challenges; growing debt service on
bonds, rising construction costs, uncertain federal funding, and
growing fuel efficiency in vehicles, which combined, reduce future
resources.!

This chapter will discuss the framework for funding pedestrian and
bicycle facilities in Oregon at both the state and local level; potential
funding streams and funding opportunities are included. This will
be followed by a discussion of the estimated current expenditures
as well as estimated long term need. Lastly, investment decision-
making support is provided through an explanation of how this plan
is designed to inform decisions, project prioritization and how the
walking and biking system may look considering various levels of
investment.
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Transportation Funding
Overview

The State of Oregon’s commitment to the provision
of pedestrian and bicycle facilities is long-standing.
In 1971, Oregon was the first state in the nation to
enact a pedestrian and bicycle funding bill. This law,
known as the “bike bill,” requires ODOT, cities and
counties to install walkways and bikeways whenever
a roadway is constructed or reconstructed and to
spend reasonable amounts of the State Highway
Fund on walkways and bikeways. The state, city
and county are expected to expend no less than
one percent of the highway funds applicable to
highway, road or street construction, reconstruction,
or relocation.

Federal transportation funding, prior to 1991,
primarily emphasized highway improvements. With
the signing of the Intermodal Surface Transportation
Efficiency Act (ISTEA), the 1991-1997 federal
transportation funding authorization bill, emphasis
in transportation shifted to a multimodal approach,
which provided state and local governments’
greater flexibility in determining transportation
solutions.? Successor Acts have carried this
forward, including the various Transportation Equity
Acts and the 2012 Moving Ahead for Progress in
the 21st Century Act (MAP-21). MAP-21 builds on
and refines many of the programs established in
the 1991 Act while reducing the number of funding
programs and increasing flexibility.

Mechanisms available for walking and biking
investments primarily include a mix of federal

and state funding sources which can be used on
state and local routes, as appropriate. Some local
governments, when given the authority by the
Oregon Legislature or Congress, have also been
willing to impose new local taxes and fees to fund
transportation improvements. Oregon cities and
counties have used several methods to generate
revenues for transportation improvements. These
local financing opportunities as well as overall
funding streams available for walking and biking
investments are described below.
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Pedestrian and Bicycle
Funding Streams and
Opportunities

Pedestrian and bicycle project funding comes from
a variety of local, state, and federal sources. These
next two sections discuss federal and state funding
sources used on the state and local transportation
system, local funds used on the local system, and
funding authorities and opportunities available to
local governments.

In Oregon, ODOT pedestrian and bicycle facilities
within street, road, or highway rights-of-way that are
open to motor vehicle traffic are eligible to receive
funding from the Oregon Highway Fund. During

any fiscal year, the amounts expended to provide
walkways and bikeways must be a minimum of

one percent of the State Highway Fund received by
ODOQOT, a city or county.

Statewide Transportation Improvement
Program

The Statewide Transportation Improvement
Program (STIP) is Oregon’s four year transportation
capital improvement program. It is the document
that identifies the funding for, and scheduling of,
transportation projects and programs. It includes
multimodal projects funded by federal and state
sources that can be used on the federal, state, city
and county transportation systems. It also outlines
federal funds that are specific to other groups or
agencies to go through their funding processes
(National Parks, National Forests and Indian

tribal lands); this includes some potential grant
opportunities for local governments to seek funding
for walking and biking.

The current STIP approach for state and

federal fund allocation falls into two categories:
Enhance and Fix It. The primary objective of this
categorization is to enable ODOT to take care of
existing transportation assets, in line with Oregon
Transportation Plan policy, while still providing

a measure of funding to enhance the state and
local transportation system in a multimodal way.
Enhance projects are those that enhance, expand
or improve the transportation system; Fix-It projects
are those that maintain or repair existing highway
infrastructure.

Enhance

Starting in the 2015-2018 STIP, the state
highway funds that formerly went to the State
Bicycle and Pedestrian grants® program were
combined with federal dollars* in the STIP
Enhance process.

Federal programs and program eligibility
periodically change. Under MAP-21, a number
of funding programs that commonly helped
fund pedestrian and bicycle programs and
projects were incorporated into a new program.
Federal funds that are now included in the STIP
Enhance category include:

¢ Transportation Alternatives Program (TAP)

e Surface Transportation Program (STP; federal
flexible funds) °

¢ The federal SRTS Outreach and Education
program is no longer funded by the
federal government however, the Oregon
Transportation Commission (OTC) has
committed and will likely continue to fund the
Outreach and Education component through
a separate and competitive process managed
by the Transportation Safety Division®.
Separate from Enhance, these funds are
available for education, encouragement, and
law enforcement activities.

A single application process for all projects

is used for state agencies, metropolitan
planning organizations (MPOs)’, and local
governments to apply for Enhance funds.
Project activities that are eligible for Enhance
project funding include pedestrian and bicycle
facilities as well as other projects such as,
public transportation, SRTS infrastructure,
Scenic Byways construction projects,

and transportation demand management
strategies. Projects must be consistent with
state and local plans to be eligible. The OTC
selects Enhance projects in consultation
with regional and local governments, public
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agencies, and citizen representatives, through
a process conducted using ACTs, who make
recommendations to the OTC.

Fix-It

The Fix-It category includes the capital funding
programs that maintain or fix ODOT’s portion
of the transportation system. Fix-It funding

is for capital (non-capital maintenance is not
eligible) investment that maintains or fixes part
of the ODOT transportation system, including
pedestrian and bicycle facilities on state routes.
Fix-It projects are usually identified by using a
data management system that helps analyze
which infrastructure is reaching its useful

life, where crashes are occurring, and where
projects may lead to cost efficiencies. Among
other eligible projects, repairs to pedestrian
and bicycle facilities on state routes, safety
improvements, and rail-highway crossings are
eligible. In addition, some of the Fix-It dollars
are set aside for specific types of projects,
such as the Sidewalk Improvement Program
(SWIP), which is used by ODOT Regions to
add pedestrian and bicycle elements on other
projects or as stand-alone pedestrian and
bicycle investments. These funds typically

are used for sidewalk infill, bike lane striping,
shoulder widening, pedestrian crossings, and
accessible pedestrian signals. “Quick Fix” is
another set aside of Fix-It dollars, which are
used on a discretionary basis for pedestrian
and bicycle projects on the state system, for
such projects as sidewalk infill, pedestrian
crossings, and bike lane striping.

Beyond Fix-It funds for ODOT, money that
was originally part of the Highway Safety
Improvement Program is now part of Fix-

It and is available to local jurisdictions on a
competitive basis.

Congestion Mitigation and Air Quality
Improvement (CMAQ) Program

In Oregon, local jurisdictions in non-attainment
areas, under the Clean Air Act (42 U.S.C. §7401

et seq. (1970), qualify for federal funding through
the CMAQ Program. Eligible jurisdictions® receive
transportation program funding under a developed
allocation methodology developed in cooperation
with ODOT and FHWA. The projects must provide a
public benefit and help the area meet its air quality
goals. Pedestrian and bicycle projects can be
funded with these sources.

