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A digital copy of this report and additional project background information can be found at 

https://www.portlandoregon.gov/transportation/68805. 

 
The City of Portland complies with all non‐discrimination, Civil Rights laws including Civil Rights 
Title VI and ADA Title II. To help ensure equal access to City programs, services and activities, 
the City of Portland will reasonably modify policies/procedures and provide auxiliary 
aids/services to persons with disabilities. Call 503-823-5185, TTY 503-823-6868 or Oregon Relay 
Service: 711 with such requests, or visit http://bit.ly/13EWaCg 
 

Questions? Call the Comprehensive Plan Helpline: 503-823-0195 

For more information on the TSP Update Stage 2:   

Francesca Patricolo, Transportation Planner + Public Involvement Specialist 

Portland Bureau of Transportation 

1120 SW 5th Ave, Suite 800, Portland, Oregon 97204 

https://www.portlandoregon.gov/transportation/63710 

PHONE: 503-823-5282 EMAIL: francesca.patricolo@portlandoregon.gov  
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I: Introduction  

Project Summary  

City of Portland is updating the City’s Comprehensive Plan – the long-range plan for growth, 

change and improvements for the next 20 years. This stage of the Transportation System Plan 

(TSP) update is one of the early implementation projects of the Comprehensive Plan Update. 

These projects are tasks that cities need to complete as part of a 20-year comprehensive plan 

update (also called “periodic review”) under Oregon’s statewide planning program. 

The Transportation System Plan (TSP, Ordinance No. 180871, 2007) is a long-range planning 

document comprising three volumes. Volume I includes Comprehensive Plan policies, projects 

and maps, as well as, elements required by the State Transportation Planning Rule (TPR) such as 

refinement plans, master plans, modal plans and strategies to implement the policies. Volumes 

II and III comprise background information/analysis and supplemental/reference materials, 

respectively, which will not be updated as part of the 2035 TSP. The graphic on the facing page 

illustrates the various components of the TSP Volume I.  
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The current update, stage 2, of the TSP includes amendments to the TSP in order to implement 

policy direction from the Comp Plan and modifications to incorporate changes that were 

previously adopted by ordinance or resolution.  

Elements included in this stage of the TSP Update are proposed for the following reasons:  

 To address requirements in the Council-approved Periodic Review work plan 

 To implement new directions in the proposed Comprehensive (Comp) Plan  

 To remove existing language that is inconsistent with new directions in the Comp Plan 

 To incorporate plans adopted by Council since the last TSP Update  

 To support BPS Task 5 zoning projects  

 To address PSC recommended amendments 
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Stage One  

Stage One was a part of the Comp Plan update, as outlined in Task 4 of the Periodic Review work 
plan. The plan will guide land use and transportation planning for Portland for the next 20 years. It 
includes new transportation goals and policies, other policies that relate to transportation, major 
city projects and program lists, and a financial plan. This component of the TSP update was prepared 
with the Comp Plan update with the Bureau of Planning and Sustainability. The Planning and 
Sustainability Commission (PSC) recommended approval in July 2015. City Council adopted the 2035 
Comprehensive Plan on June 15, 2016. 
 

 Adopted 2035 Comprehensive Plan: 
https://www.portlandoregon.gov/bps/2035-comp-plan.pdf 

 2035 Comprehensive Plan List of Significant Projects: 
https://www.portlandoregon.gov/bps/article/579140 

 
 
Stage Two  
Stage Two is also a part of the Comp Plan Update, as outlined in Task 5 of the Periodic Review 

work plan. Tasks in this stage of the TSP Update include modifying TSP objectives that are 

inconsistent with the proposed Comp Plan update, incorporating street classification changes, 

addressing performance measures, and additional or modified city code to implement the 

Comp Plan. The full list of Stage Two components is described below. 

PSC Public Hearings on Stage Two 

The Transportation System Plan (TSP) Stage 2 Proposed Draft was published on December 18, 

2015. PSC had a briefing on February 9 and two public hearings (March 8 and March 22). Public 

testimony closed Friday, March 25, 2016.   

On April 12, the PSC voted unanimously to recommend that City Council amend the City of 

Portland Transportation System Plan (TSP) as shown in the Proposed Draft of the TSP Update, 

Stage 2, Sections 1-13 and as amended that day. On June 14, the PSC voted to give conceptual 

approval to Section 16, Street Vacation Code as amended and had consensus on a letter of 

support for new Title 17.107 code language for Transportation & Parking Demand 

Management.  

Stage Three 

Stage Three is not part of the Comp Plan Update. Upon completion of the ‘Task 5’ work, one 
final stage of the TSP update process will occur to update remaining sections of the TSP. Tasks 
identified for the next stage include addressing district-/geographic-specific guidance, 
incorporating other Council-adopted plans and ensuring full compliance with the Regional 
Transportation Plan. 
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Modal Plan Incorporation  

The Pedestrian Master Plan was incorporated into the TSP in 2002. The Freight Master Plan was 
incorporated in 2007. Now the Bicycle Plan for 2030 (adopted in 2010) is being incorporated 
into the TSP as part of this Stage 2 update. Bicycle classifications descriptions were changed and 
a new classification added. Additional objectives related to bicycles have been added. In 
addition, Bicycle Classification Maps updated to reflect the changes. A large number of bike 
projects were added to the Major Citywide Project and Programs List as a part of Stage One.  

Why is this important? 

The TSP is a part of the Comp Plan and also an implementation tool of the Comp Plan. This 

update amends portions of the TSP in order to be in alignment with the Comp Plan and 

incorporates previously adopted plans since the last update in 2007.  

How to use this document 

The full 2007 Adopted TSP is three volumes thick. Out of 80 sections in Volume 1 of the full TSP, 

just a select number are included in this document because only certain sections include 

proposed updates at this stage. This document is divided into sixteen sections, one for each of 

the sections that has proposed amendments.  

Each section contains alternating pages of staff commentary and proposed TSP amendments. 

Recommended TSP amendments are shown in track changes, meaning the proposed PSC 

Recommended Amendment pages show original TSP content and anything added or removed. 

Anything underlined is something that has been added, any strikethrough or crossed-out 

content is proposed for deletion. In some places original content has been crossed-out, though 

alternative content has been added in its place. Please refer to the commentary pages for more 

information about the proposed changes.  

The letters and numbers in parentheses in the section descriptions refer to the 2007 TSP 

Chapters and Maps. A link to the 2007 TSP in on the project website.  
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Section 1. Transportation System Plan (TSP) Introduction  

This section updated to reflect the 2035 Comp Plan, Climate Action Plan, the Portland Plan, and 

the 2014 RTP updates. 

 

Section 2. Revised TSP Objectives  

Changes to TSP objectives are proposed in this section to provide consistency with the 2035 

Comp Plan and to incorporate recommendations from plans adopted by Council since 2007. 

 

Section 3. Community Involvement Objectives  

Policies and objectives are updated and revised to reflect changes in the Comp Plan in 

Chapter 2: Public Involvement, Chapter 8: Public Facilities and Chapter 9: Transportation 

related to Public Involvement and Coordination. 

 

Section 4. Bicycle Classification Descriptions and Other Bicycle Objectives  

Section 5. Bicycle Classification Maps (Formerly TSP Maps 6.35-6.41) 

Bicycle Classification Descriptions and Maps as well bicycle objectives updated to reflect the 

adopted Portland Bicycle Plan for 2030 (Resolution No. 36763) and subsequent adopted plans. 

 

Section 6. Street Design Classification Descriptions  

Section 7. Street Design Classification Maps (Formerly TSP Maps 6.35-6.41) 

Street Design Classification Descriptions updated and revised to incorporate Civic Corridors, 

Neighborhood Corridors and City Greenways. Other language updated to reflect comp plan 

policies related to parking, to better reflect current guidelines and better differentiate between 

the classifications. 

 

Section 8. South Waterfront & Water Avenue Area Classification Maps 

The TSP Classification Maps updated to reflect street classification changes in the South 

Waterfront area as well as in the Water Ave and Clinton-to-the-River area in the Central 

Eastside as adopted in March 2012 (Ordinance No. 185208).  

 

Section 9. Master Street Plan Descriptions and Maps (TSP Chapter 11) 

The Gateway, South Waterfront and Outer Southeast Master Street Plans updated to reflect 

adopted plans. Cully, Outer Powell and Division-Midway local street plans added to the Outer 

Southeast Master Street Plan. 
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Section 10. Performance Measures  

Review the measures identified in the Periodic Review order, specifically the ‘level of service’ 

standard and ‘mode share’ targets contained in the 2007 TSP Policy 11.13 and 2007 TSP 

Chapter 15: System Performance. 

 

Section 11. Glossary of Transportation Terms 

The glossary was updated to reflect new terms and ensure alignment with the Comp Plan 

update and the 2014 RTP.   

 

Section 12. Refinement Plans and Studies (TSP Chapter 4) 

This section updated to reflect completed studies, updated descriptions for remaining plans, to 

reflect the 2014 RTP mobility corridors and add new studies identified through the Comp Plan 

process. 

 

Section 13. Area Studies (TSP Chapter 12) 

This section will be deleted. Completed area plans from the 2007 TSP and subsequent area 

plans are located on PBOT’s website and a map of the area plans will be created. 

 

Section 14. Transportation Demand Management (TDM) Code (Title 17) 

This section expands TDM standards for new development to reduce traffic and parking 

impacts on neighbors by increasing walking, bicycling, and transit use by residents and 

employees. 

 

Section 15. Parking Code – Commercial Parking in Mixed Use Zones  

The Bureau of Planning and Sustainability is re-writing the Commercial Zoning Section of Title 

33 (33.130) as part of the Mixed-use Zoning Project. The draft code language provides 

allowances for Commercial Parking. 

 

Section 16. Street Vacation Code (Title 17) 

Proposed amendments to Title 17.84 will create approval criteria for street vacations. They are 

intended to provide the City Council with a basis for rendering decisions on street vacations 

that is similar to the former Comprehensive Plan Policy 6.21 ROW Opportunities.  
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II: Relationship to Comp Plan 2035 
 
Early implementation project of the Comprehensive Plan 
This stage of the TSP update is one of the early implementation projects of the Comprehensive 
Plan Update. These projects are tasks that cities need to complete as part of a 20-year 
comprehensive plan update (also called “periodic review”) under Oregon’s statewide planning 
program. Among these tasks are to update street classifications, objectives, performance 
measures, transportation demand management, and update maps and policies to reflect and 
help implement the Recommended 2035 Comp Plan. These changes are the focus of this stage 
and update.   
 

Comprehensive Plan Guiding Principals 
 

The Comprehensive Plan sets five Guiding Principles, which encourage balanced, integrated 
multi-disciplinary approach in plans and investments that must comply with the Comp Plan. 
The TSP Update Project is consistent with the Guiding Principles because it supports an 
integrated approach to land use and transportation planning for the projected growth in 
population and jobs in Portland over the next 20 years.    
 
Economic prosperity Support a low-carbon economy and foster employment growth, quality 
education and training, competitiveness, and equitably-distributed household prosperity. 
 
Human health Avoid or minimize negative health impacts and improve opportunities for 
Portlanders to lead healthy, active lives. 
 
Environmental health Weave nature into the city and foster a healthy environment that 
sustains people, neighborhoods, and wildlife. Recognize the intrinsic value of nature and 
sustain the ecosystem services of Portland’s air, water, and land. 
 
Equity Promote equity and environmental justice by reducing disparities, minimizing burdens, 
extending community benefits, increasing the amount of affordable housing, affirmatively 
furthering fair housing, proactively fighting displacement, and improving socio-economic 
opportunities for under-served and under-represented populations. Intentionally engage 
under-served and under-represented populations in decisions that affect them. Specifically 
recognize, address, and prevent repetition of the injustices suffered by communities of color 
throughout Portland’s history. 
 
Resilience Reduce risk and improve the ability of individuals, communities, economic systems, 
and the natural and built environments to withstand, recover from, and adapt to changes from 
natural hazards, human-made disasters, climate change, and economic shifts. 
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Comprehensive Plan Policies  
 
This update to the TSP implements a number of policy directions from the Recommended 
Comp Plan.  
 
Chapter 9: Transportation  
The 2007 TSP along with the proposed amendments as part of Stage Two generally implements 
all of Chapter 9: Transportation. Several policies are highlighted because the policies led to 
specific amendments for this stage.  
 
Policy 9.1 Street design classifications. Maintain and implement street design 

classifications consistent with land use plans, environmental context, urban 
design pattern areas, and the Neighborhood Corridor and Civic Corridor Urban 
Design Framework designations.  

Policy 9.2 Street policy classifications. Maintain and implement street policy classifications 
for pedestrian, bicycle, transit, freight, emergency vehicle, and automotive 
movement, while considering access for all modes, connectivity, adjacent 
planned land uses, and state and regional requirements.  
 
9.2.c. Designate district classifications that give priority to bicycle access and 
mobility in areas where high levels of bicycle activity exist or are planned, 
including Downtown, the River District, Lloyd District, Gateway Regional Center, 
town centers, neighborhood centers, and transit station areas. 

Policy 9.4  Use of classifications. Plan, develop, implement, and manage the transportation 
system in accordance with street design and policy classifications outlined in the 
Transportation System Plan. 

All three of these policies led to amendments to Street Design Classification Descriptions. 
Policy 9.2.c supported modifications to the Bicycle Classification Map to add Bicycle Districts 
per the adopted Bicycle Plan for 2030.  
 
Policy 9.11  Land use and transportation coordination. Implement the Comprehensive Plan 

Map and the Urban Design Framework though coordinated long-range 
transportation and land use planning. Ensure that street policy and design 
classifications and land uses complement one another. 

This policy led to amendments to Street Design Classification Descriptions.   
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Policy 9.21 Accessible bicycle system. Create a bicycle transportation system that is safe, 
comfortable, and accessible to people of all ages and abilities. 

This policy led to bicycle classification description changes, a new classification, additional 
classifications on the bike map to also implement the Bicycle Plan for 2030. 
 
Policy 9.47 Connectivity. Establish an interconnected, multimodal transportation system to 

serve centers and other significant locations. Promote a logical, direct, and 
connected street system through street spacing guidelines and district-specific 
street plans found in the Transportation System Plan, and prioritize access to 
specific places by certain modes in accordance with  
policies 9.6 and 9.7. 

A number of Master Street Plans were approved since the 2007 TSP update and incorporating 
the changes in this stage continues to meet the connectivity policy.  
 
Policy 9.49 Performance measures. Establish multimodal performance measures and 

measures of system completeness to evaluate and monitor the adequacy of 
transportation services based on performance measures in goals 9.A. through 
9.I. Use these measures to evaluate overall system performance, inform corridor 
and area-specific plans and investments, identify project and program needs, 
evaluate and prioritize investments, and regulate development, institutional 
campus growth, zone changes, Comprehensive Plan Map amendments, and 
conditional uses.  

New performance measures proposed to meet this policy.  

Transportation Demand Management 

Providing residents and employees information and incentives to walk, bicycle, use transit, and 
otherwise reduce the need to own and use private vehicles can be one of the quickest, least 
expensive, and most effective strategies to achieve City goals and to prevent traffic and parking 
impacts. Transportation and parking demand management (TDM) programs can cost-effectively 
increase the modal share of walking, bicycling, and shared vehicle trips. 

Policy 9.52 Outreach. Create and maintain TDM outreach programs that work with 
Transportation Management Associations (TMA), residents, employers, and 
employees that increase the modal share of walking, bicycling, and shared 
vehicle trips while reducing private vehicle ownership, parking demand, and 
drive-alone trips, especially during peak periods. 

Policy 9.53 New development. Create and maintain TDM regulations and services that 
prevent and reduce traffic and parking impacts from new development and 
redevelopment. Encourage coordinated area-wide delivery of TDM programs. 
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Monitor and improve the performance of private-sector  
TDM programs. 

Policy 9.54 Projects and programs. Integrate TDM information into transportation project 
and program development and implementation to increase use of new 
multimodal transportation projects and services.  

New TDM code in Title 17 proposed to meet this policy.  
 
Policy 9.55 Curb Zone. Recognize that the Curb Zone is a public space, a physical and spatial 

asset that has value and cost. Evaluate whether, when, and where parking is the 
highest and best use of this public space in support of broad City policy goals and 
local land use context. Establish thresholds to utilize parking management and 
pricing tools in areas with high parking demand to ensure adequate on-street 
parking supply during peak periods. 

Curb zone language in this policy led to modifying Street Design Classification Definitions to 
reflect curb zone rather than on-street parking.  
 
Chapter 8: Public Facilities  
Components of Chapter 8: Public Facilities have also led to changes in the TSP especially as the 
policies relate to rights-of way, street vacations, funding and coordination. Several policies are 
highlighted because the policies led to specific amendments for this stage.  
 
Policy 8.47 Flexible design. Allow flexibility in right-of-way design and development 

standards to appropriately reflect the pattern area and other relevant physical, 
community, and environmental contexts and local needs. 

Delete objectives that require improvements be the same regardless of Pattern Area. .  
 
Policy 8.48 Corridors and City Greenways. Ensure public facilities located along Civic 

Corridors, Neighborhood Corridors, and City Greenways support the multiple 
objectives established for these corridors.  

New Street Design Classifications descriptions are proposed and updates to Street Design 
Classification maps.  
 
Policy 8.51 Right-of-way vacations. Maintain rights-of-way if there is an established existing 

or future need for them, such as for transportation facilities or for other public 
functions established in policies 8.40 to 8.46.  

 
New code language in Title 17 to replace old policies support this new policy and parallel 
construction to previous Comp Plan Policy 6.21.  
 
  

Ord. 188177, Vol. 1.1.F, page 661



December 5, 2016 Transportation System Plan Update: As Amended   18 

Chapter 3: Design and Development  
The Centers and Corridor policies were incorporated into Street Design Classifications; while 
pattern area policy is reflected in a number of locations. Several policies are highlighted 
because the policies led to specific amendments for this stage.  
 
Civic Corridors 
 
Policy 3.49 Integrated land use and mobility. Enhance Civic Corridors as distinctive places 

that are models of ecological urban design, with transit-supportive densities of 
housing and employment, prominent street trees and other green features, and 
high-quality transit service and pedestrian and  
bicycle facilities. 

Policy 3.50 Design great places. Improve public streets and sidewalks along Civic Corridors 
to support the vitality of business districts, create distinctive places, provide a 
safe, healthy, and attractive pedestrian environment, and contribute to quality 
living environments for residents. 

Policy 3.51 Mobility corridors. Improve Civic Corridors as key mobility corridors of citywide 
importance that accommodate all modes of transportation within their right-of-
way or on nearby parallel routes. 

Policy 3.52 Freight. Maintain freight mobility and access on Civic Corridors that are also 
Major or Priority Truck Streets. 

A Civic Corridor Street Design Classification Description was added and other Street Design 
Classification Descriptions modified to reflect these policies.   
 
Policy 3.53 Neighborhood Corridors. Enhance Neighborhood Corridors as important places 

that support vibrant neighborhood business districts with quality multi-family 
housing, while providing transportation connections that  
link neighborhoods. 

A Neighborhood Corridor Street Design Classification Description was added and other Street 
Design Classification Descriptions modified to reflect these policies.  
 
City Greenways 
Policy 3.61 Connections. Create a network of distinctive and attractive City Greenways that 

link centers, parks, schools, rivers, natural areas, and other key community 
destinations. 

Policy 3.62 Integrated system. Create an integrated City Greenways system that includes 
regional trails through natural areas and along Portland’s rivers, connected to 
neighborhood greenways, and heritage parkways. 
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Policy 3.63 Multiple benefits. Design City Greenways that provide multiple benefits that 
contribute to Portland’s pedestrian, bicycle, green infrastructure, and parks and 
open space systems. 

Policy 3.64 Design. Use design options such as distinctive street design, motor vehicle 
diversion, landscaping, tree plantings, scenic views, and other appropriate design 
options, to create City Greenways that extend the experience of open spaces 
and nature into neighborhoods, while improving stormwater management and 
calming traffic. 

A City Greenway Street Design Classification Description was added and other Street Design 
Classification Descriptions modified to reflect these policies. Modify objective related to 
diversion to implement Policy 3.64. 

Pattern Areas 

Portland has five distinct Pattern Areas. The development patterns and characteristics of these 
areas are influenced by the natural landscape and how and when these parts of the city were 
developed. 

1. Rivers 
2. Central City 
3. Inner Neighborhoods 
4. Western Neighborhoods 
5. Eastern Neighborhoods 

 
Each Pattern Area has unique physical, social, cultural, and environmental qualities that 
differentiate them and create their sense of place. To maintain and enhance the positive 
qualities and sense of place in each pattern area, it is desirable to have policies and regulations 
that respond to each area’s unique natural and built assets.  

Delete and/or modify objectives that require improvements be the same regardless of Pattern 
Area. (Note: Stage three update will include updates and modifications to geographic specific 
areas to also refer and address Pattern Areas.) 
 
Chapter 2: Community Involvement 
General policy direction that led to changes to TSP public involvement policies and objectives.  
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III: Public Involvement and Stakeholder involvement  

 
What have we heard leading up to this project? 

 

Portland Plan  

During the Portland Plan process we heard a lot about flexible design, equity, mode share 

targets and the transportation hierarchy. These issues and direction were incorporated into 

Comp Plan policies.  

 

Comprehensive Plan Policy 

While developing the Working Draft for the Comprehensive Plan Policy Update, we heard the 
need for flexible standards, re-establishing connectivity to the natural environment and built 
environment, a decision-making matrix with built-in priorities for managing conflicting policies 
and goals, and integrating a historical retrospective.  We heard that centers should be priority 
areas for investment to improve access; a new and more sophisticated approach to parking is 
needed that includes multiple strategies including management, pricing, incentives and 
technology; and corridors are not just connections between centers, but serve many objectives 
– economic, recreational, social and ecological.  We also heard the following themes: 

 Green hierarchy (now Transportation Strategy) – Avoiding exclusivity among modes, 
defining in detail how it will be applied, and recognizing that its application will be 
different in different areas.  

• Freight – Recognizing the distinction between freight and movement of goods and 
avoiding creating conflicts with freight in applying a green hierarchy. 

• Alternative mobility standards -- Before advancing the concept, expanding and clarifying 
measures and defining how system development charges (SDCs) would be allocated 
among modes. 

• Equity -- Recognizing that the design of networks needs to be flexible to respond to 
differing needs among geographic areas, that avoiding gentrification needs to be 
considered when investing in infrastructure, and that investments should be focused on 
underserved areas. 

A recurring theme we heard is that accommodating all transportation modes is critical in 

meeting the City’s economic development goals and that a process is needed to resolve 

conflicts among modes, especially in the context of a Green Hierarchy (now Transportation 

Strategy). Another theme we heard is that not all roads need to serve all modes. Given the 

limitations to expansion of the existing transportation system, managing and maintaining that 

system was the highest transportation system priority we heard from our stakeholder 

involvement.  
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Comprehensive Plan Projects and Programs 

PBOT received over 500 comments related to City-wide Projects and Programs. A majority were 

related to specific projects. Working with the community, a number of projects were re-scoped 

make them more competitive, while others moved up or down the financially constrained list. 

Ten City-wide programs were added; with three added due to public comment.  

 

Transportation Expert Group  

The Transportation Expert group was formed from the former Transportation and Access Policy 
Expert Group from the earlier Task 4 policy work. New members were recruited. The TEG has 
been meeting since January 2014 and will conclude as a formal group in December 2015. The 
group met monthly to work through issues and concerns, as well as took informational tours 
and received updates from other City-wide transportation policy projects, such as parking. 
Agendas, a roster of members, meeting notes and materials from these meetings are available 
on the project webpage at https://www.portlandoregon.gov/transportation/63715. 
 

TEG input helped shape the evaluation criteria and led to establishment of a programmatic 

category to target funds to smaller projects.  The TEG has also advised on how best to present 

succinct but comprehensive information to the public about the TSP.  Among its suggestions, 

the TEG noted that the relationship of the TSP and other transportation-related projects (e.g., 

2035 Comprehensive Plan, Our Streets, Two-Year Action Plan, TriMet service enhancements) 

needs to be better explained.  It is also critical to explain that City transportation projects are 

part of a larger transportation system influenced and controlled by Metro, ODOT, and others.    

The TEG has also reviewed policy changes to the 2035 Comprehensive Plan and provided 

suggestions about the Bureau of Planning & Sustainability’s process for soliciting and 

responding to input.  TEG members had numerous comments on draft transportation policies 

which will be forwarded to the Planning and Sustainability Commission. Concerns with an initial 

draft transportation hierarchy are being considered in revisions to the initial proposal. As with 

the PEG, TEG members participated in an exercise designed to foster the application of equity 

considerations to TSP development.   

 

Public Involvement Activities in this project  

Along with the TEG, thirty-five outreach activities are planned for fall 2015 including the district 

collations, other Task 5 public events, City modal committees, and interested groups and 

organizations. A list of public outreach and engagement events can be found on the project 

website at https://www.portlandoregon.gov/transportation/article/546394.  
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PSC Public Hearings 

The Transportation System Plan (TSP) Stage 2 Proposed Draft was published on December 18, 

2015. PSC had a briefing on February 9 and two public hearings (March 8 and March 22). Public 

testimony closed Friday, March 25, 2016.  

PBOT staff reviewed nearly 200 pieces of written testimony submitted to the PSC, over 100 
bicycle classification testimonies submitted through the MapApp, and oral testimony from the 
PSC public hearings on March 8 and March 22, 2016.  
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 This is the first revision of the introduction to the TSP since 2002.  

 The new introduction reflects the recommended Comp Plan, Climate Action Plan, the Portland 
Plan, and the 2014 RTP updates.  

 The previous version included an outline and summary of the document. The document will not 
be in the same order or chapter number in the next stages of development. Staff will add that 
type of information in 2016 once a full updated TSP is complete.  

 Irrelevant or old information has been deleted and there are edits to some of the language.  
 Assume the language will change over time and over the life of the updates, with final language 

in 2016, especially as it relates to the Regional Transportation Plan and the region as part of the 
Stage 3 update.  

 All maps and graphics in the TSP are under review.  New graphic design standards will be 
developed for the TSP and will be applied to all maps and graphics in a future stage of the TSP 
Update. 
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Introduction  
 
Portland is projected to add 140,000 new jobs and 260,000 new residents over the next 20 
years.  As Portland and the region grow, however, there is a continuing challenge to maintain 
the natural environment, economic prosperity, and overall quality of life. If in 2035 the 
percentage of people who drive alone to work remains the same as it is now (nearly 60 percent), 
traffic, carbon emissions climate pollution, and household spending on vehicles and fuel will all 
worsen significantly. In order to accommodate this growth, our transportation system must 
provide Portlanders safer and more convenient ways to walk, bike, and take transit for more 
trips. The 2035 Transportation System Plan guides investments to maintain and improve the 
livability of Portland by: 

 saving lives and reducing injuries to all people using our transportation system  

 limiting traffic congestion so transit and freight vehicles can move more reliably 

 reducing , carbon emissions climate pollution and promoting healthy lifestyles 

 keeping more money in the local economy, as we spend less on vehicles and fuel 

 creating great places 
 
Portland is a vibrant and healthy city. As Portland and the region grow, however, there is a 
continuing challenge to maintain the natural environment, economic prosperity, and overall 
quality of life.  
 
The Transportation System Plan is the 20-year plan to guide transportation policies and 
investments in Portland. The TSP meets state and regional planning requirements and 
addresses local transportation needs. Transportation planning that promotes active 
transportation modes is essential to preserving the City’s ‘user-friendly’ character livability and 
for the protection of the natural environment Constructing significant amounts of new 
automobile capacity to accommodate growth is not the answer a desirable option because of the 
enormous costs and impacts. Adding more streets and parking lots divides neighborhoods, uses 
valuable land, encourages urban sprawl, and has negative environmental impacts. Alternative 
approaches, supporting a safer, more affordable and more complete multimodal transportation 
network must be used to ensure integrated, comprehensive solutions. The first TSP was adopted 
by Council in 2002 (Ordinance 177028).  
 
The TSP Transportation System Plan helps implement the City’s 2035 Comprehensive Plan in 
addition to the region’s 2040 Growth Concept by supporting a transportation system that makes 
it more convenient for people to walk, bicycle, use transit, and drive less to meet their daily 
needs. The TSP also recognizes that the transportation system must help grow and sustain the 
City’s economic health by accommodating the needs of businesses and supporting Portland’s 
role in the international economy. The TSP meets State and regional planning requirements and 
addresses local transportation needs for cost-effective road, transit, freight, bicycle, and 
pedestrian improvements.  
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Elements of the Transportation System Plan (TSP) 
 
Graphic:  Relationship of the TSP to other plans 
 
Additional Comp Plan policies in the TSP Document: After the Comp Plan has been adopted and 
the TSP reformatted, it is anticipated that Comp Plan policies will be physically located in the 
TSP document with relevant sub policies and objectives added. This will be refined in Stage 3 of 
the TSP update.   
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The 2035 TSP includes: 
● Goals and policies that guide the maintenance, development and implementation of 

Portland’s transportation system 
● Objectives that further  the implementation of the goals and policies  
● A list of projects and City wide programs along with a financial plan that will 

accommodate 20 years of population and employment growth 
● Master street plans and modal plans 
● Strategies and regulations for implementation, including street classifications 

 
Elements of the TSP 
The goals and policies, street classification descriptions and maps, the financial plan and the 
master street plan maps in the TSP are adopted as part of the Comprehensive Plan. The TSP will 
be adopted concurrently with the Comprehensive Plan, but published under a separate cover.  
 
The current TSP update (Stage 2) is only updating certain components of the TSP in order to 
incorporate, reflect and implement the 2035 Comprehensive Plan update as well as reflect plans 
adopted since the 2007 TSP update.  
 
For ease of use and transparency, transportation related policies from the 2035 Comprehensive 
Plan (2015) in Chapter 9 (Transportation), Chapter 3 (Urban Design), Chapter 4 (Development) 
and Chapter 8 (Public Facilities) are included in the Reference Section (Appendix A). The TSP 
also includes additional sub-policies, geographic -specific policies, and objectives. 
 
The TSP is both an implementation tool and a supporting document to the Comprehensive Plan. 
It contains the transportation element of the City’s Public Facilities Plan, and the List of 
Significant Projects and Citywide Programs. The TSP also provides more detail than the 
Comprehensive Plan by including additional supporting information about transportation 
system conditions. 
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Transportation System Plan updates 
 
Regulatory Framework 
  

State of Oregon goals, policies and regulations 
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Transportation System Plan Updates 
 
In order to keep the TSP current and up-to-date with recent transportation planning and 
development activities, it is updated at regular intervals. The first two updates were not 
intended to include new policy initiatives. They were primarily technical in nature and included 
corrections, updates to project descriptions, updates on studies, and inclusion of new master 
street plans adopted as a part of planning efforts. 
 
The first update was completed and adopted by City Council on October 13, 2004 (effective date, 
November 12, 2004; Ordinance Nos. 178815 and 178826).  
 
The second update was completed and adopted by City Council on April 5, 2007 (effective date, 
May 5, 2007; Ordinance No 180871). While primarily technical in nature, this update also 
included new policy language to implement the City’s Green Street Policy.   
 
The Stage 2 update is a part of the City’s Comprehensive Plan update and changes were made to 
implement the Comp Plan, as well as reflect adopted plans and classification changes since the 
last update in 2007. The Stage 3 of the update (2016) will incorporate regional information, 
update geographic policies and objectives, additional street classification changes, modal plans, 
other changes as identified, and reformat the document.   
 

 

REGULATORY FRAMEWORK  

 
The TSP addresses and complies with a number of State and regional goals, policies, and 
regulations, as summarized below.  
 

State of Oregon 

 

Statewide Planning Goals 
 
Oregon has 19 goals that provide a foundation for the State’s land use planning program. The 
TSP must comply with all applicable State goals. The two goals directly applicable to the TSP are 
Goal 11: Public Facilities Plan and Goal 12: Transportation.  
 

Transportation Planning Rule  
 
The Transportation Planning Rule (TPR) implements statewide planning Goal 12: 
Transportation. The TPR requires State, regional, and local jurisdictions to develop 
Transportation System Plans (TSPs) that comply with TPR provisions. These provisions include 
reducing vehicle miles traveled (VMT) per capita by 10 percent over the next 20 years, reducing 
parking spaces per capita, and improving opportunities for alternatives to the automobile.  
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Regulatory Framework (cont.) 
  

Regional – Metro goals, policies and regulations 
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Oregon Transportation Plan  
 
The Oregon Transportation Plan (OTP) serves as the State’s TSP. Regional and local TSPs must 
be consistent with the OTP.  
  

Regional Metro  
 

Regional Transportation Plan 
 
First adopted by Metro in 1983, on August 10with latest update in 2014, the Regional 
Transportation Plan (RTP) serves as the regional TSP. As such, the RTP: 
 

● Is consistent with the requirements of the State TPR and OTP   

● Implements the 2040 Growth Concept and Regional Framework Plan  
● Serves as the 20-year functional plan for transportation in the region  
● Focuses on streets the regional transportation system of regional significance 

● Includes multimodal functional classifications and street design classifications 

● Includes a list of major system improvements 

● Includes a funding plan 

 

 

Region 2040 Growth Concept 
 
Metro adopted the 2040 Growth Concept as part of the Regional Urban Growth Goals and 
Objectives (RUGGOs) in 1995. The 2040 Growth Concept stated the preferred form of long-term 
regional growth and development, including the urban growth boundary (UGB), density, and 
open space protection. It also designates design types, such as central city, regional center, town 
center, and main street.  
 

Regional Transportation Functional Plan 
 
The Regional Transportation Functional Plan (first adopted in 2010, last updated in 2012; 
Ordinance No 10-1241B)  implements the Goals and Objectives in section 2.3 of the RTP and the 
policies of the RTP, and replaces the regional parking policy of the Urban Growth Management 
Functional Plan (See RTFP Title 4: Regional Parking Management.)  It provides policy basis and 
direction for local TSPs.  The RTFP codifies requirements that local plans must comply with to 
be consistent with the Regional Transportation Plan. Therefore, its requirements are binding on 
cities and counties.  
 
 

Urban Growth Management Functional Plan 
 
Metro adopted the Urban Growth Management Functional Plan (UGMFP) in 1996 and updated 
it 2014 to implement regional goals and objectives adopted by the Metro Council as the Regional 
Growth Goals and Objectives (RUGGO), including the 2040 Growth Concept and the Regional 
Framework Plan. The UGMFP addresses the accommodation of regional population and job 
growth.  Its requirements are binding on cities and counties.  
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Regional Framework Plan 
 
The Regional Framework Plan, adopted in 1997, identifies regional policies to implement the 
2040 Growth Concept, preserving access to nature and building great communities for today 
and the future. The plan was amended in 2005 and 2010, and again in 2014 as part of the 
adoption of the Climate Smart Strategy.  
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Regulatory Framework (cont.) 
  
 City of Portland goals, policies and regulations 
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City of Portland 

 

Comprehensive Plan 
 
Portland’s 2035 Comprehensive Plan guides land use development and public facility 
investment decisions between now and 2035. This guidance is intended to help make Portland 
more prosperous, healthy, equitable and resilient.  
 
The Comprehensive Plan includes five elements that work together to accomplish this goal: 

1. Vision and Guiding Principles 
2. Goals and Policies 
3. Comprehensive Plan Map 
4. List of Significant Projects 
5. Transportation policies, classifications and master street plans  

 
Within the Comprehensive Plan and TSP, there are nine Transportation goals: 

1. Safety 
2. Multiple goals  
3. Great places 
4. Environmentally sustainable 
5. Equitable transportation 
6. Positive health outcomes 
7. Opportunities for prosperity 
8. Cost effectiveness 
9. Airport futures 

 
Transportation related policies from the 2035 Comprehensive Plan (2015) are located in 
Chapter 9 (Transportation), Chapter 3 (Urban Design), Chapter 4 (Development) and Chapter 8 
(Public Facilities). The TSP also includes additional sub-policies and geographic -specific 
policies and objectives. 
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Regulatory Framework (cont.) 
  
 City of Portland goals, policies and regulations 
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Chapter 9 policies are grouped in these subject areas:   
 

 Designing and planning 

 Land use, development, and placemaking 

 Streets as public spaces 

 Modal Policies 

 Airport Futures 

 System Management 

 Transportation Demand Management 

 Parking Management 

 Finance, Programs and Coordination 
 
 
Chapter 8: Public Facilities 

 Funding 

 Public Benefits 

 Public Rights of Way 

 Trails  

 Stormwater systems  
 
Chapter 3: Urban Form 

 Citywide design and development 

 Centers 

 Corridors 

 Transit Station Areas 

 City Greenways 

 Employment areas 

 Pattern Areas 
 
Chapter 4: Development 

 Design and Development of centers and corridors 

 Designing with nature 
 
Portland Bureau of Transportation also using Comprehensive Plan Chapter 2: Community 
Involvement for its public involvement policies.  
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Regulatory Framework (cont.) 
  
 City of Portland goals, policies and regulations 
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Chapter 2 has seven goals and 41 policies.  
 
Goals 

 Community Involvement as a Partnership 

 Social Justice and Equity 

 Value Community Wisdom and Participation 

 Transparency and Accountability 

 Meaningful Participation 

 Accessible and Effective Participation 

 Strong Civic Infrastructure  
 
 
 
Chapter 2 policies are grouped in these major areas:  

 Partners in decision making 

 Environmental justice 

 Invest in education and training 

 Community assessment 

 Transparency and accountability 

 Community involvement program 

 Process design and evaluation 

 Information design and development  
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SEVEN OUTCOMES 
 
Working with our partners at Metro, Bureau of Planning and Sustainability, and the Oregon 
Department of Transportation, with direction from the Portland Plan (2012), the Climate Action 
Plan (2010), Health Equity & the Transportation System Plan Report (2012), and from the 
Comprehensive Plan Update, PBOT staff developed an outcomes based approach to the TSP.  
 
These seven outcomes directed policy choices as well as informed the development of criteria for 
selecting and prioritizing TSP Projects and Programs. The Transportation System 
Improvements Chapter contains details on the citywide project and programs process and 
evaluation.  
 
 
These seven outcomes are:  

1. Improve access to daily needs, such as jobs, schools, grocery stores, and health care 
2. Reduce/eliminate transportation fatalities and injuries 
3. Improve health by increasing walking and bicycling  
4. Increase economic benefits, such as access to family wage jobs and freight access 
5. Ensure disadvantaged communities benefit as much or more than non-

disadvantaged communities 
6. Reduce global warming pollution from transportation 
7. Prioritize the most cost-effective projects 
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This section contains proposed changes to Objectives in the Transportation System Plan (TSP) 
to provide consistency with the new proposed Comprehensive Plan. The former 2007 TSP 
reference numbers are noted (in parenthesis in this chapter) to clarify which Objectives are 
proposed for amendment. Amendments are proposed for the following reasons: 

 To provide consistency with Comp Plan direction:  
o Remove Objectives that are redundant with 2035 Comp Plan policies 
o Remove Objectives that are inconsistent with 2035 Comp Plan policies 
o Allowing diversion as a City Greenway design option  
o Referencing Comp Plan Centers & Corridors in place of 2040 Growth Areas 

 To update bureau name to Portland Bureau of Transportation 

 To update the list of guidelines used in development and design of street projects 

 To address PSC recommended amendments 
 
Formerly adopted TSP Objectives not identified in the “Amendments to the TSP” Chapter IV 
of this Recommended Draft will be retained and are included in Chapter VI (Reference 
Section: Transportation Policies). Additional changes to Objectives are proposed in other 
Sections of this report. 
 
Traffic Calming  

 (Formerly TSP Objective 6.13 B) Objective elevated to policy and replaced by new Comp 
Plan Policy 9.45. Delete. 

 9.21. C. (Formerly TSP Objective 6.13.D) PBOT has implemented new street designs to 
prioritize pedestrians and bicycle traffic, including neighborhood greenways, shared 
roadways and pathways, and traffic calming is often needed to maintain traffic volumes 
and speeds below established thresholds. The change allows diversion from local traffic 
streets as long as measures are taken to ensure resulting traffic volumes on nearby local 
streets are acceptable. This provides consistency with Comp Plan direction allowing 
“motor vehicle diversion” as a City Greenway design option.   

 9.21.E (Formerly TSP Objective 6.13.F) Reference Centers and Corridors and include 
“safe” and comfortable 

 
Pedestrian Transportation  

 (Formerly TSP Objective 6.22 A) Objective elevated to policy and replaced by new Comp 
Plan Policy 9.16. Delete. 

 9.10. A. (Formerly TSP Objective 6.22 B) Reference Centers and Corridors  
 
Congestion Pricing  

 (Formerly Objective 6.34 C) Objective elevated to policy and replaced by new Comp Plan 
Policy 9.50. Delete. 

 
Environmental Sustainability in Transportation  

 8.2. A. (Formerly Objective 11.8 A) Bureau name change to Portland Bureau of 
Transportation 
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TSP OBJECTIVES  
 
Objective 9.21 Traffic Calming 

 (Formerly TSP Objective 6.13 B) Use a combination of enforcement, engineering, and 
education efforts to calm vehicle traffic. 

 
9.21.c. Implement measures on Local Service Traffic Streets that do not significantly divert 

traffic to other streets of the same classification, except when needed to give priority to 
pedestrians and/or bicycle traffic. 

 
9.21.e. Reduce traffic speeds through enforcement and design in high density 2040 Growth 
Concept areas, including main streets and Centers and Corridors, to levels that are safe and 
comfortable for bicyclists and pedestrians. 
  
Objective 9.10 Pedestrian Transportation  

 (Formerly TSP Objective 6.22.A) Promote walking as the mode of choice for short trips 
by giving priority to the completion of the pedestrian network that serves Pedestrian 
Districts, schools, neighborhood shopping, and parks.  
 

9.10.a Support walking to transit by giving priority to the completion of the pedestrian network 
that serves Comp Plan Centers and Corridors, transit centers, stations, and stops; providing 
adequate spacing and quality of crossing opportunities at transit stops; and planning and 
designing pedestrian improvements that allow adequate space for transit stop facilities. 

 
Objective 9.27 Congestion Pricing  

 (Formerly Objective 6.34.C)Support experiments in equitable and efficient pricing of 
new motor vehicle transportation facilities. 

 
Objective 8.23 Environmental Sustainability in Transportation  
8.2.a. Integrate best management practices into all aspects of the Portland Office Bureau of                

Transportation activities. 
 

Objective 9.35 Project Selection  

 (Formerly Objective 11.9.A) Promote a compact urban form by supporting development 
in high-priority 2040 Growth Concept areas, including facilities and improvements that 
support mixed-use, pedestrian-friendly development and increase walking, bicycling, 
and transit use. 
 

9.33.c. Provide and improve access to, between and within activity Comp Plan Centers and 
Corridors and develop safe routes to schools. 
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Project Selection (commentary page cont.) 

 9.33 A. (Formerly Objective 11.9 A) Objective elevated to policy and replaced by new
Comp Plan Policy 9.10

 9.33 C. (Formerly Objective 11.9 D) Reference Centers and Corridors

Street Design and Right-of-Way Improvements (Objective 11.10.E & G) 

 8.1.E. (Formerly TSP Objective 11.10 E) Update name of truck street design guide and
add new design guidelines. The Stormwater Management Manual was added to the list
of street design resources as an amendment of the Planning and Sustainability
Commission (PSC).

 (Formerly TSP Objective 11.10 G) Objective 11.10. A, which is inconsistent with Comp
Plan Policy 8.44 to allow flexibility in design and remove a barrier to newly approved
residential street standards. Delete.

Travel Management (Objectives 6.28 F) 

 9.28.F. (Objectives 6.28 F) This Objective was amended by the PSC in response to public
testimony requesting support language for new Comp Plan policies (Recommended
Draft - Policies 9.52 through 9.54) that expands TDM to more than just institutions and
large employers.
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Section 2: TSP Objectives 

Objective 8.1 Street Design and Right-of-Way Improvements  
8.1.e. Use a variety of transportation resources in developing and designing projects for all City 

streets, such as the City of Portland’s Pedestrian Design Guide, Bicycle Master Plan-
Appendix A, NACTO Urban Bikeway Design Guide, NACTO Urban Street Design Guide, 
Portland Parks and Recreation Trail Design Guidelines, Designing for Truck Movements 
and Other Large Vehicles Design Guide for Truck Streets, and City of Portland Green 
Street Policy, Stormwater Management Manual, and Design Guide for Public Street 
Improvements. 

 (Formerly TSP Objective 11.10 G) Include sidewalks on both sides of all new street
improvement projects, except where there are severe topographic or natural resource
constraints or when consistent with the Pedestrian Design Guide.

Objective 9.28 Travel Management 
9.28.f. Require institutions and other large employers new development to participate in 

programs to reduce single-occupant automobile trips. 
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● Formerly TSP Objective 6.1-6.2

● Policies and objectives deleted, modified and updated to reflect Comprehensive Plan
Chapter 2, Chapter 8, and Chapter 9 goals and policies.

● A number of the 2002 objectives were turned into Policies in Chapter 9 and Chapter 8
(9.62; 9.67; 8.49)

● Deleted all Explanation segments for consistency with document.

● Objectives A-R establish new PBOT-focused community involvement objectives.

● Added language to point to BPS Public Involvement Program/Workbook from BPS.

● Need to track the development and adoption of the BPS Public Involvement Workbook
(early 2016).

● Added language from Internal PBOT Public Involvement Policies (est. 2015)

● PBOT’s continued coordination internally to reflect and incorporate feedback on the
Internal Public Involvement Policies from the bureau’s Public Involvement Committee,
plus working with an eminently hired Community Engagement Coordinator, may result
in additional comments or changes to this language.

● Objective 6.1.Q was added from public comments received on the Discussion Draft.

● Staff will, per Discussion Draft comments received, add hyperlinks (including lists of
relevant document subsections) to referenced documents, prior to final publication.

● Language added to emphasize equity and inclusion in our Community Involvement
Objectives by Planning and Sustainability Commission (PSC) amendment.

Commentary 
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Objective 9.1 Community Involvement 

9.1.a. The Portland Bureau of Transportation (PBOT) will provide meaningful opportunities 
for equitable community involvement in shaping the plans, public policy and projects 
that support implementation of the Transportation System Plan. 

9.1.b. Provide and document concerted efforts to engage those with the potential to be 
impacted by the plans, public policies or projects in order to evaluate and mitigate 
disparate burdens, especially for under-served and under-represented communities 
including Limited English Proficient (LEP) communities, communities of color, low-
income populations and those traditionally underserved by transportation services. 

9.1.c. Furnish opportunities for early and ongoing access to balanced information about plans, 
public policy and projects. 

9.1.d. Keep interested parties, and those who may be impacted by particular decisions related 
to plan and project implementation, informed of direct and related engagement 
opportunities. 

9.1.e. Engage and support community members who are traditionally under-represented in 
bureau projects, plans, and processes. 

9.1.f. Provide funding that is adequate to carry out equity driven public involvement best 
practices. 

9.1.g. Foster a culture of equitable public involvement across all divisions within PBOT. 

9.1.h. Ensure PBOT decision-making processes are clear, straightforward, and include 
mechanisms for public accountability, so that the public has the capacity to participate. 

9.1.i. Ensure PBOT public documents are accessible, relevant, and informative. 

9.1.j. Ensure public involvement and outreach practices, materials, and processes are 
culturally relevant. 

9.1.k. Follow International Association for Public Participation (IAP2) Core Values. 

9.1.l. Follow City of Portland Public Involvement Principles. 

9.1.m. Follow Internal PBOT Public Involvement Policies. 

9.1.n. Follow City of Portland Civil Rights Title VI Plan. 

9.1.o. Follow the goals and policies of Chapter 2: Community Involvement of the City’s 
Comprehensive Plan. 

9.1.p. Follow Policy 8.6 Interagency Coordination from Chapter 8: Public Facilities and 
Services of the City’s Comprehensive Plan. 
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Section 3: Community Involvement Objectives 

9.1.q. Refer to the Bureau of Planning and Sustainability Public Engagement Workbook for 
guidance on scoping for potential community impacts, identifying stakeholders, 
determining the right level of engagement, planning a community engagement process, 
tracking engagement, reporting results and evaluating the engagement and process.  

9.1.r. Consider tools and strategies offered by Metro’s Public Engagement Guide in Portland’s 
transportation planning activities. 

9.1.s. Foster consistency in community engagement approaches and implementation across 
the Bureau of Transportation. 

Coordination and Involvement Policies 

Objectives 6.1 Coordination 

A. Coordinate the funding and development of transportation facilities with regional
transportation and land use plans and with public and private investments.

B. Participate in Metro’s processes for allocating and managing transportation funds and
resources to achieve maximum benefit with limited available funds.

C. Involve affected agencies, local governments, special districts, and transportation providers
in updates of the Transportation System Plan (TSP)

D. Pursue opportunities to improve the transportation system, including grants, private/ public
partnerships, and other non-traditional funding mechanisms.

Objectives 6.2 Public Involvement Objectives: 
A. Involve community members who are traditionally under-represented in transportation

planning activities.

B. Give consideration to Metro’s Local Public Involvement Policy for Transportation
Planning in Portland’s transportation planning activities.

Explanation: Metro adopted public involvement guidelines in July 1995 for transportation 
planning. Local jurisdictions must be consistent with these guidelines in developing their 
TSPs and any other projects or programs submitted to Metro for regional funding. The 
guidelines require local plan development to meet minimum standards for public 
involvement before the Metro Council takes action on the plan. 
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This task includes adopting bikeway classifications in the TSP (Formerly TSP Objective 6.7.A-C) 
per the Council adopted Portland Bicycle Plan (PBP) for 2030, adopted in February 2010.  

Objective 9.5. A-C (Formerly TSP Objective 6.7.A-C) 

Objective 9.5.a. Major City Bikeways (New Classification)  
Objective 9.5.b. City Bikeways (Formerly TSP Objective 6.7.A) 

The phrase ‘emphasizing the movement of bicycles’ in the description of city bikeways is 
intended to support a connected bikeway network and bicycle mobility and access on these 
streets in a manner that is appropriate for the adjacent land use setting and is consistent with 
other adopted modal street classifications. 

The classification descriptions for Major City Bikeways and City Bikeways were amended by the 
PSC in response to input from the Oregon Department of Transportation to include “property 
dedication” as an option. 

The language added for Major City Bikeways was developed by staff with assistance from the 
Joint Modal Committee and the individual modal advisory committees. The main changes are: 

 Adding “only after performing careful assessments to determine potential impacts to
the essential movement of all modes.” This language aims to address the freight
stakeholders’ concerns that movement of vehicular traffic would not be considered
during bikeway design.

 Adding “Where conditions warrant and where practical, Major City Bikeways should
have separated facilities for bicycles and pedestrians.” Initially, this language was only
proposed for off-street paths. Stakeholders suggested that on some streets without
sidewalks designated as Major City Bikeways, sidewalks may not be built in the near
future and, as such, it should be clearly defined how bicyclists and pedestrians should
behave in order to reduce conflicts.

 Adding “Build the highest quality bikeway facilities” was in response to comments
received from the public about the desirability of protected bikeways on streets with
high volumes of automobile traffic. That particular phrase was used as it is applicable
also to shared roadways (“neighborhood greenways”) and to off-street pathways. For
those latter two facilities it reflects the recommendations of the Council-adopted
Neighborhood Greenway Assessment Report as well as earlier community comment
about the need to provide separate spaces for people bicycling and walking on shared
pathways.
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Section 4: Bicycle Classifications and Objectives 

BICYCLE CLASSIFICATION DESCRIPTIONS 

OBJECTIVES 9.5.a-c 

9.5.a. Major City Bikeways 

Major City Bikeways form the backbone of the city’s bikeway network and are intended 
to serve high volumes of bicycle traffic and provide direct, seamless, efficient travel 
across and between transportation districts. 

 Land Use. Major City Bikeways should support 2040 land use types.

 Improvements. Major City Bikeways should be designed to accommodate large
volumes of bicyclists, to maximize their comfort and to minimize delays by
emphasizing the movement of bicycles. Build the highest quality bikeway facilities.
Motor vehicle lanes and on-street parking may be removed on Major City Bikeways
to provide needed width for separated-in-roadway facilities where compatible with
adjacent land uses and only after performing careful analysis to determine potential
impacts to the essential movement of all modes. Where improvements to the
bicycling environment are needed but the ability to reallocate road space is limited,
consider alternative approaches that include property acquisition, or dedication,
parallel routes and/or less desirable facilities. On Major City Bikeways developed as
shared roadways, use all appropriate tools to achieve recommended performance
guidelines. Where conditions warrant and where practical, Major City Bikeways
should have separated facilities for bicycles and pedestrians.

9.5.b. City Bikeways 

City Bikeways are intended to establish direct and convenient bicycle access to 
significant destinations, to provide convenient access to Major City Bikeways and to 
provide coverage within three city blocks of any given point. 

 Land Use. City Bikeways should support 2040 land use types and residential
neighborhoods.

 Improvements. City Bikeways emphasize the movement of bicycles. Build the highest
quality bikeway facilities. Motor vehicle lanes and on-street parking may be removed
on City Bikeways to provide needed width for separated-in-roadway facilities where
compatible with adjacent land uses and only after taking into consideration the
essential movement of all modes. Where improvements to the bicycling environment
are needed but the ability to reallocate road space is limited, consider alternative
approaches that include property acquisition, or dedication, parallel routes and/or
less desirable facilities. On City Bikeways developed as shared roadways, use all
appropriate tools to achieve recommended performance guidelines.
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Objective 9.5.c. Local Service Bikeways (Formerly TSP Objective 6.7.C.) 

The PBP did not propose changes to the local service bikeway classification. 
Off-street path was removed and Major City Bikeway was added to the list of other (non-local) bikeway 
classifications by PSC amendment. 

Objective 9.5.d. Bicycle Districts (New Classification) 
Council resolved that PBOT staff address the policy changes recommended in the PBP for 2030 in the 
next update of the TSP. The Portland Bike Plan created language defining Bicycle Districts and proposed 
that the Downtown, River District, Lloyd District, and Gateway be classified as Bicycle Districts.  

Metro’s Regional Active Transportation Plan (2014) and the 2014 Regional Transportation Plan (RTP) 
added Regional Bicycle Districts to the region-wide bicycle network. The 2035 Comprehensive Plan 
recommends Policy 9.2.c. calling for designating “district classifications that give priority to bicycle 
access and mobility in areas where high levels of bicycle activity exist or are planned”. The Bicycle 
Classification map shows the Gateway Regional Center, which is the one district outside the Central City 
that is a recommended bicycle district per the Portland Bicycle Plan for 2030. 

Off-Street Paths (Formerly TSP Objective 6.7.B.) 
The PBP for 2030 recommends modifying bikeway classifications to introduce a functional hierarchy of 
bikeway routes. The Off-Street Path classification in the 2007 TSP is primarily a description of a facility 
type. The PBP recommended eliminating the Off-Street Path classification in favor of classifying non-
motorized bikeways based on the function of each route. 

Relationship to the Trails system and policies 
The 2035 Comp Plan Update recommends eight “Trails” policies (Policies 8.53-8.60) and Public Trail 
Alignments map (Figure 8-2). TSP bicycle classification and pedestrian classification maps identify trails 
that are part of the citywide bikeway and pedestrian networks, focusing on trails that serve 
transportation purposes and calling them city bikeways (for bicycle classifications) and walkways and 
off-street paths (for pedestrian classifications), rather than trails.  The detail for which bikeways are 
considered trails is found in The Portland Bicycle Plan, which refers to classified bikeways that are 
outside of the roadway as trails.   

Portland Parks & Recreation identifies three trail types in its Recreational Trail Strategy (2006): regional 
trails, community connectors and local access trails.  In the recreational trail strategy, trails are 
recognized as providing both transportation and recreational functions. Most of the trails in the Portland 
Bicycle Plan are shared with pedestrian and other non-motorized users, and are designated as Regional 
Trails in the Portland Parks & Recreation system, which include both off-street (paved and natural 
surface) and on-street trails. Trails are typically multi-use, often shared by bicyclists, pedestrians and 
other non-motorized users, but should provide physical separation of activities when needed and 
possible. In some instances, off-street trail routes may go through parks, in which case they would be 
using multi-use park paths for a segment.  Responsibility for developing and maintaining a citywide trail 
system is shared between multiple bureaus, agencies, and the private sector. 
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Section 4: Bicycle Classifications and Objectives 

9.5.c. Local Service Bikeways  
Local Service Bikeways are intended to serve local circulation needs for bicyclists and 
provide access to adjacent properties. 

 Classification. All streets not classified as City Bikeways or Off-Street Paths, 
Major City Bikeways with the exception of Regional Trafficways not also 
classified as Major City Traffic Streets, are classified as Local Service Bikeways. 

 Improvements. Consider the following design treatments for Local Service 
Bikeways: shared roadways, traffic calming, bicycle lanes, and extra-wide curb 
lanes. Crossings of Local Service Bikeways with other rights-of-way should 
minimize conflicts. 

 On-Street Parking. On-street parking on Local Service Bikeways should not be 
removed to provide bicycle lanes.  

 Operation. Treatment of Local Service Bikeways should not have a side effect of 
creating, accommodating, or encouraging automobile through-traffic.  

 
9.5.d. Bicycle Districts 

Bicycle Districts are areas with a dense concentration of commercial, cultural, 
institutional and/or recreational destinations where the City intends to make bicycle 
travel more attractive than driving. 

 Land Use. High density and mixed-use neighborhoods should be targeted as bicycle 
districts.  Auto-oriented development should be discouraged in Bicycle Districts.  

 Characteristics. The size and configuration of a Bicycle District should be consistent 
with the scale of bicycling trips. A Bicycle District includes the streets along its 
boundaries, except where the abutting street is classified as a Regional Trafficway.  

 Improvements. All streets within a Bicycle District are important in serving bicycle 
trips. Appropriate bicycle facilities should be determined for each street based on the 
desired bicycling conditions and operations. Use the bikeway design and engineering 
guidelines to design streets within Bicycle Districts. 

 
Off-Street Paths  
Off-Street Paths are intended to serve as transportation corridors and recreational routes 
for bicycling, walking, and other non-motorized modes. 

 Connections. Use Off-Street Paths as convenient shortcuts to link urban destinations 
and origins along continuous greenbelts such as rivers, park and forest areas, and 
other scenic corridors, and as elements of a regional, citywide, or community 
recreational trail plan. 

 Location. Establish Off-Street Paths in corridors not well served by the street system. 

 Improvements. Use the Bikeway Design and Engineering Guidelines to design Off-
Street Paths. Off-Street Paths should be protected or grade-separated at intersections 
with major roadways.  
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Portland Bicycle Plan for 2030. Appendix B – Recommended Objectives. 
Resolution #36763 

This task includes adopting changes to objectives in the TSP per the Council-adopted Portland 
Bicycle Plan for 2030.  These changes were recommended in Appendix B of the Portland Bicycle 
Plan and were already adopted by Council by Resolution #36763 on February 11, 2010. 

 Incorporate recommendations in Appendix B of the Portland Bicycle Plan for 2030
per Council Resolution #36763

 Pending issue: modifications may be need to reflect objectives for other modes, for
example broaden objectives to include “active transportation” rather than only
bicycling.

Objective 9.32.h-j Transportation Education (Formerly TSP Objective 6.3) 

Objective 9.21.g Traffic Calming (Formerly TSP Objective 6.13.G) 

 Objective G. The term ‘bicycle boulevards’ was replaced with ‘neighborhood greenways’

 This Objective was amended by the PSC in response to public testimony to make traffic
diversion more explicit.

Objective 9.11.a-l Bicycle Transportation 

 Revise bicycle transportation Objectives (Formerly TSP Objectives 6.23.A-H)
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Section 4: Bicycle Classifications and Objectives 

Portland Bicycle Plan for 2030. Appendix B  
 
Objective 9.32.H  
Increase bicycle safety education, enforcement and outreach to encourage safe travel behavior of 
all modes and to increase bicycling in Portland. 
 
Objective 9.32 I   
Promote bicycling as safe and convenient transportation to and from school. 
 
Objective 9.32 J  
Continue and expand encouragement programs that provide services and equipment, support 
behavior changes, raise awareness, and provide incentives that increase bicycling in Portland. 
 
Objective 9.21 F (Traffic Calming) 
Use traffic calming tools, traffic diversion, and other available tools and methods to create and 
maintain sufficiently low automotive volumes and speeds on neighborhood greenways to ensure 
a comfortable cycling environment on the street.      
 
Objective 9.11 A 
Complete a network of bikeways that serves bicyclists' needs, especially for travel to employment 
centers, commercial districts, transit stations, institutions, and recreational destinations.   
Form a citywide network of connected bikeways on streets including streets with low traffic 
speeds and low traffic volumes.  Provide the highest degree of separation on busier streets to 
preserve access to common destinations. Accommodate cyclists of all ages and abilities. 
 
Objective 9.11 B  
Provide continuous bicycle facilities and eliminate gaps in the bike lane system bikeway 
network. 
 
Objective 9.11 C 
Install bicycle signage along bikeways where needed to define the route and/or direct bicyclists 
to a destination or other bikeway. 
 
Objective 9.11 D 
Increase bicyclist safety and convenience by making improvements, removing physical hazards 
such as dangerous storm gates and supporting changes to adopted statutes and codes that would 
enhance the safety of bicyclists.  
Design bicycle facilities with safety and comfort as basic requirements to attract riders of all ages 
and skill levels.    
 
Objective 9.11 E  
Ensure that the health, social, economic, and environmental benefits of bicycling are accessible 
to all Portlanders regardless of race, ethnicity, age, economic status, geographical location or 
language spoken.     
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Portland Bicycle Plan for 2030. Appendix B – Recommended Objectives.  
Resolution #36763 
 
 

Objective 9.11.a-l Bicycle Transportation  

 Revise bicycle transportation Objectives (Formerly TSP Objectives 6.23.A-H) 

 Add new bicycle transportation Objectives I-L 

 Objective 9.13 J. Language was added to Objective 6.23.J (shown in bold) in response to 
the following comment on the Discussion Draft: 

o Connect bike-sharing to transit last-mile connections in addition to the uses 
mentioned. 

o The PSC amended this Objective to reorder the users and combine “tourists” 
with “visitors” 

 

Objective 9.30.a,e,f  On-Street Parking Management 

 Revise TSP Objective 9.32.a (Formerly TSP Objectives 6.26.A) 
o Objective was amended by the PSC to add neighborhood centers which were 

introduced with the new Comp Plan. 

