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Executive Summary & Recommendations

addressed.  These include narrowing the
roadway width to provide shorter crossing
distances and to slow down traffic.  Full-time
on-street parking permits the use of curb
extensions to improve safety at unsignalized
intersections.

• Public Comment
Public comment over the course of the plan
development process has strongly supported
alternatives that reduce the number of travel
lanes.  Two public open houses were held with
attendance of 115 people at each event.  At
the first open house approximately 75% of the
participants indicated a preference for
alternatives which reduced the number of
travel lanes through the study area.  At the
second open house, approximately 75% of the
participants indicated a preference for the
citizen advisory committee’s preferred
alternative recommendation.

However, the recommendation also acknowledges
the potential for certain tradeoffs associated with
other plan objectives that will potentially result in
unintended impacts to neighborhood livability and
regional mobility.  Differences in opinion between
the citizens and technical advisory committees
about the recommendation in the Sellwood
Bridge to 13th Ave segment bear this out.

• Neighborhood Traffic Diversion
Because the preferred alternative will not
provide an adequate amount of traffic capacity
to meet the peak period demand, some of the
traffic volume is expected to spill over onto
the adjacent local street system.  Complete
mitigation of the diverted traffic to the local
street network through traffic calming
techniques is not seen as feasible because of
the volume of traffic involved and grid pattern
of the surrounding local street network.
Significant tradeoffs to local access and
circulation would occur.  The plan recommends
speed bumps on Spokane and Umatilla Streets
to help minimize these impacts.

• Regional System Congestion
Because the preferred alternative will not
provide an adequate amount of traffic capacity
to meet the peak period demand, another
anticipated impact is increased travel time
delay on the regional transportation system.
Transit service as well as emergency response
services will be affected as well.  However,
these conditions are also anticipated under the
No Build Alternative, though to a lesser
degree.

STREETSCAPE DESIGN
GUIDELINES
• Twelve foot wide sidewalks (where possible)

between the Sellwood Bridge and 17th Ave
meeting standards established in the Pedestrian
Guidelines.  Sidewalk width measurements
include 0.5’ curb, 4.0’ furnishing zone, 6.0’
through pedestrian zone, and 1.5’ building zone.
Twelve foot wide sidewalks would be
implemented as a requirement of any
redevelopment of adjacent property.

• Street trees at 30’ to 35’ spacing would be
planted in the furnishing zone of the new 12’
sidewalks.  The Urban Forestry Division of the
Bureau of Parks and Recreation must approve
tree species.  Four foot wide by eight foot long
planting holes should be established in the
furnishing zone for each tree.  Additional plants
should be planted with the street trees.

• Street lights of a pedestrian scale, 15’ height,
are placed between the street trees.  There
should be three to five per block face.

• Bus shelters should be placed at all bus stops if
ridership warrants them.
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BICYCLES
Bicycles travel through the Tacoma corridor will be
accommodated through the designated.  Spokane
St/Umatilla St bicycle boulevard project in the
Portland Bicycle Master Plan.  This project will
provide traffic calming devices along both streets
that emphasize safe and convenient travel for
bicyclists adjacent to Tacoma Street.

IMPLEMENTATION STRATEGY
• Phase I

This phase includes immediate implementation
of all the basic traffic management elements of
the preferred alternative design: lane striping,
parking sign removal and replacement, and any
related signal timing modifications.  Begin
implementation of the streetscape design
guidelines through the land use review and
permitting process as new development occurs.
Monitor traffic operations and adjust Phase I
elements as needed.  Place speed bumps on
Spokane St, from 6th to 17th Ave, and
Umatilla St, from 13th to 17th Ave, subject to
approval of adjacent properties through the
petition process.

• Phase II
Implement all remaining Tacoma Main St Plan
design elements (curb extensions, medians,
etc.) as funding becomes available.  Complete
planning and implementation of Spokane/
Umatilla Bicycle Blvd Project.

COST ESTIMATE
• Phase I

Approximately $25,000-$30,000

• Phase II
Approximately $600,000.

ADMINISTRATIVE ACTION
ITEMS
Support regional efforts to carry out the
recommendations of the South Willamette Bridge
Crossing Study that reduce travel demand on the
Sellwood Bridge.  Actions include:

• Mitigate traffic growth on Tacoma St, Highway
99E in Milwaukie and on State St in Lake
Oswego where traffic conflicts with land use
goals.

• Increasing transit services and improving
transit, pedestrian and bicycle facilities on
either side of the river to support alternatives
to driving.

• Increase motor vehicle capacity on
appropriate regional facilities in order to direct
traffic away from areas of conflict with land use
goals, such as improvements to McLouhglin
Blvd, Highway 224, and I-205.

• Support improvements to the west end of the
Sellwood Bridge that mitigate congestion
impacts.

PROCESS
A Citizens Advisory Committee (CAC) made up
of a dedicated group of local resident, business
and neighborhood association representatives, and
a Technical Advisory Committee (TAC) made up
of state, regional and local agency representatives
guided oversight of the plan’s development.  The
CAC met approximately monthly for over a year
to review and discuss development of the plan.  In
addition to the CAC, public involvement was
facilitated through a community survey (with over
700 respondents), two public open house events
(115 participants at each) and a number of articles
about the plan in the local newspaper, the
Sellwood Bee.
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Development of the plan was based on a four
phase planning process.  The primary objective of
the first phase was to establish the plan’s goals and
objectives.  During this phase, background data on
existing conditions was also collected and
analyzed.  The second phase focused on
developing a set of alternatives to address the plan
objectives.  The third phase evaluated the
alternatives using the objectives established in
phase one as evaluation criteria.  The evaluation
used a multi-disciplinary consultant team
representing the fields of urban design, traffic
engineering and urban economics.
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Introduction1

Southeast Tacoma Street runs through the
heart of Portland’s historic Sellwood-Moreland

neighborhood, serving as a major gateway into
and out of the neighborhood for local and SE
Portland traffic.  Tacoma Street also serves as a
major connection between the east and west
sides of the Portland region south of downtown,
via the two lane Sellwood Bridge.  Every weekday
over 30,000 vehicles use Tacoma Street to access
the Sellwood Bridge.  As much as one half this
traffic has an origin or destination outside of the
City of Portland.  The Sellwood Bridge is the only
bridge crossing between the Ross Island and I-205
bridges, a distance of 10 miles.

