Hood River Urban Renewal Agency
211 Second Street
Hood River, OR 97031
(541) 386-1488
https://cityofhoodriver.gov/urban-renewal-agency/

April 24, 2023 AGENDA 6:00 p.m.
URA Members: Mark Zanmiller (Chair) Megan Saunders (Vice Chair) Paul Blackburn

Tim Counihan Gladys Rivera Doug Stepina

Grant Polson Kristi Chapman Heather Gehring

All public meeting locations are accessible. Let the City Recorder know if you will need special accommodations to
attend a meeting. Call (541) 387-5212 for more information. Oregon Relay Service 1-800-735-2900

The City of Hood River URA meetings can now be viewed live on YouTube. See link to connect to live
meetings: https://cityofhoodriver.gov/administration/public-meeting-upcoming-and-archived-videos/

The recording of the meeting will be posted shortly after the meeting on the City’s website. Please check
the City’s website for the most current schedule of City public meetings.
https://cityofhoodriver.gov/administration/meetings/

l. CALL TO ORDER
1. AGENDA ADDITIONS OR CORRECTIONS

[l BUSINESS FROM THE AUDIENCE
Urban Renewal Agency encourages community members to talk about issues important to them. If
you wish to speak during “Business from the Audience”, there are three options to choose from:

» If you wish to speak during “Business from the Audience”, and you are attending
the meeting in person, please sign up when you arrive at the meeting by printing
your name, contact information and topic/item on the sheet provided by the City
Recorder.

» Submit written comments to the City Recorder at j.gray@cityofhoodriver.gov by
Monday, April 24, 2023, no later than 12 noon in order to distribute to the URA
Board in one packet for review by 3pm. All comments will be added to the record.

» To address the UR Agency Board during Business for the Audience virtually,
send an email (hame of speaker and topic) to j.gray@cityofhoodriver.gov by
Monday, April 24, 2023, no later than 12 noon. Please specify the topic your
testimony addresses. Testimony will go in order of requests received. Attendees
that have pre-registered will be given a Zoom link. The speaker will be promoted
by the City Recorder to address Council. Audio and video to be turned on for 3
minutes to address the Board.


https://cityofhoodriver.gov/urban-renewal-agency/
https://cityofhoodriver.gov/administration/public-meeting-upcoming-and-archived-videos/
https://cityofhoodriver.gov/administration/meetings/

At the URA Chair discretion, public comments may be received prior to a specific topic of
relevance during the meeting. Please observe the time limit of three minutes/person.

V. CONSENT AGENDA
1. Approval of Meeting Minutes — March 13, 2023 Pages 3-6
2. Award Construction Contract for 2nd & Oak Intersection Pages 7-9
Improvements, R. Rice

V. REGULAR BUSINESS ITEMS
1. Heights Streetscape Phase 3 Update, D. Nilsen Pages 10-48

VI. ITEMS FROM AGENCY MEMBERS

VIil.  ADJOURN



Urban Renewal Agency
Regular Meeting
March 13, 2023

Present: Chair Mark Zanmiller, Vice Chair Megan Saunders, Paul Blackburn, Tim
Counihan, Gladys Rivera, Doug Stepina, Grant Polson, Heather Gehring,
Kristi Chapman

Staff: City Manager Abigail Elder, City Attorney Dan Kearns, Finance Director Chris
Longinetti, Police Chief Neal Holste, Fire Chief Leonard Damian, Planning
Director Dustin Nilsen, Public Works Director Rich Rice, City Engineer Wade
Seaborn, City Recorder Jennifer Gray, Administrative Services Officer Monica
Morris, Management Analyst Haley Ellett

Guests: Kevin Greenwood

Absent:

l. CALL TO ORDER - Zanmiller opened the meeting at 6:19 p.m.

Il. AGENDA ADDITIONS OR CORRECTIONS

1. BUSINESS FROM THE AUDIENCE

IV.  CONSENT AGENDA
1. Approval of Meeting Minutes — February 13, 2023

Motion: I move to approve the February 13, 2023, Urban Renewal meeting minutes.
First: Saunders

Second: Polson

Discussion: None

Vote: Motion passed (roll called)

Ayes: Blackburn, Zanmiller, Saunders, Counihan, Rivera, Stepina, Polson,
Gehring, Chapman

Nays: None

Abstentions: None

Excused: None

V. REGULAR BUSINESS ITEMS

1. Proposed New Waterfront Urban Renewal District for Lot 1, A. Elder
On February 13, the Port presented their request to the Urban Renewal Advisory Board. The Board
requested a work session be scheduled for further discussion of the concept.

The Port of Hood River wishes to fund projects costing approximately $1,700,000 for improvements
to Lot 1 through a new urban renewal district. The proposed district would not provide short-term



funding; instead, it would reimburse expenses incurred by the district.

Recently, the Port refined their request and proposed the creation of a new district to include
approximately 15 acres, including Lot 1, Lot 900, a small portion of Riverside Drive, and much of N.
1st Street. Potential infrastructure projects that could be funded through the proposed district include
realigning 1st Street to the west and completing Anchor Way between 1st and 2nd Streets. The Port
estimates that it will take approximately six years of tax-increment funding from the new district to
pay back the public infrastructure projects undertaken by the district.

Any acres not included in the new Urban Renewal Area would be returned to the tax rolls.
Terminating the current Waterfront Urban Renewal District in its current configuration (109 acres)
will result in an increase of approximately $960,000 of funds to the taxing districts when the maximum
indebtedness of the district is met in FY2024-25.

Because the proposed Urban Renewal Area is entirely within city limits, approval from other taxing
districts is not required. However, they would be consulted in the creation of the Urban Renewal
Report and Plan.

Elder noted the Urban Renewal Agency discusses this request from the Port of Hood River, but the
City Council makes the final decision.

Greenwood stated he attended last month’s URA meeting. He wanted to reinforce the ongoing
partnership between the Port of Hood River and the City of Hood River. There is no question about
the success of the Waterfront Urban Renewal District. They are in complete understanding of the
City’s priorities for housing on the west side. They appreciate URA’s willingness to consider a single
owner Urban Renewal District. He wants to give as much information as possible, so a decision can
be made. Right now, there is a lot of uncertainty as to what will be on Lot 1. Regardless of what ends
up there, it is going to be a community process. If they can set the property aside and it develops
under a lease or a private development, that tax increment can help benefit the utilities and some of
the recreational amenities in that area. He is here to answer any questions.

Zanmiller stated since this is a continuation of the discussion the Agency had at the last meeting, he
would like everyone to state their thoughts. He has a suggestion after everyone has spoken.

Counihan stated fundamentally moving forward with the reduced Urban Renewal District seems to
make sense to him. There are a lot of details that need to be worked out, with respect to the types
and nature of the projects that would be funded by an Urban Renewal District. It seems it should be
clarified what they are approving is decupled from the discussion, about what will end up being there.

Rivera stated she welcomes the idea of collaboration and partnership with the Port. If they want to
make meaningful change, it is going to take several agencies to come together. What was presented
a month ago did not seem like a well throughout plan. There are no deliverables. There is a list of
City Council priority items they have decided are important to work on, she worries about the staff
time it would take. Does staff have the capacity to take on another project. They already have a list
of items Council wants to do. Although she is open to a smaller Urban Renewal, there needs to be
a plan. At some point the URA could have a meeting to discuss this further.

Stepina echoed what Rivera stated. He is not concerned with collaboration. He welcomes the
opportunity to collaborate on this project. Lot 1 is very important and has a rich history. He has
struggled to understand throughout this. It seems the major desire to do it now is more related to the



supporting infrastructure that will allow for development. He is not sure if that is a major criterion or
should it be. He would like to know what others think about that. In general, his main reservation is
about staff time, and the fact it is not aligned with current Council goals.

Saunders stated with all the background documents, she has been wrestling with this a lot, but she
does not feel alone. She stated since this is a one property thing, she feels the Board needs to know
what they are buying. There have been studies on light industrial building use and that is not
financially feasible. She thinks there has always been that wrestle; is that the best use of that land.
There was talk at the last meeting that it could be a public use. She believes that is an easier sell,
but the tax increment would not be accrued. Therefore, Urban Renewal would not be the best funding
mechanism. She does not know where to go from there. She would like it to not be just a blank
check. She would like it to be a specific plan, with deliverables. She supports the Port doing a
community engagement process, to figure out what that looks like. She is not sure how to engage
the community appropriately, given the constraints of the site, funding, and staff time. She questioned
if they have the time to focus on this critical spot right now or is this something they all get their feet
under, after the last couple of years and come back to it later.

Polson stated he agrees with his fellow Councilors. His opinion is the land is not fully baked. There
is not a defined scope, nor a plan for who would be there. If it is a use for public purpose, then the
payback time mentioned of six years is out the window entirely. There would be no payback time as
mentioned. That is not to say there is no opportunity with the land in the future, however at this time
with the plan presented, he does not believe they should move forward with this fiscal mechanism.

Gehring stated the Port Commission really wants to get Lot 1 infrastructure in place. They do not
have a plan because they want it to be a joint effort with the community, to decide what is best. A
mixed use could make is usable for everyone and profitable. She sees this as a hard sell because
they don’t have a solid plan in place, but they also know they cannot move forward with a plan until
they have the critical infrastructure in place. The Port is hoping for Urban Renewal funds for the
infrastructure. It is hard to know how to get it started.