 Add new TSP Objectives E-F  
o Objective 9.32.f was amended by PSC to include language for a variety of bicycle 

types. 
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Objective 9.11 F  
Encourage the provision of showers and changing facilities for commuting cyclists, including the 
development of such facilities in commercial buildings and at ‘Bike Central’ central locations. 
 
Objective 9.11 G  
Increase the number of bicycle-transit trips. 
Increase the number of multi-modal trips that include bicycling for at least one trip segment by 
improving and simplifying connections and transfers to transit. 
 
Objective 9.11 H 
Promote bicycling as safe and convenient transportation to and from school. 
 
Objective 9.11 I  
Provide bikeway system improvements that will serve key destinations, such as Metro 2040 
centers and main streets, employment centers, commercial districts, transit stations, 
institutions, schools, and recreational destinations. 
 
Objective 9.11 J  
Support bike-sharing programs aimed at residents, employees, and visitors, tourists, employees, 
and residents to increase access to bicycles and to provide last-mile connections from transit. 
 
Objective 9.11 K  
Maintain Portland’s position as a national leader in the evaluation of bicycle improvements and 
ridership through on-going data collection and monitoring of changes to bicycling infrastructure 
and in riding behavior. 
 
Objective 9.11 L  
Support changes to remove institutional barriers in statutes, policies, and codes that discourage 
safe and efficient bicycle use. 
 
Objective 9.30 A  
Support land uses in existing and emerging regional centers, town centers, neighborhood 
centers, and main streets with an adequate supply of on-street parking spaces while 
emphasizing grouped bicycle parking in the street. 
 
Objective 9.30 E  
Provide and maintain public bicycle parking at high-demand locations in the Central City, 
neighborhood business nodes, cultural and recreational destinations, transit nodes and 
employment centers. 
 
Objective 9.30 F  
Ensure a highly functional and high quality design of bicycle parking installed in the public right 
of way for a variety of bicycle types. 
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Portland Bicycle Plan for 2030. Appendix B – Recommended Objectives (cont.)  
Resolution #36763 
 

Objective 9.31.d-e Off-Street Parking (Formerly TSP Objectives 6.27 D-E) 
These objectives were amended by the PSC to include consideration for various types of 
bicycles – this language is similar to language previously proposed for 6.26.F. 
 

Objective 8.1.f, r-t Street Design and Right-of-Way Improvements (Formerly TSP Objectives 
11.10) 

• Revise TSP Objectives (Formerly TSP Objectives 11.10.F) 
• Add TSP Objectives R-T 

 

Objective 8.3.f Maintenance (Formerly TSP Objective 11.12) 
• Add TSP Objective F 
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Objective 9.31 D  
Support changes to regulations to ensure that all land uses provide an ample quantity of short- 
and long-term bicycle parking for a variety of bicycle types and end-of-trip facilities consistent 
with an increasing bicycle mode share. 
 
Objective 9.31 E 
Encourage owners of existing residential or commercial buildings to supplement and upgrade 
off-street long-term and short-term bicycle parking for a variety of bicycle types. 
 
Objective 8.1 F 
Provide planned bicycle facilities on designated alignments and in conjunction with street 
improvements, or develop equally safe and convenient alternative access for bicycles on parallel 
streets when the appropriate bikeway facility cannot be provided on the designated street. 
because of severe environmental or topographical constraints. unacceptable levels of traffic 
congestion, or the need to retain on-street parking. 
 
Objective 8.1 Q  
Require adequate right-of-way or easements where adequate space for planned bikeway and 
pedestrian facilities is not available. 
 
Objective 8.1 R  
Continue to test, evaluate, and implement appropriate innovative design treatments that 
improve operating conditions and safety for cyclists. 
 
Objective 8.1 S  
Utilize interim bicycle facility improvements where the preferred design treatment is not 
currently feasible. 
 
Objective 8.3 F  
Make improvements to the bicycle network, including removing physical hazards, and maintain 
the bicycle infrastructure in a timely and efficient manner. 
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Bicycle Classification Maps 
 
Bicycle Classifications are being updated to incorporate the recommendations of the Bicycle 
Plan for 2030 (adopted in 2010) as well as other plans adopted since the last TSP was adopted 
in 2007. Classification changes also reflect the recommended TSP Major Projects list for the 
current update, as well as any other funded, completed, or planned projects that impact 
classifications. 
 
Central City street classifications will be updated as part of the Central City 2035 Plan, which 
will amend the Comprehensive Plan after it is adopted. Therefore the Central City is not shown 
on this map. 
 
The Planning and Sustainability Commission has made a number of minor amendments to the 
Bicycle Classification Maps, reflecting community testimony, recently completed projects, or 
other recent planning efforts. These largely involve the addition of City Bikeway classifications 
to local streets planned as neighborhood greenways. Major amendments are described in the 
Commentary for individual maps. 
 
A new design standard for maps in the TSP is being developed.  The Bicycle classification maps 
are a work in progress, and their design may evolve with subsequent iterations of the TSP.   
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Objective 9.9 Street Design Classification Descriptions (Formerly TSP Objective 6.11) 

Policy 9.1 (Formerly Policy 6.11) has been changed to Objective 9.9, because the relevant 
policy is now found in the Recommended Comprehensive Plan as Policy 9.1. The text has been 
revised to remove the reference to modal emphasis (which is mainly determined by the 
combination of modal street classifications) and to make clear that this design guidance is 
dependent on the adjacent land use context. Language was added to emphasize the need for a 
complete streets approach when possible, and guidance is offered on how to make decisions 
about allocation of right-of-way space where space is limited. 
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Section 6: Street Design Classification Descriptions 

Policy Objective 9.9 Street Design Classification Descriptions (Formerly TSP Objective 
6.11) 

Street Design Classification Descriptions provide general design guidance based on the current 
and planned land use context around the street. Whenever possible, a “complete streets” 
approach should be taken during street design to accommodate all necessary modes and 
functions, taking into account the modal classifications. Where right-of-way is limited and 
tradeoffs must be made, refer to the modal street classifications as well as Policy 9.6 
(Transportation strategy for people movement) to help guide decision-making regarding 
allocation of right-of-way. If one or more modes are still unable to be accommodated in the 
available right-of-way, a “complete networks” approach should be used to ensure that those 
modes are still accommodated on parallel routes as a part of project design. 
identify the preferred modal emphasis and design treatments for regionally significant streets 
and special design treatments for locally significant streets. 

Explanation: Street Design is a new set of street classifications created to 
achieve consistency with Metro’s Regional Transportation Plan. The 
classifications are consistent with Metro’s Regional Street Design 
Classifications, but have different names to better reflect Portland’s existing 
street system. Eight maps show the street design classifications. One map is 
located with the policy associated with each of the eight transportation districts. 
The boundaries (termini) of street design classifications may change based on 
area plans that recommend new zoning patterns to better implement the 2040 
Growth Concept. Transportation project design may also modify the street 
design termini based on more detailed information. 
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Objective 9.9 Street Design Classification Descriptions 

Objective 9.9.a: Civic Main Streets (Formerly TSP Objective 6.11C) 

Civic Main Streets is a modification of the previous Regional Main Streets 
classification. It has been modified to reflect the Civic Corridors concept in the Urban 
Design Framework of the Recommended Comprehensive Plan. The proposed 
description adds “neighborhood centers” to the list of land use categories to reflect 
the new neighborhood centers identified in the Comprehensive Plan. Width, 
Function, and Curb Zone sections have been added to offer guidance on the access 
vs mobility functions of the street as a whole as well as the area alongside the curb. 
The Separation section discusses the desired level of separation between modes. 
Language regarding lane widths has been removed because the City of Portland has 
lane width standards for roadways that vary based on modal classifications, not 
street design classification. 
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 Section 6: Street Design Classification Descriptions 

9.9.a. Regional Civic Main Streets 
Regional Civic Main Streets are serve people throughout the City and are designed to 
emphasize multimodal access to major activity centers.designed to accommodate motor vehicle 
traffic, with features that facilitate public transportation, bicycles, and pedestrians.  
● Land Use. Regional Civic Main Streets are segments of Civic Corridors located within the 

Central City, Regional Centers, Town Centers, Neighborhood Centers, and other areas of 
intensive commercial activity. the Central City, Gateway regional center, station 
communities, and town centers, and along some main streets that have relatively high 
traffic volumes.   Development consists of a mix of uses that are oriented to the street. 

● Lanes. Regional Civic Main Streets usually typically include two to four vehicle lanes, with 
additional turning lanes as needed. , such as turn lanes, or one-way couplets in some 
situations.  Lanes may be dedicated as transit-only or business-access-transit lanes if 
needed to improve transit speed and reliability. 

● Width. Civic Main Streets generally feature a wider right-of-way than Neighborhood Main 
Streets and are more often able to provide the desired space for each mode and function. 

● Function. Civic Main Streets should emphasize pedestrian access to adjacent land uses 
while also accommodating access and mobility for other modes. 

● Curb zone. The curb zone along Civic Main Streets should emphasize access and place-
making functions (such as parking, loading, transit stops, street trees, curb extensions, and 
street seats) to support adjacent land use and improve the pedestrian realm. The curb zone 
may be used for mobility functions if space is needed to provide bicycle facilities or provide 
turn lanes near intersections. 

● Separation. Civic Main Streets have frequent street connections and support multimodal 
access to destinations. Sidewalks should be provided, and pedestrian and bicycle crossings 
should be signalized or improved with median refuge islands or curb extensions as needed to 
provide safety and comfort. Bicycle facilities should be separated from motor vehicle traffic.  

● Design Elements. Civic Main Street design should typically include the following: wide 
sidewalks with a through pedestrian zone, a furnishing zone, and a frontage zone; closely-
spaced pedestrian crossings; separated bicycle facilities; way-finding; transit priority 
treatments as needed; vehicle lanes; low vehicle speeds; medians and/or turn lanes as 
needed; and limited driveway access.  

● Design Elements. Regional Main Street design shall consider the following: low to moderate 
vehicle speeds; the use of medians and curb extensions to enhance pedestrian crossings 
where wide streets make crossing difficult; combined driveways; on-street parking where 
possible; wide sidewalks with pedestrian amenities such as benches, awnings and special 
lighting; landscape strips, street trees, or other design features that create a pedestrian 
buffer between curb and sidewalk; improved pedestrian crossings at all intersections and 
mid-block crossings where intersection spacing exceeds 400 feet;   striped bikeways or wide 
outside lane; and vehicle lane widths that consider the above improvements. 

● Design Treatment. During improvement projects, the preservation of existing vegetation, 
topography, vistas and viewpoints, driver perception, street lighting, and sight distance 
requirements should be considered. 

● Utilities. Consider undergrounding or reducing the visual impact of overhead utilities 
along Regional Civic Main Streets. 

Explanation: Regional Main Street is equivalent to Metro’s Regional Boulevard 
classification. Within Portland, these street segments are mapped based on existing zoning 
and map designations, the outcome of studies, and where logical transitions to Regional 
Corridors can occur.  
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Objective 9.9 Street Design Classification Descriptions 

Objective 9.9.b: Neighborhood Main Streets (Formerly TSP Objective 6.11D) 

Neighborhood Main Streets is a modification of the previous Community Main 
Streets classification. It has been modified to reflect the Neighborhood Corridors 
concept in the Urban Design Framework of the Recommended Comprehensive Plan. 
The proposed description adds “neighborhood centers” to the list of land use 
categories to reflect the new neighborhood centers identified in the Comprehensive 
Plan. Width, Function, and Curb Zone sections have been added to offer guidance on 
the access vs mobility functions of the street as a whole as well as the area alongside 
the curb. The Separation section discusses the desired level of separation between 
modes. Language regarding lane widths has been removed because the City of 
Portland has lane width standards for roadways that vary based on modal 
classifications, not street design classification. 
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 Section 6: Street Design Classification Descriptions 

9.9.b. Community Neighborhood Main Streets 
Community Neighborhood Main Streets are primarily serve surrounding neighborhoods and 
are designed to emphasize multimodal access to activity centers.designed to accommodate 
motor vehicle traffic, with special features to facilitate public transportation, bicycles, and 
pedestrians.  

 
● Land Use. Community Neighborhood Main Streets are segments of Neighborhood 

Corridors located within the Central City, Regional Centers, Town Centers, 
Neighborhood Centers, and other areas of intensive commercial activity. the Central 
City, Gateway regional center, station communities, and town centers, and along most 
main streets. Development consists of a mix of uses oriented to the street. 

● Lanes. Community Neighborhood Main Streets may typically include up to four lanestwo 
vehicle lanes with additional turning lanes as needed with on-street parking,  Fewer than 
four vehicle lanes are typically appropriate in Community Main Streets designs, 
particularly to allow on-street parking. 

● Width. Neighborhood Main Streets generally feature a narrower right-of-way than Civic 
Main Streets and may not be able to accommodate the full desired space for each mode. 

● Function. Neighborhood Main Streets should emphasize pedestrian access to adjacent 
land uses while also accommodating access and mobility for other modes.  

● Curb zone. The curb zone along Neighborhood Main Streets should emphasize access 
and place-making functions (such as parking, loading, transit stops, street trees, curb 
extensions, and street seats) as needed to support adjacent land use and improve the 
pedestrian realm. The curb zone may be used for mobility functions if space is needed to 
provide bicycle facilities or provide turn lanes near intersections. 

● Separation. Neighborhood Main Streets have frequent street connections and support 
multimodal access to destinations. Sidewalks should be provided and pedestrian and 
bicycle crossings should be signalized or improved with median refuge islands or curb 
extensions as needed to provide safety and comfort. Bicycle facilities should generally be 
separated from motor vehicle traffic, though shared roadway facilities may be acceptable 
if traffic volumes and speeds are sufficiently low.  

● Design Elements. Neighborhood Main Street design should typically include the 
following: wide sidewalks with a through pedestrian zone, a furnishing zone, and a 
frontage zone; closely-spaced pedestrian crossings; separated bicycle facilities; way-
finding; transit priority treatments as needed; vehicle lanes; low vehicle speeds; medians 
and/or turn lanes as needed; and limited driveway access. 
Design Elements. Community Main Street design shall consider the following: low 
vehicle speeds; the use of medians and curb extensions to enhance pedestrian crossings 
where wide streets make crossing difficult; combined driveways; on-street parking where 
possible; wide sidewalks with pedestrian amenities such as benches, awnings, and 
special lighting; landscape strips, street trees, or other design features that create a 
pedestrian buffer between curb and sidewalk; improved pedestrian crossings at all 
intersections and mid-block crossings where intersection spacing exceeds 400 feet; 
striped bikeways or wide outside lane; and vehicle lane widths that consider the above 
improvements. 
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 Section 6: Street Design Classification Descriptions 

 
● Design Treatment. During improvement projects, the preservation of existing vegetation, 

topography, vistas and viewpoints, driver perception, street lighting, and sight distance 
requirements should be considered. 

● Utilities. Consider undergrounding or reducing the visual impact of overhead utilities 
along Community Neighborhood Main Streets. 

 
Explanation: Community Main Street is equivalent to Metro’s Community 
Boulevard classification. Within Portland, these street segments are mapped based 
on existing zoning and map designations, the outcome of studies, and where logical 
transitions can occur to Community Corridor designs. 
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Objective 9.9 Street Design Classification Descriptions (cont.)  
 

Objective 9.9.c: Civic Corridors (New Classification) 
 
Civic Corridors is a modification of the Regional Corridors classification added to 
reflect the Urban Design Framework of the Recommended Comprehensive Plan. The 
proposed description adds “neighborhood centers” to the list of land use categories 
to reflect the new neighborhood centers identified in the Comprehensive Plan. 
Width, Function, and Curb Zone sections have been added to offer guidance on the 
access vs mobility functions of the street as a whole as well as the area alongside the 
curb. The Separation section discusses the desired level of separation between 
modes. Language regarding lane widths has been removed because the City of 
Portland has lane width standards for roadways that vary based on modal 
classifications, not street design classification. 
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 Section 6: Street Design Classification Descriptions 

9.9.c. Civic Corridors 
Civic Corridors serve people throughout the City and are designed to emphasize multimodal 
mobility between major activity centers. 

 
● Land Use. Civic Corridors are located primarily along major transit corridors and 

between Civic Main Street segments, connecting the Central City, Regional Centers, 
Town Centers, and Neighborhood Centers. Development consists of a mix of uses that 
are oriented to the street. 

● Lanes. Civic Corridors typically include two to four vehicle lanes, with additional turning 
lanes as needed. Lanes may be dedicated as transit-only or business-access-transit lanes 
if needed to improve transit speed and reliability. 

● Width. Civic Corridors generally feature a wider right-of-way than Neighborhood 
Corridors and are more often able to provide the desired space for each mode and 
function. 

● Function. Civic Corridors emphasize mobility for all modes between major activity 
centers while also accommodating access to adjacent land uses along the corridor.  

● Curb zone. The curb zone along Civic Corridors should typically emphasize mobility 
functions such as bicycle facilities or turn lanes near intersections. The curb zone may be 
used for access functions such as parking and loading if needed to support adjacent land 
use.  

● Separation. Civic Corridors have frequent street connections. Sidewalks should be 
provided and pedestrian and bicycle crossings should be signalized or improved with 
median refuge islands or curb extensions as needed to provide safety and comfort. 
Bicycle facilities should be separated from motor vehicle traffic.  

● Design Elements. Civic Corridor design should typically include the following: wide 
sidewalks with a through pedestrian zone, a furnishing zone, and a frontage zone; 
closely-spaced pedestrian crossings; separated bicycle facilities; way-finding; transit 
priority treatments as needed; vehicle lanes; low to moderate speeds; and medians 
and/or turn lanes as needed. 
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Objective 9.9 Street Design Classification Descriptions (cont.) 

Objective 9.9.d: Neighborhood Corridors (New Classification) 

Neighborhood Corridors is a modification of the Community Corridors classification 
added to reflect the Urban Design Framework of the Recommended Comprehensive 
Plan. The proposed description adds “neighborhood centers” to the list of land use 
categories to reflect the new neighborhood centers identified in the Comprehensive 
Plan. Width, Function, and Curb Zone sections have been added to offer guidance on 
the access vs mobility functions of the street as a whole as well as the area alongside 
the curb. The Separation section discusses the desired level of separation between 
modes. Language regarding lane widths has been removed because the City of 
Portland has lane width standards for roadways that vary based on modal 
classifications, not street design classification. 
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 Section 6: Street Design Classification Descriptions 

9.9.d. Neighborhood Corridors 
Neighborhood Corridors primarily serve surrounding neighborhoods and are designed to 
emphasize multimodal mobility between activity centers. 

 
● Land Use. Neighborhood Corridors are primarily located along transit corridors and 

between segments of Neighborhood Main Streets, connecting the Central City, Regional 
Centers, Town Centers, and Neighborhood Centers. Development consists of a mix of 
uses that are oriented to the street. 

● Lanes. Neighborhood Corridors typically include two vehicle lanes with additional 
turning lanes as needed,   

● Width. Neighborhood Corridors generally feature a narrower right-of-way than Civic 
Corridors and may not be able to accommodate the full desired space for each mode. 

● Function. Neighborhood Corridors emphasize mobility for all modes between activity 
centers while also accommodating access to adjacent land uses along the corridor.  

● Curb zone. The curb zone along Neighborhood Corridors should emphasize mobility 
functions such as bicycle facilities or turn lanes near intersections. The curb zone may be 
used for access functions such as parking and loading if needed to support adjacent land 
use. 

● Separation. Neighborhood Corridors have frequent street connections. Sidewalks should 
be provided and pedestrian and bicycle crossings should be signalized or improved with 
median refuge islands or curb extensions as needed to provide safety and comfort. 
Bicycle facilities should be separated from motor vehicle traffic, though shared roadway 
bicycle facilities may be acceptable if traffic volumes and speeds are sufficiently low.  

● Design Elements. Neighborhood Corridor design should typically include the following: 
wide sidewalks with a through pedestrian zone, a furnishing zone, and a frontage zone; 
closely-spaced pedestrian crossings; separated bicycle facilities; way-finding; transit 
priority treatments as needed; vehicle lanes; low to moderate speeds; and medians 
and/or turn lanes as needed. 

 

 

 

 

 

 

  

Ord. 188177, Vol. 1.1.F, page 762



Commentary 

14 

Objective 9.9 Street Design Classification Descriptions (cont.) 

Objective 9.9.e: Regional Corridors (Formerly Objective 6.11E) 

The proposed description for Regional Corridors clarifies that they primarily connect 
cities to one another. Language was removed regarding orientation of land use to 
help differentiate the role of Regional Corridors as compared to Civic or 
Neighborhood Corridors. Width, Function, and Curb Zone sections have been added 
to offer guidance on the access vs mobility functions of the street as a whole as well 
as the area alongside the curb. The Separation section discusses the desired level of 
separation between modes. Language regarding lane widths has been removed 
because the City of Portland has lane width standards for roadways that vary based 
on modal classifications, not street design classification. 
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9.9.e. Regional Corridors 
Regional Corridors are serve people throughout the City and are designed to emphasize 
multimodal mobility between cities in the region.designed to include special amenities to 
balance motor vehicle traffic with public transportation, bicycle travel, and pedestrian travel. 

 

 Land Use. Regional Corridors connect Regional, Town, and Neighborhood Centers to 
other cities in the region.are located primarily along major transit corridors and between 
Regional Main Street segments. Commercial and multifamily development should be 
oriented to the street where the Regional Corridor also has a transit designation. 

 Lanes. Regional Corridors usually include two to four vehicle lanes. They occasionally 
have additional lanes in some situations, such as to allow turning movements. Lanes may 
be dedicated as transit-only or business-access-transit lanes if needed to improve transit 
speed and reliability. 

● Width. Regional Corridors generally feature a wider right-of-way than Community 
Corridors and are more often able to provide the full desired space for each mode. 

● Function. Regional Corridors emphasize mobility for all modes between cities while also 
accommodating access to adjacent land uses along the corridor.  

● Curb zone. The curb zone along Regional Corridors should emphasize mobility functions 
such as bicycle facilities or turn lanes near intersections. The curb zone may be used for 
access functions such as parking and loading if needed to support adjacent land use.  

● Separation. Regional Corridors can have moderately spaced street connections. 
Sidewalks should be provided and pedestrian and bicycle crossings should be signalized 
or improved with median refuge islands or curb extensions as needed to provide safety 
and comfort. Bicycle facilities should be separated from motor vehicle traffic.  

● Design Elements. Regional Corridor design should typically include the following: 
sidewalks; pedestrian crossings where needed to serve transit stops or destinations; 
separated bicycle facilities; way-finding; transit priority treatments as needed; vehicle 
lanes; and medians and/or turn lanes as needed. 

 Design Elements. Regional Corridor design shall consider the following: moderate 
vehicle speeds; the use of medians and curb extensions to enhance pedestrian crossing 
where wide streets make crossing difficult or to manage motor vehicle access; combined 
driveways; on-street parking when feasible; buffered sidewalks with pedestrian 
amenities such as special lighting and special crossing amenities tied to major transit 
stops; landscape strips, street trees, or other design features that create a pedestrian 
buffer between curb and sidewalk; improved pedestrian crossings at signalized 
intersections; striped bikeways or wide outside lanes; and motor vehicle lane widths that 
consider the above improvements. 
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Objective 9.9 Street Design Classification Descriptions (cont.) 

Objective 9.9.f: Community Corridors (Formerly Objective 6.11F) 
The proposed description for Community Corridors clarifies that they primarily 
connect neighborhoods to one another. Language was removed regarding 
orientation of land use to help differentiate the role of Regional Corridors as 
compared to Civic or Neighborhood Corridors. Width, Function, and Curb Zone 
sections have been added to offer guidance on the access vs mobility functions of 
the street as a whole as well as the area alongside the curb. The Separation section 
discusses the desired level of separation between modes. Language regarding lane 
widths has been removed because the City of Portland has lane width standards for 
roadways that vary based on modal classifications, not street design classification. 
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9.9.f. Community Corridors 
Community Corridors primarily serve surrounding neighborhoods and are are designed to 
emphasize multimodal mobility between neighborhoods.designed to include special 
amenities to balance motor vehicle traffic with public transportation, bicycle travel, and 
pedestrian travel. 

 

 Land Use. Community Corridors connect Regional, Town, and Neighborhood Centers to 
surrounding neighborhoods.are located along transit corridors and between segments of 
Community Main Streets. Commercial and multifamily development should be oriented 
to the street where the street also has a transit designation. 

● Lanes. Community Corridors typically have two travel lanes, usually with on-street 

parking. Lanes may be dedicated as transit-only or business-access-transit lanes if needed 

to improve transit speed and reliability.  
● Width. Community Corridors generally feature a narrower right-of-way than Regional 

Corridors and may not be able to accommodate the full desired space for each mode. 
● Function. Community Corridors emphasize mobility for all modes between 

neighborhoods while also accommodating access to adjacent land uses along the 
corridor.  

● Curb zone. The curb zone along Community Corridors should emphasize mobility 
functions such as bicycle facilities or turn lanes near intersections. The curb zone may be 
used for access functions such as parking and loading if needed to support adjacent land 
use. 

● Separation. Community Corridors have closely spaced street connections. Sidewalks 
should be provided and pedestrian and bicycle crossings should be signalized or 
improved with median refuge islands or curb extensions as needed to provide safety and 
comfort. Bicycle facilities should be separated from motor vehicle traffic, though shared 
roadway bicycle facilities may be acceptable if traffic volumes and speeds are sufficiently 
low.  

● Design Elements. Community Corridor design should typically include the following: 
sidewalks; pedestrian crossings where needed to serve transit stops or destinations; 
separated bicycle facilities; way-finding; transit priority treatments as needed; vehicle 
lanes; and medians and/or turn lanes as needed. 

 Design Elements. Community Corridor design shall consider the need for the following: 
moderate vehicle speeds; the use of medians and curb extensions to enhance pedestrian 
crossing and to manage motor vehicle access; combined driveways; on-street parking; 
buffered sidewalks with pedestrian amenities such as special lighting and special 
crossing amenities tied to major transit stops; landscape strips, street trees, or other 
design features that create a pedestrian buffer between curb and sidewalk; improved 
pedestrian crossings at intersections; striped bikeways or wide outside lanes; and usually 
narrower motor vehicle lane widths than Regional Corridors. 
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Objective 9.9 Street Design Classification Descriptions (cont.)  
 
Objective 9.9.g: Urban Throughways (Formerly TSP Objective 6.11A) 
 
The Urban Throughways classification has been edited to emphasize mobility function rather 
than speed. A Function section has been added to define the mobility vs access emphasis of the 
street. Some design elements were added to reflect common safety elements. Connections was 
revised to describe interchange design and frequency of connections to emphasize the need for 
the least possible disruption to the underlying street network. 
 
The Urban Highways classification from the 2007 TSP, which only applied to a few roadways 
within Portland, has been incorporated into the Urban Throughways classification by clarifying 
that Urban Throughways can take the form of grade-separated freeways, limited-access 
expressways, or limited-access highways. This change is consistent with the treatment of Urban 
Throughways in the Regional Transportation Plan. 
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9.9.g. Urban Throughways  
Urban Throughways are designed to emphasize long-distance mobility provide high-speed 
travel for longer motor vehicle, freight, and transit trips throughout the region. 
 
● Land Use. Urban Throughways emphasize motor vehicle travel and connect major 

activity centers, industrial areas, and intermodal facilities. Adjacent land uses do not 
sometimes orient directly to Urban Throughways.  

● Number of Lanes. Urban Throughways usually have four to six vehicle lanes, with 
additional lanes in some situations. Dedicated high-occupancy-vehicle, freight-only, or 
transit-only lanes may be provided to support more efficient use of Urban Throughways. 

● Function. Urban Throughways primarily serve a mobility function, with little or no local 
access provided along the street. 

● Separation. Urban Throughways are may be completely divided, with no left turns, or 
they may be mostly divided, with limited opportunities for left turns. Street connections 
may occur at separated grades, with access controlled by ramps, or there may be limited 
street connections at grade. If designed as a grade-separated freeway, pedestrian and 
bicycle crossings should be provided on overpasses or underpasses, and pedestrian and 
bicycle facilities along the corridor should be provided on parallel pathways. If designed 
as a limited-access highway or expressway, pedestrian and bicycle crossings should be 
either grade-separated or signalized, and pedestrian and bicycle facilities should be 
separated from motor vehicle traffic. 

● Design Elements. Urban Throughway design typically includes vehicle lanes, grade-
separated or signalized pedestrian and bicycle crossings on overpasses or underpasses, 
parallel pathways or separated facilities for pedestrian and bicycle travel, clear sightlines, 
median barriers, shoulders, and motor vehicle lane widths that accommodate freight 
movement. Where appropriate, transit priority treatments should be used to enhance 
transit speed and reliability.. Urban Throughway design shall consider the need for high 
vehicle speeds, pedestrian crossings on overpasses, parallel facilities for bicycles, and 
motor vehicle lane widths that accommodate freight movement and high-speed travel.  
Encourage the Oregon Department of Transportation to maintain a continuous 
landscape along Urban Throughways that reduces the visual impacts of the throughway 
on motorists and adjacent land uses.  

● Dual Classification. A street with dual Urban Throughway and Urban Highway 
classifications should retain the operational characteristics of an Urban Highway and 
respond to adjacent land uses. 

● Connections. A ramp that connects to an Urban Throughway is classified as an Urban 
Throughway up to its intersection with a lowerdifferently-classified street. An 
interchange between an Urban Throughway and a differently-classified street should be 
designed to safely accommodate all modes and provide the least possible disruption to 
the surrounding modal networks. Connections should be provided across Urban 
Throughways at closely-spaced intervals to provide greater street connectivity. 
 

Explanation: The Urban Throughway classification encompasses both of Metro’s 
Throughway designs: Freeways and Highways. 
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Objective 9.9 Street Design Classification Descriptions (cont.)  
 
Urban Highways - deleted (Formerly Objective 6.11B) 
 
The Urban Highways classification from the 2007 TSP, which only applied to a few roadways 
within Portland, has been incorporated into the Urban Throughways classification by clarifying 
that Urban Throughways can take the form of grade-separated freeways, limited-access 
expressways, or limited-access highways. This change is consistent with the treatment of Urban 
Throughways in the Regional Transportation Plan. 
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Urban Highways 
Urban Highways are designed to provide relatively high-speed travel for motor vehicle trips that 
traverse the region and also provide more localized access. 
 
 Land Use. Urban Highways link major activity centers and link to Major City Traffic Streets. 

Adjacent land uses sometimes orient to the Urban Highway. 
 Number of Lanes. Urban Highways usually consist of four travel lanes, with separate turning 

lanes in some locations. 
 Separation. Urban Highways have limited street connections that may occur at same grade 

or separate grades. 
 Design Elements. On-street parking is usually not included on Urban Highways, but may 

exist in some locations. Urban Highways include striped bikeways and sidewalks with 
optional buffering. Improved pedestrian crossing are located on overpasses, underpasses, or 
at same grade intersections. 
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Objective 9.9 Street Design Classification Descriptions (cont.) 
 
Objective 9.9.h: Industrial Roads (Formerly Objective 6.11G) 
Urban Roads have been renamed Industrial Roads to clarify the intention of the 
classification and to reflect the “Industrial and River” pattern area in the new 
Comprehensive Plan, where most of these roads are located. Language has also 
been changed to emphasize the greater need for separation of vulnerable users 
from freight traffic on Industrial Roads. Freight signal priority is an emerging 
technology that has been called out as a design treatment. Wider turning radii and 
concrete paving were added to Design Elements because these are common design 
elements in industrial roadway design.  
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9.9.h. Industrial Urban Roads 
Urban Industrial Roads are designed to emphasize freight mobility while also accommodating 
other modes and providing local access.carry significant motor vehicle traffic while providing for 
some public transportation, bicycle travel, and pedestrian travel. 
 
● Land Use. Urban Industrial Roads typically serve industrial areas and freight intermodal 

sites, with a significant percentage of trips being made by trucks. Where Urban 
Throughways pass through residential or local commercial areas, an Urban Road 
designation may be appropriate.Adjacent land uses sometimes orient to the Industrial Road. 

● Number of Lanes. Urban Industrial Road design typically includes two to four vehicle lanes, 
with additional lanes in some situations.additional turning lanes as needed. Dedicated 
freight-only lanes or turn pockets may be provided as needed to support roadway efficiency. 

● Function. Industrial Roads emphasize freight mobility while accommodating other modes 
and providing access to industrial sites and freight districts.  

● Curb zone. The curb zone along Industrial Roads primarily serves mobility functions such as 
vehicle lanes or bike lanes. The curb zone may be used for access functions such as parking 
and loading at limited locations if needed to support adjacent land use. 

● Separation. Industrial Roads have limited street connections that may occur at the same 
grade or separate grades. Pedestrian and bicycle crossings should be grade-separated or 
signalized, and pedestrian and bicycle facilities should be separated from motor vehicle 
traffic. 

● Design Elements. Industrial Road design typically includes vehicle lanes, medians or center 
turn lanes where needed, limited driveway access, pullouts for bus stops, transit priority 
treatments, separated pedestrian and bicycle facilities, and improved pedestrian crossings 
located on overpasses, underpasses, or signalized at-grade intersections. Industrial Roads 
may also include design treatments that improve freight mobility, such as freight-only lanes, 
freight signal priority, and a wider turning radius at intersections.  

● Urban Road design shall consider the following: moderate vehicle speeds; few driveways; 
sidewalks; improved pedestrian crossings at major intersections; striped bikeways; center 
medians that manage access and control left-turn movements; and other design treatments 
that improve freight mobility, including motor vehicle lane widths that consider the above 
improvements. 
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Objective 9.9 Street Design Classification Descriptions (cont.) 
 

Objective 9.9.i: Enhanced Greenway Corridors (New Classification) 
The Comprehensive Plan Update Urban Design Framework introduced the concept of 
Enhanced Greenway Corridors as part of a larger network of City Greenways. The exact 
alignments of many Enhanced Greenway Corridors have not yet been determined, but 
illustrative maps can be found in the Urban Design Framework. BPS and PBOT will work 
together to identify alignments and better define the desired design elements. The 
description emphasizes that these are routes that give priority to pedestrians and/or 
bicyclists but that design treatments can be very flexible and can be incorporated into a 
range of street types and land use contexts. The Enhanced Greenway Corridor classification 
is a dual classification, which means it is an overlay on top of another street design 
classification. This helps clarify that Enhanced Greenway Corridor design can be 
incorporated into street types ranging from a Civic Corridor to a Local Street. 
 

Objective 9.9.j: Greenscape Streets (Formerly TSP Objective 6.11H) 
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9.9.i. Enhanced Greenway Corridors 
Enhanced Greenway Corridors are designed to provide a network of scenic low-stress 
connections that prioritize walking and/or bicycling and often include natural features as well as 
innovative urban design and place-making elements. 

 
● Dual Classification. Streets may have an Enhanced Greenway Corridor classification in 

addition to another street design classification. When developing or retrofitting these 
streets, incorporate Enhanced Greenway Corridor design elements within the corridor. 

● Land Use. Enhanced Greenway Corridors connect parks, open spaces, and singular 
attractions throughout the City to each other and to surrounding neighborhoods via a 
network of scenic and low-stress walking and/or bicycling routes. They can run through a 
variety of different land use contexts, including residential neighborhoods, natural areas, 
industrial areas, and employment centers. 

● Design Elements. Enhanced Greenway Corridor design can take many forms, and should use 
flexible design treatments appropriate to adjacent land use context. Design elements may 
include: neighborhood greenways; traffic calming; motor vehicle diversion; multi-use paths; 
wide sidewalks; boardwalks; trails; separated bikeways; broad-canopy trees and 
landscaping; scenic views; stormwater management; underground utilities; special lighting; 
and way-finding. Where appropriate, pedestrian and bicycle routes may use separate parallel 
routes or streets along a corridor. 

 

 
9.9.j.   Greenscape Streets 
Greenscape Street designs are applied to arterials where natural or informal landscapes 
dominate the adjacent areas and the right-of-way, such as lower-density residential areas in 
wooded settings. 
 
● Dual Classifications. Where streets have a Greenscape Street design designation and another 

street design designation, consider the natural characteristics of the street during the design 
and implementation of street improvements. 

● Design Treatment. During improvement projects, consider the use of vegetated stormwater 
treatment techniques; minimizing impervious surfaces; preservation of existing vegetation, 
topography, vistas and viewpoints, driver perception, street lighting, and sight distance 
requirements. Vegetation may be landscaped or native, depending on the existing and 
desired character. 

 
Explanation: This new classification replaces the former Beautification Policy 
classification called Natural Design. It also includes reference to the City’s green street 
policy efforts. Other street classifications that were on the Beautification Map are not 
now necessary, because their elements are incorporated into other current street 
design classifications. For example, streets that used to be classified as Parkways on the 
Beautification Map are now classified as Urban Throughways. 
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Objective 9.9 Street Design Classification Descriptions (Formerly Objective 6.11I,J) 
 
Objective 9.9.k: Local Streets (Formerly Objective 6.11I) 
The proposed language for Local Streets adds shared street design as an option in cases where 
sidewalks may not be necessary. 
 

Multimodal Intersections - deleted (Formerly Objective 6.11J) 
Multimodal Intersections are proposed for deletion because they are no longer needed to be 
consistent with the Regional Transportation Plan. All intersections should be designed as 
multimodal intersections other than some Urban Throughway interchanges. Having a special 
intersection-level classification is unnecessary. 
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9.9.k. Local Streets 
Local Streets are designed to complement planned land uses and reduce dependence on arterials 
for local circulation.  
 
● Land Use. Local Streets are multimodal, but are not intended for trucks (other than local 

deliveries) in residential areas. Local Streets are important for local circulation of trucks in 
commercial and industrial areas. 

● Design. Local Street design typically includes many connections with other streetsfrequent 
street connections, sidewalks, on-street parking, stormwater facilities, and planting of street 
trees and ground covers (where planting strips are included). A shared street design without 
sidewalks may be appropriate where traffic volumes are sufficiently low.  

● Classification. All streets not classified as Urban Throughways, Urban Highways, Industrial 
Roads, Regional and CommunityCivic Main Streets, Neighborhood Main Streets, Civic 
Corridors, Neighborhood Corridors, Regional Corridors, and or Community Corridors, 
Urban Roads, and Greenscape Streets are classified as Local Streets for street design. 
 

Multimodal Intersections 
Multimodal intersections are designed to meet the needs of pedestrians and promote 
pedestrian, bicycle, and public transportation travel, while accommodating a significant amount 
of motor vehicle traffic. 

 
● Location. Multimodal Intersections are located where special attention should be given to 

accommodating pedestrians, bicycles, and public transportation.  
● Mapping. All intersections of Main Streets with other Main Streets, with Regional Corridors, 

and with Community Corridors are considered Multimodal Intersections, even though they 
are not shown on the street design maps. Multimodal Intersection design should also be 
considered at intersections along main streets and corridors and where there is significant 
pedestrian and transit activity.  

● Motor Vehicle Traffic. Manage motor vehicle traffic to limit negative impacts on other modes 
and on adjacent land uses. 

● Pedestrian Improvements. Pedestrian improvements should include wide sidewalks, special 
lighting, crossings at all legs of the intersection, and special crossing features where motor 
vehicle volumes are high. 

● Bicycle Improvements. Bicycle improvements should be designed to minimize conflicts and 
provide adequate bicycle crossings. 

 
Explanation: Multimodal Intersections are called ‘Possible Boulevard Intersections’ on 
Metro’s Regional Street Design Map. Since Portland is not using the term ‘boulevard’ in 
its classifications, Multimodal Intersection better describes the emphasis on safety and 
convenience for pedestrians and bicyclists, as well as cars and other vehicles, at these 
intersections. Rather than mapping these intersections, Portland is describing where 
they are located and how they should be treated. In some cases, the need for special 
treatment of intersections is determined during the design phase of a project. 
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Street Design Classification Maps 

The Street Design Classification Maps are being updated to reflect the Comprehensive Plan 
Update, which refers to Civic Corridors and Neighborhood Corridors and identifies their 
locations in the Urban Design Framework. The map also includes Civic Main Street and 
Neighborhood Main Streets, which cover existing main streets as well as anticipated future 
main streets based on center designations in the Comprehensive Plan. Urban Throughways 
and Urban Highways have been combined into a single Urban Throughways Classification, and 
Urban Roads has been re-named Industrial Roads to clarify their purpose. 

Central City street classifications will be updated as part of the Central City 2035 Plan, which 
will amend the Comprehensive Plan after it is adopted. Therefore the Central City is not shown 
on this map. 

A new design standard for maps in the TSP is being developed.  All maps will redesigned for 
continuity throughout the TSP, including the Street Design Classification map. 

2
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In response to community feedback, SW Multnomah Blvd from Barbur to Terwilliger has 
been re-classified as a Community Corridor rather than an Urban Throughway. The Urban 
Throughway classification has been retained for the freeway on-ramp and off-ramp. 
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Adopted by Ordinance 185208  
 

 

2 

 

 

Commentary 
 

The TSP Classification Maps are being updated to reflect the Ordinance number 185208, 
adopted in March 2012, which changed street classifications in the South Waterfront area as 
well as in the Water Ave and Clinton-to-the-River area in the Central Eastside. These changes 
have legally already taken effect, but we need to make the changes in the published TSP and 
online maps such as Portland Maps and PBOT’s internal GIS. This is not part of Task 5, since it 
has already been approved by City Council by ordinance. 
 
A new design standard for maps in the TSP is being developed.  All maps will be redesigned for 
continuity throughout the TSP, including the South Waterfront & Water Avenue Realignment 
Classification maps. 
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Adopted by Ordinance 185208  
 

December 5, 2016 Transportation System Plan Update: As Amended 3 

Section 8: South Waterfront and Water Avenue Area Classification Maps 

 

 

 
 
(Refer to map amendments in Exhibit A of Ordinance 185208 - Amend the Transportation 
System Plan, part of the Portland Comprehensive Plan, to include updated street segment 
classifications, project list descriptions and project alignments on transportation system 
improvement maps to implement the Land Use Final Order for the Portland-Milwaukie Light 
Rail Project, http://efiles.portlandoregon.gov/Record/4773969/File/Document) 
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 This chapter reflects previously adopted Master Street Plans and previously adopted 
local street plans.  

 

 South Waterfront, Gateway, Cully, Outer-Powell, Division-Midway and Tryon-Stephens 
are being added or updated.  

 

 Maps were updated and added to reflect the adopted changes and will be amended in 
the TSP. 
 

 Gateway and South Waterfront were adopted by ordinance; therefore they have been 
binding, but are now incorporated into the document.  
 

 Cully, Outer-Powell, Division-Midway and Tryon-Stephens were adopted by resolution 
and will be adopted by ordinance through this Comp Plan update process.  
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 Section 9: Master Street Plans 

 

INTRODUCTION 

 

Background 

 
The purpose of the master street plans is to increase the efficiency of the transportation system 
through increased street connectivity and a finer mesh of pedestrian and bikeways. A dense grid 
of streets helps spread local vehicle trips more evenly over the local street network and reduces 
congestion on the arterial system. Studies show that improved local street connectivity improves 
arterial system capacity by as much as 25 percent.   
 
Studies show that distance is one of the most important factors in mode choice. The lack of a 
dense grid of streets and pedestrian/bicycle connections results in out-of-direction travel that is 
particularly discouraging to potential pedestrians and bicyclists. The result is increased use of 
the automobile for trips to nearby (as the crow flies) destinations. Trips need to be relatively 
short and direct to encourage travel on foot or by bicycle.  
 
Good street connectivity improves emergency response times. Police, fire, and ambulance 
services can reach their destinations more quickly because there is less out-of-direction travel. 
Multiple access routes can reduce travel times and provide access options if one route is blocked. 
 
Good local street connections can reduce traffic volumes on other streets by spreading traffic 
over a denser network. With more intersections, traffic also moves more slowly because side 
street traffic and stop signs discourage drivers from speeding. 
 
As properties are subdivided and developed, access needs are met primarily through new 
streets. The City’s local street network has grown over time, as outlying areas became more 
urbanized or older areas are redeveloped. In the past, development was not always required to 
address connections to adjacent areas as well as internal circulation. The result has been large 
areas of the City with poor connectivity, particularly in newer areas where the counties 
previously regulated development.  
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 State Requirements 
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 Section 9: Master Street Plans 

 
State Requirements 

 
Street connectivity must be part of transportation system plans (TSPs) and adopting 
Ordinances. The Oregon Administrative Rule for State Land Use Goal 12, Transportation, 
Section 660-012-0020, Elements of Transportation Systems Plans, requires:  
 

A road plan for a system of arterials and collectors and standards for the layout of 

local streets and other important non-collector street connections.... The standards 

for the layout of local streets shall provide for safe and convenient bike and 

pedestrian circulation necessary to carry out OAR 660-012-045(3)(b).  

 

The State Transportation Planning Rule (TPR) states that the intent of the requirement is to 
provide guidance on the spacing of future extensions and connections along existing and future 
streets that are needed to provide reasonably direct routes for bicycle and pedestrian travel. 
The rule referenced above goes on to state: 
 

On-site facilities shall be provided which accommodate safe and convenient 
pedestrian and bicycle access from within new subdivisions, multi-family 
developments, planned developments, shopping centers, and commercial 
districts to adjacent residential areas and transit stops, and to neighborhood 
activity centers within one-half mile of the development. Single-family residential 
developments shall generally include streets and accessways. Pedestrian 
circulation through parking lots should generally be provided in the form of 
accessways. 

 
The TPR also states that local jurisdictions should establish their own standards or criteria for 
providing streets and accessways consistent with the intent stated above. This may be 
accomplished through standards for spacing of streets or accessways, and standards for 
excessive out-of-direction travel. The TPR defines ‘safe and convenient’ access as being: 
 
● Reasonably free from hazards 
● Meeting the needs of cyclists and pedestrians, considering destination and length of trip 
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Metro Requirements   
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 Section 9: Master Street Plans 

Metro Requirements 
The Metro Council adopted a new the Urban Growth Management Functional Plan (UGMFP) in 
20101996. Functional plans are an important regional policy tool that may contain both 
recommendations and requirements for changes in local comprehensive plans. The UGMFP 
contains specific requirements for street connectivity in Title 6: Regional Accessibilit 
 
 This title has subsequently been superceded by the Regional Transportation Plan (RTP), which 
the Metro Council adopted on August 10, 2000. 
 

 
The Regional Transportation Function Plan (RTFP), adopted in 2010 (Ordinance 10-1241B) and 
updated in 2012  RTP requires jurisdictions to implement two types of street plans:   
 
1. Conceptual street plans that:  
 
Map contiguous areas of vacant and redevelopable parcels of five or more acres planned or 
zoned for residential or mixed-use development 
Identify appropriate connections to adjacent areas 

 Demonstrate opportunities to extend and connect to existing streets, provide direct 
public right-of-way routes, and limit the potential of cul-de-sac and other closed-end 
street designs 
 

2. A street map for new residential or mixed-use development that will require construction 
of a new street(s) that: 
 

● Responds to and expands on the conceptual street plan map 
 
● Provides for street connections no further apart than 530 feet, except where prevented 

by barriers such as topography, railroads, freeways, pre-existing development, or water 
features where regulations do not allow construction of or prescribe different standards 
for streets 

 
● Provides bicycle and/or pedestrian connections when full street connections are not 

possible, no further apart than 330 feet, except where prevented by barriers as noted 
above 

 
● Limits the use of cul-de-sac or closed street systems   
 
● Includes street cross-sections 
 

Conceptual street plans must be adopted as part of local jurisdictions’ comprehensive plans. 
Policy 11.11, Street Plans, in Goal 11B (Chapter 2 of the TSP) includes the objective and map for 
each master street plan. 
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Areas Meeting Connectivity Requirements 
 

 
Existing Master Street Plans 
 

Southwest and Far Southeast 
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 Section 9: Master Street Plans 

Areas Meeting Connectivity Requirements 

 
Many areas of Portland meet the RTP connectivity standards or are not required to have master 
street plans. The district maps in Chapter 2 of the TSP (Maps 11.11.9-11.11.16) show these areas. 
Areas not required to meet connectivity standards include industrial sanctuaries, open space, 
and protected environmental areas. In Portland these are areas zoned IG1, IG2, IH, OS, and p.  
 

Existing Master Street Plans 

 

Southwest and Far Southeast 
 
The City completed master street plans for the Southwest and Far Southeast transportation 
districts in June 2001. These two master street plans satisfy the State and regional requirements 
to identify the location and type of new local street connections. The methodology and criteria 
used to develop the plans are described briefly below. The SW and Far SE Master Street Plan – 
Final Report and Recommendations contains quarter-section level maps and tables that detail 
the recommended connections. The report identifies three objectives to be met: 
 
● Reduce the uncertainty in the development review process regarding when and where new 

street connections will be an issue. 
 
● Provide for better coordination of the local street system development. 
 
● Comply with the mandates of the State Transportation Planning Rule and Regional 

Transportation Plan for street connectivity. 
 
The Southwest and Far Southeast master street plans were developed through a number of 
steps, with mapping associated with each step: 
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Southwest and Far Southeast Master Street plan steps 
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 Section 9: Master Street Plans 

Step One  
● Define blocks in the study area that meet the spacing standard. 

 
● Define areas being excluded (areas where streets are complete or underway; parcels 

zoned as park, open space, or industrial; religious or educational institutions). 
 

Step Two  
● Define remaining areas that have development or redevelopment potential (land value 

greater than improvement value; different Comprehensive Plan and zoning designations; 
two-acre or larger parcels). 

 
● Define development constraints (street spacing not met, but parcels don’t meet 

development potential). 
 

Step Three  
● Define blocks with barriers to connectivity (environmentally constrained). 

 

Step Four   
● Group the remaining areas into focus areas. 
 

Step Five   
● Define locations of new connections. 

 
● Determine specificity of connections – specific points or along a block face). 

 
● Apply type of connection – street or pedestrian/bicycle. 

 
The plan’s recommendations include information about the location, level of alignment 
specificity, type of connection, barriers, presence of environmental zones, traffic impacts, field 
notes, and comments from the public or technical staff. 
 
While the master street plans identify a number of future connections, the absence of a 
connection does not mean a connection is not needed or feasible. All areas within the study 
areas are still subject to relevant policy and spacing standards. 
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Area-Specific Master Street Plans: 
 

 Maps included on the following Proposed Amendment pages are new to the TSP. 
Previously adopted maps are within the existing TSP. 

 
 
Areas Not Covered by Master Street Plans 
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Area-Specific Master Street Plans 

Street plans have been completed, but not adopted into the Comprehensive Plan, for other areas 
of the City over the past several years. Although they are not specifically intended to meet the  

State and regional requirements, they do function as master street plans. These plans cover the 
following areas:  

● Gateway Regional Center
● Airport Way (Columbia Corridor)
● Bridgeton (Northeast district adjacent to Marine Drive)
● South Portland (west end of the Ross Island Bridge)
● South Waterfront North Macadam (Central City)
● River District (Central City)
● Cully Local Street Plan
● Division-Midway Neighborhood Street Plan
● Tryon-Stephens Headwaters Neighborhood Street Plan

Each plan or study is summarized below, along with maps derived from the original documents. 
The street plans are included under Policy 11.11 as part of the City’s Comprehensive Plan. The 
maps have been modified for inclusion in Chapter 2, Goal 11B, of the TSP. 

Areas Not Covered by Master Street Plans 

Master Street plans have not been completed for all or parts of the North, Northeast, Far 
Northeast, Southeast, Northwest, and Central City districts. Other areas were excluded from the 
Southwest and Far Southeast Master Street Plans: the east light rail corridor (102nd to the city 
limits, NE Glisan to SE Stark), the Hillsdale town center, and the West Portland town center. 
Master Street plans for these areas will be completed as refinement plans of the TSP. Until such 
plans are completed, the location and implementation of new street and pedestrian/bicycle 
connections will be governed by Title 17: Public Improvements, and Title 33: Planning and 
Zoning, requirements in City Code. Title 17 regulations govern developing or redeveloping sites 
that do not include a land division, and Title 33 regulations govern developing or redeveloping 
sites that do include a land division. The spacing standards in each title are 530 feet for full 
street connections and 330 feet for pedestrian/bicycle connections where full street connections 
are not feasible. 
Policy 11.11, Street Plans, in Chapter 2 of the TSP contains maps of the areas where master street 
plans have not yet been completed. Master street plans are not required for any parts of these 
areas that meet the connectivity standards. 
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SOUTH WATERFRONT DISTRICT STREET PLAN, CRITERIA AND STANDARDS  
 
South Waterfront plan and development plan updated and adopted in 2009.  
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SOUTH WATERFRONT DISTRICT STREET PLAN, CRITERIA
AND STANDARDS

Background 

In 1996, the Portland City Council accepted the City Engineer’s Report titled North Macadam 
District Street Plan, which identified and classified a street system for the North Macadam 
District. On January 20, 2003, City Council adopted amendments to the Central City Plan and 
updated the District’s special design guidelines and the zoning code. At the same time, City 
Council changed the North Macadam District name to South Waterfront District (the District). 
By authority of the City Engineer under Title 17 City Code, the South Waterfront Street Plan, 
Criteria and Standards was amended in 2007 providing updated design criteria and standard 
details for the District’s public rights-of-way. The 2009 document update amends the North 
District (the area south of Sheridan St and north of Gibbs St) rights-of-way alignment and 
standards to accommodate future light rail and property development, as well as expanded 
streetcar service and bicycle and pedestrian infrastructure.  

The South Waterfront District of the Central City of Portland lies along the Willamette River and 
south of downtown. The district boundaries are the River, Interstate 5, the Marquam Bridge and 
SW Hamilton Court. Adopted City policy envisions this as a mixed-use neighborhood with 
significant residential development along the River and commercial development focused along 
transit corridors. With just over one mile of River frontage the District contains approximately 
140 acres. Some land is developed or being developed and some land is vacant land or has 
redevelopment potential.  

The primary development constraint in the District is transportation access to and from regional 
highway and transit systems. The South Waterfront Plan of January 20, 2003 includes a vision, 
policies and an Urban Design Plan that promotes high density housing and commercial 
development with a full range of businesses that contribute to the region’s job growth. The 
vision also includes frequent public connections to the river, limiting the size and amount of 
surface parking lots, and integrating development and services.  
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SOUTH WATERFRONT DISTRICT STREET PLAN MAP  
 
A new design standard for maps in the TSP is being developed.  All maps will be redesigned for 
continuity throughout the TSP, including the Master Street Plan maps. 
 
As of September 2015 PDC and PBOT are working together on refinements to the South 
Waterfront street plan, specifically around the location and deign of portions of SW Bond 
Avenue that has not been developed yet.  
 
Since the adoption of the plan a number of infrastructure improvements such as parks and 
roads have been implemented that could alter the map. During this stage of the update the 
map as adopted in 2009 will stay in the document as is. Future updates will reflect 
current/updated street grid and infrastructure improvements.   
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South Waterfront District Street Plan (cont.)  
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In 1998 the North Macadam District Street Design Standards and Criteria Plan: Transportation 
Report considered and analyzed South Waterfront’s limited access and adjacency to I-5 and 
Ross Island Bridge ramps. The analysis included the three district portal intersections: River 
Parkway and Harbor Drive (north), Curry and Macadam (center) and Bancroft and Macadam 
(south). The analysis was based on the District’s 20-year goals for accommodating 10,000 jobs 
and 3,000 housing units and a 30 percent mode split. The housing goal has since been increased 
to 5,000 units.  
 

Conclusions were:    
● Bancroft and Macadam portal improvements would accommodate traffic growth and 

transit access at acceptable levels of service. South Waterfront (North Macadam District) 
became part of the Central City in 1988. 

 

● Moving the central portal from Gibbs to Curry and improving the Curry and Macadam 
intersection would better accommodate traffic operation, growth and access from I-5 to 
the District.    

 

● As the District’s growth nears 10,000 jobs and 5,000 housing units, portal access will 
degrade and as a result function at a marginally acceptable level. 

 

● River Parkway and Harbor Drive would operate at acceptable levels although backups on 
I-5 and Naito Parkway could interfere with operations on a more frequent basis in the 
future.  

 
The 1998 transportation analysis demonstrated that while the District will experience increased 
congestion over time, the portal capacity with the identified portal improvements and increased 
transit service should continue to provide acceptable levels of service to the District and the 
regional transportation system.  
 

Since the 1998 report, plans for portal improvements have been altered. Through the South 
Portal Study, conducted in 2006, the recommended south portal shifted south to Hamilton St 
and Macadam. In addition, the planned central portal improvements at Curry have been scaled 
back and north portal improvements at River Parkway and Harbor Drive have been added. In 
fact, in 2009 the Portland Bureau of Transportation updated the technical analysis through the 
North Macadam Transportation Development Strategy (resolution no. 36696 adopted April 8, 
2009). The report identified multi-modal project priorities and a funding strategy to guide 
project implementation necessary to support continued development of the urban renewal area, 
including portal improvements.  
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South Waterfront District Street Plan (cont.)  
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The 2007 update of the South Waterfront District Street Plan, Criteria and Standards primarily 
responded to development in the Central District and completion of infrastructure projects, 
including the Portland Streetcar extension to Lowell St and the Portland Aerial Tram to Oregon 
Health Sciences University. Transportation studies, such as the 2004 South Waterfront District 
Transportation Improvements Evaluation and 2006 South Portal Study had also been 
completed. Major updates included changes to the street lighting design standards, certain 
street furniture standards, and the modification of the street plan based on the 
recommendations of the South Portal Study and the new Greenstreet Policy (resolution no. 
36500 adopted in April of 2007). Other changes included modest refinements to various street 
dimensional standards developed through preliminary engineering and construction of these 
streets and to refinements of various performance criteria. Overview South Waterfront  
 

2009 Update 
Since the 2007 update, the City of Portland has endorsed the locally Preferred Alternative (LPA) 
for the Portland to Milwaukie Light Rail alignment. This alignment extended light rail south into 
the North District and include bus service and streetcar utilizing the same alignment. In 
addition, the OHSU Schnitzer Campus master plan and the North Macadam Transportation 
Development Strategy report, with a prioritized list of multi-modal projects and a funding 
strategy, have been completed. These activities generated the need to refine and update various 
elements of the Street Plan. Major updates include changes to the street alignments and 
designations in the Concept Street Plan Map, updates of some street widths in the Right-of-
WayWidth Map changes to street descriptions in the Street Classification and Function Table, 
and adjustments to the Standard Street Sections.  
 
Specific changes made to the Concept Street Plan map are as follows:    

● Bond Ave extends north through the District.  
● Bond Ave is one-way northbound through the District.    
● Moody Ave is one-way southbound for vehicular traffic through the District; and one-

way southbound for streetcar south of Woods St.    
● Moody Ave remains two-way streetcar north of Woods St.    
● Moody Ave includes a two-way bike path along the west-side to minimize bike/streetcar 

interactions.    
● The grades of Moody Ave and Porter St are raised to a level consistent with the 

Willamette River Crossing Partnership findings necessary for light rail.    
● Porter St carries light rail, streetcar and bus in two directions only; private vehicles are 

not accommodated on this street.    
● River Pkwy (south of the Marquam Bridge) terminates at Woods St.    
● Alignments are adjusted for local east-west streets north of Gibbs St.    
● “Special Design Area” beneath the Ross Island Bridge has been relocated to reflect the 

location of the potential active-use park.   Grover St is aligned on either side of the Ross 
Island Bridge.  
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South Waterfront District Street Plan (cont.) 
North Macadam Street Plan deleted and replaced by South Waterfront District Street Plan
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The North Macadam Street Plan was developed by the Portland Office of Transportation 
(PDOT) and accepted by City Council as part of the City Engineer’s report on November 12, 1996 
(see North Macadam District Planning, Chapter 12). Planning efforts continued to refine 
regulations and guidelines developed for North Macadam. On November 13, 2002, City Council 
passed Resolution 36111 and Ordinance 177082 adopted the South Waterfront (previously North 
Macadam) Plan, Zoning Code, and Design Guidelines.  
 
As part of Council’s adopting actions, the Office of Transportation was directed to  
 

work with Environmental Service, Planning, Portland Development 
Commission and other relevant agencies to update the Street Plan for North 
Macadam, including updates to the Transportation Element of the 
Comprehensive Plan, the street plan maps, street standards and street plan 
principles, to be consistent with the policies and Transportation Concept of the 
North Macadam Plan, and return to City Council for review and acceptance no 
later than January 20, 2003. 

 
On February 26, 2003, PDOT issued an “Interim South Waterfront Street Plan” to address the 
immediate need of an updated street plan with the acknowledgement that additional work was 
needed to address street standard details, allow for community review, and solicit advice from 
the Design Commission. 
 
In response to the Portland-Milwaukee Light Rail Project, the re-aligment of Water Avenue, the 
Clinton the the River Project and the North Macadam Transportation Development Strategy, a 
revised South Waterfront District Street Plan was adopted in November 2009 by Resolution 
36753. The new plan and revsioins to projects were adopted by Ordiance 185208 in 2011. 
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South Waterfront District Street Plan (cont.) 
North Macadam Street Plan deleted and replaced by South Waterfront District Street Plan  
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Street Plan, Criteria and Standards 

 
The South Waterfront District Street Plan, Criteria and Standards document was accepted by 
City Council on October 29, 2003. The document includes a Right-of-Way plan that focuses on 
the Willamette River, land use and open space network. It creates a balanced multimodal 
transportation system with east/west streets providing pedestrian circulation and service access 
while north/south streets provide transit, pedestrian, bike and vehicular mobility within the 
district. East/west streets are comprised of local and enhanced pedestrian streets that are 
regularly spaced and provide convenient access from north/south streets to businesses and 
residences.  
 

 
Frequently spaced Enhanced Pedestrian Streets provide additional sidewalk widths and 
pedestrian-scale street lighting. East/west streets also extend to the river through green 
accessways to provide connectivity throughout the district.  
 
The document also includes street plan principles, such as block sizes of no less than 200 feet 
and no greater than 500 feet, to promote a walkable and accessible pedestrian environment. The 
block system will also provide an opportunity to appropriately distribute traffic throughout the 
District consistent with new street classifications. 
 
 
 

Street Classifications 

 
The South Waterfront District Street Plan, Criteria and Standards document includes new street 
classifications for many of the existing and new streets in the District. All streets are classified 
based on the seven different street classifications in the Transportation Element of the 
Comprehensive Plan. Enhanced Pedestrian Streets and Green Accessways describe the look of 
certain streets rather than their function. The streets also have a classification within the 
Pedestrian classification system of the Transportation Element of the Comprehensive Plan.  
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Replace old Map 11.11-1 with new Concept Street Plan map on page 19. 
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(REMOVE OLD MAP BELOW) 
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GATEWAY REGIONAL CENTER STREET PLAN 
 
Working with PDC the Gateway Master Street Plan was updated in the Central area in 2009. It was 
adopted by Ordinance which made the changes binding. The TSP document has not been updated since 
2007. The new language and the map reflect the adopted Central Gateway Street Plan.  
 