Currently, Tacoma Street serves neither its
regional nor local function well.  The travel
demand placed upon the aging two-lane Sellwood
Bridge far exceeds its design capacity.  Congestion
and traffic access are problems, as well as
pedestrian safety and access via transit or bicycle.
Traffic diversion onto adjacent residential streets
is a serious issue.  The sidewalks are narrow and
lack all forms of basic streetscape amenity for

pedestrians.  On-street parking is restricted during
the morning and evening peak periods, limiting the
ability of storefront commercial zoning to achieve
its development potential between the 13th and
17th Aves commercial nodes.

Regional, City and neighborhood plan policy all
envision a more pedestrian friendly, neighborhood
oriented commercial and residential ‘main street’
function for Tacoma Street.  Main Streets are
corridors of medium density mixed use
development that emphasizes a combination of
local and regional market orientation, pedestrian
and traffic access.

For Tacoma Street, this means a street that helps
link the neighborhood to itself, as well as to the
region that is growing up around it.

The challenge and purpose of the Tacoma Main
Street Plan is to balance the needs of local multi-
modal access and land use policy on Tacoma
Street with the impacts and needs of regional
traffic which it also serves.

Figure 2
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Background

As regional growth accelerated around Sellwood,
particularly in the post WWII period, the demands
on the Sellwood Bridge and Tacoma St grew.
Employment in downtown Portland and
Washington Co. grew while residential
development surged in Clackamas Co. surged.  The
problem of limited bridge crossing capacity south
of downtown Portland began to become a big
problem.  By 1965 the bridge was already carrying
approximately 50% more traffic than its design
capacity.  To better accommodate the increasing
volumes on Tacoma in 1968, the street was
widened from 36 ft., curb to curb, to 44 ft.  This is
why Tacoma St currently only has 8 ft. wide
sidewalks while the surrounding local streets are
12 ft. wide.

Today, the Sellwood Bridge continues to attract
traffic volumes far in excess of its ability to
adequately accommodate.  Over 30,000 vehicles
use Tacoma St to travel over the bridge.

POLICY
Regional, City and neighborhood plan policy all
envision a Tacoma Street that balances the needs
of the surrounding neighborhoods and region.  This
means a street that provides capacity for not only
regional traffic, but pedestrian, transit, and bicycle
modes.  A street that also supports land use
development goals of the neighborhood’s city and
region.

Special emphasis is placed on providing a safe and
inviting pedestrian environment that encourages
local residents to walk to shopping opportunities
on Tacoma St as well to use transit service for trips
to and from the neighborhood.  This type of land
use and transportation interaction is commonly
referred to as a ‘main street’.

Metro’s Region 2040 Concept Plan is the regional
land use concept plan for managing growth and
preserving regional livability.  The plan’s designation
for Tacoma St is as a ‘main street’.

The City of Portland’s zoning pattern on Tacoma
St reflects this land use goal through the use of
storefront commercial and mixed use zones.  The
Sellwood-Moreland Neighborhood Plan, adopted in
1998, further supports this land use objective
through a series of policies that support
neighborhood oriented commercial development
on Tacoma, particularly between 13th and 17th
Avenues.  It also includes recommendations for a
more pedestrian oriented streetscape design that
would reduce the current “barrier effect” the
street creates.

Tacoma at 15th Ave. looking west, 2000.
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Figure 3
PLANNING PROCESS

Fall
2000

Winter/
Spring
2001

Summer
2000 Transportation Growth Management (TGM) grant

received from the Oregon Dept. of Transportation
for development of plan.

Alta Transportation Consulting/Urban design
David Parisi Associates/Traffic engineering
Nvue Ngan Associates/Urban design
ECONorthwest/Economics

Made up of resident and businessperson volunteers from
the surrounding neighborhood and members of the
Sellwood-Moreland (SMILE) Neighborhood Association.
Meeting approximately monthly over the past year.

Made up of representatives from state, regional and
City agencies that have responsibilities/policies related
to Tacoma St.

Traffic and transportation operations
Urban design
Economics/ redevelopment market
Survey to 3,000 residents

List of objectives for the plan to achieve was developed.

A broad range of conceptual alternatives for
addressing the plan objectives was developed
for consideration.

Grant Funding

Consultant Team Selection

Technical Advisory CommitteeCitizens Advisory Committee

Data Collection

Plan Objectives

Universe of Alternatives Open
House

#1
December 5, 2000

Based on comments from the citizens and technical advisory
committees and open house, the ‘universe of alternatives’
was narrowed.  Evaluation of the alternatives was based
on the plan objectives, using them as evaluation criteria.

Alternatives Evaluation

Selection of Preferred
Alternative

Open
House

#2
June 26, 2001
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and operation of the existing Tacoma Street.  A
total 675 survey responses were returned, for a
response rate of nearly 23%.  The responses were
primarily used to help establish and confirm the
project’s primary objectives.

Open House I:
On December 5th, 2000 an open house was held
in the neighborhood to present the information
collected through the first two phases of the
project.  One hundred and fifteen persons
attended.  The open house allowed participants a
chance to review and comment on the project’s
proposed goal and objectives, existing conditions
data, and the universe of alternatives.

Open House II:
A second open house was held at the Sellwood
Middle School on June 26th, 2001 to allow public
review of the final two phases of the project,
including the results of the alternatives evaluation
phase and the recommended preferred
alternatives from the CAC and TAC.  One
hundred and fourteen persons attended the
event.

Sellwood Bee Newspaper:
The local community newspaper ran three articles
that covered the project over the course of its
development.  The Bee’s circulation reaches over
14,000 households in the neighborhoods
surrounding the study area.

SMILE Neighborhood Association:
The recommendations were presented to the
Sellwood-Moreland (SMILE) Neighborhood
Association for review and endorsement in
October of 2001.