Chapman understands everyone’s comments. She has a suggestion that could possibly be a good
compromise. She stated it seems one of the biggest issues is timing. The Port is trying to hold on a
planning mechanism for a timeline they are not completely sure how long it will take. She questioned
what the options are, if the Agency were to sunset the Waterfront District and the Port were to move
forward with some infrastructure planning. Could Urban Renewal be implemented later, to reimburse
those infrastructure costs? She asked if the Agency gives a commitment to sunsetting the current
Waterfront District because it has reached its maximum indebtedness, and a commitment agreeing
to revisit this in one year to discuss further. It will allow them to continue being partners on what
happens.

Blackburn understands and sympathizes with the comments made. His preference is to sunset the
existing Waterfront District. As they consider the Westside District, they try to leave enough acreage
in case an appealing plan emerges for Lot 1.

Zanmiller stated Lot 1 is very important. The City is busy getting the Westside District set up. In his
observation, there is nothing that says Lot 1 must go right now. With the Port suggesting the Agency
revision Lot 1, it seems logical to see what the needs are from the revisioning process. He suggests
the Agency revisits this after Westside is “rolling.” He does not see there is a need to act now or
make a recommendation to City Council at this time.



Councilor Saunders stated her one concern is the City is very busy with housing. With westside and
other projects on the work plan, they do not want to do a formation of a new district. She can see the
visioning process itself, taking significant staff and Council time. She is wondering how that would fit
in.

Zanmiller stated this is not on the City Council work plan, so he sees this as a Port project. He
suggested they don’t need an answer right now. The Port can come back in 6-8 months, to report
how things are progressing.

Chapman reiterated she wants this to continue to be an open conversation. This is not intended to
take up City staff time. It is more of a way for the Port to get people together, to start the process.

Zanmiller stated the group is committed to bringing this discussion back later. Everyone agrees Lot
1 is important.

VI. ITEMS FROM AGENCY MEMBERS

VIl.  ADJOURN at 6:49 p.m. by unanimous consent.

Mark Zanmiller, Chair

Jennifer Gray, City Recorder

Approved by the Agency on




HOOD RIVER URBAN RENEWAL AGENCY
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S— 211 2nd Street, Hood River, OR 97031 Phone: (541)386-1488
DATE: April 24, 2023
TO: Urban Renewal Agency (URA)
FROM: Rich Rice, Public Works Director
SUBJECT: Award Construction Contract for 2" & Oak Intersection Improvements
BACKGROUND:

The Oak and 2nd Street intersection improvement has been a targeted City project for numerous
years. The intersection is intensively used by vehicles and pedestrians within downtown Hood
River. The general project parameters include new sidewalk design work that includes ‘bump outs’
on three of the intersection corners, brick walkway surface on crosswalks, and full signalization
replacement. Consideration by the City Council of these improvements has taken place over the
past four (4) years including extensive study and document production by Kittelson & Associates
as follows:

. On March 27, 2017, the City signed a contract with Kittelson & Associates for a 30%
conceptual design of traffic signals at the 2nd & Oak intersection. Oregon Department
of Transportation (ODOT) comments on the initial design led to amendment #1 on
August 15, 2017, to provide additional traffic counts and surveys.

° On November 6, 2018, the City approved contract amendment #2 to provide a design
exception request to the Americans with Disabilities Act (ADA) requirements at the
northwest corner of the intersection and to produce a letter of no effect for the State
Historic Preservation Office (SHPO).

o On July 8, 2019, City Council directed staff to proceed with the design of a phased
construction project which included curb extensions on the northeast, southeast and
southwest corners of the intersection. These curb extensions would be removed if
vehicular traffic volumes increase to the level that requires the installation of additional
turn lanes.

. In October of 2019, the City approved additional design documentation work from
Kittelson & Associates that included mobility standard design exceptions, traffic
operations analysis that evaluating lane configurations and stop control alternatives,
and the functional relationship between the proposed 2nd & Oak signal and the |-84
interchange signals.

° During 2021, Kittelson & Associates completed preliminary design documentation
required by ODOT for the intersection signalization and sidewalk construction.
. On March 1st, 2023, the 2nd & Oak Intersection Improvement project was advertised

on QuestCDN online bidding program as well as the Daily Journal of Commerce. The
project was also advertised in the Columbia Gorge News on March 8, 2023.

. On March 30, 2023, two contractors submitted bids. The bids were publicly opened at
2:00 pm on March 30th. The low bidder was Ajax Northwest LLC with a bid of
$867,875.00. The engineer’s estimate for this project was $525,807.00. The
discrepancy between the bid and the engineers estimate is due mostly to the recent
increases in material and construction costs.

The City has reviewed the bid documents and is satisfied that they are complete and in order. A
copy of the bid results is attached.



STAFF RECOMMENDATION:

Award the construction contract for 2nd & Oak Intersection Improvements for the amount of
$867,875.00 to Ajax Northwest LLC. Additionally, authorize contingency funding of $175,000.00
for a potential project amount of $1,042,875,00.

SUGGESTED MOTION:

| move that we authorize the award of the construction contract for the 2nd & Oak Intersection
Improvements to Ajax Northwest LLC for the amount of $867,875.00 and approve an additional
$175,000.00 in contingency funding.

ALTERNATIVES:
Do not award the contract.

FISCAL IMPACT:
Project will be funded through the Columbia-Cascade Urban Renewal fund. This project is
included in the FY2022-23 adopted budget.

ATTACHMENTS
Bid Opening and summary for 2nd and Oak Intersection Improvement Project



2nd and Oak Signal (#8399881)
Owner: Hood River OR, City of
Solicitor: Hood River OR, City of
03/30/2023 02:00 PM PDT

Section Titl Line tem  Item Code
Base Bid

1 210
2 221
3 223
4 225
5 280
6 280
7 280
8 305
9 310
10 330
11 445
12 470
13 470
14 470
15 490
16 620
17 641
18 744
19 756
20 759
21 759
22 759
23 759
24 759
25 815
26 865
27 867
28 867
29 905
30 905
31 930
32 940
33 963
34 990
35 1160

Base Bid Total:

Item Description

Mobilization

Temporary Protection and Direction of Traffic
Flagger

Legend Removal

Concrete Washout Facility

Inlet Protection, Type 3

Inlet Protection, Type 10

Construction Survey Work

Removal of Structures and Obstructions
General Excavation

12 Inch €900 Storm Sewer Pipe, 0'-10'
Concrete Inlet, Type CG-2

Concrete Inlet, Type CG-3

Concrete Manhole, 48" Standard

Extra for Manholes Over Existing Sewers

Cold Plane Pavement Removal, 4 Inches Deep
Aggregate Base

Level 3, 1/2" Dense ACP

Plain Concrete Pavement, Undowelled, 10 Inches Thick

Concrete Curbs, Standard Curb and Gutter
Concrete Curbs, Standard Curb

Concrete Walks

Extra for New Curb Ramps

Truncated Domes on New Surfaces
Bollards

Thermoplastic, Extruded, Surface, Non-profiled
Pavement Legend, Type B-HS: Arrows
Pavement Bar, Type B-HS: Crosswalk
Remove Existing Signs

Remove and Reinstall Existing Signs

Perforated Steel Square Tube Anchor Sign Supports

Signs, Standard Sheeting, Extruded Aluminum
36 Inch Diameter Signal Support Drilled Shaft
Traffic Signal Installation, 2nd & Oak
Resetting Existing Hydrants

UofM

LS
LS
HR
SF
EA
EA
EA
LS
LS
cy
LF
EA
EA
EA
EA
SY
cy
TONS
SY
LF
LF
SF
EA
SF
EA
LF
EA
SF
LS
LS
LS
SF
LF
LS
EA

Quantity

320
145

R R ON R

210

2770

87

354

320

58
36

Engineer Estimate
Unit Price

$46,000.00
$22,000.00
$54.00
$5.00
$500.00
$250.00
$250.00
$11,000.00
$4,000.00
$45.00
$150.00
$2,500.00
$3,000.00
$5,000.00
$1,250.00
$30.00
$65.00
$175.00
$125.00
$50.00
$50.00
$8.50
$1,500.00
$75.00
$750.00
$3.00
$500.00
$15.00
$2,500.00
$2,500.00
$2,500.00
$25.00
$700.00
$225,000.00
$2,500.00

Extension
$525,307.00
$46,000.00
$22,000.00
$17,280.00
$725.00
$500.00
$500.00
$1,500.00
$11,000.00
$4,000.00
$9,450.00
$14,400.00
$5,000.00
$6,000.00
$10,000.00
$2,500.00
$9,450.00
$12,220.00
$15,750.00
$13,250.00
$13,400.00
$4,300.00
$23,545.00
$6,000.00
$6,525.00
$1,500.00
$1,062.00
$1,000.00
$4,800.00
$2,500.00
$2,500.00
$2,500.00
$1,450.00
$25,200.00
$225,000.00
$2,500.00
$525,307.00

Ajax Northwest LLC
Unit Price

$34,000.00
$30,000.00
$70.00
$11.00
$300.00
$65.00
$65.00
$4,320.00
$15,000.00
$29.00
$120.00
$2,685.00
$3,450.00
$4,600.00
$1,000.00
$30.00
$60.00
$255.00
$310.00
$87.00
$80.00
$19.00
$360.00
$46.00
$1,500.00
$7.00
$430.00
$10.80
$1,600.00
$1,000.00
$5,200.00
$51.00
$900.00
$500,000.00
$900.00

