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EXECUTIVE SUMMARY

This document contains information developed to enhance
the efforts of the Hillsdale ‘Vision Group in making Hillsdale
a more accessible and pedestnan-fnendly community.
“There are three primary focus areas in the document.

¢ A Pedestrian and Bicycle Accessublllty Improvement
Study. The purpose of this study is to identify potential
pedestrian and bicycle routes to the Hillsdale
commercial core. It also suggests methods to implement
pedestrian and bicycle accessibility, connectivity, and
contmunty to the surroundinig area.

¢ A Street Reclassification-Report. This report describes
_ the process for street re-classification in the C:ty of
Portland., and considers the issues which may arise in
this progess. Down-grading Capitol Highway to a
may reduce traffic volumes on thjs,busy artery, théreby
fostering a pedestrian. and bi¢ycle atmosphere.

¢ A Business District Access and Circulation Study. This
part of the document critically explores current
conditions in the Hillsdale commercial area, suggests
alternatives to improve some problems with traffic flow
and bicycle/pedestrian access, and strategies to
implement these alternatives.

Included as an appendix.to the document is a Community
QOutreach Repon This report identifies some strategles to
establish a strong base of commumty participation and
input in the planning process. It is provided to strengthen
the implementation of the recommendations and
alternatives herein.




A BRIEF HISTORY OF HILLSDALE

Located in southwest Portland in the valley of the Tualatin
Hills, the commercial district of Hillsdale is neither city nor
neighborhood. It's present form owes much to its
transportation hnstory Prior. to. the 1930's, Hillsdale was
mainly a dairy commumty As the demand for developable
land close to downtown, Portland grew, so did the need for
roads. The first major transportatiori route through
Hillsdale, the Southern Pacific Railroad, became Bertha
Boulevard, and what was once a rural path- to Salem,
Capitol .Highway, grew ta a four lane road slicing through
the middle of Hillsdale.

The construction of Begverton- Hlllsdale Highway, which
improved access to and from the’ west, greatly influenced
Hillsdale's development to that of an autb-dependent
community. What was once valuable farmland turned to
prime commercial property. Roadside feed stores and food
markets became gas stations and shopping centers.

Unlike the streetcar neighborhoods of older_ Portland
commercial zones, the classic zero-lot line storefronts
never surfaced, in tms rural area. Instead development
patterns fell ‘slave to the automobile,.and the essence of a
pedestrian-friendly environment was neglected.

The, residential neighborhdods ‘of Hillsdale were not
established until after World War Il and, ‘consequently, were
built to, be accessible only by automobile. Segregated land
uses and low density housing turned Hillsdale and its
surrouniding neighborhoods into a classic postwar
suburban auto-dependent community.

Hillsdale is now at a turning point. The past fifty years of
automobile orientation has taken jts toll on the people of the
community. They wish’ fo re- shape Hillsdale into a more
pedestrian orienteéd environment - a place of destination,
not pass-through. ‘They réalize these changes will not be
easy, especially in an area that has histotically. been a
major transportation link to the West Hills -and beyond, but
they are determined to do what they can to implement their
visions.



HILLSDALE VISION GROUP

The Hillsdale Vision Group (HVG) consists of a group of
motivated area citizens who are concerned about the auto-
oriented way that Hillsdale has developed and want to see
more balance and connectivity in the area. They represent
property and business owners, residents, neighborhood
associations, schools, and planning organizations. They
are determining what constitutes "community” and how to
improve neighborhood linkages to promote interaction
between people. They understand what makes Hillsdale
special - such as its schools, proximity to downtown, and
neighborhood activism - and plan to use these elements to
strengthen Hillsdale as "a safe and pieasant place to live."

PSU/HILLSDALE WORKSHOP GROUP

We are students from Portland State University's Master of
Urban and Regional Planning program. As our 1993-1994
workshop project, we chose to work with the Hillsdale
Vision Group. We see Hilisdale as a community that is a
"suburban development" and feel a commitment to help find
methods to make it more suitable to adaptation and change.
This offered us an exciting opportunity to become involved
with the community planning process, address close-in
suburban issues, and delve further into the technical
aspects of multi-modal transportation planning. We met
with the Hillsdale Vision Group in December 1993 to learn
more about the issues in Hillsdale, the needs of the
community, and determine a scope of work. Together we
agreed that our workshop group would provide three
products: 1) a map outlining current pedestrian and bike
linkages; 2) a document of street classification process; and
3) a commercial district circulation study.

During the next eleven weeks, we became emersed in
Hillsdale. We explored the area, attended weekly Vision
Group meetings, talked to area residents and planning
agency representatives, and collected relevant data.
Throughout the term, often at great length, we discussed
our findings with each other and pooled our various skills
and new found knowledge to develop the products
requested by the HVG. Through this community planning
process, we recognized that citizen involvement is an
integral element in realizing community vision. We have,
therefore, included an additional report, including in the
appendices, outlining strategies to establish a citizen
participation base.




1. PEDESTRIAN AND
BICYCLE ACCESSIBILITY
IMPROVEMENT STUDY




Purpose

Need

Pedestrian and'Bicycle

Accessibility Improvement
Study

The purpose of this study is to identify potential pedestrian
and bicycle routes to the Hillsdale commercial core and to
suggest methods, to implement pedestrian and bicycle
accessibility, connectivity and coentinuity to the surrounding
community.

The area around Hillsdale has developed with the
automobile as the primary means of transportation. This has
resulted in inadequate provisions for other modes such as
bicycling or walking. For example, on most streets around
Hillsdale the right-of-way is wide enough to accommodate
sidewalks and bicycle paths, but the streets were only
excavated and built for automobile traffic. It is easy to
believe the street-ends at the edge of the paving, but most
often-where people park-their cars and plant hedges is public
right-of-way. Most of us, at one time or another, have
probably walked along -a busy street with no pedestrian
accommodations and felt uncomfortabie or vuinerable to the
automobiles passing by. The great tragedy in all this is that
many people .have abandoned or forgotten about the
possibility of getting around by foot or bicycle and use their
vehicles for even very short trips.

If people are to be able to walk: or bicycle, there must be an
opportunity to do so in our street network. Now there is little
choice.




Structure

Description

Fhis report is divided into three sections:

Route Identification

Process

Study Area Boundary

Catchment Areas

Existing Networks and Conditions
Proposed Pedestrian and Bicycle Routes

‘Street Design

Sidewalk and Bicycle Path Checklist
Possible designs

implementation

Route Priorities
Community Support. Strategies

The first section of this study describes the process of
identifying possible pedestrian and bicycle routes that lead
into the commercial area. The routes identified take into
account proximity to the commercial core, connectivity
between commercial core and existing pedestrian and bike
ways, and ease of continuity between places.

The second section looks at design planning. The area
around Hillsdale offers challenges to designing street

hetworks that accommodaté several modes of

transpoftation. Limited right-of-way, topography, parking,
environmental zones, and costs mean that no standard
application of sidewalks and-bicycle lanes can be used for

thé entire drea. The individual needs of each route has to be

addressed in order to effectively balance this multi-modal
concept.

The third section addresses the implementation strategies of
pedestrian and bicycle routes. Some routes in the Hillsdale
area are in need of immediate attention due to the absence
of any pedestrian or bicycle pravision, and others do not
need to be considered until redevelopment projects begin.
Because of the varying needs and time differences, the
proposed pedestrian and bicycle routes are prioritized in
three categories: high priority, medium priority, and low
priority. The implementation section also discusses
strategies to gain community support for the various
pedestrian and bicycle projects.



Purpose

Process

3

Route identification

The purpose of this first section is to identify possible
pedestrian and bicycle routes that provide access to the
commercial core of Hillsdale. Thése routes are intended to
become links to the surrounding community supporting a
balanced transportation network for the area as a whole.

The process for evaluating and determining potential
connectivity and accessibility to the Hillsdale commercial
core for pedestrians and bicycles involved a six step
process.

" 1. Identification of Possible Routes

Routes that would provide reasonable pedestrian and bicycle
access to the commercial core were identified. These
ingluded roadways &@nd non-roadways, such as pathways
that may or may not currently exist.

2. Evaluation of Existing Conditions

This involved, evaluatang the physical environment for factors
that were believed tq affect pedestrian and bicycle travel
behavior. For example, an inventory of existing sidewalks
was done ‘because this may affect a pedestrian’s travel
decisions.. Other factors that. might affect travel decisions
(such as .a person's perception of crime) were not evaluated
becatse they are beyond thé scope of this analysis.

3. Identification of Constraints

This step involved assessing conditions that negatively affect
the decision to walk or bicycle (e.g. very steep topography),
or may prohibit modifications. "

4. Identification of'ngortun?ties

Elements within the environment that may enhance
pedestrian and bicycling travel behavior (e.g. fairly level
topography)
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Study Area
Boundaries

5.Evaluation of Existing Conditions Against Criteria

After compiling and analyzing existing conditions,
opportunities and constraints, the potential routes were
evaluated against the-following criteria:

> Proximity to the commercial core,-nodes of activity,

"feeder” routes, residential areas, and transit.

¢ Ease of connectivity to other routes, nodes of activity,
transit, residential areas and commercial core.

* Ability to support/contribute to a continuous network of
pedestrian and bicycle facilities.

6. Potential Pedestrian and Bicycle Routes

The potential pedestrian and blcycle routes are the result of
a thorough analysis of the preceding five steps. The
poténtial routes are presented‘ by'catchment area. Each
catchmént area contains the opportunities and constraints of
that particular area.

* It should be notéd that the pedéstrian and bicycle routes
. selected in this study are not by any,means a final decision;

they are concepts of how streets around Hillsdale can be
adjusted to actcommodaté modes of transportation other than

the automobile. The identified routes are the result of a
loglcal and rationat approach to determine the most likely
routes. to increase pedestrian ‘and bicycle access to the
commeicial core of Hillsdale.

Pedestrian Boundary

The pedestrian area bgundary for the Hillsdale pedestrian
accessublllty study is a concentric ring. For this analysis, an
imaginary 1/2 mile radius was drawn around Hillsdale using
the intersection of Sunset Boulevard and Beaverton-Hillsdale
nghway as the center. This point was chosen arbitrarily
since Hillsdale does not currently have an "official® center.
A 1/2 mile radius was chosen because this is a standard
walking distance for the average. person.

Bicycle Boundary

The bicycle analysis considered routes in a one mile radius
around this commercial core. This was done to analyze
possible connections to other existing and planned bicycle
routes in the area and to Multnomah Village.



Catchment
Areas

Existing
Network

Observations

To aid in the identification of potential routes leading to the
commercial core of Hillsdale, catchment areas were
identitied. .Fhese catchment areas attempt to capture "flow
channels" of pedestrianis or bicycle movement to the
commercial core. Various physical factors such as
topography, street pattern, distance, connectivity determine
the -éxtent to which people use these catchment areas.
Map 1.1 shows the catchment areas with conceptual
pedestrian and bicycle movement.

This section examines thé existing physical network of
pedestrian and bicycle facilities around the Hillsdale
commercial-core. Other existing conditions will be presented
by catchment area

Pedestrian Network

To evaluate the pedestrian environment around Hillsdale, a
physical inventory of the existing pedestrian walkways was
completed using the classification method described in
Appendix W, Southwest Portland has a variety of pedestrian
walkways in addition to the typical sidewalk that serve as
pedestrian walkways and need to be included if they
accommodate pedestrians. Map 1.2 shows the results of
this inventory. From this inventory some general
observations can be made.

Sidewalks are not very common throughout the area.

Sidewalks that do exist are often discontinuous.

Most notable is the lack of sidewalks leading from

outlying areas into the commercial core.

S.W. Sunset Boulevard and S.W. Beaverton-Hillsdale
Highway have edgeline shoulder separation walkways
that lead into the commercial core but function primarily
as bicycle paths.

Pedestrians southwest of Hillsdale do not have any
reasonable means to walk to Hillsdale. S.W. Bertha
Court and S.W. Capitol Highway do not have walkways.



Qbse,rva,t'ions

Bicycle Network :

A physical inventory was .completed for existing bikeways
(see Map 1. 3) using the classifications outlined in Appendix.
Planned routes were also included. Some general

obseryations are; .

Existing bike lanes, alongB?aaverton/HilIsdale Highway
and Bertha Boulevard do not eonnect and striping paint
has faded in places.

A bike lane is planned along Terwilliger Boulevard

. where there is currently.a. multi-use trail. The City of

Paortland is making this improvement because the
volume of pedestrian and skating traffic make this
dangerous for bicycle activity. This project is scheduled
to be completed by summer of 1994.

Barbur Boulevard is currently designated as a planned
bikeway between Hamilton Street and Bertha
Boulevard. Implementation of this plan will be slow due
to financial constraints. Sections will be completed as
exactions by people wushmg ‘o develop along Barbur.

Vermont Street, west of Bertha Boulevard, is classified
by the City of Portland as a “shared roadway" due to its
width and lowet vdiume of traffic..

Roadway shouiders varyin width and are often too
narrow forcing bicyclists’into the roadway. This is
particularly evident along SW Capitol Highway, the most
direct cofnéctor-to Multnomah Village. ’

There are many low traffic, scenic roads that are
pleasant for biking, however, the abundant number of
hills present a natural cpnstramt for many potential
bicyclists.
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Proposed Routes
By Catchment
Area

Catchment Area #1

Catchment Area #2,

Catchment Area #3

Catchment Area #4

Hillsdale's unique street pattern funnels numerous .local -
service- streets into only a few streets that enter intc the
commercial core. Those streets that do have been identified
as -possible pedestrian and bjcycle routes. Map 1.4 shows
the different routes in the Hilisdale .area. Some of the
proposed routes are in locations that do not have any access
at the present.time. These rqutes are conceptual and may
be developed in the future. Thé fallowing section describes
these routes by catchment areas. The ideas presented here
are by no means the only possibilities for improved
pedestrian and bicycle accessibility. The community is
encouraged to elaborate on these alternatives or explore
new ones.