PROJECT GOAL AND
OBJECTIVES
The basic goal of the project is to develop a long
range transportation improvement plan for
Tacoma St. that serves two primary purposes.  The
first purpose is to balance its transportation
function between that of a regional street vs. a
neighborhood arterial in a more efficient method.
The second purpose is to support both regional
and local land use goals for the properties
adjacent to Tacoma Street.  The intent of these
land use goals is to develop a more neighborhood
oriented commercial and residential street that
serves the needs of the neighborhood as well as
the region’s growth management goals.

With input from policy, the community survey,
existing conditions data collected, the first open
house and the Citizens Advisory Committee, the
project established a set of plan objectives to
achieve these two primary purposes.  The
objectives fall under three main categories:
pedestrian environment, neighborhood oriented
commercial and residential development, and
neighborhood livability.

Second public open house, June, 2001.
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Pedestrian Environment
Transportation improvements to Tacoma Street
create a high quality pedestrian oriented street.
Pedestrian access and circulation is the preferred
mode of travel to and along Tacoma Street
because walking is safe, convenient and attractive.

• Pedestrian Crossings
Improve the safety of convenience of crossing
Tacoma Street.

• Sidewalk Area
Improve the safety, quality and comfort of the
sidewalk area.  Provide adequate sidewalk
width, buffering from traffic, street trees and
other streetscape amenities that make Tacoma
Street an inviting place for pedestrians.

Neighborhood Oriented Commercial
and Residential Development
Transportation improvements support the
continued redevelopment of Tacoma Street as a
commercial destination that serves the needs of
the neighborhood.

• Traffic Access
Provide adequate traffic capacity for vehicular
access and circulation.

• On-street Parking
Provide adequate on-street parking to support
businesses and development without off-street
parking.

• Overall Support of Redevelopment
Support the state, regional and neighborhood
‘main street’ land use goals for Tacoma Street.

Neighborhood Livability
Transportation improvements to Tacoma Street
do not unduly impact the function and character
of the surrounding local street network.  Tacoma
Street is no longer a barrier that divides the
neighborhood.

• Traffic Diversion
Reduce the impact of traffic diversion (cut-
through traffic) on adjacent local residential
streets.

• Bicycles and Transit
Ensure that Tacoma is a multi-modal street that
includes safe, convenient access and circulation
by transit and bicycle.

Planning Process Overview
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Existing Conditions4
ROADWAY CONFIGURATION
Tacoma Street is 43 ft. wide from curb
to curb.  Space between the
Sellwood Bridge and 17th Ave
is allocated based on the
time of day and the
corresponding volume of
traffic.  During most of the
day, in the off-peak volume
period, Tacoma Street has one
traffic lane in each direction
with parking allowed on both
sides of the street.  During the
peak periods, from between 7
to 9 AM, and 4 to 6 PM, on-
street parking is prohibited on
both sides of the street
providing an additional traffic lane in each direction
of travel.  There are three signals in the study area,
a full traffic signal at 13th and 17th Ave and a
pedestrian activated signal at 15th Ave.

TRAFFIC VOLUMES
There are three distinct segments of Tacoma
Street based on daily traffic volumes.  The
Sellwood Bridge to 13th Ave, 13th to 17th Aves
and 17th Ave to McLoughlin Blvd.  The main inputs
of traffic volume leading to and from the Sellwood
Bridge are McLoughlin Blvd, via the Tacoma
Overpass, 17th Ave south of Tacoma St and 13th
Ave north of Tacoma Street.  Two of the highest
volume routes to and from Tacoma St are 13th
Ave to the N and 17th Ave to the S.  East of 17th
Ave, the average daily volume of traffic is 14,000
vehicles.  Between 13th and 17th Aves the volume
grows to 22,000 vehicles.  Traffic volumes peak at
31,000 vehicles per day between 13th Ave and the
Sellwood Bridge.

Figure 4
EXISTING STREET CROSS SECTION
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TRAFFIC CAPACITY
There are three capacity constraints on Tacoma
Street: the bridge, and two signalized intersections
at 13th and 17th Avenues.  The two lane bridge
constrains the volume of traffic in each direction
to 1,800 vehicles per hour.  In the eastbound
direction, the travel demand is already in excess of
1,800 vehicles in the PM peak hour and is
projected to grow considerably.   Thus the bridge
meters traffic flow to the east during the peak
periods.

Heavy turn movements at the 13th and
17th Avenues place a strain on the
system’s capacity.  At 13th Ave, the
predominant turn movement is traffic
coming to and from 13th Avenue north
of Tacoma Street, serving primarily local
and district level trips in SE Portland.  The
overall volume to capacity ratio is
approximately 1, indicating that the
intersection is currently at capacity.  At
17th Avenue the predominant turn
movement is to and from 17th Avenue
south of Tacoma Street.  This movement
primarily serves traffic with origins or
destinations in Clackamas County.  The
volume to capacity ratio is 1.16, meaning
the intersection volume currently exceeds
capacity during the peak hour.

TRAFFIC DIVERSION
Traffic diversion, or cut-through traffic, is a
common byproduct of congestion.  Motorists,
faced with delays at congestion points such as
signalized intersections, seek out alternative routes
on the local street network to avoid delays.  There
are at least three long standing cut-through traffic
problems related to Tacoma Street and access to
the Sellwood Bridge.  Traffic on 17th Ave south of
Tacoma Street, primarily northbound, avoids the
left turn onto Tacoma at 17th Ave by cutting
through the neighborhood on Linn and Marion
Streets.  At 13th Avenue, Spokane Street is a
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favorite alternative to congestion at the 13th Ave/
Tacoma signal.  Motorists also avoid the 13th Ave
signal further to the north by cutting through the
neighborhood on Sellwood Blvd/7th Ave to access
the bridge.

Through the McLoughlin Neighborhoods Project,
the City has worked with the neighborhood over
the past several years to address some of these
problems.  Speeds bumps have been placed on
Sellwood Blvd/7th Ave and Linn, Marion, Clatsop
and Sherrett Streets between 13th and 17th
Avenues.  The bicycle boulevard project planned,
but not funded, for Spokane and Umatilla Streets
will help discourage cut through traffic on Spokane
Street.

