Theodore R. Kulongoski, Governor

Ore On Department of Land Conservation and Development
635 Capitol Street NE, Suite 150

Salem, Oregon 97301-2524
Phone: (503) 373-0050

First Floor/Coastal Fax: (503) 378-6033
Second Floor/Director’s Office: (503) 378-5518
Web Address: http://www.oregon.gov/LCD

NOTICE OF ADOPTED AMENDMENT m

ey
March 1, 2006 e
TO: Subscribers to Notice of Adopted Plan

or Land Use Regulation Amendments
FROM: Mara Ulloa, Plan Amendment Program Specialist

SUBJECT: City of Portland Plan Amendment
DLCD File Number 006-05

The Department of Land Conservation and Development (DLCD) received the attached notice of
adoption. A copy of the adopted plan amendment is available for review at the DLCD office in
Salem and the local government office.

Appeal Procedures*
DLCD ACKNOWLEDGMENT or DEADLINE TO APPEAL: March 8, 2006

This amendment was submitted to DLCD for review 45 days prior to adoption. Pursuant to

ORS 197.625 (1), 197.830 (2), and 197.830 (9) only persons who participated in the local
government proceedings leading to adoption of the amendment are eligible to appeal this decision to
the Land Use Board of Appeals (LUBA).

If you wish to appeal, you must file a notice of intent to appeal with the Land Use Board of Appeals
(LUBA) no later than 21 days from the date the decision was mailed to you by the local government.
If you have questions, check with the local government to determine the appeal deadline. Copies of
the notice of intent to appeal must be served upon the local government and others who received
written notice of the final decision from the local government. The notice of intent to appeal must be
served and filed in the form and manner prescribed by LUBA, (OAR Chapter 661, Division 10).
Please call LUBA at 503-373-1265, if you have questions about appeal procedures.

*NOTE: THE APPEAL DEADLINE IS BASED UPON THE DATE THE DECISION
WAS ADOPTED BY LOCAL GOVERNMENT., A DECISION MAY HAVE
BEEN MAILED TO YOU ON A DIFFERENT DATE THAN IT WAS MAILED
TO DLCD.

Cc:  Gloria Gardiner, DLCD Urban Planning Specialist
Meg Fernekees, DLCD Regional Representative
Matthew Crall, DLCD Transportation Planner
Jay Sugnet, City of Portland
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FORM 2
~ DL CD NOTICE OF ADOPTION
This form must be mailed to DLCD within 5 working da_xs- :ffter the final d%E P"E‘ O F
per ORS 197.610, OAR Chapter 660 - Division 18

{See second page for submittal requirements) .
FEB 92 2o

‘ LAND CONSERVATION
Jurisdiction: City of Portland Local File No. none AND DEVELOPMENT
‘ (If no number, use none)
Date of Adoption: February 15, 2006 Date Mailed: February 21, 2006
(Must be fifled in) (Date mailed or sent to DLCD)

Date the Notice of Proposed Amendment was mailed to DLCD: September 13, 2005

[_] Comprehensive Plan Text Amendment Comprehensive Plan Map Amendment
] Land Use Regulation Amendment [X] Zoning Map Amendment
DX] New Land Use Regulation [] Other:

(Please Specify Type of Action)

Summarize the adopted amendment. Do not use technical terms. Do not write “See Attached.”

The Division Green Street / Main Street Plan is a land use and transportation plan for Division Street between SE 11th and SE 60th.
The amendments include zoning and comprehensive plan map amendments to align the zoning with the character of an urban main
street. The Zoning Code amendments are litnited to five specific design standards to address area specific issues.

Describe how the adopted amendment differs from the proposed amendment. If it is the same, write

“Same”. If you did not give notice for the proposed amendment, write “N/A”.
The zoning proposal differs for two properties.

Plan Map Changed from: same’ to: same

Zone Map Changed from: CM to: CS

Location: SE Division St _ Acres Involved: 22.95
Specify Density  Previous: 321 units New: 302 units

Applicable Statewide Planning Goals: 1, 2,9, 10, 11, 12, 13, 14

Was an Exception Adopted? Yes | No:[X]
Does Adopted Amendment affect the areas in unincorporated Multnomah-County where the Portland

Zoning Code applies? Yes[_ No[X]

chb FileNo.: (YO [ -0OF (/457;[)




~

Did the Department of Land Conservation and Development receive a notice of Proposed

Amendment FORTY FIVE (45) days prior to the first evidentiarv hearing. Yes: No: [ ]

If no, do the Statewide Planning Goals apply. | Yes: [ | No:[]
If no, did The Emergency Circumstances Require immediate adoption. Yes:[ | No: [ ]

Affected State or Federal Agencies, Local Governments or Special Districts: Metro

Local Contact: Jay Sugnet Area Code + Phone Number: 503.823.5869
Address: 1900 SW 4th Ave, Suite 4100 o City: Portland
Zip Codet4: 97201-5350 Email Address: jsugnet@ci.portland.or.us

ADOPTION SUBMITTAL REQUIREMENTS

This form must be mailed to DLCD within 5 working days after the final decision
per ORS 197.610, OAR Chapter 660 - Division 18.

1. Send this Form and TWO (2) Copies of the Adopted Amendment to:

ATTENTION: PLAN AMENDMENT SFECIALIST
DEPARTMENT OF LAND CONSERVATION AND DEVELOPMENT
635 CAPITOL STREET NE, SUITE 150
SALEM, OREGON 97301-2540

2. Submit TWO (2) copies the adopted material, if copies are bounded please submit TWO (2}
complete copies of documents and maps.

3. Please Note: Adopted materials must be sent to DLCD not later than FIVE (5) working days
following the date of the final decision on the amendment.

4, Submittal of this Notice of Adoption must include the text of the amendment plus adopted
findings and supplementary information.

5. The deadline to appeal will not be extended if you submit this notice of adoption within five
working days of the final decision. Appeals to LUBA may be filed within TWENTY-ONE
(21) days of the date, the Notice of Adoption is sent to DLCD.

6. In addition to sending the Notice of Adoption to DLCD, you must notify persons who
participated in the local hearing and requested notice of the final decision.

7. Need More Copies? You can copy this form on to §-1/2x11 green paper only ; or call the
DLCD Office at (503) 373-0050; or Fax your request to:(503) 378-5518; or Email your
request to Mara.Ulloa@state.or.us - ATTENTION: PLAN AMENDMENT SPECIALIST.

J\paipaa‘forms\forrn2-noticead.frm revised: 01/01/2000°
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CITY OF PORTLAND, OREFSON
Plahning
Tom Pottor, Mayor
Gil Kelley, Director
1900 S.W. 4th Ave., Ste. 4100
Portland, OR 97201-5350

Phone 503-823-7700
FAX  503-823-7800
TTY 503-823-6868
Email pdxplan@eciportland.orus

www.portlandonline.com/plenning

MEMO

February 15, 2006

To: Department of Land Conservation and Development
From:
Subject:

Jay Sugnet, City Planner
Adopted Division Green Street/Main Street Plan

The Portland City Council adopted the Planning Commission’s Recommended Division Green
Street/Main Street Plan on February 15, 2006. Three amendments were adopted that medified
the November Planning Commission recommended plan:

»= Amend zoning map preposal for 2502-2516 SE Division from Mixed-Use Commercial to
Storefront Commercial;

= Amend zoning code proposal to set 35-foot height limit and allow railings by right as
described below:

Height limits for sites abutting R5 — R.2.5 zones. If a site has frontage on Division
Street, on the portion of a site within 25 feet of a site zoned R5 through R2.5, the
maximum building height is 35 feet. Railings may extend up to 3-1/2 feet above the
35-foot height limit if the railing is set back at least 4 feet from the building edges;

= Amend zoning code proposal to allow screening between units by right as described
below:

Exception to the height limit. Walls or fences designed to provide visual screening
between individual roof-top decks may extend up to 6 feet above the 35-foct height
limit if the visual screen is set back at least 4 feet from the building edges.

Please contact if there are any questions at 503-823-5869.
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ORDINANCE No. As Amended

Adopt and implement the Division Green Street/Main Street Plan (Ordinance; amend
Comprehensive Plan and Title 33)

The City of Portland Ordains: -

Section 1. The Council finds:

1.

Portland’s Comprehensive Plan was adopted on October 16, 1980, acknowledged for
compliance with Statewide Planning Goals on May 3, 1981, and again on January 25,
2000, and updated as a result of periodic review in June 1988, January 1991, March 1991,
September 1992, and May 1995.

Oregon Revised Statute (ORS) 197.628 requires cities and counties to review their
comprehensive plans and land use regulations periodically and make changes aecessary to
keep plans and regulations up-to-date and in compliance with Statewide Planning Goals
and State laws. Portland is also required to coordinate its review and update of the
Comprehensive Plan and land use regulations with State plans and programs.,

Portland Comprehensive Plan Goal 10, Plan Review and Administration, states that the
Comprehensive Plan will undergo periodic review to ensure that it remains an up-to-date
and workable framework for land use development.

Portland Comprehensive Plan Policy 10.2, Comprehensive Plan Map Review, establishes
a community and neighborhood planning process for the review and update of the
Portland Comprehensive Plan Map.

Portland Comprehensive Plan Goal 3, Neighborhoods, calls for preserving and
reinforcing the stability, diversity, residential quality, and economic vitality of the City’s
neighborhoods, while allowing for increased density.

Neighborhood and area plans serve as components of the Comprehensive Plan and are
intended to promote patterns of land use, urban design, infrastructure facilities and

" services that encourage and contribute to the economic, social, and physical health,

welfare, and safety of the neighborhood and the city.

The area plan is an advisory document for directing and managing change over time. The
adopted goals, objectives, and implementation strategies of the Division Green
Street/Main Street Plan will serve as an official guide to decision-making, public
deliberation, and investments.

Information used for the formulation of the goals and policies of the Division Green

" Street/Main Street Plan was based on Portland land use, transportation, and urban design

inventories, as well as transportation analyses, public comments from workshop and open -
house events, and other meetings, presentations and events.

The Bureau of Planning developed the Division Green Street/Main Street Plan with
participation from interested neighborhood and business associations, property owners,
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business persons, and citizens with cooperation from other City bureaus and agencies,
Metro, and Multnomah County.

Public involvement and outreach activities included neighborhood walks, community
workshops, and consuitation with citizen and technical advisory groups. Staff also
attended numerous neighborhood, business, and industrial association meetings.

A Community Working Group, composed of neighborhood, business, industrial, and
advocacy groups, community members and business owners, was created to collaborate
on the creation of the Division Green Street/Main Street Plan. The group’s role was to
consider the diverse interests of the community and represent a range of perspectives on
planning issues.

A technical advisory group (TAG) composed of representatives from public service

providers, city agencies, and other governments and organizations participated in the
creation and review of components and drafts of the Division Green Street/Main Street

'Plan throughout its formulation.

Division Green Street/Main Street Plan provisions implement or are consistent with the
Statewide Planning Goals, the Oregon Transportation Planning Rule, the Region 2040
Plan, the Metro Urban Growth Management Functional Plan, and the Portland
Comprehensive Plan, as explained in the Recommended Division Green Street/Main
Street Plan: Findings Report attached as Exhibit C and incorporated as part of this
ordinance. These rules, policies, plans, provide a basis for integrating new residential
activities into the study area.

The Notice of Proposed Action and copies of the Division Green Street/Main Street Plan
were mailed to the Oregon Department of Land Conservation and Developinent as
required by ORS 197.610 on August 4, 2005.

Written notice of the September 27, 2005, Portland Planning Commission public hearing
on the Proposed Division Green Street/Main Street Plan was mailed to 288 interested
parties on August 22, 2005. Measure 56 notification of the September 27, 2005, Portland
Planning Commission public hearing on the Proposed Division Green Street/Main Street
Plan was mailed to all property owners affected by changes to the base zone or allowed
uses of property on August 17, September 15, and October 14, 2005.

Cn September 27, 2005, the Portland Planning Commission held a public hearing on the
Proposed Division Green Street/Main Street Plan. The Planning Commission discussed
the Plan at public meetings on November 8, 2005, and recommended that City Council
adopt the Recommended Division Green Street/Main Street Plan.

Written notice of the December 7, 2005 City Council public hearing on the
Recommended Division Green Street/Main Street Plan was mailed to all properties in the
study area, the legislative mailing list, the Planning Commission, and other interested
individuals on November 16, 2005.

The Geals, Objectives, and Implementation Strategies of the Division Green Street/Main
Street Plan will serve as an official guide to public and private decision-making and
investment in the plan area.
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19.  Itisin the public interest that the recommendations contained in the Division Green
Street/Main Street Plan be adopted to direct change in the study area. These
recommendations are consistent with Statewide Planning Goals, Metro’s Functional Plan
and the City’s Comprehensive Plan for the reasons stated in the findings in Exhibit C.

NOW, THEREFORE, the Council directs:

a. The Planning Commission Recommended Division Green Street/Main Street Plan, dated
November 2005, and contained in the attached Exhibit A, is hereby adopted.

b. Portland’s Comprehensive Plan is amended, as shown in Exhibit A.

c. The Portland Comprehensive Plan Map and the Zoning Map of the City of Portland are
amended, as shown in Exhibit A. _

d. Title 33, Planning and Zoning of the Code of the City of Portland, Oregon, is amended as
shown in Exhibit A.

e. The commentary in Exhibit A is adopted as legislative intent and as further findings.

f Ordinance 177028 is amended to change the Street Design classification for SE Division
‘between SE 19th and SE 33rd from Community Corridor to Community Main Street.

g Exhibit B, Division Green Street/Main Street Plan: Technical Appendix, dated July
2005, which.contains background material for the Division Green Street/Main Street
Plan, is adopted. :

h. Exhibit C, Division Green Street/Main Street Plan: Findings Report, dated November

2005, whigh contains findings on applicable statewide planning goals, the transportation
planning rule, the Metro functional plans, and Portland Comprehensive Plan, is adopted

as findings of fact.

1. Exhibit D, Division Green Street/Main Street Plan: Regulatory Impact Assessment,
November 2005, is adopted.

Passed by the Council, FEB 1 5 2006
| | GARY BLACKMER
-Auditor of the City of Portland

Mayor Tom Potter By %/tﬂ'wl)
i : AN~

I. Sugnet
November 23, 2005 o Deputy
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CITY OP POILD, QREGON
Planning
Tom Potter, Mayor
Gil Kelley, Director
1900 S.W. 4th Ave., Ste. 4100
Poertland, OR 97201-5350

Phone 503-823-7700
FAX  503-823-7800
TTY  503-823-GB68
Email pdxplan@ci.portland.or.us

www.portlandonline.com/planning

CERTIFICATE OF MAILING

I hereby certify that on February 21, 2006 I mailed a correct copy of
Form 2, Notice of Adoption, Division Green Street/Main Street Project
to the following persons by first class mail at the post office at
Portland, Oregon. The following is a list of persons to whom a copy of
this document was mailed.

Name Address
Mara Ulloa DLCD
Plan Amendment Specialist 635 Capitol St NE, Suite 150

Salem OR 97301-2540

Planning Manager Metro Planning Department
Metro Community Development
600 NE Grand Ave
Portland OR 97232-2736

Stuart Farmer Multnomah County
Land Use Planning
1600 SE 190t Ste 116
Portland OR 97233

Gl fte D g it s o
\Name J

Title
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Plannlng February 21, 2006 © AND GONSERVATIOD
Tom Potter, Mayor AND DEVELOPMENT
Gil Kelley, Director

1900 SW. 4th Ave., Sta. 4100 Mara Ulloa

Portland, OR 97201-5350 Plan Amendment Specialist

Phone 503-8237700 Dept. of Land Conservation and Development

FAX  503-823-7600 635 Capitol St NE, #150

Ty 8038236858 Salem OR 97301-2540

Email pdxplan@ci.portland.orus
www. portlandonline.com/planning

Re: Form 2 — DLCD Notice of Adoption (Division Street GS/MS Project)
Dear Ms Ulloa:
Enclosed are the following:

¢+ Form 2, DLCD Notice of Adoption

¢+ Memo, Adopted Division Green Street/Main Street Plan
¢ Ordinance No. 179925 as amended '

¢+ Exhibits A-D {provided on a CD)

If you have questions about the code amendments, please call Jay Sugnet at
503-823-5869.

Sincerely,

e ?éqﬁt;m&fef“—”

an Hamilton
Management Assistant

Encl

C: Ptanning Manager, Metro Planning Department, Community Development
Multnomah County Land Use Planning
{Exhibits A-D, printed and CD)




EXHIBIT A - AS AMENDED

Division Green Street/Main Street Plan
November 2005 Recommended Plan

green street | main street project




Division Green Street/Main Street Plan

FOR MORE INFORMATION, PLEASE CONTACT:

Portland Bureau of Planning
1900 SW 4th Avenue, Suite 4100
Portland, OR 97201-5350
503-823-7700 phone
503-823-7800 fax

E-mail: pdxplan@ci.portland.or.us RE: Division Plan

A digital copy of this document can be found at:
www.portlandonline.com/planning

TO COMMENT ON THE RECOMMENDED PLAN:
= Testify at the City Council hearing:

Wednesday December 7, 2005, 2:00 p.m.
Portland City Hall, Council Chambers

1221 SW 4th Avenue

Portland, Oregon 97204

= Mail, fax, or e-mail written testimony to the Portland City Council:

Portland City Council

Attn: Council Clerk

1221 SW 4th Avenue, Room 140
Portland, Oregon 97204

FAX: 503-823-4571
e-mail: kmoore-love@ci.portland.or.us

Wiitten and e-mailed testimony must be received by the time of the
hearing and must include your name and street address to be
included in the public record.

For more information on the City Council public hearing, contact the
Council Clerk at 503-823-4086

The Bureau of Planning is
committed to providing equal
access to information and hearings.
If you need special accommodation,
call Jay Sugnet at the Bureau of
Planning at 503-823-5869. (TTY
503-823-6868)

This project is partially funded by a grant from
the Transportation and Growth Management
(TGM) Program, a joint program of the Oregon
Department of Transportation and the Oregon
Department of Land Conservation and
Development. This TGM grant is financed in part
by the federal Transportation Equity Act for the
21st Century (TEA-21), local government, and
the State of Oregon funds.

The contents of this document do not
necessarily reflect views or policies of the State
of Oregon.

OF PORTLA
BUREAU OF M

Planning

Piic
FTQHMND

RANSPORTATION

ND, OREGON
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Division Green Street/Main Street Plan

Portland City Council

Tom Potter, Mayor

Sam Adams, Commissioner
Randy Leonard, Commissioner
Dan Saltzman, Commissioner
Erik Sten, Commissioner

Gary Blackmer, City Auditor

Portland Planning Commission
Ingrid Stevens, President

Paul Schlesinger, Vice President

Timothy Smith, Vice President

Christine Caruso

Don Hanson

Larry Hildebrand

Gail Shibley

Portland Bureau of Planning

Tom Potter, Mayor
Gil Kelley, Planning Director

Project Staff

Jay Sugnet, Portland Planning Bureau, Project Manager
Jeanne Harrison, Portland Office of Transportation
Arianne Sperry, Portland Planning Bureau

Jean Senechal Biggs, Portland Office of Transportation
Kathy Mulder, Portland Office of Transportation

Teak Wall, Portland Office of Transportation

Consultant Team

Mia Birk, Alta Planning + Design, Project Manager
Mike Tresidder, Alta Planning + Design

David Parisi, Parisi Associates

Ryan LeProwse, David Evans and Associates
Amy Jones, David Evans and Associates
Timothy Smith, SERA Architects

Matthew Arnold, SERA Architects

Bob Wise, Cogan Owens Cogan

Community Working Group

David Aulwes, Pedestrian Advisory Committee

Jean Baker, Division/Clinton Business Association, business owner
Carolyn Brock, National Federation of the Blind, resident

Chris Eykamp, resident

Eshawn Chase, high school student

Todd DeNeffe, Bicycle Advisory Committee

Tiz Della Gasperina, business owner

Chris Hammond, Central Eastside Industrial Council

Lynn Hanrahan, Peoples Food Co-op, business owner

Troy Hayes, South Tabor Neighborhood Association

Charles Kingsley, Division Vision Coalition

Glenn Lambert, business owner

Paul Leistner, Mt. Tabor Neighborhood Association

Linda Nettekoven, Hosford-Abernethy Neighborhood Development Association
Kathryn Notson, neighborhood historian

Dana Visse, Portland State University student

Josh Warner, Richmond Neighborhood Association

Technical Advisory Group

Rob Bennett, Portland Office of Sustainable Development
Jacob Brostoff, Southeast Uplift

Tom Caufield, Portland Bureau of Maintenance

Mike Coleman, Portland Office of Transportation

Linda Dobson, Portland Bureau of Environmental Services
Sheila Frugoli, Portland Bureau of Development Services
Joe Hintz, Portland Parks and Recreation — Urban Forestry
Ross Kevlin, Oregon Department of Transportation

Kevin Kraus, REACH Community Development

Christine Leon, Portland Office of Transportation

Kathy Mulder, Portland Office of Transportation

Jennifer Nolfi, Portland Development Commission

Mark Raggett, Portland Planning Bureau

Wendy Rankin, Multhomah County Health Department
Amy Rose, Metro

Jean Senechal Biggs, Portland Office of Transportation
David Zagel, TriMet

A special thanks to People’s Food Co-op and Richmond Elementary School for providing meeting spaces.
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Division Green Street/Main Street Plan

17 /]
=
8 Summary and Recommendations
g I Planning Commission Recommendation .................ccccccoooeviiiiiiiic e 1
u Il. Lo 1 T T g T — 3
M. Purpose and ProCesSS .......cccooiiiiiiiiiic e 4
V. G0BIS . i e 7
V. History of DIVISION .........oooiiiiiii e 8
V1. Concept for the Division Corridor ..........ccccooeiiiiiiiiiiiicee e 10
VII. = o L= ST — 12
VI TransPortation ............oooiiiiiiii e 24
IX. Implementation Strategies ... 33
X. Zoning Code AMendmentS...........ooooiiiiiiiiie i 38
Technical Appendix (under separate cover)
This appendix contains background information and is available for
viewing, downloading, or purchase on the City’s web site, or by calling the
Portland Planning Bureau at 503-823-7700.
A. Background
History of East Portland and SE Division Street; Planning and Policy
Technical Memo; Multi-modal Transportation and Urban Design Analysis
B. Land Use
Existing Land Use Inventory; Land Use Alternatives Memo; Zoning Posters
C. Transportation
Traffic Glossary; Street Classifications; Mode Split Table; Transportation
Alternatives Analysis; 7 Corners Roundabout Analysis
D. Public Involvement
Declaration of Cooperation — May 8, 2003; Schedule of Meetings and
Events; Community Working Group — Purpose, Responsibilities, and
Relationships; Neighborhood Walk Summary; Community Workshop
Summaries
ii November 2005



Division Green Street/Main Street Plan

Planning Commission Recommendation

The City of Portland Planning Commission recommends that the City Council adopt
an ordinance that:

1. Approves this report and appendix;

2. Amends the Comprehensive Plan to include the vision statement, goals, and
objectives as shown in this report;

3. Amends the Comprehensive Plan to revise the street design classification for SE
Division;

4. Amends the zoning map and Comprehensive Plan map as shown in this report;
and

5. Amends Title 33, Planning and Zoning and the zoning map as shown in this
report.

November 2005
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Division Green Street/Main Street Plan

Division Vision Coalition

In January 2002, the Division Vision Coalition
(DVC) formed in recognition of the similar goals
and objectives of multiple Division stakeholders,
and the overlap in activities being initiated. The
coalition allows the community to better

coordinate volunteer efforts, pool resources, and

access funding opportunities. DVC brings
together residents and business owners in the
Richmond, HAND, Mt. Tabor, and South Tabor
neighborhoods, Seven Corners Localization
Initiative, and the Division Clinton Business
Association. The coalition has organized the
neighborhood around the idea of a sustainable
urban main street and is committed to building
an ecologically sound and culturally rich
community.

November 2005



Division Green Street/Main Street Plan

Introduction

The Division Green Street/Main Street Project is a collaborative effort between the City of
Portland and the community to improve the livability and economic vitality of the SE Division
Street corridor over the next 20 years. Focusing on the area between SE 11th and SE 60th,
the plan contains proposed goals, objectives, and implementation strategies to create a
pedestrian-friendly commercial district that reflects and reinforces community values,
including a focus on sustainable and “green” development. Project considerations included:

= Improving access to transit

= Improving safety for pedestrians, bicyclists, and drivers

= Improving traffic signalization

= Examining alternative vehicle lane and on-street parking configurations

SE 24th
Ave.

SE Division Street

o
=
-
i
=
=
=
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Q
=

SF Ivon Sk - 4 e *  Examining innovative rainwater management techniques
g 3 .. . . . . .
< g b I———~— = Examining land use patterns in relation to existing zoning
ﬁ % s *  Proposing zoning changes consistent with project goals (zoning changes do not result

in major changes in development density)
=  Examining “green” building techniques

A State of Oregon Department of Transportation (ODOT) Transportation and Growth
Management (TGM) grant helped to fund the project. Included in the plan are two
proposed transportation alternatives and a rezoning proposal for the study area. The plan
is intended to guide the Division Streetscape and Reconstruction Project, which will repave
the street and build streetscape improvements on Division Street between SE 6th Avenue
and SE 39th Avenue. The street repaving and construction is funded with $2.5 million of
federal transportation funds and is scheduled to begin in 2007.

4

SE Clinton Jst.

Gatewa
Bowntown y

Portfiland
* ML, Hoo‘d
= e Colegd

MSI PCC
Southeast

Centennial

slon-S rowetle N
Ve

§ Butte
Context

The project study area is SE Division from SE 11th to SE 60th Avenues. The Division
Corridor is part of a much larger transportation system. Division Street begins in the central
eastside industrial area and continues beyond the City of Gresham. The study area is
adjacent to four neighborhood associations (HAND, Richmond, Mt. Tabor, South Tabor)
and is within the Division Clinton Business Association.

A - Urban design concepts were explored as part of the planning process.

B — At community workshops, neighbors discussed the proposals and shared their ideas.
C, D - Division’s eclectic mix of buildings is cherished by the community.

E - The study area covers just a small portion of Division Street.
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Division Green Street/Main Street Plan

Purpose and Process

Division Street has been established as one of the priorities for the City of Portland in
redevelopment planning. Some of the zoning along the street is not consistent with its
designation as a Main Street, and many nonconforming uses exist. The streetitselfis in
disrepair and is slated for reconstruction beginning in 2007. The Division Green Street/Main
Street process offers an opportunity to redesign the streetscape to meet the goals of the
community and the City.

The purpose of the Division Green Street/Main Street Plan is to:

= Balance the competing transportation demands for Division Street, including local and
through traffic, transit, automobiles, trucks, pedestrians, and cyclists.

= Treat the planning for Division Street as part of a coordinated community design
strategy.

= Cultivate areas along the street that are distinguished by their economic, social, and
cultural roles in the community, design character, history, and/or location.

= Support the economic vitality of Division Street for businesses and residences.

= Promote the understanding of and use of “green” approaches to design and
construction that improve the long-term environmental performance of Division Street
and the uses alongiit.

= Improve the design quality and urban form of Division Street and the buildings and
spaces that line it.

Process

The plan for Division was a collaborative effort between the City of Portland, a 17-member
Community Working Group, and a 16-member Technical Advisory Group. The Community
Working Group represented area neighborhood and business associations, pedestrian and
bicycle advocacy groups, industrial area users, and the Division Vision Coalition. The
Community Working Group met 17 times between September 2004 and September 2005,
as illustrated in the work plan on page 5. The Technical Advisory Group met 8 times
between September 2004 and June 2005. This group represented various City bureaus,
TriMet, Metro, the neighborhood coalition, and community development organizations.

In addition to the regular meetings of the two groups, three community workshops were
conducted at critical phases of the process. A January workshop was conducted to get
feedback on the project goals and the draft concept. An April workshop provided feedback
on the transportation alternatives and land use approaches, while the June workshop
reviewed the draft plan and implementation strategies. This report summarizes each step of
the planning process related to transportation and land use. A larger record of public
involvement is part of the Technical Appendix.

A - At the workshops, information was presented in many different ways—
through handouts, posters, presentations, and small group discussions.
B — The three workshops were well-attended, with over 100 people at each event.
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Division Green Street/Main Street Plan

The major steps in the process were to: ;U
= Inventory existing plans, policies, and conditions occurring along Division. —
= Observe and learn about Division through neighborhood walks. g
= Establish project goals and objectives. )
= Develop four corridor-wide transportation alternatives and three land use approaches. @
= Develop urban design focus areas and transportation intersection enhancements. &
= Evaluate and publicly review alternatives and approaches. a
= Refine the rezoning proposal, transportation alternatives, and implementation strategies.
= Endorse the final plan by the Community Working Group and Technical Advisory Group. :E
=
)
&
721
September October I November ‘ December n
What Do B d Existi 4 A
We Have? B s
Vision, Goals, Objectives &
What Do Draft Concept A
We Want?
Transportation Alt. & Analysis of Preferred Alt.
Urban Design Plan®
How Do Implementation Strategies A
We Do It? A
Draft Plan
i%mumhﬂm A
ey
We Did It! PC & CC Adoption
Commu“itY 9/l 10/6 "3 1271 112 22 312 4/13 5/4 5/18 61 8/9 916
Working (@ L 4 A & L 4 4 ¢ 4 g
Group Kickoff Existin; Vision, Goals, Draft Landuse & Urban Design Transportation & Land Use  Implementation Draft Urban
Conditions Objectives Concept I:;vjl;git;rtauon Plans Alternatives Strategies Plan Design
Ted'mical 10/6 121 12 mn 3n 4/13 5/4 6/1 8/9
Advisory ’ ‘ ’ ‘ ’ ‘
Group Existing Vision, Goals, Draft nduse & Urban Design Transportation & Land Use Implementation Draft
Conditions Objectives Concept Transportation Plans Alternatives Strategies Plan
Analysis
Public 10/8-9 .I/H ’uz 6/18 6127
Events Neighborhood Public Public Open House Planniog
Walks Workshop Workshop Hearing
A Product

The project schedule included monthly community working group and technical advisory group meetings, as well as regular opportunities for community input.
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Division Green Street/Main Street Plan
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Key themes expressed by citizens

Commercial Nodes

Infuse the corridor with energy and vitality by encouraging strings of two- to six-block
commercial nodes. Commercial nodes are well-lighted and connected by landscaping,
housing, and other unifying elements. Between the commercial nodes are mostly
residential areas that are quiet and less active spaces.

Art & Water

Create art and water features at the neighborhood centers to provide a continuous or
thematic flow of water through the corridor.

Education Corridor

Embrace and integrate the five primary and secondary schools, as well as nearby Warner
Pacific College and Portland Community College — SE Center, into the community fabric.

A — The community expressed a desire to see new commercial development focused at certain
intersections, or nodes. The red circles represent existing or potential commercial nodes.

B, C, D — The community embraced the idea of using art and water features

to help give Division a unique identity.

E, F — A neighborhood goal is to capture opportunities to better integrate the many schools
along Division into the community.
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Division Green Street/Main Street Plan

Goals

The following vision statement, goals, and
objectives were developed by the Community
Working Group in December 2004 and were
embraced by the larger community at the
January workshop. The project goals and
objectives guided the development of the
transportation and land use alternatives and are
intended to guide future decisions in the study
area.

Creating a Green Street/Main Street
for the Division Community

Over the next twenty years, Division Street between
11th and 60th will become a more pedestrian-friendly,
economically vibrant, and environmentally sustainable
corridor. The street will evolve into a series of bustling
commercial nodes—connected by tree-lined
walkways, multifamily residences, and thematic water
features. The whole corridor will showcase energy-
efficient building design, innovative rainwater facilities,
and a vibrant local business spirit—while providing
easy movement by all modes of transportation to,
from, across, and along Division.

SHARED
ECONOMY

Focus commercial activity
in a series of villages.

Locate commercial areas
in compact nodes of
differing sizes and
functions to serve the
entire corridor.

Build at pedestrian scale
and orient buildings to
the pedestrian realm.
Support new mixed-use
development.

Provide places for small
businesses to thrive.
Integrate a variety of
housing for all life
stages.

Include a mix of
residential zoning along
the corridor to reflect
existing patterns and the
opportunity for new
housing.

Support affordable
housing alternatives to
retain residents.
Encourage work/live
spaces in commercial
and residential areas.

Support a healthy local
economy.

Support local businesses
and a localized economy
by buying local.
Encourage wealth to
circulate in the
community.

Provide a diverse range
of goods and services.
Let local entrepreneurs
know what market
opportunities are needed
in the corridor.