Pedestrian and-Bicycle Routes

S.W. Sunset Boulevard

S.W. Cheltenham Drive

S.W. Capitol Highway-(east of Hillsdale)
-‘New Access from S,W. Sunset

+S.W. Kanan Street and S.W. 18th Drive
New Access from S.W. 18th Drive

R

S.W. Bertha Court

S.W. Bertha Boulevard

S.W. Gapitol Highway (west qf Hillsdale)
S.W. Beaverton-Hillsdale Highway

e o » @

S.W. Bertha-Court
Mary: Rieke Access Road.
S.W. Chestnut Street .

[ ]

10
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SW Sunset
Boulevard

SW Cheltenham
Drive

SW Capitol
Highway

New Access

Catchment Area #1

This segment of Sunset Boulevard has potential to
accommodate ‘more pedestrians and bicyclists. Several feeder
routes funnel into this portion of S.W. Sunset Boulevard. Of the
sixty foot ‘right-of-way‘in the section between S.W. Dewitt and
S.W. 18th Drive, 28-30 feet is paved. This is used for two lanes
of traffic with shoulder striping on the west side for pedestrians
and bicycles.

‘The segment of S.W. Cheltenham Drive between S.W. Capitol
Highway and S.W. Westwood Drive is a potential pedestrian
and bicycle route. It is also fed by several streets before it
enters the commercial-core. Of the 50' right-of-way, 29 feet are
paved.

Another poétential pedestrian route is along S.W. Capitol
Highway between S.W. Cheltenham and S.W. Terwilliger.
Currently, an edgeline shoulder separation exists for eastbound
and westbound bicycle traffic. No sidewdlks connect Hillsdale to
the area to the east; Which .includes the Willamette Greenway
and a multipurpose recreational trail..

If the area north of the.commercial core redevelops in the future,
accéss from S.W. Sunset Boulevard may be desired to facilitate
pedestrian and bicycle movement. Potential access points
could be at the intersection of S.W. Sunset Boulevard and S.W.
Pendleton Street and at the parking Iot entrance across from the
library (nearest intersettion S.W. Sunset Boulevard and S.W.
Dewitt).

11
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SW SUNSET BIVp ~ SW CHELTENKAM ~ SW CAPITOL kwY

ng ‘ ERCIAL

m  PROPOSED PEDESTRIAN 3 * ¢ BF
BICYCLE ROUTES NODESOF ACTIVITY
5 FEEDER ROUTES H) STEEP GRADE
(g_pr!t)ofrlum?e{s| Constraints
*Right-of-way potentia *High traffic level
(S.W. Cheltenham and S.W. Sunset) (s,lsv_ éaap';o;eﬁgiway)
*Proximity to the commercial core *Potential grade problems for sidewalk
*Feeder streets (S.W. Capitol Highway)

(to S.W. Sunset and S.W. Cheltenham)
*Relatively low traffic levels

(S.W. Cheltenham)
*Connections to Fairmount Bivd.,
Terwilliger Bivd. & Willamette Greenway
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. SW Kanan St

SW 18th Dr

New Access

Catchment Area #2

S.W. Kanan Street.is a narrow street (20'-30' ROW) between
S.W. 18th Drive and S.W. 25th Avenue. This street could
provide.an important connection between the school and the
commercial core.

Pedestrian and bicycle access could connect the
neighborhood to the north. A pathway could exist on the
unimproved right-of-way of S.W. Martha between S.W. 23rd
Avenue and S.W. 25th Avenuge, where an existing pedestrian

‘ bndge crosses.the creek (see Figure ). Currently this area

north of the school has trees and brush growing in the right-
of-way. A pedestrian and bicycle only pathway would
complete this connection and provide an important link for
the pedestrian bridge.

The right-of-way on S.W. 18th Drive is 50 feet and could
accommodate pedestrians and bicyclists. S.W. 18th may
lead to new points of access into the commercial area.

Currently, there is no public right-of-way to the commercial
core along S.W. 18th Drive other than proceeding to the
intersection of S.W. 18th Drive and Beaverton-Hilisdale
Highway. As mentipned above, if the area to.the north of the
commercial core redevelops, it might be feasible™¢ create
access for pedestrians and bicycles from S.W. 18th Drive.
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Opportunities

*Relatively low traffic levels

*Right-of-way potential

eExisting bridge to nearby
neighborhood from school

*Proximity to the commercial core

eimproved safety for school students
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Constraints .

»Steep topography

*Distance between activity centers

eFanno Creek Overlay

*Right-of-way needed to create
northern access into commercial
core.
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SW Capitol
Highway (West)

SW Bertha
Boulevard

SW Bertha
Boulevard

SW Beaverton-
Hillsdale Hwy

Catchment Area #3

S.W. Capitol Highway, west of Hillsdale, is a potential route
to accommodate pedestrians -and. bicyclists. The City of
Portland plans to study S.W. Capitol from Portland
Community College to Hillsdale in the near future.
Pedestrian and bicycle accommodations along S.W. Capitol
will be addressed in this study.

In addition to the 5' wide sidewalk for pedestrians, the 30'
wide road surface on the viaduct should accommodate both
motor vehicles and bicycles.

Between SW 30th and SW Beaverton-Hillsdale Highway

Access to S.W. Bertha Boulevard js possible from the uphill
side or the downhill side. .A route such as Bertha Boulevard
is easiest to travel because people in the area need only
walk up or down to this.level grade and then proceed into
Hillsdale. Bertha ends at S. W. Beaverton-Hillsdale Highway
where the pedestrian and bjcycle pathways from_this street
could join.

Between SW Vermont and SW Beaverton-Hillsdale Hwy

This section of Bertha currently has no bike lanes or
walkways. It is a difficult connection because of its limited
shoulder, heavy traffic movement, and no crossing facility at
the intersection with Beaverton-Hillsdale Highway. This
short segment is the direct link between two important bike
lanes and should be improved.

Currently, a bicycle pathway provides access along S.W.
Beaverton-Hillsdale Highway into the commercial core.
Sidewalks are discontinuous and absent at the entrance to
the commercial core where several street convene and
create difficult pedestrian conditions. If this section is
selected for improvement, sidewalk .access into. the
commercial core should be carefully evaluated.-
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*Connection to activity centers
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*Difficult connections from local streets
*Grade prohlems for sidewalks

-Topography
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SW Bertha Ct

|

. |
Mary Rieke
Access Road

New Access

SW Chestnut

Catchment Area #4

This very narrow street poses significant safety problems for
pedestrians and bicyclists. The right-of-way is 30 feet and
the roadway is 20 feet. Pedestrian and bicycle access is
important on this street since it is a major connector to the
southwest of Hillsdale. Three.alternatives exist:

1) Widen the street for bicycles and pedestrians by acquiring
more right-of-way.

2) Close the street to vehicles and allow pedestrians and
bicycles only.

3) Divert pedestrians and bicycles to another route and leave
the street for vehicles only.

The large amount of open space used by the school is a
barrier to pedestrian movement between the commercial
core and neighborhoods to the south. Although there are
walkways -across the school grounds, they were designed
with access to the school in mind, not access to the
commercial area.

The connection to S.W. Capitol Highway presents some
problems that need to be addressed. The existing road joins
with the Wilson High School parking lot entrance. Three
alternatives are suggested.

1) Leave the connectian as.it is.

2) Leave the roadway, but create a new pedestrian/ bikeway

through the parking lot of the adjacent medical office
building.

3) Move the roadway to create a new aligned intersection
with S.W, sunset Boulevard.

If the commercial area south of S.W. Capitol redevelops, a
new route from the Mary Rieke Access road may be desired
to facilitate pedestrian and bicycle movement.

S.W. Chestnut extends to the southeast, past Wilson High
School, into a residential neighborhood. - The road is narrow
and serpentine with discontinuous sidewalks. S.W. Chestnut
connects with S\W. Terwilliger Boulevard near Barbur Bivd,
and could complete an important link to: and. from' these
roadways. Except for a few sections, the sidewalks are
almost complete. Where S.W. Chestnut turns into S.W.
Vermont, sidewalks resume and provide access towards the
Mary Rieke Access Road.

17

J

——
-

-

. !

B

ek

[ ™

e d

-3

PO



-1

L S

)

=)

SW VERMONT

%csmcﬂcﬂ%-‘ - -—-----—m-

N

ai’x’uvchz

‘6 W% chwfs/r?irr

U
&59 & &

5w BERTHA (T~ MARY RIEKE ACCESS ROAD

aK NODES OF ACUVITY

C  FEEDER ROUTES

Wy PROPOSED  PEDESTRIAV
+ BICYCLE ROUTES

Opportunities
sConnection-to area south of Hillsdale
~Right-of-way potential

skow traffic.levels .

*Connections for Students
*Panoramic views
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gonstraints

. *Safety concerns in school
.#Difficult connection into
commercial core area

*Connections to
Terwilliger dangerous

*Steep grade on S.W.
Chestnut




Street Design Planning

The area around Hillsdale will offer challenges when
designing street networks that accommodate several modes
of transportation. Limited right-of-way, topography, parking,
environmental zones,~and costs will mean that no standard
application of sidewalks and bicycle lanes can be used for
the entire area. The individual needs of each route will have
to be addressed in order to effectively balance this multi-
modal concept. The following chart is a checklist that can
assist in planning individual routes.

Sidewalk and Bicycle Pathway Checklist

~ Element:

Consider:

Unimproved right-of-ways

T Creating a pedestrian and bicycle only
pathway to create links

‘Existing right-of-way

Maximizing to accommodate all the
modes

Vehicle travel lane width

Decreasing to accommogdate the
addition of more modes

On-street parking

Necessary on both sides of the street? |

| Nature strips

Can help bu buffer pedestrian from traffic

Sidewalks Necessary. on both sides of street?

 Sidewalks Can other materials be used besides
concrete?.

Sidewalks Can sidewalk be separated from street

by storm drain?

[Storm drains

Keep open to reduce cost of covering

‘Bicycle paths

Necessary on both sides of street?

[ Bicycle paths

Is lane space. available on the upﬁill
side?

 Pedestrian/Bicycle paths

In what situation can bikes and
pedestrians share the same path?

Possible
Designs

The variety of factors that will influence each route means
different street designs will likely result. Pages * through*
show, in cross-section form, how the street can be
configured in a variety of ways to accommodate pedestrians,
bicycles, and automobiles. These cross-sections
demonstrate that carefully planned and designed
streetscapes can not only accommodate more-modes: but
can enhance the streets overall appearance.
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Example 1

2 sidewalks

*2 Bike lanes

2 vehicle lanes
*Parking one side

*Possible use of

S.W. Sunset Blvd.

Example 2

+2 Sidewalks

*2 bike lanes

2 Vehicle lanes
*No parking

*Possible use of
‘S.W. Capitol Hwy.
(west of Hillsdale)

Example 3
1 Sidewalk

«2 Bike lanes

«2 Vehicle lanes
*Parking one side
*Possible use of
S.W. Bertha Bivd.
(west of Capitol)

»
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Example 4

*Pedestrian and
bicycle only
pathway

*Possible use of
S.W. Kanan

Example 5

*2 Sidewalks

*1 Bike lane

*2 Vehicle lanes

*Parking both
sides

*Possible use of
S.W. Cheltenham

Example 6
*Sidewalk

above street
grade

*Bicycle lane at
street grade
*Possible use of
S.W. Capitol Hwy.
(east of Hillsdale)

)
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Example 7

«Exposed storm
drain
*Altemnative walkway

Example 8

2 Sidewalks

*2 Bicycle lanes

*1 Vehicle lane (one-
way)

*Parking one side

*Example of future

access into area north of

the commercial core.

Example 9
*Pedestrian
walkway
*Bicycle lane
*Parking lot
*Possible use of
Mary Rieke
Access Road
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Alternative
Streets

The City of Portland has standard street designs. These
include street width, grade, drainage, curb height and width,
bicycle path width and many others. Suggested concepts in
this study may not yet meet current guidelines. This is not to
say that they cannot be implemented; new inventive types of
walkways have never been tested thoroughly enough to
warrant adoption as an acceptable standard. New programs
such as the City of Portland's "Skinny Streets" or the interest
in alternative walkways and bike boulevards are examples of
creative methods that balance the streetscape for cars,
bicycles, and pedestrians. It may be possible to apply these
new concepts in the Hillsdale area. Ultimately, some of
these suggested pedestrian and bicycle routes may become
"test projects” for the area as a whole. If they can be built as
a demonstration project and analyzed for their performance,
they may be used on a greater scale.
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Route
Priorities

Implementation

The third section in this study addresses the implementation
of the pedestrian and bicycle routes. Some of the routes in
the Hillsdale area are in need of immediate attention due to
the-absence of any pedestrian or bieycle provision, and
some of the routes are long-term-proposals that wouyld not
need to be considered until othér development
redevelopment projects begin. Because of the vatying
needs and time differences, the proposed pedestrian and
bicycle routes are prioritized under three categones High,
medium, and low priority.

High Priority ‘
High priority routes have no or very Ilm?ed pedestrian and/or
bicycle facilities and have safety problems associated with
them. These routes are perceived. to have the greatest
potentlal to provide safe and convenient ‘access to the
commercial core. They should be promoted .and developed
whenever planned roadway projects are mplemented or the
appropriate funding is available.

Medium Priority

Medium priority routes are important to enhance pedestrian
and bicycle access to Hillsdale but do nat have the same
degree of saféty problems associated with;the roadway. and
traffic levels as high -priority routes.

Low Priority

Low priority routes can help increase pedestrian and bicycie
access to Hillsdale but depend on redevelopment of the
commercial core to warrant their implementation.
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Route Priority Chart

Route

High =

Meclium

Low
Priority

S.W. Sunset Boulevard ‘ ‘“’)

Priority

| Priority

S.\W. Cheltenham

| S.W. Capitol (east of core)

New Access.to commercial core
from S.W. Sunset

'S.W. Kanan Street

S.W. 18th Drive

New Access to commercial core from
S.W. 18th Drive

.S.W. Capitol Highway from S.W. 30th
to S.W N Cheltenham Drive

'S.W. Bertha Boulevard between
SW Dosch and lptersectlon
| with Beavertan Hillsdale Hwy.

