
The City of Portland has strong tools to support and promote bicycle transportation. Below is the take of 
the City Bicycle Coordinator on city policies, guidance and goals in support of advancing the actions 
identified in Portland Bicycle Plan for 2030i. Before discussing bicycling directly, it’s useful to consider 
the Portland Bureau of Transportation’s core goals and approach to transportation justice. They are 
identified in PBOT’s Strategic Plan. 
 

Portland Bureau of Transportation’s (PBOT) Strategic plan 
In PBOT’s strategic plan we discuss three core goals, into which all our activities reside. They are: 
Safety: making Portland streets safe for everyone; 
Moving People and Goods: provide transportation options for a growing city; and 
Asset Management: Deliver smart investments to maintain our transportation system 
 
There are also two questions we ask of our actions to make sure our efforts contribute to a Portland 
that is more equitable and that has a smaller carbon footprint: 
 
Will it advance equity and address structural racism? 
Will it reduce carbon emissions? 
 
PBOTs Vision statement: We want a safe, reliable, equitable, and affordable transportation system that 
supports Portland’s prosperity with a high quality of life, an inclusive and connected community, and a 
low-carbon footprint. 
 
PBOT’s Mission statement: We work with our community to shape a livable city together. We plan, 
build, manage, and maintain an effective and safe transportation system that provides people and 
businesses the access and mobility they need and deserve. We keep Portland moving. 
 

City of Portland Policies Goals and Objectives. 
The City of Portland has many policies, goals, objective and intended actions. The below are the ones 
the Bicycle Coordinator focuses on when seeking both internal and external support for actions in 
support of the Portland Bicycle Plan for 2030. 
 
It’s good to think about what we’re trying to accomplish. It’s not so much that high rates of bicycling are 
in and of themselves what Portland wants to achieve. It’s that Portland recognizes bicycle transportation 
as a powerful and demonstrably effective tool to realize our desired outcomes, as stated in the City’s 
2035 Comprehensive Plan. 
 
From the perspective of the city, writ large, it doesn’t matter how we achieve our goals. Portland just 
wants to get there. We are directed in the 2035 Comprehensive Plan to follow the below five guiding 
principles in achieving the city’s vision1. Most of these can be interpreted to support increased bicycle 
transportation. 
 
 
 

 
1 Comprehensive Plan Vision Statement: “Portland is a prosperous, healthy, equitable and resilient city where 
everyone has access to opportunity and is engaged in shaping decisions that affect their lives.” 

https://www.portlandoregon.gov/transportation/article/289122
https://www.portland.gov/transportation
https://www.portland.gov/transportation/strategic-plan/strategic-plan-overview
https://www.portland.gov/bps/comp-plan/2035-comprehensive-plan-and-supporting-documents


Guiding 
Principle Main points Bicycle Coordinator commentary 

Economic 
prosperity 

Low-carbon economy, 
employment growth, 
competitiveness, equitably 
distributed household 
prosperity 

There is no transportation much more “low-carbon” than 
bicycle transportation. Not too long ago cities competed 
for workers based on how livable their cities could be and 
increased bicycling and good transit were big elements of 
the potential appeal. Increased reliance on all means of 
transportation other than automobiles reduces the 
transportation cost burden on households. 

Human Health 

Avoid or minimize negative 
health impacts and improve 
opportunities for Portlanders 
to lead healthy, active lives. 

Study after study after study after study clearly 
demonstrates the health benefits of being active. Back in 
the 1990s public health professionals from the CDC began 
actively advocating and creating policies identifying the 
transformation of cities to be more bicycle- and 
pedestrian-friendly as a primary target to fight the rising 
and continuing epidemic of obesity 

Environmental 
Health 

Weave nature into the city and 
foster a healthy environment 
that sustains people, 
neighborhoods, and fish and 
wildlife. Recognize the intrinsic 
value of nature and sustain the 
ecosystem services of 
Portland’s air, water and land. 

Living within 300-500m of a busy road is shown to have 
strong correlation—and in some cases demonstrated 
causation—with lung and heart diseases. It is cars and 
their outputs that make significant contributions to the 
deterioration of the air, water and land. Not to mention 
that the transportation section in Multnomah County 
contributes more than 40% of the region’s greenhouse gas 
emissions. 