Extension
$867,875.00
$34,000.00
$30,000.00
$22,400.00
$1,595.00
$300.00
$130.00
$390.00
$4,320.00
$15,000.00
$6,090.00
$11,520.00
$5,370.00
$6,900.00
$9,200.00
$2,000.00
$9,450.00
$11,280.00
$22,950.00
$32,860.00
$23,316.00
$6,880.00
$52,630.00
$1,440.00
$4,002.00
$3,000.00
$2,478.00
$860.00
$3,456.00
$1,600.00
$1,000.00
$5,200.00
$2,958.00
$32,400.00
$500,000.00
$900.00
$867,875.00

Wildish Standard Paving Co.
Unit Price

$152,000.00
$150,000.00
$85.00
$10.00
$0.01
$200.00
$250.00
$10,000.00
$40,000.00
$200.00
$500.00
$8,000.00
$8,000.00
$15,000.00
$4,000.00
$40.00
$200.00
$275.00
$300.00
$100.00
$65.00
$25.00
$12,000.00
$50.00
$2,000.00
$6.00
$600.00
$10.00
$1,000.00
$3,000.00
$3,000.00
$50.00
$1,600.00
$635,000.00
$7,000.00

Extension
$1,523,314.01
$152,000.00
$150,000.00
$27,200.00
$1,450.00
$0.01
$400.00
$1,500.00
$10,000.00
$40,000.00
$42,000.00
$48,000.00
$16,000.00
$16,000.00
$30,000.00
$8,000.00
$12,600.00
$37,600.00
$24,750.00
$31,800.00
$26,800.00
$5,590.00
$69,250.00
$48,000.00
$4,350.00
$4,000.00
$2,124.00
$1,200.00
$3,200.00
$1,000.00
$3,000.00
$3,000.00
$2,900.00
$57,600.00
$635,000.00
$7,000.00
$1,523,314.01
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S——>  HOOD RIVER URBAN RENEWAL AGENCY

DATE: April 24th, 2023
TO: Urban Renewal Agency Board
FROM: Dustin Nilsen, Planning Director

SUBJECT: Heights Streetscape Phase 3 Update

BACKGROUND:

The Heights Streetscape Project was broken into 3 Phases, with the Urban Renewal Agency structuring
the project to include two major milestones to allow for a work product analysis and scope adjustments
necessary to address issues or findings that arose in each of the previous phases. Phase 1 and 2, now
completed, focused on goal setting, background research, and streetscape alternative analysis, technical
evaluation of the three concepts, parking and intersection analysis, community input, and outreach with
impacted agencies and stakeholders.

Upon Review of the alternatives under adopted project goals, the Agency Board selected Alternative 3 as
the preferred alternative to develop a final plan. The recommendation aligned with input and opinion of
local emergency service providers, Hood River School District, Columbia Gorge Community College, and
was the highest scoring alternative from the Phase 2 public survey.

The presentation and materials enclosed in the packet are conducted as part of the final third phase,
focused on the development of the preferred streetscape plan.

DISCUSSION:

The purpose of this meeting is to present revised design concepts and recommendations for the chosen
streetscape alternative. Topics covered in the attached design memo include major intersection findings
and recommendations from the project team, URAC comments, east to west street design alternatives
and recommendations, 12th and 13th streetscape refinements, and pedestrian connection
recommendations from Pacific Avenue to Belmont.

STAFF RECOMMENDATION:
Staff requests that the URAB review the design memo and project team recommendations and provide
direction to continue the streetscape design and begin the development of the implementation plans.

FISCAL IMPACT:

The analysis and design of the streetscapes are incorporated into the 2022-23 agency budget and have
no fiscal impact on the operations or capital improvements. Budget and costs analysis for installation
will be included as part of the forthcoming implementation plan.

ENVIRONMENTAL IMPACTS:

The streetscape project contemplates the use of additional pedestrian facilities, alternative transportation
options, and stormwater management facilities that incorporate low impact development. Features that
promote environmental benefits.

ATTACHMENTS:
Phase 3 Design Study Memo and Recommendations

10



THEHEIGHTS

- STREETSCAPE PLAN

memao

to Urban Renewal Agency Board

cc. Urban Renewal Advisory Committee

from  Nathan Polanski, PE, MIG; Dustin Nilsen, City of Hood River Planning Director
re The Heights Streetscape Plan — Phase 3 Additional Design Studies

date  April 7, 2023

This memorandum summarizes findings and project team recommendations from the additional design
studies requested by the Urban Renewal Agency as part of the Heights Streetscape Phase 3 contract. The
additional design studies include:

e Additional study for the design of key intersections at 13" Street/May Street and 13 Street/
Belmont Avenue/12™ Street.

e The design of East/West streets in the Heights (Taylor Avenue to A Street) to identify
opportunities for integrating these into the final streetscape plan.

e Refinements to the typical street cross sections of 12" and 13% Streets to reflect the distinct
needs of each street and traffic calming measures for 13" Street.

e Alternatives for extending the two-way cycle on 12" Street south of the project area to Pacific
Avenue.

The project team’s recommendations are based on findings from these additional design studies. To
continue with the development of a final concept plan the project team needs approval of the design
direction for each of the additional design studies listed above.

Page 1 of 23
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Heights Streetscape Plan — Phase 3 Design Studies April 2023

Executive Summary

Based on our studies and the findings presented in this memo the project team’s recommendations are:

Key intersections

13th Street/May Street — Roundabout: The additional cost and property impact of a roundabout
compared to a traffic signal are offset by largely improved traffic operations, in particular vehicle queue
lengths, which could otherwise extend onto Oak Street during 2039 summer PM peak hours, and reduced
impacts for trucks coming up the hill in winter weather anticipated to worsen with a signalized
intersection

13th Street/Belmont Avenue/12th Street — Traffic signal: Although a traffic signal is projected to create
more delay for people travelling by car and vehicles will back up multiple blocks along 13" Street during
2039 summer PM peak hours traffic modeling does not project impacts to nearby intersections at May
Street or Pacific Avenue. Compared to a roundabout, a traffic signal will also have a fraction of the impact
to adjacent properties, provide more direct access for people walking and biking, and create a
placemaking opportunity with the closure of Belmont between 12" and 13 Streets.

East/West Streets

The project team recommends alternating one-way streets from Taylor Avenue to A Street with parallel
parking on both sides of the street, except along Taylor where angle parking may be possible on one side
of the street. One-way streets are anticipated to provide more flexibility for a variety of vehicle sizes (e.g.,
pickup trucks, sprinter vans, delivery vehicles, etc.) for people parking and moving through the Heights
and more space for people walking and biking. If increased access for people biking along Taylor Avenue
and A Street are desired, “sharrows” and contra-flow bike lanes are recommended to provide bike access
for people biking eastbound and westbound.

Typical street cross sections for 12th and 13th Streets

The project team has identified several refinements to the typical street cross sections developed during
Phase 2 for the final concept plan. Refinements along 12" Street focus on right sizing the allocation of the
60-foot right-of-way way for: access to parking for people driving, the sidewalk experience for people
walking, and providing a comfortable, dedicated place for people biking. Refinements along 13" Street
focus on mitigating the impact of the center turn lane, removal of parking, and existing constraints along
the edge of the right-of-way and within existing easements.

Working through these refinements has highlighted the limitation of the existing 60-foot rights-of-way
and the trade-offs and sacrifices required to work within the available right-of-way. Recognizing the
design of 12" and 13 Streets are constrained by the existing right of way, the project team recommends
the city pursue opportunities for additional walkway space by acquiring easement or right-of-way when
possible, to incorporate a 12-foot sidewalk zone into the approved cross section with the understanding
and disclosure that currently this right-of-way does not exist; 12-foot sidewalk zones would increase the
available space for street improvements from 60-feet to 64-feet.

Opportunities for extending a bike connection south to Pacific Avenue

The project team recommends coordinating with ODOT to explore the possibility of narrowing existing
travel lanes and expanding the sidewalk zone to provide a shared use path and landscape buffer along the
east side of 12 Street. A shared use path can be accommodated in a narrower space than it would take
to provide separate spaces for walking and biking and would provide more comfortable separation from
the roadway. At the Shell gas station and Dutch Bros. Coffee drive-thru it may not be possible to acquire
an easement or expand the right-of-way to continue the 12-foot shared use path and a solution will be
needed to connect to Pacific Avenue.

Page 2 of 23
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Heights Streetscape Plan — Phase 3 Design Studies April 2023

On-Street Parking Update

Based on recommended changes identified in this memo the future parking supply within the Heights is
projected to be within 5% (~20 parking stalls) of the estimated 657 on- and off-street parking stalls
needed to accommodate the 2040 peak summertime parking demand identified by the November 2021
parking study. However, it should be noted this does not account for potential parking loss at Jackson
Park or the hospital based on the implementation of a roundabout at 13th/May, nor does it account for a
mode shifts that the city has previously approved for increased non-vehicle traffic through the installation
of pedestrian and bicycle facilities, nor the development of parking developed as part of private property
redevelopment requests.
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Design of Key Intersections

The goal of this study is to help identify a preferred approach for the design of key intersections at 13"
Street/May Street and 13" Street/Belmont Avenue/12" Street to support the approved design concept,
which, includes converting 13 Street to two-way travel south of May Street and maintaining 12" Street
as one-way northbound travel south of May Street.

