
Promoting partnership among the County, its Cities and Special Districts 

Wednesday, May 19, 2021 
7:30 AM – 9:00 AM 
Virtual Meeting: 
https://clackamascounty.zoom.us/j/84866768285?pwd=VXRDRmoyN1c1T01JaE4zUmVaYXZndz09 
Telephone option: 1 (669) 900-6833 

Agenda  

7:30 a.m. Welcome & Introductions 

7:35 a.m. JPACT Issues 
• Regional Flexible Funds Allocation (RFFA Update)

Presenting: TPAC Staff

• HB 3065-8 Discussion (linked here)
Introducing: Chris Lyons, County Government Affairs

• JPACT Federal Policy Agenda
Introducing: Jamie Stasny, County Transportation, MTAC

• JPACT Work Program and TPAC Update (5m)
Presenting: TPAC Staff

• Transportation Funding Map – FYI
Introducing: Trent Wilson, County Government Affairs

8:15 a.m. MPAC Issues 
• Regional Mobility Policy Update

Presenting: Kim Ellis, Metro

8:45 a.m. Other Issues 
• Meeting Times for C4 Metro Subcommittee
• Climate Action Plan Community Advisory task Force Metro-area Cities

Appointment/Decision

9:00 a.m.  Adjourn  

Attachments: JPACT/MPAC Work Program Page 02 
RFFA Supporting Materials  Page 06 
JPACT Policy Papers Page 08 
TPAC Memo  Page 19 
Transportation Funding Map (#thanksTualatin) Page 23 
Regional Mobility Policy Update Materials  Page 24 
Climate Action Plan, memo from C4 Meeting Page 74 

C4 Metro Subcommittee 
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2021 JPACT Work Program 
As of 3/22/21 

Items in italics are tentative 
March 18, 2021 
*Chair remarks: ETR- say there will be more
discussion next month 

• Resolution No. 21-5163, For the Purpose of
Amending ODOT's US 30 NW Saltzman Rd to
NW Bridge Ave Project to Add Approved
Funding Increasing the Project Limits by 1.31
Miles to be US30 NW Kittridge Ave to NW
Bridge Ave to the 2021-24Metropolitan
Transportation Improvement Program
(MTIP) (MR21-08-MAR) (consent)

• Regional Emergency Transportation Routes
Discussion (Kim Ellis, Metro, 15 min)

• RFFA 2025-27 program direction – briefing
(20 min., Daniel Kaempff)

• JPACT Priority Update (Tyler Frisbee, Metro;
30 min)

April 15, 2021 
• Resolution No. 21-5169, For the Purpose of

Amending the 2021-24 Metropolitan
Transportation Improvement Program
(MTIP) to Correctly Reflect the New Metro
State Fiscal Year 2022 Unified Planning
Work Program(UPWP) Consisting of Seven
Projects Plus Four Additional Projects to
Ensure Their Next Federal Approval Step
Can Occur Impacting Metro, ODOT, and
Portland (AP21-09-APR) (consent)

• UPWP Draft Review (consent)

• Regional Emergency Transportation
Routes, final report, & action (consent)
(Kim Ellis)

• Regional Congestion Pricing Study
Findings (35 min, Elizabeth Mros O’Hara)

• JPACT Federal Policy Discussion (Tyler
Frisbee, Metro; 30 min)

• Regional Mobility Policy Update – (10 min,
Kim Ellis and ODOT staff)

May 20, 2021 
• Resolution No. 21-5165, For the Purpose of

Adopting the Fiscal Year 2021-22 Unified
Planning Work Program and Certifying That
the Portland Metropolitan Area is in
Compliance with Federal Transportation
Planning Requirements (consent)

• RFFA 2025-27 Program Direction – proposal
(40 min, Daniel Kaempff)

June 17, 2021 
• Progress on our Regional Traffic Safety

goals – update (20 min. Lake McTighe)

• Regional Congestion Pricing Study – FINAL
REPORT – ACTION (30 min, Elizabeth
Mros-O’Hara)

• Update on ODOT Major Projects
o I5BR
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2021 JPACT Work Program    2 

• Regional Mobility Policy Update – Introduce
draft urban mobility definition and potential
measures to test (20 min, Kim Ellis and ODOT
staff)

• TSMO Strategy – Vision and Goals (10 min,
Caleb Winter)

• Regional Mobility Policy Update – Direction on
draft urban mobility definition and potential
measures to test (30 min, Kim Ellis) (moved
from April)

• TV Highway Corridor Study – briefing (30 min,
Elizabeth Mros-O’Hara)

• Safe Routes to School – update (20, Noel
Mickelberry)

o RQ
o I-205

• Earthquake Ready Burnside Bridge Locally
Preferred Alternative adopted into RTP –
introduction (20 min, Malu Wilkinson,
Megan Neill (Multnomah County)

July 15, 2021 
• TSMO Strategy – Review of findings, draft (30

min, Caleb Winter)
• Final program direction for RFFA 2025-27 –

Action  (30 min, Daniel Kaempff)
• Active Transportation Return on Investment

Study (20 min, John Mermin)
• Transportation Trends – update (20 min., Eliot

Rose)

August 19, 2021 
• Enhanced Transit Concepts and/or Bus on

Shoulder – update (30 min., Matt Bihn)
• Safe Routes to School – update (20, Noel

Mickelberry)

September 16, 2021 
• TSMO Strategy – Final adoption of draft (20

min. Caleb Winter)
• Regional Mobility Policy Update – Introduce

Case Study Findings and Recommendations –
(40 min, Kim Ellis and ODOT staff)

October 21, 2021 
• Regional Mobility Policy Update – (30 min.,

Kim Ellis and ODOT staff)
• Freight Commodity Study – (30 min, Tim

Collins)
• 2023 Regional Transportation Plan Update

Work Plan – Kick-off Scoping Phase (30
min, Kim Ellis)

November 18, 2021 
• Progress on our Regional Traffic Safety goals

– update (20 min. Lake McTighe)

December 16, 2021 
• Regional Mobility Policy Update –

Recommendations for 2023 RTP Update
Work Plan and to the OTC - ACTION (30
min., Kim Ellis and ODOT staff)
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2021 JPACT Work Program     2 
 

• RFFA 2025-27 Program Direction – final 
policy framework; call for projects (30 min, 
Daniel Kaempff) 

• 2023 Regional Transportation Plan Update 
Work Plan – ACTION (30 min, Kim Ellis) 

 
Parking Lot:  

• Freight Commodity Study – (30 min, Tim Collins) 
• Hwy 26/Westside Transportation Study – briefing (20 min, Matt Bihn & ODOT 

person) 
 

4



1 

2021 MPAC Work Program 
As of 4/21/21 

Items in italics are tentative 
March 24, 2021 

• MPAC 101, Work plan intro, and discussion of
topics (Elissa, Ted; 40 minutes)

• Community Placemaking Update( Dana
Lucero, Metro; 30 min)

April 28, 2021 
• Regional Mobility Policy Update (Kim Ellis,

Metro; 40 min)
• Parks and Nature Bond Refinement (Beth

Cohen, Metro; )

May 26, 2021 
• Housing Panel: Cities and Counties ( various

partners)
• Update on 2018 UGB expansion areas and

impact on supply of housing land  (Roger
Alfred, Metro)

June 23, 2021 
• 2040 Planning and Development grantee

highlights (TBD grant recipients)
• Congestion Pricing Update (Elizabeth

Mros-Ohara, Metro)

July 28, 2021 
• Housing Bond update & Affordable Housing

Discussion
• Supportive Housing Services Update

August 25, 2021- Cancelled 

September 22, 2021 
• Regional Mobility Policy Update (Kim Ellis,

Metro)

October 27, 2021 
• Metro code updates to facilitate city and

county compliance with HB 2001 Middle
Housing requirements (Tim O’Brien or Ted
Reid, Metro)

November 24, 2021- Cancelled December 8, 2021 

• New transfers station sites
o Larger conversation of regional solid waste

• Engagement during a pandemic
• Parks bond progress report
• Expo Development Opportunity Study and regional venues
• Employment land
• Census – likely for December
• Transportation funding
• Growth Trends (Ted will schedule)
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TO: C4 Metro Subcommittee 

FROM:  Clackamas County TPAC member Karen Buehrig 

DATE: May 13, 2021 

RE: Input on 2025-27 Regional Flexible Funds Allocation policy guidance  

At last Month’s C4 Metro Subcommittee meeting, Dan Kaempff from Metro provided an overview of the 
process being used to develop the 2025-27 Regional Flexible Funds Allocation (25-27 RFFA) Policy 
Framework.  At the upcoming JPACT meeting, there will be an opportunity for JPACT members to 
provide input into the proposal before TPAC makes its recommendation in June. 

As you can see from the attached 2024-27 RFFA Process schedule, three public workshops were held in 
March and April to get input into the Policy Guidance.  At the TPAC May meeting, the conversation 
focused on direction for the RFFA Step 2 portion, using the input from the workshops as a starting place 
for discussion.  Details about the discussion can be found in the May 7th, 2021 TPAC memo. 

At the C4 Metro meeting, there will be an opportunity to provide input to the questions discussed at 
TPAC meeting and are likely to be discussed at JPACT. 

1. Should the Step 2 categories and funding targets be eliminated?  

Currently in Step 2 targets 75% of dollars toward Active Transportation/Complete Streets projects 
and 25% toward Freight Mobility projects.  There was overall support by TPAC members that the 
Step 2 categories targets / split should be removed 

2. If the Active Transportation/Freight split is removed, how should Step 2 projects be evaluated?  
Should an outcomes based approach be developed? 

An outcomes based proposal was discussed in detail.  There was agreement at TPAC that an 
outcomes based approach would be appropriate. 

3. Should certain RTP investment priorities (equity, climate, safety, congestion) be weighted when 
evaluating and rating candidate project performance? 
 
There was not support by TPAC members for weighting any of the four RTP priorities. 
 

4. How should economic considerations be measured and included in Step 2 project evaluations? 

Generally, TPAC members supported the inclusion of economic considerations somewhere in Step 2. 
It remains unclear whether this goal would be best achieved by embedding economic metrics within 
the four RTP investment priorities (equity, safety, climate, congestion) or creating a separate 
evaluation category to spotlight economic impacts. It may be challenging to select an approach until 
more is known about how economic value would be evaluated. 

5. How should Enhanced Transit Corridors (ETC) be considered in the RFFA process? 
 
There appears more support for ETC projects to be considered in Step 2 of the RFFA process. 
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2025-27 RFFA process timeline

2021:                
Program Direction

Council work session: Mar. 9

Public workshops:                    
Mar. 10, Apr. 8, Apr. 26

TPAC:                                            
Feb. 5, Apr. 2, May 7               

June 4: recommendation

JPACT:                                        
Mar. 18, May 20                        
July 15: action

Council:                                       
July/Aug.: action

2021-22: Step 2     
Project Solicitation     

& Evaluation

Project call:   
November 2021

Proposals due: 
February 2022

Technical Analysis,  
Risk Assessment:        

March, April

2022:    
Deliberation & 

Adoption
Public comment,       

CCC priorities:                 
May, June

TPAC/JPACT discussion: 
June-Sept.

JPACT 
recommendation,  

Council action: Oct.
7



JPACT FEDERAL POLICY AGENDA MAY 20, 2021 

Date: May 20, 2021 
To: Members of the Joint Policy Advisory Committee on Transportation 
From: Tyler Frisbee, Deputy Director of Government Affairs and Policy Development 
Subject: JPACT Federal Policy Agenda 

 
 
I. Previous JPACT Policy Agendas 
 
JPACT typically adopts a federal legislative policy agenda in addition to regional project 
requests. In recent years, that agenda has focused on supporting increased multimodal 
investment, local flexibility and funding, investments in safety, transportation investments 
to reduce greenhouse gas emissions, and resiliency. The goal has been to support federal 
level policy that better aligns with the needs and goals of the region and help position 
jurisdictions in the region to better compete for federal funds. 
 
II. Development of the 2021 JPACT Policy Agenda 
 
During the Trump-Pence Administration, there was considerable uncertainty surrounding 
federal transportation legislation and the obligation of already-appropriated dollars. 
Reflecting that reality, JPACT’s policy agendas focused on making sure that appropriated 
federal funding was actually obligated. However, the Biden Administration as well as 
Senate and House Leadership have made it clear that Infrastructure Week might actually be 
coming soon. Oregon’s congressional delegation is extraordinarily well-positioned to help 
bring federal monies home to the region and to advance federal transportation policies that 
support and amplify our successes in Oregon and the greater Portland region. The JPACT 
Policy Agenda was developed by local and regional staff to advocate for policy and 
programmatic changes within the federal transportation program that will help our region 
achieve its goals.  
 
The policy agenda was developed using the following questions: 

• What federal transportation policies need to change in order to help the region meet 
its goals? 

• What key needs does the region have that need to be met at the federal level and 
that other entities across the country share? 

• What policy changes are being supported by other, national organizations where 
JPACT can play a strong supporting role? 

• How can the region support a robust transportation bill that helps improve the 
functionality of our transportation system and helps us meet our racial equity and 
Climate Smart Strategy goals? 

 
III. 2021 JPACT Policy Agenda Updates 
 
Given the new political landscape, regional and local staff have been working with our 
lobbying teams to identify potential updates to the JPACT federal transportation legislative 
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agenda. Staff have updated the document to reflect new policy approaches, based on 
JPACT’s adoption of the 2018 Regional Transportation Plan, and the new political 
environment in Washington.  
 
The structural change to the policy agenda is that policies are no longer grouped by 
legislative title, but are instead grouped under major principles. This is intended to better 
communicate JPACT’s values and to make it easier for congressional staff to navigate. The 
principles, and the maintained and updated policies that fall under each principle, are 
highlighted below: 
 

• Robustly fund multimodal transportation projects and transportation 
planning 

o Maintained from previous documents 
 Continue JPACT’s support for a robust, multimodal transportation bill 
 Support local and state innovative funding mechanisms such as the 

mileage based user fee 
 Support the Projects of National and Regional Significance program 
 Increase the federal match for the Capital Investment Grants program 

o 2021 Updates 
 Decrease focus on user-fee revenue mechanisms (such as the gas tax) 

as the preferred funding method for transportation 
• Use transportation investments to reduce greenhouse gas emissions from the 

transportation sector, improve safety on our roads, and improve the 
resiliency and functionality of our transportation system 

o Maintained from previous documents 
 Support reinstatement of greenhouse gas emissions performance 

targets, and create vehicle-miles-travelled performace target for 
states and metropolitan regions 

 Continue to provide funding and policy support for multimodal 
projects 

 Increase investment in transit and active transportation projects 
 Continue to support national Vision Zero program 
 Incorporate resiliency and adaptation as higher priorities in federal 

grant programs 
 Support multi-jurisdictional and multi-disciplinary regional and state 

disaster planning efforts 
o 2021 Updates 

 Sub-allocate Highway Safety Improvement Program to direct funding 
to the local level to target data-driven safety concerns and support 
capital safety projects 

 Increased focus on disaster response, not just disaster planning, and 
broaden focus to include fire and landslide disasters, not just 
earthquake resiliency 
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• Ensure that transportation investments support improved outcomes for 
everyone, particularly people of color, who have historically been 
underinvested in or harmed by transportation funding and policy 

o 2021 Updates 
 Support required racial equity analysis in federal grant applications 

and tolling programs 
 Support efforts at increasing apprenticeship and workforce training 

as part of federalized transportation projects 
 Support incentives in Capital Investment Grant program for increased 

affordable housing options along transit lines 
• Invest locally and support local engagement, direction, and planning of the 

transportation system 
o Maintained from previous documents 

 Increase suballocation at the local and regional level 
 Create grant program to facilitate improvements on, maintenance and 

jurisdictional transfer of orphan highways 
 Support local and state flexibility in developing projects and policies 

regarding autonomous vehicles, pricing programs, regional freight 
systems, data collection, and system management 

o 2021 Updates 
 Emphasize the need for the CMAQ program to support areas that have 

moved from nonattainment to attainment 
• Improve transit access and impact, and help build more transit projects across 

the country 
o Maintained from previous documents 

 Increase maximum federal contribution to Smalll Starts projects, and 
expand Small Starts project eligibility to include system 
improvements, rather than specific bus lines 

 Recognize the past performance of agencies in delivering Capacity 
Investment Grant programs 

 Support multimodal projects that combine transit system 
improvements 

 Accelerate the transition to zero-emission bus fleets 
 Support technology improvements for fare payments, system 

management, etc. 
o 2021 Updates 

 Modify Core Capacity thresholds for light rail vehicles 

 
III. Next Steps 
 
Given the ongoing COVID-19 pandemic, the traditional JPACT Washington DC trip will not 
take place this year. That trip has historically been the time when JPACT discusses its policy 
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agenda and project priorities with our delegation. Assuming that JPACT supports the policy 
agenda, staff will work with congressional offices to set up virtual meetings with our 
congressional delegation in early June, depending on the legislative calendar. 
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Page 1 of 7 
JPACT Federal Policy Agenda 

 

Joint Policy Advisory Committee on 
Transportation Federal Policy Agenda 
 

JPACT appreciates the Oregon delegation’s advocacy for a more robust, safe, and sustainable 
transportation system. We are excited by clear signaling from congressional leaders and the 
Biden Administration on their commitment to a large transportation and infrastructure bill. We 
appreciate their clear acknowledgment and agree that these types of investments can put 
people back to work, rebuild our economy, reduce greenhouse gas emissions, and improve the 
quality of life for all Americans, particularly individuals and communities traditionally and 
historically harmed by previous policies and investments. 

 

Policy Principles 
JPACT’s federal agenda is focused around five key themes. We are excited to see many of these 
themes already reflected in the Moving Forward Act and President Biden’s Build Back Better 
proposal, and look forward to working with you to turn these principles into policy: 

1. Robustly fund multimodal transportation projects and transportation planning 
2. Use transportation investments to reduce greenhouse gas emissions from the 

transportation sector, improve safety on our roads, and improve the resiliency and 
functionality of our transportation system 

3. Ensure that transportation investments support improved outcomes for everyone, 
particularly people of color, who have historically been underinvested in or harmed 
by transportation funding and policy 

4. Invest locally and support local engagement, direction, and planning of the 
transportation system 

5. Improve transit access and impact, and help build more transit projects across the 
country 

JPACT’s policy requests for each principle are detailed below. 

Robustly fund multimodal transportation projects and planning 
The greater Portland area is demonstrative of the power of transportation investment to help 
nurture, grow, and support communities and economic development. JPACT has long 
supported efforts to increase transportation funding. Now, more than ever, those efforts are 
needed to help put people back to work; building a more efficient, affordable, greener, 
transportation system that helps everyone access the transportation system they need. JPACT 
supports all proposals on the table to increase transportation funding.  
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Page 2 of 7 
JPACT Federal Policy Agenda 

 

In particular, JPACT supports policies that will: 

• Implement increased long-term, stable funding that supports maintaining and upgrading 
the federal highway and transit system 

• Fund multi-modal transportation projects, through formula funding and competitive 
grant programs such as RAISE and INFRA 

• Provide dedicated funding for complex, multi-modal, hard to finance bridge projects 
such as the proposed Projects of National and Regional Significance grant program 

• Incorporate innovative financing mechanisms, including Build America Bonds and the 
TIFIA program, recognizing that these provisions are helpful adjuncts to, but do not 
replace the need for, robust federal funding 

• Provide financial support and flexibility for state and local efforts to pilot and implement 
innovative funding mechanisms such as congestion pricing and mileage-based user fees 

• Increase the federal match on transit projects and roadway projects in order to 
jumpstart building back better and put people back to work 

• Dedicate funding to support the facilitation and transfer of orphan highways to local 
ownership and to ensure that the condition of and infrastructure on these roads reflects 
their current use 

Of particular interest to our region is a need to provide new, significant funding to restore and 
rehabilitate roads commonly called “orphan highways”.  These roads were once farm-to-market 
highways and state highways that connected population centers, but now serve as roadways 
that include businesses, transit, neighborhood centers, and main streets.  As a result, they have 
become roads with higher safety risks as conflicts between cars and people walking,  biking and 
taking transit have increased.  Creating a new fund to prioritize improvements to these roads 
that reflect their current, urban uses is vital to meeting climate, safety, and economic 
development goals. 
 

Use transportation investments to reduce greenhouse gas emissions from the 
transportation sector, improve safety on our roads, and increase the resiliency and 
functionality of our transportation system 

 
Transportation is a tool to achieve policy goals, it is not a policy goal in and of itself.  The greater 
Portland region is focused on making our transportation system safer, more affordable, and 
more accessible. At the federal level, there are key areas where federal help is needed in order 
to reduce greenhouse gas emissions, increase the resiliency of our transportation system, and 
improve safety. 

Reduce Greenhouse Gas Emissions 
In the US and in Oregon, the transportation sector is the largest greenhouse gas contributor. 
Any meaningful action on climate change must involve the transportation system. 
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There are many meaningful policy actions that will help address climate change through 
transportation policy. In particular JPACT supports policies to: 

• Reinstate performance metrics that require the tracking of greenhouse gas emissions, as 
outlined in the Moving Forward Act, and develop new metrics to track vehicle miles 
travelled as key indicators of state progress in tackling climate change 

• Incentivize the development of regional climate change plans at the metropolitan 
planning organization level 

• Increase investments in electrification of the transportation system including electric 
vehicles, micro mobility options, and zero emissions transit vehicle infrastructure 

Our region has already developed a plan to reduce greenhouse gas emissions created by our 
transportation system. The Climate Smart Strategy emphasizes the necessity of encouraging 
people to forgo driving for transit, walking or biking in order to reduce greenhouse gas 
emissions. These transportation options are only viable options for people when the systems 
are safe, affordable, efficient, and available. Decades of underfunding our transit and active 
transportation systems has made it difficult for many people to choose to walk, bike, or take 
transit. JPACT urges Congress to work to increase the funding available for transit capital, 
transit operations and service, and walking and biking projects, in order to give people true 
climate-friendly options. 

Increase the Resiliency of Our Transportation System 
The last year has demonstrated just how vulnerable the greater Portland region’s 
transportation system is to natural disasters and emergency conditions. As the understanding 
of and concern for a possible Cascadia subduction zone earthquake increases, we must prepare 
our system to withstand and recover post-earthquake. We also need funding and support to 
respond to wildfires, landslides, flooding, and other natural disasters, and to undertake the 
planning to increase our resiliency and improve recovery. There are many ways the federal 
system interacts with bridges, roadways and other infrastructure in the greater Portland region 
which serve as critical lifelines in case of natural disasters and other emergencies. JPACT asks 
Congress to advance resiliency as a key outcome in federal grant programs, dedicate funding to 
support capital projects to improve resiliency, and acknowledge that resiliency needs differ 
across the country, from flooding and coastal degradation, to earthquake preparedness and fire 
safety.  