Equity 

Promote equity and 
environmental justice by 
reducing disparities, 
minimizing burdens, extending 
community benefits, 
increasing the amount of 
affordable housing, 
affirmatively furthering fair 
housing, proactively fighting 
displacement, and improving 
socio-economic opportunities 
for under-served and under-
represented populations. 
Intentionally engage under-
served and underrepresented 
populations in decisions that 
affect them. Specifically 
recognize, address and 
prevent repetition of the 
injustices suffered by 
communities of color 
throughout Portland’s history. 

Portland and Oregon—like everywhere in the US--have 
long practiced systemic racism in order to elevate the 
quality of life for white people at the expense of black, 
indigenous and other people of color. This systemic racism 
has intruded into every aspect of our personal and 
professional systems, and it has been going on for 
centuries. 
 
Portland is striving to recognize and reverse this. We have 
been racist through where we site freeways and busy 
roads, though how we allow housing to be priced, to how 
we zone the city to where we would allow people of color 
to live, once they were allowed to stay in the state 
overnight. 
 
Can bicycling help? Yes. While the bicycle produces many 
tangible benefits: saves money, improves health, reduces 
traffic violence, improves neighborhoods, it is also a tool of 
joy. The bicycle is a tool that can bring people together. 
Unlike cars, it operates at a human scale and in an exposed 
manner. You can converse with your fellow biker; you can 
see them as you. You can simply see them and be seen. 
Moving at a human scale through your community—either 
by walking, rolling, biking, scotting, or skateboarding is a 
known means of improving your community because of 
who you’ll meet and what you’ll see. 
 



That said, bicycling by itself does not address the many 
barriers to free movement for black people, indigenous 
people and other people of color. Indeed, that very 
exposure creates personal risk not typically found when 
travelling by automobile. 

Resilience 

Reduce risk and improve the 
ability of individuals, 
communities, economic 
systems, and the natural and 
built environments to 
withstand, recover from, and 
adapt to changes from natural 
hazards, human-made 
disasters, climate change, and 
economic shifts. 

The 10th anniversary Disaster Relief Trials will be 
happening in Cully Park in June. Bicycles will play a 
prominent role in any disaster. Increased bicycling also has 
a big role to play across the world in preventing the worst 
of future climate disasters. 

 
 
The City’s Transportation System Plan2 (TSP) interprets these five guiding principles into seven desired 
outcomes related to transportation: 

Desired Outcome Commentary 

Reduce/eliminate 
transportation fatalities and 
injuries 

Strong relationship between high bicycle use cities being safer 
cities for everybody. Equally strong relationship between the 
conditions that foster increased bicycling and walking (fewer cars, 
slower cars, fewer vehicle miles travelled [vmt]) and safer cities. 

Improve access to daily needs, 
such as jobs, schools, grocery 
stores and health care 

Average bicycle commute distance in Portland is about 5 miles. 
Most people’s daily trips are 3 miles or less 

Improve health by increasing 
walking and bicycling Clear relationship to bicycling 

Increase economic benefits, 
such as access to family wage 
jobs and freight access 

 

Ensure disadvantages 
communities benefit as much or 
more than non-disadvantaged 
communities 

How to interpret this? Does this mean to ensure we provide the 
highest level of facilities to support the modes our plans consider 
the most important? The modes considered “the most important” 
are walking, bicycling and transit, in that order [see below] 

Reduce global warming 
pollution from transportation Clear relationship to bicycling 

Prioritize the most cost-
effective projects 

In 2008 the replacement value of the city’s 300 mile bicycle 
network was approximately the cost of a mile of urban freeway. 

  

City of Portland Policies and Objectives regarding bicycle transportation 
Chapter 9 of the Comprehensive Plan is the Transportation Chapter. The overarching goals for the city in 
regard to transportation are: 
 

 
2 It is city policy (Comprehensive Plan Policy 9.3) to “Maintain and implement the Transportation System Plan (TSP) 
as the decision-making tool for transportation-related projects, policies, programs and street design. 

https://www.portland.gov/transportation/planning/transportation-system-plan-tsp
https://www.politifact.com/factchecks/2011/mar/19/sam-adams/portland-mayor-sam-adams-says-portlands-spent-its-/
https://www.politifact.com/factchecks/2011/mar/19/sam-adams/portland-mayor-sam-adams-says-portlands-spent-its-/


Goal 9.A: Safety 

The City achieves the standard of zero traffic-related fatalities and serious injuries. 
Transportation safety impacts the livability of a city and the comfort and security of those 
using City streets. Comprehensive efforts to improve transportation safety through 
equity, engineering, education, enforcement and evaluation will be used to eliminate 
traffic-related fatalities and serious injuries from Portland’s transportation system. 