ConnectOregon

Local pedestrian and bicycle projects

became eligible for state lottery funds through
ConnectOregon V and again in ConnectOregon VI.
ConnectOregon is a legislatively approved program
funding initiative that is used to provide grants

and loans to public and private entities to invest

in air, rail, marine, transit, pedestrian, and bicycle
infrastructure to ensure Oregon'’s transportation
system is strong, diverse, and efficient. Since 2005,
ConnectOregon has been funded by the legislature
on a biennial basis. Pedestrian and bicycle projects,
including Regional Paths and other trails, that are
not an eligible use of the State Highway Fund, can
vie for ConnectOregon funding on a competitive
basis.

Other Federal and State Funding Pro-
grams
Pedestrian and bicycle projects are also eligible

Table 1: 2005 -2013 Average STATE Annual Expenditures ($Million 2013 Dollars)

Total State Share Local Match Federal Share

Administration & $0.2
Publications
Average $19.6 $7.5
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uses in the following Federal programs administered
by ODQOT:

¢ Federal Transit Administration Funds:
Federal Transit Administration (FTA) funds
allow capital programs dollars to be used
for pedestrian and bicycle transit integration
projects.

e Transportation Investment Generating
Economic Recovery (TIGER) Competitive
Grant Program: These discretionary
grants are highly competitive funds that
are considered annually by the Federal
government when they go through the
appropriation process. Road, rail, public
transportation, pedestrian and bicycle, port
and multimodal projects that achieve critical
national objectives are eligible for this funding.

Other federal programs, not administered by
ODOT, include:

¢ Federal Lands Access Program (FLAP)
funds are intended to better connect county
and state highways to national forests. Ten
percent of the annual funding is dedicated
to projects like trailhead amenities and
interpretive signage.

¢ Recreational Trails Program funds come to
ODQOT who, in turn, chooses to pass them to
the Oregon Parks and Recreation Department
for distribution through their competitive
Recreational Trails grant program.

Local jurisdictions fund walking and biking projects
on their facilities, sometimes matching federal or
state funds or using only their monies. For their
monies, local governments can, at their discretion,
use revenue from general funds, transportation
impact fees, system development charges, special
assessments, and state grants. Local jurisdictions
have other funding authorities available to them, if
they choose to use them, for pedestrian and bicycle
project investments, such as local gasoline taxes or
local vehicle registration fees (available for counties).

System development charges (SDC), and Local
Improvement Districts (LID) are some of the

more typical funds that local governments can

use to accumulate money for improvements to
infrastructure to support new development. Some
local jurisdiction may choose to use these funds

for transportation projects including pedestrian and
bicycle infrastructure, but it is not always specified in
local budgets. Other potential funding mechanisms,
which locals could use for transportation, include:

e Urban Renewal Areas/Tax Increment Funds
(URA/TIF)

¢ Transportation Utility Fees
* Reimbursement Districts
e General Fund revenue

¢ Dedicated Property Taxes
¢ Hotel/Motel Taxes

These and other potential financing mechanisms
are discussed more fully in Appendix C. The
application of local funds such as those described
above, in addition to the state and federal sources
are described in the next section. Such information
helps to portray how these programs have helped
to bring about the walking and biking system in
existence today.

The Bike Bill, funding sources available, and general
amount of funds available have impacted the way
that Oregon has invested in its walking and biking
system. To understand more specifics about how
this has played out, a snapshot of spending levels
was investigated and summarized. In addition, local
jurisdiction’s planning documents were reviewed to
understand what future needs might exist. Together,
this information helps us to understand what we are
investing today, and what might be needed in the
future.
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A snapshot of expenditures for 2013 showed total
estimated expenditures for pedestrian and bicycle
facilities, from all sources, on the state and local
transportation system was about $43 million. For
that year, expenditures on pedestrian and bicycle
facilities were unusually high due to the funding
provided to ODOT by the OTIA and the JTA. The
infusion of funding helped construct many important
transportation projects, including pedestrian and
bicycle projects.

Since recent expenditures were high, a nine year
average of funds expended was used to better
indicate possible future funds. Data was available
for state expenditures from 2005-2013, and is
shown in Table 1. The average includes state
and federal sources with a 10.27 percent required
minimum local match. Actual local contribution
could be, and often is, higher. For instance, the
local match in 2013 was 29.4 percent.

Local estimated expenditures were also examined.
A total for pedestrian and bicycle infrastructure
spending for 2013 was estimated using the best
available data as a basis for calculation. A number
of sources were reviewed to develop an estimate
of current expenditures by local jurisdictions on
pedestrian and bicycle infrastructure (see Appendix
C). In 20183, expenditures by local jurisdictions

for construction, maintenance, preservation,
administration, and match for grant projects, were
estimated at $23 million for pedestrian and bicycle
facilities.

Identifying statewide pedestrian and bicycle needs
is a necessary component in the development of
the Plan. Oregon’s TPR and the federal authorizing
act, MAP — 21, require that a minimum 20 year
needs analysis be conducted. Needs were
identified for the state and local system based on
a variety of inventories and project lists included

in adopted plans. Note that there is variability in
the methodologies and processes used to identify
needs and projects across the state, and that
estimated needs may or may not align with direction
in this plan or money that can reasonably be
expected (i.e. financially constrained).

State Needs

In urban areas, pedestrian and bicycle infrastructure
on ODOT managed state facilities primarily consists
of sidewalks, ramps, crosswalks, median refuge
islands, signals, marked bike lanes, and shared use
paths. In rural areas, the state highway shoulders
often serve as walkways and bikeways. ODOT’s
focus has been to provide pedestrian and bicycle
facilities primarily on urban state highways, while
maintaining and improving shoulders along rural
state highways as required or as opportunities
occur.

Historically, ODOT measures progress in providing
pedestrian and bicycle facilities by looking at system
coverage. The analysis assumes that bikeways

are needed on 100 percent of the highway system
within urban growth boundaries, and that sidewalks
are needed where adjacent development is likely

to generate pedestrian activity. This assumption of
coverage focus may evolve over time, but currently

Table 2: Roadside Miles of Pedestrian and Bicycle Facilities on State Highways in Cities and Urban Areas (2013)

Feature Total Miles Needed % Complete

Bicycle Facilities 1,597

Sidewalks 997
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serves as a useful way to assess needs. Estimates
for 2013 are shown in Tables 2 and 3.

Local Needs

Locally owned and managed pedestrian and
bicycle facilities in urban areas primarily consist

of sidewalks, crosswalks, median refuge islands,
signals, marked bike lanes, bicycle boulevards,
and multi-use paths among other facilities. In rural
areas, with low vehicle traffic, roadway shoulders
often serve as walkways and bikeways. While levels
of investments are bound to vary across the State,
it should be noted that those in smaller, rural areas,
are often less given limited resources. In a review
of city and county budgets, some of the smaller
jurisdictions have to accumulate the funds for a
single project over time. In some of the smallest
jurisdictions, the funds have to be used to simply
maintain the system.