Last year our region experienced unprecedented wildfires in close proximity to our urban 
areas.  We recognized failures within our transportation system in the midst of the crisis as our 
notifications systems and evacuation routes were bombarded with desperate users.  Research 
and experience also demonstrate that climate change and natural hazards have a 
disproportionate effect on historically marginalized communities, including Black, Indigenous 
and people of color (BIPOC); people with limited English proficiency; people with low income; 
youth; seniors; and people with disabilities. These historically marginalized people and 
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communities typically have fewer resources and more exposure to environmental hazards, and 
are, therefore, the most vulnerable to displacement, adverse health effects, job loss, property 
damage and other effects of climate change and other natural disasters 

As a region, we are refining our emergency route planning and we require resources to insure 
reliable, sufficient transportation routes during these events.  We need dedicated funds for 
planning, interagency coordination, maintenance and capital improvements to strengthen 
designated lifelines. This type of coordinated, multi-jurisdictional planning is complicated, 
expensive, and valuable because it helps jurisdictions identify and prioritize needs. In our 
region, identified needs include the reconstruction of critical bridges (such as the Burnside 
Bridge and the Abernethy Bridge), building a resilient runway at PDX, and shoring up critical 
connections across the region to help provide emergency medical treatment, food, water and 
services after natural disasters. These are big projects that emerge from multi-disciplinary 
collaboration of emergency management with transportation planning, engineering, 
operations, transit, port, and public works staff.  Local jurisdictions and emergency 
management agencies need to integrate community resilience building into their planning 
efforts, which often requires funding beyond what is available. This also means including all 
communities in this work to ensure that a broad cross section of community voices are 
represented and that these communities are provided meaningful opportunities to shape the 
outcomes. 

JPACT encourages the federal government to support these types of planning projects with 
resiliency planning grants, and to help fund the projects that are prioritized through these 
coordinated planning efforts to make our region’s transportation system more resilient. 
Investing now will also help accelerate response and recovery times within the region and help 
ensure equitable outcomes. 
 
Improve Safety 
The last ten years have seen a significant increase in the number of people hit or killed on 
roadways in the greater Portland area. Our region has a Vision Zero goal and a safety plan, and 
we believe that the federal government should be a partner to local, regional, and state 
governments that are working to protect lives. The region supports the American Jobs Plan $20 
billion to improve road safety for all users, including increases to existing safety programs and a 
new Safe Streets for All program to fund state and local ‘vision zero’ plans and other 
improvements to reduce crashes and fatalities, especially for people walking and biking.  
Skyrocketing numbers of people killed while walking or using mobility-assistive devices means 
that we must ensure that there is adequate funding to address long standing need. In order to 
address these needs, JPACT supports: 

• An increase in Highway Safety Improvement Program (HSIP) dollars so that jurisdictions 
can undertake complex, multi-modal safety improvements 
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• Sub-allocation of Highway Safety Improvement Program dollars, to enable local 
jurisdictions to address safety needs, particularly as the rate of fatal and life-changing 
crashes on local roads continues to increase 

• A rewriting of the MUTCD to prioritize and reflect the safety and mobility needs of 
multimodal users on US roadways and streets 
 

Ensure that transportation investments support improved outcomes for everyone, 
particularly people of color, who have historically been underinvested in or harmed by 
transportation funding and policy 
There is a growing awareness of the negative impacts of past transportation investments on the 
BIPOC community.  The Moving Forward Act incorporates several concrete steps that the 
federal government can take to help transportation agencies consider the impact of projects on 
people of color, and to create better understanding of the impact that decades of 
underinvestment and harmful investments have had on communities of color. JPACT supports 
the policies in the Moving Forward Act that will: 

• Require racial justice analysis in tolling/pricing, grant applications, and the national 
freight and highway system. This analysis should include both wealth development 
opportunities resulting from contracting and property ownership as well as how 
investments improve outcomes for the system user. 

• Increase apprenticeship funding and workforce training for the construction, 
maintenance, and operations of transportation systems 

• Require grant applications to discuss alignment with needs of BIPOC communities; and 
• Propose incentives in the Capital Investment Grant program for increased density and a 

range of federally, state, and locally funded affordable housing options near transit 
stations, in order to increase the availability of high quality, transit-accessible affordable 
housing and affordable transportation opportunities 

• Provide support for local anti-displacement efforts that, in tandem with Capital 
Investment Grant projects, address the impact of transit investment of households and 
minority-owned businesses. 

The region also supports the American Job Plan proposal to allocate $20 billion for a new 
program that will reconnect neighborhoods cut off by historic investments and ensure new 
projects increase opportunity, advance racial equity and environmental justice, and promote 
affordable access. 

Invest locally and support local engagement, direction, and planning of the 
transportation system 
Cities, counties and regional agencies are often uniquely suited to develop, engage with, or 
identify the transportation needs of the people they serve. Recent transportation authorization 
bills have acknowledged that a ‘one-size fits all’ policy does not work across a country as vast 
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and diverse as the United States, and that local funding with appropriate accountability is likely 
to result in transportation investments that are tailored to local needs and challenges.  

As our region has worked to update its Regional Transportation Plan, put together a regional 
transportation ballot measure, and address increasing congestion, safety, and inequity issues, 
we have identified several areas where the local and regional role is particularly critical. JPACT 
requests that any transportation authorization bill: 

• Continue and increase the proportion of sub allocated formula funds to local and 
regional jurisdictions, including CMAQ, TAP and some portion of STBG funds 

• Support local and state flexibility in developing, piloting and implementing projects, 
including data collection and regulation of autonomous vehicles 

• Provide federal financial assistance in bringing orphan highways up to a state of good 
repair and transferring ownership to support better safety, transit, and economic 
development outcomes 

• Require local and regional support for proposed changes or designations to the National 
Highway System 

• Maintain CMAQ’s support for attainment areas, in order to ensure that these areas stay 
in attainment and do not jeopardize the health of current residents 
 

Improve transit access, impact, and help build more transit projects  
As our region grows, we are more dependent on efficient, reliable, convenient ways to move 
people around our region. Increasing the accessibility, frequency, reliability, and speed of our 
transit system is a key priority as we work to expand the reach and access of transit as a viable 
option for the community of greater Portland. In addition, we know that increasing transit 
ridership is critical to helping our region reach our goal of reducing greenhouse gas emissions 
from the transportation sector by 20% by 2035. Transit is also an economic and social lifeline 
for many people of color, who are disproportionately likely to be dependent on transit and also 
have inadequate transit access. JPACT supports the following legislative changes to support a 
more comprehensive approach to improving transit systems, and ensure that federal funding 
keeps up with current need: 

• Increase the maximum federal contribution to Small Starts projects, and expand Small 
Starts project eligibility to include systems improvements, rather than just specific bus 
lines. 

• Recognize the past performance of agencies in delivering CIG projects on time and on or 
under budget when making risk assessments and setting contingency levels for New and 
Small Starts projects. 

• Support multimodal projects that combine transit system improvements alongside 
significant safety and access improvements. 
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• Accelerate the transition away from diesel buses to upgrade facilities and infrastructure 
necessary to purchase, accommodate and maintain zero emission bus fleets. 

• Advance the future of mobility by leveraging innovative, transferable and technology 
agnostic solutions for extended payment, an improved travel experience for all 
customers, and data frameworks for assessing impacts, improvements and efficiencies 
in transportation.  

• Modify Core Capacity threshold calculations of light rail vehicle loads for square footage 
available to passengers to recognize variations in design of light rail vehicles, including 
the distinction of double-ended vehicles. 
 

Tax Incentives and Transportation 
People make decisions based on convenience, safety, accessibility, and affordability.  While the 
tax code itself often unfairly impacts people of color, tax incentives, particularly those applied 
at the employer level, can help make accessing different transportation options more 
affordable for everyone. JPACT supports efforts to  

This includes: 

• Create parity between the employer-tax benefit for transit and parking  
• Increase the current limit for the Bicycle Commuter Act, to better reflect the costs of 

bike commuting 
• Make it more affordable for individuals to purchase electric modes of transportation, 

whether those are vehicles, bicycles, or other electric transportation options 

 

JPACT deeply thanks the Oregon delegation for their work on behalf of the region and the state 
of Oregon and we look forward to supporting you as best we can in our joint efforts towards a 
more sustainable, more equitable, and more accessible transportation system. 
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Memorandum 
 
To:  C4 Metro Subcommittee  
From:  Dayna Webb, City of Oregon City 
  Jaimie Huff, City of Happy Valley 
  Cities of Clackamas County TPAC Representatives 
Re:  May 7, 2021 TPAC Meeting 
Date:  May 7, 2021  
 
Overview 
Following is a brief summary of the May 7, 2021 TPAC Meeting. The TPAC packet, as well as the full TPAC Work 
Program can be found here.  
 
General Updates 

• There have been over 40 traffic deaths in 2021, 15 in April. A 
person has died in a traffic crash every three days this year. Speed 
continues to be a factor in a number of crashes.  

o Register today for the May 26 Regional Transportation 
Safety Forum – Envisioning Safety, Health and Justice 
hosted by Metro and Multnomah County Public Health 
REACH Program.  

• TPAC recommended to JPACT MTIP Formal Amendment 21-5177. 
• Metro is undertaking an Emerging Trends study to outline how Metro and its partners should respond to 

the major transportation trends anticipated in the coming decade. The study will be carried out over the 
next year and inform the 2023 RTP. 

• Metro, ODOT, and their partner agencies are developing the 2021 Transportation System Management 
and Operations Strategy. Among other things, this update will better address equity, as well as create new 
strategies around system management (e.g., ubiquitous GPS-enabled navigation tools) and opportunities 
that will transform operations (e.g., connected and automated vehicles). As reminder, the TSMO program 
is an RFFA “Step 1” investment created to coordinate and grow the capabilities between operators and 
provide travelers the information they need to travel reliably and safely. These cost-effective strategies 
include things like smarter signal timing, coordinated traffic incident response and traveler information. 

• TPAC received an overview of major funding programs within the 2024-2027 State Transportation 
Improvement Program (STIP). Future TPAC presentations will dig into individual programs, and ODOT is 
planning a workshop for the R1ACT this summer. 

o ODOT is undertaking scoping for Region 1 projects (cost and risk estimating process for future 
projects). The process will continue through 2021.  

 
2025-27 Regional Flexible Funds Allocation1 (RFFA) Strategic Direction  
Metro is developing program direction for the 2025-27 RFFA allocation. TPAC will issue a recommendation in 
early June, JPACT in mid-July, and the Metro Council in July/August. Leading up to these decisions, stakeholders 
across the region participated in three workshops to discuss possible program direction updates. Following is a 
summary of potential program updates, and some discussion on concept nuances. 

 
1 JPACT allocates Regional Flexible Funds every three years to implement the Regional Transportation Plan. RFFA dollars are awarded in 
two steps: In “Step 1”, Metro funds regionwide programs (e.g., Transit Oriented Development) and debt repayment. Thereafter, 
remaining RFFA are awarded to local projects through a competitive grant process (“Step 2”).  Previously, 25% of Step 2 dollars were 
targeted toward freight projects and 75% toward active transportation projects. 

  

Did You Know . . .  
Data suggests 32 lives could be saved, 
and 250 serious injuries prevented, 
every year in Clackamas County if we 
met our Drive to Zero goal. 
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Status quo, Step 2 targets 75% of dollars toward Active Transportation/Complete Streets projects 
and 25% toward Freight Mobility projects. Should the categories and funding targets be eliminated? 

 
The freight funding category was undersubscribed during the last funding cycle. Moreover, federalized 
projects are expensive whereas the RFFA funding stream is small. Some stakeholders feel that the 
funding split is ineffective, whereas a consolidating active transportation and freight funding targets 
could produce more well-rounded projects. Conversely, other stakeholders are concerned about how 
Active Transportation projects would compete in a consolidated category.  

 
At TPAC, there was some interest in reviewing examples of projects within the existing funding split and 
how a new method would achieve desired outcomes. Metro staff was also encouraged to consider the 
project scoring structure such that good economic development projects were not penalized. 
 
Feedback from Local TPAC Reps: 
Removing the Step 2 split may allow for deeper investment into projects by virtue of a larger funding 
pool. If the region dissolves the split, then sideboards should be put in place to ensure that the 
consolidated evaluation criteria can accommodate and equitably review a broad spectrum of project 
types.  
 

How should Step 2 projects be evaluated if the freight/active transportation funding targets are 
removed? 

 
Metro staff proposes an outcome-based approach for project evaluation. Within this scenario, an 
outcome may be whether a project “improves regional networks with new, multi-modal route, filling an 
identified network gap or improved transit service”. Then, measures would assess how well a project 
meets the outcome. 

 
Feedback from Local TPAC Reps: 
As Metro refines an outcome-based concept, the relationship between categories (e.g., equity, safety, 
climate, congestion), outcomes, and measures should be clearly and continuously articulated.  
 
As the region centers underrepresented voices, emerges from the pandemic, and technologies evolve, it 
may also be appropriate to consider a hybrid option through which standardized outcomes are applied, 
but project applicants may seek approval to submit a supplementary outcome, with proposed measures, 
for evaluation. This pathway could be one approach to better understand the spectrum of project 
impacts, acknowledge community-significant impacts, and measure innovative projects.  
 

Should certain RTP investment priorities (equity, climate, safety, congestion) be weighted when 
evaluating and rating candidate project performance? 

 
Metro staff recommends against weighting criteria. Whereas projects may be unweighted in the 
technical evaluation, nothing precludes TPAC and JPACT from selecting a suite of investments that 
focuses on one or more RTP priorities. 
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Feedback from Local TPAC Reps: 
Weighting RTP priorities constitutes a meaningful policy change. If there is interest in weighting priorities 
in the future, then JPACT may be a more appropriate venue for the conversation. Weighting criteria 
could be strategic, if JPACT wishes to focus on a particular policy goal. 
 
Local transportation systems are in various states of buildout, and each community has different needs. 
It is unclear whether weighted technical criteria could discourage applicants from submitting worthy and 
innovative ideas or create a false sense of competition between complementary regional goals. 
 

How should economic considerations be measured and included in Step 2 project evaluations? 
 

Generally, TPAC members supported the inclusion of economic considerations somewhere in Step 2. It 
remains unclear whether this goal would be best achieved by embedding economic metrics within the 
four RTP investment priorities (equity, safety, climate, congestion) or creating a separate evaluation 
category to spotlight economic impacts. It may be challenging to select an approach until more is known 
about how economic value would be evaluated. 
 
Feedback from Local TPAC Reps: 
In lieu of treating these approaches as mutually exclusive, it may be fruitful to consider a scenario in 
which economic considerations are embedded under existing priorities (technical evaluation) AND each 
project includes an economic spotlight (informational). 
 

o Embedding economic considerations within existing priorities is an opportunity to explore 
different facets of economic development, such as how investments benefit equity and the 
harmony between economic development and climate stewardship. 
 

o Spotlighting the economic impact of each project could help inform a larger recovery strategy by 
(1) communicating tangible benefits to the public, (2) equipping jurisdictional partners with 
creative data, should there be an opportunity to pursue or leverage other funding sources in the 
future (i.e., federal infrastructure, relief), and (3) exploring possible nexus between RFFA and the 
work completed through Greater Portland, Inc. 

 
How should Enhanced Transit Corridors be considered in the RFFA process? 

 
As background, TriMet previously received $5m from RFFA to develop a pilot program for improving 
transit reliability, speed, and capacity of transit. The pilot funded corridor spot improvements such as 
multi-modal interactions, transit signal priority, business access and transit (BAT) lanes. 

 
Heading into the 2025-2027 RFFA cycle, TriMet is exploring how an ETC program could be continued. 
This concept raises some questions, such as how a proposal would be evaluated under Step 2 or if 
TriMet would need to partner with jurisdictions to bring forward an ETC concept.   

 
Feedback from Local TPAC Reps: 
As TriMet refines a concept, it may be beneficial to learn more about how ETC investments could be 
deployed to advance Clackamas Transit Development Plan strategies. 
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Upcoming Agenda Highlights 
• June 4, 2021 

o 2025-2027 RFFA Strategic Direction – Recommendation 
o Regional Congestion Pricing Study – Final Report 
o Regional Mobility Policy Update – Informational  
o 2024-2027 MTIP Revenue Forecast – Informational  

• July 9, 2021 
o Metro legislative session recap update – Informational  
o TV Highway Corridor Study – Informational  

 
For additional information, please contact: 
Dayna Webb, City of Oregon City dwebb@orcity.org 
Jaimie Huff, City of Happy Valley jaimiel@happyvalleyor.gov   
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LCDC 
Land Conservation  
and Development  
Commission  

 
OTC  
Oregon  
Transportation   
Commission 

 
 
 

Council  

 
 
Board  
 
 

 
Board  
 
 
 
Board 
 
 
 
 
Board  
 
 
 
 
 

 
 
Council  

TPR 
Transportation Planning Rule  

Planning Goal #12 

 

OTP  
Oregon Transportation Plan  

STIP 
Statewide Transportation  

Improvement Program  

 

RTP and RTFP  
Regional Transportation (Functional)  

MTIP 
Metro Transportation  Improvement  

2040 Growth Concept & UGM FP  
Urban Growth Management  

Functional Plan  

 

SEP  
Service  Enhancement Plan 

 

TSP 
Transportation Systems Plan  

Futures Study  
 

 
TSP 
Transportation Systems Plan  

CIP  
Capital Improvement Plan  

 
TSP 
Transportation Systems Plan  

TDC  
Tualatin Development Code  

CIP  
Capital Improvement Plan  

Linking Tualatin  

R1ACT  
Region 1 Area Commission  

on Transportation  

 
JPACT  
Joint Policy Advisory  

Committee on Transportation  

MPAC 
Metro Policy Advisory  

Committee 

 
HB2017 Advisory  

 
WCCC 
Washington County 

Coordinating Committee 

 
C4 
Clackamas County 

Coordinating Committee 

C4 Metro  

 
Planning Commission 
 

CIO 
Community Involvement  

Organization 

Advisory Committees 
Funding Program Rules, Transit,  

Rail, Bike-Pedestrian, Safety, etc.  

 
TPAC 
Transportation Policy  

Advisory Committee  

MTAC 
Metro Technical  

Advisory Committee 

 
TMAC 
Transportation Managers 

Advisory Committee 

 

WCCC TAC 
Technical Advisory  

Committee 
 

Planning Commission 

 

 

C4 TAC  
Technical Advisory 

Committee  

  

 

STIF       
State Transportation Improvement Fund  

SRTS    
Safe Routes to School  

ARTS    
All Roads Transportation Safety  

Connect Oregon  

 
RFFA Step 1  
Regional Flexible Fund Allocation  
 

RFFA Step 2 (75-25) 
Active Transportation (75%)  

Freight (25%)  

 

 
TIP 
Transit Investment Priorities  

 

MSTIP  
Major Streets Transportation  

Improvement Program  

MSTIP Opportunity Fund  

 
 

CDBG  
Community Development Block Grant  

 

 
 

General Obligation Bond 
Tualatin Moving Forward 

TDT Fund 
Transportation Development Tax 

Road Operating/Gas Tax Fund  
State Highway, Gas Tax, Registration Fees  

Road Utility Fund  

 

TGM      
Transportation Growth Management   

STF 
Special Transportation Fund . 

STIP Leverage Fund  
Statewide Transportation  

Improvement Program  

STIP Fix-It  

 
 

 

TOD 
Transit Oriented Development  

RTO 
Regional Travel Options 

TSMO 
Transportation System Management  

and Operations   

NIN 
Nature in Neighborhoods  

 
 

 

CDBG  
Community Development Block Grant  

 

 

 

 

 

 

 

 

 

 
 

 

Garet Prior and Erin Engman  

City of Tualatin (2019) 

*additional funding opportunities exist 
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Date: May 13, 2021 

To: Joint Policy Advisory Committee on Transportation (JPACT) and interested parties 

From: Kim Ellis, Metro Project Manager and Lidwien Rahman, ODOT Project Manager 

Subject: Regional Mobility Policy Update: Potential Mobility Policy Elements and Most Promising 
Measures for Testing 

ACTION REQUESTED 
Staff requests that JPACT continue discussion of the key policy 
elements and most promising measures identified to date for 
testing.  
 
In June, staff will report back on stakeholder feedback received 
on the elements and measures and seek direction on testing 
potential elements and measures through case studies during 
the summer.  
 
POLICY QUESTIONS FOR DISCUSSION 
See Attachment 1 

Thinking about the different ways that people travel and goods 
move in our region: 

1. Are the elements identified the most important 
elements of mobility to include in an updated state and 
regional mobility policy for the Portland region? 
Anything missing? 

2. Do any of the measures stand out as being especially 
important to measuring mobility? Anything missing? 

3. Which mobility elements and measures are most 
important in these different contexts: 
 downtowns and other mixed-use areas 
 industrial areas 
 major urban travel corridors (e.g., McLoughlin Blvd., 

82nd Ave., Tualatin Valley Highway)  
 throughways (I-5, I-205, I-84, US 26, OR 217)? 

BACKGROUND 
Metro and the Oregon Department of Transportation (ODOT) 
are working together to update the policy on how we define 
and measure mobility in the Portland region in the Oregon 
Highway Plan (OHP), Regional Transportation Plan (RTP), 
local transportation system plans (TSPs) and corridor plans, 
and during the local comprehensive plan amendment process.  

What is the Regional Mobility Policy? 
State, regional and local transportation 
plans have many policies; the mobility 
policy is just one of them.  

Last updated in 2000, the region’s 
mobility policy relies on a vehicle-based 
measure of mobility and thresholds 
adopted in the Regional Transportation 
Plan (RTP) and Policy 1F of Oregon 
Highway Plan (OHP). The measure is 
referred to as the volume-to-capacity 
ratio (v/c ratio).  

In the past, people often thought of 
mobility as our system of roads and how 
we use them—the way traffic flows 
throughout the day. And, historically, 
planners and engineers have evaluated 
performance of transportation systems 
using the v/c measure for these 
purposes: 

 System planning for the future* 

 Evaluating impacts of local 
comprehensive plan amendments* 

 Mitigating development impacts 

 Managing and designing roads 

That is limiting for a growing region and 
transportation system that is far more 
complex. An improved mobility policy 
should consider and balance mobility for 
people riding a bus or train, biking, 
walking or moving goods. It should 
consider why, where, and when people 
need to travel, how long it takes to reach 
a destination, how reliable the trip is and 
if the system is safe for all users. 

* The focus of this update. 
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The current 20-year old mobility policy is contained in both the 2018 Regional 
Transportation Plan (RTP) and Policy 1F (Highway Mobility Policy) of the Oregon Highway 
Plan (OHP). The policy relies on a vehicle-based measure of mobility (and thresholds) to 
evaluate current and future performance of the motor vehicle network during peak travel 
periods. The measure, also known as the v/c ratio, is the ratio of motor vehicle volume to 
motor vehicle capacity of a given roadway. 

The 2018 RTP failed to meet state requirements for demonstrating consistency with the 
OHP Highway Mobility Policy (Policy 1F) under the current mobility targets for the region. 
As a result, ODOT agreed to work with Metro to update the mobility policy for the Portland 
metropolitan area in both the 2018 RTP and OHP Policy 1F.  

The 2018 RTP is built around four key priorities of advancing equity, mitigating climate 
change, improving safety and managing congestion. When the mobility policy update was 
defined and adopted unanimously in Chapter 8 of the 2018 RTP, JPACT and the Metro 
Council recognized this work must better align how we measure mobility and adequacy of 
the transportation system for people and goods with RTP policy goals for addressing 
equity, climate, safety, and congestion as well as support other state, regional and local 
policy objectives, including implementation of the 2040 Growth Concept and the region’s 
Climate Smart Strategy. This comprehensive set of shared regional values, goals and related 
desired outcomes identified in the RTP and 2040 Growth Concept, as well as local and state 
goals are guiding to this update.   

Project timeline 

Shown in Figure 1, the Regional Mobility Policy update began in 2019 and will be 
completed March 2022. 

Figure 1. Project Timeline 
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A summary of activities and products completed to date follows. 

2019 Activities and Products 
From April to Dec. 2019, Metro and ODOT worked closely together and with local, regional 
and state partners to scope the project, seeking feedback on the project objectives and 
proposed approach. JPACT and the Metro Council approved the project work plan and 
engagement plan for this effort in November and December 2019, respectively. 

A Scoping Summary factsheet describing the process and key themes from stakeholder 
feedback and a Stakeholder Interviews Report posted on the project website at: 
oregonmetro.gov/mobility.  