Develop a coordinated
investment strategy for
the community.

CLEAN AND
GREEN
ENVIRONMENT

Restore and maintain
environmental health.

Promote healthy streams
by reducing the amount
of impervious surface,
adding landscaping and
tree canopy, and
encouraging the use of
pervious paving options.
Cultivate biodiversity and
restore native plant
communities.

Improve air quality.

Integrate green
infrastructure/building into
the urban landscape.

As the street corridor is
upgraded over time,
include innovative
sustainable building
techniques and
infrastructure, such as
efficient lighting options,
into the corridor.
Encourage eco-roofs and
other rainwater
management methods.
Reintroduce water into
the landscape in
functional and symbolic
ways.

Promote cleaner
alternatives to driving.

" Upgrade walking and

cycling amenities to
support these modes.
Improve bus stop
locations with benches,
schedules, and shelters.
Long term, look at
cleaner transit options in
the corridor.

Balance the needs of
local circulation with the
corridor’s role as a
collector.

HEALTHY
COMMUNITY

Collaborate to achieve a

connected community.

m Foster partnerships
among the
neighborhood,

businesses, schools, and

agencies to achieve
community goals.

= Empower people to

improve their community.

m  Welcome diversity to
enliven the community.

= Include the elderly,
ethnic communities,

religious institutions, and

schools in community
activities and
celebrations.

Encourage walking and
bicycling for individual
and community health.

Create a community that is

Create safer crossing
opportunities for
pedestrians and bicycles.
Enhance pedestrian
access to open space,
schools, commercial
nodes.

Upgrade sidewalks and
create pedestrian
stopping places.
Improve bicycle parking
opportunities along the
corridor.

safe for all.

Improve lighting along
the corridor to improve
visibility of and for
pedestrians and
bicyclists.

Support traffic speeds
that are consistent with
high levels of pedestrian
activities.

MAKING
A PLACE

Embrace and foster the
educational landscape.

Create resources and
educational materials for
residents and
businesses that can help
people choose healthier
ways of maintaining,
restoring, and developing
their properties.

Connect the schools to
the corridor both
physically and socially.

Forge a unique identity
that unites the Division
corridor.

Discover and create
community gathering
places for all ages.
Develop a plaza where
community activities can
oceur.

Create corners that
include building
entrances and stopping
places.

Incorporate beauty and
quality design into the
fabric of the community.
Inject new spaces with
art and an aesthetic flair.

Take advantage of cultural
and historic assets—
buildings, places, and
people.

Develop gateways and
connections that
celebrate special spaces.
Locate markers that tell
the story of the
corridor—things that
have happened in the
past and things that are
happening now.
Develop community
activities that align with
the seasons and the
rhythms of nature.
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Division Green Street/Main Street Plan

—~ History of Division N
'5 The physical character of the study area has changed tremendously over time, beginning 1
o = with the more pedestrian- and streetcar-oriented commercial street of the turn of the
,E century, and ending with the somewhat mixed, yet mostly automobile-oriented,
Q residential,and commercial corridor we see today. These changes are due to both land use
e and transportation decisions at all levels, from grassroots activism to City policy.
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A — Survey Map, 1852. Oregon/Washington Bureau of Land Management, 1851-52, Cadastral Survey Map
B — SE 60th and Division, 1910. City of Portland Archives and Records, 1910 c_60th Ave & Division St
[72] 5411-02 b39 f22
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Division Green Street/Main Street Plan

In the mid-1800s the first European settlers were gifted large Land Donation Claims east of
the Willamette River, all of which were farmed for a short time. As population skyrocketed in
the area over the next 70 years (from 821 people in 1850 to 258,288 in 1920), these farms
were subdivided into neighborhoods and street alignments often referred to as additions;
most of which we can still see in the area today.

In the 1970s there was heated controversy over the plan for a Mt. Hood Freeway which,
had it not been popularly defeated, would have replaced SE Division, lvon, Clinton, and
Lincoln streets entirely. The controversy resulted in several outcomes visible in Portland
today. The outcry over the freeway proposal and planning process galvanized and united
an active citizen base, which has held together over many years.

The light rail system (MAX) was financed by the pool of federal money set aside for the Mt.
Hood Freeway project. Other changes included transit service improvements and the
creation of a bicycle network. Bicycle routes were established on Southeast Ankeny,
Salmon, Lincoln-Harrison, and Clinton Streets and Southeast 26th Avenue through a
planning process that was partially funded from the freeway money.

After the withdrawal of the Mt. Hood Freeway, a new transportation concept was needed to
serve southeast Portland. In addition to constructing MAX, the Multhomah County
Commission recommended that part of the funds for the freeway be diverted to restore the
vitality of the southeast Portland and East County neighborhoods that would have been
impacted by the Division-Powell freeway route. These improvements included traffic
calming measures on local streets surrounding Division.

The Division Corridor Traffic Management Study was initiated by the City’s Transportation
Bureau in 1985. The Division corridor was defined as the portion of southeast Portland that
is bounded by Lincoln and Harrison Streets on the north, Clinton Street on the south, 11th
Avenue on the West, and SE 60th on the east. The study recommended strategies and
projects to stabilize the increasing commuter traffic on Division and reduce it on local
streets (Lincoln/Harrison and Clinton) based on citizen complaints about excessive traffic
on these streets. Numerous changes were made to the corridor to limit through traffic on
the local streets, and minor changes were made on Division itself.

A - SE 11th and Division in another era. City of Portland Office of Archives and Records, 1937_SE
Division at 11th_1325.3_8403-03 b2 f9

B — SE 11th and Division in another era. City of Portland, Archives and Records, 1937_SE Division at
11th_1325.4_8403-03 b2 f9

C - SE 11th and Division in another era. City of Portland, Archives and Records, 1939 ca_Looking E on
Division_1325.2_8403-03 b5 2
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Concept

Division Green Street/Main Street Plan

Concept for the Division Corridor

The initial phase of the plan identified existing conditions along Division Street — depicted below. One of the primary observations was that Division
has distinct lower, middle, and upper sections. The main street character, and corresponding commercial land use, is focused between roughly SE
19th and SE 50th Avenues. The lower and upper sections are predominantly residential in character with some locally serving retail uses.

Re - envision Division

Making a Place on Division Street
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This segment is characterized by less active uses, mostly single family

This segment has the greatest concentration of commercial activity with
many longtime established businesses. Permanent on-street parking exists
along the maijority of its length. There is a fairly consistent mixture of new
and old residential, commercial and industrial buildings typical of other
Portland main streets, and many larger parcels. The commercial areas
are connected by pockets of single and multifamily housing.

Similar to Lower Division, this area is characterized by less active uses,
single family housing and a "one-sided” character due to the large
frontages of Franklin and Atkinson schools. New and existing
businesses, as well as future redevelopment sites, offer potential
strengthening activity near the 60th Street intersection.

housing and the St. Philip Neri church and school complex. Due to
Ladd's Addition's unique block pattern and larger uses on the north
side of the street, Division feels "one-sided". The presence of pro-tem
parking on both sides of the street (11th to 28th) may pose challenges
for redevelopment opportunities.
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Division Green Street/Main Street Plan

Development of the plan was guided by an urban design concept for the corridor. The intent of this concept is to explain the opportunities and
challenges facing Division Street in terms of both transportation and land use.
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Re - envision Division

Making a Place on Division Street

Vision Statement:

Over the next twenty years, Division Street
between 11th and é0th will become a more
pedestrian-friendly, economically vibrant, and
otk environmentally sustainable comidor. The
street will evolve into a series of bustling
commercial nodes—connected by tree-lined
walkways, multi-family residences, and
thematic water features. The whole corridor
will showcase energy efficient building design,
innovative rainwater facilities, and a vibrant
local business spirit—while providing easy
movement by all modes of transportation to,
from, across, and along Division.

Mt. Tabor

Hosford -
Abernethy

Richmond South Tabor

Division Street: A Sh|n§ of Pearls

Enhance
connections fo
emerging node af
2ist / Clinton

To CEID / To Ladd Circle /
Hawthorne Downtown

To To
Hawthorne Hawthorne

To o
Hawthorne  Hawthorne

Neighborhood Mixed-Use Centers

A string of two- 1o six-block commercial nodes thot infuse the corridor
with energy and vitality. These are wel-it and connected by
landscaping. housing, and ofher unifying design elements.

Education Corridor

Seven primary and secondary schools, as well as nearby PCC-SE
Center and Warner Pacific, wholly embraced and integrated into
the community fabric.

Neighborhood Connections
The corridor is @ welcoming place for neighborhoods east to west.
north to south, What was once “divided" becomes unified.

Residential Uses

Attractive multi-family residential buildings connect the
neighborhood mixed-use centers. In the purple areas, encourage a
more urban mixture of residential and commercial uses with buildings

close fo the street. In the yellow areas, focus on residential uses with

deeper building setbacks.

Project Goals

To
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Major Minor |
Gateway, Gateway |
en I Major Major Minor
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! Cleveland HS
To Powell /
Brooklyn To Powell
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3/ GNng crossings with marked
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enhanced bus amenifies. PR
3 landscaped sidewaiks

Drive fo/along Division
Enhanced signal fiming,
permanent on-street
parking wherever possible.
and other improvements

Streetscaping

Consistent line of street
trees, efficient ighting, and
water quality enhancing
landscaping.

Increase quality and
quanfity of bike parking
with high usage of the
poralel and connecting
bikeways.
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Land Use
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Division Green Street/Main Street Plan

Existing Conditions

Land Use One of the most profound influences on the neighborhoods surrounding Division was the
Division is often described as eclectic and Mt. Hood Freeway proposal. At one point, the Oregon Department of Transportation owned
“funky” with a diverse array of retail, housing, one of every four properties within the proposed right-of-way, which caused decades-long

and industrial uses. This diversity is what neglect and disinvestment.
attracts many residents and businesses to the : :

area and is causing increased investment and
redevelopment along the street. One strong
desire among the community is to focus this new
energy and vitality into a common vision for
Division that revolves around the project goal of
making a place by promoting a shared economy,
a clean and green environment, and a healthy
community.

A - The Mt. Hood Freeway alignment would have displaced all development between SE Division and
L. . Clinton Streets up to about 50th Avenue.

One purpose of the Division Green Street/Main

Street Plan is to rezone areas along the street to Today Division is a healthy mix of commercial, residential, institutional, and industrial uses.

reflect the desired main street character. Current With the help of a group of Portland State Students in the spring of 2004, the current uses

zoning, nonconforming uses, and poor design along Division were mapped and compared to current zoning. This allowed staff to identify
were identified as impediments to achieving the areas along the corridor where the zoning is inconsistent with the desire for “nodes” of
project goals. mixed-use commercial development. In the past, auto-oriented zoning has been applied to

scattered sites along the street. There are also several locations that are zoned residential,
but are home to thriving commercial businesses.
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Division Green Street/Main Street Plan

Nonconforming Uses

Nonconforming uses (NCU) are uses that are no longer allowed in the zone that is applied
to the property. Many of Division’s nonconforming uses were created when commercially
zoned property was rezoned to residential. From 1924 to 1959, Portland had only four
zones, and virtually all properties fronting on Division Street were zoned commercial west
of 51st Avenue. In 1959, zoning was changed on some parts of the street to allow for
single-dwelling residential. In 1981, the zoning code and map were again changed. On
Division, as on many arterials around Portland, large portions of properties fronting the
street were rezoned from commercial to multidwelling residential. The purpose behind this
large-scale policy shift was to prevent “strip” commercial development and to encourage
more housing on streets with good access to transit.

Due to the zone changes over time, there are 27 properties along Division that are now
considered nonconforming uses. A number of these sites were built as commercial
properties and have continued with commercial uses over time—for example, the building
that houses Stumptown Coffee at 45th and Division. Some of them are residential buildings
operating as a business. Current nonconforming regulations require a review for
expansions or changes of use, a policy which has become a source of concern for
Division’s business community.

The twenty-seven nonconforming uses identified along in the study area fall into the
following general categories:

= Retail sales and service in aresidential zone (10);

= Office in a residential zone (4),

= Vehicle repair in a residential zone (3);

* Industrial service in a residential zone (2);

*  Manufacturing in a residential zone (2);

= Vehicle repair in a commercial zone (3),

* Industrial service use in a commercial zone (2); and

*  Quick vehicle service in a commercial zone (1).

These situations often create difficulties for property owners when they wish to expand a
current use or sell the property. One of the objectives of the Division planning process was

to assess the current policies related to nonconforming uses and consider solutions that
could apply to other commercial corridors in the City.

A - The building that houses Stumptown Coffee is a nonconforming commercial use in a residential zone.

B — Though this building at 60th and Division is oriented to the pedestrian, the overlying General
Commercial zoning is inconsistent with the community’s vision for Division Street.
C - This auto-oriented vehicle repair shop is a nonconforming use.
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Division Green Street/Main Street Plan

Design of Infill Development

The Bureau of Planning is currently working on the Infill Design Project. The objective of the
project is “to foster medium density infill development that contributes to meeting City
design objectives, such as those calling for design that is pedestrian oriented and serves as
a positive contribution to neighborhood context.” A report with zoning code amendments is
available on the Planning bureau’s web site.

Many of the issues raised by the community as part of this project are discussed in this
report, such as the contrast of scale and height in relation to existing development, privacy
impacts, compatibility with existing neighborhood character, etc. Below is an example of the
design issues related to medium-density infill development.

These two developments are on similarly sized sites, with the same R1 zoning and number of units. “The
devil’s in the details.”

Land Use Alternatives

The planning process developed a set of alternatives that was presented at the March
Community Working Group and Technical Advisory Group meetings and the April 2nd
community workshop. The three alternatives were: regulatory amendments (changes to the
zoning code); nonregulatory measures (voluntary or educational); and rezoning (minor
changes to the zoning map).

Regulatory Amendments

Potential regulatory amendments to achieve project goals included modifying the
nonconforming use regulations, increasing setbacks for new residential development,
creating a main street overlay to modify specific aspects of the development code, and
applying a design overlay to achieve better quality design. At the April community
workshop, written comments were strongly in favor of nonregulatory approaches rather
than additional regulations for Division. Many stated that addressing nonconforming uses
and helping to implement the concept for the street through the rezoning proposal (see
next page) would best achieve project goals.

“Contrasting images, of similarly
configured apartment developments,
highlighting the difference that details
such as fagade articulation, materials,
window treatments, roof forms, and
trim can make. A challenge is finding
ways to achieve quality design in ways
that are affordable.” (Infill Design
Project Report, December 2004)
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DESIGN MATTERS

Community Working Group members
expressed interest in exploring regulatory
approaches to address design concerns
raised in the planning process. A land use
subgroup, working with City staff, crafted
specific design standards as part of a Main
Street Overlay. See a full discussion on
page 40.

Nonregulatory Measures

Three nonregulatory approaches to achieving the vision for Division were identified. The
first was landscaping techniques that could be used to alter the character of an area. By
encouraging more landscaping and street trees in the residential areas, a transition
between the commercial nodes and residential areas becomes more apparent. In addition,
wider sidewalks with tree wells in the commercial nodes allow space for outdoor café
seating.

Second, storefront lighting is a simple nonregulatory measure to differentiate the
commercial nodes from the residential areas. Both interior and exterior storefront lighting
add nighttime visibility and provide a visual connection to commercial areas.

Finally, education is an essential tool. Property owners and potential developers benefit
from tapping into the community’s desires for Division. New developments, or
redevelopments, are more successful if they work within the existing context of Division and
help move towards the future vision.

In an effort to illustrate these and many other ideas, the consultant team developed urban
design focus area concept drawings (see following pages) that show examples of solutions
that are potentially applicable to the entire street. Most important, the illustrations highlight
many creative ideas that were generated as part of the community planning process.

Rezoning

The rezoning proposal on page 22 is the result of discussions with property owners, the
CWG, the TAG, and the community. The proposal is guided by one primary goal — the
changes do notincrease or decrease the overall number of automobile trips or the number
of housing units currently allowed in the study area. The most notable changes are
rezoning Neighborhood Commercial and General Commercial properties to Storefront
Commercial (CS). The CS zone is an urban commercial designation intended for Portland’'s
main streets and provides additional flexibility for future redevelopment projects along
Division.

The rezoning also addresses ten properties with split zoning. Split zoning on Division
occurs where a residential property has a sliver of commercial zoning along one property
line. These are often the result of mapping errors and were addressed as part of this
project.

A, B — Simple steps toward successful commercial hodes: encourage wide sidewalks with landscaping
and storefront lighting.
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Land Use

Urban Design Focus Areas
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Urban Design Focus Areas
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® Access point from Division to established commercial
node at intersection of 26th/Clinton

® Traffic movements heavier heading south on 26th from
Division to Cleveland High School and Powell Bivd.
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of 26th/Division intersection
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Upgrade Existing Apartment Housing by Consolidating Parking, Removing
Curb Cuts and Increasing Landscaped Area

IMPROVE CONNECTIVITY TO CLINTON STREET I

v

New Portland Standard Pedestrian Pole Light

Enhance Connectivity to Clinton Street & Nightime Visibility of Node
with Lighting, Banners, Water Features or Public Art

LEGEND

2] Opportunity Site
: % Pedestrian Realm
; Special Node Treatment
P Water/Stormwater Feature
é F (] Bus Stop
¢ | | Public Art Opportunity

(] Street Lighting
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Division Green Street/Main Street Plan

Urban Design Focus Areas

¥ 'N.l!akmg a Place on Division St"reet

Ywude

EXISTING CHARACTER

® The Curve on Division at 42nd Ave. creates an open space that
is the unique to the study area

® The Curve provides excess right-of-way which is an
oppartunity for developing auxnnmnitygaﬂledngspm

® Arzahas a si

lots and wide right-of-way

Visual and physical access ta Richmand School is hindered by

poor sight lines, unclear pedestrian paths and traffic patterns

Richmond Placa serves as the mixed-use anchor ta this node,

prmddlng ground-level retail & office with housing above

>
2
-
=
=
o]
—

‘ CREATE RAIN GARDEN FOR SCHOOL | |TRANSFORM CURVE INTO A COMMUNITY GATHERING SPACE

Create a flexible space for
community events

Japanese -Influenced Rain Garden to Reﬁe:t Richmond Elementary’s Curriculum

SE43rd Ave-
Carpanteria, CA

FOCUS AREA CONTEXT

Add Median to Green Up
Roadway and Reduce
Crossing Distances

[ HIGHLY VISIBLE MIXED USE REDEVELOPMENT I

Pack Vista, Podiand

Infill Vacant Lot with Multi-Family

New Development

3
<
g
ki Housing
B
g
g LEGEND
u
u = Opportunity Site
5% % Pedestrian Realm
g £
g ‘f i m Special Node Treatment
H tl
H § £ [l Water/Stormwater Feature
£ 3
E 2 E @ Bus Stop
5 g -
E £ Opportunity for Multi-Family Housing 3 — ] Gateway
g | or Mixed-Use Infill Development Integrate Off-Street Parking into
g

Upagrade Existing Parking Lots with
Screening and Stormwater Treatment

Examples of New Mixed-Use Developments
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Division Green Street/Main Street Plan

Urban Design Focus Areas
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: " -l\/'ll!akm a Place on Division Street
tq-m - \

EXISTING CHARACTER | IMPROVEMENTS AT "T" INTERSECTIONS I I HIGHLIGHT INTERSECTION OF DIVISION AND 50TH |

@ Off-setintersection creates longer pedestrian crossing
distances and excess right-of-way

® larger parcels

opportunities

Major vehicular connection to Hawthorne and Powell/Foster
Higher visibility intersection, due to higher vehicle volumes
® Transit transfer site

Interstate MAX. N Albina
SW Main / SW Broadway

Opportunity to Create a Gateway and Shelter for Transit Riders at Intersection

Soum Tabor

f13th-50n
Avenve

REDEVELOMENT OPPORTUNITIES AT MAJOR INTERSECTION

L

N

FOCUS AREA CONTEXT

SE 12th Ave. / SE Beimont

SE 49th Ave.

Redevelopment of Vacant and
Underutilized Lots with Highly Visible
Mixed-Use Buildings as Gateway
Elements, with Off-Street Parking, Green
Roofs and Corner Entries

4606 NE Fremont Street

§
% I LEGEND
; = Opportunity Site
: ] 5 Pedestrian Realm
; H E’ Special Node Treatment
E § g Water/Stormwater Feature
:ﬁ g § Bus Stop
Enhance Surface Parking with 5‘0""‘"3‘9' New Curb Extensions at NW and SE Corners Public Art Opportunity

Adaptive Reuse Where Practical Infiltration and Street-Side Screening to Reduce Crossing Distances

Adaptive Reuse of Auto-Oriented Business
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Division Green Street/Main Street Plan

Land Use

Existing Zoning
Today, the street is predominantly zoned urban commercial and medium-density residential. These zones allow 4-story buildings to be built to
the front lot line. Very few buildings along Division are built to the allowed densities or height, and many buildings are single-family homes.

[TFH]
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i e HARRISON,
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Division Street Existing Zoning
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green street | main street project

Pt Sm sty o, 2004
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Area of Interest

City of Portland / Bureau of Planning / Geographic Information System / November 9, 2005
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Division Green Street/Main Street Plan

The stars on the map indicate the locations of nonconforming uses. The majority of these nonconforming situations are addressed by the
rezoning proposal on the following page.
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Legend

*  Nonconforming Use - Open Space - High Density Residential - Storefront Commercial General Industrial 1
,0"‘.'0‘ Conceptual Commercial Nodes Residential 5,000 - Central Residential - Mixed Commercial - Heavy Industrial
Existing Zoning w/overlays Residential 2,500 Institutional Residential - General Commercial
(R2.5) Comprehensive Plan Low Density MD 2,000 Neighborhood Commerical 1 General Employment 1

where different from zonin
9 :,} Medium Density MD 1,000 - Neighborhood Commercial 2 - Central Employment
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Summary and Recommendations Division Green Street/Main Street Plan

Rezoning

The rezoning proposal has received support from the community, property owners, and business owners along Division. The relatively minor
changes provide greater flexibility for designing mixed-use commercial projects on the typical 5,000-square-foot lots along Division. Community
members repeatedly expressed concern regarding the building height that is currently allowed for new development on Division.

Land Use

—

IR [T 7 = T il
, { | SiE=im| ﬁg :

Division Street Adopted Zoning

N
® L] L] A
green street | main street project =

City of Portland / Bureau of Planning / Geographic Information System / March 10, 2006
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Division Green Street/Main Street Plan

There is also support for the recent mixed-use development proposals at SE 26th and SE 43rd, although many would like to see the single-
family residences and the older structures preserved. Community members are expressing concerns that the height and architectural style of
these new mixed-use projects are inconsistent with the existing neighborhood character.
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Legend
*  Nonconforming Use - Open Space - High Density Residential - Storefront Commercial General Industrial 1
"¢ Conceptual Commercial Nodes Residential 5,000 - Central Residential - Mixed Commercial - Heavy Industrial
Main Street Corridor Residential 2,500 Institutional Residential I General Commercial

/\/ Overlay Zone

Low Density MD 2,000 Neighborhood Commerical 1 General Employment 1
Areas of Recommended Change . Benally 4 i o el proymen

- Medium Density MD 1,000 - Neighborhood Commercial 2 - Central Employment
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Division Green Street/Main Street Plan

Transportation

The Division Green Street/Main Street Plan transportation objectives include revitalizing the
street from SE 11th to 60th to make it a more transit-oriented, economically vibrant and
environmentally sustainable main street. The transportation conceptis intended to balance
the competing travel demands on Division Street, including traffic, transit, trucks,
pedestrians, and bicyclists. In addition, community members want the street to reflect their
desire for a sustainable neighborhood and main street by incorporating green infrastructure
into Division’s design.

The community identified a number of characteristics of the street that interfere with these
desires — traffic volumes and speeds, the presence of pro-time (part time) lanes between
SE 11th and 28th Place, inadequate opportunities for pedestrian crossings, and the lack of
cohesiveness and pedestrian amenities along the street. Above all, the desire to create a
community “place” that would function as the heart and soul of the community is not being
realized.

Existing Conditions

Southeast Division is a 60-foot right-of-way with 36 feet of pavement between curbs. Each
weekday, approximately 15,000 vehicles travel on the lower part of Division (west of 30th)
and more than 13,500 vehicles travel on the eastern part of the corridor. Congestion occurs
at all the major intersections — the 11th/12th couplet, 7 Corners (Division/Ladd/20th/21st),
39th, 50th, and 52nd.

12' 9' 9' 9' 9' 2!
sidewalk  Parking Travel lane  Travellane  Parking Sidewalk

Zone (Travel lane in (Travel lane in Zone

peak direction peak direction

from11th - 28th Pl) from11th - 28th Pl)

L J
“ Existing: Typically 36' curb to curb
West of 28th Place

A - Division’s narrow right-of-way includes four 9-foot travel lanes and 12-foot sidewalk zones.
B - Incorporating innovative stormwater management techniques was an important consideration.

During discussions on the transportation
concept, a number of objectives were
developed in order to evaluate the
alternatives:

Creating Community Places

Pedestrian Safety and Comfort

Bicycle Movement and Safety

Bus Stops and Travel Times

On-Street Parking to Support Businesses
Neighborhood Livability

Manage Congestion

Innovative Stormwater Management
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Division Green Street/Main Street Plan

4-6 PM
MON-FRI

One of the most defining characteristics of the corridor is the pro-time lanes. Between SE
11th and SE 28th Place, the parking lane becomes a travel lane for the two-hour peak, in
the peak direction — 7 to 9 AM on the north side and 4 to 6 PM on the south side. While
these outside lanes are underutilized, they do provide extra capacity and are particularly
useful for bus and bicycle movements. Unfortunately, the on-street parking is also
underutilized because people do not want to chance leaving a car in the parking lane
during the peak period.

The posted speed along Division is generally 25 mph, but there are several school zones
along the corridor with varying requirements that reduce speeds to 20 mph. Vehicles are
typically going between 28 and 29 mph east of SE 31st and between 29 and 30 mph west
of 47th.

8 ‘ | | T | ‘
T L Ll 1
. »“- L] otherlmesor#d [ | SESOth l

. e @ —

a ‘\ | | 176678 ] H \
==l — SE39th I
- Division Street | | . = AREEE
o O s 6 ©—0—0
l SO
E ®  Bus stops — 114 #14 w170 #74
Bus Route Number — 110 #66 #71 #75

Transit service along Division consists of one “frequent service” line, No. 4, and several
other lines that cross Division at 11th/12th, 7 Corners, 39th, 50th, and 52nd Avenues. The
No. 4 line serves downtown Portland to Gresham with buses every 15 minutes or better
during the day. The most heavily used bus stops are at SE 12th and 39th where transfers
occur.

Division has a 12-foot wide sidewalk corridor between the curbs and property lines.
Typically, this consists of a 12-foot paved sidewalk in commercial areas and a six-foot
sidewalk and six-foot planting strip between the curb and the sidewalk in residential areas.
All the signalized intersections provide marked pedestrian crossings, and there are
additional unsignalized pedestrian crossings at SE 30th, 31st, 41st and 47th Avenues.

A - The pro-time lanes allow travel in the peak period and on-street parking the rest of the day.
B - Division has frequent transit service and many transfer opportunities.
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Division Green Street/Main Street Plan

«
=

1 inch equals 2,001 feet

11TH AVE

SE 60TH AVE
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Legend Facility, Status
ﬂ Traffic Signal ~—— Bike Boulevard, Active —— Bike Lane, Active ~— Signed Connection, Active
~— Bike Boulevard, Planned —+— Bike Lane, Planned

Bike Boulevard, Recommended Bike Lane, Recommended

SE Division is classified by the City as a City Bikeway from SE 52nd east to the city limits,
although no bike lanes exist. Parallel bike boulevards are located to the north on SE
Lincoln/Harrison and to the south on SE ClintonAWoodward. An important bicycle
connection is located on SE Ladd/SE 21st through the 7 Corners intersection.

Alternatives Analysis

A number of alternatives for the corridor were analyzed and discussed by the Community
Working Group (CWG) and the public. The goal of the alternatives analysis was to see to
what extent the pro-time lanes could be removed or modified to allow for improved
pedestrian amenities and to slow traffic. The community also identified a number of specific
changes at five nodes.

Corridor Alternatives
At the April 2 Open House the community weighed in on the following corridor alternatives.

= Alternative 1: Improve signal timing and add pedestrian improvements between SE
28th and 60th.

= Alternative 2: Improve signal timing, remove pro-time lanes between 20th and 28th
Place, add pedestrian improvements between 20th and 60th.

= Alternative 3: Improve signal timing, change cross-section between 11th and 28th
Place to two travel lanes and a center turn lane, add pedestrian improvements between
11th and 52nd, add bicycle lanes between 52nd and 60th.

The community response was divided. Approximately 35 percent supported Alternatives 1

and 2, and about 21 percent supported Alternative 3. The remainder didn’t favor any of the

alternatives.

The Division corridor is very accessible by bicycle.

November 2005



Division Green Street/Main Street Plan

Node Improvements
At the April 2 Open House, the following improvements were proposed for five nodes.

11th and 12th

11th and 12th and Division: Remove three on-street parking spaces between 7 AM and 6
PM weekdays (currently the spaces are posted no-parking between 7 and 9 AM and 4 to 6
PM). About 75 percent respondents supported the proposal.

7 Corners

(Division/Ladd/20th/21st): 3 options

= A:Improve signal timing and add pedestrian improvements

= B: Pedestrian improvements and remove 21st from the signalized intersection (stop
sign control only)

= C: Replace signals with either a single or double roundabout
7 Corners Alternative Liked Best

N/A
9%

Alternative A

Alternative C 42%

35%

Alternative B
14%

The community response did not indicate majority support for any of the alternatives: 42
percent supported A, 14 percent supported B, and 35 percent supported C.

39th Avenue

39th and Division: Add protected/permissive left turns from Division to 39th. Over 90
percent of respondents supported the proposal.

42nd Avenue

The Curve at 42nd and Division: Add a landscaped median, redesign the curve to reduce
speeds, add two pedestrian crosswalks through the median, widen sidewalk on south side
of Division. Almost 90 percent of respondents supported the proposal.

50th Avenue

50th and Division: Add curb extensions on the southeast and northwest corners of the
intersection to reduce crossing distances. Approximately 84 percent of respondents
supported the proposal.

A — Removing three parking spots in front of Genie’s would help traffic flow at SE 11th.

B — The community was split over the proposed changes for Seven Corners.

C, D-The Curve at 42nd as it is now, and the Curve as it could be, with landscaped median and new
pedestrian crossings.

November 2005

=
e
&
=
72
=
=)
—
-
&
=
Q
=




=
=
l;
&
N
R
=
=0
72
=
<
Rt
-

Division Green Street/Main Street Plan

New Corridor Alternatives

Based on the results of the previous workshop
and input from the Community Working Group
(CWG), two new corridor alternatives were
generated. The two new alternatives were
modeled and evaluated based on a number of
key considerations. The CWG evaluated all of
the alternatives on the table and heavily favored
the new alternative 2a and voted to carry it
forward with two options for 7 Corners — the
single roundabout and the pedestrian
enhancements. The Technical Advisory Group
(TAG) was supportive of these options, but there
was also support for the new alternative 4.

e Alternative 2a: Eliminate the pro-time
lanes completely; include signal timing and
pedestrian improvements throughout the
corridor.

e Alternative 4: Eliminate the pro-time lanes
from 13th (north side) and 14th (south
side) through 18th; add pedestrian
improvements in this section and between
52nd and 60th.

Alternative 2a:

Eliminate the pro-time lanes completely, restore full-time parking between 12th
and 28th and include signal timing and pedestrian improvements throughout the
corridor.

Community Places: This alternative will ‘normalize’ the street, slowing traffic, making the
street safer, maximizing on-street parking, and creating a more pedestrian-oriented main
street. On the other hand, diversion of traffic, during peak hours, to other streets is likely to
occur, primarily to parallel streets between 12th and 30th. While the exact magnitude of the
diversion would depend on how the parallel streets operate, the worst case scenario could
be 700-1000 vehicles in the 2-hour PM peak period diverting from Division.

Pedestrians: Alternative 2a improves access to transit and creates shorter crossing
distances at curb extensions. The curb extensions increase sight distance between
pedestrians and drivers. Because of the increase in congestion, there will be fewer gaps in
traffic for pedestrians to cross but traffic will move very slowly.

Bicycles: Bicyclists currently use the pro-time lanes as de facto bike lanes during the peak
hours. Removal of the lanes will slow peak hour traffic, which could make it more
comfortable, but also more congested. If traffic volumes increase on Clinton to more than
3,000 vehicles per day due to diversion, the existing bike boulevard may need to be
converted to bike lanes.