This study included:

e Verifying the conceptual roundabout designs for traffic operations,

e Updating roundabout concepts to incorporate bicycle facilities,

e Updating signalized intersection designs, to a similar level of detail as the roundabout concepts,
and

e Comparing operational and property impacts and construction cost differences between the
updated roundabout and signalized intersection concepts.

Decoding terms for traffic operations

As part of the study to verify operational impacts at key intersections the project team reviewed the
traffic models for each intersection design. This included reviewing key outputs from traffic models
against applicable design standards. The key outputs presented on the following pages include:

o |evel of Service (LOS): how well vehicle traffic flows along a street and is expressed in letters A to
F. LOS A provides the highest level of service for vehicles (e.g. free-flow traffic) but does not
consider the resulting street environment for people walking or biking. LOS F provides the lowest
level of service and is characterized by stop and go traffic, poor travel times, and low convenience
for people driving. The city’s mobility standard requires LOS E.

e Volume to capacity ratio (v/c): a measure of roadway congestion, calculated by dividing the
number of vehicles passing through a section of roadway by the peak hour capacity of the
roadway. ODOT’s standards require a v/c ratio less than 1.0.

e Vehicle queue lengths: the distance from the stop line to the end of the last vehicle stopped in a
single lane. For this analysis, queue lengths are 95th-percentile lengths for the weekday PM peak
hour traffic in 2039 (i.e. this length has a 5% probability of being exceeded during the analysis
period).
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13th Street/May Street

Intersection Layout
The project team reviewed the roundabout layout (Figure 1) developed by the City’s roundabout design
consultant to identify potential design refinements and incorporate bicycle facilities into the layout.

Figure 1: Roundabout layout for May Street/13™ Street by American Structurepoint

- -

Design refinements include:

e the removal of the second circulating lane on the east side of the intersection, which was found
to be in excess of the needed intersection capacity,

e modifications to May Street east and west of the roundabout to accommodate a two-way cycle
track on the south side of May Street, and

e narrowing travel lanes on 13% Street north of the roundabout to accommodate bike lanes as
shown in the City’s Transportation System Plan (TSP).

The project team also reviewed and refined a signalized intersection concept to compare to the
roundabout to understand property impacts, operational impacts, and construction cost differences.
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Figures 2 and 3 below show the refined concepts for a roundabout and traffic signal.

Figures 2 and 3: Refined intersection concepts for May Street/13" Street

Operational Impacts

The refined intersection layouts were also reviewed for operational impacts to vehicular traffic for each
concept based on forecasted weekday p.m. peak hour traffic volumes for the year 2039, representing
summertime conditions. The following tables compare the level of service (LOS), delay, and volume-to-
capacity (v/c) ratio between a traffic signal and a roundabout at 13th Street/ May Street.

As shown in Table 1, the roundabout is expected to operate with similar levels of delay as the TSP Build
alternative. A signalized alternative is expected to operate with more delay, nearly 80 seconds on
average, due to right turn on red restrictions and exclusive bicycle phasing for a two-way cycle track.
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Table 1: Refined Intersection operations results at 13th Street/May Street

DELAY
SCENARIO LOS V/C
(SEC)
TSP BUILD C 31 0.96
SIGNAL
D 44 0.94
(WITHOUT TWO-WAY CYCLE TRACK)
SIGNAL
E 80 1.03
(WITH TWO-WAY CYCLE TRACK)
ROUNDABOUT C 184 0.86

- Analysis represents year 2039 weekday PM peak hour in the summer.

- Bold and red indicates a “failing” condition, which could be a v/c ratio of 1.0 or greater or a LOS F.

A Note that delay at the roundabout does not take into account delay associated with an enhanced cycle track
crossing (such as the use of a rectangular rapid-flashing beacon) on the south leg.

Looking at vehicle queue lengths (Table 2) a roundabout has significantly shorter queue lengths, whereas
a traffic signal with a two-way cycle track is projected to back up traffic to Oak Street and beyond during
summer p.m. peak periods, which is an unacceptable outcome that could not be recommended by the
project team.

Table 2: 13th Street/May Street Vehicle Queue Lengths

INTERSECTION CONTROL SOUTHBOUND NORTHBOUND

SIGNAL W/O 2-WAY CYCLE TRACK approx. to State St approx. to A St

beyond Oak St with queues

SIGNAL W/ 2-WAY CYCLE TRACK
on Oak St

beyond Belmont Ave

ROUNDABOUT approx. 100’ approx. 200

- Analysis represents year 2039 weekday PM peak hour in the summer

Property Impacts
Figure 4 shows potential property impacts based on the refined intersection concepts shown in Figure 2
and 3. The potential impacts to existing properties at each corner include:

e NW Corner of intersection (Behavioral health building):
o Roundabout — it appears a roundabout could be sited without impacting this property.
o Traffic signal —a corner of the property and the existing retaining wall at the back of
sidewalk are anticipated to be impacted.
e NE Corner of intersection (Main hospital campus):
o Roundabout —impacts to the existing hospital parking area are anticipated. Impacts
include loss of parking (~7-9 stalls based on Figure 4), however, reconfiguration of the
parking lot is not anticipated to change circulation within the parking lot.
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o Traffic signal —impacts to the existing hospital parking area are anticipated. Impacts
include loss of parking (~8-11 stalls based on Figure 4); however, reconfiguration of the
parking lot is not anticipated to change circulation within the parking lot.

e SE Corner of intersection (Residential Lots):

o Roundabout —impacts three full residential parcels and requires driveway access to be
modified for a fourth parcel. A fifth parcel is partially impacted.

o Traffic signal —impacts one full residential parcel (due to loss of driveway access) and
likely requires a retaining wall along the front of a second residential parcel.

e SE Corner of intersection (Jackson Park):

o Roundabout —impacts are expected to an area of the park including the slope up to the
roadway and a portion of the existing parking lot at the corner including the driveway
near 13 Street to accommodate the cycle track. Retaining walls may be able to reduce
the overall impact.

o Traffic signal —impacts a portion of the existing parking lot at the corner and the existing
driveway, however in a different configuration than a roundabout to accommodate
intersection channelization on May Street.

Figure 4: Potential property impacts at 13" Street/May Street for future intersection improvements.

Anmmn=

Note Property impacts deplcted are for lilustratson purposes only and do not reflect exact locations. Actual
locations will be identified as a part of future intersection design.
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Cost Considerations

Using the refined intersection layouts for a roundabout and traffic signal we have also examined the
potential construction costs for future intersection improvements. This cost analysis focuses only on
surface level features (i.e., paving and landscape restoration), does not include costs for utility
relocations, right-of-way acquisition, or soft costs, and is not intended to reflect or provide a future
project cost; instead, this analysis has been prepared to help compare future intersection improvements.

The comparative level cost analysis for a roundabout and traffic signal are based on the itemization and
guantity tabulation of expected surface improvements as shown in Figures 2 and 3. Based on this analysis
we anticipate the construction cost, in 2023 dollars, of a future roundabout could be $4M-$6.5M
whereas a traffic signal could be S3M-S5M.

A roundabout will also require more additional cost for right-of-way acquisition, which could include costs
for land purchase, relocation, administrative costs, legal costs, and condemnation.

We also anticipate a roundabout may require more costs to relocate existing utilities (public — e.g., water
lines; private — e.g., electrical and communication distribution lines)

Project Team Recommendation — 13th Street/May Street Intersection
Based on the findings summarized above and in the context of the community’s priority goals established
during Phase 1 the project team recommends a roundabout for intersection control.

The key factor in this determination is the projected traffic impact for a traffic signal. Although a
roundabout will cost more to implement, have greater impact on adjacent properties, and require a
longer path of travel for people walking and biking through the intersection, the potential traffic delays
for a roundabout are considerably less when compared to a traffic signal. A roundabout will also have less
impact on freight and delivery trucks coming up the hill in winter than a signal, which was an issue raised
by emergency service providers and local businesses.
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13th Street/Belmont Avenue/12th Street

Intersection Concepts
The project team reviewed the double roundabout layouts developed during Phase 2 to:

o identify how bike facilities can be incorporated,
e understand how the double roundabout impacts on-street parking, and
e explore opportunities for placemaking.

An updated double roundabout layout is shown in Figure 5.

Figure 5: Updated double roundabout at 13 Street/Belmont Ave/12% Street
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The team also developed a signalized intersection concept to provide a more comparable alternative to
the double roundabout for this set of intersections to compare operational impacts, property impacts,
placemaking opportunities, and cost differences.

To develop a comparable signalized intersection concept, the project team explored four different
intersection configurations to manage traffic through the intersections on Belmont Avenue (Figure 6).
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Figure 6: Signalized intersections configurations considered at 13 Street/Belmont Ave/12%" Street

Option 1 - One-way eastbound Option 2 — Close Belmont Option 3 — Widen 13 Option 4 — One-way westbound
traffic on Belmont for 2 SB lanes traffic on Belmont

These intersection configurations provide different ways to manage traffic on Belmont Avenue with a
traffic signal at 13" Street and come with a variety of pros, cons, and opportunities related to on-street
parking, neighborhood circulation, and placemaking. Each configuration was evaluated for traffic
operations and a summary of the analysis is shown in Table 3.