SW Bertha Boulevard from
SW Vermont to intersection
| with Beaverton-Hilisdale Hwy

'SW. Beaverton-Hillsdale Highway
between S.W. Bertha Boulevard and
S.W. 18th Drive

.S.W. Bertha Court

Mary Rieke Access Road

Mary Rieke Access Road-

New Access to commercial core from

'S.W. Chestnut
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Community Support
Strategies

Assess Needs

Outreach and
Education

Community
Improvement
District

The first step when planning and designing streets to
accommodate several modes of transportation is to assess
the needs of the community. For example, a recent forum
held by the Bicycle Program in the neighborhood revealed a
greater interest in bike lanes over other types of bikeways
for travel in the area (due perhaps to topography). Without
consulting the people that will use the system or asking their
opinion on the placement of pedestrian and bicycle lanes,
later conflict will impede implementation. In short, Involve
Everyone!

Effective ways to establish a strong base of citizen
participation are discussed in Appendix A. Outreach can be
used as an education tool to alert community members
about their transportation options and available resources.
For instance, business owners may not know that a new
sidewalk may encourage more local foot traffic or that the
Bicycle Program will install free bike racks upon request.

Accessibility to Hillsdale should be the interest of the entire
community. Programs such as a Local Improvement District
(LID) require the property owners who have work done along
their property to pay for the work completed. People who do
not have property in these areas may benefit from sidewalks
and not have to pay for them. In Hillsdale, where the areas
in greatest need of sidewalks will fall on the financial burden
of a few property owners, it seems that in some way the
community should be responsible for the improvements.
Because the community benefits from being able to walk
and bike more safely, is it not logical that it should also pay
for the improvements? If this is so, there has to be a
method of assigning costs to each member of the
community. This could be a difficult task, and is beyond the
scope of this study. If the community is interested, then this
concept may be explored in greater detail.
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2. ROAD
CLASSIFICATION
PROCESS




OVERVIEW

HILLSDALE:A LOOK
BACK

Road Classification Process

This sectian is about: the.process for the City of Portland to
classify its streets. . We -begir with a little history of
transportation in Hillsdale. area; explain the process for
classifying and changing classifications of streets; and
conclude with a review of possible changes to Capitol
Highway-and the.impagct of these changes.

The Hillsdale area lies in the foothills of the Tualatin
mountains where routes to and from the west pass through.
The first major transportation route through Hillsdale was the
Southern Pacific Railroad, naw abandoned, with the-right of
way occupied by Bertha Boulevard Capital Highway, the
major thoroughfare dissecting Hillsdale, evolved as a rural
road that meandered south towards Salem.

Prior to the 1930's, Hillsdale was primarily a dairy farm
community. And, like many other roadside communities,
Hillsdale was forever changed with the construction of state
designated Beaverton-Hillsdale Highway. The intent was to
provide better access.to and from the west. From that time

- forward, Hillsdale would eéstablish itself as an auto-

dependent community. What was once precious farmland

soon became prime investment property, as Hillsdale
farmers: traded in cows for filling stations. Development

along the highway strip began with feed stores and fruit
stands, and evolved into gas stations and donut shops.

In its early form the commercial district in Hillsdale consisted
of commercial structures set back from the roadway to aliow
for the entrance of vehicles. The area was developed with
automobile transportation in mind not pedestrians. Stores
were set away from the highways and streets to allow
sufficient parking.in front, The pedestrians were left to fend
for themselves.

UPA LIBRARY
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STREET
CLASSIFICATION
PROCESS

The residential neighhorhoods of Hillsdale were not
established until after World War Il and, consequently, were
built with the intention that they would be accessible primarily
by automobile. Eventually, with the combination of

- 'ségregated’'land uses and low densities, Hillsdale and its
* surrounding neighborhoods evolved as a classic postwar

saburban auto-dependent community.

Hillsdale is now at a crossroads (no pun intended).. The last
several decades of automobile dependency are wearing on
the people of the community who wish to establish Hilisdale
as a pedestrian oriented environment and more'livable
Community".

Street classifications serve as a guide to transportation
project planning and management, and to land use
decisions. Street classifications are reviewed periodically to
keep them current and up to date. The formal process for
review and amendment is detailed in the 1992
Transportation Element of the City Comprehensive Plan.

There are several situations that could trigger this process.
The City currently has no formal process for a citizen or
group of citizens t0 have a street reclassified between
reviews. The Transportation Element states that the review
and approval process for amending the Transportation
Element 'should consist of review by the City Planning
Commission and approval by the City Council. To aid in the
review, the Commission may ask for report and comment
from City staff, citizens, neighborhood groups, and
representatives of surrounding government agencies.

The City of Portland Comprehensive Plan has a section for
Review and Updating of the Plan which explains: "Portland's
Comprehensive Plan will undergo a major review every five
years to assure that it remains an up-to-date and workable
framework for development. These reviews will include
technical evaluations, a report on the Plan's progress and
citizen involvement to evaluate the effectiveness. Formal
hearings will be held before the Planning Commission and, if
significant changes appear to be desirable,
recommendations for amendments will be heard by the City
Council who may them formally modify the Plan."

28
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CRITERIA FOR
CLASSIFICATION

According to, Portland Department of Transportation, Bureau
of” Plannlng, Planmng Commlssmn s office, and the
Comniissioner's office, there is no written process for getting
heard. by the Planning Gommission or the City Council. One
potential method may be as follows: 1) write a letter to the
Commissioner in charge of area in concern; 2) the
comnaissioner will then assign it to an agency for study and
recommendation; 3) the commissioner will decide if to bring
concern in front of a.commission or the City Council, in which
case it will be. placed on an official agenda; 4) the parties
with interest in the item on the agenda will then be glven time
to explain the item.

In essence, the process involves talking to the agency, in
this case the. Portland. Department of Transportation,
stressing concermn for the reclassification of the street and get
feedback as tq their concerns. If the proposal warrants
analysis then PDOT should bring it up for budgeting at an
appropriate time and place. |f the PDOT response is not
adequate or timely, then the parties interested can go
directly to a Commissioner who will probably, in tumn, require
further studies be done by the appropriate City staff The
commissiongr is responsible to-report to the City Coundil-on
the parties' right to address the Council, which in turn, can
decide whether to hear them.

Streets are classified in the Arterial Street Classification and
Policies’ as determined by the Portland Department of
Transportatlon These classifications -are published in the
Transportation Element of the City Comprehensive Plan and
are approved by the Planning Commission and ultimately by
the City Council.

Street classifications are based on their optimal traffic and -
transit functions, and grouped according to those basic
modal uses. "The classifications dictate what types of
automobile, truck, transit, bicycle, and pedestrian.use should
be emphasized on each-street (see Appendix 2.1), and how
future street 4mprovements and pub|IC and private

sdeyelopment relate to those uses.” The primary purpose of

street Classifications -are to correspond with land use
classifications, "Changes in land use shall not be approved
unless’ consistent with the street classifications."

29



RECLASSIFICATION
OF CAPITOL
HIGHWAY

Existing and future land use are two criteria in classifying
streets. The Transportation Element states "in the interest of
neighborhood _Stability, streets are generally classified in
keeping with exrstmg land uses and the Comprehensive
Plan. For instance; Major City Ttaffic Streets are designated
to serve“areds which are expected to generate large
volumes of automobile traffic in the future”(ref Appendix 2.1).
Other criteria, stated by the members of the staff, include
historical usage, current use, and future usage of the street,
especially on a regional horizon.

Oregon State Transportatnon Goal 12 is a factor in classifying
streets. The major emphasis of Goal 12 is to reduce vehicle
miles travéled (VMT) and reduce parking. The City of
Portland will be establishing a Transportation System Plan to
address the concerns of State Goal 12.  Street
Classifications and land use relationships wnll be important
considerations.

Capitol Highway is currently classified as a Major City Traffic
Street (ref Appendix 2.3), a Minor transit Street (ref Appendix
2.4), a Bicycle Path and a Pedestrian Path with crossings. It
is also a Major Truck Street. On the north side of the area
from Bertha Boulevard and Sunset Drive intersections with
Capitol Highway is the Pedestrian District Dewitt.

The Transportation Element says-that trafflc with no trlp ends
within a Transportation District should be encouraged to use

i
h(LLy Regional Trafficways and dlscouraged from using Major City

Traffic Streets. Over the years, the various transportation
agencies of Portland, the Region and the State have
collected traffic movement data (see Appendix2.2). In our
review of some of that data, it is evident that most of the
traffic is passmg through and thus few trips end inside the
Southwest District.

In accordance w:th the Transportatlon Element, S.W. Capitol
Highway within'the study area is also deSIgnated a Minor
Trans&t Street, while adjacent Bertha Boulevard is classified
a Major City Transit Street. Through the survey of transit
lines in the study area, however, the classification on both
streets are 'somewhat ambnguoUs Six bus lines including
one express bus are running on Capitol Highway, yet only
one line runs on Bertha (ref Appendix 2.5).
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TRAFFIC
CALMING

Capitol Highway is also ¢lassified as a Major Truck Route.
But our informal sample traffic counts indicate very few
trucks (with more than two axles) use the roadway section
between Beavertpn-Hillsgdale Highway and Bertha
intersection and Capitol Highway and Barber Boulevard
intersection. This classification needs further data collection
and.analysis.as to the reasons for its current classification.

The street classifications of the Transportation Element
should be periodically reviewed-by City staff every 5 years.
The next formal street reclassification review is slated for
1997, For the review, City staff should work with citizens
and staff of other agencies to develop sub-area
transportation studies to address special problems
associated with commercial interests and opportunities.

The HVG may have a chance to bring forth ambiguous City
street policies in and around Hillsdale in the next periodic
review. Although the Transportation Element does not
influence Tri-Met's. service decisions (ref Appendix 2.8 for
TriMet Route Development.Process), the classification could
dictate future. street- impfovements and public and private
development related to each traffic mode.

o A

" Pedestrian safety is one of the major concerns within the

Hillsdale community. Among various factors, the high speed
of traffic is the biggest threat to the common pedestrian.
Research has shown that pedestrians are often not injured
when hit by a car moving at speeds less than 20 mph. If
impact speeds are between 20 and 35 mph, injuries are
usually serious, while above 35 mph they usually result in
fatalities.

In the United States, speed fimjt signs have very little impact

-~ on driver speed through major. streets. Instead, drivers often

rely more on their own judgment of safe and reasonable
speed than those on posted limits.

in our observations the posted speed limit along Capitol
Highway (30 mph) is often overlooked by drivers. This surly
contributes to the uneasiness pedestrians must feel walking
along Capitol Highway. ‘©ne solution to such a problem may
come by way of traffic control devices. Some types of traffic
control devices change flow to a more "platooned" or
grouped traffic pattern rather than the simultaneous
thoroughfare that currently exists.
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FIG. 2.1

Keeping this in mind, a speed zone policy with some
geometri¢ (physical and visual) features to successfully
reduce the traffic speed in desired areas may be a viable
option. However, the impacts of these geometric features
should bé evaluated in terms of feasibility and effectiveness.
The- feasibility of the design‘alternatives -and the extent to
which they are likely to be successful in reducing the
problem are of primary concern.

A feasibility analysis may include the following issues:
whether ‘the’ costs of the proposal make its full
implementation questioriable; whether implementation would
be possible only if new ordinances were possible; or whether
a major Aew funding source would have to be established.

‘Traffic Volume, traffic speed, and traffic safety would be

researched in the effectiveness analysis.
Chokérsfan& Pavement Undul‘a‘tions

Chokers can be -used to widen a sidewalk at the point of
crossing.” These devicés wm reduce traffic volumes only
when they reduce the number of lanes of travel, but have
relatively insignificant effects on speed.

Deviations with additional landscaping (ref fig.2,1) are
another method for impagting traffic speeds and increasing
" pedestrian safety at crossings.

i sjb‘uu Tl T
sl I

Deviation with Areas for
Additional Lafdscaping
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Undutation

Pavement uiidulations (tef fig. 2.2) can be used for the
purposes of reducing speeds. This device has shown to
reduce the 85th percentile speed on the average between 14
and. 20 mph. It also- produces substantial reductions in
speeds on the road segmenit between undulations at spacing
under<800 feet. Accordirigly, its effect on traffic safety is
outstanding. A 1983 study of pavement undulations by a
subcommittee of the California Traffic Control Devices
Committee found that between 150 to 200 million vehicle
crossings of the 150'to 160 undulation on public streets in
the state- had taken place without incident. Therefore,
installing pavement undulations on Capitol Highway at either
end of the commercial core would work to create a speed
zone with some chance of success. However this may pose
as a serious problem fo emergency vehicles.

Traffic Signals

Because of their high cost, traffic signals are used only
where certain criteria of heavy traffic volumes and/or
accident experience suggest this to be necessary. Signals
almost always are used wheére a major street intersects
another major street, or an‘important collector street,

Timing the signals so that only platoons of cars may
progress from one light to the next may significantly reduce
that number of through trips. in Hillsdale. However, to
accommodate heavy peak. period demands (rush hour),
signalization should be synchronized so as to reduce likely
queuing(backup) that may result.
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Median Barriers

The median barrier is one of the few control techniques that
may still accommodate major traffic flow while enhancing
neighborhood integrity. A heavily landscaped median allows
traffic to maintain a steady flow, yet it restricts the
movements of uncontrolled left turns and entry onto a street.
A median barrier is most effective if dedicated to the entire
roadway stretch, rather than only at intersections and
crossings. Details of effective designs for median barriers
are prévalent throughout many design manuals. Warrants
and design details are also found in NCHRP Report 93,
"Guidelines for Median and Marginal Access Control on
Major Roadways," and NCHRP Report 118, "Location,
Selection, and Maintenance of Highway Traffic Barriers."
These publications are concerned primarily with the effects
barriers.have on major streets. Desirable design features
documented include:

- Location of a median barrier:should include consideration
of preventlon of through traffic and shortcutting; however,
access tq major traffic generators and emergency facilities
must be maintained.

