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Introduction

East Columbia Boulevard to Lombard Street Connector Project is located in the City of Portland at the intersection of NE Killingsworth and NE Columbia Blvd.  

The project seeks to create a multi-modal connection between Columbia Boulevard and Lombard Street that:

1. Provides for freight mobility.

2. Supports economic development in the industrial sanctuary.

3. Provides secondary access to Portland International Center and Portland Airport.

4. Provides multi-modal access to Killingsworth for automobiles, pedestrians, and bicyclists.

5. Preserves the integrity of rail system.

The project Goals and Objectives that pertain to facility operations and traffic mobility are as follows: 

· Operations

· Improve the operational efficiency, functionality, and safety of Columbia Boulevard and Killingsworth Street.

· Create effective access management.

· Maintain effective operation of the I-205 interchange.

· Balance the capacity of this location with planned capacity to the east and west.

· Maintain the operations of the intersections of 82nd/Columbia and 82nd/Killingsworth.

· Mobility

· Improve vehicular (automobile and truck), pedestrian, bicycle, and transit connectivity between Portland International Center and I-205.

· Fully utilize the latent capacities of Columbia Boulevard and Killingsworth Street to improve freight mobility.

· Do not preclude the option of UPRR to install double track ultimately in this area.

The East Columbia Boulevard to Lombard Street Connector Project is categorized in the ODOT project classification regime as a “modernization” project.  Modernization projects by definition are designed to make a very significant investment in the transportation infrastructure.  Every aspect of modernization projects attempt to maximize the benefit and provide long-term protection to the investment.  

On January 16, the Oregon Transportation Commission selected projects to be funded under the 2001 Oregon Transportation Investment Act (OTIA) program.  This selection included the East Columbia Boulevard – Lombard Street Connector Project.  The OTC approved this Project on the condition that an Access Management Plan be prepared and agreed to by City and ODOT.  The OTC requires that the Access Management Plan for this Project be documented in a subsequent Intergovernmental Agreement.

The Special Conditions of the Intergovernmental Agreement (IGA) for this project requires adoption of an access management plan as follows:

1. City of Portland, Port of Portland and ODOT shall jointly develop an access management plan for the Project.  The City of Portland shall adopt the access management plan as part of a development agreement between the City of Portland and ODOT as provided in ORS 94.504.  In addition to the requirements of ORS 94.504, the development agreement shall include the following elements:

a. An automatic renewal of the agreement unless the City of Portland takes a positive action to terminate the agreement.

b. If the agreement is to be terminated that the City of Portland give notice to ODOT in advance of a public hearing on the matter and that the public hearing be held prior to the expiration of the agreement.

c. Changes or termination of the agreement in advance of expiration shall require formal affirmative action by the Oregon Transportation Commission and the City of Portland.

d. The agreement can expire if the City of Portland includes the access management plan in its Transportation System Plan.

See Attachment B for entire IGA.

The purpose of this plan is to establish how highway access is to be managed within this Oregon Transportation Investment Act of 2001 project.  This project, known as the East Columbia Boulevard to Lombard Street Connector Project (City of Portland) is partially funded under the category of Modernization.

The main sections of this document are:

· Introduction

· Existing Conditions

· 1999 Oregon Highway Plan Criteria

· Access Management Actions contain the implementation portion of the plan for the short, medium and long-term periods. 

· Summary 

The sections which follow contain certain paragraphs, phrases, or words in italics.  Italics are used to indicate direct quotation from the source document.

Existing Conditions
This project is located in the City of Portland at the intersection of NE Killingsworth Street and NE Columbia Blvd.  The general project limits on NE Killingsworth (Northeast Portland Highway No. 123, US 30 BY), an ODOT owned and maintained facility, are between Myers Container Corporation to the west, and just beyond NE 92nd Ave. to the east.  The general project limits on NE Columbia, a City owned and maintained facility, are NE 82nd Ave. (OR213 Hwy. 68) to the west, and NE 87th Avenue to the east.

Killingsworth is part of the National Highway System (NHS) and the new connector has been designated as part of the NHS Intermodal Connector route.

Because the project reconfigures both Columbia and Killingsworth, after the project is completed, the following name changes will take place:

· NE Columbia Blvd. – name remains unchanged to minor connection at existing NE Killingsworth St. connection (PDOT highway).

· NE Columbia Way – name for new connector (PDOT highway) from NE Columbia Blvd. to major connection at NE Killingsworth St.

· NE Killingsworth St. – name remains and replaces NE Columbia name from minor connection at NE Columbia to NE Sandy Blvd (ODOT highway).

Currently, these facilities experience high traffic congestion and queuing of cars and trucks from nearby industrial areas during the peak hours.  Columbia currently connects to Killingsworth along a narrow approach that passes at a skew under a low single span steel railroad bridge (Union Pacific Railroad), approximately 100-ft. from the Columbia/Killingsworth intersection.  Sight distance on this approach is constrained both horizontally and vertically as the roadway profile drops to clear the railroad bridge.

Also, the existing Columbia/Killingsworth intersection is too close to the I-205 Interchange to allow for safe and efficient traffic weave movements and general operation.  The Columbia/Killingsworth intersection is included in ODOT’s top 5% of SPIS (Safety Priority Index System) sites and is rated as a high accident location by the City of Portland.

The project, charged with solving the safety issue at the existing Columbia/Killingsworth intersection, will re-route this approach further west under two new railroad bridges, then construct a new split approach for ingress and egress at Killingsworth, using two coordinated traffic signals.  See Attachment A for proposed layout. 