Transit: Transit travel times will increase along with increases in congestion. Additional bus
zones may be needed to get buses out of traffic at bus stops to allow other vehicles to get
through. To maintain frequent service, additional buses may be needed.

Vehicular Traffic:

* AM Peak — Significant queuing and congestion would be caused by the elimination of
the second westbound travel lane between 12th and 28th. Queuing is forecast to
extend to near 60th by the end of the AM peak hour. Back ups would occur at key
north-south streets such as 20th/21st and 26th because vehicles have difficulty turning
onto Division due to lack of gaps. The green time for side street traffic will be used by
Division Street traffic for most of the cycle, leading to excessive queuing along most
key north-south streets under this alternative.

* PM Peak — Significant queuing and congestion would be caused by the elimination of
the second eastbound travel lane between 12th and 28th. Queuing is forecast to
extend along Division to the west of 11th as well as along 11th north of Division. This
congestion would affect intersecting streets similar to AM conditions. The 50th and
52nd intersections would continue to operate near capacity under optimized signal
timing.

Parking: The elimination of pro-time lanes will result in approximately 225 on-street parking
spaces being available full-time. The actual number could be less if more bus zones are
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Division Green Street/Main Street Plan

needed to allow buses to get out of the travel lane or where curb extensions are added.
There could be a gain in on-street parking east of 28th where curb extensions replace bus
zones, and a loss of on-street parking where curb extensions replace parking.

Alternative 4:

Eliminate the pro-time lanes from 13th (north side) and 14th (south side) through
18th and add pedestrian improvements in this section and between 28th and
52nd; add bike lanes between 52nd and 60th.

Community Places: This alternative will provide permanent on-street parking for a 5-block
segment but not allow the full range of parking and pedestrian improvements that
Alternative 2a provides. The 7 Corners area could not use curb extensions to reduce
crossing distances on Division. Traffic would be slowed, but not as much as under
Alternative 2a and diversion during the peak hours is not likely.

Pedestrians: Alternative 4 improves access to transit and creates shorter crossing
distances at curb extensions for a 5-block segment. The curb extensions increase sight
distance between pedestrians and drivers. No curb extensions would be added between
18th and 28th.

Bicycles: Bicyclists currently use the pro-time lanes as de facto bike lanes during the peak
hours. Removal of the lanes will slow peak hour traffic, which could make it more
comfortable but also more congested between 13th and 18th. Conditions would remain
relatively unchanged between 18th and 28th. If bike lanes are added between 52nd and
60th, existing on-street parking would need to be removed along at least one side of the
street.

Transit: Transit travel times will increase slightly. There will be improved access to transit
at new curb extensions between 14th and 18th.

Vehicular Traffic:

»  AM Peak — With signal timing and modifications at 39th, the westbound congestion and
queuing would be limited to within the 42nd curve section, resulting in overall improved
corridor operations for the eastern end of the corridor. This alternative is forecast to
operate with moderate congestion between 12th and 28th.

»  PM Peak — This alternative will operate with moderate congestion. Minor signal timing
modifications would result in improved operations at all study area intersections except
20th and 52nd, which would be expected to operate with moderate operations and
queuing.

Parking: There would be a gain of approximately 77 full-time on-street parking spaces
between 13th and 18th, although some may need to be removed for new curb extensions.
There would be a gain of on-street parking where curb extensions replace bus pullouts, but
aloss of on-street parking where curb extensions replace parking.
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Division Green Street/Main Street Plan

Workshop Results

These two new alternatives were combined with the two most popular options for
7 Corners—the single roundabout and signal timing and pedestrian improvements (the
CWG eliminated the double roundabout option).

Remaining 7 Corners Options

Roundabout Option

Replace signals with a single roundabout. The CWG was very interested in a roundabout
as a way to create a special place at 7 Corners and incorporate a green area. A single
roundabout would have many of same disadvantages as removing 21st from the signal,
because 21st would be right-turn only into the intersection. Both buses and bicyclists would
be inconvenienced. A double roundabout would address the needs of all modes to traverse
the intersection, but significant costs are associated with acquiring additional land to
accommodate the design. As aresult, it was dropped from further consideration.

Enhanced Pedestrian Improvements Option

Improve signal timing and add pedestrian improvements. This alternative would allow the
intersection to operate the same way it does today, but with more emphasis on pedestrian
movements. The alternative would “tweak” signal timing to assure that pedestrians had
adequate time to cross the street by adding “count down” signals, reconfiguring the
Ladd/20th crossing, reducing the curve radius at the west side of 21st, and adding a
crossing of Division in the middle of the intersection.

At the June 18 Workshop, the community voted on these four remaining options —

»  2a with a roundabout

= 2a with signal timing and enhanced pedestrian improvements including curb extensions
* 4 with a roundabout

= 4 with signal timing and enhanced pedestrian improvements

The results indicate the majority of workshop participants preferred the package of
pedestrian enhancements for 7 Corners over the roundabout. Concerns were raised that
the roundabout would not be friendly to pedestrians because there would be no signals to
stop traffic. In addition, neither the buses nor the bicyclists would be allowed to follow their
current northbound routes from SE 21st to Ladd.

The vote was split on the corridor alternatives, although slightly more people voted for
Alternative 4. Many people were concerned about potential congestion resulting from
removing the part-time travel lanes entirely and the corresponding diversion onto nearby
parallel neighborhood streets. Those who use Clinton as a bicycle boulevard felt strongly that
any increased traffic on Clinton should be avoided. However, other community members felt
that full-time parking along the full length of Division is better for businesses, makes the street
more pleasant for pedestrians, and creates a more successful main street environment. Many
participants feel that the part-time travel lanes are unsafe and confusing and should be
removed to allow pedestrians to feel comfortable walking on Division.
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Division Green Street/Main Street Plan

A handout was distributed at the June 18 Workshop to illustrate the two corridor alternatives—2a and 4. The drawing also shows some of the
node improvements, the location of new curb extensions, and marked pedestrian crossings.

B Stregt

3\___1.}:_._, - : N .
!sREEn Street / Main Street

Alternative 2a:Two lanes with full-time parking, 12th-28th Place

(B}
&

Alternative 4: Full-time parking 13th-18th, part-time parking 18th-28th Place

Corridor Transportation Alternatives

Open House June 18,2005

The project has studied a range of transportation alternatives for Division Street. Community
input from the April 2 open house, written comments, and subsequent review by the Community
Working Group and the Technical Advisory Group has narrowed the proposed alternatives.

Two alternatives remain for community discussion and input.
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Division Green Street/Main Street Plan

A menu of potential pedestrian and bicycle enhancements show how 7 Corners could
change. With Alternative 2a, curb extensions could be added to the pedestrian crossings on
Division. If Alternative 4 is the preferred alternative, curb extensions are precluded because
of the additional travel lanes.

Division Street 7 Corners Enhancement Package

Consolidating the A redesigned, The addition of
#10 bus stop with the ADA iant nose &
#10 stop at crosswalks will enhance countdown signals at

pedestrian safety and
movement. Design details improve pedestrian
will emerge in the next knowledge and sense
phase of the project. of safety.

Lavender Street. all crossings will

A bike lane and "bike box" give bicyclists a
waiting area and priority when the light changes to Trade-offs:

green. - Increases the efficiency
A curb extension increases space for pedestrian of the #10 route

amenities and bus stop enhancements. The curb - Redices the convenience
extension will improve pedestrian visibility and of transit at Seven Corners
reduce conflicts with right-turning vehicles. T

Trade-offs:
- Eliminates right-side bus/car storage lane, thus
stacking all vehicles in one lane. This will delay
traffic through one or more cycles,

Because crossing distance timing is set by the
signals, the curb extension will not impact the
allowed pedestrian crossing time

Bike lane and "bike box " give bicyclists clear waiting
area and priority when the signal turns green.

Trade-offs:
I -Requires prohibition of Right Turn on Red.
‘ Buses will share right-side bike lane.

| New curb extensions will shorten
| the curb-to-curb crossing distance.

Street trees provide an
attractive buffer between

Trade-offs:

Preferred Alternatives

Based on the voting at the workshop, two
alternatives will be retained and will be the
subject of additional analysis and discussion
during the next phase of planning for Division
street improvements. These alternatives are:

= 2a with signal timing and pedestrian
improvements.
Two travel lanes along the entire length of
the corridor with full-time parking and curb
extensions at locations between 11th and
60th, including at pedestrian crossings at 7
Corners. Add package of enhancements at
7 Corners for pedestrians and bicycles.

= 4 with signal timing and pedestrian
improvements

Eliminate pro-time (part-time) travel lanes
from13th (north side) and 14th (south side)

the road and the sidewalk
and help to visually narrow
the road, leading to a
decrease in vehicle speeds.

- Only possible in 2 travel lane
scenario.

-With 4 travel lanes, the use of curb
extensions is not possible.

through 18th and reinstate full-time parking;
retain pro-time configuration through 7

[ - Because crossing distance timing is
set by the signals, the curb extension
will not impact the allowed
pedestrian crossing time.

} : PEH \;

\\ i 4 @ ‘L\
tempordry | TriMet -~ .
busstop <€ 20™ preferr \
location | | bus st ‘ )

locatigh |
‘ old curb P
line |

Install crosswalk with a push button while allowing
existing turning movements (left and right) from 20th
southbound. Make signal timing adjustments throughout
the entire intersection.

A wider, rebuilt curb ramp
creates a better place for
pedestrians to wait before
crossing Division St or SE 21st.

Trade-offs: Additional delay is anticipated for pedestrians,
buses, and vehicles at the intersection if pedestrians are
allowed to cross here.

A widened corner will decrease traffic speeds from
right turning vehicles from Division onto SE 21st,
and shorten the curb-to-curb crossing distance of
SE 21st.

Special pavement treatment Trade-offs

throughout the intersection would - Because crossing distance timing is set by the
create a unique place. Details of this signals, the curb extension will not impact the
enhancement would be worked allowed pedestrian crossing time.

out in the next phase of this project.

Corners and out to 28th Place. Add curb
extensions between 28th and 60th. Add
package of enhancements at 7 Corners for
pedestrians and bicycles except curb
extensions.

The next phase of planning will also include
further analysis on the feasibility of bicycle lanes
between 52nd and 60th. This analysis will
include evaluating whether bicycle lanes can be
accommodated between 52nd and the existing
lanes on Division that begin at 78th/ 80th. The
analysis was deferred to the next phase
because it was outside the scope of this project.
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Division Green Street/Main Street Plan

aplementation Strategies

s plan does not address every issue or solve every community concern. New
lllenges constantly arise and old challenges resurface. This plan is an attempt to guide
Ire decisions and identify important opportunities for future work.

2 following pages contain specific actions that implement the vision for Division. These
v directly from the project goals and objectives and are meant to inspire the community
nake the vision a reality. Some actions will be accomplished by the City, but the most
yortant actions are those that the community embraces and organizes energy towards
somplishing.

2 City of Portland will continue to work with the community on plan implementation.

st significantly, the Office of Transportation will begin the Division Streetscape and

construction Project in the fall of 2005. This planning process will identify and prioritize

1sportation, paving, green street and streetscape improvements between SE 6th and SE

h. Public involvement for the streetscape and reconstruction project will continue and

Community Working Group will provide input and make recommendations for
...plementation.
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Phase 1 construction of the Division Streetscape and Reconstruction Project will begin in
2007/08. Funds for the initial phase are available for work between SE 6th and SE 39th.

Later phases of design and construction along Division Street will occur as funds become
available.

November 2005




Division Green Street/Main Street Plan

Shared Economy
FOCUS COMMERCIAL ACTIVITY IN A SERIES OF VILLAGES.

<= Orient redevelopment to block corners to help create meeting places.

<= Create minor and major gateways using art, small plazas, or buildings to create the
sense of entering a place.

| <= Revitalize existing commercial nodes with storefront enhancements: awnings, lighting,
street furnishings, signage, and fagcade renovations.

<= Survey local businesses to understand their shared needs and potential for growth.

<= Address nonconforming uses through rezoning to either commercial or mixed use
commercial.

| <= Explore the development of a storefront improvement program for business owners.
» Reinstate full-time parking between 13th and 28th where feasible.

INTEGRATE A VARIETY OF HOUSING FOR ALL LIFE STAGES.

| <= Rezone portions of the corridor to mixed-use commercial to encourage housing above

commercial.
| <= Retain a mixture of residential and commercial zoning along corridor to encourage the
retention and construction of a variety of housing types for all life stages.

SUPPORT A HEALTHY LOCAL ECONOMY.
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| <= Develop an outreach program to local firms to encourage increased purchases from

local suppliers.

| <= Develop a long-term investment strategy to carry this vision forward, possibly with
Oregon Solutions.

| <= Work with the school district, Multnomah County, and others to identify economic
opportunities associated with education and training, family health care, early childhood
development programs, and after-school care.

Sandem

FRENOU

A - Building entrance oriented to the corner
B - Art as a gateway element
C - Improved storefront
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Clean and Green Environment

RESTORE AND MAINTAIN ENVIRONMENTAL HEALTH.
<= _Encourage the planting of street trees along Division where appropriate.

<= Encourage additional landscaping on all properties along Division, particularly existing
parking lots.

= |ncorporate innovative stormwater treatments into the street’'s design and
reconstruction.

<m Assist property owners (nonprofits, private, and public) with early assessment of
potential environmental contamination on sites and also with applying for state or
federal grants for detailed assessments and remediation activities.

<= Transform the 42nd Avenue curve with a landscaped median to reduce paved areas.
INTEGRATE GREEN INFRASTRUCTURE/BUILDING INTO THE URBAN
LANDSCAPE.

<= Build an educational stormwater garden on a school site.

<= Develop Division Street as a focus area for pioneering green building and sustainable
infrastructure innovations.

= Pursue incentives as a means to achieve quality design and encourage green
infrastructure in new development.

= Consider pervious surfaces on private property and in the right-of-way.

<= Create a "sidewalk zone" stormwater-friendly flyer for permit applicants illustrating low
cost approaches to make sidewalk areas more stormwater friendly.

<= Develop guidelines for future street improvements, incorporating green infrastructure
where practical.

PROMOTE CLEANER ALTERNATIVES TO DRIVING.

< |nstall bike parking along the corridor, especially at commercial nodes.

<= Evaluate the feasibility of bike lanes between 52nd and 60th as part of the next phase
of planning for the corridor.

= Participate in PDOT’s Eastside Hub activities, including walks and bike rides.

= Encourage businesses to offer TriMet trip tickets with purchases.

* Encourage neighborhood residents to telecommute.

= Encourage neighborhood residents and employees to shift one trip a week to a mode
other than the single-occupant vehicle.

= Recruit neighborhood residents and employees to sign up for carpooling at
www.carpoolmatchnw.com.

A - Pervious paving material test site on SE Rex Street
B — Recent landscaping and street trees on Division
C - Glencoe School rain garden
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Division Green Street/Main Street Plan

Healthy Community
COLLABORATE TO ACHIEVE A CONNECTED COMMUNITY.

Promote participation in neighborhood associations, the Division-Clinton Business
Association and the DivisionVision Coalition as opportunities for neighbors to come
together and support efforts along and near Division Street.

<= Provide pedestrian directional signage for neighborhood amenities (OMSI, river, parks,

etc.).

<= Enhance the connection to Clinton Street along SE 26th Ave with streetscape

improvements.
Promote the Annual Division/Clinton Street Fair.

Develop a handout describing key components of the vision and plan for the
community to share with prospective developers and also for the City to distribute in the
permit counter.

ENCOURAGE WALKING AND BICYCLING FOR INDIVIDUAL AND COMMUNITY
HEALTH.

Add curb extensions at the Division and 50th intersection to reduce crossing distances.
Add curb extensions and marked crossings at key bus stops and crossing locations.
Distribute biking and walking maps to neighborhood residents.

Lead neighborhood walks and bike rides, and encourage people to lead healthy
lifestyles.

Encourage walking and biking to school — Safe Routes to School, biking and walking
buses.

Advocate for pedestrian, bicycle, transit and traffic calming improvements along
Division Street and throughout the neighborhood.

CREATE A COMMUNITY THAT IS SAFE FOR ALL.

Construct the proposed street improvements to enhance safety and access along
Division for all modes — walking, cycling, transit, driving, and freight delivery.
Encourage businesses to add lighting to facades and window displays to enhance the
street at night.

Work with PDOT to assess street lighting levels for traffic safety and pedestrian
comfort, and add lighting where appropriate.

<= Advocate for stronger police enforcement of “stop and stay stopped” laws.

Work with the BTA to offer bicycle and pedestrian safety training for children at
neighborhood schools.

Create walking and bicycling “buses” to help children get to school safely.

A — Bike box on SE Clinton at 39th
B - Pedestrian curb extension at Wild Oats to shorten crossing distances
C - Walking school bus
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Division Green Street/Main Street Plan

Promote

A group of

neighbors and
businesses are
joining together
to promote the
creation and
placement of art
along division street.

division
street

Our goal is to develop a
master plan to encourage

th public and private,
inent and temporary.

PAy,
SFoR 7,
Q & Abernethy
G A Elementary
s &) Sc
g < 3 &
< £
£ i3
4 3
o Y
SE Division Street [
5 7 S

Making a Place
EMBRACE AND FOSTER THE EDUCATIONAL LANDSCAPE.

< |ncrease the visibility of the schools near Division with signs and murals. 4‘—{ Formatted: Bullets and Numbering

<= Transform schools into community resources than can house social activities during
off-hours.

= |ncorporate kids into the community through arts and community events.
<= |nvolve parents, nonparents, and the elderly in the school activities.

<= Work with the school district to find ways to increase student achievementin all the
schools in the corridor.

<= Create an entrance to Abernethy School by enhancing the existing alley at 13th and
Division.
FORGE A UNIQUE IDENTITY THAT UNITES THE DIVISION CORRIDOR.

= Establish an arts program that unites Division Street with music, performance,
temporary installations, and public art.

* Incorporate functional art into the street’s design and redevelopment.

* Findresources to develop and install artist-designed glass panels in TriMet shelters
along Division Street.

= _Consider installing street sign caps to establish an identity that links the entire corridor. ‘§—[Formatted: Bullets and Numbering

= Amend the City Transportation System Plan street design designation for Division to
Main Street from 20th to 50th.

= Pursue innovative approaches to addressing building design concerns such as scale,
context, quality of materials, and sustainable building techniques.

TAKE ADVANTAGE OF CULTURAL AND HISTORIC ASSETS — BUILDINGS,

PLACES, AND PEOPLE.

= Encourage the renovation and reuse of buildings from the street’s historic era to
maintain the main street character of Division Street and develop a quality environment.

* Maintain and support the residential character of the neighborhoods surrounding
Division.

<= Use the realignment of Division at 42nd to create better pedestrian connections to <——[ Formatted: Bullets and Numbering

Richmond School.

<= |ncorporate historical markers or other features that commemorate past events of
importance such as the demise of the Mt. Hood freeway proposal.

<= _Explore opportunities to remove the large commercial billboards.

= Explore a Japanese-influenced rain garden at Richmond School to reflect its
educational focus.

A - Division residents promote art along the street
B — Create new connection to Abernethy using existing right-of-way
C - Ford building at 11th
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Zoning Code Amendments

How to read this section

This section proposes changes to portions of the Zoning Code. Odd numbered pages show language with proposed changes. Generally,
language added to the Zoning Code is underlined (example) and language deleted is shown in strikethrough (example).

Even-numbered pages contain commentary on the proposed changes. Commentary on the code changes is intended to describe legislative
intent.
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City Code Amendments

CHAPTER 33.460
MAIN STREET CORRIDOR OVERLAY ZONE
(Added by Ord. No. 174325, effective 5/5/00. Amended by: Ord. No. 178452, effective 7/10/04) (Previously, Natural Resource Zone, repealed
by Ord. No. 163770, effective 2/8/91, and replaced by Chapter 33.435, Future Urban Zone.)

Sections:
General
33.460.010 Purpose
33.460.020 Short Name and Map Symbol
33.460.030 Where These Regulations Apply
33.460.040 Building Coverage
North Lombard Regulations
33.460.100 Additional Regulations in the CN1 Zone
33.460.110 Additional Standards in the R1 Zone
33.460.120 Minimum Density in the R1 Zone
Sandy Boulevard Regulations
33.460.200 Bonus Building Height
33.460.210 Transition Between Residential and Commercial Zones
33.460.220 On-Site Location of Vehicle Areas Along Sandy Boulevard in the CS Zone
33.460.230 Building Facades Facing Sandy Boulevard
33.460.240 Required Design Review
Division Street Regulations
33.460.300 Purpose
33.460.310 Additional Standards
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General

33.460.010 Purpose

These regulations encourage higher density residential uses by allowing greater building heights, reducing required building
coverage for residential development; and allowing more flexibility in site design. The intent of the zone is to provide transit-
supportive levels of residential and mixed-use development along identified main streets.

33.460.020 Short Name and Map Symbol
The Main Street Corridor Overlay Zone is also referred to as the m zone, and is shown on the Official Zoning Maps with an "m"
map symbol.
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Code Commentary

.300 The Main Street overlay for SE Division was developed to address specific design concerns raised during the Division Green Street/Main Street
Plan process. A subcommittee of the Community Working Group (CWG) met numerous times over the summer of 2005 to discuss various design concerns
and the multitude of approaches that are available to address those concerns. This subcommittee was composed CW6G members and staff from the
Bureau of Development Services and Bureau of Planning urban design group. The discussion of the subcommittee focused on the shortcomings of the
design review process outside the Central City and Gateway. The group came to a common understanding that the design review process would add
significant project costs and delays with limited improvement in design - largely due to the dif ficulties of achieving good design with standards designed
to apply citywide. The group settled on crafting specific design standards as part of the main street overlay as the best way to achieve better design.
The challenge was then to address as many of the following goals articulated by the Community Working Group with clear and ob jective standards:

= Create guidelines to encourage creative infill that encompasses principles of sustainability, including diversity, green building, and design on

the street, while leaving room for nonconformity;

=  Find out what tools we can use to ensure neighborhood input into new development proposals;

= Learn how the neighborhood can ensure that new development fits in with the context of existing neighborhoods and buildings;

=  Find out what tools we can use to preserve structures important to the neighborhood;

* Determine if there are ways to ensure quality of design in new development; and

=  Find ways to ensure new development is made of quality materials and is built to last.

These standards apply to both commercial and residential development along Division. The "m" overlay is mapped on all €S, CM, and R1 zoned parcels
within 100 feet of Division generally between SE 19th and SE 50th Avenues. The extent of the overlay is patterned af ter the City’'s main street
designation in conformance with Metro’s 2040 Growth Concept.

.310 A Ore unique urban design element along SE Division is the orientation of numerous storefront buildings to the corner with a main entrance. The
planning process identified this as a possible requirement for new development as a means of activating street corners and providing a pedestrian-
friendly environment. These standards are necessary because the Parking and Loading section of the code (Chapter 33.260) and the Transit Street
regulations in Chapters 33.120 and 33.130 do not address activating the corner. The deficiency of
these regulations is that buildings can orient away from the corner and have main entrances setback
from the street.

In particular, the transit street main entrance standards (Section 33.130.242), as written, allow for
an entrance 25 feet from the transit street and at an angle. This allows for the entrance to be at
the side of a building facing a parking lot, rather than facing the transit street as is intended by
the code. This is a citywide issue that is slated to be addressed in the Regulatory Improvement
program. Once a citywide amendment is effective, this standard will be deleted from the Division
main street overlay.

Referencing Subparagraph 33.130.215.B.1.d, Setbacks in a Pedestrian District, was a preferred
method of achieving the corner orientation of a building without repeating lengthy code sections.
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Division Green Street/Main Street Plan

City Code Amendments

33.460.030 Where These Regulations Apply

The regulations of this chapter apply to sites in the Main Street Corridor Overlay Zone. Sections 33.460.010 through 33.460.040
apply to all sites in this overlay zone. Sections 33.460.100 through 33.460.120 apply to sites with frontage on North Lombard.
Sections 33.460.200 through 33.460.240 apply to sites with frontage on Sandy Boulevard. Sections 33.460.300 through
33.460.310 apply to sites with frontage on Division Street.

33.460.040 Building Coverage
On sites in the CS zone, where 100 percent of the floor area of a building is in residential uses, the minimum building coverage is
reduced to 40 percent.

Division Street Regulations

33.460.300 Purpose

These regulations promote development that fosters a pedestrian- and transit- oriented main street and reinforces the pattern of
older industrial, commercial, and residential buildings along the street. These regulations ensure that development:

Activates Division Street corners and enhances the pedestrian environment;

Steps down building heights to reduce the negative impacts of larger scale buildings on the adjoining single-dwelling zones;
Is constructed with high quality materials in combinations that are visually interesting;

Consists of retail that is small in scale; and

Provides neighbors with the opportunity to give early input to developers on significant projects;
33.460.310 Additional Standards.

7 /]
N
=
>
=
=
=
=5
=
<
>
=
=}
)
=1 ]
=
=
=
N

A. Reinforce the corner. This standard applies to all sites where any of the floor area on the site is in nonresidential
uses. Where a site abuts both Division Street and an intersecting street:

1. Setbacks. The requirements of Subparagraph 33.130.215.B.1.d, Setbacks in a Pedestrian District must be met;

2. Main entrance. For portions of a building within the maximum building setback, at least one main entrance for each
tenant space must:

a. Be within 5 feet of the facade facing Division Street; and

b. Either:

(1) Face Division Street; or

(2) Be at an angle of up to 45 degrees from Division Street, measured from the street property line.

3. Surface parking areas are not allowed within 40 feet of the corner.

November 2005



Division Green Street/Main Street Plan

Code Commentary

.310 B The compatibility of new development along SE Division with the existing residential neighborhoods was a common issued raised during the
planning process. One tool the City has used successfully along other main streets to address the issue of scale is the step down of building height.
This step down reduces the negative impacts of larger scale buildings on adjocent single-dwelling zones. Concerns were raised that the regulation would
reduce the height on a significant portion of the site and therefore affect the development viability. The wording is such that this regulation applies
only to sites 100 feet deep or greater, since sites less than 100 feet deep abut only commercial or R1 zones. It is also written so that it applies to RS
through R2.5 zones. This avoids any stepping down of height from buildings on either side on Division into the R1 zone. The regulation works together
with the setback requirements for development in commercial zones abutting residential that increase the setbacks with increases in height (Chapter
33.130, Table 130-4).

City Council amended this provision as a result of concerns raised by developers and property owners. Council adopted a compromise that was reached
between the Community Working Group members, neighborhood folks, and property owners. The step down provision in the Community Design
Standards and other main streets has a height limit that is equal to the abutting residential zone. One problem with the R5 zoning is that the maximum
height is 30 feet. A 30 foot height limit results in only 2 stories of buildable area within the 25 foot setback, using current building practices,.

Setting the height limit to 35 feet, rather than the hejght limit of the zone, ensures three stories of floor area. A second compromise was to allow
railings on roof-top gardens by right. This allows decks and outdoor living space within the setback to mitigate for the loss of floor area. The
requlation is written to address scale and privacy issues by ensuring that the railings do not exceed 3 # feet in height and are setback from the
building edges.

A third amendment requested by a property owner allows privacy screens between the individual fourth floor units. The case was made that privacy
between the units is necessary for the sale of these units and therefore should be allowed by right (rather than through an adjustment). Again, the
regulation is written to address scale and privacy issues by ensuring that the privacy screens do not exceed 6 feet in height and are setback from the
building edges.

.310 C This standard is borrowed directly from the Community Design Standards and sets a minimum threshold for quality materials that are durable
and meet certain aesthetics. If quality exterior materials are used in construction, the building is arguably more sustainable.
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Division Green Street/Main Street Plan

City Code Amendments

B. Height limits for sites abutting R5 — R.2.5 zones.

1. Generally. If a site has frontage on Division Street, on the portion of a site within 25 feet of a site zoned R5
through R2.5, the maximum building height is 35 feet.

2. Exceptions.

a. Railings may extend up to 3-1/2 feet above the 35-foot height limit if the railing is set back at least 4 feet

from all roof edges.

b. Walls or fences designed to provide visual screening between individual roof-top decks may extend up to 6
feet above the 35-foot height limit if the visual screen is set back at least 4 feet from all roof edges.

Figure 460-4
Height limits on sites abutting R5 - R2.5 zones
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Maximum height = 35" zoning line
3
SE
DIVISION 45' 36"
ST

C. Exterior finish materials. Plain concrete, concrete block, corrugated metal, plywood and sheet pressboard are not
allowed as exterior finish material, except as secondary finishes if they cover no more than 10 percent of the surface of
each facade. This standard applies on all building facades. Items that are exempt from this standard are listed in
Section 33.420.045, Exempt From Design Review.
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Code Commentary

.310 D The community places a high value on retaining the local scale of retail along Division. Although this does not prohibit chain stores less than
10,000 square feet, it sends a message that the scale of retail along Division is local serving, rather than providing a regional draw. Supermarkets
require larger floor area to provide local services and are exempt from this regulation.

.310 E The neighborhood contact requirement applies to new construction or major remodels along Division Street, triggered by a project size
threshold of adding 5,000 square feet or more. This addresses a community concern that they often have no opportunity for input regarding even
large-scale mixed use projects. Most development in Portland is not subject to discretionary design review or other discretionary land use review
procedures, which are the primary mechanisms for public comment on development proposals.

This section would utilize the same neighborhood contact process (Section 33.730.045) currently required for proposals using the Community Design
Standards. This neighborhood contact provision requires that applicants contact the relevant neighborhood association for a meeting, after which the
neighborhood has 45 days in which to schedule a meeting. Neighborhood response to proposals presented at such meetings is advisory only and is not
binding on the applicant. Some community members have related that meetings with developers who have voluntarily met with the community have
provided the opportunity for community feedback, of ten resulting in improvements to the design of projects.

.263 The definition for supermarket is the same as the definition used in the Central City Plan District. For consistency, the definition was moved to
the Definitions Chapter and deleted from the Central City Plan District.
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Division Green Street/Main Street Plan

City Code Amendments

D. Floor area for Retail Sales And Service. Each individual Retail Sales And Service use is limited to 10,000 square feet
of net building area. Supermarkets are exempt from this regulation.

E. Neighborhood contact. Proposals meeting the following conditions are subject to the neighborhood contact
requirement as specified in section 33.730.045, Neighborhood Contact Requirement. All of the steps in 33.730.045
must be completed before a building permit is applied for:

1. The proposal does not involve a land use review, and

2. The proposal will add more than 5,000 square feet of gross building area to the site.

OTHER CHANGES TO TITLE 33

CHAPTER 33.510
CENTRAL CITY PLAN DISTRICT
33.510.263 Parking in the Core Area

7. Adjustments to the maximum ratios.

b. Adjustments to the maximum ratio for supermarkets may be requested up to 2.0 spaces per 1,000 square feet of

net bulldlng area; adJustments above 2 0 are pI‘Ohlblted A—su-pe;ma—ﬂ%et—}s—a—mta&l—stefﬁmt—h—me;e—tha—n—gg—ggg

CHAPTER 33.910
DEFINITIONS

Supermarket. A supermarket is a retail store with more than 20,000 square feet of net building area, selling a complete

assortment of food, food preparation and wrapping materials, and household cleaning and servicing items.
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A. Background

The Background section contains the following documents:
History of East Portland and SE Division Street

This is the story of Division since the mid 1880’s and how forces have shaped Division into
the street it is today. Factors that induced these changes include: the enormous growth of
Portland’s population from the 1850s through 1910; changing zoning policies over time; the
effects of the automobile era of the 1950s and 60s; the controversy of the Mt Hood Freeway;
and traffic calming along parallel routes in the late 1980s.

Planning and Policy Technical Memo
This extensive memo is an inventory and review of public policies, plans, and studies
relevant to the Division study area. This was completed early in the project to help
document the policy framework that guided the plan. Included are descriptions of state,
regional and city policies, as well as street classifications and zoning characterizations.

Multi-modal Transportation and Urban Design Analysis

This analysis outlines the existing conditions along Division related to multi-modal
transportation issues and urban design.
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History of East Portland and SE Division Street

The story of the Division Green Street Main Street Project area is one of ongoing, rapid
change and upheaval. It begins in the mid-1800s when the first settlers were gifted large
Land Donation Claims east of the Willamette River, and soon moves into the
approximately 60-year span when these farms were all subdivided into neighborhoods.
The next changes occurred during the years of rail and streetcar expansion and decline,
and continued on through the two World Wars. The subsequent popularity of the
automobile in the 1950s promoted intense suburban growth on the eastside of the
Willamette River, as well as significant freeway and highway expansion.