To understand local needs, city and county TSPs
were reviewed. These documents are not required
to be financially constrained, so the total amount
of funding needed for the projects listed therein
could outpace the funds that those jurisdictions
might receive. Using this data, the local jurisdiction
25 year needs estimate from the long range plans

equals about $2.8 billion; this equates to an average

annual need for local and pedestrian and bicycle
facilities of about 112 million dollars (2013 dollars).
As the needs identified in TSPs are not financially
constrained, the TSP-identified need could fit their
local vision but may not be reasonably achievable
within the plan horizon. The significant disparity
between estimated current annual expenditures
of around $23 million and the average annual

need from the TSP-based analysis of $112

million, required the needs identified in TSPs to be
moderated. Given that current expenditures are
estimated, and recognizing that current revenue

is insufficient to achieve their local vision, the Plan
assumed that something close to double the current
spending would be required to address highest
priority projects. The $23 million in current annual
spending by cities and counties was multiplied

by the 25 year plan horizon; this equated to just
over half a billion dollars. A 100 percent increase
was projected, making the 25 year total for local
government need for pedestrian and bicycle
facilities approximately $1 billion (2013 dollars).
While not likely to encompass all the needs to
assure their vision, this amount could address some
of the key needs, issues, and opportunities on the
local walking and biking system.

Table 3: 20 Year State Highway Pedestrian and Bicycle Facility Needs

Facility Estimated Cost (Millions)

Bikeways

Sidewalks
Pedestrian Crossings
TOTAL

$216

$748

$67
$1,031
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Policy Support for
Making Walking and
Biking Investments
Moving Forward

Moving from an understanding on investments
today and needs tomorrow, the policy foundation
in this plan is designed to bring about changes in
how investments and decisions are made that help
to achieve Oregon’s shared vision. How the Plan’s
framework plays out will depend on the amount

of funding available, the situations encountered,
and evolving pedestrian, bicycle, and multimodal
transportation system needs. Beyond this plan,
decision-making is affected by laws and guidelines,
such as Americans with Disabilities Act (ADA)
requirements and the Oregon Bike Bill.

While many variables impact investment in
transportation, this Plan helps to illuminate agreed
upon statewide priorities for walking and biking,
and support for decision-making. The policies and
strategies herein are comprehensive to all aspects
of delivering walking and biking systems and
facilitating those modal options, including: planning,
investing, constructing, operating, and maintaining.
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Many are designed to guide decisions as certain
situations or opportunities arise (e.g. minimizing
sidewalk elevation changes at driveways) and do
not necessarily require substantial investments.
Others focus on actions that create specific
deliverables (e.g. guidance documents), while the
rest require funding to implement (e.qg. filling system
gaps or installing a rapid flashing beacon at a
pedestrian crossing) and need to be prioritized. In
this way, the Plan is not intended to be a wish list
of actions or activities that cannot be fulfilled under
current funding. Rather, it is a framework for making
decisions and trade-offs recognizing the challenges
and opportunities Oregon faces today and that are
likely to be faced in the future.

Specific to investment decision-making, the
following goals, policies, strategies, or key initiatives
help to illuminate a prioritization framework for
supporting walking and biking in Oregon.



One of the foundational elements of the Plan is the
recognition that there is not necessarily consistency
or agreement in what the walking and biking system
should look like under different circumstances — in
other words, what design features are appropriate,
such as when greater separation is needed, where
cycle tracks might be appropriate, etc. This concept
is especially important when considering the ability
to fund walking and biking investments, and the
recognition that Oregon cannot likely afford to

have a fully separated walking and biking network
in all locations across the State. Policies such as
Strategy 1.1A, calling for continued updates to

the ODOT Design Guidelines and Highway Design
Manual, are central to the idea of “defining the
system.” In Strategy 1.1A, a numbers of variables
are called out which should be considered in
identifying the appropriate design features,
including: vehicle speed, roadway characteristics

and constraints, planned land uses, users and
uses, and latent demand. These variables are likely
to dictate what is most appropriate for different
parts of the walking and biking system. Overall
work around defining the system is further called
out in the Implementation Section of this plan as

a Key Initiative. This recognizes that the definition
of the appropriate walking and biking solutions,
identified as appropriate to unique contexts and
circumstances, is foundational for all aspects of this
plan, especially investment needs.

To accompany a definition of appropriate design
treatments, the existing system must eventually

be assessed against what is there today to what
should be there tomorrow. These inventories and
associated network definitions will be critical for
both truly understanding system needs as well

as helping to apply the prioritization framework
established in the Plan and discussed next.
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The policies and strategies under the Strategic
Investment goal of this plan seek to provide
decision-making support for investment choices.
One of the key policies therein is Strategy 8.2A,
establishing a prioritization framework for walking
and biking investments. It is important to note that
the intent of Strategy 8.2A is not to be a sequential
hierarchy, meaning that any given jurisdiction or
region may identify a mix of investments across
prioritization categories and that justification for
making an enhancement investment before a
critical connection is not necessary. However, in
any given funding cycle investments should be tied
to the prioritization categories listed in Strategy
8.2A, with more focus on addressing maintenance
needs, safety issues, and critical connections,
then to system enhancements and beneficial but
elaborative investments. Strategy 8.2A directs
ODQOT investment priorities but is also designed to
influence regional and local investments towards
these priorities as well.

Similar to established prioritization frameworks
in the OTP and OHP,° Strategy 8.2A emphasizes
protecting the existing system (funding
maintenance, preservation, and significant safety
issues) as the top priority. Unique to walking and
biking investments, projects under this category
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may also include infill efforts, especially where safety
of pedestrians and cyclists is a concern. Filling
system gaps is a key issue for a functional walking
and biking system, and while the stewardship of
infrastructure is key to making investments in the
first place, bringing about a complete system is also
a top priority.

In line with this sentiment, and different from the
prioritization framework of the OTP and OHP, the
next priority in Strategy 8.2A is about capacity
expansion to complete critical connections. While
there might be gaps in the roadway network,

those for biking and especially walking are evident
and numerous. The language around “critical
connections” is designed to point investments to
those gaps where transportation options are few

or in underserved areas (to target transportation
disadvantaged populations) and locations that
people need to reach, such as around schools, in
downtowns, near shopping or employment centers,
and connections to public transportation. Another
“critical connection” location is those off-system
paths that meet the criteria of Strategy 2.6A,
demonstrating a regional and statewide benefit as a
“Regional Path.” Although not a set designation, the
locations meeting the criteria of 2.6A could justify
arguments to receive prioritization above paths that
may be more local or recreational in nature.



The remaining two prioritization categories under
Strategy 8.2A mimic OTP and OHP priorities,
focusing on enhancements to the existing system
next (e.g. separated systems, bicycle parking),
prior to investments that are more elaborative (e.g.
recreational trails, bike/walk bridges).

Similar to how parallel investment frameworks in the
OTP and OHP have informed planning, as well as
project identification for the STIP and other funding
programs, those in Strategy 8.2A of this plan should
help direct funding priorities in individual investment
program screening criteria. It also will be helpful

in supporting established advisory bodies and
decision-making processes around investments.

While Strategy 8.2A of the Oregon Bicycle and
Pedestrian Plan helps to establish a prioritization
framework, it primarily does so for infrastructure
focused investments. Those more programmatic
in nature, such as Safe Routes to School, are also
recognized in the plan (Strategy 8.2B) as important
mechanisms to achieve the plan vision and
therefore should be funded. Such programs tend
to focus on education and encouragement around
walking and biking, critical to both the safety and
viability of those modes.