PEDESTRIAN ENVIRONMENT
Among the most important elements of a vital
main street area, in terms of both transportation
and land use, is a strong, inviting pedestrian
environment.  Walking is the preferred mode of
travel on main streets and the main ingredient in
making them neighborhood oriented.  Perhaps the
most glaring shortcoming of Tacoma Street is the
current state of its pedestrian environment.

Tacoma’s pedestrian problems start with its
sidewalks.  At only eight feet in width, the

sidewalks do not meet minimum standards for
providing many of the basic streetscape elements
associated with vital pedestrian environments, such
as street trees and adequate space for
comfortable pedestrian passage.  Tacoma Street is
nearly devoid of street trees.  The problem of
inadequate width is made worse by the lack of
peak period parking to buffer the sidewalk area
and poor utilization of parking during the off-peak
period.

The comfort and safety of crossing the street is
another major issue.  There are no crosswalks,
protected or otherwise, between the Sellwood
Bridge and 13th Avenue.  This is the segment with
the highest traffic volumes and speeds.  An
additional difficulty for pedestrian crossings is the
lack of adequate gaps in the traffic flow coming
from the west over the bridge.  Between 13th and
17th Aves three of the four street intersections
are signalized and thus provide protected
pedestrian crossing locations.  East of 17th Ave
there are no crosswalks or protected crossings for
pedestrians, although traffic volumes are the
lightest, and there are only two lanes to cross.

TRANSIT
Three transit lines run along or across Tacoma
Street.  The main line along the street is the #40
bus line, which runs across the Sellwood Bridge
with stops every two blocks on Tacoma Street.
The line provides service between downtown
Portland and the Milwaukie Transit Center.  The
#65X bus line provides express service between
Marquam Hill and the Milwaukie Transit Center.
An additional line runs perpendicular to Tacoma
Street, the #70, which runs on 13th and 17th
Avenues providing eastside cross town service
between the Rose Quarter and Milwaukie Transit
Center.  There is one stop shelter at 13th Ave on
Tacoma Street, the stop which has the highest
passenger activity.

Tacoma’s sidewalks are narrow (8ft.), lack street trees and
buffering from traffic that full-time parking provides.
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BICYCLES
Tacoma Street has no dedicated facilities for
bicycles.  The City’s Bicycle Master Plan calls for the
development of a ‘bicycle boulevard’ couplet on
Spokane and Umatilla streets which parallel
Tacoma.  The bicycle boulevard concept would
emphasize bicycle travel on these streets through
traffic calming improvements.  The project is
unfunded at this point in time.  Important
connections for bicycle travel include the
Springwater Corridor to the east and the
Greenway Trail along the Willamette River to
downtown Portland, both currently under
development.

PARKING SUPPLY
Between the Sellwood Bridge and 17th Ave the
supply of on-street parking depends on the time of
day.  During the peak traffic volume periods, 7–9
AM and 4–6 PM, on-street parking is restricted to
create two additional travel lanes, while during the
remainder of the day parking is allowed at most
locations along both sides of the street.  A total of
approximately 266 spaces are available during the
off-peak period on Tacoma Street between the
Sellwood Bridge and 23rd Avenue.  The time
restrictions placed on parking create a potential
problem with utilization of Tacoma Street’s parking
supply.  During the off-peak, motorists do not feel
comfortable parking in the curb lane.  The lack of
on-street parking is particularly problematic during
the evening peak hours when the demand for
parking is the highest.  The lack of full-time parking
also restricts the ability to add streetscape
elements, such as curb extensions to the roadway.

Figure 8
BICYCLE MASTER PLAN

On-street parking is not permitted during the morning
(7-9am) and evning (4-6pm) peak traffic volume periods.

The planned Spokane-Umatilla
Bicycle Blvd. will provide for bicycle
access within the Tacoma Corridor.
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Commercial Land Use

LAND USE AND ZONING
The land use pattern on Tacoma Street reflects the
history of the neighborhood and the evolution of
the street.  Existing commercial land uses are
strongly oriented to 13th and 17th Avenues.  A
small node of commercial development also exists
near the bridgehead.  The areas between these
three nodes reflect Tacoma Street’s origins as a
residential street before the construction of the
Sellwood Bridge.  The land uses are primarily
residential, both single and multi-family.

Zoning for the street supports continued
neighborhood oriented commercial development
around the bridgehead node and between the
13th and 17th Aves nodes.  These areas are zoned
Storefront Commercial (CS).  The area between
the bridgehead and 13th Ave nodes is zoned for
medium density residential with a Comprehensive
Plan designation of mixed commercial and
residential development for the future.  East of
17th Ave, the zoning supports a mix of single and
multi-family residential development.

The Sellwood-Moreland Neighborhood Plan land
use policy supports the zoning pattern established
on Tacoma Street with an emphasis on merging
mixed use development between the 13th and
17th Ave nodes.  This is the heart of Tacoma
Street’s main street area.

REDEVELOPMENT POTENTIAL
The project’s economic consultants assessed the
strengths and weaknesses of the market area that
Tacoma Street serves and its potential for further
development.  Their report indicated no fatal flaws
to continued development of main street type
land uses along Tacoma Street.  Factors that help
support main street development include a strong
market area that surrounds Tacoma Street, the
market potential associated with the high volume
traffic that crosses the Sellwood Bridge each work
day, and the existing main street activity on 13th
Ave which attracts a more regional market around
its antiques theme.  Factors that work against main
street development include the existing poor
quality of the pedestrian environment, potential
competition with the existing main street areas
within the neighborhood, such as 13th Ave, and
the Milwaukie/Bybee area.