- VJsibiIity is rarely a problem since major streets with
medijans are usually well lit. Use of reflectorized buttons and
“Right Turn Only" signs can improve visibility of the median
from the local street.

- - The end point of a median island should be designated to
minimize damage to a vehicle that strikes the end of the
barrier. If pedestrians are permitted to cross the major
street, protection can be dccomplished by use of sufficiently
wide medians with well maintained landscaping so as to give
the.pedestrians “captured" on the island a feeling of safety.

- Depending on the width of the median, it may provide
opportunities for urban gardens or other special
neighborhood-oriented landscape treatments, or even for
recreational uses.
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STUDIES:

Other Alternatives for Pédestnan Mobility Across
Capitol Highway

In Appendix2.7 there are. six bubble diagrams: The first is
intended to reflect the currerit situation (AS 1IS) with
pedestrians trying to cross Capitol Highway between the
north and south Commetcial core. The off street parking and
the highway are the main impediments. In Alternative 1 the
speeds along the highway nearthe commercial core would
be contralled with devices, and. parking would be moved
hehind the shops to reduce thé impediments for pedestrians.
In Alternative 2 the parking is placed at the ends of the
shops instead of behind. In Alternative 3 a Skybridge is built
across the highway to allow traffic to flow at desired speeds
but the costs could be a real pfoblem. Alternative 4 is a
Reclassification of Capitol Highway. Transit preference in
increased, a large park and ride structure is located nearby
and the main traffic flow is diverted to Bertha. Alterative 5
is-simply combining the two commercial areas into one to the
-north side. ¢f the highway.

Al} alternatives have positive and negative elements but at
least they present.some ideas to-be discussed and analyzed.

Pedestrian Crossings

We conducted a non-scientific, informal sampling to see how
the pedestrian traffic crossed. Capitol Highway between
Sunset Road and Bertha Court. Over a three day period at
various times of the day and with the weather cooperating

and not raining, we observed‘pedestrians crossing per Table
2.1.

TYPE OF CROSSWALK 16FEB94 15FEB94 14FEB94
LOCATION 07-0900 1020-1220 16-1700

Adult In__ 30 |47 40

Out = 15 14% [20 30% |11 21/5%
"Youth In__ 124 111 30

Out’ 1 4% 22 165% |7 19%
Al In 54 158 70

Out 6 10% 42 21% |18 20.5%
Total Both 60 200 88
(Table 2.1)
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In Table 2.1, the "In" and "Out" are for those pedestrians that

crossed the highway within of outside of the crosswalks.

The information in this table is not intended for use but rather

Lhisdsumey is .an example of the type of studies that need to
e done. :

Our conclusions are that more data needs to be collected on
pedestrian activity in this area and other areas such as the
-area west of Sunset from Capitol Highway for two to four
blocks, along Bertha Gourt and along Beaverton-Hillsdale
Highway from Bertha Court to Dosch. This type of data can
be used by PDOT to influence justification, choices, and
placement.of traffic control devices.

Future Studies

“There are not any studies in existence that show pedestrian-
traffic relationships in the Hillsdale area. We recommend that
studies of traffic flow and speeds be conducted along Capitol
Highway, Beaverton-Hillsdale, Bertha and Barber Boulevard
to allow for modeling of possible scenarios for changes to
traffic flow patterns in the commercial core district and
impacts on surrounding streets and areas.

It appears there is a conflict between current transit street
classification and usage. HVG should refer to Appendix 2.8
on how TriMet determines it's route structure and when.
Then HVG: could consider street classification changes for
PDOT to study based upon changes in bus routes and
ridership patterns.

Studies should be conducted to find out potential transit
usage as a percent of residents within one quarter to one
half mile of the commercial core. Then information could be
used in scenario studies to enhance pedestrian accessibility
by adjusting traffic patterns.

PDOT has budgeted funds (July 1994) for studying
transportation issués in Hillsdale. Concerned citizens of
Hillsdale-heed to inform PDOT officials about what they want
- studied based upon.outcomés they and their community
hope ta achieve. ™ '~
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3. IMPROVING ACCESS
AND CIRCULATION IN
THE BUSINESS DISTRICT
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Introduction

Ay

Improving ‘Access and
Circulationt in the

Business District

The Hillsdale business distriet*is located in Southwest
Portland, Oregon only three miles from the downtown. It is
centered along- Capitol. Highway, which carries a large
volume of auto and bus traffic.over the West Hills. The main
focus -area is bordered by SW ‘Cheltenham Road and the
entrance to Wilson High School on the East and the
intarsection of Beaverton-Hillsdale Highway and Bertha
Boulevard/ SW 18th .Drive on the West. Capitol Highway is
classified by the City of Portland as a major city traffic street.
The study area has been identiffed in the Transportation
Element of the. City of Portland :Comprehensive Plan as a
pedestrian district.

Recently, a considerable amount of attention has been
focused on enhancing pedestrian accessibility both into
and within this area. The Hillsdale Vision Group (HVG), a
coliection of area residents and other concerned parties,
was formed in 1992 to respond to a proposed "hus only"
lane on Capitol Highway. Since-the group's inception, their
scope of qterests has broadened and now includes efforts
to enharice the pedestrian district, among other issues.
Metro, the Partland. met[opohtan area regional government
responsible for regional land use and transportation
planning, has selected Hillsdale -as study site for potential
future urban.design alternatives as part of its "2040" long
range plannmg process. This work is being conducted by

ﬁ Calthorpe and Associates, an architecture and urban

design firm located in San Francisco, CA. Calthorpe's
effoits are directed toward offerlng design alternatives to
show how Portland can accommodate population increases
while mamtalnmg "lwablhty Part of the notion of
malntammg livability within the cny rests on decreasing the
dependence on automob:les and enhancing the
opportunities for pedestrians and bicyclists.




Background

Methodology
and Approach

The Hillsdale Business District is focused along Capitol
Highway between SW Cheltenham on the east and SW
18th Drive on the west.. Commercial development is
located on the North and South sides of the arterial. The
area also includes commercial development north of
Capitol highway along Cheltenham Road and Sunset Blvd.
Much of this area is zoned CG, or General Commercial, by
the City of Portland. The mix of activities in the business
district is broad. It includes neighborhood-oriented stores
and services such as hair salons and eateries, as well as
other types of activities such as medical, dental and
professional offices, and: specialty stores that attract
regional as well neighborhood business.

Currently, the primary access mode to the business district
is via personal automobile. Parking is free and plentiful.
The Jarge number of curb-cuts and building orientations
facilitate access by autos. The area is served by bus transit,
which s operated by Tri-Met, the regional transit authority.
Seven bus routes pass through Hillsdale, providing
frequent service to the area. Pedestrian and bicycle access

fo the business area is possible, but is impaired by a lack of

adequate facilities oriented toward these modes.

The study area was defined by following zoning and
property lines to delineate a “core" business district
separate from the greater Hillsdale community. The
boundary embodies an area which functions as a regional
retail center, drawing a market from not only surrounding
ne:ghborhoods but also from drive-by traffic on Capitol
Highway traveling between Beaverton and Portland. The
boundary separates the business district from the
surrounding low to medium density residential areas. Two
neighbqrhobds frieét in the busihess district: the Wilson
neighborhood ‘to the south of Capitol Highway and
Bridlemile-Robert Gray neighborhood to the north. Wilson
High School occupies a large site and bounds the study
area on the south. This large non-commercial land use and
the presence of high school students gives the area a
characteristic which distinguishes it from similar retail
centers in the City.
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Map 3.1 Land.Use Inyentory

Numerous site .visits were made, to the Hillsdale Business.
District to facilitate understanding of land uses and
transportation. .An inventory of current land uses was taken
and mapped (See map 3.1). A parking survey was
completed and a map was produced which shows the
relative_location and spacg occupied by parking in the study
area (See map 3.2).. Cantacts were made with city staff at
the Portland Department of Transportation and City

-Planning Office to discuss current plans for the area and

obtain documents pertaining to those plans. Some of these
documents include the Portland Transportation Plan, and
Planning for Transit (Tri- Met) Hillsdale Vision Group
meeting were attended regularly and weekly meetings were
also held by the authors, Qf this document. Work also
included field trips to other business districts to gain an
understanding of what factors make these areas more or
less successful for pedestrians and bicyclists.
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Existing
Conditions

Cheltenham to
Sunset

-

Sunset to SW 18th

Sidewalks and informal pedestrian pathways are the
principle arteries for pedestrian travel. An assessment of
the pedestrian realm of the Hillsdale Business District was
undertaken in January and February of 1994. Numerous
safety and access problems. were pinpointed, particularly
along Capitol Highway, the main pedestrian route.” The
following is an inventory of the condition of the pedestrian
realm in the Hillsdale Business District.

Capitol Highway, North Side:

Activities located in this block include a restaurant and a
vacant lot that was formerly used as the site of a gas station.
An under-developed asphalt sidewalk fronts the restaurant;
the vacant lot is currently fronted by a concrete sidewalk.
Approximately four/ fifths of the restaurant lot is dedicated to
parking, which is devoid of landscaping. Both pedestrian
areas are in need of repair as the. surfaces are uneven and
inconsistent. Unnecessarily large curb cuts and the lack of
a substantial curb may create pedestrian safety problems
due to potential conflicts with vehicles. -

The block between Sunset and 18th fronts a variety of
business activities. Uses include two gas stations, a bark,
restaurants, and several small retail and service
establishments. Structures in this block generally have a
péfpendicular orientation to Capitol. Several of these
sfructures have little setback from Capitol, and the narrow
pedestrian:-area is fitted between the buildings and the
street. Parking exists both between the structures and
behind them, and is accessed by several large curb cuts
along the street. There are approximately 175 parking
spaces oni this block -alone.

The' pedestrian realm is typified by an irregular sidewalk
pattern where some: uses are- fronted by an eight foot
concrete sidewalk, ‘while others*are fronted by a narrower
sidewalk. Some land uses are aiso fronted by an
undefined asphalt pedestiian sttip. Most of the curb cuts
are also asphalt. This lack of definition adds to confusion
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LEGEND

Location of Parking

Map 3.2 Parkirig Location

and potential pedestrian/auto conflicts. Street trees, utility
poles, street signage, neighborhood landscaping and
clapboard signs -currently compete for space with
pedestriang. This has resulted in a ‘situation where
pedestrians must "slalom" around the obstacles in order to
move from place to place. : :

The sidewalk surface jtself is very irregular and lacks
definition. Surfaces change from concrete to asphalt;

‘widths and grades also change. ‘Of particular concem is the

sidewalk at the transit’stop néarest to Sunset. Here, the
sidewalk surface is cracking, broken concrete, and is
constructed at levels that do not match the curb height. This
creates a hazard for transit users, particularly those with

‘walking disabilities.
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Wiison High School

Entrance to Bertha
Court

Sunset Blvd.,
Capitol to Dewitt

IS

Capitol Highway, South Side:

Capitol Highway between the entrance to Wilson and
Bertha Court is home to a variety of activities. These
include an auto repair facility, a pharmacy, several small
retail and service éstablishments such as restaurants and
salons, professional offices, drive-up and walk-up fast food

outlets and a large specialty-oriented grocery store.

Structures on the east end.of the block include smaller free-
standing structures with little off-street parking. Structures
on the west end have considerably more parking and are
both free-standing and attached. The block.is dominated by
several semi-attached one-story. structures that have a
parallel orientation to Capitol Highway. Parking for'these
structures is accommodated in front, between the structures
and the pedestrian realm.

The pedestrian realm fronting Capitol Highway along the
majority of theé block is an 8' concrete sidewalk that is more
consistent in surface quality than the opposing side of the
street. In certain areas,; however, it is paved in asphalt and
is poorly defined. This -condition occurs primarily on the
west end of the block. Once again, street trees, utility poles,
street signage, landscaping, and phone booths compete for
space in the area and create obstacles for pedestrians.
Autos parked in spaces abutting the sidewalk also
overhang into the area, redycing the pedestrian space
further. Potential conflicts exist with autos at the numerous,
wide curb cuts. A narrow strip has been painted on this
block of Capitol Highway for bicyclists.

Activities along the east portion of the street include
restaurants, retail and service establishments, a vacant
parcel (corer) and.a public library. Structures on this side
of the street have both parallel and perpendicular
orientations and parking for the-facilities is provided off-
street in [ots adjacent to the structures. A concrete sidewalk
adjoins Sunset and is relatively free of surface

inconsistencies. Obstacles similar to those noted on

Capitol exist.
Activities .along the west portion of the street include a gas

sta}iqn (comer), .prof.essional offices, and service and retail.
Building orientation is very inconsistent: most uses have a
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Bertha Court, Capitol
Highway South

1

perpendicular orientation to Sunset with large setbacks,
however one use has a parallel orientation with a 12'
setback, A concrete sidewalk extends from the corner of
Capitol up the street about mid-block. Here the pedestrian
realm becomes essentially a large asphalt driveway.
Further up the block paving for pedestrians does not exist or
is located sporadically. This side of Sunset is typified by
large curb cuts to access parking in the "plaza" and
relatively little curb. Potential safety hazards abound due to
poor identification of the pedéstrian realm, limited visibility
and numerous vehicle movements. Temporary planters
have been placed in certain areas, to afford some degree of
protection and beautification.

3

No paving exists on this route, which could be a major
pedestrian path from locations south .of the business district.
However, the route is well traveled by pedestrians as
indicated by the paths worn into the grass along the edge of
the street.