The posted speed along NE Killingsworth within the project limits is 45 MPH.  The posted speed along NE Columbia within the project limits is 35 MPH.  

The project will include bike lanes and sidewalks for both Columbia and Killingsworth.  Pedestrian and Bicycle traffic are anticipated to increase as Johnson Lake and the Columbia Slough Trail continue to develop north of the project area.

Traffic lane operation configurations are described in the following Tables 1 and 2:

Table 1 – NE Killingsworth

	Section
	Existing Lanes
	Proposed Lanes

	82nd NB loop ramp to 87th
	5 (2-WB, 2-EB, 1-TWLTL)
	4 (2-WB, 2-EB, 1-Median*)

	87th to 89th
	5 (2-WB, 2-EB, 1-TWLTL)
	6 (2-WB, 3-EB, 1- EBLtTurn)

	89th to ex. NE Columbia
	5 (2-WB, 2-EB, 1-TWLTL)
	6 (2-WB, 3-EB,  1-WB RtTurn, 1-Median)

	Ex. NE Columbia to I-205 ramp
	6 (3-WB, 2-EB, 1-EBRtTurn, 1-Median)
	6 (3-WB, 2-EB, 1-EBRtTurn, 1- Median)

	* Note:  Median ends at Myers Container Corporation access


Table 2 – NE Columbia

	Section
	Existing Lanes
	Proposed Lanes

	82nd to 87th
	3 (1-WB, 1-EB, 1-TWLTL)
	5 (2-WB, 2-EB, 1-TWLTL)

	87th to ex. Killingsworth
	2 (1-WB, 1-EB)
	4 (2-WB, 2-EB, 1- Median*)

	* Note:  Median on Columbia begins at UPRR Undercrossing to Killingsworth


Existing Public Approaches  

The following public streets currently connect to NE Columbia within the project limits (west to east):

· North side
· NE 82nd Ave. - State-owned on-ramp (“C1” 13+73)

· NE 87th Ave. - City-owned local street (“OC” 11+14)

· Southside
· None

The following public streets currently connect to NE Killingsworth within the project limits (west to east):

· North side
· NE Columbia Blvd. - City-owned arterial (“KIL” 30+25)

· SB I-205 Freeway  - State-owned exit ramp (“KIL” 36+83)

· Southside
· NE 82nd Ave. – State-owned on-ramp – (“KIL” 6+86) 

· NE 87th Ave. - City-owned local street (“KIL” 16+13)

· NE 89th Ave. - City-owned local street (“KIL” 21+48)

· SB I-205 Freeway - State-owned exit ramp loop/SB I-205 entrance ramp (“KIL” 37+40)

Special Designations, Zoning, and Land Use  

There are no Special Designations (Urban Business Area, Commercial Center, and/or Special Transportation Areas) that have been assigned to the commercial, industrial, and residential areas within and adjacent to the project limits.

Current Property Zoning for the areas adjacent to the project is as follows:

· IG2h – General Industrial 
The General Industrial zones are two of the three zones that implement the Industrial Sanctuary map designation of the Comprehensive Plan.

The zones provide areas where most industrial uses may locate, while other uses are restricted to prevent potential conflicts and to preserve land for industry.  The development standards for each zone are intended to allow new development which is similar in character to existing development.  The intent is to promote viable and attractive industrial areas.

These areas generally have larger lots than IG1 lots and an irregular or large block pattern. These areas are less developed than IG1 lots, with sites having medium and low building coverage’s and buildings, which are usually set back from the street.  The “h” is an aircraft-landing overlay.  The Aircraft Landing overlay zone is defined as providing safer operating conditions for aircraft in the vicinity of Portland International Airport by limiting the height of structures and vegetation.

· EG2h – General Employment 

The General Employment zones implement the Mixed Employment map designation of the Comprehensive Plan.  The zones allow a wide range of employment opportunities without potential conflicts from interspersed residential uses.  The emphasis of the zones is on industrial and

industrially-related uses.  Other commercial uses are allowed to support a wide range of services and employment opportunities   The development standards for each zone are intended to allow new development which is similar in character to existing development.  The intent is to promote viable and attractive industrial/commercial areas.

This designation has been given to one property along the north side of NE Columbia at 82nd Avenue.  EG2 areas have larger lots and an irregular or large block pattern.  The area is less developed, with sites having medium and low building coverage’s and buildings which are usually set back from the street.  EG2 zoned lands will generally be on larger areas than those zoned EG1.

Property Zoning Maps (see Attachment F) for the adjacent property areas indicate that the existing zone designation potentials are maximized.

Existing Private Approaches  

The existing private approaches within the project were evaluated along each direction of travel (eastbound and westbound), and for each roadway (Killingsworth and Columbia).  With the exception of the Union Pacific Railroad maintenance access on westbound Killingsworth near I-205, all of the accesses evaluated are business accesses, either commercial, retail, or industrial.  

Of the nineteen (19) private accesses existing within the project along Killingsworth, eighteen (18) are business accesses, with ten (10) of these in the westbound direction and eight (8) in the eastbound direction.  Three (3) of these accesses appear to be unused and closed by the respective property owners.

Of the five (5) private accesses existing within the project along Columbia, all five (5) are business accesses, one (1) westbound and four (4) in the eastbound direction.  

The information for existing private approaches, including location, type of service, approach material, throat width, tax lot, and ownership, can be found in the Physical Inventory and Access Research sections of the Access Management List, Short-Term Actions for Resolution Under Project Goals, Objectives, and Evaluation Criteria.  See Attachment C and Attachment E for details.