In the 1970s there was a heated controversy over plans for a “Mt. Hood Freeway” which,
had it not been defeated, would have replaced SE Division, Clinton, and Lincoln streets
entirely. The defeat of the Mt Hood Freeway led to many changes in the way Portland
looked at transportation planning and how to manage traffic and ensure livability in a
growing city. In the 1980s The City of Portland devised a plan for revitalizing SE
Portland, including several Traffic Calming measures on streets parallel to Division. This
story begins with the creation of the City of Portland:

Portland, OR was created in 1845 when Asa Lovejoy and F.W. Pettygrove decided to lay
out a townsite and draw up an informal plat of 16 square blocks containing 50 by 100
foot lots on the west bank of the Willamette River. They flipped a coin and Pettygrove
won the right to name it “Portland,” after Portland, Maine. The City was officially
incorporated in 1851 and included a much larger area than the original 16 blocks.'
Portland began its early development as a trading and shipping town and the City’s
economic growth soared in 1849, as the California Gold Rush demanded large quantities
of timber and foodstuffs from the area. To keep up with demand, logging in the 1850s
resulted in large cleared areas surrounding Portland and East Portland, thus the nickname
“Stumptown.” The timber was shipped out of Portland as a major export and used locally
for building construction.

A secondary town named East Portland
took form on the east side of the
Willamette  River in  the  1850s,
incorporating as a separate city in 1870. To
the right is a picture from East Portland in
1874

East Portland, 1874, looking so
approximate present-day location of Hawthorne
Boulevard, Oregon Historical Society, Negative #
OrHi 8292

L Snyder, Eugene E. Portland Names and Neighborhoods: Their Historic Origins, pg 16, Binford and Mort Pubs,
December 1, 1979.
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In 1850 the area was made up of large
farms, with only a few streets connecting le Willamette Meridian, Oregon.
them. Several different (subsequently o4 v Ay :
prominent) families acquired East Portland [/ %

Land Donation Claim farms after 1850, N P,
when the Land Donation Act went into
effect. The section of an 1852 survey map
to the right shows some of these claims (i.e.,
Clinton Kelly and Seldon Murray). In
addition, the Ladds, Stephens’, Waverleighs,
Lincoln Kelly and a few others all owned
land in East Portland and their farms
contributed to Oregon’s export economy.

| $or0
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When John B. Preston completed the ,f‘ f\ A e e S

Willamette Survey in 1851-1853 (SOOIl after Survey Map, 1852. Oregon\WVashington Bureau of
Portland ofﬁcially became a city), some of his Land Management, 1851-52 Cadastral Survey Map.
survey lines were chosen to become major street alignments. Division Street, originally
known as “Section Line Road” (from 1870 to 1882), was named for a survey section line
(see survey map above, the Division Street section line is just below “Seldon Murray’s”
Claim). The name was changed from Section Line Road to Division Street in 1882,
apparently because it was too difficult to write as an address®>. The map below, also from
1852, shows alignments for historic roads that follow nearly the same alignments as

many contemporary ones (Sandy Boulevard, and SE Foster Road, for example).

AR
2 e “s;
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7
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Historic Portland Roads and Topographical Map, OregonAVashington Bureau of Land
Management, 1851-52.
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In 1868, the Oregon Central Railroad broke ground at the east end of Division Street for
an eastside rail line to the south. By 1883, East Portland had become the western
terminus of the Northern Pacific Railroad and boasted a population of 30,000. Bridge
construction across the Willamette River began in 1887, both to alleviate ferry traftic
capacity problems, and to facilitate eastside housing opportunities for westside workers.

As a result of the above factors, astonishingly rapid growth occurred in East Portland
between the mid-1800s and just past the turn of the century. Portland and East Portland
united as one city in 1891. “Streets in both East Portland and Albina, as in Portland, were
laid out on the “Philadelphia pattern,” numbers paralleling the river and named streets
running east-to-west. But many of the names were repeated in those two cities and also
in Portland on the West Side.” This problem was later corrected in the “Great
Renaming” when the city replaced duplicate street names with unique ones”.

By 1910, only approximately 60-years from the time the first settlers claimed land in East
Portland, nearly all of the Land
Donation farms had been subdivided
and developed into the
neighborhoods and street alignments
we see today.

Interestingly, the families on the
south side of Division Street
subdivided their  land into
“additions” (Waverleigh’s Addition,
etc.) before the families on the north

A horse drinks from a trough at SE 60™ and Division
. , . . in 1910. (City of Portland, Stanley Parr Office of
side (Ladd’s Addition, etc.), which Archives and Records, 1910 ¢_60th Ave & Division St

may be the reason for the odd [72] =411-02 b33 122)
alignment of many of the north-south streets crossing Division. Others speculate this
mismatch is due to a survey mistake.

In 1915, the cities of St Johns and Linnton merged with Portland and the population of
the resulting city was estimated at around 233,000. However, “the great increase in
population from 1891 to 1915 was not due primarily to annexations or mergers—the
areas taken into Portland were not densely populated—but to the immense immigration
from the East.”*

Zoning

In the early 1900s, the City of Portland regulated development and the location of certain
land uses, but did not categorize uses into zones and did not have a map showing where
uses were allowed by right. In 1920, voters defeated a zoning ordinance proposed by
City Council, and it took a controversy over a grocery store built in Ladd’s Addition in
1923 to convince middle class residential property owners that this new idea of zoning

? Ibid, pg 18
* Ibid, pg 19
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might hold benefit for them. Ladd’s Addition residents were dismayed at what could be
built in their neighborhood once the protective covenants expired, and the conflict over
the store worked to convince property owners in other neighborhoods—such as Portland
Heights, Irvington, and Eastmoreland—of the value of zoning. Residents of these
neighborhoods petitioned the city for zoning and voters approved the new zoning code
and map in 1924.

The 1924 zoning code contained just four zones—single-family, multi-family,
commercial, and “unrestricted.” The commercial zone included most industrial uses,
allowing all but the most obnoxious and hazardous uses. From 1924 to 1959, all
properties fronting on Division Street were zoned commercial, up to 51" Avenue. In
1959, the City of Portland changed the zoning code substantially to reflect the need for
more zones and more detailed regulations. Among other changes, a distinction was made
between retail and office “commercial” uses and industrial and manufacturing uses.
Along Division, specific portions of the street were zoned for industrial uses and on some
parts of the street the zoning was changed to single-dwelling residential.

In 1981, the zoning code and map were again changed. On Division, as on many arterials
around Portland, large portions of properties fronting the street were rezoned from
commercial to multi-dwelling residential. The purpose behind this large-scale policy
shift was to prevent “strip” commercial development and to encourage more housing on
streets with good transit access. In 1991, the zoning code and map were revised slightly
and that zoning continues today.

While the changes in Portland’s zoning code over time have resulted in a code that is
more functional and effective, the changes also have created 25 to 30 properties along
Division Street that are now considered nonconforming uses. A nonconforming use is a
use that is no longer allowed in the zone that is applied to the property. Currently,
Portland’s zoning code restricts nonconforming uses by strictly limiting expansions and
changes of use, a policy which has become a source of concern for the business
community along the revitalizing Division corridor.

The Influence of Rail Systems: The Streetcar

The streetcar and railroads played a huge role in the expansion of the City of Portland
during the boom years around the turn of the last century. The history of development of
the east side’s streetcar lines is useful in understanding the current street layout and
development pattern of the Division Green Street Main Street Project area. Each of inner
East Portland’s mixed-use commercial districts, except Hollywood and the Powell
corridor, can trace its origin to a streetcar alignment.

While Division Street is not known for being the primary route of any major historic
streetcar line (as Belmont and Hawthorne are), streetcars did run down several small
sections of Division, as well as cross the street at many key intersections. Streetcar stops
have influenced development along the street and it has also long been a major transit
route in Portland.
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A 1918 map from the front inside cover of Fares, Please! Those Portland Trolley Years
by John T. Labbe (1979) shows Portland Railway Light and Power Company streetcar
routes crossing Division Street in four places: at Grand Avenue (north-south line); at 11™

and 12™ streets (the Hawthorne line cut south towards Sellwood here); and at 50" (the
Mt. Scott Extension of the Hawthorne line
crossed Division here). Tracks also ran down
Division from 11" to 13" (the Clinton Street
Extension of the Hawthorne line, see picture at
right), and from 60™ to 61" near the end of the
Hawthorne line. In addition, a “foreign electric
line (owned by a different company)” ran down
Division from 11" to about 21" at this time.

A Portland Public Works map from 1938
shows the Hawthorne streetcar line (known
then as the #18) running from SE 60™ to SE
82" on Division Street, as well as a gas-

powered bus line (#26) that began on The shadow of overhead electrical lines shows the -
th route of the streetcar down SE Division Street at 11™ in

Hawthorne at 1_2' ?nd Lad(}fd ran down Ladd 1937. City of Portland, Stanley Parr Office of Archives and

and then out Division to 52 Ave. Records, 1937_SE Division at 11th_1325.3_8403-03 b2 f9

The Emergence of the Automobile

When the automobile made its entrance in the early 1900s, it was viewed as an expensive
and unreliable toy. But the technology improved rapidly, and the boom years of the early
1900s led to an increase in automobile usage across the country. Soon after the First
World War, the automobile became a regular part of the streetscape.

During the economic boom of the 1920s, the auto moved within financial reach of a
wider range of the population and by 1926 Portland had more cars per capita than
Chicago or New York®. Increased car use exacerbated the problem of Portland’s
typically dusty—or muddy—streets and added to the pressure for public works efforts
that would improve and pave them. In addition, an interesting anecdote about the area is
that in 1923 the primary automobile route to get to Mt. Hood from Portland began at SE
Hawthorne and 12 streets, went down Ladd Avenue, and then out Division Street (1923
Business Directory “major routes” pull-out map).

Transit and its Struggle for Ridership

The popularity and accessibility of the automobile caused a slow erosion of support for
Portland’s streetcar system. By the mid-teens, track mileage had reached its apex.
Ridership peaked in 1922 at 14 million rides annually. With more automobiles on the
streets, streetcars were seen as an encumbrance; and, since the automobile users tended to
be the more affluent and politically connected than streetcar users, popular support for the
streetcars began to be questioned.

> Portland Online Historical Timeline, http://www.portlandonline.com/index.cfm?c=27408, accessed 1/19/2005


http://www.portlandonline.com/index.cfm?c=27408
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There was also a widespread American belief that the automobile represented the future,
and streetcars were a thing of the past. While the public was willing to tax itself to
provide a street network for private automobiles, public funding had never been provided
for the streetcar system’s operation and maintenance.

The poor quality of the existing track and streetcars combined with the large capital
expense of repairs to make some lines difficult to maintain. The average street railway
company had little capital to expend on such repairs, as fares were mandated to remain at
a nickel, and labor costs were rising. The less expensive short-term choice was to replace
the low ridership lines with diesel bus service. The gradual erosion of the streetcar
system was complete by 1948 when the Mt. Tabor line, the last line in the inner East
Portland area, ceased operation.

Several photographs from this time period show the general look and feel of SE Division
Street in the late 1930s and 1940s as the area was beginning to transition from the
pedestrian/streetcar- oriented development of the turn of the century, towards the
automobile-oriented development of the 1950s and 60s:

L%
The same is true for SE 11™ and Division in 1937.
City of Portland, Stanley Parr Office of Archives and

SE 39™ Avenue at Division St. looked much
different in 1939 than it does today. City of Records, 1937_SE Division at 11th_1325.4_8403-03
Portland, Stanley Parr Office of Archives and b2 f9

Records, 1937_39th Ave looking south at
Division_1324.4
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The automobile begins to make its mark on SE
Division St. City of Portland, Stanley Parr Office of
Archives and Records, 1939 ca_looking E on SE
Division_1324.2_8403-03

wKe

Today we can still see some of these buildings on
Division Street. City of Portland, Stanley Parr Office
of Archives and Records, 1939 ca_looking W on SE
Division_1324.1_8403-03 b5 f1

SE Division Street at 17™ is still largely
residential as it was in 1939. City of Portland,
Stanley Parr Office of Archives and Records,
1939_SE Division at 17th_1355.1_8403-03 b4 {16

Another fascinating look into Division Street’s
past, 1944. City of Portland, Stanley Parr Office of
Archives and Records, 1944 May 2_SE Division &
SE 40th_proj 37_A2000-025 b10

The diesel bus system that replaced the rail lines fared no better, and by the middle
1960s, was near financial ruin. Political will was mustered at the state level to authorize
the creation of the Tri-County Metropolitan Transportation District (Tri-Met) and to
enable a stable funding source (the employer excise tax).

Local Impacts of National Policies

As the United States returned to a civilian economy in the late 1940s, transportation
attention was given primarily to automobiles and their needs. Streets were widened.

Parking lots were built and expanded.

The Portland Planning Commission adopted a policy of major freeway and expressway
expansion in the 1950s, which is reflected in the Metropolitan Planning Commission
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Proposed Trafficways map of 1960. The effects of these policies on the character of SE
Division Street can be seen in the pictures below from the 1950s and 1960s:

SE Division Street in 1959. City of Portland,
Stanley Parr Office of Archives and Records, 1959
Sep 29_SE Division_8800-01 b1 f76

than

SE 39" and Division is much different in 1965

Office of Archives and Records, 1965 Feb 23_39th Ave
looking north toward Division_8403-03

it was in 1937. City of Portland, Stanley Parr

SE Division at 42™ Street in 1968 is much
changed from 1939 as well. City of Portland,
Stanley Parr Office of Archives and Records, 1968
Apr 29_SE Division and 42nd_5400-02 b90 f86-4

A
i

Another view of SE Division at 42"7in 1968. City
of Portland, Stanley Parr Office of Archives and
Records, 1968 Apr 29_SE Division and 42nd_5400-
02 b90 f86-4

Freeways built in this period include east-west Interstate 84, which was the first freeway
project completed in Portland (built in 1958), and the north-south freeway, Interstate S,
which was built in 1966. In addition, the alignment for Interstate 205 was chosen in the
1960s to run north-south along Ninety-sixth Avenue.

The Mt. Hood Freeway

Following completion of Interstate 5 and route
selection for Interstate 205, the next freeway
selected for construction was the Mt. Hood
Freeway. This freeway was to run east from

the Marquam Bridge to Interstate 205.

As

shown in the schematic drawing to the right,
the right of way would have displaced
development on all blocks between Division

The proposed
alignment of the

the background.
- | Skidmore,
1 Owings & Merrill,

" s. Skidmore,
* | Owings & Merrill,
1973
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and Clinton Streets west of about Fiftieth Avenue. It would have also replaced all of
Powell Boulevard East of Fiftieth Avenue. Streets adjacent to the alignment were to be
made into couplets. Early transportation modeling indicated that the freeway would be
nearly at capacity on opening day. While it was predicted to decrease through traffic on
parallel arterial routes, it was expected to dramatically increase north-south travel to and
from the freeway.

Portland residents had just recently witnessed the disruption of the South Auditorium
Renewal District and the construction of the Minnesota Freeway (Interstate 5 through
North Portland). The Mt. Hood Freeway alignment was projected to remove
approximately one percent of the city’s housing stock and to disrupt local commercial
business districts. Properties were purchased in the early 1970s, and planning was
initiated, which aroused a furious reaction from inner southeast neighborhoods. These
neighborhoods perceived that the freeway would negatively impact everyone except the
suburban travelers who would use the route. To quiet some of these concerns, freeway
proponents designed a transitway in the center of the proposed freeway. Opposition to
the project, however, increased, and it was eventually tabled.

Below are a few more photographs of SE Division Street in the 1970s, during the time of
the Mt Hood Freeway controversy:

%

5 " « EG
SE 48™ and Division Street in 1971. City of
Portland, Stanley Parr Office of Archives and
Records, 1971 Apr 16_4815 SE Division_5400-02
b25 f236 h7 481

Another look at SE 39™ and Division, 1974. City
of Portland, Stanley Parr Office of Archives and
Records, 1974 May 22 3932 SE Division_5400-02

Results of the Mt. Hood Freeway No-Build Decision

The Mt. Hood Freeway controversy resulted in several outcomes visible in Portland
today. The outcry over the freeway proposal and planning process galvanized and united
an active citizen base, which has held together over many years.

The MAX (for Metro Area Express) light rail system was financed by the pool of federal
money set aside for the Mt. Hood Freeway project (the Interstate Transfer Funds). Other
projects financed from these funds have included the upgrade of the Banfield Freeway (I-
84), Powell Boulevard improvements (especially east of Southeast Fifty-second), and the
Hollywood transportation strategies of the early 1980s. Other changes that were
influenced by the Mt. Hood Freeway effort included transit service improvements and the



livisi

green street | main street project
creation of a bicycle network. Southeast Ankeny, Salmon, Lincoln-Harrison, Clinton
Streets and Southeast Twenty-sixth Avenue became bicycle routes through a planning
process that was partially funded from the unused Interstate Transfer Funds.

The Mt. Hood Freeway controversy has shaped the community along Division Street and
the rest of Portland in many profound ways. This event in Portland’s history abruptly
stemmed the tide of massive automobile-oriented development and turned the city
towards the more multi-modal approach in use today (see Portland’s Transportation
System Plan).

The city of Portland now fosters transit, pedestrian-friendly communities, and bicycle
pathways in order to reduce vehicle miles traveled, rather than simply building more and
more freeways as was the norm until the 1970s. The strong political activism in
Southeast Portland resulting from the Mt Hood Freeway Plan is still strong today.

Division Corridor Neighborhood Traffic Management Study (1986 — 1988) City of
Portland, Office of Transportation

After the withdrawal of the Mt Hood Freeway, a new transportation concept was needed
to serve southeast Portland. In addition to constructing MAX, the Multnomah County
Commission recommended that part of the funds for the freeway be diverted to restore
the vitality of the southeast Portland and East County neighborhoods that would have
been impacted by the Division-Powell freeway route. Part of this restoration involved the
construction of a street classification system for the city as a whole.

Since the 1970s, the City of Portland has refined this street classification system, which
helps the city to prioritize street improvement projects and to coordinate multi-modal
development. In 1976 Division Street was classified as a “Major City Transit Street,” a
“Neighborhood Collector,” and a “Pedestrian Path.” In addition, Powell, SE 39" SE
52" and SE 82" were all known as “Major City Traffic Streets.”

In 1977, the City adopted an Arterial Streets Classification Policy (ASCP) that included
concepts for improving each district of the city to provide a balanced transportation
system. In 1977, the city added SE 11™ and SE 12" to its list of “Major City Traffic
Streets.” In 1983, all of the previous classifications remained the same along Division
Street, except that the street was now considered a “Bicycle Route” from SE 52"t0 SE
76™. In 1992 Division added “Minor Truck Street” to its list of classifications. In 1996,
Portland extended Division Street’s “Bicycle Route” out to I-205 and renamed the
“Pedestrian Path” classification to “City Walkway,” however the meaning of this term
remained unchanged. These classifications are still the same today.

The policy objectives established by City Council in 1977 for the Southeast District, and
reaffirmed in the 1983 update, were based upon a concept of diverting non-local traffic
around the Southeast District on the (at then) new bypass routes of 1-205, 1-84,
McLoughlin Boulevard, and Highway 224-212 in Milwaukie. Powell Boulevard and 39M
Avenue were also improved to provide additional capacity for growth in traffic demand.

10
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The policy objective to correct traffic problems on local and collector streets in the
Southeast District was:

Peak period, through traffic within the Southeast District should be
reduced on Lincoln/Harrison, Clinton, Steele, and Stark/Thorburne, and
stabilized on Woodstock, Holgate, Division, Hawthorne,
Belmont/Morrison, and Burnside to protect existing neighborhood activity
and character.

Some time in the 1970’s, the Hosford-Abernethy and Richmond Neighborhood
Associations petitioned the City for traffic controls on local streets within the Division
Corridor. A large number of other requests were received in that time period relating to
traffic on Ladd, the need for safer pedestrian facilities including sidewalks and crossings,
reducing traffic on local streets, controlling speeds, the need for stop signs, and allowing
more on-street parking on Clinton.

In 1985, the City Council selected the Division Corridor for funding of a study to
evaluate traffic problems and prepare a plan for Council consideration. The Division
Corridor Neighborhood Traffic Management Study, initiated by the City’s Transportation
Bureau on April 21, 1986, was intended to recommend strategies and projects to reduce
the increased commuter traffic on its arterial streets. The corridor was defined as the
portion of southeast Portland that is bound by Lincoln and Harrison Streets on the north,
Clinton Street on the south, 11™ Avenue on the west, and 60™ on the east.

A plan that included six “traffic management program alternatives” was written. Each of
these alternatives was intended to address the traffic problems in the corridor as
established by the study. The alternatives were:

1. Do nothing (intended for purposes of comparison).

2. Install traffic circles on Lincoln/Harrison (10 between 20™ and 60th) and on
Clinton (11 between 12™ and 50™).

3. Install median barriers on Ladd at Clay, on 20™ at Harrison, on 17™ at Clinton, on
39™ at Lincoln and at Clinton, on 50™ at Clinton, and on 60™ at Lincoln; remove
signals at 39"/Lincoln and 39™/Clinton, and remove stop on 20™ at Harrison

4. Combine alternatives 2 and 3.

5. Provide a single lane in each direction on Division from 60™ to 82™; convert
existing outside travel lanes to parking lanes.

6. Combine Alternatives 3 and 5.

A supplemental report was submitted in January of 1988 following a City Council
hearing. Many people testified for and against the Division Corridor Project. A

summary of the recommended additions and changes were:

o Curb extensions and traffic circles on Lincoln/Harrison and Clinton.
e Modify intersections on Ladd, Division, Harrison, Lincoln, and Clinton.

11
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e Change signal timing at 20", Ladd and Division and add curb extensions between
Ladd and 20™ Avenue.

e Eliminate the proposed median barrier at 50™ and Clinton. Add a traffic circle on
Clinton at 47™ Avenue.

e Add a traffic warning sign and light near 39™ Avenue and Clinton to alert
northbound drivers of the upcoming traffic signal. Add programmed signal heads
on the Division signal so that it cannot be seen until the driver has crossed Clinton
Street.

e Start a public review process to consider a mandatory right turn from 30™ Avenue
southbound to Harrison westbound. An alternative semi diverter on 30™ Avenue
was also to be considered.

e A letter to the State Speed Control Board was sent to request that traffic speed
zones on Lincoln, Clinton, and Harrison be reduced to 25 miles per hour.

e Investigate a pedestrian crossing at 36™ and Powell. The Bureau of Traffic
Management was to investigate the crosswalk and prepare a report and
recommendation for City Council.

After three years of study and public comment, the Council approved a six-month test of
the project. The adopted design was tested starting in mid-July 1988. During the test
period the Office of Transportation staff made several changes as a result of public
comments, and/or problems created by the traffic management devices. The test
evaluation committee recommended additional changes and five alternatives were
considered. Permanent changes were installed based on the test evaluation and
recommendations of the committee.

Conclusions

The physical character of the Division Green Street Main Street area has changed
tremendously over time: beginning with the more pedestrian and streetcar-oriented
commercial street of the turn of the century, and ending with the somewhat mixed, yet
mostly automobile-oriented, residential and commercial corridor we see today. These
changes are due to both land use and transportation decisions at all levels, from grass-
roots activism to city policy.

More specifically, several of the factors that induced these changes include: the enormous
growth of Portland’s population from the 1850s through 1910; changing zoning policies
over time; the effects of the automobile era of the 1950s and 60s; the controversy of the
Mt Hood Freeway; and traffic calming along parallel routes in the late 1980s. The
Division Green Street Main Street Project follows this legacy of change in SE Portland,
however, in some ways it brings the area around full-circle to the turn of the last century
on Division Street by attempting to balance the needs of drivers with pedestrian and
transit-oriented policies.

12
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October 5, 2004

Planning and Policy Technical Memo

Introduction

The Division Green Street/Main Street project is a collaborative effort between
the City of Portland and the community to improve the livability and economic
vitality of the SE Division Street corridor over the next 20 years. Focusing on the
area between SE 11th and SE 60th, the project will develop policies and strategies
to create a pedestrian-friendly commercial district that reflects and reinforces
community values, including a focus on sustainable and “green” development.

This technical memo is an inventory and review of public policies, plans, and
previous studies relevant to the Division study area. It is a supplement to the
large format base maps prepared for review by the Community Working Group
and Technical Advisory Group.

Memo Table of Contents
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Policy Framework

A planning policy framework will guide the development of the Division Green
Street/Main Street project. This framework can be thought of as a hierarchy in
which plans for smaller jurisdictions or geographic areas must comply with those
for larger jurisdictions. Planning for the Division area must be consistent with the
City of Portland’s adopted plans and policies, which must be consistent with
regional plans and policies, which in turn must be consistent with state goals and
related regulations. Below is a graphic depicting the structure and hierarchy of
planning that will guide the Division Green Street/Main Street project.

ald (3R anning afTucrure

OREGON STATEWIDE
PLANNING GOALS
(Senate Bill 100)

¢ Stalewide Planning Goals
and Guidelines
e Oregon Administrative Rules |

Region 2040 Plan must

be consistent with Y
i Statewide Goals
METRO REGIONAL All'lacal
GOVERNMENT jurisdictions are
2040 PLAN / required to develop
» Future Vision Comprehensive Plans
« Region 2040 Growth Concept and Zoning Codes that
o Urban Growth Management | are consistent with
Functional Plan the Statewide

« Regional Framework Plan Goals

| Allcities in the region

‘| must have Comprehensive A

Plans that conform with
the Region 2040 Plan

CITY OF PORTLAND
COMPREHENSIVE PLAN

o Vision Statement

o Goals and Policies

e Five Elements of
Comprehensive Planning

» Zoning Code

All Area and Neighborhood
Plan policies must be
consistent with the existing
city Comprehensive Plan
goals and policies

AREA PLANS AND
NEIGHBORHOOD PLANS

« Goals, Policies and Objectives
e Implementation Strategies

Division Planning and Policy Technical Memo Page 2
October 5, 2004



Oregon Statewide Planning Goals and Rules

Through Senate Bill 100, the 1973 Oregon Legislative Assembly established the
system currently in place for regulating land use in the state of Oregon. The
Senate Bill enacted Chapter 197 of the Oregon Revised Statutes (ORS), which
requires each city and county in Oregon to adopt and maintain comprehensive
plans and land use regulations that meet state standards. (The ORS have been
amended by several subsequent legislatures.) The legislature delegated the
authority to establish the state standards to the Oregon Land Conservation and
Development Commission (LCDC). This commission adopted standards called
the Statewide Planning Goals.

Oregon’s Statewide Planning Goals

Oregon’s Statewide Planning Goals constitute the framework for a statewide land
use planning program. There are nineteen of these goals, incorporating state
policies on land use, resource management, economic development, and citizen
involvement.

There are four broad categories of goals, within which specific topics are
addressed. The first group deals with the planning process, and contains Goal 1,
Citizen Involvement and Goal 2, Land Use Planning. A second group, the
conservation goals (3 — 8, 13,15), covers topics such as farmlands, forestlands,
and natural resources. The third group is made up of goals that relate to
development (e.g., Housing, Transportation, and Public Facilities and Services);
this includes Goals 9 — 12 and 14. The fourth group containing Goals 16 — 19,
relates to coastal resources.

Goals 1 and 2, and 5 through 15, apply to the City of Portland; the others apply to
other geographic areas. Some of these goals are further explained by the
administrative rules found in Division 14 of Oregon Administrative Rules (OAR),
which is published by the Secretary of State.

Oregon's Statewide Planning Goals are achieved through local planning. State
law requires each city and county to have a comprehensive plan and the zoning
and land division ordinances needed to put that plan into effect.

Locally adopted comprehensive plans must be consistent with the statewide
planning goals. The state's Land Conservation and Development Commission
(LCDC) reviews plans for such consistency. When LCDC officially approves
(“acknowledges™) a local government's plan, it becomes the controlling document
for land use in that area.

State law specifies that special districts and state agencies must conform to the
same statewide planning laws that cities and counties must comply with.
Further, special districts and state agencies are required to carry out their
programs in accordance with acknowledged local plans. Oregon's planning laws
strongly emphasize coordination of planning. A city's plan, for example, must be
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consistent with the related county plan, and vice versa. The programs of special
districts and state agencies must be coordinated with local plans.

Comprehensive plans provide overall guidance for an area’s land use, economic
development, and resource management. Each plan contains two main
components:

= Abody of data and information called the inventory or background report,
describing a community's resources and features. This must address all of the
topics specified in the applicable statewide goals.

= The policy element that describes the community's long range objectives and
the intended means to achieve them. The policy element of each community's
plan is adopted by ordinance and has legal authority.

Local plans evolve as a result of two processes: plan amendment and periodic
review. Plan amendments are map or text changes that occur as needed; they
usually deal only with portions of a plan, specific geographic areas, or are based
on special topics such as transportation studies. Periodic reviews are broad
evaluations of an entire plan that occur every five to seven years. A plan may be
modified extensively after such a review; Portland received final plan
acknowledgement in 2000.

Local planning efforts such as the Division Green Street/Main Street project are
generally accompanied by a set of implementing measures; the two most
common being zoning and land division ordinances. These are land use controls
that every city and county in Oregon has adopted and periodically revises to help
carry out plans and policies. The Division Green Street/Main Street project may
update Portland’s Comprehensive Plan, and may result in changes to the Zoning
Code text and map for the plan area.

State Transportation Planning Rule (TPR)

The Transportation Planning Rule (TPR) expands on State Goal 12,
Transportation, by providing a framework for local actions to implement a more
balanced approach in determining the need, financing, and use of transportation
facilities. It is intended to foster the development of land use and transportation
patterns that will:

= Reduce the number of vehicle miles traveled per capita;

= Reduce overall reliance on the automobile;

= Support types of development that are less auto-dependent; and
= Encourage alternative modes of travel.

The Transportation Planning Rule mandates several steps by which local
jurisdictions can reduce reliance on automobiles. The TPR sets a high standard
for success, targeting vehicle miles traveled, an indicator of urban congestion and
air pollution, for a per capita reduction of 10 percent over 20 years, and a five
percent additional reduction over 30 years.
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To make this possible, the rule seeks a more formal connection between land use
and transportation planning. Local jurisdictions are required to produce a
Transportation System Plan (TSP) that provides a balanced multi-modal
transportation system and determines the long range allocation of transportation
resources in ways that benefit the desired transportation and land use outcomes.

Areas that are addressed within the framework of Portland’s TSP:

= Expanding the City's multimodal transportation by providing transportation
choices;

= Implementing the region's 2040 Growth Concept; and

= Maintaining and improving the transportation system in an environmentally
sustainable way.

The regional outgrowth of TPR implementation is likely to be seen in the form
and style of future development. It will affect the current suburban development
pattern most dramatically, by fostering a more efficient pattern of land use that
offers more choices for accessibility, increased connections within and between
neighborhoods, and a better mixing of uses closer to residences and workplaces.

Metropolitan Housing Rule

The purpose of this rule is to assure the provision of adequate numbers of
housing units and the efficient use of land within the Metropolitan Portland
(Metro) urban growth boundary (UGB). It is also designed to provide greater
certainty in the development process, which can lead to reduced housing costs.

The Land Conservation and Development Commission (LCDC) created this
administrative rule to further specify the requirements of Statewide Planning
Goal 10, Housing. The rule sets housing density and affordability targets as well
as the ways local jurisdictions are required to implement them through the
comprehensive planning process.

» Designate sufficient buildable land to provide the opportunity for at least 50
percent of new residential units to be attached single family housing or
multiple family housing, or justify an alternative percentage based on
changing circumstances;

= Consider the needs for manufactured housing and government assisted
housing within the UGB in arriving at an allocation of housing types; and

= Provide for an overall density of ten or more dwelling units per net buildable
acre.

Regional Policies and Regulations

Metro is the directly elected regional government for the urbanized portions of
Clackamas, Multnomah, and Washington Counties. In addition to maintaining
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numerous regional facilities, including the Oregon Zoo and solid waste facilities,
Metro is responsible for managing regional growth through land use and
transportation planning. Metro determines the location of the Urban Growth
Boundary surrounding the Portland metropolitan area, as well as when and by
how much this boundary will expand.

Following two years of discussion with local jurisdictions and citizens, Metro
adopted a set of Regional Urban Growth Goals and Objectives (RUGGOs) in
1995. These outline the planning process and fundamental values that will guide
the region as it grows. As part of the RUGGOs, Metro adopted the Region 2040
Growth Concept. Developed in cooperation with local jurisdictions, the Growth
Concept designates particular areas in the region where additional population
and development will be focused in order to accommodate future growth.
Metro’s Regional Transportation Plan (RTP) works in conjunction with the
Growth Concept, to plan for the multi-modal transportation needs of the
designated areas for additional development.