Crossing Capitol Highway

Three primary pedestrian crosswalks exist across Capitol
Highway ini the business area. ‘One, located near the high
school at Sunset, is signalized with pedestrian "walk"
signals, and offers no apparent safety hazards. Another,
located at Bertha Court/SW 18th is “signalized for

pedestrians except for the traffic {ane westbound from

Capitol to Beaverton-Hillsdale Highway, which is separated
from the rest of the interséction by a small “island.". This
lane is a “free right" for motorists who travel uninterrupted
from Sunset. Pedestrian safety is questionable due to this
configuration. The third pedestrian crossing is an
unsignalized crosswalk located mid-block between Sunset
and Bertha/SW 18th. Pedestrians using this crosswalk are
afforded no protection from oncoming vehicles, and
vehicles are not alerted to the presence of pedestrians.
This is an obvious safety hazard.
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RECOMMENDATION:

DISCUSSION:

Map 3.3 Sidewalk Improvemenf Area

LEGEND

Recommended Sidewalk W/’Z ?
Improvement Area /e

FIRST STEPS: ENHANCING THE
PEDESTRIAN REALM

Increase the viability of the Hillsdale Business District by
making it safe and accessible for pedestrian movement.

In the short term, Hillsdale should focus on the pedestrian
realm by more clearly defining existing sidéwalks and
pedestrian areas. Removing abstacles and enhancing the
existing pedestrian areas along Capitol Highway, Sunset
Boulevard, Chetlenham Road and Bertha Court are the
minimum first steps necessary for creation of a viable
pedestrian zone. Further, the improvements that are
recommended for these pedestrian areas will likely fit into
most future redevelopment plans for the Hillsdale Business
District.
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Capitol Highway is clearly urban in nature; the design of the
M pedéstrian realm should reflect this. However, it should
also reflect the uniqueness of Hillsdale, and'add to a sense
of identity for the area. Ultimately, a continuous, uniform
; street edge sidewalk should be developef along both the
‘ north and South sides of Capitol nghway rom Cheltenham
Road to SW 18th Avenue. A minimum six foot-sidewalk with
a four foot area for trees and street fumiture adjacent to the
' curb is recommended for pedestrian travel. Streets such as
Sunset are less traveled-than Capitol, and should receive
M treatment that reflects this. Sidewalks: here may provide
‘ less width overall but should be ‘obstacle free, uniform, and
share design features similar to Capitol.

-

| OBJECTIVE: Increase the ease of tra’vel along sidewalks.

"‘ STRATEGIES: 1) Contact business owners and ask that signs be relocated
. out of the pedestrian path.

2)Place grates around trees instead of Iandscapmg to foster
pedestrian movement around these obstacles. Planters
could be located between the trees.

Existing , . Alternative .

“8)Contact the business owner(s) responsible for the phone:

- . _ boeths which block pedestrian passage in Hillsdale and

" ask that they be relocated. There is no charge to move a

phone booth if it is not profitable. If it is profitable, US West

tévlll move it, at the request ot the proprietor, at a cost of
200.

4) Re{bcate the Oregonian news stand at no cost.

OBJECTIVE: Re-orient vehicular traffic m the area to minimize
~ automobile/pedestrian cqnfhcts ‘and automobile/automobile
conflicts.

E-N
~



LEGEND

Location of Curb Cuts

Map 3.4 Curb Cut Location

STRATEGIES:

1) ‘Repaint and landscape soie of the ingress/egress
points to the "sea of parking" to minimize driver confusion.
Map 3.2 shows parking, and Map 3.4. shows the current’
curb cuts in the Hillsdale business district. = On Sunset, a

.curb cut stretches approximately 100 feet, and is broken by

plantings which are currently ‘resting on the sidewalk.
Permanent landscaping may be used to help delineate the
access points to Sunset along this biock.

2) Eliminate curb cuts on the north side of Capitol Highway
to minimize conflict points. There are currently nine
ingress/egress points for motorists to access the business
area on the north side of Capitol from Sunset to 18th. This
presents a danger not only to pedestrians but also to
motorists traveling along Capitol Highway, as the number of
points of potential conflict between through traffic and local
traffic is quite large.
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Initial Landscape lmr.irovements to Parking Area

3) Redesign the parking scheme .on the north side of
Capitol Highway. An initial phase would create landscaped
islands at edges to define and protect pedestrian paths.
Later, a redesigned area for shared parking could
incorporate edge and internal landscaping that meets city
development standards. Ultimately, the "sea of parking"
could be reoriented to consolidate parking and open up
areas for pedestrian plazas and walkways that connect
residential and business areas.
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Option for Lang Range Impréuements to Parking Area

OBJECTIVE:

STRATEGIES:

};_Re-cq\’ﬁstruct, damaged sidewalks along Capitol Highway.

1) Acquire right-of-ways on the north side of Capitol
Highway. The land 6n the north side of Capitol Highway is
held in privateé ownership. The right-of-way or an easement
must be acquired before any non-owner improvements to
the sidewalk may be made.

2)Create a Local Improvement District. A Local
Improvement District (LID) could be created to help finance
land acquisition, engineering and construction costs
associated with sidewalk instaliation and repair.

3)Coordinate with the business community regarding land
acquisition and sidewalk development.
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RECOMMENDATION:

OBJECTIVE:

STRATEGIES:

~

DISCUSSION:

. THE LONG TERM: IS PEDESTRIAN

FRIENDLY ENOUGH?

Improvements to the surfaces will go a long way toward
making the H:Hsdale Business District a safe place for
pedestrians and blcycllsts But if we build it will they come?
Pedestrians. and bicyclists, and auto users need more than
safe and pleasing access; they need a reason to come
here. Improving aceessibility for-pedestrians and bicyclists
alone won't bring them here. Hillsdale needs to recognize
this, and take steps to gain a better understanding on how
their place functions to meet living, working, shopping,
recreating, and socializing needs.

Work toward creating an attractive, pedestrian friendly

business district capable of serving the needs -of the.

community.

Al

Understand the market and the nature of the Business
District.

1)Conduct a market area analysis to assess the market
area of the Hillsdale Business District.

Any long-term redevelopment efforts in Hillsdale will only
be undertaken if they are economically justified.~A rharket
area study could help to determine who currently uses the
area, who potential users might be, and other factors such
as demographic trends that are important to consider when
contemplating change. The study needs to address who
uses the business area, where they begin and end their
trips, the routes taken, and their mode of transportation
(bike, auto, pedestrian, dther'P) This type of analysis is
generally conducted by a consultant, but may also be
completed by neighborhood associations and community

" droups.
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OBJECTIVE:

STRATEGY:

DISCUSSION:

Existing
Parking Lot

Pedestrian-Friendly
Alternative

Ensure that the larger community is engaged in efforts to
enhance the livability of Hillsdale.

Devise and implement a community outreach program.

In order to be truly successful, any long term efforts should
understand and meet the needs of the larger community.
Any organization that is working to change Hilisdale, and
the business district, needs to develop an understanding of
what people want and need. A good first step is an
education and outreach program aimed at engaging the
community. Appendix A describes some strategies to
achieve a strong base of community support.
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Conclusion

This document is to be used as a how-to guide for the
Hillsdale Vision Group. It provides options which are short
or intermediate-term in nature (between one and ten years)
and may be implemented given resources and community
support. It represents the efforts of a group of people
dedicated to the idea that suburbs tend to favor the
automobile over other transport options, thereby limiting
them, and that planning may address some of the faults
inherent in typical suburban development.

Throughout this planning process at forums, workshops,
and meetings, the authors have been challenged to
produce a document that is both visionary and practical.
The intent of this document is to help the Hillsdale Vision
Group provide for future transportation needs by
considering a multi-modal transportation network.

The key components of this document are
recommendations for the redesign of parking and curb cuts
in the Hillsdale commercial area, pedestrian and bicycle
routes into Hillsdale, implementation of a community
outreach program, and information on the street
reclassification process in the City of Portland. The
document is not an end in itself, but is part of a planning
process that, hopefully, will continue long after its authors
move on. Whether the recommendations made are
realized, or the information provided used, will depend on
the commitment of those who follow and the resources
made available to them.

The document must now be discussed in the community,
and its alternatives prioritized. The section on community
outreach provides some useful hints on how to go about
sharing it with interested people in the Hillsdale community.
The document also provides its reader with a snapshot of
Hillsdale, circa 1994. It may therefore be used to evaluate
the success of future actions.

The authors would like to thank the Hillsdale Vision Group
for their assistance and patience; the Portland State
University Planning Workshop for their constructive criticism

- and useful input; the faculty of the Department of Urban and

Regional Planning and particularly Deborah and Paul for
their direction; and the numerous agencies, staff, and
citizens that were contacted for information vital to this effort.
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: . *APPENDIX'A-
ESTABLISHING. A CIT(ZEN PARTICIPATION BASE

The Hillsdale Visijon Group is a motivated, vocal group of citizens concerned
about making changes in their community. However, they may not be
representative of the community as a whole. A ‘strorig showing of community
support will add validity to the work of the HVG. Also, strong involvement from
the community sends a message to the City that they are legitimate. This is very
important when seeking additional funding and technicd] assjstance.

A core group has already been established, thus $tarting from scratch isi't
necessary. The HVG could be the original Steenng Committee for the Hillsdale
Planning Process. This committee should help guide the community through
the planning process. The initial tdsk should be increasirig the public
awareness of the HVG.

GOAL: .
To raise the public's awareness of the Hillsdale Vision Group and its mission.
This should result in increased cmzen input and. community involvement for the
planning process.

*

l. Boundary

A situation unique to Hillsdale is the lack of a clear and geographically defined
boundary for the study atea. Many other organizations, such as Nelghborhood
Associations and school districts, have defined boundatiés. To get a sense of
the boundary for. Hillsdale, an arbitrary boundary may be drawn, for example, as
a one mile radius from the commercial core. This is conservatively latge, but it
is to “be sure of including. any ‘households df areas that may consider
themselves a part of the Hillsdgle  community. As feedback from citizen
involvement strategies is récesved thé boundary may become more defmmve

3

Il. Survey

A Steering Committee, or a Survey ‘Subcommittee, should develop a survey to
be distributed to all- households within the oné mile radius. The survey may:

be a flyer and get the HVG name into the public eye.

identify areas in which the respondents live, therefore streamlining the
boundary.

collect demographic information of area.

begin the process of identifying concerns of residents.

provide an opportunity for respondents to add their name to the mailing
list.
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When drafting the survey, consjder & structure that will be easy to tabulate.
Although open-ended questions may appear more informative, they are difficult
to decode and analyze. Quantitative -answers, such as-a ranking system, are
easy to tabulate, yet allow for responses to show levels of agreement or
concern. A sample survey is attached.

The major costs of survey development are printing and distribution. There are
alternatives for each, depending on human resources and financial support.
Options for printing include:

* copying at local copy center

* using personal laser printers

* huying space in a local community paper
* soliciting in-kind or fmancrad donations

Options for distribution (and returns) include:

postage paid mail out/mail back

insert in newsletter mail out (comprehensive mailing list recommended)
recruit volunteers to hand deliver to each household and business (middie
school.project or Boy Scouts of America, for example)

include as text in local newspaper

provide drop boxes at area schools and businesses

provide address for return mail, without postage

lIl. Contacting Organizations

Members of the Steering Committee siiould begin contacting formal and
informal organizations in the area. This may include:

Surrounding Neighborhood ASSOciations and Coalitions: The
commercial core of the Hillsdale area is a boundary dividing two ONA
identified Neighborhood Associations, Bridiemile-Robert Gray and Wilson.
These Assomatxons, along with surrqundmg neighborhoods that may be
impacted, could be a resource in identifying topics of concern and beginning
a mailing list of possible volunteers and participants. The Southwest
Neighborhood Information, Inc. (SWNI), your neighborhood coalition, could
act as a coordinator. SWNI may also provide some technical assistance
and/or .human resources (in the form of an intern). The neighborhoods of
Bridlemile-Robert Gray and, Wilson should be officially represented on the
Steering Committee.
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Local businesses: This includes neighborhvod. businesses and also.
businesses-that may have.d: regional attraction. Businesses with other units
outside the area, such as Nature's'and McMenamins, have. been known to
be locally active. These organizations may be willing to help sponsor events
and activities that generate! community:involvement. ‘It is also an invitation
for the business ‘owners ‘and managers to be a.part of guiding. the
community. Their buy-in is important now, to decrease the chance of conflict
later. The Hillsdale Business and Professionals Association should be
officially represented on the Steering Committee.

School organizations: This contact is twofold: one approach to appeal
to the parents, another to the students in the schools. For an audience of
parents, present the HVG and its vision to a meeting of the Parent Teacher
Association of each school. Some. schools have déveloped advisory
committees including. parents and teachers as members. This audignce
base is somewhat biased because not ALL parenis are being_addressed,
‘but the ' HVG name is getting out there. Another-consideration, what are the
legalities -of sending parphlets home with the students -to give to- their
parents?

A student audience is also pertinent for volunteer support and input. Wilson
High School students may assist in tabulation :of sirveys or distribution of
flyers. Functions and activities directed towards this audience may generate
advertisement by word of -mouth. Also, input from this:group of citizens may
be much different from ‘the older population and deserves .the- same
¢onsideration. :

Other volunteer, grass-roots organizations: .Identify other
community-based organizations in your area. This may also include
members -of city-wide organizations, such as the Bicycle Transportation
Alliance and other coalitions. Providé them with information regarding. your
organization and mission: This is another forum by which_to-get your
information out to the neighborhoods.

IV. Voluntéer Information Forms and Meeting Cards

The volunteer information form has two purposes. First, it establishes a data
base of people interested in the current projects of the HVG. The combined
address list of the two neighborhood associations in ‘Hillsdale may be too
comprehensive and dated for mailings regarding only HVG activities. A new list
should be startéd and maintained just for HVG. news. ,The additional
information requested on the information forms will be helpful ‘when recrumng
volunteers, delegating tasks, or developing subcbmmittees. Second, it is
advertisement. Anything with the Hillsdale Vision Group's name on it will be
helpful in keeping people aware of your organization.
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The volunteer information form. should be distributed at all meetings and
presentations. People may take extras ta bring to neighbors or other interested
parties. & sample information form is attached.

Meeting reminder cards are a very simple note to keep people up to.date with
the calendar of the Hillsdale Vision Grqup. The postcards can be copied four to
a page, reducing postage and printing costs. The card will contain
announcements of any new meetings or meeting changes. .The data base from
the volunteer information sheet may be used as the mailing list. A -sample
reminder card is attached.