Safety Statistics

Along Killingsworth, ODOT has two tube-counter locations near the project area used for annual data collection, one at MP 10.46 adjacent to the Shed Rain Umbrella property, and one at MP 10.99 adjacent to the Union Pacific Railroad property at the maintenance access.  The following lists the ADT (Average Daily Traffic) recorded from those sites for 2002:

Average Daily Traffic (2002)

35,600 @ MP 10.46 (0.05 mile east of NE 82nd Ave. - ORE213)

48,100 @ MP 10.99 (0.13 mile west of I-205)

General crash data within the project area is recorded by ODOT between MP 10.37 (NE 82nd Ave. – ORE213) and MP 11.30 (NE Sandy Blvd. – Hwy. 59).  The following Table 3 summarizes the crash rates there between 1998 and 2002, expressed as crashes per million vehicle miles:

Table 3:  Crashes per Million Vehicle Miles (1998-2002)

	Year
	From MP
	To MP
	Miles
	Crashes
	ADT
	Rate per MVM
	Statewide Average for similar Highway*

	1998
	10.37
	11.30
	0.93
	42
	34,447
	3.52
	2.72

	1999
	10.37
	11.30
	0.93
	52
	34,978
	4.23
	2.63

	2000
	10.37
	11.30
	0.93
	41
	36,336
	3.35
	2.37

	2001
	10.37
	11.30
	0.93
	42
	37,586
	3.31
	2.49

	2002
	10.37
	11.30
	0.93
	48
	37,180
	3.83
	2.12

	* Urban Secondary System, “non-freeway”


The Safety Priority Index System (SPIS) is a method developed in 1986 by the

Oregon Department of Transportation (ODOT) for ranking and identifying potential safety problems on state highways.  SPIS has been recognized as an effective problem identification tool for evaluating state highways for segments with higher crash histories.  The following table (see Table 4) lists within the project area the significant (above the statewide top 25%) SPIS data sites, number of crashes and fatalities within each site, and statewide percentile and index rankings.  It is evident that the higher rankings for the project area sites justified the need for improving the highway, especially at or near the interchange area. 

Table 4:  2002 SPIS Summary, US30 (1998-2001 data)

	Route
	From MP
	To MP
	Crashes
	Fatal
	Percentile
	SPIS

	US30
	10.82
	10.91
	53
	0
	95-100%
	80.36

	US30
	10.83
	10.92
	55
	0
	95-100%
	80.80

	US30
	10.84
	10.93
	56
	0
	95-100%
	81.01

	US30
	10.85
	10.94
	57
	0
	95-100%
	79.20

	US30
	10.86
	10.95
	58
	0
	95-100%
	79.39

	US30
	10.87
	10.96
	59
	0
	95-100%
	79.58

	US30
	10.88
	10.97
	60
	0
	95-100%
	79.77

	US30
	10.89
	10.98
	60
	0
	95-100%
	79.77

	US30
	10.90
	10.99
	58
	0
	95-100%
	79.39

	US30
	10.91
	11.00
	60
	0
	95-100%
	79.77

	US30
	10.92
	11.01
	10
	0
	80-84.99%
	38.25

	US30
	10.95
	11.04
	15
	0
	75-79.99%
	32.89

	US30
	10.97
	11.06
	15
	0
	75-79.99%
	31.39

	US30
	10.99
	11.08
	15
	0
	75-79.99%
	31.39

	US30
	11.00
	11.09
	16
	0
	75-79.99%
	33.54

	US30
	11.01
	11.10
	15
	0
	75-79.99%
	32.89


Accidents on highways that relate to ingress and egress from public and private approaches can sometimes be attributed to a specific driveway or approach street if the crash history is specific to a location over time, thereby establishing a pattern.  The following table (see Table 5) lists the five year history of reported rear-end and turning type crashes at the locations shown.  The locations are considered general only as they are identified directly from police reports.

Table 5:  1998-2002 Five Year Crash Listing, Highway 123 (MP 10.35 to MP 11.29) – TURNING CRASHES

	Milepost
	Within Project Limits?
	Highway Location
	Type of Crash
	Injuries

	10.35
	No
	West of NE 82nd Ave. Bridge
	Turning - Entering Driveway
	PDO

	10.36
	No
	West of NE 82nd Ave. Bridge
	Turning - Entering Driveway
	PDO

	10.48
	Yes
	9+54

Schetky Property
	Left turn out of driveway
	PDO

	10.62
	Yes
	NE 87th Ave.
	Left turn from Hwy. onto local street
	PDO

	10.72
	Yes
	NE 89th Ave.
	Left turn from Hwy. onto local street
	Injury

	10.72
	Yes
	NE 89th Ave.
	Left turn from Hwy. onto local street
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn from Columbia onto Killingsworth
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn from Columbia onto Killingsworth
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn from Columbia onto Killingsworth
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn to Columbia from Killingsworth
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn to Killingsworth from Columbia
	Injury

	10.91
	Yes
	NE Columbia Ave.
	Left turn to Killingsworth from Columbia 
	PDO

	10.91
	Yes
	NE Columbia Ave.
	Left turn to Killingsworth from Columbia 
	Injury

	OTHER CRASH INFORMATION:

Total Crashes at MP 10.91 (NE Columbia)

· 48 – all directions, all types
Rear End Crashes:

· Eastbound – 49

· Westbound – 17

Loss of Control – Errant Vehicle Crash

· Eastbound – 2
· Westbound – 1
Right turn from wrong lane

· Eastbound – 4
· Westbound
Illegal U-Turn/No-Yield

· Eastbound – 1
· Westbound - 4
Other

· Eastbound – 4
· Westbound – 6

Note:  PDO refers to “Property Damage Only”


From the information given in Tables 3-5 above, the only location that stands out as having a marked or predominant pattern of accidents is the existing signalized intersection at NE Columbia and NE Killingsworth.  The existing Columbia connection is very constrained with limited sight distance under the UPRR bridge very near the final portion of the approach leg.  