Overall, there is broad support and enthusiasm for an updated policy that accounts for all 
modes of travel and a broader array of outcomes beyond the level of vehicle congestion.  
Stakeholders also broadly supported the project objectives and the need for an updated 
policy. See Attachment 3 for the project objectives adopted in the work plan by JPACT and 
the Metro Council in 2019 with MPAC support. 

2020 Activities and Products 

Several activities were completed in 2020 that will serve as foundational resources for the 
remainder of the project:  

 Consultant Selection Process. From January to July, Metro and ODOT finalized an 
Intergovernmental Agreement (IGA) and completed the consultant selection process. 
Led by Kittelson and Associates, the selected consultant team also includes land use and 
transportation planners, engineers, attorneys and engagement specialists from several 
firms, including Fehr and Peers, Angelo Planning Group, Equitable Cities LLC, Bateman 
Seidel and JLA Public Involvement. 

 Portland State University’s Synthesis Research on Current Measures and Tools. From 
late Fall 2019 to June 2020, the Transportation Research and Education Center 
(TREC)/Portland State University documented current mobility-related performance 
measures and methods being used in the Portland region, statewide and nationally. The 
report reviews the existing mobility policy and summarizes current practices in 
measuring multimodal mobility. Intended to serve as a starting point, key findings from 
this work include: 

o There is no single definition of mobility throughout the transportation industry. 
The definition of mobility and the types of measures, methods and thresholds 
chosen will have significant impacts on the outcomes. 

o A variety of measures and methods are available to consider that are already 
used locally, regionally and by ODOT; no single measure emerged that could 
clearly apply to all applications (i.e., system planning, plan amendments, 
development review, roadway design and management/operations). 

o There is a need to consider measures that can show progress toward multiple 
RTP goals, including transportation equity, safety, climate leadership, 
accessibility, system completeness, and reliability. 

o Methods and thresholds should be well-documented and based on substantial 
evidence (i.e., academic/scientific research). 
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o Existing data and tools cannot account for all the things we want to account for – 
particularly pedestrian travel and transportation demand management. The 
updated policy, measures and methods will drive future data collection and 
analysis tool development/refinement. 

o It is important that legal, planning, development review and engineering 
practitioners be engaged throughout the process and especially around how the 
policy gets implemented.  

 ODOT Oregon Highway Plan Mobility Policy White Paper. The Oregon Transportation 
Commission (OTC) will be updating the Oregon Transportation Plan and Oregon 
Highway Plan during the next couple of years and will conduct its own statewide 
stakeholder engagement process to inform those plan updates. This project provides an 
opportunity for coordination and for the region to help inform those efforts. In August 
2020, ODOT prepared a complementary white paper documenting the history and 
current use of the mobility policy statewide as well as considerations and potential 
approaches for updating the policy. The white paper includes a summary of stakeholder 
interviews.  

 Research on Examples of Current Approaches in the Portland Area.  Since the 
1990’s, the current regional mobility policy has guided how streets and highways are 
planned for and managed in communities in the greater Portland area. The project team 
worked with individual cities and counties and county coordinating committees 
technical advisory committees (TACs) to identify and document examples of how the 
current mobility policy has been applied in the Portland region – in transportation 
system plans (TSPs), a corridor plan, several comprehensive plan amendments, local 
development review proposals with a transportation impact analysis and project 
design.  

Figure 2. Applications of the current mobility policy 

 

The research found the v/c ratio is more strictly applied as we move from system 
planning to plan amendments to development review to project design. It is a target in 
system plans and but often used as a standard in the other three applications. 
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Shown in Figure 3, the selected examples cover a range of state and regional 
transportation facilities (i.e., throughways1 and state- and locally-owned arterials, 
including state and regional freight routes and enhanced transit corridors), 2040 land 
use contexts, geographies and availability of travel options. The research identifies 
strengths and weaknesses of the current v/c measure and policy as well as 
opportunities for improvement to be addressed with the updated mobility policy for the 
Portland area.  

Figure 3. Locations of Examples of Current Approaches 

 
 

The series of individual factsheets are included in the meeting packet and published on 
the Metro project website. The examples will provide a starting point for testing 
potential measures and updated policy approaches this summer through 4 to 6 case 
studies.  

                                                                    
1 Throughways are designated in the 2018 RTP and generally correspond to Expressways designated in the OHP. 
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Key findings from this work include: 
 
Transportation system planning 
o The current mobility policy and v/c measures 

are typically used in combination with other 
multimodal policies and measures in the 
development of transportation system plans 
and are not a barrier to good decision-making in 
transportation system plans.  

o The v/c ratio as the only measure of mobility is 
not consistent with the current view of mobility 
being about people and goods, not just motor 
vehicles. The updated mobility policy and 
measures need to reflect the many aspects of 
mobility, including all users' ability to get to the 
places they want or need to go by a range of 
modes. Flexibility is needed to apply different 
approaches in different areas based on land use 
and transportation contexts and multimodal functions of transportation facilities. 

o The financially constrained RTP project list developed during system planning 
serves as the basis for local governments making subsequent plan amendment 
decisions affecting State Highways under the Transportation Planning Rule (Section 
0060). Unlike the RTP, local TSPs are not required to include a financially 
constrained project list, though some jurisdictions choose to do so.  

o Metro applies the RTP RMP v/c targets on arterial roadway links during 
development of the RTP while local governments and ODOT apply the RTP and OHP 
v/c targets at both the roadway link and intersection levels. The OHP v/c targets are 
applied to state transportation facilities. 

 
Plan amendments  
o ODOT and local agencies would like more 

multi-modal measures that could be applied 
to plan amendments. 

o Plan amendments should focus more on 
consistency with an adopted local 
transportation system plan not just 
consistency with the mobility policy v/c 
standard as the primary evaluation method. 

o While the TPR provides more flexibility in 
evaluating plan amendments than is being 
utilized (Section -0060 references the facility 
owner’ or operators’ performance standards), 
many local governments evaluate 
transportation impacts of plan amendments 
using the OHP v/c standard because it 
constitutes the best known, most easily used and widely accepted measure. 

System Planning 
Under Oregon’s land use program, system 
planning results in a land use decision 
that integrates land use and 
transportation to provide long-range 
direction on the development of 
transportation facilities and services for 
all modes to serve adopted land use 
plans. System planning includes regional 
and local transportation system plans, 
corridor plans, ODOT facility plans and 
other area plans.  
 

Plan Amendments 
Under Oregon’s land use program, plan 
amendments are city or county land use 
decisions that change a comprehensive 
plan or zoning text or map within their 
boundary.  Plan amendments must 
comply with the Oregon Transportation 
Planning Rule (Section -0060). This means 
a jurisdiction must determine if there are 
any significant impacts to planned 
transportation facilities and if so, mitigate 
those impacts.  
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o The OHP Policy 1F Table 7 mobility policy v/c thresholds are applied as standards 
to determine whether the plan amendment has a significant effect on state 
transportation facilities. 

o There are a variety of mitigation options available (provided in Section -0060) to 
help meet the mobility policy when the OHP Table 7 v/c standard cannot be met on 
state transportation facilities, including safety improvements, multimodal 
improvements, and transportation system and demand management actions. 
However, the process of agreeing on methods and assumptions in pursuing these 
options can be time-consuming and costly.  

o The v/c target used during system planning is often not met in many locations in 
financially constrained TSPs. This makes it difficult for subsequent plan 
amendments to meet the adopted mobility standard. 

o In effect, the OHP v/c standard has more importance in plan amendments than 
during system planning. 

 Research on State and Regional Policy Framework and Past Stakeholder Input on 
Mobility Shape Key Policy Elements and Potential Measures to Consider for 
Testing. The project team reviewed existing state and regional policy documents and 
past stakeholder input from the 2018 Regional Transportation Plan update, 
development of the Get Moving 2020 funding measure and the Scoping Engagement 
Process for this effort.  

Based on this review and subsequent feedback received through two workshops with 
the Transportation Policy Alternatives Committee (TPAC) and Metro Technical 
Advisory Committee (MTAC) in fall 2020, five key transportation outcomes were 
identified as integral to how we view mobility in the Portland region: 
 
Potential Mobility Policy Elements 
 Access – All people and goods can get where they need to go. 
 Time Efficiency – People and goods can get where they need to go in a reasonable 

amount of time. 
 Reliability – Travel time is reliable or predictable for all modes. 
 Safety – Available travel options are safe for all users. 
 Travel Options – People can get where they need to go by a variety of travel 

options or modes.  
 
TPAC and MTAC also provided feedback on criteria to be used to screen and select 
potential mobility performance measures for testing that address one or more mobility 
policy elements.  Since January 2021, the Consultant team applied the criteria through a 
four-step process (shown in Figure 4) to narrow a list of 38 potential mobility measures to 
12 potential mobility measures that appear most promising for testing through case 
studies this summer.  
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Figure 4: Screening Process to Inform Selection of Potential Mobility Measures for Testing  

 
 
Attachment 1 summarizes the potential mobility policy elements and most promising 
measures identified for testing that will be the focus of upcoming engagement activities. 
The most promising measures from this screening process are in order from highest to 
lowest screening score. A separate memo (and supporting appendices) documenting each 
step of the screening process is available on the project website. 

NEXT STEPS 

As shown in Figure 5 and Attachment 2, throughout April and May, Metro and ODOT will 
engage regional advisory committees, county coordinating committees (staff and policy-
levels), and other stakeholders to seek feedback on the key policy elements and most 
promising measures identified to date.  

Figure 5: Key Engagement Opportunities  

 
June 2021 – Together, the technical screening process and stakeholder input will help 
shape staff’s recommendation to JPACT and Metro Council on the key policy elements and 
measures to be further evaluated and tested through case studies. In June, staff will report 
back on stakeholder feedback received on the elements and measures and seek JPACT and 
Metro Council direction on testing potential elements and measures through case studies 
during the summer.   

Step 1

•Identify Potential 
Measures Related 
to Policy Elements 
(Completed in the 
‘Best Practices’ 
Memorandum) 

•38 measures

Step 2

•Evaluate 
Measures using 
Screening Criteria

•Rank Measures 
Based on 
Screening Score

•38 measures

Step 3

•Identify Top 
Scored Measures 
for Each Policy 
Element

•17 measures

Step 4

•Further Filter Top 
Scoring Measures 
to Identify Most 
Promising for 
Testing

•12 measures
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See page 2 for 
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Summer 2021 – In summer 2021, the project team will test the elements potential 
measures through case studies. Through the case studies, the team will evaluate which 
measures are most feasible and useful in measuring mobility.  

Considerations for the case studies include: 

 Measures may be used differently for different applications (i.e. system planning 
versus plan amendments). 

 Although there can be multiple targets that the region is measuring against, it is 
recommended to only have one standard per specific planning context. When there 
are multiple standards, it becomes more difficult to meet all. 

 Not all measures are easily applied as a standard. At the system planning-level, a 
measure may be applied as a target, with assessment whether a system is trending 
appropriately or if a project is projected to move the system closer to the target. 

Fall 2021 – In Fall 2021, staff will report the results of the case studies to stakeholders and 
decision-makers. Staff will continue to engage TPAC and MTAC in developing an updated 
regional mobility policy and implementation plan for public review and discussion in early 
2022 by JPACT, MPAC, and the Metro Council. This work will include crafting draft policy 
language and guidance related to use and applicability of the recommended performance 
measures. 

Jan. – March 2022 – This project will recommend amendments to the mobility policy 
contained in the 2018 RTP and Policy 1F of the OHP for the Portland metropolitan region 
for consideration by JPACT, the Metro Council and the OTC.  

In addition, this project will develop guidance to jurisdictions on how to balance multiple 
policy objectives and document adequacy, i.e. consistency with the RTP and OHP, in both 
transportation system plans (TSPs) and plan amendments, when there are multiple 
measures and targets in place. Finally, the project will recommend considerations for 
future local, regional and state actions outside the scope of this project to implement the 
new policy and to reconcile differences between the new TSP and plan amendment 
measures and targets and those used in development review and project design processes. 

Pending “tentative” approval and direction by the JPACT, the Metro Council and expressed 
support from the OTC in early 2022, the updated policy will be applied in the next update 
to the RTP (due in Dec. 2023). In addition, the recommended policy will be forwarded to 
the OTC for consideration as an amendment to the OHP 1F (Table 7 and related policies for 
the state-owned facilities in the Portland region).  

Pending adoption in the 2023 RTP by JPACT and the Metro Council and amendment of the 
OHP by the OTC, the updated policy will guide development of regional and local 
transportation plans and studies, and the evaluation of potential impacts of plan 
amendments and zoning changes subject to the Transportation Planning Rule. 
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Packet material: 
Attachment 1. Potential Mobility Policy Elements and Most Promising Performance 
Measures for Testing 
 
Attachment 2. Stakeholder and Public Engagement - Spring 2021 
 
Attachment 3. Project Objectives 
 
Project Factsheet (Spring 2021) 

Examples of Current Approaches Factsheets (April 2021) 
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Potential Mobility Policy Elements and Most Promising Performance Measures to Consider for Testing  
Metro and the Oregon Department of Transportation (ODOT) are working together to update the policy on how we define and measure mobility in 
the Portland region in the Oregon Highway Plan (OHP), Regional Transportation Plan (RTP), local transportation system plans (TSPs) and corridor 
plans, and during the local comprehensive plan amendment process. This document summarizes the potential mobility policy elements and most 
promising performance measures being considered for testing through case studies. Throughout April and May, Metro and ODOT will engage the 
Metro Council, regional advisory committees (JPACT and the Metro Policy Advisory Committee), county coordinating committees (staff and policy-
levels), and other stakeholders to seek feedback on the key policy elements and most promising measures. In June, staff will report back on 
stakeholder feedback received on the elements and measures and seek JPACT and Metro Council direction on the measures to be recommended 
for testing. 

Potential Mobility Policy Elements 
The project team reviewed existing state and regional policy documents and past stakeholder input from the 2018 Regional Transportation Plan 
update, development of the Get Moving 2020 funding measure and the Scoping Engagement Process for this effort. Based on this review and 
subsequent feedback received through two workshops with the Transportation Policy Alternatives Committee (TPAC) and Metro Technical Advisory 
Committee (MTAC) in fall 2020, five key transportation outcomes were identified as integral to how we view mobility in an urban environment, 
specifically in the Portland region: 

 Access – All people and goods can get where they need to go.   

 Time Efficiency – People and goods can get where they need to go in a reasonable amount of time.  

 Reliability – Travel time is reliable or predictable for all modes. 

 Safety – Available travel options are safe for all users. 

 Travel Options – People can get where they need to go by a variety of travel options or modes. 

TPAC and MTAC also provided feedback on criteria to be used to screen and select potential mobility performance measures for testing that address 
one or more mobility policy elements.  Since January 2021, the Consultant team applied the criteria through a four-step process to narrow a list of 
38 potential mobility measures to 12 potential mobility measures that appear most promising for testing through case studies this summer.  The 
screening process is summarized on page 2. 

Most Promising Performance Measures to Consider for Testing  
The most promising performance measures to consider for testing are shown below, listed in order from highest to lowest screening score. As a 
group, the measures cover all modes. Seven of the 12 measures relate to more than one mobility policy element. Seven of the measures can be 
used for both system planning and plan amendments, the focus of this regional mobility policy update.  
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13A 
Multimodal Level of 
Service (MMLOS)  

MMLOS is a level of service (LOS) system that 
measures the quality and level of comfort of 
facilities per mode based on factors that 
impact mobility from the perspectives of 
pedestrians, cyclists, and transit riders, 
respectively. 

    All modes   

13B 
Level of Traffic Stress 
(LTS) 

Level of traffic stress (LTS) classifies points and 
segments on routes into different categories of 
stress ranging from 1 (low stress) to 4 (high 
stress) based on factors that correlate to the 
comfort and safety of the bicyclist or 
pedestrian using that facility. 

   
Bike, 

Pedestrian 
  

15 
Pedestrian Crossing 
Index 

The distance between pedestrian crossings 
compared to a target maximum distance. 

    Pedestrian   

24 System Completeness 
The percent of planned facilities that are built 
within a specified network 

    All modes   

27 Travel Speed 
Average or a percentile speed for a network 
segment or between key origin-destination 
pairs, during a specific time period. 

   

Vehicle, 
Freight, 
Transit 

  

2 
Accessibility to 
Destinations 

The number of essential destinations within a 
certain travel time or distance, by different 
modes. 

    All modes   

10 
Hours of Congestion/ 
Duration of 
Congestion 

The number of hours within a time period, 
most often within a weekday, where a facility’s 
congestion target is exceeded. 

   

Vehicle, 
Freight, 
Transit 

  

29 
Travel Time Reliability 
(Planning and Buffer 
Travel Time Indexes) 

Indicators of congestion severity that assess 
on-time arrival and travel time variability.    

Vehicle, 
Freight, 
Transit 

  

36 VMT per Capita 
The number of miles traveled by motorists 
within a specified time period and study area, 
per the study area’s population. 

   

Vehicle, 
Freight, 
Transit 

  

28 Travel Time 
Average or a percentile time spent traveling 
between key origin-destination pairs, during a 
specific time period. 

    All modes   

38 V/C for Roadway Links 
The ratio of traffic volume to the capacity of a 
roadway link during a specified analysis period. 

   
Vehicle, 
Freight 

  

37 
Volume-to-Capacity 
Ratio (V/C) at 
Intersections 

The ratio of traffic volume to the capacity of an 
Intersection during a specified analysis period.    

Vehicle, 
Freight 

  

  = direct measure         = indirect measure 
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Together, the technical screening process and stakeholder input will help shape staff’s recommendation to JPACT and Council on the key policy 
elements and measures recommended for testing through case studies.  

Screening Process Leading to Most Promising Mobility Measures For Testing 

 

 13A: Multimodal Level of Service (MMLOS) 

 13B: Level of Traffic Stress (LTS) 

 15: Pedestrian Crossing Index 

 24: System Completeness 

 6: Bicycle/Pedestrian Network 

Directness/Connectivity 

 27: Travel Speed 

 2: Accessibility to Destinations 

 21: Person and Goods Throughput 

 3: Accessibility to Employment 

 5: Accessibility to Transit 

 12: Mode Share 

 10: Hours of Congestion/Duration of 

Congestion 

 9: Freight Delay 

 14: Access to Opportunity Index 

 29: Travel Time Reliability (Planning and 

Buffer Travel Time Indexes) 

 26: Transit Ridership 

 33: Vehicle Miles Traveled (VMT) 

 36: VMT per Capita 

 28: Travel Time 

 34: Vehicle-Bicycle Crashes 

 35: Vehicle-Pedestrian Crashes 

 38: V/C for Roadway Links 

 4: Accessibility to Freight Terminals, Ports, 

and Industry 

 7: Congestion Extent 

 17: Percent System Reliable 

 18: Person Capacity 

 19: Person Hours of Travel (PHT) 

 22: Queuing 

 23: Recurring Delay/Non-Recurring Delay 

 31: Vehicle Hours of Delay (VHD)/Peak Hour 

Excessive Delay 

 20: Person Miles Traveled (PMT) 

 8: Fatal and Serious Injury Crashes and Crash 

Rates 

 25: Total Crashes 

 16: Percent of Congested Traffic 

 1: AADT/Capacity 

 30: Trip Length/Trip Length Distributions 

 11: Level of Service 

 37: Volume-to-Capacity Ratio (V/C) at 

Intersections 

 32: Vehicle Hours Traveled (VHT) 

 13A: Multimodal Level of Service 

(MMLOS) 

 13B: Level of Traffic Stress (LTS) 

 15: Pedestrian Crossing Index 

 24: System Completeness 

 6: Bicycle/Pedestrian Network 

Directness/ Connectivity1 

 27: Travel Speed 

 2: Accessibility to Destinations 

 21: Person and Goods 

Throughput2 

 12: Mode Share3 

 10: Hours of Congestion/ 

Duration of Congestion 

 9: Freight Delay4 

 29: Travel Time Reliability 

(Planning and Buffer Travel Time 

Indexes) 

 33: Vehicle Miles Traveled 

(VMT)5 

 36: VMT per Capita 

 28: Travel Time 

 38: V/C for Roadway Links 

 37: Volume-to-Capacity Ratio 

(V/C) at Intersections 

  13A: Multimodal Level of Service 

(MMLOS) 

 13B: Level of Traffic Stress (LTS) 

 15: Pedestrian Crossing Index 

 24: System Completeness 

 27: Travel Speed 

 2: Accessibility to Destinations 

 10: Hours of Congestion/Duration 

of Congestion 

 29: Travel Time Reliability (Planning 

and Buffer Travel Time Indexes) 

 36: VMT per Capita 

 28: Travel Time 

 38: V/C for Roadway Links 

 37: Volume-to-Capacity Ratio (V/C) 

at Intersections 

Note: All measures from Supporting Document B, 

ranked by screening criteria ranking. 

Note: Top scoring measures for each 

mobility policy element based on 

screening criteria ranking in previous 

step. 

 Note: Further narrowing of the measures 

list based on: ease of analysis, suitability to 

multiple applications, direct correlation to 

mobility, and overlap with other elements. 

Gray measures are not moved forward in the next screening process step. 

The measures above are listed in order from highest to lowest screening score for each step. A memo documenting each step of the 
screening process is available on the project website.

                                                             
1 Removed because of its similarities to System Completeness and Accessibility to Destinations. 
2 Although a useful corridor-level metric, removed because it is difficult to apply. 
3 Removed because it is an outcome and goal for the region, rather than a direct measure of mobility. 
4 Removed because of its similarity to Hours/Duration of Congestion. 
5 Removed because VMT per capita better reflects impacts to mobility. 

Step 2: Measures Ranked by Highest 
to Lowest Screening Score

38 measures

Step 3: Top Scoring Measures from 
Each Element

17 measures

Step 4: Most Promising Mobility 
Measures for Testing

12 measures
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REGIONAL MOBILITY POLICY UPDATE 
2021 SPRING ENGAGEMENT SCHEDULE 
Dates are subject to change pending availability of agenda time.  

 

oregonmetro.gov/mobility         5/10/2021 
 

 

Metro Council and Regional Committees 

Who Date 

Metro Council April 13 

TransPort Subcommittee to TPAC April 14 

Joint Policy Advisory Committee on Transportation (JPACT) April 15 

Metro Policy Advisory Committee (MPAC) April 28 

County Coordinating Committees Various dates from 
April to June Stakeholder Forums 

JPACT May 20 

Transportation Policy Alternatives Committee (TPAC) June 4 

JPACT June 17 

Metro Council (requested) June 29 

 
County Coordinating Committees 

Who Date 

Clackamas County TAC April 27 

East Multnomah County Transportation Committee TAC May 5 

Washington County Coordinating Committee TAC May 6 

East Multnomah County Transportation Committee (policy) May 17 

Clackamas County C-4 subcommittee (policy) May 19 

Washington County Coordinating Committee (policy) June 14 

 
Stakeholder Forums 

Who Date 

Practitioner Forum 1*  April 21, 10 a.m. - noon 

Freight and Goods Forum April 23, 9 - 11 a.m. 

Practitioner Forum 2* April 30, 9 - 11 a.m. 

Community Leaders Forum May 14, 9 - 11 a.m. 

* The two practitioner forums will be the same format/content to provide an option for stakeholders to 
participate on the date that works best for their schedule. 
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Metro/ODOT Regional Mobility Policy Update 

Project purpose and objectives 
(as identified in work plan approved by JPACT and the Metro Council in 2019) 

July 24, 2020 
 
Project purpose 
The purpose of this project is to: 

 Update the regional transportation policy on how the Portland area defines and measures 
mobility for people and goods to better align how performance and adequacy of the 
transportation system is measured with broader local, regional and state goals and policies. 