The 2040 Functional Plan and 2040 Framework Plan were adopted in 1996 and
1997, respectively. These plans provide local governments with a comprehensive
policy basis for growth management issues, and direct local governments to
implement specific standards for achieving growth management objectives.

Regional Urban Growth Goals and Objectives (RUGGOs)

The RUGGOs are the building blocks with which local governments, citizens, the
business community, and others can develop a shared view of the region. They
are not directly applicable to local plans and local land-use decisions; however,
they are the goals that underlie all plans developed within the region. The
RUGGO:s are intended to:

= Guide efforts to maintain and enhance the ecological integrity, economic
viability, social equity and overall quality of life in the region;

= Respond to the direction given to Metro by the legislature, through ORS
268.380, to develop land use goals and objectives for the region that would
replace those adopted by Metro’s predecessor, the Columbia Region
Association of Governments (CRAG);

= Provide a policy for the development of the elements of Metro’s Regional
Framework Plan and its implementation of individual functional plans; and

= Provide a process for coordinating planning in the metropolitan area to
maintain livability.

Region 2040 Growth Concept

The Region 2040 Growth Concept, adopted by the Metro Council in December
1994, establishes a general policy direction for managing growth in the region
through the year 2040. It served as a guide for developing Metro’s regional 2040
Framework Plan. The Growth Concept indicates the preferred form of regional
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growth and development, what densities should characterize different areas, how
to protect open spaces and natural resources, and how to maintain air and water
quality. Its basic philosophy is: preserve access to nature, conserve valuable
resource lands by minimizing expansion of the UGB, and build better
communities in already urbanized areas for current and future residents.
Fundamental to the Growth Concept is a multi-modal transportation system that
provides a range of travel mode options and assures mobility of people and goods
throughout the region.

The Region 2040 Growth Concept is designed to accommodate an estimated
720,000 additional residents, a third of whom will be born in the region, and
350,000 additional jobs within the current Urban Growth Boundary (UGB).
Portland’s share of these allocation targets are 70,704, and 158,503 respectively.
To accommodate this future growth, Metro, along with the cities and counties in
the region, jointly designated a number of mixed-use development areas that
correspond to mapped region-wide “Design Types” (e.g. Town Centers and Main
Streets). “Design Types” are identified in the Growth Concept and are intended
to implement the objectives of Goals I and II of the RUGGOs.

= Town Centers are envisioned as areas with concentrations of employment and
housing that provide access to a variety of goods and services. Town Centers
are the smallest of the Design Type “Centers” and serve thousands of people.
These are walkable areas, with mixed residential and commercial land uses
and frequent transit service. They are intended to provide shopping and
employment opportunities within a local market area.

= Main Streets are envisioned as mixed-use corridors that provide
neighborhood shopping with residential and some commercial and office uses
along a street or at intersections. Main Streets are walkable areas with
frequent transit service.

Region 2040 Framework Plan

The Region 2040 Framework Plan was adopted in December 1997; it
implements the Regional Urban Growth Goals and Objectives including the
adopted Region 2040 Growth Concept. The Regional Framework Plan gives
local jurisdictions the land use planning tools they need to manage growth. This
plan, mandated by the voter-approved 1992 Metro Charter, carries legal
authority. It contains region-wide policies on land use, transportation, housing,
parks and green spaces, water, and natural hazards. Provisions of the Regional
Framework Plan require changes in local comprehensive plans to meet these
policies.

Urban Growth Management Functional Plan

The Urban Growth Management Functional Plan (UGMFP) was created to allow
early implementation of the Region 2040 Growth Concept. It establishes specific
actions local governments must take to adhere to regional growth management
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policies; it contains eleven Titles on functional planning areas that must be
addressed. Among other things, the UGMFP requires local governments to
change, if necessary, their policies and ordinances to:

= Apply minimum density standards for residential zones, allow accessory
dwelling units, and establish 2040 “Design Type” Boundaries (Title 1);

=  Meet or exceed standards for parking minimums and maximums (Title 2);

= Demonstrate compliance with water quality standards and stream protection
(Title 3); and

= Prohibit large-scale retail uses in most employment and industrial areas (Title
4).

The UGMFP requirements also include:

= Increasing interconnections in the local transportation system to reduce
congestion and make walking or biking for short trips more feasible;

= Establishing transportation mode use targets;

= Identifying where level of service traffic congestion measures may be used;

= Specifying congestion management actions which must be considered and
implemented prior to increasing roadway capacity; and

= Promoting boulevard design standards (Title 6).

Regional Transportation Plan

The Regional Transportation Plan (RTP) is a 20-year blueprint to ensure our
ability to travel throughout the region as it grows. The RTP establishes
transportation policies for all forms of travel: motor vehicle, transit, pedestrian,
bicycle and freight. And it includes specific objectives, strategies and projects to
guide local and regional implementation of each policy. The RTP also comes with
cost estimates and funding strategies to meet these costs. Federal and state
transportation dollars are allocated according to priorities set in the RTP. The
plan was first adopted by the Metro Council in 1983, and is updated periodically
to reflect changing conditions. The most recent update of the RTP was completed
in 2000.

City of Portland Goals and Policies

The City of Portland has planning regulations in place to support and implement
state and regional objectives.

Portland’s Comprehensive Plan

In 1980, the Portland City Council adopted its Comprehensive Plan for the city,
including goals, policies, objectives and a plan map, to guide the city’s future
development and redevelopment over a 20-year period. The Comprehensive
Plan is intended to be dynamic: able to inspire, guide, and direct growth in the
city, while also responding to change through amendment and refinement. Since
adoption, the goals, policies, and objectives of the plan have been amended in
response to new circumstances, special studies, new technology, and changes in
state, regional and local plans and mandates. The Division Green Street/Main

Division Planning and Policy Technical Memo Page 8
October 5, 2004



Street project may ultimately result in updates to the Comprehensive Plan text
and Comprehensive Plan map.

Portland Future Focus

Portland Future Focus is a community-based strategic plan that was adopted by
City Council resolution in August 1991. The plan focuses on Portland’s quality of
life and position in the region with respect to key issues such as education and the
economy. The plan describes trends impacting the city, sets preferred and
probable futures for Portland in the year 2000, and sets strategic goals for
achieving the preferred future. The plan includes action plans designed to
implement the strategic goals citywide. One of the action plans looks to manage
regional growth to provide effective public services at the lowest responsible cost,
to improve environmental quality, and to enhance the quality of life. This action
plan sets a target for Portland to absorb 20 percent of the region’s growth.

Livable City Project

The Planning Bureau’s Livable City Project developed principles that suggest how
the city might accommodate additional development while preserving the
neighborhood livability. Growing Better: A Report to the Planning Commission
on Phase I of the Livable City Project (1993) provides information on the
concepts, principles and implementation strategies. Growing Better also contains
an analysis of trends for growth and development in Portland over the next
twenty years; this effort was intended to become the city’s overall growth
management strategy to address the Region 2040 Growth Concept.

Citizens, planners and others can identify local development opportunities based
on the growth concepts. Two of the proposed Livable City development
principles, relating to the Divison Green Street/Main Street project, are described
below.

= Main Streets. This principle encourages higher density mixed-use
development along arterials, with a minimum impact on nearby
neighborhoods. It can help accommodate the increasing demand for
multifamily rental housing, and maximize access to public transit. It also can
encourage development of local retail and preserve the livability of existing
neighborhoods.

= Designed Infill and Opportunity Sites. These concepts include provisions for
increasing the number of residential units in residential zones while
preserving the character of these areas; encouraging smaller infill
development at opportunity sites in areas with good transit service; and
encouraging mixed use pedestrian-friendly development including housing,
employment, commercial and other service uses. Carefully designed infill
development at key opportunity sites can be compatible with existing
neighborhoods, and actually enhance them.
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Countywide Housing Affordability Consolidated Plan

Housing prices are on the rise in the Portland region due to a strong economy,
increased migration into the area, and a decrease in the number of houses on the
market. Regional incomes have not kept up with housing prices; an individual
earning median income in the city of Portland can no longer afford a median
priced house. This situation is particularly daunting for lower income people
who may be unable to find affordable housing without financial assistance.

The Comprehensive Housing Affordability Strategy (CHAS), and its successor
the Portland, Gresham, Multnomah County Consolidated Plan, 2000 -20035,
include strategies for increasing affordable housing opportunities within
Multnomah County. These reports assess the housing needs of the participant
jurisdictions and present strategies for meeting these housing needs through
targeting federal, local, nonprofit, and private sector programs and resources.
Portland’s Bureau of Housing and Community Development is the lead agency in
the inter-jurisdictional partnership that worked to create the CHAS, and the
subsequent Consolidated Plan.

The Bureau of Planning is implementing the goals of the Consolidated Plan.
While the plan assumes that public subsidy will be needed to ensure affordable
housing for some, it emphasizes the role of regulation in creating opportunities
for the market to help meet the need for atfordable housing in the region. The
Consolidated Plan calls for increasing housing densities and providing for
alternative forms of housing that could be affordable to people earning a range of
incomes.

River Renaissance

This comprehensive new approach to river health combines a shared vision and
strategy to integrate the natural, recreational, urban and economic roles that
make the Willamette River vital to Portland and the region. River Renaissance
was created to optimize city efforts, forge public-private partnerships, leverage
resources, and mobilize the community to revitalize the river. It isintended to
link many independent city programs, plans and services. As a first step toward
developing an integrated citywide approach, a number of projects are underway
designed to broaden a common understanding for the city’s natural resource
system:

= acitywide program to respond to the Endangered Species Act and the
Superfund listings;

= the Willamette Greenway Plan;
= the Healthy Streams project; and

= four watershed studies being conducted by the Bureau of Environmental
Services.

Division Planning and Policy Technical Memo Page 10
October 5, 2004



City of Portland Transportation System Plan

Portland’s Transportation System Plan (TSP) is a “comprehensive 20-year plan
for transportation improvements in Portland. Its goal is to provide
transportation choices for residents, employees, visitors, and firms doing
business in Portland,” and was developed to help the city maintain its “natural
environment, economic prosperity, and overall quality of life.”

The TSP coordinates local policies and projects with each other and must also
remain consistent with policies and projects outlined in Metro’s RTP. These links
are developed and maintained in the spirit of the Region’s 2040 Growth Concept,
“which calls for maintaining thriving communities and a healthy economy while
containing urban sprawl.” In order to do this, the city coordinates long-term
regional growth and development by clustering growth in some areas, developing
“appropriate densities for various land uses,” and by protecting open space.

“The TSP helps implement the region’s 2040 Growth Concept by supporting a
transportation system that makes it more convenient for people to walk, bicycle,
use transit, and drive less to meet their daily needs. The TSP also recognizes that
the transportation system must sustain the City’s economic health by
accommodating the needs of businesses and supporting Portland’s role in the
international economy. The TSP meets State and regional planning requirements
and addresses local transportation needs for cost-effective road, transit, freight,
bicycle, and pedestrian improvements.”

TSP Policies: Goal 6, Transportation

The following policies address Goal 6 of the State of Oregon’s Transportation
Planning Rule (TPR), which states that jurisdictions should: “Develop a balanced,
equitable, and efficient transportation system that provides a range of
transportation choices; reinforces the livability of neighborhoods; supports a
strong and diverse economy; reduces air, noise, and water pollution; and lessens
reliance on the automobile while maintaining accessibility.”

Coordination and Involvement

The first group of policies in the TSP is labeled “Coordination and Involvement
Policies.” The first policy in this group, 6.1, “Coordination,” seeks to ensure
coordination between affected government agencies, including state, federal, and
local, as well as special districts and providers of transportation services “when
planning for and funding transportation facilities and services.”

The Division Transportation Growth Management (TGM) process is one example
of how PDOT will coordinate with other jurisdictions during the Division Green
Street Main Street Project (the TGM grant is awarded by the Oregon Department
of Transportation). In addition, the development of a Technical Advisory Group
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(TAG) made up of professionals and experts in the field to give advice on the
developing plan also supports this policy.

The second policy is 6.2, “Public Involvement.” This policy upholds state law that
requires the public to be involved in the process of planning. Policy 6.2 requires
each project to: “Carry out a public involvement process that provides
information about transportation issues, projects, and processes to citizens,
businesses and other stakeholders, especially those traditionally underserved by
transportation services, and that solicits and considers feedback when making
decisions about transportation.”

Policy 6.2 is the impetus for nurturing a Community Working Group for the
Division Green Street/Main Street Project that will represent as many diverse
community interests as possible throughout the planning process. In addition,
PDOT and the Bureau of Planning will lead a series of neighborhood walks to
inform citizens about the project and learn the concerns of a broader audience
than the CWG will provide.

The Division neighborhood walks will also support Policy 6.3, “Transportation
Education,” which states that the City must “implement educational programs
that support a range of transportation choices and emphasize safety for all modes
of travel.”

Transportation Function Policies

The second group of policies includes the “Transportation Function Policies.”
These policies seek to coordinate the most efficient and effective use of the
transportation system for all users. The first policy, 6.12, “Regional and City
Travel Patterns” outlines a classification system labeling all the streets in the
system. The City of Portland, Metro, and the State of Oregon have all developed
street classification systems that aim to facilitate optimal movement of vehicles
(trucks and cars), bicycles, and pedestrians, both locally and regionally.

For example, these classifications direct freight delivery to use “Major Truck
Streets” instead of “Local Service Traffic Streets,” thus ideally keeping large
trucks from driving on small neighborhood streets and disturbing residents.
Conversely, this classification helps to ensure that trucks move with ease and
don’t get stuck on tiny streets by accident. Local and Regional classifications are
outlined (in Ryan’s Section), specifying classifications of all major streets in the
Division Green Street Main Street project area.

The intention of policy 6.13, “Traffic Calming” is to help ensure a safe space for all
users in areas where many pedestrians and bicycles share the street with other
vehicles. “Traffic Calming” devices slow traffic to maintain the safety of drivers
as well as pedestrians and bicyclists. Specifically, this policy asks that Traffic
Calming should be used in order to: “manage traffic on Neighborhood Collectors
and Local Service Traffic Streets, along main streets, and in centers consistent
with their street classifications, classification descriptions, and desired land
uses.”
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In order to maintain a safe neighborhood environment the City must also address
the need for emergency vehicles to access any given location quickly, easily, and
safely. This is why policy 6.14, “Emergency Response,” is so important. It states
simply that the City must “provide a network of emergency response streets that
facilitates prompt response to emergencies.”

At times, the City must prioritize street improvements. Policies “6.15,
Transportation System Management,” and “6.16, Access Management” give
prescriptions for how to organize this prioritization. 6.15 states that the City
must “give preference to transportation improvements that use existing roadway
capacity efficiently and improve the safety of the system.” 6.16 asks the City to
“promote an efficient and safe street system, and provide adequate accessibility
to planned land uses.” For example, ensuring accessibility can include providing
curb cuts for driveways, safe and connected sidewalks, or adequate bikeways.

Land Use and Transportation Policies

The next group of policies support the partnership between land use and
transportation because changes concerning one will affect the other. Policy “6.17,
Coordinate Land Use and Transportation,” asks that the City implement Metro’s
2040 Growth Concept by nurturing this partnership. The policy states that this
should be done “through long-range transportation and land use planning and
the development of efficient and effective transportation projects and programs.”

This policy (6.17) is especially relevant to the Division Green Street Main Street
Project as it is simultaneously a transportation and a land use project. The
Bureau of Planning and the Portland Office of Transportation have partnered to
coordinate land use and transportation changes to Division Street so that it will
uphold the 2040 Growth Concept.

Policy 6.18, “Adequacy of Transportation Facilities,” states that the City must
“ensure that amendments to...zone changes, conditional uses...and land use
regulations that change allowed land uses are consistent with the identified
function and capacity of, and adopted performance measures for, affected
transportation facilities.” The Division GSMS project may end up altering zoning
in the area, and any resulting changes will need to be consistent with the above
concerns.

It is most efficient to provide public transit in areas where the most people can
utilize it, therefore, in support of the 2040 Growth Concept, it makes sense to
increase the amount of people living and working in areas near transit facilities.
Policy 6.19, “Transit-Oriented Development,” asks that we do this by reinforcing
“the link between transit and land use by encouraging transit-oriented
development and supporting increased residential and employment densities
along transit streets...and at other major activity centers.”

Providing safe and appealing connections between facilities, commercial
opportunities, and services is one way to improve access. Policy 6.20
“Connectivity” requires transportation projects to “support development of an
interconnected, multimodal transportation system to serve mixed-use areas,
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residential neighborhoods, and other activity centers....” Pedestrian and bicycle
access is one important connectivity concern in the Division Green Street Main
Street Project area. Policy 6.20 elaborates in section C by stating that projects
should “provide convenient and safe bicycle and pedestrian connections to transit
routes, schools, and parks, as well as within and between new and existing
residential developments, employment areas, and other activity centers where
street connections are not feasible.”

Pedestrian and Bicycle Policies

The fourth policy section, “Pedestrian and Bicycle Policies” details pedestrian and
bicycle concerns (including connectivity) with one goal being single-occupant
vehicle trip reduction.

Policy 6.22, “Pedestrian Transportation,” goes into detail about how to improve
the likelihood that people will walk to close destinations. This goal will be
reached by giving priority to the completion of the pedestrian network that serves
“Pedestrian Districts, schools, neighborhood shopping, and parks,” as well as
“transit centers, stations, and stops.” This includes improving the safety and
frequency of pedestrian crossings near the above services.

Giving attention to the quality of the pedestrian environment “by implementing
pedestrian design guidelines,” like adding street trees and benches, is another
way of promoting walking as the “mode of choice for short trips.” The last section
of policy 6.22 seeks to reduce collisions by “identifying and analyzing high
pedestrian collision locations” and “making physical improvements, such as
traffic calming, signal improvements, and crossing improvements in areas of high
pedestrian use....” All of the above pedestrian concerns will be relevant to the
Division Green Street Main Street Project planning process.

The policy regarding bicycles (6.23, “Bicycle Transportation”) is similar to the
pedestrian policy, looking toward improving bike lane connectivity, access to
employment centers, commercial districts, transit stations, institutions and
recreational destinations. Added to this vision is the improved access to bicycle
parking and end of trip facilities that will help make “the bicycle an integral part
of daily life in Portland, particularly for trips of less than five miles....”

Bicycle safety is also of concern, which will be improved by installing helpful
signage, and “removing physical hazards such as dangerous storm grates and
supporting changes to adopted statutes and codes that would enhance the safety
of bicyclists.” Providing bicycle parking “in commercial districts, along main
streets, in employment centers and multifamily developments, at schools and
colleges, in industrial developments...at transit facilities...and at intermodal
passenger stations,” is of particular concern for the Division Green Street Main
Street project.

Public Transportation Policy

Policy 6.24, “Public Transportation,” asks the City to “Develop a public
transportation system that conveniently serves City residents and workers 24
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hours a day, seven days a week and can become the preferred form of travel to
major destinations, including the Central City, regional and town centers, main
streets, and station communities.” Accomplishing this goal would entail
expanding bus service for non-work trips, improving connectivity, and paying
special attention to streets classified as “Major Transit Priority” so that they may
“achieve travel times competitive with the automobile,” and “address the special
needs of the transportation disadvantaged.” The impetus for doing these things
is to reduce congestion by limiting automobile trips. Division Street is a Major
Transit Priority Street, and several cross-streets in the study area are either
“Transit Access” streets, or “Local Transit Access” streets, so these concerns must
be addressed in the plan.

Parking and Demand Management Policies

Parking is a complicated and important issue, and the next set of policies attempt
to coordinate parking so that it benefits the environment and as many people as
possible, taking into account the positive outcomes of decreased access to parking
in some situations. Decreasing parking can help improve the environment for
everyone’s benefit, as well as make driving a more pleasant experience when it is
necessary (reducing congestion by making other options more attractive than
driving). But this must also be tempered with the need to maintain a healthy
economy and the role that parking may or may not play in the success of local
businesses.

Policy 6.25, “Parking Management” outlines a plan to “manage parking supply to
achieve transportation policy objectives for neighborhood and business district
vitality, auto trip reduction, and improved air quality.” The policy objectives
include: implementing “measures to achieve Portland’s share of the 10 percent
reduction in parking spaces per capita within the metropolitan area over the next
20 years;” and developing “parking management programs and strategies that
improve air quality, reduce congestion, promote alternatives to the drive-alone
commute, and educate and involve businesses and neighborhoods.” In addition,
it is the City’s policy to consider capacity and demand for parking when making
decisions on how to regulate supply.

There are two kinds of parking: on-street (on the street next to the curb near
businesses, homes, etc.) and off-street (parking lots, structures, etc.). The
Division study area includes both types of parking. Policy 6.26, “On-Street
Parking Management” details the City’s approach to managing parking in the
public right of way in a way that encourages “economic vitality, safety for all
modes, and livability of residential neighborhoods.” This includes supporting
land uses with “an adequate supply of on-street parking,” and maintaining
“existing on-street parking in older neighborhoods and commercial areas where
off-street parking is inadequate, except where parking removal is necessary to
accommodate alternatives to the automobile.”

Policy 6.27, “Off-Street Parking” considers the “characteristics of areas where off-
street parking is essential to economic vitality and to other areas where parking is
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de-emphasized in order to achieve good non-SOV (single-occupant vehicle) mode
splits and compact development.” It is the City’s policy to “regulate off-street
parking to promote good urban form and the vitality of commercial and
employment areas,” specifically by considering “eliminating requirements for off-
street parking in areas of the City where there is existing or planned high-quality
transit service and good pedestrian and bicycle access,” as on Division Street. In
addition, the City wishes to “limit the development of new parking spaces to
achieve land use, transportation, and environmental objectives.”

Policy 6.28, “Travel Management,” is included in the parking policy section
because it addresses a “range of measures that reduce the demand for parking,
congestion, impervious surface areas, and vehicle miles traveled.” The main goal
of this policy is to “reduce congestion, improve air quality, and mitigate the
impact of development-generated traffic by supporting transportation choices
through demand management programs and measures and through education
and public information strategies.” Some of the objectives included in this policy
are: to “develop neighborhood-based programs to promote and support
multimodal strategies and trip reduction strategies and programs” and to
encourage car sharing by providing better access to car share vehicles. In
addition it is the City’s policy to “require institutions to regulate parking
facilities” in order to ensure short-term parking for visitors as well as minimize
employee parking though “carpooling, ridesharing, flexible work hours,
telecommuting, parking management, and employer-subsidized transit passes.”
Lastly, it is the City’s policy to “require institutions and other large employers to
participate in programs to reduce single-occupant vehicle trips” and to make sure
residential areas don’t bear the burden of excessive parking impacts.

Freight, Terminals, and Truck Policies

The Division Green Street Main Street Project area borders a Freight District and
also includes two Major Truck Streets (11th and 12th), and several Minor (39th,
50th, and Division) and Local Service Truck Streets (215t, 26th, 30th, 33rd, 34th, g1st,
52nd 5oth and 60th). Therefore, freight policies are relevant to the project.

Policy 6.29, “Freight Intermodal Facilities and Freight Activity Areas,” asks that
the City develop and maintain a transportation system that will ensure the “safe,
efficient, and cost-effective movement of freight, goods, and commercial vehicles”
through these areas. The next policy, 6.30, “Truck Movement,” concerns
connectivity. This policy elaborates on 6.29 by stating that the City should
“provide a complete, safe, and reliable system of Major and Minor Truck Streets
for local truck movement, connecting Freight Districts, intermodal facilities, and
commercial areas.” The main impetus for policy 6.30 is to ensure that trucks use
the proper streets (Minor and Local Service Truck Streets) to access local
destinations and to use Regional and Major Truck streets for mobility.

Transportation District Policies
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Each District in the City of Portland has a set of policies that are unique to the
area. The Division Green Street Main Street Project area falls into the “Southeast
Transportation District,” and is subject to Policy 6.37 by the same name. This
policy seeks to reduce reliance on the automobile and protect Southeast Portland
“residential areas and industrial sanctuaries from non-local traffic” yet still
“maintain access” to commercial areas. The following bullet-points specify how
the District will implement Policy 6.37:

a. Direct interdistrict traffic to Regional Trafficways on the edge of the district,
and manage traffic on Major City traffic Streets and other arterials primarily
through transportation system management measures.

b. Operate Neighborhood Collectors in Southeast Portland to function primarily
as circulation for district traffic rather than as regional streets, even where
they carry a significant amount of regional traffic.

c. Facilitate pedestrian access and safety in Southeast Portland by improving
connections to the Willamette River; adding connections between
neighborhood parks, institutions, and commercial areas; and enhancing
pedestrian crossings with curb extensions and improved markings.

d. Improve access and safety for bicycles through the development of more inner
Southeast east/west bike routes and the provision of bicycle facilities across
bridges and to a variety of destinations, including downtown, the river, and
parks.

e. Encourage regional and interdistrict truck traffic to use Regional and Major
truck Streets in southeast Portland by establishing convenient truck routing
that better serves trucks, while protecting Southeast neighborhoods.

f. Minimize left-turn movements to auto-accommodating development along SE
39th Avenue, and eliminate or consolidate driveways where possible.

g. Continue to improve cross-town transit service, transit facilities and bus
stops, and transit travel times, and expand off-peak and weekend service to
provide access to activity centers on Portland’s eastside.

h. Support the livability of Southeast neighborhoods by improving the
efficiency of parking and loading in commercial areas and by reducing
commuter parking in residential areas.

The above points elaborate on the general policy of Southeast Portland to reduce
vehicle miles traveled by supporting bicycles, pedestrians and transit, and to
improve livability in the area by minimizing transportation impacts from outside
areas (parking, regional traffic, etc), and supporting local traffic and concerns.

TSP Policies: Goal 11B, Public Rights-of-Way

The next set of policies in the TSP stem from Goal 11B of Oregon’s TPR. Goal 11B,
Public Rights-Of-Way, is the public facility goal for transportation. The State
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requires jurisdictions to have public facilities plans that consist of policy language
and a list of projects to be undertaken over the life of the Comprehensive Plan.
The policies describe how transportation improvements are selected; how
transportation facilities are designed, built, and maintained; and how the
transportation system performs. Within Goal 11B, policies address:
Environmental Sustainability; Project Selection; Street Design and Right-Of-Way
Improvements; Street Plans; Maintenance; and Performance Measures.

The City of Portland expands upon Goal 11B by stating that it is the City’s policy
to “Improve the quality of Portland’s transportation system by carrying out
projects to implement the 2040 Growth Concept, preserving public rights-of-way,
implementing street plans, continuing high-quality maintenance and
improvement programs, and allocating limited resources to identified needs of
neighborhoods, commerce, and industry.”

Policy 11.8, “Environmental Sustainability in Transportation” asks that
transportation projects “participate in meeting the City’s sustainability goals by
designing, constructing, installing, using, and maintaining the transportation
system in efficient, innovative, and environmentally responsible ways.” Some
examples of policy 11.8’s objectives are to: “continue to reuse and recycle office
and construction materials and equipment, compost leaves, and separate street
debris; maintain equipment and facilities to minimize air, water, and noise
pollution; use environmentally safe products; minimize runoff and erosion in all
ground-disturbing activities, including construction, excavation, landscaping,
and trench work, use alternative energy sources to power equipment whenever
possible; and incorporate sustainable design solutions for streets and other
transportation projects.”

The next Policy, 11.9, “Project Selection,” lays out the process the City uses to
select which projects get done at any particular point in time. There are several
criteria the City uses to facilitate this process in a fair and efficient manner.
Overarching these criteria is that the City will “give priority consideration to
transportation projects that will contribute to a reduction in vehicle miles
traveled per capita, while supporting economic vitality and sustainability.”

Objectives for project selection include: improving deficiencies in bicycle and
pedestrian safety; developing safe routes to schools; improving access to
employment and industrial areas; increasing the efficiency and effectiveness of
the system by wise application of available financial, capital, and human
resources; reducing negative impact to the environment; supporting community
values; promote a compact urban form; and a few others.

Policy 11.10, “Street Design and Right-of-Way Improvements,” asks that the City
“Design improvements to existing and new transportation facilities to implement
transportation and land use goals and objectives.” This policy includes sixteen
different objectives. One particular objective of importance follows: “C. When
changes to a right-of-way are proposed, consider the overall capacity impacts to
the immediately affected street, as well as potential area-wide capacity impacts.”
The City must also use a variety of resources to design a street.
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The reason behind this policy objective is that changes to a street to
accommodate one mode can affect how that street functions for other modes.
Changing capacity, including reducing capacity for autos, can adversely affect
how an area functions and can have wider-ranging impacts than just on the
immediately affected street. Transportation projects need to look at all of the
classifications for a street when making decisions that affect the capacity for any
mode.

In addition, it is the City’s policy to accommodate bicycles, pedestrians, public
transit, trucks, and to comply with ADA requirements in street design. Objective
O is also important for Division. This objective demands that the City “consider
and minimize impacts on the natural environment, consistent with the City and
regional response to the Endangered Species Act and stream crossing design
guidelines in the Green Streets handbook, in the planning, design, and
development of transportation projects.” Objective P states that projects
“consider the desired character of the area, including neighborhood livability, in
the design and development of transportation projects.”

Policy 11.11, “Street Plans,” asks that the City “promote a logical, direct, and
connected street system through the development of street plans.” Currently,
there is no adopted street plan for SE Portland, but in general the Division
project area has excellent connectivity.

It is very important to the City that it is able to preserve, maintain, and prevent
deterioration of the existing transportation system, including minimizing
environmental impacts (Policy 11.12, “Maintenance”). At times, adhering to this
policy may limit the breadth of potential projects. For example, the City can only
use a specific paving material if the Maintenance Bureau has the capacity to
maintain it.

The Transportation Planning Rule and Metro’s 2000 Regional Transportation
Plan require adoption of performance measures and benchmarks for evaluating
the transportation system and achieving the goals of reducing vehicle miles
traveled per capita and parking spaces per capita. Policy 11.13 addresses these
concerns by requiring the City to “evaluate the performance of the transportation
system at five-year intervals, using a set of benchmarks that measure progress
towards achieving transportation goals and objectives.” The system has to
remain at specific performance measures (Level of Service, or LOS); for example
Division Street has a preferred operating standard of C in the midday and EE
during peak periods.

Pertinent to the Division Green Street Main Street project, this policy also states
that the City should “C. Use alternatives to the level-of-service measure to
determine the adequacy of the transportation system in areas that exhibit the
following characteristics: a mix of land uses, including residential; a mode split
consistent with targets established for the area; maximum parking ratios; and
adequate existing street connectivity.”

Modal Plans and Management Plans
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When Portland’s first Comprehensive Plan was written in 1980, the job of
transportation planners was to accommodate existing travel demand and the
vehicle traffic it generated as best as possible with the available resources. Today
the community can no longer afford this response to transportation needs.

In 1980, the Portland urbanized area (urbanized portions of Clackamas,
Multnomah, and Washington counties in Oregon) had a population of 970,000
people. The average person generated about 12 miles of vehicular travel per day.

By 1997, population had increased by over 25 percent to 1,217,000 people. The
average vehicular miles each person traveled per day had increased by 75 percent,
and total vehicle miles traveled (VMT) had increased by 108 percent.

As a result of this growth and demand for mobility, too many vehicles are
competing for too little space, and the consequences include greater traffic
congestion, longer travel times, huge traffic jams, more road rage, and threats to
air quality, even as the exhaust from each individual car has become cleaner.

The competition for vehicle space also has consequences for residential
neighborhoods. To avoid the congested arterials, more people decide to travel at
high speeds on local neighborhood streets. To address this problem, the City of
Portland has written plans for multiple modes of travel: motor vehicle; public
transportation and transportation disadvantaged; pedestrian; bicycle; freight;
and air, rail, water, and pipeline. The following section summarizes the sections
of the modal plan for motor vehicle travel that concern the Division Green Street
Main Street project area.

Motor Vehicle: Existing Deficiencies

Projected Traffic Volumes

Traffic volumes are expected to continue to grow throughout the region over the
next 20 years. In the City of Portland, this growth will occur primarily on
freeways and on certain regional arterial streets. Increases in traffic volumes do
not necessarily result in unacceptable traffic congestion. Collector and
neighborhood streets in most Portland neighborhoods are likely to experience
only moderate traffic increases. However, both traffic volume and congestion are
expected to increase substantially in many of the east-west streets in Southeast,
Far Northeast, and Far Southeast neighborhoods.

Table 5.4 shows the major corridors in Portland that will experience significant
growth in motor vehicle trips, according to the 2000 RTP. The volumes reflect
the peak direction during the evening two-hour peak period, using the 2020
priority system in the RTP. By looking at corridors that serve the same general
destinations, it is possible to consider overall capacity rather than the capacity of
individual streets.