Except for a right turn onto existing Columbia from westbound Killingsworth, this intersection will be closed to all other movements and the signal will be removed after the project is completed.  The new signalized Columbia intersection will be split and located further west, opposite NE 89th and NE 87th Avenues, respectively.  See Attachment A for proposed layout. 

In conclusion, the crash history information within the project limits reveals only one site at NE Columbia where a crash pattern has developed, and this site will be mitigated by the project with a median island and restricted to westbound right-turn-only.  

1999 Oregon Highway Plan (OHP) Criteria

Management Objectives

The policy elements of the 1999 Oregon Highway Plan set the basis for which standard access spacing is to be measured and evaluated along ODOT roadways, either under project access management planning, adjacent development, or when individual accesses change their use.

The OHP states “it is the policy of the State of Oregon to manage the location, spacing, and type of road and street intersections and approach roads on state highways to assure the safe and efficient operation of state highways consistent with the classification of the highways.”

The classification of NE Killingsworth is Statewide NHS (National Highway System) “Urban Other”.  “Urban Other”, according to Action 3A.1(d) shall provide not only “high to moderate speed operations with limited interruptions of traffic flow”, but they shall also be considered supplemental to the criteria listed for Statewide “Rural Other”.  The Statewide “Rural Other” classification adds the following requirements:

· Direct access to the abutting property is a minor objective

· The function of the highway is consistent with purchasing access rights.  As the opportunity arises, access rights should be purchased.  Preference is to purchase access rights in full.

· The primary function of these highways is to provide connections to larger urban areas, ports, and major recreation areas of the state not served by Freeways or Expressways.
The project complies with the above objectives by seeking voluntary purchase of access rights in the short-term, and purchasing access rights in the medium-term.  Thirteen (13) of eighteen (18) private accesses along Killingsworth will be closed by the project, and one (1) will remain but be constricted. 

Spacing Standards

Spacing standards on state highways are based on highway classification, type of area, and speed.  The OHP, under Action 3A.2, lists the following considerations:

· These standards shall be applied to the development of all ODOT highway construction, reconstruction or modernization projects, approach road and private road crossing permits, as well as all planning processes involving state highways, including corridor studies, refinement plans, state and local transportation system plans and local comprehensive plans.

· These standards do not retroactively apply to legal approach roads or private road crossings in effect prior to adoption of this Oregon Highway Plan, except or until any redevelopment, change of use, or highway construction, reconstruction or modernization project affecting these legal approach roads or private road crossings occurs. At that time the goal is to meet the appropriate spacing standards, if possible, but at the very least to improve current conditions by moving in the direction of the spacing standards.

· When in-fill development occurs, the goal is to meet the appropriate spacing standards. In some cases this may not be possible, and at the very least the goal is to improve the current conditions by moving in the direction of the spacing standards. Thus, in-fill development should not worsen current approach road spacing. This may involve such options as joint access.

· In some cases access will be allowed to a property at less than the designated spacing standards, but only where a right of access exists, that property does not have reasonable access, and the designated spacing cannot be accomplished. If possible, other options should be considered such as joint access.

· If a property becomes landlocked (no reasonable access exists) because an approach road cannot be safely constructed and operated, and all other alternatives have been explored and rejected, ODOT might be required to purchase the property. (Note: If a hardship is self-inflicted, such as by partitioning or subdividing a property, ODOT does not have responsibility for purchasing the property.)

The spacing standard for Statewide Highways is found in Table 13 of the OHP appendices.  NE Killingsworth, as classified “Urban Other”, is required to maintain a spacing standard of 990-ft from center of one access, public or private, to center of an adjacent access, public or private, measured along the same side of the highway.

Because the project is adjacent to I-205, an ODOT Freeway facility, OHP standards for Freeway Interchanges with Multi-Lane Crossroads (Appendices Table 17) apply:

· The distance to the first approach on the right; right-in, right-out only, for “Fully Developed Urban” areas, is 750-ft.  

· The distance to the first major intersection is 1320-ft.

· The distance between the last approach road and the start of the taper for the on-ramp is 990-ft.

· The distance to the first directional median opening is 1320-ft.  No full median openings are allowed in nontraversible medians to the first major intersection.

Also, the project is adjacent to the interchange area for the 82nd Ave./Killingsworth interchange.  OHP standards for non-freeway interchanges such as this with Multi-Lane Crossroads (Appendices Table 19) apply:

· The distance to the first approach on the right; right-in, right-out only, for “Fully Developed Urban” areas, is 750-ft.  

· The distance to the first major intersection is 1320-ft.

· The distance between the last approach road and the start of the taper for the on-ramp is 990-ft.

· The distance to the first directional median opening is 1320-ft.  No full median openings are allowed in nontraversible medians to the first major intersection.

See Attachment D for Tables 13, 17, 19, and Figures 19 and 21 from the Appendices of the 1999 OHP.

The above ODOT spacing standards can generally be met by the project.  The following table (Table 6) lists those accesses where the ODOT spacing standards cannot be met after the project is constructed.  