 Recommend amendments to the Regional Transportation Plan and Policy 1F of the Oregon 
Highway Plan (Table 7 and related policies for the state-owned facilities in the Portland 
metropolitan planning area boundary). 

 
The updated policy will be considered for approval by the Joint Policy Advisory Committee on 
Transportation (JPACT) and the Metro Council as an amendment to the Regional Transportation Plan 
(RTP) as part of the next RTP update (due in 2023). The updated policy for state owned facilities will be 
considered for approval by the Oregon Transportation Commission (OTC) as an amendment to Policy 1F 
of the Oregon Highway Plan.  
 
The updated policy will be applied within the Portland area metropolitan planning area boundary and 
guide the development of regional and local transportation system plans and the evaluation of the 
potential impacts of plan amendments and zoning changes on the transportation system as required by 
Section 0060 of the Transportation Planning Rule (TPR). In addition, the updated policy will provide a 
foundation for recommending future implementation actions needed to align local, regional and state 
codes, standards, guidelines and best practices with the new policy, particularly as it relates to 
mitigating development impacts and managing, operating and designing roads. 
 

Project objectives  
The 2018 RTP is built around four key priorities of advancing equity, mitigating climate change, 
improving safety and managing congestion. The plan recognizes that our growing and changing region 
needs an updated mobility policy to better align how we measure the performance and adequacy of the 
transportation system for both people and goods. The comprehensive set of shared regional values, 
goals and related desired outcomes identified in the 2018 RTP and 2040 Growth Concept, as well as 
local and state goals will provide overall guidance to this work.  

The following project objectives will direct the development of the updated mobility policy that meets 
these broad desired outcomes for the Portland metropolitan region.  
 

The project will amend the RTP and Policy 1F of the OHP to: 

1. Advance the region’s desired outcomes and local, regional and state efforts to implement the 2040 
Growth Concept and 2018 RTP policy goals for advancing equity, mitigating climate change, 
improving safety and managing congestion. 

2. Support implementation of the region’s Climate Smart Strategy, the Statewide Transportation 
Strategy for Reducing Greenhouse Gas Emissions and related policies. 
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3. Provide a clear policy basis for management of and investment in the throughway1 and arterial 
system to better manage growing motor vehicle congestion in the region in order to maintain 
interstate and statewide mobility on the throughway system while providing for intra-regional 
mobility and access by transit, freight and other modes of travel on the arterial roadway system and 
other modal networks. 

4. Develop a holistic alternative mobility policy and associated measures, targets, and methods for the 
Portland region that focuses on system completeness for all modes and system and demand 
management activities to serve planned land uses. The updated policy will: 
a. Clearly and transparently define and communicate mobility expectations for multiple modes, 

users and time periods, and provide clear targets for local, regional and state decision-making.  

b. Provide mobility equitably and help eliminate disparities historically marginalized communities2 
face in meeting their travel needs. 

c. Address all modes of transportation in the context of planned land uses. 

d. Be innovative and advance state of the art practices related to measuring multimodal mobility. 

e. Use transportation system and demand management to support meeting mobility needs.  

f. Help decision-makers make decisions that advance multiple policy objectives. 

g. Address the diverse mobility needs of both people and goods movement. 

h. Balance mobility objectives with other adopted state, regional and community policy objectives, 
especially policy objectives for land use, affordable housing, safety, equity, climate change and 
economic prosperity. 3  

i. Distinguish between throughway and arterial performance and take into account both state and 
regional functional classifications for all modes and planned land uses. 

j. Evaluate system completeness and facility performance for all modes to serve planned land uses 
as well as potential financial, environmental, greenhouse gas and community impacts of the 
policy, including impacts of the policy on traditionally underserved communities and public 
health.  

k. Recognize that mobility into and through the Portland region affects both residents across the 
region and users across the state, from freight and economic perspectives, as well as access to 
health care, universities, entertainment and other destinations of regional and statewide 
importance. 

l. Be financially achievable.  

m. Be broadly understood and supported by federal, state, regional and local governments, 
practitioners and other stakeholders and decision-makers, including JPACT, the Metro Council 
and the Oregon Transportation Commission. 

n. Be legally defensible for implementing jurisdictions. 

o. Be applicable and useful at the system plan, mobility corridor and plan amendment scales.  

                                                        
1 Throughways are designated in the 2018 RTP and generally correspond to Expressways designated in the OHP. 
2 Historically marginalized communities are defined as people of color, people who do not speak English well, low 
income people, youth, older adults and people living with disabilities. 
3 Including the Oregon Transportation Plan, state modal and topic plans including OHP Policy 1G (Major 

Improvements), Oregon Transportation Planning Rule, Metro 2040 Growth Concept, Metro Regional 
Transportation Plan, Metro Regional Transportation Functional Plan and the Metro Congestion Management 
Process. 

Attachment 1
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Project background 

 

 3 

Project requirements and considerations 
The project will address these requirements and considerations: 

1. Comply with federal, state and regional planning and public involvement requirements, including 
Oregon’s Statewide Planning Goals, ORS 197.180, the process set forth in OHP Policy 1F3 and 
associated Operational Notice PB-02. 

2. Consider implications for development review and project design.  

3. Consider implications for the region’s federally-mandated congestion management process and 
related performance-based planning and monitoring activities.  

4. Coordinate with and support other relevant state and regional initiatives, including planned updates 
to the Oregon Transportation Plan and Oregon Highway Plan, the ODOT Region 1 Congestion 
Bottleneck and Operations Study II (CBOS II), the ODOT I-205 Tolling Project, the ODOT I-5 Tolling 
Project, Metro Regional Congestion Pricing Study, the Metro Regional Transportation System 
Management and Operations (TSMO) Strategy update and the Metro jurisdictional transfer 
framework effort. 

5. Document data, tools and methodologies for measuring mobility. 

6. Provide guidance to jurisdictions on how to balance multiple policy objectives and document 
adequacy, i.e. consistency with the RTP and OHP, in both transportation system plans (TSPs) and 
plan amendments, when there are multiple measures and targets in place. 

7. Recommend considerations for future local, regional and state actions outside the scope of this 
project to implement the new policy and to reconcile differences between the new system plan and 
plan amendment measures and targets and those used in development review and project design. 

Attachment 1
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https://www.oregonmetro.gov/sites/default/files/2019/05/28/RTP-Appendix_L_CMP%20RoadmapFinal20181206_updated_safety_tables.pdf
https://www.oregon.gov/odot/Planning/Pages/Plan-Development.aspx
https://www.oregon.gov/odot/Planning/Pages/Plan-Development.aspx
https://www.oregon.gov/odot/tolling/Pages/I-205-Tolling.aspx
https://www.oregon.gov/odot/tolling/Pages/I-5-Tolling.aspx
https://www.oregon.gov/odot/tolling/Pages/I-5-Tolling.aspx
https://www.oregonmetro.gov/regional-congestion-pricing-study
https://www.oregonmetro.gov/regional-transportation-system-management-and-operations-plan
https://www.oregonmetro.gov/regional-transportation-system-management-and-operations-plan
https://www.oregonmetro.gov/tools-partners/guides-and-tools/jurisdictional-transfer-assessment
https://www.oregonmetro.gov/tools-partners/guides-and-tools/jurisdictional-transfer-assessment


Spring 2021

Regional mobility policy update
This joint effort between Metro and the Oregon 
Department of Transportation will update the way the 
region defines mobility and measures success.

Project overview 
The purpose of this project is to update how mobility is defined and 
measured in the Regional Transportation Plan (RTP) and local 
transportation system plans (TSPs), and during the local 
comprehensive plan amendment process in the Portland area. The 
updated policy (and associated measures, targets and standards) will 
guide the development of regional and local transportation plans and 
studies, and the evaluation of potential impacts of plan amendments 
and zoning changes on the transportation system. 

What is the regional mobility policy? 
The region’s current mobility policy relies on a vehicle-based measure 
and thresholds adopted in the RTP and Policy 1F (Highway Mobility 
Policy) of Oregon Highway Plan (OHP). The measure is referred to as 
the volume-to-capacity ratio (v/c ratio). As the primary way of 
measuring vehicle congestion on roads and at intersections, the 
current measure is used to calculate the number of motor vehicles 
relative to the motor vehicle capacity of a given roadway during peak 
weekday travel times (currently defined as being from 4 to 6 p.m.).

Why update the policy now?
We are a region on the move – and a region that is rapidly growing. 
More than a million people need to get to work, school, doctor’s 
appointments, shopping, parks and home again each day. With a 
half-million more people expected to live in the Portland area by 2040, 
it’s vital to our future to have a variety of safe, affordable and reliable 
options for people to get where they need to go – whether they’re 
driving, riding a bus or train, biking, walking or moving goods.

oregonmetro.gov/mobility
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Key terms

Policy: a statement of intent 
and direction for achieving 
desired outcomes at the 
regional and system level.

Measure: a metric that is 
used to set targets and 
standards and to assess 
progress toward achieving 
the policy. The current 
measure for mobility is 
defined as a ratio of vehicle 
volume-to-capacity (v/c ratio).

Target: a specific level of 
performance that is desired 
to be achieved within the time 
horizon of transportation 
system plans. The RTP and 
OHP define v/c-based targets 
of .99 and 1.1

Standard: a performance 
threshold that is less flexible 
than a target. ODOT and local 
governments use the v/c ratio 
to regulate plan amendments, 
mitigate development 
impacts and determine road 
design requirements at a local 
or project level.

The 2018 RTP identified the need to update the plan’s 20-year old 
“interim” mobility policy so that it better aligns with the 
comprehensive set of shared regional values, goals and desired 
outcomes identified in the RTP and 2040 Growth Concept, as well as 
with local and state goals.

There are several reasons why the time is right to begin an update to 
the mobility policy and associated measures for the Portland region.

•	 The current policy and measure focus solely on vehicles and do 
not measure mobility for people riding a bus or train, biking, 
walking or moving goods.

•	 The targets and standards in the current policy do not reflect the 
fiscal capacity of ODOT and local governments to construct 
transportation projects necessary to meet the mobility policy. 
This is especially true in planned growth areas including urban 
growth boundary expansion areas.

•	 Projects that are built to the current adopted targets and  
standards may have undesirable land use, housing, air quality and 
environmental impacts. 

•	 The 2018 RTP failed to meet the current target, particularly for 
the region’s throughway system, triggering the need to consider 
alternative approaches for measuring mobility and success under 
state law.

•	 The Oregon Transportation Commission (OTC) will be updating 
the Oregon Transportation Plan and Oregon Highway Plan 
during the next couple of years and will conduct its own 
statewide stakeholder engagement process to inform those plan 
updates. This project provides an opportunity for coordination 
and for the region to help inform those efforts. 

What are our expected outcomes? 

The project’s primary outcome is to recommend an updated mobility 
policy, measures and performance targets for the greater Portland 
region that clearly define mobility expectations for people and goods.

The process will result in policy recommendations to the Joint Policy 
Advisory Committee on Transportation (JPACT), the Metro Council 
and the Oregon Transportation Commission (OTC). Pending approval 
by JPACT and the Metro Council and concurrence from the OTC, the 
updated policy for the Portland region will be applied and 
incorporated in the next update to the RTP (due in 2023). The OTC 
will be asked to consider adoption of the updated mobility policy for 
the Portland region, including amending Table 7 in Policy 1F 
(highway mobility policy) in the OHP. 
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Current uses of the volume-to-capacity ratio in the Portland region 

*

*

* focus of this update

Regulating developmen 

Who: Metro, ODOT, cities, counties and consultants.
What: Evaluate traffic performance of roads and intersections given current and projected population 
and jobs.
When: Updates to transportation system plans (TSPs) and development of corridor or area plans, 
including concept plans, using thresholds defined in the RTP, OHP and local transportation plans.
Why: Diagnose the extent of vehicle congestion to identify deficiencies and projects to address them, and 
determine consistency of the RTP with the OHP for state-owned facilities.

Regulating developmen

Who: Cities, counties and consultants, in coordination with ODOT.
What: Evaluate the potential impacts of land use zoning changes on roads and intersections, including 
state-owned roads as required by the TPR during development review.
When: Amendments to land use zoning designations using thresholds defined in the OHP.
Why: Identify mitigation measures to address transportation impacts anticipated from a new or changed 
land use designation. 

Mitigating development impacts

Who: Cities, counties and developers.
What: Collect fees based on the development of or use of land or identify needed transportation project(s) 
in-lieu of fees. Projects typically include expanding capacity to add new travel lanes, turn lanes and/or 
signals.
When: Development approval process using thresholds defined in local transportation plans and the 
OHP.
Why: Mitigate traffic impacts from new development.

Managing and designing roads

Who: Cities, counties, ODOT and consultants.
What: Calculate anticipated volume-to-capacity ratio of project area using thresholds defined in the 2012 
Oregon Highway Design manual and criteria in ODOT’s 2020 Blueprint for Urban Design for state-owned roads.
When: Operations and project design, including preliminary engineering. 
What: Inform the design of roads and intersections, such as the number of travel lanes and turn lanes,
and signal operations.

Planning for the future

Regulating plan amendments

Mitigating development impacts

Managing and designing roads
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To sign up for project 
updates and learn more, visit 
oregonmetro.gov/mobility

Project contacts: 
 
Kim Ellis 
Metro project manager 
Kim.Ellis@oregonmetro.gov 

Lidwien Rahman 
ODOT project manager 
Lidwien.Rahman@odot.state.or.us 

Where are we now? 

Informed by research and input from stakeholders, the project team 
has identified five key transportation outcomes that are integral to 
how we view mobility in the Portland region. This spring, Metro and 
ODOT are engaging policymakers, practitioners, community leaders 
and other stakeholders to help shape the potential elements and 
measures to include in the updated mobility policy. Regional decision-
makers will work together to develop the recommended outcomes 
and measures. In June, JPACT and the Metro Council will be asked to 
direct staff on the measures to be tested through case studies this 
summer.

The process to update the regional mobility policy started in 2019 and 
will continue through spring 2022.

Potential new measures to 
be explored

The volume-to-capacity (v/c) 
ratio has been the primary 
way to measure the region’s 
mobility. We will continue to 
explore different approaches 
to applying  v/c in addition 
to other ways to measure 
the health and success of 
the transportation system, 
including: 

•	 Multimodal level of service 
(MMLOS) 

•	 Level of traffic stress (LTS)
•	 Pedestrian Crossing Index
•	 System completeness
•	 Travel speed
•	 Accessibility to Destinations
•	 Hours of congestion/duration 

of congestion
•	 Travel Time Reliability 

(Planning and Buffer Travel 
Time Indexes)

•	 Vehicle miles traveled (VMT)
per capita

•	 Travel time

Next steps  
Spring 2021 
Report on examples of current 
approaches
Seek input on potential policy elements 
and potential mobility measures to test
Summer 2021 
Test measures with case studies

Fall 2021
Report findings 
Draft policy and implementation plan
Winter - Spring 2022
Public review and refinement
Final policy recommendations go to 
JPACT, the Metro Council and the 
Oregon Transportation Commission

Potential Mobility Policy 
Elements
Access - All people and goods 
can get where they need to go.  

Time Efficiency-  People and 
goods can get where they need 
to go in a reasonable amount 
of time. 

Reliability- Travel time is reliable 
or predictable for all modes.

Safety- Available travel options 
are safe for all users.

Travel Options- People can 
get where they need to go by 
a variety of travel options or 
modes.

Key engagement opportunities

Spring Summer
Test elements 
and measures 
using case 
studies 

Winter

Direction on 
key mobility 
elements and 
measures 

Direction on 
updated policy, 
implementation 
actions 

Identify potential 
mobility elements
and key measures 

Fall
2021 2022

Spring
Develop 
recommended 
mobility policy 
and action plan

En
ga

ge
m

en
t /

de
ci

si
on

-m
ak

in
g 

We are 
here

45-day comment 
period and hearing

Consider interim 
approval by Res., 
pending adoption 
of 2023 RTP 

Metro Council action on JPACT recommendations

Oregon Transportation Commission action on Metro Council and JPACT recommendations

Stakeholder forums and briefings

TBD
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Regional Mobility Policy Update
Examples of Current Approaches | Overview

Introduction
Metro and the Oregon 
Department of Transportation 
(ODOT) are working together 
to update the policy on 
how mobility is defined and 
measured in the Portland area 
in the Regional Transportation 
Plan (RTP), local transportation 
system plans (TSPs), and when 
evaluating the traffic impacts 
of local comprehensive plan 
amendments. 

The current regional mobility 
policy (RMP) is contained in 
both the RTP and the Oregon 
Highway Plan (OHP) Highway 
Mobility Policy 1F. 

The current policy is vehicle-
focused and measures 
congestion levels using the ratio 
of the number of vehicles on 
a roadway (known as volume) 
during the typical commute 
time to its vehicle capacity. The 
measure is known as the volume-
to-capacity ratio (v/c). 

Since the 1990s, the current 
regional mobility policy has 
guided how streets and 
highways are planned for and 
managed in communities in the 
greater Portland area. Policy 
1F of the OHP supports and 
offers flexibility for the region to 
develop a more comprehensive 
approach to defining and 
measuring mobility—that is the 
focus of this effort.

This overview and the factsheets 
that follow summarize current 
practices related to how the 
mobility policy in the RTP and 
the OHP are used in different 
planning applications and 
identify opportunities for 
improvement in an updated 
policy. The factsheets were 
developed through document 
review and interviews conducted 
with agency staff on 12 examples 
of recent system plans, plan 
amendments, and development 
proposals. 
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Date 7/15/2020

1    2018 Regional Transportation Plan

2    Portland Central City 2035 Plan and MMA

3    Colwood Industrial District Plan Amendment

4    Troutdale Reynolds Industrial Park

5    Rock Creek Mixed Employment District

6    Oregon City TSP and OR 213 Mobility Standards

7    Willame�e Falls District Plan and Downtown District/MMA

8    Commons on the Tualatin Apartments

9    Tigard Triangle District Plan

10  West End District Mixed-Use Development   

11   Tualatin Valley Highway/OR 8 Corridor Plan

12   South Hillsboro Community Plan Development

Regional
Mobility
Policy 
Update

Examples of Current Approaches
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Under Oregon’s land use program, system planning results in a land use decision that integrates land use and transportation to provide long-
range direction on the development of transportation facilities and services for all modes to serve adopted land use plans. System planning 
includes regional and local TSPs, corridor plans, ODOT facility plans, and other area plans. 

Current Practice
•	 The RTP RMP and Table 7 of the OHP Policy 1F v/c measure and thresholds are used as targets 

in conjunction with other multimodal policies, measures, and targets to define acceptable levels 
of traffic performance, identify transportation needs where those performance levels are not 
met, and prioritize transportation investments to meet those needs.  

•	 The RTP and OHP do not provide clear guidance for how to balance  multiple policies and 
needs. Oregon’s Transportation Planning Rule (TPR) requires consideration of a number of 
criteria when developing TSPs, including reducing reliance on any one transportation mode and 
reducing vehicle miles traveled, but does not set expectations for how to prioritize projects to 
address needs.

•	 Other policy objectives and considerations besides meeting adopted v/c targets are taken into 
account during system planning as well as during project prioritization and when developing the 
financially-constrained RTP project list. 

•	 The financially-constrained RTP project list developed during system planning serves as the 
basis for making subsequent plan amendment decisions under the TPR (Section -0060).

•	 Metro applies the RTP RMP v/c targets on arterial roadway links during development of the RTP, 
while local governments and ODOT apply the RTP and OHP v/c targets at both the roadway link 
and intersection levels. The OHP v/c targets are applied to state transportation facilities.

•	 While projects on ODOT facilities or financed with State or federal money are reflected in the 
financially-constrained RTP project list, they are not consistently reflected in local TSPs. 

•	 Unlike the RTP, local TSPs are not required to include a financially-constrained project list, 
though some jurisdictions choose to do so. 

Key Takeaways
•	 V/c is one of many measures being used in system planning and in balance with other policies 

and measures. However, there is broad support for the updated mobility policy to include a more 
complete definition of mobility and multimodal measures by which to evaluate whether system 
plans are achieving desired mobility outcomes. 

•	 Using v/c as the only measure of mobility is not consistent with the current view of mobility 
being about people and goods, not just motor vehicles. The updated mobility policy and 
measures need to reflect the many aspects of mobility, including all users’ ability to get to the 
places they want or need to go by a range of modes. Flexibility is needed to apply different 
approaches in different areas based on land use and transportation contexts and multimodal, 
functions of transportation facilities. 

•	 The current policy does not uniformly reflect the fiscal capacity of ODOT, Metro and local 
governments to construct transportation projects necessary to meet the mobility policy targets. 

•	 The updated policy should result in consideration of both policy tools—such as parking 
management, road pricing, and TDM programs—and multimodal investments as means to 
achieve the updated policy.

•	 Establishing mobility measures and targets that can reasonably be achieved in system plans will 
reduce frustrations with the policy as it is applied to plan amendments. 

•	 The implementation plan for the updated policy should provide guidance for:

	» how to balance and integrate the updated mobility policy with other policies and desired 
outcomes in TSP and RTP decision-making

	» consistency in how the updated policy is measured

	» consistency in how local jurisdictions include projects on ODOT facilities in their TSPs and 
what level of funding they should assume in their financially constrained TSP

System Planning

Regional 
Transportation Plan 
(2018)

01

Examples of Current Approaches (see the pages that follow for details)

Oregon City 
TSP and OR 213 
Alternative

06
Tualatin Valley 
Highway Corridor 
Plan

11
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Current Practice	
•	 Per TPR 0060, adopted standards of an affected transportation facility or service apply to the 

evaluation of plan amendments.

•	 The OHP Policy 1F Table 7 mobility policy v/c thresholds are applied as standards to determine 
whether the plan amendment has a significant effect on State transportation facilities. The v/c 
measure is the only adopted measure in ODOTs various modal and topic plans and therefore the 
only standard that can legally be applied to plan amendments.

•	 Local governments are required by the OHP and the TPR 0060 to provide notice and coordinate 
with ODOT on land use changes that have a potential “significant effect” on state transportation 
facilities. This ensures ODOT is able to participate in decision-making. 

•	 There are a variety of mitigation options available (provided in TPR 0060 and the OHP) to 
help meet the mobility policy when the OHP Table 7 v/c standard cannot be met on State 
transportation facilities. However, the process of agreeing on methods and assumptions in 
pursuing these options can be time consuming and costly. 

•	 The v/c target used during system planning is often not met in many locations within financially-
constrained TSPs. This makes it difficult for subsequent plan amendments to meet the adopted 
mobility standard . 

Key Takeaways
•	 In effect, the OHP v/c standard is more important in plan amendments than during system planning.

•	 There is consistent agency support for a broader set of mobility measures that can be applied to the 
determination of significant effects and potential mitigation measures for plan amendments. 

•	 Different measures, targets or methods may be needed for plan amendments versus transportation 
system plans. The system plan establishes the planned multimodal transportation performance for an 
area, and a plan amendment should look at consistency with that system plan, not just consistency 
with the mobility policy, as the primary evaluation method. 

•	 While plan amendments rely upon the local, regional, and state projects adopted in the RTP 
financially-constrained project list for the traffic analysis, these projects may not be constructed at 
the time of development. This can be a barrier to development when assumed projects have not been 
constructed.

•	 A mechanism for plan amendment applicants to make contributions towards adopted TSP projects is 
needed, not only on city or county streets but also on State highways.