Although the Gateway Master Street Plan was updated through a public process, it has been difficult to 
get new streets in the district. PDC is working with City bureaus on an Action Plan in Gateway to help 
address some of these issues.  
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GATEWAY REGIONAL CENTER STREET PLAN 

 

Background 

 
The 2040 Growth Concept identifies the Gateway regional center as the only regional center in 
Portland. Planning for Gateway began with the Outer Southeast Community Plan and continued 
with the Opportunity Gateway Concept Plan and Redevelopment Strategy. City Council accepted 
Opportunity Gateway in February 2000 (Resolution No. 35867). The Outer Southeast 
Community Plan resulted in a plan district and transit-supportive zoning 
 
The Central Gateway portion of the Gateway District Master Street Plan was amended in 2009. 
This amendment was based on a recommendation in the Central Gateway Redevelopment 
Strategy, which was adopted by the Portland Development Commission in August 2007. The 
Central Gateway Redevelopment Strategy concluded that the street plan for Central Gateway 
should be updated, with the goal of increasing connectivity in Central Gateway, providing 
greater certainty to developers about street requirements and opening up parcels to 
redevelopment. 
 

Street Connectivity 

 
A discontinuous network of streets and sidewalks, high volumes of through-traffic, and 
underutilized property characterize Gateway regional center. Access to the transit stations in 
Gateway’s northwest corner and at 102nd and Burnside is problematic. Discontinuous streets 
discourage walking and bicycling, resulting in significant out-of-direction travel for all modes.  
 
Increasing street connectivity would disperse trips among many alternate routes, thereby 
reducing congestion, shortening trip lengths, and increasing the mode split for alternatives to 
the automobile.  
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GATEWAY REGIONAL CENTER STREET PLAN (cont.) 
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Concept Plan Map 

 
The Opportunity Gateway Concept Plan and Redevelopment Strategy is intended to serve as the 
‘appropriate vision’ for the redevelopment of Gateway as a regional center. The concept plan 
map is a picture of the regional center’s redevelopment potential and build-out in 2019. While 
the plan map affixes buildings and parks to specific locations, the reality is that new 
construction will appear somewhat differently. While new streets and connections are identified, 
they are also subject to change to respond to development opportunities. The Opportunity 
Gateway report states: “It is rigid enough to be a statement of what is and is not desirable in the  
Regional Center, and flexible enough to be useful even as redevelopment circumstances change.” 
The map graphically depicts the vision described in the report.  
 
The concept plan map calls for a traditional block configuration, which will help unify the 
regional center’s character. Some of the proposed new connections would greatly change 
existing circulation patterns. Northeast Multnomah between Fred Meyer’s and Mervyn’s at the 
Gateway Shopping Center is shown as a fully functional street, intended to help disperse traffic 
associated with the transit center. In the southern part of the regional center, several new public 
streets are shown in the Mall 205 and Plaza 205 properties, breaking up what are now large 
expanses of parking. Pedestrian pathways connect important routes and destinations where full 
streets are not possible or appropriate, such as between SE 105th and the Adventist Medical 
Center. 
 
As the major north-south arterial, 102nd Avenue is the spine of the district and is targeted for 
improvements for all modes. Changes to 99th Avenue would allow it to act as an additional 
north-south carrier, improving access for development projects and creating a new local identity 
the length of the district. Major east-west streets (Stark/Washington, Halsey/Weidler, Burnside, 
and Glisan) will continue to carry significant volumes of through-traffic. Better local north-south 
street connections will link the two main large shopping areas together, and improved 
connectivity will be provided within each of these shopping areas.   
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GATEWAY REGIONAL CENTER STREET PLAN (cont.) 
 

A new design standard for maps in the TSP is being developed.  All maps will redesigned for 
continuity throughout the TSP, including the Master Street Plan maps.  
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GATEWAY REGIONAL CENTER STREET PLAN (cont.) 
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Central Gateway Street Plan 2009 
 
The Central Gateway Master Street Plan revision was developed to provide flexibility for 
connections while maintaining larger parcels for redevelopment, recognizing existing parcel 
lines, provide connections on the local network without altering the district or neighborhood 
collectors and to foster redevelopment in the City’s only regional Center. Criteria was 
established for consideration in the proposed plan. Other goals of the plan included aligning 
streets on parcel boundaries for shared investment in right-of-way improvements; consider 
common or multiple parcel ownership; minimize parcel impacts and maintain reminder parcels; 
preserve some large parcels or contiguous ownership parcels; discourage cut-through traffic 
while providing access; discourage off-set intersections; consider potential spacing of crosswalks 
or signals. 
 
With these criteria and goals, a revised street plan for Central Gateway was developed. The 
revised street plan provided needed multi-modal connections within the Central Gateway area 
without changing the function of the major traffic streets and collectors surrounding the area, 
such as 102nd Ave., Glisan, Burnside, and Stark. 
 
Characteristics of the revised street plan: 
East-west connections between 97th Ave. and 102nd Ave. on Flanders St. and Davis St. North-
south connection on 100th Ave. between Oak St. and Burnside and also between Oregon St. and 
Pacific St.  
 
North–south connection on 101st Ave. between Stark St. and approximately Flanders St., 
improving multi-modal access to the light-rail station on 102nd and Burnside.  
Internal connection on Oregon St. approximately Hoyt St., Coach St., and 101st Ave.  
 
Vacating portions of 97th Ave. to allow developable parcels near I-205. This would continue to 
allow multi-modal access to the parcels.  
 
Maintaining existing large parcels for development and redevelopment while also providing 
public bicycle and pedestrian access ways. Large parcels would have the option to have public 
bike and pedestrian access ways on the site rather than full streets, as was required in the prior 
master street plan. Public bike and pedestrian access ways will be required on certain blocks 
such that spacing of public connections shall be no more than 330 feet where full street 
connections are more than 530 feet.  Additionally, pedestrian connections would be required 
throughout Central Gateway.  
 
Because large parcels were maintained for development and redevelopment, the revised street 
plan does not include some of the proposed streets that were in the previous in the street plan 
for the Gateway District. These include: 
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GATEWAY REGIONAL CENTER STREET PLAN (cont.) 
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Extension of Oregon St. between 97th Ave. and 98th Ave. However, the revised street plan 
proposes to keep the Irving St. alignment as existing between 97th Ave. and 100th Ave., whereas 
the prior plan showed this segment as vacated. 
 
Full street connection of Hoyt St. between 97th Ave. and 104th Ave. 
 
Full street connection of roughly the Davis St. alignment between 97th Ave. and 103rd Ave. The 
revised street plan proposes that some portions of the alignment would be full street while other 
portions would be pedestrian connection. 
 
Extension of 101st Ave. between Washington St. and Pacific St. The revised street plan proposes 
a mix of full streets and pedestrian connections on some portions of the 101st Ave. alignment. 
Other portions of the alignment would not have connections. Unlike as in the prior plan, the 
revised street plan does not intend for 10st Ave. to become a neighborhood collector. Rather, 
99th Ave. would be a through street, with 100th Ave. also providing significant connectivity.) 
Extension of 100th Ave. between Oak St. and Washington St. (The revised street plan does not 
include any connectivity at this location. Vehicles, pedestrians, and bicycles could access the 
area from connections at 97th Ave., and 101st. 
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Replace old Map 11.11-3 with new Master Street Plan map on page 35. 
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(REMOVE OLD MAP BELOW) 
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Cully Neighborhood Local Street Plan (2012) 
A new design standard for maps in the TSP is being developed.  All maps will redesigned for 
continuity throughout the TSP, including the Master Street Plan maps. 
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Cully Neighborhood Local Street Plan (2012) 

 

The Cully Commercial Corridor and Local Street Plan was adopted by Resolution 36952 in 

August 2012. Its development was funded by a Transportation Growth Management Grant from 

the Oregon Department of Transportation. Its recommendations were also influenced by the 

Portland Plan (April 2012) which had recommendations related to alternative right of way 

improvements, developing new options for unimproved rights-of-way and accelerating the 

creation of safe pedestrian connections. The Cully Neighborhood Local Street Plan identified 

new street or pedestrian/bicycle connections to improve street connectivity and address gaps in 

transportation networks.  
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FAR SOUTHEAST PORTLAND MASTER STREET PLAN 
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FAR SOUTHEAST PORTLAND MASTER STREET PLAN 

 

Study Area 

 
The Far Southeast Portland Master Street Plan includes nearly all of the Far Southeast 
Transportation District, from I-205 east to the City limit, and from Burnside south to the City 
limits. Some portions of this area are excluded from the plan: the Gateway regional center 
because a street plan already exists, and Burnside light rail station areas (102nd to 162nd, 
NE Glisan to SE Stark), where master street plans will be completed as part of TSP refinement 
plans.  
 

Land Use 
 
The Far Southeast is predominantly in residential use, with interspersed commercial/retail uses. 
Commercial/retail uses are located in strip commercial development along arterials such as 
122nd and Division or in malls such as Mall 205 or the San Rafael Shopping Center. Institutions, 
such as colleges, hospitals, and schools, can create barriers, but offer limited opportunities for 
street connections. Cemeteries and parks also occupy significant tracts of land in the district. 
There are only a few pockets of industrial uses, principally near the Lents town center. 
 

Zoning 
 
The Far Southeast Master Street Plan Study area includes virtually all of the various City 
commercial zones, except some designed specifically for the Central City. The area includes 
nearly all the residential zones, excluding only the most dense zones. The employment and 
industrial zoning currently in place is confined primarily to the southern edge of the district. 
Significant tracts of open space zoning exist, with Powell Butte the largest. Environmental 
overlays are applied to areas with steep slopes and near streams and wetland areas, principally 
in the southeast portion of the district. 
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FAR SOUTHEAST PORTLAND MASTER STREET PLAN (cont.) 
 
2040 Focus Areas - deleted 
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Area Character 
 
Terrain and the density of development largely determine the area’s character. Some less 
developed areas display a rural appearance, with open fields and large out-buildings. The 
majority of the district has a more suburban appearance, with large tracts of single-dwelling 
homes on medium to large lots. Some areas display a more urban character, with smaller lots 
and buildings closer to the street. Steep slopes with numerous streams and gullies are located in 
the southern portion of the area, along Johnson Creek and in Pleasant Valley. 
 
Long-term county stewardship, along with recent population growth, has resulted in relatively 
few public streets in some areas, and large redevelopable parcels of land. Many of the area’s 
local service streets and collectors are not fully improved. The lack of sidewalks results in a 
street system that is not particularly pedestrian friendly. The lack of public streets contributes 
significantly to out-of-direction travel patterns, and very wide major arterials carry many local 
trips as well as through-trips. 
 
Issues and Constraints 

 

Barriers (such as terrain, streams, and existing development) will continue to limit a connected 
street system, including bicycle/pedestrian accessways, in Far Southeast Portland.  With 
expected increases in the number of households and dwelling units in the area, however, 
completion of the local street system will be needed even more to provide multimodal access to 
areas of new development and from those areas to neighborhood activity centers, transit, and 
arterials.  

2040 Focus Areas 
 
The regional 2040 Growth Concept identifies a number of design types in Far Southeast 
Portland: the Gateway regional center (including two light rail stations); the Lents town center; 
the light rail station communities at 122nd, 148th, and 162nd; and main street segments on 
Division and 122nd. The master street plan developed for Gateway through the Opportunity 
Gateway process is described later in this chapter. The vast majority of the area in the Lents 
town center east of I-205 meets connectivity standards or is in industrial zoning. A master street 
plan for the light rail corridor will be the subject of a refinement plan for the TSP. The main 
street areas are included in the Far Southeast District Master Street Plan. 
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FAR SOUTHEAST PORTLAND MASTER STREET PLAN (cont.) 
 

Map 11.11.7  
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Outer Powell Blvd Conceptual Plan Design (2012)  
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Outer Powell Blvd Conceptual Plan Design (2012) 

The City of Portland Bureau of Transportation, in coordination with the Oregon Department of 
Transportation (ODOT), developed a conceptual design plan for Outer SE Powell Blvd. from the 
I-205 to SE 174th Ave (city limits). This stretch of SE Powell Blvd is designated State Highway 
No. 26. Therefore, ODOT has jurisdiction along SE Powell Blvd. 

The plan addressed the needs for Outer Powell Blvd in a 20-year time frame. The plan identified 
improvements and right-of-way width needs that will allow Outer SE Powell Blvd to serve 
vehicle traffic movement while also improving the safety, accessibility and the aesthetic 
environment for pedestrians, cyclists and transit riders. The Outer Powell Blvd Conceptual Plan 
Design was adopted by Resolution 36931 in February 2013.  

A component of the plan was improving local connectivity around Powell Blvd. A Local Streets 
and Access-ways Report identified additional connections in the area.  

Six types of connections were identified in the Local Streets and Accessways Report. 

Separated In-Roadway Bicycle Facilities. Facilities that separate the bicycle travel lane from the 
motor vehicle lane with striping or a physical barrier. Examples are a standard bike lane, 
buffered bike lane, and cycle track.  

Bicycle Boulevards/Advisory Bike Lanes. Facilities on low traffic volume streets where through 
movements of bicycles is given priority over motor vehicles Advisory bike lanes include dashed 
bike lane striping and single motor vehicle lane. Vehicles are allowed to enter bike lanes to pass 
each other.  

Pedestrian and Bicycle Pathways. These facilities are outside of the roadway right-of way and 
fully separated from the roadway. 

Street Connections. New local streets built to City standards. Sidewalks accommodate 
pedestrian travel and bike travel share the roadway with vehicles. 

Pedestrian and Bicycle Crossings. Two types of crossings were identified. The first type is 
provided by the existing traffic signals. New signals were not recommended. The second 
crossing type is shown at generally desired locations between signalized intersections. Specific 
design treatments were not determined (e.g. pedestrian refuge island, HAWK signal, etc.)  

Potential Street Realignment. Opportunities to realign existing streets through future 
redevelopment. The objective is to align intersections on opposite sides of Powell Boulevard to 
improve pedestrian crossings or access to transit stops. 
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Division-Midway Neighborhood Street Plan 
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Division-Midway Neighborhood Street Plan  

(Adopted by Resolution No. 37157 October 15, 2015) 

The Portland Bureau of Transportation (PBOT), in partnership with the Portland Bureau of 
Planning and Sustainability and Oregon Department of Transportation (ODOT), developed the 
Division-Midway Neighborhood Street Plan. The Division-Midway Neighborhood Street Plan 
was developed to help improve local street and pathway connectivity in several East Portland 
neighborhoods. The project area is centered on SE Division Street, a designated “Main Street” in 
the Metro Region 2040 Growth Concept Plan and the study area was bounded by SE 112th Ave, 
SE 148th Ave, SE Stark and SE Holgate and includes portions of the Hazelwood, Mill Park, 
Centennial and Powellhurst Gilbert neighborhoods. 

Goals and Objectives: The overall goal is to develop a Neighborhood Street Plan that can better 
increase street connectivity and multi-modal travel options within the project area. Objectives: 

● Establish a more connected local street and path network 

● Create safer walking and bicycling routes to neighborhood destinations, transit and the 

regionally designated SE Division Main Street 

● Define the range of options for improving local streets, including use of Portland Street 

By Street design options. 

● Inform future improvements to be built over-time by property owners, developers and 

the City. 

 

The Street Plan identified implementation methods for introducing new street and pathway 
connections and options for improving deficient local streets. The plan recommended adding 
New Future Public Connections across Existing Private Property.  
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A new design standard for maps in the TSP is being developed and all maps will redesigned for 
continuity throughout the TSP, including the Master Street Plan maps. 
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Ord. 188177, Vol. 1.1.F, page 870



 

Commentary 
 

 

54 

 

Tryon-Stephens Headwaters Neighborhood Street Plan (2015) 
 
A new design standard for maps in the TSP is being developed.  All maps will redesigned for 
continuity throughout the TSP, including the Master Street Plan maps. 
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Tryon-Stephens Headwaters Neighborhood Street Plan  

(Adopted by Resolution No. 37162, November 2015) 

The Portland Bureau of Transportation (PBOT) and the Portland Bureau of Environmental 
Services (BES) developed the Tryon-Stephens Headwaters Neighborhood Street Plan to create a 
strategy to complete the transportation network and stormwater system within the study area. 
The Tryon-Stephens plan provides a strategy for enhancing neighborhood access to local 
destinations by looking comprehensively at street and drainage issues. The Tryon-Stephens 
Street Plan sets a framework for tailoring improvements to individual streets based on the 
adjacent land use, street character, and natural setting.  

The plan recommends modifying the City of Portland’s Southwest Master Street Plan (2001) to 
add future local street/pathway connections in two locations within the study area, as shown on 
the following map (page 52 of the Tryon-Stevens plan). Recommended new connections are in 
the Hillsdale neighborhood linking SW Nevada Court to SW Vermont Street between SW 26th 
Avenue and Capitol Hill Road, and in the Markham  Neighborhood linking SW Marigold Street 
between SW 23rd and SW 26th Avenues. 
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This section (North Macadam District) is redundant and is replaced by the South Waterfront 
Street Plan earlier in this chapter.   
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North Macadam District Street Plan 
Background 

 
The North Macadam District boundaries are the Willamette River, I-5, the Marquam Bridge, 
and SW Hamilton Court. The district comprises approximately 128 acres, most of which is a 
largely undeveloped area that needs significant transportation improvements as it develops into 
a mixed-use neighborhood. As part of the Central City, the North Macadam District is included 
in the Central City Transportation Management Plan (CCTMP), adopted by City Council on 
December 6, 1996 (Ordinance No. 169535).  
 
The North Macadam District was historically an industrial area, with large areas devoted to ship 
and barge building, warehousing, and manufacturing. Most of these uses are now gone. The 
North Macadam Urban Renewal Plan, adopted by City Council on August 11, 1999 (Ordinance 
No. 173651), furthers and encourages redevelopment of the area. 
 
City Council accepted the North Macadam Street Plan on November 13, 1996 as part of the City 
Engineer’s report and recommendations on streets in the district. The plan is intended to 
“assure an urban form emerges in the North Macadam District that supports high-density 
development and increases the access and mobility opportunities for pedestrians, transit 
patrons and bicyclists.” 
 

Street Connectivity 

 
The existing street system is a remnant of an industrial road and access network that connected 
various uses and functions within large areas of industrial development, with no defined 
circulation system. Much of the area lacks streets; where streets do exist, the network is 
fragmented and incomplete. The development of the I-5 freeway in the early 1960s further 
isolated the area, and limited road access opportunities occurred only on the north and south 
ends of the district. 
 
Additions to the existing street grid system will significantly improve connectivity and 
distribution for internal auto trips and auto trips either beginning or ending in North Macadam. 
New pedestrian facilities--including sidewalks, new pedestrian/bicycle accessways to the 
Willamette Greenway, and at least one new pedestrian and bicycle bridge across I-5 will greatly 
enhance local circulation and access. These pedestrian and bicycle improvements will also 
improve access to transit service and increase mode split for alternatives to the automobile. 
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This section (North Macadam District) is redundant and is replaced by the South Waterfront 

Street Plan earlier in this chapter.   
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Concept Plan Map 

 
The North Macadam District Street Plan map provides a balanced transportation system that 
uses three primary multimodal streets for north and south travel and extends the existing grid 
from the west, eastward to the Willamette River. Each street serves a specific function and 
provides choices for pedestrian, bike, and transit mobility and access throughout the district. 
The plan also provides opportunities for even traffic distribution within the district, using 
integrated traffic control techniques such as narrow travel lanes, curb extensions, traffic circles 
with public art, and rotaries to avoid shortcuts and through-traffic on local streets. 
 
Southwest Bancroft, Gibbs, Sheridan, and Moody provide multimodal access into the district. 
Southwest Bond and Moody (realigned to meet Bond) provide the major north-south auto and 
transit access through and within the district. Southwest River Parkway provides pedestrian-
oriented north-south access within the district, from SW Lowell to SW Moody, via SW Sheridan. 
In the southern half of the district, SW Moody continues to serve local north-south auto access, 
from SW Gibbs and back to SW Macadam, south of Bancroft. 
 
East-west streets north of the Ross Island Bridge extend between SW Moody and SW River 
Parkway, providing local access. South of the Ross Island Bridge, SW Gibbs, Curry, and Gaines 
extend between SW Macadam and River Parkway, providing local access and access to SW 
Macadam for non-local trips. Southwest Abernethy also connects with SW Macadam. The east-
west streets are extended east from SW River Parkway via pedestrian and bicycle accessways to 
the Willamette Greenway, providing additional local access and access to the Greenway Trail.  
 
Planning for North Macadam continues, including a revised street concept map.  
 

 

 

 

 

  

Ord. 188177, Vol. 1.1.F, page 876



 

Commentary 
 

 

60 

 

The following Master Street Plans, which are not included in this Section, are not proposed for 

amendment and description and map for each will be carried forward into the 2035 

Transportation System Plan: 

 Bridgeton 

 Airport Way 

 River District 

 Southwest District 

 Ross Island Bridge 

 St. Johns Town Center 

 South Portland Circulation Study 

 Multnomah County Unincorporated Urban Pockets 
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(IN ADDITION THE TSP RETAINS THE FOLLOWING ADOPTED MASTER STREET PLANS) 

 

 
Bridgeton Neighborhood Street Plan  
 
Airport Way Street Plan 
 
River District Street Plan 
 
Southwest District Master Street Plan 
 
South Portland Circulation Study 
 
St. Johns Town Center Master Street Plan  
 
Multnomah County Unincorporated Urban Pockets  
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This chapter recommends new or updated system-wide performance measures consistent with 
comprehensive plan goals and policies and performance targets in other adopted plans, including the 
Portland Plan, Climate Action Plan, and Regional Transportation Plan (RTP).   
 
There are three phases to updating performance measures.  The first phase includes updates 
recommended by the Planning and Sustainability Commission (PSC) in this document.  Commentary on 
phase one appears on this page.  Commentary on phases two and three appears on page 4. 
 
The performance measures recommended by the PSC are intended to implement Policy 9.49 
Performance Measures in the 2035 Comprehensive Plan Recommended Draft.  The PSC recommended 
that the City adopt performance targets for: 

 Daily vehicle miles traveled per person and commute trips by mode (language is from the 
Portland Plan and Climate Action Plan); 

 Daily mode share by geographic “pattern area” (the comprehensive plan includes five pattern 
areas, each with different levels of street density and connectivity); 

 Transportation-related carbon emissions (a climate pollution measure); 

 Auto ownership in new mixed use households (to reduce parking demand and parking impacts, 
as well as to increase walk, bike, and transit trips). 

 
Comments on TSP Amendment performance targets on page 3:  

 Staff recommends changing the reference in objectives 9.26.a and 9.26.d from level of service Table 
11.1 to Figure 9-4, the Interim Regional Mobility Policy adopted by City Council on June 15, 2016. 

 The PSC, supported by PBOT staff, directed staff to develop (a) “trips avoided” mode share target(s), 
which will occur in phase 2 (TSP Stage 3). 

 The daily mode share targets could be used as approval criteria for development review, e.g. 
Transportation Demand Management plans and parking management plans. 

 Initial modeling results show the combination of comprehensive plan land use projections and 
Transportation System Plan investments and policies closer to achieving 2035 daily targets than 
commute targets.  Additional analysis is being conducted in phase 2 to determine whether to 
recommend changing commute mode share targets. 

 Plan district and/or traffic district and Central City subarea targets will be evaluated in TSP stage 3. 

 To achieve the mixed use building auto ownership target we will likely need to require new 
development to provide Transportation Demand Management financial incentives and implement 
paid on-street parking in many centers and corridors. 

 
Achieving the non-SOV mode share target is critical to achieving several citywide goals, including: 

 Traffic: volumes, congestion, and delay would rise sharply on both City and ODOT facilities if trip 
growth is not primarily by transit, bicycling, and walking; 

 Equity: low and moderate income residents and employees are the least able to afford expensive 
vehicle, fuel, insurance, and parking costs.  

 Opportunity Access: lower and moderate income and disadvantaged residents benefit most from 
transit, bicycling, and walking improvements that provide safe and convenient access to jobs, 
schools, and other daily needs; 

 Climate: achieving Climate Action Plan targets depend on achieving mode share targets;  

 Health: increasing physical activity to decrease health problems depends on significantly more 
people walking and bicycling to meet daily needs. 
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OBJECTIVES 9.26.A-J (Formerly TSP Objective 11.13, New Classification A-J) 
 
 
9.26.a.  Maintain acceptable levels of performance on state facilities and the regional arterial 

and throughway network transportation system, consistent with Table 11.1 Figure 9-4 the 
interim standards in Table 9.2, in the development and adoption of, and amendments to, the 
Transportation System Plan and in the legislative amendments to the Comprehensive Plan 
Map. 

 
9.26.b. Use level-of-service, consistent with Table 9.1, as one measure to evaluate the adequacy 

of transportation facilities in the vicinity of sites subject to land use review. 
 
9.26.d.  In areas identified by Metro that exceed the level-of-service in Table 11.1 Figure 9-4 

Table 9.2 and are planned to, but do not currently meet the alternative performance criteria, 
establish an action plan that does the following: 

 

 Anticipates growth and future impacts of motor vehicle traffic on multimodal travel in 
the area 

 Establishes strategies for mitigating the future impacts of motor vehicles 

 Establishes performance standards for monitoring and implementing the action plan. 
  
9.26.g. By 2035, reduce the number of miles Portlanders travel by car to 11 miles per day on 

average and 70 percent of commuters walk, bike, take transit, carpool, or work from home at 
approximately the following rates:  

Walk  7.5% 
Bicycle  25% 
Transit  25% 
Carpool 10% 

 
9.26.h. By 2035, increase the mode share of daily non-drive alone trips to 70% citywide and to 

the following in the five pattern areas: 
  Central City                   87% 
  Inner Neighborhoods  71% 
  Western Neighborhoods 65% 
  Eastern Neighborhoods    65% 
  Industrial and River   55% 
 
9.26.i. By 2035, reduce Portland’s transportation-related carbon emissions to 50% below 1990 

levels, at approximately 934,000 metric tons. 
 

 
9.26.j. By 2025, increase the percentage of new mixed use zone building households not owning 

an automobile from approximately 13% (2014) to 25%, and reduce the percentage of 
households owning two automobiles from approximately 24% to 10%. 
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The second phase of performance measure updates will occur in TSP Stage 3 (2016-2017).  This includes 
updating the system level performance measures required for compliance with the Regional 
Transportation Plan.  Three of the system level measures required by the RTP were recommended in 
phase one (non-SOV daily mode share; walking, bicycling, and transit mode shares; and VMT/capita, see 
page 3 for details).  In addition, the RTP requires the TSP also include performance measures for the 
following: 

 Safety 

 Mobility 

 Congestion 

 Freight reliability. 
 
Modeling results from the PSC-recommended comprehensive plan show us falling short of meeting the 
70% commute mode share target in the Portland Plan and Climate Action Plan.  Performance measures 
phase two will also include: 

 Developing a “trips avoided” mode share target; 

 Determining whether to recommend reducing the commute mode share target. 
 
The third phase of performance measures updates could include: 

 Alternative performance measures for congestion “hot spots” identified in the TSP 
Recommended Draft Section 12: Refinement Plans and Studies “Projected ODOT “Hot Spot” 
Locations;” 

 System-level measures for health, economic benefit, and/or equity that build on the TSP Project 
Evaluation Criteria; 

 Adapting the system-level measures for corridor analysis and/or development review. 
 
Level of Service (TRN 10.27) Update 
 
PBOT received multiple public comments supporting shifting from a vehicle-based level of service (LOS) 
standard to a multimodal standard. 
 
PBOT Development Permitting and Transportation Planning are collaborating to update our basis of 
counting trips and travel mode associated with development types.  New methodology will set a 
progressive foundation in acknowledging and appropriately assigning development impacts 
regarding pedestrian, bicycle, transit, and motor vehicle trips and relate them to Level of Service, 
system-based, and traffic impact analyses. The update, starting in 2016, is projected to produce a 
multimodal traffic impact analysis and mitigation methodology for use in establishing Transportation 
System Development Charges (TSDC’s) and perhaps for development review.  It will occur in 
coordination with, though outside of, the Transportation System Plan update.  
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Figure 9-4. Table 9-2. Interim Deficiency Thresholds and Operating Standards 
Location Standards 

Mid-Day One-
Hour Peak* 

PM 2-Hour Peak* 

1st Hour 2nd Hour 

Central City, Gateway, Town Centers, 
Neighborhood Centers, Station Areas 

.99 1.1 .99 

I-84 (from I-5 to I-205), I-5 North (from Marquam 
Bridge to Interstate Bridge, OR 99-E (from Lincoln 
St. to OR 224), 
US 26 (from I-405 to Sylvan Interchange),  
I-405 

.99 1.1 .99 

Other Principal Arterial Routes .90 .99 .99 

 
*The demand-to-capacity ratios in the table are for the highest two consecutive hours 
of the weekday traffic volumes. The mid-day peak hour is the highest 60-minute period 
between the hours of 9 a.m. and 3 p.m. The 2nd hour is defined as the single 60-minute 
period, either before or after the peak 60-minute period, whichever is highest.   
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Glossary of Transportation Terms 

 
● This Section was updated to reflect new terms and to align with the 2035 Comp Plan and the 

2014 Regional Transportation Plan.  
 

● The following amendments were made by the Planning and Sustainability Commission following 
public testimony on the Proposed Draft: 

 Replace bicycle boulevard with “neighborhood greenways” 
 Update definitions of congestion, high-capacity transit and streetcar 
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GLOSSARY OF TRANSPORTATION TERMS 

 
The Transportation System Plan uses clear, everyday language as much as possible. Words and 
terms in the Glossary have the specific meaning stated below when used in the Comprehensive 
Plan and TSP, unless the context clearly indicates another meaning. Words not included in this 
Glossary are defined by their dictionary meaning, or in some cases, by their meaning in state or 
federal law.  
 
 
Access 
The ability to approach or make use of transportation facilities, parks and open space, public 
infrastructure, or businesses and services that are open to the public. Good access means within 
close proximity (up to ½ mile) that is free from physical barriers for those with limited mobility.  
 
Access Management 
Measures regulating access to streets, roads, and highways from public roads and private 
driveways. Measures may include, but are not limited to, restrictions on the siting of 
interchanges, restrictions on the type and amount of access to roadways, and use of physical 
controls (such as signals and channelization, including raised medians) to reduce impacts of 
approach road traffic on the main facility. 
 
Accessibility 
The ability to move easily from one mode of transportation to another mode or to a destination. 
Accessibility increases when the number and quality of travel choices increases. Accessibility is 
affected by the mix of land uses and the travel alternatives available. 
 
Accessway 
A type of right-of-way, either public or private, that is primarily to provide pedestrian and 
bicycle linkages consistent with connectivity needs, but may be used for vehicle access to 
parking or for emergency vehicles. Accessways are typically short in length and are used where 
full street connections are not needed and/or are not physically feasible. 
 
Active Transportation 
Transportation that involves physical activity, including walking, biking and using transit. 
 
Activity Center 
A cluster of uses that collectively generates many trips (e.g., school and park, neighborhood 
commercial district). An activity center can be a single use that generates many trips (e.g., 
stadium, large commercial outlet, large institution). 
 
Americans with Disabilities Act (ADA) of 1990 
Civil rights legislation enacted by Congress that mandates the development of a plan to address 
discrimination and equal opportunity for disabled persons in employment, transportation, 
public accommodation, public services, and telecommunications. 
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Area Permit Parking Program 
A Portland Bureau of Transportation program to ensure that on-street parking associated with 
commercial, industrial, institutional development or large events will not spill over into adjacent 
residential neighborhoods. The program allows residents and firms a limited supply of permits 
for on-street parking and restricts on-street parking for other potential users. 
 
Arterial 
Any street that is not a Local Service Traffic Street according to the traffic classification maps in 
the Transportation Element of the Comprehensive Plan. Arterials include Regional Trafficways, 
Major City Traffic Streets, District Collectors, Neighborhood Collectors, and Traffic Access 
Streets. 
Also:  A class of street. Arterial streets interconnect and support the throughway system. 
Arterials are intended to provide general mobility for travel within the region. Correctly sized 
arterials at appropriate intervals allow through trips to remain on the arterial system thereby 
discouraging use of local streets for cut-through travel. Arterial streets link major commercial, 
residential, industrial and institutional areas. Major arterials serve longer distance through trips 
and serve more of a regional traffic function. Minor arterials serve shorter, more localized travel 
within a community. As a result, major arterials usually carry more traffic than minor arterials. 
Arterial streets are usually spaced about one mile apart and are designed to accommodate 
bicycle, pedestrian, truck and transit travel.  
 
Attractor 
A use that, by its nature, draws large numbers of people to it for special events or regular 
activities. Regional attractors include uses such as sports arenas and convention centers. 
 
Auto-Oriented Development 
Development that is either: 1) auto-related (such as gas stations and auto repair shops) or 2) 
auto-accommodating (by its design attracts primarily customers and employees arriving by 
automobile, such as drive-in restaurants). 
 
Benchmark 
A specific target or goal to be achieved in a specific timeframe. Benchmarks are used to 
determine the attainment of performance indicators and performance measures (defined 
below). 
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Bicycle  
A vehicle having two tandem wheels, a minimum of 14 inches in diameter, propelled by 
human power, upon which a person or persons may ride. A three-wheeled adult tricycle 
is considered a bicycle. In Oregon, a bicycle is legally defined as a vehicle. Bicyclists have 
the same right to the roadways and must obey the same traffic laws as the operators of 
other vehicles.  
 
Bicycle Boulevard 

See Neighborhood Greenway. 
A street with low traffic volumes where the through movement of bicycles is given priority over 
motor vehicle travel. (Source: Portland Bicycle Master Plan)(see City Greenway) 
 
Bicyclist 
Person riding a bicycle.  
 
Bike Central 
A public or private facility that provides a variety of bicycle services, such as bicycle parking, 
bicycle repair, sale of bicycles and equipment, showers, and changing rooms. 
 
Bike Share 
Bike sharing Share is an innovative transportation program that provides users access to 
bicycles on a short-term basis for one-way travel within a designated service area.  
 
Carpool 
A motor vehicle carrying two or three (depending on the context) or more people, usually 
commuting on a regular or semi-regular basis. 
 
Car Sharing 
An organization consisting of a group of individuals who share a fleet of cars. The purchase or 
lease of vehicles, fuel costs, maintenance and repair costs is borne by the organization.  
 
Centers 
Places with concentrations of commercial and community services, housing, gathering places, 
and transit connections. Centers provide services to surrounding neighborhoods and are 
intended to be enhanced as places because they are a focus of housing and job growth. There are 
four types of centers with varying functions, levels of activity, and scales and intensities of 
development: 
 Central City: Corresponds to the Central City plan district, which serves as the region’s 

premier center, anchoring an interconnected system of centers. 

 Gateway Regional Center: Corresponds to the Gateway plan district, East Portland’s largest 
center, which is intended to be enhanced as an employment and community service hub 
within the area and region. 

 Town Centers: Large centers that serve a broad area of the city and have an important role 
in accommodating growth. They provide a full range of commercial and community 
services, high-density housing, mid-rise commercial and mid-rise mixed-use buildings 
(typically up to five to seven stories in height), are served by high-capacity transit 
connections, and have a substantial employment component. Town Centers provide 
housing opportunities for enough population to support a full-service business district. 
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 Neighborhood Centers: Centers that primarily serve adjacent neighborhoods and provide 
opportunities for additional housing and low- to mid-rise commercial and mixed-use 
buildings (typically up to three to five stories in height). They provide a range of local 
commercial and community services and transit connections. Neighborhood Centers 
provide housing opportunities for about half the population needed to support a 
neighborhood business district. 

 
 
Central City  
A design type designated in Metro’s 2040 Growth Concept. The 2040 Growth Concept 
designation and Portland’s Central City boundaries are co-terminus. The Central City has the 
highest density development of all the design types, with the most diverse mix of land uses and 
the greatest concentration of commerce, offices, and cultural amenities.  
(Source: 2000 RTP) 
 
Central City Bus Circulator 
Bus route(s) that operates as a shuttle to provide local access to destinations within a defined 
geographic area, such as the Central City. 
 
CCTMP 
The adopted transportation system plan for the Central City. The CCTMP is reviewed and 
updated separately from the Transportation System Plan.  
 
City Greenway 
A system of distinctive pedestrian- and bicycle-friendly green streets and trails, enhanced by 
lush tree canopy and landscaped stormwater facilities that support active living by expanding 
transportation and  recreational opportunities and making it easier and more attractive to reach 
destinations across the city. City Greenways are a network that includes the following types of 
infrastructure: 

1. Enhanced greenway corridors are distinctive green streets with extensive tree canopy 
and landscaped stormwater facilities that provide connections between major 
centers, schools, parks, natural areas, and the rivers.  

2. Trails are often located along rivers or through natural areas, providing pedestrian 
and bicycle connections. 

3. Heritage parkways are iconic streets or segments of streets with elements such as 
linear parkways, scenic views, and distinctive landscaping or street design. 

4. Neighborhood greenways are an extensive network of streets with low volumes of 
motor vehicle traffic that are prioritized for bicycles and enhanced for pedestrians, 
working in conjunction with the rest of the City Greenways system to extend the 
system into all neighborhoods. 
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Community Uses 
A definition for “community uses” was added in response to input from the PSC on Section 16: Street 
Vacations.  
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Collector of Regional Significance 
As designated in the 2000 Regional Transportation Plan, a route that connects the regional 
arterial system and the local system by collecting and distributing neighborhood traffic to 
arterial streets. Collectors of regional significance have three purposes: 1) They ensure adequate 
access to the primary and secondary land use components of the 2040 Growth Concept; 2) They 
allow dispersion of arterial traffic over a number of lesser facilities where an adequate local 
network exists; 3) They help define appropriate collector level movement between jurisdictions. 
(Source: 2000 RTP) 

 
Collector street  
A class of street. Collector streets provide both access and circulation between residential, 
commercial, industrial and agricultural community areas and the arterial system. As such, 
collectors tend to carry fewer motor vehicles than arterial streets, with reduced travel speeds. 
Collector streets are usually spaced at half-mile intervals, midway between arterial streets. 
Collectors may serve as bike, pedestrian and freight access routes, providing local connections to 
the arterial street network and transit system. While the focus for collectors has been on motor 
vehicle traffic, they are developed as multi-modal facilities that accommodate bicycles, 
pedestrians and transit.  
 
Complete Streets 
Complete streets provide accessibility to all users of the right-of-way regardless of age, ability, or 
mode of transportation. They are designed and operated to make better places and to enhance 
safe access for all modes, including people walking and bicycling, those using a mobility device, 
motorists, and transit users.  
 
Community Uses 
Community uses in the right of way include but are not limited to temporary uses such 
as public gathering spaces, events, food production or temporary festivals, etc.   
 
Congestion 
A condition characterized by unstable traffic flows that prevents movement on a transportation 
facility at optimal legal speeds.  
A condition characterized by unstable traffic flows that prevents reliable movement on a 
transportation facility. 
 
Corridor 
Corridors (2040 design type) – A type of land use that is typically located along regional transit 
routes and arterial streets, providing a place for somewhat higher densities than is found in 
2040 centers. These land uses should feature a high-quality pedestrian environment and 
convenient access to transit. Typical new developments would include rowhouses, duplexes and 
one to three-story office and retail buildings, and average about 25 persons per acre. While some 
corridors may be continuous, narrow bands of higher-intensity development along arterial 
streets, others may be more nodal, that is a series of smaller centers at major intersections or 
other locations along the arterial that have high quality pedestrian environments, good 
connection to adjacent neighborhoods and transit service. A 2040 Growth Concept design type 
that emphasizes a high-quality bicycle and pedestrian environment and convenient access to 
public transportation, but will not be as intensively planned as station communities. (Source: 2000 
RTP) 
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Corridor as defined in the Comprehensive Plan is an area that may be a single major street, or a 
broad mobility corridor that provides connections for a range of transportation modes (transit, 
pedestrians, cyclists, freight, motor vehicles, and so forth), not necessarily on the same street. 
There are three types of corridor: 

● Civic Corridor: These are a prioritized subset of the city’s most prominent transit and 
transportation streets. They connect centers, provide regional connections, and include 
segments where commercial development and housing are focused. Civic Corridors are 
intended to continue their important transportation functions while providing livable 
environments for people, and evolving into distinctive places that are models of 
ecological design.  

● Neighborhood Corridor: Main streets that connect neighborhoods with each other and to 
other parts of the city. They support neighborhood business districts and provide 
housing opportunities close to local services, amenities, and transit lines. They are 
streets that include a mix of commercial and higher-density housing development. They 
have less intense development and transportation function than Civic Corridors. 

● Freight Corridor: Primary routes into and through the city that support Portland as an 
important West Coast hub and a gateway for international and domestic trade. These 
facilities are integral to the growth of traded sector businesses such as manufacturing, 
warehousing, and distribution industries. 
 

Curb Zone 
The area of public right-of-way adjacent to the curb that can be used for a wide variety of 
mobility and access functions, including but not limited to vehicle lanes, bike lanes, curb 
extensions, transit platforms, street trees, loading zones, on-street parking, bike corrals, and 
street seats. 
 
Cycle Track 
Bicycle lanes that are physically separated from motor vehicle and pedestrian travel A cycle 
track is an exclusive bike facility that combines the user experience of a separated path with the 
on-street infrastructure of a conventional bike lane. A cycle track is physically separated from 
motor traffic and distinct from the sidewalk.  
 
 
Early Bird Parking 
Parking that is provided to encourage its use primarily by commuters. Typically, the pricing 
strategy is to offer a lower all-day rate if the parker arrives before a certain time in the morning. 
 
Emergency Response Vehicles 
Vehicles employed in responding to emergencies. Examples of emergency response vehicles 
include fire apparatus, ambulances, and police cars. 
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Employee Commute Options (ECO) Rule  
Part of House Bill 2214, which was adopted by the 1992 Oregon Legislature. The rule directs the 
Environmental Quality Commission to institute an employee trip reduction program. The rule is 
designed to reduce 10 to 20 percent of commuter trips for all businesses employing 50 or more 
persons. 
 
ECO  
DEQ ECO program required employers with more than 100 employees to provide commute 
options to employees designed to reduce the number of cars driven to work in Portland and 
surrounding areas.  
 
Environmental Impact Statement 
An environmental assessment required by the National Environmental Protection Act for “any 
major Federal action that may significantly affect the environment.” 
 
Exceptional Habitat Quality 
For transportation planning purposes,  
1) Riparian-associated wetlands protected with environmental zones; 
2) Locally or regionally rare or sensitive plant communities; 
3) Important forest stands contributing multiple functions and values to the adjacent 

water feature habitats of sensitive, threatened or endangered wildlife species; or  
Habitats that provide unusually important wildlife functions, such as (but not limited to) a 
major wildlife crossing/runway or a key migratory pathway. 
 
 
Freight 
Raw and bulk materials and products that require value-adding or warehousing.  
 
Freight Intermodal Facility 
An intercity facility where freight is transferred between two or more modes (e.g., truck to rail, 
rail to ship, truck to air, etc.). 
 
Frequent Service (Trimet) 
Bus or MAX Light Rail transit service that runs every 15 minutes or better most of the day, every 
day. 
 
Functional Plan 
A limited-purpose, multijurisdictional plan for an area or activity having significant districtwide 
impact on the orderly and responsible development of the metropolitan area. A Functional Plan 
serves as a guideline for local comprehensive plans consistent, with ORS 268.390. 
 
Goals 
The broadest expressions of a community’s desires. Goals give direction and are concerned with 
the long term; they often describe ideal situations. 
 
Goods 
Finished products, commodities, and wares ready for the final consumer. 
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Green Infrastructure 
Public or private assets — either natural resources or engineered green facilities — that protect, 
support, or mimic natural systems to provide stormwater management, water quality, public 
health and safety, open space, and other complementary ecosystem services. Examples include 
trees, ecoroofs, green street facilities, wetlands, and natural waterways. 
 
Green Street 
A green street is a street with a landscaped street-side planter or bioswale that captures 
stormwater runoff from the street and allows it to soak into the ground as soil and vegetation 
filter out pollutants. A green street is not the same as a City Greenway, though a City Greenway 
may include green street elements.  
 
Green Street 
A street that: 

● Handles stormwater on site through use of vegetated facilities; 
● Creates attractive streetscapes that enhance neighborhood livability by helping 

to calm traffic by introducing park-like elements into neighborhoods; and  
● Serves as an urban greenway segment that connects neighborhoods, parks, 

recreation facilities, schools, and main streets. 
 
High-capacity Transit 
High-capacity transit is public transit that bypasses congestion by making full or partial use of 
that has an exclusive right of way, a non-exclusive right of way, using transit priority or a 
combination of both. Vehicles make fewer stops, travel at higher speeds, have more frequent 
service, and carry more people than local service transit such as typical bus lines. High-capacity 
transit can be provided by a variety of vehicle types including light rail, commuter rail, streetcar, 
and bus. 
 
High-Occupancy Vehicle (HOV) 
Any vehicle carrying two or more persons, including the driver. An HOV could be a transit bus, 
vanpool, carpool, or any other vehicle that meets the minimum occupancy requirements. 
Consistent with federal regulations, motorcycles (with or without passengers) are considered 
HOVs. 
 
Home-Based Work Trip Attractions 
The trips made by commuters from their homes to their places of work. 
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Infrastructure 
Necessary municipal or public services, provided by the government or by private companies 
and defined as long-lived capital assets that normally are stationary and can be preserved for a 
significant number of years. Examples are streets, bridges, tunnels, drainage systems, water and 
sewer lines, parks, pump stations and treatment plants, dams, and lighting systems. Beyond 
transportation and utility networks, Portland includes buildings, green infrastructure, 
communications, and information technology as necessary infrastructure investments that serve 
the community. See also Public facility. 
 
 
Intelligent Transportation Systems (ITS) 
The application of a broad range of commutations-based information, control and electronics 
technologies to improve the efficiency and safety of the transportation systems.  
 
Local Improvement District (LID) 
A method that allows a group of property owners to share the cost and benefits of public 
improvements.  
 
Locally Preferred Alternative 
The option selected by local jurisdiction(s) following completion of a Draft Environmental 
Impact Statement (DEIS). 
 
Main Street 
Neighborhood shopping areas along an arterial street or at an intersection that have a unique 
character that draws people from outside the adjacent neighborhood. A 2040 Growth Concept 
design type that usually features mixed-use storefront-type development. Two or more main 
streets in a relatively small area serve the same urban function as town centers, but are located 
in a linear pattern along a limited number of bus or light rail transit corridors. Main streets 
feature street designs that emphasize pedestrian, public transportation, and bicycle travel. 
(Source: 2000 RTP) 
 
Metro 
The regional government and designated metropolitan planning organization (MPO) of the 
Portland region. It is governed by a seven-member elected Metro Council and is responsible for 
regional transportation planning activities, such as the preparation of the 2000 Regional 
Transportation Plan and the planning of regional transportation projects, including light rail. 
 
Minimize 
Usually defined to mean reduce to the least possible amount; the word is used in the Central 
City Transportation Management Plan (CCTMP) to mean manage or control, taking into 
consideration any other concerns. 
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Mixed-Use Areas 
Compact areas of development that include a mix of uses, either within buildings or among 
buildings, and include residential development as one of the potential components. 
 
Multimodal Mixed-Use Area (MMA) 
The Multimodal Mixed-Use Area (MMA) is an ODOT designation applied by local governments 
to downtowns, town centers, main streets or other areas inside Urban Growth Boundaries where 
the local government determines there is: high quality connectivity to and within the area by 
modes of transportation other than the automobile; a denser level of development of a variety of 
commercial and residential uses than the surrounding areas; a desire to encourage these 
characteristics through development standards and an understanding that increased automobile 
congestion within and around the MMA is accepted as a potential trade-off. 
 
Mobility 
The ability to move people and goods from place to place, or the potential for movement. 
Mobility improves when the transportation network is refined or expanded to improve capacity 
of one or more modes, allowing people and goods to move more quickly toward a destination. 
 
Mode Split 
The percentage of trips taken by each of the possible modes of travel (motor vehicle, transit, 
bicycle, walk). Mode split does not refer to the number of trips. For example, the number of trips 
by a particular mode may increase, but the percentage of trips by that mode may stay the same 
or be reduced if there is also growth in the overall number of trips for other modes. 
 
Motor Vehicle Level-of-Service (LOS) 
A qualitative measure describing operational conditions within a traffic stream. A level-of-
service definition generally describes these conditions in terms of such factors as speed and 
travel time, freedom to maneuver, traffic interruptions, comfort, convenience, and safety. LOS 
ratings of ‘A’ through ‘F’ describe the traffic flow characteristics on streets and highways and at 
intersections, as shown on the following table:  
 
LOS   Traffic Flow Characteristics 
A   Virtually free flow; completely unimpeded 
B   Stable flow with slight delays; reasonably unimpeded 
C   Stable flow with delays; less freedom to maneuver 
D   High density, but stable flow 
E   Operating conditions at or near capacity; unstable flow 
F   Forced flow; breakdown conditions 
Greater than F  Demand exceeds roadway capacity, limiting volume that can be carried 

and forcing excess demand onto parallel routes and extending the peak 
period 

(Sources: 1985 Highway Capacity Manual [A through F]; Metro [greater than F]) 
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Multimodal 
Having a variety of modes available for any given trip, such as being able to walk, ride a bicycle, 
take a bus, or drive to a certain destination. In a transportation system, multimodal means 
providing for many modes within a single transportation corridor. 
 
National Ambient Air Quality Standards (NAAQs) 
Air quality standards for a variety of pollutants. 
 
Neighborhood 
For the TSP classification system, a neighborhood is an area bounded by Major City Traffic 
Streets, District Collectors, and/or Neighborhood Collectors.  
 
Neighborhood Greenway 
Neighborhood greenways are an extensive network of streets with low volumes of motor vehicle 
traffic that are prioritized for bicycles and enhanced for pedestrians, working in conjunction 
with the rest of the City Greenways system to extend the system into all neighborhoods. 
 
Neighborhood Corridor 
Main streets that connect neighborhoods with each other and to other parts of the city. They 
support neighborhood business districts and provide housing opportunities close to local 
services, amenities, and transit lines. They are streets that include a mix of commercial and 
higher-density housing development. They have less intense development and transportation 
function than Civic Corridors. 
 
Objectives 
These are specific statements that carry out a plan in the short term. Objectives help assess 
incremental progress toward achieving the broader purposes expressed in goals and policies. 
 
Obstruction 
Something that hinders from passage, action, or operation. 
 
Offset Rule 
Rule adopted by the Oregon Department of Environmental Quality and approved by the federal 
Environmental Protection Agency in 1990. The rule allows the parking lid of 43,914 spaces to be 
increased by up to 1,370 spaces, provided that emission offset measures are implemented and an 
approved contingency plan is in place. Offsets may include alternative work hours, carpooling, 
and transit subsidies. 
 
Opticom 
A signal preemption system for emergency response vehicles or transit vehicles. 
 
Oregon Department of Transportation (ODOT) 
State agency that oversees and maintains the State highway system, under the guidance of the 
Oregon Transportation Commission. 
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Oregon’s Statewide Planning Goals 
The 19 goals that provide a foundation for the State’s land use planning program. The 19 goals 
can be grouped into four broad categories: land use, resource management, economic 
development, and citizen involvement. Locally adopted comprehensive plans and regional 
transportation plans must be consistent with the statewide planning goals. 
 
Owl Service 
Transit service provided during the late evening and early morning hours (12:30 a.m. to 5 a.m.). 
 
Paratransit 
On-demand non-fixed route service that serves special transit markets, including disabled 
populations unable to use regular transit service. Other examples include demand-responsive 
(e.g., dial-a-ride) and contracted fixed-route service. 
 
Park-and-Ride Facility 
A parking lot or structure in association with a light rail station, transit stop, or transit transfer 
point. Generally, park-and-rides should provide access to regional route service for areas not 
directly served by transit. Bicycle and pedestrian access, as well as parking and storage for 
bicycles, should be considered in locating new park-and-ride facilities. 
 

  
Pattern Areas 
Five primary geographies in Portland that have differing physical characteristics, needs, and 
assets. Each of these areas has unique topographies and natural features, patterns and types of 
development, street and other infrastructure characteristics, and histories that have shaped 
their urban form. The five primary Pattern Areas are: 
·        Central City: This area corresponds to the Central City plan district and is also a major 
center. 
·        Inner Neighborhoods: This area includes inner portions of the city that originally 
developed during the streetcar era, prior to World War II. It includes a large part of the city east 
of the Willamette River, extending roughly to 82nd Avenue, and also the inner westside “flats,” 
located between the river and the West Hills. 
·        Western Neighborhoods: This area includes the West Hills (Tualatin Mountains) and areas 
to the west. 
·        Eastern Neighborhoods: This area includes eastern portions of the city, mostly located east 
of 82nd Avenue and largely annexed to Portland in the 1980s and 1990s. 
·        River: This area includes the land along the Willamette and Columbia Rivers and the 
Columbia Slough 
 

  
Peak Period-Hour 
The period of the day during which the maximum amount of travel occurs. Peak periods in 
Portland metro area are generally defined as 7-9 AM and 4-6 PM. Either of the two weekday 
rush-hour time periods: 7 a.m. to 9 a.m. and 3:30 p.m. to 5:30 p.m. 
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Peak Period Pricing 
A transportation management tool that applies market pricing principles to roadway use. Peak-
period pricing imposes user surcharges or tolls on congested facilities during peak traffic periods 
and may allow a reduced price for high-occupancy vehicle (HOV) use. 
 
Pedestrian 
A person on foot, in a wheelchair, or in another health-related mobility device.  
 
Performance Indicator 
A term that describes a characteristic of the transportation system in order to measure progress 
towards a specific goal.  
 
Performance Measure 
A method used to assign a value to a performance indicator. Performance indicators measure 
change over time, and the performance measure is a specific activity or physical change that can 
be measured. 
 
Policies 
The choices made to carry out goals in the foreseeable futures. Policies should be specific 
enough to help determine whether or not a proposed project, program, or course of action will 
advance community values expressed in goals. 
 
Port of Portland 
A public agency that owns and maintains five marine terminals, four airports, and seven 
business parks in the three-county area. The Port is governed by a nine-member commission 
appointed by the governor.  
 
Protected Bike Lane 
Bicycle lanes that are physically separated from motor vehicle and pedestrian travel. A protected 
bike lane is an exclusive bicycle facility that combines the user experience of a separated path 
with the on-street infrastructure of a conventional bike lane. A protected bike lane is physically 
separated from motor traffic and distinct from the sidewalk, using vertical elements such as 
physical curbs or flexible delineators. 
 
Public Facility 
Any facility, including buildings, property, and capital assets, that is owned, leased, or otherwise 
operated, or funded by a governmental body or public entity. Examples of public facilities 
include sewage treatment and collection facilities, stormwater and flood management facilities, 
water supply and distribution facilities, streets, and other transportation assets, parks, and 
public buildings. See also Infrastructure. 
 
 
Refinement Plans 
Amendments to the Transportation System Plan. Refinement Plans resolve, at a systems level, 
determinations on function, mode, or general location that were deferred during the 
transportation system planning process because the detailed information needed to make those 
determinations was not available during that process. (Source: TPR)  
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Regional Center (Metro) 
Compact, specifically defined areas where high density growth and a mix of intensive residential 
and commercial land uses exists or is planned. regional centers are  to be supported by an 
efficient transit-oriented, multi-modal transportation system. A design type designated in 
Metro’s 2040 Growth Concept. After the Central City, regional centers have the region’s highest 
development densities, the most diverse mix of land uses, and the greatest concentration of 
commerce, offices, and cultural amenities. They are very accessible by both automobile and 
public transportation, and have streets that are oriented to pedestrians. Gateway is the only 
regional center in Portland. (Source: 2000 RTP) 
 
Regional Transportation Functional Plan (RTFP) 
A regional functional plan regulating transportation in the Metro region, as mandated by 
Metro’s Regional Framework Plan. The plan directs local plan implementation of the Regional 
Transportation Plan. 
 
Regional Transportation Plan (RTP) 
The 20-year transportation plan developed by Metro to guide transportation in the region. The 
RTP is the region’s transportation system plan that is required by the Transportation Planning 
Rule. 
 
Rideshare 
A motor vehicle carrying two or more people for any trip purpose, including work, shopping, 
etc., but not on a regular schedule. 
 
Right-of-Way (ROW) 
A public or private area that allows for the passage of people or goods. Right-of-way includes 
passageways such as freeways, streets, bicycle and pedestrian off-street paths, and alleys. A 
public right-of-way is one that is dedicated or deeded to the public for public use and is under 
the control of a public agency. 
 
Shared Residential Street 
Shared residential street is a low-traffic street where all modes of travel mix within the paved 
roadway.   
 
Shared roadway bikeway  
Shared roadway bikeway is a facility type identified in the Portland Bicycle Plan for 2030, used 
on lower volume roadways where bicycles mix with motor vehicles 
 
 
State Implementation Plan (SIP) 
State plan for achieving air quality goals to ensure compliance with the requirements of the 
federal Clean Air Act.  
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Traffic Calming 
Roadway design strategies to reduce vehicle speeds and volumes, prevent inappropriate through 
traffic and reduce motor vehicle travel speeds while also aimed at improving traffic safety and 
neighborhood livability. Traffic calming strategies provide speed bumps, curb extensions, 
planted median strips or round and narrowed travel lanes. measures include, but are not limited 
to, traffic-slowing devices. Examples of other traffic calming measures are traffic diverters, curb 
extensions, and medians. 
 
Traffic-Slowing Devices 
Devices that slow emergency response vehicles as well as general traffic. Speed bumps and 
traffic circles are the only traffic-slowing devices currently used. 
 
Trails 
Designated routes on land or water that provide public access for recreation or transportation 
purposes, like walking and bicycling. Trails are often located along rivers, through natural areas, 
or along rail or highway rights-of-way, with connections to and through neighborhoods. 
 
Transit Center 
A location where a number of bus and/or high-capacity transit vehicles stop. Generally, transit 
centers contain waiting areas, transit information, and timed transfer opportunities.  
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Station Community 
Areas generally within a ¼ to ½ mile radius of a light rail station or other high capacity transit 
stops that are planned as multi-modal, mixed use communities with substantial  pedestrian and  
transit supportive design characteristics and improvements. A 2040 Growth Concept design 
type located along light rail corridors and featuring a high-quality pedestrian and bicycle 
environment. Station communities are designed around the transportation system to best 
benefit from the public infrastructure. They include some local services and employment, but 
are primarily residential developments oriented toward the Central City, regional centers, and 
other areas that can be accessed by rail for most services and employment. (Source: 2000 RTP) 
 
Streetcar 
Fixed guide-way transit service mixed in traffic for locally oriented trips within or between 
higher density mixed-use centers.  
 
Street Tree 
A tree growing within the public right-of-way between the travel lanes and the property line. 
 
Sustainable 
Methods, systems, or materials that will not deplete nonrenewable resources or harm natural 
cycles. 
 
Town Center 
Areas of mixed residential and commercial land uses that serve tens of thousands of people.  A 
2040 Growth Concept design type that functions as a local activity area and provides close 
access to a full range of local retail and services within a few miles of most residents. Town 
centers do not compete with regional centers in scale or economic diversity, but they will offer 
some specialty attractions of regional interest. Town centers have excellent multimodal access 
and connections to regional centers and other major destinations. (Source: 2000 RTP) 
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Transit-Oriented Development 
A mix of residential, retail, office, and other uses and a supporting network of streets, bikeways, 
and pedestrianways oriented to a light rail station or transit service and the pedestrian network. 
Transit-oriented development should include high-density residential development near transit 
service to support the neighborhood commercial uses and have a lower demand for parking than 
auto-oriented land uses. 
 
Transit station areas:  
Areas within a half-mile of light rail and other high-capacity transit stations. Some transit 
station areas are located within centers or civic corridors and are subject to policies for those 
types of places. 
 
Transportation Demand Management (TDM) 
Actions taken to change travel behavior in order to improve the performance of transportation 
facilities, reduce the need for additional road capacity, and reduce impacts on residential 
neighborhoods. Examples include encouraging the use of alternatives to single-occupant 
vehicles (SOVs), ridesharing and vanpools, parking management, and trip-reduction 
ordinances.  
 
Transportation Disadvantaged 
Individuals who have difficulty obtaining transportation because of their age, income, disability, 
or who are transit dependent for other reasons. 
 
Transportation District 
For TSP purposes, one of the eight Transportation Districts identified: Central City, North, 
Northeast, Far Northeast, Southeast, Far Southeast, Northwest, and Southwest. 
 
Transportation Facilities 
Any physical facility that moves or assists in the movement of people or goods, but excluding 
electricity, sewage, and water systems. (Source: TPR)  
 
Transportation Management Association (TMA) 
Groups of businesses or institutions that develop TDM measures in order to reduce the need for 
commuter and visitor parking. Measures may include carpool-matching services, transit 
subsidies, shuttle vans, or encouraging alternatives to the automobile. 
 
Transportation Planning Rule (TPR) 
The implementing rule of Statewide Planning Goal 12 dealing with transportation, as adopted by 
the State Land Conservation and Development Commission (LCDC). Among its provisions, the 
TPR requires reducing vehicle miles traveled (VMT) per capita by 15 percent in the next 30 
years, reducing parking spaces per capita by 10 percent in the next 20 years, and improving 
opportunities for alternatives to the automobile. 
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Transportation System Management (TSM) 
Strategies and techniques for increasing the efficiency, safety, or level-of-service of a 
transportation facility without increasing its size. Examples include, but are not limited to, 
traffic signal improvements, traffic control devices (including installing medians, 
channelization, access management, and ramp metering), incident response, targeted traffic 
enforcement, preferential transit measures, and restriping for high-occupancy vehicle lanes. 
 
Transportation System Plan (TSP) 
A plan for one or more transportation facilities that are planned, developed, operated, and 
maintained in a coordinated manner to supply continuity of movement between modes and 
within and between geographical and jurisdictional areas. 
 
TriMet 
Tri-County Metropolitan Transportation District, the transit agency for most of Clackamas, 
Multnomah, and Washington Counties. 
 