Three accesses (35+53, 30+25, and 9+54), located near intersections, have both standard spacing and interchange spacing that apply.  Where two spacing standards apply, the greater distance supersedes. 

Table 6:  ODOT Spacing Standard Summary - Killingsworth

	Direction
	Access Station
	Ownership
	Standard Spacing Required (Ft.)
	Distance (Ft.) - To
	Comments

	WB
	35+53
	UPRR Maintenance Access
	990 (center to center)
	528 – West

130 – East
	Not for general use.  Median creates RIRO only access.  Existing Columbia is RI only.

	WB
	30+25
	City – Existing Columbia Blvd.
	990 (center to center)
	658 - I205 SB Exit Ramp
	Existing Columbia is RI only.

	WB
	21+50
	ODOT – new WB egress leg to New Columbia Connector
	990 (center to center)
	875 - East
	New Columbia Connector is signalized and egress only

	WB
	17+50
	ODOT – new WB ingress leg from New Columbia Connector
	990 (center to center)
	673 – West


	New Columbia Connector is signalized and ingress only

	WB
	10+77
	Myers Container Corp.
	990 (center to center)
	305 – West

673 - East
	Property without this access is landlocked

	WB
	7+72
	Shed Rain Umbrellas
	990 (center to center)
	NA – West

305 - East
	Property without this access is landlocked

	EB
	9+54
	Schetky Northwest Sales, Inc.
	990 (center to center)
	268 – West


	Property without this access is landlocked

	EB
	21+48
	City – NE 89th Avenue
	990 (center to center)
	247 – East


	Access is signal controlled

	EB
	23+95
	Paden Drive Train
	990 (center to center)
	247 – West


	Property without this access is landlocked.  Median creates RIRO only access.  

	Note:  All other accesses or access relationships not shown meet the ODOT spacing standards


Medians

The Oregon Highway Plan, in Policy 3B, Action 3B.3, states that consideration for medians on all urban, multi-lane Statewide NHS Highways be given (applicable phrases are in bold):

Action 3B.3

Consider construction of nontraversible medians for:

· Modernization of all urban, multi-lane Statewide (NHS) Highways;

· Modernization of all urban, multi-lane Regional Highways where posted speeds are 45 mph (70 km/h) or greater;

· Multi-lane highways undergoing 3-R or 4-R improvements; and

· Highways not undergoing modernization where a median could improve safety.

In the four instances listed above, consideration shall occur when any of the following criteria are present:

· Forecasted average daily traffic is anticipated to be 28,000 vehicles per day during the 20-year planning period;

· The annual accident rate is greater than the statewide annual average accident rate for similar roadways;

· Pedestrians are unable to safely cross the highway, as demonstrated by an accident rate that is greater than the statewide annual average accident rate for similar roadways; and/or

· Topography and horizontal or vertical roadway alignment result in inadequate left-turn intersection sight distance and it is impractical to relocate or reconstruct the connecting approach road or impractical to reconstruct the highway in order to provide adequate sight distance.

Any reasons for not using nontraversible medians when any of the above criteria are present must be documented and reviewed and approved by the Region Manager.

Because the project is a modernization project on a statewide multi-lane highway in an urban area, and because the traffic volumes are anticipated to exceed 28,000 vpd in the 20-year planning period, medians were considered as part of the scope.  The project will therefore extend the existing median from the I-205 interchange ramps approximately 700-ft. to the new signalized east leg of the Columbia Blvd. intersection.  A second median will be constructed on Killingsworth from 89th west approximately 600-ft.

Interchange Access Management Areas

Policy 3C addresses the Interchange Access Management Area planning for grade-separated interchange areas to “ensure safe and efficient operation between connecting roadways.”  Actions 3C.4 and 3C.5 follow:

Action 3C.4

When new approach roads or intersections are planned or constructed near existing interchanges, property is redeveloped or there is a change of use, wherever possible, the following access spacing and operation standards should be applied within the Interchange Access Management Area (measurements are from ramp intersection or the end of a free flow ramp terminal merge lane taper).

Approach roads on the crossroads at no closer than 750 feet (230 meters), and between 750 feet (230 meters) and 1320 feet (400 meters), shall be limited to right-in/right-out. This may require construction of a nontraversible median or a median barrier.

The first full intersection on a crossroad should be no closer than 1320 feet (400 meters).

Action 3C.5

As opportunities arise, rights of access shall be purchased on crossroads around existing interchanges.  Whenever possible, this protective buying should be for a distance of 1320 feet (400 meters) on the crossroads

The new Columbia Connector intersection, the first major intersection from the I-205 Interchange, is located 1533-ft. from the southbound exit ramp of the interchange, and therefore complies with the Interchange Access Management Standards.  

The existing Columbia Blvd. approach road, 658 feet from the southbound exit ramp of the interchange, is less than the 750-ft. required in the Interchange Access Management Standards.  This approach, formerly a signalized intersection, will become a right-in, egress-only access designed to provide a secondary access to the Portland International Center and Columbia Corridor industrial sanctuary.  The approach movements will therefore be more restrictive than the interchange standards allowed for the 750-ft. spacing, right-in, right-out access.

Portland Transportation System Plan (TSP)

The Portland Transportation System Plan is available at the following link:

http://www.trans.ci.portland.or.us/Planning/TSPSummary.htm
The medium-term and long-term access goals, objectives, and actions established herein for this project will be incorporated into the City’s TSP.

Policy 6.16 of the TSP describes the following 3 objectives regarding Access Management:

· The purpose of access management is to promote an efficient and safe street system, and provide adequate accessibility to planned land uses.