Goal 9.B: 
Multiple goals 

Portland’s transportation system is funded and maintained to achieve multiple goals and 
measurable outcomes for people and the environment. The transportation system is safe, 
complete, interconnected, multimodal, and fulfills daily needs for people and businesses. 

Goal 9.C: Great 
places 

Portland’s transportation system enhances quality of life for all Portlanders, reinforces 
existing neighborhoods and great places, and helps make new great places in town 
centers, neighborhood centers and corridors, and civic corridors. 

Goal 9.D: 
Environmentally 
sustainable 

The transportation system increasingly uses active transportation, renewable energy, or 
electricity from renewable sources, achieves adopted carbon reduction targets, and 
reduces air pollution, water pollution, noise, and Portlanders’ reliance on private vehicles. 

Goal 9.E: 
Equitable 
transportation 

The transportation system provides all Portlanders options to move about the city and 
meet their daily needs by using a variety of safe, efficient, convenient, and affordable 
modes of transportation. Transportation investments are responsive to the distinct needs 
of each community. 

Goal 9.F: Positive 
health outcomes 

The transportation system promotes positive health outcomes and minimizes negative 
impacts for all Portlanders by supporting active transportation, physical activity, and 
community and individual health. 

Goal 9.G: 
Opportunities 
for prosperity 

The transportation system supports a strong and diverse economy, enhances the 
competitiveness of the city and region, and maintains Portland’s role as a West Coast 
trade gateway and freight hub by providing efficient and reliable goods movement, 
multimodal access to employment areas and educational institutions, as well as enhanced 
freight access 
to industrial areas and intermodal freight facilities. The transportation system helps 
people and businesses reduce spending and keep money in the local economy by 
providing affordable alternatives to driving. 

Goal 9.H: Cost 
effectiveness 

The City analyzes and prioritizes capital and operating investments to cost effectively 
achieve the above goals while responsibly managing and protecting our past investments 
in existing assets. 

Goal 9.I: Airport 
Futures 

Promote a sustainable airport (Portland International Airport [PDX]) by meeting the 
region’s air transportation needs without compromising livability and quality of life for 
future generations. 

 
As with many of the city’s goals there is much about reducing driving and increasing bicycling, among 
others, that arguably contributes to the realization of these goals. That is why the city has invested in its 
policies and its infrastructure and programs in support of bicycle transportation. Some of the main 
policies in support of bicycling (all in the Comprehensive Plan) are: 
 

Policy Name Policy Text Why this policy? 

Policy 9.5 Mode 
share goals and 
Vehicle Miles 
Traveled (VMT) 
reduction 

Increase the share of trips made using 
active and low-carbon transportation 
modes. Reduce VMT to achieve targets set 
in the most current Climate Action Plan and 
Transportation System Plan, and meet or 
exceed Metro’s mode share and VMT 
targets. 

The original City of Portland / Multnomah 
County Climate Action Plan (2009) was the 
first city-adopted plan to set a target for 
automobile commuting to drop to 30% of 
commute trips. Subsequent efforts have 
maintained that target. 

Policy 9.6 
Transportation 

Implement a prioritization of modes for 
people movement by making 

Otherwise known as the “Green 
Transportation Hierarchy,” this powerful 

https://www.portland.gov/bps/climate-action/documents
https://www.portland.gov/bps/climate-action/documents
https://www.portland.gov/bps/climate-action


Strategy for 
people 
movement 

transportation system decisions according 
to the following ordered list: 
1. Walking 
2. Bicycling 
3. Transit 
4. Fleets of electric, fully automated, 
multiple passenger vehicles 
5. Other shared vehicles 
6. Low or no occupancy vehicles, fossil-
fueled non-transit vehicles 
When implementing this prioritization, 
ensure that: 
 The needs and safety of each group of 
users are considered, and changes do not 
make existing conditions worse for the 
most vulnerable users higher on the 
ordered list. 
 All users’ needs are balanced with the 
intent of optimizing the right of way for 
multiple modes on the same street. 
 When necessary to ensure safety, 
accommodate some users on parallel 
streets as part of a multi-street corridor. 
 Land use and system plans, network 
functionality for all modes, other street 
functions, and complete street policies, are 
maintained. 
 Policy-based rationale is provided if 
modes lower in the ordered list are 
prioritized. 

policy was first mentioned in the 2009 
Climate Action Plan, replicated in the 
Portland Bicycle Plan for 2030, and 
eventually adopted as official city  policy. 