•	 Clear guidance on methodologies and assumptions to be used in transportation impact analyses 
is needed. The updated policy and associated measures and methods should allow consideration 
and evaluation of the entire range of mitigation strategies listed in TPR 0060 and the OHP, 
including safety improvements, multimodal improvements, and transportation system and demand 
management actions. This may require changing local development codes and the ODOT Analysis 
Procedures Manual.

Under Oregon’s land use program, plan amendments are city or county land use decisions that change a comprehensive plan or zoning text 
or map within their boundary. Plan amendments must comply with the TPR (Section -0060). This means a jurisdiction must determine if there 
are significant impacts to planned transportation facilities, and if so, mitigate those impacts. 

Plan Amendments

Examples of Current Approaches (see the pages that follow for details)

Portland Central 
City 2035 and MMA

02
Colwood Industrial 
District Plan 
Amendment

03
Rock Creek Mixed 
Employment District

05
Willamette Falls 
District Plan  
& Downtown District/
Multimodal Mixed-Use Area

07
Tigard Triangle 
District Plan

09
South Hillsboro 
Community Plan 
Development

12
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Current Practice	
•	 While ODOT does not have jurisdiction over development decisions for permitted land uses that do 

not require a plan amendment, coordination with ODOT is required when direct access to the State 
transportation system is requested. Many jurisdictions coordinate with ODOT when a development 
is expected to generate significant traffic on a State highway.

•	 ODOT applies OHP Policy 1F Table 7 as standards to development review when ODOT has 
permitting authority for site access and when providing comments to local jurisdictions during 
public review of the proposed development. 

•	 When development proposals may affect state transportation facilities, ODOT participates in 
the public review of a development application and may make recommendations about how a 
land use approval may be conditioned to protect the function and performance of affected State 
transportation facilities. 

•	 ODOT’s comments are frequently based on whether or not the development can meet the v/c 
mobility targets in the OHP, and may include consideration of impacts to safety, operations and 
bike, pedestrian, transit and other transportation facilities. The comments on needed improvements 
are handled differently by each jurisdiction.

•	 Some local jurisdictions apply OHP Table 7 v/c thresholds as standards for state facilities, but they 
are not required to. Some jurisdictions apply the v/c thresholds as development requirements 
whether or not specified in their development code.

•	 Transportation projects identified in the financially-constrained RTP project list and local TSP are 
not always funded or in place at time of development. 

Key Takeaways
•	 The implementation plan for the updated policy should clarify local application of OHP Table 7 to 

development review.

•	 Local jurisdictions should establish multimodal targets and standards in their plans and implement 
regulations consistent with the updated RMP, OHP Table 7, and their transportation system plans. The 
updated RMP and OHP Table 7 could serve as a model for them, with some flexibility to set their own 
standards for development review.

•	 There is consistent agency support for a broader set of measures that can be applied to development 
review. 

•	 Local jurisdictions would like to apply updated multimodal measures and their associated targets and 
standards to support a proportionality evaluation to help obtain off-site multimodal improvements 
from developers consistent with their TSPs.

Under Oregon’s land use program, development review is a city or county process to evaluate development proposals for compliance with 
the jurisdiction’s adopted development code. The process determines if the proposed development is permitted and consistent with those 
regulations. The complexity of the process varies depending on the size and complexity of the proposed new development being considered, 
including potential transportation impacts. The development review process and standards for determining compliance vary across jurisdictions.

Development Review

Examples of Current Approaches (see the pages that follow for details)

Troutdale Reynolds 
Industrial Park

04
Commons on the 
Tualatin

08
Beaverton West End 
District Mixed-Use 
Development
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Examples of Current Approaches | Transportation System Plan

Regional Transportation Plan (2018) 
Portland Metropolitan Area, OR01

Example

Overview
The 2018 Regional 
Transportation Plan (RTP) is 
a long-range blueprint that 
guides local and regional 
planning and investments for all 
forms of travel throughout the 
Portland metropolitan area—
motor vehicle, transit, bicycle, 
walking, and goods and freight 
movement. 

The RTP is outcomes-based. 
It defines goals, objectives, 
performance targets, policies 
and investment priorities 
to implement the following 
strategies: 

•	 Climate Smart Strategy

•	 Transportation System 
Management and Operations 
Strategy

•	 Regional Transit Strategy 

•	 Regional Freight Strategy

•	 Regional Active  
Transportation Plan

•	 Regional Travel Options 
Strategy 

•	 Regional Transportation 
Safety Strategy 

•	 Regional Emerging 
Technology Strategy

The RTP defines what a 
complete transportation system 
should look like and how it 
should be designed, managed 
and maintained. 

Location:  
Portland Metropolitan Area

Plan Type:  
Regional Transportation 
System Plan for the 
Portland metropolitan area 

Figure 3.13 Regional motor vehicle network

Each of the strategies is 
accompanied by a map showing 
the functional classifications 
or designations of the facilities 
and services that comprise the 
regional system relevant to the 
given mode or topic. 

The RTP also establishes the 
region’s federally-required 
congestion management process 
and related policies.

Current and future 
transportation needs and the 
investments required to meet 
them are identified in the plan. 

The plan also identifies funds the 
region expects to have available 
during a 20-year time horizon 
to build priority investments as 
well as maintain and operate the 
transportation system.

NOTE: Throughways are designated in the 2018 Regional Transportation Plan and 
generally correspond to Expressways designated in the Oregon Highway Plan.
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Overview (cont’d)
In addition to meeting federal 
requirements, the plan serves 
as the regional transportation 
system plan (TSP), consistent 
with Statewide Planning Goals, 
the Oregon Transportation 
Planning Rule (TPR), the 
Metropolitan Greenhouse Gas 
Reduction Targets Rule, and the 
Oregon Transportation Plan and 
its modal and topical plans. 

The plan also addresses a 
broad range of State and 
regional objectives, including 
implementing the following:

•	 2040 Growth Concept. The 
region’s adopted land use plan 
under State law.

•	 Climate Smart Strategy. The 
region’s adopted strategy 
for reducing greenhouse gas 
emissions from cars and small 
trucks under State law. 

The last RTP update was 
adopted in 2018.

How was the 
current mobility 
policy a factor? 
The RTP defines mobility as 
“the ability to move people and 
goods to destinations efficiently 
and reliably.” 

Chapter 2 of the RTP lays out 
11 goals and more than 40 
objectives that guide the region’s 
transportation planning and 
decision-making. 

The plan includes 16 
performance measures that are 
used to evaluate performance of 
the overall system.

Goal 4 (Reliability and Efficiency) 
states “The transportation 
system is managed and 
optimized to ease congestion, 
and people and businesses 
are able to safely, reliably 
and efficiently reach their 
destinations by a variety of travel 
options.” 

Objective 4.1 (Regional Mobility) 
states, “Maintain reasonable 
person-trip and freight mobility 
and reliable travel times for all 
modes in the region’s mobility 
corridors, consistent with the 
designated modal functions of 
each facility and planned transit 
service within the corridor.” 

The RMP v/c target is one of five 
key performance measures used 
to evaluate system performance 
and progress toward achieving 
Goal 4 for throughways, arterials, 
and the regional freight network. 
Other measures are: freight 
delay, transit productivity, 
multimodal travel, and 
multimodal travel times.

The RMP v/c measure is included 
in the 2018 RTP in Section 3.5.4 
Regional Mobility Policy. The v/c 
listed in Table 3.6 are used to 
evaluate roadway congestion. 
While they can apply to any 
part or all of the roadway 
system within the region, they 
are especially applicable to all 
State of Oregon-owned facilities. 
This is because they reproduce 
Policy 1F of the Oregon Highway 
Plan, which lists performance 
targets for statewide operations 
in Table 6, and for the Portland 
metropolitan area in Table 7. 

The RMP is centered solely on 
measuring vehicle congestion 
(v/c). It does not include 
measures of mobility for transit, 
biking, or walking.

Throughway Network Miles Not 
Meeting the RMP  
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Arterial network miles not meeting 
the RMP between 4:00-6:00 PM

Methodologies  
and Measures
•	 The 2018 RTP relies on 

multiple system performance 
measures and targets 
to support the region’s 
transportation planning and 
decision-making. 

Performance measures 
identify gaps and deficiencies. 
Performance targets are for 
tracking progress. 

Chapter 2 of the RTP identifies 
key system performance 
measures. These are listed in 
the table on the next page.

•	 The RMP sets minimum motor 
vehicle performance targets 
(v/c). These targets help 
planners evaluate the extent 
of motor vehicle congestion 
on throughways and arterials 
at different times of day 
and determine if there are 
adequate facilities to meet the 
region’s needs and planned 
land uses. 

These targets were amended 
in the Oregon Highway 
Plan in 2000 and indicate a 
performance level “deemed 
acceptable at the time of...
adoption.”

•	 The RMP language also states 
that “the system analysis 
described in Chapter 7 finds 
that the region cannot achieve 
the mobility policy listed 
in Table 3.6 within current 
funding levels or with the mix 
of investments included in the 
analysis.” 

In practice, the RMP targets 
listed in Table 3.6 are used to 
diagnose areas with significant 
congestion to inform 
strategies to improve system 
performance. 

 

3-56 Chapter 3 | System Policies to Achieve Our Vision 
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Figure 3.9 Regional mobility corridor concept 

 
Note: Idealized concept for illustrative purposes showing recommended range of system analysis for the 
evaluation, monitoring, management and phasing of investments to throughways, arterial streets and transit 
service in the broader corridor. The illustration is modeled after the Banfield corridor that links the Portland 
central city to the Gateway regional center.  

Figure 3.10 shows the general location of mobility corridors in the region. 

Figure 3.10 Mobility corridors in the Portland metropolitan region 

� 

Regional Mobility Corridor Concept

Outcome
The 2018 RTP found that the 
region cannot achieve the v/c 
targets in many locations listed 
in Table 3.6 within current 
funding levels or with the mix of 
investments included in the plan. 

Other parts of the RTP and 
other regional planning policy, 
including the congestion 
management process (CMP), 
define strategies for local 
governments that wish to move 
closer to the RMP v/c target. 
These prioritized strategies 
aimed at efficient operations, 
land use, active transportation, 
managing demand, and other 
strategies. 

The RTP includes a broad 
set of measures that are not 
specifically listed in the RMP, 
many of which address mobility-
related performance outcomes.

The RTP also includes a diverse 
set of policies that help manage 
current and future travel demand 
in the system.

•	 Other parts of the RTP 
offer potential strategies for 
moving closer to the RMP v/c 
targets when the system is 
built out, or to better manage 
congestion. 

The Congestion Management 
Process defined in the 
RTP motor vehicle policies 
provides a wide range 
of strategies focused on 
community design, incentives, 
system management/
operations, congestion 
pricing, active transportation, 
transit, and street/throughway 
capacity. 
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The Regional Mobility Policy 
Update is a joint effort between 
Metro and ODOT. Additional 
information is available at  
oregonmetro.gov/mobility.

Updated April 14, 2021.

Source: ODOT

Source: ODOT

1 VIBRANT 
COMMUNITIES
•	 Access to transit
•	 Access to  

community places

2 SHARED PROSPERITY
•	 Access to jobs
•	 Access to industry 

and freight facilities
•	 Multimodal travel
•	 Affordability
•	 Access to bicycle 

and pedestrian 
parkways

3 TRANSPORTATION 
CHOICES
•	 Mode share

•	 System 
completeness

•	 Access to transit

•	 Access to bicycle 
and pedestrian 
parkways

4 RELIABILITY & 
EFFICIENCY
•	 Multimodal travel
•	 Multimodal travel 

times
•	 Congestion
•	 Freight delay
•	 Transit productivity

5 SAFETY & SECURITY
•	 Crashes (fatal and 

severe injury)

6 HEALTHY 
ENVIRONMENT
•	 Potential habitat 

impact
•	 Potential historical 

resources impact
•	 Potential tribal lands 

impact

7 HEALTHY PEOPLE
•	 Public health
•	 Clean air

8 CLIMATE LEADERSHIP
•	 Greenhouse gas 

emissions
•	 Vehicle miles 

traveled
•	 Climate smart 

implementation

9 EQUITABLE 
TRANSPORTATION
•	 Access to transit
•	 Access to jobs
•	 Access to community 

places
•	 System completion
•	 Affordability

10 FISCAL STEWARDSHIP
•	 Infrastructure 

condition
•	 Sustainable funding

11 TRANSPARENCY AND 
ACCOUNTABILITY
•	 Meaningful 

engagement
•	 Performance-based 

planning

Key System Performance Measures

Opportunities for 
Improvement

Source: ODOT

Strengths & 
Weaknesses of 
Current Policy/
Approach
•	 The RTP is not limited 

to measuring vehicle 
congestion or bound to 
achieve the v/c targets 
listed in the policy. 
Because of that, the 
RTP is not constrained 
to evaluating the motor 
vehicle system. 

•	 The current v/c target 
does not measure 
mobility for people using 
transit, biking, or walking. 
However, the RTP does 
measure other aspects of 
mobility, such as system 
completeness for active 
transportation; non-
single-occupant-vehicle 
mode share; vehicle miles 
traveled per capita; transit 
ridership; and access to 
jobs, community places, 
and ports/industry.

•	 The 2018 RTP failed to 
show that the roadway 
system can meet can meet 
the v/c targets the RMP 
and Oregon Highway Plan 
Table 7 within the 20-year 
planning period.

•	 The current policy does 
not reflect the fiscal 
capacity of ODOT, Metro, 
and local governments to 
construct transportation 
projects needed to meet 
the mobility policy. 

This is especially true in 
planned growth areas 
including urban growth 
boundary expansion areas. 

Projects built to the current 
mobility policy may not 
be consistent with State 
and regional climate, 
equity, safety, vehicle 
miles traveled (VMT), and 
air quality goals, among 
others.

•	 V/c values where volume is 
greater than capacity are 
not logical measurements. 
This condition reflects 
unmet demand.

•	 RTP performance targets 
are tied directly to 
outcomes-based goals 
across nine categories, 
ensuring both the region 
and local jurisdictions 
have policy guidance for 
holistically and equitably 
improving transportation 
system performance. These 
provide more guidance for 
RTP and TSP development 
than for the RMP.

•	 The definition of mobility 
and the measures by 
which the region evaluates 
it should be addressed in 
an updated policy.

•	 The narrow focus of the 
v/c measure of “mobility”  
in the RMP does not 
adequately reflect the 
broader mobility corridor 
concept policy in the RTP.

•	 The RTP reports findings 
on how well it performs 
across many outcomes-
based goals and objectives 
relative to the plan’s 
performance targets. 

These outcomes-based 
goals and objectives (and 
associated measures) can 
be used to help design 
an updated RMP that 
holistically addresses more 
mobility elements beyond 
just vehicle congestion. 
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Regional Mobility Policy Update
Examples of Current Approaches | Legislative Plan Amendment

Central City 2035 and MMA
Portland, OR 02

Example

Overview
In 2016, the City of Portland 
adopted an update to its 
comprehensive plan. Central 
City 2035 (CC35) was developed 
as the first amendment to the 
comprehensive plan. In adopting 
CC35 as an amendment, the City 
also designated the Central City 
as a Multimodal Mixed-Use Area 
(MMA), a designation provided 
for in the TPR. 

Within a designated MMA, local 
governments are no longer 
required to consider traffic 
congestion as a performance 
measure when evaluating plan 
amendments. Evaluation of 
traffic safety and operations 
remains a requirement. 

By designating the Central 
City as an MMA, the City was 
able to shift evaluation of 
its transportation system’s 
performance away from focusing 
purely on congestion for motor 
vehicle travel to consider, 
measures for safety, climate 
change, access to destinations 
and equity.

The MMA designation 
was adopted with ODOT 
concurrence. ODOT was a 
partner in the evaluations 
and assessments leading to 
the designation, including a 
substantial role in technical 
analysis. 

The written concurrence 
between Portland and ODOT 
included specific transportation 
investments needed to address 
identified safety deficiencies, as 

well as procedures for review 
and adoption of future plan 
amendments. 

The TPR requires the following 
characteristics for MMA 
designation:

•	 High-quality connectivity to 
and within the area by modes 
of transportation other than 
the automobile

•	 A denser level of development 
of a greater variety of 
residential, office, retail, 
restaurants, public, open 
space, civic and cultural uses 
than in surrounding areas

•	 A plan and implementing 
measures to encourage and 
maintain these multimodal 
mixed-use characteristics 
through development 
standards

Source: ODOT

30

99E

43

405
Location:  
Portland, OR 
Multnomah County

Plan Type:  
Legislative Plan 
Amendment

•	 An understanding that 
increased automobile 
congestion within and around 
the MMA is acceptable as 
a potential trade-off for 
achieving these multimodal 
mixed-use characteristics

Outcome 
CC35 was adopted as a 
legislative amendment with 
ODOT concurrence, enabling 
the City to pursue more dense 
development in the Central City, 
served by a robust network 
of multimodal transportation 
options. 

A written agreement between 
ODOT and the City of Portland 
affirms the City’s understanding 
that the MMA designation is an 
acknowledgment that increased 
congestion will no longer 
be evaluated in determining 
“significant effect,” for plan 
amendments but that safety 
considerations still apply. 

The agreement identifies specific 
projects to be added to the 
City’s transportation system 
plan. The roadway projects were 
identified to address potential 
queuing at ramp interchanges, 
which can be a safety deficiency 
if queues spill back onto the 
freeway travel lanes. 

Urban centers
Station communities
Industrial area
Employment area

Parks and natural areas
Mainline freight rail
Branchline freight rail
Arterial outside UGB
Arterial
Throughway

Portland
Central City

Portland Central City

High capacity transit

Bus stop
Rail transit station
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Outcome (cont’d)
These projects include: 

•	 SE Yamhill at SE Water 
Avenue Traffic Improvements, 
to install a signal at the 
intersection to reduce queue 
length and provide advanced 
warning sign of queues at exit 
ramp

•	 SW Broadway Traffic 
Improvements, which would 
improve SW Broadway and 
other surface streets to reduce 
vehicle queue on the I-405 SB 
Exit Ramp that connects to 
SW Broadway

•	 I-405/NW Glisan Traffic 
Improvements, which would 
reduce queues on the exit 
ramp

•	 I-405 Safety Study, in the 
transportation system plan 
studies list, which involves 
developing conceptual 

designs for I-405 ramps to 
improve safety and reduce 
weaving conflicts

•	 A number of bicycle 
and pedestrian safety 
improvements were also 
added  

The MMA substantially removes 
many of the traditional traffic 
analyses required for plan 
amendments. The written 
agreement between ODOT and 
the City lays out a new 10-step 
process for evaluating plan 
amendments. 

Some notable steps include 
specific trip generation 
thresholds for determining 
significant effect and guidance 
on procedures for conducting 
queuing analysis. The agreement 
also makes a distinction between 
legislative (where the local 
government is the applicant) 
and quasi-judicial (where a 
development interest is the 

applicant) for plan amendments 
that require mitigation: 

•	 Legislative: Provide ODOT 
approved mitigation or do 
not proceed with legislative 
change. Mitigation could 
include, but may not 
be limited to, physical 
improvements with 
implementation agreement, 
City agreement to operational 
changes, use or floor area 
ratio restrictions, addition of 
projects to the transportation 
system plan; project list and/
or Regional Transportation 
Plan project list.

•	 Quasi-judicial: Provide 
ODOT approved mitigation 
or deny quasi-judicial change. 
Mitigation could include, but 
may not be limited to, physical 
improvements, operational 
changes, or approval 
conditions.

How was the 
current mobility 
policy a factor? 
The Oregon TPR, Section -0060 
requires local governments to 
take coordinated measures if an 
amendment to an acknowledged 
comprehensive plan would 
significantly affect an existing or 
planned transportation facility. 
The OHP Policy 1F identifies 
the mobility targets (v/c) for 
congestion on state facilities. 
Nine state roadways fall within 
the proposed Central City MMA:

•	 Interstate 5	

•	 SE McLoughlin Boulevard (OR 
99E)

•	 Interstate 84	

•	 SW Naito Parkway/SW Barbur 
Boulevard (OR 99W)

•	 Interstate 405	

•	 SW Macadam Avenue (OR 43)

•	 Sunset Highway (US 26)	

•	 Lower Columbia River 
Highway (US 30)

•	 SE Powell Boulevard (US 26)	

Under the 2012 amendments to 
the TPR, this amendment was 
pursued to be in compliance 
with the MMA designation, 
effectively waiving or bypassing 
the OHP mobility standards. The 
process and analysis, including 
coordination with ODOT and 
obtaining ODOT concurrence, 
was consistent with the TPR and 
OHP policy and requirements. 

The regional mobility policy is 
not a factor in plan amendments. 

Source: ODOT

Source: Oregon Department of Transportation Source: ODOT

Source: ODOT
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The Regional Mobility Policy 
Update is a joint effort between 
Metro and ODOT. Additional 
information is available at  
oregonmetro.gov/mobility.

Updated April 14, 2021.

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

Source: ODOT

•	 The MMA designation 
allows the City to plan for 
growth and development 
with a focus on local 
goals of climate, equity, 
safety, and access to 
destinations. 

•	 A collaborative approach 
with ODOT gave 
both state and local 
agencies an opportunity 
to consider priority 
issues. The written 
agreement gives ODOT 
some assurance that 
safety-related projects 
will be addressed in 
transportation planning 
and future plan 
amendments. 

•	 With nine state highways 
going through and around 
this area, ODOT worked 
closely with PBOT to 
support the analysis. 

•	 No specific opportunities 
were identified; however, 
it was noted that a more 
streamlined process may 
help with application of 
this approach for smaller 
areas and jurisdictions.

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Methodologies & 
Measures
The evaluation of potential traffic 
and mobility under the MMA 
designation focused on traffic 
safety, multimodal access, and 
travel demand characteristics for 
the proposed study area.

Travel demand analysis was 
conducted for the base and 
forecast years. 

Travel demand was estimated 
using the Metro RTP demand 
model (financially constrained) 
to estimate land use 
characteristics, trip demand, 
mode split, and vehicle miles 
traveled (VMT) per capita in the 
MMA area. 

A summary of the daily VMT 
estimates is shown in the table 
below. The table compares base 
year (2010) and future (2035) 
VMT for the MMA area for 
citywide and regional VMT. 

The table shows that overall 
VMT is expected to decline 
substantially in the Central 
City, while it shows a modest 
reduction citywide and virtually 
no change regionally. This 
reflects a greater efficiency of 
central city growth with respect 
to daily travel needs. 

Daily VMT Per Capita

2010 2035
MMA area 
(Central City)

7.5 5.4

Citywide 12 11.4

Regional 15 15

Safety analysis
The assessment of safety risk 
factors on these highways 
focused on five potential 
contributing factors: 

•	 Speed differential

•	 Weaving distance 

•	 Merging distance 

•	 Driver expectation 

•	 Gap acceptance

ODOT and Portland Bureau 
of Transportation (PBOT) also 
conducted a comprehensive 
inventory of access at key 
portals of the City, including 
bicycle and pedestrian 
connections as well as a crash 
analysis. 

ODOT conducted much 
of the analysis, including 
the queuing at the off-
ramps, and funded the 
City’s multimodal and 
land use analysis through 
a Transportation Growth 
Management grant. 

•	 ODOT’s perspective was 
that the MMA was new 
and if it was going to work 
anywhere, the Central City 
should be an example. 
But they were very careful 
and comprehensive in 
their analysis, and have a 
clear, written agreement of 
understanding. 