This table shows specifically that on Powell, Division, and Holgate west of I-
205, traffic volumes in 1994 were 7,243 cars during the two-hour evening peak
period, while in 2020 they are projected to be 8,226 cars per two-hour peak. This
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is a 14 percent projected increase in traffic volumes on these streets in a 26-year
period.

In addition, there are some safety concerns in the Division Green Street Main
Street Project area. Specifically, there are high collision rates along SE 39th Ave.,
especially resulting from left-turns onto perpendicular streets (including
Division).

The next section of the TSP details Implementation Measures that will help
address the above deficiencies.

Implementation Measures: Strategies

Southeast Arterials

The RTP forecasts that the east-west arterials in southeast Portland between the
Central City and I-205 will experience some congestion during the evening two-
hour peak period, possibly as a result of significant congestion on I-84. Although
light rail and expanded bus service on parallel streets provide effective,
reasonable alternatives to I-5, traffic volumes are expected to increase on these
east-west arterials south of the freeway. The RTP states that additional measures
are needed to address this congestion; beyond those identified in the RTP.

Southeast Portland is characterized by an extensive grid of arterials and local
streets that exceeds the RTP standard for connectivity. Since the regional model
does not include the local street network, the RTP be overestimating the demand
for travel on the arterials. This network of streets relieves congestion by quickly
dispersing local traffic onto local streets. Other land use and transportation
factors that ameliorate the projected congestion are discussed below.

Land Use

Southeast Portland contains of a number of main streets (Burnside, Hawthorne,
Belmont, Foster, Woodstock, and Division) that function much like a town
center. The main streets have a mix of residential, retail, and commercial uses
that together supply many of the daily needs of the area residents. By having a
mix of uses in close proximity, many daily trips — work, shopping, education —
can be made by walking, bicycling, or transit, thereby reducing congestion.

Transportation

Southeast Portland has existing high-quality transit service on most arterials
(Glisan, Burnside, Belmont, Hawthorne, Division, Powell, Holgate, Woodstock,
39th, 52nd, 82nd, and Foster), resulting in a high mode split for non-SOV travel.
The RTP anticipates improvements to increase transit frequency on Belmont,
Hawthorne, Division, and Powell/Foster. Maximum parking ratios have been
adopted for all non-residential uses, and some commercial areas (usually along
main streets) require no off-street parking.
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Southeast TSP Projects

In addition to increased transit frequency (as discussed above), a number of
projects are proposed for southeast Portland to encourage more non-SOV travel
and alleviate congestion. The RTP and/or TSP identify the following projects:

e Project No. 20013 (Burnside/Sandy/12th intersection — RTP, TSP)
e Project No. 20014 (Burnside: SE 12th to W 2314 — RTP, TSP)

e Project No. 70009 (Belmont street and pedestrian improvements between 12th
and 43rd- RTP, TSP)

e Project No. 70010 (Burnside pedestrian (TSP only) and bicycle — RTP, TSP)

e Project No. 70009 (Belmont street and pedestrian improvements — RTP, TSP)
e Project No. 70013 (Division multimodal improvements — RTP, TSP)

e Project No. 70021 (Foster pedestrian-to-transit improvements — RTP, TSP)

e Project Nos. 70031 and 70033 (Holgate bike lanes, phase 1 and 2 — RTP, TSP)
e Project No. 70004 (26th and Holgate intersection improvements — TSP)

e Project No. 70005 (39th between Sandy and Woodstock pedestrian, safety,
and signalization improvements — TSP)

e Project No. 70006 (60th corridor and intersection improvements — TSP)

e Project No. 20023 (SE 11th/12th/RR intersection improvements — TSP)

e Project No. 70032 (Holgate multimodal improvements — TSP)

e Project No. 70045 (Powell pedestrian and intersection improvements — TSP)
e Project No. 20023 (TSM improvements — TSP)

Congestion affects traffic movement and hinders alternatives to the automobile
from negotiating the street network. It can also negatively impact the livability of
residential neighborhoods. Traffic calming measures can help alleviate
unacceptable traffic volumes and speeds. In addition to the many traffic calming
projects that have been installed in southeast Portland over the last decade, new
projects are targeted for areas where high traffic volumes and speeds affect safety
and livability.

Metro’s Regional Transportation Plan

Metro’s 2000 Regional Transportation Plan (RTP) implements the 2040 Growth
Concept, culminating a “nearly 25-year evolution from a mostly road-oriented
plan to a more multi-modal one, ultimately mixing land-use and transportation
objectives.” The RTP addresses differing federal, state, and regional planning
requirements and must also balance the many transportation needs throughout
the region. The “RTP sets the policies, systems, and actions to adequately serve
walking, bicycling, driving, use of transit and national and international freight
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movement in this region consistent with federal requirements of TEA-21 and
state requirements for the region’s transportation system plan.”

Regional policies for the most part mirror the ones found in Portland’s TSP, but
encompass the entire tri-county area rather than just Portland. Like the TSP, the
region has a policy to include the public in decision-making through notification
and continuing involvement. The RTP also includes a policy that mandates
intergovernmental coordination. Like the TSP, the RTP contains policies
concerned with mobility, accessibility, and connectivity, including specific
methods for ensuring barrier-free transportation for special needs populations,
the elderly, youth, and the disabled to special services and employment centers as
well as other destinations. Metro also acknowledges connections between land-
use and transportation in its policies.

Portland and Metro share a general concern for protecting the environment,
water quality, clean air, and promoting energy efficiency through policy. Shared
methods for attaining these goals include reducing vehicle miles traveled, drive-
alone commutes, and encouraging cleaner, more energy efficient modes like
walking, biking, and public transit through facilities enhancement and public
education.

Metro seeks to coordinate regional and local street design so that they reflect the
“function and character of surrounding land uses,” and to reduce dependence on
major streets for local travel. Metro supports both a regional motor vehicle
system and a regional public transportation system that will provide appropriate
connectivity and levels of service for each given area. In addition, the region
seeks to provide efficient, cost-effective, and safe freight movement and to
protect investments in the freight network. Lastly, like Portland, Metro has a
general policy for managing parking so that it remains efficient and supportive of
the 2040 Growth Concept.
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Appendix A: Plans and Studies for Division

Following is a list of background plans and studies that will help guide the
development of the Division Main Street/Green Street project. The list is in
chronological order.

Portland Bureau of Planning Commercial Corridors Project - 2004

The Bureau of Planning is studying Portland’s commercial corridors and business
districts to:

= Better understand the network of business districts across the city and how
they are performing from the points of view of businesses, neighbors,
consumers and property interests;

= Develop policies that recognize and support different types of commercial
corridors;

= Develop approaches to support the vitality of these areas that apply citywide
as well as to specific commercial corridors;

= Identify a strategic work plan and priorities for the Bureau’s continued efforts
in support of commercial corridor, neighborhood and business vitality; and

= Allow District Planners to develop expertise on district conditions and to
begin working cooperatively with neighborhoods and businesses on
commercial corridor issues.

“Urbanics” Portland State University Workshop project - 2004

In the spring of 2004, the Urbanics team of students explored sustainable
options for the street improvements proposed for Division Street. Team
Urbanics hosted three community workshops to inform the community about the
streetscape planning process starting in the summer of 2004 and to prepare
community members for the public involvement process. The team introduced
concepts of sustainability and specific “Green Street” treatment options available
for making Division Street a more sustainable urban main street. A design
exercise within the workshops, allowed participants put to practice the Green
Street treatment ideas introduced, and create streetscape posters highlighting
their primary goals for five intersections along Division Street. The design ideas
were passed to the City of Portland Bureau of Planning and the Portland
Department of Transportation to assist their upcoming projects on the street.

“Power of Place” Portland State University Workshop project - 2004

In the spring of 2004, The Power of Place study assisted the DivisionVision
Coalition in fulfilling their mission by pursuing an understanding of the street’s
character and identifying opportunities for future development or continued
investment. Both aspects of the study established the foundation necessary for
the Coalition to become proactive in development processes and maintain the
attributes that most significantly contribute to the character of the street. To that
end, the study looked to achieve three primary objectives:
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= Develop a body of knowledge that can steer DVC toward community desires
and objectives regarding Division St. development;

= Based on that knowledge, identify sites along Division that hold potential for

= future development or continued investment;

= Identify community and collective ownership structures that the community
might use to purchase and manage real estate.

Context Sensitive Design, Roadway Design That Is responsive to Local
Community Values, TDM Encyclopedia, Victoria Transport Policy
Institute - December 2003

Declaration of Cooperation: Scoping a Land Use/Transportation Plan
for the Division Street Corridor, Oregon Solutions - May 2003

This memorandum of understanding (MOU), published May 8, 2003, discusses
the “Division Vision” that was a result of many brainstorming sessions by the City
of Portland and local residents and business owners. The plan is to make
Division a “Green” Main Street. That is to re-create the street to be more
community-oriented, economically vibrant and environmentally sustainable.

The area has been established as one of the priorities for the City of Portland in
redevelopment planning. The zoning along the street does not support the plan
and therefore many non-conforming uses exist. The street itself is also in
disrepair and will need to be rebuilt. This offers an opportunity to redesign the
streetscape to meet the goals of the plan.

The community and City of Portland worked together to create a scope of work
for the future planning project. The Transportation and Growth Management
(TGM) Program provided funding to Oregon Solutions to facilitate the process.
The mission of Oregon Solutions is to develop solutions to local problems that
support economic, environmental, and community objectives simultaneously
through partnerships between government, business, and non-profit
organizations. They use a collaborative approach that brings all parties together
to discuss pertinent issues and to resolve any conflicts.

The agreed upon objectives of the MOU are:

» Transportation: Balance the transportation demands competing for Division
Street, including local and through traffic, transit, automobiles, trucks,
pedestrians, and cyclists.

»  Community Design: Treat the planning for Division Street as part of a
coordinated community design strategy that seeks to do the following:

» Cultivate areas along the street that are distinguished by their economic,
social and cultural role in the community, design character, history and
location.

» Support the economic vitality of Division Street for businesses and residences.
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» Promote the understanding of and use of “green” approaches to design and
construction that improve the long-term environmental performance of
Division Street and the uses along it.

» Improve the design quality and urban form of Division Street and the
buildings and spaces that line it.

Final Memorandum #2, Anna Russo, Oregon Solutions - May 2003

Final Memorandum #1, Anna Russo, Oregon Solutions - April 2003

Creating a Sense of Place on SE Division Street, Public
Discussion/Design Forum Report, The City Repair Project - February,
2001

This report was subsequent to a workshop held on February 27, 2001, which
included a public discussion/design forum to create a vision for the Division
Street Corridor. The Division-Clinton Business Association, The Office of City
Commissioner Charlie Hales and The City Repair Project wrote it as a
collaborative effort. This report demonstrates the community’s desire to create a
greater “sense of place” along Division. A “sense of place” is created when those
that live and work in a particular area can identify with a sense of belonging
within the shared public spaces. Itis a community that both physically and
mentally gives its residents something to identify with.

Division Street already has the desired main street feel and “sense of place” in
many ways. There is a great diversity of local business and amenities along the
street. The main challenge to making this street the heart of the neighborhood is
that it is a main thoroughfare for many commuters going into the city.

This design workshop was arranged so the residents and the city could come up
with ideas about the livability opportunities and challenges of Division Street.
Approximately 50 people attended, which included residents, business owners,
elected officials, local workers, and community advocates. Others that attended
were architects, artists and facilitators that would help guide the discussion and
formulate a vision.

The group identified certain challenges within several topics that the facilitators
created to guide the discussion in a productive direction. These were:
Transportation & Safety, Economic Concerns, Aesthetics & Utility of Public
Space, Environmental Issues and Neighborhood Involvement & Development.
Several brainstorming sessions generated ideas of how to create the desired
“sense of place.”

Specific to the transportation issues, some of the ideas that were generated
during group discussions fit into three categories:
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1. Pedestrian needs
» Car-oriented street design and its heavy, fast traffic creates an uninviting
environment.
» Crossing the street at some intersections is difficult.
* Some bus stops have no shelter; some could be in better locations.

2. Bike needs
» No street space for bicycles; cyclists are directed to parallel bike route on
Clinton Street, but bike access to Division destinations remains a problem.
» Limited bike parking available.

3. Auto needs
» Heavy through-traffic at rush hour times creates backlogged traffic at SE

39th.
» Complex intersection at SE 21st causes confusion and delays.

Outer Southeast Community Plan, City of Portland, Bureau of
Planning - March 1996

This plan was adopted on January 31, 1996 with the goal of guiding growth and
development in this area. By 2015, Portland is expected to increase its
population by 100,000 people, many of who are expected to settle in the SE
region. The plan will accommodate new growth, such as housing and business,
while avoiding increased negative effects, such as traffic congestion, damage to
existing neighborhoods and degradation of natural areas.

The plan outlines its transportation objectives as moving away from a
dependence on the automobile and implementing more transit, pedestrian and
bicycle options for the area residents. The focus of its transportation policy is to
“Ensure that streets in outer southeast form a network that provide for efficient
travel throughout the community and to other parts of Portland and the region.
Reduce congestion and pollution caused by the automobile by creating land use
patterns that support transit, bike, and pedestrian travel.”

Action Items

» Investigate ways to provide lighting for pedestrians beyond what is currently
available in order to encourage walking as an alternative mode of travel.

» Investigate alternatives to street lighting, which will improve pedestrian safety.

» Develop regulations, which require connections in order to create a complete
street network as part of the Land Division Code rewrite project.

South Tabor Neighborhood Plan, City of Portland, Bureau of Planning
March 1996

This plan was adopted on January 31, 1996 in an effort to guide the neighborhood
through the expected changes over the next 20 years. They cited Portland’s
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forecasted growth and their willingness to welcome new residents and businesses
while maintaining the sense of community they have become accustomed to.
They hope to work closely with decision-makers on matters of land use,
transportation, capital expenditures as well as recreation and social programs.

Specific to their transportation policy the neighborhood wants to “maintain
mobility and accessibility by reducing the impact of autos on South Tabor and
encouraging alternative forms of transportation.”

Action items:

» Notify PDOT of traffic and parking problems.

»  Work with PDOT to resolve identified traffic and parking problems.

» Request that PDOT study the feasibility of making changes to SE Division to
ensure that it functions as a pedestrian-friendly street with safe crossings and
access to Mt. Tabor.

» Request that ODOT study ways to improve the safety of pedestrian crossings
on Powell between 72nd and 82nd particularly at bus stops and the west
entrance of the Powell Street Station.

»  Work directly with PDOT staff on the Portland Bicycle Master Plan.

»  Work with PDOT’s Bicycle Program to improve bicycle routes including the
provision of adequate signs along the continuous bike routes from the
Willamette River Greenway to the I-205 bike path through South Tabor —
Woodward from 515t to 74th, 74th then Clinton to 82nd .

»  Work with PDOT’s Bicycle Program to evaluate the need for additional signs
along designated north-south bicycle routes on 52nd, 60th, 715t and 74th.

Richmond Neighborhood Plan, City of Portland, Bureau of Planning -
December 1994

The Richmond Neighborhood Plan was adopted on November 9, 1994 with the
intention of guiding development in the neighborhood over a ten-year period.
The neighborhood is characterized as a “village community” that provides easy
access to businesses, churches and schools. They hope to retain their sense of
community by using the plan as a guide for area businesses, developers and the
City of Portland when undertaking improvement projects.

The central theme to their transportation policy is to “increase accessibility to
travel destinations and transportation options available to neighborhood
residents and visitors. Reduce the negative impact of auto traffic in residential
and business areas.” The plan does not cite any specific action items but does
outline broader goals that will improve existing transportation conditions.

» Improve arterial and collector streets to provide safe and convenient bicycle
access to neighborhood destinations and to encourage the use of bicycles as a
transportation alternative to the automobile. Establish a network of
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alternative bike routes on local service streets, with particular attention to
providing safe bicycle access to schools.

» Make Richmond a more pedestrian-oriented neighborhood by emphasizing
pedestrian safety and convenience.

» Make Richmond a transit-friendly neighborhood. Encourage the use of public
transportation by those who work, live, shop and visit the neighborhood.
Support convenient, cost effective public transportation serving Richmond.
Work with Tri-Met to improve the transit infrastructure in Richmond.

» Increase and improve transportation options through and around the
Richmond Neighborhood.

» Minimize the negative impacts of motorized vehicle traffic in the Richmond
Neighborhood.

» Retain existing parking. Add additional parking to meet specific parking
needs. New parking should be designed to be pleasing and safe from a
pedestrian point of view.

Division Street Main Streets Revitalization Implementation Study:
Market Analysis, Financial Analysis & Development Program, for
SEUL and the Livable Cities Program of the Portland Bureau of
Planning - June 1993

This study was published in June of 1993 by outside consultants with three
objectives in mind:

» Create a process for revitalization to be used in other areas of Portland;

» To use the process as a test for the Main Streets concept taken from the
Portland Livable Cities Program;

» Revitalize the Division Street neighborhood in the study area.

The study shows that a Main Streets project is feasible along Division Street but
that it would be difficult to implement. Several implementation strategies are
recommended:

Fund the infrastructure improvements.

Implement zoning recommendations.

Formulate a list of desirable business opportunities.

Work with local developers and landowners actively.

Work with banks to obtain community reinvestment act funds.
Form a revolving loan fund for local uses.

They also mention that businesses will change over time to higher intensity uses
but it is not their recommendation that existing businesses be displaced. One
other issue to consider is traffic impacts. The recommendation of this study is to
make this a first step to the initiation of the Main Streets project.
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Division Corridor Neighborhood Traffic Management Study Report
and Recommendations of the Test Evaluation Committee, City of
Portland, Office of Transportation - December 1988

This project, initiated by the City’s Transportation Bureau on April 21, 1986, was
meant to survey the origin-destination traffic patterns of individual motorists
within the division corridor and to suggest alternatives to reduce the increased
commuter traffic on its arterial streets. The corridor can be defined as the
portion of southeast Portland that is bound by Lincoln and Harrison Streets on
the north, Clinton Street on the south, 11th Avenue on the west, and 60th on the
east.

The surveys, which were conducted on March 26, 1985, were done in a “roadside
interview” format whereby the interviewers stopped selected motorists and asked
a series of questions. The questions were specific to the auto trip the motorists
were making at that exact time. There were six pieces of information the
interviewers set out to record. They first recorded the number of occupants in
the vehicle. They then determined the zone in which the trip was originated and
to where the person was headed. Then they determined if the occupant would
cross the Willamette River and if so what bridge they would use. Finally they
were asked how many times the trip was made in a week and if it was work
related. This information was then processed to determine a general overview to
the travel patterns and the traffic flows.

Once the information was processed and transferred to graphs, the surveyors
were able to determine what would work best in an alternative traffic
management plan. Specifically they were able to analyze the data and determine
what travel flows are most easily diverted, which flows may be difficult to divert,
and the overall volume of traffic.

From this data they then set out to plan specific traffic diversion projects. In

doing this they employed two guidelines that would guide the development of the

plan:

» The first is that an appropriate and convenient alternate route must be
available and should have sufficient capacity to accommodate the diverted
traffic.

» Secondly there must be adequate local access and circulation.

Using these guidelines, a plan that included six “traffic management program

alternatives” was written. Each of these alternatives was intended to address the

traffic problems in the corridor as established by the study. The alternatives were

written as follows:

1. Do nothing (intended for purposes of comparison).

2. Install traffic circles on Lincoln/Harrison (10 between 20th and 60th) and on
Clinton (11 between 12th and 50th).

3. Install median barriers on Ladd at Clay, on 20th at Harrison, on 17th at
Clinton, on 39th at Lincoln and at Clinton, on 50th at Clinton, and on 60th at
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Lincoln; remove signals at 39th/Lincoln and 39th/Clinton, and remove stop on
20th at Harrison

4. Combine alternatives 2 and 3.

5. Provide a single lane in each direction on Division from 60th to 82nd; convert
existing outside travel lanes to parking lanes.

6. Combine Alternatives 3 and 5.

A supplemental report was submitted in January of 1988 following a January 7th
City Council Hearing. Many people testified for and against the Division Corridor
Project. A summary of the recommended additions and changes follows:

» Eliminate the proposed median barrier at 50th and Clinton. Add a traffic
circle on Clinton at 47th Avenue.

» Add a traffic warning sign and light near 39th Avenue and Clinton to alert
northbound drivers of the upcoming traffic signal. Add programmed signal
heads on the Division signal so that it cannot be seen until the driver has
crossed Clinton Street.

» Start a public review process to consider a mandatory right turn from 3oth
Avenue southbound to Harrison westbound. An alternative semi diverter on
30th Avenue will also be considered.

» Aletter to the State Speed Control Board has been sent to request that traffic
speed zones on Lincoln, Clinton, and Harrison be reduced to 25 miles per
hour.

» Add a traffic circle at 515t and Lincoln, and half or split circles at the following

offset intersections:

South leg of 54th and Lincoln

North and south legs of 55th and Lincoln

North and south legs of 58th and Lincoln

Investigate a pedestrian crossing at 36t and Powell. The Bureau of Traffic

Management will investigate the crosswalk and prepare a report and

recommendation for City Council.

» Modity signal timing at 20th, Ladd and Division and add curb extensions
between Ladd and 20th Avenue.

» Initiate the Division Corridor Project shown in Figure one, with a six-month
test. A report and draft recommendation will be presented at a public
meeting at the conclusion of the test. A final recommendation will be
published after the meeting.

Regarding the six-month test, which was the last recommendation, questions
were raised concerning its duration, location and what it would analyze. It was
decided that the test would last six months and that temporary traffic devices
would be used to simulate permanent traffic control devices. Traffic volume and
speed data would be collected before and after each phase of the test. This would
allow each phase to be analyzed independently. Upon the conclusion of the
testing period the individual devices would be evaluated. A test evaluation was to
be published at the end of the six-month period. Following public meetings, a
final recommendation of the project was to be published.
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Hosford-Abernethy Neighborhood Action Plan, City of Portland,
Bureau of Planning - February 1988

This plan was adopted on February 10, 1988 as a guide for the neighborhood to
meet its development needs and priorities. Hosford-Abernethy (HAND) prides
itself on its community based directives and wishes to continue this sense of
community in years to come. HAND is a mix of residential, commercial and
industrial development each with its own unique needs and desires. This action
plan aims to meet these needs by representing each voice fairly and accurately.

The main objective of the transportation policy is to “encourage safe and efficient
use of the transportation network which minimizes negative traffic impact on
neighborhood livability and business operations.” The plan lists broad objectives
that outline future transportation development in the area.

» (learly define boundaries of the residential area by means of clear signage
and traffic management devices.

» Encourage the use of Powell, as designated in the Arterial Streets
Classification Policy, as the major east/west corridor while ensuring traffic
safety.

» Discourage commuter and truck traffic in the residentially zoned areas.

» Support access improvements to the I-5 freeway while limiting negative
impacts on the residential area.

» Limit the traffic and parking impacts of major new developments on both

industrial and residential areas.

Reduce the impact of truck traffic and loading on residentially zoned area.

Encourage businesses to provide transit incentives for employees.

Encourage improvements for pedestrian and bicycle movement.

Support the creation of a recreational trail along the river connecting Oaks

Park and the Hawthorne Bridge.

» Discourage on-street parking by commuters who work downtown.

Division Corridor Project Neighborhood Traffic Management Study
Supplemental Report, City of Portland, Office of Transportation -
January 1988

Division Corridor Project Neighborhood Traffic Management Study,
City of Portland, Office of Transportation - December 1987

Division Corridor Neighborhood Traffic Management Study, City of
Portland, Bureau of Transportation Planning and Finance - April
1986
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Inner Southeast Neighborhood Improvement Plan, Bureau of
Housing and Community Development - 1986

Division Vision Coalition

In January 2002, the Division Vision Coalition (DVC) formed in recognition of
the similar goals and objectives of multiple Division stakeholders, and the overlap
in activities being initiated. The coalition allows the community to better
coordinate volunteer efforts, pool resources, and access funding opportunities.
DVC brings together residents and business owners in the Richmond HAND, Mt.
Tabor, and South Tabor neighborhoods, the 7 Corners Localization Initiative, and
the Division Clinton Business Association. The coalition has organized the
neighborhood around the idea of a sustainable urban main street.

Division Planning and Policy Technical Memo Page 33
October 5, 2004



Appendix B: City and Metro Transportation Classifications

City of Portland Transportation Classifications

The aims to develop a “balanced, equitable, and efficient transportation system
that provides a range of transportation choices; reinforces the livability of
neighborhoods; supports a strong and diverse economy; reduces air, noise, and
water pollution; and lessens reliance on the automobile while maintaining
accessibility.” To accomplish these challenging goals, the City of Portland has
recognized several modal elements under its transportation policies. These
elements were recognized in order to distribute transportation benefits and
effects in an equitable manner for the diverse population of users.

The classifications in this section are representative of what is seen along SE
Division Street between 11th and 60th Avenues. Each policy element will be briefly
described as well as the corresponding classification descriptions.

The traffic classifications aim to maintain the traffic streets to support the
movement of vehicles for regional, interregional, interdistrict, and local trips.
The type of vehicle trips should correspond to the different classifications for
each named street. There are three classifications represented along Division
Street. They are Major City Traffic Street, Neighborhood Collectors, and Local
Service Traffic Streets.

= Major City Traffic Streets are to serve as the principal routes for traffic that
will have at least one trip end within a transportation district. They should
provide vehicle connections among the central city, regional centers, town
centers, industrial areas, and intermodal facilities.

= Neighborhood Collectors will serve as distributors of traffic from Major City
Traffic Streets to Local Service Streets and serve trips that start and end
within areas bounded by the Major City Traffic Streets. They will connect
neighborhoods to nearby centers, corridors, station communities, main
streets, and other nearby destinations.

= Local Service Traffic Streets distribute local traffic and provide access to local
residences or commercial uses. Auto-oriented land uses should be
discouraged from using these streets as primary access.

The goal of transit classifications is to maintain a system of transit streets that
will support the movement of transit vehicles for regional, interregional,
interdistrict, and local trips. Three transit classifications are represented along
Division Street. These are Major Transit Priority Streets, Transit Access Streets,
and Local Service Transit Streets

= Major Transit Priority Street provides high quality transit service that
connects to the central city and other regional and town centers and main
streets. Land uses along these streets should be transit-oriented. Auto-
oriented land uses are discouraged from locating on a Major Transit Priority
Street.
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= Transit Access Streets are intended for district-oriented transit that serves
main streets, neighborhood, and commercial, industrial and employment
areas. Pedestrian-oriented development in commercial and mixed-use areas
along these streets is encouraged.

= Local Service Transit Streets are intended to provide service to area residents
and adjacent commercial areas. Transit operations should give preference for
access to individual properties and to the needs of those property owners
along the street.

The Bicycle Classification aims to “maintain a system of bikeways to serve all
bicycle users and all types of bicycle trips.” Division Street has two
classifications, which are City Bikeways and Local Service Bikeways.

= City Bikeways serve the central city, regional and town centers, station
communities, and other employment, commercial, institutional, and
recreational destinations. Auto-oriented development should be discouraged
in these areas.

= Local Service Bikeways “serve local circulation needs for bicyclists and
provide access to adjacent properties.”

Pedestrian Classification will “maintain a system of pedestrianways to serve
many types of pedestrian trips, particularly those with a transportation function.”
Two classifications are represented along Divisions Street. They are City
Walkways and Local Service Walkways.

The purpose of the City Walkway is to provide safe, convenient, and attractive
pedestrian access to activities along major streets and to recreation and
institutions; provide access to neighborhoods; and provide access to transit.
These Walkways should serve areas with dense zoning, commercial areas, and
major destinations.

= Local Service Walkways aim to serve local circulation needs for pedestrians as
well as provide safe and convenient access to local destinations. These
Walkways are typically located in residential, commercial, or industrial areas
on Local Service Traffic Streets.

Freight Classification will maintain a system of truck streets and districts and
other freight facilities. Division Street includes three classifications. These are
Major Truck Streets, Minor Truck Streets, and Local Service Truck Streets.

=  Major Truck Streets serve truck trips with one or both trip endsin a
transportation district. The land use aspect encourages large numbers of
truck trips from inside and outside transportation districts to locate along
Major Truck Streets.

=  Minor Truck Streets serve truck trips with both trip ends in a transportation
district. These Streets discourage land uses that generate large numbers of
truck trips, such as regional truck terminals from locating on Minor Truck
Streets.
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= The Local Service Truck Streets serve local circulation, access, and service
requirements for truck movements. The land use element discourages a large
amount of truck trips.

The intent of the Emergency Response Classification is to provide a network of
streets to facilitate prompt emergency response. Two classifications are
represented along Division Street. These are the Major Emergency Response
Streets and the Minor Emergency Response Streets.

= The Major Emergency Response Streets will serve as the longer, most direct
legs of emergency response trips. Any roadway treatments should enhance
mobility for emergency response vehicles.

= The Minor Emergency Response Streets serve the shorter legs of the
emergency response trips.

The Street Design Classification identifies the preferred modal emphasis on
design improvements for regionally significant streets and special design
improvements for locally significant streets. Division Street includes four
classifications. They are Community Main Streets, Regional Corridors,
Community Corridors and Local Streets.

=  Community Main Streets should accommodate motor vehicle traffic as well as
include features that facilitate public transportation, bicycles, and
pedestrians. Development along these streets can be characterized as mixed
use and should be oriented toward the street.

= Regional Corridors include special amenities to balance motor vehicle traffic
with public transportation, bicycle and pedestrian travel. Development along
these corridors is characterized as higher density with multifamily units and
commercial development oriented toward the street.

= Community Corridors are also designed to include amenities to balance motor
vehicle traffic with public transportation, bicycle and pedestrian travel. The
land use element calls for multifamily and commercial development to be
oriented toward the street.

= Local Streets complement planned land uses and reduce dependence on
arterials for local circulation. Local Streets are not intended for trucks in
residential areas but in commercial and industrial areas are intended for local
circulation of trucks.

Metro’s Transportation Classifications

The Regional Transportation Plan (RTP) was updated in 2000 with the
assistance of state and local governments as well as citizens, community groups
and businesses. The purpose of the update was to address expected growth in
Portland while maintaining livability for the area. Specific issues were addressed
to meet the diversity of transportation needs within the Portland metropolitan
region.
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The specific transportation systems that are to be addressed in this brief are
Regional Street Design, Motor Vehicle, Public Transportation, Freight, Bicycle,
and Pedestrian. Each will be briefly described as they apply to the area along SE
Division Street between 11th and 60th Avenues.

The Regional Street Design should reflect the character and function of
surrounding land uses. It is intended to promote community livability by
balancing all modes of travel. The portion of Division Street included in this brief
includes two different classifications. They are Regional Boulevard and
Community Street.

= The Regional Boulevard has a mix of transportation modes, including bicycle,
pedestrian, public transit and automobile. They can also be characterized by
moderate vehicle speeds and typically four lanes of traffic.

= The Community Street is also designed for bicycle, pedestrian, public transit
and auto travel. They typically serve lower-density residential neighborhoods
as well as densely developed corridors and main streets.

The Regional Motor Vehicle Classification includes several different street
designs. Included along the Division Street Corridor are Major Arterials and
Minor Arterials.

= Major Arterials are intended to allow for “general mobility” within a given
area. Specifically, they should provide motor vehicle connections between the
central city, regional centers, industrial areas and intermodal facilities and
connect to principal arterial systems.

= Minor Arterials should support the principal and major arterial systems, but
are specifically intended for auto traffic at a community level.

The Public Transportation System is a regional network of public transit that
operates at intervals of 15 minutes or less all day. Along Division Street there are
two transportation classifications. These are Frequent Bus and Regional Bus.

= The Frequent Bus service runs every 10 minutes and includes “transit
preferential treatment.” This is characterized as reserved bus lanes and signal
preemption and enhanced passenger amenities along the corridor.

= The Regional Bus service is provided on most urban major streets. There is a
maximum frequency of 15 minutes and some transit preferential treatment at
high ridership locations.

The Regional Bicycle System allows for bicyclist mobility and accessibility to and
within the central city, regional center and town centers. The Division Street
Corridor includes three separate classifications: Regional Access Bikeway,
Regional Corridor and Community Connector.

= The Regional Access Bikeways focus on connectivity to and within the central
city, regional centers and town centers. These typically have a higher number
of bicyclists because they serve areas with higher population densities.

= The Regional Corridor Bikeways are used as longer routes that provide
connectivity between the central city, regional center and larger town centers.

Division Planning and Policy Technical Memo Page 37
October 5, 2004



= The Community Connector is meant to connect small town centers, main
streets, station areas, industrial areas and other regional attractions.