V. Flyers .

Flyers should be distributed and displayed at all participating locations,
including retail businesses, offices, schools, and restaurants. The flyers may
be posted on bulletin boards and in windows. If volunteer or financial resources
allow, distribution to- every household will réach a larger audience. The flyer
should be easy to:read, have minimal text, include interesting graphics, and be
printed on bright paper.

VL. Newsletters and Newspapers
& h ]

Utilize the néwsletters of surrounding neighborhoad associations, Wilson and
Bridlemile-Robert Gray, and. your neighborhood coalition, Southwest
Neighborhood Information, Inc. Submit brief articles about the HVG, your
mission, and current activities. These newsletters may also include your flyer or
survey as an insert in their next mailing. Check with the Neighborhood
Associations for more details.

The HVG-newsletter should be distributed to all households at least once. The
same distribution techniques as the flyer may be considered, i.e. blanket
mailing or door-to-door distribution. Utilize the existing mailing lists of other
neighborhood organizations.

Community newspapers may print an article or promotional spot for the
Hillsdale Vision Group. 'Newspapers with circulations larger that the study area
are also appropriate. Utilize any medium to get your message to people.

VIl. Celebrate Gommunity
Sponsor events that may generate community spirit and xcitizen involvement.
These may be one time events, such as "Hillsdale Days" celebration. Bake

sales or festivals at the schools are other examples to generate interaction
among the residents of the community.
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These types of function are wonderful at creating a sense of community among
participants. They are also great outlets for flyers, volunteer sheets, and
newsletters. Get your name out there and let people know what you are doing!

Vill. Membership Drive

Undertake a membership drive that directly reaches every household within
your boundaries. :

» The best approach for a membership campaign is to have volunteers go
door to door calling on their neighbors. This can be a week long project or a
one day blitz. Consider having a membership drive and then sponsoring a
party for volunteers where they can have fun and share experiences later.

* HVG representatives and volunteers should be armed with printed material
to encourage the residents to participate. This can be a brochure from HVG
or a simple letter from the group's chairperson that explains the Hillsdale
| Vision Group, its relationship to the community, and details of upcoming
activities. Also, volunteers should carry volunteer information forms with
'them and offer both immediate and mail in membership opportunities.

* Neighborhoods can develop a block leader network as a foundation for a
membership campaign as well as other activities. Block leaders can pass
out flyers and newsletters, welcome new residents, serve as a conduit for
specific problems on the block, and place volunteers in activities.

e Potential participants can also be found at community gatherings. If there is
a city or local area event, think of putting up a booth sponsored by your
organization. This is a great opportunity to talk to people in your area.
Remember, have information and membership sign up sheets available.

IX. Choosing a Strategy

Before developing a citizen involvement workplan, the resources available to
the HVG must be considered. For example, is the Hillsdale Vision Group
stronger in human resources or financial resources? Might SWNI contribute to
the effort, in human or capital resources? Must you work within parameters of a
timeline? What parts, if any, of this process have been initiated, requiring less
time to complete?

Maintaining an active citizen participation base is another matter. Make an effort
to let those involved know their input is needed. Invite people to be involved in
anything. Keep people aware of HVG and your activities. Face-to-face contact
is the most effective form of communication. When possible, make personal
appearances and talk to people.
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PLEASE GIVE US YOUR OPINION. Thank you for taking the time to help with the Woodstock Neighborhood Plan by
addressing the following issues. Please rate each issue;in terms of how concerned you are abouyt it. USe the.scale from 1 to
5where 1 means not at alliconcerned and 5 means very concerned. Pleaserate each issue by circling one number. For each

issue area, space has been provided for you to inglude an issue we over|ooked: . -
1. Do yourent __ , own and occupy a home'~ _, own a ‘ 60th Ave
business ___, own rental property/land ___ in Woodstock? .
2. Place an R in the map where you rent, L in the map where al # 3% # .
you own and occupy a home, a B where you own a s;; 3 g ) g
- 2 = v
business, and an Owhere you own rental property or land. 3l @ §° a § «—N
If you are out of the area designated on the map, the cross é
streets where you R__, L__, B__, O__ are 35th Ave. =
3. TRAFFIC ISSUES Not \Very 6. LANDUSE Not  Very
a. Woodstock Boulevard .......... 12345 A ZONING covreeveeieerrrereeenreiens 12345
b. Parking ..........cecoveiieiiiinannn. 12345 b. Design Standards................. 12345
c. Pedestrian Crossing....,........ 12345 c, Street lmproveme‘nt .............. 12345
d. Bike Paths .......ccccceovueveuenen. 12345 d. Historic Preservation ............ 12345
e. Speeding .......ccocceeiiiiiinnennn. 12345 e 12345
f. 12345
. 7. BUSINESS Not  Very
4. PUBLIC SAFETY Not  Véry a. Development.......ccccocoueennnne. 12345
Graffiti/Gangs...........c.ceeeeeees 12345 b’ Community Involvement ....... 12345
b. Positive Youth involvement...1 2 3 4 5 c. School involvement.............. 12345
c. Personal Crime (Robbery, etc).1 2 3 4 § d. Pedestrian Friendly ............. 12345
d. Property Crime......c......coueee. 123456 B 12345
e. Community Policing.............. 12345
f 12345
5. ENVIRONMENTAL QUALITY Not  Very 8. PARKS & RECREATION Not Very
a. Greenspaces ..........cccceeeeeuee 12345 a. Safety ....ccocevveviiiiiicnnnn. 12345
b, Litter...coocoveirieireiiiieiicciins 12345 b. [User Friendly ................ 12345
c. lllegal Dumping .................... 12345 c. School Invoivément.............. 12345
d. Air/Water/Noise Poliution ..... 12345 d. Community Center ............... 12345
e 12345 d. ; 12345

What three things do you like most about the Woodstock Neighborhood?

oo

c.

v

What three things would you like to see improved in the Woodstock Neighborhood?

a. . .
b. T T % v
C.

. ..
Did we cover the issyes irpportant to you? If not, please brieﬂ): describe what we overlooked.

Interested in being added to the Woodstock Name: ¢ '
Neighborhood Association Newsletter mailing Address:
list? Please enter name and addtess City/Zip:

Thank You - Please return to drop boxes at: Woodstock Community Center, Woodstock IGA, Lewis and Woodstock Schools,
Woodstock Library or Davidson's. Or, mail directly to Southeast Uplift, 3534 SE Main, Portland, OR 97214, Attn: NanciEgan
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Outer Southeast Neighborhood Plan
Volunteer Information Form

Date

Name: Phone: day
evening

Address: Best time to call

: 972
In which neighborhoods do you live/work/own property?

Are you already familiar with the your neighborhood assoc.? Yes No
Interested in: (Check all that apply)

_._Neighborhood Plan Steering Committee ___Public Workshops
Other Neighborhood association activities_____
Subcommittees:

Historic Preservation & Urban Design
Economic Development Transportation
Public Safety

Housing & Livability Other

Parks, Open Space, and Environment

Best days for participation? Mo Tu Wed Thu Fri Sat Sun
Best evenings .... Mo Tu Wed Thu Fri Sat Sun

Preferred times for meetings

Others that we should contact:(Name & phone #) ¢

Where do you learn about neighborhood activities?

Rkt 1
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Appendix '1 1

Pedestrian Walkway Classifications!

Ll

Sidewalk- A constructed concrete,rasphalt or wooden walking surface to meys'ide
of, and most often -elevated abaqve, the level of the motorway or shoulder, usually
with a barrier curbing at street side.

Raised-Curb -Shoulder Separation- A side portion of the actual road surface for
walking, physically separated from the ‘motorway by a raised; substantial, secure
barrier curb-atleast 15 cms (six inches) high. "

Edgeline Shoulder Separation- A longitudinally paipted line, ten or more
centimeters wide, designating a side portion of the road surface for walking or
bicycling, :

Edge line Shaulder Separatjong with I;nplanted Reflectors- As in above, but with
reflectors implanted at fixed intervals of a meter or so within or alongside the
painted line.

Natural Footpath- A walkway of uncansolidated surface, created by pedestrian
movement-to the side of the road. ,

Constructed Footpath- A walkway intenﬁonally EFaded, surfaced with sufficient
(unconsolidated) gravel, cinders or sea shells to provide a continuous surface to
the side of the motorway. b

-
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Appendix 1.2

Bikeways Classifications and Considerations

Bike Paths or Multi-use Trails (Class I): These have their own right of ways, and
are often found .along abandoned-rail lines, rivers, or utility easements or new
developments. THe width of these paths depend on other uses and availability of
land.

Considerations: Although bike paths are often enjoyed..by recreational ‘bikers
because they are generally more scenic and are set away from .auto movemient, they
require a significant amount of right of way and are often more expensive than other
types of bikeways. In addition, connecting to roadways is often difficult and there are
frequent conflicts between the varidus types of path users.

Bike Lanes (Class Il): Designated one-way lanes on public roadways. Depending
on other roadway characteristics, these lanes can range in width from 4' to 6'.
Adjacent-automobile travél lanes must be at lease 10' each with 11' preferred.

Considerations: Bike lanes are usually installed on roadways with higher traffic
volumes. They are generally preferred by bicycle commuters since they can attain a
higher travel speed since they are often level, straight and easily connected. Lanes
can be included more cheaply as part of new road construction. On existing strests,
new bike lanes usually require a narrowing of the automobile travel lane or removal
of parking:

Bike Routes (Class lli): ldentified only by sign, these are shared with pedestrian
and/or automobile traffic.

Considerations: These routes are often installed on wider roads with lower volumes
of traffic. The basic concept is that vehicles and bicyclists learn to be considerate of
each other's travel needs.

Bike Boulevards:Streets where bicycle and pedestrian traffic has priority and
automobile through traffic is discouraged. Generally constructed on streets with
lower traffic volumes.

Considerations: Bike boulevards work well on grid-style roadways where
intersections can be improved to assist bicycle movement and discourage motor
vehicle travel. More bike boulevards have been created on the east side of Portland
because of the straighter connecting roadways.

-
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Appendix 1.3
Sources

Bureau of Transportation Engineering and Develépmenf, Office of Transportation,
Transportation Element of the Comprehensive Plan, City of Portland, Oregon.

City of Portiand Bicycle Program, Oftice of Tran§bortat',ion,, Portland Bikeways,
January,1993.

Demetsky, M. and Perfater, M., Assessment of Pedestrian attitudes and Behavior in
Suburban Environments, Transporiation Research Record, Urban Accident Patterns,
540, 46-55, 1975.

Gassaway, Alexander R., The Adequacy of Walkways for Pedestrian Movement
Along Public Roadways in the Suburbs of an American City, Transportation
Research Record, Vol. 26A, No. 5, pp 361-379, 1992.

Jones, Michael G., Building Bikeways, Planning Magazine, October 1993, pp 30-33.

Knoblauch R., Tobey, H., and Shunaman, E., Pedestrian Characteristics and
Exposure Measures, T ion R rch Record, 959, 1984.

Oregon Department of Transportation, 7992 Oregon Bicycle Plan, July, 1992.

Willamette Pedestrian Coalition, Footnotes, No. 6, December, 1992.

Recommended Readings

1000 Friends of Oregon, The Pedestrian Environment, Volume 4A, LUTRAQ,
December, 1993.

Benepe, W. The Pedestrian in the City, Traffic Quanterly, 19(1), 1965.

Ciolek, M T., Spatial Behavior in Pedestrian Areas, Ekistics, 45, 286, 1978.
American Planning Association, Recommendations for Pedestrian, Bicycle and
Transit Friendly Development Ordinances, February, Transportation Rule Working
Group, Oregon Chapter American Planning Association, 1993.

Citizens Advocating Responsible Transportation (CART), Traffic Calming -The
Solution to Urban Traffic and a New Vision for Neighborhood Livability, 1989.

Bicycle Federation of America, One Less Car:The Bicycle Advocates Action Kit,
Washington, D.C., 1993.

Federal Highway Administration, What Needs to Be Done to Promote Bicycling and
Walking?: National Bicycling and Walking Study, prepared by David Evans and
Associates, Inc., Washington, D.C., February, 1992.




Lemen, Christopher, Enlarging the Pedestrian Safety Agenda: Contributions from
Policy Analysis and Grass Roots Policies, Institute for Transportation and the
Environment, 1994.

Moudon, Anne Vernez, Public Street for Public Use, Columbia University Press,
1991. -

Robinson, Ferrol O., Jerry Edwards and Carl E. Ohrn, Strategies for Increasing
Levels of Walking and Bigycling for Utilitarian Purposes, Transportation Research
Record, No. 743, pp 38-48.
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APPENDIX 2.1
STREET PURPOSES AND LAND USES

TRAFFIC STREETS
TRANSIT STREETS
BIKEWAYS
PEDESTRIANWAYS
TRUCK ROUTES
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TRAFFIC STREETS

—r G —— o 0
DESIGN
'FUNCTIONAL | INFERCHANGES/| 1AND USE AND |.; TREATMENT &
PURP INTERSECTIONS | .
, ‘. PURPOSE NT DEVELOPMENT OPERATIONS
— - —t
REGIONAL Regional Trafficways Regional Trafficways Encourage privateand | Regional Trafficways
'f['R AFFICWAY | serveinter-regional should connect with public development of | should be grade-

. district movement with | other Regional regional significance to | separated, and have
only one trip end in Trafficways, Major City | locate adjacent to limited access where
transportation district Traffic Streets and Regional Trafficway traffic demands,
or bypass a district District Collectors. interchanges. topography, and
completely. adjoining development

Regional Trafficways Regional Trafficways allow.
should not connect to should not provide
H Neighborhood Collec- access to areas where Regipnal Trafficways
‘ tors or Local Service development is discour-| are designed and
Streets. aged by the Compre- operated to serve
hensive Plan. through movement
Regional Trafficways and prohibit access to
should support desired Local Service Streets
development patterns and private property.
as defined by Compre-
hensive Plan, adopted Buffer adjacent
plans and policies. neighborhoods from
Regional Trafficways.
i
MAJOR Maijor City Traffic Intersections with Auto-oriented land A Major City Traffic
CITY Streets serve as the Majbr City Traffic uses should be encour- | Street is intended to
TRAFFIC principle route for Stre‘ets and streets with | aged to locate adjacent | provide concentrated
STREET traffic and emergency similar or higher to Major City Traffic traffic access for those
vehicle movements classifications should Streets, according to the | living or doing
which have at least one | be designed to facilitate | Comprehensive Plan business within the
trip end within a the movement of traffic | and.Zoning Code. district.
Transportation and-to allow all turning
Disfrict. movements. Major development On-$treet parking on
- centers which attract Major City Traffic
Major City Traffic Intersections with trips from throughout Streets can be
Streets should provide | District and Neighbor- | or beyond the transpor- | removed and addi-
. connections to Re- hood Collectors and tation district should tional right-of- way be
gional Trafficways and | Major City Traffic locate along Major City | purchased to provide -

serve major activity
centers within each
Transportation
District.