Table 3: Traffic Signal Configurations - Intersection Congestion and Vehicle Queue Lengths

CALCULATED QUEUE

CONFIGURATION LOS I?SEIIE'Q)Y V/C LENGTHS
(NORTHBOUND) (SOUTHBOUND)
OPTION 1 — ONE-WAY EB C 20 0.98 1,000’ 650’
OPTION 2 — CLOSE BELMONT B 17 0.83 1,125 450
OPTION 3 — TWO LANES SB B 18 0.92 375 650’
OPTION 4 — ONE-WAY WB D 39 0.92 1,375 850’

Although Option 3 results in the shortest queue lengths it requires an additional lane that for pedestrians
to cross and eliminates all parking in proximity to Belmont. Of the remaining configurations, Option 2,
which closes Belmont Avenue between 13 Street and 12" Street, performs as well or better than the
others from an operations standpoint, simplifies traffic movements to improve safety for all users, has
less impact to parking on 13 Street, and creates a significant placemaking opportunity. Option 2 is also
similar to a configuration discussed with ODOT staff during a review of the preliminary design alternatives
toward the end of Phase 2. A rendered plan of Option 2 is shown in Figure 7.
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Figure 7: Comparable signalized intersection for intersections at 13Lth Street/Belmont Ave/12" Street

i ' Se—

~ Belmont Ave

Operational Impacts

Using these refined intersection layouts for a double roundabout and signalized intersection, we
reviewed and compared the operational impacts to vehicular traffic based on forecasted weekday p.m.
peak hour traffic volumes for the year 2039, representing summertime conditions. Table 4 compares the
level of service (LOS), delay, volume-to-capacity (v/c) ratio, and vehicle queue lengths between a traffic
signal and a double roundabout at 13th Street/Belmont Avenue/12th Street.

As shown in Table 4, the traffic signal and double roundabout are both expected to operate at Level of
Service B or better with limited delay, however, the vehicle queue lengths for southbound traffic are
much longer for a signalized intersection and extend to Taylor Avenue. Although longer than the
roundabout the anticipated backup does not extend far enough north or south to impact nearby
intersections at May Street or Pacific Avenue during summer p.m. peak periods.
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Table 4: Intersection Congestion and Vehicle Queue Lengths

OPTION LOS DELAY V/C CALCULATED QUEUE LENGTHS
(SEC) (NORTHBOUND) (SOUTHBOUND)
TRAFFIC SIGNALS (13™ STREET) Southbound Northbound
OPTION 2 — CLOSE BELMONT B 17 0.83 1,125 450’
ROUNDABOUTS
13™ STREET/ BELMONT AVENUE A 8 0.56 100’ -
12" STREET/ BELMONT AVENUE A 3 0.66 - 200

Roundabout analysis completed by American Structurepoint, Inc, May 31, 2022
*To the south: Nix Dr - 600’; Pacific Ave - 1100/,
*To the north: B Street 450’; Taylor Ave — 1000’; May St - 1400’

Property Impacts
Potential property impacts for the refined intersection concepts at Belmont Ave are shown in Figure 8.

A double roundabout could impact up to five full parcels, including three buildings with existing
businesses, and parts of two additional parcels. It should be noted there are other ways to layout a
double roundabout depending on specific constraints and design parameters given, however, it is our
opinion that the general footprint is likely to be similar in size, and impacts to adjacent properties will be
significant particularly when compared to a signalized alternative.

A signalized intersection could be developed to limit property impacts to only the central parcel south of
Belmont Avenue between 12" and 13% Streets, which would be impacted by construction and significant
limitation of access points in proximity to new intersections.

\ &;ﬂuﬁ:. l|

i

Note: Property impacts depicted are for illustration purposes only and do not reflect exact locations. Actual
locations will be identified as a part of future intersection design.
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Cost Considerations

Using the refined intersection layouts for a double roundabout and traffic signal the project team
examined the potential construction costs for future intersection improvements. This cost analysis
focuses on surface level features (i.e., paving and landscape restoration), does not include costs for utility
relocations, right-of-way acquisition, or soft costs, and is not intended to reflect or provide a future
project cost; instead, this analysis has been prepared to help guide compare future intersection
improvements.

The comparative level cost analysis for a double roundabout and traffic signal are based on the
itemization and quantity tabulation of expected surface improvements as shown in Figures 2 and 3. Based
on this analysis we anticipate the construction cost, in 2023 dollars, of a future double roundabout could
be S6M-$9.5M whereas a traffic signal could be $3.5M-55.5M.

A double roundabout will require additional cost for right-of-way acquisition, which include costs for land
purchase, relocation, administrative costs, legal costs, and condemnation.

The project team also anticipates a double roundabout may require more costs to relocate existing
utilities (public — e.g., water lines; private — e.g., electrical and communication distribution lines).

Project Team Recommendation — 13" Street/Belmont Ave/12" Street Intersection
Based on the findings summarized above and in context of the community’s priority goals established in
Phase 1 the project team recommends a signalized intersection for intersection control.

Although a double roundabout has less traffic delay and a fraction of the queueing length for vehicles
when compared to a signalized intersection, it comes at a significant cost to acquire property and impact
to existing businesses. A signalized intersection allows more direct access for people walking and biking
through this set of intersections when compared to a double roundabout. With a signalized intersection,
vehicle backups are not anticipated to impact traffic at May Street or Pacific Avenue. Closing Belmont also
creates a placement opportunity at the south entrance to the Heights.
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East/West Street Design

The project team explored two scenarios for the design and circulation of East/West Streets between
May Street and Belmont Avenue. One scenario uses a combination of one- and two-way streets to move
local traffic while a second scenario relies only on one-way streets. In addition to considerations for
vehicle circulation, the scenarios explored opportunities to maximize on-street parking and provide
enhanced access for people walking and biking along Taylor Avenue and B Street.

Existing Conditions
Taylor Avenue is a 60’ right-of-way, with two-way travel and parking on both sides of the street.

A, B, and C Streets are 50’ rights-of-ways, with two-way travel and parking on one side of the street,
except C Street, which has parking on both sides of the street.

Contra-flow Bike Lane

To improve access for people biking, each scenario provides a place for people biking on Taylor Avenue
and A Street in the east and west directions regardless of the direction of vehicle traffic. To accomplish
this within the existing right-of-way while providing parking on both sides of the street, each scenario
introduces a new type of bike lane — a contra-flow bike lane.

“Contra-flow bicycle lanes are bicycle lanes designed to allow bicyclists to ride in the opposite direction of
motor vehicle traffic. They convert a one-way traffic street into a two-way street: one direction for motor
vehicles and bikes, and the other for bikes only.” (NACTO’s Urban Bikeway Design Guide)

Although contra-flow bike lanes “introduce new design challenges and may create additional conflict
points” (NACTO) between people driving and biking they allow direct access to destinations for people
biking in both directions. Contra-flow bike lanes typically work best on low-speed, low-volume streets.

To provide enhanced access for people biking on Taylor Avenue and A Street and recognizing that these
streets are low-volume, low-speed streets, contra flow bike lanes have been considered as a way to
enhance connectivity and decrease the distance and time it takes for people biking to move east and
west across the Heights.

Scenario A: One- and Two-Way Streets

This scenario maintains two-way traffic on B and C Streets but changes to one-way traffic on Taylor
Avenue and A Street. One-way traffic allows space for space on-street parking on both sides of the street
and bike facilities in both directions. On Taylor Avenue and A Street “sharrows” are provided with the
direction of vehicle traffic and contra-flow bike lanes against the direction of traffic. On both streets the
contra-flow bike lane is located adjacent to on-street parking (angle parking on Taylor Ave and parallel
parking on A St). Figure 9 shows the proposed cross sections for each street and a real-world example of a
similar street.
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Figure 9: Typical cross sections for East/West Streets (looking west) with one- and two-way streets

Te!ll.lﬂﬂ AVE - WESTBOUND TRAFFIC ONLY B AND C STREETS TWO-WAY TRAFFIC ALTERNATIVE ASTREET - EASTBOUND TRAFFIC ONLY
60" RIW) (50°RIW) (50°RIW)
v : "1. . 2 1
- =2 = & s AF__EE_AL
85 | W b{ll ﬂﬂ.ﬁ‘ } 8 | 9 { ‘ ‘85 8 n\o 8 5.5‘
13 ON-STREET PARKING STALLS b 2 10 ON-STREET PARKING STALLS

11 ON-STREET PARKING STALLS 11 ON-STREET PARKING STALLS
(+4 STALLS FROM EX. CONDITIONS) (+2 STALLS FROM EX. CONDITIONS)

(I STALLS FROM EX. CONDITIONS)
Note: existing parking stall counts bosed on Nov 29, 2021 Heights District Porking Study

(+5 STALLS FROM EX. CONDITIONS)

Contra flow bike lane example Example of 34’ curb to curb Contra flow bike lane example with
with angle parking (Tacoma, WA) width parking both sides parallel parking (Washington DC)

The project team anticipates a combination of one- and two-way streets could be less predictable for
people driving, particularly for people who are new to the area.

However, providing on-street parking on both sides of the street in Scenario A could add up to 12
additional parking stalls compared to the existing condition.

Scenario B: One-Way Streets

This alternative scenario provides alternating one-way streets. Because the East/West street intersections
are offset along 12" Street the priority for establishing the direction of traffic is to maintain westbound
traffic on Taylor Avenue. Similar to Scenario A, each street has parking on both sides of the streets.
Similarly, bike facilities on Taylor Avenue and A Street are “sharrows” with the direction or vehicle traffic
and contra-flow bike lanes against traffic. Figure 10 shows the proposed cross sections for each street
and a real-world example of a similar street.