The Regional Pedestrian System aims to provide safe and convenient access to
pedestrian destinations. The Division Street Corridor has only one pedestrian
classification. It is the Transit/Mixed-use Corridor.

These are located along good-quality transit lines and are expected to generate
large amounts of foot traffic around commercial centers. The design should
include large sidewalks with buffers from the motor vehicle traffic. Street
crossings should also be present at 350-foot intervals.
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City of Portland's Transportation System Plan classifications for the Division Street Corridor

Emergency Street
Traffic Transit Bicycle Pedestrian | Freight Response Design
11th to 12th 11th to 33rd
(City Bikeway) (Regional
12th to 52nd Corridor)
Major (Local Service 33rd to 60th
Neighborhood | Transit Bikeway) Minor Major Emergency | (Community
Collector Priority 52nd to 6oth City Truck Response Main
Division | Street Street City Bikeway Walkway Street Street Street)
Transit Major Major Emergency
11th & Major City Access City City Truck Response Community
12th Traffic Street | Street Bikeway Walkway Street Street Corridor
Local
Transit Local Service
Local Service | Access Local Service Service Truck Minor Emergency
20th Traffic Street | Street Bikeway Walkway Street Response Street Local Street
Local
Transit Service
Local Service | Access City City Truck Minor Emergency
21st Traffic Street | Street Bikeway Walkway Street Response Street Local Street
Local
Neighborhood | Transit Service Major Emergency
Collector Access City City Truck Response
26th Street Street Bikeway Walkway Street Street Local Street
Local
Transit Service Minor Emergency
Local Service | Access Local Service City Truck Response
3oth Traffic Street | Street Bikeway Walkway Street Street Local Street
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Local
Transit Service Minor Emergency
Local Service | Access Local Service City Truck Response
33rd Traffic Street | Street Bikeway Walkway Street Street Local Street
Local Local
Service Local Service Minor Emergency
Local Service | Transit City Service Truck Response
34th Traffic Street | Street Bikeway Walkway Street Street Local Street
Transit Minor Major Emergency
Major City Access Local Service City Truck Response Regional
39th Traffic Street | Street Bikeway Walkway Street Street Corridor
Local Local
Service Local Service Minor Emergency
Local Service | Transit City Service Truck Response
41st Traffic Street | Street Bikeway Walkway Street Street Local Street
Major
Neighborhood | Transit Minor Major Emergency
Collector Priority Local Service City Truck Response Community
50th Street Street Bikeway Walkway Street Street Corridor
Local
Transit Local Service Minor Emergency
Local Service | Access City Service Truck Response
52nd Traffic Street | Street Bikeway Walkway Street Street Local Street
Local Local
Service Local Service Minor Emergency
Local Service | Transit Local Service Service Truck Response
59th Traffic Street | Street Bikeway Walkway Street Street Local Street
Local Local
Neighborhood | Service Service Minor Emergency
Collector Transit Local Service City Truck Response
60oth Street Street Bikeway Walkway Street Street Local Street
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Metro's Regional Transportation Plan Classifications for the Division Street Corridor

Regional
Street Motor Public
Design Vehicle Transportation | Freight Bicycle Pedestrian
System System System System System System
Community No No Regional Transit/Mixed-use
Division | Street Designation Frequent Bus Designation | Corridor Corridors
Regional
11th & Regional Minor No Access
12th Boulevard Arterial Regional Bus Designation | Bikeway No Designation
No No Community
26th No Designation | Designation Regional Bus Designation | Connector No Designation
No No No
3o0th No Designation | Designation Regional Bus Designation | Designation No Designation
Community Major No Regional Transit/Mixed-use
39th Street Arterial Regional Bus Designation | Corridor Corridors
No No No Transit/Mixed-use
50th No Designation | Designation Frequent Bus Designation | Designation Corridors
No No No No Community
52nd Designation Designation Designation Designation | Connector No Designation
No No No No
60th Designation Designation Regional Bus Designation | Designation No Designation
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Appendix C: Portland Zoning

The predominant zoning designations for the Division corridor are residential
and commercial. The following are characteristics for each of the zones that
occur in the study area.

Residential 1,000 zone (R1). The R1 zone is a medium density multi-
dwelling zone. It allows approximately 43 units per acre. Density may be as high
as 65 units per acre if amenity bonus provisions are used. Allowed housing is
characterized by one to four story buildings and a higher percentage of building
coverage than in the R2 zone. The major type of new housing development will
be multi-dwelling structures (condominiums and apartments), duplexes,
townhouses, and rowhouses. Generally, R1 zoning will be applied near
Neighborhood Collector and District Collector streets, and local streets adjacent
to commerecial areas and transit streets.

Residential 2,000 zone (R2). The R2 zone is a low density multi-dwelling
zone. It allows approximately 21.8 dwelling units per acre. Density may be as
high as 32 units per acre if amenity bonus provisions are used. Allowed housing
is characterized by one to three story buildings, but at a slightly larger amount of
building coverage than the R3 zone. The major types of new development will be
duplexes, townhouses, rowhouses and garden apartments. These housing types
are intended to be compatible with adjacent houses. Generally, R2 zoning will be
applied near Major City Traffic Streets, Neighborhood Collector and District
Collector streets, and local streets adjacent to commercial areas and transit
streets.

Neighborhood Commercial 2 (CN2)

The CN2 zone is intended for small commercial sites and areas in or near less
dense or developing residential neighborhoods. The emphasis of the zone is on
uses which will provide services for the nearby residential areas, and on other
uses which are small scale and have little impact. Uses are limited in intensity to
promote their local orientation and to limit adverse impacts on nearby residential
areas. Development is expected to be predominantly auto accommodating,
except where the site is adjacent to a transit street or in a Pedestrian District. The
development standards reflect that the site will generally be surrounded by more
spread out residential development.

Storefront Commercial (CS)

The CS zone is intended to preserve and enhance older commercial areas that
have a storefront character. The zone intends that new development in these
areas will be compatible with this desired character. The zone allows a full range
of retail, service and business uses with a local and regional market area.
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Industrial uses are allowed but are limited in size to avoid adverse effects
different in kind or amount than commercial uses and to ensure that they do not
dominate the character of the commercial area. The desired character includes
areas which are predominantly built-up, with buildings close to and oriented
towards the sidewalk especially at corners. Development is intended to be
pedestrian-oriented and buildings with a storefront character are encouraged.

General Commercial (CG)

The CG zone is intended to allow auto-accommodating commercial development
in areas already predominantly built in this manner and in most newer
commercial areas. The zone allows a full range of retail and service businesses
with a local or regional market. Industrial uses are allowed but are limited in size
to avoid adverse effects different in kind or amount than commercial uses and to
ensure that they do not dominate the character of the commercial area.
Development is expected to be generally auto-accommodating, except where the
site is adjacent to a transit street or in a Pedestrian District. The zone's
development standards promote attractive development, an open and pleasant
street appearance, and compatibility with adjacent residential areas.
Development is intended to be aesthetically pleasing for motorists, transit users,
pedestrians, and the businesses themselves.
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TECHNICAL MEMO: Multi-Modal Transportation and Urban Design Analysis

This memo is a key element of the Division Green Street / Main Street project. It outlines the existing
conditions related to multi-modal transportation issues, as well as urban design along the corridor.
This memo 1s divided into two main sections, accordingly: Multi-Modal Transportation Analysis and
Urban Design Analysis. The Division Street consulting team, with the assistance ot City of Portland
staft, prepared this memorandum in the Fall of 2004 through a combination of fieldwork and data

analysis.

Multi-Modal Transportation Analysis

Roadway Configuration

Southeast Division Street 1s
generally 36 feet from curb to curb.
During most of the day, in the oft-
peak volume period, the street has
one traffic lane in each direction
with parking allowed on both sides
of the street. During the peak
periods, from 7 to 9 AM, and 4 to 6
PM, on-street parking is generally
prohibited on one side of the street
(westbound 1n the AM and
eastbound in the PM) from 11" to
28" Place, providing an additional
trattic lane in the peak tflow
direction. The lack of full-time
parking restricts the ability to add
streetscape elements, such as curb
extensions, to the roadway.
However, there 1s ample oft-street
parking along Division St., with a
recent survey by Portland Oftice of
Transportation counting over 1100
public and private oft-street parking
spaces, dedicated mostly to private
businesses and residences There are
13 trattic signals in the study area,
located at 11", 12®, Orange, 17",
21, 26™, 28™ 34™ 39% 50T 5204
57" and 60™. The traffic signals at
28" and 57" are pedestrian-only

signals.

/ :
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Figure 1. Existing Street Cross-Section

West of 28" Place
) |
@ ol ® .
e ri = ==
12 7-8' 10-11" 10-11" 7-8' 12!
Sidewalk Parking Travel lane  Travel lane Parking Sidewalk

Zone Zone

Existing: Typically 36' curb to curb
East of 28th Place

Figure 2. Existing Street Cross-Section
East of 28" Place
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Division Green Street/Main Street Project

Traffic Volumes

Traffic counts were conducted along SE Division Street, just east of SE 31% Avenue, from Tuesday,
October 5 to Friday, October 8, 2004. The average daily tratfic volume (ADT) through this section
of Division 1s 13,800 vehicles per weekday. About 3.1 percent of the total tratfic consists of heavy
trucks and 1.4 percent consists of buses.

Figure 3 illustrates the average houtly counts. Two-way tratfic peaks at three points during the
weekday; between 7 AM and 8 AM, at about 12 PM, and between 4 PM and 5 PM. Two-way trattic
volumes are at their highest levels during the evening commute period, when almost 1,200 vehicles
per hour travel along Division. The morning and noon peak periods consist of about 950 and 900
vehicles, respectively, traveling through this section of Division.

As shown in Figure 3, trattic directionality changes throughout the weekday.

e During the morning peak period, 70 percent of the tratfic travels westbound and 30
percent travels eastbound.

e During the noon hour, traftic levels are somewhat balanced in each direction.

¢ During the evening peak period, 63 percent of the trattfic travels eastbound, and 37
percent travels westbound.

e Truck volumes are heaviest between 7 AM and 3 PM. During this eight-hour period,
hourly truck volumes range trom 30 to nearly 50 trucks per hour.

e According to the traffic counts, between 10 and 15 buses per hour travel along Division,
just east of SE 31st Avenue, between 7 AM and 6 PM.

Traffic counts were conducted on SE Division Street east of SE 24™ Avenue on December 2, 2004.
Trattic levels are slightly higher on the western portion of SE Division Street, with ADT reaching
15,000 vehicles each weekday. Trattic peaking is similar to that previously described, but peak hour
volumes are higher. For example, the two-way morning peak hour volumes are almost 1,100
vehicles per hour, with 850 vehicles or 77 percent of the vehicles traveling westbound. During the
noon hour, two-way trattic levels reach 940 vehicles per hour, with a pretty even distribution of
travel direction. During the evening commute period, two-way tratfic volumes reach 1,250 vehicles
per hour, with over 800 vehicles or 65 percent of the vehicles traveling eastbound.

During peak period, tratfic demands along SE Division Street are equal to and sometimes exceed
the roadway’s throughput capacity.
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Figure 3. Existing 24-Hour Traffic Flow Profiles

(Average Weekday Volumes along SE Division Street just east of SE 31st Avenue)
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Travel Speeds and Intersection Delay

To assess travel speeds and delays along SE Division Street, four travel time surveys were conducted
in both the westbound and eastbound directions and during both the morning and evening peak
periods between SE 9™ Avenue and SE 61" Avenue. The travel time surveys were conducted with one
vehicle consisting of a driver and a passenger who noted travel times between key intersections and
delays experienced at each intersection, between 7 AM and 9 AM and between 4 PM and 6 PM on
Wednesday, November 10, 2004. The results of the travel time surveys are included in the Appendix.

The travel time surveys showed that the average travel
speeds between SE. 617 Avenue and SE 9™ Avenue are:

e The AM peak period, westbound: 13 mph
e The AM peak period, eastbound: 16 mph.
e The PM peak period, eastbound: 13 mph.

e The PM peak period, westbound: 16 mph.

The slowest travel speeds occur near SE. 60™, 50®, 39",
20"/21%, and 12™ Avenues.

Westbound peak hour morning traffic at 12 St

SE Division Street has a 25 mph posted speed zone.
Vehicular travel speeds were recorded on a 24-hour basis at two locations on SE Division Street:
east of SE. 31* Avenue and west of SE 47" Avenue. Table 1 shows the results of the speed surveys.

Table 1. Recorded Travel Speeds

Location Direction 85th Percentile Percent over 25 Percent over 35
Speed mph mph

East of SE 31¢ Westbound 28 mph 38% 0.8%

Avenue Eastbound 29 mph 43% 1.2%

West of SE 47t Westbound 30 mph 64% 2.2%

Avenue Eastbound 29 mph 47% 1.5%

As shown in Table 1, the 85" percentile travel speeds (i.e., the speed at which 85% of motorists
travel at or below) on SE Division Street east of SE 31" Avenue is between 28 and 29 mph.
Between 38% and 43% of motorists traveling near SE 31% Avenue exceed the posted 25 mph speed
zone. Up to 1.2% of motorists travel more than 10 mph above the speed zone.

Travel speeds on the segment west of SE. 47" Avenue are higher. This segment of SE Division
Street includes few traffic controls and is straight. The 85™ percentile speeds are between 29 and 30
mph, but in the westbound direction, 64% of motorists exceed 25 mph and 2.2% ot motorists
exceed 35 mph.
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During the AM peak period and in the westbound direction, significant westbound delays (delays of
35 seconds or more) are experienced at the following intersections:

e SE 57th Avenue (47 seconds),

e SE 52nd Avenue (42 seconds),

e SE 39th Avenue (167 seconds),

e SE 34th Avenue (51 seconds), and
e SE 20"/21% Avenues (66 seconds).

During the AM peak period and in the eastbound direction, significant eastbound delays are
experienced at the following intersections:

e SE 11th Avenue (40 seconds)
e SE 20™/21% Avenues (38 seconds)

During the PM peak period and in the eastbound direction, significant eastbound delays are
experienced at:

e SE 12th Avenue (37 seconds),

e SE 20™/21% Avenues (35 seconds),
e SE 34" Avenue (43 seconds),

e SE 39" Avenue (121 seconds),

e SE50™ Avenue (83 seconds), and
e SE 52" Avenue (134 seconds).

During the PM peak period and in the westbound direction, significant westbound delays are
experienced at:

e SE 52nd Avenue (35 seconds),
e SE 39th Avenue (69 seconds),
e SE 28" Avenue (50 seconds), and
e SE 20™/21% Avenue (64 seconds).

The intersection delay results are included in the Appendix.
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Intersection Focus Areas

The tollowing seven signalized intersections along SE Division Street were evaluated for level-of-
service and traffic operational purposes: SE. 11", 12, 20™/Ladd, 217, 39", 50", and 60" Avenues, as
shown in Figure 4. The first three traffic study areas were chosen for the complexity of their
intersections and traffic interactions, 50" was chosen for its role as a Neighborhood Collector in
PDOT’s street hierarchy and the intersection geometry, and 60™ was chosen as one of the last

intersections within the study area.

QL —
=
<C [}
= 212
= e =
kel S
& 1L SR o
SE Division St . \ @ i
3|4 SE Division St g
|_- | | _
QO
=
< |
»
N
& 2
| | — <
0 <=
< S
e [Ye)
& SE Division St ] l
o 1Ll
5 . 6
S 5
©

Figure 4. Seven Study Intersections on Division Street
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11%/12 Avenues

] 2]

Both 11" and 12" Avenues are one-way streets
where they cross Division St. (Figure 5). 11"
Avenue experiences a great deal of southbound
traffic movements towards Powell Blvd.,
Milwaukie Avenue, and the Ross Island Bridge.
For cars heading westbound on Division, this
necessitates a left turn onto 11™ Avenue, which
contributes to travel delay. 12" Avenue
provides a northern route towards inner
southeast Portland. Since this is a transition Figure 5. Existing Lane Configuration and
area from the Central Fastside Industrial Traffic Control at 11t"/12t
Sanctuary, there are a large number of trucks

that pass through these intersections. Just

south of these intersections is the railroad line,
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the location of several social service providers. Figure 6. Existing AM Peak Hour Traffic
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20%/21°t Avenues

“Seven Corners” 1s a complicated intersection,
given the multiple signals and streets that
meet at Division Street (Figure 8), causing
complex transportation issues. The multiple
signals can lead to confusion among motorists
who are unfamiliar with the intersection and
cause them to run red lights. The short signal
timing and separate phasing of the north-
south signals at 20™ and 21* contribute to
trattic congestion at this intersection. Figures
9 and 10 dllustrate the existing AM and PM
peak hour traftic volumes at this intersection.

The location of the New Seasons parking lot
entrance creates problems for motorists trying
to enter and leave the parking lot. Accessing the
parking lot from the westbound direction on
Division Street requires a left turn, which causes
delay while backing up trattic into the
intersection. For motorists trying to leave the
parking lot and continue westbound, it can be
difticult, espectally in the evening travel time, to
tind a gap across the eastbound travel lanes.

The complicated layout of the intersection
interferes with the movement of bicyclists and
pedestrians as well. Pedestrians must cross
multiple crosswalks to travel through the
intersection. Pedestrians also have transit
choices at this intersection, and will often dart
trom one side of the street to the other trying
to catch etther the #10 or #4 bus. Bicyclists
traveling on the highly popular Ladd-Clinton
Street bikeway must zigzag from Ladd across
Division to 21%, a maneuver complicated by
the traffic volumes.
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39% Avenue

The intersection at 39" and Division Street is
a key problem (Figure 11). The lack of
protected turn signal phasing on Division is
one factor creating long traftic queues
extending several blocks in each direction
during the peak travel periods. The extended
waiting time at the intersection blocks
through tratfic movements. Travel time
testing also showed that through traftic
movements on Division Street were slowed
by vehicles making right turns in both the east
and westbound direction (Figures 12 and 13).

Other factors leading to vehicular queuing at
the intersection include vehicles turning right
across heavily used pedestrian crosswalks,
tight corner radi, narrow lanes, as well as the
effect of bus stops.

The # 4 bus on Division has more frequent
service than the # 10 (on Ladd/20th), and this
1s a major transfer point. Due to the narrow
travel lanes along Division Street, a stopped
bus will occupy both its lane and a portion of
the adjacent lane, blocking trattic and
preventing through movements.

The multiple bus routes increase the number
of pedestrians at this intersection. There is a
large number of pedestrians crossing the
intersection and there are often conflicts
between pedestrian movements and both
right and left turning vehicles. These conflicts
slow both pedestrian and traffic movement
through the intersection.
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50" Avenue

50™ Avenue is the next major traffic node
along Division Street (Figure 14) and it
experiences similar transportation issues as
the previous intersections.

A high percentage of truck tratfic uses this
route as a route between Hawthorne Blvd and
Powell Blvd. and the Ross Island Bridge.
Motorists who are trying to avoid using 39"
or 11™ Avenues may also choose this route
(Figures 15 and 16). Furthermore, some
traffic uses 52™ Avenue as the north-south
route to avoid the intersection at 50™ and
Division. In 1999 PDOT tigures showed that
2491 vehicles used 52™ versus 8614 using 50"
due to the signal at 527,

The intersection of 50™ Avenue and Division
Street supports two bus routes. The
interaction between buses and other auto
traftic can sometimes cause delays and back
ups for both modes. The presence of buses
also increases the number of pedestrians at
the intersection.

For pedestrians, this is one of the widest
intersections along the corridor, and crossing
the intersection sately during the signal cycle
can be difficult, especially for younger and
older pedestrians. There are also contlicts
between pedestrians crossing the wide
intersections and traftic that is attempting
right and left turning movements, slowing
down both modes.
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60" Avenue

The intersection at 60™ Avenue is unique,
since it serves as a gateway to Mt. Tabor park
and the neighborhoods to the north and east
of Division Street This intersection is also
one of the very few true signalized “I”
intersections along the study corridor, which
reduces the number of places where
pedestrians must cross trattic, as well as the
auto turning movements (Figure 17). Also,
60™ Avenue is only 26 feet curb to curb.

Bicyclists are more common through this
intersection than at some of the earlier
intersections. Bicyclists use 60" Avenue to
access Mt. Tabor park, as well as the bicycle
boulevard that begins on Lincoln Street, only a
tew blocks north of this intersection. The
presence of the bicycle shop at this intersection
also increases bicyclist activity in the area. Mt.
Tabor park 1s appealing to pedestrians of all
ages, and 60" Avenue is a popular entrance
point for pedestrians to the park.

For motorists, this intersection performs at a
high level. This is in part due to the geometry
of the intersection and the balanced use of all
the lanes (Figures 18 and 19).
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Overview of Analysis Methodologies

Transportation engineers have established six standards for measuring tratfic capacity of roadways at
intersections. The established standards are based on Level of Service (LOS) which are letter grades
similar in scale to school grades. These standards range trom LOS A, where traftic 1s relatively tree
tlowing, to LOS F, where the street system is totally saturated with trattic and movement is very
ditficult. Each standard is assoctated with a particular level-of-service, taking into consideration:

e travel speed,

e delay,

e frequency of interruptions in tratfic flow,
e relative freedom for traffic maneuvers,

e driving comfort,

e convenience, and

® operating cost.

Another method of evaluating how well a signalized intersection is operating is to compare trattic
volume demand to intersection capacity. This comparison 1s presented as a volume-to-capacity
(v/c) ratio. A v/c ratio between 0.0 and 1.0 indicates that volume is less than capacity. When the
v/c ratio is close to 0.0, traffic conditions are generally free flowing with little congestion and low
delays for most intersection movements. As the v/c ratio approaches 1.0, traffic becomes more
congested and unstable with longer delays. Although more capacity may be available, some vehicles
may have to wait through more than one green phase to get through the signal. Should a stall or
accident occur, very long delays and queues result. If the v/c ratio is over 1.0, the traffic volume
demand is greater than capacity, and almost all vehicles must wait through multiple signal cycles to
get through the intersection. The resulting congestion also atfects intersection operations in
subsequent hours.

The seven study intersections were evaluated using the methodology outlined in the 2000 Highway
Capacity Mannal (HCM)' prepared by the Transportation Research Board. Table 2 summarizes the
level of service criteria for signalized intersections.

! Highway Capacity Manual, Transportation Research Board, Washington DC, 2000.
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Table 2. Level of Service Criteria - Signalized Intersections

Level of Service Control Delay (seconds/vehicle)
<10

>10 and =20

>20 and =35

>35 and =55

>55 and <80
>80

Note: The LOS criteria are based on control delay, which includes initial deceleration delay, queue
move-up time, stopped delay, and final acceleration delay.

Source: Transportation Research Board, Highway Capacity Manual, 2000, p. 16-2.

ulluliwiielle=lp

The Synchro/SimTraffic analysis software package was used to evaluate intersection operations for
the signalized intersections along SE Division Street. Synchro is a macroscopic model similar to the
Highway Capacity Sottware (HCS), and like the HCS, 1s based on the 2000 Highway Capacity Manunal.
SimTraftic 1s a microscopic model that simulates individual vehicles using the corridor.

Inputs to Synchro/SimTraffic include turning movement volumes, vehicle types, lane
configurations, traffic signal phasing and timing, and posted speed limits. Synchro/SimTraffic can
be calibrated to replicate existing conditions by considering prevailing conditions such as vehicle
delays and queuing.

Analysis Results

During the AM peak period, six of the seven study intersections operate at LOS D or better, with
the intersection at SE. Division Street/SE 39" Avenue operating at LOS E. During the PM peak
period, tive of the study intersections operate at LOS D or better, with the intersections of SE
Division Street/SE 39" Avenue and SE Division Street/SE 50" Avenue operating at LOS E.

SimTraffic was used to estimate existing 95" percentile queue lengths: vehicle queues that are
exceeded only 5 percent of the time. These vehicle queue lengths are often used for design
purposes. Turning pockets are usually sized to accommodate the 95" percentile queue. Figure 20
documents existing 95" percentile queues at the seven study intersections.
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Table 3. Peak Hour Traffic Operations Summary

2004 Existing Conditions - AM Peak Hour

2004 Existing Conditions - PM Peak Hour

Intersection |Critical Approach/Movement | Delay (Seconds) | LOS | VIC Ratio Delay (Seconds) | LOS | VIC Ratio

1 SE Division Street @ SE 11th Avenue Overall Intersection 21 C 0.77 30 C 0.91
Eastbound Thru/Right 10 A 0.38 31 C 0.91

(Signalized) Westbound Left/Thru 25 C 0.83 31 C 0.77
Southbound Left/Thru/Right 21 C 0.50 29 C 0.84

2 SE Division Street @ SE 12th Avenue Overall Intersection 14 B 0.63 15 B 0.60
Eastbound Left/Thru 9 A 0.17 16 B 0.65

(Signalized) Westbound Thru/Right 11 B 0.83 12 B 0.56
Northbound Left/Thru/Right 20 B 0.65 15 B 0.48

3 SE Division Street @ SE 20th Ave/SE Ladd Ave. Overall Intersection 37 D 0.56 17 B 0.64
Eastbound Left/Thru 11 B 0.56 11 B 0.68

(Signalized) Westbound Thru/Right 1 A 0.75 1 A 0.34
Southbound Left/Right 29 C 0.43 38 D 0.64

Southeastbound Left/Right 34 C 0.31 67 E 0.81

4 SE Division Street @ SE 21st Avenue Overall Intersection 46 D 0.54 11 B 0.52
Eastbound Thru/Right 1 A 0.19 1 A 0.42

(Signalized) Westbound Left/Thru 57 E 0.92 25 C 0.78
Northbound Left/Right 84 F 0.96 37 D 0.67

5 SE Division Street @ SE 39th Avenue Overall Intersection 62 E 0.74 57 E 0.82
Eastbound Left 16 B 0.30 19 B 0.26

(Signalized) Eastbound Thru/Right 47 D 0.83 117 F 1.15
Westbound Left 15 B 0.10 24 C 0.32

Westbound Thru/Right 175 F 1.32 25 C 0.60

Northbound Left 39 D 0.69 65 E 0.65

Northbound Thru/Right 33 C 0.84 51 D 0.93

Southbound Left 33 C 0.49 53 D 0.74

Southbound Thru/Right 23 C 0.60 43 D 0.90

6 SE Division Street @ SE 50th Avenue Overall Intersection 25 (o] 0.63 58 E 0.73
Eastbound Left 10 B 0.02 8 A 0.04

(Signalized) Eastbound Thru/Right 13 B 0.42 72 E 0.99
Westbound Left 6 A 0.08 17 B 0.16

Westbound Thru/Right 15 B 0.79 18 B 0.44

Northbound Left 93 F 0.78 87 F 0.72

Northbound Thru/Right 36 D 0.75 57 E 0.84

Southbound Left 69 E 0.62 132 F 0.81

Southbound Thru/Right 22 C 0.28 43 D 0.72

7 SE Division Street @ SE 60th Avenue Overall Intersection 8 A 0.66 15 B 0.86
Eastbound Left/Thru 7 A 0.36 15 B 0.78

(Signalized) Westbound Thru 12 B 0.78 14 B 0.62
Westbound Right 1 A 0.38 1 A 0.22

Southbound Left/Right 15 B 0.52 23 C 0.73
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Pedestrian Environment

Among the most important elements of a vital main
street area is a strong, inviting pedestrian environment.
Walking 1s the main ingredient in making main streets
neighborhood oriented.

The sidewalks on Division Street provide a consistent
walking environment. The total sidewalk corridor width
is 12 feet on each side, with the Pedestrian Clear Zone
typically six to eight feet. The remaining space includes
two feet in the Frontage Zone and four feet in the
Furnishings Zone. The Furnishings Zone landscaping
varies considerably along the corridor, from nothing to
young trees to the new bioswale treatment at New
Seasons market. This is generally sufficient from 12" to
35" Streets; however, the lack of peak period parking (or
some other bufter, like a bioswale) to butter the sidewalk
area from tratfic impedes the walking experience.

Pedestrians have a number of easily accessible
destinations on Division Street Figure 21 illustrates the
large areas of commercial and open space that are within
easy walking distance of Division Street
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Figure 21. Pedestrian Attractors Near Division St
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However, there 1s a disconnect between these destinations and the pedestrian. Many of the
commercial nodes are readily accessible, yet there is no unifying feature that ties these nodes
together and encourages the pedestrian to continue down Division Street from one node to another.

Pedestrians have difficulty accessing schools and open spaces as well. With five schools located
adjacent to or on Division Street, the sense of being near a school should be stronger to the
pedestrian. Currently, the only way for pedestrians along Division Street to know they are near a
school 1s to notice the school zone traftic signs.

Pedestrian comfort and safety of crossing the street 1s another major issue. The lack of mature
street trees and additional greenery along the corridor detract tfrom pedestrian comfort. Signalized
crossings exist at 11™ and 12", Orange, 17%, 20™/21%, 26", 28" Place, 34™, 39", 50", 52*, 57" and
60™. In addition, marked crosswalks are located at 30", 31, 41, and 47™. Still, crossing Division
Street on foot 1s often challenging. This 1s particularly noticeable at “Seven Corners,” where
pedestrians must use multiple crosswalks to travel from one side of the street to the other. Another
particularly difficult stretch for pedestrians is between 30™ and 39", where the signal at 34" and the
crosswalks at 30™ and 31* provide the only marked crossings for a vital ten-block stretch of Division
Street.

The number of pedestrians at study area intersections was counted in October 2004 between 7 and 9
AM and between 4 and 6 PM. Table 4 summarizes the pedestrian counts.

Table 4. Pedestrian Counts

2004 Existing Conditions - AM Peak Hour 2004 Existing Conditions - AM Peak Hour

Intersection |Sidewalk Direction 7:00 -8:00 AM [ 8:00 -9:00 AM| 7:00 -9:00 AM | 4:00-5:00 PM | 5:00-6:00PM | 4:00-6:00 PM
1 SE Division Street @ SE 11th Avenue Southbound 4 18 22 15 7 22
Westbound 1 1 2 7 7 14
Count Date: 10/6/04 Northbound 2 7 9 2 8 10
Eastbound 8 7 15 6 10 16
2 SE Division Street @ SE 12th Avenue Southbound 16 9 25 9 9 18
Westbound 5 4 9 10 3 13
Count Date: 10/7/04 Northbound 5 13 18 6 14 20
Eastbound 8 11 19 15 28 43
3/4 SE Division St. @ SE 20th Ave/ Southbound 8 12 20 30 20 50
SE 21st Ave/SE Ladd Ave. Westbound 4 8 12 14 10 24
Northbound 2 3 5 13 10 23
Count Date: 10/12/04 Eastbound 8 24 32 37 25 62
Southeastbound 6 20 26 16 18 34
5 SE Division Street @ SE 39th Avenue Southbound 33 12 45 36 45 81
Westbound 9 5 14 10 5 15
Count Date: 10/7/04 AM, 10/13/04 PM Northbound 5 6 11 19 11 30
Eastbound 9 7 16 30 27 57
6 SE Division Street @ SE 50th Avenue Southbound 10 20 30 11 8 19
Westbound 13 21 34 13 9 22
Count Date: 10/6/04 AM, 10/7/04 PM Northbound 12 21 33 10 8 18
Eastbound 9 14 23 11 3 14
7 SE Division Street @ SE 60th Avenue Southbound 7 4 11 2 2 4
Westbound 5 10 15 3 5 8
Count Date: 10/6/04 AM, 10/13/04 PM Northbound 0 0 0 0 1 1
Eastbound 6 5 11 10 1 11

As shown in Table 4, pedestrian volumes are substantial at most of the study intersections, with the
highest volumes experienced at SE 20", 21*, Ladd Avenues and at SE. 39" Avenue.

The Synchro/SimTraffic model can be used to predict the availability of gaps in the traffic stream to
enable pedestrians to cross from one side of Division to the other side. Based on existing
conditions (l.e., tratfic volumes, tratfic signal locations, trattic signal phasing and timing),
observations were made to estimate the tfrequency of adequate gaps to enable pedestrians to cross
Division in the most heavy pedestrian area, between SE 34™ and 39" Avenues. The SimTraffic
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model simulation was observed at a midpoint between these streets and it was assumed that about
eight seconds would be needed by a pedestrian to adequately cross Division.

Based upon SimTraftic’s traftic simulation, it 1s estimated that adequate gaps are available an average
of once every 25 seconds during the AM peak hour and once about every 35 seconds during the PM
peak hour. During these periods, it may take more than a minute for an adequate gap to appear,
however, and several gaps sometimes appear in succession.

School Zones

There are four school zones on Division Street that cover the five schools on Division Street, which
are, from east to west: Atkinson, Franklin, Richmond, Hostord, and Abernethy. School zone signing
and markings are currently being upgraded to reflect recent school zone legislation. The upgrade
project is in the final stage ot completion.