Trip 
A journey made by any mode between an origin and a destination. Trips can be categorized as 
follows: 
● Regional trip – A trip that has neither trip origin nor destination within the Portland metro 

area. 
● Interregional trip – A trip that has one trip end within the Portland region and the other trip 

end outside the Portland region. 
● Interdistrict trip – A trip that starts in one Transportation District and ends in another 

Transportation District. 
● Intradistrict trip – A trip that starts and ends within the same Transportation District. 
● Non-local trip –A trip that extends beyond the length of the functional purpose described in 

a street’s classification description. 
 
Trip End 
The origin or destination point of a journey. 
 
2040 Growth Concept 
A concept for the long-term growth management of our region, developed by Metro. It describes 
the preferred form of regional growth, including where growth should be clustered, what the 
appropriate densities are for various land use design types, and which areas should be protected 
as open space. The 2040 Growth Concept was adopted as part of the Regional Urban Growth 
Goals and Objectives (RUGGOs) in 1995. (Source: 2000 RTP) 
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Regional Transportation Functional Plan (RTFP) 
A regional functional plan regulating transportation in the Metro region, as mandated by 
Metro’s Regional Framework Plan. The plan directs local plan implementation of the Regional 
Transportation Plan. 
 
2014 Regional Transportation Plan (RTP) 
The 20-year transportation plan developed by Metro to guide transportation in the region. The 
RTP is the region’s transportation system plan that is required by the Transportation Planning 
Rule. 
 
Urban Growth Management Functional Plan (UGMFP) 
A regional functional plan with requirements binding on cities and counties in the Metro region, 
as mandated by Metro’s Regional Framework Plan. The plan addresses accommodation of 
projected regional population and job growth, regional parking management, water quality 
conservation, and limits on retail uses in employment and industrial areas. 
 
Volume-to-capacity (v/c) Ratio 
A measure of potential roadway capacity. A ratio expressing the relationship between the 
existing or anticipated volume of traffic on a roadway and the designed capacity of the facility.  
 
Vehicle Miles Traveled (VMT) per Capita  
Miles driven in automobiles per person on average. The Transportation Planning Rule requires 
a 10 percent reduction of VMT per capita within 20 years of adoption of a Transportation 
System Plan, and an additional 5 percent reduction within 30 years of adoption of the TSP. The 
VMT per capita reductions mean that individuals will, on average, travel less by automobile than 
previously but, because the population will continue to grow, it does not mean an overall 
reduction in the amount of miles driven. 
 
Woonerf 
A type of street design where multiple modes of travel mix in a shared space. Typically, the 
street carries relatively low volumes of auto traffic and travel speeds are very low. In 
concentrated shopping areas, woonerf design would focus on pedestrian movement.  
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A list of refinement plans in this section was added at the beginning of the section for ease of 
review. 
 

 

 

 
Willamette Cove Shoreline Trail (deleted, now listed on the Major Projects List) 
 
 
 
Lake Oswego to Portland Transit and Trail Study (deleted, trail project listed on TSP Project list)
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RTP PLANS AND STUDIES 
 
Minor Refinement Plans 
Banfield Freeway 

Northeast Portland Highway (modified) 

Macadam/Highway 43 9  

 

Major Refinement Plans  
Highway 99E (McLoughlin Boulevard)/224 Corridor (this encompasses RTP Mobility 

Corridor 10: Portland Central City to Milwaukie) (renamed) 

Interstate 205 (also RTP Mobility Corridors 7 - Tualatin to Oregon City, 8 -Oregon City 

to Gateway, and 9 - Gateway to Clark County) (renamed) 

I-5 North from I-84 to Clark County 

  

Hayden Island Access  

North Willamette River Crossing (modified) 

Powell Boulevard/Foster Road (modified) 

Portland Central City to Tigard (RTP Mobility Corridor #2 – Southwest Corridor) 

(renamed and modified) 

 
RTP Studies  
Columbia Slough Greenway Trail Study  

Interstate 205 Ramp Study  

West Portland/I-5 Access and Crossings Study 

Barbur Boulevard Crossings  

Willamette Cove Shoreline Trail 

Central City Pedestrian Enhancements Study (modified) 

Tualatin/Portland Commuter Rail Extension Study 

Portland to Milwaukie Light Rail Transit Study 

Lake Oswego to Portland Transit and Trail Study 
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RTP Preferred System Studies 
I-84/Banfield Trail  

I-84/I-205/Tillamook Multi Use Connector Study  

Third Track Connector Study 

Union Station Multi Modal Center Study  

Central Eastside Truck Access Study  

Lower Sandy Boulevard Circulation Study  

 

PORTLAND PLANS AND STUDIES 

Refinement Plans 
Central City Transportation Management Plan (CCTMP) Update (modified) 

MAX Light Rail Corridor Master Street Plan  

Citywide Master Street Plans (modified) 

Other Agency Common Priority Projects in Portland 

Citywide All-Modes Needs Analysis 

Projected ODOT “Hot Spot” Locations Refinement Plan 

 

 
Studies 
ODOT District Highways Evaluation 

Brooklyn Rail Yard Access Study  

East Burnside Pedestrian Access Improvements 

Portland Central City Loop (RTP Mobility Corridor#4) (new name)  

Brooklyn Neighborhood River Access  

Inner Powell/Ross Island Bridgehead Access and Circulation Study 

Inter-jurisdictional Arterial Improvements Coordination  

NE Glisan Street Transportation and Streetscape Study (modified)  

Marquam Hill/Terwilliger Parkway Traffic Calming and Neighborhood Access Study  

Columbia Corridor Access Study  

Growing Transit Communities Investment Plan 

Enhanced Transit Corridors
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Studies (cont.) 
 

Columbia Corridor Access Study  

Growing Transit Communities Investment Plan 

Enhanced Transit Corridors 

Pleasant Valley Area Need and Feasibility Analysis 

Industrial Lands Access Study 

Pedestrian Master Plan 

Southwest In Motion 

Portland Central City Truck Loading and Parking Plan 

Hayden Island 

Cordon Pricing 

Broadway Weidler Corridor Plan Update 

Lombard Corridor Transportation and Streetscape Plan 

Northwest District Street Decoupling Feasibility Study 
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● Refinement Plans are defined in the Transportation Planning Rule (TPR) and the Regional 

Transportation Plan (RTP). 

● This chapter was updated to reflect plans and projects that have been completed, are no 
longer needed or required. Others have been modified to reflect new data and information.  

● New plans and studies were added reflecting the update to the TSP Project and Citywide 
Programs list and the Comprehensive Plan.  
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INTRODUCTION 
 
The State Transportation Planning Rule (TPR) defines a refinement plan as an amendment to a 
transportation system plan (TSP) that resolves, at the system level, the function, mode, or 
general location of a transportation project that was deferred during development of the TSP. A 
refinement plan is necessary when the detailed information required to address a transportation 
need could not be determined during the TSP process.  
 
In the context of Portland’s TSP, studies are similar to refinement plans; however, they may not 
necessarily address a transportation capacity need or their feasibility may not yet be 
determined. Studies are intended to address issues that have a transportation component 
identified by the community or other entities. 
 
Metro’s 2010 and 2014 2000 Regional Transportation System Plan (RTP) identified Mobility 
Corridors and describes a number of refinement plans and includes a number of studies for 
Portland to conduct to assist with the implementation of the Mobility Corridors. on its preferred 
list of projects. The City has also identified refinement plans and studies through the 
Comprehensive Plan update and TSP process. This chapter lists (not in order of priority) the 
refinement plans and studies that either Metro or the City will undertake over the life of the 
TSP. In some cases, the Oregon Department of Transportation (ODOT) will be the lead agency. 
  
Plans and studies completed since the last TSP update in 2002 during over the life of the TSP 
will be listed at the end of this chapter and will be on the City’s website and available as hard 
copies. The previous TSP contained Chapter 12: Area Plans which was a summary of plans 
competed. This chapter was deleted as part of the 2035 TSP update. All plans are available on 
the City’s website. will be listed at the end of this chapter. 
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Mobility Corridor No. 5 in RTP is not listed in Table 5.1 Mobility Corridors Recommended for 
Further Refinement Plans) of the RTP—removed 
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RTP PLANS AND STUDIES 

 
Relating to the Regional Transportation Plan 
The 2014 update to the Regional Transportation Plan highlighted seven “Mobility 
Corridors” throughout the region in which further refinement studies were needed. Of 
these seven corridors, parts of four corridors were within Portland City limits (RTP 
Mobility Corridors 2, 4, 8, and 9). The refinement plans in this section address the need 
for further study as identified in the Regional Transportation Plan. 
 
Minor Refinement Plans 
 
The purpose statement for each regional refinement plan and study is taken from the RTP 
 
Banfield Freeway 
 
Purpose: Develop transportation strategies to alleviate congestion in the Banfield corridor. 
 
Significant investments in transit and highway capacity were made in the Banfield corridor in 
the 1980s. Further improvements are needed to provide an adequate level of access to the 
Central City from eastside Portland and east Multnomah County. Additional highway capacity 
would result in unacceptable physical, environmental and social impacts. The plan should 
consider the following transportation approaches in this corridor: 
● Use a coordinated system of traffic management measures to mitigate infiltration on 

to adjacent parallel corridors.  

● Improve light rail headways to keep pace with travel demand in the corridor.  

● Improve bus service along adjacent corridors to keep pace with travel demand, 
including the possible use of express and non-peak service. 

● Consider additional feeder bus service and park-and-ride capacity along the eastern 
portion of the light rail corridor to address demand originating in east Multnomah 
and north Clackamas Counties. 

● Develop transportation system management (TSM) strategies for the Gateway 
regional center to mitigate spillover effects on the regional center. 

Ord. 188177, Vol. 1.1.F, page 936



 

Commentary 
 

12 

 

 
The 2006 Freight Master Plan includes a list of improvements directly addressing issues raised 
here. Many of the bulleted items have been funded, accomplished or are in the process of being 
accomplished. Two big projects completed: East End Connector complete, St Johns Truck 
Strategy. Mobility Corridor No. 16/17 in RTP is not listed in Table 5.1 Mobility Corridors 
Recommended for Further Refinement Plans) of the RTP – consider removing. 
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Northeast Portland Highway 
 
Purpose: Refine long-term improvements to consider additional TSM and access 
management. 
 
Freight movement in the future will rely more heavily on NE Portland Highway (US Highway 30 
bypass). This route links the Rivergate marine terminals and Portland Airport terminals to 
industrial destinations throughout the region. It includes Killingsworth and Lombard Streets 
from I-205 to Martin Luther King (MLK), Jr. Boulevard, and Columbia Boulevard from MLK Jr. 
Boulevard to N Burgard.  
 
Although NE Portland Highway appears to have adequate capacity to serve expected 2020 
demand, a number of refinements are needed in the corridor. The plan should consider the 
following transportation approaches:  
 
● Improve NE Portland Highway as a strategy to address Banfield corridor and east 

Marine Drive congestion. 

● Develop a long-term strategy to serve freight movement between Highway 30 and 
Rivergate. 

● Implement access management measures along NE Portland Highway. 

● Implement and refine identified Columbia corridor changes to address corridor 
needs of NE Portland Highway from Rivergate to I-205. 

● Consider grade separation at major intersections.  

● Streamline the NE Portland Highway connection from the Lombard/Killingsworth 
section to Columbia Boulevard, with an improvement transition point at MLK, Jr. 
Boulevard. 

● Improve the Columbia Boulevard interchange at I-5 to provide full access to NE 
Portland Highway. 

● Construct capacity and intersection improvements between 82nd Avenue and I-205. 

The additional work done through the refinement plan will be based on the Columbia Corridor 
Study, the St. Johns Truck Strategy, and the environmental assessment for the ‘East End 
Connector’ transportation project. 
 
Since 2007, two major improvements to the corridor have been completed: the East End 
Connector and the St. Johns Truck Strategy.  

Ord. 188177, Vol. 1.1.F, page 938



 

Commentary 
 

14 

 

 
Lake Oswego to Portland Transit Project Refinement Phase completed in 2012—not a corridor 
identified in RTP – delete.  

 

Ord. 188177, Vol. 1.1.F, page 939



As Amended 
 

December 5, 2016 Transportation System Plan Update: As Amended 15 
 Section 12: Refinement Plans and Studies 

 
Macadam/Highway 43 
 
Purpose: Develop a long-term strategy for high-capacity transit, including phasing of future 
trolley commuter service between Lake Oswego and Portland, frequent bus service, and 
bicycle safety improvements. 
 
Although there is heavy travel demand along Macadam/Highway 43 between the Central City 
and Lake Oswego, physical and environmental constraints preclude major roadway expansion. 
A long-term strategy for high-capacity transit is needed to link the Central City to southwest 
neighborhoods and the Lake Oswego town center. As high-capacity transit is evaluated in the 
corridor, the following approaches should be considered: 
 
● Interim repairs to maintain the Willamette Shore Trolley excursion service 

● Frequent bus service from the Central City to Lake Oswego 

● Streetcar commuter service or commuter or light rail to provide a high-capacity 
travel option during congested commute periods 

● Transportation demand management 

● Bicycle safety improvements south of the Sellwood Bridge 
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Mobility Corridor No. 10 in RTP is not listed in Table 5.1 Mobility Corridors Recommended for 
Further Refinement Plans of the RTP. 
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Major Refinement Plans 
 
Major refinement plans are necessary when a transportation need exists, but the mode, 
function, and general location of a transportation improvement have not been determined, and 
a range of actions must be considered before identifying a specific project or projects. 
 
Highway 99E (McLoughlin Boulevard)/224 Corridor (encompasses RTP Mobility 
Corridor 10: Portland Central City to Milwaukie)  
 
Purpose: Develop a traffic management plan for SE McLoughlin Boulevard from the Ross 
Island Bridge to I-205. 
 
Long-term improvements are needed in this corridor to preserve access between the Central 
City and Clackamas County, provide access to the Clackamas regional center, and support 
downtown development in the Milwaukie town center. The recently completed South/North 
light rail study demonstrated a need for high-capacity transit service in this corridor. Both 
highway and high-capacity transit service are needed over the 20-year plan period to keep pace 
with expected growth in this part of the region. This refinement plan should include rapid bus 
transit service, or its equivalent, in the short term and light rail in the long term. Transportation 
improvements should address the following approaches: 
 
● Implement access management measures throughout the corridor, including grade 

separations at intersections along Highway 224 between Harrison Street and I-205. 

● Discourage spillover traffic from McLoughlin and Highway 224 onto Tacoma Street, 17th 
Avenue, Johnson Creek Boulevard, 34th Avenue, and Lake Road. 

● Monitor and mitigate spillover traffic from McLoughlin and Highway 224 onto other local 
collectors. 

● Consider a reversible high-occupant vehicle (HOV) lane or peak-period priced lane between 
Ross Island Bridge and the intersection with Harold Street. 

● Expand highway capacity to a total of three general-purpose lanes from Harold Street to 
I-205, and consider reversible HOV or peak-period pricing for new capacity. 

● Provide a more direct transition from McLoughlin to Highway 224 at Milwaukie in order to 
orient long trips and through-traffic onto Highway 224 and northbound McLoughlin. 

● Provide improved transit access to the Milwaukie and Clackamas regional centers. 

● Provide improved pedestrian and bicycle access. Include active transportation component to 
the plan.  
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Mobility Corridors Nos. 7, 8 & 9 in RTP is listed in Table 5.1 Mobility Corridors Recommended 
for Further Refinement Plans of the RTP. 

Ord. 188177, Vol. 1.1.F, page 943



As Amended 
 

December 5, 2016 Transportation System Plan Update: As Amended 19 
 Section 12: Refinement Plans and Studies 

 
Interstate 205 (RTP Mobility Corridors 7 - Tualatin to Oregon City, 8 -
Oregon City to Gateway, and 9 - Gateway to Clark County) 
 
Purpose: Develop a traffic management plan from I-5 to Clark County. 
 
Improvements are needed in the I-205 corridor to address existing deficiencies and expected 
growth in travel demand in Clark, Multnomah, and Clackamas Counties. The refinement plan 
should address the following needs and opportunities: 
 
● Provide for some peak-period mobility for longer trips. 

● Preserve freight mobility from I-5 to Clark County, with an emphasis on connections 
to Highway 213, Highway 224, and the Sunrise corridor. 

● Maintain an acceptable level of access to the Oregon City, Clackamas, and Gateway 
regional centers and the Sunrise industrial area. 

● Maintain acceptable levels of access to Portland Airport, including air cargo access. 

● Use the physical configuration of highway improvements to shape urban form in the 
City or urban reserve area. 

● Provide improved pedestrian and bicycle access. Include active transportation 
component to the plan. 

 
 
The plan should consider the following potential transportation changes:  
● Auxiliary lanes from Airport Way to I-84 east 

● Express lanes, peak-period pricing, or HOV lanes as strategies for expanding 
capacity 

● Relative value of specific ramp, overcrossing, and parallel route improvements 

● An eastbound HOV lane from I-5 to the Oregon City Bridge 

● A truck climbing lane south of Oregon City 

● Rapid bus service from Oregon City to Gateway 

● Extension of rapid bus service north from Gateway into Clark County 

● Light rail  

● Refinements to 2040 land use assumptions for this area to expand potential 
employment in the area and improve the jobs/housing imbalance  

● Reevaluation of the suitability of Beavercreek as an urban reserve area, based on the 
ability to provide a transportation infrastructure that can adequately serve that area 

Metro is dividing the I-205 refinement plan into two segments. The first segment stretches from 
Highway 224 north to Vancouver and includes the current work being done through the South 
Transit Corridor Study and the transit part of the I-5 Trade Corridor Study. The second segment 
is south from Highway 224 and is completely outside Portland’s boundaries. 
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Completed. The NE Quadrant plan addressed many of these things. Additionally, the Columbia 
River Crossing study was relevant to fulfilling this need - delete. 
 
Hayden Island Access study added. 
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I-5 North from I-84 to Clark County 
 
Purpose: Develop improvements to address freight mobility and access needs. 
 
The I-5 corridor is a heavily traveled route that will experience additional traffic growth. 
Improvements are needed to facilitate freight movement and growing travel demand from Clark 
County. The RTP contains capacity projects that will have significant impacts on adjacent 
neighborhoods. As improvements are evaluated for this refinement plan, the following elements 
should be addressed: 
 
● HOV lanes and peak-period pricing 

● Transit alternatives from Vancouver to the Central City 

● Maintaining acceptable level of access to the Central City from Portland 
neighborhoods and Clark County 

● Maintaining off-peak freight mobility, especially to marine, rail, and truck terminals 
in the area 

● Maintaining an acceptable level of access to freight intermodal facilities and to the 
NE Portland Highway 

● Interchange improvements at Columbia Boulevard to provide freight access to NE 
Portland Highway 

● Additional Interstate Bridge capacity 

● Actions to reduce through-traffic on Martin Luther King, Jr. Boulevard and 
Interstate to facilitate main street redevelopment 

The Portland/Vancouver I-5 Transportation and Trade Partnership completed its Strategic Plan 
in 2004. The details of that effort are summarized in Volume 2 under Chapter 12 Amendments. 
The next phase of the study will further refine recommendations identified in the Strategic Plan. 
 
Hayden Island Access    
In coordination with regional, state and federal partners, develop and evaluate access 
options to Hayden Island from Marine Drive. Access would include Pedestrian, Bike, 
Transit, Auto and Freight to support the Hayden Island plan. 
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Not completed. Modeling was done to see what the impact of a North Willamette Crossing 
would be, however a crossing north of the St. Johns bridge failed to prove its worth; very few 
trucks were diverted to the new bridge instead of continuing through the heart of the St. 
Johns neighborhood and across the St. Johns bridge. 
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North Willamette River Crossing 
 
Purpose: Study the need for a new bridge from US Highway 30 to Rivergate. 
 
Analysis for the RTP showed a strong demand for travel between NE Portland Highway from the 
Rivergate industrial area and Highway 30/St Helens Road on the west side of the Willamette 
River. The St. Johns Bridge currently carries this traffic, but has limitations and will not be 
adequate in the long term to carry freight and other traffic. The St. Johns Truck Strategy 
recommends a number of changes to balance freight mobility needs with the vitality of the St. 
Johns town center. The Truck Strategy provides an interim solution to demand in the corridor 
and does not attempt to address long-term access needs to Rivergate and Highway 30. The 
refinement plan should incorporate the following: 
 
● Building on the St Johns Truck Strategy, recommendations to provide adequate 

freight and general access to Rivergate, while considering potentially negative 
impacts on the future development of the St. Johns town center 

● The potential for a “streamlined” northeast Portland connection from I-205 to 
Rivergate 

● A long-term management plan for the St. Johns Bridge if the plan recommends a 
new crossing  

Since 2007, preliminary traffic modeling has been done to show how a new Willamette 
River crossing north of St Johns would impact truck volumes through the 
neighborhood. As a part of the St Johns Truck Strategy, access improvements have been 
made within the St. Johns neighborhood to facilitate freight access.  

Additional analysis should look at a new pedestrian/bicycle bridge across the Willamette 
from Kelley Point to Sauvie Island, a new pedestrian/bicycle path to the North Portland 
Railroad Bridge, and additional analysis related to the need for a motor vehicle bridge.   
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Powell Boulevard/Foster Road  
 
Purpose: Resolve outstanding transportation issues in the Pleasant Valley, Damascus and 
south Gresham areas.  
 
The Powell Boulevard/Foster Road Corridor represents both a key transportation challenge and 
an opportunity to meet 2040 regional land use goals. The Powell/Foster Corridor is a top 
priority among corridors requiring refinement plans. Despite policy changes to level-of-service 
standards that permit greater levels of congestion, significant multimodal improvements will be 
needed in order to continue to serve transportation needs of the communities and industrial 
areas in southeast Portland and Gresham. The corridor is also critical to providing access to the 
planned growth areas in Pleasant Valley, along with Damascus and Springwater that have 
recently been added to the Urban Growth Boundary. In addition, the corridor is constrained by 
significant topographical and environmental features. 
 
As a result of the findings from Phase 1 of the Powell Boulevard/Foster Road Corridor Plan, 
which was completed in 2003, specific multimodal projects have been identified that address 
transportation needs on Powell Boulevard between inner SE Portland and Gresham, and on 
Foster Road west of Barbara Welch Road. System level decisions for transit service were also 
made for the corridor.  
 
Several outstanding transportation problems in the Pleasant Valley, Damascus and south 
Gresham areas, require additional planning work before specific multimodal projects can be 
developed and implemented. The Phase 2 plan should be closely coordinated with concept plans 
for Damascus and the Springwater area, in order to incorporate the updated land use and 
transportation assumptions. It should examine the following transportation solutions and 
strategies: 
 

● Determine the appropriate cross-section on Foster Road between Barbara Welch Road 
and Jenne Road and the project timing, to meet roadway, transit, pedestrian and bike 
needs. 

 
● Explore the possibilities for potential new street connection improvements in the Mount 

Scott area that reduce local travel demand on Foster Road and improve access to the 
Pleasant Valley area. 
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● Develop conceptual designs and determine right-of-way for an improvement and 

extension of SE 174th Avenue between Powell Boulevard and Giese Road, or another new 
north-south roadway in the area, to accommodate travel demand and improve access to 
Pleasant Valley. The alignment should consider engineering feasibility, land use and 
environmental effects, safety, and overall costs. 

 
● Further define the three-lane Highland Drive and Pleasant View Drive option that was 

recommended as part of Phase 1. This option needs to address design, operational, and 
safety-related issues. 

 
● Work with local jurisdictions to provide for access management on arterials serving 

Pleasant Valley and Damascus. 
 

● Address other regional north-south transportation needs identified by the Damascus 
Concept Plan and Springwater concept planning effort. Further evaluate alignment 
issues, engineering cost estimates, and right-of-way impacts of future roadway projects 
north of Damascus that are identified as part of the concept planning effort. 
 

Since 2007, Gresham and Multnomah County submitted an application for a TGM grant to 
study the issues identified above; if the grant is approved, the City of Portland has agreed to 
contribute to complete its portion of the study. Additionally, the Metro East Metro Connection 
plan explored some of the Powell/Foster concerns.  
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Mobility Corridor No. 2 in RTP is not listed in Table 5.1 Mobility Corridors Recommended for 
Further Refinement Plans of the RTP—reference RTP for how this refinement plans description 
can be updated. 
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Portland Central City to Tigard (RTP Mobility Corridor #2 – Southwest 
Corridor)Barbur/Interstate 5  
 
Purpose: Identify needed improvements for motor vehicles, trucks, bicycles, pedestrians, and 
high-capacity transit travel in the Barbur/I-5 corridor from I-405 to the north Tigard 
interchange. 
 
This corridor provides access to the Central City and to neighborhoods and commercial areas in 
the inner southwest quadrant of the region. Barbur Boulevard is designated in the RTP as a 
multimodal facility with potential light rail or rapid bus service, and also serves a regional role 
for motor vehicle, bicycle, and pedestrian systems. I-5 in this corridor is designated as a Main 
Roadway route for freight and a Principle Arterial for motor vehicles, extending southward 
beyond the region.  
 
Even with priority system improvements, segments of both Barbur Boulevard and I-5 in this 
corridor experience significant congestion and poor service levels, especially from the 
Terwilliger interchange northward. However, rapid bus service high-capacity transit along 
Barbur and other expanded bus services are expected to experience promising ridership levels. 
Significant localized congestion occurs along the intersecting street segments of Bertha, 
Terwilliger, and Capitol Highway/Taylors Ferry. Broad street cross-sections, angled 
intersections, and limited signalized crossing opportunities along Barbur create traffic safety 
hazards and inhibit walking to local destinations and access to transit services.  
 
The I-5 right-of-way presents a substantial barrier to local street system connectivity, 
contributing to congestion at the limited number of crossing points. The relatively steep freeway 
grade presents a safety hazard and contributes to significant roadway noise impacts on adjacent 
neighborhoods. The corridor is also located in the vicinity of several significant natural resource 
areas, including the Stephens Creek, Fanno Creek and Tryon Creek watersheds. 
 
Several recent planning studies and actions will provide guidance for future transportation 
analyses and refinement planning. The South Portland Circulation Study report provides a 
circulation concept for the Ross Island bridgehead area and Naito Parkway. The Barbur 
Boulevard Streetscape Plan provides guidance for pedestrian and streetscape improvements. 
The Barbur Concept Plan also provides guidance. The Barbur Boulevard Streamline Project 
recommends near-term improvements for transit operations and bus stop amenities. The West 
Portland Town Center Study recommends various transportation improvements for this area. 
The City did not adopt or act upon this study, but some portions may be useful for future 
considerations.  
 

Ord. 188177, Vol. 1.1.F, page 954



 

Commentary 
 

30 

 

 

Ord. 188177, Vol. 1.1.F, page 955



As Amended 
 

December 5, 2016 Transportation System Plan Update: As Amended 31 
 Section 12: Refinement Plans and Studies 

 
The adoption of the Southwest Community Plan and Comprehensive Plan (SWCP) and Zoning 
Map resolved many land use issues in the broader area surrounding the corridor. However, a 
‘Barbur envelope’ has been delineated for a future land use and transportation planning process. 
This area includes a relatively narrow band of properties along Barbur between Miles Street and 
the City boundary and in the general area of the West Portland town center. Until the plan for 
this area is completed, the SWCP identifies the town center designation as conceptual only; the 
exact designation for the area could change as a result of further study.  
 
Transportation solutions in the corridor should consider the following approaches:  
 
● Combined land use and transportation alternatives within the ‘Barbur envelope’ 

area, and resulting transportation and livability benefits and impacts 

● Regional and local transit services and facilities, and the appropriate transit vehicle 
type to serve the Barbur corridor within the RTP planning horizon 

● Possible new locations or relocations for I-5 on-ramps and off-ramps and street 
connections across the freeway right-of-way 

● Opportunities for new or improved local street connections to Barbur, including 
locations for possible signalized intersections and reconfiguration of angled 
intersections for safe, multimodal access  

● Facilities to improve bicycle and pedestrian safety along Barbur and access to transit 
services and local destinations  

● Traffic management and intelligent transportation system improvements along the 
corridor 

● Potential mainline freeway improvements, including possible southbound truck 
climbing lanes and traffic and truck noise mitigation 

● Special attention to the Barbur/Capitol/Taylors Ferry intersection and local street 
connectivity improvements in the West Portland area 

 
● Coordination with previous planning studies and recommendations from the South Portland 

Circulation Study, Barbur Boulevard Streetscape Plan, and Barbur Boulevard Streamline 
Project 
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Columbia Slough Greenway Plan has been developed – delete. 
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RTP Studies  
 
Columbia Slough Greenway Trail Study 
 
Purpose: Determine the feasibility of constructing a multi use path of regional significance 
from Kelly Point Park to Blue Lake Park (2000-2005). 
 
In 2002, Limited segments of the Columbia Slough Trail have been completed, including some 
recently developed by the Bureau of Environmental Services (BES). Significant links are 
missing. This study would look at potential alignments, consider environmental and physical 
constraints, and determine where grade separation may be needed when the trail crosses rights-
of-way.  
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Interstate 205 Ramp Study  
 
Purpose: Evaluate and recommend improvements to I-205 ramps at SE Powell and SE 
Division to eliminate confusing intersections that direct drivers to frontage roads (2000-
2005). 
 
Based on adopted policy, the City designed the freeway ramp and collector-distributor road 
system on either side of the I-205 freeway to operate so Powell Boulevard on the west side of I-
205 and Division on the east side of I-205 provide a continuous route from Portland to 
Gresham. This design was intended to take automobile and truck traffic off the more transit-
oriented Division Street west of I-205 and use Division east of I-205, in combination with the 
more auto-oriented Powell Boulevard west of I-205, for the bulk of trips between the two 
centers. 
 
The current design of the ramp termini reflects this policy intent. There has been recent interest, 
however, in revisiting the turn restrictions and physical restrictions imposed by the policy and 
design. ODOT and the City have agreed to analyze the type of improvements that might be 
necessary to remove the turn restrictions at SE 92nd and Powell Boulevard and allow for more 
balanced turn movements throughout the interchange area. 
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West Portland/I-5 Access and Crossings Study 
 
Purpose: Identify possible new connections over I-5 to serve motor vehicles, pedestrians, and 
bicycle travel (2000-2005). 
 
Because of the barrier effect of I-5 and SW Barbur, the existing street pattern in the vicinity of 
the West Portland town center/Barbur transit center is incomplete, particularly in the north-
south direction. This ‘wall’ limits connections between cultural, institutional, recreational, and 
commercial facilities such as Woods Memorial Park, Multnomah Village, the Multnomah 
Center, Gabriel Park, Jackson Middle School, Capitol  Hill Library, Holly Farm Park, PCC-
Sylvania, and Markham Elementary School. Topography presents a challenge to making 
additional connections in the vicinity of the transit center.  
 
I-5 Crossing 
The existing pedestrian/bicycle connection across I-5 ramps down from the transit center, 
crosses I-5 on a pedestrian bridge, then ramps down to SW Willard at 40th. The West Portland 
Town Center Study (December 1997) recommended enhancing the existing pedestrian bridge 
crossing by reconfiguring the park-and-ride lot, providing a new local street crossing in the 
vicinity of the transit center, and potentially capping a portion of I-5. In addition, sidewalk 
improvements are needed on local streets south of I5 to improve connections to the existing 
pedestrian bridge. 
 
Local Street Connectivity 
Southwest Barbur and I-5 create barriers at the north and south ends of the West Portland town 
center. Only Capitol Highway and the pedestrian bridge at the transit center cross I-5 in the 
vicinity of the town center, resulting in a local street network with missing links. Potential 
locations for local street crossings of I-5 are: 
 
● Replacing the existing pedestrian/bicycle bridge over I-5 with a pedestrian-oriented, 

local street connection on the 39th/40th alignment, connecting to 40th at Wilbard 
Street and 
to SW 35th  

● Constructing a new local street that extends SW 48th Avenue south on a new bridge 
structure to SW Huber Street and then connects to an extension of SW Alfred Street  

● Constructing a bicycle/pedestrian bridge between the Ash Creek and Crestwood 
neighborhood and the West Portland Park neighborhood in the vicinity of the 
Dickinson Street corridor, south of Markham School 

Land Use 

 Relocating ramps in this area will create developable land and new land use 
potential.  

This study may be incorporated into the Barbur/I-5 refinement plan (described earlier in this 
chapter), which identifies many of the issues described here.  
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Markham School Pedestrian/Bicycle Overpass is identified in the TSP.   
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Barbur Boulevard Crossings 
Existing commercial areas along the west side of Barbur and south of I-5 are relatively 
inaccessible by pedestrians. Barbur presents a barrier to pedestrian access because of wide 
paved areas, limited crossing opportunities, and relatively high traffic volumes and speeds. Safer 
and more convenient pedestrian circulation is needed to support commercial uses, access transit 
service, and support a future town center.  
 
Additional study is needed to determine the need and feasibility of new connections, within the 
context of the additional land use and transportation analysis being conducted as part of the 
Barbur and I-5 corridor refinement plan. 
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The Willamette Cove Shoreline Trail is part of what is now the North Portland Greenway Trail, 
which has a concept plan. There are five segments of North Portland Greenway Trail in TSP list -
delete. 

 
The CCTMP planning work and Central City Multimodal Safety project will identify pedestrian 
improvements. MMA work also identified some improvements. 
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Willamette Cove Shoreline Trail 
 
Purpose: Evaluate the feasibility of a multi use trail from Cathedral Park to Swan Island and 
from Swan Island to the Steel Bridge (2000-2005).  
 
Willamette Cove is on the North Portland peninsula near St. Johns. With nearly one-half mile of 
riverfront, it is one of the last remaining semi natural shorelines in the Portland Harbor. The 
property is at the southern anchor of the Peninsula Crossing Trail, a 3.5mile pedestrian trail that 
connects the Willamette and Columbia Rivers. The City of Portland recently completed a master 
plan for the redevelopment of the 27-acre Willamette Cove site as a natural area park. 
 
 
Central City Pedestrian Enhancements Study  
 
Purpose: Identify needed pedestrian improvements to address locations lacking pedestrian 
crossings, difficult bridge crossings, and access over freeways in the Central City (2000-2005). 
 
The Central City Transportation Management Plan’s (CCTMP) pedestrian policies and text note 
that the degree of pedestrian access is increased when the pedestrian network is “comprehensive 
in coverage, easily accessible, and without significant barriers and obstacles that would prevent 
its use.” The pedestrian enhancements study should:  
● Identify gaps and deficiencies in the pedestrian network 

● Examine ‘no pedestrian crossing’ locations and identify appropriate measures to 
improve access 

● Examine the need for underpasses and the potential for alternative pedestrian 
crossing opportunities 

● Identify pedestrian access improvements to and across Willamette River bridges 

● Identify pedestrian access improvements across I-5, I-84, and I-405  

● Identify connections to and from surrounding neighborhoods 

● Identify locations where pedestrian crossings need improvements and/or signal 
modifications 

● Identify reconfigurations of ramp intersections to provide continuous sidewalks on 
both sides of SE Grand and SE Martin Luther King, Jr.  

With the pending completion of the Central City Multimodal Safety project, many 
pedestrian access improvements in the Central City will be identified. 
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This concept was examined in the Oregon Passenger Rail project. The improvements described 
in the refinement plan were rejected by the Oregon Passenger Rail project - delete. 
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Tualatin/Portland Commuter Rail Extension Study 
 
Purpose: Evaluate the extension of commuter rail service from Tualatin to Union Station via 
Lake Oswego and Milwaukie (2011-2020). 
 
This project would use existing railroad tracks: the Tillamook branch from Tualatin and the 
Southern Pacific tracks in Portland. The line would extend from Tualatin, through Lake Oswego 
and Milwaukie, and through eastside Portland before crossing the Willamette and ending at 
Union Station.  
 
 
Portland to Milwaukie Light Rail Transit Study 
 
Purpose: Identify possible light rail route alignment from the Portland Transit Mall. (2005-
201o) 
 
Further study has been identified in the 2004 South/North Land Use Final Order (LUFO) 
Amendment adopted by Metro Council (Resolution No. 03-3372) for two areas within Portland. 
The LUFO identifies a study area for a possible light rail route alignment from the downtown 
Portland Transit Mall at SW Lincoln Street and SW 5th Avenue eastward along SW Lincoln 
Street and an extension of SW Lincoln to I-5. This area is immediately adjacent to the extension 
of the Portland Transit Mall to just south of SW Harrison. 
 
Further study has also been identified for a section of land south of SE Tacoma Street and 
generally north of Highway 224, between McLoughlin Boulevard, east to the Tillamook Branch 
railroad line. The purpose of this study is to address issues of concern identified by the City of 
Milwaukie (Resolution 02-2003). 
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A Draft Environmental Impact Statement was completed in 2010, before the project was 
abandoned. A shorter segment down to Johns Landing is in TSP. 
http://www.oregonmetro.gov/lake-oswego-portland-transit-project. Trail is listed on the TSP 
Major Projects List.  

Ord. 188177, Vol. 1.1.F, page 969

http://www.oregonmetro.gov/lake-oswego-portland-transit-project


As Amended 
 

December 5, 2016 Transportation System Plan Update: As Amended 45 
 Section 12: Refinement Plans and Studies 

 
Lake Oswego to Portland Transit and Trail Study 
 
Purpose: Develop and evaluate transit and trail alternatives in the Lake Oswego to Portland 
corridor and select one or two preferred alternatives to advance into the federal 
environmental analysis process. 
 
In the Lake Oswego to Portland corridor, Highway 43 serves as the primary north/south route 
for cars, buses and trucks between Lake Oswego and Portland. Existing traffic volumes on 
Highway 43 create substantial congestion in the peak hours. Substantial roadway improvements 
and tolling for Highway 43 have been ruled out in earlier studies. Multiple studies have 
recommended consideration of transit along the existing Willamette Shoreline right-of-way. 
Given the public ownership of the railroad right-of-way within the corridor, transit alternatives, 
including, but not limited to streetcar service, are being studied. 
 
The purpose is to develop a community-supported transit project that meets future travel 
demand in the Lake Oswego to Portland corridor and supports local and regional land use plans. 
The project will accomplish several objectives: 
 
● Provide improved transportation access to and connectivity among significant destinations 

and activity centers. 
● Minimize traffic and parking related impacts to neighborhoods. 
● Support and enhance existing neighborhood character in an environmentally sensitive 

manner. 
● Leverage investment in the existing transit system to cost-effectively increase riders in the 

corridor and across the system. 
● Support transit-oriented economic development in Portland and Lake Oswego. 
● Support community goals related to transportation, land use and development. 
● Increase mobility. 
● Provide additional transportation choices in the corridor. 
● Provide access for persons with disabilities. 
● Be part of an integrated multimodal transportation system. 
● Anticipate future needs and impacts and not preclude future expansion opportunities. 
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I-84/Banfield Trail was fulfilled by the completion and adoption of the Sullivan's Gulch Trail 
Concept Plan in July 2012 
 
I-84/I-205/Tillamook Multi Use Connector Study, this is Phase II of the Sullivan Gulch Trail 
Concept Plan (I-205 to 122nd) - delete. 
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The purpose of the pedestrian and bicycle trail is to provide a connection between the 
Willamette River Greenway trail at the north end and the Lake Oswego town center at the south 
which will: 
 
● Significantly improve the access, safety and quality of experience for cyclists, pedestrians 

and persons with disabilities. 
● Create a connected, high-quality facility that is compatible with the transit alternative and 

which makes bicycling and walking a viable transportation and recreation choice. 
● Enhance the value of the existing transportation system by successfully integrating the 

bicycle and pedestrian trail. 
● Be compatible with and serve the needs of surrounding neighborhoods. 
● Connect and improve access to important pedestrian and bicycle destinations in the 

corridor. 
 
RTP Preferred System Studies 
 
The RTP project list includes the following studies only in the 2020 Preferred System. There is 
no timeframe associated with these studies.  
 
I-84/Banfield Trail 
 
Purpose: Study the feasibility of a multi use path from the Eastbank Esplanade to I205 bike 
lanes. 
 
A feasibility study is needed to determine whether a bicycle path could be constructed along I-84 
between the Eastbank Esplanade and the I-205 bike lanes. The study would need to determine 
the path’s location (adjacent to the heavy rail line, above the gulch, or a combination of the two) 
and access points to the path. Since the path will likely involve private (railroad) property, a 
public involvement component will be needed. 
 
 
I-84/I-205/Tillamook Multi Use Connector Study 
 
Purpose: Study the feasibility of a connection from I-84/122nd Avenue to I-205. 
 
This study would consider the feasibility of a bicycle path connection between the existing path 
on I-84 (that has its western terminus at 122nd) and I-205. The terminus with I-205 would link 
to a future path identified in the I-84/Banfield Trail study discussed above. Topography and 
heavy rail lines would limit alignment alternatives. Topography and a limited number of east-
west streets would also limit access points. 
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I-5 Train Capacity Corridor Study listed many improvements (largely for freight rail), many of 
which have been implemented. Oregon Passenger Rail project is underway and is looking at 
improvements to passenger rail north of Union Station.  
 
 
Portland Union Station Multimodal Conceptual Engineering Study complete - delete:  
www.portlandoregon.gov/transportation/article/262556 

 
 
 

Ord. 188177, Vol. 1.1.F, page 973



As Amended 
 

December 5, 2016 Transportation System Plan Update: As Amended 49 
 Section 12: Refinement Plans and Studies 

 
Third Track Connector Study 
 
Purpose: Study additional rail capacity to address growth in high-speed rail and commuter 
rail from North Portland to Vancouver, Washington. 
 
The 1999 Commuter Rail Feasibility Study evaluated the feasibility of regional commuter rail 
service operating on the existing freight rail lines. ODOT and the Washington Department of 
Transportation will jointly conduct a new Rail Capacity Analysis as part of the ongoing I-5 
Transportation and Trade partnership. This study will examine possible commuter rail service 
between Portland and Vancouver/Woodland, and Portland and Camas/Washougal. It will 
consider the feasibility of commuter rail service on entirely new, separate, passenger-only rail 
lines for intercity passenger trains (including high-speed rail) and commuter rail trains. 
Potential ridership and infrastructure costs will also be examined. The study will likely find that 
a third rail line would be inadequate and two parallel passenger rail lines would be more 
feasible. 
 
Union Station Multi Modal Center Study 
 
Purpose: Identify improvements to meet additional transportation needs to Union Station. 
 
Union Station is a highly accessible intermodal facility, with passenger connections between 
public and private bus systems and passenger rail. Motorists, pedestrians, transit riders, and 
bicyclists can also access the station. Light rail and bus service will be expanded in the future, 
and NW Sixth will be extended north to NW Northrup. Improvements for Union Station area 
would focus on: 
 
● Preserving access to and from Union Station for all modes of travel, including bus, 

light rail, passenger rail, motor vehicles, walking, and bicycles 

● Further developing Union Station as an intermodal passenger terminal 
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Done. Central Eastside Street Plan (done in 2010). SE Quadrant Plan completed- delete.  
 
BES recently completed a project in this area that built large bioswales in the big triangular 
spaces left over from the street grid intersecting with Sandy. A median with ped/bike crossing 
where Sandy, Pine, and 9th come together – delete. 
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Central Eastside Truck Access Study 
 
Purpose: Evaluate circulation to improve connections in the Central Eastside to the regional 
traffic network and reduce conflicts with non industrial land uses. 
 
The Central Eastside is an important industrial job base for the Central City, particularly for 
warehousing, distribution, and incubator industrial activities.  Commercial vehicle access and 
circulation to and within the district must be maintained and enhanced. Areas of concern 
include access to and from I-5, SE Powell Boulevard, the Ross Island Bridge, and ‘southern 
triangle’ area. Circulation in the Central Eastside needs to be managed to minimize conflicts 
between trucks, automobiles, bicycles, pedestrians, and transit and to minimize conflicts 
between industrial, retail, and residential activities.  
 
 
Lower Sandy Boulevard Circulation Study  

 
Purpose: Realign blocks to improve circulation in the Stark to Burnside area. 
 
The CCTMP identified a strategy to “consider modifying Sandy Boulevard from E Burnside to SE 
Stark to eliminate excess street area, realign city blocks, and improve routes and street design 
for pedestrians and bicyclists.”  
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The Central City Transportation Management Plan (CCTMP) Update and MAX Light Rail Corridor Master 
Street Plan are not completed. 
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PORTLAND PLANS AND STUDIES 
 
Refinement Plans 
 
Central City Transportation Management Plan (CCTMP) Update 
 
Purpose: Update the CCTMP, including subarea access and circulation studies as needed 
(2000-2005). 
 
City staff must review and update the CCTMP’s policies, objectives, district strategies, and street 
classifications every five years. The review is limited to City Council directives, street 
reclassifications, new programs, policy amendments, land use changes, and legal issues, and 
must include a citizen involvement component. The CCTMP street classifications were updated 
as part of the TSP process to make them consistent with RTP classifications.  
 
 
 
MAX Light Rail Corridor Master Street Plan 
 
Purpose: Complete the master street plan for areas between NE Glisan and SE Stark, east of 
the Gateway regional center (2000-2005). 
 
The RTP requires local jurisdictions to develop “conceptual new street plan maps” for 
“contiguous areas of vacant and redevelopable parcels of five or more acres planned or zoned for 
residential or mixed-use development.” The maps are intended to provide guidance to property 
owners and developers, as well as more certainty to nearby residents. The street plans should 
identify street connections to adjacent areas in a manner that promotes a convenient and well-
connected street system. The street plans should show extensions to existing streets, new street 
connections to provide adequate connectivity, and a reliance on through-streets rather than 
closed street designs. 
 
Because the MAX light rail corridor has unique connectivity needs, it was not included in the Far 
Southeast Street Master Plan study. A higher level of street connectivity is desirable in dense, 
mixed-use areas to access multiple destinations and disperse vehicle traffic throughout the area. 
High levels of pedestrian activity also warrant a more densely spaced street grid to facilitate 
movement and attain high mode split targets for alternatives to single-occupant vehicles.  
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Citywide Master Street Plans 
 
Purpose: Complete master street plans for the following districts: Southeast, Far Northeast, 
North, Northeast, and Northwest (2000-2005) 
 
The 2000 2014 RTP requires local jurisdictions to develop “conceptual new streets plan maps” 
for “contiguous areas of vacant and redevelopable parcels of five or more acres planned or zoned 
for residential or mixed-use development. The maps are intended to provide guidance to 
property owners and developers as well as more certainty to nearby residents. The street plans 
must identify street connections to adjacent areas in a manner that promotes a convenient and 
well-connected street system. The street plans must show extensions to existing streets, new 
street connections to provide adequate connectivity, and reliance on through streets rather than 
closed street designs. 
 
Areas of the City without adopted street plans must be analyzed to determine where adequate 
connectivity does not exist. Some areas, such as inner Southeast, have high levels of street 
connectivity that exceed regional standards. Other districts, such as Northwest, exhibit high 
street connectivity near the Central City, but poor connectivity in outlying areas where 
topography and industrial zoning may preclude connectivity. At a district level, the Far 
Northeast exhibits the lowest levels of connectivity for areas not covered by an adopted street 
plan. 
 
 
Other Agency Common Priority Projects in Portland 
 
This project is needed in order to collaborate with ODOT, the Port, Portland Parks and 
Recreation, and TriMet to identify common priority projects for the 2018 RTP. The 2018 RTP is 
proposed as a “major update.”  The City did not evaluate other agency proposed projects within 
Portland for the 2014 RTP, or the 2035 TSP update.  This collaborative study, or three separate 
studies, would identify projects that the City and one or more of the other agencies agree should 
be advanced as priority projects in the 2018 RTP. The study will refine project evaluation 
criteria based on RTP and TSP adopted outcomes.  
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Citywide All-Modes Needs Analysis 

 A needs analysis was not completed as part of this TSP update. The study is required to analysis 
needs for all modes. 

 
Projected ODOT “Hot Spot” Locations Refinement Plan 

 PSC amended this study to reflect input by the Oregon Department of Transportation  
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Citywide All-Modes Needs Analysis 
 
 
Projected ODOT “Hot Spot” Locations Refinement Plan 
This analysis would will identify plan-level solutions for locations with safety and/current or 
projected capacity problems on or near State Highways.  The study refinement plan will also 
develop and evaluate alternative performance measures, including alternative mobility targets, 
for State Highways, consistent with Action 1F3 of the Oregon Highway Plan, in collaboration 
with the Oregon Department of Transportation.  
  
Through modeling and analysis, PBOT and ODOT have identified multiple locations with 
potential safety and/or projected capacity problems. The agencies have agreed that PBOT will 
identify feasible actions for addressing these safety and/or capacity programs along with a 
financially feasible implementation program, the appropriate micro- or meso-scale modeling 
and analysis tools based on the results of the alternative performance measures work, analyze 
potential alternative performance measures.  After analyzing the locations based on the results 
of the alternative performance measure work, PBOT will recommend whether and what types of 
solutions are appropriate for each location for inclusion in the City’s TSP. PBOT will also work 
with ODOT to develop and recommend alternative State Highway mobility targets for adoption 
by the City and the Oregon Transportation Commission. This refinement plan will be completed 
no later than the next major TSP update. 
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A new bike-ped bridge has been constructed in place of the old one as a part of the PMLR 
project. Additional access improvements identified in Portland Bicycle Plan – delete. 
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Studies 
 
ODOT District Highways Evaluation 
 
Purpose: Assess the long-term design and functional needs of state highways inside the City. 
 
The City and ODOT are both interested in transitioning district highways within the City limits 
to Portland’s jurisdiction and management. These may include Sandy Boulevard, NE/SE 82nd 
Avenue, N/NE Lombard, NE/SE Martin Luther King, Jr. Boulevard, and NE/SE Grand Avenue. 
Many of these highways have changed roles over time, as parallel state routes and limited-access 
highways were constructed. These district highways formerly served as through-routes, but now 
provide more local circulation and commercial access functions.  
 
The City’s interest in assuming jurisdiction is based on land use (implementing 2040 main 
street development); development review (giving one agency permit authority for buildings, 
driveways, etc.); street design (incorporating multimodal features, more calmed traffic), and 
operations (implementing signalization, parking control, etc.).  
 
The City must evaluate the significant cost implications of assuming jurisdiction for these 
district highways. Many of the highways need reconstruction or are not built to the level of 
urban standards the City desires. Jurisdiction also includes a long-term responsibility for 
maintenance and operations.  
 
 
Brooklyn Rail Yard Access Study 
 
Purpose: Identify pedestrian and bicycle improvements. 
 
This idea was generated in the TSP workshop for the Southeast Transportation District and is 
also identified in the Brooklyn Neighborhood Plan (1991) concept plan. The Brooklyn yards 
contain numerous rail lines and associated activities that create a substantial barrier to 
pedestrian and bicycle access across the Brooklyn neighborhood. An existing pedestrian bridge 
over the tracks is in disrepair. The Brooklyn Neighborhood Plan envisions a new bicycle and 
pedestrian bridge over the rail lines for access to the park and high school from the east side of 
the neighborhood at approximately SE Lafayette. 
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East Burnside Pedestrian Access Improvements: 
The High Crash Corridor program has done extensive planning and implementation work in 
this corridor and has made it more pedestrian-friendly – delete. 
 
Portland Central City Loop: 
This refinement plan pertains to a mobility corridor in table 5.1 Mobility Corridors 
Recommended for Future Corridor Refinement Plans of the Regional Transportation Plan. The 
refinement plan name was changed to be consistent with the Metro RTP. 
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East Burnside Pedestrian Access Improvements 
 
Purpose: Analyze East Burnside between 12th and 39th for improvement of transitpedestrian 
access to commercial and residential areas. 
 
The Pedestrian Master Plan identifies the need for a plan for East Burnside between 12th and 
39th to identify transportation improvements that will increase walking opportunities and 
provide streetscape improvements to enhance the main street character of this corridor.  
 
 
Portland Central City Loop (RTP Mobility Corridor#4)Interstate 
5/Interstate 405 Inner Freeway Loop Study 
 
Purpose: Evaluate the current and future operations, design, and proposed improvements of 
the I-5/I-405 freeway loop in the Central City, and consider alternative design concepts.  
 
The purpose of this study is to develop alternative design concepts for the inner freeway loop, 
addressing issues such as regional mobility; freight movements; access needs of Central City 
districts; minimization of physical barriers and impacts on the river; potential local street 
network improvements; and the role of alternative modes. The analysis should also evaluate 
changes to the transit system and the possible implications for land use in the district. 
 
Numerous studies have evaluated the service capabilities of various existing segments of the 
inner freeway loop (such as the Greeley-Banfield segment and the Eastbank segment) and have 
recommended potential improvements. The freeway loop has not been evaluated as a whole 
system, however. Several recent planning activities indicate the need to evaluate the function 
and design of the entire inner freeway loop, given emerging land use and transportation 
objectives. These planning activities include the I-5 Transportation and Trade Partnership, the 
South Portland Circulation Study, the Rose Quarter Urban Design Plan and Development 
Strategy, the Lloyd District Development Strategy, and the Central Eastside Development 
Opportunity Strategy.  
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Inner Powell Streetscape Plan was adopted in 2008. Multiple studies such as Central Eastside 
Street Plan and SE Quadrant Plan have looked at changes to east end of Ross Island Bridge and 
none have recommended pursuing any changes. 
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Brooklyn Neighborhood River Access 
 
Purpose: Study pedestrian and bike access from the Brooklyn neighborhood to the 
Willamette River. 
 
The 1991 Brooklyn Neighborhood Plan identifies improved access to the riverfront as a 
longstanding neighborhood priority. Objective 6A1 of the plan states: “Re-establish Brooklyn’s 
access and historic link to the Willamette River.”  
 
McLoughlin Boulevard creates a barrier that separates the neighborhood from the river. 
Existing access from the neighborhood to the river is via the lower-level ramps at the Ross 
Island Bridge, where steep terrain limits easy access, or via Holgate Boulevard, where 
pedestrians can cross at a stoplight, but can reach the river only by descending a bramble-
covered bank. Haig Park is undeveloped parkland between the river and McLoughlin Boulevard, 
south of the SE Franklin Street alignment and north of the SE Haig Street alignment.  
 
The neighborhood concept plan identifies a pedestrian overpass bridging McLoughlin as a way 
to provide river access. A recent study investigated alternative crossing locations of McLoughlin 
Boulevard and access routes to the Springwater Trail, and provided rough cost estimates. That 
study may be detailed enough to identify a preferred alternative for an improvement project. 
The next step would be to determinate if the project responds to a transportation need rather 
than a recreational need to qualify it for inclusion in the TSP. Because the preferred alternative 
may impact private property and existing business operations, a City Council hearing on the 
report’s acceptance is also recommended.  
 
 
 
Inner Powell/Ross Island Bridgehead Access and Circulation Study 
 
Purpose: Study access and circulation alternatives to the east ramps of the Ross Island 
Bridge, including local circulation and pedestrian and bicycle access, and create a streetscape 
plan between the bridge and SE 50th Avenue. 
 
This study has many elements that could be conducted as part of other recommended TSP 
studies (such as the I-5/I-405 Inner Freeway Loop Study or the Brooklyn Neighborhood River 
Access) or could be undertaken independently. It involves two basic issues that should be 
evaluated together: improving the access route to the Ross Island Bridge from the Central 
Eastside Industrial District (CEID) and reducing the pedestrian barrier effect created by the 
current design of the inner segment of Powell to SE 21st Avenue.  
 
The Central Eastside Transportation Study (1990) presented several concepts for improving the 
current traffic and truck access route from the CEID to/from the Ross Island Bridge. Further 
investigation may identify other alternatives. During its most recent review of I-5 southbound 
access alternatives from the Central Eastside, City Council indicated a preference to improve  
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access to I-5 southbound via the Ross Island Bridge rather than support construction of the 
Water Avenue ramp.  
 
The inner segment of Powell Boulevard is a significant barrier for pedestrians, and its highway 
design may not be compatible as an edge to the neighborhood to the south. There are no 
protected at-grade crossings of Powell between the bridge and Milwaukie and between 
Milwaukie and SE 26th Avenue. The streetscape portion of the study should address the aesthetic 
environment and pedestrian crossing improvements at Powell Park and Cleveland High School, 
Creston Park and Creston Schol and SE Milwaukie, SE 17th, and SE 39th Avenues. 
 
 
Interjurisdictional Arterial Improvements Coordination 
 
Purpose: Develop a coordinated street improvement plan for arterial streets that transcend 
jurisdictional boundaries. 
 
This study would look at streets that cross jurisdictional lines, to identify changes in traffic 
volumes and traffic origins/destinations and to monitor how the streets’ classifications conform 
with their function and levels of regional traffic. Significant traffic growth is expected on streets 
that connect to other jurisdictions with planned population and/or employment growth. 
Evaluate pedestrian and bicycle access, mobility and improvements, especially where meeting 
jurisdictional boundaries.  
 
Metro designates collector-level streets as part of the regional street system when a network of 
higher-classified streets is not present or lacks adequate capacity to carry regional traffic. 
Designated in the RTP as ‘collectors of regional significance’, these streets connect the regional 
arterial system and the local collector system and distribute neighborhood traffic to arterials. 
They have three purposes: 1) ensure adequate access to the primary and secondary land use 
components of the 2040 Growth Concept, 2) allow dispersion of arterial traffic over a number of 
lesser facilities where an adequate local network exists, and 3) define appropriate collector-level 
movement between jurisdictions. 
 
The RTP designates some district and neighborhood collectors in Portland as collectors of 
regional significance. Examples of Portland streets that have this designation and extend beyond 
Portland boundaries are SW Taylors Ferry, SW Terwilliger, SE 52nd, SE 112th, SE Johnson Creek, 
and NW Cornell.  
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The TSP includes a project to add bike lanes, but implementation would be difficult without 
further study.  
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NE Glisan Street Transportation and Streetscape Study 
 
Purpose: Identify transportation and streetscape improvements that address commercial, 
pedestrian, bicycle, safety and neighborhood livability needs. 
 
Northeast Glisan been NE 67th and 82nd Avenues has been designated a main street in 
the Region 2040 Growth Concept. The TSP designated this segment of Glisan as a 
Community Main Street for street design purposes. The TSP contains one project, bike 
lanes, for NE Glisan. 
 
Currently, this segment of Glisan stretches between two light rail stations at 60th and 82nd. The 
land use and zoning pattern is storefront commercial, consistent with its main street 
designation. NE Glisan has the potential to be a thriving commercial district with multimodal 
connections. Barriers that prevent Glisan from realizing its potential include heavy automobile 
use as an alternative to I-84 during peak travel times; difficult pedestrian crossings and 
inadequate sidewalks and large curb cuts, missing bike lanes, intermittent on-street parking, 
and a lack of street trees. 
 
Glisan St was given a road diet between 62nd and 81st avenues, improving pedestrian crossing 
conditions. However, nothing has yet been done on this stretch specifically for bicycle safety.  
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The study was completed as part of the Marquam Hill Traffic Calming Plan Project #1 (2007) and Project 
#2 (2012) – delete. 
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Marquam Hill/Terwilliger Parkway Traffic Calming and Neighborhood 
Access Study 
 
Purpose: Evaluate traffic calming and traffic mitigation aimed at reducing institutional 
traffic. 
 
The Portland Aerial Tram Final Recommendations and Report identified a study to be included 
in “Tier 1” implementing actions. The study description states,  
 

Initiate a community outreach and design process for evaluating traffic calming 
and traffic mitigation solutions aimed at reducing institutional traffic along 
routes accessing Marquam Hill facilities, including those identified in the 
Marquam Hill Plan. Emphasis should be placed on maintaining neighborhood 
access within the Homestead neighborhood. 

 
Within the Marquam Hill and Terwilliger Parkway project list identified as mitigation for the 
aerial tram a number of traffic calming and traffic mitigation projects were identified. These 
projects all have a common theme, which is to mitigate impacts associated with Marquam Hill 
institution traffic on local neighborhood streets, and to encourage this institutional traffic to use 
appropriate routes travelling to and from Marquam Hill destinations. Given the number of 
projects that are related to this issue, it is important to plan these projects in an integrated 
manner, working with affected residents and property owners. 
 
The following potential projects were identified as part of the Portland Aerial Tram project: 
 
● MH-1 Homestead Drive/6th Avenue/Gaines Street Connection 
● MH-2 Marquam Hill Traffic Calming – Condor Avenue, Hamilton Street, Homestead Drive, 

Bancroft Street 
● MH-6 US Veterans Drive/Sam Jackson Park Road Intersection Improvements 
● TP-4 Terwilliger Parkway Intersection Improvements – Campus Drive, Condor Lane, 

Homestead Drive 
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New City of Portland studies were identified as part of the Comprehensive Plan process. 

 Columbia Corridor Access Study  

 Growing Transit Communities Investment Plan 

 Enhanced Transit Corridors 

 Columbia Corridor Access Study  

 Growing Transit Communities Investment Plan 

 Enhanced Transit Corridors 

 Pleasant Valley Area Need and Feasibility Analysis 

 Industrial Lands Access Study 

 Pedestrian Master Plan 

 Southwest In Motion 

 Portland Central City Truck Loading and Parking Plan 

 Hayden Island 

 Cordon Pricing 

 Broadway Weidler Corridor Plan Update 

 Lombard Corridor Transportation and Streetscape Plan 

 Northwest District Street Decoupling Feasibility Study 
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Columbia Corridor Access Study 
 
This study would identify priority connectivity needs for all modes along and across the Kenton 
rail line in Northeast Portland. North south access points across the railroad are currently 
limited to few locations, are substandard for all modes, and include several deficient bridges. If 
Union Pacific double-tracks the Kenton railroad line, north south access could be significantly 
impacted for freight, transit, bicyclists, pedestrians, and drivers. Traffic analysis has also 
indicated significant and growing freight delay along Columbia Blvd, improved pedestrian and 
bicycle access to transit is also needed to support a proposed bus line along Columbia Blvd. The 
study would identify key connectivity needs for all modes, and develop a proposal to work with 
Union Pacific, other public sector agencies, and private sector organizations to ensure ongoing 
connectivity needs are met. 
 
 
Growing Transit Communities Investment Plan 
 
This project will identify corridors within the City of Portland where the development of 
compact, transit oriented communities would be stimulated by targeted investments that 
support a high level of access to fast, reliable, and frequent transit service. It will then identify 
and prioritize the specific infrastructure, program and policy investments that are most needed 
in those corridors to produce the level and type of growth and mode shift targeted by the City 
and the region. The study will then develop funding and implementation strategies for the 
improvements. The project will result in an investment plan that will be a model for other 
jurisdictions in the region. It will be incorporated into future updates of the Transportation 
System Plan and the Regional Transportation Plan. This project is funded.  
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Enhanced Transit Corridors 
This study will identify corridors needing higher transit capacity to accommodate projected 
growth and to support TSP outcomes including prosperity, equity, safety, and climate.  The 
study will identify the general types of improvements needed in each corridor.  The result will be 
projects for the next RTP and/or TSP.  
 