Figure 10: Typical cross sections for East/West Streets (looking west) with one- and two-way streets

TAYLORAVE - WESTBOUND TRAFFIC ONLY B AND C STREETS ONE-WAY TRAFFIC ALTERNATIVE ASTREET - EASTBOUND TRAFFIC ONLY
(60°RW) (50°RIW) “cross section shows direction of travel on B Street (50 WWI
.l » sl J— 1 ] . = — n
B = b — ) | l ‘l‘ i = = =Y
85 | 1 b ! 1 8 | 85 ‘ 65 7 12 8 |65 , 8.3 ’ 83
13 ON-STREET PARKING STALLS ] ON-STREHCPTRKINGSTAMS u UN-STREETB sgnxmcsmus 10 ON-STREET PARKING STALLS
$01STALLSERON EXCONOITIONS) (4 STALLS FROM EX.CONOITIONS) ~(+5 STALLS FROM EX CONDITIONS) (+5 STALLSFROM EX.CONDITIONS)

Note: existing porking stall counts based on Nov 29, 2021 Heights District Porking Study

Contra flow bike lane example Example parkmg area with Contra flow bike lane example with
with angle parking (Tacoma, WA) parallel and angle parking parallel parking (Washington DC)

(note: example is ~3’ wider curb to curb)
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Alternating one-way streets are anticipated to be more predictable for people driving. Providing parking
on both sides of each street could add up to 15 additional parking stalls compared to the existing
condition.

The narrow travel lanes for each scenario, which range from 12’-18” when including the adjacent bike
lane, have been reviewed with local fire and emergency response officials. Although the travel lanes are
less than the desired 20" width, local emergency response officials understand the project constraints and
considerations and take no exceptions to the proposed cross sections included with Scenarios A or B.

Project Team Recommendation — East/West Street Design

The project team recommends alternating one-way streets for the predictability of one-way streets but
recommends modifications to the sections in Scenario B above. To provide more flexibility for a variety of
vehicle sizes (e.g., pickup trucks, sprinter vans, etc.) we recommend parallel parking on both sides of the
street to provide more flexibility for people parking. If direct access for people biking along Taylor Avenue
and A Street are desired a combination of “sharrows” and a contra-flow bike lane are recommended to
provide bike direct access for people biking eastbound and westbound.
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Design considerations for Streetscape Character on 12™ and 13 Streets
12t Street

The project team reviewed the typical street cross section developed during Phase 2 for 12'" Street
(Figure 11) to explore how the allocation of the 60-foot right-of-way best balances access and comfort for
all users. This includes people who drive and park to access businesses and people walking and biking
through the Heights.

Figure 11: Typical 12t Street cross section developed during Phase 2 (looking north)

As part of this design review, we explored design standards and design guidance for the size of parking
stalls (depth and width), the width of a two-way cycle track, the width and type of separation between
cycle track and travel lane and the sidewalk, the anticipated use and level of comfort/access that is
provided for each user group, and considerations for emergency access, implementation, and
maintenance. Based on our review we have developed an updated typical street cross section (Figure 12)
that will continue to be refined as we develop the final preferred concept design.

Figure 12: Updated typical 12t Street cross section (looking north)
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This cross section increases the depth of the angle parking stall, increases the width of the east sidewalk,
decreases the width of the two-way cycle track, and lowers the cycle-track to be at street grade. These
refinements are proposed to improve access to parking for people driving, reduce conflicts at
intersections for people walking and biking (particularly related to implementing ADA curb ramps at
intersections), and to maintain the sidewalk experience for people walking. A key element that is still
being explored is the type of delineation to provide separation between the cycle-track and adjacent
travel lane; Figure 12 shows a three-foot striped buffer with delineator post. We are continuing to
explore how best to provide separation (visual and physical separation if possible) while considering long-
term impacts for operations and maintenance of the street throughout the year (e.g., impacts for winter
conditions and snow plowing).

*The City should also explore opportunities to pursue additional walkway space by acquiring easement
and or right-of-way when possible to incorporate a 12-foot sidewalk zone into the approved cross
section. While the refinements above maintain the existing 10’ sidewalk zone, 10’ is the bare minimum
recommended for a street in a central business district context; the ODOT Blueprint for Design
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characterizes the urban context along 12%" Street as a Central Business District and recommends a 10.5'-
20’ sidewalk zone (Figure 13).

Figure 13: Excerpt from Table 3-11 from ODOT’s Blueprint for Urban Design

Table 3-11: Design Element Recommendations for Traditional Downtown/CBD

Frontage Ione 4" 1o 2'
Pedestrion Pedeskian Zone 10" fo 8'
Realm Buffer Zone & o0

Curb/Gutter! 2 to 0.5

13" Street
Additional studies for the design of 13" Street include:

1. reviewing the typical street cross section developed during Phase 2 to understand how existing
constraints might impact future improvements along 13" Street, and

2. exploring ways to mitigate the traffic impacts of a three-lane street cross section design through
traffic calming measures.

The typical street cross section developed during Phase 2 (Figure 14) utilized the full 50-foot right-of-way
and the five-foot sidewalk and utility easements on each side of the street.

Figure 14: Typical 13% Street cross section (looking south) developed during Phase 2
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The existing sidewalk location varies along 13™ Street. In some locations the existing sidewalk stops at the
limit of the 50-foot right-of-way resulting in a five-foot sidewalk, and in other locations the sidewalk
extends into and through the five-foot sidewalk and utility easement providing a 10-foot sidewalk
(including curb), see Figure 15. There are also locations where private structures and access ramps that
provide access to adjacent buildings are in the five-foot easement (Figure 15). These constraints limit a
future sidewalk width if the ramps or structures cannot be easily relocated.

Figure 15: Example of varying sidewalk conditions and constraints along 13 Street

Page 19 of 23
29



Heights Streetscape Plan — Phase 3 Design Studies April 2023

Where these existing constraints prevent the sidewalk from being widened to 10-feet (including curb) the
project team recommends the city and agency explore opportunities to require building setbacks or
sidewalk easements as properties redevelop so the existing five-foot sidewalk can be widened to 12-feet.

Another challenge for the streetscape environment along 13 Street is the proposed northbound travel
lane that will be located next to the sidewalk. On-street parking will be removed, which eliminates the
separation between the sidewalk and travel lane and results in a narrower effective sidewalk width and
reduced comfort for people walking on the east side of 13" Street.

To help mitigate this condition and to work within the existing right of way the project team
acknowledges that the city and agency may be required to narrow the proposed east sidewalk from 10-
feet (including curb) to six-feet to provide a landscape buffer between the travel lane and sidewalk
(Figure 16); this condition is similar to the existing sidewalk on the north side of May Street between 12t
and 13" Streets.

Figure 16: Typical 13 Street cross section (looking south) developed during Phase 2
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*Again, the project team recommends the city and agency pursue opportunities to obtain easements or
rights-of-way to expand the sidewalk zone from 10’ to 12’ to accommodate an appropriate buffer and
create space for pedestrians along the corridor. Similar to 12" Street, the ODOT Blueprint for Design
characterizes the urban context along 13" Street as Central Business District and recommends a 10.5’-20’
sidewalk zone.

In addition to refinements to the proposed street cross section the project team is identifying
opportunities for traffic calming features on 13th Street. Traffic calming features being considered
include: curb extensions at intersections where there is on-street parking, medians where they do not
conflict with/support future traffic movements (locations are dependent on the circulation of traffic on
East/West streets), and pedestrians refuge islands and rectangular rapid flashing beacons (RRFBs) at
enhanced East/West crossings at Taylor Avenue and A Street.

Combined these measures should help to slow traffic on 13 Street and improve the streetscape
environment for people walking along 13 Street.
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Opportunities for a Bicycle Connection to Pacific Avenue

The project team explored opportunities for extending the proposed two-way cycle track south of
Belmont Ave along 12" Street to provide a bicycle connection to Pacific Avenue. The existing street cross
section south of Nix Drive is shown in Figure 17.

Figure 17: Existing 12 Street cross section south of Nix Dr (looking north)

Given the relatively high-speed, high-volume type street environment along 12" Street the project team
only considered scenarios with off-street separated bike facilities. However, rather than continuing a two-
way cycle-track the project team explored layouts for a shared use path, which provides a shared space
for people walking and biking and takes less space to implement compared to separate, dedicated cycle
track and sidewalk facilities.

Based on existing site constraints, including the number and width of travel lanes and slope along the east
side of roadway, the project team explored two scenarios for locating the shared use path (Figure 18).
One scenario narrows the existing travel lanes and proposes a new retaining wall to widen the existing
sidewalk area and provide a shared path alongside the roadway. A second scenario proposes shifting the
bike connection away from the roadway, widening the Indian Creek Trail, to provide a bike connection
that does not follow the roadway but descends down to Indian Creek and back up 12t Street; this
alignment requires path users to descend and climb approximately 30-feet of grade change.
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Figure 18: Scenarios of typical cross sections for providing a bicycle south to Pacific Avenue
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The project team recommends the first scenario, providing a path alongside the roadway, to provide
more direct access for people biking.

With either scenario the city will need to develop a solution that works at the parcel with the Shell gas
station and Dutch Bros. Coffee drive-thru. At this parcel it may be necessary to acquire an easement or
expand the right-of-way to continue the 12-foot shared use path. A solution will also be needed to
provide a safe pathway across the existing driveway.