•	 A possible weakness of 
this approach is the need 
for comprehensive analysis 
and coordination. This 
is probably appropriate 
for a large, dense area 
with multiple freeway 
interchanges, but likely the 
approach could be right-
sized for smaller cities. 
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Regional Mobility Policy Update
Examples of Current Approaches | Quasi-Judicial Plan Amendment

Colwood Industrial District Plan Amendment
Portland, OR03

Example

Overview
This 2013 quasi-judicial plan 
amendment to the City of 
Portland Comprehensive Plan 
rezoned a 48-acre portion of 
the Colwood National Golf 
Course site near Portland 
International Airport. The Open 
Space designation and zoning 
was changed to Industrial 
Sanctuary designation and 
General Industrial zone. Under 
the proposed amendment, 
approximately 90 acres of the 
golf course site would retain the 
Open Space designation and 
zoning. 

This site was annexed from 
Multnomah County in 1986, 
which initiated a string of land 

use actions, including a 2008 
amendment proposal that 
would have allowed industrial 
development. The 2008 
amendment was denied by 
Portland City Council after a 
determination that the approval 
criteria for a Comprehensive Plan 
amendment were not met. 

The 2013 amendment was 
seen as a “redo” of the 2008 
submittal with a new proposal 
for a park, improved habitat and 
other environmental mitigations, 
and an increase in Open Space. 
This resulted in considerably 
lower expected trip generation 
than in the initial proposal.  

Outcome
The amendment was 
conditionally approved by the 
City of Portland with ODOT 
support. In addition to the City’s 
required frontage improvements 
and systems development 
charges paid at the time of 
permitting, the applicant was 
required to complete three 
intersection projects aimed at 
improving traffic operations: 

•	 NE Alderwood Road/
NE Cornfoot Road: Add a 
separate northbound left-tum 
lane.

Source: Portland Parks and Recreation

30

99E

43

405

Location:  
Portland, OR
Multnomah County

Plan Type:  
Quasi-Judicial Plan 
Amendment

•	 NE Alderwood Road/NE 82nd 
Avenue: Convert the existing 
eastbound right-tum lane into 
a shared through/right lane 
and modify traffic signal to 
accommodate the conversion.

•	 NE Killingsworth Street/
Interstate 205 Southbound 
Ramps: Provide a free-
flowing eastbound right-tum 
movement onto the I-205 
southbound on-ramp. 

How was the 
current mobility 
policy a factor? 
Transportation Planning Rule 
Section -0060 (TPR 0060) 
requires that proposed plan and 
land use regulation amendments 
be consistent with the identified 
function and capacity of existing 
and planned transportation 
facilities. 

TPR 0060 includes criteria for 
identifying significant effects 
of plan or land use regulation 
amendments on transportation 
facilities. Because the site is 
near two ODOT facilities (NE 
Killingsworth Street and I-205), 
the plan amendment was 
subject to the mobility policy v/c 
standards in Table 7 of Policy 
1F of the Oregon Highway Plan 
(OHP). 

Urban centers
Station communities
Industrial area
Employment area

Parks and natural areas

Arterial
Throughway

Proposed arterial(! (! (! (!

Colwood 
Industrial 
District

Middle Columbia Corridor Area

High capacity transit
Bus stop
Rail transit station
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The Regional Mobility Policy 
Update is a joint effort between 
Metro and ODOT. Additional 
information is available at  
oregonmetro.gov/mobility.

Updated April 14, 2021.

Current Mobility 
Policy (cont’d)
For interchanges, the OHP has a 
more restrictive standard (i.e., a 
lower v/c) than for other roads. 
The OHP, page 76, states the 
following: 

•	 Although an interchange 
serves both the mainline and 
the crossroad to which it 
connects…(t)he main objective 
is to avoid the formation 
of traffic queues on off-
ramps which back up into 
the portions of the ramps 
needed for safe deceleration 
from mainline speeds or 
onto the mainline itself. This 
is a significant traffic safety 
concern. The primary cause of 
traffic queuing at off-ramps 
is inadequate capacity at the 
intersections of the ramps 
with the crossroad.…Therefore, 

Local Partner
Working together to help 
update how the region defines 
mobility and measures success 
in the greater Portland region.

	» An adopted Interchange 
Area Management Plan 
(IAMP) is present, or 
through an IAMP adoption 
process, which must be 
approved by the Oregon 
Transportation Commission.

Amendments to the TPR in 
2012 added Section 2e, allowing 
local governments to consider a 
“balancing test,” whereby they 
may approve a plan amendment 
even when the performance 
standard might not be met. 

If a local government determines 
that the performance standard 
cannot be met, it can approve 
a plan amendment on the 
condition that alternative 
improvements be made, such as 
projects at a different location 
or for a different mode, provided 
there is benefit to the system as 
a whole.  

Methodologies & 
Measures
The traffic impact analysis for 
this proposed plan amendment 
included traditional metrics, 
including trip generation 
estimates, intersection 
operations and queuing analyses. 
Intersection capacity projects 
were required at two locations: 

•	 NE Alderwood Road/
NE Cornfoot Road: Add a 
separate northbound left-tum 
lane.

•	 NE Alderwood Road/NE 82nd 
Avenue: Convert the existing 
eastbound right-tum lane into 
a shared through/right lane 
and modify traffic signal to 
accommodate the conversion.

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Prosper Portland

the better indication is a 
maximum volume-to-capacity 
ratio for the ramp terminals 
of interchange ramps that is 
the more restrictive volume 
to capacity ratio of either the 
crossroad, or 0.85. 

•	 At an interchange within an 
urban area the mobility target 
used may be increased to 
as much as 0.90 v/c, but no 
higher than the target for the 
crossroad, if:

	» It can be determined, with 
a probability equal to or 
greater than 95 percent, 
that vehicle queues 
would not extend onto 
the mainline or into the 
portion of the ramp needed 
to safely accommodate 
deceleration; and

•	 The ongoing revision 
of the City’s mobility 
standards should better 
align them with the City’s 
multimodal policies.

•	 The updated mobility 
policy and measures 
should provide more 
clarity on how to make 
findings that shift 
focus from traditional 
“traffic” impacts to 
“transportation” impacts, 
focusing first on safety 
and operational impacts 
and impacts to other 
modes, including freight, 
to meet broader goals. 

•	 A benefit of the overall 
approach was that the 
traffic impact analysis, 
traditional mobility 
standards and other 
policies were used to 
require roadway capacity 
projects at two local street 
intersections, along with 
multimodal improvements 
to the system.  
 

On the State system, the 
application of TPR 0060-
2e provided flexibility 
for the City to work with 
ODOT to identify a project 
that could meet ODOT’s 
safety goals and gain their 
support for the proposal, 
even though the OHP 
mobility standard would 
not be met. 

•	 The flexibility provided by 
the TPR enabled officials 
to prioritize broader 
community goals, such 
as safe operations and 
economic development, 
when considering 
transportation impacts 
from development activity 
that ordinarily would not 
be acceptable. 

The City of Portland review also 
included comprehensive plan 
policies to improve conditions 
on arterials and local streets for 
pedestrians, bicyclists and transit 
riders. The review found that the 
planned frontage improvements 
and a planned off-street trail met 
those policy objectives. 

For the state roadways, findings 
were made using TPR 0060-
2e. The traffic impact analysis 
found that the NE Killingsworth/
Southbound I-205 ramp 
intersection would not meet 
mobility standards in the Oregon 
Highway Plan. However, under 
TPR 0600-2e, a planned safety 
improvement at the intersection 
was found to have sufficient 
systemwide benefit. 

Specifically, construction of 
a third on-ramp meter lane 
to southbound I-5 from NE 
Killingsworth was found to 
improve automobile and freight 
movement for industrial and 
commercial uses throughout 
the Columbia Corridor. These 
benefits were anticipated to 
balance the significant effect, 
even though improvements 
would not result in meeting OHP 
performance standards. 
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Troutdale Reynolds Industrial Park  
Troutdale, OR 04

Example

Overview
The Troutdale Reynolds 
Industrial Park (TRIP) is a 700- 
acre brownfield redevelopment 
site with a mix of industrial 
and natural resource areas. 
Approximately 350 acres are 
available for industrial uses. 
The site was designated by the 
U.S. Environmental Protection 
Agency as a Superfund site in 
1994. 

The property has direct access 
to Interstate 84 and is near 
Interstate 205 and the Portland 
International Airport. 

The Port of Portland purchased 
the property in 2007 for 
redevelopment. The Port worked 
with the City of Troutdale and 
ODOT to gain approval of a 
three-phase development 
master plan, with traffic impact 
studies conducted in 2007 and 
2012. Individual development 
projects have also provided 
their own traffic impact studies. 
Meanwhile, ODOT developed an 
Interchange Area Management 
Plan (IAMP) with the City. The 
IAMP was finalized in 2011. 

Outcome
Most of the projects identified 
in the IAMP have been 
completed. This has supported 
the roadway capacity needed 
for site development and 
improved freight access. While 
there is still room for additional 
development, all three phases of 
the TRIP master plan have had 
substantial development. 

Source: Port of Portland
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Location:  
Troutdale, OR
Multnomah County

Plan Type:  
Development Review

How was the 
current mobility 
policy a factor? 
The RMP does not apply 
to development review. 
However, ODOT reviewed the 
development master plan and 
applied the mobility targets 
in Policy 1F of the Oregon 
Highway Plan because ODOT 
has permitting authority for site 
access.  ODOT also provided 
comments to local jurisdictions 
on an individual proposed 
development. 

As noted above, traffic analyses 
were completed in 2007 (Phase 
1) and 2012 (Phases I and II). The 
studies evaluated intersection 
operations using the Oregon 
Highway Plan volume-to-
capacity (v/c)-based standards 
for existing conditions (year 
2006 or 2010 were used) and 
future conditions (year 2015). 

For intersections with planned 
improvements (Interstate 84 
interchange ramps), ODOT 
utilized standards from the 
Oregon Highway Design Manual. 
These standards apply to the 
design of capital projects and 
are more rigid than the mobility 
standards in the OHP.

Urban centers
Station communities
Industrial area
Employment area

Parks and natural areas

Arterial
Throughway

Proposed arterial(! (! (! (!

County line
Urban growth boundary

Troutdale Reynolds 
Industrial Park

Troutdale Reynolds Industrial Park Vicinity

Proposed high capacity transit
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Methods and 
Methodologies
The 2012 Transportation Impact 
Analysis (TIA) described 
evaluation of 10 intersections, 
including four at the I-84/
Marine Drive and I-84/Graham 
Road interchanges. These ramp 
intersections were evaluated 
according to the v/c standard 
documented in Policy 1F of the 
Oregon Highway Plan. 

The TIA evaluated weekday 
morning and evening peak hour 
traffic conditions, including v/c 
and level of service (LOS), which 
corresponds to average delay. 
These analyses are consistent 
with the methodologies outlined 
in the Highway Capacity Manual. 

ODOT was developing 
improvements for three of 
the four interchange ramp 
intersections as part of an IAMP.

Local Partners
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Metro

Funding for these improvements  
was programmed in the STIP; 
therefore, the analysis assumed 
that these improvements would 
be in place before Phase 2 was 
constructed. 

The analysis also assumed the 
improvements would meet 
standards established in the 
Oregon Highway Design Manual 
(HDM). Because of the planned 
capital investments at the three 
intersections, the HDM’s 0.75 v/c 
design standard was applied. For 
the remaining ramp intersection, 
the Oregon Highway Plan (OHP) 
0.85 v/c standard was applied. 

•	 Consider expanding 
analysis of traffic impacts 
to address safety and 
employee access to 
jobs, transit, and active 
transportation options.

•	 Provide guidance on 
how agencies can 
implement transportation 
demand management 
activities while 
growing transportation 
infrastructure and 
services.

•	 The costs and complexity 
of the interchange 
improvements 
necessitated construction 
of the needed facilities 
at the outset rather 
than via incremental 
improvements. 
Accordingly, project 
designers applied the 
more rigid HDM v/c 
standard to ensure that 
the new facilities could 
facilitate short and long-
term freight mobility. 

•	 The transportation 
impact analyses did not 
include evaluation or 
recommendations for 
safety, transportation 
demand management, 
transit or active 
transportation modes. 
While, freight mobility is 
a priority, the industrial 
area is also a significant 
employee destination 
and there is  a desire 
to improve employee 
access with safe active 
transportation options and 
transit investments. 
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Rock Creek Mixed Employment District  
Happy Valley, OR 05

Example

Overview
The City of Happy Valley 
amended its comprehensive 
plan in 2008, creating the Rock 
Creek Mixed Employment (RC-
ME) development district on 
land brought into the urban 
growth boundary in 2002. 
In 2011, the City conducted 
an Economic Opportunity 
Analysis (EOA) to adjust 
strategies for possible land 
uses in the area and modified 
the land use designation from 
Industrial Campus to Mixed Use 
Employment and Institutional 
and Public Use through a public 
planning process. 

The City conducted a traffic 
analysis in 2012 that concluded 
the surrounding transportation 

system could accommodate 
the land use changes. As was 
customary, they assumed in 
their analysis of future traffic 
(2035) conditions, construction 
of projects listed in the Regional 
Transportation Plan (RTP) 
Strategic project list, including 
Sunrise Phase II, a major highway 
project. 

The analysis revealed that traffic 
at the intersection of 172nd 
Avenue withOR 212 would 
exceed mobility standards in 
the 2035 horizon year based 
on both existing and proposed 
zoning. Notably, the proposed 
changes to zoning would not 
further degrade performance as 
measured by v/c. Therefore, no 

additional transportation analysis 
or mitigation was required. 

However, Section -0060 of 
the Oregon Transportation 
Planning Rule (TPR) had recently 
been amended to require 
that for planned projects in a 
metropolitan area to be assumed 
in a traffic impact analysis, the 
project must be in the RTP 
Financially Constrained project 
list. At the time of the plan 
amendment, the construction 
phase of the Sunrise Phase 
II project was not in the RTP 
Financially Constrained project 
list and therefore could not be 
included in the analysis. ODOT 
requested the City conduct 
additional analysis without the 
Sunrise Phase II project. 

The updated traffic analysis 
without the Sunrise Phase II 
concluded that the TPR 

Source: Wikimedia Commons, by Esprqii 

99W

Location:  
Happy Valley, OR
Clackamas County

Plan Type:  
Legislative Plan 
Amendment 

adequacy standard could not 
be met and therefore the area 
could not be fully developed 
in the short term without 
substantial additional investment 
in transportation infrastructure. 
ODOT agreed to deferring 
future traffic impact analyses to 
when a master plan for the area 
was developed. Since then, an 
interim four-lane Sunrise Phase 
II construction project has been 
adopted in the RTP Financially 
Constrained project list. Now the 
development of this area as well 
as any future plan amendments 
in the vicinity can  assume 
construction of the interim 
Sunrise Phase II project in its 
analysis. 

Outcome
The City adopted the RC-ME 
development district in 2008 
and the comprehensive plan/
zone map amendment was 
approved in 2012. 

The traffic analysis supporting 
the action concluded that the 
RC-ME district could not be 
developed to its full potential in 
the short term, that substantial 
additional investment in 
transportation infrastructure 
was needed to provide adequate 
capacity, and that deferring 
future detailed traffic impact 
analyses to a master plan 
process was acceptable. 
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Rock Creek 
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Outcome (cont’d)
The City adopted the RC-ME 
zone change with a vehicle trip 
cap agreement to optimize the 
urban development potential 
of the land in the area; no 
commitments or specific plans 
were made to address identified 
mobility issues on OR 212. 

How was the 
current mobility 
policy a factor? 
The 2008 and 2012 actions were  
plan amendments, requiring 
traffic impact analyses related 
to Oregon TPR Section -0060 
requirements. 

The original traffic analyses 
assumed the planned Sunrise 
Corridor project would be 
completed. 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

upon as a mitigation measure for 
a plan amendment, development 
can only occur up to that vehicle 
trip cap level of traffic.

Methodologies and 
Measures
The Metro travel demand model 
created the basis upon which 
future traffic volumes were 
estimated. Trip generation was 
estimated for the anticipated 
reasonable worst case 
development for the site, which 
is consistent with TPR practices.

The analysis evaluated 
transportation performance 
relative to the mobility standards 
in Policy 1F and associated 
Table 7 of the OHP, which 
utilizes v/c as the performance 
standard when evaluating plan 
amendments. 

The mobility standard for 
the 172nd Avenue/OR 212 

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Wikimedia Commons, by Adam Luchini 

In 2008, the City included the 
Sunrise Phase II within the 
future background conditions, 
and determined there was 
no significant effect and the 
transportation system was 
adequate. On this basis, the 
action would have required no 
additional transportation analysis 
or mitigations. 

However, consistent with 2012 
amendments to the TPR, the 
subsequent analysis of future 
conditions without the planned 
Sunrise Corridor project showed 
that the transportation system 
would not have adequate 
capacity to meet the standards 
identified in the Oregon Highway 
Plan (OHP) mobility policy, 
Policy 1F. The City worked with 
ODOT to identify a vehicle trip 
cap that established a limit on 
development in order to meet 
the OHP mobility standard. 
When a vehicle trip cap is agreed 

intersection is a maximum 
v/c of 0.99. The analysis was 
conducted according to ODOT’s 
Analysis Procedures Manual. No 
substantial analysis or metrics 
to evaluate multimodal mobility 
were identified through planning 
document review or interviews 
with agency staff.

not be developed to 
its full potential in the 
short term. Development 
projects have been stalled 
or abandoned because 
developers cannot meet 
the trip caps imposed on 
the parcels in this area.

•	 The original traffic 
analysis in 2008 was able 
to assume the planned 
Sunrise project, which the 
City considered regional 
in scale and beyond 
the funding capacity 
of local government 
and developers. TPR 
amendments in 2012 in 
effect changed what could 
be assumed in the traffic 
analysis. Prior to 2012, 
TSPs and subsequent 
comprehensive plan 
amendments and 
zoning changes could 
assume projects on the 
RTP Strategic list to 
demonstrate consistency 
with the TPR -0060.

•	 Shifting from a vehicle-
focused volume/capacity 
measure to multimodal 
mobility measures may 
not make a difference at 
an intersection like 172nd 
Avenue/OR 212 because 
the area is currently auto 
dependent with limited 
street connectivity 
and transit and active 
transportation options. 

Example 05 | Rock Creek Mixed Employment District | p 2

•	 Analysis methods and 
practices for evaluating 
transportation impacts of 
plan amendments should 
be broadened to include 
consideration of vehicle 
trip reduction strategies, 
transportation system, 
and demand management 
strategies, transit and 
active transportation.

•	 Adequate funding 
mechanisms are necessary 
to build multimodal 
investments that are 
needed to adequately 
serve planned land uses in 
the urban area. 

•	 A mechanism to require 
plan amendment 
applicants to make 
contributions towards 
adopted TSP projects is 
needed, not only on city 
or county streets but also 
on State highways.

•	 The TPR requires 
planned transportation 
systems to be adequate 
to meet the needs, 
of planned land uses. 
Adequacy is defined by 
local, regional and state 
performance standards, 
depending on who owns 
the facility or service. 
When a comprehensive 
plan amendment is 
proposed, adopted 
adequacy standard(s) 
apply. Because most 
comprehensive plan and 
zoning designations allow 
a wide range of land uses, 
especially in commercial 
and mixed use zones, a 
practice has emerged 
of doing the TPR -0060 
traffic analysis based on 
“reasonable worst case” 
land uses regardless 
of what development 
subsequently occurs. 

•	 Where the transportation 
forecast showed the 
system would not meet 
mobility standards for OR 
212, a vehicle trip cap was 
used to limit development 
to ensure compliance with 
the mobility standard in 
the OHP. In this example, 
the RC-ME district could 
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Oregon City TSP and OR 213 Alternative Mobility Target 
Oregon City, OR06

Example

Overview
In 2013, Oregon City updated 
its Transportation System Plan 
(TSP). The previous TSP had 
been adopted in 2001. 

Among the changes between 
the 2001 TSP and the 2013 
TSP was the inclusion of the 
Thimble Creek (Beavercreek 
Road) Concept Plan area that 
had been include within the 
City’s urban growth boundary 
in 2002 and 2004. The 2013 
TSP incorporated and expanded 
upon the 2008 Thimble Creek 
Concept Plan that identified 
various transportation 
improvements including a more 

robust network of collector and 
local streets to serve this area.

The 2013 TSP established a 
long-term vision for Oregon 
City’s overall transportation 
system and identified projects 
to address existing and future 
transportation needs. Its 
emphasis is on smaller projects 
with a realistic expectation of 
being funded. 

The 2001 TSP included a grade-
separated interchange at OR 
213/Beavercreek Road. The 
project was removed from the 
2013 TSP at ODOT’s direction 

because it was deemed 
financially unrealistic. 

The 2013 TSP identified several 
local improvements, such as 
extending turn lane length and 
improving local circulation. It 
also determined the need to 
develop alternative mobility 
targets for the segment of OR 
213 between Beavercreek Road 
and Redmond Road, because the 
Oregon Highway Plan (OHP)/
Regional Transportation Plan 
mobility targets would not be 
met.

Following adoption of the 2013 
TSP, the City began a planning 
process to identify alternative 
mobility targets for OR 213. 

Source: Wikimedia Commons, by Akampfer
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Location:  
Oregon City, OR
Clackamas County

Plan Type:  
Transportation System 
Plan and subsequent 
amendment (alternative 
mobility target)

Outcome
The Oregon City TSP update was 
adopted in 2013 and amended in 
2018 with the adoption of the OR 
213 Alternative Mobility Target 
by the City and the Oregon 
Transportation Commission. 

The alternative mobility target 
amended the 2013 TSP with 
a new target for the OR 213/
Beavercreek Road intersection. 
It also added safety and minor 
capacity improvement projects 
to the financially constrained 
TSP project list. This allowed the 
City to adopt zoning changes 
consistent with the Beavercreek 
Concept Plan area while 
meeting the requirements of the 
Transportation Planning Rule 
(Section -0060). 

How was the 
current mobility 
policy a factor?
For transportation system plans, 
both the RTP, RMP, and OHP 
Policy 1F identify v/c mobility 
targets for state highways 
and their intersections. The 
TSP update process used the 
mobility targets in the RTP and 
OHP to identify deficiencies in 
the roadway network.

These amendments were 
necessary to allow zone changes 
as the OHP mobility targets are 
applied as standards to zone 
changes and plan amendments.
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Methodologies & 
Measures
The 2013 TSP Update included 
analysis of gaps and deficiencies 
in the existing and future 
transportation systems. This 
was done by reviewing modal 
networks individually as well 
as reviewing multimodal 
connectivity between those 
networks. 

The targets are set by ODOT, 
Clackamas County, or Oregon 
City based on the jurisdictional 
ownership of the intersecting 
roadways. Targets for local 
arterials and state highways 
relate back to the RTP RMP and 
OHP Policy 1F, respectively.

Considering projects to address 
identified gaps and deficiencies 
involved further evaluation 
and analysis for each of the 
modal networks. The analysis 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

single-occupancy vehicle 
travel, and climate change, and 
evaluated how the system would 
perform through 2035. 

The alternative mobility target 
planning process explored a 
variety of types of performance 
measures addressing traffic 
operations and safety. The 
following measures were 
considered: 

Mobility Measures 
•	 v/c 

•	 Intersection delay

•	 Intersection level of service

•	 Critical movement delay

•	 Average travel time

•	 Travel time reliability (buffer 
index and planning time index)

•	 Average speed

•	 Congestion duration

•	 Intersection completeness

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Wikimedia Commons, by Oregoncitywiki

tasks completed during the 
TSP update are listed below, 
organized by modal network. 