Policy 9.20 
Bicycle 
transportation 

Create conditions that make bicycling more 
attractive than driving for most trips of 
approximately three miles or less. 

This policy was written to make clear that 
the competition for greater bicycle mode 
share is with automobiles and no other 
mode. This policy has been interpreted 
directly into city design guidance, as will be 
discussed following. 

Policy 9.21 
Accessible 
bicycle system 

Create a bicycle transportation system that 
is safe, comfortable, and accessible to 
people of all ages and abilities. 

“All ages and abilities” is another way to 
describe the “interested but concerned” 
cyclist. This cyclist type, used in the city’s 
bicycle plan and more thoroughly discussed 
on the city’s website, is the focus of the 
city’s design efforts. The use of the word 
“comfort” recognizes that safety alone is not 
sufficient to attract new people to bicycling. 
Bicycling must also be comfortable—and to 
people of “all ages and abilities”. We often 
think of 12-year olds when designing 
bikeways. 

Policy 9.37 
Automobile 
transportation 

Maintain acceptable levels of mobility and 
access for private automobiles while 
reducing overall vehicle miles traveled 
(VMT) and negative impacts of private 

A policy that reinforces the city’s policy to 
reduce VMT. It also recognizes the negative 
impacts of driving. 

https://www.portlandoregon.gov/transportation/article/158497


automobiles on the environment and 
human health. 

Policy 9.46 
Traffic 
management 

Evaluate and encourage traffic speed and 
volume to be consistent with street 
classifications and desired land uses to 
improve safety, preserve and enhance 
neighborhood livability, and meet system 
goals of calming vehicle traffic through a 
combination of enforcement, engineering, 
and education efforts. 
 
More specific is 9.46.a: Use traffic calming 
tools, traffic diversion and other available 
tools and methods to create and maintain 
sufficiently low automotive volumes and 
speeds on neighborhood greenways to 
ensure comfortable cycling environment on 
the street. 

A policy directing Portland to design good 
neighborhood greenways. 

Policy 9.49.e. 
Performance 
measures 

By 2035, increase the mode share of daily 
non-drive alone trips to 70 percent 
citywide, and to the following in the five 
pattern areas: 
Central City:  85% 
Inner Neighborhoods: 70% 
Western Neighborhoods: 65% 
Eastern Neighborhoods: 65% 
Industrial and River: 55% 

Spells out how the city is to achieve it’s 
overall 70% city wide. Note, this is for all 
trips, not just commute trips. 

Policy 9.49.f. 
Performance 
measures 

By 2035, 70 percent of commuters walk, 
bike, take transit, carpool, or 
work from home at approximately the 
following rates: 
Walk:ࣘ    7.5% 
Bicycle:    25% 
Transit:    25% 
Carpool:    12.5% 
Single Occupant Vehicle (SOV): ≤30% 
Work at home: 10% below the line (calculated 
outside of the modal targets above) 

Describes how the city believes we will 
achieve the 70% non-automotive mode split. 

 
The above are the principal bicycle and related policies that have often informed design and planning 
initiatives and decisions. 
 
Because on-street parking is often an issue, it is worthwhile considering the following parking policies. 
 

Policy 9.55 
Parking 
management 

Reduce parking demand and manage 
supply to improve pedestrian, bicycle and 
transit mode share, neighborhood livability, 
safety, business district vitality, vehicle 
miles traveled (VMT) reduction, and 
air quality. Implement strategies that 
reduce demand for new parking and 

Directs city to reduce parking demand in 
order to improve bicycle mode share, among 
other things. 



private vehicle ownership, and that help 
maintain optimal parking occupancy 
and availability. 