Coordination with ODOT and further study of this concept is not part of current scope of this project, but
will not be necessary at this time to propose the connection be incorporated into the City’s TSP.

Page 22 of 23
32



Heights Streetscape Plan — Phase 3 Design Studies April 2023

Heights Parking Summary Update

As the project has progressed, the project team continues to track potential changes to parking in the
study area to evaluate impacts for proposed changes and refinements. Parking counts over the past two
years have shown that parking in the study area is underutilized even without active management or
strategy. The following table summarizes existing and proposed parking scenarios compared to a
forecasted demand for a high development growth scenario.

Table 5 provides an updated parking summary for the Heights based on the project team’s current
recommendations.

Table 5: Parking comparison for existing and future scenarios

Approx. On-street Approx. On-street | Approx. Off-Street Total

Parking along 12 District Parking on Parking ¢ Parking
and 13" Streets all E/W streets (per Sept. 2021 (on-and

(parking within one parking study) off-street)
block of 12" and

13 Streets)
Existing (2021) 156 148 410 714
2011 TSP Proposed 70 148 410 628
Proposed with current
recommendations 80 155 399%° 634
Estimated 2040 Peak Summertime Parking Demand (from 2021 Parking Study) 657

A. This number reflects the loss of 11 parking stalls that could be removed with the acquisition of the
private parcel located between Belmont Avenue/12t" Street/13" Street.

B. This number does not include impacts to off-street parking at Jackson Park and the hospital as those
parking areas were not included in parking study completed during Phase 2.

C. Numbers do not include additional parking constructed as part of private property redevelopment.

Next Steps — Phase 3

Once the URA confirms direction for these additional design studies the project team will begin
developing the final preferred concept plan for the study area streets. At the next review meeting the
project team will present the final concept plan. The purpose of this review is to present the final concept
plan, identify minor refinements that may be needed, and begin discussing potential considerations for
developing an implementation plan.

Attached

Appendix A — 13th Street/ May Street Intersection Design Refinement Technical Memo from DKS (Dec 20,
2023)

Appendix B — Belmont Avenue Configuration Options for a Signalized Intersection (Jan 2023)

Appendix C — Design and Layout Considerations for the conceptual double roundabout design developed
by the American Structurepoint (Jan 2023)

Appendix D — On-Street Parking Counts
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APPENDIX A - 13th Street/May Street Intersection Design Refinement Technical Memo from DKS (6 pages)

D KS 720 SW WASHINGTON STREET, SUITE 500, PORTLAND, OR 97205 +« 503.243.3500 « DKSASSOCIATES.COM

TECHNICAL MEMORANDUM

DATE: December 20, 2022
TO: Nathan Polanski | MIG
FROM: John Bosket, PE; Kayla Fleskes-Lane, PE | DKS Associates

SUBJECT: Hood River Heights Streetscape Plan - Project #20203-000

13t Street/ May Street Intersection Design Refinement

This memorandum provides support for design refinement of concepts to improve the intersection
on 13t Street at May Street with either a traffic signal or a roundabout, in combination with
surrounding improvements to implement Design Concept 3 (Hybrid).

INTERSECTION CONFIGURATION

Figures 1 and 2 show concept drawings of the 13 Street at May Street intersection under traffic
signal control and roundabout control!, respectively. The lane configuration needs were based on
forecasted weekday p.m. peak hour traffic volumes for the year 2039, representing summertime
conditions. Both drawings assume the surrounding streets have been reconfigured to implement
Design Concept 3, which includes converting 13% Street to two-way travel south of May Street and
12th Street to one-way northbound travel south of May Street. This also includes the construction
of two-way cycle tracks on the south side of May Street and the east side of 12t Street. There
would be no bicycle facilities on 13t™ Street south of May Street, but it is assumed there would be
buffered bike lanes on 13t Street north of May Street as shown in the City’s Transportation System
Plan (TSP). The left turn lanes under the signalized configuration have been widened to 12 feet in
response to comments from ODOT.?

! The roundabout concept drawing was provided by American Structurepoint, Inc. as part of a May 31, 2022 memorandum
to the City of Hood River.

2 ODOT Concept Review Meeting, August 8, 2022.

SHAPING A SMARTER TRANSPORTATION EXPERIENCE
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FIGURE 1. 13™ STREET/ MAY STREET SIGNALIZED INTERSECTION CONFIGURATION

Source: DKS Associates

DKS HOOD RIVER HEIGHTS STREETSCAPE PLAN e 13™ STREET/ MAY STREET INTERSECTION DESIGN
REFINEMENT ¢ DECEMBER 2022
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FIGURE 2. 13™ STREET/ MAY STREET ROUNDABOUT INTERSECTION CONFIGURATION

Source: American Structurepoint, Roundabout Peer Review - City of Hood River, Oregon; May 31, 2022

DKS HOOD RIVER HEIGHTS STREETSCAPE PLAN e 13™ STREET/ MAY STREET INTERSECTION DESIGN
REFINEMENT ¢ DECEMBER 2022
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A peer review of the roundabout concept was conducted that yielded the following comments and
potential design refinements.

1. There should not be a need for two circulating lanes in the roundabout on the east side
(from the northbound entrance to the northbound exit).

2. The westbound through/left entry lane alignment looks off and would guide entering traffic
into the island rather than the circulating roadway.

The westbound right turn lane should not enter the roundabout circulating roadway.

4. The drawing does not include the desired bicycle facilities and only includes narrow
sidewalks on most approaches. In particular, if a two-way cycle track is desired on the south
leg, an enhanced crossing should be considered. One option could be a protected
intersection design, similar to the roundabout at 9t Street/Wilson Avenue in Bend, Oregon?3.

5. Two-lane entries and exits may need supplemental pedestrian actuated flashing beacons
and warning signs for safety (impacts cost but not footprint).

6. Truck turning templates and fastest path analysis should be completed for all approaches.

When comparing the general footprints and potential right-of-way impacts between the two
designs, it should be noted that the roundabout concept does not include bicycle facilities on May
Street or 13t™ Street north of May Street, which underrepresents the needed width of those streets.
In addition, the City may want to provide an additional 8 feet of width on of 13t Street, south of
May Street, to provide on-street parking.

INTERSECTION OPERATIONS

Based on ODOT's preliminary signal warrant form, a traffic signal is likely to be warranted at 13t
Street/ May Street in the future. Given that a traffic signal is a potential solution, the prior traffic
analysis was refined to better match the current concept. These refinements include:

« an eastbound left turn lane at the intersection to provide greater flexibility for protected
pedestrian crossings,

. the removal of any bottleneck at the 13% Street/ Belmont Avenue intersection (which previously
influenced signal progression and vehicle queueing at 13t Street/ May Street), and

« enhanced signal coordination between the 12t Street and 13t Street intersections to better
mitigate queueing impacts (does not assume the north leg of 12% Street is signalized).

In addition, the community identified a two-way cycle track as the preferred bicycle treatment on
May Street, pending feasibility. To implement a two-way cycle track on the south side of May
Street, bicycle-specific signal phasing and some right turn on red restrictions would be required at
13th Street/ May Street. Therefore, the intersection was tested with and without that phasing.

Based on these refinements, Table 1 compares the level of service (LOS), delay, and volume-to-
capacity (v/c) ratio between TSP Build conditions (maintaining one-way traffic on 13% Street), a

3 https://www.youtube.com/watch?v=sCa5VpenG5Y

DKS HOOD RIVER HEIGHTS STREETSCAPE PLAN e 13™ STREET/ MAY STREET INTERSECTION DESIGN
REFINEMENT ¢ DECEMBER 2022
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refined traffic signal, and a roundabout at 13t Street/ May Street. As listed in the table, the
roundabout is expected to operate with similar levels of delay as the TSP Build alternative. Both of
the signalized alternatives are expected to operate with more delay than the TSP Build alternative.
With the additional delay associated with some right turn on red restrictions and exclusive bicycle
phasing, the signal with the two-way cycle track is expected to have insufficient capacity to meet
demand, with nearly 80 seconds of average vehicle delay.

TABLE 1. REFINED INTERSECTION OPERATIONS RESULTS AT 13™ STREET/ MAY STREET
(2039 WEEKDAY PM PEAK HOUR)

DELAY
A

SCENARIO LOS (SEC) V/C
TSP BUILD C 31 0.96
SIGNAL ;
(WITHOUT TWO-WAY CYCLE TRACK) D 44 0.94
SIGNAL
(WITH TWO-WAY CYCLE TRACK) E 80 1.03
ROUNDABOUT C 18¢ 0.86

Bold and red indicates a “failing” condition, which could be a v/c ratio of 1.0 or greater or a LOS F.

For signalized intersections, results are shown for the overall intersection. For roundabouts, delay and LOS are shown for
the overall intersection while the v/c ratio is shown for the worst approach.

A Signal with two-way cycle track results reported using HCM 2000 methodology, otherwise results reported using HCM 6"
edition methodology. Note that roundabout results reported by American Structurepoint utilize the Sidra methodology,
which is less conservative and generally shows less delay compared to HCM 6% edition methodology.

B Note that the signal results show more delay than prior Design Concept 3 analysis due to changes in left turn signal
phasing and cycle length at the intersection with the refined design.