For walking, bicycling, transit, 
and auto systems, the evaluation 
included a review of system 
completeness (including 
basic facilities, crossings, and 
amenities); access to activity 
generators; and a review of 
crash history. For vehicle traffic 
mobility, the analysis also 
included: 

•	 Peak seasonal intersection 
performance 

•	 Evening peak period motor 
vehicle speeds

•	 Street connectivity and 
spacing

The Oregon City TSP highlights 
seven targets for system 
performance related to safety, 
congestion, freight reliability, 
walking/biking/transit/non-

•	 The alternative mobility 
target process could be 
made more effective 
through streamlining—
perhaps by allowing its 
adoption as part of the 
TSP, rather than a separate 
amendment process, as is 
typically required to meet 
the TSP schedule.

•	 Account for other modes 
of travel and when 
developing alternative 
mobility standards (and 
associated measures).

•	 The current approach has 
been valuable to the City 
because it provides a way 
to meet the requirements 
of TPR Section -0060, by 
enabling an alternative 
mobility standard and 
allowing development as 
planned for the Thimble 
Creek (Beavercreek Road) 
Concept Area. 

•	 A weakness of the 
approach is that it 
focused on motor vehicle 
intersection performance 
in establishing the adopted 
alternative mobility 
standard, and did not 
account for the broader 
system performance that 
was documented in the 
analysis.

•	 The process required 
significant resources 
in staff time, advisory 
committee engagement, 
public meetings, and 
consultant support. Having 
taken 14 months in a 
planning process, the OR 
213 Mobility Standards 
project was adopted five 
years after the TSP update.

•	 The community was 
frustrated with a sense 
that the majority of traffic 
at the intersections is not 
local, and they didn’t want 
to accept more congestion 
but had no options.

Safety Measures 
•	 Crash rate

•	 Crash frequency

•	 Excess proportions of specific 
crash types

Despite exploring alternative 
approaches to measuring 
performance, the City chose to 
continue using v/c, consistent 
with the current OHP and RMP 
approaches. This decision was 
based on ease of application 
for future development review 
and consistency with previous 
Oregon Transportation 
Commission decisions.

The v/c standard in the OHP was 
adjusted to allow slightly more 
congestion (from v/c of 0.99 
to 1.00). Also, the alternative 
standard was to be applied 
over the peak three-hour period 
rather than the two-hour period, 
thus accepting congested 
conditions for a longer period on 
a typical weekday. 
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Willamette Falls District Plan & Downtown District/Multimodal Mixed-Use Area 
Oregon City, OR 07

Example

Overview
The City of Oregon City enacted 
the Willamette Falls Legacy 
Project (WFLP) by adopting 
the Willamette Falls Riverwalk 
Master Plan in 2014. The 
Riverwalk will occupy the 22-
acre former Blue Heron Paper 
Mill site. It will bring visitors 
close to North America’s second 
most powerful waterfall, long 
obscured by industrial buildings. 
The site is an important Oregon 
historical and cultural treasure 
that for centuries has been 
a significant cultural, fishing, 
and gathering place for Native 
American Tribes.

The result of a collaborative 
partnership between Oregon 
City, Clackamas County, Metro 

and the Governor’s Regional 
Solutions Team and a robust 
public process, adoption of 
the Willamette Falls Riverwalk 
Master Plan included a zone 
change and comprehensive plan 
map and text amendments for 
the site. 

The City’s action included 
designating the site a Multimodal 
Mixed-Use Area (MMA) to allow 
more intensive uses consistent 
with the master plan. The MMA 
covers downtown Oregon City 
on either side of Main Street, 
south from 11th Street through 
downtown and into the proposed 
Willamette Falls Downtown 
District. 

The MMA supports planned 
growth in downtown Oregon 
City and is consistent with the 

Special Transportation Area (STA) 
designation adopted in 2004 
by the Oregon Transportation 
Commission for McLoughlin 
Boulevard between the railroad 
underpass and 14th Street. 

How was the  
current mobility 
policy a factor? 
Because of the MMA designation 
in the Oregon City’s Willamette 
Falls Master Plan, the Oregon 
Highway Plan mobility standards 
for 99E/McLoughlin Boulevard 
did not apply in the project area. 
However, as required by the 
Oregon Transportation Planning 
Rule (TPR Section -0060) for 
areas designated as MMAs, 
planning staff evaluated existing 
and future travel conditions 

Location:  
Oregon City  
Clackamas County, OR

Plan Type:  
Plan Amendment
Quasi-judicial

related to safety, walking, biking, 
driving and transit infrastructure, 
as well as freight, rail, and water 
transportation, in lieu of vehicle 
congestion. They identified a list 
of projects needed to improve 
safety and multimodal access to 
the site.    

Outcome
The City of Oregon City adopted 
the Willamette Falls Riverwalk 
Master Plan in 2014. The City 
and Oregon Department of 
Transportation (ODOT) adopted 
an intergovernmental agreement 
consistent with the master plan’s 
conditions of approval. 

This effort, combined with 
Oregon City Transportation 
System Plan goals, spurred 
redevelopment in the downtown 
area and development of the 
City’s transportation demand 
management plan in 2017.

Methodologies  
and Measures
•	 While an evaluation of vehicle 

congestion is not required 
within the MMA, ODOT 
and the City still needed to 
address other transportation 
performance standards that 
applied to their facilities, 
including those addressing 
safety, other transportation 
modes, network connectivity, 
and freight movement.

MMA Boundary

WFLP Boundary

0.2
5 m

ile
s

Arterial
Throughway

Urban centers
Industrial area
Employment area

Parks and natural areas

Willamette Falls District & Oregon City Downtown District

Proposed high capacity transit
Bus stop
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Methodologies 
(continued)
•	 For this reason, ODOT and the 

City evaluated the study area’s 
transportation infrastructure 
using a variety of measures to 
document deficiencies.

•	 Information reviewed included 
roadway and intersection 
safety and motor vehicle 
operational performance as 
well as walking, biking and 
transit infrastructure.

•	 The MMA boundary is more 
than one-quarter mile from 
any of the interchange ramp 
terminal intersections in the 
vicinity. As result, ODOT-
written concurrence with the 
MMA designation was not 
required.

•	 The traffic analysis applied the 
Oregon Highway Plan (OHP) 
motor vehicle volume-to-
capacity standards for streets 
in the study area, which 

require that during the highest 
one-hour period of the day a 
maximum v/c of 1.10 must be 
maintained at all intersections. 

•	 Traffic analysis estimated 95th 
percentile vehicle queues at 
the study intersections to 
identify potential mitigations.

•	 In conditions of approval for 
the master plan and echoed 
in the intergovernmental 
agreement, the City and 
ODOT agreed on three key 
transportation improvements 
along OR 99E/McLoughlin 
Boulevard to maintain safety 
and improve site accessibility: 

	» An intelligent transportation 
system (ITS) for traffic 
approaching the tunnel 
on OR 99E/McLoughlin 
Boulevard. 

	» Prohibiting left turns 
northbound from OR 99E/
McLoughlin Boulevard 
to Main Street and 
modification of the right 

Local Partner
Working together to help 
update how the region 
defines mobility and 
measures success in the 
greater Portland region.

•	 Adopting the MMA enabled 
development as envisioned 
in the master plan by 
allowing flexible operation 
of the State-owned facility. 

•	 The MMA met applicant 
and City objectives, 
enabling zoning that 
supports the urban 
densities envisioned in 
downtown and at the 
Willamette Falls site, which 
in turn support Metro 2040 
Growth Concept objectives 
for regional centers.

•	 The MMA designation 
enabled the City to focus 
on multimodal and safety 
improvements in the 
planning area rather than 
meeting the OHP mobility 
standard for OR 99E/
McLoughlin Boulevard.

•	 Similar to the 99E/
McLoughlin Boulevard 
Special Transportation Area 
designation, which enables 
modifications to roadway 
design standards, the 
MMA recognizes that OHP 
mobility standards are not 
compatible with the vision 
and multimodal needs of 
the downtown regional 
center. 

•	 Zoning for increased 
density and including 
the MMA in the City’s 
comprehensive plan led 
to development of a 
transportation demand 
management plan 
that aimed to manage 
congestion, encourage 

biking, walking, and 
transit use, improve 
information on travel 
options and manage 
parking efficiently in the 
area. 

•	 The City’s adopted 
intergovernmental 
agreement with ODOT 
identifies needed 
safety improvements 
to OR 99E/McLoughlin 
Boulevard. State and local 
financial commitments 
for the needed projects 
are included in the 
agreement.

•	 Vehicular trip demand 
(thresholds) drive the 
construction timing of 
several planned OR 99E/
McLoughlin Boulevard 
safety improvements, 
ensuring that needed 
improvements are 
done at the time of 
development. 

•	 A trip threshold is the 
trigger that allows the 
City and ODOT to require 
a safety audit as part 
of development plan 
review to address issues 
unforeseen in the long-
range planning process. 

•	 The MMA addresses 
safety on OR 99E/
McLoughlin Boulevard, 
but does not address 
freeway interchange 
improvements or impacts 
on I-205.

turn geometry from 99E/
McLoughlin Boulevard to 
Railroad Avenue to allow an 
indirect left turn movement. 
These changes aim to 
create a safer condition on 
99E/McLoughlin Boulevard 
along a curve with limited 
sight distance.

	» Addition of a raised median 
at the Water Avenue/OR 
99E/McLoughlin Boulevard 
intersection to prevent 
unsafe movements and 
reinforce right-in, right-out 
access. 

	» A plan for future OR 99E/
McLoughlin Boulevard 
improvements and a safety 
audit, to be triggered by 
peak hour trip thresholds.

Strengths & 
Weaknesses of 
Current Policy/
Approach

Opportunities for 
Improvement
•	 The MMA requires local 

jurisdictions to address 
safety and pedestrian, 
bicycle, and transit 
adequacy but not 
vehicle congestion. If 
a new mobility policy 
considered additional 
aspects of mobility, such 
as safety and multimodal 
mobility, an MMA 
approach may not be 
needed. 

•	 ODOT’s Blueprint for 
Urban Design (BUD) will 
allow for transportation 
infrastructure (highway) 
design in urban areas 
that better aligns with 
Oregon cities’ multiple 
and unique land use and 
transportation objectives. 
A designation of an MMA 
to achieve the flexible 
operation of a highway, 
such as was achieved 
for OR 99E/McLaughlin 
Boulevard through 
Oregon City, may not be 
necessary if the design 
options allowed in the 
BUD can be employed in 
urban areas.
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EXHIBIT J

Commons on the Tualatin 
Tualatin, OR08

Example

Overview
The Commons on Tualatin 
is a five-building, 264-unit 
apartment complex proposed 
for development on a former 
recreational vehicle (RV) park 
site at 6645 SW Nyberg Lane in 
Tualatin. 

The nearly-11-acre site is four 
blocks east of the SW Nyberg 
Street/I-5 Interchange and 
immediately south of the Tualatin 
River. It is adjacent to the 
Tualatin Town Center identified 
in Metro’s 2040 Growth Concept 
and the Tigard to Wilsonville 
Mobility Corridor in the Regional 
Transportation Plan (Mobility 
Corridor 3). 

It is also in an Equity Focus 
Area identified in Metro’s 2018 
Regional Transportation Plan.

The project was allowed by 
right under the site’s current 
zoning designation (High Density 
Residential [RH]), subject to 
review by the Tualatin City 
Engineer and Architectural 
Review Board. 

The developer contracted a 
transportation impact study 
in 2018 and included it in 
the project’s development 
application. 

Because the project is close to 
a freeway interchange, ODOT 
was given an opportunity to 
review the transportation impact 
study’s scope of work and 
analysis and provide comments 
prior to the project decision.

How was the 
current mobility 
policy a factor? 
The RMP does not apply to 
development review. This 
development was allowed 
outright based on current 
zoning, and is accessed by 
local roads. Though ODOT did 
not have jurisdiction, the City 
requested comment from their 
development review staff. 

ODOT’s review of the I-5 ramp 
intersections was based on 
Oregon Highway Plan 1F mobility 
targets. These targets are more 
stringent than those developed 
by the City of Tualatin and 
Washington County.  

99W

Location:  
Tualatin 
Washington County, OR

Plan Type:  
Development Review

Outcome
This project was approved but 
has not been constructed. The 
approval requires the developer 
to pay Washington County’s 
Transportation Development Tax 
and make required frontage and 
access improvements. 

Methodologies  
and Measures
The City identifies level of 
service (LOS) E as the standard 
at intersections and Washington 
County sets the target for 
volume-to-capacity (v/c) at 0.90.  

Oregon Highway Plan Policy 1F 
sets a target v/c of 0.85 or less 
at freeway ramp intersections, 
or 0.90 or less if analysis can 
demonstrate that queuing does 
not spill back onto the freeway’s 
main line. 

The traffic impact study 
completed in 2018 applied the 
following approach: 

•	 Traffic operations, including 
v/c and LOS, were analyzed 
for weekday a.m. and p.m. 
peak hours at five study 
intersections, including the I-5 
ramps and SW Nyberg Street. 

•	 Crash history and sight 
distance at the site access 
driveway were evaluated for 
the safety assessment. 

Project Site
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Parks and natural areas
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Commons on 
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Methodologies  
(cont’d)
This evaluation found that the 
Southbound I-5/SW Nyberg 
Street interchange would 
operate with a v/c of 0.91, 
exceeding ODOT’s target, with 
and without the addition of 
project trips. 

ODOT requested that the 
development contribute 
to improvements at the 
interchange, because the project 
would add trips exceeding 
the interchange’s capacity. 
However, neither ODOT nor 
the City’s TSP had identified 
specific improvements and 
associated costs to add road 
capacity at this location. Further, 
the proposed development 
added relatively few trips to the 
intersection at the interchange 
ramp. As a result, the City of 
Tualatin was not able to calculate 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region. 

EXHIBIT J

•	 While ODOT staff 
were invited to review 
and comment on the 
development application, 
there was no mechanism 
for the development to 
contribute to improvements 
at the I-5 Southbound/
Nyberg Street intersection. 

•	 City of Tualatin staff 
noted they were unable to 
require any contribution to 
interchange improvements 
from the developer, since 
those improvements had 
not been defined and costs 
for them had not been 
identified. 

•	 Frequently such a project 
would be included in either 
the local transportation 
system plan (TSP) but the 
city had not included it in 
their most recent TSP, and 
ODOT had not conducted an 
independent plan.

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

the development’s fair share 
contribution to interchange 
improvements and did not 
pursue mitigations.  

Frontage improvements were 
required, along with ADA 
improvements at the nearest 
interchange. The developer 
was also required to provide 
an easement for and construct 
the portion of the Tualatin River 
Greenway connecting through 
the north end of the site. No off-
site mitigations were required. 

Example 08 | Commons on the Tualatin | p 2

•	 Funding tools and 
analysis methods that 
enable agencies to assess 
developer contributions 
for off-site mitigation 
projects that maintain 
multimodal mobility 
would be helpful. The 
tools and methods 
must demonstrate 
there is a link between 
the mitigation project 
and the development’s 
transportation impact.

•	 The definition of mobility 
policy and measures for 
evaluating transportation 
impacts of development 
should be broadened to 
include other mobility 
elements such as active 
transportation, transit and 
transportation demand 
management.

AR 18-0007 – Commons on the Tualatin 
November 6, 2019 
Page 2 of 31 
 
I. INTRODUCTION 

A. Applicable Criteria 

The following Chapters of the Tualatin Development Code (TDC)* are applicable to the subject proposal:  
• TDC Chapter 31: General Provisions 
• TDC Chapter 34: Tree Removal Permit/Review 
• TDC Chapter 43: High Density Residential Planning District 
• TDC Chapter 73: Community Design Standards 

* Application submitted before adoption of Ordinance No. 1414-18 Amending Tualatin Development 
Code Chapters 

B. Project and Site Description 

The subject site is a 10.99-acre lot which is zoned High Density Residential (RH). The site is located north 
of the intersection of Nyberg Road and Nyberg Lane (6645 SW Nyberg Lane). The property has historically 
been used as an RV park, but has remained vacant since 2012. The property slopes from the western 
property line down to the northeast and southeast corners. Nyberg River is located to the north of the 
property. 
 
The applicant, Westlake Consultants on behalf of Nyberg Road Property LLC, requests approval of a 264-
unit multifamily development, tentatively named Commons on the Tualatin. The development includes 
five residential buildings, a community center, and a swimming pool. The residential buildings are three 
stories tall and feature a variety of finishes including wood grain, cultured stone, and concrete. Onsite 
parking (495 stalls of surface and structured), landscaped open space, and children’s play areas are also 
proposed with the application. A single vehicle access point is proposed to Nyberg Lane, on the eastern 
side of the property. Frontage improvements and other transportation related considerations were 
reviewed as part of the separate, but related, Type-II Public Facilities Decision. 
 
Figure 1: Aerial view of subject site (highlighted) 

 

C. Previous Land Use Actions 

• PMA 94-04 Rezone Lot 2601 from RMH to RH 
• PMA 16-0001 Rezone Lot 2600 from CG to RH 
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Tigard Triangle District Plan
Tigard, OR09

Example

Overview 
The Tigard Triangle, in the city’s 
northeast corner, is home to big-
box retail stores, large offices, 
auto sales and services, and 
several undeveloped parcels, 
along with some low-density 
residential uses.

In pursuit of the City of Tigard’s 
vision of a more walkable urban 
environment, several years of 
planning have been devoted to 
the Tigard Triangle. In recent 
years, the City adopted a Tigard 
Triangle Strategic Plan and 
formed an urban renewal district, 
in the context of planning for 
the potential Southwest Corridor 
Light Rail line connecting Tigard 
to downtown Portland and 
Bridgeport Village.  

In 2017, the City sought to amend 
current zoning to implement 
the Tigard Triangle District 
Plan. The proposed amendment 
changed zoning of some land 
within the district from Mixed-
Use Employment (MUE) (which 
permits both commercial 
and multi-family residential 
development) and General 
Commercial (C-G) to a new 
Triangle Mixed-use Zone. 

As required by the Transportation 
Planning Rule, the City conducted 
a traffic impact analysis. The 
analysis helped to determine 
whether the proposed zone 
changes would have a significant 
effect on traffic operations 
and identify, where needed, 

appropriate mitigations to 
support the zone change. 

Outcome
The City coordinated with ODOT 
to conduct a traffic impact 
analysis to estimate traffic 
impacts of the zone changes and 
identify intersection mitigations 
needed to meet the mobility 
standards contained in Policy 
1F of the Oregon Highway Plan 
(OHP). The City Council adopted 
the proposed zone changes in 
conjunction with amendments 
to the Tigard Transportation 
System Plan (TSP). The TSP 
amendments included selected 
mitigation projects to provide 
capacity at interchange ramps to 
address safety issues identified 

Source: Metro

99W
Location:  
Tigard, OR
Washington County

Plan Type:  
Legislative Plan 
Amendment

during the traffic impact analysis. 
The mitigation projects include:

•	 OR 217 Northbound Ramps 
at SW 72nd Avenue: Modifies 
a current TSP project with 
the potential addition of a 
second northbound right-turn 
lane as part of the potential 
interchange improvement.

•	 Interstate 5 Southbound Exit 
Ramp at Barbur Boulevard/
OR 99W: Modifies a current 
TSP project with the potential 
removal of the northbound 
left-turn lane or other 
capacity improvement as 
part of planned 99W access 
management improvements. 
This project is outside Tigard 
city limits and requires 
coordination and support from 
City of Portland and ODOT 
for inclusion in the Regional 
Transportation Plan.

•	 I-5 Northbound Ramps/SW 
65th Avenue at SW Haines 
Street: Adds a new TSP 
project. Signalization of this 
intersection is an identified 
mitigation for the TriMet 
Southwest Corridor Light Rail 
Project.

•	 I-5 Southbound Ramps at SW 
68th Ave: Modifies current 
TSP project to show the 
potential addition of a second 
westbound through lane and 
dedicated westbound left-turn 
lane to the intersection.

Tigard Triangle 
area, 1950

Urban centers
Station communities
Industrial area
Employment area

Parks and natural areas

Arterial
Throughway
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Outcome (cont’d)
•	 Parking Management Plan: 

The City agreed to develop 
a parking management plan 
for the Triangle to manage 
parking supply and enhance 
the environment for walking, 
biking, and transit. 

Methodologies and 
Measures
The City conducted a traffic 
impact analysis for this study 
to meet TPR Section -0060 
requirements for a zone change. 
The steps for addressing those 
requirements are outlined below. 

Trip Generation
The trip generation estimate 
was developed using Institute 
of Transportation Engineers 
(ITE) Trip Generation Manual 
procedures. It considered gross 
trip generation, internal trip 
reduction, pass-by trip reduction, 
and net new trip generation. 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

 

Mobility Standards
For this plan amendment, the 
following mobility standards 
contained in Table 7 of the OHP 
Policy 1F applied: 

•	 ODOT freeway ramp 
intersections have a peak 
hour volume-to-capacity (v/c) 
standard of 0.85.

•	 A peak hour v/c standard 
of 0.99 was applied to one 
intersection on OR 99W/
Barbur Boulevard in Portland. 

•	 ODOT did not require 
v/c analysis at OR 99W 
intersections because the 
previously-completed corridor 
plan had capped OR 99W at 
four through lanes plus turn 
lanes, consistent with the RTP 
Street Design Policy for major 
arterials.

If an amendment is expected 
to either cause an intersection 
to be deficient, or to cause an 
already deficient intersection to 
worsen, mitigation is required. 

Queuing
While the OHP v/c standard for 
OR 99W was used to evaluate 
mobility, queuing was used to 
evaluate safety. Safety impacts 
were assessed based on the 
proposed zoning to meet the 
following criteria: 

•	 Safe stopping sight distance 
on exit ramps with proposed 
zoning.

•	 Maintain current zoning 
queue length on exit ramps, if 
current zoning is beyond safe 
stopping sight distance.

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

How was the 
current mobility 
policy a factor? 
The traffic analysis was 
conducted to meet TPR 
requirements for a zone/
comprehensive plan amendment, 
based on the mobility standards 
in the OHP Policy 1F. The 
RMP does not apply for plan 
amendments. 

ODOT requested analysis of the 
intersections with freeway ramps 
with an emphasis on potential 
safety issues resulting from 
capacity and queuing. While 
some capacity and operating 
issues were identified, the City 
and ODOT were able to agree on 
specific project list amendments 
in the Tigard TSP to meet 
the OHP Policy 1F mobility 
standards. 

•	 In collaboration with 
ODOT, the City agreed 
amend the TSP to add 
eleven intersection 
capacity projects, 
designate the Tigard 
Triangle as a town 
center and develop and 
implement a parking 
management plan.  
These actions are meant 
to encourage a more 
pedestrian-oriented 
development pattern, 
improve walking and 
biking options, and 
manage the parking 
supply in the area in 
support of reducing the 
need to drive and meeting 
mode share targets in the 
newly designated town 
center.

•	 Estimating trip generation 
for mixed-use zoning 
for legislative plan 
amendments is complex. 
When a variety of land 
uses is allowed over 
multiple parcels, there has 
to be agreement on what 
constitutes a reasonable 
worst case. Moreover, the 
ITE Trip Generation Manual 
does not address mixed-
use, transit-supportive 
development patterns 
very well.

Source: Metro

The following steps were taken 
to determine whether the 
proposed zone change would 
have a significant effect:  

1 Compare 
reasonable 
worst case trip 
generation under 
current zoning 
to reasonable 
worst case trip 
generation under 
proposed zoning. 

2 If proposed zoning 
generates the 
same or fewer 
vehicle trips 
than the current 
zoning, there is no 
significant effect.

3 If proposed zoning 
generates more 
trips than current 
zoning, evaluate 
impacts relative to 
mobility standards. 

•	 A collaborative approach 
between the City and 
ODOT enabled the City’s 
proposed amendment 
to focus on local goals 
and priorities while 
supporting the OHP policy 
of prioritizing interchange 
operations and safety. 