Policy 9.56 Curb 
Zone 

Recognize that the Curb Zone is a public 
space, a physical and spatial asset that has 
value and cost. Evaluate whether, when, 
and where parking is the highest and best 
use of this public space in support of broad 
City policy goals and local land use context. 
Establish thresholds to utilize parking 
management and pricing tools in areas with 
high parking demand to ensure adequate 
on-street parking supply during peak 
periods. 

Very important policy. Recognizes that what 
for decades most referred to as the “parking 
strip” is actually the “curb zone” and has 
more uses than parking. 
 
In Portland’s Classification Policies (in the 
TSP), only streets with the Design 
Classification of Civic Main Streets or 
Neighborhood Main Streets describe the 
Curb Zone as emphasizing access and place-
making functions (such as parking, loading, 
transit stops, street trees, curb extensions, 
and street seats). Also stated: “The curb 
zone may be used for mobility functions if 
space is needed to provide bicycle facilities 
or provide turn lanes near intersections.” 
 
Curb zones on other Street Design 
Classifications “typically emphasize mobility 
functions such as bicycle facilities or turn 
lanes near intersections. The curb zone may 
be used for access functions such as parking 
and loading if needed to support adjacent 
land use.” 
 
A map of all transportation classifications is 
found here. 

 
The City has taken these policies and interpreted them into guidance for the various classifications 
carried on each street in Portland. For bicycles, some streets are classified as Major City Bikeways. 
Others are classified as City Bikeways. These two classifications form the overwhelming majority of the 
city’s current and future planned bicycle network. All other roadways are classified as “Local Bikeways.” 
Similar classifications exist for walking, transit, freight, traffic (automobile), and emergency response. A 
seventh classification is for Street Design, as mentioned above. 
 
From the TSP, Major City Bikeways “should be designed to accommodate large volumes of bicyclists, to 
maximize their comfort and to minimize delays by emphasizing the movement of bicycles. Build the 
highest quality bikeway facilities. Motor vehicle lanes and on-street parking may be removed on Major 
City Bikeways to provide needed width for separated-in-roadway facilities where compatible with 
adjacent land uses and only after performing careful analysis to determine potential impacts to the 
essential movement of all modes. Where improvements to the bicycling environment are needed but 
the ability to reallocate road space is limited, consider alternative approaches that include property 
acquisition, or dedication, parallel routes and/or less desirable facilities. On Major City Bikeways 
developed as shared roadways, use all appropriate tools to achieve recommended performance 
guidelines. Where conditions warrant and where practical, Major City Bikeways should have separated 
facilities for bicycles and pedestrians.” 
 

https://pdx.maps.arcgis.com/apps/webappviewer/index.html?id=d1d5e545ca6f436fb119932d710ff2fb


Emphasis here is on “highest quality bikeways”, accommodating “large volumes of bicyclists”, the desire 
to “maximize their comfort…by emphasizing the movement of bicycles.” Also worth noting is that 
alternative approaches in space-limited environments include “parallel routes and/or less desirable 
facilities.” 
 
Improvements recommended for City Bikeways are similar. 
 

Bikeway Design Guidance 
The City of Portland used both internal and external guidance in the development of bicycle facilities. 
Internally, the City has: 
“The Neighborhood Greenway Assessment Report”, which sets guidance for desired traffic conditions on 
neighborhood greenways 
The “Portland Protected Bicycle Lane Planning and Design Guide”, which has adopted NACTO guidance 
for when to provide protected bicycle lanes (see below) 
The Traffic Design Manual, which brings together all bicycle and other traffic design elements. 
 
Externally, the City has adopted the National Association of City Transportation Officials (NACTO) Urban 
Bikeway Design Guide. Portland also uses the American Association of State Highway Transportation 
Officials (AASHTO) guide and also complies with guidance and standards in the federal Manual on 
Uniform Traffic Control Devices (MUTCD). 
 
The following graphics show the guidance used to infrom facility types and design. 

https://www.portland.gov/transportation/pbot-projects/neighborhood-greenways/documents/neighborhood-greenway-assessment
https://www.portland.gov/transportation/what-are-neighborhood-greenways
https://www.portlandoregon.gov/transportation/36167
https://www.portlandoregon.gov/transportation/article/751333
https://nacto.org/
https://nacto.org/publication/urban-bikeway-design-guide/
https://nacto.org/publication/urban-bikeway-design-guide/
https://mutcd.fhwa.dot.gov/kno_2009r1r2.htm
https://mutcd.fhwa.dot.gov/kno_2009r1r2.htm


. 
 