Traffic with no trip
ends within a Trans-
portation District
should be encouraged
to use Regional
Trafficways and
discouraged from
using Major City
Traffic Streets.

Streets should provide
for all desired turning
movements without
requiring use of a Local
Service Street.

Local Service Street
intersections should
yield right of way to or
be denied access to
Major City Traffic
Streets.

Traffic Streets.

adequate traffic access.

The provision of off-
street parking on
Major City Traffic
Stréets should be
encouraged, as
provided in the
Comprehensive Plan
and Zoning Code.




TRAFFIC STREETS

MAJOR
CITY
TRAFFIC
STREET
(continued)

FUNCTIONAL
PURPOSE

LINTERCHANGES/
INTERSECTIONS

»

LAND USEAND
“DEVELOPMENT

DESIGN
"TREATMENT &
TRAFFIC
OPERATIONS

FTY

Improvements on
Major City Traffic
Streets should support
appropriate land uses
abutting the street.

Before improvements
are made or parking
removed on Major City
Traffic Streets, alterna-
tivesland their impacts
on adjacent land uses
should be studied.

Where feasible, buffer
residential develop-
ments adjacent to
Major City Traffic
Streets.

When removing
parking along Major
City Traffic Streets,
special consideration
should be given to
insuring a safe pedes-
trian environment.

Do not prohibit
pedestrian/bicycle
crossings along Major

" City Traffic Streets for

distances greater than
four blocks or approxi-
mately 1,000 feet.

Provide protected
crossing opportunities,
where needed, on
Major City Traffic
Streets.

et

. ]

—]

]

)

1 1 ]

l

—l 21

1




SR [ |

-

TRAFFIC STREETS

DISTRICT
COLLECTOR

FUNCTIONAL
PURPOSE

-

| INTERCHANGES/
INTERSECTIONS

3

* LAND USE AND

DEVELOPMENT

“ g

DESIGN
TREATMENT &
TRAFFIC

| . .OPERATIONS

District Collectors
provide concentrated
access to district
activity centers and to
serve trips which poth
startand end in a
district.

District Collectors
should serve asa
distributor of traffic
and emergency
vehicles from a Major
City Traffic Street to
streets of similar or
lower classifications.

Discourage regional
trips from using
District Collector
streets.

1

Intersections with
District Collectors and
streets of similar or
higher classification
should be designed to
facilitate the safe
movement of traffic
along each street, as
well as turning
movements between
such streets.

Design District
Collector intersections
to allow turning
movements into
neighborhood streets
without requiring the
use of Local Service
Streets.

Intersections with
District Collectors and
Neighborhood
Collectors should be
appropriately con-
trolled and designecto
allow turning move-
ments into the neigh-
borhpods without the
use of a Local Service
Street.

Intersections with
District Collectors and
Local Service Streets
should be designed so
that the Local Service
Street yields right of
way to or is denied
access to the District
Collector.

New land uses in_
conformance with theé
Comprehensive Plan
which attract trips
from the surrounding
neighborhoods or from
throughout the district
are ericouraged to
locate on District
Collector Streets.

Regional land uses are
discouraged from
locating on District
Colleetors except
where the collector is
near and directly
conneécted to a Re-
gional Trafficway.

Parking removal or
additional right-of-way |
* purchase on District
Collectors should be
undertaken only at
specific problem
locations or under
special circumstances
to accommodate the
equally important
functions of traffic
movement and access
toabutting properties.

Provide protected
crossing opportunities
on District Collectors
every quarter mile on
streets with insufficient
gaps to allow safe
crossing without
protection.




TRAFFIC STREETS

NEIGHBOR-
HOOD
COLLECTOR

| DESIGN
FUNCTIONAL | INTERCHANGES/ | LAND USEAND | TREATMENT &
PURPOSE  _[INTERSECTIONS | DEVELOPMENT TRAFFIC
, OPERATIONS
Neighborhood Intersections with New land uses and Parking removal or
Collector Streets are Neighborhood major expansions of additional right-of-
intended to serve as a Collectors and streets existing land uses way purchase should
distributor of traffic of similar orhigher which attracta notbe undertaken on
from a Major City classification should significant volume of Neighborhood
Traffic Street or be designed to traffic trips from Collectors except at
District Collector Street | facilitate the safe outside the neighbor- specific problem
to the Local Service movement of traffic hood area should be locations or special
‘Streets, and to serve along each street as discouraged on circurhstances to
trips which both start well as turning Neighborhood accommodate the
. and end within an area | movements between Collectors, as provided equally important
bounded by Major City | such streets. by the Comprehensive | functions of traffic
Traffi¢ Streets, and Plan and Zoning Code. | movement and access
District Collector Intersections with to abutting properties.
Streets. ) Neighborhood
' Collectors and Major Preference should be
Neighborhood City Traffic Streets given to the distribu-
Collectors should alsp | should be controlled to tion of traffic to the
provide access for allow all desired neighborhoods on
emergency vehicles to | turning movements Neighborhood
and from adjacent into the neighborhood, Collectors.
Transportation without requiring the
Districts, within the use of Local Service Non-local inter-district
District and to indi- Streets. trips should be
vidual neighborhoods. discouraged on
Intersections with a Neighborhood
Inter-district, non-local | Neighborhood Collectors.
traffic should be Collector Street and a
discouraged from Local Service Street Provide protected
using Neighborhood should be treated such crossing opportunities
Collector Streets. that a Local Service on Neighborhood
Street yields right-of- Collectors every
way to, or is denied quarter mile on streets
access to, the Neigh- with insufficient gaps
borhood Collector to allow safe crossing
Street. without protection.
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TRAFFIC STREETS

cpmmercial uses;
visual setting or entry
way to land uses;
pedestrian circulation
system; meeting place
for residences; and
play area for children
in.Jocations where a
woonerf street
treatment has been
implemented.

access or deny, traffic
movements.

£ i L
DESIGN
FUNCTIONAL | INTERCHANGES/| LAND USEAND | TREATMENT &
PURPOSE INTERSECTIONS | DEVELOPMENT TRAFFIC
- OPERATIONS
am T g ey v [U—
4 ¥
LOCAL Local Service Streets Intersections between Auto-oriented land use | Local ServiceStreets
SERVICE are intended to Local Service Streets should be discouraged | give preference to
STREET provide the following: | which experience _ from using Local access to individual
distribute local traffic safety, speed, or non- Service Streets as their | properties, and also to
and emergency local traffic problems primary access. the special needs of
vehicles access; access | may be treated in such residents and property
to local residences or a way as to control The design of Local owners along the

Service Streets should
correspond directly to
the land use it serves.

street.

Acceds for motor
vehicles may be
selectively restricted
on Local Service Streets
to allow for non-traffic
uses pr improved
safety, using the
established city
process.

Local Service Streets
are intended to
provide on-street
parking and access to
local residences or
commercial uses.

The use of Local
Service Streets for one-
way couplets is not
generally appropriate.




REGIONAL
TRANSITWAY

TRANSIT STREETS

) DESIGN
FUNCTIONAL STATIONS, | | sNpUSEAND | TREATMENT&
PURPOSE TRANSFERS & | DEyELOPMENT OPERATING
STOPS CHARACTERISTICS
Regional Transitways Stations and stops on Regional Transitways A Regional
are intended to Regional Transitways should provide Transitway should be

provide for inter-
regional and inter-
district transit trips.

Regional Transitways

-are intended to

provide for frequent

high-speed, high
capacity, express and

limited transit service.

should be located in
such a way as to
provide direct service
to regional and
neighborhood
commercial centers
and major trip
generators along the
transitway.

Stations and stops on
Regional Transitways
should provide a safe
and convenient
covered waiting area
and mieans of transfer
to other transit
services. Transit
information and access
for pedestrians and
bicyclists should also
be provided.

On Regional
Transitways, mini-
mum distance
between stations and/
or stops should be
approximately one-
half mile.

In high density areas
in the Central City,
closer station spacing
may ke appropriate.

On Regional
Transitways, locate
stations and stops to
provide convenient
access to neighbor-
hoods and commercial
centers. Stations
located within 25
minutes travel time of
downtown should
primarily be served by
feeder bus connec-
tions. Those beyond
25 minutes travel time,
should be served by
either park and ride or
feeder bus service.

connectors between
downtown and all
regional activity
c¢enters.

Regional Transitways
should not provide
direct access to areas in
which urban growth is
to be discouraged, as
defined by the Com-
prehensive Plan.

Private and public
develppments of
regional significance
(for example, shopping
centers, stadiums,
arenas, etc.) should be
encouraged to locate
adjacent to Regional
Transitways to reduce
traffic impact on
adjoining areas and
streets.

On Regional
Transitways, land uses
surrounding transit
stations should be
planned and designed
to support transit-
oriented development
and provide a high
level of multi-modal
access to the station
site within one-half
mile.

Density should peak at
the station center and
decrease proportion-
ately based on distance
from the station.

an exclusive transit
facility where the level
of service demands
and the topography
and adjoining
development allow.

Where feasible,
neighborhoods in a
developed area should
be buffered from the
direct impact of
Regional Transitways.

Design treatment of a
Rejional Transitway
should consider auto,
transit, bicycle and
pedestrian circulation
at the station area.
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TRANSIT STREETS

MAJQR CITY
TRANSIT
STREET

—

DESIGN
FUNCTIONAL STATIONS, | | ANDUSEAND. | TREATMENT &
' PURPOSE TRANSFERS & - | pEVELOPMENT | OFERATING
STOPS - CHARACTERISTICS
f i
Major City Transit Facilities at transfer Transit oriented land Major City Transit
Streets are intended to points on Major City ,uses should be Street are intended to
provide transit service | Transit Streets should encouraged to locate provide service for
fot all person tripends | provide a safe and | along:Major City living and doing
having none, ohe or conveénient covered Transit Streets. business within the
both of its-trip ends waiting area and a transportation district.
within a Transporta- means of transfer Auto-oriented land
tion District. between transit uses should be Where neighborhood
routes. Transit route discouraged from comrqercia] uses occur
Mgjor City Transit- information and locating along Major along Major City
Streets are intended to access for pedestrians City Transit Streets, Trans}t Streets,
provide concentrated and bicyclists should except where the street | pedestrian and bicycle
transit services to- be provided. . is also classified as improvements and on-
tonnect and reinforce Maijor City Traffic street parking should
" major activity centers On Major City. Street. be entouraged.
“and residential areas. Transit Streets, locate
stations and stops to Encourage land use On Major City Transit
" Major City Transit provide convenient " densities along Major Streets, employ

" Streets are intended to

provide for local,
limited and express
_transit operations.

access to neighbor-
hoods and commer-
cial centers. Stations
located within 25
minutes travel time
of downtown should
primarily be served
by feeder bus
connections. Those
areas beyond 25
minutes travel time,

" should be served by

either park and ride
or feeder bus service.

On a Major City
Transit Street, stops
should be 400 to 750
feet apart in high to
medium density
areas and 600 to 1000
feet apart in low
density areas.

Limited transit
service should stop at
transfer points and
activity centers along
Ma{jor City Transit
Streets.

City Transit Streets to
vary directly with the
planned capacity of
transit service and in
conformance with the
Comprehensive Plan.

preferential transit
servi¢e, including
transit priority
treatrent (such as
signal pre-emption or
exclusive lanes), which
may involve removing
on-street parking or
acquiring additional
right-of-way.

Adequate pedestrian
and bicycle crossings
should be provided
along a Major City
Transit Street at or
Tear transit stops.
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TRANSIT STREETS

MINOR
TRANSIT
STREET

LOCAL
SERVICE
STREET

Local Service Streets
are intended to
provide service to
local residents and
commercial areas and
para-transit service.
Where no alternatives
are available, they may
be used as route end
loops for regularly
scheduled routes.

Facilities at transfer
points on Minor
Transit Streets should
provide an adequate
covered waiting area.
Transit information
and direct and
convenient pedestrian
and bicycle access
should be provided
between transfer

points.

On Local Service
Streets, the location of
stops should be based
upon Tri-Met Service
Standards.

Transit Streets should
be encouraged to vary
directly with the
planned capacity of
transit service and in
conformance with the
Comprehensive Plan.

" The design of Local

Service Streets should
correspond directly to
the land uses served.

_ DESIGN
FUNCTIONAL STATIONS, = | | ANDUSEAND | TREATMENT &
STOPS CHARACTERISTICS
Minor Transit Streets On Minor Transit Encourage direct and Transit movement is
are intended to Streets, stops should convenient pedestrian | not the primary
provide for district be located between and bicycle access function of Minor
| transit service. 400 and 600 feet apart | between'transit stops- | Transit Streets.
in medium density and land uses along
commercial areas and Minor Transit Streets. Parking removal, or
between 500 to 1000 ‘ purchase of additional
feet apart in other The density of develop- | right-of-way for transit
areas. ment along Minor purposes on Minor

. Transit Streets should

not be undertaken
except at specific

. locations, in order to
pravide for transit
stops and intersection
improvements.