Figure 9
ZONING IN CORRIDOR
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Alternatives Development5
UNIVERSE OF
ALTERNATIVES
The project staff and consultant team
brainstormed a wide range of
conceptual street cross-section
alternatives for addressing the project
objectives established earlier.  These
alternatives ranged from widening
the street to rearranging the
allocation of the curb-to-curb space,
to creating a one-way couplet.  A
total of 10 different cross-section
alternatives were devised for review
by the CAC and TAC.  By category,
these alternatives included:

Widening the street right-of-
way:
A. 4 travel lanes with center turn

lane/on-street parking both sides
B. 4 travel lanes with center turn

lane/no on-street parking

Retain existing cross-section:
C. 4 travel lanes/no on-street

parking (full-time)
D. 4 travel lanes/parking during off

peak, no parking during peak
period (existing)

Modify existing cross-section:
E. 3 travel lanes with reversible

center lane/ parking one side
F. 2 travel lanes with center turn

lane/parking one side
G. 2 travel lanes/parking both sides
H. 2 travel lanes with center turn

lane/no parking/bike lanes
I. 2 travel lanes/parking both sides/

bike lanes

Other:
J. Tacoma/Spokane one-way

couplet

Figure 10
CROSS-SECTION ALTERNATIVES

5 Lane Cross-Section

4 Lane Cross-Section

3 Lane Cross-Section

2 Lane Cross-Section
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TACOMA STREET SEGMENTS
The results of the existing conditions analysis
indicated that Tacoma Street is composed of three
distinct street segments based on traffic volumes
and land uses.  Thus, each segment could
incorporate a different cross-section from the
universe of alternatives listed.  These segments
include:
• Segment 1:  Sellwood Bridge to 13th Ave

The western most segment of Tacoma Street
as it leads up to and connects with the
Sellwood Bridge carries the highest volume of
traffic, over 30,000 vehicles a day.  The volume
in this segment is 50% higher than segment 2
and over twice as high as segment 3.  The land
uses along this stretch are predominantly
residential, both single and multi-family, with a
small node of underdeveloped commercial
activity at the bridgehead.  The comprehensive
plan calls for more mixed commercial and
residential development in the future.

• Segment 2:  13th to 17th Ave
The primary distinguishing characteristics of
this segment are the two commercial nodes
that anchor each end.  This segment is where
the redevelopment potential is highest.  The
comprehensive land use plan encourages the
same kind of development occurring primarily
around the 13th Ave node to extend all the
way to 17th Ave.  Traffic volumes average
around 22,000 vehicles a day.

• Segment 3:  17th Ave to McLoughlin
Boulevard
This segment carries less than half the traffic of
segment 1 and is characterized mostly by
single family houses.  The comprehensive plan
zoning does not envision any commercial
development.

NARROWING OF
ALTERNATIVES
The Citizens Advisory Committee and consultant
team assessed the universe of alternatives
presented along with the general pros and cons
associated with each in order to pare the list
down to a smaller set to be designed and
evaluated in greater detail.  Participants at the first
open house event were asked to help in the
decision making process by indicating their
preference among the options.

The committee started with a process of
elimination to remove alternatives deemed
significantly counter-productive in relation to the
project objectives.  This group included alternatives
A and B, which require additional right-of-way.  For
cost and impact to existing businesses and
residences reasons, these alternatives were
removed from further consideration.  The same
general reasons were used to eliminate Alternative
J, the one-way couplet.  This alternative entails
significant impacts to existing residential uses along
Spokane Street.

Of the two alternatives that retain the existing
cross-section, Alternative C was dismissed from
further study because it did not substantially
change the cross-section in a manner that would
benefit modes other than vehicles.  Alternative D
was retained only as a ‘No Build’ alternative that
could be used to help gauge the relative merits of
the other alternatives.

All of the alternatives recommended for further
study reallocated the existing curb-to-curb space
to parking, pedestrian or bicycle uses.  These
alternatives make the greatest effort to provide
the multi-modal main street elements missing on
Tacoma Street with the least amount of impact to
existing land uses adjacent to Tacoma Street.  Two
alternatives for each street segment were initially
recommended for forwarding to the evaluation
phase:
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SEGMENT 1 ALTERNATIVES:
BRIDGE TO 13TH AVE
Alternatives F and G were initially recommended
by the Citizens Advisory Committee for further
design and analysis in this segment.  Alternative F
provides one travel lane in each direction with a
center turn lane and on-street parking on one side
of the street.  Alternative G provides one lane in
each direction with parking on both sides.  Results
from the first open house supported alternatives F
and H, which provide bike lanes instead of parking.
The 3 lane cross-section preferred by the Citizens
Advisory Committee and supported by the open
house results in this segment was refined into
three formal alternatives:

Alternative 1A
Travel lanes:  One travel lane in each direction
with a center turn lane
Parking:  South side of street
Pedestrian crossings:  Median refuge/gateway
at 6th Ave, potential mid-block median
between 9th and 11th Aves, curb extensions
on south side

Alternative 1B
Travel lanes:  One travel lane in each direction
with a center turn lane with landscaped
medians and turn pockets at all intersections
Parking:  None
Pedestrian crossings:  Median refuge/gateway
at 6th Ave, potential mid-block median
between 9th and 11th Ave

Alternative 1C
Travel lanes:  One travel lane in each direction
with a center turn lane
Parking:  None
Pedestrian crossings:  Median refuge/gateway
at 6th Ave, potential mid-block median
between 9th and 11th Aves, curb extensions
on south side
Other:  Option of bike lanes or wider (13’)
sidewalks

The Technical Advisory Committee recommended
that a modified four lane alternative be included to
provide an alternative to the capacity impacts
anticipated with the above lane reduction
alternatives.

Alternative 1D
Travel lanes:  Two lanes in the off-peak period,
four in the peak period (same as existing
cross-section)
Parking:  Off-peak period- both sides, peak
period- none
Pedestrian crossings:  Median refuge/gateway
at 6th Ave, pedestrian activated signal at
9th Ave

Later in the evaluation phase, the Citizens
Advisory Committee proposed a new alternative
as a compromise between alternatives 1A-C and
1D to find a balance between pedestrian access,
parking and traffic access.  This alternative
became 1E.