 

Figure 1. NACTO's contextual guidance for selecting bikeways. Adopted as part of Portland's Protected Bicycle Lane Planning and Design 
Guide and Traffic Design Manual 

 

Figure 2. Performance guidelines for neighborhood greenways 

 



Bicycle Use 
There are several different measures that provide an idea of bicycle use in Portland. The three most 
notable are annual census reports, annual volunteer bicycle counts and the Oregon Household Activity 
Survey, (OHAS) last conducted in 2011. 
 
Census data reports on commute activity. While not providing a complete picture of bicycle use, it is the 
most reliable apples-to-apples measure available. This data showed a steady increase in both proportion 
of trips made by bicycle and number of Portland resident bicycle commuters through 2015. Since 2015 
the numbers have declined. 
 
Annual volunteer bicycle counts, last conducted in 2019, (though last published in a report in 2014)  
survey approximately 240 locations to gain peak 2-hour bicycle count data. This data also provides a 
good apples-to-apples comparison of bicycle use data, though is not a source of mode split data. It 
provides data about whether cyclists are masculine or feminine (or male or female). The proportion of 
female cyclists is considered an indicator of how bicycle-friendly a community is. 
 
The OHAS provided good data about all trip activity. An analysis of the data can be found at this link. 
 
Census Data 
One-year city wide census data (from the American Community Survey) is used to generate the 
information in the below table and charts. 
 
Data from the 5-year American Community Survey provides data at the census tract level, and is used to 
generate the below maps. The year represented on the map is the mid-point of the five-year period 
used for the data. 
  

https://www.portlandoregon.gov/transportation/44671
https://www.portlandoregon.gov/transportation/article/545858
https://www.portlandoregon.gov/transportation/article/452524


  

 

Figure 3. Portland commute data from the one-year American Community Survey. 



Change in number of 
commuters. The 
graphs to the left, and 
the line graph below, 
show the change in the 
number of commuters 
since 2000 for two years: 
2014 and 2019. In 2014 
bicycle commuting 
peaked in Portland at 
7.2%. By 2019 both the 
number and percent of 
bicycle commuters had 
declined from that peak. 
 
The two charts at the 
top show that driving 
alone was increasing at a 
lower rate than the 
means of commuting 
favored by Portland’s 
policies. The charts at 
the bottom show that 
driving is still the 
predominant mode of 
commuting at 
approximately 56% (see 
Figure 3 for all mode 
splits). 
  

    

  
  

Figure 4. Change in Portland commuters by mode and total Portland commuters by mode. 



Figure 5 
shows why 
until 2019 we 
could say that 
since 2000 
bicycling has 
been the 
means of 
transportation 
that has done 
the most to 
keep at bay 
the negative 
effects 
associated 
with increased 
car use. 
During that 
time period, 
bicycle 
commuting 
absorbed the 
plurality of the 
increase in 
Portland 
resident 
commuters.  

 
Figure 5. Annual change in means of transportation to work by mode 2000-2019. 



 
  

  

  

Figure 6. Bicycle mode split by census tract. Based on 5-year rolling ACS data. Year represents mid-point of 5-year period. Black lines on map reflect bicycle network 
during display year. 



Annual volunteer bicycle counts 
Portland’s annual volunteer bicycle counts (last conducted in 2019) provide a wealth of comparative information. See the last published report 
for 2013-2014 for a sense of the information provided. Two of the more useful broad data points are people counted at location and whether 
observed riders were masculine or feminine3

 
3 Previously, riders were identified as either “Male” or “Female”. Following discussing with people who preferred to not have their gender identities recorded 
based on a volunteers’ observation, the city switched to “Masculine” and “Feminine” characterization. As noted previously, the proportion of feminine riders is 
a good bellwether of how bicycle friendly a community is. Feminine ridership in Portland has increased from 20% in the early 1990s to 25% by the late 1990s, 
to 30% by the mid aughts, to the current 32% by 2014. The world’s best cycling cities generally have a 50:50 split between masculine and feminine riders.  