The size and type of
vehicle used on Minor
Transit Streets should
beappropriate to the
needs of the land uses
being served along the
entire route.

Design treatment and
transit operations on
Local Service Streets
should give preference
for access to individual
properties and to the
specific needs of
property owners and
residents along the
street.
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BIKEWAYS

BICYCLE
ROUTES

'LOCAL
‘SERVICE

STREETS.

 BICYCLE
*PATHS

FUNCTIONAL PURPOSE

« -

DESIGN TREATMENT

BicycleRoutes aredesigned toestablish adequate
and convenient routes for bicycling, and to
provide access'to public transit.

BicycleRoutesmay be shifted toa parallel street
where thestreetcan bedesigned toaccommodate
bicycles through a capital improvement project.

=

Ldcal Service Streets are intended to serve local
cir¢ulation arid access for bicycleand pgdestrian
movements.

Bicycle Paths are off-street facilities designed to
establish adequate and convenient routes for
bicyelihg and may be shared with pedestrians.

While all streets should be designed for bicycle
passage, specnalprowsmns forblcycle useshould
be considered on streets claSsnfled as Bicycle
Routes.

Intersections of Bicycle Routes and all other
rights-of-way should be designed: to minimize
conflicts and provide adequate bicyclecrossings.

Bicycle lanes should be considered on Bicycle
Routes which are also classified as Regional
Trafficways, Major City Traffic Streets, District
Collectors or Neighborhood Colléctors and on
Major and Mirior Transit Streets.

Design treatmentand traffic operations on Bicycle
Routes also classified as Local Service Streets
should minimize conflicts between bicycles and
other modes of traffic.

Treatment to and operations of Bicycle Routes
designated on Local Service Streets should not,
asaside effect, create, accommodate, orencourage
additional through automobile traffic.

Parking may be removed on Bicycle Routes to
provide separate bicycle lanes, except where itis
deemed essential to serve adjacent land uses.

All Bicycle Routes w1th ot without bicyclelanes,
should be 51gned

Local Service Streets may not be signed, except if
deemed;gecessqu.

kS

Intersections of Bicycle Paths and all other
rights-of-way should be designed to minimize
conflicts and provideadequatebicyclecrossings.

Bicycle Paths shared with pedestrians should
emphasize design features and adequate path
markings that allow for the safety of all users.

Landscape and trail design for Bicycle Paths
should conform to Zoning Code specifications
for the Greenway Trail.




PEDESTRIANWAYS

-

PEDESTRIAN
DISTRICT

PEDESTRIAN
PATH WITH
CROSSINGS

FUNCTIONAL
PURPOSE

-

LAND USE
CRITERIA

LI

DESIGN TREATMENT &
TRAEFIC OPERATIONS

P 3

Pedestrian Districts are
intended to provide for the ease
of pedestrian movement and
the use of the right-of way for
pedestrian activities in areas of
frequent pedestrian use, such as
neighborhood commercial
centers.

Pedestrian Districts include
both sides of the street(s) along
its boundaries.

‘In those Pedestrian Districts

zoned for auto-oriented uses,
there is a need for enhanced
pedestrian awareness and

. design treatments,

Pedestrian Paths with Crossings

are intended to proyvide
adequate and convenient
pedestrian access to activities
along streets shared with other
modes of travel and adequate
and conveénient movement of
pedestrians acros$ such streets
and rights-of-way shared with
other modes of travel.

Pedestrian Districts are areas
characterized by dense, mixed-
use development retail, service
oriented commercial use;
concentration of pedestrian
generating activities; and
commercial or institutional
center of neighborhood or
district-wide importance.

Pedestrian Paths with Cross-
ings are usually located along
streets which include:
important transit transfer
points on Major City Traffic
and Transit Streets; by major
pedestrian generating activity
centers; and-places where
pedestrian paths cross rights-of-
ways shared other modes of
travel.

Arterial streets within Pedes-
trian Districts should be
designed to buffer pedestrians
from trdffic.

In Pedestrian Districts, design
‘treatments, such as wide
planting strips, street trees, and
on-street parking should be
considered.

Where two arterial streets cross
within Pedestrian Districts,
design treatment such as curb
extensions, marked crosswalks
and traffic signals should be
considered to minimize the
crossing distance, directing
pedestrians across the safest
route, and provihe safe gaps.

Pedestrian Districts should
include convenient access to
transit stops and parking lots.

Pedestrian Paths with Cross-
ings are designed to buffer
pedestrians from traffic.
Design treatments such as
landscape strips, street trees
and on-street parking should
be considered, consistent with
the street’s traffic classification.

Pedestrian Paths with Cross-
ings should haVve signalized
crossings and pedestrian
refuges, where needed.

Where two Pedestrian Paths
cross, and there is a legal
crosswalk, design treatments
such as curb extensions,
marked crosswalks and traffic
signals should be considered to
minimize the crossing distance
and direct pedestrians across
the safest route, and provide
safe gaps.
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PEDESTRIANWAYS

PEDESTRIAN
PATH

RECRE-
| ATIONAL

. PATH

e

FUNCTIONAL
PURPOSE

” LAND USE -
CRITERIA

Jrogueessy

DESIGN TREATMENT &
TRAFFIC OPERATIONS

-

Pedestrian Paths are

intended to-provide adequate
and convenient pedestrian
access to activities along streets
which are shared with other
modes of travel.

Recreational Paths are intended
to serve as recréational trails
and to connect neighborhood
activity centers with recreation
.areas.

Pedestrian Paths are usually
located in residential areas;.
neighborhood commercial,
industrial and institutional
centers; and along the appropri-
ate traffic/transit streets to
provide for intra- and- inter-
district travel.

Recreational Paths are usually
located along river corridors;
through park and forest areas;
and other scenic or undevel-
oped corridors.

-

Pedestrian Paths are designed
to buffer pedestrians from

« traffic.

Pedestrian Paths should have
design treatments such as
landscape strips, street trees,
and on-street parking should
beconsidered.

Railings, barriers, and wide
sidewalks should be pro-
vided on both sides of
bridges on Recreational
Paths.

Landscaping and trail design
for Recreational Paths should
conform with the Zoning
Code specifications for the
Greenway Trail.




TRUCK ROUTES

) FUNCTIONAL LAND USE DESIGN TREATMENT &
PURPOSE CRITERIA TRAFFIC OPERATIONS
TRUCK Truck Districts are intended to Encourage large industrial Street improvements in Truck
DISTRICT provide for convenient truck centers with high truck use to Districts should be designed to
movement in areas serving locate within Truck Districts. serve industrial areas.
large numbers of truck trip
ends. Encourage national and
international shippers to locate
Truck Districts should include near multi-modal facilities
truck terminals and industrial within Truck Districts.
sanctuaries.
All streets should be available
for use by trucks in Truck
Districts.
REGIONAL Regional Truck Routes are Encourage high truck use Regional Truck Routes should
TRUCK intended to serve truck trips activities to locate near inter- be limited access facilities with
ROUTE with oneorno tripends ina changes with Regional design standards to accommo-
transportation district and Trafficways. date trucks.
usually located on Regional
Trafficways. Provide interchanges with
Regional Truck Routes to
Regional Truck Routes serveas | directly serve Truck Districts.
access to Truck Districts.
MAJOR Major Truck Routes are in- Encourage land uses which In new or reconstructed Major
TRUCK tended to serve truck trips with | attract large numbers of truck Truck Routes, residential uses
ROUTE one or both trip ends in a trips from inside and outside adjacent to these routes should

transportation district.

Major Truck Routes should
distribute truck traffic from
Regional Truck Routes to Minor
Truck Routes

transportation districts to locate
along Major Truck Routes.

be buffered from noise impacts
where warranted.
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TRUCK ROUTES

MINOR
TRUCK
ROUTE

LOCAL
SERVICE
STREET

FUNCTIONAL
PURPOSE

LAND USE
CRITERIA

DESIGN TREATMENT &

TRAFFIC OPERATIONS

Minor Truck Routes are intended
to serve truck trips with both trip
ends in a transportation district.

Minor Truck Routes should
distribute truck trips from Major
Truck Routes to Local Service
Streets to and from shipping and
receiving points.

Local Service Streets are intended
to serve local circulation, access
and service requirements for
truck movements.

Local Service Streets are intended
to provide access for local land
uses.

Discourage land uses which
require high truck use, such as
regional truck terminals, from
locating on Minor Truck Routes,
in conformance with the Com-
prehensive Plan and Zoning
Code.

Major sources of truck traffic
should be discouraged from
using Local Service Streets as
their primary access.

The design of a Local Service
Street should correspond directly
to the land use and the level of
trip generation of land uses
located along the street.

Discourage non-local truck
trips from using Minor Truck
Routes.

Local Service Streets should give
preference to accessing indi-
vidual properties and the
specific needs of property
owners and residents along the
street.
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APPENDIX 2.7

ALTERNATIVES FOR PEDESTRIAN CROSSING
OF CAPITOL HIGHWAY
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* PARKING UPFRONT IS A MAJOR PEDESTRIAN:BARRIER
* AUTO FLOW ON GAPITOL HIGHWAY S MOSTLY PASS THROUGH.

* WEAK PEDESTRIAN CONNECTIVITY BETWEEN NORTH & SOUTH
COMMERCIAL CORE.




ALTERNATIVE 1: BACKSIDE PARKING

* MOVE PARKING TO REAR
* SPEED ZONE BETWEEN 18TH DR. & SW CHELENAM DR.
* INCONVENIENT LINKAGE BETWEEN PARKING AND SHOPS.

* INTERNAL LAYOUT OF SHOP MUST BE ADJUSTED FOR REAR
" PARKING.
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ALTERNATIVE 2:CLUSTERING PARKING

= _r..w.f...

* CLUSTER PARKING AT THE EAST & WEST ENDS OF THE CORE.

* SPEED ZONE .7

* PEDESTRIAN MOVEMENT BETWEEN NORTH & SOUTH CORE.IS
IMPROVED.

* ADEQUATE PARKING. CAPACITY IS REQUIRED TO SUPPORT THE
CORE. B



ALTERNATIVE 3:SKYBRIDGE ACCESS

* MAINTAIN CURRENT TRAFFIC FLOW ON THE MAJOR CITY TRAFFIC
STREET.

+ SKYBRIDGE UTILIZING SLOPE MAY IMPROVE PEDESTRIAN
MOVEMENT BETWEEN NORTH AND SOUTH CORE.

* PARKING SPACES LOCATED ADJACENT TO BOTH EAST AND
WEST ENDS OF THE CORE.

* CONSTRUCTION COST OF SKYBRIDGE IS ADDITIONAL AND
AESTHETIC ISSUE MAY ARISE.



ALTERNATIVE 4: TRAFFIC SHIFT

_,,@v.. )i
* DEFINE CAPITOL HIGHWAY AS A MAJOR TRANSIT STREET.

* LARGE CAPACITY PARK-N-RIDE STRUCTURE BETWEEN BERTHA
AND THE CORE. . -

* SHIFT MAIN TRAFFIC FLOW TO BERTHA- MAY INCREASE VMT OF
CAPITOL HIGHWAY THROUGH TRAFFIC.

* POSSIBLE LOSS OF COMMERCIAL BUSINESS BY SHIFTING
TRAFFIC FLOW TO OTHER STREET.
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ALTERNATIVE 5: CLUSTERING CORE

R

CHANGING SOUTH TO MEDIUM/HIGH DENSITY RESIDENTIAL.

SPEED ZONE ON CAPITOL HIGHWAY
RELOCATION COSTS COULD BE ISSUE
REZONING SOUTH CORE IS REQUIRED.
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TRI MET ROUTE PLANNING PROCESS

Tri-Met has established criteria for reclassifying transit streets
as well. Their formal process for reclassifying takes the form of an
"annual planning service cycle." As outlined bhelow, this includes:

May - August

Requests for new or modified services are génerated by Tri-Met
staff, local jurisdictions and the public.

- Staff-generated proposals are based on observations and
ongoing analysis Qf system, through ma_rgget research, sector plans,
and requests from individuals or groups. The staff routinely works
with land developers, businesses, and community groups to .iertify
service needs and potential service changes. )

- The Annual Neighborhood Needs Assessment program
provu:les the gpportunity for community and ne1ghborhood groups to
suggest service, changes. Each neighborhood a§soc1atlon or
community group in the region is asked to prepare @jlist of service
needs that are most important to the local area. This systematic
process provides a flow of neighborhood-based 1nformat10n for use
in the evaluation of service requests. Communities may also prov1de
Tri-Met with service requests through their usual community
processes. :

September - queﬁlber
Road Factor Review ;

- Vehicle loading standards specify the acceptable .average
number of passengers per vehicle passing the peak load point of a
given line during the hour of highest passenger loading during the
day. ‘

+*

APPENDIX 2.8



- "Load Factor" is the number of passengers ot1 board a vehicle
divided by the vehicle's seating capacity.

On-time Performance Review

- A vehicle is considéred "on time" if it arrives no more than
one minute earlier or five minutes later than scheduled arrival time.
At least 75% of all trips on a line should be on time at each timepoint
during the days that the line is surveyed.
Effectiveness Review

- Effectiveness is a measure of how well the public responds.to
Tri-Metis services; it indicates the degree to which a particular
service is able to attract riders.
Evaluation of Service Request

- Requests for new services, extended periods of operation, and
the frequency improveiments are evaluated with respect to. the
design guidelines.
Decembeér - January
Comparative Evaluation ’

- The comparative evaluation is used to determine how well
existing services meet Board objectives, dnd to evaluate the
desirability and economic feasibility of proposed new services.

Annual Service and Marketing Plan Adoepted by Board

- The Annual plan identifies service-change strategies for the
fiscal year and is based on the service standards application.

i

_

1l

1 )

.

—1

=1

-1

RS R

il R Rl

.1

b




I

-y

U I

il

L

-

September, January, April and June
Quarterly Service Adjustments

- In order to accommodate shifts in demand and to improve
system performance, the minor adjustments are implemented four

times a year: September, January, April, and June.

- Proposed changes are outlined in the Quarterly Service
Report
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