€ Note that delay at the roundabout does not take into account delay associated with an enhanced cycle track crossing (such
as the use of a rectangular rapid-flashing beacon) on the south leg.

The following summarizes the expected vehicle queuing impacts with the refined concepts:

« Without the two-way cycle track, long queues are expected in the northbound and southbound
directions under signal control.

o Southbound queues are expected to extend to approximately State Street.
- Northbound queues are expected to extend to approximately A Street.

« With the two-way cycle track, even longer queues are expected in the northbound and
southbound directions under signal control.

o Southbound queues spillback beyond Oak Street, causing long queues on Oak Street.
o Northbound queues spillback beyond Belmont Street.

o This results in approximately 75 percent more system-wide delay than the scenario without
the two-way cycle track.

« Queueing at the roundabout is expected to be significantly lower than the signalized
alternatives.

DKS HOOD RIVER HEIGHTS STREETSCAPE PLAN e 13™ STREET/ MAY STREET INTERSECTION DESIGN
REFINEMENT ¢ DECEMBER 2022
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- Southbound queues are expected to extend approximately 100 feet.
o Northbound queues are expected to extend approximately 200 feet.

Beyond intersection operations and queuing, it should be noted that the southbound approach to
the intersection requires climbing a steep grade (approximately 6 percent). This is typically
approaching the maximum grade that can be accommodated at a roundabout. Today, the
southbound approach is uncontrolled, so during icy conditions vehicles (and heavy trucks in
particular) do not have to stop on the hill unless there is a pedestrian crossing.

While roundabout queues are generally rolling queues that would allow vehicles to continue forward
momentum, a traffic signal would require vehicles to come to a complete stop. Without the two-
way cycle track, it is expected that any given southbound through vehicle would have
approximately a 95 percent chance of having to stop at the signal. With the two-way cycle track,
the southbound approach is over capacity so it is likely that during peak hours, all southbound
through vehicles would be required to come to a stop at the traffic signal. It should be noted that
pedestrian crossings and bicyclist crossings on the cycle track may require vehicles to stop with the
roundabout concept as well.

While the roundabout with an added westbound right turn lane and dual southbound through lanes
is expected to perform well with future traffic volumes, single lane roundabouts generally perform
better with respect to safety compared to dual lane approaches and exits at roundabouts.
Consideration could be given to designing the intersection as a single lane roundabout in the near
term with the intent to widen to a dual lane roundabout in the long term, pending an analysis of
interim year (i.e. between today and year 2039) traffic operations.

m HOOD RIVER HEIGHTS STREETSCAPE PLAN e 13™ STREET/ MAY STREET INTERSECTION DESIGN
REFINEMENT ¢ DECEMBER 2022
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APPENDIX B - Belmont Avenue Configuration Options for a Signalized Intersection, Jan 2023 (6 pages)

D KS 720 SW WASHINGTON STREET, SUITE 500, PORTLAND, OR 97205 +« 503.243.3500 « DKSASSOCIATES.COM

BELMONT AVENUE CONFIGURATION OPTIONS

Consider options for signalizing the 13t Street/ Belmont Avenue to achieve the following
objectives:

Manage congestion to keep motor vehicle delay within reasonable limits for the Heights
(e.g., v/c < 1.0)

Manage southbound vehicle queues on 13% Street from the Belmont Avenue intersection to
keep them from reaching May Street and interfering with intersection operations.

Minimize roadway widening needs and provide low-stress walking and biking street crossing
opportunities.

Maintain accessibility of businesses.
Maintain accessibility of surrounding neighborhoods.

Protect the future function of A Street west of the Heights as a neighborhood greenway.
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OPTION 1 - ONE-WAY EASTBOUND

Description:

Opportunities:

Constraints:

Convert Belmont Avenue to one-
way eastbound.

Convert A Street to one-way
westbound.

Eliminating westbound traffic
simplifies signal operation.

Provides a turnaround at the
south end of the Heights to
proceed northbound on 12t
Street, making businesses on 12t
Street between Belmont Avenue
and Wilson Street accessible.

Queues expected back to Taylor
Avenue but not May Street.

Limited flexibility for one-way
street configuration between 12%
Street and 13 Street (sets
orientation for other one-way
streets).

Union Street to Belmont Avenue west trips must route around Wilson Street and A Street.

DKS HOOD RIVER HEIGHTS ¢ BELMONT AVENUE CONFIGURATION ¢ JANUARY 2023 2
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OPTION 2 — CLOSE BELMONT

Description:

o Close Belmont Avenue between 12t
Street and 13t" Street.

« Realign 12t Street as one-way T-
intersection (assumed unsignalized).

Opportunities:

« Eliminating the east approach and
relocating the southbound left turn
significantly simplifies signal
operation.

o Queues expected back to Taylor
Avenue but not May Street.

« Flexibility for one-way street
configuration between 12t Street and
13t Street (A Street could be
eastbound or westbound only).

o Opportunity for re-envisioning of
public space with vacation of Belmont
Avenue between 12% Street and 13t
Street and property acquisition.

« Slows northbound traffic on 12t
Street before entering the Heights.

« Provides a turnaround at the south : ' :
end of the Heights to proceed northbound on 12th Street, maklng busmesses on 12% Street
between Belmont Avenue and Wilson Street accessible.

Constraints:

o Property impact with realignment.

. Limited queue storage for back-to-back left turn lanes on 13t Street between Belmont Avenue
and 12% Street.

« Union Street to Belmont Avenue west trips must route around Wilson Street and A Street.

DKS HOOD RIVER HEIGHTS ¢ BELMONT AVENUE CONFIGURATION ¢ JANUARY 2023 3
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OPTION 3 - WIDEN 13™ STREET FOR TWO SOUTHBOUND THROUGH LANES

Description:

« Remove parking and widen 13t Street
between A Street and southern end of
existing couplet to allow for two
southbound lanes, a left turn lane and a
northbound lane (four-lane cross section
instead of three-lane).

Opportunities:

« Significantly mitigates queueing concerns
(queues approximately to B Street).

« Flexibility for one-way street configuration

between 12t Street and 13t Street (A
Street could be eastbound or westbound

only).

« Two-way traffic can be maintained on
Belmont Avenue between 13% Street and
12t Street.

« Provides a turnaround at the south end of
the Heights to proceed northbound on 12t
Street, making businesses on 12 Street
between Belmont Avenue and Wilson
Street accessible.

Constraints:

« Requires removal of parking between A
Street and Belmont.
« Requires significant street widening.

« Creates a wide crossing for people walking and biking.

DKS HOOD RIVER HEIGHTS ¢ BELMONT AVENUE CONFIGURATION ¢ JANUARY 2023
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OPTION 4 - ONE-WAY WESTBOUND

Description:

o Convert Belmont Avenue to one-way
westbound.

« Convert A Street to one-way eastbound.

« Close the northbound left turn at 13t
Avenue/Belmont Avenue (served by
westbound Belmont Avenue instead).

« Realign 12t Street as one-way T-
intersection.

Opportunities:

« Eliminating eastbound traffic and the
northbound left turn simplifies signal
operation.

o Maintains westbound access from Union
Street.

o Provides a turnaround at the south end
of the Heights to proceed northbound
on 12t Street, making businesses on
12t Street between Belmont Avenue
and Wilson Street accessible.

« Slows northbound traffic on 12t" Street
before entering the Heights.

Constraints:

« Queueing spills back to May Street and increases risk of westbound queues on Belmont Avenue
blocking 12t" Street (this is the worst option from a congestion standpoint).

« Westbound lefts challenging to make at 13t Street/ Belmont Avenue due to intersection
geometry, could limit connectivity.

o Property impact with realignment.

. Limited flexibility for one-way street configuration between 12t Street and 13t Street (sets
orientation for other one-way streets).

DKS HOOD RIVER HEIGHTS ¢ BELMONT AVENUE CONFIGURATION ¢ JANUARY 2023 5
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Table 1: 13t Street/ Belmont Avenue Intersection Congestion

CYCLE DELAY
OPTION LENGTH LOS (SEC) v/C
OPTION 1 - ONE-WAY EB 100s C 20 0.98
OPTION 2 - CLOSE BELMONT 110s B 17 0.83
OPTION 3 - TWO LANES SB 120s B 18 0.92
OPTION 4 - ONE-WAY WB # 140s D 39 0.92
Analysis represents year 2039 weekday PM peak hour in the summer
A Based on HCM 2000
Table 2: 13t Street/ Belmont Avenue Vehicle Queue Lengths
HCM CALCULATED QUEUE LENGTH
OPTION
Southbound Northbound
OPTION 1 - ONE-WAY EB 1000’ 650’
OPTION 2 - CLOSE BELMONT 1125’ 450’
OPTION 3 - TWO LANES SB 375’ 650’
OPTION 4 - ONE-WAY WB 1375’ 850’

Analysis represents year 2039 weekday PM peak hour in the summer
*To the south: Nix Dr — 600’; Pacific Ave - 1100’,
*To the north: B Street 450’; Taylor Ave - 1000’; May St - 1400’

DKS HOOD RIVER HEIGHTS ¢ BELMONT AVENUE CONFIGURATION e JANUARY 2023
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APPENDIX D - ON-STREET PARKING COUNTS (2 pages)
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Figure 1: On-Street Parking Locations and Restrictions from November 2021
Parking Study by DKS
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Figure 2: Planning level estimate for potential future on-street parking for
recommended design (as of design studies completed March 2023)
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