 
This study will focus on frequent transit corridors within the City of Portland where projected 
population and employment growth and associated transit demand is expected to overwhelm 
the ability of conventional transit service to meet the demand. On the highest priority corridors, 
the project will determine the additional transit capacity needed to meet future demand, and 
will identify strategies and investments needed to improve transit operations enough to support 
that higher capacity. The study will consider "enhanced transit" strategies such as span of 
service, vehicle technology, longer span of service, higher capacity vehicles, proof-of-payment 
fare systems, headway-based operations, and enhanced transit signal priority. This study will 
build and expand on the Growing Transit Communities investment plan.  
 
The study will evaluate multiple corridors, and will result in at least two enhanced transit 
projects (one in East Portland and one in “Inner Ring” neighborhoods).   
 
The studies will: 

 Involve PBOT, BPS, Trimet, Metro. 

 Evaluate and select the viable transit corridor for even more frequent or higher levels of 
service, preferably consistent with FTA Small Starts criteria.   

 Be mode neutral and will evaluate a small number of corridors based on projected 
ridership, development potential, relationship to existing transit, sustainability of 
operational costs, new funding mechanisms (including new value capture mechanisms), 
and linkage to affordable housing and other Portland Plan equity objectives. 

 Build from and relate to sidewalk and bike projects identified in the TSP, with an effort 
to use those projects as a local match.   

 The result will be to recommend inclusion of at least one East Portland and at least one 
Inner Ring project for inclusion in the 2018 RTP.   Prioritize East Portland project 
funding and timing. 
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Project-Specific Objectives: 

 East Portland Project 
o Create enhanced next generation north-south transit service in East Portland, 

above and beyond the frequent service improvements currently contemplated 
with the 2015 Trimet Service Improvement Plans. Evaluate opportunities in 
Gateway, and on 82nd, 122nd, 148th and 162nd. 

o The project will examine the employment location and commute patterns of east 
Portland residents, and evaluate ways to improve transit access to jobs in the 
Columbia/Airport Way corridors and elsewhere in the region from east Portland.  

o Project timing: 5-10 years 
 

 Inner Ring Project 
o Portland Streetcar will be a partner. 
o Create enhanced next generation higher capacity transit service in Inner Ring 

corridors projected to experience high levels of residential and/or job growth 
sufficient to exceed projected transit capacity, frequency, and reliability. 

o The project will build from analysis completed with the 2009 Streetcar System 
Concept Plan, and subsequent economic impact studies. Gather projected 
ridership and traffic data for corridors such as Grand/MLK, Division, Macadam, 
Sandy, Burnside/Stark, Broadway, 18th/19th, Belmont/Hawthorne, and 
Vancouver/Williams.  Identify 2-3 corridors for further evaluation. 

o The project will examine transit demand, traffic and travel patterns in the highest 
demand corridors, and evaluate ways to improve transit frequency and 
reliability, from origins to destinations.  

o Project timing: 11-20 years. 
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Pleasant Valley Area Need and Feasibility Analysis 
This study will conduct a high-level needs and feasibility analysis for several projects from the 
2007 TSP and the 2014 RTP in the Pleasant Valley area. These projects include retrofits of 
Jenne Road, 174th Avenue, Barbra Welch Road, and Foster Road, as well as the extension of 
174th Ave as proposed by the City of Gresham. The study will use updated transportation 
modeling from Metro and current population and employment growth projections to re access 
the need for these project as well as the identified solutions. The study will also access the 
feasibility of projects that call for new or widened roadways with full pedestrian and bicycle 
facilities along environmentally constrained corridors.  
 
Industrial Lands Access Study 
This study will identify, evaluate and prioritize potential industrial lands transportation access 
investments and revenue sources following adoption of the 2035 Comprehensive Plan and 2035 
TSP.  
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Pedestrian Master Plan 
The Pedestrian Master Plan established a 20- year framework for improvements that will 
enhance the pedestrian environment and increase opportunities to choose walking as a mode of 
transportation. The Pedestrian Master Plan Update includes a review of the City's pedestrian 
policies, pedestrian street classifications, pedestrian design guidelines, a list of capital projects 
and a set or recommended funding strategies.  
 
Southwest In Motion 
Develop a 5- year active transportation strategy for all of Southwest Portland. It will incorporate 
projects from the updated TSP project list, the Portland Bicycle Plan for 2030, the Barbur 
Concept Plan, the Southwest Corridor Plan, the SW Urban Trails Plan, the Barbur Concept Plan, 
and community-led Platinum Bicycle Facility Strategy in Southwest Portland. This project is 
funded.  
 
Portland Central City Truck Loading and Parking Plan 
This project will develop a comprehensive truck loading and parking strategy for the Central 
City to increase efficiency of the on-street loading system, increase compliance with City loading 
regulations, and balance commercial loading and parking needs with other uses in the public 
right-of-way. This project will recommend strategies and street design options applicable to the 
Central City. This project is funded.  
  
Hayden Island 
In coordination with regional, state and federal partners, develop and evaluate access options to 
Hayden Island from Marine Drive. Access would include Pedestrian, Bike, Transit, Auto and 
freight to support the Hayden Island Plan. 
 
Cordon Pricing 
Study the implementation of a cordon pricing system within Central Portland. While the scope 
of the study would include the effectiveness of drawing various different boundaries, one 
boundary studied should include from I-205 to Skyline Blvd, Columbia River south to the 
southern City limits. Due to federal regulations, the interstates themselves would not be tolled, 
but vehicles would be tolled upon exiting the interstates to enter the cordon area. The study 
scope would include: 
- Boundaries 
- Pricing level 
- Payment collection strategies 
- Projected impacts on VMT, GHG, congestion, transit loads, mode share, etc. 
- Possible use of funds, including mitigating impacts 
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New City of Portland studies (cont.) 
 

PSC amendment replaced the “Northwest District Street Decoupling Feasibility Study” with 
“Northwest District Access and Circulation Study” with broader scope looking at access and 
circulation for all modes and connections to/from Central City 
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Broadway Weidler Corridor Plan Update 
 
Update the 1996 Broadway Weidler Corridor Plan and extend the study area so it includes the 
corridor from the Willamette River to Hollywood Town Center. This will be a comprehensive 
corridor study assessing the full range of transportation needs and prioritizing solutions. Areas 
of focus include pedestrian and bicycle safety and access, transit speed and reliability, traffic 
management, business district vitality, streetscape environment, freight access, traffic signals 
and crossings, access management, and parking management. This study will be coordinated 
with the ODOT Rose Quarter Interchange Project currently under development.  
 
Lombard Corridor Transportation and Streetscape Plan 
 
This collaborative study with ODOT will develop a transportation and streetscape plan for N/NE 
Lombard St from N Woolsey Ave to NE Martin Luther King, Jr Blvd. Areas of focus include 
pedestrian and bicycle safety and access, transit speed and reliability, traffic management, 
business district vitality, streetscape environment, freight access, traffic signals and crossings, 
access management, and parking management. The plan will also include a concept plan and 
feasibility assessment for reconfiguration of the Lombard/I-5 interchange to improve safety and 
circulation for all modes. 
 
Northwest District Access and Circulation Study 
 
Prepare an access and circulation study for the NW District neighborhood. Consider street 
reconfigurations and improvements including pedestrian and bicycle safety and access, travel 
directions, travel lanes, traffic control, and transit mobility and circulation. Identify and 
recommend changes to street classifications and identify near-term projects to improve safety, 
access, and circulation for all modes.  
 
Northwest District Street Decoupling Feasibility Study 
 
This study will assess the feasibility of decoupling the Everett/Glisan St and 18th/19th Ave 
couplets within the NW District. These streets are classified as Local Service Traffic Streets in 
the Transportation System Plan, and community members have questioned whether the streets 
are appropriate as one-way couplets. This study will examine the costs, benefits, and overall 
feasibility of decoupling, taking into account the needs of all modes of transportation. 
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 This chapter is being deleted from the TSP. 

 This chapter is a list and summary of past planning projects. Last updated in 2007. With 
plans on the internet and in PBOT library, this chapter is redundant. It is not required 
and takes up too much space.  

 Recommend deleting the chapter and lists and have a discussion in the introduction of 
the TSP about other planning projects that inform the TSP, transportation planning and 
project development.  

 Confirm that all plans and projects are on the website and in the library. Indicate that 
information on the web.  

 Make sure all plans since 2007 (or event before) are on website and library – SW Trails 
Plan for example is not on the web.  
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This chapter summarizes the approach and findings of the following area studies:  
 

 Burnside Transportation and Urban Design Plan 

 Central Eastside Development Opportunity Strategy 

 Columbia Transportation Corridor Study 

 Division Green Street/Main Street 

 Eastside Streetcar Alignment Study 

 Eastside Transit Alternative Analysis 

 Foster Road Transportation and Streetscape Plan 

 Freight Master Plan 

 Hollywood and Sandy Plan 

 I-5 Transportation and Trade Partnership 

 Killingsworth Improvements Planning Project 

 Lents Town Center Business District Transportation Plan 

 North Macadam District Planning  

 Northwest District Plan 

 Opportunity Gateway Concept Plan 

 Pleasant Valley Plan District 

 Portland Aerial Tram Study 

 Powell/Foster Corridor Transportation Plan 

 Red Electric Trail Planning Study 

 Russell Street Improvements Planning Project 

 St. Johns/Lombard Plan 

 St. Johns Truck Strategy 

 South Portland Circulation Study 

 Swan Island Trails Action Plan  

 Tacoma Main Street Plan 

 Transportation System Plan for the Urban Pockets of Unincorporated Multnomah County 

 West Portland Town Center Transportation Plan 

 2004 South/North Land Use Final Order Amendment 

 2040 Centers Transportation Strategies and Mode Split Targets Project 
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Transportation and Parking Demand Management, also known as TDM, encompasses a variety of 
strategies to encourage more efficient use of the existing transportation system by reducing reliance on 
the personal automobile. This is achieved by encouraging people through education, outreach, financial 
incentives, and pricing to choose other modes, share rides, travel outside peak times, and telecommute, 
among other methods. Effective transportation demand management also incorporates management of 
parking supply and demand. TDM strategies help reduce traffic congestion, reduce the amount of 
money that must be spent to expand transportation system capacity, improve air quality, and ensure 
road capacity is available for those who need it most. 
 
For example, employers can provide a reduced cost transit pass to employees, increasing transit use, 
reducing traffic congestion, and saving employees the cost of driving and parking.  Apartment building 
property managers can provide tenants transit or bike share incentives, increasing the number of car-
free households and reducing neighborhood parking and traffic impacts.   
 
Transportation demand management and parking demand management are complementary, synergistic 
strategies.  Doing a good job with one helps the other succeed; doing a good job with both can 
significantly improve the economic and environmental benefits for both residents and businesses.   
 
According to recent modeling work by the City, a strong and effective TDM program is one of the most 
important current strategies to moving toward meeting our traffic, access, and climate goals. 
 
The focus of Portland’s current TDM upgrade is to improve the effectiveness of transportation and 
parking demand management requirements for mid-to-large scale development. 
 
In collaboration with the Bureau of Planning and Sustainability’s comprehensive plan implementation 
projects, this TDM upgrade will: 
 

1) Clarify and standardize performance-based requirements to reduce traffic and automobile 
parking demand generated by developments in the proposed Campus Institutional Zones;  

2) Establish new standards to reduce traffic and auto parking demand generated by developments 
with more than 10 dwelling units in the proposed commercial/mixed use zones; 

 
PBOT is proposing to establish a new code chapter, 17.106, “Transportation and Parking Demand 
Management,” to standardize Transportation and Parking Demand Management Plan requirements (see 
next page).  The zoning code, Title 33, will establish TDM plan thresholds and reference 17.106.   
 
For proposed Title 33 code amendments, please see the Campus Institutional Zoning Update Project 
draft proposal (https://www.portlandoregon.gov/bps/63692), and the Mixed Use Zones Project draft 
proposal (https://www.portlandoregon.gov/bps/63621). 
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17.106  Transportation and Parking Demand Management 
 
17.106.010 Purpose 
The purpose of this chapter is to describe the required elements of a Transportation and Parking 
Demand Management Plan, and the circumstances under which a pre-approved TDM plan may be 
submitted. 
 
TDM plans provide residents, employees, and visitors with information and incentives to use 
transportation methods other than single occupancy vehicles in order to achieve the City’s 
transportation goals, including reduced reliance on single occupancy vehicles, reduced vehicle miles 
travelled. Requiring transportation and parking demand management (TDM) is intended to prevent, 
reduce, and mitigate the impacts of development on the transportation system, neighborhood livability, 
safety, and the environment while reducing transportation system costs. 
 
17.106.020 Required Elements of a Transportation and Parking Demand Management Plan 
A TDM Plan shall include, at a minimum, the following elements: 

A. Description of proposed development, including trip generation estimates and proposed auto 
and bicycle parking. The description may include development anticipated to occur for a period 
of up to 10 years; 

B. Description of existing land uses, traffic conditions, and multimodal facilities in the area within ¼ 
mile of the site, including (if applicable) any current employee mode split data from the most 
recent Employee Commute Options (ECO) report submitted to the Oregon Department of 
Environmental Quality; 

C. Performance Targets: 
1. Mode split goals shall be based on the performance targets from Objective 9.28.h in the 

Transportation System Plan; 
2. An ECO survey submitted in Subsection B shall serve as the baseline mode split, when 

available. If an ECO survey is not available, census data may be used, or the applicant may 
submit an independent survey from a professional traffic engineer; 

3. Interim performance targets may be determined as a straight line projection from the base 
year to 2035; 

4. Alternate performance targets may be proposed based on the following factors: 
a. The relative availability of bicycle, transit, bike share, and car share infrastructure and 

services; 
b. Current TDM strategies that have been implemented by the applicant;  
c. Travel characteristics, including schedules, of employees, residents, and visitors; 
d. Best practices and performance of comparable sites in Portland and comparable cities; 

D. If a site has a TDM Plan approved through a previous land use review, and the applicant is in 
compliance with the provisions of that Plan, then the TDM Plan may serve as the basis of any 
subsequent updates. The submittal for a TDM Plan update should include:  

o Demonstration of compliance with neighborhood engagement obligations; 
o Demonstration of compliance with mode split reporting obligations;  
o Evaluation of mode split trends based relative to the performance target;  
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E. Strategies likely to achieve the identified mode split and parking management performance 
targets; 
o Strategies may include but are not limited to: 

a. Supply, management, and pricing of on-site employee, resident, and student 
parking;  

b. Dissemination of information about alternatives to single-occupant vehicle 
commuting; 

c. Identification of a site or campus TDM coordinator; 
d. Financial incentives offered to employees for carpool, car-sharing, transit, bicycling, 

and walking;  
e. For nonresidential uses, strategies to reduce total trips such as telework and/or 

compressed work week scheduling or on-site housing;   
f. For nonresidential uses, the availability of end-of-trip facilities, such as bicycle 

lockers, showers, and secured bicycle parking.  
 

F. For colleges and hospitals in the Campus Institutional Zone, a neighborhood engagement plan; 
G. Reporting as required by Subsection 045, including any Performance Monitoring plans proposed 

by the applicant that exceed the ECO reporting requirements; 
H. Ongoing Participation and Adaptive Management plan, specifying what additional actions not 

detailed in Subsection 020.D may be utilized to achieve the 2035 performance targets specified 
in Subsection 020.C.  

 
17.106.030 Transportation and Parking Demand Management Requirements and Procedures 

A.  Requirement for Colleges and Medical Centers. Title 33 requires College and Medical Center 
uses in the campus institutional zones to conform to an approved Transportation Impact review. 
The application requirements for the Transportation Impact review require the applicant to 
provide a Transportation and Parking Demand Management Plan that has all the elements 
required by this Chapter.  Approval of the TDM plan is subject to the criteria described in 
Chapter 33.852.  

B. Requirement for Residential Uses. Title 33 requires development in a commercial/mixed use 
zone that includes more than 10 new dwelling units to have a TDM Plan at the time of 
development permit issuance. Development subject to this requirement may utilize the pre-
approved multimodal incentive described in section 17.106.035, or develop a custom plan 
approved through Transportation Impact Review, as described in Chapter 33.852. 

 
17.106.035 Pre-Approved Multimodal Incentives for Residential and Mixed Use Development 
As an alternative to preparing a custom TDM plan subject to 17.106.020 through 17.106.030, and 
33.852, mixed use and residential development may agree to provide a pre-approved multimodal 
incentive, including the following: 

A. Distribution of transportation options information approved or provided by the Portland Bureau 
of Transportation for the first four (4) years of building occupancy, offered to residents, 
employees, and visitors; 

B. Multimodal financial incentives equal to the value of a one-year Trimet pass per residential unit, 
for the first one (1) year of building occupancy. This obligation will pay for a menu of incentives  
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C. that will be offered to residents of the site to increase the use of transit, bicycling, walking, and 
other alternatives to driving alone; 

D. Participation in an annual travel survey of residents and employees for the first four (4) years of 
building occupancy; 

E. Acknowledgment of the enforcement provisions in Title 17.106.050. 
 
 
17.106.045 Required Reporting 
Employers on sites subject to an approved TDM Plan shall submit Employee Commute Options surveys 
to the Portland Bureau of Transportation a minimum of every two (2) years after initial approval.  On 
residential properties subject to a pre-approved TDM Plan under 17.106.035, the building owner or 
manager is required to actively participate in an annual City travel survey of residents and employees for 
the first four (4) years of building occupancy. 
 
17.106.050 Enforcement and Penalties 
It shall be a violation of this Chapter for any entity or person to fail to comply with the requirements of 
this Chapter or to misrepresent any material fact in a document required to be prepared or disclosed by 
this Chapter. Any building owner, employer, tenant, property manager, or person who fails, omits, 
neglects, or refuses to comply with the provisions of this Chapter shall be subject to a civil penalty of up 
to $1,000 for every 7 day period during which the violation continues.  If an entity or person is fully 
implementing all other elements of this Chapter, failing to meet performance targets alone shall not be 
an enforcement violation. The Bureau of Transportation shall seek voluntary compliance for a period of 
at least 1 month before resorting to penalties.  
 
17.106.060 Administrative Rule Authority 
The Director of Transportation shall adopt administrative rules necessary to achieve the purpose of this 
Chapter.  
 
17.106.070  Fees 
The City may charge fees for Transportation and Parking Demand Management goods and services 
provided, including but not limited to application review, incentives and education, performance 
monitoring, adaptive management, and compliance and enforcement. 
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The Portland Bicycle Plan for 2030 (adopted by City Council, Resolution #36763) recommends 
changes to Parking objectives in the TSP. The proposed changes to 6.26 and 6.27 are listed in 
Section 4: Bicycle Classifications and Objectives of this Proposed Draft. 
 
Section 6: Street Design Classifications also proposes some policy guidance for parking 
provision on streets with various street design classifications. 
 
There are several ongoing tasks that relate to parking policy and management: 

 The Mixed-use Zones Project is overhauling all commercial zones in Title 33, and 
expanding allowances for commercial parking. This is part of the Comp Plan Task 5 work. 

 The Central City Parking Policy update is overhauling the Meter District Policy and the 
portions of Title 33 that address parking in private developments. It will incorporate 
work from the three Central City Quadrant Plans. This is not part of the Comp Plan Task 
5 work. 

 The Centers and Corridors Parking Project will revise the existing Area Parking Permit 
Program, and develop a new residential parking permit program. This is not part of the 
Comp Plan Task 5 work. 

 
TSP STAGE 2 (COMP PLAN TASK 5) ITEM  

 
1) Mixed-use Zones Project 
BPS is leading this project as part of the Comp Plan periodic review work and is completely re-
writing the commercial zoning chapter of Title 33 (33.130). All of the commercial zones allow 
residential use, and are referred to colloquially as mixed-use zones. The number of commercial 
zones will be reduced from 9 to 4 (CM1, CM2, CM3, and CE), and as a result other chapters of 
the zoning code that refer to these zones will need to be updated to contain the correct 
reference. This includes 33.266, Parking and Loading.  
 
The proposed code language will be included in the full Recommended Draft being compiled by 
BPS as part of the Mixed Use Zones Project, which is also part of Task 5 of the Comp Plan 
Update.
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(Refer to proposed Mixed Use Zones Project Title 33 changes) 
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The following three parking tasks are being advanced outside the TSP Update process (Periodic 
Review Task 5).  
 

1) Revisions to Area Parking Permit Program (APPP) 
This task will modify the existing Area Parking Permit Program to allow: 

 limits on the number of permits issued to residents, and  

 limits on the total number of permits issued in an APPP zone. 
 
That project will amend City Code Title 16.20.850, which defines the terms of each APPP zone’s 
Supplemental Plan. The current code language allows limits to be placed only on employee and 
guest permits.  
 
2) Residential Parking Permit Program 
This amendment will create a new type of parking permit program, to supplement the existing 
APPP. The proposal ties the management of on-street parking to the adjacent land use, using 
zoning as the basis. Limits on the number of permits as described in #1 above will also be 
applicable. This program will require amendments to Title 16. 
 
Code amendments for #1 and #2 are expected to be before City Council in spring 2016. 
 
3) Central City Parking Update  
 
This project has two main components: changes to on-street parking management and changes 
to off-street parking regulations.  
 
Changes to on-street parking are expected to focus on developing performance standards that 
inform hourly meter rates adopted by City Council in each year’s fee structure. This will require 
a major overhaul of the Meter District Policy (BCP-TRN 3.102), and possible changes to the 
Transportation Fee Schedule (BCP-TRN 3.450). This is not a periodic review requirement. 
 
Changes to off-street parking will require a substantial re-write of the Central City Plan District 
in the zoning code (33.510.261 – 267). Emerging concepts include: 
 

 Reducing the number of parking sectors from the current 26; 

 Instituting maximum parking entitlements for residential development in the Central 
City where they are not already in place; 

 Relaxing accessory use restrictions to encourage more shared/commercial parking; 

 Granting equal parking entitlements to new and existing buildings (“Preservation 
Parking” – existing buildings often have a lower entitlement in the current code) 

 
The Central City parking code amendments will follow the Central City 2035 process through 
Planning and Sustainability Commission and City Council.   
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Street Vacation Approval Criteria  
 

The 1980 Comprehensive Plan Policy 6.21 Right-of-Way Opportunities included a list of factors 
to consider prior to vacating public streets and returning them to private ownership.  Title 
17.84 lays out a number of requirements and procedures to vacate streets.  The process 
requires Planning and Sustainability Commission review and City Council approval of street 
vacations.  The existing Title 17 process does not specify any basis for the decision of the City 
Council, other than that the vacation be in the public interest.  As a matter of practice, when 
street vacations are proposed, the Planning and Sustainability Commission (PSC) and the City 
Council often make reference to Comp Plan and TSP policies when deliberating whether to 
approve street vacations.  The existing street vacation objectives under TSP Policy 6.21, with 
the list of evaluative factors, is proposed for deletion as part of the Recommended 
Comprehensive Plan (August 2015). The Recommended Comp Plan is under review by City 
Council with hearings in December 2015 and January 2016.    
 
A new Policy 8.48 (Right-of-Way Vacations) is recommended as part of the 2035 
Comprehensive Plan (Recommended Plan) to replace the former TSP Policy (6.21).  The 
proposed amendments to Title 17.84 in this chapter will implement the new Right-of-Way 
Vacations Policy by creating approval criteria for street vacations. The criteria are intended to 
provide the City Council with basis for rendering decisions on street vacations that is similar to 
the Comprehensive Plan policies used now. The criteria are intended to assure that the Council 
retains broad authority to hold onto public streets when there is any anticipated need for them 
to provide transportation functions, utility functions, stormwater functions, and temporary 
community uses.  
 
This includes, in 17.84.025(A)(5), the need to maintain and extend an interconnected street 
system.  17.84.025(A)(5) makes reference to another existing Title 17 section, 17.88.040 
Through Streets, which is where the specific requirements for interconnected streets are found.  
Generally, 17.88.040 requires that there be connected streets no further apart than every 530 
feet, and connections for bicycles and pedestrians no further apart than every 330 feet.  
Exceptions to the rule allowed based on land use, existing development, topography, natural 
resources and other area specific factors. 
 
Clarification is also added to an existing list in 17.84(B)(4) of the kinds of conditions the City 
Council may impose when approving a street vacation.  This change makes it clear that 
conditions may include improvements that benefit bicyclists and pedestrians beyond sidewalks 
and curbs. 
 
As part of the City Council review process and in order to include temporary community uses as 
a use to consider and possibly preserve as part of a street vacation, title 17.84.025 was 
modified to address Policy 8.44, Community uses.  
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Objectives 6.21.A-E. Right-of-Way Opportunities 

A. Evaluate opportunities and the existing and future need for a bikeway, walkway, or other
transportation use or potential for use as a stormwater management facility when
considering vacation of any right-of-way.

B. As a condition of street vacation, require pedestrian and bicycle facilities if needed, with
first preference for dedicated right-of-way and, secondarily, through a public walkway
and bikeway easement.

C. Acquire or control parcels of land that may be needed in the future for any
transportation or transportation-related stormwater management purpose when the
opportunity arises through sale, donation, or land use action.

D. Preserve existing and abandoned rail rights-of-way and examine their potential for
future rail freight, passenger service, or recreational trail uses.

E. Consider the need for maintaining right-of-way for other infrastructure needs.
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TSP Objectives 6.21.A-E. Right-of-Way Opportunities (delete) 

Title 17 

17.84.010 - 17.84.020 [No Change] 

17.84.025.A 
The following definition for “community uses” was added to the glossary (Section 11) in 
response to input from the PSC:  

 Community uses in the right of way include but are not limited to temporary uses such
as public gathering spaces, events, food production or temporary festivals, etc.
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17.84.010 - 17.84.020 [No Change] 

17.84.025 Approval Criteria for Vacating Streets 

A. In considering whether the vacation will prejudice the public interest, the Council will
consider the following factors, as relevant:

1. The area proposed to be vacated is not needed presently, and is not identified in any 
adopted plan, for public services, transportation functions, utility functions, stormwater 
functions, view corridors and/or viewpoints, tree planting/retention, pedestrian 
amenities, or community or commercial uses.

2. The vacation does not prevent the extension of, or the retention of public services, 
transportation functions, utility functions, stormwater functions, view corridors and/or 
view points. 

3. Public services, transportation functions, or utilities can be extended in an orderly and 
efficient manner in an alternate location;

4. The vacation does not impede the future best use, development of, or access to abutting 
property;

5. The area of the vacation is not presently, or will not in the future be, needed as part of an 
interconnected system of public streets that is generally consistent with the street 
connection and bicycle/pedestrian spacing requirements in section 17.88.040 Through 
Streets. 
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17.84.025.B 
 
17.84.030 - 17.84.060 [No Change]
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B.  When approving, or approving in part, a petition to vacate a street the Council may make 
reservations or conditions.  Reservations or conditions may pertain to: 

 
1. The maintenance and use of underground public utilities or service facilities in the 

portion vacated; 
 

2. Limitations on use of the area above and adjacent to underground utilities or service 
facilities; 
 

3. Moving at petitioner’s expense the utility or service facilities either below, on or above 
the surface; 
 

4. Construction, extension or relocation of sidewalks and curbs, multi-use paths, trails, or 
other similar pedestrian or bicycle facilities; 
 

5. Grading or pavement extensions; 
 

6. Dedication for street use or other area in lieu of the area to be vacated; 
 

7. Replat; and 
 

8. Any other matter of like or different nature relating to the vacated area and remaining or 
relocated street area adjacent to petitioner’s property, or area dedicated in lieu of the 
vacation area. 

 
 
17.84.030 - 17.84.060 [No Change] 
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Policy 3.62  Integrated system 
Policy 3.63  Multiple benefits 
Policy 3.64  Design 

Employment areas 
Policy 3.69  Regional Truck Corridors 

Pattern Areas 

Rivers Pattern Area 
Policy 3.71  River transportation 
Policy 3.73  Industry and port facilities 
Policy 3.77  River access 
Policy 3.83  Willamette River Greenway  

Central City Pattern Area 
Policy 3.86  Central City pedestrian system 
Policy 3.87  Central City bicycle system 

Inner Neighborhoods Pattern Area 
Policy 3.88  Inner Neighborhoods main streets 
Policy 3.89  Inner Neighborhoods street patterns 
Policy 3.91  Inner Neighborhoods active transportation 
Policy 3.92  Inner Neighborhoods residential areas 

Eastern Neighborhoods Pattern Area 
Policy 3.93  Eastern Neighborhoods street, block, and lot pattern 
Policy 3.94  Eastern Neighborhoods site development 
Policy 3.95  Eastern Neighborhoods trees and natural features 
Policy 3.97  Eastern Neighborhoods corridor landscaping 
Policy 3.98  Eastern Neighborhoods active transportation 

Western Neighborhoods Pattern Area 
Policy 3.100  Western Neighborhoods active transportation 
Policy 3.103  Western Neighborhoods trails 
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Chapter 4: Design and Development   

 

Design and Development Goals 
Goal 4.A   Context-sensitive design and development 
Goal 4.C  Human and environmental health   
 

Design and Development Policies  
Policy 4.1  Pattern areas 
Policy 4.2  Community identity 
Policy 4.3  Site and context 
Policy 4.4  Natural features and green infrastructure 
Policy 4.5  Pedestrian-oriented design 
Policy 4.6  Street orientation 
Policy 4.7  Development and public spaces  
Policy 4.8  Alleys 
Policy 4.9  Transitional urbanism 

Design and development of centers and corridors  
Policy 4.20  Walkable scale 
Policy 4.21  Street environment 
Policy 4.22  Relationship between building height and street size 
Policy 4.23  Design for pedestrian and bicycle access 

Designing with nature  
Policy 4.73   Design with nature 
Policy 4.74   Flexible development options 
Policy 4.75  Low-impact development and best practices 
Policy 4.76  Impervious surfaces   
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Chapter 9: Transportation  

Goals 

GOAL 9.A: Safety 
The City achieves the standard of zero traffic-related fatalities and serious injuries. 
Transportation safety impacts the livability of a city and the comfort and security of those 
using City streets. Comprehensive efforts to improve transportation safety through equity, 
engineering, education, enforcement and evaluation will be used to eliminate traffic-related 
fatalities and serious injuries from Portland’s transportation system.  

Goal 9.B: Multiple goals 
Portland’s transportation system is funded and maintained to achieve multiple goals and 
measureable outcomes for people and the environment. The transportation system is safe, 
complete, interconnected, multimodal, and fulfills daily needs for people and businesses. 

GOAL 9.C: Great places 
Portland’s transportation system enhances quality of life for all Portlanders, reinforces 
existing neighborhoods and great places, and helps make new great places in town centers, 
neighborhood centers and corridors, and civic corridors. 

GOAL 9.D: Environmentally sustainable  
The transportation system increasingly uses active transportation, renewable energy, or 
electricity from renewable sources, achieves adopted carbon reduction targets, and reduces 
air pollution, water pollution, noise, and Portlanders’ reliance on private vehicles.  

GOAL 9.E: Equitable transportation 
The transportation system provides all Portlanders options to move about the city and meet 
their daily needs by using a variety of safe, efficient, convenient, and affordable modes of 
transportation. Transportation investments are responsive to the distinct needs of each 
community. 

GOAL 9.F: Positive health outcomes 
The transportation system promotes positive health outcomes and minimizes negative 
impacts for all Portlanders by supporting active transportation, physical activity, and 
community and individual health.  

GOAL 9.G: Opportunities for prosperity  
The transportation system supports a strong and diverse economy, enhances the 
competitiveness of the city and region, and maintains Portland’s role as a West Coast trade 
gateway and freight hub by providing efficient and reliable goods movement, multimodal 
access to employment areas and educational institutions, as well as enhanced freight access 
to industrial areas and intermodal freight facilities. The transportation system helps people 
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and businesses reduce spending and keep money in the local economy by providing 
affordable alternatives to driving.   

GOAL 9.H: Cost effectiveness 
The City analyzes and prioritizes capital and operating investments to cost effectively 
achieve the above goals while responsibly managing and protecting our past investments in 
existing assets.  

GOAL 9.I: Airport Futures 
Promote a sustainable airport (Portland International Airport [PDX]) by meeting the region’s 
air transportation needs without compromising livability and quality of life for future 
generations. 

Policies 

Design and planning 

The City of Portland’s transportation system is a key public facility. The following policies 
describe what the transportation system is, what it does, and what factors to consider in 
how the overall system is used. Policies 8.1-8.60 in Chapter 8: Public Facilities and Services 
also apply to the need for quality facilities and services, multiple benefits, reliability, and 
creating a multi-purpose and safe right-of-way.  

Policy 9.1 Street design classifications. Maintain and implement street design 
classifications consistent with land use plans, environmental context, urban 
design pattern areas, and the Neighborhood Corridor and Civic Corridor 
Urban Design Framework designations.  

Policy 9.2 Street policy classifications. Maintain and implement street policy 
classifications for pedestrian, bicycle, transit, freight, emergency vehicle, and 
automotive movement, while considering access for all modes, connectivity, 
adjacent planned land uses, and state and regional requirements.  
 
9.2.a. Designate district classifications that emphasize freight mobility and 
access in industrial and employment areas serving high levels of truck traffic 
and to accommodate the needs of intermodal freight movement. 

9.2.b. Designate district classifications that give priority to pedestrian access 
in areas where high levels of pedestrian activity exist or are planned, 
including the Central City, Gateway regional center, town centers, 
neighborhood centers, and transit station areas. 

9.2.c. Designate district classifications that give priority to bicycle access and 
mobility in areas where high levels of bicycle activity exist or are planned, 
including Downtown, the River District, Lloyd District, Gateway Regional 
Center, town centers, neighborhood centers, and transit station areas. 
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Policy 9.3 Transportation System Plan. Maintain and implement the Transportation 
System Plan (TSP) as the decision-making tool for transportation-related 
projects, policies, programs, and street design. 

Policy 9.4  Use of classifications. Plan, develop, implement, and manage the 
transportation system in accordance with street design and policy 
classifications outlined in the Transportation System Plan. 

Policy 9.5  Mode share goals and Vehicle Miles Travelled (VMT) reduction. Increase 
the share of trips made using active and low-carbon transportation modes. 
Reduce VMT to achieve targets set in the most current Climate Action Plan 
and Transportation System Plan, and meet or exceed Metro’s mode share 
and VMT targets.  

Policy 9.6 Transportation strategy for people movement. Implement a prioritization of 
modes for people movement by making transportation system decisions 
according to the following ordered list:  
1. Walking 
2. Bicycling  
3. Transit  
4. Taxi / commercial transit / shared vehicles  
5. Zero emission vehicles 
6. Other single-occupant vehicles  

 
When implementing this prioritization, ensure that: 

 The needs and safety of each group of users are considered, and changes 
do not make existing conditions worse for the most vulnerable users 
higher on the ordered list.  

 All users’ needs are balanced with the intent of optimizing the right of 
way for multiple modes on the same street. 

 When necessary to ensure safety, accommodate some users on parallel 
streets as part of a multi-street corridor. 

 Land use and system plans, network functionality for all modes, other 
street functions, and complete street policies, are maintained. 

 Policy-based rationale is provided if modes lower in the ordered list are 
prioritized. 

Specific modal policies are found below in policies 9.17 to 9.40. 
 
Policy 9.7 Moving goods and delivering services. In tandem with people movement, 

maintain efficient and reliable movement of goods and services as a critical 
transportation system function. Prioritize freight system reliability 
improvements over single-occupancy vehicle mobility where there are 
solutions that distinctly address those different needs. Multimodal freight 
policies are found below in policies 9.33 to 9.35. 
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Policy 9.8 Affordability. Improve and maintain the transportation system to increase 
access to convenient and affordable transportation options for all 
Portlanders, especially those who have traditionally been under-served or 
under-represented or have historically borne unequal burdens.  

Policy 9.9 Accessible and age-friendly transportation system. Ensure that 
transportation facilities are accessible to people of all ages and abilities, and 
that all improvements to the transportation system (traffic, transit, bicycle, 
and pedestrian) in the public right-of-way comply with the Americans with 
Disabilities Act of 1990. Improve and adapt the transportation system to 
better meet the needs of the most vulnerable users, including the young, 
older adults, and people with different abilities. 

Policy 9.10 Geographic policies. Adopt geographically-specific policies in the 
Transportation System Plan to ensure that transportation infrastructure 
reflects the unique topography, historic character, natural features, system 
gaps, economic needs, demographics, and land uses of each area. Use the 
Pattern Areas identified in Chapter 3: Urban Form as the basis for area 
policies.  

Land use, development, and placemaking  

Land use patterns and connections among different land uses are key elements defining the 
form and character of places. In tandem with Chapter 3: Urban Form and Chapter 4: Design 
and Development, the policies in this section give direction for designing and building a 
transportation system that supports, complements, and meets the needs of different 
places. These policies acknowledge development adjacent to transportation as a critical 
component in shaping the future of Portland’s public spaces and places.  

Policy 9.11  Land use and transportation coordination. Implement the Comprehensive 
Plan Map and the Urban Design Framework though coordinated long-range 
transportation and land use planning. Ensure that street policy and design 
classifications and land uses complement one another. 

Policy 9.12  Growth strategy. Use street design and policy classifications to support Goals 
3A-3G in Chapter 3: Urban Form. Consider the different design contexts and 
transportation functions in Town Centers, Neighborhood Centers, 
Neighborhood Corridors, Employment Areas, Freight Corridors, Civic 
Corridors, Transit Station Areas, and Greenways. 

Policy 9.13 Development and street design. Evaluate adjacent land uses to help inform 
street classifications in framing, shaping, and activating the public space of 
streets. Guide development and land use to create the kinds of places and 
street environments intended for different types of streets. 
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Streets as public spaces 

Streets, including sidewalks and planting strips, provide critical transportation and utility 
functions. In Portland, streets are the most abundant type of public space, occupying nearly 
20 percent of land area in the city. The following policies support community desire to 
expand the use of streets beyond their transportation functions. See Chapter 8: Public 
Facilities and Services and Chapter 4: Design and Development for further use and 
streetscape policies. 

Policy 9.14 Streets for transportation and public spaces. Integrate both placemaking 
and transportation functions when designing and managing streets by 
encouraging design, development, and operation of streets to enhance 
opportunities for them to serve as places for community interaction, 
environmental function, open space, tree canopy, recreation, and other 
community purposes.  

Policy 9.15 Repurposing street space. Encourage repurposing street segments that are 
not critical for transportation connectivity to other community purposes. 

Policy 9.16 Design with nature. Promote street and trarespond to topography and 
natural features, when feasible, and protect streams, wildlife habitat, and 
native trees.  

Modal policies 

Portland is committed to providing a multimodal transportation system that offers 
affordable and convenient travel options within the city, region, and outside the Metro 
area. Because trips are made for different reasons, they vary in length and type of vehicle 
(mode) needed to make them. Different modes create different kinds of impacts — on 
neighborhood livability and carbon emissions, for example. These policies recognize that 
some modes are more appropriate than others for different types of trips. 
 

Policy 9.17  Pedestrian transportation. Encourage walking as the most attractive mode 
of transportation for most short trips, within neighborhoods and to centers, 
corridors, and major destinations, and as a means for accessing transit.  

Policy 9.18 Pedestrian networks. Create more complete networks of pedestrian 
facilities, and improve the quality of the pedestrian environment. 

Policy 9.19  Pedestrian safety and accessibility. Improve pedestrian safety, accessibility, 
and convenience for people of all ages and abilities. 

Policy 9.20  Bicycle transportation. Create conditions that make bicycling more attractive 
than driving for most trips of approximately three miles or less. 
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Policy 9.21 Accessible bicycle system. Create a bicycle transportation system that is 
safe, comfortable, and accessible to people of all ages and abilities. 

Policy 9.22  Public transportation. Coordinate with public transit agencies to create 
conditions that make transit the preferred mode of travel for trips that are 
not made by walking or bicycling. 

Policy 9.23 Transportation to job centers. Promote and enhance transit to be more 
convenient and economical than the automobile for people travelling more 
than three miles to and from the Central City and Gateway. Enhance regional 
access to the Central City and access from Portland to other regional  
job centers.  

Policy 9.24 Transit service. In partnership with TriMet, develop a public transportation 
system that conveniently, safely, comfortably, and equitably serves residents 
and workers 24 hours a day, 7 days a week.  

Policy 9.25 Transit equity. In partnership with TriMet, maintain and expand high-quality 
frequent transit service to all Town Centers, Civic Corridors, Neighborhood 
Centers, Neighborhood Corridors, and other major concentrations of 
employment, and improve service to areas with high concentrations of 
poverty and historically under-served and under-represented communities. 

Policy 9.26 Transit funding. Consider funding strategies and partnership opportunities 
that improve access to and equity in transit service, such as raising metro-
wide funding to improve service and decrease user fees/fares. 

Policy 9.27 Transit service to centers and corridors. Use transit investments as a means 
to shape the city’s growth and increase transit use. In partnership with 
TriMet and Metro, maintain, expand, and enhance Portland Streetcar, 
frequent service bus, and high-capacity transit, to better serve centers and 
corridors with the highest intensity of potential employment and  
household growth.  

Policy 9.28 Intercity passenger service. Coordinate planning and project development to 
expand intercity passenger transportation services in the Willamette Valley, 
and from Portland to California, Seattle, and Vancouver, BC. 

Policy 9.29 Regional trafficways and transitways. Maintain capacity of regional 
transitways and existing regional trafficways to accommodate  
through-traffic. 

Policy 9.30  Multimodal goods movement. Develop, maintain, and enhance a 
multimodal freight transportation system for the safe, reliable, sustainable, 
and efficient movement of goods within and through the city. 
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Policy 9.31 Economic development and industrial lands. Ensure that the transportation 
system supports traded sector economic development plans and full 
utilization of prime industrial land, including brownfield redevelopment.  

Policy 9.32 Multimodal system and hub. Maintain Portland’s role as a multimodal hub 
for global and regional movement of goods. Enhance Portland’s network of 
multimodal freight corridors. 

Policy 9.33 Freight network. Develop, manage, and maintain a safe, efficient, and 
reliable freight street network to provide freight access to and from 
intermodal freight facilities, industrial and commercial districts, and the 
regional transportation system. Invest to accommodate forecasted growth of 
interregional freight volumes and provide access to truck, marine, rail, and 
air transportation systems. Ensure designated routes and facilities are 
adequate for over-dimensional trucks and emergency equipment.  

Policy 9.34 Sustainable freight system. Support the efficient delivery of goods and 
services to businesses and neighborhoods, while also reducing 
environmental and neighborhood impacts. Encourage the use of energy 
efficient and clean delivery vehicles, and manage on- and off-street loading 
spaces to ensure adequate access for deliveries to businesses, while 
maintaining access to homes and businesses.  

Policy 9.35 Freight rail network. Coordinate with stakeholders and regional partners to 
support continued reinvestment in, and modernization of, the freight  
rail network. 

Policy 9.36 Portland Harbor. Coordinate with the Port of Portland, private stakeholders, 
and regional partners to improve and maintain access to marine terminals 
and related river-dependent uses in Portland Harbor.  

9.36.a. Support continued reinvestment in, and modernization of, marine 
terminals in Portland Harbor.  

9.36.b. Facilitate continued maintenance of the shipping channels in Portland 
Harbor and the Columbia River.  

9.36.c. Support shifting more long-distance, high-volume movement of goods 
to river and oceangoing ships and rail.  

See Policy 3.71 for the river transportation policy. 

Policy 9.37 Portland Heliport. Maintain Portland’s Heliport functionality in the  
Central City. 
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Policy 9.38  Automobile transportation. Maintain acceptable levels of mobility and 
access for private automobiles while reducing overall vehicle miles traveled 
(VMT) and negative impacts of private automobiles on the environment and 
human health. 

Policy 9.39 Automobile efficiency. Coordinate land use and transportation plans and 
programs with other public and private stakeholders to encourage vehicle 
technology innovation, shifts toward electric and other cleaner, more 
energy-efficient vehicles and fuels, integration of smart vehicle technology 
with intelligent transportation systems, and greater use of options such as 
car-share, carpool, and taxi. 

Policy 9.40 Emergency response. Maintain a network of accessible emergency  
response streets to facilitate safe and expedient emergency response and 
evacuation. Ensure that police, fire, ambulance, and other emergency 
providers can reach their destinations in a timely fashion, without negatively 
impacting traffic calming and other measures intended to reduce crashes and 
improve safety. 

Airport Futures  

The Port of Portland manages the Portland International Airport (PDX) as a regional, 
national, and international air transportation hub. The Port partnered with the City of 
Portland and Multnomah, Washington, and Clackamas Counties to prepare the Airport 
Futures Plan (2010) and guide airport development to 2035. Policy direction set in this 
project include Goal 9.I and the following policies. Additional airport-related policies are 
found in Chapter 4: Design and Development and Chapter 7: Environment and  
Watershed Health.  
 
Policy 9.41  Portland International Airport. Maintain the Portland International Airport 

as an important regional, national, and international transportation hub 
serving the bi-state economy. 

Policy 9.42  Airport regulations. Implement the Airport Futures Plan through the 

implementation of the Portland International Airport Plan District. 

9.42.a. Prohibit the development of a potential third parallel runway at PDX 

unless need for its construction is established through a transparent, 

thorough, and regional planning process. 

9.42.b. Support implementation of the Aircraft Landing Zone to provide safer 

operating conditions for aircraft in the vicinity of Portland International 

Airport by limiting the height of structures, vegetation, and  

construction equipment. 
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9.42.c. Support the Port of Portland’s Wildlife Hazard Management Plan by 

implementing airport-specific landscaping requirements in the Portland 

International Airport Plan District to reduce conflicts between wildlife  

and aircraft. 

Policy 9.43  Airport partnerships. Partner with the Port of Portland and the regional 

community to address the critical interconnection between economic 

development, environmental stewardship, and social responsibility. Support 

an ongoing public advisory committee for PDX to: 

9.43.a. Support meaningful and collaborative public dialogue and 

engagement on airport related planning and development. 

9.43.b. Provide an opportunity for the community to inform the decision-

making related to the airport of the Port, the City of Portland, and other 

jurisdictions/organizations in the region. 

9.43.c. Raise public knowledge about PDX and impacted communities. 

Policy 9.44  Airport investments. Ensure that new development and redevelopment of 
airport facilities supports the City’s and the Port’s sustainability goals and 
policies, and is in accordance with Figure 9-3 — Portland International 
Airport. Allow the Port flexibility in configuring airport facilities to preserve 
future development options, minimize environmental impacts, use land 
resources efficiently, maximize operational efficiency, ensure development 
can be effectively phased, and address Federal Aviation Administration’s 
airport design criteria. 

 

System management  
Portland’s transportation system is an integrated network of roads, rails, trails, sidewalks, 
bicycle paths, and other facilities within and through the city. These modal networks 
intersect and are often located within the same right-of-way. The policies below provide 
direction to manage the system in ways that:  

 Allow different modes to interact safely.  

 Maximize the capacity of the existing network. 

 Identify where additional capacity might be needed.  

Also see Policies 8.37 through 8.49 in Chapter 8: Public Facilities and Services. 

Policy 9.45 System management. Give preference to transportation improvements that 
use existing roadway capacity efficiently and that improve the safety of the 
system for all users. 

Policy 9.46  Traffic management. Evaluate and encourage traffic speed and volume to be 
consistent with street classifications and desired land uses to improve safety, 
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preserve and enhance neighborhood livability, and meet system goals of 
calming vehicle traffic through a combination of enforcement, engineering, 
and education efforts. 

Policy 9.47 Connectivity. Establish an interconnected, multimodal transportation system 
to serve centers and other significant locations. Promote a logical, direct, and 
connected street system through street spacing guidelines and district-
specific street plans found in the Transportation System Plan, and prioritize 
access to specific places by certain modes in accordance with  
policies 9.6 and 9.7. 

Policy 9.48 Technology. Encourage the use of emerging vehicle and parking technology 
to improve real-time management of the transportation network and to 
manage and allocate parking supply and demand. 

Policy 9.49 Performance measures. Establish multimodal performance measures and 
measures of system completeness to evaluate and monitor the adequacy of 
transportation services based on performance measures in goals 9.A. 
through 9.I. Use these measures to evaluate overall system performance, 
inform corridor and area-specific plans and investments, identify project and 
program needs, evaluate and prioritize investments, and regulate 
development, institutional campus growth, zone changes, Comprehensive 
Plan Map amendments, and conditional uses.  

Policy 9.50 Regional congestion management. Coordinate with Metro to establish new 
regional multimodal mobility standards that prioritize transit, freight, and 
system completeness.  

9.50.a. Create a regional congestion management approach, including a 
market-based system, to price or charge for auto trips and parking, better 
account for the cost of auto trips, and to more efficiently manage the 
regional system. 

9.50.b. In the interim, use the deficiency thresholds and operating standards 
of the Regional Mobility Policy, in Figure 9‐4, for evaluation of impacts to 
state facilities and the regional arterial and throughway network. 

Policy 9.51 Multimodal Mixed-Use Area. Designate a Central City Multimodal Mixed-
Use Area (MMA) in the geography indicated in Figure 9‐2, which will render 
state congestion / mobility standards inapplicable to proposed plan 
amendments under OAR 660-0012-0060(10), subject to ODOT concurrence 
and execution of an agreement between ODOT and the City of Portland. The 
agreement should emphasize potential safety and operational impacts. 
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Transportation Demand Management 
Providing residents and employees information and incentives to walk, bicycle, use transit, 
and otherwise reduce the need to own and use private vehicles can be one of the quickest, 
least expensive, and most effective strategies to achieve City goals and to prevent traffic 
and parking impacts. Transportation and parking demand management (TDM) programs 
can cost-effectively increase the modal share of walking, bicycling, and shared vehicle trips. 

Policy 9.52 Outreach. Create and maintain TDM outreach programs that work with 
Transportation Management Associations (TMA), residents, employers, and 
employees that increase the modal share of walking, bicycling, and shared 
vehicle trips while reducing private vehicle ownership, parking demand, and 
drive-alone trips, especially during peak periods. 

Policy 9.53 New development. Create and maintain TDM regulations and services that 
prevent and reduce traffic and parking impacts from new development and 
redevelopment. Encourage coordinated area-wide delivery of TDM 
programs. Monitor and improve the performance of private-sector  
TDM programs. 

Policy 9.54 Projects and programs. Integrate TDM information into transportation 
project and program development and implementation to increase use of 
new multimodal transportation projects and services.  

Parking management 
Vibrant urban places link people and activities. As Portland grows, we must manage both 
the demand and supply of parking to achieve climate, health, livability, and prosperity goals. 
Providing too much and/or underpriced parking can lead to more driving and less walking, 
cycling, and transit use; inefficient land use patterns; and sprawl. Insufficient parking can 
negatively affect neighborhood livability and economic vitality. These policies provide 
guidance to manage parking demand and supply to meet a variety of public objectives, 
including achieving compact walkable communities, reducing private vehicle ownership and 
overall vehicle use, enhancing livability, reducing pollution, and expanding  
economic opportunity. 

Policy 9.55  Parking management. Reduce parking demand and manage supply to 
improve pedestrian, bicycle and transit mode share, neighborhood livability, 
safety, business district vitality, vehicle miles traveled (VMT) reduction, and 
air quality. Implement strategies that reduce demand for new parking and 
private vehicle ownership, and that help maintain optimal parking occupancy 
and availability. 

 Policy 9.56 Curb Zone. Recognize that the Curb Zone is a public space, a physical and 
spatial asset that has value and cost. Evaluate whether, when, and where 
parking is the highest and best use of this public space in support of broad 
City policy goals and local land use context. Establish thresholds to utilize 
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parking management and pricing tools in areas with high parking demand to 
ensure adequate on-street parking supply during peak periods. 

Policy 9.57 On-street parking. Manage parking and loading demand, supply, and 
operations in the public right of way to achieve mode share objectives, and 
to encourage safety, economic vitality, and livability. Use transportation 
demand management and pricing of parking in areas with high parking 
demand. 

Policy 9.58 Off-street parking. Limit the development of new parking spaces to achieve 
land use, transportation, and environmental goals, especially in locations 
with frequent transit service. Regulate off-street parking to achieve mode 
share objectives, promote compact and walkable urban form, encourage 
lower rates of car ownership, and promote the vitality of commercial and 
employment areas. Use transportation demand management and pricing of 
parking in areas with high parking demand. Strive to provide adequate but 
not excessive off-street parking where needed, consistent with the  
preceding practices. 

Policy 9.59 Share space and resources. Encourage the shared use of parking and 
vehicles to maximize the efficient use of limited urban space.  

Policy 9.60 Cost and price. Recognize the high public and private cost of parking by 
encouraging prices that reflect the cost of providing parking and balance 
demand and supply. Discourage employee and resident parking subsidies.  

Policy 9.61 Bicycle parking. Promote the development of new bicycle parking facilities 
including dedicated bike parking in the public right-of-way. Provide sufficient 
bicycle parking at high-capacity transit stations to enhance bicycle 
connection opportunities. Require provision of adequate off-street bicycle 
parking for new development and redevelopment. Encourage the provision 
of parking for different types of bicycles. In establishing the standards for 
long-term bicycle parking, consider the needs of persons with different levels 
of ability. 

Finance, programs, and coordination  
Programs and funding are required to build and maintain the transportation system, and 
they are necessary to help decide what projects to build. They also provide public 
information about what facilities are available and how they can be used. Agencies outside 
the City also own and operate facilities within Portland and provide funding for new 
facilities. These policies address essential funding and coordination opportunities with other 
agencies, as well outreach and education programming. 

Policy 9.62 Coordination. Coordinate with state and federal agencies, local and regional 
governments, special districts, other City bureaus, and providers of 
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transportation services when planning for, developing, and funding 
transportation facilities and services. 

Policy 9.63 New development impacts. Prevent, reduce, and mitigate the impacts of 
new development and redevelopment on the transportation system. Utilize 
strategies including transportation and parking demand management, 
transportation system analysis, and system and local impact mitigation 
improvements and fees. 

Policy 9.64 Education and encouragement. Create, maintain, and coordinate 
educational and encouragement programs that support multimodal 
transportation and that emphasize safety for all modes of transportation. 
Ensure that these programs are accessible to historically under-served and 
under-represented populations. 

Policy 9.65 Telecommuting. Promote telecommuting and the use of communications 
technology to reduce travel demand. 

Policy 9.66  Project and program selection criteria. Establish transportation project and 
program selection criteria consistent with goals 9A through 9I, to cost-
effectively achieve access, placemaking, sustainability, equity, health, 
prosperity, and safety goals.  

Policy 9.67 Funding. Encourage the development of a range of stable transportation 
funding sources that provide adequate resources to build and maintain an 
equitable and sustainable transportation system. 
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Figure 9-1. Transportation System Plan: Relationship to Other Policies and Plans 
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Figure 9-2. Central City Multimodal Transportation Area (MMA) 
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Figure 9-3. Portland International Airport 
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Transportation Objectives  

The objectives contained within the TSP offer further details to support the Comp Plan 
Goals and Policies. Objectives are specific statements that implement, and help assess 
incremental progress towards, the goals and policies. Some objectives contained within the 
TSP are required for compliance with State and Regional goals, policies and regulations.  

Objective 9.1 Community Involvement (formerly Objective 6.1-6.2)  
9.1.a. The Portland Bureau of Transportation (PBOT) will provide meaningful 
opportunities for equitable community involvement in shaping the plans, 
public policy and projects that support implementation of the Transportation 
System Plan. 

 
9.1.b. Provide and document concerted efforts to engage those with the 
potential to be impacted by the plans, public policies or projects in order to 
evaluate and mitigate disparate burdens, especially for under-served and 
under-represented communities including Limited English Proficient (LEP) 
communities, communities of color, low-income populations and those 
traditionally underserved by transportation services. 
 
9.1.c. Furnish opportunities for early and ongoing access to balanced 
information about plans, public policy and projects. 
 
9.1.d. Keep interested parties, and those who may be impacted by particular 
decisions related to plan and project implementation, informed of direct and 
related engagement opportunities. 
 
9.1.e. Engage and support community members who are traditionally under-
represented in bureau projects, plans, and processes. 

 
9.1.f. Provide funding that is adequate to carry out equity driven public 
involvement best practices. 

 
9.1.g. Foster a culture of equitable public involvement across all divisions 
within PBOT. 

 
9.1.h. Ensure PBOT decision-making processes are clear, straightforward, and 
include mechanisms for public accountability, so that the public has the 
capacity to participate. 

 
9.1.i. Ensure PBOT public documents are accessible, relevant, and 
informative. 
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9.1.j. Ensure public involvement and outreach practices, materials, and 
processes are culturally relevant. 

 
9.1.k. Follow International Association for Public Participation (IAP2) Core 
Values. 

 
9.1.l. Follow City of Portland Public Involvement Principles. 

 
9.1.m. Follow Internal PBOT Public Involvement Policies. 

 
9.1.n. Follow City of Portland Civil Rights Title VI Plan. 

 
9.1.o. Follow the goals and policies of Chapter 2: Community Involvement of 
the City’s Comprehensive Plan. 

 
9.1.p. Follow Policy 8.6 Interagency Coordination from Chapter 8: Public 
Facilities and Services of the City’s Comprehensive Plan. 

 
9.1.q. Refer to the Bureau of  Planning and Sustainability Public Engagement 
Workbook for guidance on scoping for potential community impacts, 
identifying stakeholders, determining the right level of engagement, planning 
a community engagement process, tracking engagement, reporting results 
and evaluating the engagement and process.  
 
9.1.r. Consider tools and strategies offered by Metro’s Public Engagement 
Guide in Portland’s transportation planning activities. 

 
9.1.s. Foster consistency in community engagement approaches and 
implementation across the Bureau of Transportation. 

 

Objective 9.2 Street Classification Descriptions (formerly Objective 6.4) 
9.2.a. Classification descriptions and designations are used to determine the 

appropriateness of street improvements and to make recommendations on 

new and expanding land uses through the land use review processes. 

9.2.b. Classification descriptions are used to describe how streets should 

function for each mode of travel, not necessarily how they are functioning at 

present. 

9.2.c. All of a street’s classifications must be considered in designing street 

improvements and allocating funding. While a proposed project may serve 

only one classification, improvements should not preclude future 

modifications to accommodate other classifications of the street. 

Ord. 188177, Vol. 1.1.G, page 1064



 

DECEMBER 2016   2035 TRANSPORTATION SYSTEM PLAN        PAGE 28 
  

9.2.d. When the existing use of a street does not comply with its 
classification, no additional investments should be made that encourage that 
inappropriate use. 

 
9.2.e. Designate new streets within a land division site as Local Service 
Streets for all modes unless otherwise designated through a concurrent or 
subsequent Comprehensive Plan amendment to the Transportation Element. 

 
9.2.f. Designate new streets within Pedestrian Districts and Freight Districts 
as Local Service Streets unless otherwise designated through a 
Comprehensive Plan amendment to the Transportation Element. 

 

Objective 9.3 Traffic Classification Descriptions (formerly Objective 6.5) 
9.3.a. Regional Trafficways  Regional Trafficways are intended to serve 
interregional district movement that has only one trip end in a transportation 
district or to serve trips that bypass a district completely. 

 

 Land Use/Development. Regional Trafficways should serve the Central 
City, regional centers, industrial areas, and intermodal facilities and 
should connect key freight routes within the region to points outside the 
region. Encourage private and public development of regional 
significance to locate adjacent to Regional Trafficway interchanges.  

 Connections. Regional Trafficways should connect to other Regional 
Trafficways, Major City Traffic Streets, and District Collectors. A ramp that 
connects to a Regional Trafficway is classified as a Regional Trafficway 
from its point of connection up to its intersection with a lower-classified 
street.  

 Buffering. Adjacent neighborhoods should be buffered from the impacts 
of Regional Trafficways. 

 Dual Classification. A street with dual Regional Trafficway and Major City 
Traffic Street classifications should retain the operational characteristics 
of a Major City Traffic Street and respond to adjacent land uses. 
 

9.3.b. Major City Traffic Streets  Major City Traffic Streets are intended to 
serve as the principal routes for traffic that has at least one trip end within a 
transportation district.  
 

 Land Use/Development. Major City Traffic Streets should provide motor 
vehicle connections among the Central City, regional centers, town 
centers, industrial areas, and intermodal facilities. Auto-oriented 
development should locate adjacent to Major City Traffic Streets, but 
should orient to pedestrians along streets also classified as Transit Streets 
or within Pedestrian Districts. 
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 Connections. Major City Traffic Streets should serve as primary 
connections to Regional Trafficways and serve major activity centers in 
each district. Traffic with no trip ends within a transportation district 
should be discouraged from using Major City Traffic Streets. 

 On-Street Parking. On-street parking may be removed and additional 
right-of-way purchased to provide adequate traffic access when 
consistent with the street design designation of the street. Evaluate the 
need for on-street parking to serve adjacent land uses and improve the 
safety of pedestrians and bicyclists when making changes to the roadway.  

 
9.3.c. Traffic Access Streets  Traffic Access Streets are intended to provide 
access to Central City destinations, distribute traffic within a Central City 
district, provide connections between Central City districts, and distribute 
traffic from Regional Trafficways and Major City Traffic Streets for access 
within the district. Traffic Access Streets are not intended for through-traffic 
with no trip ends in the district. 
 

 Land Use/Development. Traffic Access Streets serve Central City land 
uses. Solutions to congestion problems on Traffic Access Streets must 
accommodate the high-density pattern desired in the Central City. 

 Connections. Connections to adjoining transportation districts should be 
to District or Neighborhood Collectors. Intersections of Traffic Access 
Streets and streets with higher or similar classifications should be 
signalized, where warranted, to facilitate the safe movement of traffic 
along each street as well as turning movements from one street to the 
other. 

 Access. Reduction in motor vehicle congestion is given less priority than: 
supporting pedestrian access and enhancing the pedestrian environment; 
maintaining on-street parking to support land uses; accommodating 
transit; or accommodating bicycles. Access to off-street parking is 
allowed. 

 Right-of-way Acquisition. Acquisition of additional right-of-way to reduce 
congestion is discouraged. 

 
9.3.d. District Collectors  District Collectors are intended to serve as 
distributors of traffic from Major City Traffic Streets to streets of the same or 
lower classification. District Collectors serve trips that both start and end 
within a district. 
 

 Land Use/Development. District Collectors generally connect town 
centers, corridors, main streets, and neighborhoods to nearby regional 
centers and other major destinations. Land uses that attract trips from 
the surrounding neighborhoods or from throughout the district should be 
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encouraged to locate on District Collectors. Regional attractors of traffic 
should be discouraged from locating on District Collectors. 