While not necessarily specific to any one policy or
strategy, the plan recognizes that state and local
funding sources beyond those most commonly
sought for walking and biking improvements can

be tapped. Particularly, as critical connections

are identified which link walking and biking to

public transportation, transit funding could help to
support infill and associated pedestrian and bicycle
infrastructure. Another potential source can also be
CMAQ funds, where walking and biking investments
could help to reduce GHG emissions, mitigating for
air quality impacts. Also, where active transportation
and health benefits align, opportunities may exist to
utilize health dollars for transportation investments.
In addition, opportunities may exist to leverage
project development with walking and biking
projects, facilitating multimodal investments.
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Walking and Biking
Outlook Given Different Levels of
Investment: Funding Scenarios

While the policy foundation of this plan is important to support investment
decisions for walking and biking, it is propelled or constrained by the
amount of funding available. As funding increases or decreases, various
program categories are not necessarily increased or decreased uniformly.
Difficult choices are necessary under constrained funding; frequently none
of the choices are satisfactory. This lack of adequate funding requires state
and local governments to consider how to best minimize the short and
long term impacts to Oregon’s economy and quality of life.

The funding scenarios below identify how the walking and biking system
might be impacted under different levels of investment of state and federal
funds. The intent of the scenarios is to further assist decision-makers

with priorities and to be transparent about the negative and positive
consequences of funding levels. The descriptions themselves focus on
statewide funding programs and associated local match requirements.
Should grant programs become available or other local financing
mechanisms pursued, improvements to the existing walking and biking
system would be likely.

As much of the walking and biking system is under the authority of local
jurisdictions, those areas will need to identify their own funds that will
enhance the outlook of the scenarios described below.

Further, opportunities to leverage funds may exist and enhanced
coordination and collaboration may result in more strategic investments
across walking and biking infrastructure.
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Reduced Funding of up to
$18.5M Annually (up to $440M total
from 2016-2040)

Statewide transportation funding levels decline over
time due to debt service, inflation and other issues;
and federal funding decreases. Of those funds
available, the majority is focused on maintenance
and preservation of the existing system. OTP
policies, management systems for pavement

and bridges and associated federal performance
measures drive investments towards safety and
preservation of infrastructure. Preservation projects
for these areas'® are likely to have walking or

biking elements, including added connections

that fill previous system gaps. In this way, and in
compliance with the Bike Bill, maintenance and
preservation projects for other modes will help infill
the walking and biking network. There is opportunity
in prioritizing roadway preservation projects to more
broadly consider multimodal needs, and take into
account walking and biking gaps when selecting the
roadway locations with the greatest maintenance
and preservation needs. Specific to investments
targeting walking and biking maintenance and
preservation, infill may also occur through funds
such as SWIP, investing ODOT dollars in filling
sidewalk gaps on state highways. In addition,
where connectivity issues are a safety concern,
such as sidewalks missing around a school, safety
related preservation funds can help to make those
critical connections. Both from a preservation and
enhancement perspective, slow build out of the
walking and biking network would occur.

Across modes, only the most urgent maintenance
and safety issues are fixed and the condition

of the entire system declines. For walking and
biking, this would likely materialize as vegetation
encroachment, cracks and upheavals, impacting
safety and connectivity in some cases and possibly
resulting in reduced mobility. Addressing sidewalk
ramps would be a priority for the state, but funding
levels would fall short of needs. Across the state,
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new walkways and bikeways will be built or older
ones preserved where the most critical safety issues
exist.

Beyond preservation and safety, enhancements to
the transportation system would be limited, with
only a small portion of the shrinking pot available
for additions or modifications. The mandated
minimum of one percent would still go towards
walking and biking investments but that dollar figure
would be smaller given the overall amount of funds
available for transportation would be smaller. Some
jurisdictions may choose to spend more than the
one percent and opportunities exist for leveraging
funds and local financing. Focus would be placed
on the investments that achieve the most cost
effective and greatest benefit for the overall system
and for the state. Walking and biking investments
would compete with public transportation and
transportation options programs, in addition to
auto-oriented improvements. Safety would be
prioritized above other investments, but even when
focused, the limited funding available would only
start to address some of the most severe safety
issues. Expansion of any of the transportation
systems (roadway, biking, walking, and public
transportation) would be limited beyond that
described above. Critical gaps in the walking and
biking network would remain, and gap infill would
slow, leaving areas disconnected and underserved.
As congestion would likely increase on roadways,
more people might have interest in walking or biking
but options would remain limited in areas that are
limited today.



Same Funding of up to $29M!! Annually
(up to $700M total from 2016-2040)

Statewide transportation funding levels would
remain relatively flat or decrease slightly for years to
come. Resources may or may not keep pace with
inflation, potentially eroding the buying power of
the amount available. Preservation of the existing
system would continue at its current pace, which
is insufficient to prevent deterioration of the walking
and biking networks, resulting in more areas of
disrepair. Paving and resurfacing projects could
focus on the most highly used areas, considering
multimodal needs. In these areas, preservation
projects would likely enhance walking and biking
conditions by filling in gaps, adding sidewalk ramps
and improving pavement condition for bicyclists,
with potential for minor striping changes within
existing right-of-way, leading to areas of restored
mobility and safety. Spending focused on fixing
walking and biking infrastructure would likely target
safety issues and sidewalk ramps across the state
and address impediments in highly utilized areas
or areas servicing critical connections. Other parts
of the system could have continuing or increasing
mobility challenges due to the inability to maintain

the infrastructure. Some local jurisdictions who are
able to secure additional funding, or have increased
growth and can require developers to put in or
update infrastructure, may be able to maintain
higher levels of mobility.

Remaining funds for enhancements to the
transportation system may allow for small
incremental improvements to facilitate multimodal
transportation choices, including walking, biking,
and taking public transportation. First and foremost
would be addressing critical safety issues across
modes. Making the walking and biking networks
more efficient through the expansion of existing
infrastructure would be difficult, but select
improvements could be made to connect critical
gaps or resolve issues on high-use facilities. Filling
in these gaps would be a top priority with available
funding and help to improve equity by starting

to reach more transportation disadvantaged
populations. However, funding would only spread so
far between safety and making critical connections,
resulting in the persistence of moderate to small
safety concerns and several areas of the walking
and biking network remaining disconnected.

Investment Considerations | 69



Additional Funding of up to $38M*?
Annually (up to $900M from 2016-2040)

Statewide funding levels increase and stabilize.
This increase may result from additional funding
from other federal, state or local resources,
changes in funding structures, or creative local
financing mechanisms, which increases the overall
amount of funds available. More paving and
resurfacing projects would be expected, resulting
in improvements to walking and biking facilities
including sidewalk ramps. Those investments
targeting walking and biking could consider a
broader array of maintenance issues, including
prioritizing safety concerns, connections, and
mobility impediments. Fixes should continue to
focus on well used areas and those servicing critical
connections. Maintenance issues would still persist
on the system, but would likely be infrequent and
dispersed. Overall performance of the existing
system would improve.
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Investments in the system could move beyond
addressing known issues at individual locations to
systematic improvements that enhance walking
and biking overall. With more funding available

for enhancing the system, new construction and
reconstruction would be likely across the entire
transportation system, equating to new and added
walking and biking connections. Filling in critical
system gaps would continue and a minimal number
of other important connections would be made.

In addition to continuing to prioritize critical safety
issues, broader safety and security approaches
could be supported, such as pedestrian bulb outs
and separation as appropriate. Increasing system
safety and security would likely help to address
real or perceived barriers to walking and biking,
resulting in more people choosing those modes

of travel. Overall system accessibility would

be improved through connectivity investments,
providing additional opportunities to walk and bike.
Investments in the transportation system as a whole
would likely improve connectivity between modes,
for which walking and biking are critical as first and
last mile connections to driving and taking public
transportation.