  

Figure 7. Total daily bicycle count and locations by percentage of feminine cyclists. Total extrapolated from 2-hour peak count. 

https://www.portlandoregon.gov/transportation/article/545858
https://www.portlandoregon.gov/transportation/article/545858


Oregon Household Activity Survey (OHAS) 
This survey was conducted and analyzed by Metro. It was a comprehensive look at all travel activity. Its data reflects all trip activity and not just 
the commute trip. The data does not include recreational trips (ie, trips that have the same starting and ending point). Among the more 
interesting elements revealed are overall mode split, bicycle use by annual income and age, racial split of active transportation, and proportion 
of car trips that are short. Below are some charts and bullet points summarizing that data. 
 

• Of all trips that are 2 miles or less; about 2/3 are made by automobile. 
• About 40% of all person-trips are 2 miles or less 
• About 1/3 of all car trips are 2 miles or less. 

 
Figure 8 indicates that at the regional level bicycle use is fairly representative at most income levels and most age groups. The extent to which 
the wedges in the inner circle (“Bike Use”) correspond to the wedges in the outer circles (“Income” and “Age”, respectively) demonstrates how 
representative bicycle use is at each gradation. The “Bike Use” wedge being larger than the population wedge indicates bicycling is over-

  

Figure 8. Data from OHAS showing how bicycle use distribution measures against population distribution of income and age. Data from 2011. 

https://www.oregonmetro.gov/sites/default/files/2014/05/22/2011_summary_travel_activity_survey_results.pdf


represented at that gradation, relative to the overall population. The “Bike Use” wedge being smaller than the population wedge indicates 
bicycling is under-represented. 
 
Also of interest from the OHAS is mode share by race of householder, as shown in Figure 9. This indicates that, at the regional level, non-white 
householders tend to walk, bicycle and use transit at higher levels than do white householders in the region. 

 
Finally, of interest is the table shown in Figure 10, which reflects all trip data from the City of Portland. For comparison, commute mode split 
data is shown as well. What is interesting is that bicycle mode split is consistent between commute data (from the US Census) and all trip data 
(from the OHAS), as is “Drive” data. 
 
Portland’s strategy has long been “build it and they will come”. Meaning, build a high quality bikeway network and ridership will continue to 
grow. That worked until 2015. Since 2015 bicycle use, in terms of bicycle commute mode split and number of commuters has steadily declined. 
Why that is happening, and how to counteract it, are challenges the city will need to address to achieve our overall goals. In 2020 PBOT 
published a report describing progress on the action items identified in the bicycle plan. 

 
Figure 9. Data from the OHAS showing non-white householders in the region 
tend to walk, bike and use transit at higher rates than did white householders 
(data from 2011). 

 

Figure 10. Comparison between OHAS and Census data for 2011 showing both all trip data (OHAS) 
and commute-only data (Census) 

https://www.portland.gov/sites/default/files/2021/2030-bicycle-plan-progress-report_final_1.pdf


Bicycle Network 
Recognizing that creating conditions that are “safe and comfortable” for bicycling, an important focus for Portland’s cycling efforts has been to 
build a network that is high quality, direct, safe, comfortable, and attractive. The below figures show annual growth in the bikeway network both 
visually and quantitatively. 

 
Figure 11. Annual and cumulative accounting of Portland's bikeway network by facility type. 



Figure 11 shows decreasing center-line miles of (conventional) bike lanes. That is because PBOT has been replacing existing conventional bicycle 
lanes with either buffered, or protected bicycle lanes. 

 
 

 
Figure 12. This chart6 shows significant growth in the miles of neighborhood greenways build and decreasing miles of conventional bicycle lanes in favor of either 
buffered or protected bicycle lanes. 



Portland’s bikeway network has grown appreciably in total miles, quality of facilities and interconnectedness. In additional to developing higher 
quality neighborhood greenways and protected and buffered bicycle lanes, PBOT has also focused on intersection treatments. These include 
bike boxes, dedicated signal phasing and cross bikes. The below maps show the network development since 2000. 

 

  

  

Figure 13. Portland's bikeway network 2000-2022 



 
 

i Here is a list of all linked references in the document, as well as other links to 
projects, programs and other documents. 
 