 Connections. District Collectors should connect to Major City Traffic 
Streets, other collectors, and local streets and, where necessary, to 
Regional Trafficways. 

 On-Street Parking. Removal of on-street parking and right-of-way 
acquisition should be discouraged on District Collectors, except at specific 
problem locations to accommodate the equally important functions of 
traffic movement and vehicle access to abutting properties. 

 

9.3.e. Neighborhood Collectors  Neighborhood Collectors are intended to 
serve as distributors of traffic from Major City Traffic Streets or District 
Collectors to Local Service Streets and to serve trips that both start and end 
within areas bounded by Major City Traffic Streets and District Collectors. 

 

 Land Use/Development. Neighborhood Collectors should connect 
neighborhoods to nearby centers, corridors, station communities, main 
streets, and other nearby destinations. New land uses and major 
expansions of land uses that attract a significant volume of traffic from 
outside the neighborhood should be discouraged from locating on 
Neighborhood Collectors. 

 Connections. Neighborhood Collectors should connect to Major City 
Traffic Streets, District Collectors, and other Neighborhood Collectors, as 
well as to Local Service Streets. 

 Function. The design of Neighborhood Collectors may vary over their 
length as the land use character changes from primarily commercial to 
primarily residential. Some Neighborhood Collectors may have a regional 
function, either alone or in concert with other nearby parallel collectors. 
All Neighborhood Collectors should be designed to operate as 
neighborhood streets rather than as regional arterials. 

 On-Street Parking. The removal of on-street parking and right-of-way 
acquisition should be discouraged on Neighborhood Collectors. 

 
9.3.f. Local Service Traffic Streets  Local Service Traffic Streets are intended 
to distribute local traffic and provide access to local residences or 
commercial uses. 

 

 Land Use/Development. Discourage auto-oriented land uses from using 
Local Service Traffic Streets as their primary access. 

 Classification. Streets not classified as Regional Trafficways, Major City 
Traffic Streets, District Collectors, or Neighborhood Collectors are 
classified as Local Service Traffic Streets. 
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 Connections. Local Service Traffic Streets should connect neighborhoods, 
provide local circulation, and provide access to nearby centers, corridors, 
station areas, and main streets.  

 Function. Local Service Traffic Streets provide local circulation for traffic, 
pedestrians, and bicyclists and (except in special circumstances) should 
provide on-street parking. In some instances where vehicle speeds and 
volumes are very low (for example, woonerfs and accessways), Local 
Service Traffic Streets may accommodate both vehicles and pedestrians 
and bicyclists in a shared space.  

 

Objective 9.4 Transit Classification Descriptions (formerly Objective 6.6) 
9.4.a. Regional Transitways  Regional Transitways are intended to provide 
for interregional and interdistrict transit trips with frequent, high-speed, 
high-capacity, express, or limited service, and to connect the Central City 
with all regional centers. 

 

 Land Use. Development with a regional attraction (e.g., shopping centers, 
arenas) are encouraged to locate adjacent to Regional Transitways to 
reduce traffic impacts on adjoining areas and streets. Locate high-density 
development within a half-mile of transit stations on Regional 
Transitways, with the highest densities closest to the stations. 

 Access to Transit. Transit stations should be designed to accommodate a 
high level of multimodal access within a half-mile radius of the station. 
Use feeder bus service to access Regional Transit stations. Use park-and-
ride facilities to access Regional Transit stations only at ends of Regional 
Transitways or where adequate feeder bus service is not feasible. 

 Improvements. Use transit-preferential treatments to facilitate light rail 
and bus operations. Consider the use of access management measures to 
reduce conflicts between transit vehicles and other vehicles. Where 
compatible with adjacent land uses, right-of-way acquisition or parking 
removal may occur to accommodate transit-preferential measures and 
improve access to transit.  

 Transfer Points. Provide safe and convenient transfer points with covered 
waiting areas with transit route information, benches, trash receptacles, 
enhanced signing, lighting, and telephones. 

 Bus Stops. Buses providing local service along Regional Transitways 
should have more frequent stop spacing, similar to stop spacing along 
Major Transit Priority Streets. 

 Dual Classification. A street with a dual Regional Transitway and Major 
Transit Priority Street classifications should retain the operational 
characteristics of a Major Transit Priority Street and respond to adjacent 
land uses. 
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 Connections. A ramp that connects to a Regional Transitway is classified 
as a Regional Transitway up to its intersection with a lower-classified 
street. 

 
9.4.b. Major Transit Priority Streets  Major Transit Priority Streets are 
intended to provide for high-quality transit service that connects the Central 
City and other regional and town centers and main streets.  

 

 Land Use. Transit-oriented land uses should be encouraged to locate 
along Major Transit Priority Streets, especially in centers. Discourage 
auto-oriented development from locating on a Major Transit Priority 
Street, except where the street is outside the Central City, regional or 
town center, station community, or main street and is also classified as a 
Major City Traffic Street. Support land use densities that vary directly 
with the existing and planned capacity of transit service.  

 Access to Transit. Provide safe and convenient access for pedestrians and 
bicyclists to, across, and along Major Transit Priority Streets. 

 Improvements. Employ transit-preferential measures, such as signal 
priority and bypass lanes. Where compatible with adjacent land use 
designations, right-of-way acquisition or parking removal may occur to 
accommodate transit-preferential measures or improve access to transit. 
The use of access management should be considered where needed to 
reduce conflicts between transit vehicles and other vehicles. 

 Transfer Points. Provide safe and convenient transfer points with covered 
waiting areas, transit route information, benches, trash receptacles, 
enhanced signing, lighting, and telephones. Limited transit service should 
stop at transfer points and activity centers along Major Transit Priority 
Streets. 

 Dual Classification. Streets with dual Regional Transitway and Major 
Transit Priority Street classifications should retain the operational 
characteristics of Major Transit Priority Streets, and development should 
orient to the street. 

 Bus Stops. Locate bus stops to provide convenient access to 
neighborhoods and commercial centers. Stops should be located 
relatively close together in high-density and medium-density areas, 
including regional and town centers and along most main streets, and 
relatively farther apart in lower-density areas. Passenger amenities 
should include shelters and route information. 

 
9.4.c. Transit Access Streets  Transit Access Streets are intended for district-
oriented transit service serving main streets, neighborhoods, and 
commercial, industrial, and employment areas.  
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 Land Use. Encourage pedestrian- and transit-oriented development in 
commercial, institutional, and mixed-use areas along Transit Access 
Streets. 

 Access to Transit. Provide safe and convenient pedestrian and bicycle 
access to transfer points and stops and along Transit Access Streets. 

 Transfer Points. Provide bus shelters, safe and convenient pedestrian 
crossings, and transit information at transfer points.  

 Improvements. Employ transit-preferential measures at specific 
intersections to facilitate bus operations where there are significant bus 
delays. Applicable preferential treatments include signal priority, queue 
jump lanes, and curb extensions. 

 Bus Stops. Locate stops closer together in neighborhood commercial 
areas and somewhat farther apart in other areas along Transit Access 
Streets. Passenger amenities, including covered waiting areas, are 
appropriate along Transit Access Streets. 

 
9.4.d. Community Transit Streets. Community Transit Streets are intended 
to serve neighborhoods and industrial areas and connect to citywide transit 
service.  

 

 Land Use. Encourage pedestrian- and transit-oriented development in 
commercial, institional, and mixed-use areas along Community Transit 
Streets. 

 Transit Service. Community Transit Streets typically carry feeder bus 
service, mini-bus, or demand-responsive services. Demand-responsive 
service may include service that is tailored to areas (e.g., industrial areas) 
that have unusual transit service needs. The size and type of transit 
vehicle should be appropriate to the needs of the land uses served. 

 Pedestrian and Bicycle Access. Provide safe and convenient pedestrian 
and bicycle access along Community Transit Streets and to transfer points 
and stops. 

 Improvements. Community Transit Streets are typically used for access 
by bicyclists, pedestrians, and drivers to reach neighborhood 
destinations. Parking removal or the acquisition of additional right-of-way 
should not be undertaken to enhance transit service on Community 
Transit Streets, except at specific locations to correct unsafe transit 
operations or accommodate access to transit. 

 Transfer Points. Provide covered waiting areas and transit information at 
transfer points.  

 Bus Stops. Locate stops closer together in neighborhood commercial 
areas and farther apart in other areas along Community Transit Streets. 
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9.4.e. Local Service Transit Streets  Local Service Transit Streets are intended 
to provide transit service to nearby residents and adjacent commercial areas. 

 

 Land Use. Transit operations on Local Service Transit Streets should give 
preference to access for individual properties and to the specific needs of 
property owners and residents along the street. 

 Classification. Streets not classified as Regional Transitways, Major 
Transit Priority Streets, Transit Access Streets, or Community Transit 
Streets are classified as Local Service Transit Streets. 

 Function. Local Service Transit Streets may be used for paratransit 
service, end loops for regularly scheduled routes, and may carry school 
buses. 

 Bus Stops. Locate stops along Local Service Transit Streets based on Tri-
Met service standards. 

 
9.4.f. Transit Stations  Transit stations are locations where light rail vehicles 
or other high-capacity transit vehicles stop to board and unload passengers. 

 

 Locations. Locate Transit Stations on Regional Transitways to provide 
direct and convenient service to regional and town centers and major trip 
generators along the transitway. Station locations are conceptual. Actual 
locations should be used for regulatory purposes such as measuring 
distances. 

 Passenger Facilities. Provide safe and convenient covered waiting areas 
and easy transfer to other transit services. Provide transit information 
and access for pedestrians and bicyclists. Transit Stations should have a 
full range of passenger services, including route information, benches, 
secure bicycle parking, trash receptacles, enhanced signing, lighting, and 
telephones. 

 Transit Station Spacing. Place Transit Stations along Regional Transitways 
with light rail service or other high-capacity transit service at intervals of 
approximately one-half mile. In high-density areas in the Central City, 
consider closer station spacing of three to four blocks. 

 
9.4.g. Intercity Passenger Rail  Intercity Passenger Rail provides commuter 
and other rail passenger service.  

 

 Station Spacing. Stations are typically located one or more miles apart, 
depending on overall route length. 

 
9.4.h. Passenger Intermodal Facilities Passenger Intermodal Facilities serve 
as the hub for various passenger modes and the transfer point between 
modes. 
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 Connections. Passenger Intermodal Facilities connect inter-urban 
passenger service with urban public transportation service and are highly 
accessible by all modes. 

 

Objective 9.5 Bicycle Classification Descriptions (formerly Objective 6.7)  
9.5.a. Major City Bikeways Major City Bikeways form the backbone of the 
city’s bikeway network and are intended to serve high volumes of bicycle 
traffic and provide direct, seamless, efficient travel across and between 
transportation districts.  
 

 Land Use. Major City Bikeways should support 2040 land use types.  

 Improvements. Major City Bikeways should be designed to accommodate 
large volumes of bicyclists, to maximize their comfort and to minimize 
delays by emphasizing the movement of bicycles. Build the highest 
quality bikeway facilities. Motor vehicle lanes and on-street parking may 
be removed on Major City Bikeways to provide needed width for 
separated-in-roadway facilities where compatible with adjacent land uses 
and only after performing careful analysis to determine potential impacts 
to the essential movement of all modes. Where improvements to the 
bicycling environment are needed but the ability to reallocate road space 
is limited, consider alternative approaches that include property 
acquisition, or dedication, parallel routes and/or less desirable facilities. 
On Major City Bikeways developed as shared roadways, use all 
appropriate tools to achieve recommended performance guidelines. 
Where conditions warrant and where practical, Major City Bikeways 
should have separated facilities for bicycles and pedestrians.  

 
9.5.b. City Bikeways City Bikeways are intended to establish direct and 
convenient bicycle access to significant destinations, to provide convenient 
access to Major City Bikeways and to provide coverage within three city 
blocks of any given point.  
 

 Land Use. City Bikeways should support 2040 land use types and 
residential neighborhoods.  

 Improvements. City Bikeways emphasize the movement of bicycles. Build 
the highest quality bikeway facilities. Motor vehicle lanes and on-street 
parking may be removed on City Bikeways to provide needed width for 
separated-in-roadway facilities where compatible with adjacent land uses 
and only after taking into consideration the essential movement of all 
modes. Where improvements to the bicycling environment are needed 
but the ability to reallocate road space is limited, consider alternative 
approaches that include property acquisition, or dedication, parallel 
routes and/or less desirable facilities. On City Bikeways developed as 
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shared roadways, use all appropriate tools to achieve recommended 
performance guidelines. 

 

9.5.c. Local Service Bikeways Local Service Bikeways are intended to serve 
local circulation needs for bicyclists and provide access to adjacent 
properties. 
 

 Classification. All streets not classified as City Bikeways or Major City 
Bikeways with the exception of Regional Trafficways not also classified as 
Major City Traffic Streets, are classified as Local Service Bikeways. 

 Improvements. Consider the following design treatments for Local 
Service Bikeways: shared roadways, traffic calming, bicycle lanes, and 
extra-wide curb lanes. Crossings of Local Service Bikeways with other 
rights-of-way should minimize conflicts. 

 On-Street Parking. On-street parking on Local Service Bikeways should 
not be removed to provide bicycle lanes.  

 Operation. Treatment of Local Service Bikeways should not have a side 
effect of creating, accommodating, or encouraging automobile through-
traffic.  
 

9.5.d. Bicycle Districts  Bicycle Districts are areas with a dense concentration 

of commercial, cultural, institutional and/or recreational destinations where 

the City intends to make bicycle travel more attractive than driving. 

 Land Use. High density and mixed-use neighborhoods should be targeted 
as bicycle districts.  Auto-oriented development should be discouraged in 
Bicycle Districts.  

 Characteristics. The size and configuration of a Bicycle District should be 
consistent with the scale of bicycling trips. A Bicycle District includes the 
streets along its boundaries, except where the abutting street is classified 
as a Regional Trafficway.  

 Improvements. All streets within a Bicycle District are important in 
serving bicycle trips. Appropriate bicycle facilities should be determined 
for each street based on the desired bicycling conditions and operations. 
Use the bikeway design and engineering guidelines to design streets 
within Bicycle Districts. 

 

Objective 9.6 Pedestrian Classification Descriptions (formerly Objective 6.8) 
9.6.a. Pedestrian Districts  Pedestrian Districts are intended to give priority 
to pedestrian access in areas where high levels of pedestrian activity exist or 
are planned, including the Central City, Gateway regional center, town 
centers, and station communities. 
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 Land Use. Zoning should allow a transit-supportive density of residential 
and commercial uses that support lively and intensive pedestrian activity. 
Auto-oriented development should be discouraged in Pedestrian 
Districts. Institutional campuses that generate high levels of pedestrian 
activity may be included in Pedestrian Districts. Exceptions to the density 
and zoning criteria may be appropriate in some designated historic 
districts with a strong pedestrian orientation. 

 Streets within a District. Make walking the mode of choice for all trips 
within a Pedestrian District. All streets within a Pedestrian District are 
equal in importance in serving pedestrian trips and should have sidewalks 
on both sides.  

 Characteristics. The size and configuration of a Pedestrian District should 
be consistent with the scale of walking trips. A Pedestrian District 
includes both sides of the streets along its boundaries, except where the 
abutting street is classified as a Regional Trafficway. In these instances, 
the land up to the Regional Trafficway is considered part of the 
Pedestrian District, but the Regional Trafficway itself is not. 

 Access to Transit. A Pedestrian District should have, or be planned to 
have, frequent transit service and convenient access to transit stops.  

 Improvements. Use the Pedestrian Design Guide to design streets within 
Pedestrian Districts. Improvements may include widened sidewalks, curb 
extensions, street lighting, street trees, and signing. Where two arterials 
cross, design treatments such as curb extensions, median pedestrian 
refuges, marked crosswalks, and traffic signals should be considered to 
minimize the crossing distance, direct pedestrians across the safest route, 
and provide safe gaps in the traffic stream. 

 
9.6.b. Pedestrian-Transit Streets  Pedestrian-Transit Streets are intended to 
create a strong and visible relationship between pedestrians and transit 
within the Central City. 

 

 Land Use. Pedestrian-Transit Streets respond to significant public 
investments in public transportation, including light rail, the transit mall, 
and streetcar, and enhance the pedestrian environment adjacent to high-
density land uses. 

 Improvements. Improvements should include wide sidewalks to 
accommodate high levels of pedestrian traffic, urban design features that 
promote pedestrian activity, and visual signals to motor vehicles to 
recognize the priority of pedestrian and transit vehicles. 

 
9.6.c. City Walkways  City Walkways are intended to provide safe, 
convenient, and attractive pedestrian access to activities along major streets 
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and to recreation and institutions; provide connections between 
neighborhoods; and provide access to transit. 

 

 Land Use. City Walkways should serve areas with dense zoning, 
commercial areas, and major destinations. Where auto-oriented land 
uses are allowed on City Walkways, site development standards should 
address the needs of pedestrians for access. 

 Improvements. Use the Pedestrian Design Guide to design City 
Walkways. Consider special design treatment for City Walkways that are 
also designated as Regional or Community Main Streets. 

 
9.6.d. Off-Street Paths  Off-Street Paths are intended to serve recreational 
and other walking trips. 

 

 Function. Use Off-Street Paths as short cuts to link urban destinations 
and origins along continuous greenbelts such as rivers, park and forest 
areas, and other scenic corridors, and used as elements of a regional, 
citywide, or community recreational trail plan. 

 Location. Establish Off-Street Paths in corridors not well served by the 
street system. On existing rights-of-way that are not developed or likely 
to be developed in the near future, Off-Street Paths may be designated 
where needed to complete the pedestrian system. 

 Improvements. Use the Pedestrian Design Guide to design Off-Street 
Paths. Design Off-Street Paths as separated facilities that accommodate 
pedestrians and may accommodate other non-motorized vehicles. 

 
9.6.e Local Service Walkways Local Service Walkways are intended to serve 
local circulation needs for pedestrians and provide safe and convenient 
access to local destinations, including safe routes to schools.  

 

 Land Use. Local Service Walkways are usually located in residential, 
commercial, or industrial areas on Local Service Traffic Streets. 

 Classification. All streets not classified as City Walkways or Off-Street 
Paths, with the exception of Regional Trafficways not also classified as 
Major City Traffic Streets, are classified as Local Service Walkways. 

 Improvements. Use the Pedestrian Design Guide to design Local Service 
Walkways.  

 
Objective 9.7 Freight Classification Descriptions (formerly Objective 6.9) 

9.7.a. Freight Districts  Freight Districts are intended to provide safe and 
convenient truck mobility and access in industrial and employment areas 
serving high levels of truck traffic and to accommodate the needs of 
intermodal freight movement. 
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 Land Use. Support locating industrial and employment land uses that rely 
on multimodal freight movement in Freight Districts. 

 Function. Freight District streets provide local truck access and circulation 
to industrial and employment land uses. 

 Connections. In Freight Districts, streets not classified as Regional 
Truckways or Priority Truck Streets are classified as Freight District 
streets. Freight Districts connect individual properties to Priority Truck 
Streets.  

 Design. Freight District streets should be designed to facilitate the 
movement of all truck types and over-dimensional loads, as practicable. 

 
9.7.b. Regional Truckways  Regional Truckways are intended to facilitate 
interregional and movement of freight.  

 

 Land Use. Support locating industrial and employment land uses with 
high levels of truck activity near Regional Truckway interchanges. 

 Function. Provide for safe and efficient continuous-flow operation for 
trucks.  

 Connections. Provide Regional Truckway interchanges that directly serve 
Freight districts and connect to Priority Truck Streets and other streets 
with high levels of truck activity. A ramp that connects to a Regional 
Truck Street is classified as a Regional Truck Street up to its intersection 
with a lower-classified street.  

 Design. Design Regional Truckways to be limited access facilities and to 
standards that facilitate the movement of all types of trucks. 

 
9.7.c. Priority Truck Streets Priority Truck Streets are intended to serve as 
the primary route for access and circulation in Freight Districts, and between 
Freight Districts and Regional Truckways. 

 

 Land Use. Support locating industrial and employment uses that generate 
high truck activity on corridors served by Priority Truck Streets. 

 Function. Priority Truck Streets accommodate high truck volumes and 
provide high-quality mobility and access. 

 Connections. Priority Truck Streets connect Freight Districts to Regional 
Truckways. 

 Design. Priority Truck Streets should be designed to facilitate the 
movement of all truck classes and over-dimensional loads, as practicable. 
Buffer adjacent residential uses from noise impacts, where warranted. 
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9.7.d. Major Truck Streets  Major Truck Streets are intended to serve as 
principal routes for trucks in a Transportation District. 

 

 Land Use. Commercial and employment land uses that generate high 
levels of truck activity should locate along Major Truck Streets. 

 Function. Major Truck Streets provide truck mobility within a 
Transportation District and access to commercial and employment uses 
along the corridor. 

 Connections Major Truck Streets connect Transportation district-level 
truck trips to Regional Truckways. Trucks with no trip ends within a 
Transportation District should be discouraged from using Major Truck 
Streets. 

 Design. Major Truck Streets should accommodate all truck types, as 
practicable. 

 
9.7.e. Truck Access Streets  Truck Access Streets are intended to serve as 
access and circulation routes for delivery of goods and services to 
neighborhood-serving commercial and employment uses. 

 

 Land Use. Support locating commercial land uses that generate lower 
volumes of truck trips on Truck Access Streets. 

 Function. Truck Access Streets provide access and circulation to land uses 
within a Transportation District. Non-local truck trips are discouraged 
from using Truck Access Streets. 

 Connections. Truck Access Streets should distribute truck trips from 
Major Truck Streets to neighborhood-serving destinations. 

 Design. Design Truck Access Streets to accommodate truck needs in 
balance with other modal needs of the street. 

 
9.7.f. Local Service Truck Streets  Local Service Truck Streets are intended to 
serve local truck circulation and access. 

  

 Land Use. Local Service Truck Streets provide for goods and service 
delivery to individual commercial, employment, and residential locations 
outside of Freight Districts.  

 Function. Local Service Truck Streets should provide local truck access 
and circulation only. 

 Connections. All streets, outside of Freight Districts, not classified as 
Regional Truckways, Priority Truck Streets, Major Truck Streets, or Truck 
Access Streets are classified as Local Service Truck Streets. Local Service 
Truck Streets with a higher Traffic classification are the preferred routes 
for local access and circulation. 
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 Design. Local Service Truck Streets should give preference to accessing 
individual properties and the specific needs of property owners and 
residents along the street. Use of restrictive signage and operational 
accommodation are appropriate for Local Service Truck Streets. 

 
9.7.g. Railroad Main Lines  Railroad Main Lines transport freight cargo and 
passengers over long distances as part of a railway network. 

 
9.7.h. Railroad Branch Lines  Railroad Branch Lines transport freight cargo 
over short distances on local rail lines that are not part of a rail network and 
distribute cargo to and from mail line railroads. 

 
9.7.i. Freight Facilities  Freight Facilities include the major shipping and 
marine, air, rail, and pipeline terminals that facilitate the local, national, and 
international movement of freight.  

 
Objective 9.8 Emergency Response Classification Descriptions (formerly Objective 6.10) 

9.8.a. Major Emergency Response Streets  Major Emergency Response 
Streets are intended to serve primarily the longer, most direct legs of 
emergency response trips. 

 

 Improvements. Design treatments on Major Emergency Response Streets 
should enhance mobility for emergency response vehicles by employing 
preferential or priority treatments. 

 Traffic Slowing. Major Emergency Response Routes are not eligible for 
traffic slowing devices in the future. Existing traffic slowing devices may 
remain and be replaced if necessary. 

 
9.8.b. Minor Emergency Response Streets  Minor Emergency Response 
Streets are intended to serve primarily the shorter legs of emergency 
response trips. 

 

 Classification. All streets not classified as Major Emergency Response 
Streets are classified as Minor Emergency Response Streets. 

 Improvements. Design and operate Minor Emergency Response Streets 
to allow access to individual properties by emergency response vehicles, 
but maintain livability on the street. 

 Traffic Slowing. Minor Emergency Response Streets are eligible for traffic 
slowing devices. 
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Objective 9.9 Street Design Classification Descriptions (formerly Objective 6.11) 
Street Design Classification Descriptions provide general design guidance 
based on the current and planned land use context around the street. 
Whenever possible, a “complete streets” approach should be taken during 
street design to accommodate all necessary modes and functions, taking into 
account the modal classifications. Where right-of-way is limited and tradeoffs 
must be made, refer to the modal street classifications as well as Policy 9.6 
(Transportation strategy for people movement) to help guide decision-
making regarding allocation of right-of-way. If one or more modes are still 
unable to be accommodated in the available right-of-way, a “complete 
networks” approach should be used to ensure that those modes are still 
accommodated on parallel routes as a part of project design. 

 

9.9.a. Civic Main Streets Civic Main Streets serve people throughout the City 
and are designed to emphasize multimodal access to major activity centers.  
● Land Use. Civic Main Streets are segments of Civic Corridors located within 

the Central City, Regional Centers, Town Centers, Neighborhood Centers, 
and other areas of intensive commercial activity. Development consists of a 
mix of uses that are oriented to the street. 

● Lanes. Civic Main Streets typically include two to four vehicle lanes, with 
additional turning lanes as needed. Lanes may be dedicated as transit-only 
or business-access-transit lanes if needed to improve transit speed and 
reliability. 

● Width. Civic Main Streets generally feature a wider right-of-way than 
Neighborhood Main Streets and are more often able to provide the desired 
space for each mode and function. 

● Function. Civic Main Streets should emphasize pedestrian access to adjacent 
land uses while also accommodating access and mobility for other modes. 

● Curb zone. The curb zone along Civic Main Streets should emphasize access 
and place-making functions (such as parking, loading, transit stops, street 
trees, curb extensions, and street seats) to support adjacent land use and 
improve the pedestrian realm. The curb zone may be used for mobility 
functions if space is needed to provide bicycle facilities or provide turn lanes 
near intersections. 

● Separation. Civic Main Streets have frequent street connections and support 
multimodal access to destinations. Sidewalks should be provided, and 
pedestrian and bicycle crossings should be signalized or improved with 
median refuge islands or curb extensions as needed to provide safety and 
comfort. Bicycle facilities should be separated from motor vehicle traffic.  

● Design Elements. Civic Main Street design should typically include the 
following: wide sidewalks with a through pedestrian zone, a furnishing zone, 
and a frontage zone; closely-spaced pedestrian crossings; separated bicycle 
facilities; way-finding; transit priority treatments as needed; vehicle lanes; 
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low vehicle speeds; medians and/or turn lanes as needed; and limited 
driveway access.  

● Design Treatment. During improvement projects, the preservation of 
existing vegetation, topography, vistas and viewpoints, driver perception, 
street lighting, and sight distance requirements should be considered. 

● Utilities. Consider undergrounding or reducing the visual impact of 
overhead utilities along Civic Main Streets. 

 
9.9.b. Neighborhood Main Streets 
Neighborhood Main Streets are primarily serve surrounding neighborhoods 
and are designed to emphasize multimodal access to activity centers.  

 
● Land Use. Neighborhood Main Streets are segments of Neighborhood 

Corridors located within the Central City, Regional Centers, Town 
Centers, Neighborhood Centers, and other areas of intensive commercial 
activity. Development consists of a mix of uses oriented to the street. 

● Lanes. Neighborhood Main Streets typically include two vehicle lanes 
with additional turning lanes as needed. 

● Width. Neighborhood Main Streets generally feature a narrower right-of-
way than Civic Main Streets and may not be able to accommodate the full 
desired space for each mode. 

● Function. Neighborhood Main Streets should emphasize pedestrian 
access to adjacent land uses while also accommodating access and 
mobility for other modes.  

● Curb zone. The curb zone along Neighborhood Main Streets should 
emphasize access and place-making functions (such as parking, loading, 
transit stops, street trees, curb extensions, and street seats) as needed to 
support adjacent land use and improve the pedestrian realm. The curb 
zone may be used for mobility functions if space is needed to provide 
bicycle facilities or provide turn lanes near intersections. 

● Separation. Neighborhood Main Streets have frequent street connections 
and support multimodal access to destinations. Sidewalks should be 
provided and pedestrian and bicycle crossings should be signalized or 
improved with median refuge islands or curb extensions as needed to 
provide safety and comfort. Bicycle facilities should generally be 
separated from motor vehicle traffic, though shared roadway facilities 
may be acceptable if traffic volumes and speeds are sufficiently low.  

● Design Elements. Neighborhood Main Street design should typically 
include the following: wide sidewalks with a through pedestrian zone, a 
furnishing zone, and a frontage zone; closely-spaced pedestrian 
crossings; separated bicycle facilities; way-finding; transit priority 
treatments as needed; vehicle lanes; low vehicle speeds; medians and/or 
turn lanes as needed; and limited driveway access. 
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● Design Treatment. During improvement projects, the preservation of 
existing vegetation, topography, vistas and viewpoints, driver perception, 
street lighting, and sight distance requirements should be considered. 

● Utilities. Consider undergrounding or reducing the visual impact of 
overhead utilities along Neighborhood Main Streets. 

 
9.9.c. Civic Corridors  Civic Corridors serve people throughout the City and 
are designed to emphasize multimodal mobility between major activity 
centers. 

 
● Land Use. Civic Corridors are located primarily along major transit 

corridors and between Civic Main Street segments, connecting the 
Central City, Regional Centers, Town Centers, and Neighborhood Centers. 
Development consists of a mix of uses that are oriented to the street. 

● Lanes. Civic Corridors typically include two to four vehicle lanes, with 
additional turning lanes as needed. Lanes may be dedicated as transit-
only or business-access-transit lanes if needed to improve transit speed 
and reliability. 

● Width. Civic Corridors generally feature a wider right-of-way than 
Neighborhood Corridors and are more often able to provide the desired 
space for each mode and function. 

● Function. Civic Corridors emphasize mobility for all modes between major 
activity centers while also accommodating access to adjacent land uses 
along the corridor.  

● Curb zone. The curb zone along Civic Corridors should typically emphasize 
mobility functions such as bicycle facilities or turn lanes near 
intersections. The curb zone may be used for access functions such as 
parking and loading if needed to support adjacent land use.  

● Separation. Civic Corridors have frequent street connections. Sidewalks 
should be provided and pedestrian and bicycle crossings should be 
signalized or improved with median refuge islands or curb extensions as 
needed to provide safety and comfort. Bicycle facilities should be 
separated from motor vehicle traffic.  

● Design Elements. Civic Corridor design should typically include the 
following: wide sidewalks with a through pedestrian zone, a furnishing 
zone, and a frontage zone; closely-spaced pedestrian crossings; 
separated bicycle facilities; way-finding; transit priority treatments as 
needed; vehicle lanes; low to moderate speeds; and medians and/or turn 
lanes as needed. 

 

9.9.d. Neighborhood Corridors Neighborhood Corridors primarily serve 
surrounding neighborhoods and are designed to emphasize multimodal 
mobility between activity centers. 
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● Land Use. Neighborhood Corridors are primarily located along transit 
corridors and between segments of Neighborhood Main Streets, 
connecting the Central City, Regional Centers, Town Centers, and 
Neighborhood Centers. Development consists of a mix of uses that are 
oriented to the street. 

● Lanes. Neighborhood Corridors typically include two vehicle lanes with 
additional turning lanes as needed,   

● Width. Neighborhood Corridors generally feature a narrower right-of-way 
than Civic Corridors and may not be able to accommodate the full desired 
space for each mode. 

● Function. Neighborhood Corridors emphasize mobility for all modes 
between activity centers while also accommodating access to adjacent 
land uses along the corridor.  

● Curb zone. The curb zone along Neighborhood Corridors should 
emphasize mobility functions such as bicycle facilities or turn lanes near 
intersections. The curb zone may be used for access functions such as 
parking and loading if needed to support adjacent land use. 

● Separation. Neighborhood Corridors have frequent street connections. 
Sidewalks should be provided and pedestrian and bicycle crossings 
should be signalized or improved with median refuge islands or curb 
extensions as needed to provide safety and comfort. Bicycle facilities 
should be separated from motor vehicle traffic, though shared roadway 
bicycle facilities may be acceptable if traffic volumes and speeds are 
sufficiently low.  

● Design Elements. Neighborhood Corridor design should typically include 
the following: wide sidewalks with a through pedestrian zone, a 
furnishing zone, and a frontage zone; closely-spaced pedestrian 
crossings; separated bicycle facilities; way-finding; transit priority 
treatments as needed; vehicle lanes; low to moderate speeds; and 
medians and/or turn lanes as needed. 

 

9.9.e. Regional Corridors Regional Corridors are serve people throughout the 
City and are designed to emphasize multimodal mobility between cities in 
the region. 

 

 Land Use. Regional Corridors connect Regional, Town, and Neighborhood 
Centers to other cities in the region. 

 Lanes. Regional Corridors usually include two to four vehicle lanes. They 
occasionally have additional lanes in some situations, such as to allow 
turning movements. Lanes may be dedicated as transit-only or business-
access-transit lanes if needed to improve transit speed and reliability. 

 Width. Regional Corridors generally feature a wider right-of-way than 
Community Corridors and are more often able to provide the full desired 
space for each mode. 
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 Function. Regional Corridors emphasize mobility for all modes between 
cities while also accommodating access to adjacent land uses along the 
corridor.  

 Curb zone. The curb zone along Regional Corridors should emphasize 
mobility functions such as bicycle facilities or turn lanes near 
intersections. The curb zone may be used for access functions such as 
parking and loading if needed to support adjacent land use.  

 Separation. Regional Corridors can have moderately spaced street 
connections. Sidewalks should be provided and pedestrian and bicycle 
crossings should be signalized or improved with median refuge islands or 
curb extensions as needed to provide safety and comfort. Bicycle facilities 
should be separated from motor vehicle traffic.  

 Design Elements. Regional Corridor design should typically include the 
following: sidewalks; pedestrian crossings where needed to serve transit 
stops or destinations; separated bicycle facilities; way-finding; transit 
priority treatments as needed; vehicle lanes; and medians and/or turn 
lanes as needed. 

 

9.9.f. Community Corridors are designed to include special amenities to 
balance motor vehicle traffic with public transportation, bicycle travel, and 
pedestrian travel. 
 

 Land Use. Community Corridors are located along transit corridors and 
between segments of Community Main Streets. Commercial and 
multifamily development should be oriented to the street where the 
street also has a transit designation. 

 Lanes. Community Corridors typically have two travel lanes, usually with 
on-street parking. 

 Design Elements. Community Corridor design shall consider the need for 
the following: moderate vehicle speeds; the use of medians and curb 
extensions to enhance pedestrian crossing and to manage motor vehicle 
access; combined driveways; on-street parking; buffered sidewalks with 
pedestrian amenities such as special lighting and special crossing 
amenities tied to major transit stops; landscape strips, street trees, or 
other design features that create a pedestrian buffer between curb and 
sidewalk; improved pedestrian crossings at intersections; striped 
bikeways or wide outside lanes; and usually narrower motor vehicle lane 
widths than Regional Corridors. 

 
9.9.g. Urban Throughways  Urban Throughways are designed to emphasize 
long-distance mobility for motor vehicle, freight, and transit trips throughout 
the region. 
 

Ord. 188177, Vol. 1.1.G, page 1083



 

DECEMBER 2016 2035 TRANSPORTATION SYSTEM PLAN PAGE 47 
  

 Land Use. Urban Throughways connect major activity centers, industrial 
areas, and intermodal facilities. Adjacent land uses sometimes orient 
directly to Urban Throughways.  

 Number of Lanes. Urban Throughways usually have four to six vehicle 
lanes, with additional lanes in some situations. Dedicated high-
occupancy-vehicle, freight-only, or transit-only lanes may be provided to 
support more efficient use of Urban Throughways. 

 Function. Urban Throughways primarily serve a mobility function, with 
little or no local access provided along the street. 

 Separation. Urban Throughways are may be completely divided, with no 
left turns, or they may be mostly divided, with limited opportunities for 
left turns. Street connections may occur at separated grades, with access 
controlled by ramps, or there may be limited street connections at grade. 
If designed as a grade-separated freeway, pedestrian and bicycle 
crossings should be provided on overpasses or underpasses, and 
pedestrian and bicycle facilities along the corridor should be provided on 
parallel pathways. If designed as a limited-access highway or expressway, 
pedestrian and bicycle crossings should be either grade-separated or 
signalized, and pedestrian and bicycle facilities should be separated from 
motor vehicle traffic. 

 Design Elements. Urban Throughway design typically includes vehicle 
lanes, grade-separated or signalized pedestrian and bicycle, parallel 
pathways or separated facilities for pedestrian and bicycle travel, clear 
sightlines, median barriers, shoulders, and motor vehicle lane widths that 
accommodate freight movement. Where appropriate, transit priority 
treatments should be used to enhance transit speed and reliability. 
Encourage the Oregon Department of Transportation to maintain a 
continuous landscape along Urban Throughways that reduces the visual 
impacts of the throughway on motorists and adjacent land uses.  

 Connections. A ramp that connects to an Urban Throughway is classified 
as an Urban Throughway up to its intersection with a differently-classified 
street. An interchange between an Urban Throughway and a differently-
classified street should be designed to safely accommodate all modes 
and provide the least possible disruption to the surrounding modal 
networks. Connections should be provided across Urban Throughways at 
closely-spaced intervals to provide greater street connectivity. 

 
9.9.h. Industrial Roads  Industrial Roads are designed to emphasize freight 
mobility while also accommodating other modes and providing local access. 

 

 Land Use. Industrial Roads typically serve industrial areas and freight 
intermodal sites, with a significant percentage of trips being made by 
trucks. Adjacent land uses sometimes orient to the Industrial Road. 
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 Number of Lanes. Industrial Road design typically includes two to four 
vehicle lanes, with additional turning lanes as needed. Dedicated freight-
only lanes or turn pockets may be provided as needed to support 
roadway efficiency. 

 Function. Industrial Roads emphasize freight mobility while 
accommodating other modes and providing access to industrial sites and 
freight districts.  

 Curb zone. The curb zone along Industrial Roads primarily serves mobility 
functions such as vehicle lanes or bike lanes. The curb zone may be used 
for access functions such as parking and loading at limited locations if 
needed to support adjacent land use. 

 Separation. Industrial Roads have limited street connections that may 
occur at the same grade or separate grades. Pedestrian and bicycle 
crossings should be grade-separated or signalized, and pedestrian and 
bicycle facilities should be separated from motor vehicle traffic. 

 Design Elements. Industrial Road design typically includes vehicle lanes, 
medians or center turn lanes where needed, limited driveway access, 
pullouts for bus stops, transit priority treatments, separated pedestrian 
and bicycle facilities, and improved pedestrian crossings located on 
overpasses, underpasses, or signalized at-grade intersections. Industrial 
Roads may also include design treatments that improve freight mobility, 
such as freight-only lanes, freight signal priority, and a wider turning 
radius at intersections.  

 
9.9.i. Enhanced Greenway Corridors  Enhanced Greenway Corridors are 
designed to provide a network of scenic low-stress connections that prioritize 
walking and/or bicycling and often include natural features as well as 
innovative urban design and place-making elements. 

 

 Dual Classification. Streets may have an Enhanced Greenway Corridor 
classification in addition to another street design classification. When 
developing or retrofitting these streets, incorporate Enhanced Greenway 
Corridor design elements within the corridor. 

 Land Use. Enhanced Greenway Corridors connect parks, open spaces, and 
singular attractions throughout the City to each other and to surrounding 
neighborhoods via a network of scenic and low-stress walking and/or 
bicycling routes. They can run through a variety of different land use 
contexts, including residential neighborhoods, natural areas, industrial 
areas, and employment centers. 

 Design Elements. Enhanced Greenway Corridor design can take many 
forms, and should use flexible design treatments appropriate to adjacent 
land use context. Design elements may include: neighborhood 
greenways; traffic calming; motor vehicle diversion; multi-use paths; 
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wide sidewalks; boardwalks; trails; separated bikeways; broad-canopy 
trees and landscaping; scenic views; stormwater management; 
underground utilities; special lighting; and way-finding. Where 
appropriate, pedestrian and bicycle routes may use separate parallel 
routes or streets along a corridor. 

 
9.9.j.  Greenscape Streets  Greenscape Street designs are applied to arterials 
where natural or informal landscapes dominate the adjacent areas and the 
right-of-way, such as lower-density residential areas in wooded settings. 

 

 Dual Classifications. Where streets have a Greenscape Street design 
designation and another street design designation, consider the natural 
characteristics of the street during the design and implementation of 
street improvements. 

 Design Treatment. During improvement projects, consider the use of 
vegetated stormwater treatment techniques; minimizing impervious 
surfaces; preservation of existing vegetation, topography, vistas and 
viewpoints, driver perception, street lighting, and sight distance 
requirements. Vegetation may be landscaped or native, depending on 
the existing and desired character. 
 

9.9.k. Local Streets Local Streets are designed to complement planned land 
uses and reduce dependence on arterials for local circulation.  

 

 Land Use. Local Streets are multimodal, but are not intended for trucks 
(other than local deliveries) in residential areas. Local Streets are 
important for local circulation of trucks in commercial and industrial 
areas. 

 Design. Local Street design typically includes frequent street connections, 
sidewalks, on-street parking, stormwater facilities, and planting of street 
trees and ground covers (where planting strips are included). A shared 
street design without sidewalks may be appropriate where traffic 
volumes are sufficiently low.  

 Classification. All streets not classified as Urban Throughways, Urban 
Highways, Industrial Roads, Civic Main Streets, Neighborhood Main 
Streets, Civic Corridors, Neighborhood Corridors, Regional Corridors, or 
Community Corridors are classified as Local Streets for street design. 

 

Objective 9.10  Pedestrian Transportation (formerly Objective 6.22)  
9.10.a. Support walking to transit by giving priority to the completion of the 
pedestrian network that serves Comp Plan Centers and Corridors, transit 
centers, stations, and stops; providing adequate spacing and quality of 
crossing opportunities at transit stops; and planning and designing 
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pedestrian improvements that allow adequate space for transit stop 
facilities. 
 
9.10.b. Improve the quality of the pedestrian environment by implementing 
pedestrian design guidelines to ensure that all construction in the right-of-
way meets a pedestrian quality standard and by developing special design 
districts for Pedestrian Districts and main streets. 

 
9.10.c.Increase pedestrian safety and convenience by identifying and 
analyzing high pedestrian collision locations; making physical improvements, 
such as traffic calming, signal improvements, and crossing improvements in 
areas of high pedestrian use; and supporting changes to adopted statutes 
and codes that would enhance pedestrian safety. 

 
9.10.d.Develop a citywide network of pedestrian trails that increases 
pedestrian access for recreation and transportation purposes and links to 
schools, parks, transit, and shopping as well as to the regional trail system 
and adjacent cities. 

 

Objective 9.11   Bicycle Transportation (formerly Objective 6.23)  
9.11.a. Form a citywide network of connected bikeways on streets including 
streets with low traffic speeds and low traffic volumes.  Provide the highest 
degree of separation on busier streets to preserve access to common 
destinations. Accommodate cyclists of all ages and abilities. 

 
9.11.b. Provide continuous bicycle facilities and eliminate gaps in the 
bikeway network. 
 
9.11.c. Install bicycle signage along bikeways where needed to define the 
route and/or direct bicyclists to a destination or other bikeway. 
 
9.11.d. Design bicycle facilities with safety and comfort as basic requirements 
to attract riders of all ages and skill levels.    
 
9.11.e. Ensure that the health, social, economic, and environmental benefits 
of bicycling are accessible to all Portlanders regardless of race, ethnicity, age, 
economic status, geographical location or language spoken. 
 
9.11.f. Encourage the provision of showers and changing facilities for 
commuting cyclists, including the development of such facilities in 
commercial buildings and at central locations. 
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9.11.g. Increase the number of multi-modal trips that include bicycling for at 
least one trip segment by improving and simplifying connections and 
transfers to transit. 
 
9.11.h. Promote bicycling as safe and convenient transportation to and from 
school. 
 
9.11.i. Provide bikeway system improvements that will serve key 
destinations, such as Metro 2040 centers and main streets, employment 
centers, commercial districts, transit stations, institutions, schools, and 
recreational destinations. 
 
9.11.j. Support bike-sharing programs aimed at residents, employees, and 
visitors to increase access to bicycles and to provide last-mile connections 
from transit. 
 
9.11.k. Maintain Portland’s position as a national leader in the evaluation of 
bicycle improvements and ridership through on-going data collection and 
monitoring of changes to bicycling infrastructure and in riding behavior. 
 
9.11.l. Support changes to remove institutional barriers in statutes, policies, 
and codes that discourage safe and efficient bicycle use. 

 

Objective 9.12  Public Transportation (formerly Objective 6.24) 
9.12.a. Support light rail transit and bus connections as the foundation of the 
regional transit system, with completion of the system to connect all regional 
centers, downtown Vancouver, major attractions, and intermodal passenger 
facilities as a high priority for the region. 

 
9.12.b. Base decisions about light rail transitway alignments and their 
connections to other regional facilities on individual corridor studies.  

 
9.12.c. Expand primary and secondary bus service to meet the growing 
demand for work and non-work trips, operate as the principal transit service 
for access and mobility needs, help reduce congestion, and support the 
economic activities of the City. 

 
9.12.d. Implement transit-preferential measures on Major Transit Priority 
Streets to achieve travel times competitive with the automobile and to 
improve service reliability. 

 
9.12.e. Consider the use of alternative forms of transit, including vanpools 
and dial-a-ride in low-density areas and other forms of transit such as water 
taxis. 

Ord. 188177, Vol. 1.1.G, page 1088



 

DECEMBER 2016   2035 TRANSPORTATION SYSTEM PLAN        PAGE 52 
  

 
9.12.f. Support a public transit system and regional transportation strategies 
that address the special needs of the transportation disadvantaged and 
provide increased mobility options and access. 

 
9.12.g. Locate major park-and-ride lots only where transit ridership is 
increased significantly, vehicle miles traveled are reduced, transit-supportive 
development is not hampered, bus service is not available or is inadequate, 
and the surrounding area is not negatively impacted. 

 
9.12.h Develop streetcar lines in Portland to connect new or redeveloping 
neighborhoods to employment opportunities and other destinations, 
including shopping, education, and recreation. 

 
Objective 9.13   Transit-Oriented Development (formerly Objective 6.19) 

9.13.a. Consider the existing or planned availability of high-quality transit   
service when adopting more intensive residential, commercial, and 
employment designations. 
 
9.13.b. Focus medium-density and high-density development, including 
institutions, in transit-oriented developments along transit lines. 
 
9.13.c. Require commercial and multifamily development to orient to and 
provide pedestrian and bicycle connections to transit streets and, for major 
developments, provide transit facilities on a site or adjacent to a transit stop. 
  
9.13.d. Examine the benefits of limiting drive-through facilities in existing or 
planned areas of high-intensity development and high levels of pedestrian, 
bicycle, and transit activity when planning studies are being done for these 
areas. 

 

Objective 9.14 Truck Mobility (formerly Objective 6.30) 
9.14.a. Prioritize transportation investments in the freight street network 
that improve connections between Freight Districts and Regional Truckways. 
 
9.14.b. Accommodate truck travel on designated truck streets through 
improvements to facility design and operations that address the dimensional 
needs of trucks. 
 
9.14.c. Encourage through-truck traffic to use Regional Truckways, Priority 
Truck Streets, and Major Truck Streets for mobility and Truck Access Streets 
and Local Service Truck Streets to access local destinations. 
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9.14.d. Develop and implement street connectivity plans for Freight Districts 
to improve truck circulation and access to industrial land uses. 
 
9.14.e. Develop and implement a signage plan for designated truck routes 
and major freight destinations. 
 
9.14.f. Designate and maintain preferred routes to accommodate over-
dimensional freight movement. 
 
9.14.g. Employ intelligent transportation system measures to reduce delays 
and improve travel time on Regional Truckways, Priority Truck Streets and 
Major Truck Streets. 
 

Objective 9.15 Truck Accessibility (formerly Objective 6.31) 
9.15.a. Evaluate and improve locations where inadequate roadway design 
creates barriers for truck access in Freight Districts and on designated truck 
streets. 
 
9.15.b. Upgrade bridges to remove load limits and vertical clearance 
restrictions on designated truck streets. 
 
9.15.c. Use public-private collaboration to identify and implement measures 
to minimize delays and improve safety at at-grade rail freight crossings. 
 
9.15.d. Provide adequate off-street loading areas for larger employment, 
commercial and multi-family developments. 
 
9.15.e. Manage supply, operations, and demand of on-street truck loading 
spaces to ensure efficient, reliable and safe loading and unloading activities. 
 
9.15.f. Implement design guidelines for truck streets that meet the 
dimensional needs of trucks, particularly for Freight Districts, while balancing 
the needs of other transportation modes in the right-of-way. 

 
Objective 9.16 Multimodal Freight System (formerly Objective 6.29) 

9.16.a. Support a well-integrated freight system that includes truck, rail, 
marine, air, and pipeline modes as vital to a healthy economy. 
 
9.16.b. Coordinate with private and public stakeholders to identify 
improvement and funding strategies for multimodal freight mobility needs. 
 
9.16.c. Participate with interjurisdictional partners in the development of 
corridor plans, master plans, and regional facility plans that impact freight 
mobility. 
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9.16.d. Address freight access and mobility needs when conducting 
multimodal transportation studies or designing transportation facilities. 
 
9.16.e. Work with community stakeholders to minimize adverse impacts of 
freight activity on the environmental and residential and mixed-use 
neighborhoods. 

 
Objective 9.17 Multimodal Passenger Service (formerly Objective 6.33) 

9.17.a. Support continuation of Union Station as the multimodal 
transportation hub, serving as the primary passenger rail and intercity bus 
terminal in the Portland metropolitan area and providing direct connections 
among passenger rail, light rail, streetcar, intracity buses, taxis, and airport 
shuttle buses. 
 
9.17.b. Support continuation of Portland International Airport as the 
multimodal passenger air facility hub by encouraging direct connections for 
all modes, including light rail transit, buses, taxis, and airport shuttles. 
 
9.17.c. Support development of passenger transfer facilities in existing and 
emerging regional centers. 
 
9.17.d. Support commuter rail service where it will reinforce the 2040 
Growth Concept and is an efficient alternative to the automobile. 
 
9.17.e. Support expansion of Northwest Corridor passenger rail service 
between Eugene, Portland, Seattle, and Vancouver, B. C. by incremental 
improvements in speed, frequency, and station facilities, in cooperation with 
the States of Oregon and Washington and the Province of British Columbia. 

 
Objective 9.18 Regional Trafficways (formerly Objective 6.32) 

9.18.a. Regard the City’s Regional Trafficway system within Portland to be 
substantially complete, except for safety or other improvements to existing 
facilities that increase their efficiency. 

 
9.18.b. Oppose extension of a new circumferential freeway north of US 26 
into the City and through Forest Park. 

 
Objective 9.19 Emergency Response (formerly Objective 6.14) 

9.19.a. Use the emergency response classification system to determine 
whether traffic-slowing devices can be employed. 
 
9.19.b. Use the emergency response classification system to guide the 
routing of emergency response vehicles. 
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9.19.c. Use the emergency response classification system to help site future 
fire stations. 

 
Objective 9.20 Transportation System Management (formerly Objective 6.15) 

9.20.a. Reduce and manage automobile travel demand and promote 
transportation choices before considering the addition of roadway capacity 
for single-occupant vehicles. 
 
9.20.b. Employ transportation system management measures, including 
coordinating and synchronizing signals and intersection redesign, to improve 
mobility and safety for all modes of travel.  
 
9.20.c. Design, build, and operate the transportation system so that it can be 
safely navigated by all users.  

 
Objective 9.21 Traffic Calming (formerly Objective 6.13) 

9.21.a. Manage traffic on Neighborhood Collectors and Local Service Streets 
consistent with the land uses they serve and to preserve and enhance 
neighborhood livability. 
 
9.21.b. Encourage non-local traffic, including trucks, to use streets of higher 
traffic and truck classifications through design, operations, permitting, and 
signing. 
 
9.21.c. Implement measures on Local Service Traffic Streets that do not 
significantly divert traffic to other streets of the same classification, except 
when needed to give priority to pedestrians and/or bicycle traffic. 
 
9.21.d. Implement measures on Neighborhood Collectors that do not result 
in significant diversion of traffic to streets of lower classification. 
 
9.21.e. Reduce traffic speeds through enforcement and design in high 
density main streets, Centers and Corridors, to levels that are safe and 
comfortable for bicyclists and pedestrians. 

 
9.21.f. Use traffic calming tools, traffic diversion, and other available tools 
and methods to create and maintain sufficiently low automotive volumes 
and speeds on neighborhood greenways to ensure a comfortable cycling 
environment on the street.      

 

Objective 9.22 Access Management (formerly Objective 6.16) 
9.22.a. Work with ODOT to manage the location, spacing, and type of road 
and street intersections on Regional Trafficways, St. Helens Road, Lombard 
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east of Interstate 5, and McLoughlin, and develop access management plans 
for other City streets as needed to ensure the safe and efficient operation of 
these facilities. 

 
9.22.b. Provide local access to arterials, while minimizing conflicts with 
through-traffic. 

 
9.22.c. Ensure that access management measures do not adversely impact 
any transportation mode, consistent with the classifications of the street 
where these measures are applied. 

 
Objective 9.23 Regional and City Travel Patterns (formerly Objective 6.12) 

9.23.a. Direct interregional traffic to use Regional Trafficways and Regional 
Transitways, and manage these facilities to maximize their existing capacity. 
 
9.23.b. Minimize the impact of interregional and long intraregional trips on 
Portland neighborhood and commercial areas, while supporting the travel 
needs of the community. 
 
9.23.c. Manage traffic on Neighborhood Collectors that Metro designates as 
Collectors of Regional Significance so they maintain their function as 
distributors of traffic between Major City Traffic Streets or District Collectors 
and Local Service Streets, rather than function primarily for regional traffic 
movement. 
 
9.23.d. Use the TSP refinement plan process to determine specific projects 
and actions to meet needs in identified transportation corridors. 

 
Objective 9.24 Connectivity (formerly Objective 6.20) 

9.24.a. Provide interconnected local and collector streets to serve new and 
redeveloping areas and to ensure safe, efficient, and convenient pedestrian, 
bicycle, and vehicle access with preference for public streets over private 
streets. 

 
9.24.b. Create short blocks through development of frequent street 
connections in mixed-use areas of planned high-density development. 

 
9.24.c. Provide convenient and safe bicycle and pedestrian connections to 
transit routes, schools, and parks, as well as within and between new and 
existing residential developments, employment areas, and other activity 
centers where street connections are not feasible. 
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9.24.d. Use large-scale Green Streets as a means of connecting 
neighborhoods, using the right-of-way efficiently, and enhancing 
neighborhood livability. 

 
Objective 9.25 Street Plans (formerly Objective 11.11) 

9.25.a. Develop conceptual master street plans for areas of the City that 
have significant amounts of vacant or underdeveloped land and where the 
street network does not meet City and Metro connectivity guidelines. 

 
9.25.b. Ensure that new residential development and development in zones 
that allow a mix of uses include street plans that are consistent with master 
street plans, extend and connect to adjacent areas, and meet connectivity 
objectives. 

 
9.25.c. Identify opportunities to extend and connect streets, provide direct 
public right-of-way routes, and limit the use of cul-de-sac and other closed-
end street designs. 

 
9.25.d. Provide full street connections with spacing of no more than 530 feet 
between connections, except where prevented by barriers such as 
topography, railroads, freeways, or environmental constraints. Where streets 
must cross over protected water features, provide crossings at an average 
spacing of 800 to 1,200 feet, unless exceptional habitat quality or length of 
crossing prevents a full street connection. 

 
9.25.e. Provide bike and pedestrian connections at approximately 330-foot 
intervals on public easements or rights-of-way when full street connections 
are not possible, except where prevented by barriers such as topography, 
railroads, freeways, or environmental constraints. Bike and pedestrian 
connections that cross protected water features should have an average 
spacing of no more than 530 feet, unless exceptional habitat quality or length 
of crossing prevents a connection. 

 
9.25.f. As the South Waterfront District develops, provide connectivity for all 
modes of travel by developing the streets and accessways as shown on 
Chapter 11, Map 1. 

 
9.25.g. As the western half of the Bridgeton neighborhood develops, provide 
connectivity for all modes of travel by developing the streets as shown in 
Chapter 11, Map 2. 

 
9.25.h. As the Gateway regional center redevelops, provide additional 
connectivity for all modes of travel as shown in Chapter 11, Map 3. 
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9.25.i. As the Airport Way vicinity continues to develop, use the Airport Way 
Secondary Infrastructure Plan as a guide to provide connectivity for all modes 
of travel by developing streets as shown in Chapter 11, Map 4. 

 
9.25.j. Continue to provide connectivity in the River District for all modes of 
travel by developing public and private streets as shown in Chapter 11, Map 
5. 

 
9.25.k. As the Southwest District develops, provide connectivity for all modes 
of travel by developing streets as shown in Chapter 11, Map 6. 

 
9.25.l. As the Far Southeast District develops, provide connectivity for all 
modes of travel by developing streets as shown in Chapter 11, Map 7. 

 
9.25.m. As the street system is modified around the west end of the Ross 
Island Bridge, provide enhanced connectivity for all modes as shown in 
Chapter11, Map 8. 

 
9.25.n. Preserve street connectivity in areas of the City that meet the 
standards of this policy and its objectives as shown in Chapter11, Maps 9 
through 16. 

 
9.25.o. Improve connectivity in the St. Johns town center by implementing 
the St. Johns Master Street Plan as shown in Chapter 11, Map 17. 

 
9.25.p. Improve and preserve connectivity in the Northwest District by 
implementing the Northwest District Master Street Plan as shown in Chapter 
11, Map 18. 

 
9.25.q. Establish a network of streets in Multnomah County Unincorporated 
Urban Pockets to provide connectivity for all modes of travel as shown in 
Chapter 11, Maps 19 A through C. 

 
Objective 9.26   Performance Measures (formerly Objective 11.13)  

9.26.a. Maintain acceptable levels of performance on state facilities and the 
regional arterial and throughway network, consistent with the interim 
standard in Table 9.2, in the development and adoption of, and amendments 
to, the Transportation System Plan and in legislative amendments to the 
Comprehensive Plan Map. 
 
9.26.b. Use level-of-service, consistent with Table 9.1, as one measure to 
evaluate the adequacy of transportation facilities in the vicinity of sites 
subject to land use review. 
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9.26.c. Use alternatives to the level-of-service measure to determine the 
adequacy of the transportation system in areas that exhibit the following 
characteristics: 

 

 A mix of land uses, including residential 

 A mode split consistent with targets established for the area 

 Maximum parking ratios  

 Adequate existing street connectivity 
 
9.26.d. In areas identified by Metro that exceed the level-of-service in Table 
9.2 and are planned to, but do not currently meet the alternative 
performance criteria, establish an action plan that does the following: 

 

 Anticipates growth and future impacts of motor vehicle traffic on 
multimodal travel in the area 

 Establishes strategies for mitigating the future impacts of motor vehicles 
Establishes performance standards for monitoring and implementing the 
action plan 
 
9.26.e. Develop performance measures to track progress in creating and 
maintaining the transportation system. 
 
9.26.f. Establish mode split targets in 2040 Growth Concept areas within the 
City, consistent with Metro’s targets for these areas. 

 

9.26.g. By 2035, reduce the number of miles Portlanders travel by car to 11 
miles per day on average and 70 percent of commuters walk, bike, take 
transit, carpool, or work from home at approximately the following rates:  

Walk  7.5% 
Bicycle  25% 
Transit  25% 
Carpool 10% 

 
9.26.h. By 2035, increase the mode share of daily non-drive alone trips to 
70% citywide and to the following in the five pattern areas: 
  Central City                   87% 
  Inner Neighborhoods  71% 
  Western Neighborhoods 65% 
  Eastern Neighborhoods    65% 
  Industrial and River   55% 
 
9.26.i. By 2035, reduce Portland’s transportation-related carbon emissions 
to 50% below 1990 levels, at approximately 934,000 metric tons. 
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9.26.j. By 2025, increase the percentage of new mixed use zone building 
households not owning an automobile from approximately 13% (2014) to 
25%, and reduce the percentage of households owning two automobiles 
from approximately 24% to 10%. 

 

Objective 9.27 Congestion Pricing (formerly Objective 6.34)  
9.27.a. Support pricing strategies that are based on the environmental and social 
costs of motor vehicles. 

 

9.27.b. In cooperation with Metro and other jurisdictions, choose corridors 
to implement market-based pricing where high-quality transportation 
alternatives to driving exist. 
 

Objective 9.28 Travel Management (formerly Objective 6.28)  
9.28.a. Develop neighborhood-based programs to promote and support 
multimodal strategies and trip reduction strategies and programs. 
 
9.28.b. Meet the access and mobility needs of businesses and employees in 
key employment and regional centers with customized alternative 
transportation programs that result in reduced congestion and improved air 
quality. 
 
9.28.c. Support and encourage the growth of car sharing among City 
residents and businesses through actions that expand the supply of car 
sharing vehicles at convenient locations and actions that increase the 
demand for car sharing services. 
 
9.28.d. Require institutions to regulate parking facilities, first to provide 
short-term parking for visitors and, second, to minimize the amount of 
employee parking through demand management measures such as 
carpooling, ridesharing, flexible work hours, telecommuting, parking 
management, and employer-subsidized transit passes. 
 
9.28.e. Require institutions to mitigate excessive parking impacts on 
residential areas. 
 
9.28.f. Require institutions and new development to participate in programs 
to reduce single-occupant automobile trips.  

 
Objective 9.29   Parking Management (formerly Objective 6.25) 

9.29.a. Implement measures to achieve Portland’s share of the mandated 10 
percent reduction in parking spaces per capita within the metropolitan area 
over the next 20 years. 
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9.29.b. Consider transportation capacity and parking demand for all motor 
vehicles in the regulation of the parking supply. 

 
9.29.c. Develop parking management programs and strategies that improve 
air quality, reduce congestion, promote alternatives to the drive-alone 
commute, and educate and involve businesses and neighborhoods. 

 
Objective 9.30 On-Street Parking Management (formerly Objective 6.26) 

9.30.a.  Support land uses in existing and emerging regional centers, town 
centers, neighborhood centers, and main streets with an adequate supply of 
on-street parking spaces while emphasizing grouped bicycle parking in the 
street. 
9.30.b. Maintain existing on-street parking in older neighborhoods and 
commercial areas where off-street parking is inadequate, except where 
parking removal is necessary to accommodate alternatives to the 
automobile. 
 
9.30.c. Support carpooling in commercial districts by providing convenient, 
affordable, and adequate on-street spaces. 
 