Funding Need of up to $105M Annually
(up to $2.5B total from 2016-2040)

Less based on the availability of funds and more
on needs, this funding scenario conservatively
estimates funding needs in excess of two billion
dollars, meaning that future phases of investment
would be needed to achieve the plan vision.
Unconstrained need estimates, identified in local
TSPs and other documents, total $2.8 billion by
2040 and conservative state needs were estimated
at $800 million. A more conservative assumption
was made commensurate with projected State
system needs at around $800 million and city and
county needs around that amount within more
urbanized areas.

With increased, but feasible funding, the ability

to maintain and enhance the system is visible.
Maintenance issues would become infrequent and
dispersed, likely isolated to areas less used or those

facilities not servicing critical connections.

The roadway system will also see improvements,
with more ability to keep up with increasing
population, which should bolster pedestrian and
bicycle facility system safety. Enhancements would
allow for a fairly well connected pedestrian and
bicycle network, with gaps existing in less critical,
utilized, or populated areas. This may allow for the
system to be more fully funded including network
connectivity for recreation and other areas not
deemed as critical connections. More costly
improvements that promote comfort features like
bridges for pedestrians and bicycles only may be
considered.

The level of investment discussed in this scenario
would be needed to help achieve the Plan vision,
but even more would be needed long term.
Benefits from this level of investment would allow
the system to mostly keep pace with estimated
population growth, help to support system safety
and accessibility, thus contributing positively to the
livability and economic vitality of the state.
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End Notes

'State of the System, 2014 Report on Oregon’s Transportation System; Oregon Department of
Transportation, page 30.

http://www.fhwa.dot.gov/publications/publicroads/01novdec/legacy.cfm.

SThe State Bicycle and Pedestrian grant program was developed by ODOT to make funds available to
local jurisdictions, and help to assure that a minimum of one-percent of state highway funds be spent on
walking and biking.

‘It is of note that Transportation Management Areas (TMA) receive their population share of half of Oregon’s
TAP funds, after a set-aside for the Recreational Trails Program, which are allocated by the TMAs as
specified in their MTIPs.

°In accordance with provisions of a working agreement, developed in cooperation with local jurisdictions
and the FHWA a portion of STP funds are distributed to small MPQOs, cities with population above 5,000
and not in an MPO and each of the state’s 36 counties

6Safe Routes to School is established in state ORS 184.740-741 and the process is in OAR737-025.
'MPOs also receive an allocated amount of Federal funding specifically for their planning work (PL) funds
which are supplemented by some State STP funds and State Planning and Research (SPR) funds

8CMAQ funds are currently distributed to seven areas, with Portland getting about 80 percent of the funds.
The other jurisdictions include Medford, Grants Pass, Klamath Falls, La Grande, Lakeview and Oakridge.
Each of the last three in the list are guaranteed $65,000 each a year
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°Oregon Highway Plan (1999) Policy 1G.1 on Major Investments for highways directs that priority go to
protecting the existing system first, before improving efficiency and capacity of existing highway facilities,
before adding capacity to the existing system, all before adding new facilities. Oregon Transportation Plan
(2000)...

%Policies, management systems, and performance measures are structured to help prioritize high needs
areas first, taking into account the severity of safety issues and risks, destinations and associated uses
(such as a school), and amount of use on a given facility.

""For Scenario 2, average annual expenditures for 2005-2013 were taken into account, looking at a
combination of federal and state spending with required local match. This amount was roughly $20M

per year. In 2013, alone, spending was around $30M due to the availability of increased funding through
opportunities such as federal grant programs. Increases in the Oregon gas tax that took effect in 2010
means more funds may be available for bicycle, pedestrian and other investments, potentially raising the
average annual expenditure above $20M.

2For Scenario 3, a 30 percent increase in funding above current spending levels is estimated. This increase
is fairly consistent with needs identified in Transportation System Plans in cities with a population over
100,000. Because these TSPs fall inside a Metropolitan Planning Organization (MPO), which is responsible
for a financially constrained Regional plan, the needs were considered to be relatively reasonable.
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Oregon’s walking and biking network traverses state
highways, county roads, city streets, parks, and other

lands. Each of these areas includes unique ownership and
authorities. Effective Plan implementation depends on the
support of multiple agencies and organizations. The following
section describes various implementation avenues and
identifies which public agency and private sector partners
have key roles in implementing Plan policies or strategies.
Additionally, this section highlights how the Plan can be
implemented in all stages of project development and system
management, from planning and maintenance,

to education and outreach.

To achieve the Plan vision, the policies and strategies herein
need to be implemented by a variety of partners, that include
state, regional, and local governments, as well as the private
sector.

This section:

e |dentifies state, regional, and local stakeholders and
their roles as “implementation avenues” in order to
carry out the Plan’s policy recommendations;

¢ Discusses key initiatives to move the Plan forward;

e |dentifies opportunities and challenges in achieving
the Plan vision; and Outlines mechanisms to track
progress toward Plan goals, including pedestrian and
bicycle performance measures.
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Implementation Avenues

Aspects of Implementation

Planning

The Plan policies and strategies provide an overall
framework for planning decisions, including several
that are focused on other aspects of implementation.
Most directly, the Plan calls for the identification

and prioritization of system gaps within planning
processes. Further guidance is provided through
the definition of critical connections and strategic
funding prioritization categories. Other issues

like safety needs and mobility challenges should

be captured in planning. As an example, ODOT
develops an ADA Transition Plan which outlines steps
to address physical barriers that limit accessibility on
ODQOT managed buildings, streets, and walkways;
other areas could develop similar documents that
help to illuminate key issues. In addition to safety
and mobility, the Plan emphasizes that equity be
considered in planning and investment decisions,
and highlights the need to broadly consider the
impact of transportation decisions on health. In a
broad sense, the Plan calls for a holistic approach

to planning, considering the needs for walking and
biking in the context of the entire transportation
system, understanding gaps and issues within the
system, promoting walking and biking connections
to other modes, and considering modal interactions.
Other state, regional, and local plans will further
refine the policies and strategies in this document as
appropriate to the applied context.
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Programming (Investing)

To meet existing and evolving walking and biking
needs, investments are required at state, regional,
and local levels, requiring implementers to prioritize
pedestrian, bicycle, and multimodal transportation
projects. A primary goal area of this Plan is strategic
investment, recognizing that funding is limited and
there is a responsibility to use public dollars as
efficiently as possible. As such, guidance is provided
for project prioritization based on what is perceived
to be the highest needs and greatest benefits.

The categories listed in Strategy 8.2A prioritize
safety, preserving existing infrastructure, funding
critical connections, enhancements, and then
other more elaborate investments. This framework
will inform investment program discussions and
should guide the STIP and other funding program
investment decisions. In addition, Plan strategies
framing regional paths (Strategy 2.6A) as “critical
connections” will help direct investment priorities
towards those routes that serve regional and
statewide interests, especially for funding programs
like ConnectOregon. The Plan also calls for the
need to be opportunistic about funding, leveraging
roadway enhancement projects with walking and
biking improvements, and looking for the nexus
between funding for health and transportation.