Alternative 1E
Travel lanes:  One travel lane in the eastbound
direction, two travel lanes in the westbound
direction
Parking:  South side of street
Pedestrian crossings:  Median refuge/gateway
at 6th Ave, potential mid-block median
between 9th and 11th Aves, curb extensions
on south side

SEGMENT 2 ALTERNATIVES:
13TH TO 17TH AVES
The Citizens Advisory Committee recommended
cross-section alternatives F (3 lanes with parking
on one side) and G (two lanes with parking on
both sides) in the 13th to 17th Aves segment.  The
open house results showed public support for
alternatives F and H (three lanes with bike lanes).
A combination of three refined three lane
alternatives and a two lane alternative were
forwarded to the evaluation phase:
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Alternative 2A
Travel lanes:  One travel lane in each direction.
Parking:  Both sides
Pedestrian crossings:  Curb extensions both
sides of street at 15th and 16th Ave, one side
at 17th Ave

Alternative 2B
Travel lanes:  One travel lane in the eastbound
direction, two travel lanes in the westbound
direction
Parking:  North side of street
Pedestrian crossings:  Curb extensions on
north side

Alternative 2C
Travel lanes:  One travel lane in each direction
with a center turn lane
Parking:  None
Pedestrian crossings:  Median refuge at 15th
and 16th Ave
Other:  Bike lanes

Alternative 2D
Travel lanes:  One travel lane in each direction
with a center turn lane
Parking:  None
Pedestrian crossings:  Median refuge at 15th
and 16th Ave
Other:  Sidewalks widened to 13 ft

SEGMENT 3 ALTERNATIVES:
17TH AVE TO MCLOUGHLIN
BOULEVARD
The Citizens Advisory Committee recommended
cross-section alternatives G (2 lanes with parking
on both sides) and I (same as G with the addition
of bike lanes).  Alternative G is the same basic
cross-section as the existing conditions in segment
3.  The open house results showed support for
consideration of a three lane (H) and two lane (I)
in the segment.  The Citizens Advisory Committee
eventually recommended development of an
enhanced version the two lane cross-section with
parking and bike lanes.

Alternative 3A
Travel lanes:  One travel lane in each direction.
Parking:  Both sides
Pedestrian crossings:  Curb extensions both
sides of street at 19th Ave, median/gateway
and bicycle connection to Spokane St at 21st
Ave
Other:  Extend existing bike lanes on
McLoughlin overpass to 17th Ave
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Insert
Figure 11

Alternative 1A
(11x17)
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Figure 12

Alternative 1B
(11x17)
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Alternative 1C
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Figure 14

Alternative 1D
(11x17)
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Figure 15

Alternative 2A
(11x17)
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Figure 16

Alternative 2B
(11x17)
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Figure 17

Alternative 2C
(11x17)
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Alternative 2D
(11x17)
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Figure 19

Alternative 3A
(11x17)
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Each of the refined alternatives was evaluated
using the plan objectives as criteria.  The traffic

engineering, urban design and economics
consultants performed the evaluation analysis and
prepared reports that recorded their findings (see
Appendix C).  The following is a summary of the
evaluation findings based on the plan objectives.

PEDESTRIAN CROSSINGS
The difficulty of crossing Tacoma St as a pedestrian
is clearly one of the most important issues facing
the development of a more neighborhood
oriented main street.  The issue ranked among the
highest in the community survey and open house
results.  Good pedestrian access, a key element of
supporting a main street development, requires
safe and convenient pedestrian crossing points.
Crossing safety is particularly an issue in the area
between the Sellwood Bridge and 13th Ave where
traffic volumes and speeds are highest.

All of the non-‘No Build’ alternatives in each street
segment make improvements to pedestrian
crossings, either through pedestrian activated
signals, curb extensions or median refuges.  A key
element of improving the safety and comfort of
crossing the street is the curb to curb crossing
distance.  The shorter the distance the less time
pedestrians need to cross and be in harms way.

The alternatives that reduce the number of travel
lanes and add full time on-street parking provide
the best design combination for reducing the
crossing distance at unsignalized intersections.
These include alternatives 1A, 2A and 3A.  Full-
time on-street parking allows the ability to add
curb extensions, which further reduce the crossing
distance, and improves the sight distance between
the pedestrian and on-coming traffic, while fewer
travel lanes means traffic speeds are reduced as
well.

SIDEWALK AREA
The other key pedestrian element lacking on
Tacoma St is a safe, comfortable sidewalk area. The
sidewalk area needs to start with adequate width
to provide the basic elements of a good
streetscape.  This includes width for comfortable
pedestrian passage and street trees, as well as
other design features that improve the street
appearance and character.  The lack of a consistent
buffer zone between traffic and the sidewalk,
usually on-street parking, exacerbates the problem
of a narrow sidewalk area.

Two of the alternatives, 1C and 2D, directly
address the issue of sidewalk width through
widening into the existing curb to curb distance.
The major tradeoffs associated with this approach
are cost and on-street parking.  These alternatives
cannot be phased in as part of redevelopment,
thus would require a single, expensive project to
implement.  The space for the additional width
would also come at the expense of on-street
parking.

All of the other alternatives rely upon
redevelopment to provide the additional right-of-
way needed for widening the sidewalks.  The
proposed design guideline for sidewalk width is 12
ft., the minimum recommended for main streets in
the City’s design guidelines.  Because this approach
relies upon redevelopment to improve the
sidewalk area, the major relative difference
between the alternatives is the pace and degree
to which each promotes redevelopment activity
(see overall redevelopment criteria findings).

The other important factor is buffering between
the sidewalk and traffic areas.  The comfort of a
good pedestrian environment is related not only
to the amount of sidewalk space and amenities,
but the degree of separation, or buffering from
traffic adjacent to the sidewalk area.  This can be
achieved through on-street parking and, to a less
extent, bicycle lanes which provide separation
between the two areas.  Alternatives that provide
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full-time on-street parking, 1A, 2A and 3A, provide
the best overall buffering.  Peak hour parking
restrictions (No Build and Alternative 1D) limit
parking utilization and do not provide the
opportunity for buffering during the morning and
evening peak periods.