9.30.d. Develop and maintain on-street parking meter districts to provide for 
customer turnover, reduce on-street parking use by commuters, efficiently 
allocate parking among diverse users, encourage the use of alternatives to 
the automobile, and provide a funding source for transportation projects 
within the districts. 
 
9.30.e. Provide and maintain public bicycle parking at high-demand locations 
in the Central City, neighborhood business nodes, cultural and recreational 
destinations, transit nodes and employment centers. 
 
9.30.f. Ensure a highly functional and high quality design of bicycle parking 
installed in the public right of way for a variety of bicycle types. 

 
Objective 9.31 Off-Street Parking (formerly Objective 6.27)  

9.31.a. Consider eliminating requirements for off-street parking in areas of 
the City where there is existing or planned high-quality transit service and 
good pedestrian and bicycle access. 
 
9.31.b. Encourage the redevelopment of surface parking lots into transit-
supportive uses or development or to include facilities for alternatives to the 
automobile. 
 
9.31.c. Limit the development of new parking spaces to achieve land use, 
transportation, and environmental objectives. 
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9.31.d.  
Support changes to regulations to ensure that all land uses provide an ample 
quantity of short- and long-term bicycle parking for a variety of bicycle types 
and end-of-trip facilities consistent with an increasing bicycle mode share. 
 
9.31.e. 
Encourage owners of existing residential or commercial buildings to 
supplement and upgrade off-street long-term and short-term bicycle parking 
for a variety of bicycle types. 
 

 
Objective 9.32 Transportation Education (formerly Objective 6.3)  

9.32.a. Publicize activities and the availability of resources and facilities that 
promote a multimodal transportation system. 
 
9.32.b. Implement educational programs that recognize the need for 
developing and maintaining a multimodal transportation system that 
supports the movement of freight as well as people. 
 
9.32.c. Encourage walking by developing education programs for both 
motorists and pedestrians and by supporting and participating in 
encouragement events for pedestrians. 
 
9.32.d. Develop and implement education and encouragement plans aimed 
at youth and adult cyclists and motorists. 
 
9.32.e. Increase public awareness of the benefits of walking and bicycling 
and of available resources and facilities. 
 
9.32.f. Develop a strong school curriculum and program on transportation 
safety and travel choices with emphasis on environmental consequences, 
neighborhood livability, personal safety, and health. 
 
9.32.g. Educate citizens and businesses about Green Streets and how they 
can serve as urban greenways to enhance, improve, and connect 
neighborhoods to encourage their support, demand and funding for these 
projects. 
 
9.32.h. Increase bicycle safety education, enforcement and outreach to 
encourage safe travel behavior of all modes and to increase bicycling in 
Portland. 
 
9.32.i. Promote bicycling as safe and convenient transportation to and from 
school. 
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9.32.j. Continue and expand encouragement programs that provide services 
and equipment, support behavior changes, raise awareness, and provide 
incentives that increase bicycling in Portland. 
 

 
Objective 9.33 Project Selection (formerly Objective 11.9)  

9.33.a. Address existing deficiencies or hazards by improving pedestrian, 
bicycle, and vehicular safety. 

 
9.33.b. Use good resource management and minimize or reduce negative 
impacts to the natural environment. 

 
 9.33.c. Provide and improve access to, between and within activity Comp 
Plan Centers and Corridors and develop safe routes to schools. 
 
9.33.d. Improve access to existing and emerging employment and industrial 
areas. 
 
9.33.e. Promote street connectivity for all modes, especially in areas where 
identified deficiencies exist, to support desired urban form and travel 
patterns. 
 
9.33.f. Address area-wide needs, including access and mobility, 
environmental protection, Green Street design and quality urban design, in a 
comprehensive approach to project selection. 
 
9.33.g. Increase the efficiency and effectiveness of the system by wise 
application of available financial, capital, and human resources 
 
9.33.h. Develop the transportation system consistent with and supportive of 
community values. 
 

Objective 9.34  North Transportation District (formerly Objective 6.35) 
9.34.a. Improve truck and freight movement in North Portland through 
changes to the street system, street classifications, and signing to enhance 
the economic vitality of the area and minimize impacts on residential, 
commercial, and recreational areas. 
 
9.34.b. Support efficient functioning of the N Marine Drive/ N Lombard (west 
of N Philadelphia)/N Columbia Boulevard loop as the truck and commuter 
access to the Rivergate industrial area and adjacent industrial areas. 
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9.34.c. Direct industrial traffic onto N Columbia Boulevard, while allowing 
limited access from residential neighborhoods and mitigating for 
unacceptable traffic impacts. 
 
9.34.d. Implement the Phase 1 and Phase 2 improvements recommended in 
the I-5 Delta Park Environmental Assessment. 
 
9.34.e. Consult with the Federal Highway Administration and ODOT to 
remove the US 30 Bypass designation from Philadelphia and Lombard, west 
of Martin Luther King, Jr. Boulevard, and relocate it to more appropriate 
streets to minimize impacts on the St Johns town center and the Lombard 
main street. 
 
9.34.f. Support improvements to transit service that will link North Portland 
to areas outside the downtown, especially to the Rose Quarter transit center 
and industrial areas within and outside the district. 
 
9.34.g. Encourage transit coverage and frequency improvements, as well as 
bus stop improvements, within the district and within commercial and 
employment centers, including Portland International Raceway, Swan Island, 
and Rivergate. 
 
9.34.h. Develop light rail transit on North Interstate and to the Exposition 
Center; place stations at major arterials where good feeder bus service can 
be provided; capitalize on redevelopment opportunities that support light 
rail; and mitigate potential negative impacts of diversion of automobile 
traffic onto nearby Neighborhood Collectors and Local Service Traffic Streets. 
 
9.34.i. Preserve the planned functions of Willamette Boulevard by evaluating 
and implementing transportation measures along N Lombard east of N St. 
Louis to improve Lombard’s function as a District Collector and main street. 
 
9.34.j. Improve pedestrian and bicycle access within the St. Johns town 
center and from nearby destinations, including Pier Park, the Columbia 
Slough, and Smith and Bybee Lakes. 
 
9.34.k. Develop additional east/west and north/south bicycle routes to serve 
commuter and recreational bicyclists and provide connections to Northeast 
Portland bikeways. 
 
9.34.l. Complete the sidewalk system in North Portland, including enhanced 
pedestrian crossings on streets with high volumes of vehicle traffic. 
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9.34.m. Consider extension of the Willamette Greenway Trail south from its 
current designation that ends at Edgewater and connecting to the trail on 
Swan Island, following the outcome of a feasibility study. 
 
9.34.n. Explore opportunities for additional street connections over the 
railroad cut and between the Willamette River and nearby residential areas. 
 
9.34.o. Improve parking management within the St. Johns town center and 
at Portland International Raceway. 
 
9.34.p. Encourage the use of Columbia Boulevard as the primary route for 
over-dimensional truckloads while ensuring the role of N Lombard (west of 
Martin Luther King, Jr. Boulevard) as an interim route until such time as 
improvements are completed that allow North Columbia to accommodate all 
types of over-dimensional truckloads. 

 

Objective 9.35   Northeast Transportation District (formerly Objective 6.36) 
9.35.a. Encourage automobile and truck through-traffic to use major arterials 
near the edges of the district to reduce peak-period traffic impacts and to 
preserve neighborhood livability. 
 
9.35.b. Enhance traffic and pedestrian access and improve transit service to 
regional and district commercial areas, including Lloyd Center, Hollywood, 
Rose City Park, Sandy Boulevard, and the neighborhood commercial district 
at NE 60th/Prescott/Cully. 
 
9.35.c. Retain Portland Boulevard’s interchange with I-5, while maintaining 
its function and appearance as a Neighborhood Collector east of I-5. 
 
9.35.d. Encourage the use of I-84 and I-205 for primary access to the 
Columbia South Shore, Portland International Airport, and Portland 
International Center; encourage the use of NE Airport Way (east of I-205) 
and Portland Boulevard/Killingsworth (south of the Columbia Slough) as the 
secondary access from the interstate system. 
 
9.35.e. Improve transit service and facilities where needed to serve 
employment areas, including the Columbia Corridor, Northwest industrial 
area, and developing residential areas. 
 
9.35.f. Work with Tri-Met and businesses to encourage the use of 
alternatives to automobiles, particularly in the Columbia Corridor, through 
transit service improvements and incentives and transportation demand 
management techniques such as flexible work hours, telecommuting, 
carpooling, bicycling, and vanpooling. 
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9.35.g. Continue to develop east/west and north/south bicycle routes, both 
on-street and off-street, to connect with existing bikeways (including those 
on East Burnside and I-205) and with work, school, commercial, and 
recreational destinations. 
 
9.35.h. Increase pedestrian access to transit throughout the district, 
including enhancing pedestrian districts where through-traffic is discouraged. 
 
9.35.i. Implement the projects recommended in the Columbia Corridor 
Transportation Study that improve vehicle and transit access, safety for all 
modes, and local connections. 
 
9.35j. Balance the needs of adjacent land uses (located in a design zone) at 
the NE Lombard and Martin Luther King, Jr. Boulevard intersection with the 
need for truck movement. 
 
9.35.k. Implement the recommendations in the Hollywood and Sandy Plan to 
create a pedestrian-friendly and transit-supportive town center and main 
street, with emphasis at key nodes where neighborhood services and mixed-
use development are encouraged. 
 
9.35.l. Use street dedications and street vacations as a tool to support 
development, while ensuring connectivity and access. 
 
9.35.m. Bring substandard streets up to City standards, including 
construction of sidewalks, especially in the Cully neighborhood. 

 

Objective 9.36  Far Northeast Transportation District (formerly Objective 6.37) 
9.36.a. Enhance the arterial street system by improving connections between 
Neighborhood Collectors and District Collectors and eliminating bottlenecks, 
such as narrow rail viaducts, that contribute to intrusions into residential 
neighborhoods by commercial, industrial, and non-local traffic. 
 
9.36.b. Improve cross-town transit service to accommodate trips within the 
Far Northeast District, transit service along Sandy, and transit connections to 
light rail. 
 
9.36.c. Improve the designated bicycle network and connect major routes to 
routes in adjacent districts and jurisdictions. 
 
9.36.d. Implement the Gateway Concept and Redevelopment Strategy 
recommendations to provide street connections as redevelopment occurs, 
manage regional traffic impacts, and focus boulevard and main street 
improvements on 102nd. 
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9.36.e. Resolve the long-term future of the park-and-ride facility at the 
Gateway transit center to reinforce the regional center’s long-term vitality. 
 
9.36.f. Add pedestrian facilities, including sidewalks and crossings, and 
enhancements, such as street trees and drinking fountains, to provide good 
access within neighborhoods and to Gateway and other commercial areas. 

 

Objective 9.37   Southeast Transportation District (formerly Objective 6.38) 
9.37.a. Direct interdistrict traffic to Regional Trafficways on the edges of the 
district, and manage traffic on Major City Traffic Streets and other arterials 
primarily through transportation system management measures. 
 
9.37.b. Support improvements to SE McLoughlin Boulevard to ensure its 
function as the major north/south route for regional traffic, while 
maintaining its operational characteristics as a Major City Traffic Street 
between Powell and Reedway and addressing pedestrian and bicyclist access 
along and across the street. 
 
9.37.c. Operate Neighborhood Collectors in Southeast Portland to function 
primarily as circulation for district traffic rather than as regional streets, even 
where they carry a significant amount of regional traffic. 
 
9.37.d. Facilitate pedestrian access and safety in Southeast Portland by 
improving connections to the Willamette River; adding connections between 
neighborhoods and parks, institutions, and commercial areas; and enhancing 
pedestrian crossings with curb extensions and improved markings. 
 
9.37.e. Improve access and safety for bicycles through the development of 
more inner Southeast east/west bike routes and the provision of bicycle 
facilities across bridges and to a variety of destinations, including downtown, 
the river, and parks. 
 
9.37.f. Recognize SE Foster’s (west of I-205) importance as a main street and 
as a Major City Traffic Street and Major City Transit Street by improving the 
pedestrian environment, preserving on-street parking, facilitating transit 
movement, and adding street trees.  
 
9.37.g. Encourage regional and interdistrict truck traffic to use Regional 
Truckways, Priority and Major Streets in southeast Portland by establishing 
convenient truck routing that better serves trucks, while protecting 
Southeast neighborhoods. 
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9.37.h. Minimize left-turn movements to auto-accommodating development 
along SE 39th Avenue, and eliminate or consolidate driveways where 
possible. 
 
9.37.i. Continue to improve cross-town transit service, transit facilities and 
bus stops, and transit travel times, and expand off-peak and weekend service 
to provide access to activity centers on Portland’s eastside. 
 
9.37.j. Support planning for and development of light rail transit and 
streetcars in Southeast Portland, including consideration of feeder transit 
service and pedestrian and bicycle access. 
 
9.37.k. Examine the potential for returning SE Belmont and SE Morrison 
between SE 12th and 25th to two-way streets in the future, and make 
changes to street classifications if needed to support and reinforce Belmont’s 
role as a main street. 
 
9.37.l. Support SE Tacoma’s function as a main street and District Collector in 
the future, and support and implement transportation projects that will 
reinforce these designations. 
 
9.37.m. Implement transportation improvements identified in the Lents 
Urban Renewal Plan that will revitalize its commercial core and environs. 
 
9.37.n. Support the livability of Southeast neighborhoods by improving the 
efficiency of parking and loading in commercial areas and by reducing 
commuter parking in residential areas. 
 
9.37.o. Address the safety and access needs of pedestrians and bicyclists as 
part of freight-related street improvements for SE Holgate between SE 26th 
Avenue and McLoughlin Boulevard. 

 

Objective 9.38   Far Southeast Transportation District (formerly Objective 6.39) 
9.38.a. Consider existing and future land use patterns, environmental 
impacts, the need for additional connectivity of collectors, and transit 
accessibility when improvements are planned and designed for the arterial 
system, particularly SE Powell and SE Foster. 
 
9.38.b. Improve arterials through better signalization and intersection design 
to serve adjacent land uses and to provide for access to adjacent 
neighborhoods, while minimizing non-local traffic on local streets. 
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9.38.c. Accommodate bicyclists and pedestrians along arterials and at 
crossings, especially at activity nodes, through a combination of street and 
traffic management improvements. 
 
9.38.d. Reduce travel demand in the district by providing additional transit 
service, including feeder service to light rail and alternatives to buses for low-
density areas. 
 
9.38.e. Consider implementing parking controls in the vicinity of light rail 
stations where commuter parking is impacting nearby residential 
neighborhoods. 
 
9.38.f. Provide adequate street connections in the Far Southeast District 
through the development and implementation of master street plans that 
identify connections for vehicles, pedestrians, and bicyclists. 
 
9.38.g. Support transit and pedestrian-friendly development along the 
Division main street with multimodal transportation investments. 
 
9.38.h. Implement transportation improvements identified in the Lents 
Urban Renewal Plan that will revitalize its commercial core and environs. 
 
9.38.i. Implement the Gateway Concept and Redevelopment Strategy 
recommendations to provide street connections as redevelopment occurs, 
manage regional traffic impacts, and focus boulevard and main street 
improvements on 102nd. 
 
9.38.j. Improve pedestrian access at the light rail transit stations by adding 
local street connections and improvements, including enhanced crossings 
and wider sidewalks. 
 
9.38.k. Provide an off-street pathway and reasonable public access between 
the neighborhood south of SE Market, through the medical center campus, 
and extending through the commercial area south of SE Washington. 
 
9.38.l. Implement recommendations from the Pleasant Valley Concept and 
Implementation Plans to create a community with a well-connected street 
system that provides safety and convenience for all modes of transportation. 

 

Objective 9.39  Northwest Transportation District (formerly Objective 6.40) 
9.39.a. Expand transit service throughout the district, including adding more 
cross-town service, connecting bus service from the Civic Stadium light rail 
station to the northwest industrial area, and improving service in low-density 
areas such as Linnton. 
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9.39.b. Route non-local traffic, including non-local truck traffic, on Major City 
Traffic Streets and Regional Trafficways in order to minimize conflicts among 
modes. 
 
9.39.c. Incorporate pedestrian and bicycle access improvements into all 
transportation projects, especially along arterials and at crossing locations. 
 
9.39.d. Protect Forest Park’s natural resources in the design and 
development of transportation projects in or near the park. 
 
9.39.e. Reinforce the Northwest District main streets – NW 21st, 23rd, 
Burnside, and Thurman – by retaining and improving their pedestrian-
oriented character and improving access to transit. 
 
9.39.f Support a range of strategies in the high-density portions of the district 
to address parking issues, including commuter and event parking impacts. 
 
9.39.g. Maintain neighborhood livability in the construction or reconstruction 
of streets by adding street trees, buffering pedestrians from traffic, and 
preserving on-street parking. 
 
9.39.h. Limit transportation projects on West Burnside to those that reduce 
vehicle miles traveled, give preference to transit, improve pedestrian and 
bicycle access, or improve safety, but do not increase automobile capacity. 
 
9.39.i. Improve access to NW 14th and 16th to support their function as 
connections to the commercial and industrial areas in Northwest Portland 
and to reduce impacts of non-local traffic on residential areas. 
 
9.39.j. Evaluate and make recommendations on returning the NW 
Everett/NW Glisan and the NW18th/NW 19th couplets to two-way streets. 
 
9.39.k. Support the scenic and natural character of NW Skyline Boulevard by 
focusing non-local north/south traffic between West Burnside and NW 
Cornell Road on NW Miller. 
 
9.39.l. Preserve and enhance freight mobility, and industrial access in the 
Freight District, by maintaining or improving truck operations on Front 
Avenue, Yeon Avenue , Nicolai Street, St Helens Road, and the 14th and 16th 
Avenues couplet. 
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Objective 9.40   Southwest Transportation District (formerly Objective 6.41) 
9.40.a. Use the Willamette Shore Line right-of-way, the corridor identified in 
the Macadam Corridor Improvement Plan, or other alignment as appropriate 
to provide future streetcar commuter service or light rail in the Macadam 
corridor. 
 
9.40.b. Improve the primary transportation functions of SW Broadway Drive, 
SW Patton Road, SW Vista, SW Humphrey, and SW Dosch Road as 
Neighborhood Collectors by supporting pedestrian, bicycle, and transit use; 
calming traffic; and discouraging heavy volumes of non-local commuter 
traffic. 
 
9.40.c. Consider designation of a ‘Red Electric Line’ alignment for pedestrians 
and bicyclists, as identified in the Southwest Urban Trails Plan, upon 
completion of a feasibility study. 
 
9.40.d. Evaluate the transportation impacts on adjacent neighborhoods 
when considering increases in development potential of large new or 
redeveloping areas, and include mitigation measures in development plans. 
 
9.40.e. Use the Southwest Urban Trail Plan as a guide to dedicating and 
developing trail segments in Southwest. 
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Table 9.1 

Performance Measures for Regionally Significant Streets 

Deficiency Thresholds and Operating Standards 

 
Location Mid-Day One-Hour Peak A.M./P.M. Two-Hour Peak 

Preferred 

Operating 
Standard 

Acceptable 

Operating 
Standard 

Exceeds 

Deficiency 
Threshold 

Preferred 

Operating 
Standard 

Acceptable 

Operating 
Standards 

Exceeds 

Deficiency 
Threshold 

1st 

hour 

2nd 

hour 

1st hour 2nd 

hour 
 

1st hour 2nd 

hour 

Central City, Gateway 

regional center, town 

centers, main streets, 
station communities 

C E F E E F E F F 

Corridors, industrial 

areas, intermodal 
facilities, employment 

areas, neighborhoods 

C D E E D E E F E 

Banfield Freeway (from 

I-5 to I-205) [Note 1] 

E E F E E F E F F 

I-5 North (from 

Marquam Bridge to 

Interstate Bridge) [Note 
1] 

C E F E E F E F F 

Highway 99E (from the 

Central City to Highway 
224 interchange) [Note 

1] 

C E F E E F E F F 

Stadium Freeway (from 

I-5 South to I-5 North) 
[Note 1] 

C E F E E F E F F 

Sunset Highway (from 

I-405 to Sylvan 
interchange) [Note 1] 

C E F E E F E F F 

Other principal arterial 

routes 

 [Note 2] 

C D E E D E E F E 

Areas of special concern 

[Note 3] 

Areas with this Metro designation are planned for mixed-use development, but are also characterized by 

physical, environmental, or other constraints that limit the range of acceptable transportation solutions for 

addressing a level-of-service need and have other streets that are available for circulation and access. 

Note 1: Thresholds shown are interim; Metro will undertake refinement plans for these corridors, in conjunction with affected 
jurisdictions. The refinement plans will include performance measures for each corridor. 

Note 2: Principal arterials are identified in the Metro RTP. This is not a City of Portland designation. 
Note 3: Areas of Special Concern are shown in the Metro RTP. This is not a City of Portland designation. 
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Table 9.2 Interim Deficiency Thresholds and Operating Standards 

Location Standards 

Mid-Day One-

Hour Peak* 

PM 2-Hour Peak* 

1st Hour 2nd Hour 

Central City, Gateway, Town Centers, 

Neighborhood Centers, Station Areas 

.99 1.1 .99 

I-84 (from I-5 to I-205), I-5 North (from 

Marquam Bridge to Interstate Bridge, OR 99-E 

(from Lincoln St. to OR 224), 

US 26 (from I-405 to Sylvan Interchange),  

I-405 

.99 1.1 .99 

Other Principal Arterial Routes .90 .99 .99 

 
*The demand-to-capacity ratios in the table are for the highest two consecutive hours 
of the weekday traffic volumes. The mid-day peak hour is the highest 60-minute 
period between the hours of 9 a.m. and 3 p.m. The 2nd hour is defined as the single 
60-minute period, either before or after the peak 60-minute period, whichever is 
highest.   
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Chapter 8: Public Facilities and Services  

Goals 
Goal 8.D: Public rights-of-way 
Public rights-of-way enhance the public realm and provide a multi-purpose, connected, 
safe, and healthy physical space for movement and travel, public and private utilities, and 
other appropriate public functions and uses.  

Policies 

Funding  

Portland’s investments in the public facility systems necessary to serve designated land uses 
are funded through a variety of mechanisms, including taxes, user rates and fees, system 
development charges, and partnerships. The policies in this section acknowledge and 
support cost-effective service provision, maintenance of diverse funding streams to support 
the public’s investments, and equitable sharing of the costs of investing in and maintaining 
the City’s public facilities.  

Policy 8.27 Cost-effectiveness. Establish, improve, and maintain the public facilities 
necessary to serve designated land uses in ways that cost-effectively provide 
desired levels of service, consider facilities’ lifecycle costs, and maintain the 
City’s long-term financial sustainability. 

Policy 8.28 Shared costs. Ensure the costs of constructing and providing public facilities 
and services are equitably shared by those who benefit from the provision of 
those facilities and services.  

Policy 8.29 System development. Require private or public entities whose prospective 
development or redevelopment actions contribute to the need for public 
facility improvements, extensions, or construction to bear a proportional 
share of the costs. 

Policy 8.30 Partnerships. Maintain or establish public and private partnerships for the 
development, management, or stewardship of public facilities necessary to 
serve designated land uses, as appropriate.  
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Public benefits 

The following policies support investments to improve equity, economic prosperity, human 
and watershed health, and resiliency while minimizing negative impacts. They also 
recognize that the public facility and service needs, and the appropriate approaches to 
meeting those needs, vary throughout the city. See Chapter 2: Community Involvement for 
policies related to community engagement in public facility decisions. 

Policy 8.31 Application of Guiding Principles. Plan and invest in public facilities in ways 
that promote and balance the Guiding Principles established in The Vision 
and Guiding Principles of this Comprehensive Plan. 

Policy 8.32 Community benefits. Encourage providing additional community benefits 
with large public facility projects as appropriate to address environmental 
justice policies in Chapter 2: Community Involvement. 

Policy 8.33 Community knowledge and experience. Encourage public engagement 
processes and strategies for large public facility projects to include 
community members in identifying potential impacts, mitigation measures, 
and community benefits. 

Policy 8.34 Resource efficiency. Reduce the energy and resource use, waste, and carbon 
emissions from facilities necessary to serve designated land uses to meet 
adopted City goals and targets. 

Policy 8.35 Natural systems. Protect, enhance, and restore natural systems and features 
for their infrastructure service and other values. 

Policy 8.36 Context-sensitive infrastructure. Design, improve, and maintain public 
rights-of-way and facilities in ways that are compatible with, and that 
minimize negative impacts on, their physical, environmental, and  
community context.  

Policy 8.37 Site- and area-specific needs. Allow for site- and area-specific public facility 
standards, requirements, tools, and policies as needed to address distinct 
topographical, geologic, environmental, and other conditions.  

Policy 8.38 Age-friendly public facilities. Promote public facility designs that make 
Portland more age-friendly. 

 

Public rights-of-way  

The policies in this section support the role of public rights-of-way in providing multiple 
public services, including multimodal transportation access and movement, stormwater 
management, water distribution, private utilities, tree canopy, and community use, among 
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others. Current practices and the Portland Plan regard public rights-of-way as a coordinated 
and interconnected network that provides a place for these multiple public facilities  
and functions.  

Policy 8.39  Interconnected network. Establish a safe and connected rights-of-way 
system that equitably provides infrastructure services throughout the city.  

Policy 8.40 Transportation function. Improve and maintain the right-of-way to support 
multimodal transportation mobility and access to goods and services as is 
consistent with the designated street classification.  

Policy 8.41 Utility function. Improve and maintain the right-of-way to support equitable 
distribution of utilities, including water, sanitary sewer, stormwater 
management, energy, and communications, as appropriate.  

Policy 8.42 Stormwater management function. Improve rights-of-way to integrate 
green infrastructure and other stormwater management facilities to meet 
desired levels-of-service and economic, social, and environmental objectives. 

Policy 8.43 Trees in rights-of-way. Integrate trees into public rights-of-way to support 
City canopy goals, transportation functions, and economic, social, and 
environmental objectives. 

Policy 8.44 Community uses. Allow community use of rights-of-way for purposes such as 
public gathering space, events, food production, or temporary festivals, as 
long as the community uses are integrated in ways that balance and 
minimize conflict with the designated through movement and access roles of 
rights-of-ways. 

Policy 8.45 Pedestrian amenities. Encourage facilities that enhance pedestrian 
enjoyment, such as transit shelters, garbage containers, benches, etc. in the 
right of way. 

Policy 8.46 Commercial uses. Accommodate allowable commercial uses of the rights-of-
way for the purpose of enhancing commercial vitality, if the commercial uses 
can be integrated in ways that balance and minimize conflict with the other 
functions of the right-of-way. Restrict the size of signage in the right-of-way. 

Policy 8.47 Flexible design. Allow flexibility in right-of-way design and development 
standards to appropriately reflect the pattern area and other relevant 
physical, community, and environmental contexts and local needs. 

Policy 8.48 Corridors and City Greenways. Ensure public facilities located along Civic 
Corridors, Neighborhood Corridors, and City Greenways support the multiple 
objectives established for these corridors.  
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Corridor and City Greenway goals and policies are listed in Chapter 3:  
Urban Form.  

Policy 8.49 Coordination. Coordinate the planning, design, development, improvement, 
and maintenance of public rights-of-way among appropriate public agencies, 
private providers, and adjacent landowners.  

8.49.a. Coordination efforts should include the public facilities necessary to 
support the uses and functions of rights-of-way, as established in policies 
8.40 to 8.46. 

8.49.b. Coordinate transportation and stormwater system plans and 
investments, especially in unimproved or substandard rights-of-way, to 
improve water quality, public safety, including for pedestrians and bicyclists, 
and neighborhood livability.  

Policy 8.50 Undergrounding. Encourage undergrounding of electrical and 
telecommunications facilities within public rights-of-way, especially in 
centers and along Civic Corridors.  

Policy 8.51 Right-of-way vacations. Maintain rights-of-way if there is an established 
existing or future need for them, such as for transportation facilities or for 
other public functions established in policies 8.40 to 8.46.  

 
Policy 8.52 Rail rights-of-way. Preserve existing and abandoned rail rights-of-way for 

future rail or public trail uses. 

Transportation system 

Additional goals and policies specifically related to transportation can be found in Chapter 9: 
Transportation of this Comprehensive Plan.  

Trails 

The City of Portland’s trail system is a key part of both the City’s multi-modal transportation 
system and its recreation system. Trails within this system take many different forms and 
are located within the right-of-way and on public and private property. Trails provide 
Portlanders with local and regional pedestrian and bicycle connections and access to many 
key destinations within the city. They also provide a place to recreate and allow Portlanders 
to experience the city’s parks and natural areas. Trails play a particularly important role in 
meeting pedestrian and bicyclist mobility and connectivity needs in western neighborhoods. 
See Western Neighborhood Pattern Area Policies 3.100 and 3.103. The policies in this 
section support continued improvement, management, and coordination of the  
trail system. 
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Policy 8.53  Public trails. Establish, improve, and maintain a citywide system of local and 
regional public trails that provide transportation and/or recreation options 
and are a component of larger network of facilities for bicyclists, pedestrians, 
and recreational users.  

 
Policy 8.54 Trail system connectivity. Plan, improve, and maintain the citywide trail 

system so that it connects and improves access to Portland’s neighborhoods, 
commercial areas, employment centers, schools, parks, natural areas, 
recreational facilities, regional destinations, the regional trail system, and 
other key places that Portlanders access in their daily lives.  

 
Policy 8.55 Trail coordination. Coordinate planning, design, improvement, and 

maintenance of the trail system among City agencies, other public agencies, 
non-governmental partners, and adjacent landowners. 

 
Policy 8.56 Trail diversity. Allow a variety of trail types to reflect a trail’s transportation 

and recreation roles, requirements, and physical context. 
 
Policy 8.57 Public access requirements. Require public access and improvement of 

Major Public Trails as shown in Figure 8-2 — Major Public Trails. Major Public 
Trails include regional trails and other significant trail connections that 
provide for the movement of pedestrians, cyclists, and other users for 
recreation and transportation purposes.  

 

Policy 8.58  Trail and City Greenway coordination. Coordinate the planning and 
improvement of trails as part of the City Greenways system. See Chapter 3: 
Urban Form for additional policies related to City Greenways. 

 
Policy 8.59 Trail and Habitat Corridor coordination. Coordinate the planning and 

improvement of trails with the establishment, enhancement, preservation, 
and access to habitat corridors. See Chapter 3: Urban Form for additional 
policies related to Habitat Corridors. 
 

Policy 8.60 Intertwine coordination. Coordinate with the Intertwine Alliance and its 
partners, including local and regional parks providers, to integrate Portland’s 
trail and active transportation network with the bi-state regional trail system.  

 

Stormwater system 

Policy 8.68  Stormwater facilities. Provide adequate stormwater facilities for 
conveyance, flow control, and pollution reduction.  
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Policy 8.71 Green infrastructure. Promote the use of green infrastructure, such as 
natural areas, the urban forest, and landscaped stormwater facilities, to 
manage stormwater.  

Policy 8.72 Stormwater discharge. Avoid or minimize the impact of stormwater 
discharges on the water and habitat quality of rivers and streams. 

Policy 8.73  On-site stormwater management. Encourage on-site stormwater 
management, or management as close to the source as practical, through 
land use decisions and public facility investments.  
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Figure 8-2. Major Public Trails 
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Public Facilities and Services Objectives  

The objectives contained within the TSP offer further details to support the Comp Plan Goals 
and Policies. Objectives are specific statements that implement, and help assess incremental 
progress towards, the goals and policies. Some objectives contained within the TSP are required 
for compliance with State and Regional goals, policies and regulations.  

Objective 8.1 Street Design and Right-of-Way (formerly Objective 11.10) 
8.1.a. Make changes to public rights-of-way that are consistent with their street 
classifications and descriptions in the Transportation Element of the 
Comprehensive Plan. 
 
8.1.b. Consider the needs and safety of all users of a planned facility in its design 
and during the construction process. 
 
8.1.c. When changes to a right-of-way are proposed, consider the overall 
capacity impacts to the immediately affected street, as well as potential 
areawide capacity impacts. 
 
8.1.d. Use Metro street design guidelines (Creating Livable Streets: Street Design 
for 2040, November 1997 and Green Streets, July 2002) as a resource in 
developing and designing projects for streets on the regional system. 
 
8.1.e. Use a variety of transportation resources in developing and designing 
projects for all City streets, such as the City of Portland’s Pedestrian Design 
Guide, Bicycle Master Plan-Appendix A, NACTO Urban Bikeway Design Guide, 
NACTO Urban Street Design Guide, Portland Parks and Recreation Trail Design 
Guidelines, Designing for Truck Movements and Other Large Vehicles, and City of 
Portland Green Street Policy, Stormwater Management Manual, and Design 
Guide for Public Street Improvements. 
 
8.1.f. Provide planned bicycle facilities on designated alignments and in 
conjunction with street improvements, or develop equally safe and convenient 
alternative access for bicycles on parallel streets when the appropriate bikeway 
facility cannot be provided on the designated street.  
 
8.1.g. Include improvements that enhance transit operations, safety, and travel 
times in projects on existing or planned transit routes. 
 
8.1.h. Improve streets within Freight Districts and on truck-designated streets to 
facilitate truck movements. 
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8.1.i. Construct local residential streets to minimize pavement width and total 
right-of-way width, consistent with the operational needs of the facility and 
taking into account the needs of both pedestrians and vehicles. 
 
8.1.j. Ensure that transportation facilities are accessible to all people and that all 
improvements to the transportation system (traffic, transit, bicycle, and 
pedestrian) in the public right-of-way comply with the Americans with 
Disabilities Act of 1990. 
 
8.1.k. Encourage the beautification of the City by incorporating appropriate 
streetscape elements along regionally designated streets and along other City-
designated arterials, in conjunction with the Urban Forestry Program. 
 
8.1.l. Encourage the formation of local improvement districts (LIDs) for the 
construction of transportation infrastructure, which may include streets, curbs, 
or other structures; pedestrian or bicycle facilities; drainage; and street trees. 
 
8.1.m. Continue to explore cost-effective methods to finance local street 
improvements, including green streets projects. 

 
8.1.n. Consider and minimize impacts on the natural environment and 
watershed health, consistent with the City and regional response to the 
Endangered Species Act, the City’s Green Streets Policy and stream crossing 
design guidelines in the Green Streets handbook, in the planning, design, and 
development of transportation projects. 
 
8.1.o. Consider the desired character of the area, including neighborhood 
livability, in the design and development of transportation projects. 
 
8.1.p. Develop standards and incentives to encourage Green Streets projects in 
private development, redevelopment and enhancement projects wherever 
technically and economically feasible. 
 
8.1.q. Require adequate right-of-way or easements where adequate space for 
planned bikeway and pedestrian facilities is not available. 
 
8.1.r. Continue to test, evaluate, and implement appropriate innovative design 
treatments that improve operating conditions and safety for cyclists. 
 
8.1.s. Utilize interim bicycle facility improvements where the preferred design 
treatment is not currently feasible. 
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Objective 8.2 Environmental Sustainability (formerly Objective 11.8)  
8.2.a. Integrate best management practices into all aspects of the Portland 
Bureau of Transportation activities. 
 
8.2.b. Continue to reuse and recycle office and construction materials and 
equipment, compost leaves, and separate street debris. 
 
8.2.c. Maintain equipment and facilities to minimize air, water, and noise 
pollution. 
 
8.2.d. Use environmentally safe products. 
 
8.2.e. Minimize runoff and erosion in all ground-disturbing activities, including 
construction, excavation, landscaping, and trench work. 
 
8.2.f. Use alternative energy sources to power equipment whenever feasible. 
 
8.2.g. Incorporate sustainable and Green Street design solutions for streets and 
other transportation projects. 
 

Objective 8.3 Maintenance (formerly Objective 11.12) 
8.3.a. Consider the potential impacts of maintenance obligations and life-cycle 
costs in the development of transportation projects and programs. 
 
8.3.b. Incorporate retrofitting or removing impervious surfaces and culverts 
identified in the region’s fish passage and watershed management programs into 
maintenance activities for the transportation system. 
 
8.3.c. Use best management practices to address environmental impacts of 
maintenance activities. 
 
8.3.d. Pursue strategies for new sources of revenues for maintenance of the 
transportation system. 
 
8.3.e. Coordinate capital improvement program development with ongoing 
maintenance needs in addition to preservation and rehabilitation projects. 

 

8.3.f. Make improvements to the bicycle network, including removing physical 
hazards, and maintain the bicycle infrastructure in a timely and efficient manner. 
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Chapter 3: Urban Form  

Goals 

GOAL 3.A: A city designed for people  
Portland’s built environment is designed to serve the needs and aspirations of all Portlanders, 
promoting prosperity, health, equity, and resiliency. New development, redevelopment, and 
public investments reduce disparities and encourage social interaction to create a healthy 
connected city.  

GOAL 3.B: A climate and hazard resilient urban form 
Portland’s compact urban form, sustainable building development practices, green 
infrastructure, and active transportation system reduce carbon emissions, reduce natural 
hazard risks and impacts, and improve resilience to the effects of climate change.  

GOAL 3.C: Focused growth 
Household and employment growth is focused in the Central City and other centers, corridors, 
and transit station areas, creating compact urban development in areas with a high level of 
service and amenities, while allowing the relative stability of lower-density single-family 
residential areas. 

GOAL 3.D: A system of centers and corridors 
Portland’s interconnected system of centers and corridors provides diverse housing options and 
employment opportunities, robust multimodal transportation connections, access to local 
services and amenities, and supports low-carbon complete, healthy, and  
equitable communities.  

GOAL 3.E: Connected public realm and open spaces 
A network of parks, streets, City Greenways, and other public spaces supports community 
interaction; connects neighborhoods, districts, and destinations; and improves air, water, land 
quality, and environmental health.  

Policies 

Citywide Design and Development 

Policy 3.4 All ages and abilities. Strive for a built environment that provides a safe, 
healthful, and attractive environment for people of all ages and abilities.  
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Centers 

Centers are compact and pedestrian-oriented urban places. They are connected to public 
transit and active transportation networks. They anchor complete neighborhoods with retail 
stores and businesses (grocery stores, restaurants, markets, shops, etc.), civic amenities 
(libraries, schools, community centers, places of worship, etc.), housing options, health clinics, 
daycare centers, employment centers, plazas and parks, or other public gathering places.  

Centers will be the primary areas for growth and change in Portland over the next 20 years. 
Focusing new growth in centers helps achieve goals of having more Portlanders live in complete 
neighborhoods, use public transit and active transportation — walking, biking, and rolling — to 
commute to work and complete errands, and it will help mitigate and prepare for the effects of 
climate change. Clustering destinations and housing within compact, walkable centers makes 
access by transit, walking, wheelchair, and bicycle more practical and reduces the amount of 
driving needed to access services, reducing the impact on roadways, reducing congestion, and 
helps in facilitating freight movement.  

Centers range in scale from the Central City’s downtown to small neighborhood centers, 
providing local access to services and allowing Portlanders across the city to live a healthy, 
active lifestyle. Neighborhood business districts and the commercial services they provide are 
the foundation of many centers, but centers, particularly larger centers, will also become a 
focus for public services, gathering places, and housing growth. In and around all centers, there 
will be change as areas urbanize and new services, shops and housing  
are developed.  

The UDF identifies four types of centers that vary in size, scale, service area, local versus 
regional role, and density of residents and businesses. The specific boundaries of these centers 
is shown on the Comprehensive Plan Map.  

The four types are: 

1. Central City 
2. Regional Center (Gateway) 
3. Town Center 
4. Neighborhood Center 

 

Policies in this section identify essential elements and functions of centers that will be 
enhanced over time. Additional policies provide more detailed direction for specific types of 
centers based on their scale. 

Policy 3.16 Investments in centers. Encourage public and private investment in 
infrastructure, economic development, and community services in centers to 
ensure that all centers will support the populations they serve.  
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Policy 3.19 Accessibility. Design centers to be compact, safe, attractive, and accessible 
places, where the street environment makes access by transit, walking, biking, 
and mobility devices such as wheelchairs, safe and attractive for people of all 
ages and abilities. 

Policy 3.20 Center connections. Connect centers to each other and to other key local and 
regional destinations, such as schools, parks, and employment areas, by 
pedestrian trails and sidewalks, bicycle sharing, bicycle routes, frequent and 
convenient transit, and electric vehicle charging stations. Prepare and adopt 
future street plans for centers that currently have poor street connectivity, 
especially where large commercial parcels are planned to receive significant 
additional housing density. 

Policy 3.21 Green infrastructure in centers. Integrate nature and green infrastructure into 
centers and enhance public views and connections to the surrounding natural 
features. 

Central City 
The Central City is a living laboratory for how the design and function of a dense urban center 
can concurrently provide benefits to human health, the natural environment, and the local 
economy. As Portland is the major center for jobs, transit, services, and civic and cultural 
institutions for the entire city and region. The Central City houses numerous attractions 
including Portland State University, the Oregon Convention Center, City Hall, Tom McCall 
Waterfront Park and the Willamette River, Pioneer Courthouse Square, and many museums 
and venues for artistic and cultural activities and professional sports. The Central City’s ten 
unique districts include Downtown, the West End, Goose Hollow, Pearl, Old Town/Chinatown, 
Lower Albina, Lloyd, the Central Eastside, South Waterfront, and South Downtown/University. 
Together, these districts provide a diversity of opportunities for urban living, economic 
development, retail and entertainment.  

Policy 3.26 Transportation hub. Enhance the Central City as the region’s multimodal 
transportation hub and optimize regional access as well as the movement of 
people and goods among key destinations. 

Gateway Regional Center  

Gateway Regional Center is East Portland’s major center, providing the area and region with 
civic, employment, and community services. It includes the city’s largest transit hub outside of 
downtown and good freeway access to regional destinations such as Portland International 
Airport. 

Policy 3.30 Transportation. Enhance Gateway’s role as a regional high-capacity transit hub 
that serves as an anchor for East Portland’s multimodal  
transportation system. 
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Town Centers 

Town Centers are located throughout Portland to serve broad parts of the city. They are 
typically anchored by employment centers or institutions, feature a wide range of commercial 
and community services, and have a wide range of housing options. Development in Town 
Centers is intended to be up to mid-rise in scale, with larger scale buildings primarily located 
close to high-capacity transit stations. Mid-rise development is typically as high as five to seven 
stories. 

Policy 3.34 Transportation. Improve Town Centers as multimodal transportation hubs that 
optimize access from the broad area of the city they serve and are linked to the 
region’s high-capacity transit system. 

Neighborhood Centers 

Neighborhood Centers are smaller, sometimes village-like centers that include a mixture of 
higher density commercial and residential buildings. Because these centers are smaller than 
Town Centers, there are many more of them citywide. Development in Neighborhood Centers 
is generally intended to be low-rise in scale, although larger scale can be appropriate in 
locations close to high-capacity transit stations or near the Central City. Low-rise development 
typically includes buildings up to four stories in height. 

Policy 3.38 Transportation. Design Neighborhood Centers as multimodal transportation 
hubs that are served by frequent-service transit and optimize pedestrian and 
bicycle access from adjacent neighborhoods. 

Inner Ring Districts  

The Inner Ring Districts include some of Portland’s oldest neighborhoods, with several historic 

districts and a broad diversity of housing types. These areas include distinct districts, such as 

Albina and Northwest Portland, that have multiple mixed-use corridors in proximity (see the 

shaded areas in the Urban Design Framework), allowing most residents to live within a quarter-

mile distance of frequent-service transit and neighborhood businesses. The Inner Ring Districts 

are also served by a highly interconnected system of streets and sidewalks, and are within a 

three-mile biking distance of the Central City’s array of services, jobs, and amenities.  

These policies acknowledge that growth in the Inner Ring Districts plays an important role in 

allowing more people to have access to their many opportunities, but also acknowledge that 

this growth should be integrated into these areas’ historic urban fabric. The Inner Ring Districts, 

especially along their corridors, play a similar role to Town Centers in accommodating growth. 

Policy 3.41 Corridors. Guide growth in corridors to transition to mid-rise scale close to the 
Central City, especially along Civic Corridors. 
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Policy 3.44 Active transportation. Enhance the role of the Inner Ring Districts’ extensive 
transit, bicycle, and pedestrian networks in conjunction with land uses that 
optimize the ability for more people to utilize this network. Improve the safety of 
pedestrian and bike connections to the Central City. Strengthen transit 
connections between the Inner Ring Districts and to the Central City. 

Corridors 

Corridors, like centers, are areas where Portland will grow and change much over the next 20 
years. They are busy, active streets with redevelopment potential. They are close to 
neighborhoods and are places with transit, stores, housing, and employers. They need to be 
planned, designed, and improved to be places that benefit and become successful additions to 
surrounding neighborhoods. The largest places of focused activity and density along these 
corridors are designated as centers. 

There are two types of street corridors: 

1. Civic Corridors 
2. Neighborhood Corridors 

 
Policy 3.45 Growth and mobility. Coordinate transportation and land use strategies along 

corridors to accommodate growth and mobility needs for people of all ages and 
abilities. 

Policy 3.46 Connections. Improve corridors as multimodal connections providing transit, 
pedestrian, bicycle, and motor vehicle access and that serve the freight needs of 
centers and neighborhood business districts. 

Policy 3.47 Design. Encourage street design that balances the important transportation 
functions of corridors with their roles as the setting for commercial activity and 
residential living. 

Policy 3.48 Green infrastructure in corridors. Enhance corridors with distinctive green 
infrastructure, including landscaped stormwater facilities, extensive tree 
plantings, and other landscaping that both provide environmental function and 
contribute to a quality pedestrian environment. 

Civic Corridors  

Civic Corridors are the city’s busiest, widest, and most prominent streets. They provide major 
connections among centers, the rest of the City, and the region. They support the movement of 
people and goods across the city, with high levels of traffic and pedestrian activity. Civic 
Corridors provide opportunities for growth and transit-supportive densities of housing, 
commerce, and employment. Development in Civic Corridors is intended to be up to mid-rise in 
scale, with lower scale generally more appropriate in locations far from the Central City or 
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transit stations. Mid-rise development typically ranges from five to  
seven stories. 

Abundant trees and high-quality landscaping beautify Civic Corridors and offset the impacts of 
their large paved areas. These corridors exemplify the benefits of green infrastructure by 
cleaning and soaking up stormwater runoff and minimizing urban heat island effects, while also 
being enjoyable places to live, work, and gather. Civic corridors are safe for all types of 
transportation. Civic Corridors policies apply to the roadway, the public realm of the street, and 
the buildings that line the street. 

Policy 3.49 Integrated land use and mobility. Enhance Civic Corridors as distinctive places 
that are models of ecological urban design, with transit-supportive densities of 
housing and employment, prominent street trees and other green features, and 
high-quality transit service and pedestrian and  
bicycle facilities. 

Policy 3.50 Design great places. Improve public streets and sidewalks along Civic Corridors 
to support the vitality of business districts, create distinctive places, provide a 
safe, healthy, and attractive pedestrian environment, and contribute to quality 
living environments for residents. 

Policy 3.51 Mobility corridors. Improve Civic Corridors as key mobility corridors of citywide 
importance that accommodate all modes of transportation within their right-of-
way or on nearby parallel routes. 

Policy 3.52 Freight. Maintain freight mobility and access on Civic Corridors that are also 
Major or Priority Truck Streets. 

Neighborhood Corridors 

Neighborhood Corridors are narrower main streets that connect neighborhoods with each 
other and to other parts of the city. They have transportation, land use, and design functions 
that are important at a neighborhood or district level. They support neighborhood business 
districts and provide housing opportunities close to local services, amenities, and transit lines. 
They are streets that include a mix of commercial and higher-density housing development. 
This policy is intended to balance the important transportation functions of Neighborhood 
Corridors with their roles in supporting the viability of business districts and residential 
livability. 

Policy 3.53 Neighborhood Corridors. Enhance Neighborhood Corridors as important places 
that support vibrant neighborhood business districts with quality multi-family 
housing, while providing transportation connections that  
link neighborhoods. 
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Transit station areas 

Transit stations provide access to high-capacity transit, which currently consists of the region’s 
light rail system, and in the future may also include bus rapid transit. These policies encourage 
housing and employment growth in transit station areas to maximize people’s ability to benefit 
from the regional connections they provide and to increase transit access to employment. The 
policies support a range of transit station area types, with differing priorities for growth, 
depending on the station type and context.  

Priority is given to growth in station areas located in centers since they provide more people 
with opportunities to be close to both transit and to commercial and public services. These 
stations have the highest potential for mixed use development. Center stations benefit from 
the concentration of local services and businesses as well as connections to other transit routes 
typically found on corridors. Mixed-use development with housing is not the priority for all 
transit station areas; some are locations for employment, or they serve major regional 
destinations such as the Oregon Zoo. See Figure 3-4 — Transit Station Areas. 

Policy 3.54 Transit-oriented development. Encourage transit-oriented development and 
transit-supportive concentrations of housing and jobs, and multimodal 
connections at and adjacent to high-capacity transit stations.  

Policy 3.55 Community connections. Integrate transit stations into surrounding 
communities and enhance pedestrian and bicycle facilities (including bike 
sharing) to provide safe and accessible connections to key destinations beyond 
the station area.  

Policy 3.56 Transit station area safety. Design transit areas to improve pedestrian, bicycle, 
and personal safety. 

City Greenways 

City Greenways are a system of distinctive pedestrian- and bicycle-friendly streets and trails, 
enhanced by lush tree canopy and landscaped stormwater facilities that support active living by 
expanding transportation and recreational opportunities and making it easier and more 
attractive to reach destinations across the city. As Portland continues to grow, the City 
Greenways system will strengthen connections to nature, weave green elements into 
neighborhoods, and enhance mobility and recreation.  

City Greenways are a network that includes the following types of infrastructure: 

1. Enhanced greenway corridors are distinctive streets with extensive tree canopy and 
landscaped stormwater facilities that provide connections between major centers, 
schools, parks, natural areas, and the rivers. Enhanced greenway corridors often involve 
improvements to existing streets, including wide planting strips and other features that 
provide space for large-canopy trees. 
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2. Trails are designated routes on land or water that provide public access for recreation or 
transportation purposes, such as walking and bicycling. They are often located along 
rivers, through natural areas, or along rail or highway rights-of-way, with connections to 
and through neighborhoods. 

3. Heritage parkways are iconic streets or segments of streets with elements such as linear 
parkways, scenic views, and distinctive landscaping or street design. 

4. Neighborhood greenways are an extensive network of streets with low volumes of 
motor vehicle traffic that are prioritized for bicycles and enhance the pedestrian 
environment, working in conjunction with the rest of the City Greenways system to 
extend the system into all neighborhoods.  

See Figure 3-5 – City Greenways. 

Policy 3.61 Connections. Create a network of distinctive and attractive City Greenways that 
link centers, parks, schools, rivers, natural areas, and other key community 
destinations. 

Policy 3.62 Integrated system. Create an integrated City Greenways system that includes 
regional trails through natural areas and along Portland’s rivers, connected to 
neighborhood greenways, and heritage parkways. 

Policy 3.63 Multiple benefits. Design City Greenways that provide multiple benefits that 
contribute to Portland’s pedestrian, bicycle, green infrastructure, and parks and 
open space systems. 

Policy 3.64 Design. Use design options such as distinctive street design, motor vehicle 
diversion, landscaping, tree plantings, scenic views, and other appropriate design 
options, to create City Greenways that extend the experience of open spaces 
and nature into neighborhoods, while improving stormwater management and 
calming traffic. 

Additional policies related to City Greenways are provided in Chapter 9: Transportation. 

Employment areas 

Portland is a major employment center in the region and the state. The diversity of the 
economy is spread evenly among four types of business sectors that thrive in different parts of 
the city: industrial, office, institutional, and retail/service. The city’s employment geographies 
are: 

Central City: The Central City is the region’s high-density employment center. It is primarily an 
office district for professional and business services, finance, information, software, and 
government. It is also a key location for the entertainment, small industry, and  
education sectors. 
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Industrial Districts: Industrial districts are in the low, flat areas along Portland Harbor and the 
Columbia Corridor, Oregon’s freight infrastructure hub. Manufacturing and distribution sectors 
concentrate here. They typically need one-story buildings, medium to large sites, and locations 
buffered from housing. There is also an industrial district in the Central Eastside and smaller 
industrial areas scattered around the city, mostly adjacent to major transportation hubs. 

Neighborhood Commercial: Neighborhood Commercial areas are mainly home to the retail, 
personal service, and related sectors that serve customers on-site. These businesses locate 
amid their market areas, lining corridors across the city. They generally need ground-floor space 
along pedestrian or auto-oriented streets. 

Campus Institutions: Institutions in the health care and education sectors are concentrated in 
large hospital and college campuses and dispersed smaller facilities. Major institutions are large 
employers with campuses that vary from pastoral expanses to more concentrated urban 
grounds. They are located throughout the city, often in or adjacent to  
residential areas. 

Each of these sectors is growing, and each has different land use needs and offers different 
prosperity benefits. Traded sector (export) businesses bring income and jobs into the region 
and are mainly in the industrial and office sectors. Middle-wage jobs that require less college 
education and offer upward mobility are concentrated in the industrial sectors. Office jobs offer 
a wide variety of wages and are mainly concentrated in the Central City but are also distributed 
in neighborhood business districts.  

Retail and service sector jobs are concentrated in the Central City and neighborhood business 
districts. They provide needed services to residents and include many locally-owned businesses; 
they do not typically offer higher-paying employment opportunities. The health care and 
education sectors are the leading job growth opportunities, most of which are located on major 
campuses. Healthcare is one of the city’s fastest growing  
employment sectors. 

Regional Truck Corridors: Maintaining the primary truck routes into and through the city 
supports Portland’s role as an important West Coast hub and a gateway for international and 
domestic trade. These streets are integral to the growth of traded sector businesses such as 
manufacturing, warehousing and distribution industries. 

Policy 3.69 Regional Truck Corridors. Enhance designated streets to accommodate forecast 
freight growth and support intensified industrial use in nearby freight districts. 
See Figure 3-7 — Employment Areas. Designated regional truckways and priority 
truck streets (Transportation System Plan classifications are shown to illustrate 
this network).  
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Pattern Areas 

Portland has five distinct Pattern Areas. The development patterns and characteristics of these 
areas are influenced by the natural landscape and how and when these parts of the city were 
developed. 

1. Rivers 
2. Central City 
3. Inner Neighborhoods 
4. Western Neighborhoods 
5. Eastern Neighborhoods 

Each Pattern Area has unique physical, social, cultural, and environmental qualities that 
differentiate them and create their sense of place. To maintain and enhance the positive 
qualities and sense of place in each pattern area, it is desirable to have policies and regulations 
that respond to each area’s unique natural and built assets.  

The following policies identify key positive characteristics of each of Portland’s Pattern Areas 
that are relevant to decisions related to future development in these areas. Area and 
neighborhood plans should be consulted for more detailed guidance on design priorities in 
different parts of the city. 

Rivers Pattern Area 

Human settlement began along and at the confluence of the Willamette and Columbia rivers 
because it offered Native Americans plentiful food, natural resources, and critically-important 
trade and transportation opportunities. After white immigrants began moving to the area, the 
settlement grew into the city of Portland. As the city’s initial form-giving features, the two 
rivers have continued to shape the city.  

Today, the Willamette and Columbia rivers continue to serve multiple functions and roles.  

The rivers: 

Are features of significant historic and cultural significance to Native American tribes and 
others throughout the region. 

Serve as essential industrial transportation corridors that support the local and regional 
economy.  

Support recreational, subsistence, and commercial fisheries. 
Provide important habitat for resident and migratory fish and wildlife.  
Are important scenic, recreational, and transportation amenities for Portlanders  

and visitors. 
 

These policies foster development and land stewardship approaches that recognize, support, 
and balance the varied systems, uses, and activities along the Columbia and Willamette rivers, 
including: the Portland Harbor, Columbia Corridor, and other prime industrial lands; habitat 
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areas and corridors; distinctive riverfront neighborhoods along the banks; and access to, along, 
and within the rivers.  

Policy 3.71 River transportation. Recognize and enhance the roles of the Willamette and 

Columbia rivers as part of Portland’s historic, current, and future transportation 

infrastructure, including for freight, commerce, commuting, and other public and 

private transportation functions. 

Policy 3.73 Industry and port facilities. Enhance the regionally significant economic 
infrastructure that includes Oregon’s largest seaport and largest airport, unique 
multimodal freight, rail, and harbor access; the region’s critical energy hub; and 
proximity to anchor manufacturing and  
distribution facilities.  

Policy 3.77 River access. Enhance and complete Portland’s system of river access points and 
riverside trails, including the Willamette Greenway Trail, and strengthen active 
transportation connections between neighborhoods and the rivers. 

Policy 3.83 Willamette River Greenway. Maintain multi-objective plans and regulations to 
guide development, infrastructure investments, and natural resource protection 
and enhancement within and along the Willamette Greenway.  

Central City Pattern Area 

The Central City is home to Portland’s greatest concentrations of employment, and civic, 
cultural, and higher education institutions. Primary natural features include the Willamette 
River, large street trees, green streets and landscaping, and corridors of park blocks that further 
weave nature into the Central City. The area’s high-density mixed-use neighborhoods 
contribute to the distinct identities of different areas within the Central City. These policies 
highlight some key design priorities for the Central City related to its distinctive urban form. 
These policies encourage design in the Central City that enhances its role as the region’s center 
of innovation and exchange, in recognition that a healthy city must have a healthy core.  

Additional policies related to the design of the Central City are provided in the Centers section of 
this chapter. 

Policy 3.86 Central City pedestrian system. Maintain and expand the Central City’s highly 
interconnected pedestrian system. 

Policy 3.87 Central City bicycle system. Expand and improve the Central City’s  
bicycle system. 

Inner Neighborhoods Pattern Area 

The Inner Neighborhoods were developed and shaped during the Streetcar Era of the late 19th 
and early 20th centuries. The Inner Neighborhoods are characterized by a regular pattern of 
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neighborhood business districts located along former streetcar streets interspersed with 
residential areas. This Pattern Area has a small block pattern with an interconnected street grid 
that make transit, walking, and bicycling attractive options. Within this Pattern Area is an inner 
ring of neighborhoods that provide important opportunities for additional housing close to the 
Central City, but where future growth should be integrated into the existing and historic 
context. See the Inner Ring Districts section in this chapter. These policies express the overall 
design approach in  
Inner Neighborhoods. 

Policy 3.88 Inner Neighborhoods main streets. Maintain and enhance the Streetcar Era 
pattern of street-oriented buildings along Civic and Neighborhood corridors.  

Policy 3.89 Inner Neighborhoods street patterns. Preserve the area’s urban fabric of 
compact blocks and its highly interconnected grid of streets. 

Policy 3.91 Inner Neighborhoods active transportation. Use the extensive street, sidewalk, 
and bikeway system and multiple connections to the Central City as a key part of 
Portland’s active transportation system  

Policy 3.92 Inner Neighborhoods residential areas. Continue the patterns of small, 
connected blocks, regular lot patterns, and streets lined by planting strips and 
street trees in Inner Neighborhood residential areas.  

Eastern Neighborhoods Pattern Area 

Portland’s Eastern Neighborhoods feature a diverse range of urban and natural landscapes. 
Many structures in the Eastern Neighborhoods, which also include parts of Brentwood-
Darlington and Cully, were developed after World War II. In addition, most of this this area was 
annexed into the City of Portland after the 1980 Comprehensive Plan was completed. The 
policies for the Eastern Neighborhoods promote design that responds to and enhances the 
area’s distinctive mix of urban patterns and natural features, such as groves of Douglas firs, the 
East Buttes, and streams. Some policies address the opportunities and challenges presented by 
the area’s large blocks, deep lots, gaps in pedestrian and bicycle connectivity, and wide street 
corridors.  

The Eastern Neighborhoods provide opportunities for new and distinctive approaches to the 
design of development and infrastructure that can enhance the area’s positive characteristics 
and improve quality of life. It is important to continue the area’s verdant character and provide 
a more livable environment, while reducing disparities and increasing access to services. 

Policy 3.93 Eastern Neighborhoods street, block, and lot pattern. Guide the evolving street 
and block system in the Eastern Neighborhoods in ways that build on positive 
aspects of the area’s large blocks, such as opportunities to continue mid-block 
open space patterns and create new connections through blocks that make it 
easier to access community destinations.  
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Policy 3.94  Eastern Neighborhoods site development. Require that land be aggregated into 
larger sites before land divisions and other redevelopment occurs. Require site 
plans which advance design and street connectivity goals. 

Policy 3.95 Eastern Neighborhoods trees and natural features. Encourage development and 
right-of-way design that preserves and incorporates Douglas fir trees and groves, 
and that protects the area’s streams, forests, wetlands, steep slopes, and buttes.  

Policy 3.97 Eastern Neighborhoods corridor landscaping. Encourage landscaped building 
setbacks along residential corridors on major streets. 

Policy 3.98 Eastern Neighborhoods active transportation. Enhance access to centers, 
employment areas, and other community destinations in Eastern Neighborhoods 
by ensuring that corridors have safe and accessible pedestrian and bicycle 
facilities and creating additional secondary connections that provide low-stress 
pedestrian and bicycle access.  

Western Neighborhoods Pattern Area 

The Western Neighborhoods have been shaped by their location within the terrain of Portland’s 
west hills. Much of this area was developed after World War II. These policies encourage design 
that responds to the area's prominent characteristics, such as its hilly topography, streams, 
ravines, and forested slopes, while cultivating a built environment that expands mobility and 
accessibility for all people. These design approaches are intended to apply to a range of 
development types and locations. 

Policy 3.100 Western Neighborhoods active transportation. Provide safe and accessible 
pedestrian and bicycle connections, as well as off-street trail connections, to and 
from residential neighborhoods.  

Policy 3.103 Western Neighborhoods trails. Develop pedestrian-oriented connections and 
enhance the Western Neighborhoods’ distinctive system of trails to increase 
safety, expand mobility, access to nature, and active living opportunities in the 
area.  
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Chapter 4: Design and Development  

Goals 

Goal 4.A: Context-sensitive design and development 
New development is designed to respond to and enhance the distinctive physical, historic, and 
cultural qualities of its location, while accommodating growth and change.  

Goal 4.C: Human and environmental health 
Neighborhoods and development are efficiently designed and built to enhance human and 
environmental health: they protect safety and livability; support local access to healthy food; 
limit negative impacts on water, hydrology, and air quality; reduce carbon emissions; 
encourage active and sustainable design; protect wildlife; address urban heat islands; and 
integrate nature and the built environment. 