Design

Plan strategies point to ongoing updates to State
design guidelines that reflect consideration of
various uses, users, and contexts, as well as
relevant elements of the latest national guidelines
on appropriate and safe walking and biking design
features. Implementation of design policy should be
a coordinated effort between various parts of ODOT
and federal, regional, and local jurisdictions and
consider the balance between consistency and the
need for flexibility across urban, rural, and suburban
contexts.

Project Development and Delivery

A key consideration for Plan implementation will

be leveraging opportunities to institutionalize
pedestrian and bicycle transportation within the
project development and delivery processes. Plan
strategies identify the need for developing project
check lists, where explicit walking and biking needs
are considered in project development, or including
health criteria into project development processes.
Building on existing policies and best practices,
implementation will consider approaches to integrate
walking and biking needs into planning, design,
construction, and maintenance.

Maintenance

Facility maintenance is important to the functionality
and safety of existing and new facilities. As called for
in Plan strategies, prioritizing maintenance activities
across the system will be important to assuring

a mobile and accessible system, and looking for
opportunities to develop maintenance plans will be
needed.

Education, Outreach and Training

Several Plan policies and strategies recommend
providing opportunities for cross-discipline education
and training on local, regional, and state levels.
These include: guidance on bicycle and pedestrian
elements of TSP (Strategy 2.2A); cross-training with
law enforcement staff; education of drivers and
cyclists on the rules of the road; outreach around

the public health aspects of active transportation
systems; or education about maintenance

issues associated with walking and biking safety.
Implementation of these actions should consider staff
capacity and technical expertise in order to ease
implementation.
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The organizations listed below have a role or
responsibility in helping achieve the Plan vision.
Others not listed, but who do have critical funding,
technical, and support roles, include partners such
as the Federal Highway Administration (FHWA).
While this role is integral to achieving the plan vision

FHWA is not an implementer of the plan itself, but
does provide support for funding walking and biking
improvements and develops directives and guidance
to implementing agencies and organizations.

The roles and responsibilities of implementing
organizations are described below.

Oregon Department of Transportation
ODQOT has several key statewide responsibilities for

Plan implementation. Within ODOT, the Plan provides

direction for how ODQOT will plan, program, deliver,
and maintain the state walking and biking system.
Implementation will require support and coordination
among many of ODOT’s business units. ODOT roles
in Plan implementation include:

Implementing and
integrating Plan policy
recommendations,
strategies, and

key initiatives into
Department guidance,
planning, programming,
project development,
maintenance processes,
and practices; including
other modes and
systems.

Continuing to update
Department design
policies, standards, and
guidance, considering
system contexts and
basing decisions on the
latest federal guidance
and best practices.

. Encouraging

{ opportunities for

. training, technical

. assistance, and

. understanding best

. practices in the

i planning, design,

. construction, and

. maintenance of safe and
. comfortable walking and
. biking facilities.

. Working with partners to
. provide safety education
. for all users through

i existing or new materials
. and messaging, working
. with state agency

. partners, and providing

. information to local

. partners.
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. Assessing statewide

: walking and biking

. needs through

. system inventories.

. Continuing to monitor

. implementation through
i Plan performance

. measures and

. supporting the collection
. of walking and biking

. data as appropriate.

. Leveraging federal and

. state funding sources

. to improve walking

i and biking networks.

- Institutionalizing walking
. and biking across the

. state through project

i development processes;
. and working with

. partners on efforts such
. as project prioritization.

. Ensuring the effective

i use of resources by

. setting maintenance

. priorities and updating
. guidelines to support

¢ walking and biking

. safety and mobility

. based on local and

. national best practices.

Continue to monitor

i United States

. Department of

. Transportation (USDOT),
. Transportation Research
i Board, American

. Association of State

. Highway Transportation
. Officials (AASHTO),

. etc. on policy guidance

i pertaining to walking

. and biking, especially

. as it relates to Federal

. funding and facility

. design.



Other State Agencies

Plan implementation crosses many state agency
authorities and requires building on existing
partnerships and developing new collaborations.
Although not exhaustive, this section highlights key
coordination and implementation roles for Oregon
state agencies.

Oregon Health Authority

The OHA coordinates with state and local agencies
to support their shared goals of promoting livable,
healthy, and safe communities. Opportunities for
OHA include:

e \Working with ODOT on an ongoing basis to
implement the existing partnership and encourage
safe active transportation.

e Supporting efforts to engage public health
and transportation professionals in education,
technical assistance, and training through
partnering with local governments, MPOs, ACTs,
and other organizations.

e Continuing efforts on active transportation-related
data collection and research, and exploring
approaches to enhance data sharing with other
partners.

Oregon Department of Land Conservation

and Development

The Oregon Department of Land Conservation and
Development (DLCD) administers Oregon’s statewide
land use planning program and coordinates land use
and transportation planning. Opportunities for DLCD
include:

¢ Partnering with ODOT on issues relating to
pedestrian and bicycle planning in land use and
transportation (TPR, TSPs, TGM).

e Continuing to provide local technical assistance
and best practices on issues such as land use,
development, and model codes as they relate
to pedestrian and bicycle design, planning, and
policy issues.

Oregon Parks and Recreation Department

The OPRD manages several programs related to
statewide trail planning, design, and implementation.
Opportunities for OPRD include:

* Providing planning and technical assistance on
the development of regional paths and trails.

¢ \Working with partners and programs to support
pedestrian and bicycle tourism.

¢ | everaging funds (e.g. Recreational Trails
Program) to support development of walking and
pbiking trails.

e Coordinating with ODOT to ensure compatibility
between this Plan and the Statewide Trail Plan, as
well as statewide trail and pedestrian and bicycle
facility design guidance.

e |dentify and prioritize regional paths consistent
with Policy 2.5.

Metropolitan Planning Organizations

MPQOs are tasked with multi-jurisdictional planning,
coordination, and determining regional priorities.
Opportunities for MPQ’s include:

* Developing the pedestrian and bicycle element of
Regional Transportation System Plans that include
inter-jurisdictional connections, regional paths,
and increased access to transit, as appropriate.

¢ Defining regional walking and biking networks by
working with local partners on network inventory,
defining need, and prioritizing projects.
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¢ Assessing regional walking and biking needs
through system inventories.

¢ Developing safety action plans with pedestrian
and bicycle elements to help identify safety issues.

e Continuing to collect and share analysis
resources and walking and biking data with local
jurisdictions.

e Supporting opportunities for training, technical
assistance, and the understanding of best
practices for the planning, design, construction,
and maintenance of safe and comfortable
walkways and bikeways.

¢ \Working with state agency partners and
supporting local efforts within the MPO area to
provide safety education for all users through
existing or new materials and messaging.

¢ |dentifying additional funding opportunities
for walking and biking planning, design, and
construction.

Cities and Counties

Local agencies play important roles in Plan
implementation. The majority of walking and biking
trips occur within urban areas, while counties are

the primary agencies responsible for ensuring local
transportation access in rural areas. Opportunities for
cities and counties include:

¢ Developing local pedestrian and bicycle plans
(stand alone or within TSPs) and implementing
local pedestrian and bicycle projects. This
includes safety, education and enforcement that
is consistent with this and other ODOT statewide
policy plans.

¢ Defining local walking and biking networks
and working with adjacent jurisdictions to
ensure needed connections. This includes local
assistance in identifying and prioritizing gaps and
overall local needs.