· Objectives:  

· Work with ODOT to manage the location, spacing, and type of road and street intersections on Regional Trafficways, St. Helens Road, Lombard east of Interstate 5, and McLoughlin Blvd., and develop access management plans for other City streets as needed to ensure the safe and efficient operation of these facilities.

Explanation: The State of Oregon establishes spacing standards on state highways, based on highway classification, type of area, and allowed speeds.  Portland adopted an access management plan for NE Airport Way in 1991.

· Provide local access to arterials, while minimizing conflicts with through-traffic.

Explanation: The need for access to individual properties has to be balanced with the need for safe access. Reducing the number of curb cuts, either through consolidation or shared driveways, can improve the function of the street for all modes.

· Ensure that access management measures do not adversely impact any transportation mode, consistent with the classifications of the street where these measures are applied.

This Access Management Plan, in evaluating the access management strategy for this project, especially for the New Columbia Blvd., uses the guidelines and principles as expressed above.

Access Management Plan Actions

Access Management Subteam Meetings

The first Access Management Subteam meeting was held on January 21, 2004.  The purpose of the meeting was to review the selected design alternative, relevant ODOT Roadway standards, project goals related to access, and access issues and challenges.  The Access Management Subteam consists of representatives from both ODOT and the City of Portland.

The second meeting was held on March 3, 2004.  The purpose of the meeting was to discuss research results, review access management criteria and how the criteria applies to the accesses, and review the first draft of the Access Management Plan. 

Definitions  

Terms defined in Oregon Administrative Rule 734-051 shall have the same meaning when used in the following plan actions.  In addition, the following terms used below shall mean: 

Action, Long Term is related to the planning horizon for the City of Portland Transportation System Plan.  These may involve city plan policy amendments, road construction, transit solutions or permit conditions on approach road permits, or meeting spacing standards on ODOT roadways. 
Action, Medium Term is one taken between completion of the OTIA-funded project and the planning horizon identified in the City of Portland TSP.  These actions may involve, for example, plan policy amendments, road construction, transit solutions or permit conditions on approach road permits.

Action, Short Term is one taken before or during construction of the OTIA-funded project.

Attached Maps are the final project construction maps and the right-of-way maps used to construct the project. These maps are a part of this Access Management Plan.

Project Access Management Plan – Goals, Objectives, and Evaluation Criteria

Goals

· To preserve both ODOT and City regime of roadway hierarchy.
· To maintain circulation through and within the existing local street grid.
· To consider pre-established goals, objectives, recommendations, amendments, adoptions, and development of existing local and statewide planning documents and administrative rules.
· To uphold and respect the viability of adjacent businesses along both abutting properties and non-abutting properties directly affected by project decisions.
· To sustain all existing legal rights of abutting property owners.
· To maintain the highest standard of safety along both ODOT and City roadways.
Objectives

· Project will protect I-205 interchange as a priority.

· Construct this project using a grid of streets intersecting with Killingsworth and Columbia.  

· Consider the goals, objectives, recommendations, amendments, adoptions, and development of the City of Portland Transportation System Plan, the 1999 Oregon Highway Plan and Oregon Administrative Rules 734-051 (Highway Approaches, Access Control, Spacing Standards, and Medians).

· Project will work with local affected businesses to understand their needs and use mitigation that is satisfactory to project interests.  

· Project will conduct right-of-way deed and map research to determine existing abutters’ right of access, abutters’ shared access agreement easements, ownerships, and issuance history of access permits.

· Project will uphold line-of-sight operational safety standards for ingress and egress of accesses evaluated.

Evaluation Criteria used to Meet Goals and Objectives

· Evaluate existing access spacing on NE Killingsworth for consistency with the requirement that modernization projects must either meet or be moving in the direction of the applicable ODOT access management spacing standards. 

· Evaluate closure of existing private and public accesses.  Closure or mitigation of such private access shall not prohibit the properties from functioning as currently developed.  Closure or mitigation of such public access shall not be inconsistent with adopted City Transportation System Plan, and 1999 Oregon Highway Plan.

· Combine and consolidate existing accesses to individual properties.  Consolidation of existing accesses shall not prohibit the properties from functioning as currently developed.

· Evaluate and research where access control exists, evaluate existing accesses for Right-of-Access, and whether accessing occurs at existing reservations. 

· Approaches shall be mitigated or closed where a determination is made that such action would improve the safety of the highway by eliminating a reoccurring crash type, and such closure or mitigation would continue to allow for reasonable access to the properties served.  

Project Access Management Plan – Short-term Actions 

· Project shall construct and extend existing raised median island approximately 2,453-ft along Killingsworth from the east end of the project, extending the median island west to the Myers Container access, with median openings at NE 89th and the new Columbia Blvd. entrance near NE 87th.  The median will be open through the entire segment between 87th and 89th. 

· Project shall purchase or retain existing rights of access along the Killingsworth north side frontage properties between the Myers Container Corporation property and the existing Columbia connection to Killingsworth.

· For property on the south side of Killingsworth between NE 87th and NE 89th, project shall close all existing accesses along Killingsworth, and provide reasonable alternative access to NE Emerson and NE 89th and acquire access rights on a voluntary basis.

· For Paden property (1N2E21BA TL’s 600 and 501), located 247-ft. east of NE 89th on the southside of Killingsworth, project shall maintain existing access at its current location, but restrict the access to right-in-right-out only.  A u-turn will be allowed at the NE 89th/Killingsworth signalized intersection to allow westbound vehicles access to the Paden property. 