PARKING SUPPLY
On-street parking is considered a critical element
in creating and supporting a main street
development. First, parking is crucial to providing
adequate customer access to businesses within a
main street environment.  While main streets are
intended to be multi-modal, a significant
proportion of customer access to businesses will
still be by car.  In order to keep development
compact and scaled to the surrounding
neighborhood and pedestrians, it needs to
minimize its reliance on off-street parking.  On-
street parking signals to the passing motorist that
Tacoma is accessible and open for business.  On-
street parking also supports the pedestrian
environment because it serves as an important
buffer between the sidewalk and traffic areas, as
discussed above under the sidewalk area criteria.
Finally, full-time on-street parking also permits use
of pedestrian and streetscape enhancements such
as curb extensions which peak hour parking
restrictions do not.

A major issue associated with the No Build
alternatives in the western and middle street
segments is the lack of full-time on-street parking.
Peak hour restrictions limit utilization, not only
during the peak hours but during the off-peak
periods as well.  Motorists are less likely to use the
parking that is available to them during the off-
peak periods because of the potential for
accidents and violations.  During the peak periods,
particularly the evening, the lack of available
parking hurts existing businesses and limits
development potential.  So awkward is the current
situation that many residents who responded to

the survey indicated that they did not even know
parking was allowed on Tacoma St during the off-
peak periods.

Alternatives 1B, 1C, 2C, and 2D do not support
the parking supply criteria because they
completely eliminate the current supply of on-
street parking.  The remaining alternatives, 1A, 1D,
2A and 2B provide on-street parking.  In the 13th
to 17th Ave segment, Alternative 2A provides full
time parking on both sides of the street and more
total parking, and thus most strongly supports the
criteria. In the bridge to 13th Ave segment, the
main difference is between using peak hour
restrictions and full-time parking on one side of
the street.  Alternative 1A creates a net gain of
parking during the peak hour.  However, there is a
net loss of parking during the off-peak period
because parking can be provided only on one side
of the street to preserve left turn capacity.
Because of the problems associated with utilization
and the inability to allow for additional pedestrian
oriented streetscape features such as curb
extensions, Alternative 1A is preferred over 1D in
the Sellwood Bridge to 13th Ave segment.

Figure 20
ON-STREET PARKING SUPPLY
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TRAFFIC ACCESS AND
CIRCULATION
Providing balanced multi-modal access and
circulation to the main street requires adequate
traffic capacity.  Because the planning process early
on agreed to not widen the street curb to curb
distance, a limited amount of space (43 ft.) needs
to be carefully allocated among the competing
needs of traffic, parking, pedestrians, transit and
bicycles.  An emphasis on capacity potentially
comes at the expense of the pedestrian
environment, parking and bicycle access.  Providing
insufficient capacity can create congestion, poor
vehicle and transit access and traffic diversion onto
the adjacent residential streets, conditions that are
already being experienced during the peak
periods.

Currently, traffic capacity is constrained at three
points within the study area, the Sellwood Bridge
at the west end, the 17th Ave signalized
intersection at the east end, and the 13th Ave
signalized intersection in the middle.  The Sellwood
Bridge and the 17th Ave intersection are the main
system constraints, effectively capping the
maximum hourly amount of traffic that can enter
into and move along Tacoma St itself.  Even as
travel demand continues to grow over time, during
the peak periods, it is already in excess of either
end of the study area’s ability to accommodate
that volume.  Thus, near and long term, the
maximum volume of traffic per hour on Tacoma St
will be held relatively constant.  Within the study
area itself, between the Sellwood Bridge and 17th
Ave, the issue is the capacity of the 13th Ave
intersection.  Currently, the intersection is
approximately at capacity during peak periods.  A
reduction of capacity at this intersection would
make it the new main constraint point within the
study area’s system.

All of the alternatives, except 1D, reduce peak
hour lane capacity between the bridge and 17th
Avenue. With the Sellwood Bridge and 17th Ave
capping the maximum traffic volumes per hour

entering into the study area, capacity at the 13th
Ave intersection is the most important constraint
between the two ends.  Alternatives 1B, 1C, 2B,
2C, and 2D all reduce the number of lanes on the
east and west legs of the intersection from four to
three during the peak hour.

Modeling indicates that approximately 30% to 50%
of the total traffic volume using the Sellwood
Bridge have both their trip ends outside of SE
Portland.  The modeling also indicates that despite
a reduction in lane capacity caused by the
alternatives, this non-local traffic will stay within the
Tacoma corridor because of the lack of suitable
alternative routes on the regional transportation
system.  During the year 2020 PM peak period,
the percentage increase in the volume to capacity
ratio for the lane reduction alternatives ranges up
to 22% over ‘No Build’ conditions.  The anticipated
impacts are heavy congestion at 13th Ave and
peak hour spreading.

The original Alternatives 1A and 2A were
redesigned to address capacity issues at 13th
Avenue.  Instead of three lanes on the east and
west legs, the design preserves the existing four
lane cross-section during the peak period.  During
the off-peak there are two lanes with parking on
each leg of the intersection.  Because the overall
design of this critical intersection remains the
same as the existing conditions, there should be
little difference in capacity between the existing
condition and Alternative 1A and 2A.

The impacts and operational differences between
existing conditions and Alternatives 1A and 2A are
best understood qualitatively vs. quantitatively.
There are four operational differences that could
have varying degrees of impact on the 13th Ave
intersection’s capacity.  The first is merge/ weave
movements associated with vehicles leaving either
the side of the intersection.  This will add some
friction to the overall operation.  The second is
delay related to transit loading and unloading
activity at inbound bus stops west of 13th Avenue.
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These stops require buses to stop in the travel
lane.  All other stops have bus pull out zones in
phase I.  The third issue is parking maneuvers
during the peak period, which will also create
additional friction.  The fourth issue is storage
capacity.  While the redesign allows for two peak
period travel lanes in each direction for two
blocks, during heavy, peak of the peak volumes,
there may not be adequate storage in the section
with one lane in each direction between the 13th
and 17th Ave intersections.  This could result in
queue spillback, which could impair operations of
the 17th Ave intersection.

Overall, in the near term, the redesigned
Alternatives 1A and 2A should operate in a similar
manner, though with slightly less capacity, to today’s
existing conditions.  As traffic volumes grow over
time, eastbound peak hour volumes will increase
only marginally thanks to the bridge’s ability to
limit the maximum flow rate.  The peak hour
volume is already near the capacity of the bridge.
The overall impact both inside and outside the
study area will be a lengthening of the peak period
(peak spreading).