Portland Bicycle Plan for 2030 
Portland Bicycle Plan for 2030; 2019 Progress Report 
Portland Bureau of Transportation 
PBOT’s Strategic Plan 
Portland’s 2035 Comprehensive Plan 
Portland’s Transportation System Plan 
City of Portland/Multnomah County Climate Action Plan: 
 Original 2009 Plan 
 Access to subsequent plans 
Portland Bicycle Advisory Committee 
Four types of transportation cyclists 
Portland Transportation Classifications 
Portland traffic counts 
Portland Vision Zero 
 Interactive crash map 
 Vision Zero interactive dashboard 
Portland Bikeway Network 
Neighborhood greenways 
 The Neighborhood Greenway Assessment Report 
Portland Protected Bicycle Lane Planning and Design Guide 
Portland Traffic Design Manual 
National Association of City Transportation Officials (NACTO) 
 Urban Bikeway Design Guide 
Portland annual volunteer bicycle counts 
 Last published report in 2014 
Analysis of Oregon Household Activity Survey 
Metro data on OHAS 
 
PBOT capital projects 
 Central City in Motion 
 East Portland in Motion 
 Southwest in Motion 
 Northwest in Motion 
 North Portland in Motion 
 Fixing Our Streets 
 Small Capital Programs (quick builds) 
 Rose Lane Project 
 
PBOT Planning and Programs 
 Way to Go Plan (Transportation Demand Management) 
 Pricing Options for Equitable Mobility (POEM) 
 Safe Routes to School 

https://www.portlandoregon.gov/transportation/article/289122
https://www.portland.gov/sites/default/files/2021/2030-bicycle-plan-progress-report_final_1.pdf
https://www.portland.gov/transportation
https://www.portland.gov/transportation/strategic-plan/strategic-plan-overview
https://www.portland.gov/bps/comp-plan/2035-comprehensive-plan-and-supporting-documents
https://www.portland.gov/transportation/planning/transportation-system-plan-tsp
https://www.portland.gov/bps/climate-action/documents
https://www.portland.gov/bps/climate-action
https://www.portland.gov/transportation/bicycle-committee
https://www.portlandoregon.gov/transportation/article/158497
https://pdx.maps.arcgis.com/apps/webappviewer/index.html?id=d1d5e545ca6f436fb119932d710ff2fb
https://pdx.maps.arcgis.com/apps/webappviewer/index.html?id=7ce8d1f5053141f1bc0f5bd7905351e6
https://www.portland.gov/transportation/vision-zero
https://pdx.maps.arcgis.com/apps/MapSeries/index.html?appid=5385b143768c445db915a9c7fad32ebe
https://www.portland.gov/transportation/vision-zero/vision-zero-dashboard
https://www.portland.gov/transportation/what-are-neighborhood-greenways
https://www.portland.gov/transportation/pbot-projects/neighborhood-greenways/documents/neighborhood-greenway-assessment
https://www.portlandoregon.gov/transportation/36167
https://www.portlandoregon.gov/transportation/article/751333
https://nacto.org/
https://nacto.org/publication/urban-bikeway-design-guide/
https://www.portlandoregon.gov/transportation/44671
https://www.portlandoregon.gov/transportation/article/545858
https://www.portlandoregon.gov/transportation/article/452524
https://www.oregonmetro.gov/sites/default/files/2014/05/22/2011_summary_travel_activity_survey_results.pdf
https://www.portland.gov/transportation/projects
https://www.portland.gov/transportation/pbot-projects/ccim
https://www.portland.gov/transportation/planning/east-portland-motion
https://www.portland.gov/transportation/pbot-projects/construction/southwest-motion-crossing-enhancement-projects
https://www.portland.gov/transportation/planning/northwest-motion-project-overview-and-process
https://www.portland.gov/transportation/north-portland-motion
https://www.portland.gov/transportation/fixing-our-streets
https://www.portland.gov/transportation/planning/small-capital-programs
https://www.portland.gov/transportation/rose-lanes
https://www.portland.gov/transportation/planning
https://www.portland.gov/transportation/waytogoplan
https://www.portland.gov/transportation/planning/pricing-options-equitable-mobility-poem
https://www.portland.gov/transportation/safe-routes-school


 
 PBOT Maintenance Operations 
 PBOT Equity and Inclusion Program 
 Sunday Parkways 
 Portland Bike Share 
 

https://www.portlandoregon.gov/transportation/47144
https://www.portland.gov/transportation/justice
https://www.portland.gov/sunday-parkways
https://www.portland.gov/transportation/bike-share
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