¢ Assessing local walking and biking needs through
system inventories.

¢ Developing safety action plans with pedestrian
and bicycle elements to help identify safety issues.

¢ Facilitating walking and biking travel through
adoption and implementation of local ordinances
related to new and re-development requirements
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for walking and biking infrastructure, such as
enforcing bike parking requirements.

¢ Continuing to collect walking and biking data for
use in project development and local network
and project prioritization.Sharing information on
local best practices (innovative plans, projects,
funding etc.) and supporting training opportunities
on pedestrian and bicycle planning, design, and
construction.

¢ Partnering with community groups to support
pedestrian and bicycle programs, events, and
education opportunities.

¢ \Working with state agency partners, to provide
safety education for all users through existing or
new materials and messaging.

¢ Actively pursuing recognition from the Bicycle
Friendly Community and Walk Friendly
Community programs and encouraging and
assisting applications to the Bike Friendly
Business programs.

e Coordinating with local school districts,
as schools redevelop or relocate, to encourage
more walkable and bikable school siting.

¢ |dentifying additional funding opportunities for
walking and biking planning, design,
and construction.

Public Transportation Agencies
Public transportation agencies provide services to



regions, cities, and/or counties and are an important
partner in connecting walking and biking trips to
major destinations. Opportunities for public transit
agencies include:

¢ Partnering with transportation agencies to
enhance walking and biking access to transit
stops and stations.

¢ Accommodating for bicycles and other mobility
devices on public transportation vehicles through
planning, project implementation, and design.

e Coordinating with local jurisdictions during the
development of local and/or regional pedestrian
and bicycle plans, transit development plans,
long-range transit service planning, and near term
improvements such as bike parking.

e |dentifying funding opportunities for, and
providing, travel opetions outreach.

of people who use
public transit walk
or bike to reach
transit stops.
(PUCHER, ET AL. 2011)

Private Entities and
Non-profit Organizations

Private partners, including non-profit organizations,
play a key role in implementing the Plan, particularly
in coordinating private projects and initiatives with
local and state agencies. Their major opportunities in
Plan implementation are:

e Supporting and encouraging people to walk
and bike, participating in walk and bike to work
events, holding bike rallies and other events, and
providing education opportunities for individual
communities.

e Encouraging and assisting communities
and businesses create walking and biking
improvements.

* Helping communities or businesses receive
recognition by the Bicycle Friendly Community,
Walk Friendly Community, and Bike Friendly
Business programs.

e Partnering with state and local agencies and
community organizations to support pedestrian
and bicycle tourism programs.

e Exploring opportunities to partner with public
agencies on pedestrian and bicycle project
development (innovative funding strategies).

¢ Partnering with employers who provide shuttle
service to provide bicycle parking and access to
park and ride locations.

¢ \Working with state agency partners, MPOs, and
local partners to provide safety education for
all users through existing or new materials and
messaging.

These partners all play critical roles in Plan
implementation. Participation in future efforts

will enhance opportunities to carry the Plan
vision forward. The following sections outline the
opportunities and challenges of implementation,
key initiatives to move the Plan forward, and how
to measure overall Plan success.
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Implementation Opportunities
and Challenges

Plan implementation will require effort among a variety of partners
and it is important to recognize the opportunities and challenges
which exist in moving the Plan forward.

Demographic Trends Data Collection and Performance Measurement
Recent research indicates that changing Data and performance measurements provide an
demographic and economic trends, along opportunity to track the success of Plan policies,
with changes in consumer choices, may increase strategies, and implementation. Data-driven
the demand for walking and biking over the 25- strategies will be useful to track performance
year plan horizon. This may create opportunities toward the vision of safe, accessible walking and
for increasing walking and biking trips, but also biking networks. Availability and inconsistency of
would create greater demands on the existing data remains a challenge, specifically where data
system and the need to serve areas that are can be sparse and not provide a holistic view. For
currently disconnected. These trends will need example, data that is reported only on trip commutes
to be monitored over time to assure that evolving is missing information on those who may choose
demographic needs are considered. to walk or to bike for a variety of other purposes.
OREGON’S

DEMOGRAPHIC TRENDS

Oregon's population is graying.
MEDIAN AGE of the population has increased.

Oregon’s population increased by

2.5 times since 1950,
and is expected to reach 303 383 397
4.3 million by the year 2020. 1980 2010 2020

P,
111

In the long run,

The 65+ age group will

continue a dramatic
increase as baby-boomers

than the U.S. rate. continue to enter the
retirement age.

(STATE OF OREGON, OREGON’S DEMOGRAPHIC TRENDS, 2012)

78 | Oregon Bicycle and Pedestrian Plan



In addition, consistency related to data reporting
may vary among agencies or jurisdictions. For
existing data and information, finding the appropriate
data source and how the information will be used

to support future active transportation decision-
making will be challenging, as data sources selected
will need to be balanced with available data and
technical capacity of implementation. Opportunities
exist for sharing data between agencies,
understanding how different data sources can inform
project development, and technological advances in
data collection and reporting.

Authority/Responsibility and Coordination

There are many different entities responsible

for planning, building, and maintaining walking

and biking infrastructure. Within their individual
authorities, these entities make unique decisions
that impact the continuity and seamlessness of the
walking and biking system. Opportunities exist to
better coordinate between jurisdictions and look

at regions or corridors to determine area-wide
objectives, projects, and priorities. In addition, there
are opportunities to link walking and biking routes to
public transportation, through coordination among
state, regional, and local jurisdictions with public
transportation agencies.

Public Involvement

Public engagement and education is critical to

Plan implementation. Practitioners and other
implementers need to understand relevant and
current issues and best practices that will continue
to support the vision of this Plan. Public involvement
also aims to keep stakeholders informed of

change or needs, which in turn provide feedback
and information about necessary improvements

for walking and biking. Engagement efforts

should include a diverse group of stakeholders

and organizations, including public agencies

and associated committees. Opportunities for
implementation continue to include allowing for
community feedback, providing information on the
planning process, and education on what Plan
implementation means for local, regional, and
statewide stakeholders. A potential challenge will be
ensuring that public engagement reaches a broad
range of stakeholders and that implementation
provides avenues for meaningful input.

Staff Capacity

While this Plan provides decision-making support
and guidance, staff availability and expertise is
required to implement and stay up to speed on
existing plans, policies, and even best practices to
help achieve a safe and efficient system. Creating
this knowledge can be difficult to achieve, due to the
need to regularly educate and train practitioners on
these modes. These challenges can be amplified
when staff with relevant expertise leaves an agency
(i.e. retirement), less experienced staff come
onboard, or when staffing shortages occur and
employees take on additional workloads. However,
as interest in walking and biking modes continue to
increase, additional opportunities for understanding
these areas become more widely available. These
opportunities include utilizing consultant expertise
at all levels of project development, to using an
array of publications, webinars, conferences, or
other information sources that may require minimal
effort to better understand walking and biking policy
implementation.
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Next Steps

Beyond the broad implementation avenues and the driving and restraining
forces to successful implementation, a more specific approach is needed
to achieve the Plan vision and measure success.