In the westbound direction, the 17th Ave
intersection will also limit the impact of traffic
growth on Tacoma Street.  Congestion will
increase only marginally on Tacoma St itself,
while the peak period both inside and outside
the study area will spread.  However, as noted
before, there are bypass routes around this
intersection leading to the bridge.  Thus, as
demand increases over time, more and more
infiltration (diversion) onto the local street
network can be anticipated.

TRAFFIC DIVERSION
Traffic diversion is already a major neighborhood
livability problem in the study area related to
congested traffic conditions to and from the
Sellwood Bridge.  Areas most affected include
Spokane St west of 13th Ave, and Linn and

Marion Streets between 17th and 13th Aves.  The
traffic analysis indicates that even under future year
(2020) ‘no build’ conditions, diversion will continue
to be a problem.

The above discussion of the traffic access and
diversion criteria provides the foundation for
understanding the resulting diversion issue.
Without adequate traffic capacity to serve peak
travel demand, potentially there will be motorists
who will seek out alternative routes to avoid the
delay on Tacoma St.  Because the regional system
does not provide viable alternatives for regional
trips using the Sellwood Bridge, the local street
network will continue to be the next best option.

Because all of the alternatives, except 1D and 3A,
reduce capacity over existing conditions they do
not support this criterion.  The anticipated amount
of diversion is difficult to predict.  This is because it
depends in part on motorist behavior and their
perception of the relative advantage of using a cut-
through route.  The relative amount of diversion
between the alternatives can be inferred only
from the relative volume of traffic that exceeds
the capacity each alternative provides during the
peak periods.
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The volume of traffic that exceeds capacity
currently is estimated around 300 cars in the peak
hour.  The estimated increase in diversion, created
by the alternatives that reduce lane capacity on
Tacoma St, ranges from 50% to 115% over existing
conditions.  The volume of anticipated diversion is
greatest in the Sellwood Bridge to 13th Ave
segment of Tacoma, where the overall traffic
volumes are greatest.

The ability to mitigate the impacts of diversion on
local street network through traffic calming
techniques is limited.  The local streets surrounding
Tacoma St form a well connected grid network,
providing numerous alternative routes for cut-
through in the neighborhood.  Closing off any one
route is likely to move the traffic to an adjacent
street.  Thus, to effectively prevent infiltration of
Tacoma St traffic onto residential streets would
require an extensive system of devices that restrict
local street access.  The overall net benefit of such
an approach is questionable due to the significant
impacts to local access.  Not only would residents
be forced to use circuitous, out-of-direction routes
to reach their homes, but access to businesses on
Tacoma St would be impacted as well.  Business
accessibility depends, in part, on the ability of
traffic to circulate around the main street when
searching for parking.

Thus, diversion is a tradeoff of project objectives
associated with all the alternatives, including the
‘No Build’ option.  The main difference in the
relative amount of diversion.  Figure 21 illustrates
the relative difference between the alternatives in
the volume of traffic that exceeds capacity.  The
redesign improved intersection capacity such that
the volume of traffic that exceeds capacity should
be similar to the No Build in the near term.  In the
long term, there is a modest increase in potential
for diversion related to inadequate lane storage.

The preferred alternative incorporates a traffic
calming element on Spokane St and Umatilla St to
help mitigate the impacts of diversion.  In the near

term this includes speed bumps on these streets
to slow traffic and help serve as a disincentive.  In
the longer term, additional traffic calming elements
used to develop the Spokane/ Umatilla Bicycle
Boulevard Project will help further discourage cut-
through traffic while at the same time improving
safety for bicyclists.

OVERALL SUPPORT OF
REDEVELOPMENT
This criterion looks at the overall impact on
redevelopment potential of the various other
criteria and issues that play a role in
redevelopment potential.  This is an important
criterion because the primary policy basis, both
locally and regionally, for the plan is to support
main development within the study area
consistent with regional growth management
objectives.

The economic analysis looked at five key factors
related to main street development potential:
traffic access, visibility, traffic volumes, parking and
pedestrian environment.  The latter three criteria
were the most important in distinguishing the
relative difference between the alternatives.  The
17th Ave to McLoughlin Blvd segment was not
analyzed because it is not zoned for main street
type commercial development.

The analysis of market conditions in the study area
indicated that there are no fatal flaws to continued
main street type development.  Constraints to the
study area’s redevelopment potential are primarily
issues which investments in the area’s
transportation infrastructure can in fact improve-
the pedestrian environment and on-street parking.
These issues have been specifically discussed
earlier.  Thus, those alternatives that provide a
combination of an enhanced pedestrian
environment to provide good neighborhood
access and business to business circulation, along
with on-street parking support this criterion.
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Anchored between the existing nodes of
commercial development at 13th and 17th Aves,
the segment of Tacoma St with the greatest
amount of redevelopment potential is between
13th and 17th Aves.  Redevelopment activity is
expected to occur faster here than the segment
between the Sellwood Bridge to 13th Ave.

TRANSIT AND BICYCLE
To be multi-modal, a main street needs to serve
the needs of transit and bicycle travel.  The two
issues that relate to supporting transit travel
include pedestrian access to transit service and
the ability of transit service to operate efficiently
through the corridor.  In terms of access to transit
service, this issue pertains directly to the findings
made under the pedestrian environment criteria,
while the operations issues are related directly to
the level of motor vehicle capacity provided,
addressed by the ‘traffic access and circulation’
criterion findings.  A tradeoff associated with all of
the travel lane reduction alternatives is the impact
on transit service travel times related to the
increased congestion created.

Bicycle access through the Tacoma corridor under
most of the alternatives, except 1C and 2C, which
include bicycle lanes, is provided through existing
planned improvements on the parallel side streets.
This project, the Spokane and Umatilla Bicycle
Boulevard Project, is already identified within the
City’s Bicycle Master Plan.  East of 17th Ave,
Alternative 3A improves bicycle access from the
east by connecting to the existing bicycle lanes on
the Tacoma Overpass.