Alta Planning + Design 18 December 22, 2004



TECHNICAL MEMO: Multi-Modal Transportation and Urban Design Analysis

Transit

Eight transit lines run along or across Division Street
within the study area. The main line along the street 1s
the #4 bus line, which runs from the city center across
the Hawthorne Bridge and onto Division Street near 7.
The line continues on Division Street to the Gresham
Transit Center. The #4 line 1s a frequent service line with
buses running every 15 minutes or better during the day,
every day. Additional lines that intersect Division in the
study area are shown in Figure 22 below.

Pedestrian walking to transit

. . ) ® Busstops
T 111 ¥ 1111 I 11
L] “i‘i LT EEL | Bus Route Number
N

Figure 22. Bus Lines and Stops Near Division Street

The most heavily used bus stops along the corridor occur at 12%, with 362 average boardings per
day; and 39", with 486 average boardings per day. At the “Seven Corners” (Ladd/20™/21%)
intersection, pedestrians waiting for a downtown bus may choose between the #4 or #10, and dash
across Ladd Avenue when they see a #10 bus approaching. The intersection at 39™ has been
identified as a problem by residents, where tratfic backs up on Division for several blocks in each
direction during peak hour travel time, which is impacted by and affects the transit routes along 39™
and Diviston.
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The 2000 US Census results (see Table 3) indicate that over 18% of the population who live within

the eight census tracts that encompass the study corridor use transit as their primary mode of
transportation to work. An additional 4.5% bike and a further 3.9% walk to work. With the
addition of the 4.5% of the people who work at home, this means that over 30% of the population
living within the immediate area of Division Street regularly get to work without driving their car.

Table 5. Commute to Work Data for Division Street Corridor and City of Portland

Total [Car, Truck or Van | Public Transit [ Bicycle Walk Home
Division St. Total 13692 9260 2482 621 532 626
Division St. Percent 67.63% 18.13% 4.54% 3.89% 4.57%
Citywide Total 270996 204688 33410 4775 14192 11780
Citywide Percent 75.53% 12.33% 1.76% 5.24% 4.35%

Source: US Census Bureau, SF3, Table P30
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Bicycles

Division Street has no dedicated bikeway facilities west of SE 52™ while east of 52™ Division Street is
designated as a city bikeway. The City’s Bicycle Master Plan identities Clinton and Lincoln Streets as
the primary bikeways in the area. Additional north-south bicycle boulevards that cross Division
include: SE. Ladd, SE 26", SE 34", SE. 41, and SE 45" Ave as shown in Figure 23.
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Bike Boulevard, Active

Bike Boulevard, Planned
Bike Boulevard, Recommended

—— Bike Lane, Active
—— Bike Lane, Planned

Eike Lane, Recommended
—— Signed Connection, Active

Figure 23: Division Area Bikeways

This does not mean that bicyclists are absent from Division Street. From 11™-20™, bicyclists flow
through in a rather chaotic fashion trying to access the Springwater Corridor and Willamette
Greenway Trail. Further east, bicyclists traveling the popular
Ladd-Clinton St bikeway play leaptrog with cars and buses.

Furthermore, there are a number of businesses on Division
Street that appeal to people who rely on a bicycle as their main
torm of transportation, indicating a need for adequate bicycle
parking.

The provision of bicycle parking on Division Street occurs in
two ways. When properties are redeveloped, the owner is :
responsible for installing bicycle parking, and many property Bicycle parking outside Division St business
owners are creating eftfective, usable bicycle parking, as shown in

the picture above. The city also provides bicycle parking in the furnishings zone near popular
destinations such as coftee shops (Red and Black, Stumptown) and book stores (Laughing Horse

Books).
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Urban Design Analysis

Land Use & Zoning

The Bureau of Planning (BOP) s currently conducting a Commercial Corridors Project to compile
baseline information on Portland’s commercial streets. SE Division Street s divided into three
separate segments identified by the BOP:

e  from intermittently commercial (SE 12" — SE, 29™),
e  to more continuously commercial (SE 29" — SE, 42",
e to intermittently commercial again (SE 42 — SE 68™).

From this analysis, the BOP highlighted similarities and differences among the segments. The main
similarity 1s the lack of very large commercial lots (> 20,000 square feet) along SE Division Street
Differences include:

¢  The middle segment (SE 29" _SE 42nd) has a much smaller average square foot lot size, and
significantly more commercially zoned lots when compared with the other two segments.

e The westernmost and middle segments have very low lot vacancy rates compared to the
easternmost segment and citywide commercial corridor averages.

The land use pattern 1s a mix of low to medium density residential, commercial, and some oftice
uses. While the commercial uses are predominately retail and restaurant, there are pockets of light
industrial. Auto mechanic shops make up the majority of the light industrial uses. Single family
detached housing is interspersed with low-rise (1-2 story) multi-family housing. Considering the mix
of uses, there are relatively few mixed-use buildings along the corridor. Aside from nearby schools
located within the corridor, there is no direct access to designated open space along Division Street
until Clinton Park, between 55™ and 56™ Avenue.

A discussion of land use and zoning is a complicated question for Division Street There are a small
number of current land uses along Division Street that are non-conforming uses based on the
zoning code. The land uses in the study area and actual zoned activities are shown in Figure 24.
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Figure 24: Land Use and Zoning Along Division Street Corridor

November 19, 2004
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Redevelopment Potential

The Bureau of Planning’s Commercial Corridor study led
to several conclusions about the redevelopment potential
of SE Division Street

e SE 12" _ SE 29" Commercial zoning is
predominantly neighborhood commercial. In this
segment, commercial lot utilization 1s above
average; however, multi-family lot utilization
indicates that reuse/redevelopment allowed by
zoning has not yet occurred.

e SE 29" _ SE 42" This segment has a slightly
higher business density than the other two

Vacant building along SE Division St

sections; however, commercial lot utilization i1s below average. The commercial zoning is a

mix of storefront, mixed, and neighborhood commercial.

e SE 42" _SE 68" : The commercial zoning is predominantly storefront commercial. The
utilization rates for commercial and multi-family lots indicate that reuse/redevelopment

allowed by zoning has not yet occurred.
Commercial and Residential Types

Commercial/office buildings are predominately single
story, with a brick or stucco finish or converted single
family structures. In some areas (Seven Corners, 30"
Avenue, 34™ Avenue) anchor grocery stores or clusters of
new commercial businesses are contributing to successful
commercial nodes. These nodes of commercial success
are resulting in a livelier street atmosphere, as they are
hubs of pedestrian activity throughout the day. Clusters
of vacated buildings and poor quality renovations detract
trom the streetscape atmosphere; however, they also
show promise for redevelopment.

While commercial/office redevelopment is happening
along Division Street, residential redevelopment is slow
to follow. Single family detached houses are a mixture of
pre-1940’s bungalows, Victorian-style homes,
tarmhouses, and recent rowhouses. Conditions range
from well maintained to vacant and boarded up. Multi-
tamily housing 1s predominately a mixture of 1-2 story
ranch apartments. Most of the multi-family housing 1s
set back from the street with parking in front.

There are a number of commercial and residential
properties that appear on the City’s Historic Resource

Predominant housing style along Division
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Inventory list as historically significant properties along Division Street. Many of the identified
residential properties were built around the turn of the last century, while the commercial properties
include the old Ford Motor Assembly Plant at 11" and Division, and the Oregon Theater at 35" and

Division.

Streetscape Character

Architecture

Architecture can assist in creating a successful streetscape.
Buildings that host a successtul business, and also enhance
the atmosphere of the streetscape, are a benetfit to their
customers and community. Exemplary commercial/office
buildings:

e form a defined edge to the sidewalk (streetwall),

® create a transition zone between public and
private space,

e provide opportunities for seating or gathering,
have a transparent quality, and

e provide a visual complexity to the streetscape
without contributing to visual chaos.

There are many examples of successful commercial/office
buildings along Division Street.

Among the less successtul commercial businesses are some
of the postwar buildings that are set back from the street,
behind parking. This setback results in a separation of
businesses from pedestrian traftic. In addition, these
buildings are not complementary to the more historic
commerctal buildings that abut the right-of-way, providing a
consistent streetwall. In many of the pre-1940 buildings
along Division Street, windows have been converted to
walls. This results in a lack of transparency, which can
greatly atfect the streetscape atmosphere. Solid walls and
doors also eliminate the benefit of the transition zone
between building and public right of way. Patchwork
renovations add to chaos, resulting in a street that appears
disorganized.

Built and Green Infrastructure

The infrastructure beyond the buildings: sidewalks, road,

Red and Black café, a successful Division St.
commercial space

Powerlines along the corridor without landscaping

utilities, and landscaping, is equally crucial to the success of the streetscape. Visual order and
interest, physical comfort and satety, and a diversity of spaces that provide multiple uses are all
indicators of great streets. There are several successtul examples of this along Division Street. New
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Seasons Market provides outdoor seating and a landscape strip that butters the pedestrian and treats
stormwater. Curb extensions between 30" and 32 Avenue provide safer pedestrian crossings.
Quality renovations to buildings - such as the building that houses Lauro and Stumptown Roasting,
with an upgraded parking lot that meets BES stormwater standards - provides the look of a garden
courtyard, rather than a parking lot.

Along Division, there are many infrastructure elements detracting from visual interest and order.
Powerlines dominate the entire length of the corridor. An inconsistent tree canopy and landscape
plantings also detract from order and interest. Throughout the corridor, the only street furnishings,
other than bus shelters and facilities, are associated with private businesses.

On streets with commercial destinations and high transit use, pedestrian safety 1s crucial. Marked
pedestrian crossings along Division Street are at major intersections and school crossings.

Separation from traffic - through consistent landscaping, furnishings, or lighting treatments within
the furnishing zone - would also enhance pedestrian comfort. East of 28™ Place, pedestrians are
buffered from traffic by parked cars, but only during off-peak hours west of 28" Place. Overhead
powerlines, driveway curb cuts, and lack of consistent and appropriate tree canopy can diminish the
pedestrian experience. However, Friends of Trees has assisted property owners with tree plantings
over the last several years, and there are some new trees along the street. In higher pedestrian activity
areas, such as commercial/office nodes and major intersections, the landscape strip is typically
replaced with paved sidewalks to provide additional space for pedestrian movement.

Urban Design Focus Areas

The BOP, with advice from the Division Green Street/Main Street CWG, has selected four focus
areas for urban design analysis. These areas were selected because they represent the mix of building
types and building scales found along the corridor, provide opportunities for green infrastructure,
contain a mix of commercial and residential uses, and provide opportunities to both enhance these
specific nodes and to create examples for the remainder of the street as it changes over time. The
tour selected areas are:

o 11" t0 13™

o 24™to 27"
o 41%to 44™
o 48" to 50"
1h[-13th” [N\ 24th +27th M st~ \44th T 48th=50th
. R g

Figure 25. Urban Design Focus Areas
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11" to 13 Avenue

This area 1s a transition zone between the Central Fastside Industrial Sanctuary to the Hosford-
Abernethy Neighborhood. From 11"-13" Avenue, the area is a mix of light industrial and
commercial uses with some office uses. After 13™ Avenue, the area quickly transitions into a
residential area with a neighborhood feel.

With daily traftic volumes of approximately 14,000 vehicles, the high tratfic volume and its
assoclated noise are problems for the pedestrian environment in this area. The lack of landscaping
and setback buildings around the 12" Avenue intersection creates a bleak urban landscape. The
recently renovated commercial and oftice buildings, with assoctated landscape improvements, on the
NE corners of 11" and 12" Avenue have improved the pedestrian vitality of this area.

Opportunities

hvizien

* Potential gateway site The well-defined streetwall at the 11" Avenue
;—gf’ Increased neighborhood connections intersection creates an opportunity for a gateway

to Division Street. Elliott Avenue presents an
opportunity for a gateway treatment into Ladd’s
Addition and a stronger connection to the open
space at the Abernethy School and the Ladd’s
Addition Rose Gardens.

Opportunities for redevelopment are centered at the 12 Avenue intersection. Surrounding the
other three corners of the intersection are commercial businesses and office space with front parking
lots. These sites offer both redevelopment potential and the opportunity to create the feeling of a
plaza entry to Division Street. At the corner of 13" Avenue and Division is an existing residential
lot, with no residence.
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Opportunity for gateway at 11 Avenue Opportunity site at Division and 12t Creative Center opportunity site at 12t

Within the underutilized right-of way at the intersection of Elliott, 12™ Avenue, and Division Street,
there is an opportunity to integrate stormwater management with an enhanced pedestrian space.
There are opportunities throughout this stretch of Division Street to enhance the right-of-way
through landscaping, stormwater management features, and other street furnishings.

24 to 27" Avenue

The commercial development in this node is not experiencing
the renovations assoctated with other nodes along Division
Street. This may be due to the limitations of existing residential
zoning (R1). From 24™ Avenue, heading Fast, the area quickly
transitions from residential to commercial only between 25"
and 26™ Avenue, and then back to residential with interspersed
commercial between 26™ and 27™ Avenue. The commercial
businesses consist of a leather shop, tavern, convenience store,
auto mechanic shop, and a retail craft shop. 26™ Avenue
connects to the successful Clinton Street commercial area, just
two blocks South of the Division Street intersection. The 24" and Division
residential area 1s predominately single family detached housing,

with the exception of the Hazelwood Manor Apartments

located on the NE corner of the 26™/Division intersection.

The area between 25™ and 26™ Avenues is a bleak urban landscape due to the lack of landscaping,
building setbacks, a billboard, and parking lots at the 26™ Avenue intersection. The Clay Rabbit
House on the SE corner is a well-kept residence/commercial space with attractive landscaping.
Between 24™ and 26" Avenues, there is a negative impact from the poor upkeep and renovations of
several of the commercial and residential buildings.
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Opportunities
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There 1s an opportunity to build on the success of the
Clinton Street area by visually connecting the two nodes.
This connection could occur through consistent
streetscape treatment or a gateway.

The West side of the 26" Avenue intersection could be
enhanced through site renovation or redevelopment to
restore the streetwall. Redevelopment sites between 25"
and 26™ Avenues offer potential for medium density
housing, new commercial or mixed-use development, or
small public spaces. There are opportunities to renovate
existing businesses to improve transparency to the street
and increase pedestrian safety.

There are opportunities throughout this stretch of
Division to enhance the right-ot-way and create more
pedestrian-friendly spaces through landscaping,
stormwater management features, and other street
turnishings.

41° to 44™" Avenue

Opportunities at 26

This area along Division Street 1s also a mix of

commercial /office and residential uses, with the addition

of a large community service building. Commercial uses anchor each corner at the 41
Avenue/Division Street intersection, with the exception of a parking lot servicing the Maytag shop
on the NW corner. Heading Fast, toward 42™, the area is predominately commercial, with a few
residences. At 42™ Avenue, there is a curve in the roadway, creating a lot of underutilized right-of-
way. Cascadia, a large community service building on the SW corner of Division and 42" Avenue,
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has a parking lot on the South and West sides of the building. From 42" Avenue East, the area is an
eclectic mix of commercial, light industrial, and residential uses.

Expanses of asphalt in this area are a result of surface parking, vacant lots, underutilized right-ot-
way, and a lack of trees and landscaping. The more recent three-story mixed-use development
between 41% and 42™ Avenue has added some needed vitality to this area. There is an underutilized
and outdated commercial building with front parking, tucked away at the NW corner of 42" Avenue
and Diviston Street. The three-story Cascadia building, while offering an important community
service, lacks windows along the Division Street side.

Opportunities

There i1s enormous potential to provide a significant
community landscape in the excess right-of-way within
the 42" Avenue curve. Some of the potential
opportunities for this space include:

e ccological benefit through stormwater
management and greenspace,

e 2 community gathering space, and
e jsafer connection to the Richmond School.

Several opportunities for additional infill include
underutilized parking areas and vacant lots. The best Businesses tucked behind curve at 42nd
opportunity sites for infill include the parking lot at

Maytag, the commercial building and parking lot on the

NW corner of 42" Avenue and Division Street, and the vacant lot on the NW corner of 44™ Avenue
and Division Street.

All cross-streets contain a significantly larger sidewalk right-ot-way (15-20 feet), and ofter potential
tor businesses and residences to increase the vitality of their properties. Along this entire stretch of
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Division, there are opportunities to enhance the right-of-way through landscaping, stormwater
management features, and other street furnishings.

48 to 50" Avenue

With the exception of one house, this stretch of Division
consists of commercial/office and light industrial uses. A
wine shop, juggling shop, bakery, tavern, quilt shop, bird-
bath store, and auto mechanic make up part of the eclectic
mix of businesses. With a few exceptions, the buildings are
predominately one-story. Surface parking is concentrated at
the 48™ and 50™ Avenue intersections. 50™ Avenue is a
North/South arterial; as a result, this intersection
accommodates high-volumes of trattic in all directions.

While some of the buildings have been renovated, some
are in obvious disrepair or have made renovations that
distract from the historical integrity of the building.
Vacant lots, a billboard, and surface parking impact the
vitality of this area. The 50" Avenue intersection with a
large paved right-of-way due to the off-set of 50" north
and south of Division Street, two corners of surface
parking, and one vacant lot is particularly bleak.
Pedestrians lack separation from the high volume of
traffic due to narrow sidewalks on the southeast side, the
lack of on-street parking in places, and the lack of street
trees and other buffers between the pedestrian and the
road. There are no opportunities for outdoor seating or
gathering. There is an absence of street trees and site Former bakery at 50th and Division
turnishings to enhance the pedestrian experience along

this three-block stretch.

Opportunities

Due to the high traffic volume at the 50" Avenue/ Division Street intersection, this is another
logical location for a gateway treatment.

Vacant lots and surface parking at 50" Avenue offer potential for commercial redevelopment with a
stronger orientation to the intersection. Potential infill sites between 48" and 49™ are the vacant 47"
Food Mart site, the residential site, and two small front parking lots assoctated with existing businesses.
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Throughout the entire length of Division, this stretch has
the most consistent streetwall adjacent to the sidewalk.
Renovation of existing sites and redevelopment of vacant
sites will further enhance the commercial vitality and
pedestrian experience in this area. Buildings that properly
address the street and provide windows will also add to a
more vibrant streetscape.

Opportunities to further improve this commercial node
and enhance pedestrian experience occur through
landscaping, stormwater management features, street
turnishings, and off-street gathering spaces.
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Vacant property near 47th on Division

Elements absent from Division Street are public and private pedestrian areas away from the street.
Many of the vacant lots and parking lots ofter opportunities for courtyards, gardens, pocket parks,
or plazas that can provide vital community gathering space and needed pedestrian space.
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Appendix

| Division Street Corridor - 11th Avenue to 60th Avenue (Eastbound)

Travel Time Limits: Division Street - 11th Avenue to 60th Avenue
Direction: Eastbound
Date: 11/10/2004
Time Period: Wednesday AM Peak Period (7-9 AM)
Travel Time (Seconds)
Measurement Points Distance . . . .
(Measure @ Centerline of Roadway) (Feet) 710 735 5:05 8:30 Avg.
SE 9th Avenue - - - - - -
SE 11th Avenue 355 60 10 60 58 47
SE 12th Avenue 240 8 7 16 10 10
SE Orange Avenue 430 16 18 16 16 17
SE 17th Avenue 875 18 34 40 43 34
SE 20th/ SE 21st Avenue 900 37 70 72 71 63
SE 26th Avenue 1425 62 33 40 37 43
SE 28th Avenue 750 23 29 24 20 24
SE 34th Avenue 1830 46 66 52 55 55
SE 39th Avenue 1755 69 88 95 95 87
SE 50th Avenue 3070 83 92 82 106 91
SE 52nd Avenue 505 16 43 17 39 29
SE 57th Avenue 1055 28 32 56 48 M
SE 60th Avenue 820 23 52 54 43 43
Total Run Sum. 14010 489 574 624 641 582
Individual Intersection Delay (Seconds)
Measurement Points Distance
(Measure @ Centerline of Roadway) (Feet) 7:10 7:35 8:05 8:30 Avg.
SE 9th Avenue - - - - - -
SE 11th Avenue 355 40 - 40 40 40
SE 12th Avenue 240 - - - - -
SE Orange Avenue 430 - - - - -
SE 17th Avenue 875 - 10 14 23 16
SE 20th/ SE 21st Avenue 900 15 47 46 45 38
SE 26th Avenue 1425 - - - - -
SE 28th Avenue 750 - - - - -
SE 34th Avenue 1830 - - = 5 5
SE 39th Avenue 1755 23 27 45 43 35
SE 50th Avenue 3070 - - - 25 25
SE 52nd Avenue 505 5 27 = 22 25
SE 57th Avenue 1055 - - 20 13 17
SE 60th Avenue 820 - 23 24 - 24
Total Run Sum. 14010 78 134 189 216 154
Speed (Mph)
Measurement Points Distance . . . .
(Measure at Centerline of Roadway) (Feet) 7:10 (e 8:05 8:30 Avg.
SE 9th Avenue - - - - - -
SE 11th Avenue 355 4 24 4 4 5
SE 12th Avenue 240 20 23 10 16 16
SE Orange Avenue 430 18 16 18 18 18
SE 17th Avenue 875 33 18 15 14 18
SE 20th/ SE 21st Avenue 900 17 9 9 9 10
SE 26th Avenue 1425 16 29 24 26 23
SE 28th Avenue 750 22 18 21 26 21
SE 34th Avenue 1830 27 19 24 23 23
SE 39th Avenue 1795 17 14 13 13 14
SE 50th Avenue 3070 25 23 25 20 23
SE 52nd Avenue 505 21 8 20 9 12
SE 57th Avenue 1055 26 22 13 15 18
SE 60th Avenue 820 24 11 10 13 13
Total Run Sum. 14010 19 17 15 15 16

Notes:

-The average Travel Times, Intersection Delay, and Speeds are summarized in the Tables above.

-Traffic had issues with buses, especially in 4 lane section when bus takes up both directional lanes.
-Three school zones along corridor with flashing lights warning of slower speeds.

-No major Eastbound congestion issues during AM peak period except near school zones.

-School congestion during end of AM peak period near Atkinson Elementary School (East end of corridor).
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Division Street Corridor - 11th Avenue to 60th Avenue (Westbound)

Travel Time Limits:
Direction:

Date:

Time Period:

Division Street - 11th Avenue to 60th Avenue
Westbound

11/10/2004

Wednesday AM Peak Period (7-9 AM)

Travel Time (Seconds)
Measurement Points Distance . . . .
(Measure @ Centerline of Roadway) (Feet) 7:20 7:48 8:20 8:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 10 26 35 65 34
SE 57th Avenue 820 21 28 30 102 45
SE 52nd Avenue 1055 27 96 40 70 58
SE 50th Avenue 505 39 25 20 50 34
SE 39th Avenue 3070 219 322 140 261 236
SE 34th Avenue 1755 115 71 52 51 72
SE 28th Avenue 1830 63 56 58 46 56
SE 26th Avenue 750 31 51 48 20 38
SE 20th/ SE 21st Avenue 1425 77 115 37 35 66
SE 17th Avenue 900 25 25 32 25 27
SE Orange Avenue 875 19 20 26 20 21
SE 12th Avenue 430 29 25 35 23 28
SE 11th Avenue 240 10 14 9 8 10
Total Run Sum. 14005 685 874 562 776 724
Individual Intersection Delay (Seconds)
Measurement Points Distance
(Measure @ Centerline of Roadway) (Feet) 7:20 7:48 8:20 8:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 - 14 25 57 32
SE 57th Avenue 820 - - - 47 47
SE 52nd Avenue 1055 - 75 7 45 42
SE 50th Avenue 505 31 10 - 35 25
SE 39th Avenue 3070 164 277 60 165 167
SE 34th Avenue 1755 71 30 - - 51
SE 28th Avenue 1830 - - - - -
SE 26th Avenue 750 - 25 28 - 27
SE 20th/ SE 21st Avenue 1425 42 90 - - 66
SE 17th Avenue 900 - - - - -
SE Orange Avenue 875 - - - - -
SE 12th Avenue 430 17 15 27 - 20
SE 11th Avenue 240 - 7 - - 7
Total Run Sum. 14005 325 543 147 349 341
Speed (Mph)
Measurement Points Distance
(Measure at Centerline of Roadway) (Feet) 7:20 7:48 8:20 8:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 24 9 7 4 7
SE 57th Avenue 820 27 20 19 5 12
SE 52nd Avenue 1055 27 7 18 10 12
SE 50th Avenue 505 9 14 17 7 10
SE 39th Avenue 3070 10 6 15 8 9
SE 34th Avenue 1755 10 17 23 23 17
SE 28th Avenue 1830 20 22 21 27 22
SE 26th Avenue 750 16 10 11 26 14
SE 20th/ SE 21st Avenue 1425 13 8 26 28 15
SE 17th Avenue 900 24 24 19 24 23
SE Orange Avenue 875 31 30 23 30 28
SE 12th Avenue 430 10 12 8 13 10
SE 11th Avenue 240 16 12 18 20 16
Total Run Sum. 14005 14 11 17 12 13

Notes:

-The average Travel Times, Intersection Delay, and Speeds are summarized in the Tables above.
-Traffic had issues with buses, especially in 4 lane section when bus takes up both directional lanes.

-Three school zones along corridor with flashing lights warning of slower speeds.
-Major westbound congestion issue at SE 39th Street during AM peak period. Queues extended beyond 45th Ave.

-This resulted in multiple cycle failures and from SE 39th west traffic traveled in one large platoon until SE 11th/12th.
-Westbound queuing at SE 39th Street seemed to peak between 7:45 and 8:00 am.
-8:40 am travel time followed a bus which skewed data especially at 39th where bus delayed by handicap passenger.
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Division Street Corridor - 11th Avenue to 60th Avenue (Eastbound)

Travel Time Limits: Division Street - 11th Avenue to 60th Avenue
Direction: Eastbound

Date: 11/10/2004

Time Period: Wednesday PM Peak Period (4-6 PM)

Travel Time (Seconds)

Measurement Points Distance . . . .

(Measure @ Centerline of Roadway) (Feet) 16:00 16:30 16:55 17:20 Avg.

SE 9th Avenue - - - - - -

SE 11th Avenue 355 45 60 52 31 47

SE 12th Avenue 240 7 17 8 47 20

SE Orange Avenue 430 12 11 12 11 12
SE 17th Avenue 875 19 32 19 18 22

SE 20th/ SE 21st Avenue 900 36 76 54 57 56
SE 26th Avenue 1425 56 49 32 41 45

SE 28th Avenue 750 47 53 18 20 35

SE 34th Avenue 1830 78 82 55 145 90
SE 39th Avenue 1755 175 155 150 130 153
SE 50th Avenue 3070 155 135 120 191 150

SE 52nd Avenue 505 99 16 16 19 38

SE 57th Avenue 1055 30 30 42 40 36

SE 60th Avenue 820 43 59 24 25 38
Total Run Sum. 14010 802 775 602 775 739

Individual Intersection Delay (Seconds)

Measurement Points Distance
(Measure @ Centerline of Roadway) (Feet) 16:00 16:30 16:55 17:20 Avg.
SE 9th Avenue -

SE 11th Avenue 355 30 44 - 16 30

SE 12th Avenue 240 - - - 37 37
SE Orange Avenue 430 - - - - -
SE 17th Avenue 875 - 10 - - 10
SE 20th/ SE 21st Avenue 900 17 46 37 39 35
SE 26th Avenue 1425 25 14 - 13 17
SE 28th Avenue 750 26 30 - - 28
SE 34th Avenue 1830 27 20 10 115 43
SE 39th Avenue 1755 163 115 115 91 121
SE 50th Avenue 3070 127 28 40 137 83
SE 52nd Avenue 505 134 - - - 134
SE 57th Avenue 1055 - - 12 - 12
SE 60th Avenue 820 20 31 - - 26
Total Run Sum. 14010 569 338 214 448 392

Speed (Mph)

Measurement Points Distance . . . .
(Measure at Centerline of Roadway) (Feet) 16:00 16:30 16:55 17:20 Avg.
SE 9th Avenue -

SE 11th Avenue 355 5 4 5 8 5

SE 12th Avenue 240 23 10 20 3 8
SE Orange Avenue 430 24 27 24 27 25
SE 17th Avenue 875 31 19 31 33 27
SE 20th/ SE 21st Avenue 900 17 8 11 11 11
SE 26th Avenue 1425 17 20 30 24 22
SE 28th Avenue 750 11 10 28 26 15
SE 34th Avenue 1830 16 15 23 9 14
SE 39th Avenue 1755 7 8 8 9 8
SE 50th Avenue 3070 13 15 17 11 14
SE 52nd Avenue 505 3 21 21 18 9
SE 57th Avenue 1055 24 24 17 18 20
SE 60th Avenue 820 13 9 23 22 15
Total Run Sum. 14010 12 12 16 12 13

Notes:

-The average Travel Times, Intersection Delay, and Speeds are summarized in the Tables above.

-Traffic had issues with buses, especially in 4 lane section when bus takes up both directional lanes.

-Less school zone issues during PM peak period compared to AM peak period.

-Major eastbound congestion during PM peak period depended on where you were in the platoon.

-2nd and 3rd travel time runs DEA was located near front of platoon which resulted in less queuing near 39th St.
4th travel time run DEA was located near back of platoon and resulted in more queuing near 34th and 39th St.
Overall travel time runs were similar due to 4th travel time occurring near end of peak period (less volume).
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Division Green Street/Main Street Project

Division Street Corridor - 11th Avenue to 60th Avenue (Westbound)

Travel Time Limits:

Direction:
Date:
Time Period:

Division Street - 11th Avenue to 60th Avenue

Westbound
11/10/2004
Wednesday PM Peak Period (4-6 PM)

Travel Time (Seconds)
Measurement Points Distance . . . .
(Measure @ Centerline of Roadway) (Feet) 16:15 16:45 17:05 17:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 25 40 20 63 37
SE 57th Avenue 820 32 28 23 25 27
SE 52nd Avenue 1055 31 30 37 82 45
SE 50th Avenue 505 46 50 14 15 31
SE 39th Avenue 3070 196 133 126 89 136
SE 34th Avenue 1755 52 49 95 53 62
SE 28th Avenue 1830 46 50 95 51 61
SE 26th Avenue 750 18 39 25 18 25
SE 20th/ SE 21st Avenue 1425 86 51 105 39 70
SE 17th Avenue 900 32 30 53 42 39
SE Orange Avenue 875 22 25 20 23 23
SE 12th Avenue 430 17 20 47 44 32
SE 11th Avenue 240 16 5 17 11 12
Total Run Sum. 14005 619 550 677 555 600
Individual Intersection Delay (Seconds)
Measurement Points Distance . . . .
(Measure @ Centerline of Roadway) (Feet) 16:15 16:45 17:05 17:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 - 20 - 43 32
SE 57th Avenue 820 - - - - -
SE 52nd Avenue 1055 - - 13 57 35
SE 50th Avenue 505 32 34 - - 33
SE 39th Avenue 3070 110 50 48 - 69
SE 34th Avenue 1755 - - 30 - 30
SE 28th Avenue 1830 - - 50 - 50
SE 26th Avenue 750 - 19 - - 19
SE 20th/ SE 21st Avenue 1425 52 - 75 - 64
SE 17th Avenue 900 - - 21 10 16
SE Orange Avenue 875 - - - - -
SE 12th Avenue 430 - - 32 30 31
SE 11th Avenue 240 - - - - -
Total Run Sum. 14005 194 123 269 140 182
Speed (Mph)
Measurement Points Distance . . . .
(Measure at Centerline of Roadway) (Feet) 16:15 16:45 17:05 17:40 Avg.
SE 61st Avenue - - - - - -
SE 60th Avenue 350 10 6 12 4 6
SE 57th Avenue 820 17 20 24 22 21
SE 52nd Avenue 1055 23 24 19 9 16
SE 50th Avenue 505 7 7 25 23 11
SE 39th Avenue 3070 11 16 17 23 15
SE 34th Avenue 1755 23 24 13 23 19
SE 28th Avenue 1830 27 25 13 24 21
SE 26th Avenue 750 28 13 20 28 20
SE 20th/ SE 21st Avenue 1425 11 19 9 25 14
SE 17th Avenue 900 19 20 12 15 16
SE Orange Avenue 875 27 24 30 26 26
SE 12th Avenue 430 17 15 6 7 9
SE 11th Avenue 240 10 33 10 15 13
Total Run Sum. 14005 15 17 14 17 16

Notes:

-The average Travel Times, Intersection Delay, and Speeds are summarized in the Tables above.

-Traffic had issues with buses, especially in 4 lane section when bus takes up both directional lanes.
-Less school zone issues during PM peak period compared to AM peak period.
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