· For Turnkey property (1N2E21BA TL 700) on the southeast corner of Killingsworth and NE 89th, project shall close all existing accesses along Killingsworth, provide or retain reasonable alternative access to NE 89th and acquire access rights on a voluntary basis.

· Review and identify turning crashes within the project limits over the last five years.  Identify locations that indicate a repetition of crash history.  Close or mitigate accesses where a determination is made that such action would improve the safety of the highway by eliminating a reoccurring crash type, and such closure or mitigation would continue to allow for reasonable access to the properties served.

· Issue approach road permits to all approaches constructed or reconstructed by the project.  Permits for approaches that do not meet the spacing standards shall contain provisions that 1) make the permit revocable at such time as reasonable alternative access is made available to the subject property from a local street or alley, and 2) where conditions relating to site features, topography, zoning, on-site circulation, and proximity to common property lines are favorable, condition owner to provide future “crossover” (i.e. shared use driveway) access easement in the event of a change of use permit. 
· Where access control exists, the project shall limit the construction of accesses to existing reservations, or indentured reservations. 

· Properties with private access easements abutting highway where no access currently exists shall not be provided a constructed access under the project unless it is determined to be beneficial to highway safety or operations.

· Issuing of permits for approaches to Columbia Blvd. and other City owned side streets that are impacted by the project shall be the responsibility of the City of Portland.  

· City shall purchase all properties (1N2E16CC TL 1100, and 1N2E16CD TL’s 1400, 1500, 1600, 1700) on the north side of Killingsworth between the existing Columbia/Killingsworth connection near NE 92nd and the Myers Container property (1N2E16CC TL 1000).  Existing general-use accesses to these properties shall be closed to Killingsworth.

· For the properties cited in the previous bullet (1N2E16CC TL 1100, and 1N2E16CD TL’s 1400, 1500, 1600, 1700), ODOT and City shall reserve, for their use only, in a location or locations to be determined between ODOT and City, one or more exclusive-use maintenance accesses to Killingsworth serving these properties.

· Improve NE 89th Ave. between Killingsworth St. and NE Emerson St. and NE Emerson St. between NE 87th Ave. and NE 89th Ave. to provide for reasonable alternative access to properties along the south side of Killingsworth St.

· UPRR access along westbound Killingsworth (35+53) shall be restricted to maintenance use only.

Project Access Management Plan – Medium-term Actions 

· All actions and objectives set forth in this Plan shall be incorporated into the City’s Transportation System Plan.

· City of Portland shall adopt ordinance provisions to amend the existing IGA with ODOT to include this Plan.

· For City purchased property on the north side of Killingsworth, specifically Tax Lot 1N2E16CC TL 1100, adjacent to and east of Myers Container Corp. (Tax Lot 1N2E16CC TL 1000), City, as new owner, shall work with Myers Container property owner to provide adequate easement space to maneuver large semi-trucks in and around Myers docking area, such that Myers trucks can safely ingress and egress their property at their existing access. 

· For City purchased property on the north side of Killingsworth as described in Short-term Actions (see above), it is important to retain access rights, and as such, should the City sell any such property, City shall retain access rights for ODOT and not grant access rights to new or successive owners without ODOT approval. 

· For property on the south side of Killingsworth between NE 87th and NE 89th, it is important to retain access rights, and as such City, provided project funds are available, shall purchase access rights where acquisition was not obtained on a voluntary basis under Short-term Actions.

· For Turnkey property (1N2E21BA TL 700) on the southeast corner of Killingsworth and NE 89th, this property is currently held in trust and cannot be sold until owner’s decedents die.  As such, City, provided project funds are available, shall purchase access rights where acquisition not obtained on a voluntary basis under Short-term Actions.

· The City shall not allow vehicular access to NE Killingsworth from the

properties on the south side of Killingsworth between NE 87th and the

existing Paden property (1N2E21BA TL’s 501 and 600)driveway east of NE 89th Avenue.

Project Access Management Plan – Long-term Actions 

· The City shall continue to work with ODOT to insure access permitting spacing standards and OAR 734-051 rules are in compliance, especially with respect to applications for Change of Use criteria, and an emphasis on safety criteria.  

· The City shall not allow vehicular access to NE Killingsworth from the

properties on the south side of Killingsworth between NE 87th and the

existing Paden property (1N2E21BA TL’s 501 and 600)driveway east of NE 89th Avenue.

Summary

In summary, the project is required to evaluate a total of 24 private and public accesses along NE Killingsworth Street, an ODOT facility, as well as 9 private and public accesses along City-owned NE Columbia Blvd.  The following table provides a more detailed breakdown:  

Table 7:  Summary of Accesses Evaluated

	
	NE Killingsworth (ODOT)
	NE Columbia (City)

	Total Evaluated (Private)
	19
	5

	Close
	14
	1

	 Remain
	4
	2

	Remain and Restrict
	1
	0

	Remain and Relocate
	0
	2

	
	
	

	Total Evaluated (Public)
	6
	4

	Close
	1
	0

	 Remain
	4
	3

	Remain and Restrict
	1
	1

	Remain and Relocate
	0
	0


The decisions regarding those evaluated accesses are made in consideration of fully maximizing the benefits derived from the construction of the project facility, and providing long-term protection to the invested public OTIA funds. 
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Approximate limits of work: NE 82nd to I-205
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	Table 13: Access Management Spacing Standards for Statewide Highways ( (
(Measurement is in Feet)*

	
	Rural
	Urban

	Posted Speed (
	Expressway

**
	Other
	Expressway

**
	Other
	UBA
	STA

	(55
	5280
	1320
	2640
	1320
	
	

	50
	5280
	1100
	2640
	1100
	
	

	40 & 45
	5280
	990
	2640
	990
	
	

	30 & 35
	
	770
	
	770
	720
	(

	(25
	
	550
	
	550
	520
	(


NOTE: The numbers in circles (() refer to explanatory notes that follow tables.