To carry the Plan vision forward, several items need to occur:

Individual entities identified as

an ‘implementation avenue’ will
need to determine how this Plan
impacts their work and what next
steps are needed. Some of the
policies and strategies herein are
focused on guiding decisions and
will be applied as the appropriate
situation arises, while others call
for specific actions or products.
For the policies or strategies
directing actions or products
under the authority of ODOT

for example, like the ODOT
Design Guidelines, the agency
will develop a short, medium,
and long term implementation
plan to more specifically identify
when and how strategies will

be implemented over the 25

year planning horizon. While
some implementation efforts are
currently underway, others need
to be prioritized in relation to
timing, and staff capacity.
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. Broader than ODOT and

. implementation plans,

i another critical component

. of implementation is the

. identification of foundational

. activities that need to occur

i in order to achieve the Plan

. vision. These “Key Initiatives”

. represent work items that
encapsulate several key policies
. and strategies in the Plan and

i were identified by the Plan

. PAC as essential elements that
Oregon as a whole recognize as
. important to implement. These

i are likely work items that need

. to begin in the short term and

. would require coordination and

. collaboration among entities like
i ODOT, other state agencies, and
local jurisdictions as appropriate.

. These are used to measure

. the progress in achieving the

i Plan vision. At the Plan level,

. performance measures focus on

. ways to gauge statewide success
. or to help inform decision making
. to achieve the Plan vision. While

i performance measures are often
. specific in nature, Plan level

. performance measures need

. to be high-level,

. all-encompassing, and few in total
i number in order to be applicable

and informative statewide.
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Key Initiatives

Key initiatives represent foundational implementation activities that support

multiple policies and strategies in the Plan.

Defining the Network

This key initiative is an early
concept recognizing stakeholder
interests in a better definition for
the biking and walking network
in order to inform design and
help with system inventories,
needs, and project priorities.
More work is needed to define
the objectives for this work item
and what the most appropriate
solution will be accordingly. At

a high level, this key initiative
recognizes that while the motor
vehicle network has been defined
by state functional classifications
to distinguish how different parts
of the system are used as well

as how they should be designed
and function, the biking and
walking network does not have

a consistent approach for such
definition. Further work is needed
to understand what the best
approach is to define the biking
and walking network and whether
a multimodal classification
approach is best, one for just
biking and walking, separate
classifications for walking and for
biking, or one that is not based
on functional classifications, but
rather design guidance around
the most appropriate solution
(e.g. cycle track) given varying
contexts. The Defining a Network

Key Initiative is targeted at
identifying a way to differentiate
the walking and biking system
and provide clarity on appropriate
infrastructure, design, and
treatments given unique
contexts, such as: vehicle speed,

: roadway characteristics and

. constraints, planned land uses,
key destinations, walking and

. biking uses and users, and latent
i demand. This would provide

. further direction in prioritizing

. needs (both infrastructure and
funding), identifying system

i gaps, developing criteria for

. differentiation of facility type,

. and refining design guidelines to
support multimodal system and
. user needs.

Related Plan Policies:

11, 21,22, 2.3 3.2 82, 8.3

: Data
. Data is needed to support efficient
. and effective decision-making.

i Use, availability, and quality

of data vary across the state.

. This key initiative provides an
opportunity to focus on finding
ways to collect and standardize
i data that relates directly to

decision making, identified Plan
performance measures, and
those program level performance

measures to be identified in plan
implementation (described in the
key initiative below).

Related Plan Policies:
1.121,23 51,52 5.3, 6.1

. Program Level Performance

: Measure Development

i While performance measures

. have been identified to track

. progress on achieving the Plan

. vision, more specific performance
. measures may be needed to

i assess needs, system condition,
. and program performance.

. Prioritization performance

. measures are important in order
i to employ appropriate data

to support decision-making

. for network development and

. maintenance. This key initiative

. focuses on developing program-
i level performance measures
that can be used in project

. prioritization as it relates to

. public investment in walking

. and biking. Indicators used to

i “define the network” may be
used in prioritization performance
. measures, such as network
connectivity, potential demand,

. or safety.

Related Plan Policies:

1.1, 2.5, 5.5, 8.1, 8.2, 8.3
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Performance Measures

In the development of this Plan, several performance to help justify investment. Several
performance measures were explored. Measures other performance measures that showed future
that existing data sources can support, and where potential were also considered and are detailed in
statewide data is available and help assess Plan Table 2 for future evaluation. More detailed program
progress, were selected as Plan performance and implementation based performance measures
measures. The performance measures outlined will be developed as a follow up to this planning

in Table 1 streamline documentation of Plan effort, as outlined in the key initiatives section.

Table 4: Plan Performance Measures

Performance Performance Description
Measure # Measures
0 Safety Number of pedestrian Average annual number of
and bicycle fatalities pedestrians and cyclists killed in
(five-year average) crashes with motor vehicles over a
five-year period.
9 Safety Number of pedestrian Average annual number
and bicycle serious injuries of pedestrians and cyclists seriously
(five-year average) injured in crashes with motor vehicles
over a five year period.
9 Safety Perceived safety of walking Percent of the public that
and bicycling feels safe walking and bicycling
in their community.
9 Utilization Utilization of walking or biking for Percent of commute trips
short trips less than 20 minutes that are

accomplished by walking or biking.

|dentifying data needs for pedestrian ODQT, in consultation with local
6 Data and bicycle performance measures jurisdictions and other agencies
when appropriate, will complete the
Data Key Initiative by December 31,
2020.

It is important to note that as data improves, these measures could be revisited to better reflect the Plan vision
over time. For example, commute data is easily obtainable given existing mechanisms, but data on all trips (not
currently available) may be needed to better understand mode choices or rates of mode use, or to help identify the
circumstances in which users feel comfortable walking in their community.
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Table 5: Performance Measures for Future Efforts

Performance Measures | Description Explanation

Bicycle level of
traffic stress (LTS)
and/or

Multi-modal level
of service (MMLQOS)

Pedestrian access to transit

Bicycle access to transit

Bicycle Friendly
State ranking

Bicycle Friendly
Communities

Walk Friendly Communities

LTS is a way to consider user
comfort levels on the biking
and walking system, and

MMLOS looks at service levels

broader than vehicular traffic,
considering the needs of all
users.

The percent of streets
within 72 mile of a transit stop
that have sidewalks.

The percent of streets
within 1 mile of a transit stop
with a Bicycle LTS 2 rating.

Oregon’s annual ranking
in the League of American
Bicyclists’ Bicycle Friendly
State Ranking program.

Number of local jurisdictions
with a Bicycle Friendly
Community Designation

at any level.

Number of local jurisdictions

with a Walk Friendly Community

Designation at any level.

Analysis methodology, especially as
applied at a statewide level, is still
evolving. However, it is important
to note that LTS/MMLOS are
becoming more frequently used in
transportation analysis and may

be suited for a nearer term
performance measure, once wider
statewide use has occurred.

Access to transit was determined
as a good proxy for accessibility,
but ultimately the Plan advisory
committees thought them too
specific for a Plan level performance
measure.

State and local rankings were
viewed as important information
tools, but not suited for a Plan

level performance measure due

to changing evaluation criteria of
recognition programs and the ability
or inability of different communities
to apply was thought to vary.

While recognized as important tools, the performance measures in table 2 were deemed either too detailed, or too broad,
for measuring the Plan vision at time of Plan completion. However, it is important to note that these measures could
be used in other efforts or could be better suited for future Plan updates once they have been further developed and

tracked.
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