•	 Though the mobility policy 
was not a significant 
barrier to gaining approval 
of the plan amendment, 
Tigard staff noted that 
it was less effective for 
addressing transportation-
related issues of higher 
importance to the City, 
like walkability and 
improvements needed on 
local streets. 

•	 For large legislative plan 
amendments, improve/
clarify the scoping process 
and reduce the need for 
iterative discussions.

•	 Develop measures and 
methods based on 
estimated person trips 
rather than vehicle trips.

•	 Develop methods to 
better estimate reasonable 
worst case vehicle trip 
generation of mixed-use, 
transit-supportive urban 
centers.
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West End District Mixed-Use Development  
Beaverton, OR 10

Example

Overview 
This project initiated 
development review for 
the proposed mixed-use 
redevelopment of a former 
K-Mart site in Beaverton. The 
site is zoned general commercial 
(GC). 

The new development would 
replace the site’s existing 
commercial buildings and gas 
station with approximately 424 
apartments, 22,076 square 
feet of ground-floor retail, and 
10,000 square feet of restaurant 
space.  

The project site is at the corner 
of Tualatin Valley Highway and 
SW Murray Blvd, which are 
under ODOT and Washington 
County jurisdiction, respectively. 

The analysis determined that 
the redeveloped site would 
generate less traffic than it did 
when it supported a K-Mart 
and other activities. As such, 
the traffic impact analysis (TIA) 
requirements were limited to site 
access and circulation. 

Outcome
This project was approved and is 
under construction.

While the anticipated reduction 
in overall traffic meant the 
developer was not required to 
study off-site traffic impacts, 
their TIA included analysis of 
the Tualatin Valley Highway/SW 
Murray Blvd intersection as it 

related to overall site access and 
circulation. 

The intersection was found to 
exceed the maximum v/c in 
future conditions, with or without 
the proposed project. Because 
the project was not the cause of 
the intersection operations issue, 
there was no expectation that 
the developer provide mitigation. 

The TIA also included a 
quantitative safety assessment 
and qualitative review of overall 
access for other modes. 

99WLocation:  
Beaverton, OR
Washington County

Plan Type:  
Development Review

In addition to frontage 
improvements, the TIA 
identified the following needed 
improvements: 

•	 Prohibition of left turns into 
the driveway from Tualatin 
Valley Highway due to safety 
concerns for vehicles turning 
left across multiple lanes. This 
was required as part of final 
approval. 

•	 A bus pull-out was 
recommended by ODOT, in 
coordination with TriMet. The 
pull-out was required with 
final approval for the project.

How was the 
current mobility 
policy a factor? 
While ODOT does not issue 
permits for land development, 
it has authority to grant access 
onto State of Oregon highways. 
Tualatin Valley Highway is under 
State jurisdiction, giving ODOT 
permitting authority. 

ODOT applies the mobility 
standards in the Oregon 
Highway Plan mobility policy in 
its traffic analysis for permitting 
access onto Tualatin Valley 
Highway. The RMP is not a factor 
in development review. 
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Methodologies and 
Measures
Based on direction from the City 
of Beaverton, the TIA included 
analysis of access operations 
and safety at two driveways 
on SW Murray Boulevard and 
one driveway on Tualatin Valley 
Highway. 

The intersection of Tualatin 
Valley Highway/SW Murray 
Boulevard was included to clarify 
the impacts on site accesses, 
but was not in the City’s scoping 
requirements. 

Intersection v/c standards 
were identified for each of the 
agencies and applied depending 
on the roadway jurisdiction. 

•	 The City of Beaverton 
requires that the v/c for each 
lane group not exceed 0.98. 
The City also has standards 
based on average vehicle 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

•	 The TIA made specific 
recommendations addressing 
site access, including 
removing two driveways on 
Tualatin Valley Highway and 
one on SW Murray Boulevard, 
and prohibiting left turns 
from Tualatin Valley Highway. 
The requirement to reinforce 
this left turn restriction with 
a physical traffic separator 
introduced requirements and 
process under the Oregon 
Highway Design Manual, 
and potentially the Design 
Exception Process.

•	 The development provided 
frontage improvements 
consistent with ODOT 
standards on Tualatin Valley 
Highway and consistent with 
County standards on SW 
Murray Boulevard. These 
improvements included 
upgrades to existing 
pedestrian and bicycle 
facilities. 

•	 Washington County 
Transportation Development 
Taxes (TDTs) were collected 
from the development to 
fund countywide capacity 
improvements.  No local fees 
were assessed for citywide 
transportation improvements. 

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

delay. 

•	 Washington County sets 
operating standards for both 
signalized and unsignalized 
intersections with a v/c no 
greater than 0.99 over a 
60-minute period. 

•	 ODOT requires all signalized 
and unsignalized intersections 
within urban areas on 
Statewide Highway facilities 
to operate at or below a v/c 
of 0.99, per Policy 1F of the 
Oregon Highway Plan. 

The scope and methodology 
was determined to meet the 
requirements of each of the 
agencies. 

•	 Analysis was completed using 
methodologies outlined in 
ODOT’s Analysis Procedures 
Manual.

•	 The TIA noted that 
adding a lane at the 
intersection of Tualatin 
Valley Highway and SW 
Murray Boulevard would 
be cost prohibitive due to 
surrounding constraints. 
This is a common issue 
in developed areas 
throughout the region. 

•	 Lower-cost strategies 
such as signal timing 
changes or other system 
management could be 
more practical, especially 
for smaller traffic 
increases. 

•	 Measures that improve 
non-auto access were 
provided, such as the bus 

•	 The Oregon Highway Plan 
v/c did not pose a barrier 
to developing a mixed-use 
project with lower overall 
trip generation than the 
existing use.

•	 In general, the practice of 
relying on v/c standards 
reinforces a narrow, 
motor vehicle-focused 

view of mobility. Further, 
mitigation measures too 
frequently rely on adding 
physical capacity to the 
roadway. The City of 
Beaverton has identified 
safety issues and 
conditions for pedestrians 
as high priorities for its 
upcoming Transportation 
System Plan update. 

•	 The City, County, and 
ODOT all use v/c as their 
operating standard, but 
with slight differences in 
the way they are applied. 
While not a barrier for 
this specific project, that 
could result in confusion 
or inconsistency with 
planning and desired 
development outcomes 
for the system. 

Example 10 | West End District Mixed-Use Development | p 2

pullout and pedestrian 
improvements. However, 
these were not evaluated 
for their effect on overall 
vehicle demand. If v/c 
ratios are maintained as 
the mobility standard, the 
process would benefit 
from additional guidance 
on how to quantify the 
impacts of changed 
conditions for people 
walking, biking and taking 
transit.
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Tualatin Valley Highway Corridor Plan 
Washington County, OR 11

Example

Overview
The Tualatin Valley Highway 
(TV) Corridor Plan evaluated 
TV Highway (OR 8) along the 
approximately 8.5 miles between 
the Hillsboro and Beaverton 
regional centers. The final plan 
was adopted in 2013. 

Development of the 
Corridor Plan was funded 
by a Transportation Growth 
Management grant from 
ODOT to Washington County, 
which conducted the work in 
partnership with ODOT, Metro, 
and the City of Hillsboro and the 
City of Beaverton. 

The effort was coordinated 
through technical and 
community advisory committees, 
as well as a Policy Group of 
agency leaders. 

The introduction describes “an 
overarching goal… to reflect 
community needs and desires 
for the corridor to evolve into a 
thriving, welcoming place that 
connects this vibrant, growing 
community now and for future 
generations.” 

Where TV Highway had been 
shown in previous plans as a 
seven-lane facility, the final 
plan reduced the cross section 

for motor vehicle capacity 
to two through travel lanes 
in each direction, consistent 
with the direction of the Policy 
Group leading the effort. This 
maintained the design and 
function of TV Highway as an 
urban arterial with a five-lane 
cross section. 

In addition to changing the 
roadway cross section serving 
automobiles, the Corridor 
Plan also identified specific 
improvements to bicycle, 
pedestrian, and transit facilities 
to enhance safety, connectivity, 
and accessibility. 

Outcome
The Corridor Plan led to an 
amendment of the motor 
vehicle classification of TV 
Highway in the RTP. The plan 
was acknowledged by the 
Washington County Board of 

Source: Wikimedia Commons, by Visitor7

99W
Location:  
Washington County, OR

Plan Type:  
System Planning

Commissioners in 2014. The 
TV Highway Corridor Plan 
informed the Washington 
County Transportation System 
Plan update as well as the South 
Hillsboro Community Plan, and 
led to construction of capital 
projects in the corridor.  

The Corridor Plan also influenced 
two additional planning efforts 
aimed to refining future 
improvements: 

•	 Completed in 2019, the 
2019 Transportation Growth 
Management-funded Moving 
Forward TV Highway corridor 
refinement plan evaluated 
transit and safety design 
alternatives between SW 
Cornelius Pass road and SW 
160th Avenue.

•	 The 2020 Basis of Estimate 
and Design Report (project 
development) prioritized 
a package of safety, 
connectivity, and transit 
priority projects and included 
cost and design information.

Also identified in the TV 
Highway Corridor Plan are a 
set of performance measures 
for monitoring and for 
evaluating future land use plan 
amendments. Urban centers

Industrial area
Employment area

Parks and natural areas

Arterial
Proposed arterial(! (! (! (!

County line
Urban growth boundary

Station communities

Throughway

Tualatin Valley Highway Corridor

Proposed high capacity transit
High capacity transit

Bus stop
Rail transit station
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Outcome (cont’d) 
These measures are intended to 
address mobility, reliability, and 
safety for active transportation 
and transit operations, and 
motor vehicles, and would 
consist of:

•	 Vehicle miles traveled per 
capita

•	 Duration of congestion

•	 Hours of delay

•	 P.M. peak travel time for 
automobiles and transit

•	 Transit ridership

•	 Travel time reliability

•	 Bicycle and pedestrian system 
completeness

The measures listed above are 
consistent with RTP system 
performance measures and 
were considered as part of 
Moving Forward TV Highway 
and the 2020 Basis of Estimate 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

and states that the measures 
are used to diagnose the 
extent of auto congestion. The 
RMP notes that the evaluation 
is intended to help identify 
roadway deficiencies and 
inform a strategic approach that 
recognizes limited transportation 
funding and potential 
environmental and community 
impacts. 

Methodologies & 
Measures
The TV Highway Corridor Plan 
included analysis of v/c using 
targets identified in Table 7 of 
the OHP. These targets were 
used to identify areas where 
roadways are not expected to 
meet ODOT performance targets 
listed in the OHP mobility policy 
and the RMP. 

The analysis included base 
year and 2035 conditions and 
was completed based on the 
procedures described in the 

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Wikimedia Commons, by M.O Stevens

and Design Report findings and 
recommendations. 

How was the 
current mobility 
policy a factor?
Both the Oregon Highway Plan 
(OHP) mobility policy (Policy 1F) 
and the RTP Regional Mobility 
Policy (RMP) are applied 
in system planning efforts, 
including corridor refinement 
plans.

The OHP mobility policy includes 
Table 7, which lists the volume-
to-capacity (v/c) targets to be 
used to evaluate state highway 
performance. The OHP also 
acknowledges that additional 
methodologies and targets 
may be needed to balance 
regional and local performance 
expectations. 

The RMP replicates the list of 
v/c ratios from OHP Table 7, 

•	 A more holistic definition 
of the mobility and 
multimodal measures by 
which the plan is evaluated 
should be developed. This 
corridor refinement plan 
is an example of a case 
where v/c alone does not 
advance (and sometimes 
are in conflict with) other 
local and regional goals 
for the corridor.

•	 As part of the TV Highway 
Corridor Plan process, 
a set of measures was 
developed for potential 
ongoing monitoring of the 
corridor’s performance. 
These measures could 
be considered for a more 
multimodal approach in 
this RMP Update.

•	 Better data and analysis 
tools are needed to 
effectively evaluate the 
performance of proposed 
actions (e.g., adding 
active transportation 
enhancements) within the 
time period that they are 
recommended.

Source: Wikimedia Commons,  by Steve Morgan

•	 The current approach 
was effective for the 
intended purpose, in 
that the v/c targets were 
used to identify roadway 
deficiencies and inform 
a multimodal strategy to 
achieve broad community 
goals.  

•	 A major outcome was 
the decision to adopt a 
five-lane cross section 
for TV Highway, a change 
from the seven-lane 
cross section identified 
in planning documents at 
the beginning of the TV 
Highway Corridor Plan. 

•	 Most technical analysis 
and improvements 
identified for TV Highway 
focused on improving 
safety and supporting land 
use, active transportation 
and transit goals, including 
development of a Town 
Center in Aloha, and 
designation of TV Highway 
as a 2040 Corridor and 
high-capacity transit 
corridor.

Source: Wikimedia Commons, by Steve Morgan

•	 A strength is that this 
corridor planning process 
was able to focus on 
multimodal, safety and 
other goals. A weakness is 
that the current mobility 
policy does not include 
multimodal and safety 
measures

ODOT Analysis Procedures 
Manual. Growth anticipated to 
occur by 2035 was based on 
forecasts from Metro’s 2035 
travel demand model.

In addition to intersection 
v/c analysis, the corridor 
plan included qualitative 
and quantitative evaluation 
of other modes: crash rates 
at intersections for autos, 
pedestrians and bicyclists, 
connectivity gaps for bicyclists 
and pedestrians, access for 
pedestrians and transit, transit 
frequency and facilities.
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South Hillsboro Community Plan
Hillsboro, OR12

Example

Overview
The City of Hillsboro developed 
the South Hillsboro Community 
Plan in 2015 as an appendix to 
its comprehensive plan. This 
action was based in part on the 
outcomes of the Tualatin Valley 
Highway Corridor Plan, which 
was adopted in 2013 after a 
collaborative planning effort 
that included ODOT, Washington 
County, and other regional 
partners. 

The Tualatin Valley Corridor Plan 
reclassified Tualatin Valley (TV) 
Highway from Regional Arterial 
to Arterial. The Transportation 
Planning Rule (TPR) considers 
such a change in classification to 
constitute a “significant effect.” 

Despite the reclassification 
limiting capacity to serve 
east-west travel demand, 
analysis supporting the change 
concluded that mobility would 
be preserved through the 
addition of intersection lane 
improvements and the addition 
of capacity on north-south 
roadways.

The plan area covers 
approximately 1,400 acres of 
developed and undeveloped 
land. Portions of South Hillsboro 
were brought into the urban 
growth boundary in 2002. Metro 
brought the remainder of South 
Hillsboro into the urban growth 
boundary in 2011. 

The plan area is expected to 
develop over 20 years. 

Outcome
The Community Plan was 
adopted along with the South 
Hillsboro Transportation 
Financing Plan to ensure that 
needed roadway capacity 
improvements were funded 
and in place prior to urban 
development. 

A trip cap mechanism limited 
net new trips the area could 
generate, with identified 
transportation improvements in 
four phases needed to mitigate 
the effect of the estimated 8,100 
peak hour trips associated with 
the development of the plan 
area.

Source: Wikimedia Commons, by M.O. Stevens 

99W

Location:  
Hillsboro, OR
Washington County

Plan Type:  
Plan Amendment, 
Legislative; Development 
Review; Project Design

Key transportation issues 
included the need to extend 
Cornelius Pass Road and 
Blanton/Alexander Road before 
development could occur in 
South Hillsboro. Safety issues 
were identified related to 
Cornelius Pass Road and it was 
necessary to ensure traffic could 
safely cross the railroad tracks 
south of TV Highway without 
affecting rail traffic or causing 
major delays in this area. 

The City, County, and ODOT 
entered into two rail order 
agreements to ensure the 
improvements would be 
developed according to key 
milestones within the planning 
period. 

How was the 
current mobility 
policy a factor? 
TPR 0060 requires local 
governments to take 
coordinated strategies if an 
amendment to an acknowledged 
comprehensive plan would 
significantly affect an existing or 
planned transportation facility. 

Urban centers
Industrial area
Employment area

Parks and natural areas

Arterial
Proposed arterial(! (! (! (!

County line
Urban growth boundary

Station communities

South Hillsboro

South Hillsboro Area

Proposed high capacity transit
High capacity transit
Bus stop
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Mobility Policy 
(cont’d)
When the City of Hillsboro 
amended the comprehensive 
plan and the local TSP to change 
the classification of Tualatin 
Valley Highway from a Regional 
Arterial to an Arterial, this 
constituted a significant effect. 
As such, the OHP mobility policy 
applied to the analysis of Tualatin 
Valley Highway. 

The RTP Mobility Policy does not 
apply to plan amendments. 

Methodologies & 
Measures
The plan amendment was 
developed using mostly 
traditional steps for traffic 
impact analyses, including trip 
generation and intersection 
operations analyses. 

Queuing analysis was also 
conducted, with an emphasis on 
potential interactions at the P&W 

Local Partner
Working together to help update 
how the region defines mobility and 
measures success in the greater 
Portland region.

Tualatin Valley Highway and 
the completion of the new 
roadways within and adjacent 
to South Hillsboro pursuant to 
the TSP. This can be achieved 
by applying development 
conditions of approval. The 
supplemental traffic impact 
analyses submitted as part of 
development applications ensure 
that the number of actual trips 
expected from development 
do not exceed the trip cap, 
evaluates the local road system 
not previously analyzed, and 
determines any additional 
mitigations within the local 
improvement district.

The Community Plan does 
not include actions to lower 
mobility standards or trip 
generation rates within the 
planning area. The plan 
amendment was developed to 
allow for facility planning and 
financing that meets the needs 
of new developments and local 
priorities. 

Opportunities for 
Improvement

Strengths & 
Weaknesses of 
Current Policy/
Approach

Source: Wikimedia Commons, by M.O Stevens

railroad. The plan developed 
guidelines for supplemental 
traffic impact analyses to 
facilitate phased development 
and to implement the financing 
plan. 

The net new weekday p.m. 
peak hour trips are defined as 
total vehicle trips less pass-by 
diverted link, mode split, and 
internal capture trips. The peak 
hour is defined as the highest 
sixty (60) consecutive minutes 
of traffic demand between 4:00 
P.M. and 6:00 P.M. 

The traffic impact analysis used 
OHP v/c standards for Tualatin 
Valley Highway. All subsequent 
traffic impact analyses must be 
developed in accordance with 
City standards and the County, 
and ODOT standards depending 
on facility ownership. 

The pace of South Hillsboro 
development must match 
the timing of capacity 
improvement delivery along 

•	 The current OHP v/c 
standards were generally 
consistent with the City of 
Hillsboro’s vision for future 
investments and growth. 
The City applied the OHP 
v/c standards to support 
transportation capacity 
projects. 

As noted above, 
development conditions 
of approval need to be 
applied to ensure the 
pace of South Hillsboro 
development doesn’t 
outpace the delivery of 
Tualatin Valley Highway 
capacity improvements 
or the completion of new 
roadways identified in 
the TSP for the area. This 
includes needed capacity 
expansion at intersections 
and rail crossings. 

Supplemental traffic 
impact analyses address 
local road networks that 
are not included in the 
comprehensive planning 
process, and include the 

timing of adding traffic 
control devices, adding 
parking demand, scale of 
local streets, intersections 
of collectors/arterials and 
local streets. The OHP 
standard only applies to 
Tualatin Valley Highway 
intersections. 

•	 As a weakness, staff noted 
that there is disconnect 
between the standards 
applied for facility design 
and needed improvements 
identified in the long-range 
planning documents and 
current planning needs.

Currently in project 
development, ODOT 
is requesting that 
designs comply with the 
Highway Design Manual 
performance standard, 
which has a more rigid 
(lower) v/c standard. 

Requesting a design 
exception to ODOT’s 
Highway Design Manual 
v/c standard instead of 
using the previous agreed 
upon v/c from the land 
use process has resulted 
in additional cost to the 
city and risk of delaying 
projects.

Local agency staff identified 
the following specific 
recommendations for 
consideration: 

•	 Prioritize preserving right 
of way; for example, 
design facilities to 
allow for bus loading, 
signal preemption, bus 
stop shelters and other 
amenities.

•	 Performance measures 
should recognize the 
difference between cities 
within the region; a one-
size-fits-all approach won’t 
work. 

•	 V/c is a key tool but it is 
not a valid measurement 
for congested roadways. 
Delay and queuing 
using simulation tools 
are more appropriate 
measures for congested 
roadways, rail crossings, 
and unique intersection 
configurations.

Example 12 | South Hillsboro Community Plan Development | p 2

The City contends that facilities 
otherwise would have been 
undersized for expected growth. 
Roadway improvement projects 
are based on the mitigations 
identified in the annexation 
agreement traffic impact 
analyses for the arterial, collector 
and neighborhood route system.
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Memo 

To:  Clackamas County Coordinating Committee (C4) 
From:  Cheryl Bell, Assistant Director of Transportation and Development; Eben Polk, 
Sustainability Supervisor; Sarah Allison, Sustainability Analyst 
Date: April 29, 2021 
 

Overview 

Clackamas County Sustainability and Solid Waste staff visited C4 in June 4, 2020 to introduce 
work on a countywide climate action plan (CAP), and solicit feedback on how best to engage 
cities in the process. Staff since presented at the March 4, 2021 meeting to update the group 
on project work to date, reintroduce the project to new C4 members, and answer questions. At 
the May 6, 2021 meeting, C4 members will have the opportunity to nominate two city 
representatives, one urban and one rural, to serve in an ex officio capacity on the CAP’s 
Community Advisory Task Force (CATF). 

In 2020, the Clackamas County Board of Commissioners (BCC) identified action on climate 
change as a critical goal in their strategic plan, Performance Clackamas. The BCC goal directs 
staff to complete a climate action plan to become carbon neutral as a community by 2050. They 
also adopted ‘carbon neutrality’ as a policy perspective to weave throughout the County’s 
work.  

Climate Action Plan Engagement 

The project’s scope of work includes eight criteria for success. Among these are for the plan to 
be meaningful, data-driven, transparent & accountable, and equitable. Constructive 
engagement will help meet these criteria, and the success of the plan hinges on the diversity of 
voices engaged in creating it, which calls for an extensive and inclusive public and stakeholder 
engagement process. 

In addition to broad community engagement, the climate action plan calls for focused outreach 
with the rural community, cities, businesses and youth. Specific to C4, cities will have targeted 
engagement through a cities subcommittee to explore the relationship of cities to the county 
plan. In addition to the city subcommittee, the project team will provide periodic updates to C4 
over the course of the plan’s development. 

Community Advisory Task Force Liaisons 

The Community Advisory Task Force (CATF) is an advisory group of partners and community 
members from across the county. Task force members will be asked to help shape the climate 
action plan by sharing their expertise and experience, receiving and evaluating input from the 
public, stakeholders and experts, and learning from and analyzing data and modeling 
information from our expert consultants. The initial twenty members that have been approved 
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by the BCC can be seen here. The BCC has requested that C4 nominate two city representatives, 
one urban and one rural to serve on this task force in an ex officio capacity. The BCC will 
confirm the final four members of the CATF after C4 has nominated the city representatives. 
Mayor Mark Gamba of Milwaukie and Councilor Katy Dunsmuir of Estacada applied during the 
initial application window, and more recently, Councilor Valerie Pratt of Tualatin has also 
applied. 

The first meeting of the CATF is expected to be scheduled for early or mid-June. Given the 
timing, a decision at the May 6th C4 meeting about who represents the cities will ensure cities 
are part of the entire task force process.  

Staff recommends the cities use the May 6th C4 meeting to caucus and select a rural and urban 
city representative to serve on the task force, and for the C4 to confirm that decision. More 
information about the climate action plan is at www.clackamas.us/sustainability/climateaction.  
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