Policies 

Context 

Portland’s neighborhoods have distinct characteristics and street environments that provide a 
sense of place and that are a setting for public life. The following policies guide building and site 
design to respond to positive characteristics of their context and promote accessible and 
attractive public environments. They also support designing development to contribute to the 
quality of the public realm of streets and other open spaces, and encourage the integration of 
natural elements into the built environment.  

Policy 4.1 Pattern areas. Encourage building and site designs that respect the unique built 
natural, historic, and cultural characteristics of Portland’s five pattern areas 
described in Chapter 3: Urban Form. 

Policy 4.2 Community identity. Encourage the development of character-giving design 
features that are responsive to place and the cultures of communities.  

Policy 4.3 Site and context. Encourage development that responds to and enhances the 
positive qualities of site and context — the neighborhood, the block, the public 
realm, and natural features.  

Policy 4.4 Natural features and green infrastructure. Integrate natural and green 
infrastructure such as trees, green spaces, ecoroofs, gardens, green walls, and 
vegetated stormwater management systems, into the urban environment. 
Encourage stormwater facilities that are designed to be a functional and 
attractive element of public spaces, especially in centers  
and corridors. 
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Policy 4.5 Pedestrian-oriented design. Enhance the pedestrian experience throughout 
Portland through public and private development that creates accessible, safe, 
and attractive places for all those who walk and/or use wheelchairs or other 
mobility devices.  

Policy 4.6 Street orientation. Promote building and site designs that enhance the 
pedestrian experience with windows, entrances, pathways, and other features 
that provide connections to the street environment. 

Policy 4.7 Development and public spaces. Guide development to help create high-quality 
public places and street environments while considering the role of adjacent 
development in framing, shaping, and activating the public space of streets and 
urban parks. 

Policy 4.8 Alleys. Encourage the continued use of alleys for parking access, while 
preserving pedestrian access. Expand the number of alley-facing accessory 
dwelling units.  

Policy 4.9 Transitional urbanism. Encourage temporary activities and structures in places 
that are transitioning to urban areas to promote job creation, entrepreneurship, 
active streets, and human interaction.  

Design and development of centers and corridors  

Centers and corridors are places where large numbers of people live, work, and visit. Careful 
attention to the design of centers and corridors is necessary to ensure that they become places 
where people want to live and gather, and where getting around by walking, biking, or 
wheelchair is an attractive choice. These policies also encourage the development of centers as 
places that reflect the character and cultures of the  
surrounding neighborhoods.  

Policy 4.20 Walkable scale. Focus services and higher-density housing in the core of centers 
to support a critical mass of demand for commercial services and more walkable 
access for customers.  

Policy 4.21 Street environment. Encourage development in centers and corridors to include 
amenities that create a pedestrian-oriented environment and provide places for 
people to sit, spend time, and gather.  

Policy 4.22 Relationship between building height and street size. Encourage development 
in centers and corridors that is responsive to street space width, thus allowing 
taller buildings on wider streets.  

Policy 4.23 Design for pedestrian and bicycle access. Provide accessible sidewalks, high-
quality bicycle access, and frequent street connections and crossings in centers 
and corridors.  
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Designing with nature 

Incorporating natural features and functions into development improves human and ecological 
health, yielding tangible social, environmental, and economic benefits. Designing with nature 
provides or enhances ecosystem services, such as stormwater management, cooling of air and 
water, reduction of landslide, wildfire and flooding risks, protection or enhancement of fish and 
wildlife habitat, and opportunities for Portlanders to enjoy nature in their daily lives. These 
policies apply to a broad range of land uses and development sites, encouraging development 
designed to enhance the identity and beauty of Portland’s neighborhoods, business districts, 
and industrial districts, while improving watershed health and resilience to climate change.  

Additional goals and policies about the integration of nature into the built environment and 
infrastructure are found in Chapter 7: Environment and Watershed Health, Chapter 8: Public 
Facilities and Services, and Chapter 9: Transportation. 

Policy 4.73 Design with nature. Encourage design and site development practices that 
enhance, and avoid the degradation of, watershed health and ecosystem 
services and that incorporate trees and vegetation.  

Policy 4.74 Flexible development options. Encourage flexibility in the division of land, the 
siting and design of buildings, and other improvements to reduce the impact of 
development on environmentally-sensitive areas and to retain healthy native 
and beneficial vegetation and trees. 

Policy 4.75 Low-impact development and best practices. Encourage use of low-impact 
development, habitat-friendly development, bird-friendly design, and  
green infrastructure. 

Policy 4.76 Impervious surfaces. Limit use of and strive to reduce impervious surfaces and 
associated impacts on hydrologic function, air and water quality, habitat 
connectivity, tree canopy, and urban heat island effects.  
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The Bureau of Planning and Sustainability is committed to providing 
equal access to information and hearings. If you need special 
accommodation, interpretation or translation, please call 503-823-
4086, the TTY at 503-823-6868 or the Oregon Relay Service at 1-800-
735-2900 at least 48 hours prior to the event. 
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Section I: Introduction 
Project Summary 

Policy 2.16 of the new 2035 Comprehensive Plan directs the City to Maintain a Community 
Involvement Program that supports community involvement as an integral and meaningful part 
of the planning and investment decision-making process. Policies 2.17 through 2.22 direct the 
City to: 

• Create, maintain and actively implement a community engagement manual 
• Utilize best practices in engagement 
• Establish a Community Involvement Committee and maintain other review bodies to provide 

opportunities for involvement 
• Periodically evaluate the effectiveness of community involvement practices and advocate for 

continuous improvement 
• Share methods, tools and technologies  

 
This program, described in this report, will serve as a framework to carry out these policies. The new 
Community Involvement Program will apply to legislative land use and transportation projects initiated 
by the City of Portland. The program is not intended to be the final word on how community 
involvement activities will be performed for the next twenty years. Instead, this project provides a 
structure and guidance for staff and community members to continuously learn, adapt and refine 
practices for meaningful, inclusive involvement. 

Why is this important? 

The Bureau of Planning and Sustainability’s experience is that inclusive community participation 
improves land use and transportation decision making.  It makes plans and investments more durable, 
equitable, and accountable. 

The legal context is that this project implements policies in Chapter 2, Community Involvement, of the 
Comprehensive Plan Goals and Policies. It also meets Oregon Statewide Land Use Goal #1, which 
requires municipalities to “develop a citizen involvement program that insures the opportunity for 
citizens to be involved in all phases of the planning process.”   

What activities are affected by this project? 

The Community Involvement Program will apply to projects that make a change to the Comprehensive 
Plan that require legislative decisions and action. Legislative land use and transportation actions include 
adoption of land use plans, major investments, goals and policies (including street classifications), 
master street plans or regulations that can affect large parts of the city and many people.  These 
decisions may change any element of the Comprehensive Plan.  They may also change or create new 
related codes and area plans intended to implement the Plan. These changes are accomplished through 
adoption of an ordinance by City Council. Part of this process is the review and adoption of findings that 
the proposal is consistent with the goals and policies of the Comprehensive Plan or with State and 
Metro rules.  
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Legislative projects typically are: 

• Initiated by City Council or City agencies.  
• Reviewed and voted on by the Planning and Sustainability Commission, which transmits its 

recommendation to City Council.  

Examples of legislative projects: 

• Changes to the zoning code and map 
• Major changes to the Transportation System Plan to add or remove a project from the list and 

major modifications to the financial plan 
• Updates to the Comprehensive Plan goals, policies and map  
• Changes to transportation goals and policies that are part of the Comprehensive Plan 
• Changes or additions to street classification policies and maps or master street plans 
• Change to the boundaries of an Urban Renewal Area 

Examples of projects that are NOT legislative: 

• A development that is built by right (following the current zoning rules) 
• Implementation of TSP projects 
• Modifications to City Wide Programs List 

Note on Terminology 

The terminology in this document was chosen deliberately, based on years of discussion and revision. 
Some of the terms are defined in the glossary of the 2035 Comprehensive Plan (Appendix C). The 
following two terms, however, were chosen over other terms, for the following reasons.  

• “Involvement”: This word is used throughout in order to be consistent with language used in 
state and city documents, including the City’s Public Involvement Principles. It should be 
considered to refer to the full spectrum of engagement and involvement, but it should be noted 
that not all projects will include full involvement. Some projects, because of their scope and/or 
context, will be limited to notification/education. 

• “Community”: This word is used to reflect the fact that there are many communities, and 
individuals may consider themselves members of many communities. Use of this term is not 
intended to indicate that there is no role for individuals. The word “citizen” is not used because 
it can suggest that legal citizenship is a prerequisite for civic involvement, which is not the case. 
The choice to replace “citizen” with “community” is intended to open the doors and welcome 
engagement with everyone. The choice to use “community” rather than “public” is intended to 
reflect a less formal approach to involvement. 
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Section II: Relationship to 2035 Comprehensive  
Plan  

The Community Involvement Program is one of the early implementation projects of the Comprehensive 
Plan Update. These projects are tasks that the City of Portland is required to complete as part of a 20-
year Comprehensive Plan update (also called “periodic review”) under Oregon’s statewide planning 
program. Other early implementation projects, such as the Mixed Use Zones Project, propose changes 
to the zoning code and zoning map.  
This project addresses Chapter 2 of the Comprehensive Plan, specifically the “Community Involvement 
Program” section which directs “City staff and elected officials to assess current practices and develop 
new tools through ongoing process evaluation and improvement, and direct the City to develop, 
maintain, and update a manual that details current best practices for community involvement.”  

Guiding Principles of the Comprehensive Plan 

The Comprehensive Plan sets five Guiding Principles, which encourage balanced integrated multi-
disciplinary approaches to plans and investments that must comply with the Plan. The Community 
Involvement Program provides structure to support staff as they work to engage communities to learn 
more about, inform, and direct legislative projects related to all the Guiding Principles.  

Economic Prosperity. Support a low-carbon economy and foster employment growth, 
competitiveness, and equitably-distributed household prosperity. 

Human Health. Avoid or minimize negative health impacts and improve opportunities for 
Portlanders to lead healthy, active lives. 

Environmental Health. Weave nature into the city and foster a healthy environment that sustains 
people, neighborhoods, and fish and wildlife. Recognize the intrinsic value of nature and sustain the 
ecosystem services of Portland’s air, water, and land. 

Equity. Promote equity and environmental justice by reducing disparities, minimizing burdens, 
extending community benefits, increasing the amount of affordable housing, affirmatively furthering 
fair housing, proactively fighting displacement, and improving socio-economic opportunities for 
under-served and under-represented populations. Intentionally engage under-served and under-
represented populations in decisions that affect them. Specifically recognize, address, and prevent 
repetition of the injustices suffered by communities of color throughout Portland’s history. 

Resilience. Reduce risk and improve the ability of individuals, communities, economic systems, and 
the natural and built environments to withstand, recover from, and adapt to changes from natural 
hazards, human-made disasters climate change, and economic shifts.  
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Goals Specifically Implemented in This Project 
The proposed Community Involvement Program is intended to begin to implement the goals in Chapter 
2 of the Recommended Comprehensive Plan, and all of the corresponding policies. 

Goal 2.A: Community involvement as a partnership 
The City of Portland works together as a genuine partner with all Portland communities and interests. 
The City promotes, builds, and maintains relationships, and communicates with individuals, communities, 
neighborhoods, businesses, organizations, institutions, and other governments to ensure meaningful 
community involvement in planning and investment decisions. 

Goal 2.B: Social justice and equity 
The City of Portland seeks social justice by expanding choice and opportunity for all community 
members, recognizing a special responsibility to identify and engage, as genuine partners, under-served 
and under-represented communities in planning, investment, implementation, and enforcement 
processes, particularly those with potential to be adversely affected by the results of decisions. The City 
actively works to improve its planning and investment-related decisions to achieve equitable distribution 
of burdens and benefits and address past injustices. 

Goal 2.C Value community wisdom and participation 
Portland values and encourages community and civic participation. The City seeks and considers 
community wisdom and diverse cultural perspectives, and integrates them with technical analysis, to 
strengthen land use decisions. 

Goal 2.D Transparency and accountability 
City planning and investment decision-making processes are clear, open, and documented. Through 
these processes a diverse range of community interests are heard and balanced. The City makes it clear 
to the community who is responsible for making decisions and how community input is taken into 
account. Accountability includes monitoring and reporting outcomes. 

Goal 2.E Meaningful participation 
Community members have meaningful opportunities to participate in and influence all stages of planning 
and decision making. Public processes engage the full diversity of affected community members, 
including under-served and under-represented individuals and communities. The City will seek and 
facilitate the involvement of those potentially affected by planning and decision making. 

Goal 2.F. Accessible and effective participation 
City planning and investment decision-making processes are designed to be culturally accessible and 
effective. The City draws from acknowledged best practices and uses a wide variety of tools, including 
those developed and recommended by under-served and under-represented communities, to promote 
inclusive, collaborative, culturally-specific, and robust community involvement. 

Goal 2.G Strong civic infrastructure 
Civic institutions, organizations, and processes encourage active and meaningful community involvement 
and strengthen the capacity of individuals and communities to participate in planning processes and civic 
life.  
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Policies Specifically Implemented in This Project 
Policy 1.17 Community Involvement Committee. Establish a Community Involvement Committee to 

oversee the Community Involvement Program for land use decisions as recognized by 
Oregon Statewide Planning Goal 1 – Community Involvement and policies 2.15‐2.18 of 
this Comprehensive Plan. 

Policy 2.16 Community Involvement Program. Maintain a Community Involvement Program that 
supports community involvement as an integral and meaningful part of the planning and 
investment decision‐making process.  

Policy 2.17 Community engagement manual. Create, maintain, and actively implement a 
community engagement manual that details how to conduct community involvement for 
planning and investment projects and decisions.    

Policy 2.19 Community Involvement Committee. The Community Involvement Committee (CIC), an 
independent advisory body, will evaluate and provide feedback to City staff on 
community involvement processes for individual planning and associated investment 
projects, before, during, and at the conclusion of these processes.  

Policy 2.21 Program evaluation. Periodically evaluate the effectiveness of the Community 
Involvement Program and recommend and advocate for program and policy 
improvements. The Community Involvement Committee (CIC) will advise City staff 
regarding this evaluation.  
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Section III: How the Public Has Helped Shape 
This Project 
This section summarizes community involvement activities that have helped shape and inform this 
project. This Community Involvement Program integrates and builds on feedback and expressed desires 
of the community members who engaged in several preceding processes. 

Comprehensive Plan Policy 
The development of the Comprehensive Plan goals and polices entailed several phases of community 
involvement.  This included public input on guidelines for future community involvement.  

Early involvement in Policy Expert Groups (PEGs) focused on specific topics and allowed people with 
deep knowledge and interest to collaboratively develop recommendations. The Policy Expert Group for 
Community Involvement met between June 2012 and June 2013, developing a set of recommendations 
for Chapter 2 of the Comprehensive Plan.  Several members of the PEG were also members of the Public 
Involvement Advisory Council (PIAC), which continued to work with staff on development of Chapter 2 
and the Community Involvement Program after the PEG process ended. 

The Working Draft Part One of the Comprehensive Plan goals and policies was released in January 2013. 
Outreach activities between January 2012 and May 2013 included presentations to existing meetings, 
eight workshops, online and paper surveys, and tabling at community events. Two hundred and ninety 
comments were collected on the Working Draft Part One. In general, comments related to community 
involvement focused on accountability, transparency, broad and effective outreach, communities, 
improving accessibility of information, and notice and review of by-right development projects.  

The Proposed Draft of the Comprehensive Plan was released in July 2014. Outreach for this draft 
consisted of presentations at existing meetings and tabling at community events. In addition, 
notification was sent to all property owners affected by proposed map changes. Over 4000 pieces of 
testimony were submitted to the Planning and Sustainability Commission. Seventy-one of those were 
related to community involvement. An additional 124 pieces of testimony were submitted about the 
process of the Comprehensive Plan Update, many of which related to community involvement during 
the process. These pieces of testimony were also considered in the development of this document, as 
the lessons learned are directly relevant to improving community involvement in projects that affect the 
Comprehensive Plan. The Planning and Sustainability Commission voted to approve the Recommended 
Draft of the Comprehensive Plan in July 2015.  

Other Input 
The Community Involvement Program is built on a foundation of community involvement best practices 
that have been developed by the Public Involvement Advisory Council (PIAC), Office of Neighborhood 
Involvement staff and advisory groups, and many other contributing groups and individuals. A PIAC 
subcommittee has acted as an informal advisory group in the development of this document, and 
provided invaluable feedback from their perspectives not only as PIAC members, but also as community 
members who have engaged in community involvement processes, community involvement 
professionals, and City staff.  
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Feedback on the Discussion Draft 
The Discussion Draft of this document was open for public comment for a month. During that time, five 
organizations and 20 individuals submitted comments. This proposed draft reflects many suggested 
changes and responds to many issues raised by commenters. Many of the commenters raised issues 
that are beyond the scope of this project, and some of the comments directly conflicted each other. 

Clarity 
A number of comments on the Discussion Draft identified confusion about the purpose and context of 
the Community Involvement Program and its relationship to other bodies such as the Planning and 
Sustainability Commission and the Public Involvement Advisory Council. Changes were made to the 
document to clarify why the Program is being created and its relationship with the Comprehensive Plan.  

Community Involvement Committee 
Many comments focused on the Community Involvement Committee (CIC). Expectations for the breadth 
and depth of the committee’s charge and authority vary widely. Questions were asked about the specific 
composition of the CIC’s membership. The details of membership are not being settled at this stage, and 
there will be community involvement in the development of the charter and membership of the 
Committee. Other commenters expressed concern that the Committee did not have a well-defined role 
and did not have any power to make change to community involvement practices. In this draft, the 
Committee is assigned the responsibility of making changes directly to the Community Engagement 
Manual, rather than simply recommending changes. 

Language 
Some of the comments suggested changes to text that is part of the Comprehensive Plan document or 
the Statewide Planning Goals.  

Several comments call for use of different terms (see Note on Terminology, above), or for more 
consistent use of terms. This draft was edited to make language choice more consistent.  

Metrics 
Many commenters expressed a desire for metrics to be included in the Community Involvement 
Program report and the Community Engagement Manual. This draft does not include metrics, because 
the Program is intended to operate at a high level and allow flexibility in measuring success and 
improvement, and choosing appropriate metrics is complex and project-specific. The Community 
Involvement Committee may choose to begin with a focus on metrics. 

Detailed requirements 
Some comments called for specific elements to be required in community involvement activities. For 
example, the East Columbia Neighborhood Association called for a summary report after every public 
involvement opportunity. One individual called for the addition of code language stipulating that 
legislative notices be posted online in one place. The Community Involvement Program is intended to 
emphasize the importance of goals, establish baselines and encourage flexibility and iterative learning in 
the constant improvement of practices. Prescriptive requirements such as those suggested in comments 
may be considered in the future in the evolution of “best practices” but are not proposed at this time. 
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Testimony and Planning and Sustainability Commission Recommendations on 
the Proposed Draft  
The Planning and Sustainability Commission hearing was held on June 14, 2016. Eleven pieces of 
testimony were submitted. Testimony was generally supportive of the Community Involvement 
Program, but called for clarification of, additions to and deletions from the text. The Planning and 
Sustainability Commission voted to recommend the Community Involvement Program to City Council, 
emphasizing 1) the need to provide appropriate resources for the Community Involvement Program and 
2) the need for the new program to address early some of the community involvement-related issues 
raised in testimony. 
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Section IV: The Community Involvement 
Program 
Introduction 
This Community Involvement Program builds on existing community involvement activities and begins 
to implement the goals and policies established in Chapter 2 – Community Involvement of the 
Comprehensive Plan.  The implementation of these goals and policies in the City’s activities will be 
accomplished over time with the objective of robust and transparent engagement of all communities.  

Among the commitments that the City is asked to make in Chapter 2 of the draft Comprehensive Plan 
are the following: 

• To provide a wide range of opportunities for involvement in planning and investment decisions. 

• To achieve greater equity in land use actions through setting priorities and making decisions 
with meaningful involvement of under‐served and under‐represented communities. 

• To meaningfully involve, in decision making, those who potentially will be adversely affected by 
the results of those decisions. 

• To provide this meaningful involvement throughout the phases of planning and investment 
projects - issue identification and project design through implementation, monitoring, 
evaluation and enforcement. 

• To provide well‐designed, relevant, responsive and culturally‐responsive public involvement. 

• To build community capacity for meaningful participation and leadership in planning and 
investment decisions. 

Two topics in Chapter 2 have been identified as more immediate priorities for action.  They were 
identified through the community involvement during the Comprehensive Plan process; testimony at 
public hearings; and comments from the Public Involvement Advisory Committee (PIAC) and the 
Comprehensive Plan Community Involvement Committee (CIC).  These two priorities are 1) equity and 
environmental justice and 2) transparency of process. 

Equity and Environmental Justice 
Community involvement is not only critical to achieving all of the long-term goals of the Comprehensive 
Plan, but a foundational tool to achieve equity and environmental justice throughout. Effective 
implementation of the Comprehensive Plan requires that community involvement be deliberately and 
proactively inclusive.  Processes must be designed to involve and build relationships with people who 
may have been left out of planning and investment decision-making in the past.  This also requires 
ongoing commitment to improve community involvement practices to address equity.  

"One of the key components in environmental justice is getting people to the table to speak for 
themselves ... they need to be in the room where policy is being made." Robert Bullard, Dean of the 
Barbara Jordan-Mickey Leland School of Public Affairs at Texas Southern University in Houston, Texas  
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Equity is achieved when everyone has access to the opportunities necessary to satisfy their essential 
needs, advance their well-being and achieve their full potential. In working toward equity, the 
Community Involvement Program must lead with addressing racial equity, because so many outcomes 
are determined by race. Equity is achieved when outcomes such as economic status, educational 
attainment, access to health care and other social determinants for success cannot be predicted by 
identity (e.g., race, ethnicity, ability, sexual orientation, gender, etc).  

Like many American cities, Portland has a history of many land use actions that have been detrimental 
to communities of color and low-income populations. These decisions have reduced these communities’ 
opportunities for better economic, education, housing, and health outcomes. Land use decisions impact 
affordability, desirability, stability and safety of neighborhoods and communities.   

Portland also has a long history of strong community involvement through a system of recognition and 
support for neighborhood associations. This history is valuable and important, and this work must 
continue. In addition to this work, community involvement must also be improved to expand the 
networks of relationships, variety of practices, and the depth of engagement with all communities.  

Through the Comprehensive Plan, Portland takes responsibility to work toward correcting disparities. 
That begins by striving to engage those who are most impacted, and who have had the least power 
historically to influence decision-making processes.  Benefits and burdens should be shared equitably 
across our communities.  A focus on equity in any community involvement process is essential to 
improve outcomes for under-represented and under-served communities.  

The American Institute of Certified Planners (AICP) Code of Ethics and Professional Conduct describes an 
overall responsibility to the public that includes the following principle: “We shall seek social justice by 
working to expand choice and opportunity for all persons, recognizing a special responsibility to plan for 
the needs of the disadvantaged and to promote racial and economic integration. We shall urge the 
alteration of policies, institutions, and decisions that oppose such needs.” Even when the constraints of 
a project mean that it is not possible for marginalized populations to be at the table, planners must take 
responsibility to act in a socially just way, using the information available to them.  

Overcoming years of institutional racism and bias will require resources to provide more access and 
meaningful involvement for under-served and under-represented communities. This may require 
redirecting involvement resources toward these communities. What is just is not always equal. What is 
equal is not always just. 

Transparency in Processes 
Effective implementation of the Comprehensive Plan requires that public processes and decision making 
are more transparent about how community input and involvement affects plans and investment 
decisions.  Concern about transparency in process and decision-making has been expressed by a wide 
variety of participants in the Comprehensive Plan update process.  Transparency is defined in the 
Recommended Draft of the Comprehensive Plan as “Reliable, relevant, and timely publicly available 
information about government activities and decision making.” 

Moving toward greater transparency means giving the public the ability to see how input will be used, 
how it can affect the project, who will make the decisions at each stage of the project, and how the 
process will be recorded and made available to the public. This requires good systems and clear 
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communication to record, organize, and preserve that feedback. Making the work more transparent will 
also increase accountability. 

Transparency can also serve equity. Clear, sound technical work must be combined with commitment to 
giving a voice to the people historically not at the table. These processes must become more easily 
understandable even as outreach is extended to a wider range of people and groups.   

Elements of the Community Involvement Program 
There are four parts to this Community Involvement Program. 

• Legislative process requirements  
• Community Engagement Manual 
• Community Involvement Committee 
• Programmatic commitments 

A. Legislative Requirements 
All community engagement activities must, of course, follow the legislative requirements established in 
City code and State law. For example, legislative process requirements for land use and transportation 
decisions require notification of recognized organizations and surrounding property owners. This project 
proposes minor changes in the legislative hearing notice requirements, but there are many other 
legislative requirements that staff must meet. A partial list of legislative touchpoints is included in the 
Community Engagement Manual (Appendix A).  

B. Community Engagement Manual 
The Community Engagement Manual (see Appendix A) is a practical guide to help City staff put Chapter 
2 policies into practice. The Manual addresses the requirement in Policy 2.17 to “Create, maintain, and 
actively implement a community engagement manual that details how to conduct community 
involvement for planning and investment projects and decisions.”  

The Manual is intended to be used in legislative land use and transportation processes.  It addresses all 
phases of these projects from scoping through evaluation after the project is completed. The Manual is 
intended to be a dynamic document, and it will be updated regularly based on lessons learned. The 
Community Involvement Committee (see below) will be charged with the authority to make future 
amendments to the Manual. 
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C. Community Involvement Committee 
A Community Involvement Committee (CIC) will be created by City Council to advise staff on community 
involvement practices for Comprehensive Plan related projects. The CIC, guided by the policies of 
Chapter 2, will advise staff on the design, implementation and evaluation of community involvement in 
these projects and ongoing community involvement activities, and will review and amend the 
Community Engagement Manual. 

The charge and scope of this committee is shaped by Oregon Statewide Planning Goal 1, and Policy 2.19 
of the Recommended Draft of the Comprehensive Plan. 

• Oregon Statewide Planning Goal 1 requires that “(T)he committee for citizen involvement shall 
be responsible for assisting the governing body with the development of a program that 
promotes and enhances citizen involvement in land-use planning, assisting in the 
implementation of the citizen involvement program, and evaluating the process being used for 
citizen involvement.” 

• Policy 2.19 of the Recommended Draft of the Comprehensive Plan requires that “(T)he 
Community Involvement Committee (CIC), an independent advisory body, will evaluate and 
provide feedback to City staff on community involvement processes for individual planning and 
investment projects, before, during, and at the conclusion of these processes.” 

The CIC will act as a consultative body to review and support the ongoing and project-specific 
community engagement work done by City staff. (See Section V for amendments to Title 3.)  

The CIC’s primary task will be to identify improvements for community involvement practices in 
alignment with the goals and policies of Chapter 2. The CIC periodically will select the active and 
upcoming projects that will be the focus of their work on monitoring and “lessons learned”.  Based 
on this work with staff, the CIC may amend the Community Involvement Manual and community 
involvement practice.  Evaluation will be a key role of the CIC. The CIC may also periodically report 
to the Planning and Sustainability Commission on their observations about community involvement 
practice and its effectiveness in meeting the goals of Chapter 2 of the Comprehensive Plan. The CIC 
is intended to provide value to the public as well, improving practices to ensure transparency and 
accountability in the planning process. Members of the CIC will act as liaisons to the Planning and 
Sustainability Commission, the Bureau of Planning and Sustainability budget committee, and the 
Public Involvement Advisory Council (PIAC). 
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Will all planning projects report to the CIC? 
No. Projects related to the Comprehensive Plan that are large in scope or that have potentially 
significant benefits and/or burdens will be expected to include CIC review and feedback as early in 
the project as possible. These projects will also check in with the CIC during the project, and will 
report back with evaluation after the project is over. Other projects related to the Comprehensive 
Plan may come to the CIC for review if the CIC requests it or if staff so choose, and the CIC will be 
kept updated about the status of all Comprehensive Plan-related projects. Planning projects that do 
not amend the Comprehensive Plan may also ask the CIC for review and feedback if staff so choose.  

Will the CIC act as a watchdog? 
The CIC will not take on an ombudsman role or a policing role, but will be sensitive to concerns rising 
up from individuals and organizations. Community members with concerns or suggestions about 
community involvement in projects related to the Comprehensive Plan should first contact project 
staff. This direction will allow concerns to be addressed more efficiently and allow the CIC to focus on 
the main body of their work.  However, if these concerns are not addressed at the staff level, 
community members may bring their concerns to the CIC.  The objective of the CIC in these 
situations is to identify what can be improved, and to support staff to make those improvements. 

When and how will the CIC be established? 
The process of chartering the committee and selecting members will begin after the Comprehensive 
Plan is adopted. The committee will be chartered, recruited and selected through a process guided 
by the Office of Neighborhood Involvement, with consultation with the Office of Equity and Human 
Rights and the Public Involvement Advisory Council. The committee’s composition should represent 
the racial, cultural, and socioeconomic diversity of the people of Portland.  

How is this different than PIAC? 
The Public Involvement Advisory Council (PIAC) is charged with providing citywide support and 
guidance on public involvement guidelines, policies, and practices. In this role, PIAC works on specific 
issues with citywide application, and occasionally provides input to individual bureaus on efforts to 
engage the public. Based on its charter and the capacity of volunteer members, PIAC does not work 
on individual projects within a single bureau, nor does it have any monitoring or oversight 
responsibilities. By contrast, the CIC’s role is limited to oversight of projects related to the 
Comprehensive Plan. The CIC does work on individual projects and does have oversight and 
evaluation responsibilities. Both the CIC and PIAC are charged with improving the City’s involvement 
of the public in government planning and decision-making. Both do their work by setting standards 
(the City’s Public Involvement Principles and the goals and policies of Chapter Two) and supporting 
staff to meet those standards. While their roles are different, they are complementary. The CIC will 
benefit from ongoing communication with PIAC to share lessons learned and to inform each other’s 
work. The CIC will benefit from ongoing communication with PIAC to share lessons learned and 
inform each other’s work. 
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D. Programmatic Commitments 

The Bureau of Planning and Sustainability and Bureau of Transportation will rely on the Community 
Involvement Program for Comprehensive Plan-related legislative land use and transportation processes.  
Both Bureaus acknowledge that sufficient resources will be needed.  The Bureaus commit to pursuing 
and prioritizing these resources over several years to meet the goals and objectives behind the program.  
These commitments include: 

• Staff time to develop, monitor, support and evaluate community involvement processes.  
• Staff time to support the Community Involvement Committee. To do its work effectively, this 

body requires staffing to support organization, communications and evaluation of results. 
• Process improvements and staff time to better and more efficiently track public inquiries, 

contacts and follow-up. This is needed for transparency and ongoing process improvement.  
• Resources to institutionalize regular monitoring and evaluation of project and policy 

outcomes. Evaluation of outcomes is essential to improve not only community involvement 
activities, but also of planning processes in general. 

• Ongoing community involvement training for staff and committee members. These 
professional development opportunities are necessary so City staff and volunteer advisors have 
the skills needed to design and implement processes that successfully engage the full range of 
communities, individuals and groups affected by land use and transportation planning. 

• Resources to reduce barriers to participation. These include the need for interpretation, 
translation, childcare, food, transit fare, and other support that allows people to participate who 
otherwise would not be able to. This also includes contracts or stipends to community 
organizations that are well-positioned to partner with the City to engage targeted communities. 

• Resources to support transparency around how products of community involvement activities 
are used in decision-making.   

What This Means 
The elements of the Community Involvement Program are intended to implement the goals and policies 
of Chapter 2 of the Comprehensive Plan. However, they are not sufficient to make the processes and 
outcomes of all projects better, stronger, and more equitable. Achieving this will require the 
commitment and hard work of leadership, staff, advisory body members and members of the public.   
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Section V: Amendments to Code 
Code changes include: 

• changes to notification rules in Title 33 Planning and Zoning (see full Task 5 code/commentary 
section) 

• changes to Title 3 Administration necessary to establish the Community Involvement Committee 
and assign it to the Bureau of Planning and Sustainability as a new responsibility. 

A commentary section is included to provide the context of each proposed change.
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This change to Title 3 establishes the Community Involvement Committee. This is included in Title 3 
rather than Title 33 because the Community Involvement Committee will not make decisions about 
land use issues. 

As described above, the process of chartering the committee and selecting members will begin after the 
Comprehensive Plan is adopted. The Bureau of Planning and Sustainability will work in collaboration 
with the Office of Neighborhood Involvement, the Office of Equity and Human Rights and the Public 
Involvement Advisory Council to charter, recruit and select members for the Community Involvement 
Committee.
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a. City Code Chapter 3 is amended by adding a new section as follows: 

3.132 Community Involvement Committee for legislative projects under the Comprehensive Plan. 
3.132.010 Purpose.  The Community Involvement Committee (CIC), an independent advisory body, 
is charged with reviewing, commenting and advising City staff on the community involvement elements 
of legislative projects that implement Portland’s Comprehensive Plan. The Committee will: 

A.  Recommend changes to and assessments of ongoing and project-specific community 
involvement practices to bring them closer into alignment with the Comprehensive Plan 
Community Involvement goals and policies. 

B.  Approve and update the Community Engagement Manual over time to reflect emerging 
best practices. 

3.132.020  Membership, Meetings, and Organization.  The Community Involvement Committee 
members shall be appointed by the Commissioner-in-Charge of the Bureau of Planning and 
Sustainability and confirmed by the City Council. The Committee will consist of at least 5 and no more 
than 12 members. The appointed membership shall be broadly representative of geographic areas and 
interests and from a reasonably broad spectrum of lived experience, particularly in under-served and 
under-represented communities. Members must live, work, worship or be enrolled in school within the 
city of Portland and/or volunteer for a nonprofit within the City of Portland. 

A.  Appointments and Terms.  The Commissioner-in-Charge of the Bureau of Planning and 
Sustainability shall appoint members of the Community Involvement Committee. 
Appointment to the Community Involvement Committee shall be for a three-year term, 
renewable for a second term. If a position is vacated during a term, the Commissioner-
in-Charge of the Bureau shall appoint a member to serve for the unexpired term. 
Members appointed to the Community Involvement Committee serve at the pleasure of 
the Commissioner-in-Charge of the Bureau of Planning and Sustainability. Members of 
the Committee may be dismissed at the discretion of the Commissioner-in-Charge.  

B.  Meetings, Officers, and Subcommittees. 
     1. The Community Involvement Committee shall meet at least five times 

yearly and as otherwise necessary to conduct its business. Meetings 
shall be conducted in accordance with bylaws adopted by the Director 
of the Bureau of Planning and Sustainability.  

  2. The Community Involvement Committee may divide its members into 
subcommittees which are authorized to act on behalf of the committee 
for an assigned purpose, such as gathering information.  

C. Attendance.  Members of the Community Involvement Committee are expected to 
attend each meeting of the committee. The Commissioner-in-Charge may replace any 
member who accrues unexcused absences from two or more consecutive meetings or 
more than 50 percent of the meetings in any year. 

D.  Compensation.  Community Involvement Committee members shall serve without 
compensation. 
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This change to Title 3 adds the Community Involvement Committee as a responsibility of the Bureau 
of Planning and Sustainability.
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3.33.030 Functions  030 
3.33.030  Functions  
 

(Amended by Ordinance No. 184046, effective September 10, 2010.)  The Bureau of Planning and 
Sustainability is responsible for planning, implementing, and managing complex programs and projects 
related to sustainability, urban design, land use, and long range planning. 

The Bureau of Planning and Sustainability: 

A) Works with the City Council, Planning and Sustainability Commission, and the community to define 
shared values and develop a cohesive vision for the future of Portland; 

B) Maintains, modifies, and updates a Comprehensive Plan to guide the development and 
redevelopment of the city;  

C) Ensures that City policies, implementation tools, and zoning designations are consistent with the 
Comprehensive Plan, the Metro Functional Plan, Statewide Planning Goals, and other requirements.  
Implementation tools include Title 33, Planning and Zoning, portions of other City Titles, and a range 
of programs and policies; 

D) Maintains, modifies, and updates Title 33, Planning and Zoning, and the City Zoning Map; 
E) Develops, modifies and updates city sustainability principles, climate protection strategies, and 

green building and other sustainability policies and programs including sustainable government, 
renewable energy, energy efficiency, sustainable industries, and sustainable food systems; and 
evaluates the implementation and effectiveness of these policies and programs; 

F) Develops, modifies and updates economic, environmental, housing, historic preservation, and 
community development policies and programs; updates demographic data; advocates for and 
advances quality sustainable urban design; works to ensure natural resource enhancement; and 
supports thriving neighborhoods and business communities; and evaluates the implementation and 
effectiveness of these policies and programs; 

G) Convenes meetings of the Planning and Development Directors to coordinate planning and 
development activities of the City of Portland; 

H) Provides City input into and coordination with regional and statewide planning and development 
activities; 

I) Administers the City's solid waste and recycling rules and programs; 
J) Provides support for: 

1. The activities of the Planning and Sustainability Commission; 
2. The legislative activities of the Portland Historic Landmarks Commission and the Portland Design 

Commission. 
3. The activities of the Community Involvement Committee. 

K) Carries out other tasks and functions as required by the City Council or Commissioner in Charge. 
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Section VI: Appendices 
A. Community Engagement Manual 

B. Selected Terms from the 2035 Comprehensive Plan Glossary  

C. PBOT Tier Recommendations 
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Appendix A: Community Engagement Manual 
Introduction 
The following manual is a guide for implementing the goals and policies established in Chapter 2, 
Community Involvement of the Comprehensive Plan. Community involvement is integral to achieving all 
of the long-term goals of the Comprehensive Plan. It is also foundational to achieve equity and 
environmental justice throughout planning and investment projects. 

The Comprehensive Plan makes clear that the City should work toward public processes and related 
outcomes that are equitable and help to correct past disparities. Benefits and burdens of decisions are 
expected to be shared equitably across our communities. Those who are both most impacted and have 
had the least power to influence decisions must be engaged. It must be clear how people can influence 
the priorities, processes, and outcomes of projects. 

This manual, as called for by Policy 2.17, provides guidance on how to achieve this from project selection 
to design to implementation and evaluation of outcomes. It helps staff and partners see what resources 
are needed to have transparent, equitable engagement.  

This manual does not include rigid prescriptions. Every project is different; community involvement 
practices need to be flexible and responsive, and there are many excellent resources already available 
that provide a “menu” of tools for community involvement and examples of how to use them 
effectively. This manual is intended to establish the baseline expectations for all relevant projects. It also 
supplies a framework that staff, community members, the Community Involvement Committee, and 
others can use to design and evaluate projects to help keep community involvement on track.  

This manual, while intended to support project-specific work, can also be used to guide ongoing 
involvement work as directed by Chapter 2. 

Comprehensive Plan Chapter 2 
Goal 2.A: Community involvement as a partnership 
The City of Portland works together as a genuine partner with all Portland communities and interests. 
The City promotes, builds, and maintains relationships, and communicates with individuals, communities, 
neighborhoods, businesses, organizations, institutions, and other governments to ensure meaningful 
community involvement in planning and investment decisions. 

 
Goal 2.B: Social justice and equity 
The City of Portland seeks social justice by expanding choice and opportunity for all community 
members, recognizing a special responsibility to identify and engage, as genuine partners, under‐served 
and under‐represented communities in planning, investment, implementation, and enforcement 
processes, particularly those with potential to be adversely affected by the results of decisions. The City 
actively works to improve its planning and investment‐related decisions to achieve equitable distribution 
of burdens and benefits and address past injustices. 

 
Goal 2.C: Value community wisdom and participation 
Portland values and encourages community and civic participation. The City seeks and considers 
community wisdom and diverse cultural perspectives, and integrates them with technical analysis, to 
strengthen land use decisions. 
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Goal 2.D: Transparency and accountability 
City planning and investment decision‐making processes are clear, open, and documented. 
Through these processes a diverse range of community interests are heard and balanced. 
The City makes it clear to the community who is responsible for making decisions and how community 
input is taken into account. Accountability includes monitoring and reporting outcomes. 

 
Goal 2.E: Meaningful participation 
Community members have meaningful opportunities to participate in and influence all stages of planning 
and decision making. Public processes engage the full diversity of affected community members, 
including under‐served and under‐represented individuals and communities. The City will seek and 
facilitate the involvement of those potentially affected by planning and decision making. 
 

Community Engagement Equity Framework 
The following framework serves to provide key strategies for equitable community engagement 
processes. It is a staff responsibility to seek out the voices and interests of under-served and under-
represented communities who may be negatively impacted by a decision, and to mitigate for these 
impacts. Throughout the life of a project, an equity lens must be continuously used to: 

• Identify disproportionate adverse effects the project may have on any community, but 
particularly low-income populations and communities of color. 

• Identify ways in which the communities’ needs inform planning, investment, 
implementation and enforcement processes. 

The strategies below are not linear, but should be utilized on an ongoing and iterative basis. The 
performance measures are intended to evaluate how a project was impacted by integrating these 
strategies. Each strategy is accompanied by a list of examples of what the strategy looks like in practice, 
to guide staff in their use.  

• Know the community - Working to understand under-served and under-represented 
communities is essential to foster greater understanding and informed decision-making in a 
manner that will maximize benefits and minimize burdens for those communities. Different 
communities (e.g. geographic, racial, socio-economic class) experience different outcomes, 
and what works for one group will not work for everyone, due to cultural factors and 
existing disparities. 

o Performance Measure: What methods were used to gain insight into the experience 
of under-served and under-represented communities? How did the information that 
was gathered affect the design of the community engagement process? 

o What does this look like in practice?   
 Listen to community members. 
 Research community history and current events, using methods such as 

interviews, community mapping, or review of documentation.  
 Perform demographic analysis of under-served and under-represented 

communities to understand current and historic trends.  
 Assess vulnerability to socio-economic and environmental factors 

(involuntary displacement/gentrification, hazard risk, etc.).   
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 Become familiar with government initiatives and community-generated 
reports, such as plans or investment strategies, to identify potential 
cumulative impacts and/or opportunities for collaborative policy 
development.  

 Use focus groups and surveys designed and/or administered by the 
community. 

 
• Be accessible and responsive to diverse communities – Effective policies need to be 

designed with a culturally responsive and community needs or community assets-based 
approach. This requires that engagement practices with diverse groups correct for inherent 
barriers to participation. 

o Performance Measure: Did efforts result in increased participation from targeted 
communities, and did participants feel that their participation was worth the time 
and effort? 

o What does this look like in practice? 
 Use people-friendly and culturally responsive strategies such as providing 

translated materials, on-site interpretation, childcare, food, etc.  
 Partner with and support cultural liaisons and community leaders.  
 Adapt to meet a community where it is, based on its needs for support, 

capacity building, information sharing, and also physically where community 
members live or organize. 
 

• Appropriately support staff and community capacity – We must intentionally allocate 
resources to overcome the cumulative impacts of institutional racism on historically under-
served and under-represented. Investing resources into quality engagement can prevent 
costly course corrections in the long-run. Because community engagement with 
communities of color and low-income populations is highly relational, one of the best 
investments that can be made is ample staff time to develop relationships with under-
served and under-represented community members. Navigating across cultures and 
addressing previous negative experiences with government requires both cultural 
competency skills and time. It is also important to note this work does not begin and end 
with a project timeline, but should be viewed as an ongoing investment that is connected 
across projects over time. 

o Performance Measure: How much staff time and/or funding was allocated to 
support building capacity for communities of color or low-income populations? 
What steps were taken to prepare staff to work with communities of color and or 
low-income populations? 

o What does this look like in practice? 
 Provide orientation or training on subject matter to community members. 
 Coordinate administrative processes to simplify community interaction. 
 Pay for community expertise that may be difficult to incorporate otherwise. 
 Train staff on cultural competency. 
 Allocate staff time to develop relationships with community members 
 Support staff participation in community based initiatives. 
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• Build effective partnerships - Effective partnerships and collaborations are essential to 
achieve equitable outcomes. Built on trust and accountability, they should also openly 
acknowledge and work to balance inherent power dynamics. They require clear and 
purposeful roles, consistency and honest communication to foster mutual respect and build 
power.  

o Performance Measure: How do partners and collaborators who represent 
communities of color and low-income communities evaluate the quality of the 
relationship with staff and the project? 

o What does this look like in practice? 
 Listen, learn, reflect, share. 
 Support staff participation in community-based initiatives. 
 Clarify roles and expectations at the start. 
 Institutionalize representation from impacted communities in decision-

making and processes leading to decisions.  
 Train staff on power, privilege and institutional racism and bias. 
 Use transparent and proactive communication to impacted communities. 
 Report back to the community on how feedback was used. 
 Evaluate the relationship. 

 
• Scope the project with the community - Ideally, the input of impacted communities should 

be sought in the project scoping process. Meaningful engagement with the public as 
partners requires clarity in roles and purpose. 

o Performance Measure: Do stakeholders understand the goal, the size, and the 
engagement roles and opportunities of the project? Do stakeholders have a say in 
the setting of goals and benchmarks? 

o What does this look like in practice? 
 Have an honest and transparent conversation with the project team and the 

community about the resources available for engagement and the decision-
making process. 

 Establish mutually agreed-upon goals and benchmarks for the project or 
process, including criteria for a successful process and successful outcomes. 

 Clearly identify how public input will be used in decision-making. 
• Continuously apply an equity lens – Staff are responsible for seeking out the voices and 

interests of under-served and under-represented communities who may be negatively 
impacted by a decision and mitigating for these impacts. 

o What does this look like in practice? 
 Identify disproportionate adverse effects the project may have on any 

community, but particularly on low-income populations and communities of 
color. 

 Identify ways in which the communities’ needs can inform planning, 
investment, implementation and enforcement processes. 

 Build in time throughout the project to re-assess who is engaged in the 
planning, implementation, and evaluation. 

 Build in time to check in with process participants about how the process is 
working for them.  

 Follow through to track how the process includes activities to mitigate for 
impacts. 
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Steps to Community Engagement 
Every community is different, and every project is different, so the community involvement processes 
for each project will look different. However, the following steps are a necessary part of any project.  
Step 1: Identify Stakeholders and do a Power Analysis 
Step 2: Scope the Level of Community Engagement 
Step 3: Plan the Community Engagement Process 
Step 4: Implement the Community Engagement Process 
Step 5: Report Results of the Community Engagement Process 
Step 6: Evaluate the Community Engagement Process 
 
For each step, this manual includes: 

• baseline expectations 
• questions that it may be helpful to ask along the way 

• examples of tools that may be helpful 
 

Step 1: Identify Stakeholders and do a Power Analysis 
Comprehensive Plan Policies: 2.2, 2.9, 2.21, 2.24, 2.25, 2.26, 2.27, 2.31  

The first step once a project has been scoped is to identify who the stakeholders are, how they may be 
impacted by the project and how they are able to influence the outcome. Knowing who has a stake and 
who will be impacted by a policy or plan is important in understanding the political landscape that will 
need to be addressed during the project in order to achieve equity goals. Power in this step is defined as 
the ability to influence planning processes and is often tied to class, race, gender and educational status. 
Some examples of types of influence include having:  

• Mandated or perceived authority in the decision making process 
• Experience or participation in similar processes 
• Shared traits with decision-makers (such as appearance or communication style) 
• Property ownership 
• Existing relationships with decision-makers and/or staff 
• Access to information that can affect analysis of existing and future conditions 
• Access to resources that can affect implementation 

Power is an effective means for advancing one’s interests. It is therefore the responsibility of staff to 
ensure that impacted parties are empowered through community involvement so that decisions can be 
made with the best interests of all in mind.  

Expectations: 
• Do this assessment during the scoping phase of your project.  
• Take the time to identify under-represented and under-served communities and how they may 

be impacted by the policy. 
• Discuss what power means for different stakeholders in the process, including the power you 

have as staff. 
• Break out clusters of stakeholders that have differing types of power (e.g. instead of breaking 

out based on neighborhood, break out into renters and homeowners) 

Ord. 188177, Vol. 1.1.H, page 1169



 

 
30 Community Involvement Program – As Amended December 14, 2016 

• Identify specific strategies to address the involvement needs for those who may be very 
impacted by the decisions that will be made, but are under-represented in decision-making. 

• Do not do this assessment as an individual. Seek out diverse perspectives to contribute to the 
analysis. 

Guiding Questions 
• What is the purpose of this project? Or, what problem is this project solving? Who shares this 

definition of the problem? 
• Who are the stakeholders for this initiative?  
• Who is the end user for this plan? 
• Who is likely to be most impacted by the project? 
• What has this stakeholder group experienced that might be relevant to this project? 
• Does one stakeholder group carry more influence/access than another in regards to your 

initiative?  Why?  
• What community engagement strategies will you use to ensure under-represented/under-

served stakeholders have more equitable influence/access? 

Examples of Tools 
• Whiteboard exercise mapping out impacts and power. 
• Discuss previously gathered data. 

Step 2: Scope the Level of Community Engagement 
Comprehensive Plan Policies: 2.26, 2.27, 2.15, 2.17, 2.19 

Assessing the degree of community concern, capacity and/or readiness will help to determine the 
appropriate level of community participation. The community will become involved based on its 
perception of the seriousness of the issue, but also based on its historic relationship with government. 
Therefore, it is important to both anticipate the community’s level of interest, concern and institutional 
influence regarding a project or program as well as develop appropriate community engagement 
strategies to ensure equitable access and involvement in the process.  

Expectations: 
• Perform this assessment in consultation with community involvement and/or communications 

staff and management. 
• Consider past experiences with similar work. 
• Consider the political landscape over the anticipated lifetime of the project 
• Determine whether and when the project will be reviewed by the Community Involvement 

Committee. 
• Allocate staff resources to engage with community members in a meaningful way. Including, but 

not exclusive to: attendance at community-driven meetings, follow-up after feedback has been 
given, and evaluation. 

• Plan ahead, and communicate clearly about how public input will be considered in decision-
making. Determine how the influence of public input on the final decision will be reported, and 
make that clear to stakeholders at the beginning of the project. 
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Guiding Questions 
• What is the legally required level of participation? 
• What is the anticipated level of conflict, opportunity, controversy or concern on this or related 

issues? 
• What is the possibility of broad community interest? 
• How significant are the potential impacts to the community? 
• How much do the major stakeholders care about this issue, project or program? 
• Why do they care or not care? 
• What degree of involvement does the community appear to desire or expect? 
• What is the potential for community impact on the final decision or project? 
• How significant are the possible benefits of involving the community? 
• How serious are the potential ramifications of NOT involving the community? 
• What level of community participation do Council and/or bureau directors desire or expect? 
• What is the probable level of difficulty in solving the problem or advancing the project? 
• What level of media interest do you anticipate? 

Step 3: Plan the Community Engagement Process 
Comprehensive Plan Policies: 2.11, 2.12 

It is essential to create a Community Engagement Plan. It will probably be necessary to revisit and 
update this plan at multiple points over the course of the project, particularly if significant changes are 
made to the scope, schedule or budget. Be sure to save an original draft and each subsequent version in 
case a reference is needed them later in reporting. 

Note that this is also a good time to review evaluations from previous community engagement plans 
and feedback from the Community Involvement Committee on past projects so that you can implement 
the changes and advice you and others have provided. 

Expectations: 
• Establish goals for the community involvement process. 
• Identify federal, state, and city requirements for community involvement that must be met. (See 

list at end of this document.) 
• Identify strategies to address the needs of under-represented, under-served communities. 
• Develop a reasonable and meaningful budget. Prioritize resources for engagement with under-

served and under-represented communities. When needed, include: translation, interpretation, 
food, child care, print materials, meeting facilitation, contractors and consultants. 

• Establish a reasonable timeline.  
• Plan sufficient time for effective techniques and compilation of community input at each step in 

the decision-making process. 
• Create a strategy for evaluation and accountability 

Guiding Questions: 
• What is the political and legal context of the project? 
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• How does this community involvement process advance the guiding principles in Chapter 2 of 
the comprehensive plan? 

• What equity (racial, ethnic, income, geographic) issues (disparate impacts, access) will be 
important to consider throughout this project? 

• What tools will be necessary to accomplish the community involvement goals? 
• Is there sufficient flexibility in the schedule to achieve the community involvement goals? 
• Will staff be able to respond to the community in a timely manner during the process? 
• How much time is required at each decision point? 
• What will a successful process look and feel like for the affected communities?  
• What will a successful process look and feel like for City staff? 
• What mechanism is in place to let community members know how their feedback will be and 

has been used? 
• How would the communities describe this project? 
• How will performance be tracked? 

Step 4: Implement the Community Engagement Process 
Comprehensive Plan Policies: 2.32, 2.33 

Now that the work of planning is complete, the job of implementation begins. The process of 
community engagement is dynamic. Expect to make process changes and adaptations from the original 
Community Engagement Plan.  

Expectations: 
• Review the community engagement plan regularly and document what adaptations have been 

made and why they were made.  
• For multi-year projects, build in resources to do a substantial evaluation at major milestones to 

guide any necessary course corrections.  

Guiding Questions: 
• Does the schedule need to be adjusted? 
• Are new concerns developing? 
• Does stakeholder identification and analysis need to be revisited? 
• Is the political/legal context changing? 
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Step 5: Report Results of the Community Engagement Process 
Comprehensive Plan Policies: 2.14, 2.32 

Whether your purpose is to educate, consult, involve, collaborate, or support shared decision-making, 
you will need to report the results of your community engagement process. It’s likely that you will begin 
reporting about the community engagement process during the implementation phase, but you will 
certainly be asked to summarize once the project wraps up. Remember that it’s much easier to 
summarize the community engagement process if you did a good job of tracking it during 
implementation. 

Reporting back demonstrates that stakeholders’ time and effort have been well invested. It also shows 
the community how their input has influenced the project, policy or program. The participants will 
appreciate their comments and concerns have been understood and accurately communicated to 
decision-makers.  

Expectations: 
• Summarize the community involvement activities for the project. This should include a plan and 

documentation of how it was implemented, including any measures of success. (For smaller 
projects, this may be very brief.) 

• Provide documentation of feedback that was collected, and indicate how it was used. 

Guiding Questions: 
• Have you described all of the community involvement elements of your project? 

• What are the lessons learned from this process? 

• What worked well and what did not work well, and why? 

• What community involvement practices would you recommend for staff working on future 
projects that are similar? 

• What changes did you make along the way to your initial Community Engagement Plan, and 
why? 
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Step 6: Evaluate the Community Engagement Plan 
Comprehensive Plan Policies: 2.14, 2.34 

Every project should include an evaluation of the effectiveness of the community involvement process. 
The evaluation is an opportunity to reflect and share insight about opportunities and challenges. It also 
enables recommendations to be incorporated into future community engagement processes.  

Expectations: 
• Tie the final evaluation to the plan’s goals and objectives. 
• Include observations and recommendations from the public as well as the project staff. 
• Report the findings of the evaluation, and lessons learned. For larger projects, findings, 

highlights, and lessons learned should be shared with the CIC, project team, advisory committee 
and the public. Smaller projects should wrap up at the end with a project team debrief on what 
worked well, what didn’t work well, and what should be changed in the future.    

Guiding Questions: 
• What was your greatest challenge? How did you overcome it? 
• What was your greatest success? What are you most proud of? 
• What do you wish you had known going into the process? 
• What would you have done differently if you could do it over? 
• What advice do you have for yourself or others working on future projects? 

Examples of Tools: 
• Informal feedback from stakeholders on a routine basis 
• Short questionnaires following events 
• Peer evaluations as strategic points for professional feedback 
• Team debriefs following meetings and events to discuss needed adjustments 
• Community telephone or web-based surveys  
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Legislative Touchpoints and Resources 
All community involvement activities should comply with federal, state, and city laws. This is not a 
complete list, and should be considered a starting point. Many of these laws require action at many 
levels of the project, not just a single action. There are resources available at the City to help you 
navigate the requirements and make your project better along the way.   

City Requirements and Guidance 
The Financial Impact and Public Involvement Statement is required to be submitted with all City 
Council resolutions, ordinances and reports.  The statement is a synopsis of the public input that 
was considered in the development of the legislation.   

Portland’s Public Involvement Principles guide City officials and staff in establishing consistent, 
effective, and high quality community involvement.  

The Public Involvement Advisory Council (PIAC) works to: 

• Develop guidelines and policy recommendations for citywide public involvement, to be 
presented to City Council for approval. 

• Provide support and advice to City Council and City bureaus with implementation of 
shared public involvement guidelines and best practices. 

• Encourage ongoing collaboration between the community, City bureaus and City Council 
in the development of shared public involvement guidelines 

Portland’s Public Involvement Best Practices Program is dedicated to supporting the City’s 
community involvement activities.  

Portland’s Citywide Racial Equity Goals and Policies are binding City Policy, providing a guidepost 
for City employees and leadership to follow, to achieve the racial equity goals. 

State Requirements 
Oregon’s Statewide Planning Goal 1: Citizen Involvement OAR 660-015-0000(1) lays out state 
requirements for public involvement in planning. 

Oregon’s Public Record and Meetings laws requires transparency in all public meetings. 

Federal Requirements and Guidance 
The City’s Office of Equity and Human Rights provides support to City staff in working to meet 
and exceed the requirements of federal civil rights laws. There are City plans and programs in 
place to support the ADA and Title VI requirements. 

The Americans with Disabilities Act (ADA) requires that all city activities be made accessible to 
persons with disabilities. 
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Title VI of the Civil Rights Act of 1964 declares that no person in the United States shall, on the 
ground of race, color, or national origin, be excluded from participation in, be denied the 
benefits of, or be subjected to discrimination under any program or activity receiving Federal 
financial assistance. As Portland receives Federal financial assistance, discrimination is 
prohibited for all City activities. In public involvement activities, the City must provide 
interpretation and language assistance, avoid or mitigate environmental injustice, and ensure 
that all people are able to participate in meaningful public involvement.  Title VI also requires 
robust collection, analysis, and use of data about demographics, needs assessments, burdens 
and benefits, and more.  

Other Guiding Documents 
American Institute of Certified Planners (AICP) Code of Ethics and Professional Conduct 

Federal Plain Writing Guidelines 
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Appendix B: Selected Terms from the 2035 Comprehensive Plan 
Glossary  
 

Community: A group of people with a shared sense of identity or belonging. 

Environmental justice: The fair treatment and meaningful involvement of all people regardless of race, 
color, national origin, or income with respect to the development, implementation, and enforcement of 
environmental laws, regulations, and policies.  

Equity: When everyone has access to the opportunities necessary to satisfy their essential needs, 
advance their well‐being, and achieve their full potential.  

Transparency: Reliable, relevant, and timely publicly available information about government activities 
and decision making. 

Under‐represented: People and communities that historically and currently do not have an equal voice 
in institutions and policy‐making, and have not been served equitably by programs and services. 

Under‐served: People and places that historically and currently do not have equitable resources, access 
to infrastructure, healthy environments, housing choice, etc. Disparities may exist both in services and 
outcomes.  
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Appendix C: PBOT Tier Recommendations 

When the Portland Bureau of Transportation (PBOT) is entering into a legislative process, PBOT will 
follow Tier 1 requirements for community engagement. When implementing non-legislative projects, 
PBOT will follow Tier 2 community engagement requirements. The difference between the two are that 
Tier 1, by state law, requires findings against Comprehensive Plan Chapter 2, while Tier 2 does not. 
Therefore Tier 2 projects will be responsive to PBOT’s transportation-specific and in-house community 
engagement protiocol, rather than to the Comprehensive Plan Community Involvement Committee. 

Tier 1: Legislative Projects: 

• Follow Comprehensive Plan Chapter 2 and write findings against how the policies have been
implemented

• Aim to schedule early consultation, a mid-way check-in, and a follow-up with Comprehensive
Plan Community Involvement Committee on community involvement planning, implementation
and evaluation.

• Follow TSP Section 3: Community Involvement

Tier 2: Non-legislative projects 

• Do not write findings against how the policies of the Comprehensive Plan Chapter 2 have been
implemented

• May consult with the Comprehensive Plan Community Involvement Committee on community
involvement planning, implementation and evaluation.

• Follow TSP Section 3: Community Involvement Objectives
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Exhibit O – Further Refinement Directive 

The Bureau of Planning and Sustainability is directed to evaluate the Comprehensive Plan 
designation and zoning of the following sites, and bring appropriate recommendations bac to 
Council for further consideration. 

a) 7008 SW Capital Hill Rd
b) 9808 N Edison St
c) 4931 – 4947 N Williams Ave
d) The Marquam Hill mixed use node

(multiple parcels)
e) 4836 SE Powell Blvd
f) 310 NW 23rd Ave
g) 4337 NE Prescott St
h) 4543 SE Harney Dr
i) 5727 SE 136th
j) 506 NE Thompson
k) 25 N Fargo Street
l) 3138 WI/N Vancouver Avenue
m) 2525 NW Lovejoy Street

(and several abutting lots in medical office use).
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Exhibit P – Transportation and Parking Demand Management Directive 

The Bureau of Transportation is directed to to take the following further actions regarding 
Transportation & Parking Demand Management:  

A. Prior to effective date of the 2035 Comprehensive Plan and associated early implementation
actions, clarify administrative process for TDM requirements in the CI Zone and
Commercial/Mixed Use Zones sufficient to facilitate the approval process in development
review and to ensure adequate administration of new program requirements, including:

a. Evaluation guidance for Campus Institutional zone mode split trends
b. Evaluation guidance for evaluating “current practices” in existing local Campus

Institutional zone TDM plans to assist in adaptation
c. Administrative procedures for implementation of the Commercial/Mixed Use zone TDM

requirement
d. Guidelines or standards for the required education/information materials in

Commercial/Mixed Use zones
e. Procedures for administration of surveys in mixed use zones, including distribution and

monitoring

B. Develop and bring to Council for further consideration by July 1, 2018 an expanded (Phase
2) TDM policy for private development. This expanded policy should be developed with
input from stakeholders representing development, transportation service providers and
advocates, business groups, neighborhood associations, as well as other Portland bureaus,
including BPS and BDS. The expanded policy should address the following:

a. Appropriate strategies in the Central City
b. Approaches to maintaining on-going obligations for TDM incentives (beyond the one-

year requirement being adopted initially for commerical/mixed use development)
c. Relationship to on-site parking supply and management
d. Relationship to on-street parking management, including the Parking Management

Toolkit and proposed residential permit programs for high growth mixed use centers and
corridors

e. Opportunities to expand TDM program to engage existing development

C. In tandem with a Phase 2 TDM policy, bring recommendations to Council for the following:

a. Further changes to Zoning Code Chapter 33.266 (Parking, Loading and Transportation
Depend Management), including recommendations to increase or decrease the minimum
or maximum number of required off-street parking spaces, as appropriate
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