*Measurement of the approach road spacing is from center to center on the same side of the roadway.

**Spacing for Expressway at-grade intersections only.  See Table 12 for interchange spacing.

Notes on Tables 13, 14 and 15:

(
Where a right of access exists, access will be allowed to a property at less than the designated spacing standard only if that property does not have reasonable access and the designated spacing cannot be accomplished.  If possible, other options should be considered such as joint access. 

Where the right of access exists, the number of approach roads (driveways) to a single property shall be limited to one, even when the property frontage exceeds the spacing standards.  More than one approach road may be considered if, in the judgment of the Region Access Management Engineer, additional approach roads are necessary to accommodate and service the traffic to a property, and additional approach roads will not interfere with driver expectancy and the safety of the through traffic on the highway.

Approach roads shall be located where they do not create undue interference or hazard to the free movement of normal highway or pedestrian traffic.  Locations on sharp curves, steep grades, areas of restricted sight distance or at points which interfere with the placement and proper functioning of traffic control signs, signals, lighting or other devices that affect traffic operation will not be permitted.


If a property becomes landlocked (no reasonable access exists) because an approach road cannot be safely constructed and operated, and all other alternatives have been explored and rejected, ODOT might be required to purchase the property.  (Note: If a hardship is self-inflicted, such as by partitioning or subdividing a property, ODOT does not have responsibility for purchasing the property.)

(Note ( has precedence over notes (, ( and (.) 

(
These standards are for unsignalized access points only.  Signal spacing standards supersede spacing standards for approaches.

(
Posted (or Desirable) Speed: Posted speed can only be adjusted (up or down) after a speed study is conducted and that study determines the correct posted speed to be different than the current posted speed.  In cases where actual speeds are suspected to be much higher than posted speeds, ODOT reserves the right to adjust the access spacing accordingly.  A determination can be made to go to longer spacing standards as appropriate for a higher speed.  A speed study will need to be conducted to determine the correct speed.

(
Minimum spacing for public road approaches is either the existing city block spacing or the city block spacing as identified in the local comprehensive plan.  Public road connections are preferred over private driveways, and in STAs driveways are discouraged.  However, where driveways are allowed and where land use patterns permit, the minimum spacing for driveways is 175 feet (55 meters) or mid-block if the current city block spacing is less than 350 feet (110 meters).

Table 17: Minimum Spacing Standards Applicable to Freeway Interchanges with Multi-Lane Crossroads

	Category of Mainline
	Type of Area
	Spacing Dimension

	
	
	A
	X
	Y
	Z
	M

	FREEWAY
	Fully Developed Urban 
	1 mi.

(1.6 km)
	750 ft.

(230 m)
	1320 ft.

(400 m)
	990 ft.

(300 m)
	1320 ft.

(400 m)

	
	Urban
	1 mi.

(1.6 km)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)

	
	Rural
	2 mi.

(3.2 km)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)


Notes: 1)
If the crossroad is a state highway, these distances may be superseded by the Access Management Spacing Standards, providing the distances are greater than the distances listed in the above table.


2)
No four-legged intersections may be placed between ramp terminals and the first major intersection.

A
=
Distance between the start and end of tapers of adjacent interchanges

X
=
Distance to first approach on the right; right in/right out only

Y
=
Distance to first major intersection

Z
=
Distance between the last approach road and the start of the taper for the on-ramp

M
=
Distance to first directional median opening. No full median openings are allowed in nontraversible medians to the first major intersection

Figure 19: Measurement of Spacing Standards for Table 17
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Table 19: Minimum Spacing Standards Applicable to Non-Freeway Interchanges with Multi-Lane Crossroads

	Category of Mainline
	Type of Area
	Speed of Mainline
	Spacing Dimension

	
	
	
	B
	C
	X
	Y
	Z
	M

	EXPRESSWAY
	Fully Developed     Urban
	45 mph 

(70 kph)
	2640 ft.

(800 m)
	1 mi.

(1.6 km)
	750 ft.

(230 m)
	1320 ft.

(400 m)
	 990 ft. 

(300 m)
	1320 ft. (400 m)

	
	Urban
	45 mph 

(70 kph)
	2640 ft. (800 m)
	1 mi.

(1.6 km)
	 1320 ft.

(400 m)
	 1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)

	
	Rural
	55 mph 

(90 kph)
	1 mi.

(1.6 km)
	2 mi.

(3.2 km)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)
	1320 ft.

(400 m)


Notes: 1)
If the crossroad is a state highway, these distances may be superseded by the Access Management Spacing Standards, providing the distances are greater than the distances listed in the above table.

2)
No four-legged intersections may be placed between ramp terminals and the first major intersection.

3)
No at-grade intersections are permitted between interchanges less than 5 miles apart.

B
=
Distance between the start and end of tapers


C
=
Distance between nearest at-grade and ramp terminal intersections or the end/start of the taper 
section

X
=
Distance to first approach on the right; right in/right out only

Y
=
Distance to first major intersection

Z
=
Distance between the last approach road and the start of the taper for the on-ramp

M
=
Distance to first directional median opening. No full median openings are allowed in nontraversible medians to the first major intersection

Figure 21: Measurement of Spacing Standards for Table 19
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